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Overview

The Kansas Department of Transportation and the Kansas Turnpike Authority set outin 2015 to
improve the state’s freight competitiveness by studying and developing strategies for improving its
statewide freight network’s safety, efficiency and competitiveness, especially along primary and
secondary freight corridors of significance, which include Interstate 70, Interstate 35 and the
Kansas Turnpike.

KDOT and the KTA undertookthis plan realizing that, while the Kansas economy relies on freight
trucks moving goods to and from local, national and international markets, moving those goods
efficiently depends greatly on how easily drivers can find safe, convenient parking.

With the need to operate cost effectively and within the constraints of federally mandated hours of
service, drivers were spending up to 30 minutes - or nearly five percent of their allowable daily
driving time - searching for parking. This added expense is borne by the drivers, their companies
and Kansas agriculturaland manufacturing interests, makingall less competitive in a global
marketplace driven by cost. And where appropriate parking cannot easily be found, drivers often
are forced to parkalongthe sides of highways, ramps or in the lots of closed or abandoned
businesses, creating safety concerns for other motorists and themselves.

These challenges are predictedtoincrease in the future. Freight volumesin the U.S. are projected
to grow by nearly 29 percent over the next 11 years and, with it, the number of semi-trailer trucks
on theroadis predicted toincrease nearly 12 percent to 3.98 million units over the same period of
time. By better understanding current and future freight truck parking needs in the state, Kansas
positions itselfto take action and adopt policies that will create a safer driving environment, better
use of its parking assets and increase the economicimpact of trucks being routed through Kansas to
benefit from the decisions the state’s transportation agencies make.

Activities
The KDOT/KTA plan set out to build that understanding by conducting an:
e Inventory of publicand private truck parkinglocations, capacity and use;
e Assessmentofphysical barriers, regulations, policies and information needs affecting truck
parking choices; and
e Identification of opportunities for improving parking capacity and services in ways that
benefit safety, efficiency and /or economic growth throughout Kansas.

These activities were accomplished in a number of ways, including:
e Performingastatewide inventory of truck parking assets and use;

e Conductinganational review of studies regarding truck parking decision factors;

e Interviewingother agenciesand stakeholdersregarding truck parking;

e Surveyingtruckersregarding factors affecting parking decisions;

e Analyzing freight movements, trends and regulations affecting parking demand; and
o Reviewingfuture highway freight trends, flows and projections.
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Insights

These activities resulted in a number of insights into Kansas truck parking needs and usage
characteristics:

1. Peakparkingtimes for trucksare between 12 a.m.and 4 a.m.

2. Trucks parkanywhere that can accommodate themto stay within their hours of service
requirements: parkinglots, side roads, shoulders or ramps.
Parking decisions are made based on service time, lot amenities and target destination.
4. Most large legal parking facilities, especially near urbanareas or the intersections of major

w

highway-to-highway connections, are at or over capacity regularly.

5. Driversare challenged tofind legal truck parkinglocations in a timely manner, averaging 30
minutes of search time to locate available parking.

6. Asignificantnumberofdriversreport parkinginillegal locations that can be unsafe,
particularlyjust outsideurban areas.

7. Peerstateand federal studies suggest thatthe lack of safe truck parkingis a problem that
will continue toincrease due to the projected growth in truck freight movements.

8. Peerstateand federal studiesindicatethatthe need for expandedtruck parking far exceeds
available funding, which is unlikely to grow significantly in the future.

9. Drivers, peer states and the federal government identified affordable truck parking
strategies: expandor improve parking at publicrest areas, commercial truck stops and
travel plazas; encourage creation of public-private partnership (P3s) solutions toshare
costs and information for parking; inform drivers about available spaces through
technology and other means; and change parking enforcement rules.

10. Kansas hasthe opportunity to gain a “first mover” advantage by undertakingits truck
parking decision-making in a regional context wherever possible. Drivers are more likely to
make routing decisions favorable to Kansas in terms of efficient use of its parking assets and
economicimpactif they can take better advantage of regional consistency in travel costs,
business process, trip-time predictability and driver services availability.

Advisory Panel

These and other insights formed the basis for developing a set of effective strategies for improving
the state’s truck parking information sharing, capacity and benefits. This was done using broad-
based input from freight stakeholders and through a stakeholder advisory panel, composed of key
public- and private-sector freight organizations, appointed by the Kansas Department of
Transportation and the Kansas Turnpike Authority.

Panel members provided plan guidance and feedback on issues, needs, resultsand
recommendations. Amongthe public-and private-sector organizations thattook partinthe plan
were: Convoy Systems, LLC; FHWA - Kansas Division; Groendyke Transport, Inc.; Kansas Dept. of
Agriculture; Kansas Dept. of Commerce; Kansas Highway Patrol; Kansas Motor Carriers Association;
Mid-America Regional Council; Miller Trucking Ltd.; Owner-Operator Independent Drivers
Association; Petroleum Marketers & Convenience Store Association; Sauder Custom Fabrication;
Triplett, Inc.; UPS; and YRC Worldwide.

With their guidance and the resultsof plan activities, a number of truck parking recommendations
were developed for improving truck parking safety, efficiency and economicimpact by deploying
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staticand dynamic parking information signs at areas of significant truck parking demand.

Recommendations

Recommendations reflected a focus on finding solutions that address service and geographical
areas of greatest need and benefit, including:

e Locatingnew or improving existing publicand privatetruck parking assets whereneed is
greatest;

e Overcomingbarriers tousing existing formal/legal parking facilities in urban/ruralareas;

e Identifyinginformation and technology services tohelp truckers make betterparking
decisions; and

e (reating partnershipswith public-and private-sector entities toimprove parking facilities
and amenities.

Specifically, the four recommendations and their related implementation strategies include:

1. Improve Parking Information and Sharing
a. Post parkinginformation via staticsignage
b. Deploya dynamictruck parking information management system (TPIMS)
2. Addor Improve Parking Assets
a. Expand parkinglotnumbersand capacity
b. Use excessright of way for parking
c. Improve geometrics for better parking
3. Explore Creating Parking Improvement Partnerships
a. Identifyintra-agency opportunities towork with agencies to expanding parking
b. Investigate benefits of creating multistate, regional truck parking policies
c. Secure marketplace guidance as to the viability of expanding parking via P3's
4. Examine Pro-Parking Policies for Freight Trucks
a. Develop pro-freighttrucktax policies
b. Develop integrated local parking policies
c. Explore opportunities for coordinating delivery policies to expand parking

Benefit-Cost Analysis

The first tworecommendations (improve parkinginformation and sharing, and add or improve
parking assets) are prioritized based on the benefit cost analysis (BCA) conducted for each strategy.
All strategies considered within the plan were evaluated on how well they improved Kansas freight
truck parking and provided other benefits versus their implementation and other costs. A benefit
cost ratioof 1.0 or better indicates thatbenefits are projected tobe greater than costs.

As aresult, the plan’s final recommendations were organizedinto three tiers forimplementation
planning purposes, with the tiers reflecting their benefit/cost ratios:

e Tier 1 improvements are infrastructure investments which are recommended first because
theyinvolve freight corridors of significance and have a high benefit cost ratio. In the case
of Tier 1 improvements, benefitsare valued at being 2.5 times or greaterthan their costs.
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e Tier 2 improvements are infrastructure investments on freight corridors of significance
which have a good benefit cost ratiohigher than 2.0 butlower than the 2.5 threshold set for
Tier 1.

e Tier 3 improvements are infrastructure investmentsidentifiedasa desired improvement
buthavingabenefit cost ratio above 1.0 and below 2.0. Tier 3 alsoincludes strategies
related to pro-parking policies and public- and private-sector parkingpartnershipsthatare
not easily quantified using a benefit/cost analysis. Such strategies are form-, time- and
result-dependent and involve coordination and advocacy efforts with entities such as the
state legislature, governing bodies and industry groups. While these strategies require
longer lead times toimplement, theirdeployment offers benefits to the state and its freight
networkata low deployment cost since they generally align withthe roles and
responsibilities of existing technical, communications and governmentrelations staff.

Based on the benefits-cost analysis, the final recommendations were broadly tiered as follows:

o Tier 1- Add staticand dynamic parking information signs on eastern and western
segments of primary freight network. Add parking capacityat selected locationsin the
networkwhere parking demand is greatestand lots are at maximum capacity duringpeak
truck parking periods.

e Tier 2 - Add staticand dynamic parking information signs on central segments of the
primary and secondary freight network. Add parking capacity at selectedlocations where
other parking alternativesdo not currently exist.

e Tier 3 - Add staticand dynamic parking information signs on network segments with lower
parking demand. Add parking capacity atlocations where other parking options don’t
readily exist. Create parking partnerships with public- and private-sector entities. Develop
pro-parking policies at state and regional levels.

[tis noted that there is no recommendation for publicly-owned state construction of new, full-
featured publictruck parking facilities. This recognizesthe challenge posed by the magnitude of
the state’s parking needs combined with the ability of private industry to deliver additional truck
parking capacity and amenities. Recommendations address truck parking needs through a multi-
layered approach emphasizing optimizing the use of existing parking assets through targeted
capacity improvements,bettersharing of parking availability information and partnerships with
other public- and private-sector entities to flexibly add capacity whereneeded without solely
relying on state action or funding.

Implementation

[talso is noted that Kansas will getajump start on implementing recommendations from the
Kansas Statewide Freight Network Parking Plan, thanks toa $25 million federal Transportation
Investment Generating Economic Recovery (TIGER) grant given to Kansas and seven other
Midwestern states toaddress critical truck parking issues. The TIGER grant was awarded to the Mid
America Association of State Transportation Officials (MAASTO) to develop a multistate Truck
Parking Information and Management System (TPIMS).

The TPIMS system will help truckers know in real time where safe, adequate parking is available
thatbest meets their needs. It will disseminate parking information through various means,
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including electronic messagesigns, travelerinformation websitesand smartphone applications.
Other MAASTO states that will receive funding include Indiana, [owa, Kentucky, Michigan,
Minnesota, Ohio and Wisconsin.

The grant will enable Kansas to proceed with pilot implementation of its signage recommendations
while continuing to engage other private- and public-sector stakeholdersin advancingthe plan’s
goals for improving the safety, efficiency and economic competitiveness of the Kansas freight
network.

Moreover, establishmentofa regional truck parking information system promises to well position
Kansas to benefit from the long-term economicbenefits ofimproving truck parking services,
regulations and opportunities. State action, combined withregional initiativeslike the MAASTO
TIGER grant, increase the likelihood that regional or national shippers will route their truck traffic
through Kansas to take advantage of what s, in effect, superior customer service thatadds to their
bottom line. Performance measurements envisioned by the MAASTO TIGER grantand KDOT/KTA
parking recommendations will enablethe State of Kansas in the future toidentify and capitalize on
that economic opportunity through supportive infrastructure investments and policies.
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Introduction

Project Description

In 2015, the Kansas Department of Transportation (KDOT) and Kansas Turnpike Authority (KTA)
undertooka study of the state’s truck parking capacity, issues, trends and opportunities on the
Kansas Primary and Secondary Freight Networks (Figure 2.1), with a special emphasis on
Interstate 70, Interstate 35 and the Kansas Turnpike.

The purpose of the study was to provide data and analysis leading to development of a plan for
addressing existing and potential future parking needs in ways that improve statewide freight
network safety, efficiency and competitiveness. The study assessed:

+ Existing publicand private truck parkinglocations, capacity and usage;

e Physical barriersand information needs (signage, education, technology) affecting truck
parking choices; and

e Opportunities for improving parking capacity and services in ways that benefit safety,
efficiency and/or economic growth throughout Kansas.

Defining Truck Parking Conditions, Usage and Issues in Kansas

In the study, a variety of activities were conducted tobetter:

¢ Define truckparking conditions, usage and issues in Kansas;
e Describe factors determining where and when truckers choose to parkin Kansas; and

e Identify existingissuesand preferences shaping uses and needs for truck parking Kansas.

These activities (including a parking inventory, peer interviews, literature reviewand trucker
surveys) and their key findings follow.
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Figure 2.1 - Highway Freight Corridors of Significance
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Truck Parking Inventory and Usage

Introduction

A detailed truck parking inventory of the Kansas Primary and Secondary Freight Networks (see
Figure 2.1) was completed. Thisinventory assessed legal /formal and illegal /informal truck
parking use throughout Kansas. Data was gathered first via a desktop Google Earth aerial review to
determine all legal parking facilities and the number of spaces available as well as toidentify any
potential illegal parking “hot spots.” This was followed by a field review of truck parking utilization
and field verification of illegal parkinglocations. After the field observations were completed,the
datawas further analyzed to seeka better understanding of truck parking across the state.

Methodology

Desktop Aerial Review of Legal Truck Parking Facilities

Google Earth aerial imagery was used toidentify truck parking facilities and allow an accurate
count of parking spaces. Earlyidentification of parkinglotsand spaces ensured thorough
investigation oflots and their utilization in the field, increasingfield teams’ efficiency by optimizing
their routing and eliminating the need to count parking spaces on site. Thisalso allowed much of
the GISwork to be done in the office by creating a geographic database oflegal parking facilities
along the study corridors. Estimations ofthe number of truck parking spacesinlegal parking areas
where pavement markings were indeterminate or not present were made using visualinspection.

Thelegal parking geographicdatabasecreated during the desktop reviewguided the field teamand
much of the information was input prior tobeginning the field work. This allowed the field team to
input field information into forms developed for each parkinglocation and then have it change
status and color to complete.

Field Review

Upon completion of the desktop aerial review, the field review and usage study began. The team
conducted a trial run of the proposed field work procedures and methodology. This trial run was
conducted on two truck parking areas along I-70 near Kansas City, Kansas, to confirm the efficiency
and efficacy of the assessment approach.

The actual assessment was conducted by two two-person teams, each of which drove assigned
portions of the Kansas Primary and Secondary FreightNetworks. Both networks were driven by
the teams during the week of March 16th - March 20th, 2015. The review was conducted overnight
and collected data on the number of trucks parked at different facilities legal and illegal, formal and
informal between the hoursof 10 p.m.and 6 a.m.

As partof the review, one team member drove the field vehicle through parkinglots, calling
attention to parking utilization and other lot attributes. The data-collection memberofthe team
entered the data intoa Global Positioning System (GPS)-enabled iPad equipped with ArcGIS online.
ArcGIS online is a fully web-enabled version of GIS which allowed the staffto edit the original maps.
Truck parking field data was inputted as follows:

e Ifatruck wasfound parked, the team assessed whetherit was alegal parking facility or not.

e Thefield reviewer placed a pointin GIS and input the information in the predefined fields
setup during the desktop review for either the parking facility or the illegally parked truck.

¢ Thepoint was marked for additional review in the office if there was a question about the
location that could not be determined in the field.
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Figures 2.2 through 2.5 show different truck parking situations and how they were handled as far
as legal/illegaland formal /informal.

Figure 2.2 shows trucks parked ata restarea; all are legally parked under our study definition.
Several trucks had created informal parking spaces in alegal parking facility. This photoalso
represents what would be considered an over-utilized parking facility.

Figure 2.2 - Trucks Parked at Rest Area

Trucks parked legally at rest area

Figure 2.3 featuresasimilarrestareain under-utilized conditions. As can be seen, there were
trucks parked informally even with plenty of formal spaces available.

Figure 2.3 - Trucks Parked at Rest Area

Trucks create informal parking spots at an Olathe facility

Figure 2.4 shows a truckinformally parked across numerous car parking stalls. Whetherthis is
legal dependsupon the business associated with the lot. A truckwas classified as parking legally if
it wasin a restaurant or hotel parkinglot; it was assumed the business was allowing thisuse toa
customer. The truckwas classified asillegal if it was parked in a retail parkinglot (i.e. Wal-Mart).
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Figure 2.4 - Truck Parked Illegal in a Parking Lot

Truck occupying two retail ot spaces in Wyandotte County

Trucks parked on freeway on- and off-ramps, as in Figure 2.5, were classified asillegal parking.

Figure 2.5 - Truck Parked on Freeway Ramp

Truckparked on a highway ramp near Gardner

Figure 2.6 illustrates the various scenarios for coding a truck-parking facility in the field. This
chart showsthe information which was collected, ifreadily available, in the ArcGIS online form for
each parkinglocation. After the assessment was made about whethera facility was alegal truck
parkingarea, then based upon the parking area scenarioa series ofitems were cataloged.

For a legal parking facility, the cataloging was based on answers toanumber of questions:
¢ Whattype of area was the facility?
e Whatwasitsoverall condition?
e Whatamenities did the facility offer?
e Wasthelot publicor private?
e Howutilized was it?
If the parking was illegal, then differentwere questions asked:
¢ Whattype of area was the parkingin?
e Wastheareapublicor private?

¢ Howmany trucks were parked there?
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Figure 2.6 - Truck Parking Coding Scenarios

Kansas Freight Parking Study
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In addition to Figure 2.6, a Parking Facility Condition Rating Matrix (Table 2.1) and a Parking
Facility Usage Matrix (Table 2.2) were developed to guide the inventory of the legal truck parking
facilities. These ratings were established to allow the teamsin the field to make minimal subjective
decisions about the condition of pavements providing uniform results from each team.
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Table 2.1: Parking Facility Condition Rating Matrix

l(iggﬂgion Pavement Striping Lighting

Excellent | No signsof distress (cracking) Clearlyvisible | WellLit, video surveillance
Good Minor cracking Partially faded | Well Lit

Fair Major cracking and minor potholes | Faded Some Lighting

Poor Major crackingand potholes None No Lighting

Table 2.2: Parking Facility Usage Matrix

Usage Rating Percent Full Description

Over Utilized 100% or greater | Drivers are creating extra parking
Fully Utilized 70%-100% Most spaces are filled

Moderately Utilized | 40%- 70% About half of the spaces are filled
Under Utilized 0% -40% Most spaces are available

Each field team had to make decisionsin the field about utilization and parking facility condition
which are outlined in the tables above. The team counted the trucksin each lot, then estimated the
number of vacant spaces and calculated the percentage utilization before logging it in the correct
usage rating category. After the field review was completed, the data was compiled and processed
to help draw conclusions on the results discussed in the next section.

Field Review Results

Figures 2.9 through 2.12 show the results of the field review in map format. These maps were set
up to show different things. Locations whereillegally parked trucks were found were also shown.
Because this graphicshows theillegal parking in addition tolegal facilities, it paints a complete
picture of where trucks were found parked in the state of Kansas during the study week.

Based upon the data found in the field as shown in Figure 2.9, some observations were made about
illegal parking. First, mostillegal parking was concentrated at the perimeterofthe urban areas.
Secondly, trucks utilized freeway on- and off- ramps heavily for parking throughout the state.
When the trucktrafficwas on a road with at-grade intersections there was often a truck or two
parked at the grain facility in each small town along the route. Finally, amajority ofthe publically
owned facilities are along Interstate routes with only a handful located along other primary truck
routes throughout the state.

Figure 2.10 shows the utilization (percent of parking spaces filled) at particular legal publicand
private truck parking facilities throughoutthe state of Kansas. It should be noted that the field
team alsolooked at the truck parkingalong U.S. 50 through Hutchinson, which was notalong the
routesbutwasincluded at the request of KDOT. Truck parking sites along the KTA facilities were in
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many cases over utilized, which means thatall parkingspaces were full and trucks were continuing
to parkby creating spaces along ramps and in drive aisles. Alsothe southern portion of[-135 has
fully utilized facilities along it, which means parking wasnear 100 percentfull. The final thingto
note is that, in general, parking facilities were fairly full on the perimeter ofurban areas throughout
the state.

Figure 2.11 shows the concentration of trucks (numbers parked) at particular legal truck parking
facilities. The first thing to note is the large number of trucks parked in or near urban areas. The
nextitem to point out is thatlarge numbers of trucks were also parked at major junctions in the
freight networkwhether urban or rural. There were alsoa few routes which have very little
overnight parking; these were mostly minor north /southroutes throughthe state.

Figure 2.12 shows the utilization and number of trucks parked at a particular legal truck parking
facility. As shown a majority of the large parking facilities holding 60 or more trucks were fully to
over utilized throughout the state of Kansas. Looking more regionally, the southern halfofthe state
hasalmostall parking facilities which can hold 30 or more trucks at least fully utilized; in the
southeast region many ofthose facilities were over utilized. This map helpsidentify where most of
the trucks were parking and where new facilities or larger facilities may be most needed.

There are several general trends whichwere noticed by the field teams and confirmed withthe
technical advisory panel. Those observations are discussedbelow:

e Many thingsaffectatruckdriver’s choice about where to park. However, in general, there
are two groups of truckdrivers; those who want amenities enough to seek out truck stops
offering them and those who just want to drive until their hours of service are up.
For drivers wanting truck stops with amenities, the drivers will stop at their desired
facility and create spaces if none are available. For drivers focused on maximizing drive
time, they will park outside of cities where fewer obstacles exist to parking in locations
allowing easy in and out movements. This is also the appeal of parking on interchange
ramps; trucks can just pull to the side and then pull back on to the ramp when they start
their next driving period. This can partially explain the pattern of drivers stopping outside
the citieswherever they can find space and there being a notable absence of trucks in the
urban areas.

e Driversgenerally parkwhere they want without regard to parkinglot pavement
conditions. Location was more important than whether the lot was brand new concrete or
severelyrutted gravel.

o Thepeaktime for trucks to parkwas observed to be between 12 a.m.and 4 a.m.
Trucks parkwhere they will be accommodated, whether a parkinglot, side road or
ramp. With freight tonnages expected toincrease and with hours of service

regulations limitingtravel the truck parking situation is only expected tobecome
more of anissuein the future.

o Alongthe KTA facility it was observed that parking areas outside of the toll plazas
were underutilized.
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Figure 2.9 - Parking Type
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Figure 2.10 - Parking Facility Utilization
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Figure 2.11 - Parking Concentrations
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Figure 2.12 - Parking Facility Utilization and Concentration
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This truck parking inventory provided numerous insights into the behavior of truck driver parking
but does not painta complete picture of what affected the driver’s choice. To supplement this
information, a survey of truck drivers was conducted to help understand driverbehavior (see
Appendix 2.A). Because of the short duration of the truck parking inventory, a study of GPS data
from trucks was done to determine when and wheredrivers were parking overnightand for their
thirty-minute break. This GPS data was collected and processed for four two-weekwindows
strategically placed throughoutthe year to capture seasonality and is described in more detail in
Chapter 3.

Literature Review and Peer Interviews

Introduction

The literature and peer review section provides a summary of reviewed studies and best practices
regarding truck parking decision factors. The review was conducted through an investigation of
research studies, articles, newsletters and web-sources. The review also included information
gathered from peer interviewswith the following organizations:

e [owaDepartmentof Transportation (Iowa DOT),

e Minnesota Department of Transportation (MnDOT),

e Missouri Department of Transportation (MoDOT),

e (ColoradoDepartmentof Transportation (CDOT),

¢ Wisconsin Department of Transportation (WisDOT) and
e Mid-America Freight Coalition (MAFC).

Information presentedreflects conditions as they existedat the time reviews and interviewswere
conducted.

Defining the Need

Mandated Hours of Service

Truck drivers must comply with the U.S. Department of Transportation’s Federal Motor Carrier
Safety Administration (FMCSA) mandated “hours of service” (HOS) regulations ifthey drive a
commercial motor vehicle (CMV). The HOS Drivers Final Rule was published in the Federal Register
on December 27,2011. Effective date ofthe Final Rule was February 27,2012, and the compliance
date of remaining provisions was July 1,2013. HOS regulations, as of June 2015, are as follows':

e 11-Hour Driving Limit: May drive a maximum of 11 hours after 10 consecutive hours off duty.

e 14-Hour Limit: May not drive beyond the 14th consecutive hour after coming on duty, following
10 consecutive hours off duty. Off-duty time does not extend the 14-hour period.

¢ Rest Breaks: May drive only if 8 hours or less have passed since end of driver’s last off-duty or
sleeper berth period of at least 30 minutes.

e 60/70-Hour Limit: May not drive after 60/70 hours on duty in 7/8 consecutive days. A driver
may restart a 7/8 consecutive day period after taking 34 or more consecutive hours off duty.

The Consolidated and Further Continuing Appropriations Act of 2015 was enacted on December 16,
2014, suspending enforcement of requirements for use of the 34-hour restart.

'www.fmcsa.dot.gov /regulations/hours-service/summary-hours-service-regulations
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The regulations are strictly enforced and violations can include state and local law enforcement
fines, civil penalties on adriver or carrier and downgrading of the carrier’s safety rating. Tomeet
these regulations, commercial truckdrivers need safe and convenient parking options along their
route. To maximize travel time and distance, truckers often wait aslong as possible to stop and rest.
Without viable parking options, some truckers park whereverpossible, including entranceand exit
ramps or other convenientlocations.

Jason’s Law

Truck driver Jason Rivenburg was 12 miles away from his final destination when he neededto find
truck parking. He was ahead of schedule, and as is often the case with justin time deliveries, trucks
are not allowed toshow up at delivery sites early. The only place he had to park was an abandoned
gas station. Tragically, Rivenburgwasrobbed and murderedbecause of the unsafe location he
unknowingly chose. Through the persistence of Hope Rivenburg,Jason’s widow, and others,
“Jason’s Law” made its way into the Moving Ahead for Progressin the 21st Century Act (MAP-21)
highway bill?. SEC. 1401, Jason’s Law, establishes a national priority for projects thataddress
shortage of long-term parking for commercial motor vehicles on the National Highway Systemto
improve the safety of motorized and non-motorized users and for commercial motor vehicle
operators. The provision includes a research mandate to survey and assess the availability of
parking facilities, the capability to provide adequate parking and rest facilities, the motor carrier
traffic vogume through each state, and a system of metrics to measure the adequacy of parking
facilities”.

