II.C TRANSPORTATION

C.

TRANSPORTATION

1.

INTRODUCTION

The circulation system of San Joaquin encompasses the full range of transportation facilities. Three
transcontinental railroads, two intercity bus lines, five public transit operators, many specialized
transportation systems, over 100 regularly scheduled contract truck lines, a major deep water port, a
metropolitan airport, and other public access airports provide transportation services to San Joaquin
County. With practically all modes of transportation available and a road network which includes two
of California's major north-south routes, Interstate 5 and State Route 99, this area is a major
transportation center.
However, several deficiencies currently exist in the transportation system, and major improvements are
needed to accommodate growth. Without these, economic growth in the County will be inhibited.
These problems concern the capacities of street and highway facilities, retention of essential air
passenger service to Stockton Metropolitan Airport, and improvements in access to the port facilities in
order to handle the rapid growth occurring at the port. Some of the major State highways through
portions of the County are already at capacity. Growth in the next 20 years is projected to overload
many more, as well as local streets. This Chapter describes the County's existing transportation
services, highlights some of these deficiencies, and describes needed improvements.
The San Joaquin County Council of Governments (COG) is responsible for preparing a Regional
Transportation Plan and updating the plan every two years. The Plan addresses each of the modes of
travel used in the County to carry people and goods. Because the COG's process for preparing the
Plan is similar to the County's process for developing the General Plan (i.e., it is continuous,
comprehensive, and coordinated), many of the findings, policies, and actions contained in the COG's
1988 Regional Transportation Plan are appropriately echoed in the County's General Plan. Likewise,
much of the text presented here is adapted from the COG's 1988 Update of the Regional
Transportation Plan.

2.

ROADWAYS

Key Concepts. It is useful to have an understanding of some key concepts that are frequently used to
describe roadways and their travel characteristics.
Functional Classification. Roads can be classified and defined a number of different ways, but the
most commonly used approach is to characterize them by their function, that is, how they are used.
•

Freeways - Operated and maintained by the Department of Transportation (Caltrans), these
facilities are designed as high-volume, high-speed facilities for intercity and regional traffic.
Access to these facilities is limited.

•

Expressways - These facilities are high-speed roadways for inter community travel. They
generally have 4-6 lanes, and access and intersections are usually controlled. Expressways
typically carry traffic between important centers of activity or employment.
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•

Arterials - These facilities, including Major and Minor Arterials, are the principal network for
through-traffic within a community and often between communities Carrying 25,000-45,000
trips per day, arterials provide access routes to shopping areas, places of employment,
recreational areas, and other places of assembly. Minor arterials include four lanes; major
arterials, 4-6.

•

Collectors - Two-lane facilities, Collectors function as the main interior streets within
neighborhoods and business areas. They are designed to carry under 10,000 vehicles per
day and serve to connect these areas with the higher classification roadways.

•

Local - These facilities are two-lane streets that provide local access and service. They
include residential, commercial, industrial, and rural roads.

Levels of Service. To evaluate the operational characteristics of a roadway, a simple grading system
is used that compares the traffic volume carried by a road with the capacity of that road. The ratio of
the volume to the capacity (volume/capacity) is an indicator of traffic conditions, speeds, and driver
maneuverability.
•

Level of Service A - conditions of free flow; speed is controlled by driver's desires, speed
limits, or physical roadway conditions. Volume/capacity ratio = 0 to 0.34.

•

Level of Service B - conditions of stable flow; operating speeds beginning to be restricted; little
or no restrictions on maneuverability from other vehicles. Volume/capacity ratio = 0.35 to
0.50.

•

Level of Service C - conditions of stable flow; speeds and maneuverability more closely
restricted; occasional backups behind left turning vehicles at intersections. Volume/capacity
ratio = 0.51 to 0.74.

•

Level of Service D - conditions approach unstable flow; tolerable speeds can be maintained
but temporary restrictions may cause extensive delays; little freedom to maneuver; comfort
and convenience low; at intersection, some motorists, especially those making left turns, may
wait through one or more signal changes. Volume/capacity ratio = 0.75 to 0.89.

•

Level of Service E - conditions approach capacity; unstable flow with stoppages of momentary
duration; maneuverability severely limited. Volume/capacity ratio = 0.90 to 0.99.

•

Level of Service F - forced flow conditions; stoppages for long periods; low operating speeds.
Volume/capacity ratio = 1.00 or greater.
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Because the heaviest travel occurs during the peak periods, when people are going to and coming
from work, the volume/capacity ratio is often reported for these periods at critical intersections.
However, where the data is not available for intersections or for peak periods, average daily traffic
figures are used for a road segment and standards defined by the Transportation Research Board or
the State are used for the capacity.
Integrated Road System. The road system must be carefully and consciously coordinated with the
land use and development pattern in the County. The fundamental objective of a road system is to
provide access and mobility. If roads are not planned near areas of development, the road system will
fail to provide adequate access. If roads are not planned with sufficient capacity to serve development,
the road system will fail to provide adequate mobility since drivers would experience long delays on the
roads and restricted movement.
At the same time, proposals for land development must recognize their implications for the road
network. Development of a major employment facility such as a shopping center or industrial park
should not locate on local and collector streets. The traffic generated by the development would
overtax the facility, leading to congestion, disruption of local circulation, and faster deterioration of the
road pavement. A more common occurrence is that an entire area may be opened for development
with existing roads that are inadequate to carry the projected traffic. In these instances, both the
County and the private sector have obligations to ensure that the development is served at an
appropriate level of service.
While land developers should recognize the traffic-carrying capacity of the roads which will provide
access to their projects, they must also be aware of the type of traffic it is intended to carry. For
example, developers of a shopping facility located on a major arterial should recognize that the
function of the road is to provide high-volume through movement. Proposals to cut the curb for a
number of driveways to the shopping center would severely frustrate such through movements.
Finally, not only do roads need to be properly located and sized to adequately serve the land use
pattern, they must also be maintained. Constant use, coupled with occasional heavy truck traffic, will
gradually deteriorate the roadbed. Given that the road network is such a large capital investment, it is
desirable to prolong its useful economic life as long as possible. The COG completed a Deferred
Maintenance Study in April 1984 which revealed that the cities and the County were not keeping up
with road maintenance. Local agencies tended to undertake routine maintenance (such as filling pot
holes, cracks, etc.) rather that cyclical maintenance (such as seals, overlays, etc.). In addition, where
restoration of the road was called for, local agencies were trying to make do with the less capital
intensive cyclical maintenance. Most agencies relied on gas tax funds, which as a source provides
insufficient monies. Proper maintenance is an essential component of any program to extend the
longevity and use of the road system.
Road Network San Joaquin County is served by an extensive road network. It includes three
Interstate Routes (I-5, I-205, and I-580), eight State Routes (4, 12, 26, 33, 88, 99, 120, and 132), as
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well as local thoroughfares (see Figure II.C-1). These roadways provide access to the surrounding
counties (including the job centers and product markets of the San Francisco Bay Area and the
Sacramento region) and to local destinations such as employment areas, shopping centers,
cultural/civic facilities, recreational opportunities, and residential communities. Over the past ten years,
traffic on the County's local roads has typically been about 20% greater than on the State highways. In
1977, about 330,000 average daily trips occurred on local roads and about 270,000 on State
highways. However, this picture has changed over the past two years. Traffic volumes on the State
highways surpassed those on local roads for the first time in 1986. As San Joaquin County emerges
as an "extended suburb" for the San Francisco Bay Area and as industrial construction increases,
considerably more travel is expected on the State highways and interstates.
Below is a brief description of each of the major roads serving the County.
Freeways and State Routes. The heaviest travel volumes are found on the Interstates and State
Routes that traverse the County. These facilities provide for inter- and intra-regional travel. Travel
characteristics (average daily traffic, service level as measured by volume-to-capacity ratios, and
accident ratings) are presented for these roads in Table II.C-1.
Interstate 5. This is the major north/south facility serving the County. With six lanes along most of its
length, this freeway carried an annual average daily traffic volume in the mid-70,000s in 1988 at its
heaviest location. Volumes on I-5 have increased 25% between 1985 and 1987. Approximately 16
interchanges, not all of them with access in all directions, are found along the 35-mile stretch of I-5
within the County. Except for the urbanized portion around Stockton, trucks account for a substantial
portion (greater than 15%) of the traffic; within Stockton, the percentage is less than 10%. The annual
average daily volumes are well within the capacity of the freeway, except between I-205 and SR 120
where 1987 volumes of over 60,000 resulted in levels of service "D." The stretch through Stockton
from Roth Road to Benjamin Holt Drive experiences accident rates greater than those found on
comparable roads elsewhere in the State.
Interstate 205. This four-lane, east/west freeway connects Alameda County and the Tri-Valley area
with I-5. Five interchanges exist along the thirteen miles of I-205 in the County. Traffic volumes
reached about 42,000 average daily trips in 1987, of which 16-20% were by trucks. This volume of
traffic is nearly double the volume five years previously. The volumes near the Alameda County
border were at about the designed capacity of the road. The COG's 1987 I-205 Capacity Study Report
noted that the western half of the road has reached or exceeds threshold levels for minimum operating
speed, peak hour v/c ratio, and fatality and injury accident rates. In recognition of these conditions, the
Report proposed an eight-lane facility.
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TABLE II.C-1
TRAVEL CHARACTERISTICS OF FREEWAYS AND HIGHWAYS IN SAN JOAQUIN COUNTY

No. of
Lanes

1987
Annual Avg.
Daily Traffic
(000)

Volume to
Capacity

Contra Costa Co./Whiskey Slough Rd.

2

4.1

.23

Greater

Whiskey Slough Rd./Daggett Rd.

2

5.6

.41

Greater

Daggett Rd./.4 miles east of San
Joaquin River

2

6.3

.40

Less

.4 miles east of San Joaquin river/I-5

2

8.9

.55

Greater

4 divided

29.7

.99

Greater

SR 26 at Mariposa Road/SR 99

2

12.8

.73

Less

SR 99/Walker Lane

2

3.0

.19

Greater

Walker Lane/.1 mile east of Jack Tone
Road

2

2.2

.12

About Same

.1 mile east of Jack Tone
Road/Farmington

2

2.2

.14

Less

Farmington/Stanislaus County

2

1.9

.16

About Same

Sacramento County/.5 miles west of
Ray Road

2

1.9

.55

About Same

.5 miles west of Ray Road/.1 miles
east of Lower Sacramento Road

2

9.2

.67

Greater

.2 miles east of Lower Sacramento
Road/SR 99 in Lodi

2

14.0

.74

Greater

SR 99/east side RR (Central California)
crossing

2

8.2

.49

Less

East side RR (Central California)
Crossing/SR 88

2

6.5

.40

Greater

SR 88/Calaveras County

2

5.1

.43

Less

2

13.9

.88

Less

4 divided

11.9

.24

Less

Comparison
w/Statewide
Accident Rate

State Route 4 - Conventional Highway

I-5/SR 26 at Mariposa Road

State Route 12 - Conventional Highway

State Route 26 - Conventional Highway
SR 4/SR 99
SR 99/Stockton Diverting Channel
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TABLE II.C-1 (Cont.)
TRAVEL CHARACTERISTICS OF FREEWAYS AND HIGHWAYS IN SAN JOAQUIN COUNTY

No. of
Lanes

1987
Annual Avg.
Daily Traffic
(000)

Volume to
Capacity

Stockton Diverting Channel/
Escalon-Bellota Road

2

4.5

.27

Greater

Escalon-Bellota Road/Calaveras Co.

2

3.1

.41

Less

2

1.9

.17

Same

4 divided

9.8

--

Same

.6 miles east of SR 99/Eight Mile Rd.

2

9.0

.84

Less

Eight Mile Rd./SR 12W

2

7.5

.61

Greater

SR 12W/SR 12E

2

9.4

.72

Greater

SR 12E/Amador Co.

2

5.5

--

Stanislaus County/SR 120

4

41.8

.68

Greater

SR 120/.6 miles north of SR 120

5

28.0

.45

About same

.6 Miles north of SR 120/
.3 miles south of Lathrop Rd.

4

28.0

.45

About same

.3 miles south of Lathrop Rd./
.5 miles south of Duck Creek

4

31.6

.52

Greater

.5 miles south of Duck Creek/SR 88

4

35.9

.57

Greater

SR 88/.1 mile south of Calaveras Rd.

4

35.9

.57

Greater

.1 mile south of Calaveras River/
.3 miles north of Harney Lane

6

35.7

.41

Greater

.3 miles north of Harney Lane/
Mokelumne River

4

29.1

.46

About same

Mokelumne River/Sacramento Co.

4

33.6

.61

About Same

Comparison
w/Statewide
Accident Rate

State Route 33 - Conventional Highway
I-5/Stanislaus County
State Route 88 - Conventional Highway
SR 99/.6 miles east of SR 99

Less

State Route 99 - Freeway

State Route 120 - Expressway/Conventional Highway
I-5/1.1 miles east of I-5

4

23.1

.52

Greater

1.1 miles east of I-5/Union Rd.

2

18.0

1.00

Less

Union Road/Spreckels Road

2

21.1

1.00

Less
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TABLE II.C-1 (Cont.)
TRAVEL CHARACTERISTICS OF FREEWAYS AND HIGHWAYS IN SAN JOAQUIN COUNTY

No. of
Lanes

1987
Annual Avg.
Daily Traffic
(000)

Volume to
Capacity

2

24.5

1.00

Less

3 divided

11.6

.90

Greater

.1 mile west of Austin Rd./
Escalon-Bellota Rd.

