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CHAPTER ONE

INTRODUCTION
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The typical concept of a wayside park is that of a mere convenience
for motorists. But the view taken here is that wayside parks are not just
a "convenience" - they are an integral element of highway safety. Wayside
parks reduce the number of dangerous stops on highway shoulders, provide a
place for weary motorists to rest, and commonly provide travel information
beneficial to a safe trip.

The purpose of this thesis is to provide criteria and guidelines
as to when and where wayside parks should be provided within the right-of-
way of highways, and as to their scope of development. Since various
classes of motorists, such as long distance truckers, casual travellers,
tourists, or families on vacation, may have differing needs, methods of
best satisfying their needs are provided.

Chapter Two follows a discussion of the history and development of
wayside parks. It examines basic considerations for establishing an effect-
ive wayside park network, including the location and spacing of sites. An
attempt is made to classify wayside parks in relation to the types of high-
ways and kinds of driver services provided. That section leads into an
inspection in Chapter Three of vital factors in the selection of wayside
park sites.

Chapter Four lists and evaluates basic principles governing adequate
design of wayside parks, including facilities to be developed and services
to be provided. Illustrations, layout guides, and likely examples, are also
included.

In Chapter Five, typical fundamentals to be considered in wayside
park development are applied within the context of stopping opportunities
along highways in Manitoba. A survey of motorists® use of five Manitoban
wayside parks is conducted to learn from the successes and failures of

existing developments, and to elaborate on the location and design criteria
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put forth in the previous chapters. In particular, the survey examines
highway travel and stopping patterns of motorists and attempts to deter-
mine who these motorists are, what they need, and how they can be served.

In Chapter Six, the various classes motorists are analyzed in
terms of the conditions under which they drive; the constraints they under-
go, and their needs to stop. An attempt is made to conceptualize a classi-
fication of individuals (a typology), and to utilize it to account in a more
refined fashion, attitudes and judgments regarding stopping.

The analysis of the survey provides criteria, based upon and evalu-
ated by, the information given earlier in Chapters Two to Four. Presented
in Chapter Seven, are conclusions and recommendations derived from the
synthesis of the literature and observational analyses. Included are guide-
lines for meeting the differential needs of various classes of motorists.

A recommended procedure for creating an effective network of rest opportun-

ities, is also put forward.

Today there is an increasing emphasis on, and recognition of, the
need for providing facilities for rest and emergency stops on highways.
The combined effects of higher traffic volumes, increased vehicle ownership,
better roads, and increased leisure time, have created a need for planning
and functional control of wayside stops along the highways. Owners of farms
or residential property along highways are all too often being provided with
an accelerated education in the various types of trespass by an ever increas-
ing number of vehicles and their drivers. This situation naturally results
in the lengthening wall of fences and "no trespassing" signs along highways.
Moreover, parking on highway shoulders with its attendant danger in enter-
ing or leaving the travelled lanes, has long been recognized as a cause of

accidents. As a consequence, it has become necessary to control and
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restrict highway shoulder parking.
In Manitoba, the Provincial Park Lands Act gives authority to the

development of wayside parks:

The government shall establish, develop and maintain
a system of provincial park lands.

In designating any land as provincial park lands, the
Lieutenant Governor in Council, by regulation, shall give
to the designated area a name by which it shall be known
and shall specify, in accordance with the types described
in the regulations, the type of provincial park lands that
the designated area is to be.

For the purpose of carrying out the provisions of this
Act, according to their intent, the Lieutenant Governor in

Council may make such regulations ... describing various
types of provincial lands, including ... wayside parks cee

By virtue of the above mentioned Act, the Parks Branch, of the
Manitoba Department of Tourism, Recreation and Cultural Affairs produced
guidelines for a complete and balanced system of park lands in Manitoba.
These guidelines make the folloéing statement with regards to the signific-

ance of wayside parks:

These are highway-oriented areas designed to serve
transient users and consist of three types depending on
the degree of service provideds Development is phased
and dependent on traffic counts for the section of high-
way being served and on special requirements ... (2)

The preceding statement along with guidelines for location and
development of wayside parks, spell out the intent of the wayside park
class within the provineial park lands system. However, the criteria are

very brief and fall much short of establishing comprehensive policy direct-

1 wThe Provincial Park Lands Act", Statutes of Manitoba, Ch. p. 20
Sec. 12(1).