2013 SafeTruck Parking Survey

To help fulfill this research mandate, in 2013,a volunteer group including Hope Rivenburgand
Desiree Wood of REAL Women in Trucking, Inc.,and Andrew Warcaba & Associates conducted an
independent survey of nearly 4,000 truckers nationally regarding the ability to parksafely. The goal
of the survey was to bringawareness to the fact that there is a significant lack of safe available
commercial vehicle parking space, on or near interstates, for truck drivers who want or need to
park. As shown in Figure 2.13, the survey revealed that eighty-threepercentofthe respondents
routinely took longer than 30 minutes to find parking; thirty-nine percent tooklonger than one
hour to find safe parking in order to comply with federal HOS regulations. Drivers who haven’t
found parking before running out of driving hours are often forced to parkillegally and unsafely,
often on the shoulder ofthe highway or an off-ramp*.

2http://truckerdesiree.com/2013/05/30/2013-national-truck-parking-survey/
* http://www.thwa.dot.gov /map21/legislation.cfm
#2013 Safe Truck Parking Survey PowerPoint by Desiree Wood, Hope Rivenburg, and Andrew Warcaba Associates
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Figure 2.13 - Time Looking for Parking

I HOUR OR LONGER

Graphic courtesy of PowerPoint by Desiree Wood, Andrew Warcaba Associates and Hope Rivenburg
As shown in Figure 2.14 below, most truckersregularly parkat commercial truck stops, but still 10

percentto 30 percent of truckers parkin unsafe areas such as on/off ramps, isolated areas, and
behind shopping centers.

Figure 2.14 - Locations Where Truckers Normally Park

Usage: [ Reqularly B Occasionally I Rarely I Never 1%
Commerdat Truckstop
Rest Area (No Services
Shipper/Receiver’s Location 20% 37% 36% 7%
On/Off Ramp | i1/ 20% 27% 45%
Abandoned Lot/Isolated Area | [11/0 35% 29% 26%
Behind a Shopping Center | 1110 11% 28% 20%

Graphic courtesy of PowerPoint by Desiree Wood, Andrew Warcaba Associates and Hope Rivenburg

Federal Reports Concerning Truck Parking

Since theyear 2000, there have been several reportspublished by Federal agencies. The focus of
the reportand the conclusions are summarized below.

Commercial Motor Vehicle Parking Shortage, FHWA Report To Congress, May 2012

This report was produced to comply with a request for FHWA to study the shortage of commercial
motor vehicle parking and its impact. The request was included as a Conference Report that
accompanied the Consolidated and Further Continuing Appropriations Act of 2012, Pub. L. No. 112-
55,125 Stat. 552. The report updates major findings from previous studies with current estimates
and forecasts of long-distance truckactivity, information from the Truck Parking Pilot Grant
Program and observations made by the safety enforcement community. [t reported the following:
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¢ Thevolume of freight nationally increased by 12 percent from 2002 to 2007.

e Basedontheestimated tonnage of freight movementin 2007 and an estimated percentage
of that freight traveling over 500 miles, it is estimated thatnationally 173,000 trucks per
dayneed to parkduring their journey.

e Basedona projected growth in freight tonnage of 11 percentby 2020, itis estimated that
190,000 long-haul trucks will need a place to parken route every day.

¢ Demand atan example high volume truckstop wasreported topeakbetween 12:00
midnightand 4:00 a.m. The low pointin demand was at 12:00 noon.

e Eventhough truckparking expansionis eligible for Federal-aid Highway Program funding,
truck parking enhancements have had to complete with other high priorities such as bridge
preservation. Most truck parking capacity has been provided as part of full service
commercial truck stops.

e Section 1005 of SAFETEA-LU provided $30 million for a pilot program to address truck
parking shortages. Most projects funded through the programinvolved implementing of
technology to better inform truck drivers of available parking. Some projects have added
parking spaces for a total 325 new spaces nationwide.

¢ Demand for parking pilot program grant money exceeded available funding by eight times.

e A projectawarded tothe State of Florida funded construction of additional parking spaces
adjacenttoa privately owned and operatedtruck parking facility.

e Evidenceindicatesthata truck parking shortage remains widespread and will be
exacerbated by anticipated growth in truckmovements.Investments toreduce the shortage
mustbe made to facilitate and better utilize existing capacity and provide additional
capacity.

Study of Adequacy of Commercial Truck Parking Facilities, FHWA, March 2002

This study was undertaken in response to Section 4027 of the Transportation Equity Act for the 21st
Century (TEA-21). Thelaw required thata study investigatethe adequacy of commercial truck
parking facilities serving the National HighwaySystem (NHS). The study used a two-pronged
approach. One area of focus was on clarifying truckdrivers’ parking related needsand decision
making process. The second focus area was comparing supply and demand of truck parking.

Based on these two areas of study, recommendations for improvements to mitigate the existing and
future truck parking problems were developed. (It should be noted that this study was conducted
prior to the significant change in hours-of-service requirements implementedin 2012 and 2013.)
The study made the following recommendations:

1. Expand or improve public rest areas.

e Increase the number of parking spaces

e Improve geometricdesign of publicrestareastoincrease convenience for drivers
using these facilities.

2. Expand or improve commercial truck stops and travel plazas.

e Increaseyearlytruckregistration fees with the stipulation that thesespecial funds
can be used only by States on initiatives toaddress the truck parkingissue.
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Implementa program that allows States to close rest areasinlocations that are well

served by private-sector business and shift funds toareas where additional
developmentis desirable.

Remove cost-prohibitive road improvement requirements imposed by State DOTs
upon developers attempting to open new facilities.

3. Encourage the formation of public -private partnerships.

Provide low-interestloans or grants to commercial truck stops toincrease capacity.

Construct State-ownedlots adjacent to commercial truck stops and travel plazas
and enter intoagreements with theseowners tolease or maintain the lots.

Work with owners of commercial truck stops to help them promote the availability
of parkingin large lots close to the Interstatehighway (e.g., providesignage on the
highway).

4. Educate or inform drivers about available spaces.

Develop Intelligent Transportation System deployments that provide drivers with
real-time information on the location and availability of parking spaces. For
example, investigate using cellular phones and radio frequencies tobroadcast
parkinglocations and availability todrivers.

Investigate using mailings related to credentials administration for the
International Registration Plan and the International Fuel Tax Agreementas a
means of distributing information on the location and type of parking spaces within
the base State to participating motor carriers.

Publish and distribute a “trucker’s map,” in both paper and electronic format, that
pinpoints parking facilities for drivers (both publicand commercial), includinglot
capacity and space availability.

5. Explore changing parking enforcement rules.

Implementmore stringentenforcement of parking rules toremove vehicles from
locations such as interchange ramps.

Change parking limits to permit trucks more time to parkat publicrest areas.

Encourage local government and business supportfor constructing and operating
commercial truck stop and travel plaza facilities in or near their community
industrial and business parks (i.e., zoning).

6. Conduct additional studies.

Refine the results from the present study and develop more detailed assessment
strategies at specifichighway locations (e.g. target heavily traveled truck corridors).

Establish a multi-State committee to evaluatealternatives and recommend

solutions that would address the “staging” of trucks at certain locations in response
to “just-in-time” delivery.

Conductadditional researchto further refine the demand model (e.g., to
accommodate local factors that can influence demand, such asa higher rate of
parking near major distribution centers).
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NCHRP Synthesis 317 - Dealing with Truck Parking Demands, Transportation Research
Board, 2003

The National Cooperative Highway Research Program synthesis contains a review of the successful
practices used by transportation agencies to evaluate and deal with truck parking demand. The
primary sources of data for the synthesis were detailed questionnaires distributed to highway
maintenance engineers at state departments of transportation. Completed questionnaires were
provided by 24 states. The synthesis developed the following conclusions:

e Commercial vehicle travel demand islarge and growing—as is parking demand.

e Because of parking shortages and limits on stays in publicfacilities, truck drivers needing
rest may create unsafe situations by parking on roadway access ramps and shoulders.

e Driversareresponsible for obtaininglong-termrest, but nosingle agency or organization is
responsible for providing required facilities.

e Surveyresults confirmed other findings that thetruck parking shortage is nationwide.
e Most supply of truck parkingis located in commercial truck parking lots and plazas.

e Theproblem isconcentrated in publicrestareas. Rapid increases in truck traffic, combined
with alimited expansion of publicrest areas, have resultedin a shortage of available truck
parkingin publicrestareas.

e A multiprongedapproachisrequired, whichincludes 1) expand or improve publicrest
areas, 2) educate or inform drivers about available spaces, and 3) make better use of the
private sector and private truck spaces.

Highway Special Investigation Report - Truck Parking Areas, National Transportation
Safety Board (NTSB), May 2000

The majorissue addressed by this Safety Board special investigation reportis the lack of safe
available commercial vehicle parking on or near interstates for truck drivers who want or need it.
Thisreportalso discusses the lack of information about parking available to truck drivers and the
State-enforced parking timelimits. Other conclusions summarizedin the report:

e Shippers, brokersand consignees frequently influence truck schedules and should be an
integral part ofany solution to the truck parking area dilemma.

e Testimony atthe National Transportation Safety Board's four public hearings and available
research indicate that not enough adequatetruck parking spaces are available to
accommodate traffic patternsin certain locations.

e TheFederal and State governments have the responsibility to maintain highway safety and
thelack of available truck parking, or truck drivers not knowing where parking would be
available, can negatively impact safety.

e Theprohibition against private development of rest area facilities on interstates may be an
impediment to the construction ofadequate truck parking.

o While existing guides and mapping programs may list the privatetruck stops and public

restareas, theyare notall-inclusive of the available truck parking, such as alternative
locations like park-and-ride lots and weigh stations.
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e Some truck drivers donot have enough information on parkinglocations and need tobe
made aware of all available parking, both in advance ofand during trips.

e Global positioning systems (GPS) technology, combined with electronic maps and the ability
to communicate that information to truckdrivers, could help driverslocate parking areas.

e Parkingtime limits for publicrestareas canresultin drivers returning to the roadway
without obtaining adequate rest or parking

Best Practices

Interviews with the state DOTs and the Mid America Freight Coalition were conducted. An
interview questionnairewas developed (see Appendix 2.B) and representatives from each
organization were interviewed via telephone or email. Items discussed included truck parking
issues, solutions to issues they have dealt with and best practices for evaluating the economic
benefits of truck parking improvements. Studies they have completed along with other relevant
datawere alsorequested. Below isa summary ofthe information obtained.

Michigan

The State of Michigan isa leaderin the development of smart truck parking. MDOT leveraged $4.48
million in funding from Federal Highway Administration (FHWA) Truck Parking Facilities
Discretionary Grants Program to develop and install a Truck Parking Information and Management
System (TPIMS) along 1-94 in southwest Michigan®. This corridor carries some of the highest freight
volumesin the Midwest. Trucks account for approximately 23 to 30 percent of all traffic in the
corridor, making it the highest concentration of commercial vehicles on interstatehighwaysin
Michigan. Truck parking is a major safety concern along the [-94 corridor. Commercial truck drivers
routinely parkon rest area entrance and exit ramps, in designated car parking areas, and on
interstate entrance and exit ramps. Meanwhile, a significantnumber of truck parking spaces at
private parking facilities such as truck stops are empty or underutilized. The goal of TPIMS is to
identify available parking for both publicand private facilities and share thatinformation with
truckdrivers. To collect parking availability data detection cameras and other sensors were
deployed at publicrestareas and private facilities. Parking availability information is then senttoa
cloud service and distributed to drivers through:

¢ MDOT’s Mi Drive website: www.michigan.gov/drive (see Figure 2.15),

e Truck Smart Parking Services website: www.trucksmartparkingservices.com,
e dynamicroadside truck parking signs (see Figure 2.16),

e smart-phone applications,and

e andthird-party dataservices

Featureslike text-to-speechwere implementedin smartphone connected vehicle applications to
reduce driver distraction and improve safety.

5 www. michigan.gov/mdot/0,4616,7-151--336551--,00. html
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Figure 2.15 - Mi Drive Website
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Minnesota

A peerinterview was conducted with MnDOT staffon April 6, 2015. Staff provided a copy of
relevant studies including the Minnesota Interstate Truck Parking Study® (2008) and the Truck

Parking Study Phase 27 (2010). The 2008 study documented the state of truck parkingissues

throughout Minnesota, while examining the supply and demand of publicand private commercial
vehicle parking along Minnesota’s three primary Interstate corridors: [-35,1-90and [-94.

® Wilbur Smith Associates and the Center for Transportation Research and Education, Minnesota Interstate Truck Parking Study, MnDOT, St. Paul, MN, 2008.
7 Center for Transportation Research and Education lowa State University, Minnesota Truck Parking Study: Phase 2, 2010.
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The study revealed parking capacity issues at many of the state’srest area facilities and concluded
that further research would be necessary toidentify potential remedies toimprove truck parking.
The Phase 2 study determined opportunities for expanding truck parking whereneeded. The study
determined parking in urban core as the key problem. Other highlights included:

Current Truck Parking Conditions and Issues

e MnDOT inventoried the Interstate truck parkingsupply using various information sources:
aerial photographs; Google Earth™; The Trucker’s Friend; a national truck stop directory,
and direct contact with truckstops. MnDOT has about 400 publictruck parking spaces.

¢ Theinventoryincluded field observations and usage records from the Truck Parking
Capacity Usage Database maintained by the MnDOT Rest Area Program. The database uses
truck count data collected by rest area maintenance crews duringlate night hours between
11:00 PMand 3:00 AM to count numbers of trucks parked at each facility. Overall, 20
facilities were deemed to have significant capacity issues during the busiest time of day.

¢ Thebusiesthoursof day are overnight.
¢ Thebusiestdays of the week are Tuesdays through Thursday.
¢ Thebusiesttime of yearis Septemberthrough Christmas.

¢ Thereare fluctuationsin these trends, particularly duringthe harvest season. Particularly
September, October and November.

¢ The Statewide freight movementis projected to grow by atleast 30 percentby 2030. Over
63 percent of goods (by volume) moved in Minnesota are carried by truck.8 The state’s
busiest truck freight routes by average annual daily traffic (AADT) are I-35,1-90 and [-94.

¢ Truck parking amenities are limited torest areas, mainly restrooms, vending and
information. Private facilities provide amenities (showers, safety, lighted parking, patrols,
etc.).

¢ Therehasbeenlimited discussion about public private partnerships (P3s) with sharing
areas with private facilities; however, these discussions are very preliminary.

e MnDOT has assessed parking usage and is in the process of evaluating use of video
technology to assess and provide information on the number of available spaces.

e Thebiggesttruck parkingissue anecdotally is parking on ramps; however, MnDOT does not
actively track or enforce thisissue.

e Truck parkinginurban areas was overwhelmingly identified as the key truck parking
problem in Minnesota and was the focus of the MnDOT Truck Parking Study Phase II.

¢ InMinneapolis some drivers parkon frontage roads. This is not breakinglaws but there is
an abundance of parked trucks - as many as 60 to 70 per night. The cityis asking if trucks
should be allowed to parkon frontage roads. Idling trucks raise concerns with
environmental issues, etc.

82015 Statewide Freight Plan Fact Sheet, http://www.dot.state.mn.us /planning/freightplan /index.html
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e Thebiggestissue with oversized/overweight truckloadsinvolveslarge wind blades. They
come intoa restareaand occupy more than one space. Wisconsin, North Dakota and lowa,
as well as Canada, have higher truckallowance regulations than Minnesota.

¢ Thebiggestchallenge with truck parking is getting the rightdata on demand. Minnesotais
dependent on performance measures.Ifimprovements are made,the DOT needs to
benchmarktargets. MnDOT is currently evaluating datasources. Data from the American
Transportation Research Institute (ATRI) data could be very useful in assessing freight
movement; ATRI isthe non-profitresearch armofthe American Trucking Associations
Federation.

Strategies and Solutions

e The Truck Parking Phase Il Study identified capacity improvements including increasingthe
number of truck parking spaces at key locations, coordination with WisDOT in providing
parking information along [-94 and improved truck parkinginformation statewide.

Future Issues and Opportunities

e Currentlyassessing smarttruck parking technologies similarto the Michigan TPIMS system.

¢ Exploring partnership with WisDOT, which alsois assessing smart truck parking
technologies.

Missouri

A peerinterview was conducted with MoDOT staff on April 6,2015. Staff provided a copy of
relevant studies including the Missouri State Freight Plan® (2014) as well as information on existing
truck parking facilities in the state. Highlights from the interview and relevant studies include:

Current Truck Parking Conditions and Issues

e MoDOT hasapproximately 1,150 public truck parking spaces. 24 Interstate rest areas and
24 truck parking only spots.

e MoDOT hasrestareason Interstates29,35,44,55,70 and 270. Truck-only facilities on
Interstates 29, 35,44,55,57,70 and one on U.S. 36. [-44 and I-70 have the heaviesttruck
volumes by AADT.

e Trucktonnage isforecastto increase from 500 millionin 2011 to 778 millionin 2030, an
increase of 55.6 percent.

e Thehighestdemand for truck parkingis on the fringe of the Kansas City and St. Louis
metropolitan areas.

e Thebusiesthoursof day arefrom 11:00 PMto 6:00 AM.
e Thebusiesttime of year is August through December.

e Thereis aslight peakof truckvolumes during the harvest season; however, these are short-
haul trips with less demand for parking.

° http://www.mofreightplan.org/wp-content/uploads/2015/02 /Missouri-Freight-Plan-Executive-Summary-FINAL-small-version.pdf
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e Truck parkingamenitiesare limited torestareas and welcome centers. Restareas have
restrooms, maps and picnictables. Welcome centershave larger restrooms, tourism
information, playgrounds and picnictables. Truck-only parking facilities are limited to
vault toilets and basiclighting. They are a combination concrete, asphaltand gravel.

e MoDOT hasmore than doubled the availability of truck parking in last decade, mostly
through the conversion of closed rest areas or weigh stations.

e Truckershave expressed the need for running water and toilets. However, the most
pressing need is for additional parking.

e Existingtruckparkingspacesare all not 100 percent utilized, however, they are over

capacity on the fringes of Kansas City and St. Louis. Therefore, the issue is not the total
number of spaces available in the state; it is the location of parkinginrelation to demand.

e Truck parkingissuesatthelocallevel are typically during harvest season.

o Issueswith oversize/overweight truckloads have to do with different
regulations/requirementsin each state. How escorts are handled, requirements, etc. This
can cause increase pressure for parking and /or mobilization at the border.

e Thebiggestchallenge with truck parkingis the lack of dedicated funding tobuild and
maintain parking facilities.
Strategies and Solutions

e MoDOT completed a Statewide Freight Plan which identifies improving the availability of
truck parking as a strategic policy recommendation.

e Exploring potential opportunities to partnerwith privatetruckstops.
o Work with the Missouri Trucking Association to send e-alerts and information, surveys, etc.

e MoDOT is using groundhog censors at some rest areas. However, with this technology, it is
difficult to provide an accurate assessment of available parking.

e The 2014 Freight Studyidentified anumberstrategies and recommendations for truck
parking including:

0 Studypublicand private truck parking spaces placementand availability (short term).

0 Partner with the Highway Patrol to develop an education and enforcement program to
reduce prohibited parkingwhere parkingfacilities are readily available (intermediate).

0 Use technologytoprovide real-time parking availability at upcoming publicand private
facilities (long-term).

0 Increase truckparking capacity along key corridors - publicand private (long-term).

Future Issues and Opportunities

e MoDOT'’s ability to make future significant safety improvements is hampered by diminished
funding, lack of an information system that conveys availabletruck parkinglocations to

commercial drivers and the need for improved safety and security at truck parking
locations.

e MoDOT haslong been aleaderininnovative ideas such as dedicated trucklanes.
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Wisconsin

A peer interview was conducted with WisDOT staff on April 22,2015. Staffprovided a copy of
relevant studies including a summary ofa WisDOT BHM CMV Parking Study (2014) aswell as
information on existing truck parking facilities in the state. The highlights from the interview and
relevant studies are provided below:

Current Truck Parking Conditions and Issues

e WisDOT hasapproximately 29 rest areas (one under construction). All rest areas are
located on the primary interstate system and operate 24 hours a day, 365 days per year.
There are 737 truck parking stalls atrest areas and 179 at State Patrol Safety and Weight
Enforcement Facilities (SWEFs).

e Wisconsin has extensive and escalating oversize /overweightloads, wind towersin
particular. Thelargest domestic manufacturer of wind energy components has more than
1,000 shipments. Loads can exceed 200 feetin length and 200,000 poundsin gross vehicle
weight. Allloads are destined for neighboring states. Permitconditions and hours of service
in other states challenge safe harbor and parkingproblems. WisDOT has a separate
oversize/overweight permit unit within the DOT.

e Major trucking corridors are between Minneapolis to Chicagoand Green Bay through
Milwaukee down to Chicago.

e Theaverage duration of stay for a single CMV during the daytime is approximately one hour
or less. The average duration of stay for a single CMV during nighttime/early morning hours
is approximately four hours. Durations were derived in part from a video study of six rest
areas alongthe 1-90/1-94 corridor from Minnesota toIllinois on I-90 and I-94. The study
collected data and video clips of CMVs parkingin parking areas and nearby ramps at the top
of every hour ateach restarea for a duration of seven days.

e Theinventoryhasindicated aneed for additional truck parking toaccommodate HOS needs
and justintime deliveries.

e Lackof fundingisthe biggest currentissue with truck parking.

Strategies and Solutions

e CurrentRest AreaPlanisoutof date (1989).In the final stages of awarding a
comprehensive study to evaluate the role and mission of all rest areas and truckscales.
Truck parking is a significant consideration ofthis study. Technology change and more
traveler resources negate the value of publicrest areas for the general public. However, this
is not the case for truck parking. User experiences are different. Passengervehicles stay
short periods of time; trucks need overnight parking. More truck parking is needed to
accommodate HOS as well as staging for delivery windows in adjacent metropolitan area,
traffic conditions to clear or waiting for dispatch direction.

Future Issues and Opportunities

e Thelong term solution for oversize/overweightloads is harmony in permit conditions at
border crossings.

o WisDOT isevaluatingareal time truck parking communication platform in cooperation
with Minnesota and Michigan on the [-94 corridor. The objective is to identify for safe
harbor and park, enhancing parking availability and spur on behavior changes of parking on
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ramps or shoulders. Are considering integratingthe private sector in the platform.
Detection hardware at private sector truck stop and signage on system using cloud based
communications. If full, signage would indicate spots available elsewhere. The objective to
provide options to truckers and precludes need toadd parking to system. WisDOT
recognizes thatitis impossible tobuild their way out of the parking problem.

e Could partner with truck stops to provide excess DOT property or right-of-way for parking.
DOTs do not provide amenities found at typical truck stops (showers, retail, services, etc.).

e Private sector sponsorship is a significant opportunity. This could include sponsorships that
would offset operating costs.

Colorado

A peerinterview was conducted with CDOT staffon April 8,2015. Staffprovided a copy of relevant
studiesincluding the Truck Parking Issues at State Facilitiesin Colorado (2007) and statewide truck
parking facilities map. The highlights from the interview and relevant studies are provided below:

Current Truck Parking Conditions and Issues

e Truck parkingisavailable on the major interstates through the stateincluding I-70,1-25 and
[-76. These are alsothe busiest freight routes by AADT.

e CDOT does notactively monitor usage of truck parking.

e Some publictruckparkingis provided at designated pull outs. Due tothe topographical

issuesin parts of the state, there is alack of available space for large truck parking areas.
Parkingareas include restrooms. Are considering electrical hook-ups at some locations.

e Thereis no dedicated source of funding tobuild or maintain truck parking.

e Thereis informal truck parking on entrance and exit ramps; however, this type of parking is

not actively discouraged by the state patrol aslongasitis deemed safe. The state patrol
would rather they be parked on a ramp than driving tired and out ofhours.

e Somelocal jurisdictions are concerned about truck parking; however, the trucking industry
typically finds alternate places to park.

e Thebusiesthoursof day are from early evening to early morning. There is some fluctuation
during harvesttime.

e Lackof fundingisbiggestissue with truck parking. Also, in Colorado, topography divides
the state providing unique different needs and challengeswithin each region.

Strategies and Solutions

e 2007 Truck Parking Issues in Colorado Final Report identified the need for additional
dedicated truck parkingincluding expanding existing rest areas.

e CDOT provides publictruck parking locations through a Truck Parking Guide.
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Future Issues and Opportunities

o Thereis expected tobe astatewide increase in truck fright tonnage of 70 percent by 2040.

The Ports-to-Planes Corridor connecting Denver to Mexico will be alarge driver of this
traffic.

e CDOT is considering how to provide truck parking information through real time ITS.
However, a specifictimeline has not been established for this system.