2

9.4

.73

Greater

Escalon-Bellota Rd./.1 miles east
of Elizabeth-David Avenue

2

11.8

.98

Greater

.1 mile east of Elizabeth-David
Avenue/Stanislaus County

2

10.5

.88

Less

Spreckels Road/SR 99
SR 99/.1 mile west of Austin Rd.

Comparison
w/Statewide
Accident Rate

State Route 132 Freeway/Expressway/Conventional Highway
I-580/1.2 miles east of I-580

4

5.7

.14

Greater

1.2 miles east of I-580/.6 miles
west of I-5

2

5.7

.50

Greater

.6 miles west of I-5/SR 33

2

8.0

.61

Less

SR 33/Stanislaus County

2

8.5

.79

Less

Stanislaus Co./I-580

4

17.0

.30

Less

I-580/Old 50 (Eleventh St.)

4

11.7

.25

Less

Old 50 (Eleventh St.)/I-205

6

20.0

.28

Greater

I-205/SR 120

6

63.0

.81

About Same

SR 120/Roth Road

6

39.6

.55

Less

Roth Rd./SR 4

6

47.0

.54

Greater

SR 4/Country Club

8

59.8

.43

Greater

County Club/March Lane

7

54.2

.49

Greater

March Lane/Benjamin Holt Drive

6

56.0

.49

Greater

Benjamin Holt Drive/Hammer Lane

6

46.0

.44

About Same

Hammer Lane/Break Creek Overflow

6

31.1

.33

About Same

Bear Creek Overflow/SR 12

6

27.5

.26

Less

SR 12/Sacramento County

4

22.0

.39

Greater

Interstate 5 - Freeway
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TABLE II.C-1 (Cont.)
TRAVEL CHARACTERISTICS OF FREEWAYS AND HIGHWAYS IN SAN JOAQUIN COUNTY

No. of
Lanes

1987
Annual Avg.
Daily Traffic
(000)

Volume to
Capacity

Alameda County/.2 miles west
of Grant Line Road

4

41.6

.94

About Same

.2 miles west of Grant Line Rd./
MacArthur Drive

4

37.4

.70

Less

MacArthur Drive/I-5

4

42.0

.79

About Same

I-5/SR 132

4

7.3

.12

About Same

SR 132/Alameda County

4

17.8

.32

About Same

Comparison
w/Statewide
Accident Rate

Interstate 205 - Freeway

Interstate 580 - Freeway

Source: State of California, Department of Transportation, State Highway Inventory Data, 1987 Route
Segment Report, Vol. 2, December 1988.

Interstate 580. A four-lane freeway, I-580 passes through the southwest portion of the County for 15
miles and is a major connection to I-5. Its four lanes carried nearly 18,000 annual average daily trips in
1987 at its junction with the Alameda County line. Truck traffic accounts for about 16-20% of the total
daily volumes. The volumes have been far below the capacity of the roadway and have remained
fairly stable over the past ten years.
State Route 4. This two-lane facility traverses the central portion of the County for nearly 40 miles in
an east/west direction, passing through the Delta, Stockton, and Farmington. Traffic volumes have
been relatively low except in the Stockton vicinity. Between I-5 and SR 26, with 1987 volumes
approaching 30,000, traffic conditions are congested as the road is virtually at capacity (LOS E). This
portion of SR 4 will be reduced by the Crosstown Freeway in 1992. For much of its length, SR 4
experiences accident rates equal to or greater than those found on other comparable facilities in the
State.
State Route 12. Like SR 4, SR 12 a two-lane conventional highway, offering east/west movement for
28 miles between Contra Costa and Calaveras counties. The highest volumes of 14,000 daily trips in
1987 were found in Lodi at SR 99. Truck traffic was relatively light, except in the eastern portion of
Lodi where trucks represented 21-25% of the trips. The central portion of the route through Lodi has
experienced accident rates equal to or greater than those found on comparable facilities elsewhere in
the State (also, see SR 88).

Community Development
July 1992

Volume III
II.C-9

TRANSPORTATION (cont.)

State Route 26. SR 26 is a two-lane conventional highway, serving eastern San Joaquin County for
20 miles between SR 99 and Calaveras County. Traffic volumes in 1987 were greatest at its western
end, between SR 4 and SR 99. In this stretch, the facility had a 1987 level of service "D." Truck
volumes accounted for less than 15% of the average daily trips.
State Route 33. A two-lane conventional highway, SR 33 connects I-5 with Stanislaus County, a
distance of five miles. Traffic volumes are light along SR 33.
State Route 88. Connecting SR 99 to Amador County, 25 miles to the northeast, this two-lane
conventional highway passes through Stockton, Lockeford, and Clements. Traffic volumes ranged
from about 6,000 average daily trips near the Amador border to nearly 10,000 at the east end of
Stockton. The volumes around Eight Mile Road were near the facility's capacity (LOS D) in 1987.
Trucks accounted for 11-15% of the daily trips. The portion between Eight Mile Road and SR 12 had
accident rates greater than those of comparable facilities elsewhere in the State. A growing traffic
problem is occurring in the Lockeford area on SR 88, especially on holiday weekends when vacation
traffic reaches levels of service of "D" and worse.
State Route 99. Paralleling I-5, SR 99 is a major north/south travel corridor in the County, connecting
Stanislaus County in the south and Sacramento County in the north. Average daily volumes ranged
from 30,000-35,000 trips, except between Stanislaus County and SR 120 where they exceeded
40,000. Accident rates along the entire 40 mile stretch of SR 99 in the County were equal to or greater
than the State's average for similar facilities. Truck volumes, ranging from 21-25% of the total daily
trips, are common along portions of the State Route.
State Route 120. SR 120 is primarily a two-lane facility, portions of which are considered as a freeway
and others as a conventional highway. Passing through Manteca and Escalon, the road connects I-5
and Stanislaus County, a distance of about 21 miles. The western segment, between I-5 and SR 99,
had the greatest volumes, ranging from about 18,000 to 24,500 in 1987. Traffic conditions in this
stretch are at LOS "F." East of Manteca, truck traffic accounted for less than 10% of the average daily
volume. In this portion, traffic volumes of 9,500-12,000 result in levels of service of "D" and "E."
State Route 132. SR-132 traverses the southern part of the County between I-580 and Stanislaus
County, a distance of about seven miles. Traffic volumes are relatively light; however, more than 25%
are by trucks. A one-mile stretch east
of I-580 has four lanes and has experienced accident rates greater than those found on other
comparable State highways.
Other Major Roads. The County is served by a number of other intercity, through-traffic arterials.
Until recently, they carried the majority of the traffic; however, over the past ten years they have seen
that role assumed by the State Routes. As of 1987, these facilities carried about 430,000 trips, or
slightly less than half of the total trips in the County.
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Unincorporated Areas. North/south facilities include Byron, Tracy Boulevard, Airport Way, Lower
Sacramento Road, Jack Tone Road, Clements, and Escalon-Bellota; east/west facilities include
Liberty, Peltier, Turner Road, Copperopolis, Mariposa Road, Matthews Road, French Camp Road,
Roth Road, Lathrop Road, Louise Avenue, West Ripon, River Road, and Linne Road.
Existing Travel Demand. As part of this General Plan revision, the COG has modeled the
transportation network and travel demand. As of 1987, approximately 1.3 million trips were made in
the County. Table II.C-2 shows the distribution of those trips by the purpose of the trip. Most trips are
for reasons other than going to work or to shop; the average trip length was a little over 10 miles.
Internal Trips. Current (1990) travel patterns can be quickly understood by examining the traffic
volumes passing through identified screenlines (see Figure II.C-2 and Tables II.C-3 and 4).
Screenlines are simply lines drawn across key areas of the County. The COG selected two such lines:
the Calaveras River, running east/west across Stockton, to measure north/south travel, and the Union
Pacific Railroad, running north/south, to measure east/west travel. Count data show 346,800 trips
were made through the Calaveras River screenline, with a sizable portion (46%) on just I-5 and SR 99.
A total of 355,100 trips crossed the Union Pacific Railroad line, with the largest volumes found on
Hammer Lane, March Lane, Harding Way, Charter Way, and SR 120 bypass.
External Trips. Travel in and out of the County was evaluated based on trips across the County
borders. Of the approximately 300,000 trips across the County lines, about 23% involved Alameda
County; 41%, Stanislaus County; 28%, Sacramento County; 3%, Calaveras County; 3%, Amador
County; and 2%, Contra Costa County. Table II.C-5 shows the volumes at each of the connections to
surrounding counties. Over the past five years, significant jumps in the volumes to Alameda and
Stanislaus counties have occurred. In particular, commute travel across the Altamont Pass into
Alameda County has increased by 44% over the last five years.
Travel Forecasts. Future travel forecasts to the year 2010 were prepared by COG. The COG used
MINUTP, a computer model, for projecting future Average Weekday Traffic (AWT) on major roadways
only. Peak hour forecasts were assumed to be 10% of the total. Land use data needed to drive the
model was obtained from the County (revised Land Use Alternative C). Single and multifamily dwelling
units and retail, service, and other employees were assigned to each of the County's 605 traffic
analysis zones. Standard trip generation factors were used to compute the number of trips made by
the County's households and employees. The number of trips projected for the year 2010 total about
2.5 million, nearly an 80% increase over the number of trips in 1987 (see Table II.C-6).
Road Network. The projected trips were distributed and assigned to the road network. The COG and
the County reviewed each of the city's general plans and incorporated appropriate, proposed road
improvements into the future countywide road network. Each road was classified according to its
capacity for vehicles per lane per hour (vplph), as shown in Table II.C-7.
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TABLE II.C-2
1987 TOTAL TRIPS BY TRIP PURPOSE
Purpose

Total Trips

Home - Other

282,176

Other - Other

413,518

Other - Work

190,564

Home - Work

114,541

Home - Shop

120,845

Internal - External/
External - Internal

149,458

Totals
Source:

1,271,102

San Joaquin County Council of Governments, Interpretation of 2010 Traffic Projections, February 1990.

TABLE II.C-3:
AVERAGE WEEKDAY VOLUME COUNTS FOR CALAVERAS RIVER SCREENLINE
19801990
%
Change

1987-1990
% Change

85,300

49.13%

13.58%

30,300

32,900

41.81%

8.58%

35,600

34,500

35,000

79.49%

1.45%

26,800

32,400

29,100

34,400

28.36%

18.21%

23,700

27,700

34,400

31,800

35,800

29.24%

12.58%

11,900

10,200

11,100

11,600

15,100

48.04%

30.17%

7 Cherokee Road

5,000

5,700

7,800

7,600

8,000

40.35%

5.26%

8 Waterloo Road

11,500

13,200

15,000

15,400

18,000

36.36%

16.88%

9 SR 99

40,200

33,900

41,400

48,100

72,600

114.16%

50.94%

10 SR 26

6,400

8,300

7,800

8,700

9,700

16.87%

11.49%

211,300

225,700

272,700

292,200

346,800

53.66%

18.69%

Location

1976

1980

1985

1987

1990

1 Interstate 5

34,600

57,200

56,700

75,100

2 Pershing Avenue

21,200

23,200

30,500

3 Pacific Avenue

28,000

19,500

4 El Dorado

28,800

5 West Lane
6 Wilson Way

TOTALS
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TABLE II.C-4:
AVERAGE WEEKDAY VOLUME COUNTS FOR UNION PACIFIC RR SCREENLINE
1976

1980

1985

1987

1990

19801990
%
Change

19871990
%
Change

1 Peltier Road

900

1,100

700

1,100

2,000

81.82%

81.82%

2 Woodbridge Road

400

400

300

300

400

0.00%

33.33%

3 Turner Road

1,700

2,200

2,400

2,600

3,700

68.18%

42.31%

4 Sargent Road

700

800

200

300

400

-50.00%

33.33%

4,500

6,000

9,000

8,600

11,700

95.00%

36.05%

6 Harney Lane

200

300

400

500

600

100.00%

20.00%

7 Armstrong Road

200

300

300

400

500

66.67%

25.00%

8 Davis Road

1,500

1,900

2,500

2,700

3,600

89.47%

33.33%

Location

5 Route 12

9 Eight Mile Road

2,500

5,300

6,700

7,900

8,900

67.92%

12.66%

10 Lower Sacramento Rd

8,900

9,600

10,900

10,200

13,700

42.71%

34.31%

11 Hammer Lane

22,600

26,500

37,800

41,800

45,400

71.32%

8.61%

14,600

23,400

25,500

31,200

113.70%

22.35%

12 March Lane
13 Bianchi Road

15,900

8,700

10,400

9,600

11,800

35.63%

22.92%

14 Alpine Road

11,700

11,000

18,200

17,500

18,300

66.36%

4.57%

15 Harding Way

24,000

26,900

25,300

24,700

24,400

-9.29%

-1.21%

16 Park Street

5,000

5,200

5,500

5,000

5,600

7.69%

12.00%

17 Oak Street

4,900

5,500

4,800

4,200

4,700

-14.55%

11.90%

18 Miner Avenue

16,300

14,900

18,300

15,800

14,300

-4.03%

-9.49%

19 Weber Avenue

8,000

12,900

8,000

8,300

10,900

-15.50%

31.33%

20 Main Street

5,800

5,300

6,200

6,000

3,600

-34.55%

-40.00%

21 Market Street

5,800

5,300

5,100

5,000

3,200

-39.62%

-36.00%

22 Hazelton Avenue

6,100

5,300

8,300

7,300

37.74%

-12.05%

23 Crosstown Freeway

27,000

24 Charter Way

34,400

33,100

39,600

53,100

31,500

-4.83%

-40.68%

25 Industrial Drive

2,300

1,800

2,500

2,700

3,000

66.67%

11.11%

26 Sperry Road

2,400

2,800

3,000

2,900

3,600

28.57%

24.14%

27 French Camp Road

6,300

8,200

8,100

8,400

10,600

29.27%

26.19%

28 Roth Road

3,000

4,200

3,800

3,600

4,800

14.29%

33.33%

29 Lathrop Road

4,600

5,700

6,400

7,700

9,800

71.93%

27.27%

30 Louise Avenue

8,000

10,500

9,400

9,700

10,900

3.81%

12.37%

31 Route 120 (Yosemite)

10,000

11,800

9,000

7,100

8,000

-32.20%

12.68%

23,500

24,700

34,700

1,300

1,600

1,400

1,100

1,600

0.00%

45.45%

800

800

1,100

1,300

2,400

200.00%

84.62%

220,700

250,700

304,200

328,600

355,100

41.64%

8.06%

32 Route 120 Bypass
33 McKinley
34 Airport Way
TOTALS
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TABLE II.C-5:
AVERAGE WEEKDAY VOLUME COUNTS FOR CORDON STATIONS
Location