2 Manitoba Department of Tourism, Recreation, and Cultural Affairs,
Park Branch, Criteria for the Provincial Park Lands System, p. 20.
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ion and do not insure that the intent of this wayside park class is being
met. OSome wayside parks in Manitoba are out-dated, unsanitary, randomly
located; and have dangerous shoulder turnouts. Examples elsewhere in
Canada, also point to the lack of a comprehensive strategy for wayside park
development. Obviously, there is an immediate need for factual information
on the amount and character of wayside park use, as an aid to planning and

the development of policy and standards.

History and Development of Wayside Parks

Wayside parks, as known today, are a modern innovation, but the
principle behind them is as old as the history of man. Even before there
were roads, roadside parks of a sort existed countless of centuries ago.
The development of this phenomenon is illustrated by the following five

exampless

1. In Arabia, North Africa, and Asia, when civilization was still very
young, caravan trails were routed in a manner specifically intended to
connect a series of oases. The important function served by these
oases is expressed by W. Garmhausen as follows:

Here, at these water holes, the traveller exhausted
after a trip over the scorching desert sands might find
surcease from the blinding sun under the shade of green
palm trees. Here he might quench his thirst and repair

his body in preparation for another journey over the
trackless wastes. (1)

2. Records of the Greek historian Herodotus, show that a great road was
built in Egypt through which material was transported for use in the

construction of the pyramid of Cheops. These records also show that

Wo Garmhausen, "Rest Areas on a State Highway System," Parking
Turnouts and Rest Areas, pe 37.
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along this ancient road, temples were built for the convenience of
travellers wishing to rest or worship.

In the days when Julius Caesar ruled his vast empire, the traveller was
provided with a list called an "Itinerarium", which designated the loc-
ations of relief stops along the road.

The existence of caravan-serai: A kind of inn, in the East, where cara-
vans rested at night, commonly being a large bare building surrounding
a court.

In the more recent stage~coach days, taverns and inns provided physical
comfort to the travelling public. But this function was later full-

filled by railway stations in the early days of travel by rail.

It should be emphasized that like the watering places on ancient

caravan routes, wayside parks are modern oases for the weary motorist of to-

day. This idea is well expressed by the title of a 1963 brochure on these

facilities (state of Kentucky): "A House Beside the Road that is a Friend

to Man.™

The need for these roadside stops has long been recognized as shown

by the following statement made in 1949 at the Annual Meeting of the High-—

way Research Board (Washington, D.C.):

There is a strong feeling on the part of the Project
Committee that right-of-way for turnout and rest area
development must be acquired before highway construction
or reconstruction. This implies that driver service
facilities should receive the same careful consideration
in highway design in future years as traffic service
facilities do receive at present.

This thought is, in fact, the main reason for this
report. We cannot continue to design highways as though
they were travelled by vehicles driven by automatons
®wired for light, speed and sound.™ (1)

1 G. Gordon, Parking Turnouts and Wayside Areas, p. 85.
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During the early nineteen hundreds, when motor wehicles began to
crowd other forms of traffic off the main highways, simple turnouts were
first built in the United States as an occasional experiment. The original
purpose behind this initial endeavor was to give the tired motorist the
opportunity to pull out of traffic for a few moments' rest and relaxation.

Indeed, the first wayside parks were simply large turnouts located
on widened shoulder, road fills, or abandoned roads. For instance, in the
late 1920's, Connecticut started developing turnouts on areas of right-of-
way left when sharp curves were relocated. These turnouts already featured
smooth all weather surfaces in the form of sections of the old abandoned
road. An island usually separated moving traffic from vehicles parked in
the turnout. The only problem was that the majority of these "old road"
turnouts were not at scenic locations, nor were they always in locations
where safety turnouts were most needed. As United States Highway Research
Board puts it: "The design, spacing, and capacity of these areas simply
had no studied relationship to traffic whatever."l