Iowa

lowa DOT staff provided a copy of their Statewide Rest Area Management Plan (2013). The
highlights from the plan are provided below:

Current Truck Parking Conditions and Issues

o Thereare 40 full servicerestareasin the state, all but one are open year round.

o Allof the services provided at each restarea are available 24 hours per day. Amenities

include parking, restrooms, picnicfacilities, pet exercise areas, telephones, traveler
information and Wi-Fi.

o Twenty-four hour daily traffic counts, including truck percentages, were conducted at each
interstaterestareaduringyear 2012. Restareason [-80 and [-380had the highestaverage
hourly volumes. Rest areas on I-680 had the lowest average hourly volumes. The peak
traffic volumes generally occurred between 9:00 AMand 3:00 PM.

e The parking utilization for trucks was highest during the overnight hours (approximately
10:00 PMto 8:00 AM). During much ofthis time, the number of trucks parkingata restarea
exceeded the numberofavailable parking spaces. When parking spaces were full, trucks

parked on the shoulders ofthe rest area entry/exit ramps or in the areas designated for
cars. The peaktime for truck parking generally occurred between 2:00 AM and 6:00 AM.

o The 2007 studyreviewed alternative parking locations for trucks. These locations included
parking only rest areas, weigh stations and Alternative Service Locations (ASLs) that
provide truck parking. ASLs are businesses or publicfacilities near interstate service
interchanges wheretravelers can find services similar tothose provided at rest areas.
Approximately 85 alternative truck parking locations were identified along lowa interstate
restarea corridors, equating tonearly 4,700 truck parking spaces.

o Areview of trucktravel between major freighthubs was performed toidentify probable
locations where truckdrivers would stop to rest throughout lowa. This review focused on
truck travel within a single day from major freight hubs. The review identified 11 freight
routes between major freight hubs where drivers would end their first day of travel on [owa
interstates. Probable locations for truck drivers along these routes to stop and rest were
primarily located near the Des Moines metropolitan area.

o Oftheservicesprovided atrestareas, truckparkingis the most over utilized service atrest
areas throughoutthe state.

0 Truck parking demand exceeds capacity at most full service rest areas at peaktimes.

0 Truck parking demand exceeds capacity at over halfof the parking only rest areas
during peaktimes.
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0 Weigh stations are sparsely used for truck parking during overnight hours.

0 Truckparkingat ASLswasobservedtobe 70 percentto90 percent utilized.

Strategies and Solutions

e Strategiesand solutionsidentified in the study include a review of P3s, evaluation of

parking expansion opportunities at rest areas and weigh stations,and ways to provide
additional traveler information.

e Travelerinformation dissemination technologies are being considered to provide
information on truck parking availability. Dynamic, real-time truck parkingavailability
technologies are currently being investigated by other DOTs and FHWA. However, the study
noted that these systems are still in their infancy and can be costly.

Future Issues and Opportunities

e P3’sare apotential consideration toaddress additional truck parking needs, however, DOTs
need to be mindful of several challenges: Title 23, Section 111 ofthe United States Code (23
USC 111) prohibits commercial development at travel information centers or rest areas. 23
USC 111 also prohibits private commercial developmentlocated on the interstatesystem.
Additionally, businesseslocated at service interchanges along interstate corridors and the
National Organization of Truck Stop Operators (NATSO) are strongly opposed to
commercial development atrest areas because of the loss of business/revenues that they
would likely incur at existing businesses along interstates. Despite the challengeslisted
above there are a variety of P3s that could be implemented with the appropriate legislation.

e Parkingisavailable at weigh stations, however, many truck drivers are hesitanttouse
parking at weigh stations due to potential of inspection that may otherwise be avoided.
Currently there are nomethods available for truck drivers to park at a weigh station
without the potential for being inspected upon arrival or departure of the weigh station. To
ensure use of available parking at weigh stations, parking availability signage at weigh
stations would need tobe incorporated as well as educating drivers of the availability of
parking at weigh stations.

e Park-and-ridelots could be used for truck parking during overnight hours. Coordination
with the agencies controlling these lots would be necessary to determine the availability of
parkingat these locations, and to ensure that trucks leave the park-and-ride lot before
commuters start usingitin the morning. Similar challenges of providing parking at weigh
stations would also exist for providing parking at park-and-ride lots including providing
appropriate signage, etc.

e Toaddressdissemination traveler information for truck parking, truck parking availability
technology is currently being investigated. A review of existing programs, funding, projects
and research was conducted on truck parking availability technology. There are currently
several demonstration and pilot projects, funded through FHWA, thatare on-going related
to real-time truck parking availability technologies. However, there are no current
commercial off the shelftruck parking availability systems available. Based on the work
completed todate, itis difficult to estimate the costs to deploy a real-time truck parking
availability system. Michiganinvested $5 million in one corridor, for example, that included
deployment of a truck parking management system at publicand private parking facilities.
Thisinvolved using a number of high-tech methods of sharing parking availability
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information, including dynamic roadside truck parkingsigns, MDOT's Mi Drive traffic
information website, Truck Smart Parking Services website and smartphone applications.
Butitis reasonable toassume that costs will decrease with the economies of scale that will
arise from broader deployment and standardization.

Mid-America Freight Coalition

Aninterview was conducted with Mid-America Freight Coalition (MAFC) staffon April 16,2015.
MAFCis aregional organization that cooperates in the planning, operation, preservation, and
improvement of transportation infrastructurein the Midwest. The highlights from the interview,
which mirrored findings of the truck parking literaturereview MAFC just completed
(http://midamericafreight.org/wp-content/uploads/MAFC_TPMS_Synthesis_07012015.pdf) are
provided below:

Current Truck Parking Conditions and Issues

e Forthetruckingindustry,itisimportant to know what parkingis available, ifitis publicor
private and what amenities are available.

e Truckerslike to plan their route as much as possible. Accurate dissemination of parking
availability information is critical.

e Thebiggestdemands on truck parking are early evening through late night.

e Overall, thereisnot enough truck parking on the fringes of major metropolitan areas. Justin
time deliveries drive the need for parking close to major metropolitan areas.

e Long-haultruckdrivers may not know areas as well as local drivers. This means they may
not know where tolook for parking. Additionally, parking on the fringes of metropolitan
areas is often full by the time long-haul drivers approach theirdestinations. This may
necessitate consideration of a truck parking reservations system. Another consideration
with long haul truckers is the potential need torelayloads atintermediate pointsin order
to allow both drivers to return to their respective homes, essentially, shuttling backand
forth between their home parking/rest places and a swap point10. Thiswould add
additional pressure to provide additional truck parking at these points.

Strategies and Solutions

e Use ITSand other technology for the dissemination of truck parking information allowing
truckers to plan their route in advance. Take advantage of opportunities for integration
with truck technology systems. Evaluate possible options including dynamic messagesigns,
websites, mobile apps, etc.

e SeekP3 opportunities toexpand truck parking options.
Future Issues and Opportunities

e Needtobuild awareness with elected officials and the general public. Explore
environmental perspectivewhen justifying truck parking improvements. Potential

" Truckers’ Park/Rest Facility Study, ICT-R27-16, Illinois Institute of Technology, 2008
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reduction of urban congestion by providing model to park outside of major metropolitan
areas.

e Needtogetahandleontheright corridors for prioritization of deployment. Notjustabout
AADT. Need to overlay major truckhubs and urban centers.

e Evaluatelong-haul vs. short-haul truckneeds.

e Long-term future opportunities could include dedicated trucklanes. Need to evaluatehow
truck parking would be integrated in a future truck network.

Technical Advisory Panel

As partof the study, an advisory panel of subject-matter experts was convened tohelp advise KDOT
and the KTA as to whether truck parking improvements - and what kind - are needed tobetter
serve the current and projected future needs of the freight community. The advisory panel
consisted of stakeholders from manufacturers, emergency services, trucking companies and other
groups and industries affected by the health of freight trucking in Kansas (see Appendix 2.C). The
intent was that members of the Technical Advisory Panel would help examineand discuss the
state’s truck parking capacity, conditions, trends and opportunities, then refine emerging
recommendations for improving parking safety, way findingand availability across the state based
on theirreal-world experience (see Appendices 2.D and 2.E).

Methodology

The 18 members ofthe Technical Advisory Panel were drawn from trucking, manufacturing, law
enforcement, government, distributors and retailersin order to provide a broad spectrum of
perspectives and advocacy around the subject of truck parking.

The first Advisory Panel meeting was held April 30,2015 (Appendix C - Meeting Summary and
Meeting Notes) to:

¢ Generate feedbackabout current/future Kansas truck parkingtrends, needs and
preferences;
e Helpshaperecommendations for addressing truck parking needs; and
* Begin crafting effective strategies forimproving the state’s freight network safety, efficiency
and competitiveness.
Findings
Members of the advisory panel provided anumber of insights and suggestions for follow-up in

Tasks 2-4 of the study and after. Theyincluded:

e Refinetruckparkinginventories/utilization duringthe summer and fall harvest and the
holiday season to better understand the influences of these events on parking needs and
conditions;

e Compare fuel taxrates (and other taxes asappropriate) between neighboringstates to
determine how they may influence truckrouting and related parking decisions;

e Determine theratiooftruckvolume to needed truck parking stalls to help guide policy
decisions and investments;
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e Examineneed for/value oflocal city/state partnerships tobuild secure long-term parking
facilities for truckdrivers for safety and economic development benefits, particularly in
small towns;

e Exploreregulatory harmonization between the statesand FHWAwith regards to
oversize/overweightloads todetermineimpact on Kansas truck parking;

e Refineunderstanding ofinterplay between servicehours, destination readiness toaccept
delivery and proximity of parking options;

e Quantify impacts of cost-per-mile for goods movement, tolling, travel-time reliability and
other factors as influences on routing and truck parking needs;

e Develop criteria for determining wheretolocate new parking facilities;

¢ Considerand take intoaccount trends (business, demographic, technological, other)
affecting truck volume and parking needs;

¢ Identify KDOT/KTA assets that could be repurposed into parking;

e Investigate partnership opportunities with conveniencestores, municipalities and others
that potentially could be developed as joint-constructed /maintained lots; and

¢ Make sure technological solutions still accommodate legacy drivers/system.

Trucker Surveys

Anelectronicsurvey (see Appendix 2.A) was created and distributed to truckers operating within
and through Kansasto help better identify factors affecting their decision-making process
regarding parking, including parkinglocations, type (legal /formal versusillegal /informal), routing,
regulatory requirements, costs, security, amenities, over dimensional and/or overweight loads
requirements and type of ownership (publicversus private).

Methodology

The electronicsurvey was prepared and distributed by American Transportation Research Institute
(ATRI), the trucking industry’s not-for-profit research institute. Questions were developedto
capture demographic, vehicle, freight, routing and other influences on driver parking decision
making. The survey instrument prepared for an earlier Michigan Departmentof Transportation
study was used as a baseline for survey development toimprove instrument reliability. The survey
was electronically distributed tomore than 25,000 members of state trucking associations from
Kansas and surrounding states,as well as from the Owner Operator IndependentDrivers
Association. The survey was available betweenMay 15,2015 and June 24, 2015.

Findings

Nearly 750 completed surveys werereturned by truckers who regularly travel within and through
Kansas. Of those surveysreturned, respondents were:

e Primarily middle-aged male drivers;

e Predominately operatorsoffor hire, truckload rigs that they owned;

e Mostly operating on inter-regional or long-haul routes; and

e Predominately users of Kansas truck parking ofup to four times a week.

Survey findings regarding truck parking issues and opportunities within Kansasincluded:

February 2016 Page 2-30



KTA/KDOT

Truck Parking, Chapter 2— Problem Definition

e 82.6percentofrespondents cited hours of service as the top reason for seeking to park;

e 78percentrequire up toone hour or more to find adequate parking;

e 51.6 percentfound it equallydifficult to find parking in public or private rest stops;

e 48.3percentwere mostlikelytofind parkingin rural areas versus only 25 percentin
metropolitan areas; and

e 27.1percentsaid it was easier tofind parking in Kansas versus 24 percent who said other
stateswere easier.

[t should be noted that, to date, there has been limited quantification of time-saving benefits related
to the implementation of truck parking management systems. MAFC recommends, for example,
thatbaseline (pre-implementation) and follow-up post-implementation surveys of truckers be
completed tobetter quantify time and mileage wasted whilesearchingfor parking spaces. The
value of reductions in search time and mileage could then be assessed using FMCSAand FHWA
estimates of CMV operational costs.

Findings and Implications

The activities described in this chapter offered or suggested anumberofinsightsinto currentand
future truck parking needs as follows:

1. Thetruck parkinginventoryand usage survey found that:

[1legal truck parking occurs across the state with high number ofillegally parked
trucksjust outside urban areas.

Truck parking sites along the KTA facilities were in many cases over utilized, which
means thatall parking spaces were full and trucks were continuing to park by
creating spaces along ramps and in drive aisles.

The southern portion of I-135 has fully utilized facilities along it, which means
parking wasnear 100 percent full.

In general, parking facilities were fairly full on the perimeter ofurban areas
throughout the state.

Alarge number oftrucks were parked in or near urban areas.

Alarge numbers of trucks were also parked at major junctionsin the freight
networkwhether urban or rural.

There were also a few routes which have very little overnight parking; these were
mostly minor north/south routes through the state.

A majority of the large parking facilities holding 60 or more trucks were fully to over
utilized throughout the state of Kansas.

In the southern half of the state almost all parking facilities which can hold 30 or

more trucks were at least fully utilized; in the southeast region many of those
facilities were over utilized.

Parkinglot condition was not a driving factor in where drivers parked.
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10.

e Thepeaktime for trucksto parkwas observed to be between 12 a.m.and 4 a.m.

Trucks were parked anywhere whichis built toaccommodate trucks; whether a
parkinglot, side road or ramp.

o Alongthe KTA facility it was observed that parking areas outside of the toll plazas
were underutilized. Itappeared thatdrivers did not wantto exit the Turnpike to
access parking if other options were available tothem.

Demand for truck parking in Kansas was similar to what is expected across the nation. At
certain locations parking demand exceeds supply creating a parking problemthat needed
to be address.

The Moving Ahead for Progressin the 21st Century Act (MAP-21) highway bill included
Jason’s Law that made addressing storage oflong-term parking for commercial motor
vehicles on the National Highway System a priority.

National surveys have shown that finding a truck parkinglocation in a timely manner can
be challenging and a significant number of truckers reportare parking inillegal locations
that can be unsafe.

Several studies by Federal agencies have concluded that the lack of safe truck parkingisa
problem across the nation that will continue tobe exacerbated by the growth in freight
movement by truck.

Federal studies noted thattruck parking needs far exceed the available funding from
existing programs which, because they are not exclusively focused on parking, often give
higher priorities to other issues and needs.

National studies suggest the following ideas to address the truck parking challenges:
expand or improve publicrestareas, expand or improve commercial truck stops and travel
plazas through reduction in regulations and incentives, encourage the formation of public -
private partnerships, educate or inform drivers about available spaces through technology
and other means, and change parking enforcementrules (allow ramp parking, overnight
parkinginrestareas, etc.)

Other state DOTs experience similar problems of growing truck trafficand truck parking
demand exceeding supply at some locations that are often near urban areas. Toaddress
these problemsthe DOTs have added parking capacity and begun to use technology to
provide parking availability information to truckers. Other potential strategies being
evaluated include public/private partnerships. All DOTs alsoreported limited funding to
address truck parking concerns.

The interview with the Mid-America Freight Coalition provided a similar assessment of
truck parkingissues as the state DOTs reported. They stress the need for truckers to have
information on parking availability and amenitiestoallow them to plan their trip.
Suggested solutions included the use of technology to provide real time parking
information and the need toleverage public/private partnerships. The need toeducate the
publicand politician about the need for truck parking was also mentioned.

The advisory panel convened for the project provided suggestions on things to consider
when assessing the truck parking challengesand developingsolutions. Unique suggestions
were consideration of the impact to regulations on truck parking demand and the ability to
addressissues.
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Based on the truck parking inventory and usage assessment and inputfrom other studies, peer
state interviews, advisory panel input and the truckingcommunity the following implications
emerged:

1. Growingparking demand in new and existinglocations will strain constrained state
budgets. Transportation agencies such as KDOT and the KTA see funding challenges driven
by state budgetissues, shifting travel patterns, more fuel-efficient vehicles and lack of long-
term, sustainablefederal support. In such an environment, it is unlikely that any agency can
afford to build its way out of all truck-parking needs.

2. Technological solutions that improve driver decision-makingregarding parking shouldbe
considered. Fleet operators and younger drivers are comfortablewith using technology
investments thatimprove their return on investment and driver quality oflife. Part of the
truck parking issue may be solved by giving drivers the tools to make better parking choices
thatresultin existing assets being better utilized.

3. Public-PrivatePartnerships (P3s) offer potential for addressing additional truck parking
needs. Having the publicand private sectors sharethe benefits - and costs - of truck
parking needs and opportunities may be an important way to provide parking the future in
a timely, flexible and cost-effectivemanner. However, this will require identifying legal,
financial and other risks and making sure they are addressed by the most appropriate party.
DOTs also need to be mindful of current challenges to P3 implementation in thisarea. For
example, Title 23, Section 111 of the United States Code (23 USC 111) prohibits commercial
developmentattravel information centers or rest areas. Additionally, 23 USC 111 prohibits
private commercial developmentlocated on the interstatesystem. Statutory hurdles aside,
businesseslocated at service interchanges along interstate corridors, as well as the National
Organization of Truck Stop Operators (NATSO), are strongly opposed to commercial
development atrestareasbecause ofthe loss of business/revenues that they would likely
incur at existing businesses along interstates. Absenta change in these conditions, potential
P3swill need to be carefully crafted toaddress these restrictions and concerns while
expanding parking availability and amenities.

4. Truckdriverroutingand parking decisions are the result ofa complex formal and informal
negotiation over the value of time, expense, regulation, personal preference and other
considerations. State policy or investment decisions suggested by these Task 1 findings
would have some impact on that negotiation. However, a key factorin how big animpact
they have is whether those decisions are confined only to Kansas or take place instead ina
regional or national context.

5. Routingand parking decisions are often made hundredsof miles away from where a truck
finally stops. A truckdriver may pull intoa parking spot outside Wichita because the driver
knew it was open. Butthe fact thatthe truckentered Kansas atall will be determined by
many other factors. Whatis clearisthat the likelihood of that truck crossing the Kansas
borderis enhanced by being able to take advantage of regional consistency in travel costs,
business process, trip-time predictability and driver services availability. Giventhe
fractured nature of those elements right now, Kansas may be able to gain a “first mover”
advantage by undertaking its truck parking decision-making in a regional context wherever
possible.
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Needs and Opportunities

A clearer picture of Kansas Statewide FreightNetworkneedsand opportunities came into focus asa
result of the tasks undertaken and describedin Chapter 2, along with insights provided by
members of the advisory panel assisting with the study:

1. Mostillegal parking occurred at the edges of urban areas and at major networkjunctions as
truckdrivers wrestled with often-conflicting demands imposed by shortages of appropriate
parkingin places of highest demand, federally mandated hours of service, requirements of
justin time delivery and local and business restrictions on delivery hours.

2. Parkingshortagesandrelated issues, such asillegal parking on highway shoulders, ramps
and side roads, often occurred in relatively concentrated areas or jurisdictions. For
example, truck parking sites along the KTA facilities are in many cases over utilized, which
means that all parking spaces were full and trucks were continuing to park by creating
spacesalongrampsand in drive aisles. Alsothe southern portion of I-135 has fully utilized
facilities along it, which means parking was near 100 percent full with limited legal parking
optionsavailable. Asaconsequence, opportunity zones for solving these issues were
identified in order tofocus in on the key areas toaddress with additional parking capacity
(See Figure 3.1).

Figure 3.1 - Opportunity Zones for Truck Parking Improvements

Kansas Statewide Freight N etwork

Parking Plan Freight Corridors
of Significance g
Areas of Meed = = Interstate A
mnsas ‘l_m Primary o .
0 125 5 50
Nt of Tormmprrttion Secondary — Miles

February 2016 Page 3-1



KTA/KDOT Truck Parking, Chapter 3 - Needs and Opportunities

3. Additionally, the largerthelot, the more likely it was to be over-utilized. Thisisa function
of larger lots beinglocated on more significant routes, and, as aresult, more likely tobe
known to out-of-state or long-haul truckdrivers. This factor simplifies information-based
solutions by making it easier to communicate parking options to core audiences.

However, there were other factors uncovered by surveys, advisory panel insights and the literature
review that affect efforts to solve the state’s truck parking issuesin a safe, efficient fashion that,
ideally, also would contribute tothe Kansas economy. Key among them is truck parkinglocation.
Lot condition was not a factor in where drivers parked, opening up a broader range of solutions to
the extent that safety can be accommodated; this was also an important factor for drivers and by
law given that the peaktime for trucks to parkis between 12 a.m.and 4 a.m.

Also affecting how location, safety and other factors play into truck parking problem-solvingis the
role of driver’s personal decision-making about lot selection. The study team found that there are
two general audiences for truck parking. One audience wants convenientand reliable parking that
allows them todrive up to the limits of their hours of service requirements. The second audience
wants parking with other services and amenities available during breaks.

Younger drivers generally show a preference for stopping at truck stops with amenities. These
drivers search for and stop at places with the amenities they prefer, then “create” spacesifnone are
available. This market s effectively served by expanding private-sector parking facilities willingto
provide the amenities and services they are looking for during their hours of service breaks.

For drivers who focus on utilizing their maximumtime before stoppingfor hours of service breaks,
evidence suggests they primarily want convenient access to parking designed to provide trucks
with easy in and out movements. (Thisisthe appeal of parking on interchange ramps and
shoulders when legal parking isn’t available; truckers can simply pull tothe side torest, then
immediately return to the highway whentheir next driving period begins.) Given funding
constraints now and in the future, this need is unlikely tobe met by simply building more lots but
instead opens the opportunity for innovative lot funding, driver information and delivery strategies.

In considering these factors, value was found in stakeholder advisory panel insights prompting the
study team to cross-test findings and assumptions from different aspects of the study. They noted,
for example, that the truck parking inventory - critical tounderstanding the parking uses and
demands ofthe freight network -provided only one data point of what affects drivers’ choices. The
inventory was, in effect, a snapshot of the parking system needs due toits short duration and
should be re-inventoried during different seasons tobetter understand seasonal fluctuations in
parking demand.

As aresult of their input, the truck parking inventory was supplemented with a study of GPS data
from trucks to determine whenand where drivers are parking overnight and for their thirty-minute
breaks. This GPS data was collected and processed for four two-week periods over the course of a
year at strategically selected times to capture any behavioral changes caused by seasonal events or
shipment patternchanges.

This portion of the study was undertaken by the American Transportation Research Institute
(ATRI), the trucking industry’s not-for-profit research institute. In order to analyze the state’s
freight truck operations, ATRI utilized its proprietary truck GPS dataset to better understand
freight truck operational patterns and their impacts on Kansas truck parking demands and needs
(see Appendix 3.A).

ATRI’s Freight Performance Measures (FPM) databasewas used to analyze Kansas freight
generators, truckmovements and parking habits in four different periods during 2014: March 1-15;
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May 1-15; July 16-30; and October 1-15. ATRI then captured, processed and analyzed the truck GPS
data from the four, two-week periods based on Kansas Census block groups covering the state’s
freight networkand truck parkinglocationsidentified in the truck parking inventory.

Figure 3.2: Kansas Freight Network Census Blocks by Volume of Trip Origins
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Figure 3.3: Kansas Freight Network Census Blocks by Volume of Trip Destinations
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Figures 3.2 (which better reflects Kansas seasonal variations) and 3.3 confirmed the findings of
other aspects of the study such as the Kansas Truck Parking Survey. This survey helped highlight
driver perspectives on Kansas truck parking issues. Truck GPS data shows what truckdrivers
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portrayed in the survey - it is much easier to find parking in rural areas, as opposed to urban areas.
As the dataindicates in each month, the top rural parking locations are around smalltowns and
rural areas, butalong the primary road network. Key findings of this analysis alsoare important to
recognize as they set the foundation for the preliminary and final recommendations discussed in
Chapters 4 and 5 respectively.

Interstate communication aboutparking solutions is necessary

As shownin Table 3.1, approximately 57 percentoftrucktrips are through state trips. This
suggests that truck parking solutions require parking information sharingoutside state boundaries.
[talso meansthat tothe extent that drivers find the parking solutions appealing, routing decisions
thatincrease through trafficin Kansas will have a direct economicimpact to the state in the form of
apportioned registration fees and fuel taxes paid on miles driven within Kansas.

Table 3.1: Kansas Inbound, Outbound and Through Truck Trips for 2014

March, May, July, October 2014

Road / City
identifler Incoming Outgoing Through
To North Platte / [-80 436 492 424 IF352
To 1-80 500 733 548 1,781
North
To 1-80 / Lincoln 1,941 2,459 2,699 7,099
To Omaha 1,266 1,631 1,800 4,697
To Denver 6,510 8,425 4,861 19,796
West
To I-25 1,459 506 705 2,670
To El Paso 4,143 4,925 3,654 12,722
To [-40KK 167 222 237 626
South To OK City / Dallas 8,306 10,931 10,089 29,326
To Tulsa 2,278 2,479 2,686 7,443
To Tulsa 3,193 3,673 18,208 25,074
To 1-44 6,316 4,474 28,502 39,292
To US Hwy 54 608 857 681 2,146
Edst To Kansas Ci To St
‘ty/ =R 34,354 39,088 105,246 178,688
Louis
To St. Joseph, Missouri 8,805 44,205 60,592

Geographical concentration makes issues worse, but solutions easier

The state’slargest generators of truck shipments - and truck parking needs - are concentrated in a
small number of communities (see Figure 3.4). The state’s top freight generators are located in
Kansas City, Edwardsville, Ottawa, Lenexa, Wichita, Salina, Olathe, Colby and Emporia. This roster
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underscores why the state’s top three utilized roadways- Interstate 35, Interstate 70 and Interstate
135 - are all significant arteries thatcarry commodities throughoutthe state.