1976

1980

1985

1987

1990

19801990
%
Change

19871990
%
Change

1 SR-99 @ Sac. Co. Line
2 Dustin @ Sac. Co. Line
3 Elliot @ Sac. Co. Line
4 SR-88 @ Amador Co. Line
5 Liberty @ Amador Co. Line
6 SR-12 @ Calaveras Co. Line
8 SR-26 @ Calaveras Co. Line
10 SR-4 @ Stanislaus Co. Line
12 Dodds @ Stanislaus Co. Line
13 Cometa @ Stanislaus Co. Line
14 Lone Tree @ Stanislaus Co. Ln
15 SR-120 @ Stanislaus Co. Line
16 River Rd @ Stanislaus Co. Ln
17 Santa Fe @ Stanislaus Co. Ln
18 McHenry @ Stanislaus Co. Ln
19 SR-99 @ Stanislaus Co. Line
20 Kasson @ Stanislaus Co. Line
22 SR-132 @ Stanislaus Co. Line
23 SR-33 @ Stanislaus Co. Line
28 I-5 @ Stanislaus Co. Line
31 I-580 @ Alameda County Line
32 I-205 @ Alameda County Line
33 Grant Line @ Alameda Co. Line
35 Byron Rd. @ Alameda Co. Line
36 SR-4 @ Contra Costa Co. Line
37 SR-12 @ Sacramento Co. Line
38 Walnut Grove Rd @ Sac Co. Ln
39 I-5 @ Sacramento Co. Line
41 New Hope Rd @ Sac Co. Line
42 Lower Sac Rd @ Sac. Co. Ln.

31,100
300
300
3,400
400
3,400
1,100
600
200
800
600
6,400
1,100
5,000
5,200
27,400
300
6,600
1,300
12,500
12,200
18,100
400
2,300
3,000
5,300
2,000
0
900
3,900

21,400
300
300
4,500
400
4,500
1,500
1,100
200
800
600
7,800
1,400
5,300
7,100
25,700
400
7,200
1,300
16,000
14,600
21,300
500
2,500
3,300
6,500
2,000
12,600
1,000
4,600

27,300
1,200
500
5,200
500
4,200
2,000
2,000
300
1,000
700
7,800
1,700
6,700
8,400
49,100
600
8,200
1,300
15,400
12,900
38,800
900
3,900
5,600
10,000
2,600
19,500
1,200
5,600

32,600
1,000
400
5,800
700
5,900
2,700
1,300
700
1,100
900
9,100
2,000
7,300
9,000
50,700
700
11,500
1,400
16,400
11,500
44,900
900
4,400
4,700
10,300
2,200
21,700
1,100
5,800

33,100
1,200
500
7,000
800
6,100
3,700
2,800
500
1,100
1,100
10,200
2,300
8,400
10,200
72,500
1,000
13,100
1,800
22,400
11,900
55,900
1,800
5,700
5,700
13,500
2,600
35,000
1,300
7,400

54.67%
300.00
66.67%
55.56%
100.00%
35.56%
146.67%
154.55%
150.00%
37.50%
83.33%
30.77%
64.29%
58.49%
43.66%
182.10%
150.00%
81.94%
38.46%
40.00%
-18.49%
165.44%
260.00%
128.00%
72.73%
107.69%
30.00%
177.78%
30.00%
60.87%

1.53%
20.00%
25.00%
20.69%
14.29%
3.39%
37.04%
115.38%
-28.57%
0.00%
22.22%
12.09%
15,00%
15.07%
13.33%
43.00%
42.86%
13.91%
28.57%
36.59%
3.48%
24.50%
100.00%
29.55%
21.28%
31.07%
18.18%
61.29%
18.18%
27.59%

TOTAL

156,100

176,700

245,100

268,700

340,600

92.76%

26.76%

GRAND TOTAL

588,100

653,100

822,000

889,500

1,061,500

62.53%

19.34%

The following counts were one time 1990 counts shown on the map, but have no history
Calaveras River (Duck Creek) Screenline
AWT
Cordon Stations

AWT

11 Main Street

5,000

29 Corral Hollow @ Alameda Co.
Ln.

700

12 Jack Tone Road

2,800

30 Patterson Pass @ Alameda Co.
Ln.

500

15 Escalon Bellota Road

1,700

34 Kelso @ Alameda County Line

700

40 Thornton Rd @ Sacramento
Co. Ln.

500
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TRANSPORTATION (cont.)

TABLE II.C-6
2010 TOTAL TRIPS BY TRIP PURPOSE
Purpose

Total Trips

Home - Other

475,614

Other - Other

771,866

Other - Work

342,595

Home - Work

192,771

Home - Shop

203,375

Internal - External/
External - Internal

311,330

Totals
Source:

2,297,551

San Joaquin County Council of Governments, Interpretation of 2010 Traffic Projections, February 1990.

TABLE II.C-7
CAPACITY CLASSES USED IN THE COG TRAFFIC MODEL
Capacity
(vplph)

Type of Road
Freeways

1,850

Definition
Speeds: 55-65; Lanes = 4 or more

Expressways

900

Speeds: 50 or less; lanes = 6 or more

County Roads

900

Speeds: 40 or more; lanes = 2 only

Arterials

750

Speeds: 50 or less; lanes = 4 only

collectors

600

Speeds: 35 or less; lanes = 2 only

10,000

Any link connecting to nodes 1-799

Centroid Connectors
Source:

San Joaquin County Council of Governments, Interpretation of 2010 Traffic Projections, February 1990
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TRANSPORTATION (cont.)

Roadway Improvements. In order to accommodate the growth that is forecast in the County between
now and the year 2010, numerous roadway improvements will be required. This section identifies the
most important improvements that must be made to the County's major arterials, expressways, and
State and Federal freeways to retain or achieve the planned level of service, based upon the results of
the COG's transportation model runs. In addition to these roadway improvements many transit and
rail-related improvements are also included in this General Plan, as identified in later sections of this
chapter.
Interstate Freeway and State Route Improvements. The most important, and costly, roadway
improvements that must be implemented in San Joaquin county to serve new planned growth over the
next twenty years are the addition of lanes and accompanying interchanges to the freeways that
crisscross the county and join it to other large metropolitan regions such as Sacramento and the San
Francisco Bay Area. Implementation of these major improvements will rely on significant funds
provided by the State of California through its State Transportation Improvement Program (STIP).
Many of these needed freeway improvements have already been identified by COG, and have been
included in their Regional Transportation Plan (RTP).
Table II.C-8 lists the most important improvements to interstate freeways and State highways which
have been identified in the Regional Transportation Plan. The San Joaquin County General Plan
incorporates all of these proposed RTP projects. In addition, the results of the transportation computer
model run testing the growth projected under this General Plan indicate that additional highway
projects (primarily more lanes on existing freeways) would need to be implemented to accommodate
2010 land use projections. The additional highway projects that will probably be needed to serve
growth through the year 2010 are also identified in Table II.C-8.
The following lists of the RTP and other freeway projects (Table II.C-8), combined with the major
arterial improvements contained in Table II.C-9 and transit related improvements identified in Table
II.C-10, constitute the proposed improvements of the Circulation Element of this General Plan.
Table II.C-8 identifies those projects that have been formally endorsed by the COG in the most recent
RTP. Some of the projects have also been included in the COG's more detailed seven year Regional
Transportation Improvement Program (the RTIP). Projects which are not included in either of these
documents are noted in the table.
Cost estimates accompanying the individual projects have been developed by various agencies and
inflated to current (1990) dollars. It should be noted that many of the estimates are very rough, and
may change significantly as more planning studies are completed. Some of the cost estimates for the
more undefined, hypothetical projects (such as the needed freeway to freeway interchange at the
junction of I-5, I-205, and SR 120) should be used as "order of magnitude" estimates only, and are not
based upon any studies.
The major freeway and highway improvements described in Table II.C-8 are highlighted by the
completion of the Stockton Cross-Town Freeway from Wilson Way to SR 99, which will include new
interchanges at Filbert Street and SR 99. This freeway completion has been included in the STIP and
should be finished by 1993, assuming there are State monies to fund it.
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TRANSPORTATION (cont.)

No other major freeway or highway projects on the RTP list have received funding from the State of
Federal governments. However, several projects have been approved by the COG as "priority
projects" which will be submitted to the State for funding in the short term (the next seven year funding
period for the State Transportation Improvement Program).
The three "priority" projects for the county identified in the latest COG RTIP are:
(#1A) upgrading the SR 120 connector between I-5 and SR 99 (the Manteca bypass) to 4 full
lanes;
(#1B) constructing a new 2 lane SR 120 expressway between SR 99 and the Stanislaus County
line (the Escalon/Oakdale Bypass);
(#2)

widening I-205 to 6 lanes, with structural improvements (bridges) for 8 lanes; and

(#3)

widening SR 99 to six lanes between Ripon and SR 120.

The Manteca bypass project would widen the existing 3 lane facility to 4 lanes, as well as constructing
a new interchange at Union. The Escalon Bypass would be an extension of the Manteca Bypass on a
new alignment south of the existing SR 120. Under a joint agreement between the San Joaquin COG
and the Stanislaus County Association of Area Governments, the agencies advocate funding to
complete the SR 120 improvements, consisting of a bypass constructed around the City of Oakdale.
The new Manteca Bypass facility will require a major reconstruction of the existing SR 99/Manteca
Bypass interchange. In the 2010 COG model, the Escalon Bypass is assumed to be a 2 lane
expressway, rather than a freeway. A single grade separation is assumed, at Austin Road.
Other major freeway improvements which are planned for the fiscal years 1991 through 1997 period in
the COG RTIP include the widening of Interstate 205 from four to six lanes, with structures built to
accommodate eight ultimate lanes, the widening of SR 99 from four to six lanes between Ripon and
Stockton, and the construction or reconstruction of several key interchanges along SR 99 and I-5 in the
Stockton area.
Table II.C-8 also identifies additional freeway and State highway projects that may be required to serve
the full increment of growth expected by the year 2010, depending on the effectiveness of alternative
transportation systems (transit, rail, ridesharing, etc.). The additional lane improvements listed in Table
II.C-8 appear to be needed, based upon the volume to capacity (v/c) projections of the COG computer
model runs.
It should be noted that the projected deficient capacities of key freeways for the year 2010 are based
upon an assumption that no significant amount of work-related and other automobile trips will be
decreased by alternative transportation systems. Thus, some of the additional lane improvements in
Table II.C-8 may never be required to be constructed, if other TSM, transit and rail related projects are
implemented (see the following "Transportation Systems Management" and "Public Mass Transit"
sections of this chapter).
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TABLE II.C-8:
FREEWAY AND STATE ROUTE IMPROVEMENTS REQUIRED BY GENERAL PLAN 2010

ROAD SECTION
I-5
I-205 to SR 120
Construct freeway-to-freeway
6
interchange at SR 120
SR 120 to Roth
Roth Road to Eight
Eighth to Benjamin Holt
Benjamin Holt to Eight Mile
Reconstruct March, Hammer, Otto,
and Benjamin Holt Interchanges
Complete interchange at SR 12
SR 12 to Sacramento County
I-205
Alameda County to I-5
SR 99
Ripon to SR 120
SR 120 to Mariposa
Fremont to Eight Mile (including
interchanges)
Turner to Sacramento County
SR 4
Cross Town Freeway (Stockton)
Fresno to Roberts
Woodsbro to Jones
Tracy Boulevard to Contra Costa
County line
Jack Tone to Farmington
SR 12
12
Sacramento County line to I-5
I-5 to Ham
I-5 to SR 99
West of SR 88
SR 26
Jack Tone to Duncan
SR 99 to White Lane
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EXISTING
(1990)
LANES

CURRENTLY
PLANNED
1
LANES (LOS)

COST OF
COST OF
TOTAL
PLANNED
ADDITIONAL TOTAL COST
LANES
LANES
LANES
(MILLIONS
NEEDED BY (MILLIONS OF (MILLIONS
OF
2
3
2010 (LOS)
DOLLARS)
DOLLARS)
OF
4
DOLLARS)