Other than on abandoned roads, these "wide spots in the road" in-
cluded at the very most, a picnic table, trash can, and a bush. For the
weary travellers, there was little opportunity to escape from the highway
environment, In most cases, the picnic lunch was eaten merely 3 meters (10
ft.) from passing vehicles. Nevertheless, since this original experiment,
the public's enthusiastic acceptance of this concept has been responsible
for more elaborate facilities than were originally planned, leading to to-
day's modern tourist information centers that have many of the comforts of

home.
Today, turnouts and wayside parks are two types of roadside areas

that perform an essential traffic service. The difference between the two

1 Ibide, pe 67
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can be noted from their definition: (1)

Turnouts = are areas for bus loading, mail delivery, scenic out-
look, and other purposes designed to provide space for
one or more vehicles to park safely outside the through
traffic lanes and shoulders, but within the normal right
of way widthe No facilities, or only very simple ones
are provided. Other names used to describe this type of
area are safety turnoﬁts, mailbox turnouts, and picniec

areas, depending upon the function that the areas serve.

Wayside Parks = are areas providing parking space for several or many

vehicles, and some added facilities such as tables,
benches, fireplaces, water, and toilets, needed for the
safe and convenient use of the area by the public.

Other names used for such areas are rest areas, roadside
parks, wayside rest areas, picnic areas, and picnic

grounds,

There can also be found a hybrid between the "turnout™ as previously
defined and the "wayside park", in the form of a simple parking place, some-
times gravel surfaced, with space for one or more cars, and one or two tables
or benches, This is known as the picnic turnout.

Wayside parks in the United States are often referred to as Rest
Arease It should be noted, however, that the terms "rest area or wayside
park®™ can be interpreteé in more than one way. A. Ditton, Director of Land-
scaping Bureau of the New York State Department of Transportation, emphasizes
this point: ™"The term rest area has various meanings. In our case, a large

parking and picnicking facility with rest rooms located on a controlled

1 G, Gordon, Parking Turnouts and Rest Areas, p. 1
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access facility is a rest area." Ditton differentiates between rest area
and the smaller safety parking areas, trailhead and fishing access parking,
and scenic turnouts that constitute the remainder of roadside parking areas
on the primary and secondary highways of New York State. His definition of
rest areas is thus very restrictive in the sense that it applies only to
freeway locations.

In contrast, this thesis views the concept of wayside parks or rest
areas in its broadest sense, to include not only locations on a controlled
access facility (i.e. freeways); but also locations on less major rural

arterials and rural collectors. Included then are the following two extremes:

1. Rest areas which like those in the past may consist of only a few picnic
tables and trash containers at a shoulder turnout.

2. Rest areas providing complete facilities, including ample parking spaces;
toilet buildings with flush type fixtures, lavatories, hand dryers, and
drinking water; picnic tables and benches; shelters; cooking grills and
fireplaces; public telephones; lighted, landscaped grounds; and the

necessary systems for power supply, water supply, and sewage disposal.l

The concept of wayside park is viewed here in its broadest sense in
order to be able to apply it to a wide variety of roads differing in traffic
character, density, and types of adjacent land use. Such variations in road
type as found in different regions or countries have implications with res-
pect to what a wayside gark should be. For example, in the United States,
where roads noted for their functional efficiency and engineering sophisti-
cation carry heavy traffic volumes; a wayside park is often a very advanced
facility with night lighting allowing it to be used twenty four hours a day,

and provision for an on-site caretaker's house. On the other hand, Prince

1 Highway Research Board, Rest Areas, p. l.
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Edward Island®s Department of Tourism, Parks, and Conservation applies the

concept of wayside park to a situation which 1s at the other extreme:

Facilities at Wayside Parks on country routes will
be limited to a parking area and provision of picnic
tables and refuse containerss This reflects the anti-
cipated small number of users and the intent of the
Wayside Park to offer a stop at a point of interest
rather than an opportunity to stop and rest. (1)

By United States standards, the above stop should not be considered
to be anything more than a parking turnout. In order to overcome this
ambiguity, and to obtain a complete picture of roadside parking areas, the
broad definition of wayside parks is justified. Moreover, it should be
noted that the types of roadside parking areas differ greatly from one coun—~
try to another depending on such factors as the amount of land availsble,
and distances of travel involved. For example, in Greece where there is
very little land left for roadside development and travelling distances are
relatively short, wayside parks do not exist. All that one finds are merely
simple turnouts. Considering that Greece has numerous rest houses along
highways including service stations, restaurants, and shops, wayside parks

are not really necessarye

1 Prince Edward Island Department of Tourism, Parks and Conservation,
Strategy for Wayside Park Development, p. 1l.




CHAPTER TWO
WAYSIDE PARK NETWORK



To avoid such problems as unsanitary, overcrowded, or randomly
located wayside parks, it is necessary to establish an effective wayside park
network.