Figure 3.4 - Kansas Top Parking Locations
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Focusingon the state freight network addresses virtually all of the parkingissues

Virtually all of the state’s approximately 200 private and public parkinglocationsidentified in the
truck parking inventory are located on the state’s freight network (see Figure 3.5). While nothing
precludes taking action on parkingissues on facilities at any location, the most significant parking
issues are found along the network, making improvements theremore likely toimprove safety and
provide economicbenefit tothe state.

However, it’'simportant tonote that the quality or attributes of the parkingissues differ from
networksegmenttosegment. Asindicated previously, sheer volumeis one of the issues
confronting the network serving Kansas City. On the other hand, the secondary road networkin the
southwestern part of Kansas also plays a vital role in truck parking operations, but its issuesare
different. As this area of the state isnot as highly populated as the northeasternpart of the state, it
is more difficult for driversto find suitable locations - whether they are busy or not - to take their
34-hourrestart or 30-minute rest break.
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Figure 3.5 - Kansas Public and Private Parking Locations
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Future Trends and Factors

Inaddition to ATRI’s work, the study’s advisory panel also asked that future trends and factors
potentially affecting Kansas truck parking solutions be considered. Among the issuesand
opportunities that can be reasonably expected tohave an impact on current and future parking
decision makingare:

Future Truck Traffic Growth Projections

Trucks travelinglong distances are the primary users of truck parking when truck drivers need
hours-of-service rest periods. Toassess the expected growth in demand for truck parking, long
distance truckvolume estimates developed by the FHWA Office of Freight Management and
Operationsare an applicable resource.

In Figure 3.6, ATRI identified Kansaslong-distance truck volumes and distribution using datafrom
the Federal Freight Analysis Framework, which was developed through a system of economic
models used to convert forecast national consumption patterns and foreign trade into purchases
among industries and then into volumes of commodities reflected in those purchases.

February 2016 Page 3-6



KTA/KDOT Truck Parking, Chapter 3 - Needs and Opportunities

Figure 3.6: Kansas Long Distance Truck Volumes

* Long distance (> 50 miles) truck volumes estimated based on Freight Analysis Framework 3.4 origin-destination truck tonage including empty trucks.

From this, it was possible to extrapolate potential growth in truck volumes by freight network
segments over the period from 2007 (pre-“Great Recession”) to 2040 (Figure 3.7).

Figure 3.7: Kansas Truck Volumes (2007 and 2040)
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Changes in Federal Freight Planning Guidelines

The Kansas Statewide Freight Network Truck Parking Plan was conducted under the guidance of -
and in compliance with - Section 118 of MAP-21, the Moving Ahead for Progressin the 21stCentury
Actpassedin2012 as the funding and authorization bill togovern U.S. federal surface
transportation spending.

The parking study and its recommendations follow Section 118 guidance, which enables and
requires state freight-related planning to:

e Take place separately from any statewide long-range transportation plan;

o Identifysignificant freight systemtrends, needs and issues;

e Describe freight policies, strategies and performance measures that will guide a state’s
freight -related transportation investment decisions;

e Show evidence of consideration of innovative technologies and operational strategies,
including ITS, thatimprove safety and efficiency of freight movement; and

e Inventory facilities with freight mobility issues, such as truck bottlenecks within the state
and what strategies the state isemploying toaddress freightmobility issues.

MAP-21 alsostrongly encourages states to establish a State Freight Advisory Committeeto facilitate
a collaborative planningprocess. Representativesofthis advisory committee should include a
cross-section of publicand private sector experts and stakeholders. This step was taken by Kansas
and, with the addition ofan advisory panel for the parking plan, extended that concept further to:

e Advise KDOTand KTA on freight-related priorities, issues, projects and fundingneeds;
e Serveas aforum for discussion of state decisions affecting freight transportation;

e Communicate and coordinate regional priorities with other organizations;

e Promote information sharing between publicand private sectors; and

e Participate in the development of the freight parking plan.

Whatisunclear atthe time of this reportis how the MAP-21 successor authorization bill - the
Fixing America’s Surface Transportation (FAST) Act - may affectimplementation of the freight truck
parking plan recommendations or future planning activities.

Many of the freight planning provisions in FAST are similar to MAP-21. They can be summarized as
using an advisory group to develop freight plans that in many ways mirror MAP-21 requirements.
Butthere are some differences that impose new planning and performance requirements on KDOT
as the Kansas transportation agency thatreceives federal funds. Theyinclude:

e Contentof State Freight Plans

Content of state freight-related plans will change under FAST. The composition of any such
plan’sadvisory group will be expanded toinclude representatives of the freight industry
workforce. Plansthemselves will need tobe fiscally constrained and include, among
previously mandated elements, a numberofadditional elements:

0 Description of how the plan will improve the ability of the state to meet national
freight goals;

0 Consideration ofany significant congestion or delay caused by freight movement
and any strategies tomitigate that congestion or delay; and

0 Listingof priority projects and a description of how funds made available to carry
out this section would be invested and matched.
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e State Performance Targets
Ifthe U.S. Department of Transportation determines that a state has not met or made
significant progress towards meeting performance targets, the U.S. DOT Secretary can
require ittosubmit a biennial freight performance improvement plan that:

0 Identifiessignificant freight system trends, needsand issues with respect tothe
state;

0 Describes freight policies, strategies and performance measures thatwill guide its
freight -related transportation investment decisions;

0 Inventories freight bottlenecks withinthe state and a description of the waysin
which the state is allocating the national freight program funds toimprove those
bottlenecks; and

0 Describesthe actions the state will undertake tomeet its performance targets.

Other Potential FAST Act Implications

Other changes may emerge as guidance is given by the U.S. Department of Transportation regarding
potential changes stemming from the FAST Act’s new National Freight Program, whichhas a five-
year authorization ofabout $6.2 billion. Under this program, funds are apportionedamong the
states by formula, and states are encouraged to establish a freight advisory committee and develop
a state freight investment plan before obligating any funds.

Further,underthe proposal, the U.S. Secretary of Transportation and the states will designate a
national freight network comprised of the Interstate highways and other roads, both urban and
rural, thatare critical to the safe and efficient shipment of freight. This designated networkwill
guide the investment of program funds under national and state strategic plans toimprove highway
freight transportation. How this may affect implementation of the Kansas truck parking plan is
unknown at this time.

Some freight parking improvements may become eligible for funding under the Act’s Nationally
Significant Freight and Highway Projects Program. This program will providean average of $900
million per yearin grants of at least $25 million for highway, bridge, rail-grade crossing, intermodal
and freight rail projects costing more than $100 million that improve movement of both freight and
people, increase competitiveness, reduce bottlenecks and improve intermodal connectivity.
Projects will be awarded competitively by the Secretary of Transportation; however, full criteria,
deadlines and other important considerations are not known at this time.

Additional federal funds which may be used toimplement the statetruck parking plan maybecome
available in years ahead. One provision of the FAST Act automatically increases authorized highway
and publictransportation investments if Congress were toadd additional revenues to the Highway

Trust Fund (HTF).

Finally, alsounclear on the demand for truck parking is hours of service (HOS) exemptions created
by FAST and whether they signal alasting change in philosophy about future HOS regulations. The
FAST Act widens a current exemption tothe hours of service rule for interstate drivers of
commercial motor vehicles used for construction. The new law allows those operating withina 75-
mile radius torestart their workweek after 24 hours of rest, rather than 34 hours, which is the
standard for other drivers. (The previous allowable radius was 50 miles.) However, a state may
establish its own radius between 50 and 75 miles for intrastate operation of these construction
vehicles. Italso codifies arecent regulatory exemption for drivers of ready mix concrete delivery
vehicles, through which they are exempt from many requirements of HOS rule, provided they meet
certain conditions as to radius of operation, on-duty time and drive time. Within four years after the
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FAST Act takes effect, U.S. DOT is to provide a report to Congress on the safety and enforcement
impacts of these and other hours of service exemptionsin the newlaw.

Connected and Autonomous Vehicles

Autonomous vehicles - onesin which computers and sensors make all of the critical decisions and
the driver becomesadispatcher and a tertiary back-upunit - are a complicating factor in making
long-term truck parking decisions.

The first issue involves timing. Estimatesregarding when commercial autonomous vehicles will be
deployed and adopted - likely to be deployed before passenger car equivalents - range from five
yearsto 12 yearsto 35 years, depending upon the assumptions used.

The second complicating factor involvesimpact. Ifdriversare not the critical operational
component, is there aneed to have truckdrivers stop for them to rest? And ifthe trucks do, whatis
appropriate? Truckparking needs could significantly decline. On the other hand, they may change
and expand. With autonomous trucks, freight thatformerly moved by railroad could be shipped by
truck “trains” that would require more and larger lots in which they could be broken down and
reassembled based on final destination.

Whether autonomous vehicles are an issue or an opportunity for truck parking remains unclear and
is akey topic to monitor in future freight plans and initiatives.

Federal or Multi-State Parking Authorities

Commercial vehicle travel demand is large and growing—asis parking demand. Because of parking
shortagesand limits on stays in publicfacilities, truck drivers needing rest can create safety
concerns by parking on roadway access ramps and shoulders. Drivers are responsible for obtaining
long-term rest, but no single agency or organization is responsible for providing required facilities.
As aconsequence, demand may grow for creation of a federal program or multi-state initiative or
authority (such as the MAASTO TIGER Grant Partnership - see Appendix 3.B - or Tennessee Valley
Authority, for example) to plan, fund and/or build truck parking facilities along the U.S. freight
network. This offers an opportunity for Kansas to work with such a program or authority tolocate
facilities in places that would best serve the state’s economicinterests, improve safety conditions
for parked trucks and increase the likelihood of drivers routing through Kansas.

Figure 3.8: MAASTO TIGER Grant Partnership
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Mandated Hours of Service Increases

Truck drivers must comply with the U.S. Department of Transportation’s Federal Motor Carrier
Safety Administration (FMCSA) mandated “hours of service” (HOS) regulations ifthey drive a
commercial motor vehicle (CMV). Today that meansdrivers can only drive a maximum of 11 hours
after 10 consecutive hours off duty. They cannot drive beyond the fourteenth consecutivehour
after coming on duty following 10 consecutive hours off duty. And they may drive only if eight
hours or less have passed since their last off-duty or sleeper berth rest period lasting atleast 30
minutes. Regulations are strictly enforced and violations can includestate and local law
enforcement fines, civil penalties on a driver or carrier and downgrading of the carrier’s safety
rating.

As discussed above, the FAST Act widens a current exemption tothe HOS rule for interstate drivers
of commercial motor vehicles used for construction. The new law allows those operating within a
75-mileradius torestart theirworkweekafter 24 hours of rest, rather than 34 hours, which is the
standard for other drivers. It also codifies a recent regulatory exemption for drivers of ready mix
concrete delivery vehicles, through whichthey are exempt from many requirements of HOS rule,
provided they meet certain conditions as toradius of operation, on-duty time and drive time.
However, itis unclear ifthese new HOS exemptions created by FAST will signal a lasting change in
philosophy about future HOS regulations.It seems unlikely thatthe regulations will be relaxed
significantly for all commercial drivers and, indeed, could be further tightenedin the future,
creatingan increased demand for safe, convenient parking. Asthe truckdriver population changes
over time and, with it, the demand for amenities atlots, this creates more opportunity for private-
or P3-builtlotsin Kansas todeliver needed parking solutions.

Conclusion

[tremains clear that demand for truck parking in Kansas is similar towhat is expected across the
nation. Atcertainlocations parking demand exceeds supply creating a parking problemthatneeds
to be addressed. [t grows ever more difficult for drivers to find a truck parking location in a timely
manner and, as aresult, a significant number of truckersreport parkinginillegal locations that can
cause safety concerns.

Moreover, this situation is a national and local problem that will continue tobe exacerbated by the
growth in freight movement by truck. Unfortunately, the amount spenton new truck parking is
limited because the need far exceeds current funding availability.

Consequently, the recommendations first outlined in Chapter4 and refined in Chapter 5 by means
of benefit cost analysis and other measures track closely with those suggestedin studies nationally,
including:

e Expandorimprove publicrestareas;

e Expandorimprove commercial truck stops and travel plazas through reduction in

regulations and incentives;

e Encourage the formation of public-private partnerships;

e Educate orinform driversaboutavailable spaces throughtechnology and other means,and

e Change parking enforcementrules (allow overnight parkinginrestareas, etc.).

Recommendations covered in the following chapters alsorecognize and address constraints Kansas
mustaddress, including:

e Growingparking demand in new and existinglocations will strain constrained state
budgets. Transportation agencies such as KDOT already see further fundingchallenges
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driven by state budget issues, shifting travel patterns, more fuel-efficientvehicles and lack
of long-term, sustainable federal funding support.

e Technological solutions thatimprove driver decision-makingregarding parking make sense
as a cost-effective way to give drivers the tools to make better parking choices that resultin
existing assets beingbetterutilized. This is especially true ifthe burden of managing and
upgrading such solutions can be assigned to the public- or private-sector entity most
suitable for the task.

e Public-PrivatePartnerships (P3s) offer a mechanism for addressing additional truck
parkingneeds. Havingthe publicand private sectors share the benefits —and costs - of
truck parking needs and opportunities isan important way to provide parkingin a timely,
flexible and cost-effective manner - assuming privatesector concerns about government
picking winners and losers in the petroleum marketers and convenience store industry can
be addressed.

Bottom line, truck driver routing and parking decisions are the result ofa complex formal and
informal negotiation over the value of time, expense, regulation, personal preference and other
considerations. State policy or investment decisions have some impact on that negotiation.
However, the impactis based on whether those decisions are confined only to Kansas or take place
instead in aregional or national context. How these policy decisions are made in aregional context
through political collaboration and regulatory harmonization can provide Kansas with a
competitive advantagethat draws more trucktraffic, economicimpact and sustainable political
supportover thelong run.
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Study Evaluation, Refinement and Screening

Initial truck parking strategies and tactics were identified based on input from the study’s advisory
panel; aninventory of publicand private truck parking assets and usage; a literature review of
studiesregarding truck parking decision factors; interviews with peer transportation agencies
regarding truck parking issues; and electronic surveys of truck parking stakeholders regarding
truck-parking decisions.

Study Evaluation Process
Theinitial strategies and tactics were identified and screened through a three-step process:

e Step 1:Initial Strategies Tactics: This step included identifying alist of initial strategies
and tactics. Strategies were based on needs identified by the advisory panel and an analysis
of truck parking conditions, usage and issues. Tactics were identified through a selection of
applicable best practicesdeveloped by peer agencies.

e Step 2:Evaluation and Screening: This step utilized an initial screeningtodefine a
manageable set of potential strategies and tactics for more detailed evaluation and
prioritization. The screening was based on a high-level evaluation and inputfrom the
advisory panel. A “consumer reports” type ranking was established for each tacticbased on
the evaluation measures.

e Step 3: Preferred Strategies and Tactics: Using the results of Step 2, a set of preferred
strategies and tactics were selected and refined for more detailed evaluation and
prioritization as described in Chapter5.

Initial Strategies and Tactics

The following strategies were developed toaddress specificneeds identified by the advisory panel:
Strategy 1: Improve Parking Information Sharing

Strategy 2: Add or Improve Parking Assets

Strategy 3: Create Parking Improvement Partnerships

Strategy 4: Promote Pro-Parking Policies for Freight Trucks

Specifictactics were developed toimplement each strategy based upon selected best practices from
peer states around the country. Each tacticincludes a description of the action tobe taken and a
high-level assessment of its impact on the following evaluation factors:

Capital costs

Annual operating and maintenance (0&M) costs
Parking safety and security

Parking notification

Parking supply

Economic impact

Ease of implementation

Figure 4.1 on the following page shows a summary of the strategies and correspondingtactics
considered within the study. A more detailed description of each tacticis provided in Appendix
4.A. The following section provides a summary of the high-level assessmentof each strategy and
tactic.
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Strategies

Figure 4.1: Summary of Strategies and Tactics

Tactic 3

Tactic 5

Strategy 1:

Improve Parking
Information Sharing

Strategy 2:

Add or Improve
Parking Assets

Strategy 3:

Create Parking
Improvement
Partnerships

Strategy 4:

Develop
Pro-Parking
Policies for

Provide drivers with truck parking map,
parking guide and related information
at credentialing, through informational
campaign and other mechanisms.
Distribute in paper and electronic
versions (apps, website, 511, etc.).

Place static parking signing at driver
decision points (highway junctions, exits,
parking areas) showing nearby parking
options.

Offer Real-Ti D .
Parking Inf 2

Provide real-time dynamic parking
information regarding public and
private truck parking availability
through electronic signage and
on-line mechanisms.

Expand Parking Lot Numbers
and Capacity

Improve parking layouts to boost parking
efficiency as part of facility maintenance
and rehabilitation planning. Restripe rest
areas for additional truck parking. Add
capacity at existing lots. Build more lots in
areas where significant over-utilization or
illegal parking occurs.

Develop plans for better accommodating
overweight, oversize vehicles in current
or future parking facilities.

Use Excess ROW for Parking
Identify KDOT/KTA facilities and
ROW that can be repurposed for

parking areas; develop plan and
funding for repurposing.

Improve Geometrics

for Better Parking

Improve interchange geometrics
where current conditions dissuade
drivers from leaving highway/ramps
to seek nearby parking areas.

Parki
Work with Highway Patrol and others

to clarify ramp parking enforcement
and communicate results to trucking
community. Establish consultation
program involving Highway Patrol, other
agencies and truckers to identify and
address enforcement issues that may
affect parking decisions.

Work with A .
to Expand Parking

Partner with other state agencies to
open existing facilities to truck parking
or expand acceptable truck parking
opportunities at peak hours.

Sell B ling Rigl
Fund Parki

Develop policies and processes

for selling advertising, marketing

and branding rights for lots,

signage and amenities to fund

improvements.

Create Regional
X Parki lici

Collaborate regionally on
coordinating corridor-specific truck
freight and truck parking policies and
regulations to increase truck routing
through Kansas.

E | Parking Via P3
Develop and implement a

P3 program for building and
maintaining private lots using
a combination of public and
private funding, maintenance
and risk sharing.

Partner with Department of Commerce,
Division of the Budget, Kansas
Department of Revenue and others

to develop tax incentives for locating
distribution centers and other generators
of large truck freight volumes in Kansas.

Develop Integrated
Local Parking Polici

Work with local communities to adopt
regulations requiring secure truck parking
for industrial/warehouse development
similar to car parking requirements for
commercial developments.

C linate Deli
Policies /Parki

Work with major distribution
centers to better coordinate
policies for scheduling truck
arrivals combined with opening
their yards to truck parking to
alleviate area parking issues.

Create Freight Parki
Liai

Create “Parking Liaison” role in KDOT
to find partners and solutions for
locally specific truck parking issues.

Freight Trucks Collaborate to develop tax incentives for
private investments in new or expanded
parking facilities.
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Strategy 1: Improve Parking Information Sharing

Strategy 1, Tactic 1: Create and Distribute Truck Parking Guides

Description

Truck parkingissues can be exacerbated by drivers not knowing where formal parkingareas are
located and available amenities. This is easily remedied by providing drivers with a regularly
updated truck parking guide thatincludes a truck parking map and information on the services
provided at each parkinglocation (publicand private). The guide can be provided in paper and
electronic forms (through social media, state websites and public- or private-sector apps). [t can

also be promoted during the credentialing process, through an informational campaign and other
marketing mechanisms.

Capital Cost Considerations

There are modest upfront capital costs for developing, producing and distributingthe guidelines.
0&M Cost Considerations

KDOT or KTA staff time to periodically updatetruck parking information and map.

Parking Notification

This kind of information, once produced, can be provided in paper form or to geo-location and
mapping services as a truck parking information layer thatincludeslocations and information on
the services provided at each publicor private parkinglocation.

Safety and Security

The truck parking guidelines will allow truck driversto properly plan their route and rest stopsin
advance, eliminating or reducing time searching for parking as they approach the end of their hours
of service. This would help reduce unsafe/illegal parking by providing truck driverswith better,
legal truck parking information in advance of their trip, allowing them to make informed decisions
on parking and reducing the need for them to search for parking under fatigued conditions and /or
atthe limits of their hours of service requirements.

Additional Parking Supply

This tacticdoes not provide additional parking. It does potentially optimize the use of existing
assetsif drivers can plan shifts in their parking from over- to under-used lots. The guidelines
particularly will benefitdrivers whoinfrequently travel through Kansas or who use multiple routes
within the Kansas Statewide Freight Network. While truckdrivers that travel a corridor on a
regular basis have knowledge of parking facility locations and the amenities provided there, truck
driversthattravel alonga corridor less often can benefit from the information when planninga
route through Kansas.

Potential Economic Impact

Providing information about truck parkinglocations in the state will greatly benefittruck drivers
and trucking company dispatchers by providing accurate information about the location of truck
parking spaces and the type of amenities provided. This may affect routing decisions, potentially
increasing the number of truckers being routed through Kansas along withthe amount of time and
money they spend in the state.
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Ease of Implementation

This tacticcan beimplemented easily. KDOT and KTA staff will periodically update parking
information for the guide and the online map.

Strategy 1, Tactic 2: Post Parking Info via Static Signage

Description

Parking decisions by truckdriversare made at various points during their journeys, whether
hundreds of miles before their destinations,approaching exits to known facilities or at parking lots
when the lack of parking slots force a decision to move on to another location. Ateach of these
points,adding adequatesignage about parking options will provide truckers with information to
avoid parking unsafely or illegally. Maximizing usage of designated parkingareas throughinformed
decision making requires informing truck drivers of options at multiple decision pointsin their
travels by using various parking-related signs. This signage can be located in other states, along the
publicright of way, on ramps and at the entrances and exits to publicand private parking areas. For
simplicity and cost effectiveness, these can be static signs providing the location, direction and
distance of the nearestavailablealternative truck parking facilities.

Capital Cost Considerations

Capital costs would include the production and installation of static signs at strategiclocations
along the Kansas Statewide Freight Network.

O&M Cost Considerations

0&M costs would include the periodicrepair or replacementof signs damaged by wind, accidents
and other events.

Parking Notification

Truck drivers will be able to make better parking choices using information provided by the signs,
including where truck parkingis available, the distanceto the truck parking and directional
assistance in finding the parking.

Safety and Security

Signage will allow truckdrivers to properly plan their route and stops in advance, reducing time
spent searching for parking as they approach the end of their hours-of service. Reductions in ramp
and otherillegal /informal parking choices would improve safety for truckers and other members of
the motoring publicby allowing truck drivers to make informed decisions on parking and reducing
the need for them to search for parking under fatigued conditions and/or at the limits of their hours
of service requirements.

Additional Parking Supply

Thistacticadds no additional parking. However, better information about parkinglocations can
help maximize usage of available existingparking, increasing the number of trucks parked safely
and legally.

Potential Economic Impact

This tactichas limited direct economicimpact. However, this tactic will help reduce illegal parking,
benefiting KDOT and KTA by decreasing ramp repairs and maintenance. Lawenforcement agencies
will be able to focus resources on other highway incidents and violations, ratherthan enforcing
parking regulations.
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Ease of Implementation

Policy implications of referring drivers to private facilities will need to be considered, such as
whether thereisaneed toindicate whether parkingis publicor private and the minimumservice
levels a private truck parking facility must provide towarrant installation of a sign. Legal issues
related tosign placementin the right of way and the implied endorsementofa private facility
stemming from signage references will needtobe addressed.

Strategy 1, Tactic 3: Offer Real-Time Dynamic Parking Information

Description

This tacticwould enable KDOT, KTA and potential private industry partners to monitor and report
in real-time the number of available truck parking spaces at publicrest areas and /or privately
owned truckstops. The number of available spaces can then be communicatedto truckdrivers and
trucking company dispatchers through a Truck Parking Information ManagementSystem (TPIMS)
thatincludesroadside dynamic message signs and on-linetravelerinformation sites and other
smart phone applications. The TPIMS requires thedeployment of vehicle counting technology and
video surveillance at truck parking locations to accurately monitor truck parking availability.
Roadside dynamic message signs can be a hybrid static/dynamic signs that show both publicand
private availability.

Capital Cost Considerations

Capital costs would include installation of dynamicreal-timesigns along designated corridors as
well as truck counting sensors and video surveillance equipment at each truck parkinglocation.

O&M Cost Considerations

0&M costs would include the ongoing maintenance of the equipmentand ITS infrastructureas well
as the monitoring, managing and disseminating the parkingdata.

Parking Notification

Real-time truck parking information system provides the most complete picture ofavailable
parking bylocation, enabling truck dispatchers and drivers to make an informed choice in planning
their route and stops. Thisinformation will maximize available existing parking.

Safety and Security

Signage will allow truck drivers to properly plan their route and stops in advance, reducing time
spent searching for parking as they approach the end of their hours of service. Reductionsin ramp
and otherillegal /informal parking choices would improve safety for truckers and other members of
the motoring publicby allowing truckdrivers to quickly and efficiently find parking without
becoming fatigued at the limits of their hours of service requirements.

Additional Parking Supply

Dynamicsigns do not provide additional parking supply. However, it will maximize available
existing parking at publicand private locations.