5

COMMENTS

8

10(F)

12(D)

$ 4.4

$ 3.7

$ 8.1 RTP Project to expand to ten lanes

-6
6
6-8
6

-6(F)
6(F)
8(F)
8(F)

-8(D)
8(D)
10(D)
8(D)

40.0+
--14.0
9.2

7

-28.7
12.0
16.0
--

40.0+
28.7
12.0
30.0
9.2

--4

--4(F)

--6(D)

35.0+
7
5.0+
--

7

--23.2

35.0+
5.0+
23.2 Not an RTP Project

4

6(F)

8(D)

48.4

8

13.0

61.4 Number 1 project in RTP (six lanes)

4
4

6(F)
4(F)

8(D)
6(C)

35.0
21.6

16.3
--

51.3 Six lanes funded in STIP
21.6 RTP Project

4-6
4

6-8(F)
4(F)

6-8(D)
6(D)

125.0
--

9

-20.0

0
2
2

6(F)
2(F)
2(E)

8(D)
4(C)
4(C)

$ 40.0
---

$ 8.0
2.4
6.5

2
2

2(E)
4(C)

4(C)
4(C)

5.0
5.0

---

2
2
2
2

2(F)
4(D)
4(D)
2(E)

4(C)
4(D)
4(D)
4(C)

-3.0
10.0
1.4

29.0
--13.0

2
2

2(E)
2(F)

4(C)
4(C)

---

8.2
4.3

Not in RTP
Not an RTP Project
Not an RTP Project
Partially in RTP
Not an RTP Project

125.0 Stockton Route 99 segment study estimate
20.0
$ 48.0 Six lanes funded in STIP
2.4
6.5
5.0
5.0
29.0
3.0 RTP Project
10.0
14.4 RTP Project (upgrading)
8.2
4.3
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TABLE II.C-8 (Cont.)
FREEWAY AND STATE ROUTE IMPROVEMENTS REQUIRED BY GENERAL PLAN 2010

ROAD SECTION
SR 88
Junction SR 12 to Liberty
SR 99 to Ashley Lane
11
Lockeford Bypass
SR 88/12 to Amador County
SR 120
SR 99 to Jackson Avenue (Escalon
bypass)
I-5 to SR 99 (Manteca bypass)
SR 132
I-5 to Stanislaus County
Totals
1

2

3

4
5
6
7
8
9
10
11

12
13

EXISTING
(1990)
LANES

CURRENTLY
PLANNED
1
LANES (LOS)

COST OF
COST OF
TOTAL
PLANNED
ADDITIONAL TOTAL COST
LANES
LANES
LANES
(MILLIONS
NEEDED BY (MILLIONS OF (MILLIONS
OF
2
3
2010 (LOS)
DOLLARS)
DOLLARS)
OF
4
DOLLARS)

2
2
0
2

4(F)
4(F)
2(D)
2(F)

6(D)
6(C)
4(D)
4(C)

6.7
4.8
7
30.0+
1.9

6.7
4.8
---

0
2

2(F)
6(D)

4(C)
6(D)

30.0
46.1

10

32.6
--

2

4(D)

4(D)

10.0

--

$ 529.4

$ 309.0

5

COMMENTS

13.4
49.6
30.0+ Partially funded RTP Project
1.9 Not an RTP Project

62.6 RTP Project for 2-lane expressway only
46.1 RTP Project
10.0 RTP Project
13

$ 838.4

These are already planned (but not necessarily funded) freeway and highway improvements that are assumed to be built within the 20-year planning period. Almost all of these
planned improvements are included in the 1990 San Joaquin County Regional Transportation Plan, a 20-year planning document, or in the State Transportation Improvement
Plan, funded by Caltrans over a seven-year planning period. Levels of Service (LOS) are shown in parentheses.
Improvements required by Draft General Plan to maintain current LOS D standard in 2010. This assumes a five percent reduction in peak hour traffic due to travel demand
management and public transit improvements. Further traffic reductions may avoid the need for some of these improvements.
Cost estimates prepared for the San Joaquin County RTP by the SJC Council of Governments, for the STIP by Caltrans, and by San Joaquin County Community Development
Department. Does not include any extraordinary right-or-way acquisition costs.
DKS Associates planning level cost estimates in current (1991) dollars. Does not include right-of-way acquisition costs.
San Joaquin County RTP (Regional Transportation Plan), 1990; STIP: State Transportation Improvement Program, 1990.
Hypothetical project involving flyover ramp(s) at SR 120. No studies or cost estimates have been done.
These are order-of-magnitude costs or rough allowances and not based on any studies.
Preliminary Caltrans estimate from I-205 Project Study Report.
Cost based on Stockton Route 99 Freeway Segment Study, 1991. Includes cost of improvements to all intervening interchanges.
Assumes San Joaquin portion of two-county project (total cost of $70 million).
Assumes a new alignment for SR 88 bypassing both Lockeford and Clements to the south. A short bypass around Lockeford only is included in the RTP. This cost estimate
may be low.
Widening of SR 12 through the Delta may be difficult due to unstable soils.
This rough estimate includes the cost of all State facilities needed to correct existing deficiencies as well as General Plan growth to 2010.

Source: DKS Associates, Travel Demand Model, San Joaquin County Community Development Department. (revised October, 1992)
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TRANSPORTATION (cont.)

The most significant freeway and State highway projects which may be required to accommodate
planned growth over the twenty year period, in addition to those projects already identified in the seven
year RTIP, include:
•

the further widening of I-205 from six to eight lanes;

•

the additional widening of SR 120 from four to six lanes (Manteca Bypass) and from two to
four lanes (Escalon Bypass);

•

widening of SR 99 to six lanes and then to eight lanes from SR 120 through Stockton, with
construction or reconstruction of the interchanges along the route;

•

widening of SR 99 to six lanes through Lodi, from Harney Lane to Liberty Road;

•

widening of I-5 through Stockton from six to eight lanes and possibly to ten lanes, depending
on the feasibility;

•

widening of I-5 from SR 120 to Stockton to eight lanes;

•

construction of a freeway to freeway flyover interchange at the junction of I-5, I-205, and
SR 120;

•

construction of the Lockeford-Clements Bypass on SR 88;

•

widening of SR 12 to six lanes through Lodi;

•

widening of SR 12 to four lanes from I-5 to the Sacramento County line, if environmental
issues (soil instability) can be resolved; and

•

construction of a four lane SR 132 east of I-580.

In the Stockton area, the widening of I-5 and SR 99 will be required in possibly two different phases.
The COG transportation computer model assumed that I-5 would be widened to eight lanes from
Charter Way to Hammer Lane. However, the modeling results indicate that the facility is significantly
over loaded by the 2010 (peak hour volume/capacity ratios of 1.05 to 1.21, or up to 21% over capacity
in portions). Thus, Table II.C-8 improvements call for additional widening of I-5 to ten lanes from the
Cross-Town Freeway to Hammer Lane, if it is possible. Very high right-of-way acquisition costs and
the high cost of replacing or widening the bridge over the Stockton Ship Channel may make this
project infeasible, however.
The portion of I-5 between SR 120 in Manteca and Charger Way in Stockton will also be over capacity
during the peak hours, according to the COG transportation model results. This portion will need to be
widened from six to eight lanes.
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TRANSPORTATION (cont.)

One of the most important roadway improvements which must be constructed sometime during the
twenty year planning period is the new freeway to freeway interchange at the junction of I-205, I-5, and
SR 120. Initial discussions indicate the need for "flyover" ramp to connect SR 120 to I-205 westbound,
or some similar configuration, since the projected traffic volumes in the future cannot be served by
simply adding more lanes to this critical interchange. The cost for such a facility, which has not yet
been discussed by Caltrans, could conceivably be in the range of $40 to $50 million.
SR 99 through the Stockton area would need to be widened from six to eight lanes from approximately
the Cross-Town Freeway to Hammer Lane. Major interchange improvements would be required along
this route, including a possible March/Hammer super interchange. The Council of Governments, in
cooperation with the County and the City of Stockton, is currently finishing up a study of needed
improvements to this section of SR 99, which may identify costs and interchange locations more
specifically.
In the Lodi area, the latest City plans indicate that six lanes would be required on SR 12 (Kettleman
Road) between Lower Sacramento Road and Cherokee Lane, as well as requiring SR 99 to be
widened to 6 lanes from Harney Lane northwards through the Lodi area. Neither of these projects is in
the COG's 20-year RTP. The COG transportation computer model assumes only that Kettleman Road
(Route 12) would be widened to six lanes during the 20 year planning period.
In the Tracy area, in addition to the widening of I-205 two other freeway projects are planned and are
assumed to be built within the twenty year planning period. These include a new 4 lane freeway (SR
132) and a new interchange on I-580. SR 132 would be constructed between I-580 and SR 33. This
facility would include grade separations (but not interchanges) at Bird Road and at Koster Road. In
addition, the COG transportation model assumes that one new interchange will be constructed at I-580
and Tracy Blvd. The location of this interchange could be modified to an extension of Linne road or
Lammers Road. On the COG model a new frontage road is also shown, connecting Tracy Blvd.,
Corral Hollow, and MacArthur at I-580.
In the unincorporated areas of San Joaquin County, significant improvements would be required to
SR 12 and SR 12/88. The COG transportation computer model results indicate very high volumes on
SR 12 in the year 2010 between I-5 and the Sacramento County line. Much of this traffic is due to
anticipated growth in the adjoining counties (primarily in Solano County). Widening this facility to four
lanes would be required, but may be difficult or very expensive due to the unstable peaty soils in the
Delta.
A major improvement which should be completed to remedy an existing problem is construction of an
ultimate four lane bypass on SR 88 around Lockeford and Clements. The COG RTP calls for
construction of a bypass around Lockeford only. This facility is already over capacity, especially during
summer weekends. Additional growth anticipated in adjoining Amador and Calaveras Counties may
make this improvement very important in the short term (the next ten years).
The COG transportation model does not indicate any projected capacity problems on SR 26, except in
the vicinity of Linden, where the roadway may need to be widened to four lanes. However, additional
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commuter traffic originating from the growing residential communities of Valley Springs in Calaveras
County may require improvements to the facility. Safety improvements such as widening existing
bridges and straightening curves may be warranted in the future.
Arterial Improvements. Table II.C-9 lists the improvements to major arterials in the urban areas of San
Joaquin County, which will be required to support the amount of growth that is projected under this
General Plan, as well as address the current deficiencies on already congested roadways. Most of
these roadway improvements are already included in the respective city General Plans, and may
already be planned or funded by the cities in adopted capital improvement programs. Many of the
improvements involve the widening of existing two lane roads into four lane arterials.
A very preliminary cost estimate has been prepared for the improvements required in each of the
jurisdictions, based upon a standard cost per mile of upgraded arterial roadway. The costs may not
reflect extraordinary costs due to right-of-way acquisitions or other environmental problems.
Table II.C-9 identifies those major arterial links in the Stockton area which would require improvement
to achieve a future traffic level of service "D" or better (90% of road capacity used or less). For the
other cities, a level of service of "C" has been used to gauge needed arterial improvements. It should
be noted, however, that deficiencies on the arterial routes identified in Table II.C-9 may or may not
occur, depending upon various complex factors, including the effectiveness of planned transit and rail
improvements which will decrease the number of solo auto commuters in the county. The proposed
arterial improvements in Table II.C-9 assume that no projected auto trips will switch to transit, other
than what is being experienced at the present.
In addition to the proposed widenings of existing streets in Stockton, several new arterial roadways will
be constructed in fringe areas of the city in order to serve large new developments already approved
by the City of Stockton, such as the Spanos Park, Brookside, and Weston Ranch. These unnamed
new arterials on the west and northern sides of the city have not been included in Table II.C-9, since
their construction will be entirely funded by the private developers.
Some of the major arterial projects required in the Stockton area include the construction and widening
of the Arch Road/Sperry Road facility near the airport; the extensions of Eighth Street and Industrial
Drive; the widening of Eight Mile Road to six lanes; construction of the March Lane extension;
widening of West Lane to eight lanes; widening of Lower Sacramento and Thornton Roads to six
lanes; and the extension of Holman Road.
In addition, the COG transportation computer model indicates that the following facilities could become
overloaded by the year 2010, and further improvements may be required. However, it is speculative at
this time to indicate specific improvements to these arterials since the implementation of various
alternative transportation systems (bus and rail transits, etc.) would affect future traffic projections. the
additional arterials which may require improvements include:
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•

Airport Way, Fremont to Harding;

•

California, Harding to Alpine;

•

Charter Way, I-5 to Mariposa;

•

Cherokee, Filbert to SR 99;

•

Eighth Street, El Dorado to Rte 99 (Mariposa);

•

Filbert, Cross-Town Freeway to Flora;

•

Frontier extension, Mariposa to north of Arch Road;

•

Harding Way, Pacific to Wilson;

•

March Lane, I-5 to Pacific and El Dorado to West;

•

Miner Street, California to Airport;

•

Oak Street, Lincoln to El Dorado;

•

Pacific, March to Harding;

•

Pershing, portions south of March and from March to Hammer;

•

West Lane, March to Hammertown Drive, and

•

Wilson Way, Miner to Poplar.