In the earliest studies of wayside parks under great variations of
climate, topography, prevailing land use, and traffic on main roads of
different regions, one point soon became clear: A logical formula somehow
had to be found for determining where wayside parks should be located to
the best advantage of the travelling public. The search for such a formula,

began with the study of three general types of highways:

Suburban Highways. This is typically a main entrance to a large city or

town, sometimes without adequate shoulder space, and often with curbs and
sidewalks. On such a highway, traffic flows in high morning and evening
tides followed by periods of relatively light traffic. The common problem
here is the instant pile up of traffic that takes place during rush hours
when a bus stops on the travelled way, or a single vehicle breaks down.
Whereas bus and emergency turnouts are necessary under such

conditions, wayside parks on suburban highways are not needed, as a rule.

Heavily Travelled Rural Highways. Beyond the suburbs of a large city,the

network of primary highways has a tendency to form a familiar pattern of
spokes of the wheel. Each of these radial highways carries heavy traffic
which in some cases gradually merges into local traffic at various distances
from the city. Of—in the case of freeways such as the United States Inter-
state System of controlled access highways, the heavy traffic by-passes the
local traffic of towns along the way. For a long distance outside any major
city, weekend and holiday traffic moves in a series of tides — rising to a

high tide when the holiday period begins, followed by a drop, and then
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rising high again in thé returning direction when the holiday ends. Truck
and trailer traffic is usually heavy on such highways.

At main intersections, service turnouts are often needed. As motor-
ists move outward into the open country they tend to look for places to stop
and rest., Thus throughout this zone of heavy traffic, wayside parks tend to
be utilized to a great extent not only on weekends but throughout the week
(the exception being winter time when wayside parks are closed in various
parts of Canada including Manitoba). A noticeable feature of this dense
traffic on primary rural roads is the large use of both turnouts and rest
areas by trucks and trailers entering and leaving the cities in late evening
or early morning. (However, trucks are more commonly found using these fac-
{lities in the United States than in Canada, since many wayside parks in

Canada are not designated for truck use).

Light-Traffic Rural Highways. At a distance still more remote from major

cities, another change takes place. In this light traffic zone, tqrnouts
can be spaced more widelys In contrast, wayside parks are necessary and

desirable in scenic locations where motorists tend to stop in large numbers.

These trends are all relative and vary from one region to another.
For example, in sparsely populated areas, the light—traffic zone may be a
half-hour's drive from the center of a city. But in heavily populated areas,
light traffic on primary hours may be seldom encountered less than two or
three hours' driving distance from city centers. Moreover in certain small
heavily industrialized regions, light traffic zone may not exist at all on
primary rural highways. Similarly, for smaller cities or towns, suburban
traffic types may not exist beyond the built-up center of the communitye.

The study of the general types of highways is crucial for establish-

ing an effective wayside park network, as it has implications with respect



to three important considerations:
Spacing and location of sites
Sizes of sites

Basic types of wayside parks.

Spacing and location of Sites

In determining wayside park locations, many factors must be con-
sidered such as traffic volume, distance between available facilities
(existing or proposed), availability of water and other utilities, clim-
atic limitations; land acquisition costs; topography, and adequate sight
distances for safe entrance and exit. It should therefore be emphasized
that it is obviously impractical and futile to establish a uniform distance
between sites. All that can be said is that a sufficient number of sites
should be planned along the highway to reasonably accommodate the needs for
safety and convenience of the motoring public, and moreover; to encourage
motorists to use them as a safety measure to break long and monotonous
periods of travel. Depending on the limiting factors mentioned above, way-
side parks should be provided so that in combination with other stopping
opportunities at or near cities and at service facilities along the highway,
there will be facilities available for short stops preferably every fifty
to eighty kilometers (thirty to fifty miles). This reasoning is supported
by the American Association of State Highway Officials which states that
"safety rest areas should be provided so that there preferably will be
facilities available for short stops about every one-half hour driving time,
as determined by need!l