Potential Economic Impact

Real-time information will allow for more educated decisions tobe made about what corridor to
use and where to stop along the route. Trucking company dispatchers can use the on-line
information or smart phone applications toassist their driversin making decisions about whereto
park. Truck drivers will know where parking spaces are available at publicand potentially private
facilities and can make better decisions on how far they can drive given their service hour status
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and need for rest. This can translate into significant economic benefits including savings in travel
time and fuel.

Ease of Implementation

A combination of vehicle counting technology and video surveillance isrequired toaccurately
monitor truck parking availability. Determining truck parking availability at privatetruck stops can
be challenging. Tomonitor truck parking availability at private truckstops, truck counting sensors
and video surveillance equipment must be located on private property. Funding the construction
and maintenance of the equipment on private property will likely require special consideration
along with ROW agreements toinstall equipment.

Strategy 2: Add or Improve Parking Assets

Strategy 2, Tactic 1: Expand Parking Lot Numbers and Capacity

Description

The number of designated spaces for overnight truck parking can be increased by better utilizing
existing pavement at parking areas through striping, signing and lighting. Inventories of truck
parking on the Kansas Statewide Freight Networkrevealthat part of the state’s parking issues arise
from inefficient use or sub-optimal parking space configurations of existing parking assets.

Addressing these issues first would reduce the required numberof new parking areas tobe
constructed and highlightwhere the greatest remaining need is within the freight network.

Capital Cost Considerations

Capital costs would be minimal and limited torestriping, minor lighting and geometric
improvements.

O&M Cost Considerations

Parkinglayoutand striping improvements could be a regular part of facility maintenance and
rehabilitation planning at existing truck parkinglocations. The same maintenance cycle could be
used for identifying the numberand location of parking slots that could be added to existing public
facilities that are near or over their maximum utilization rates.

Parking Notification
None.

Safety and Security

Improved truck parking layouts would accommodate efficient traffic flow, safe pedestrian
movements and potentially oversized /overweight (OSOW)loads. Special accommodations
could be made for OSOW trucks including provisions for designated parking areas. Although
OSOW loads are a small percentage of the total truck trafficin Kansas, their routingand
parking decisions are often predetermined by regulatory and permitting considerations that
can disproportionately impact specificlocations, especially at the state borders. Due tothe
lack of uniformity of regulations among the states, truck drivers will look for “staging” areas
to make adjustments (trailer configurations, weight, flags, lights, signage, escort
requirements, or other requirements) before proceedingthrough the nextstate. OSOW
regulatory uniformity has been discussed among the MAASTO states, however, in the
interim, KDOT and KTA should continue to provide provisions for OSOW parking near the
state borders.
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Additional Parking Supply

This tacticprovides some limited additional parking by maximizing use of existing facilities.

Potential Economic Impact

This tacticenables KDOT and KTA to more efficiently use their resources on optimizing truck
parking before considering new capacity construction in areas where needs cannot otherwisebe
met. Once these stepsare taken, strategically locatingnew parking facilitieswhere they are needed
most to address unmet parking demand could provide the trucking industrygreaterproductivity
andreliability as they travel along their designated routes through Kansas, and encourage more
trucktraffic to utilize the Kansas FreightNetwork.

Ease of Implementation

Improved layouts or additional spaces in existing lots are more cost effective since theyleverage
existing services and supporting utilities. Providing new parking spaces connected toan existing
service interchange eliminates the need toadd additional access toa freeway route. Property at
these service interchangescan be very valuable, so the cost of additional ROW can be a challenge.
Inrural areas with longer distances between interchanges, truck parkingturnoutscan be
constructed to minimize or eliminate the need for additional ROW. These truck parking turnouts
would enable vehicles to park parallel toa central circulation roadway that runs adjacent to the
mainline.

Strategy 2, Tactic 2: Improve Longer/Larger Vehicle Parking

Description

Kansas publicand private parking lots donot generally have designated parking spaces or way-
finding information on parking for longer-combination vehicles (LCVs) or OSOW vehicles. These
doubles and triples are combinations of multiple trailersattached to one truckand due to length,
and potentially height and weight limits, typically have special parking needs. LCVs/OSOWs also
require breakdown areas where they can drop offand pick up loads since some border states do
not allow them on their roadways. This strategy involves improving existing and future planned
parking facilities and truck parking way-finding tobetter accommodatethe needs of LCVs,
especially OSOW vehicles. Making these changes at facilities close to state borders (e.g., Missouri
and Colorado for 1-70; Missouriand Oklahoma for I-35) or major regional route intersections will
position Kansas to better serve and attract LCV/OSOW traffic using multi-state regional corridors,
specifically I-70 and [-35, whichlogically tie in to the Kansas Statewide Freight Network.

Capital Cost Considerations
Capital costs would be minimal and limited torestriping.

O&M Cost Considerations
There are no additional 0&M costs above what is normally required at existing facilities.

Parking Notification
None.

Safety and Security

There are safety and security concerns with droppingloads in parking facilities and leaving
them unattended until the load is picked up atalater time. Providing designated parking for
LCVs/0SOWsin secure and well lighted parking facilities would help address security
concerns with loads.
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Additional Parking Supply

Provides additional parking for LCVs/OSOWSs, however, in some instances, this strategy
could involve a reduction in parking spaces by accommodating longer and larger vehicles.

Potential Economic Impact

A multi-state deployment of LCV/OSOW-designated parking facilities will increase the effectiveness
of the parking and way-finding for the trucking community and better help with routing decisions
for longer hauls. The opportunity tobuild an LCV/OSOW parking networkacross state borders
allows for better parking connectivity, standardization and route attraction. Truck drivers and
trucking company dispatchers will have accurate information on Kansas Statewide Freight Network
routes thataccommodate LCVs/0OSOWsand wherealong these routes thereare designated
LCV/0SOW parking spaces and options for dropping off or picking up loads. This mayinduce
diversion of LCV/OSOW traffic to the Kansas Freight Network from other routes.

Ease of Implementation

Geometricdesign for LCV/OSOW parking spaces needs toaccommodate longer and potentially
larger vehicle configurations and turning radii. Spacesdesignated for LCVs/OSOWs would need to
be monitored and enforced in order to make sure they are available for use by LCVs/OSOWs.

Strategy 2, Tactic 3: Use Excess ROW for Parking

Description

KDOT and KTA possess excess ROW areas along the Kansas Statewide FreightNetwork that could
be converted intoadditional interim or long-term parking. These areasinclude closed weigh
stations, rest areas, toll plazas and service areas, old maintenancefacilities and extraland
purchased during construction of the original roadway. Identifying and repurposing excess ROW
near where parking demand exceeds capacity (at the edge of urban areas, for example) could

provide mid- or long-term resolution oflocalized parking issues. On such ROW, Kansas could make
relatively small-scale improvements, includingpavement, striping, lighting and pit-typetoilets.

Capital Cost Considerations

Capital costs would include the construction of new parking facilities. In most cases, these facilities
would include only basicamenities and would be less expensive thantypical truck parking facilities.

0&M Cost Considerations
There would be additional 0&M costs to the state with the conversion of undeveloped ROW for new

truck parking facilities.
Parking Notification
None.

Safety and Security

This tacticwould include basic safety improvements such as site lighting. These areas would be
truck-only with no conflicts with passenger vehicles.

Additional Parking Supply
This tacticwould provide additional parking though the repurposingofexcess ROW.
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Potential Economic Impact

Due to their remote location, truck parking on ROW is likely to be the highest and best use for state
owned tracts of land. This could also provide truck drivers with the easy on/easy off parking and
restroom facilities, ifdesired. Areas like this can increase the desire of drivers to travel routesin
Kansasthusincreasing the amount of freight moving through the state.

Ease of Implementation

There are limited locations where this tacticcan be applied. The land available is required tobe
large enough toaccommodate trucks and have easy access directly to the freeway or service
interchange. In other words, the excess parcelswill have tobe ideally situated and sized to provide
maximum utilization and relief of parking demand at other locations. In addition, the elevation of
the parcels and any changesin grade which are required will have tobe reviewed for their
practicality and impacts. These lots, once built, would require ongoing maintenance and security
checks. This tacticshould alsobe implemented in areas whereit will not adversely impact truck
related industries by relocating drivers from private facilities to publicones. However, this may be
permissible whereprivatefacilities are already over utilized.

Strategy 2, Tactic 4: Improve Geometrics for Better Parking

Description

Drivers may be dissuaded from seeking outlegal or formal parking areas because of geometric
limitations involving alocal access interchange, which makes access for trucks difficult or time
consuming. Soinstead of leaving the freeway system they simply parkon aramp or at a bigbox
store parkinglot nexttothe interstate. Simpleor more extensive changes to the interchange will
increase the likelihood of trucks utilizing the services at the local accessinterchange. Changes that
address geometricissuesinclude improving turning radii, widening short sections of streets or
addingturnlanestoimprove access to public truck parking facilities. Private parking facilities could
be improved through public-private partnerships (see Strategy 3, Tactic5). This approach would
involve inventorying and prioritizing such geometricneeds sothat they can be addressed through
future special-purpose federal programs (e.g. TIGER grants, Jason’s Law) or future Kansas
transportation planning efforts.

Capital Cost Considerations

Capital costs would include reconfiguring existing truck parking lots toimprove access and
geometrics of the site to maximize parking efficiency. There are moderate to high costs associated
with the improvements depending on the level of interchange or parking access geometric
improvements needed.

O&M Cost Considerations

No additional 0&M costs above what is normally required at existing facilities.
Parking Notification

None.

Safety and Security
Improved geometrics would have safety benefits for trucks.

Additional Parking Supply
This tactic provides additional parking by maximizingthe efficiency of each site.
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Potential Economic Impact

Byimplementing low-cost improvements, existing truck parking spots will be “unlocked”
throughout the state to maximize parking capacity. Trucks will be able to easily access parking
spaces they previously may have bypassed due toinconvenient movements toand from freight
corridors. This tacticalso opens up low-cost opportunities for local communities or businesses to
fund or seek funding for making these comparatively inexpensive improvements in order to
generate additionaleconomic development opportunities. As a statewide initiative, this approach
may be appealing tofederal TIGER grantapplication reviewers given thatfreight improvements are
increasingly receiving more extensive federal support.

Ease of Implementation

One concern is that the improvements can be seen as benefiting a certain single business or
communities, so great consideration to equity should be given in considering different areas for
improvement. Thisimprovementwould only help address parkingneeds atlocations with existing
lots or service stations where the interchange geometry is constrainingtrucktraffic. Thisis a long
term solution, as once these geometricimprovementsare made the interchange will be configured
for trucktraffic for atleast the remainder ofits life cycle.

Strategy 3: Create Parking Improvement Partnerships

Strategy 3, Tactic 1: Partner with Highway Patrol on Parking

Description

In some circumstances, truck parkingissues arise out of driver confusion or lack of understanding
about how potential law enforcement activities affect their work. For example, truckers may avoid
parking at closed weigh stations for concern that they may find themselves subjecttoequipment or
permitting enforcement. As a result, they often choose to park on highway ramps when they have

no other viable alternativedue tohours of service requirements - and can cause a safety concern to
themselvesand other motorists.

Development of a Highway Patrol /Freight Trucking Collaboration Programwould create a
frameworkin which the trucking community could have an open, collaborative dialoguewith the
Kansas State Highway Patrol (KHP) regarding trucking issues, particularly those involving parking.
The goal of this consultation program is for both KHP and the trucking community toreach
concurrence and consistency in truck parking enforcement throughout the state. This program can
handle such issuesas how ramp parkingisallowed and in what locations, and how overnight
parking at weigh stations and other facilities with an enforcement presence can be implemented.
Capital Cost Considerations

No significant capital costs are an anticipated. However, this tactic would be more effective ifit was
paired with tactics that provide additional truck parking.

0&M Cost Considerations

This tacticwould require additional KHP stafftime.
Parking Notification
The KHP would help provide information to truckdrivers on safe parkinglocations.

Safety and Security
This tacticdirectly addresses safety by discouraging truck parking on highway ramps.
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Additional Parking Supply

This tacticprovides no additional parking, however, this tactic may result in more use of
underutilized parking areas including weigh stations.

Potential Economic Impact

Thistactichas limited economic benefit.,, However, truck drivers would better understand where
and how they can and cannot parkin Kansas, increasing traveler safety and making themmore
comfortable traveling throughout the state (thus encouraging more drivers to choose Kansas
routes). KHP officers benefit from the combination of clear parking guidelines and an informed,
educated enforcement population.

Ease of Implementation

The success of this strategy is highly dependentupon the development of safe and convenient truck
parking options. Asseen in states with a focus on enforcement the central root of the problem
remains - the lack of convenient truck parking options. While use of weigh stationsisa
consideration, according the advisory panel, most truckdrivers will avoid parking in these areas
due to perceived scrutiny from the KHP.

Strategy 3, Tactic 2: Work with State and Local Agencies to Expand Parking

Description

Kanas state agencies such as the Department of Wildlife and Parks build and operate parking areas
at welcome centers, often atlocations near the Kansas Statewide Freight Network. These parking

assetsand their rules of operations can, in some instances, be easily modified to allow for or
increase the amount of freight truck parking that occurs there.

To test the concept, KDOT would partner with Department of Wildlife and Parks toincorporate
truck parking areasin existing and new tourist information sites where deemed appropriate. Travel
and Tourism currently maintains two travel information centers: one in Goodland on [-70 East
Milepost 7, and one along the [-35 Turnpike 10 miles south of Wichita in Belle Plaine. Future travel
information centersand other tourist sites should includedesignated truck parkingareas where
appropriate.

Capital Cost Considerations

Capital costs would include new truck parking or expansion of existing parking.

O0&M Cost Considerations
This tacticmay require O&M costs as part of cost-sharing agreements.
Parking Notification

Basictruck parking notification through tourist information brochures and static signage could
be provided as part of this tactic.

Safety and Security
Modified parking areas would need to safely accommodate trucks.

Additional Parking Supply
Provides additional truck parking at travel and tourism sites.
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Potential Economic Impact

Providing truck parking at new tourist sites will aid both truckers and the general traveling public.
Often, the most visible parking areas for truckers and motorists are tourist sites. Providing truck
parking at these sites will provide safe alternatives for truckers. This parking information will also
provide viable alternatives to parking on ramps which can be a hazard for truckers and motorists.
Additionally, cost sharing between local agencies at tourist facilities located off the state system
could provide more opportunities to develop future traveler information and tourismsites.

Ease of Implementation

Implementation ofthis strategy is dependent upon sharingland and resources with new and
existing sites. Therefore, this strategy is contingenton coordination with the Department of Wildlife
and Parks and other state and local agencies toacquire land and develop these facilities. Currently,
there are no plans for new tourist facilities in the state. However, in the future, if new facilities are
considered, accommodations should be made for dedicated truck parking. The state may also
consider partnering with local city, county and regional tourist organizations throughout the state.
There may be the opportunity tojointly develop facilities near interstate interchanges with a set
aside for truck parking. For the truck parking component KDOT could develop cost sharing
agreements with local and state agenciesfor construction and maintenance ofthe parkinglots as
shared facilities.

Strategy 3, Tactic 3: Sell Branding Rights to Fund Parking Improvements

Description

Statesare closing rest areas or seeking sustainable, marketing-based revenue to support them in
the face of budget pressures and greatly increased options for traveler rest and relief. Federal funds
available for rest area improvements including provisions under Jason’s Law are insufficient for
state needs.In 2009, Jason Rivenburg, a commercialtruckdriver, sought a safe spot torest before
delivering aload early the next morning. Tragically, Jason’s unfamiliarity with nearby parking
optionsled him to park atan abandoned, unsecure gas station, whichultimatelyresulted in his
murder. Hope Rivenburg, Jason’s wife, championed “Jason’s Law” which has elevated the need to
solve the truck parking crisis from an industry issue toanational issue, expanding eligibility for
states to use federal highway funds for truck parking projects.

Federal law prohibits states from allowing privateentitiesto sell goods in interstate publicrest
areas for profit. This federal law was enacted to prevent unfair advantages for private companies
thatare directly accessible from the interstate over those companies that operate at an exit off the
interstate. Some exceptionsexist for toll roads such as the Kansas Turnpike, New York State
Thruway and the Pennsylvania Turnpike. Thisis because these roads were builtbefore being
designated interstates, which today makes itallowable to have service areas on these Turnpikes
thatadvertise and make revenues.

In order to provide more options for public parking facilities to have amenities similar to private
truckstops, there is an opportunity for current policies and federal /state law tobe modified to
permit publictransportation agencies to allow sponsorships at their public parking facilities in
order to better fund needed parking capacity and amenity improvements. Exploringthis option s
aligned with the recommendation of the Alvarez & Marsal Kansas Statewide Efficiency Review,
which suggested that KDOT “institute or increase sponsorship for rest stops, traveler assist hotline,
roadside logo sign program and motorist assist program.”

Capital Cost Considerations
This tacticrequires some initial capital cost toset up the program.
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0&M Cost Considerations
This tacticrequires ongoing State staff support.

Parking Notification
Funding could be provided for staticand potentially dynamicreal-time signage. However,

advertising would likely be limited to truck parking areas. Advertising on signage would likely be
precluded.

Safety and Security

Funding could address safety improvements when constructing new truck parkinglots or
improving existing lots.

Additional Parking Supply
Some additional truck parking would be funded through the program.

Potential Economic Impact

Commercialized rest areas reduce public capital and maintenance improvement costs, increase user
services and amenities; and benefittaxpayers through private-sector concessionaires’ lease
payments. Value-addedservices could alsobe provided such as a truck parking reservation system.

Ease of Implementation

Concerns about privatization on the interstateinclude the lack of control by the government and
opposition from trade groups, such as associations representing privatetruck stops and
convenience stores. These trade groups are often opposed to rest area privatization due to
increased competition from businesses that are perceived to have unfair advantages. Nearby
economies atinterchanges may be impacted, but strong public support for privatization exists.

Strategy 3, Tactic 4: Create Regional Truck Parking Policies

Description

Currently, there are federal truck freight policies and regulationsthat provide a level of consistency
for the nation’s trucking industry operations. However, each state also has the ability todevelop

and mandate their own trucking policies and regulations, makingit challenging to provide regional
cohesiveness beyond state borders.

This can be addressed if neighboring states collaborate regionally to form coalitions to develop
corridor-specific truck freight and truck parking policies and regulations to increase truckrouting
through Kansas and its bordering states. This kind of approach potentially strengthens the Kansas
Corridors of Freight Significance and ties in with new opportunities made available for these
designated corridors through the Federal Fixing America’s Surface Transportation (FAST) Act.

In the instance of truck parking, the regional coalition of states would collaborate toidentify new
and revised truck policies and regulations that, together, would improve truck parking availability,
amenities and way-finding. This could include collaborating regionally to place Kansas freight
parking signage in other states (and vice versa) where initial truckrouting and parking decisions
are made, coordinating on providing consistent, designatedlonger-combination vehicle (LCV)
parking strategies and developing regional parking maps for use on websites, smart phones,
informational kiosks and other applications. The MAASTO Regional Truck Parking Information
Management System currently underway as a partnershipbetween Kansasand seven other states
is a prime example of a regional, multi-state problem-solving approach.
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Capital Cost Considerations

None.

O&M Cost Considerations
Would require ongoing State staff support.

Parking Notification
None.

Safety and Security
Policiesand regulations would need toaddress safety concerns.

Additional Parking Supply

None, however, consistent policies and regulations could place less strain on parking at
border locations.

Potential Economic Impact

The trucking industry will have consistent operating policies and regulations along regional freight corridors
of significance, which will allow for greater efficiencies in truck routing and parking decisions. Consistent
policies and regulations can also grow awareness of the MAASTO region as a trucking freight hub through the
Midwest, which will help attract and retain truck traffic and related businesses to Kansas and its partnering
states.

Ease of Implementation

Within each partnering state, a champion and supporters for the cohesive package of trucking operational
policies and regulations will have to be identified to introduce and shepherd the policies through the
legislative and State DOT approval processes. In the legislature, political consensus will have to be developed
and maintained during consideration and passage of the cohesive policies and regulations. Multi-state
agreement on consistent truck parking policies and standardization for ease of use and way-finding will be
critical. Integrating both public and private parking facilities into the regional coalition will be necessary to
provide the greatest benefits to the trucking industry and its supporting services.

Strategy 3, Tactic 5: Expand Parking via Public-Private Partnerships

Description

Public parking facilities typically include rest areas, service areas, weigh stations and other available public
ROW along the Kansas Statewide Freight Network. Available ROW to expand these lots is limited, and
most public facilities are unable to provide amenities such as restaurants, fuel and showers that private
parking facilities offer. This stems from a lack of ongoing operations and maintenance funding, aswell as
federal law prohibiting states from allowing private entities to sell goods for profit in public rest areas.
However, partnering with private industry gives transportation agencies an opportunity to offer these
amenities and increase truck parking capacity. They can do so by delivering new or improved parking

facilities on property owned and operated by private industry by combining public and private funding,
maintenance and risk sharing.

Capital Cost Considerations
None.
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O&M Cost Considerations
Would require ongoing State staff support.

Parking Notification
There are opportunities to develop public-private partnerships to share and disseminate real-time

information on parking availability through smart phone applications, public and private websites, and way-
finding signage.

Additional Parking Supply
Would provide additional parking through public-private partnerships.

Safety and Security
Parking at publicand private locations would need toaddress safety and security.

Potential Economic Impact

Partnerships between transportation agencies and private industry can provide new or improved parking
capacity and way-finding information ina faster and more cost-effective timeframe. Public partners can
provide additional parking pavement cost effectively and efficiently. Private industry can provide additional
amenities and ongoing facility operation and maintenance. Both partners can then share their real-time
parking data in order to effectively direct truck drivers to available public and private parking capacity.

Ease of Implementation

Some commercial truck stop owners and other private entities are reluctant to add new parking capacity or
use excess parking capacity for truck parking. Providing funding or other types of incentives to encourage
implementation partnerships for delivering new or improved parking capacity would be beneficial. Jason's
Law enables federal funding to be used to provide truckers better access to safe parking areas by building and
updating parking facilities. Within the law, there are provisions for developing public-private partnerships to
fund the needed parking improvements. Today, public-private partnerships are most applicable to
commercial parking facilities owned and operated by private industry. Until federal law changes to allow
privatization, rest areas, service areas and parking areas along interstates and other roads do not fall under
the public-private partnership category because they are funded by the government.

Strategy 4: Promote Pro-Parking Policies for Freight Trucks

Strategy 4, Tactic 1: Develop Pro-Freight Truck Policies

Description

Kansas currently has no cohesive set of tax or incentive policies designed to sustain or grow state freight truck
volumes or to help adequately provide those trucks with an appropriate level of parking or other support.
Members of the Truck Advisory Panel discussed that such packages potentially should be considered to
incentivize the private sector to locate distribution centers and other generators of large volumes of freight
truck movement in Kansas while also providing new or expanded parking and other services to the freight
truck industry.

Capital Cost Considerations

None.

0&M Cost Considerations
This tacticwould require ongoing State staff support for policy development and advocacy.
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Parking Notification

None.

Additional Parking Supply

This strategy’s potential for creating new or expanded truck parking cannot not be predicted as
results would be highly dependent upon the incentives and how they are structured.

Safety and Security

This strategy’s potential for creating safe, secure truck parking cannot not be predicted as results
would be highly dependent upon the incentives and how they are structured.

Potential Economic Impact

This approach would focus new private-sector fundingand planning resources on
increasing usage of the Kansas Freight Networkand providing adequate parking and other
supportservices. Doing so, if successful, potentially could increase jobs and economic
activity in the state and help the trucking industry be more productiveand efficient. It may
also position the state toattractbusinesses and services in advance of potential freight
movement changes that maybe produced by the Panama Canal expansion project
completionin 2016, the Nicaragua Canal in the early 2020s and other futurefreight truck
developments. However, the actual structure and promotion of such incentives would
greatly determinehow effective they might be in practice.

Ease of Implementation

This tacticwill require developing multi-stakeholder consensus regarding the best ways to attract
and supportlarger volumes of freight truck traffic to the Kansas Freight Network. State tax revenue
implications will have tobe accurately developed and communicated tobuild support for adoption
of the tax incentive package thatis ultimately developed. A champion and supporters for the
incentive package will have tobe identified tointroduce and shepherdthe incentives through the
legislative approval process. In the legislature, political consensus will have tobe developed and
maintained during consideration and passage of the tax incentive package.

Strategy 4, Tactic 2: Develop Integrated Local Parking Polices

Description

Many of the problematictruck parkingareasin Kansas are at the edge of major urban areas. Given
their locations, and that some parking solutions may need tobe created or built in multiple political
jurisdictions, one strategicapproachistoprovide affected cities and counties with help in
developinglocally and regionally integrated approaches to creating more freight truck parking.
Cities and counties have the ability toaddress truck parking needs throughlocal land use policies
and regulations. Unfortunately, local parking regulationstypically donot address short-term truck
parking needsrelated tohours of service and/or just-in-timedeliveries. As part of this effort, KDOT
would contribute the assistance ofits staff “parking liaison” (see related tactic) toassist local
governments in finding the necessary partners,resources and solutions toaddress their freight
truck parkingissues.

Capital Cost Considerations

This tacticrequires private investment in truck parking as part of new local policies and
regulations.
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O&M Cost Considerations

This tacticrequires ongoing State and local staff support.