Outside of the Stockton area, the COG transportation computer model indicates that the arterials listed
below could be at levels of service below "C", and thus may require additional improvement:
•

in the Lodi area, Lower Sacramento Road from Kettleman to Capell/Turner, and West Lane
from Eight Mile Road to Harney Lane;

•

in the Manteca/Lathrop area, Louise and Yosemite Avenues;

•

in the Tracy area, Schulte Road, from Hansen to Corral Hollow.
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TABLE II.C-9
MAJOR ARTERIAL IMPROVEMENTS
(1)
NEEDED BY THE YEAR 2010
IMPROVEMENT PROJECT/LOCATION

ROADWAY
STOCKTON AREA:
Airport Way
Arch/Sperry (2)
Arch Road
Arch Road

Widen to 6 lanes- Fremont to French Camp
Construct/widen to 6 lanes- French Camp to SR 99
Widen to 6 lanes- SR 99 to Frontier
Widen to 4 lanes- Frontier to Austin

Benjamin Holt (3)
Brookside
Cherokee (3)

Widen to 6 lanes- I-5 to Cumberland
Widen to 4 lanes- Pershing to Pacific
Widen to 4 lanes- SR 99 to diverting canal

Eight Mile Road
Eight Mile Road
Eighth Street
Eighth Street (3)
El Dorado
El Dorado

Widen to 6 lanes- I-5 to Sr 99
Widen to 4 lanes- west of I-5 and east of SR 99
Widen to 4 lanes- Fresno to I-5
Widen to 4 lanes- Sacramento to B Street
Widen to 6 lanes- Fourth to Ash
Widen to 6 lanes- Fulton to Robinhood

Farmington Road (3)
Filbert Street (3)
Fremont Street (3)
Fremont Street
French Camp Road
French Camp Road

Widen to 4 lanes- Mariposa to Gillis
Widen to 4 lanes- Poplar to Miner
Widen to 4 lanes- I-5 to El Dorado
Widen to 4 lanes- Stanislaus to SR 99
Widen to 6 lanes- I-5 to Arch/Sperry
Widen to 4 lanes- Manthey to I-5

Hammer Lane (3) (4)
Hammer Lane
Hammer Lane (3) (4)
Hammer Lane
Holman Road
Holman Road

Widen to 8 lanes- I-5 to Meadow
Widen to 4 lanes- Meadow to El Dorado
Widen to 10 lanes-El Dorado to Tam O'Shanter
Widen to 6 lanes- Tam O'Shanter to east of SR 99
Widen to 4 lanes- McAllen to March
Construct 6 lanes- March to Eight Mile

Industrial Drive
Lower Sacramento Road
Lower Sacramento Road (3)
Lower Sacramento Road

Widen to 4 lanes- McKinley to Airport Way
Widen to 6 lanes- Pacific to Hammer
Widen to 8 lanes- Hammer to Ponce de Leon
Widen to 6 lanes- Ponce de Leon to Eight Mile

Main Street (3)
March Lane (3)
March Lane (3)
Mariposa Road (3)
Mariposa Road

Widen to 4 lanes- SR 99 to Cardinal
Widen to 10 lanes- I-5 to El Dorado
Widen to 8 lanes- El Dorado to West Lane
Widen to 4-6 lanes- SR 99 to Munford
Widen to 4 lanes- Charter Way to East SR 99 frontage

Pacific Avenue (3)
Pershing Avenue (3)
Pershing Avenue
Rosemarie (3)

Widen to 6 lanes- Alpine to Bianchi
Widen to 6 lanes- Harding to Country Club
Widen to 4 lanes- Lincoln to Thornton
Widen to 4 lanes- Pacific to McGaw
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MAJOR ARTERIAL IMPROVEMENTS
NEEDED BY THE YEAR 2010

Thornton Road
Thornton Road
Thornton Road
Union

IMPROVEMENT PROJECT/LOCATION
Widen to 4 lanes- DeVries to Eight Mile
Widen to 6 lanes- Eight Mile to Davis
Widen to 8 lanes- Davis to Hammer
Widen to 4 lanes- French Camp Road to Roth Road Extension

Waterloo Road
Waterloo Road
Weber Avenue
West Lane
West Lane

Widen to 4 lanes- Wilson to Harding
Widen to 6 lanes- Harding to Cherokee
Widen to 4 lanes- I-5 to El Dorado
Widen to 8 lanes- Eight Mile Road to Calaveras River
Widen to 6 lanes- Calaveras River to Harding Avenue

ROADWAY

LODI AREA:
Widen the following arterials to 4 lanes:
Armstrong
Cherokee
Harney
Kettleman Lane

West Lane to SR 99
Almond to Century
Lower Sacramento Road to SR 99
SR 99 to Guild

Lodi Avenue
Lower Sacramento Rd.
Lower Sacramento Rd.(3)
Lower Sacramento
Lower Sacramento Rd.(3)

Cherokee to Guild
Eight Mile Road to SR 12
SR 12 to W. Lockeford (need 6 lanes)
W. Lockeford to Peltier
Peltier to Sacramento County line

Sergeant Road
Stockton Street
Turner Road
Turner Road
West Lane (3)

Lower Sacramento Rd. to west of Lower Sacramento Rd.
Kettleman Lane to Harney
Stockton Street to Guild
Mills to Woodhaven
Eight Mile to Harney (needs 6 lanes)

LOCKEFORD AREA:
Widen the following arterials to 4 lanes:
Old SR 88/12 (3)

South of Lockeford to Junction SR 88/12

THORNTON AREA:
Widen the following arterials:
Walnut Grove Road (3)
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MAJOR ARTERIAL IMPROVEMENTS
NEEDED BY THE YEAR 2010
ROADWAY

IMPROVEMENT PROJECT/LOCATION

MANTECA/LATHROP AREA:
Widen the following arterials to 4 lanes:
Airport Way
Austin Road
Center Street
Cottage
Cottage (3)
Crestwood
Industrial
Lathrop Road

French Camp Road to Woodward
Lathrop Road to Moffatt
Union to Fremont Street
Lathrop Road to Louise Avenue
Louise to Yosemite
Northgate to Lathrop Road
Main street to Spreckels
I-5 to Austin Road

Louise Avenue
Louise Avenue
Main Street
Main Street
Main Street
Woodward
Yosemite
Yosemite (old SR 120)

West of SR 99 to Austin Road
I-5 west of Union
Woodward to SR 120
SR 120 to Yosemite Avenue
Yosemite to Northgate (needs 6 lanes)
McKinley to Moffatt
Airport to SR 99
SR 99 to North Ripon Road

TRACY AREA:
Byron Road (3)(5)
Central Avenue
Corral Hollow Road
Corral Hollow Road
Corral Hollow Road
Eleventh Street (6)

Widen to 4-6 lanes- Patterson Pass to Grant Line Road
Construct/widen to 4 lanes- 11th Street to Tracy Blvd.
Widen to 4 lanes- Kavanaugh to Grant Line Road
Widen to 6-8 lanes- Grant Line Road to Schulte Road
Widen to 4 lanes- Schulte Road to Valpico
Widen to 6 lanes- I-205 to I-5

Grant Line Road (3)(5)
Grant Line Road (3)(5)
Grant Line Road
Grant Line Road
Grant Line Road (3)

Widen to 4 lanes- Byron Road to Lammers Rd.
Widen to 10 lanes- Lammers to west of Corral Hollow Rd.
Widen to 6 lanes- Corral Hollow to w/or Corral Hollow Rd.
Widen to 4 lanes- Corral Hollow Road to Tracy Blvd.
Widen to 6 lanes- Bird to Eleventh Street

MacArthur Drive
MacArthur Drive
Patterson Pass (3)(5)
Schulte Road (3)
Tracy Boulevard
Valpico

Widen to 6 lanes- I-205 to Grant Line road
Widen to 4 lanes- Valpico to Third Street
Widen to 6 lanes - I-205 to Grant Line Road
Widen to 4 lanes- Lammers to Hansen
Widen to 4 lanes- Center Court to Valpico
Widen to 4 lanes- Corral Hollow Road to Tracy Blvd.
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MAJOR ARTERIAL IMPROVEMENTS
NEEDED BY THE YEAR 2010

ROADWAY

IMPROVEMENT PROJECT/LOCATION

RIPON AREA:
Widen following arterials to 4 lanes:
Main Street

Jack Tone road to Wilma

Jack Tone Road

SR 99 to Doak

Yosemite Road (old SR 120) (3)

French Camp to Van Allen

ESCALON:
Widen the following arterial to 4 lanes:
McHenry Avenue (3)

New SR 120 (Escalon Bypass) to Stanislaus County Line

Yosemite Road (old SR 120) (3)

Van Allen to Brennan

Yosemite Road (old SR 120) (3)

West of Escalon

TOTAL COST:

approximately $500-600 million (7)

NOTES:
(1)

These improvements would be required in order to serve projected twenty year growth, with a a Level of
Service of "C", except within the Stockton area (LOS D) and on selected road segments in Mountain
House; as designated in its Master Plan (LOS D). The growth is projected under the seven city general
plans, and the County General Plan, with inclusion of two new communities of New Jeruselem and
Mountain House.
These widenings assume that 5% of peak hour trips would be diverted to other alternative modes of
transportation (transit, rail, ride sharing, TSM, etc.). If a greater diversion due to alternative transportation
systems is achieved by 2010, fewer improvements would be required.
Some of these arterial road widenings may not be possible to construct due to lack of right-of-way, and
other environmental or political obstacles.

(2)

The portions of the new Arch/Sperry Road east of French Camp Road and near SR 99 would be on new
alignment. This includes relocating the SR 99 interchange to the south.

(3)

These arterial widenings have not been previously planned by the cities or the County. Some of these
widenings may not be possible.

(4)

This widening of Hammer Lane may not be possible. An alternative would be to widen Eight Mile Road,
now assumed to be six lanes in 2010, to eight lanes.
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MAJOR ARTERIAL IMPROVEMENTS
NEEDED BY THE YEAR 2010
(5)

Some of these improvements would only be required if the pending Mountain House new community is
approved.

(6)

A high-capacity 6 lanes by 6 lanes "urban interchange" is assumed for the junction of Eleventh Street
(Business I-205) and Corral Hollow Road, and MacArthur Avenue is assumed to be realigned north of
Monte Diablo/Third Street through to Grantline Road.

(7)

This cost figure is based upon separate estimates prepared by the Department of Public Works, DKS
Associates, and Psomas & Associates.

Transportation Systems Management. It is unlikely that traditional funding schemes will be
adequate to sufficiently meet the County's projected growth without transportation systems
management strategies. Those strategies include, but are not limited to, traffic, and public transit
improvements, ridesharing, incentives for using bicycling and pedestrian facilities, as well as to achieve
the goals detailed in the Air Quality Management Plan.
TSM Program. The concept of Transportation Systems Management (TSM) programs is to encourage
the most efficient use of existing transportation corridors during peak hour commute periods. TSM
recognizes that large scale investments in highway and transit facilities are often limited by financial
constraints, as well as adverse community and environmental constraints.
TSM programs typically attempt to reduce the portion of the commute traffic that rides alone in an
automobile by encouraging ridesharing (carpooling and vanpooling), the use of transit such as buses
and rail, and other forms of non-auto commute such as bicycling and walking. TSM programs also try
to shift some of the peak hour commute trips to off-peak periods of the work day through the use of
"flex time" work arrangements, which allow employees to arrive and leave at different times during the
day and/or to work nine or ten hour days.
Many of the recent TSM ordinances that have been adopted by cities and counties require all large
employers to survey their employees once each year and then to prepare and submit a TSM plan to
the jurisdiction which must be approved. TSM plans set specific goals, usually expressed in terms of
the percentage of employees who commute to work by single occupant auto, as opposed to other
modes. For example, a TSM plan for a large corporation located in a business park may strive to
reduce the number of employees who commute in single occupant cars by 15% during a one or two
year period.
TSM plans usually require employers to appoint an individual as a full- or part-time TSM coordinator,
who is responsible for distributing information regarding available transit services to all employees,
helping to form car and vanpools, and surveying employees on a regular basis. TSM programs often
use incentives and disincentives to encourage employees to use alternatives to solo auto commuting,
such as providing close-in, convenient parking spaces for those who carpool; giving out employer
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subsidized transit passes; providing bicycle storage racks, or lockers, and shower facilities on-site to
encourage bike commuting; charging parking fees to those who drive alone; and providing van buses
free of charge.
The implementation of TSM policies may require individual developers to modify individual projects to
accommodate TSM-related facilities. For example, as a condition of approval for a large subdivision a
developer may be required to construct and site an enclosed bus stop in a convenient location.
Developers may also be required to provide pedestrian and bicycle paths to facilitate non-auto travel to
nearby services or jobs, or to set aside land for a park and ride lot. Some jurisdictions have required
developers to dedicate a portion of a business park adjacent to a rail line for a future transit station.
Other public agencies such as Caltrans may also be involved in TSM programs. Caltrans may be
involved in ridesharing programs on a regional basis. The agency is also involved through its road
construction activities. When additional capacity is needed on State highways or Interstate freeways,
the agency now considers the possibility of constructing or converting lanes for high occupancy
(ridesharing) vehicles (HOV). Numerous HOV lanes have been built recently in the State, with the
intent of reducing commute times for buses and carpools along congested corridors, although no HOV
lanes have yet been constructed in San Joaquin County.
The adoption and successful implementation of Transportation Systems Management programs will
become increasingly more important during the 1990's, as more stringent air quality control legislation
forces communities to reduce air emissions due to auto commuting. Specifically, the California Clean
Air Act adopted in 1988 requires Air Pollution Control Districts in non-attainment areas to prepare a
plan by July 1, 1991 which will specify how mobile (autos and trucks), stationary (industry), and indirect
sources of air pollution can be reduced to acceptable levels by 1997.
The San Joaquin County Air Pollution Control District estimates that mobile sources of emissions will
have to be reduced by 5% to 10% per year to meet acceptable standards for ozone, carbon monoxide,
and particulate matter by the 1997 deadline. An important part of the required air quality management
plan will be an analysis of mobile sources of emissions, aptly called a Transportation Control Measure
(TCM) Plan.
The TCM plan must include a list of recommended measures; a schedule for implementing the
measures; the potential implementing agencies; and procedures for monitoring the effectiveness of
and compliance with the plan. The County Air Pollution Control District has delegated the
responsibility for preparing the TCM plan to the San Joaquin County Council of Governments.
Ridesharing. Ridesharing services for San Joaquin County are provided by the Council of
Governments under Caltrans. Services are delivered to call-ins and employer outreach programs, as
well as other marketing/informational activities. The goal of the ridesharing program is to serve 130
work sites and process 1,700 applications annually. Employer outreach services are limited to those
worksites within San Joaquin County; however, COG/Ridesharing staff also process call-in applica
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tions from Stanislaus, Tuolumne, and Calaveras counties. In FY 1987/88, the Ridesharing program
processed 1,470. Using a placement rate of 21%, it is estimated that 91 carpools were formed and
541 people placed in ridesharing situations. This resulted in a reduction of 9,843,100 vehicle miles
traveled, 502,200 gallons of fuel reduced, 238 tons of pollutants that were not emitted into the air and a
user cost savings of approximately $4,774,000.
Because of the multi-jurisdictional nature of the clients served, the Council of Governments staff
coordinates with other ridesharing offices including Rides for Bay Area Commuters, Sacramento
Rideshare, and Merced Rideshare.
Park and Ride. To facilitate ridesharing opportunities, Caltrans District 10 has a park and ride lot
program. This program consists of lots owned and maintained by the state, lots leased to the state,
and lots made available by the private sector.
The goal of the District 10 Park and Ride program is to provide facilities throughout the district. District
10 encompasses not only San Joaquin County, but Stanislaus, Amador, Solano, Merced, Calaveras,
Tuolumne, Mariposa, and Alpine counties. In order to achieve that goal, three objectives have been
identified:
•