For controlled access highways such as freeways, where towns are

1 AASHO, A Guide on Safety Rest Areas for the National System of Inter-
state and Defense Highways, p. 3.
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bypassed, the spacing of wayside parks should not be interrupted because
of the proximity to a town or community. The communities and towns do
not always provide the opportunity for rest and relaxation. Moreover,

the added time required to leave the highway and drive into town often in-
conveniences the motorist. The traveller is thus often inclined to push
on rather than stop. Because of this,towns located near a controlled
access highway should not be regarded as replacing the functions of a way-
side park.

The situation 1s different for non-controlled access highways
since they generally pass directly through cities or towns. On a heavily-
travelled route with towns close together, at least one wayside park site
on each roadway may be desirable between two sizeable towns with adequate
facilities. Facilities should consist of restrooms, parking, water source,
picnic tables, and benches, If the town cannot provide the necessary
facilities, then a wayside park may be placed near the town or perhaps in
the town itself. Since such a wayside park would benefit the town as well
as the highway travellers, an agreement may be reached whereby the Highway
Department (or whoever is in charge) constructs the wayside park leaving

the maintenance responsibility to the town.

In locating wayside parks; it is necessary to avoid conflict with
divergent traffic movements to and from other access connections and to
provide long and clear sight distances for advance warning signs.

Particularly on heavily travelled highways, wayside parks may be
located as pairs, with each site serving one direction of traffic. Such a
pair should be staggered rather than opposite each other so that the site
adjacent to the lanes travelled is reached before that adjacent to the

opposing lanes. This pairing may be necessary in order to avoid the



dangerous situation where a motorist has to cross on—coming traffic lanes
in order to enter a wayside park. Moreover, the proximity of a pair of
sites could have the advantage of reducing operational and maintenance
costss But while it is desirable from an operations viewpoint to locate
wayside parks in pairs, considerations of water supply, sanitary disposal,
topography, etc., should be the ultimate deciding factors.

Location of wayside parks should take into consideration future
changes of the type of road - i.e. the eventuality of a divided highway.
For this case, the wayside park should be located adjacent to the perman-
ent outside lane.

Wayside parks on divided highways should preferably be located on
the right side of the road for traffic safety. In special eircumstances,
wayside parks may be located in a wide median where there is space for
road connections and the necessary separating islands, and where the sight
distance approaching and‘leaving the area are adequate for manoeuvering
between the inner high speed through lanes and the speed change lanes. In-
deed, wayside parks built in a widened median can be advantageous from an
economical viewpoint since one set of facilities can serve both directions
of traffic.

Location of a wayside park at a rural interchange often provides
many benefits as discussed in Chapter Four on Design. OConsideration of
such sites, should emphasize locations within the interchange area in
termms of the most favorable deceleration distances, and provision for the
motorist to return directly to the same through traffic lanes or to head
to the crossroad.

On a highway approaching an urban area, a wayside park may be use-
ful for allowing motorists a short stop for telephoning, map reading and

the like, before entering built up communities. Also, prior to entering
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a city, a wayside park may be desirable in order to avoid rush hour traffic
in unfamiliar territory. This type of wayside park may, in its simplest
form, consist of a separated parking area for only a few vehicles, devel-
oped totally within the normal width of the right—of-way.

Location of a wayside park in the urban area itself, may be justi-
fied on the basis of the need to provide the traveller with information
regarding local traffic routes, visitor and motor services, and historic
and special attractions in the locality. But there may be a parking prob-
lem as in the case of the tourist office in the Manitoba Legislature Build-
ing. Very few wayside parks have been built or are planned for urban
locations. This is not surprising since greater priority should be given
to wayside park locations in rural areas where they are an integral part

of highway safety.

Size of Sites

In determining site locations for a series of wayside parks, a
major problem is that of a choice between development of a large number of
small wayside parks located relatively close together, or a few larger
sites with several groupings of fireplaces, tables and benches, and with
related service facilities, at longer intervals along the highway.