Parking Notification

Similar to Strategy 1, Tactic 1, a truck parking brochure and /or web-based parkingmap
could be created thatincludes more detailed information on the location, numberof spaces,
guidelines and amenities for truck parking and/or staging facilitiesfor just in time deliveries
located on the fringes of major metropolitan areasand/or near warehouseand distribution
centers.

Additional Parking Supply

This tacticwould provide additional locally provided truck parking throughnew local policies and
regulations. In the process, it creates more efficient use of existing parking resources, lessening the
overall cost of improving the freight truck parking system.

Safety and Security
Local policies and regulations should address provisions for safe truck parking.

Potential Economic Impact

This can raise private development costs; however, for local governments this tactic provides the
resources that they might not otherwise have access towhen dealing with localized truck parking
issues. For rural and small town areas, it provides a means of attracting and retaining owner-
operators, small trucking operations, and the residents, jobs and tax revenues they offer.

Ease of Implementation

This tacticwill require developing policies that fully and flexibly address local jurisdictions’ freight
truck parking needs and preferences while also positively affecting the Kansas Statewide Freight
Network. A champion and supporters for the regulatory models and loan program package will
have to be identified toadvance interest and action at the local level. In the legislature, political
consensus will have to be developed and maintained during consideration and passage of the loan
and land banklegislative elements.

Strategy 4, Tactic 3: Create Coordinated Delivery/Parking

Description

Truck parking issues can be exacerbated by the unanticipated consequences of truck delivery
schedules and policies used by large-volume generators, such as warehousing and distribution
centers, coupled with land-use, noise or other local regulations that may furtherlimit truck parking
access and capacity at final destinations. Truckdrivers may gothe maximumwindow in terms of
their hours of service to getas close to their final destination as possible. However, ifthere are
limits on when they can arrive or parkat their final destinations, they are forced to parkwherever
they can. This can mean existing lots operate above capacity, truckdrivers parkillegally or they are
forced to drive around on the local or highway networks due toalack of parking. Consequently,
better public- and private-sector coordination regarding such policies, or the formation of incentive
programs for additional truck parking, may effectively reduce or redistributedemand on state truck
parking facilities in ways that lower costs to taxpayers, improve driver safety and make Kansas a
more appealing routing option.

Capital Cost Considerations

None.

February 2016 Page 4-17



KTA/KDOT Truck Parking, Chapter 4 - Solutions: Refinement and Screening

O&M Cost Considerations

This tacticwould require ongoing State staff support.
Parking Notification
None.

Additional Parking Supply

This tacticwould create additional local truck parking at or near major distribution centersand
intermodal facilities.

Safety and Security

Policies should include provisions for truck parking and staging for just-in-time deliveries.

Potential Economic Impact

Developers of major distribution centers and intermodal facilities currently are allowed to out-
source their parking needs and facility costs to the State, arguing to do otherwise will unacceptably
increase developmentcosts. However, local requirements of sufficient truck parking and broad
parking arealessens demand and expense on state facilities, reduces local congestion and safety
concerns from drivers searching for parking and appropriately shares social and economicimpacts
with the businesses that, as final destinations, generate the impacts. Truckdrivers will spendless
time driving in urban settings looking for parking, which decreases wear and tear on those roads.
Reduced truckvolume on urban streets also benefits motorists by decreasing congestion.

Ease of Implementation

Truck parking needs should be carefully considered aslocal communitiesand KDOT review traffic
impact studies. Local communities should consider requirements for additional truck parkingand
staging as part of the plan review for new distribution facilities and major commercial centers.
Increasesin truck parking at distribution/light industrialfacilities may necessitateincreased safety
and security measures and enforcement. Because thisisalocal land use issue, there islittle the
state can do directly toimplement this strategy. However, the state can work with local
communities whohave expressed an interest in addressing the truck parking problem and provide
technical expertise and bestpractice examples from other communities around the country.
Additionally, Kansas may wantto consider requiring such parkingpractices whenstate
transportation fundingor assistance is provided toadvance publicor private development.

Strategy 4, Tactic 4: Create Truck Parking Liaison

Description

Barriers tosolving truck parking issues often arise because noone is empowered tobring together
the multiple entities whose cooperation would be needed tosolve the underlyingissue. Alocalized
truck parking shortage, for example, might be rectifiedifa developer could identify a potentially
profitable location for a new truck stop thatalsosolves a parking capacity issue; the same could be

trueif there was a knowledgeable resource that could work with a community to create a secure
parking area for local owner-operators.

Insuch an environment, a simple fix is to create a liaison role from which a knowledgeable expert
can bring together multiple parties and resources to create opportunities and clear hurdles. This is
a model often used throughoutlocal and state governments in the form of film commissions or
business incubators. In the case of truck parking, this could be a KDOT position and person tasked
with working with local and state public- and private-sector interests toimprove freight truck
parkingand related issues across the state. Under other models, this could be arole undertaken by
the state freight advisory committee.
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Capital Cost Considerations
This tactichas upfront costs to develop program.

O&M Cost Considerations

This tacticwould require ongoing dedicated State staff, potentially as much as one full-time
equivalent (FTE). Staff costs could be mitigated by sharing this role with other responsibilities.

Parking Notification
None.

Additional Parking Supply

No immediate directimpact to parking supply,however, long-term, this position would better
manage and coordinate existing truck parking supply and identify opportunities for new facilities.

Safety and Security

The liaison would work with local and state public- and private-sector interests toaddress safety
and security needs for existing and future truck parking.

Potential Economic Impact

By creating a resource and forum for discussing and promoting safe and efficient truck operations
in the state of Kansas, the KDOT liaison may enable local jurisdictions to make policy and
investment decisions that make themmore attractive tologistics-oriented businesses.

Ease of Implementation

This tactic carries staff and service marketing costs. If duties are added tothose of an existing staff
member, there may be impacts toboth sets of responsibilities. Theremay be alag time between
when the positionis created and when the first benefits are accrued. Working to solve the parking
problems ofa community or a developer, for example, maylead some to perceive the role as
picking winners and losers or that those receiving assistance are getting special or favored
treatment.

Strategy 4, Tactic 5: Harmonize Regional Regulations for Truck Parking

Truck routing and parking decisions can be made hundredsof miles before a truck enters Kansas.
As aresult, the freight truck policies, regulationsand permittingof other states can negatively
impactthe number of freight trucks that are routed to and through Kansas. By reviewing and
eliminating legislativeand regulatory barriers toregional consistency, or “harmonization” along
freight corridors (e.g., signage, truck parking restrictions, weight limits, etc.) Kansas can position
itselfto better attractand maintain higher levels of freight truck traffic. This can translate into
greater - but more predictable- freight truck parking demands. Accomplishing this would require
Kansas to coordinate regulatory changeswith states bisected by highway corridors connecting to
the Kansas Freight Network. This effort would be most effective if the focus was on harmonizing
with partner states those areas of regulation and permitting that offer enough value to cause
drivers, dispatchers and otherstoroute increased volumes of truck traffic through and within
Kansas. The recently awarded Federal TIGER Grant for the MAASTO Regional Truck Parking
Information and ManagementSystem provides a great opportunity to apply regional consistency
and harmonization truck parking information sharing across an eight-state region.

KDOT could engage the Kansas Congressional Delegation in identifying and eliminating potential
barrierstothe kind of regional regulatory compacts contemplated here. The Mid America Freight
Coalition could also assist with an initiative to provide improved regional freightharmonization in
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the MAASTOregion. Since the Kansas Turnpike does not utilize federal funds, it can develop its own
regulations consistent with regional regulations.

Capital Cost Considerations

None.

0&M Cost Considerations
Would require ongoing State staff support.

Parking Notification
None.

Additional Parking Supply
Regional harmonization may allow for more efficient truck parking, especially at the state borders.

Safety and Security

No directlinkto safety and security, however, any modification to truckregulations would need to
address safety needs.

Potential Economic Impact

Regional harmonization of freight truck regulations and permitting creates time and cost savings
for the trucking industry, resulting in more freight trucks being generated within or routed through
Kansas. Added truck volumes, if significant, would help generate additionaljobs, economicactivity
and investmentin the state. This, in turn, would increase supportfor additional parking and other
resources to support higher truckvolumes and the economic activity they generate.

Ease of Implementation

This tacticrequires analyzing freight movements to and through Kansas to identify and prioritize
corridors by: current and future truck volumes; opportunities for growth based on potential
harmonization; and likelihood for success in developing regulatory partnerships with states
bisected by those corridors. Working with other states will mean reconciling potentially radically
different freight truckand economic developmentagendas.Regulatory harmonization would have
to happen quickly, as the likely competitive advantages it would create will most benefitthe
region(s) making the first moves in this area. Existing federal trucking regulations and oversight
may introduce unanticipated obstacles that will have tobe worked through in tandem with other
statesastheyarise or are identified. Most importantly, harmonization efforts will have tobe
focused on those regulatory and permittingissues that, ifaddressed, will be sufficiently important
to the truckingindustry as to change current routing and dispatching decision making.

Summary Evaluation

The evaluation considerations for each tacticare summarized in a “Consumer Reports” type
ranking (from best to worse) based on a high-level assessment of initial capital costs, long-term
annual O&M costs, parking notification, ability toaddress safety and security needs, ability toadd
additional parking supply, potential economicimpactand ease ofimplementation. This high-level
screening evaluation was qualitative and based on knowledge of previous applications of similar
tactics around the country described in the previous section. The purpose of this evaluation, and
advisory panel input (shown on the following pages) was to help screen the tacticsdown toa
manageable numberto carry forward intoimplementation. The screening analysis is show in
Figure 4.2 on the following page.
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Advisory Panel Assessment

During the second advisory panel meeting, the full list of strategies and tactics were presented and
discussed. Following the discussion, the project teamled the advisory panel through a prioritization
exercise. Each member of the panel was provided a green dot for their highest priority, yellow dot
for the next highest priority and ared dot for a strategy and tactic that they thought shouldnotbe
pursued because it did not meet the current and futureneeds identified at the onset of the study
and/or feasibility ofimplementation. The results of the advisory panel rating exercise are provided
in Figure 4.3 on the following page.

Figure 4.2: Evaluation Matrix

Evaluation Measures

Strategy 1: Improve Parking Information Sharing

Initial Capital Cost
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Strategies

Figure 4.3: Strategies and Tactics — Advisory Panel Ratings

Tactic 2

Tactic 3

Tactic 4

Tactic 5

Strategy 1:

Improve Parking
Information Sharing

Strategy 2:

Add or Improve
Parking Assets

Strategy 3:

Create Parking
Improvement
Partnerships

Strategy 4:
Develop
Pro-Parking
Policies for
Freight Trucks

Legend:

. 1st Priority

Provide drivers with truck parking map,
parking guide and related information
at credentialing, through informational
campaign and other mechanisms.
Distribute in paper and electronic

versions (apps, website, 511, etc.). .

Via Multiple Si

Place static parking signing at driver
decision points (highway junctions, exits,
parking areas) showing nearby parking

options.

Provide real-time dynamic parking
information regarding public and
private truck parking availability
through electronic signage and
on-line mechanisms.

Expand Parking Lot Numbers
and Capacity

Improve parking layouts to boost parking
efficiency as part of facility maintenance
and rehabilitation planning. Restripe rest
areas for additional truck parking. Add
capacity at existing lots. Build more lots in
areas where significant over-utilization or
illegal parking occurs.

Improve Longer/Larger

Yehicle Parking

Develop plans for better accommodating
overweight, oversize vehicles in current
or future parking facilities.

Identify KDOT/KTA facilities and
ROW that can be repurposed for
parking areas; develop plan and
funding for repurposing.

Improve Geometrics
for Better Parking

Improve interchange geometrics
where current conditions dissuade
drivers from leaving highway/ramps
to seek nearby parking areas.

on Parking

Work with Highway Patrol and others

to clarify ramp parking enforcement
and communicate results to trucking
community. Establish consultation
program involving Highway Patrol, other
agencies and truckers to identify and
address enforcement issues that may
affect parking decisions.

Work with Agencies
1o Expand Parking

Partner with other state agencies to
open existing facilities to truck parking
or expand acceptable truck parking
opportunities at peak hours.

1o Fund Parking

Develop policies and processes
for selling advertising, marketing
and branding rights for lots,
signage and amenities to fund
improvements.

Create Regional

Collaborate regionally on
coordinating corridor-specific truck
freight and truck parking policies and
regulations to increase truck routing
through Kansas.

Expand Parking Via P3s

Develop and implement a

P3 program for building and
maintaining private lots using
a combination of public and
private funding, maintenance
and risk sharing.

Partner with Department of Commerce,
Division of the Budget, Kansas
Department of Revenue and others

to develop tax incentives for locating
distribution centers and other generators
of large truck freight volumes in Kansas,
Collaborate to develop tax incentives for
private investments in new or expanded

parking facilities. .

Develop Integrated
Local Parking Polici

Work with local communities to adopt
regulations requiring secure truck parking
for industrial /warehouse development
similar to car parking requirements for
commercial developments.

C jinate Deli
Policies/Parki

Work with major distribution
centers to better coordinate
policies for scheduling truck
arrivals combined with opening
their yards to truck parking to
alleviate area parking issues.

C Ereight Parki
Liai

Create "Parking Liaison” role in KDOT
to find partners and solutions for
locally specific truck parking issues.

2nd Priority

. Should Not be Pursued

Note: Tactics which did not receive a dot indicated areas where the advisory panel were neutral. These tactics could potentially be pursued, however, were not a high-priority by the advisory panel.

February 2016

Page 4-23




KTA/KDOT Truck Parking, Chapter 4 Solutions: Refinement and Screening

Preferred Strategies and Tactics

The preferred list of strategies and tactics shown below were based on a high-level assessment of
capital and annual O&M costs, parking notification, safety, added capacity, potential economic
impact, ease of implementation and inputfrom the advisory panel:

Strategy 1: Improve Parking Information and Sharing
e Post parkinginformation via static signage
e Offer real-time dynamic parking information

Strategy 2: Add or Improve Parking Assets
e Expand parkinglotnumbers and capacity
e Use excess ROW for parking
e Improve geometrics for better parking

Strategy 3: Create Parking Improvement Partnerships
e Work with agencies toexpand parking
e Createregional truckparking policies
e Expand parkingviaP3's

Strategy 4: Develop Pro-Parking Policies for Freight Trucks
e Develop integrated local parking policies
e Coordinate delivery policies

The advisory panel noted that the final recommendations should address:

1) Efficiency
2) Commerce and economic development potential
3) Safety

Based on this input, the project team further assessed and prioritized preferred Strategies 1 and 2
and associated tactics using a benefit-cost analysis that included those factors (see Chapter5).
Strategy 1 and 2 tactics involve infrastructure investments by KDOT and KTA on their owned and
operated facilities. These tactics alsoinclude infrastructure improvements whose costs and benefits
can be easily quantified and measured.
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Recommendations

This chapter extends Chapter4’s high-level review of truck parking enhancement strategies and
tactics by focusing on four specific recommendationsaligned withstudy advisory panelinput and
showing positive benefit-cost analysis (BCA). These recommendations are presented with detailed
implementation action plans.

The four recommendations and their related potentialimplementation strategies include:

1. Improve Parking Information and Sharing
a. Post parkinginformation via static signage
b. Deploya truck parking information management system (TPIMS)

2. Add or Improve Parking Assets
a. Expand parkinglot numbersand capacity
b. Use excess ROW for parking
c. Improve geometrics for better parking

3. Explore Creating Parking Improvement Partnerships
a. Identifyintra-agency opportunities for expanding parking
b. Investigate benefits of potentially creatingregional truck parking policies

c. Securemarketplace guidance as to the viability of expanding parking via public private
partnerships (P3's)

4. Examine Potential Pro-Parking Policies for Freight Trucks

a. Lookatdevelopingintegrated local parking policies
b. Explore opportunities for coordinating delivery policies to expand parking

The first tworecommendations (improve parkinginformation and sharing and add or improve
parking assets) are prioritized based on the benefit cost analysis (BCA) conducted for each one (see
Appendix 5.A). These recommendations involve infrastructure and ITS investments by KDOT and
KTA on their owned and operated facilities. The costs and benefits for these improvementscan be
easily quantified and measured. For planning and advocacy purposes, specificlocations for
infrastructure improvements includingsignage, intelligent transportation systems (ITS)
deployment and capacity improvements are described in text, tables and mapsin thisreport.
Additionally, recommended solutions for specificsites alsoare provided in a geospatial database
thatallows KDOT and KTA staff to display and query recommendations. The geospatial database
canalso be applied toan online web-interfaceallowing the users,stakeholders and the publicto
view recommendationsin an interactivemap.

Thelast tworecommendations (explore creating parking improvementpartnershipsand examine
potential pro-parking polices for freight trucks) are not easily amenable toa traditional BCA.They
create multiple opportunities for a truck parking system that is likely to be safer, more efficient,
better funded and more clearly tied to measurable economic developmentimpacts.Moreover, they
do not require significantcapital and operating costs, at least for KDOT and the KTA. However,
these partnerships and polices have other implementation hurdles. These include, butare not
limited to, the need todevelop a policy consensus between state, county and local governments and
agencies as well as the freight industry and supporting services. Additionally, some tactics require
balancing potential incentives and their benefits with their economic and budgetary impacts,a
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comparison which is highly dependent upon conditions at the time potential implementation is
considered. Finally, thesestrategies primarily consist of what are essentially consensus-building
and advocacy activities, making it difficult to predict when and how such recommendations may be
delivered.

Finally, a note about recommendationsnot shown. This plan does not recommend state
construction of new, full-featured public truck parking facilities. Instead it recognizes the challenge
posed by the magnitude of the state’s parking needs combined with uncertainties surrounding
future needs (described in Chapter2) and transportation fundinglevels. The plan addresses this
challenge by addressing truck parking needs througha multi-layered approach emphasizing
optimizing the use of existing parking assets through targeted capacity improvements, better
sharing of parking availability information and partnerships with other public- and private-sector
entities toflexibly add capacity where neededin ways that don’t solely rely on state action or
funding.

Improve Parking Information and Sharing

One way to address the need for additional truck parking capacity is toimprove the parking
system’s distribution of demand and utilization of existing parking. Based on observations from the
truck parking inventory, there are anumber of parking areas that are overcapacity; however, there
are also a number of publicand private parkinglots that are underutilized. The location of some of
these truck parking areas may not be known to truckdrivers, especially ifthey infrequently travel
through the area. Evenifthe location is known, truck drivers donot know if there isa spot available
in advance of routing to or entering the lot. [fa space isnot available, truckdrivers have tospend
additional time looking for parking and, if they are at their maximum hours of service, may decide
to parkin informal or illegal locations. To address this issue, the plan recommendsa system of
staticand real-time dynamic information signs and parking monitoringtechnologies tohelp
improve the distribution of parking across multiples sites, thereby optimizingparking utilization.
Staticsignage would provide the location and distance of publicand private truck parking facilities.
Thisis considered the lowest hanging fruit due toits low capital and maintenance costs. Dynamic
information signs as part of a Truck Parking Information Management System (TPIMS) would
provide up-to-date information on publicand private truck parking location, distance and
availability to help drivers make informed decisions. This strategy has significantly higher capital
and operating costs; however, it is most effective at maximizing utilization of the existing truck
parking.

Post Parking Information via Static Signage

KDOT and KTA should consider deploying static truck parking signs around select urban areas and
alongthe non-interstate Primary FreightNetworkin order toalert drivers toavailable truck
parking. Ataminimum, these staticsigns would provide the location, direction and distance of the
nearestavailable publicand privatetruck parking facilities.Signs are recommended to be placed at
the edges of major state metropolitan areas (e.g., Kansas City and Wichita) and in or near large
cities on highways off the interstate system. As shown in Table 5.1, those cities include Dodge City,
Garden City and Liberal. Truck parking information should be aggregatedto exits or areas without
referencing specific private truck stops or businesses. This avoids the issue of appearing to favor
any specific private enterprise.

Static Sign Site Selection Criteria
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e Non-interstate Primary Freight Network with significanttruck parking supply,including
multiple parking facilities. Truck parking supply would include both publicand private
parking facilities.

Static Sign Placement Criteria

e Signsshouldbe placed twoto five miles in advance of truck parking facility. Preferably far

enough in advance to allow the driver time to make an informed decision (four milesis
recommended).

Next Steps
e KDOT and KTA to finalize site selection for static sign placement.

There are long stretches of the freight networkthatare rural in nature and donot meet the criteria
to sign a parking facility with static signage. Thisisdue tothe fact that the facility is the only
parking facility in the area along that route. Ifsigning these areas becomes a priority for the state,
then a staticsign is the most appropriate application. The most effective way tosign these stand-
alone facilities would be with a static sign stating that “Truck parkingis available in five miles. Next
truck parking facility 100 miles”.

Deploya Truck Parking Information Management System (TPIMS)

KDOT and KTA should consider deploying a truck parking information management system
(TPIMS) atkey locations along segments of the state’s freight network: 1-70,1-35,1-335 and [-135.
The system would be similar tothe TPIMS deployed along [-94 in Michigan which uses vehicle
detection and data collection technologies to monitor the availability of truck parking and provide
real-time information to commercial vehicle operatorsusing dynamicinformation signs. These
signs provide real-time information about the availability of parking spaces at specific exits with
publicrestareasand private truck stops (monitored sites).

In October 2015, Kansas and seven other participating states withinthe Mid America Association of
State Transportation Officials (MAASTO) region, including lowa, Indiana, Kentucky, Michigan,
Minnesota, Ohioand Wisconsin were notified that they were selected toreceive $25 million in
funding from the federal TIGER VII Grant program. The MAASTO TIGER VII Grantidentified an
initial TPIMS deployment in Kansas and the other seven states (see Appendix 3.B). This initial
deployment servesas a pilot project for the Kansas system. This pilot would allow the State of
Kansasto testand evaluate the TPIMS before deploying to other locations within the state. The
tiered recommendationsidentified in this section would be implemented after the initial pilot
deployment, testing and evaluation.

As shown below, traffic sensorsinstalled at the ingress and egress points of monitored sites
determine the number of available spaces. Closed circuittelevision (CCTV) camerasinstalled in the
lots monitor and verify the number of available spaces. Based on the Michigan experience, and
discussion with this study’s advisory panel, it was decided that the information should be as
specificas possible in terms of the location and number of spaces. However, truck parking
information should be aggregated to exits or areas without referencing specific privatetruck stops
or businesses. Thisavoids the issue of appearing to favor any specific private enterprise. The photo
below shows as an example one of the five truck parking signs deployed in Michigan along [-94.
This study recommends nine TPIMS deployments in Kansas along access controlled freeways.
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The general locations for these deployments are shown in Table 5.1 and Figure 5.4. The sites
where trucks are counted are listed in Appendix 5.A.

Figure 5.1 - Monitoring Equipment Figure 5.2 - Dynamic Real-Time Information Sign

Photos courtesy of the Michigan Department of Transportation

Although the initial deployment may be limited to dynamic real-time information signs, it should be
noted thatthis system can share information through other avenuesincluding smartphone
applications and traveler information websites. The information could be disseminated within the
KanDrive/511 website with a page specifically for commercial motor vehicle carriers. Dispatchers
can use thisinformation toinform their drivers of parking availability in the monitored corridors.
TPIMS allows flexibility tointegrate new applications in the future. KDOT and KTA may consider
sharing the information with third-party application developers,develop something in-house or
partner with developers. The advisory panel noted that most trucking companies require their
driverstolock their smart phonesin the glove box while driving. However, others noted thatthese
applications could be integrated within electronic systems in the cab. In either case, toensure safe
operations, applications should be Federal Motor Carrier Safety Administration (FMCSA) “one-
touch” compliant by relying on hands-free voice interactive commands.
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Figure 5.3 - Truck Parking Information through Mobile Applications and Websites

TPIMS information can be disseminated through smart phone applications and travel information websites.

TPIMS Monitoring Site Selection Criteria

e Mustbe on aninterstate facility and other major highways intersecting the Primary Freight
Network.

e Includes multiple truck parking areas (publicand private) within a 30 minute span of one
another along the freight network.

o Offers atleast 30 truck parking spaces (for a private facility) or be at the same exitasa
qualifying truck parking facility.

TPIMS Sign Placement Criteria

e Signsshould be placed twoto five miles before first exit or restarea, preferably far enough
in advance toallow the driver time to make an informed routing decision (four milesis
recommended).

Next Steps

e Develop a Systems Engineering Management Plan (SEMP), Needs Assessment/Conceptof
Operations (ConOps) and Requirements and Verification Plan to support the development
of system requirements. Potential high-levelfunction requirements are provided on the
following page. Aspartof the SEMP, KDOT and KTA should determine central software
needsand costs. These costs are highly variable and were notincluded in the project
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development costs because they are dependenton systems in place and final user
requirements which have notyetbeen identified.

Finalize site selection for monitored sites and dynamicinformation sign placement. Site
selection should include discussion with private truck parking facility ownersand
operators. A preliminary list of recommended sites for each group isincluded in Appendix
5.A

Determine responsibility for monitoring sites. KDOT and KTA could monitor all sites
internally, procure a private vendor(s) or develop agreements with private sites to self-
report.

Develop agreements for deployment of monitoring equipmenton private sites. This would
include ability tobuild on private property, cost sharing, access for maintenance, ability to
monitor and how the information is shared. Future accommodations could be made to
facilitate linkages for sharing truck parking information with other state DOTs or private
third party developers.