Implement projects in areas of maximum need.

•

Implement projects affording the maximum return for the dollars spent.

•

Implement projects enjoying local public and political support.

These goals and objectives are used to develop and update the district's five year park and ride Project
Development Program. As new projects are presented, they are ranked according to their compliance
with the goal and objectives. The project with the greatest return is then added to the five-year
program.
There is limited funding for this program which means very few new park and ride lots are planned in
the near future. Generally, one project uses all funds available to the district for each year. Given this
lack of funding, and the increasing need for park and ride lots, the County, local communities and
developers will need to work closely with Caltrans and the Stockton Metropolitan Transit District
(SMTD) to insure adequate park and ride facilities. In the future, more consideration will need to be
given to identifying potential park and ride facilities as part of new developments.
In San Joaquin County, there are four park and ride facilities totaling 148 spaces. Three of the lots are
on state-owned property while the fourth is leased from an American Legion post. According to
Caltrans estimates in December 1987, approximately 103 or 70% of the 148 spaces are regularly
occupied.
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Assuming that all available park and ride spaces (82) in District 10's jurisdiction were occupied daily,
district staff estimate that 11.6 million vehicle miles traveled (VMT) could be saved annually. This VMT
reduction correlates directly to fuel and user savings totaling 613,000 gallons and $3.3 million,
respectively, and pollutant reduction of nearly 600,000 pounds.
The park and ride lot program has the potential of saving users millions of dollars, and the cumulative
impact on state and local government is that park and ride lots, in conjunction with other TSM
programs, can more efficiently utilize existing facilities.
Traffic Flow Improvements. This tactic relies upon various traffic engineering techniques to improve
vehicle operating conditions by decreasing idling time and increasing the speed of traffic. Traffic flow
improvements include signal synchronization, use of one-way streets, traffic channelization,
computerized traffic control, removal of unnecessary signalization and stop signs, and traffic
engineering improvements, such as street widening and addition of lanes. Construction of new routes
such as the Crosstown Freeway also helps to improve traffic flow and reduce emissions and energy
consumption.
The emissions reduction from traffic flow improvements in 1987 has been estimated at 0.055 tons per
day of hydrocarbons, and 0.388 tons per day of carbon monoxide, according to the 1982 AQMP. The
fuel savings from traffic flow improvements in 1987 have been estimated at 433.55 gallons.

3.

PUBLIC TRANSIT

Existing Services. The County provides transit services to the elderly and handicapped. The system,
known as the County Area Transit, does not have regularly, scheduled service but operates in
response to calls for service. In addition, CAT offers general demand response in the unincorporated
areas of French Camp, Lathrop, and Manteca. The County contributes funds to the local transit
districts for service to the nearby unincorporated areas. The County system carried about 61,300
passengers in 1987-88, and an estimated 66,000 in 1988-89.
Public transit services are also available in all six of the incorporated cities as summarized below:
Stockton

Stockton Metropolitan Transit District (general public fixed route, plus
commuter service to Lawrence Livermore National Laboratories) - about
2,649,700 riders in 1987-88 and 2,520,500 in 1988-89
SMTD Dial-A-Ride (elderly and handicapped demand response) -about 47,400
riders in 1987-88 and 49,500 in 1988-89

Lodi

Lodi Dial-A-Ride (general public demand response) - about 75,800 riders in
1987-88 and 77,750 in 1988-89

Manteca

Manteca Subsidized Taxi Program (elderly and handicapped subsidized taxi) about 24,700 riders in 1987-88 and 27,600 in 1988-89
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Tracy

Tracy Trans (general public demand response) - about 47,300 riders in 198788 and 52,600 in 1988-89
Tracy Taxi (elderly and handicapped demand response) - about 14,900 riders
in 1987-88 and 15,500 in 1988-89

Ripon

Ripon Transit System (general public demand response) - about 680 riders in
1987-88 and 670 in 1988-89

Escalon

Escalon Public Transit System (general public demand response,
operated by the Stockton District) - about 9,400 in 1987-88 and a slight
increase in 1988-89.

Needed Improvements. The COG, as the transportation planning agency, is responsible for
undertaking a regional transportation planning process with input from the local agencies. The RTP is
a compilation of several documents, including the County's Five-Year Transit Plan (for CAT); the
Stockton Metropolitan Transit District's Five-Year Plan Update; the local transit plans for Lodi, Tracy,
Manteca, Ripon, and Escalon; and periodic unmet transit needs assessment by the COG.
Provision of transit service depends on the development pattern, the land use densities, the level of car
ownership, and the incomes of the households within a service area. The combination of concentrated
employment centers and higher residential densities makes transit more cost and energy efficient. At
residential densities below 4 dwelling units per acre, it is not possible to economically maintain bus
service, even at one-hour headways. If service were possible, the lengthy duration between buses
would tend to discourage most potential transit riders. At densities of 7 dwelling units per acre, it
becomes feasible to consider local buses running on half-hour headways.1 Given this relationship
between development densities and service availability and frequency, it is understandable why only
Stockton and Tracy have regular fixed route service, and why most services are demand response
Dial-A-Ride (DAR) systems.
Of critical importance over the next 20 years is the improvement of transit connections, not only within
the County, but also the adjacent counties, particularly Alameda. Current traffic volumes result in a
level of service E at the County line along Interstate 205. Continued rapid economic development in
the Tri-Valley region of Alameda County means many more people will be looking to San Joaquin
County for affordable housing and many more commuters will be crossing Altamont Pass. Transit
offers an opportunity to remove some of the cars from the road, thereby reducing congestion, energy
consumption, and air pollutant emissions.
The COG-prepared 1987 assessment of unmet transit needs identifies the following issues to be of top
priority:
•

development of an intercity transit network for the County based on the studies by the
Stockton Metropolitan Transit District and CAT;
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•

for Lodi, intercity service to Stockton, plus Sunday and evening service, shorter waiting times,
and greater publicity about transit service;

•

for Escalon, intercity service to Modesto, plus Saturday service and service to the adjacent
unincorporated areas;

•

for Ripon, driver training programs;

•

for Manteca, wheelchair service and fixed route service within the city; and

•

for Tracy, intercity service to Stockton and French Camp, plus wheelchair service.

The role of the Stockton Metropolitan Transit District is significant in the long-range transportation
system of the County. The District currently provides commuter service to a major employment center,
Lawrence Livermore Laboratories, outside the County. It is the only operation capable of providing
intra- and inter-County service, although funding would continue to a major obstacle. To be effective at
diminishing the number of single-occupant vehicles on the road, the COG, County, and cities will also
need to consider other alternatives, including expanded ridesharing programs, dedicated lanes for high
occupancy vehicles like vans and buses, and rail service.

4.

PASSENGER RAIL SERVICE

Existing Services. Rail passenger service provides an attractive and energy-efficient alternative to
the automobile for intercity travel. Since 1971 most intercity passenger trains in the United States have
been operated under the Amtrak system. San Joaquin County is presently served by four San Joaquin
trains per day, one each way in the morning and evening. These trains run between Oakland and
Bakersfield, stopping in Merced, Fresno, and several other San Joaquin Valley and East Bay cities.
Passenger volume on the trains was about 324,620 in 1987, with slightly more than 10% boarding at
the Stockton station. Bus connections at both ends of the route provide service through to San
Francisco and Los Angeles. The San Joaquin trains which serve San Joaquin County are funded
jointly by the federal and state governments.
In San Joaquin County, the trains stop at the Amtrak station at 735 South San Joaquin Street, in
Stockton. The station is served by SMTD fixed route and dial-a-ride service, although transit service
ends too soon to provide connections with the evening northbound train. Dedicated buses (open only
to rail passengers) to and from Davis and Sacramento connect with the San Joaquin trains at the
Stockton station. One bus each way per day connects to Marysville, Oroville, and Chico. A new
dedicated bus service began in the summer of 1986 connecting the Stockton station with the Tri-Valley
area at Livermore, the Bay Area Rapid Transit station at Fremont, and the South Bay/Silicon Valley at
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the San Jose Caltrain station. The San Joaquin trains also stop at Riverbank in Stanislaus County, a
convenient boarding point for residents in the southeastern part of San Joaquin County.
Potential Changes. Three major proposals, currently under varying levels of consideration, would
have significant effects on rail passengers service in the County. They are generally described below.
•

Abandonment of Santa Fe lines. Santa Fe Railroad is studying the feasibility of abandoning
the route currently used by the San Joaquin trains between Stockton and Martinez. If this
move is made, Amtrak would be required to transfer to the Southern Pacific tracks south of
Stockton at Lathrop.

•

Third Train to Sacramento. Caltrans and Amtrak have been considering addition of a third
train in the San Joaquin Valley with service to Sacramento. Funding, scheduling, and
equipment problems need to be addressed before this service becomes a reality.

•

Bay Area Connection. Recent attention has been given to the increasing number of
commuters who cross the Altamont Pass between San Joaquin County and the Livermore
Valley. Although merely in the conceptual stages, there have been discussions about
extending commuter train service from the Bay Area across the Altamont Pass. No formal
proposals have been made, but the opportunities do exist using existing abandoned rail lines.

The County needs to continue the existing strong support for future passenger rail facilities in San
Joaquin County, and work towards an integrated transit system that relies upon convenient and
frequent intercity and intercounty bus service that will complement rail service.
In the short term period (the 1990's), the goal of the County is to support the development of
multi-modal rail stations in Stockton, Lodi, Manteca, and Tracy. In the initial phase, these multi-modal
stations would house park and ride capabilities coupled with commuter bus and express bus service.
During this period, it is hoped that a passenger rail system would be developed along existing freight
rail corridors that would eventually be upgraded to provide 77 mile per hour direct service to
Sacramento and to the San Francisco Bay Area. The goal for the short term is also to develop a
complementary bus system that would link all communities in San Joaquin County with fixed routes.
This bus service would also be directly linked to airport and rail facilities.
During the second half of the planning period (the first decade of the 21st century), the goal is to
upgrade the rail service between the county and Sacramento, the Bay Area, and Los Angeles to
competitive 125 mile per hour service along existing or new alignments. Within the county, rail service
would offer a significant alternative for commuters.
Bus service would continue to be expanded, to provide access from the smaller outlying communities
in the county and to link the intra-city transit systems. The multi-modal stations in each city of San
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Joaquin County would be upgraded to eventually provide cross platform transfer capabilities, whereby
travelers could transfer from local to regional train/bus systems with a minimum of effort.

5.