The advantages of fewer wayside parks but larger ones, are as
follows:

1. Where there are fewer sites to be maintained in a given stretch of
road, they are 1essllike1y to be overlooked.

2, With increasing number of travellers accommodated in the area, the
installation of comfort facilities and the provision of water supply,
become justifieds, In turn, the availability of water reduces the
danger of forest fires which is an important consideration for sites

located in wooded regions.



°]_8=.

3. In a large wayside park development, there is a certain strength in

numbers. In particular, park users can police and educate one an-

other.

(But this is not to recommend such a concentration of use as

would wear out say the natural features of the site and result in

its despoilation = The pendulum can easily swing too far that way as

well)

However a large wayside park development can have a major disad-

vantage.

Some people drive out of the city to get away from crowds.

This purpose is defeated if they stop at a wayside park and find more

crowds. In this sense the public objects to large areas.

Preference for a series of smaller but more closely spaced way-

side parks, is mainly based on greater accessibility and convenience to

the motoring public.

However, smaller areas at more frequent intervals have the follow-

ing inherent disadvantages:

1.

20

3.

Small and widely scattered sites require more maintenance than
an equal number of picnic tables, comfort facilities, etc. in
a large wayside park.
For small sites, it may not be feasible to provide flush
toilets, adequate water supply, etc.
Small sized parking areas incfease the unit cost of parking
space provided in the layout. Construction of parking facil-
ities constitutes a major portion of the overall cost of
developing a site. As the American Association of State High-
way Officials point out,
Experience in those states where some such
facilities have been constructed indicates that,
excluding the costs of right-of-way, the costs of

constructing the connections (speed change areas
and roadways) and the surfaced parking space
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vsually represents up to one-half of the site
development cost. (1)

From the above considerations, it can be seen that in the planning
of the total series of wayside parks, the motorist's preference for
closely spaced areas, even if smaller, must be balanced against higher
total costs including those for continued maintenance. To the extent to
which it is feasible or practical, emphasis should be given to a planned
development of a larger number of small to moderate size wayside parks
rather than to fewer bigger areas. 4 small sized wayside park may be one
which limits the parking area to fifteen vehicles. Sizes of sites ranging
from two to five acres should generally be preferred.

However, the objective of a well distributed system of wayside
parks, must fit the conditions and needs of the particular region con-
cerned. The size of a specific site should be governed by the availabil-
ity of land because of terrain (mountainous, rolling, flat), existing
natural boundaries, and also the anticipated number of vehicles to be
accommodated from an estimated traffic volume twenty years from the time
of construction. Topography is a very important consideration for example
in determining the size of a parking area - If space is available without
heavy grading for say ten cars, why should more space than that be pro-
vided at one location?

Whereas terrain and site conditions will often ultimately deter-

mine the size of a wayside park, within certain limits it may be possible
to, for example, develop different size of parking area at a site, poss-
ibly ranging from ten parking spaces to fifty or more. A surplus of land

beyond actual physical needs may be acquired because of the advantage

1 Tbid. 3 Pe h-o
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from economic, operational, and maintenance viewpoints; of having full
parcels rather than several fragments. Moreover, land may be acquired to
serve as a screen or insulation or to protect or display some exceptional
feature, (in most cases, acquiring this surplus land is a good investment,
and it can be easily disposed of later if need be).

The size of a wayside park along the highway should preferably be
one that can be constructed within the normal highway right—of-way. How-
ever if the costs of extra right=of-way for a specific wayside park site
is minor in comparison with other highway costs, consideration should be
given to providing sufficient space to allow for future expansion of the
wayside park should it later prove to be desirable. (Wayside parks in

Manitoba are generally outside the right-of-way).

Types of Wayside Parks

The development of the various types of wayside parks has a
definite relationship to the kinds of roads where such areas are located.
In "Strategy for Hayside Park Development, Prince Edward Island",1 three

distinct types of routes are considered:

1l Provincial routes: In Prince Edward Island, these routes provide

inter-regional connections, and connect major Island points on an
uninterrupted basis. They are all weather roads accommodating
heavy volume and varying types of traffic,

2, Scenic routes: These routes provide intra-regional connections.
|

They are paved and basically approximate the Provineial scenic
drives.