Determine type of communications tosites (cellular or fiber network). Note, the cost
estimates for this study assume cellular to maintain consistency with MAASTO TIGER Grant
analysis and assumptions. However, becausethe state of Kansas has arobust fiber network
it may make more sense for the state to use a fiber or mixed fiber/cellularnetwork.

Potential High-Level Functional Requirements and Assumptions

1.

The number of available truck parking spaces at monitored sites would be determined by
counting entering and exiting vehicles.

Traffic sensors would be installed at the ingress and egress points at publicand privatetruck
parking areastodetermine the number ofavailable spaces.

Parking availability information at private truck stops may be collected, processed and
transmitted tothe KDOT/KTA central systemby a private parking information service
provider.

CCTV cameras would be used to monitor and verify truck parking availability as well as
common overflow areas.

Each deployed site would include alocal communications and data server to process and
communicate dataand video.

Communications would be establishedbetween the local communications servers and the
KDOT/KTA central system.

Parking availability data and video from the deployed site would be transmitted over the
KDOT communications networktothe KDOT/KTA central system.

The KDOT/KTA central system would transmit parkinginformation at monitoredsites.

The number of spaces maybe signed per exit or rest area.
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10.

11.

12.

13.

14.

Parking availability data would be displayed on dynamicreal-time truck parking information
signsupstream ofthe deployed sites giving drivers time to make an informed decision about
parking.

Parking availability data would be collected, processed, displayed, and updated at intervals of
no more than every five minutes.

Parking availability data may be provided on the KanDrive /511 website or other web
platformsat the state’s discretion.

The system may be operated by KDOT or its operations contractor from the KDOT/KTA
central system. Parking count resets would be completed on a daily basis for each monitored
parkingarea.

KDOT and KTA may develop agreements with private parking facility owners and operators
for selected TPIMS deployment sites. Ataminimum, these agreements would address cost
sharingand/or provisions for the installation and maintenance of monitoring equipment and
otherrelated ITS and infrastructure improvements as well ashow the information is
disseminated and shared.

Improve Parking Information and Sharing Summary

Table 5.1 and Figure 5.4 shows the route, general location, number of sites, number of existing
publicand private truck parking spaces, number of total truck parking spaces, number of new truck
parking signs and sign type. The group number listed in the first column of Table 5.1 matchesthe
numbers shown on Figure 5.4. A detailed summary of specific sites and associated improvements
is provided in Appendix 5.A. The recommendationsin thistable are not prioritized. The
prioritization and phasing of these improvements are discussedin the next section.
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Table 5.1 - Parking Information and Sharing Summary (Qualifying Locations, Not Prioritized)

_ I_nitial Annual Ogll\l/ln(lll::ts ] # of Total # # of Sign
Group | Route Location Capital Cost | O&M Cost through Public | Private of Signs Type
(2017%) (2017%) 2037 Spaces | Spaces | Spaces
1 [-70 | Colby/Oakley $1,756,800 $79,056 | $1,176,154 8 40 415 455 4 Dynamic
2 I-70 | WaKeeney $ 698,400 $31,428 $467,569 3 20 70 90 2 Dynamic
3 [-70 | Salina $1,936,800 $87,156 | $1,296,661 9 30 330 360 4 Dynamic
4 [-70 | Junction City $878,400 $39,528 $588,077 4 25 80 105 2 Dynamic
5 [-70 | Paxico $698,400 $31,428 $467,569 3 30 48 78 2 Dynamic
6 [-70 | Topeka/Lawrence $878,400 $39,528 $588,077 4 260 0 260 2 Dynamic
7 [-35 | BetoJunction $878,400 $39,528 $588,077 4 27 195 222 2 Dynamic
8 [-35 | Emporia $676,800| $30,456 $453,108 | 2 20 90 110 4 Dynamic
9 [-135 | Newton $1,036,800 | $46,656 $694,123 | 4 20 160 180 4 Dynamic
10 US 50 | Dodge City $43,200 $1,944 $28,922 2 0 133 133 3 Static
11 US 50 | Garden City $57,600 $2,592 $38,562 2 0 185 185 4 Static
12 US 54 | Liberal $57,600 $2,592 $38,562 4 17 45 62 4 Static
Total $9,597,600 | $431,892 | $6,425,462| 49 489 1751 2240 37

* Annual O&M costs are inflated at three percent per year from 2017 to 2037.
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Figure 5.4 - Parking Information and Sharing Summary
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Add or Improve Parking Assets

The need for adding parking capacity can be mitigated by improving existing truck public parking
assetsand encouraging improvements to private parkingareas through P3’s and other incentives.
Maximizing parking at existing public facilities is a cost-effective and efficient solution toadding
truck parking capacity. The advisory panel was clear that the state should not build and maintain
new parking facilities with amenities that would compete with privatetruck stop ownersand
operators. Moreover, Title 23, Section 111 of the United States Code (23 USC 111) contains a clause
that “the State will not permit automotive service stations or other commercial establishments for
serving motor vehicle users to be constructed or located on the rights-of-way of the Interstate System
and will not change the boundary of any ROW on the Interstate System to accommodate construction
of, or afford access to, an automotive service station or other commercial establishment.” Since this
does notapply to the Kansas Turnpike and its service areas, the KTA has chosen to have private
vendors operate commercial amenities and services.Incentivizing expansion of parking at private
facilities allows owners and operators to share the costs of construction and maintenance of truck
parking enabling them to focus investment on revenue generating improvements and increasing
economicactivity in the state. Statutory hurdles aside,businesses located at service interchanges
alonginterstate corridors, as well as the National Organization of Truck Stop Operators (NATSO),
are strongly opposed to commercial development atrest areas because ofthe loss of business and
revenue thatthey would likely incur at existing businesses along interstates. Absent a change in
these conditions, potential P3s should be carefully crafted toaddress theserestrictions and
concerns while expanding parking availability and amenities.

Expand Existing Truck Parking Lot Capacity

Thisrecommendation addresses the need toadd truck parking by maximizing the use of existing
publictruck parking facilities and rest areas. KDOT and KTA should consider evaluating existing
public parking facilities and rest areas for potential repurpose; expansion and/or reconfiguration of
pavement tosupportadditional truck parking. For the purposes of this study, a high-level
evaluation was performed for several rest areas throughoutthe state toidentify cost effective ways
to add truck parking. Based on this evaluation, it was determined that existing driveway loops at
picnicking areas could be repurposed toallow truck parking during the overnight hours. This
would involve a policy change by KDOT and KTA allowing trucks topark in these areas during
designated hours. It should be acknowledged that there are perceived safety and aestheticissues
with allowing trucks in publicrest areas reserved for passenger vehicles. However,based on visual
observation from the truck parking inventory during overnighthours, few passenger vehicles park
in publicrestareas while there isa high demand by trucks. Truckdrivers also tend to follow natural
sleeping patterns and generally prefer todrive during the day and rest during the night. Wherenew
capacityisadded at existing publicfacilities the new pavementis proposed tobe gravel due tothe
current funding challenges and in light of the uncertain future of truck parking in general.

Some states are evaluating whether it makes sense tomaintain publicrest areas and amenities
given the ability of the traveling publicto use in-vehicle global positioning systems (GPS)
technology and/or smart phone applications to plan their route. Givenaccess to this type of
information, the traveling public often choses to stop at private truck stops, convenience stores,
restaurants, etc.that are ableto provide more amenities and services thanare offered at publicrest
areas. Based on discussion with the advisory panel, itis clear thatin Kansas there isthe desire to
maintain parking at publicrestareas for both passenger vehicles and trucks with basicamenities
(restrooms, picnicareas, etc.) that donot compete with private truck stop owners and operators.
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Thisrecommendation balances the needs of passenger vehicles and trucks to maximize usage of
publicfacilities atall times of day. Therefore, the striping, signage, lighting and site circulation
needs to safely accommodate the safe flow and circulation of trucks and passenger vehiclesinto,
through and out of each site. Truck parking hours would need tobe signed and strictly enforced.
Thisrecommendation does not eliminate all car parking but rather utilizessome of the extra
pavementand up tohalfof the car parking spaces to create more truck parking when passenger
vehicle demand islow. Thisalso assumesthatthe existing pavementin the car parkingand loopsis
not reconstructed at the opening of truck parking in other areas but rather rebuilt as necessary at
the end of the pavement’slife. The pavementlife maybe shortened by the consistent presence of
trucks. There is the potential toimplementthis strategy at five rest area pairs along freight
corridorsin Kansas. The locations are shown in Table 5.2 and the ‘key’ matches those shown in
Figure 5.5. KDOT may want to consider performing a field survey of publicrest area overnight
parking for passenger vehicles prior to deploying this strategyto make sure remaining passenger
vehicle parking is adequate.

Some limited additional truck parking could be added ata U.S. 54 rural rest area in Bloom, Kansas
where thereis currently green space. Thisrest area was chosen because of its ability to easily
accommodate trucks. Because of its remote nature, there are few publicor private truck parking
facilities in the area. This site was also fully utilized during the truck parkinginventory.

Criteria

e Fullyand over utilized publicrest areas on the Primary and Secondary Freight Network
were evaluated todetermine ifthere was an inexpensive way toadd additional truck
parking spaces.

Next Steps:
e Review policiesand regulations for publicrestareas.
e Furtherevaluate parkingdemandatrecommended publicrestareas.

LCV/0SOW Parking

Based upon input from the advisory panel, and high-level engineering analysis, it was not found to
be cost effective or practical toindependentlystripe or designate oversize /overweight (0SOW) and
longer-combination vehicle (LCV) spaces. Additionally, as discussed in the previous chapter, this
may resultina decrease in overall truck parking spaces toaccommodate L.CVs/OSOWs. Therefore,
instead of providing specially designated LCV/OSOW spaces, the general increasein parking
capacity may make it easier to find parking for these trucks. However, because of the differences in
state policiesand regulations regarding LCVs and OSOWs, KDOT and KTA should consider
continuing toprovide LCV/OSOW parking at the state borders allowing a safe place tobreakdown
the trucks and proceed on the route as truckersleave the state. Thisis especiallyneeded nearthe
Missouriborder since the state of Missouri does not allow LCV’s on their system.

Weigh Station Parking

Adding additional truck parking capacity at weigh stations was considered. However,the advisory
panel noted that most truck drivers will not parkat weigh stations due to the potential of
inspection. Parking at weigh stations without the potential for being inspected upon arrival or
departure of the weigh station was discussed. However,the KHP noted that they are legally bound
to ticket violations.
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Use Excess ROW for New Parking

Areas of excess ROW near service areas (including abandoned service areas) or publicrestareas
throughoutthe state in areas of high parking demand were evaluated toidentify potential for easy,
low-cost new truck parking to be added. To make this cost effective, the excess parcel had tohave
access to the highway and require little other workthan grading, placementof gravel and lighting
to open for parking. As part of the recommended implementation thisis proposed at one existing
service area with extraland and one abandoned service area shown in Table 5.2 and in Figure 5.5.
Excess ROW in other areas could be developed as part of a public-private partnership strategy (See
discussion of P3 opportunities on page 28).

Criteria:
e Areasof excess ROW at least 3 acresin size.
e Areasadjacenttoan existing truck parking facilities.

e Over utilized parking facility based upon truck parking inventory data collected.

Next Steps:
e KDOT and KTA to confirm the bestlocations for implementation of additional truck parking.

e KDOT and KTA to complete or procure engineeringdesign and final plans for recommended
truck parking areas.

Table 5.2 and in Figure 5.5 shows the route, location and a quickdescription ofthe work being
proposed as part of improve parking assets. Table 5.2 has a key field which corresponds tothe
numbers on Figure 5.5. This table does not indicate the priority ofany one improvement over
another. The prioritization and phasing will be discussed in later sections.
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Table 5.2 - Add or Improve Parking Assets Summary (Qualifying Locations, Not Prioritized)

Initial Annual Annual Current | Parking
ipti i Proposed Total
Key | Route Location Description of Capital O&M Cost 0&M Costs Parking | Spaces P
Work Cost Spaces
(20175) (20179%) through Spaces | Added
2037**
Change signing,
1 | 170 i‘rlézts"“ Rest | stripingforparking | $120,000 $5,400 $80,338 | 20 25 45
in loop and car area.
Change signing,
2 1-70 gfsgsah Rest | striping for parking | $120,000 $5,400 $80,338 | 20 15 35
in loop and car area.
Change signing and
3 | 170 i‘r’j:“ SEE o $120,000 |  $5,400 $80,338 | 16 18 34
parkinginloop area.
Change signing and
4 US81 | 81RestAreas | stripingtoallow $120,000 $5,400 $80,338 10 14 24
parkingin car area.
Abandoned Put asphalt over
5 1-470 | Topeka Service | concrete, open to $1,187,091 $53,419 $794,741 0 80 80
Area*** truck parking.
Homewood Change signing and
6 [-35 striping toallow $120,000 $5,400 $80,338 27 14 41
Rest Areas .o,
parkinginloop area.
Towanda Place gravel lotin 77
7 [-35 . area of water tower $412,500 $18,563 $276,163 27 50
Service Area .
atservice area.
Bloom Rest Place gravel lotin
8 US 54 Area green space for $225,000 $10,125 $150,634 15 20 35
parking.
9 | 170 | TopekaService | Placegravellotin $450,000 |  $20,250 $301,269 | 61 50 111
Area excess right-of-way.
TOTAL | $2,874,591 | $129,357 $1,924,499 196 286 482
*Costs for rest areas where improvements are similar were assumed to be the same at this early planning stage.
** Annual O&M costs are inflated at three percent per year from 2017 to 2037.
***The Abandoned Topeka Service Area would require milling and new asphalt in order to open for truck parking.
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Figure 5.5 - Add or Improve Parking Assets
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Benefit-Cost Analysis (BCA)

A BCAwas completed for the improving parking information and sharing, as well asadding or
improving parking assets. This BCA was performed at each deployed site, corridor or area based
upon its unique needs and requirements. These individual BCAs were aggregated by tier as
discussed in the phasing section of this chapter. The analysis followed the procedures set forth in
the TIGER Grant BCA Resource Guide.

Costs

Expenditure of deployment costs are assumed tobe in 2017. Beginningin 2018, KDOT and KTA
would begin toincur operating and maintenance cost each year depending upon the number of
signsand amount of parking added to the system. The total of all deploymentand O&M cost over
the 2017-2037is shown discounted at 3 percent.

Costs for implementation of specific strategies at specificlocations were developed for use in the
BCA. For the TPIMS implementation, average bid prices from the Michigan I-94 project wereused
to establish a base cost per sign and per monitored site. Of the initial capital cost, 4.5 percent was
assumed for establishing the cost to operate and maintain the TPIMS implementation. For the
capacity improvements,statewide average bid tabs were utilized for pavement unitcosts. Then the
lump sum costs (engineering, construction management, and mobilization) and contingency were
applied tothe unit prices. This allowed for a reasonable estimate of the initial capital costs needed
for these improvements.

Benefits

Calculated benefitsincludedtravel timesavings and environmental benefits. For example, the
travel time savings for each truckutilizing TPIMS is anticipated tobe 15 minutes. As discussed in
the in the environmental benefits section, this equates to 2 gallons of fuel saved per day. Attoday’s
prices (10/19/2015) the average gallon of diesel in Kansas is $2.24. Thisis a savings of $4.48 per
driver per day. This works out to an annual savings of over $930.00 per truckdriver. Additional
benefits would include improved travel time and reduced emissions.

Travel Time Benefit

Commercial Motor Vehicle (CMV) Travel Time Savings

Savings were calculated by estimating the amount of time that CMVs would no longer spend looking
for safe parkingifinformation on the number and location of parking spacesis made readily
available through the TPIMS. Based onresearch thatshows 83 percent of drivers spend more than
30 minutes looking for parking, a conservative estimate of 15 minutes of savings per applicable
parking space is used for TPIMS and 5 minutes of savings per applicable parking space for static
signing. The number of parking spaces over which TPIMS would be deployed at each location was
adjusted toaccount for a utilization rate below full capacity (80 percent utilization). The product of
travel time savings per parking space and the numberofadjusted parking spaces providesan
estimate ofthe travel time savings per day as follows:

Travel time saving per parking space X (# of parking spaces X utilization rate)
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The estimated travel time savings per day was appliedtothe number of days per year of assumed
heavyuse (208 days per year, this equates to 4 days per week) to yield an estimate for the number
of hours saved peryear. Thisresult was then applied tothe hourly value oftravel time savings for
truckdrivers (Truck driver average wage is $25.80 per the FHWA'’s TIGER Benefit-Cost Analysis
Resource Guide) to produce an estimate of the annual travel time saving for commercial motor
vehicles along the corridors where TPIMS is considered for deployment as follows:

saving

Savings per day X daysper year X hourly rate =

Thisresult represents the averageannualbenefit from reducedtravel time for CMVs thatare not
forced to search for spaces.

Environmental Benefits

The analysisassumesthatthe 15 minutes oftime saved equatesto 12 milesand at 6 miles per
gallon that 2 gallons of fuel are saved each day. This isused directly for TPIMS and capacity
improvementbutisdivided by 3 toequate it to 5 minutes of time saved for staticsigns. This fuel
saving was applied tothe number of parking spaces (adjusted for utilization, 80 percent) as follows:

Fuel savings per parking space X (# of parking spaces X utilizationrate) = gallons saved
Emissions per gallon of diesel fuel was estimated using the conversion factors obtained from the

Energy Information Administration (EIA) and the Environmental Protection Agency (EPA), and the
volume of each emission type was converted into metric tons, which appear in Table 5.3 below:

Table 5.3 - Emissions Conversion Factors

CO: 22.38 Ibs/gallon*

vVOC 0.447 grams/mile (@ 6 miles/gallon)**
NOx 8.61 grams/mile (@ 6 miles/gallon)**
PM 0.20 grams/mile (@ 6 miles/gallon)**

Conversion factor sources:
*http://www.eia.gov /tools /fags /faq.cfm?id=307&t=11
**http://www.epa.gov/otaq/consumer/420f08027.pdf

The estimated reduction in emissions per day was applied to the number of days per year of
assumed heavy use (208 days per year, this equates to4 days per week) to yield to estimated
reduction in emissions per year. Thisresult wasthen applied tothe monetary value of each
emission (FHWA’s TIGER BCA Resource Guide) to produce an estimate of the annual emissions
benefits for each type of emission for each infrastructureimprovement Table 5.4 shows the
monetary value per metric ton of each emission factor.
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Table 5.4 - Emissions Monetary Value to the Public per Metric Ton

CO: $43 Per metric ton

VOC $1,999 Per metric ton

NOx $7,877 Per metric ton

PM $360,383 Per metric ton
A metrictonis 22051bs.

Through these twomethodologies the benefit tothe publicin dollars was computed for comparison
with the cost estimate in the BCA. Prioritization based upon the BCA and other factorsis discussed
in the next section.

Prioritization

Improving parking information and sharing and adding or improving parking assets were
prioritized based on the BCA as well as other factors including geographiclocation, truck traffic
served, utilization of existing facilities in the area and constructability. After improvingparking
information and sharingand adding or improving parking assets were chosen as easy and
beneficial to carry forward, the individual improvements needed to be prioritized based upon the
BCA. Timelines for implementation of the tiered recommendation have not been determinedbut
implementation of each tier is expected tobe a two-year process including planning, construction
and testing. Table 5.5 shows the BCA and the rankof each individual site for improving parking
information and sharing and the same with Table 5.6 for improving parking assets.
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Table 5.5 - Improve Parking Information and Sharing BCA Results

Basic Information 3 percent NPV (2017$)

Location # of Sites Slfa(c)f:s ;g(:fs (];%I;(;f;t] (233?7;) Rank Tier
11 usS 50 Garden City 2 185 4 $1,203,263 $96,162 12.513 1 Tier 1
10 UsS 50 Dodge City 2 133 3 $865,049 $72,122 11.994 2 Tier 1
12 US54 Liberal 4 62 4 $403,256 $96,162 4.193 3 Tier 1
6 [-70 Topeka/Lawrence 4 260 2 $5,797,963 $1,466,477 3.954 4 Tier 1
1 [-70 Colby/Oakley 8 455 4 $10,146,436 $2,932,954 3.459 5 Tier 1
7 I-35 BetoJunction 4 222 2 $4,950,569 $1,466,477 3.376 6 Tier 1
9 [-135 Newton 4 180 4 $4,013,975 $1,730,923 2.319 7 Tier 2
3 I-70 Salina 9 360 4 $7,358,954 $3,233,461 2.276 8 Tier 2
8 1-35 Emporia 2 110 4 $2,452,985 | $1,129,908 2.171 9 Tier 2
2 I-70 WaKeeney 3 90 2 $2,006,987 | $1,165,969 1.721 10 Tier 3
4 1-70 Junction City 4 105 2 $2,341,485 | $1,466,477 1.597 11 Tier 3
5 I-70 Paxico 3 78 2 $1,739,389 | $1,165,969 1.492 12 Tier 3
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KTA/KDOT

Figure 5.6 - Improve Parking Information and Sharing Tiers
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Table 5.6 - Add or Improve Parking Assets BCA Results

Basic Information 3 percent NPV (2017$)
Key | Route Location Existing | Additional Cost
Spaces

1 [-70 | Ruleton Rest Areas 20 25 $557,496 $200,338 2.783 1 Tier 1
3 I-70 Russell Rest Areas 16 18 $401,397 $200,338 2.004 2 Tier 2
2 [-70 Ogallah Rest Areas 20 15 $334,498 $200,338 2670 3 Tier 3
7 | 1-35 X‘r"é‘;‘""“da Service 27 50 $1,114,993 $688,663 1.619 4 | Tier3
4 US81 | 81 RestAreas 10 14 $312,198 $200,338 1.558 5 Tier 3
5 | [gp | omomesiites: 27 14 $312,198 $200,338 1.558 5 | Tier3

Areas
9 [-70 | Topeka Service Area 61 50 $1,114,993 $751,269 1.484 7 Tier 3
8 US 54 | Bloom Rest Area 15 20 $445,997 $375,634 1.187 8 Tier 3
5 | 1.470 | AbandonedTopeka 0 80 $1,783,989 $1,981,832 0.900 9 | Tier3

Service Area

*Costs for rest areas where improvements are similar were assumed to be the same at this early planning stage.

**The Abandoned Topeka Service Area would require milling and new asphalt in order to open for truck parking.
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Figure 5.7 - Add or Improve Parking Assets Tiers
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Phasing

This study’s advisory panel recommended thatinfrastructure improvements should first be focused
on interstates followed by other highways on the Primary Freight Network. With thatguidancein
mind, this study divides recommendations into three tiers:

e Tier 1 improvementsare infrastructure investments which shouldbe considered first
because they involve freight corridors of significance and have a high benefit cost ratio.
When considering any improvement, either an Improve ParkingInformation and Sharing or
an Add or Improve Parking Assets improvement, the benefit cost ratiowas assumed tobe
above 2.5 to be included.

e Tier 2 improvements are infrastructure investments on freight corridors of significance
which have a good benefit cost ratio, typically somewhat lower than the thresholds set for
Tier 1.

e Tier 3 improvementsare infrastructure investments identifiedas a desired improvement
buthaving a benefit cost ratio below 2.0. Additionally,thistierincludesstatewide policy
recommendations for which a BCA is difficult to perform. This stems from the fact that, as
described earlier, these policies are form-, time- and result-dependent upon consultation
and advocacy efforts involving the state legislatureand other jurisdictions, governing
bodies and industry groups. These efforts, however, can be undertaken at any time chosen
by the state and its transportation agencies (althoughtheir potential longlead times suggest
thatthey be initiated sooner rather than later). Additionally, since these activities generally
align with the responsibilities of existing technical, communications and government
relations staff, the incremental cost is likely tobe small.

The following tables (Table 5.7 to Table 5.9) show each tier of projects for effectivenessin

improving parking information and sharing. These tablesshow the number of existing parking
spaces being signed by either dynamic or static signage.
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Table 5.7 - Improve Parking Information and Sharing, Tier 1 Projects

Initial

Annual

Group | Route Location ngistf I 0&M Pﬁl?lgc Pfi\?afte
2017%
11 US 50 | Garden City $57,600 $2,592 2 0 185 185 4 Static Tier 1
10 US 50 | Dodge City $43,200 $1,944 | 2 0 133 133 3 Static Tier 1
6 US 54 | Liberal $57,600 $2,592 4 17 45 62 4 Static Tier 1
12 1-70 | Topeka/Lawrence $878,400 | $39,528 4 260 0 260 2 Dynamic Tier 1
1 [-70 | Colby/Oakley $1,756,800 | $79,056 | 8 40 415 455 4 Dynamic Tier 1
7 [-35 | BetoJunction $878,400 | $39,528 4 27 195 222 2 Dynamic Tier 1

Table 5.8 - Improve Parking Information and Sharing, Tier 2 Projects

Initial # of # of # of
Group | Route Location Capital Cost Public | Private Sions Sign Type
(20179) &
9 [-135 | Newton $1,036,800 | $46,656 4 20 160 180 4 Dynamic Tier 2
3 [-70 | Salina $1,936,800 | $87,156 | 9 30 330 360 4 Dynamic Tier 2
8 [-35 | Emporia $676,800 | $30,456 20 90 110 4 Dynamic Tier 2

Table 5.9 - Improve Parking Information and Sharing, Tier 3 Projects

Initial Annual # of # of
Group | Route Location Capital Cost | O&M Cost Public | Private Sign Type
(20179%) (20179%) Spaces | Spaces
2 [-70 | WaKeeney $698,400 $31,428 3 20 70 90 2 Dynamic Tier 3
4 [-70 | Junction City $878,400 $39,528 4 25 80 105 2 Dynamic Tier 3
5 I-70 Paxico $698,400 $31,428 3 30 48 78 2 Dynamic Tier 3
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Table 5.10 below shows the aggregate results of Improve Parking Information and Sharing for
each tier as a composite. It shows the aggregate BCA for each Table of Improve Parking Information
and Sharing above (Table 5.7 to Table 5.9). This helps toshow the approximate cost of the

Improve Parking Information and Sharing by tier and compared to the benefits for each of those.