TRANSIT IMPROVEMENTS

Table II.C-10 lists the transit improvements that are needed by the year 2010. It should be noted that
the cost estimates for future transit systems are very preliminary and are prorated for San Joaquin
County's proportionate cost, from larger engineering studies and capital improvements programs.
Rail Service. It is anticipated that significant monies will become available in the short term for rail
projects in San Joaquin County. These monies will come from allocations through the rail section of
the State Transportation Improvements Program, from recently passed voter initiatives, and from the
recently adopted countywide one half-cent sales tax for transportation improvements.
Recent legislation (AB 471 adopted in 1989) created the Commuter and Urban Rail Transit Program
and the Intercity Rail Program. The new law specified rules for including rail projects in the Regional
Transportation Improvement Program (RTIP) and the State Transportation Improvement Program. As
defined, Intercity rail projects are to be included in the State program and Commuter and Urban Rail
projects are to be included in the RTIP. Commuter and Urban Rail projects require that local
jurisdictions provide a 50% match of local funds, while 100% of the funding for Intercity projects is
provided by the State and Federal governments.
The San Joaquin County Council of Governments, Stanislaus Area Association of Governments,
Merced County Association of Governments, and the City of Manteca have recently joined together to
nominate the same three projects for the State Transportation Improvement Program:
•

transfer of the San Joaquin AMTRAK train service from the Atchison, Topeka, and Santa Fe
tracks to the Southern Pacific tracks;

•

establishment of intercity rail service into the San Francisco Bay Area over the Union Pacific
tracks; and

•

establishment of a high speed rail system in the Central Valley that passes through or near
the major population centers.

San Joaquin County has most recently submitted a Transit Capital Improvement application package
to the State government, requesting a $3 million track connection between the ATSF and SP tracks in
downtown Stockton; $5.8 million for construction of a Stockton intermodal facility; and $115 million for
track upgrade to 125 mph and construction of additional rail stations.
Passage of Propositions 111 and 117 by the voters in June, 1990 is expected to result in
approximately $300 million being allocated to San Joaquin County for specified rail projects along the
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Sacramento-Fresno and Stockton-Bay Area corridors. In addition, the preliminary expenditure plan
that has been developed for the one half-cent sales tax initiative, passed by the voters in the
November 1990, designates approximately $60 million in sales tax revenues for rail projects, including
multi-model stations.
A policy to establish intercity rail service of 79 mph in the short term, and 125 mph in the long term, will
incur total capital costs in the county in the range of about $500 million (in 1990 dollars). Table II.C-10
contains estimated costs to upgrade rail trackage in San Joaquin County in incremental steps from 79
mph to 110 mph to 125 mph. Additional estimates are also included for four rail stations in Stockton,
Manteca, Lodi, and Tracy and for rolling stock.
It should be noted that several studies are now underway to define and estimate the costs of high
speed rail improvements along corridors linking Sacramento and Los Angeles, and the Central Valley
and the Bay Area. The costs in Table II.C-10 are very preliminary in nature and are "order of
magnitude" estimates only.
Bus Transit. It is more difficult to come up with cost estimates for an integrated bus transit system
which will effectively serve growth anticipated under this General Plan, since operating costs that are
not paid through fare box receipts account for such a large portion of the total cost of running the
system.
Stockton Metropolitan Transit District has not prepared any long range improvement plan which charts
a course over the twenty year planning period. However, the agency has recently prepared a very
preliminary estimate of the total costs of significantly upgrade the existing fixed route bus service in the
greater Stockton area by adding 57 buses and cutting headways (increasing frequency of buses) by
50% during the 1990's. This estimate, approximately $300 million, is included in Table II.C-10. This
high estimate includes operating costs, as well as capital costs.
There are no estimates for bus transit costs to serve the outlying communities. For the purpose of the
accompanying table, these additional transit system costs have been estimated at approximately $50
million over the planning period. All estimates are in constant 1990 dollars.
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TABLE II.C-10
PROPOSED TRANSIT IMPROVEMENTS THROUGH THE YEAR 2010

Cost (1)
Millions

Transit
Facility/Location

Comments

RAIL SERVICE:
(79 MPH SERVICE)
Stockton-Sacramento

$ 6.1

21 miles of track, w/o SP-ATSF connection

Stockton-Fresno

6.5

25 miles of track

Stockton-Oakland

5.5

17 miles of track

Sub-total

$ 18.1

(110 MPH SERVICE)
Stockton-Sacramento

$ 103.5

Stockton-Fresno

104.3
Sub-total

$ 207.8

(125 MPH SERVICE)
Stockton-Sacramento

$ 35.2

Stockton-Fresno

47.0

Stockton-Altamont

70.0
Sub-total

Sub-total: trackwork and
structures for 125 mph

$ 152.2

$ 378.0

6 stations

20.0

8 train sets

10.0

Operations and
Maintenance
Total (125 mph Service)
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TABLE II.C-10 (cont.)
PROPOSED TRANSIT IMPROVEMENTS THROUGH THE YEAR 2010
Transit
Facility/Location

(1)

Cost
Millions

Comments

185 MPH SERVICE
Stockton-Altamont
16 train sets (systemwide)
Operations and
maintenance
Sub-total
TOTAL - All rail

$ 390.0

Trackwork and structures

25.0
130.0
$ 545.0
Approximately $ 1,083 billion

BUS TRANSIT
Countywide bus service

$ 628.0

Assumes intra-city, inter-city, and
inter-regional service

GRAND TOTAL - 125 mph
rail and bus

Approximately $1,116 billion

GRAND TOTAL - 185 mph
rail and buss

Approximately $1,711 billion

Notes:
(1) Cost estimates are in constant 1991 dollars. The cost estimates are very preliminary, and are taken from
various sources, including prorating San Joaquin County's portion of larger rail system estimates. Sources
include, for rail: AB 971 High Speed Rail Study (Parsons, Brinkerhoff, Quade & Douglas, Inc., June, 1990);
for bus: draft SJC Council of Governments Transit Systems Plan (Parsons, Brinkerhoff, Quade & Douglas,
Inc., April, 1992); and draft Measure K Strategic Plan (Parsons, Brinkerhoff, Quade & Douglas, Inc., April,
1992).
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6.

COSTS AND REVENUES FOR MAJOR ROADWAY AND TRANSIT IMPROVEMENTS

Based upon the preceding analysis and estimate of costs for the proposed State highway, freeway,
major arterial, rail, and bus improvements, an assessment can be made of the costs and revenues
anticipated during the twenty year planning period. This assessment of gross costs and the expected
revenues that can be applied to the costs is presented in Table II.C-11.
It should again be noted that the costs and revenues identified in the table are very preliminary. The
costs for the roadway and transit improvements are based upon the existing information, which in
some cases are "order of magnitude" estimates only, and are not based upon specific engineering
studies. The total improvement costs for the County's highways, freeways, and arterials include the
cost of fixing existing problems, as well as adding new facilities to serve growth allowed under the
cities' and County's General Plans.
On the revenues side, Table II.C-11 identifies those sources of funding that the County and cities are
anticipating during the twenty year period, based upon the following sources: revenues from the
increased gas tax and the rail bond measures, approved by the voters in 1990; the assumed approval
of a countywide program of traffic impact mitigation fees (similar to the program now in effect under
County jurisdiction); the revenues from Measure K local one-half-cent sales tax for transportation
improvements; revenues from the recently passed Federal Intermodal Surface Transportation
Efficienty Act (ISTEA); and revenues from anticipated miscellaneous Federal and State transit
operation assistance programs and from fare box receipts.
Table II.C-11 indicates that the anticipated costs of roadway and transit improvements, maintenance,
and operating costs will amount to approximately $3.1 to $3.3 billion over the twenty year planning
period. Revenues over the same twenty year period are anticipated to be approximately $1.74 billion.
Thus, there may be a shortfall in terms of the funds needed for roadway improvements and
maintenance costs of approximately $1.1 to $1.25 billion, if no additional funding sources are identified
during the twenty year period. The shortfall for transit improvements may be much less, up to
approximately $275 million. The latter shortfall is relatively small because a significant amount of State
and Federal funding is expected to be available, in contrast to roadway improvements.
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TABLE II.C-11
COSTS AND REVENUES FOR PROPOSED
(1)
TRANSPORTATION IMPROVEMENTS
(In millions of 1990 dollars)
CURRENT
DEFICIENCIES(2)

PROPOSED
IMPROVEMENTS(3)

TOTAL
COSTS

State highways/Interstates

$ 170

$ 630 - 680 (4)

$ 800 - 850

Arterials

$ 150

$ 500 - 600 (4)

$ 650 - 750

Maintenance (5)

$ 220

$ 270

$ 490

$ 540

$ 1,400 - 1,550

$ 1,940 - 2,090

n/a

$ 540

$ 540

$ 55

$ 575

$ 630

$ 55

$ 1,115

$ 1,170

$ 595

$ 2,515 - 2,665

$ 3,110 - 3,260

COSTS

Sub-totals: roads
Rail Service to 125 mph
Bus Service
Sub-total: transit
TOTAL

REVENUES

Traffic Impact Mitigation Fees (6)
Increase in State Gas Tax (Proposition 111)
State/Local Partnership Program

Revenues Expected

$ 225
265
25

Measure K Local Sales Tax
$ Local roads and maintenance

140

$ Regional road improvements

100

$ Rail improvements

60

$ Other transit improvements

70

$ Grade separations

30

Intermodal Surface Transportation Efficiency Act

120

Rail Bonds

300

Miscellaneous Transit Operation Assistance

275

Fare Box Receipts (bus, rail)

125
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TABLE II.C-11 (Cont.)
COSTS AND REVENUES FOR PROPOSED
TRANSPORTATION IMPROVEMENTS
(In millions of 1990 dollars)

REVENUES

Revenues Expected

Sub-total:

revenues for roads

approximately

$ 840 million

Sub-total:

revenues for transit

approximately

$ 895 million

TOTAL REVENUES

approximately

$ 1.735 billion

TOTAL SHORTFALL:
roads

approximately

$ 1.1 - 1.25 billion

approximately

$ 275 million

transit

Notes:
(1)

Estimates are very preliminary and may not be based upon specific engineering studies (see text). All
estimates are prepared by San Joaquin County Public Works and Community Development Departments,
taken from various sources.

(2)

Includes capital costs of correcting existing deficiencies, plus deferred maintenance.

(3)

Estimates from previous tables, rounded off.

(4)

These costs would be required to serve all twenty year growth projections associated with the seven city
General Plans, and the County General Plan, including the two new communities. If less than three new
communities are approved, fewer Caltrans and arterial improvements would be required.

(5)

The County has an existing maintenance backlog of $113 million, with an annual increase of $7 million. City
estimates for maintenance backlog were calculated using the same percentage of deficit, after factoring in
the difference in lane mileage. The maintenance estimates do not include twenty year rehabilitation and
reconstruction, only maintenance costs, for State (Caltrans) facilities.

(6)

Assumes that all jurisdictions have adopted impact fees similar to those already adopted by the County.
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7.

AVIATION

Airports. San Joaquin County's aviation system presently consists of three publicly operated and
three privately operated airports which are open to use by the general public. In addition, there are
non-public access facilities, including the federal airport at Sharpe Army Depot, private airstrips, and
the hospital heliports. Services offered at the public-access airports include scheduled airline
passenger service and air freight service, airline training flights, military training and support
operations, fire suppression aircraft operations, and agricultural and other general aviation activities.
Table II.C-12 presents operational characteristics of each of the airports in the County.
Stockton Metro. Stockton Metropolitan Airport (Stockton Metro) is located on the southern edge of the
City of Stockton, adjacent to Airport Way, and about four miles north of the City of Manteca. Stockton
Metro is the only airport in San Joaquin County capable of handling large jet aircraft. Two airlines
presently serve Stockton Metro, offering direct flights to and from San Francisco, Los Angeles, and
Orange County with 20 airline passenger operations per day on weekdays, and slightly fewer per day
on weekends. It functions as the airline terminal for San Joaquin County and is used for airline
training, military training and support, and forest and brush fire suppression aircraft operations. In
addition, Stockton Metro accommodates business jets and general aviation aircraft. A number of
corporations which use aircraft in their business activities are located at Stockton Metro.
Because of its size and location, Stockton Metro will continue to play a major role in the County's
aviation system. Surrounded by compatible land use development, the airport should continue to
enjoy commercial air freight and business-related general activities. Since airline deregulation,
however, the airport has not been as attractive to the large jet airliner operations. Prior to deregulation,
commercial airline operations reached a high of 8,500 in 1976, with many of these by large jets. While
the number of operations is slightly greater now, the proportion of large jet airliner operations is lower
(about 3,540 scheduled jet operations in 1986).
Tracy Municipal Airport. Tracy Municipal Airport is located to the southwest of Tracy. Owned by the
City of Tracy, it serves as an alternative to Stockton Metro for business-related aviation, and serves
agricultural and other general aviation activities. The City of Tracy is engaged in a program of facilities
expansion at Tracy Municipal and is actively seeking to attract based aircraft.
Lodi Airport (formerly Lind's Airport). Lodi Airport is located about three miles north of Lodi on State
Route 99. The privately owned airport can accommodate all general aviation aircraft and some
business jets. It is used for agricultural and other general aviation activities. Lodi Airport also
accommodates ultralight aircraft and parachute jumping, which are not ordinarily allowed at other
airports in the County.
Kingdon Airpark. Kingdon Airpark is located about three miles southwest of Lodi and five miles
northwest of Stockton on Thornton Road. Privately owned, it can accommodate small twin-engined
airplanes and other general aviation aircraft and is used for agricultural and other general aviation
activities.
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TABLE II.C-12:
PUBLIC ACCESS AIRPORTS IN SAN JOAQUIN COUNTY

Number
Runways

Main
Runway
Length

Main Runway
Weight Cap
(lbs)

Largest Aircraft Accommodated

Stockton Metro

2

8,650

270,000

Tracy Municipal

2

3,418

12,500

All general aviation; some business
jets.