Table 5.10 - Improve Parking Information and Sharing, Tier Summary

Basic Information 3 percent NPV (2017$)
Location Benefit Cost
(20179%) (20179%)
Total 49 2240 37 $43,280,310 | $16,023,062 | 2.70
Tier 1* >2.5 24 1317 19 $23,366,536 | $6,130,354 | 3.81
Tier 2* 2<x<2.5 15 650 12 $13,825,913 | $6,094,293 | 2.27
Tier 3* <2 10 273 6 $6,087,862 | $3,798,415 | 1.60

*Based upon a 3 percent discount rate

The following tables (Table 5.11 to Table 5.13) show each tier of projects for add or improve
parking assets. These tables show the number of parking spaces each improvement expects toadd
to the facility based upon current high level estimates.
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Table 5.11 - Add or Improve Parking Assets, Tier 1 Projects

Initial | Annual | o .. . Parking | Proposed

Parking Total Tier
Spaces

Capital

Group | Route Location Description of Work

Change signing and striping to

o $120,000 | $5,400 20 25 45 Tier 1
allow parkingin loop and car area. |

1 ‘ [-70 ‘RuletonRestAreas

Table 5.12 - Add or Improve Parking Assets, Tier 2 Projects
Initial
Capital

Cost

(20179)

Change signing and striping to $120.000 | $5.400 16 18 34
allow parkinginloop area. ’ ’

Current | Parking | Proposed
Parking Tier
Spaces

Group | Route Location Description of Work

3 [-70 | Russell Rest Areas

Tier 2 ‘
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Table 5.13 - Add or Improve Parking Assets, Tier 3 Projects

Location

Description of Work

Initial
Capital

Cost
(20179)

Annual
0O&M Cost
(20179)

Spaces
Added

Current | Parking | Proposed

Total
Spaces

Tier

2 1-70 | Ogallah RestAreas | Changesigningstripingtoallow | ¢156000 | g5400 | 20 15 35 Tier 3
parkinginloop and car area.
” 1-35 Towanda Service Place gravellf)t in area of water $412,500 $18,563 27 50 77 Tier 3
Area tower at service area.
4 US81 | 81RestAreas Changesigningandstripingto | ¢150 009 | $5400 | 10 14 24 | Tier3
allow parkingin car area.
6 [-35 Homewood Rest Change signing and striping to $120,000 $5,400 27 14 41 Tier 3
Areas allow parkinginloop area.
9 1-70 Topeka Service Place gravel over existing . $450,000 $20,250 61 50 111 Tier 3
Area concrete; open to truck parking.
8 US54 | BloomRestArea | lacegravellotingreenspaceto | ¢yo5000 | $10125| 15 20 35 | Tier3
allow parking.
5 1-470 Abar_ldoned Topeka | Place asphalt over existing . $1,187,091 $53,419 0 30 30 Tier 3
Service Area concrete; open to truck parking.
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Table 5.14 below shows the aggregate results ofadding or improving parking assets for each tier
as acomposite. It shows the aggregate BCA for each Table of Add or Improve Parking Assets above
(Table 5.11 to Table 5.13). This helps toshow the approximate cost of this recommendation
compared to the benefits for each of those.

Table 5.14 - Add or Improve Parking Assets Tier Summary

Basic Information 3 percent NPV (2017$)
Location | Existing Additional Benefit | Cost |
Spaces Spaces (2017%) (2017%)

Total 196 286 $4,593,771 | $4,799,090 | 0.96
Tier 1* >2.5 20 25 $557,496 $200,338 | 2.78
Tier 2* | 2<x<2.5 16 18 $401,397 $200,338 | 2.00
Tier 3* <2 160 243 $3,634,877 | $4,398,413 | 0.83

*Based upon a 3 percent discountrate

As asummary of the total proposed signing and capacity improvementsTable 5.9 combines both
the signing and capacity infrastructure BCA to give a complete picture of each tier of improvements.
As seenthe Tier 1 up front capital costs and annual operations and maintenance for the first year
areless than $5 million. Each subsequenttier becomes less expensive tobuild butalsohasalower
BCAratio.

Table 5.15 - Tier Cost and BCA Summary

3 percent NPV (2017$)
Initial Capital Cost | Annual O & M Cost Benefit
2017%
Tier 1 $3,792,000 $170,640 | $23,924,032 $6,330,692 3.78
Tier 2 $3,770,400 $169,668 | $14,227,310 $6,294,631 2.26
Tier 3 $4,909,791 $220,941 | $9,722,739 $8,196,829 1.19
Total $12,472,191 $561,249 | $47,874,081 | $20,822,152 2.30

Explore Creating Parking Improvement Partnerships

Identify Intra-Agency Opportunities for Expanding Parking

There may be benefitto KDOT and KTA partnering with other Kansas state and local agencies,
governments and regional tourist organizations toidentify opportunities for building and
maintaining additional truck parking at or near tourist sites and information centers. Currently,
there are only two traveler information centers maintained by the state. As new facilities are
planned, opportunities for dedicated truck parking shouldbe taken into consideration during the
early planning stages of the project. The state should also actively partner with local tourism
departments. For example, ifanew local tourist information center is built or expanded near the
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Primary Freight Network, the state could develop cost-sharing agreements with cities, counties
and/or local tourism organizations for the construction and maintenance of the new shared parking
facilities that include accommodations for trucks.

Investigate Benefits of Potentially Creating Regional Truck Parking Policies

Partnerships with neighboring states on addressing the need for consistent freight truck policies
and regulations may create potential benefits for Kansas truckdriversand operations. The first step
in the processis to establish an active dialogue with neighboring states. This dialogue could be
informal or may take the form of a Regional Freight Coalition to develop corridor-specific truck
freightand truck parking policies and regulations toincrease truckrouting through Kansasand its
bordering states. Ata minimum, this could include Missouri and Colorado for [-70 and Missouri and
Oklahoma for I[-35. When looking at various primary and secondary freight corridors of
significance, combined with traveldistance and mandated drivers” hours of service, additional
states may also make sense, including Nebraska, [owa, Arkansas or others based on freight flows
intoand through Kansas.

A potential regional freightcoalition could work together toidentify new and revised truck policies
and regulations that, together, would improve truck parking availability, amenities and way-
finding. This could include collaborating regionally to disseminate truck parking information
through static signage and/or sharing TPIMS availability information through neighboring state
DOT traveler information system websites and /or future smartphone applications. The MAASTO
Regional Truck Parking Information Management System currently underway as a partnership
between Kansas and seven other statesis a prime example ofa regional, multi-state problem-
solving approach.

The regional coalition could also discuss the desire for regionally consistent freightpolicies and
regulations, such as for designated LCV and oversized/overweight vehicles. The advisory panel
noted that this inconsistency affects the transportation costs of shippers who may choose to route
heavierloads onlonger routes through other states and corridors. Itis possible that freight
movement within the region would benefitfrom a uniform policies and regulations.

Next Steps:
e Consider creatinga Regional Freight Coalition with surrounding states to:

0 Discussopportunities topartner or cooperate on the placement of truck parking signs
and dissemination of data across neighboring states.

0 Discussthe potential for harmonization of freight policies and regulations.

Secure Marketplace Guidance as to the Viability of Expanding Parking via P3s

Consideration should be given to seeking marketplace interest in —and capacity for - pursuing P3
opportunities todevelop additional truck parking. During the second advisory panel meeting, it
was noted the construction and maintenance of truck parking at private truck stops and
convenience stores can be a sunkcost thatis unrecoverable for the owner/operator who makes
money only on fuel, food and services. Additionally, due to concerns with liability, privateowners
and operators may be hesitant tobuild additional truck parking beyond what they would normally
provide. However, there may be an opportunity for the state to partner with the privateindustry to
shareland and resources tobuild and maintain additional parking. For example, ifthe state has
additional ROW near a private facility, it could provide this land for truck parking. The state could
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enter intoa cost-sharing agreementfor the construction and/or maintenance of these parking
areas. Another option is to offer tax or other incentives to enable truck stop owners and operators
to expand their truck parking capacity in a way that makes financial sense for their businesses.
Thisreduces or eliminates the sunk cost of parking from private industry and prevents the public
from owning more parking which they must maintain. The deployment of TPIMS at private
locations would require agreements with private truck stop and convenience store owners and
operators. Other P3 opportunitiesinclude sharinginformation from the TPIMS to disseminate real-
time information on parking availability through smartphone applications, publicand private
websites, and way-finding signage.

Criteria:
Potential P3 Opportunity Zones (see Figure 5.8) were identified using results of the truck parking
inventory. These zones are comprised of areas with:

e Nearurbanareaswhere thereisahigh demand for truck parking determined by parking
areas thatare at fully utilized or over utilized; and/or

e Nearareaswith ahigh amount ofillegal or informal parking.
The points highlighted withinthe P3 zones are areas of excess ROW. The criteria for those points
are:
o ExcessKDOT and KTA ROW (three or more acres);
e Landmustbeleveland ata point where access to the freeway is relatively easy to
accomplish.
Next Steps:

o KDOT and KTA explore options for reaching out to private truck stop and convenience store
owners and operators within the P3 opportunity zones to discuss needs and opportunities
for:

0 Convertingexcess KDOT and/or KTA ROW adjacent to private truckstopsand/or
convenience storesinto truck parking through P3.

0 Buyingvacantorunderutilized lots adjacent to private truck stops and convenience
stores to convertinto truck parking.

0 Negotiating cost-sharing agreements for construction and ongoing maintenance for
new or expanded truck parking.

0 Assigningliability. Concernsaboutliability and the cost ofinsuring parkinglots are
major barriers to the public construction of new truck parking on private sites.

0 Securinginsurance for work performed on private property. An exampleofthisis
construction of TPIMS parking monitoring equipment at private truck stops.

e KDOT and KTA should consider reviewing P3 enablinglegislation in other states toidentify
best practices that could be considered in Kansas toimplementPlan recommendations.

February 2016 Page 5-29



KTA/KDOT

Truck Parking, Chapter 5 - Implementation Strategies

Figure 5.8 - P3 Opportunity Zones
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Examine Potential Pro-Parking Policies for Freight Trucks

Consider Developing Pro-Freight Policies

Policy incentives as a means of expanding truck parking was not advanced as a preferred strategy because
their ability to reliably expand parking is highly dependent on many variables involving structure, timing and
promotion. Such incentives, however, comprise one of the traditional methods used by governments to
incentivize private-sector actions and investments in service of policy goals. When explored, their use has to
be looked atin the context of fully understanding what behaviors are needed, how corporations can best be
motivated to act as desired and what the impacts of the policies would be in light of a number of factors,
including budgetary needs, economic conditions and political support for the desired actions. Assessments
may be further affected by specific details of the policy changes, such as the absence or presence of policy
“sunsets” or date-certain termination of an incentive; magnitude of the change and its impact on other general
revenue obligations.

As aconsequence, it often makes sense to periodically discuss policy changes before and after infrastructure
improvements have been madein order to better understand what remains to be done, when it best should
be addressed and whether a public- or private-sector entity is better positioned to act.

This strategy requires balancing potential incentives and theirbenefits with their economicand
budgetary impacts,a comparison which is highly dependent upon conditions at the time potential
implementation is considered. Additionally, it requires balancing the needs for all freight modes
when considering implementing a new incentive package related to truck parking and operations in
order to be fair and equitable for other statewide freight needs. Some may find it counter-intuitive
to propose increasing parking demandwhen thereare parking shortages. However, finding and
building support for appropriate public- or private-sector truck parking facilities, investments and
policies require maintaining and strengthening a coalition for which those things are financial,
organizational and legislative priorities.

Look atDeveloping Integrated State and Local Parking Policies,and

Explore Opportunities for Coordinating Delivery Policies

These strategies were combined toaddress the need to develop state and local policies while
proactively coordinating with local governments and privateindustry toaddress tojust-in-time
deliveries and their impactson parking and staging. Based on analysis of truck parking utilization in
the state, experiences from neighboring states and input from the advisory panel, itis apparentthat
truck parking is often overcapacity near major metropolitanareas, especially near major
distribution centers and intermodal facilities. This demand can be attributed to requirements for
just-in-time deliveries where warehouse inventories are managed in tightlyscheduled deliveries.
Just-in-time delivery places demands on truck parking because drivers are only allowed in the
facilities within a specifictime period. Typically, drivers will get as close as possible to these
facilities and look for a parking staging area tomeet their specific pickup or delivery requirements.

Cities and counties have the ability toaddress the parking and other infrastructure requirements
through local regulations. However,in mostinstances, local parking regulations typically pertainto
longer-term employee or customer parking throughratios based on the type of development.
Warehouse and distribution centerstypically have low parking requirements becausethey typically
have fewer employees per square foot compared with other commercial development. Due tothe
nature of in just-in-time deliveries and demand for truck parking, there may be the need toaddress
temporary parking for truck staging within or near warehouse and distribution facilities. This can
become a local issue as truckerstryto find a place to park within communities near these facilities.
In some cases, local regulations prohibit truckmovements in certain areas. The effect of these
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requirements is to force trucks to parkon the fringes of these communities on ramps or frontage
roads posing a safety issue.

Truck parking needs should be carefully considered aslocal communitiesand KDOT review traffic
impact studies. Local communities should consider requirements for additional truck parkingand
staging as part of the plan review for new distribution facilities and major commercial centers.
Increasesin truck parking at distribution /light industrial facilities may necessitateincreased safety
and security measures and enforcement. Because thisisalocal land use issue, there islittle the
state can do directly toimplement this strategy. However, the State can work with local
communities that have expressed interestin addressingthe truck parking problemand provide
technical expertise and bestpractice examples from other communities around the country.

To address thisissue, a freight truck parking working group could be created to assist city and
county governments in building or expanding freight truck parkingassets on or near the Kansas
Statewide Freight Network. The working group would be comprised of selected representatives
that could include, but not be limited to, organizations such as: KTA; Kansas Transportation,
Commerce and Revenue Departments; local governments; distribution/warehousing and truck
transportation companies; independent owner operators as well as fleet drivers; convenience and
petroleum retailers; and such other key service, transportation,community and other stakeholders
who may be significantly affected by current and future freight truck parkingissues. The working
group would collaborate to create model ordinances for promoting secure parking at new and
existing industrial/warehouse developments. Additionally the working group could draft state
legislation that would empower local government land banks to more easily aggregate blighted
land for added urban truck parking and new state and/or federal loan program(s) to help local
governments build secure parking areas. Additionally, Kansas may want to consider requiring such
parking practices when state transportation funding or assistance is provided toadvance public or
private development.

Keeping Momentum Going

Form Freight Truck Parking Implementation Committee

The function of the committee would coordinate implementation efforts. There are multiple ways
to realize the recommendations and literally hundreds of details that require addressing. The
implementation of the truck parking recommendations may involve an active partnershipbetween
KDOT, KTA, other state agencies, local city and county governments, neighboring states, the
trucking community and private industry.Most of these parties are represented by the advisory
panel which could form the initial committee. However, given the nature of the recommendations, it
may be necessary to include additional representation from local and county governments.
Implementation subcommittees should be formed toaddress specific plan needs. Specific
recommendations could be addressed in more detail with individual work groups.

e Parking Information Sharing Subcommittee

= TPIMS deployment working group

» Parkinginformation management working group
e Parking Assets Subcommittee

» Parkingasset managementworking group
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e Parking Improvement Parinerships Subcommittee
= Freight truck parking policy working group
= Truck parking P3 working group

e  Parking Policy Subcommittee
»  Local truck parking policy working group

Funding Opportunities
Federal Funding
MAP-21

The Moving Ahead for Progressin the 21st Centurylaw (MAP-21) established eligibility for truck
parking funding toaddress truck parking under Jason's Law. The activities previously eligible for
fundingunder SAFETEA-LU programs becameeligible for funds under the National Highway
Performance Program (NHPP), the Surface Transportation Program (STP), the Highway Safety
Improvement Program (HSIP) and the freight and goods movement component of the Fixing
America’s Surface Transportation Act. This provides increased opportunityand flexibility to fund
truck parking projects.

Projectseligible toreceive funding include:

e Construction of rest areas with truck parking.

e Construction of truck parking areas adjacent to commercial truck stops and travel plazas.
e  Opening existing facilities to truck parking.

e Promoting availability of publicly or privately provided truck parking on the NHS.

e Construction of turnouts along the NHS for commercial motor vehicles.

e Making capital improvements to public truck parking facilities closed on aseasonal basis to allow
those facilities to remain open all year.

e Improving the geometric design of interchanges on the NHS to improve access to truck parking
facilities.
ITS-based truck parking projects are being considered for inclusion in the Smart Roadside Initiative
(SRI) project sponsored by FHWA and FMCSA. The goal of the program is “to investigate and
identify successful deploymentsoftruck-related roadside technologies; reviewrelevantresearch;
develop a concept of operations of a national system; develop a prototype based on an assessment

of stakeholder/user needs,goals, expectations, operational environment, and processes; and to test
the prototype.” The SRI prototype is currently in the system design phase.

FAST Act Funding Increases

Many of these provisions were continued under the Fixing America’s Surface Transportation
(FAST) Act signed intolaw Dec. 4,2015. The FAST Actreauthorizes the federal highway and public
transportation programs for fiscal years (FY) 2016-2020 and stabilizes the Highway Trust Fund
(HTF) during that period. As aresult, increased funding will come into highway program funding.
The legislation includes $225.2 billion from the HTF for highway investment, a $20.2 billion
increase over five years compared tomaintaining FY 2015 funding. About halfofthe increase, or
$10.7 billion, will support two new proposed initiatives—a National Freight Programand a
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program of Nationally SignificantFreight and Highway Projects. The remainderwill provide small
annual increasesin core highway program funding

This may have an impact on Kansas and the projects and initiatives it undertakes over the next half
decade. Ofthe $225.2 billion total, $207.4 billion will be apportionedamong the states by formula
for use on highway and bridge improvements authorized by the main highway programs such as
the National Highway Performance Programand the new Surface Transportation Block Grant
Program. The FAST Act will provide every state a 5.1 percentincrease in formula fundsin FY 2016.
This will be followed by annual increases ranging from 2.1 percentin FY 2017 to 2.4 percentin FY
2020 to offset the effect of projected inflation over that span of time. In effect, this means that
highway investmentwill jump 5.1 percentin FY 2016 and then slow torates of growth between 2.1
percentand 2.4 percent for the remainder of the bill. Italsoincludes a provision that will
automatically increaseauthorized highwayand publictransportation investmentif Congress were
to passa subsequentlaw adding additional revenues tothe HTF.

FAST Act Changes that May Benefit Truck Parking

The FAST Act retains the highway programstructure enacted in MAP 21 with some changes
potentially pertinent to truck parking:

e Surface Transportation Program (STP)is expanded into a “Surface Transportation Block
Grant Program (STBGP)” based on the thought that most of the benefits of STP fundsaccrue
locally and that decisions about how such funds are obligated should be determined by
state and local governments, which can best respond to unique local circumstances and
implement the most efficient solutions. Dependingupon U.S. DOT guidance, funding under
this program may be available for truck parking-related projects. The STBGP block grant
program will receive the same 29.3 percent of formula funds as did the STP program under
MAP-21.

e Congestion Mitigation & Air Quality (CMAQ) Program is a long-standing program focuses
on reducing highway traffic congestion and improvingair quality witha particular focus on
states and areas that donot meet current air qualitystandards. The FAST Actenables
CMAQ funds tonow be used for attainment efforts and to maintain standards in an
attainmentarea.

o The FAST Act creates anew initiative - the National Freight Program - which transforms
the National Freight Policy provisions of MAP-21 intoa new program that funds freight-
related highway improvements designed toimprove highway freight transportation on
state and federal freight networks. Additionally, states will be able to obligate up to 10
percent of their freight program funds for improvements to freight rail or ports, which may
be useful in funding parking-related projectsconnected with thesemodal facilities.

o Dependingupon federal guidance, it may alsobe possible tolook to fund truck parking-
related projects through the Nationally SignificantFreight and Highway Projects Program
established under FAST. This program will provide an average of $900 million per year in
grants of atleast $25 million for highway, bridge, rail-grade crossing, intermodaland
freightrail projects costing more than $100 million that improve movement of both freight
and people, increase competitiveness, reduce bottlenecks, and improve intermodal
connectivity. Projects will be awarded competitively by the Secretary of Transportation
based on criterialisted in the bill. Atleast25 percentofthe funds mustbe spentinrural
areas, and the federal share of project costs will be 60 percent. While the program allows
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HTF resources to be diverted to freight rail projects, it willimpose a $500 million limitation
on the total amount that can be awarded over the next five years to freight and intermodal
projects. Italsoreserves 10 percent ofthe annual grant awards for projects that donot
meet the program’s cost threshold.

Transportation Investment Generating Economic Recovery (TIGER)

The TIGER Grant program provides a unique opportunity for state DOT’s to investin road, rail,
transitand port projects that achieve national objectives. In October 2015, Kansas and seven other
participating states within the Mid America Association of State Transportation Officials (MAASTO)
region, including lowa, Indiana, Kentucky, Michigan, Minnesota, Ohio and Wisconsin were notified
thatthey were selected toreceive $25 million in funding from the federal TIGER VII Grant program.
The MAASTO TIGER VII Grant identified an initial TPIMS deployment in Kansas and the other seven
states. Thisinitial deployment servesasa pilot project for the Kansas system. This pilot would
allow the State of Kansas to test and evaluate the TPIMS before deploying to other locations within
the state. The tiered recommendationsidentified in this section would be implemented after the
initial pilot deployment, testing and evaluation.

Local Funding
Benefit Districts

Benefit districts are a financing tool that allows cities toissue general obligation bonds for
construction of publicimprovements and assess the cost to properties that benefit. The bonds are
then retired through payment of special assessments by these benefiting property owners.
Typically, benefit districts are used tobuild roads, sewers and other infrastructure improvements.
However, ifa city choses, a benefit district could be used tobuild and maintaintruck parking
facilities tosupport the development of new warehouse and distribution centers.

Impact Fees

Animpactfeeis a charge on new development to pay for the construction or expansion of capital
improvements that are necessitated by and benefit the new development. Local governments have
the ability tolevy impact fees for new warehouse and distribution centers that can be used to pay
for truck parking.

Performance Measures

Jason’s Law requires the developmentof metrics to measure the adequacy of truck parking. In the
state of Kansas, this study took the first step with the inventory and assessment of existing parking
conditions and utilization. The next step is to implementthe recommendations and to periodically
assess their effectiveness in achieving the needs identified by the advisory group.

In Michigan, the first state to deploy TPIMS, the MDOT has contracted with the University of
Michigan Transportation Institute (UMTRI) to evaluate the effectiveness of the TPIMS
improvements in terms of reliability, effectiveness, humandecision factors, and safety. UMTRI’s
evaluation occurred in 2015 during two 6-monthintervals and included a visual assessment of the
deployed parking sites, and the equipment as well as trucker surveys. The results ofthe
assessment will be availableearly 2016. KDOT and KTA could use this assessment as a guide for
accurately measuring the effectiveness of the Kansas TPIMS deployment once the results are
available. This will provide empiricaldata tobetter quantify the benefits and performance of
parking utilization, safety/security and other statewide costs and benefits of TPIMS.
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The following are performance measures that could be considered. This listincludes considerations
identified during this study and bestpracticesin the industry:
e Parking Utilization
a. Are truck parking facilities effectively utilized? s there better parking utilization and distribution
on the system? Are drivers utilizing the TPIMS to inform their parking decisions?
b. Driver perceived parking shortages and challenges.

e Safety and Security
a. Based on driver experience, are truck parking facilities more safe and secure?
b. Reduction in illegal or informal parking.
¢ Reduction in fatigue-related crashes.

d. Reduction in the reported hours of service violations.

e Benefits and Costs
a. Reduction in the average time looking for parking.

b. Do theimprovements meet or exceed the projected BCAratio identified in the study?

These measures may be evaluated through a two-step process:

¢ Conduct Statewide parking inventory every 3 to 5 years to understand utilization, illegal
and informal parking and the changing and adapting parking needs.

e Coordination with the KHP on documenting and trackingillegaland informal parking,
fatigue-related crashesand reported hours of service violations.

e Conducta Statewide truck parking survey every 3to5 years. Ata minimum, this survey
would address metrics needed to evaluatethe BCA.

Conclusion

Given the exponential growth of freight truck traffic, coupled with constrained federaland state
funding, Kansas may notbe able to build its way out of all truck parking needs. Therefore, this plan
does notrecommend the construction of new publictruck parking facilities. Rather, the plan
addresses truck parking needs through a multi-layered approach thatincludes betterutilization of
existing truck parking facilities, dissemination of real-time parking availability, added capacity
through improvements to existing public parking facilities,and through public-private
partnerships.These solutions include infrastructureimprovements such as signage and additional
parking, availability information systems (e.g., TPIMS), as well as local and statewide policies to
addresstruckparkingissuesand needs identified throughthe planning process.
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