Lodi Airport

2

3,090

12,500

All general aviation; some business
jets.

Kingdon Airpark

1

4,000

12,500

Light twin-engine craft.

Lodi Airpark

2

2,705

12,500

Single-engine craft.

New Jerusalem

1

4,000

12,500

Light twin-engine craft.

Lost Isle
Source:

Large jet transport.

Sea plane use only.
San Joaquin County Council of Governments, Regional Transportation Plan 1988 Update,
September 1988.

Lodi Airpark. Lodi Airpark is located three miles south of Lodi and five miles north of Stockton on
Lower Sacramento Road. Lodi Airpark is owned by an agricultural service firm and accommodates
only small light aircraft. While nominally open to the public, it provides no services except to its
owner's aircraft.
New Jerusalem Airport. New Jerusalem Airport is about four miles southeast of Tracy. Unlike other
airports in the County, it is unattended and offers no services or facilities for based aircraft.
Agricultural Airstrips. The number of private airstrips, primarily for agricultural activities, has been
increasing in recent years. The 1986 RTP Update identified as many as 30 such facilities. As urban
development encroaches into agricultural areas, the potential for land use conflicts escalates. The
noise, spray applications, and potential safety risks associated with these airstrips are often considered
nuisances by urban neighborhoods. A real possibility is for residents of these developments to seek
an abatement of the agricultural activities or to severely limit their operations.
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Federal Military Airport. Sharpe Army Depot, located between French Camp and Lathrop, has an
airport which regularly accommodates multi-engined propeller driven transport aircraft and smaller
aircraft. It is used primarily for military cargo flights and military aircraft maintenance, as well as for
Army National Guard training flights. It is open only to military aircraft.
The Federal Government has adopted a safety planning advisory document, entitled the Sharpe Army
Airfield Installation Compatible Use Zone Plan (ICUZ). According to the Sharpe ICUZ a portion of the
residential area around Roth Road and Mckinley Avenue, in the community of French Camp, is in an
Accident Potential Zone - 2 (APZ-2). The Accident Potential zones are a reference to safety hazards
due to crash potential and are generally not safe for new commercial or residential construction.
Airport Land Use Planning. The California Public Utilities Code requires every county with an airport
served by one or more commercial air carriers to have an Airport Land Use Commission, whose
responsibility it is to formulate a comprehensive land use plan for orderly growth of the airport and
surrounding area. The San Joaquin County Council of Governments is the designated Airport Land
Use Commission. In assuring comprehensive and appropriate development in the airport environs, the
Commission may also develop height restrictions on buildings, specify land use, and determine
building standards such as soundproofing.
The COG's airport land use plans for each of the County's airports do not establish new kinds of land
use designations but rely on the County's and each city's general plan and zoning ordinances. The
plans identify where airport-related land uses are desirable, where residences and public assembly
facilities are prohibited (in the "Inner Approach Zone"), where public assembly facilities alone are
prohibited (in the "Outer Approach Zone"), and where noise levels will affect the land uses (areas of 60
CNEL and greater). The general plans of the County and the cities must be consistent with the airport
land use plans. The various areas comprising the airport area of influence and the appropriate uses
for each are identified in Table II.C-13. Figure II.C-3 through Figure II.C-7 show the Airport Zone
boundaries and Areas of Influence which have been established for six of the public access airports in
the County.
U.S. Federal Aviation Regulation Part 150 Airport Noise Compatibility Study requires airports to have
noise exposure maps prepared and to identify recommendations to insure land use/noise compatibility
in the airport environs. The study for the Stockton Metro Airport is expected to be complete toward the
end of 1989.
8.

NON-MOTORIZED TRAVEL

Bicycle Routes. The flat terrain, the many rural roads, and the relatively mild weather make San
Joaquin County particularly conducive to bicycle travel. For trips of seven miles or less, the bicycle can
serve as a viable alternative to the automobile. Because the bicycle is non-polluting and energy
efficient, it is an element in the region's multi-modal transportation system, resulting in a more efficient
transportation network.
In order to make roadways safer for bicyclists, the San Joaquin County Board of Supervisors adopted
the “Unincorporated San Joaquin County Bikeway Plan”(2002).

Community Development
July 2002

Volume III
II.C-45

TRANSPORTATION (Cont.)

TABLE II.C-13:
AIRPORT AREA OF INFLUENCE SUBAREAS
Subarea

Definition

Use Guidelines

Airport Building Areas

Terminal areas, fixed base
operator buildings, hangars,
tiedown areas, parking areas.

Airport-related uses, compatible with
high noise levels, such as airport
building, hotels and motels, office,
public buildings, and light industrial
uses.

Other Airport Property

Airport Property not in Airport
Building Areas.

Airport-related uses, compatible with
high noise levels, such as airport
buildings, hotels, and motels, office,
public buildings, and light industrial
uses.

Inner Approach and Climbout
Areas

Areas under primary surfaces and
under approach surfaces (within
4,000 feet of end of primary
surface or 5,000 feet of end of
instrument approach runway).

No use involving a high concentration of
people; acceptable uses include some
agriculture, open space, warehouses,
and storage.

Outer Approach and
Climbout Areas

Areas under approach surfaces of
instrument approach runways
between 5,000 and 10,000 feet of
a primary surface.

No use involving a high concentration of
people; acceptable uses include some
agriculture, open space, warehouses
and storage, residential outside of 65 db
CNEL contour.

Areas Within 65 db CNEL
Contours

Other than airport property and
approach and climbout areas.

No noise sensitive uses or uses that
present hazard to aircraft pilot.

Areas Between 60 and 65 db
CNEL Contours

Other than airport property and
approach and climbout areas.

Most uses, other than schools,
churches, theaters, and auditoriums, if
they do not present hazard to aircraft
pilot.

Areas Under Horizontal and
Conical Surfaces

Other than airport property,
approach and climbout areas, and
areas with 60 db CNEL contours.

Most uses provided they do not present
hazard to pilot.

Other Lands

Areas not in any of the above but
within influence boundaries.

Evaluate for tall structures and potential
bird hazards. Schools must be away
from flight paths.

Source:

San Joaquin County Council of Governments, San Joaquin County Airport Land Use Plan, October
1983.
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The primary goals of the Plan are to:
•

develop a countywide system of bicycle facilities that will provide a safe and convenient
means of transportation for the user;

•

develop adequate physical facilities at the regional and local level for bicycle transportation;

•

develop and support bicycle safety and education programs by local and regional agencies.

Specific routes for bikeways in the Plan may need to be revised as future development occurs. Most
routes in the plan have not been constructed or improved for bikeways. It is important that the County
work closely with the cities, COG, and Caltrans in the coordination of bikeways that will provide an
alternative mode of transportation to the automobile as well as provide for recreation. Bicycle storage
areas need to be located at commercial, employment, and recreation areas. The levees along the
waterways would provide excellent recreational routes.
The highest priority for the construction of bicycle facilities should be given to projects that are
designed to improve the safety of existing facilities.
The bicycle facilities can be funded either with Bicycle Lane Account Funds administered by the State
of California or the 2% non-motorized TDA funds administered by COG, or local transportation funds.

9.

GOODS MOVEMENT

Existing Services. San Joaquin County's location has historically made it an important terminal point
for the shipment of goods to and from the Mother Lode and the San Joaquin Valley. Interstates 5, 205,
580 and State Route 99 carry significant amounts of truck traffic. The Southern Pacific; Atchison,
Topeka, and Santa Fe; and Union Pacific railroads all have lines traveling through the County. Also of
great significance is the Port of Stockton, the west coast's second largest inland seaport. The
Stockton-Baldwin Channel has been deepened in order to allow larger ships to utilize this facility.
These facilities, teamed with the internal movement of goods, particularly agricultural products, make
commodity movement an important economic factor to the County's prosperity. Highlighted below are
some of the areas where improvements are needed in order to maintain efficient goods movement.
Needed Improvements. The following proposals are from the COG's 1988 Regional Transportation
Plan Update.
Charter Way Ramps On and Off SR-99. Charter Way is the primary truck connection between SR-99
and I-5 in Stockton. Freeway off-ramps and on-ramps between Charter Way and SR-99 are of less
than optimal design for large trucks.
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Arch-Sperry Corridor from SR-99 to I-5. The Stockton area has a lack of effective east-west corridors
between SR-99 and I-5. The Arch-Sperry corridor is not useful at this time for heavy truck traffic due to
indirect access between Airport Way and I-5. Traffic volume on Arch-Sperry road between SR-99 and
Airport Way is presently very low but is beginning to see greater volumes as a result of the regional
postal center, the Northern California Women's Correctional Facility, the Airport Business Center, and
other industrial projects. Projected daily vehicle trips in the corridor are expected to total 129,700 at
buildout (Traffic Circulation Analysis for the Stockton Metropolitan Airport Area, June, 1984). Peak
hour volumes are expected to range from 6,170 to 7,980 (Plan Line Study - 1986 Draft).
Crosstown Freeway Off-Ramps at Fresno Street. Fresno Street in the Boggs Tract residential area of
Stockton has a high accident rate for that type of facility and has an 14% truck rate on a segment
designed and built as a two-lane, 24' wide residential street. The Port of Stockton, the government
facilities at Rough and Ready Island, petroleum facilities, and industrial tenants in the area have limited
access from I-5 and SR-99. There are additional access points under I-5 via Washington Street (ADT 3,100), Navy Drive (ADT - 3,250), Charter Way, and Fresno at Charter Way (ADT - 2,680). The
Crosstown Freeway ramps are the busiest with 13,000 ADT. All this traffic must travel through a
residential area to its destination. The traffic counts are expected to increase when the Crosstown is
completed.
SR-120 from I-5 to County Line. This section of roadway has a high accident rate on one segment and
high traffic volumes throughout. Of particular concern is the segment which runs through downtown
Escalon.
SR-120 between I-5 and SR-99 needs to be widened and the interchange with I-5 rebuilt. East of SR99 a freeway is planned to the county line. This would bypass downtown Escalon.
Southern Pacific Railroad Crossing in Manteca. Commodity movement problems in Manteca are
almost exclusively related to rail transportation. The main set of tracks running through Manteca is the
East Line of the Southern Pacific Railroad. These tracks run through the center of the City in a
northwest to southeast direction. Currently, an average of 15 to 18 trains run through Manteca each
day on these tracks. The line is used exclusively for freight transportation including lumber, grain and
containerized cargo.
Many of the traffic problems in Manteca are related to the lack of any separated grade crossing.
Without such a crossing, one train can effectively block all major thoroughfares in both the north/south
and east/west directions. This can in turn cause serious traffic congestion in the downtown area, long
delays on all streets, and make the quick and efficient passage by emergency vehicles very difficult. In
the event that a train were to become disabled or an accident to occur, while traveling through the City,
these problems could persist for many hours.
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The frequency of these traffic tie ups and the potential for an accident will increase over time. The
current number of trains per day is expected to increase to 21 by 1990 and to 31 by 2005. Auto traffic
volumes on Yosemite, the main street affected, will also increase. They are projected to rise from the
current 14,000 vehicles per day to 17,000 by 1990.
Southern Pacific Railroad Crossings in Tracy. The City of Tracy has built up around the junction of two
lines of the Southern Pacific Railroad. These two lines, the Lathrop-Tracy and the Tracy-Martinez,
both run in diagonal directions and meet very near to the center of town. As the population in Tracy
has grown and traffic has increased, this rail movement has created a number of traffic problems.
The problems in Tracy are caused by an inadequate number of separated grade crossings. Currently,
Tracy has only one on East Eleventh Street at the Lathrop-Tracy line. When trains move through
town, long delays and traffic congestion are experienced on all major thoroughfares. In addition, this
presents a potential threat to the public safety as these delays and tie-ups can prevent emergency
vehicles from reaching their destinations in the shortest time possible.
The current situation is becoming increasingly severe over time due to increases in train traffic and
population growth. Currently, approximately eight trains per day run through Tracy. By 1990 this is
expected to jump to 34 and to increase again to 52 by 2005. This increase in train traffic will cause the
number of cars delayed by trains to increase dramatically. On the three above-mentioned streets, 376
cars per day are delayed by trains. By 1995, this number will increase to 3,330. This number could be
even higher depending on crew change locations.
The rapid population growth which is expected in Tracy will have a significant effect on traffic volumes
as well. Current traffic volumes on Tracy Boulevard and Eleventh Street are 12,200 and 12,500,
respectively. These are expected to increase to 20,500 and 16,200 by 1990, and to 30,000 and
29,000 by 2005. In addition, the majority of Tracy's population growth will be to the southwest. This
area will be the least accessible to emergency vehicles if a train has Tracy Boulevard and Eleventh
Street blocked. Close to 8,000 units are already planned for residential developments in this area.
MacArthur Street in Tracy - Grant Line to Eleventh. The City of Tracy currently lacks a direct truck
route between I-205 and the City's eastern industrial areas. MacArthur Drive ends at Grant Line Road
while many industrial facilities are located south of Grant Line. Trucks exiting I-205 heading for these
areas use Eleventh Street through the center of town to reach their destinations. This is a problem for
truckers because the route is much more difficult to navigate than would be a straight road exiting from
I-205. This truck traffic also increases congestion downtown and makes passenger car driving more
difficult. A study in 1981 counted the traffic on Eleventh Street as being 20% trucks. This will become
more of a problem as residential development expands west of Corral Hollow around Eleventh Street
and as industrial development takes place in the east.
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