3. Country routes: In general, these are inland rcads which might

not be paved, providing access to points of scenic, natural,

1 Prince Edward Island‘®s Department of Tourism, Parks, and Conser-
vation,
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historical, or cultural interest.

The routes identified above have different implications with
respect to Prince Edward Island's policy guidelines for facilities and
visitors use. For Provincial routes, the guidelines call for fully serv-
iced wayside parks providing a wide range of modern facilities. But for
Scenic routes, the plan is for moderately serviced areas with a limited
range of semi-modern facilities designed to reflect the less intensive
use of the route. Finally, for Country routes, the plan is for minimally
serviced area with a minimal range of non-modern facilities, reflecting
the low number of expected users on these generally unpaved roads, and
the intent of the wayside park to offer the opportunity to stop at a point
of interest rather than to stop for rest.

It is interesting to note that under these policy guidelines, cyc-
lists are certainly encouraged to use wayside parks on Scenic routes - The
rationale being that these routes have lighter volumes of truck traffic
and lower maximum speed limits than Provincial routes. In particular,
such wayside parks service bicycle routes that intersect the motorists'®
Scenic routes (bicycle racks being provided). Similarly cyclists are en-
couraged to use wayside parks on Country routes although facilities in
this case are not specifically provided for cyclists. 1In contrast cyclists
are not encouraged to use wayside parks on Provincial routes due to heavy
traffic volumes which would jeopardize the safety of cyclists.

Also, with regards to safety and convenience, the guidelines stip-
ulate that deceleration and acceleration lanes may be provided for wayside
parks on Provincial or Scenic routes, but that Country routes do not nec-
essitate such extensive provision to maintain an adequate level of safe use.

All these types of designs in relation to highway types, are

essential if highway lanes are to carry traffic safely and to their full



capacity.

Taking into consideration the ideas presented in this chapter,

a wayside park network could be comprised of three basic types described

as follows:

1.

2.

Major Wayside Parks which are required to facilitate traffic

volumes commonly found on Heavily Travelled Rural Highways.
Major wayside park facilities should be based on findings of a
wayside park usage study for the particular area involved (as
discussed in Chapter 5). Generally speaking, facilities should
include a modern rest room, potable water supply, piecnic tables,
information panel and perhaps also the followings trailer dump

station, and pet exercise area.

Minor Wayside Parks which are needed to facilitate traffic

volumes typical of Light-Traffic Rural Highways. Facilities
should again depend on a wayside park usage study for the area
involved. Generally they should include rest rooms, potable
water supply, picnic tables and some landscaping. fit toilets
may be considered in wayside parks on routes with very low
traffic counts.

Minor wayside parks could also take the form of Scenic Over-
looks or Trailhead Parking areas but these special cases are
not limited to any particular type of highway. Scenic overlooks
should be designed for short term use and picnic tables and
cooking grills should not be provided. Trailhead Parking Areas
to service hiking trails that intersect rural highways, should

only provide safe parking off the travelled way (i.e. picnic



3.

- 23 =

facilities should not be included).

Information Centers whose primary function is to dispense

information. At the same time it should offer the services
and facilities of a major wayside park (with the exception
perhaps of picnic facilities). Information Centers should
be located near Provincial/State borders on major traffic
routes, It should provide a qualified personnel offering
provincial/statewide, regional, and local information

relating to tourist needs.



CHAPTER THREE

SITE SELECTION
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The key to intelligent site selection lies in a comprehensive
study of all potential wayside park sites over the whole route between
major control points such as large towns. Wayside parks should be loc-
ated at "climax points" - sites which offer the optimum of safety, use-
fulness, economy, and scenic values. Observation of traffic (including
traffic counts to determine the number and proportions of commercial and
passenger vehicles), and above all, of behaviour of drivers as they
travel and stop along the roadside, will often demonstrate desirable way-
side park locations. This use of the public in selecting sites is essen-
tials It represents a study of human nature which is indeed a most
eritical area of study in the whole field of highway development.

The following should guide site selection (There may be additional

factors under special cases as no two sites are identical):

1. Safety and Economy. Sites should be selected where long clear

sight distances exist or can be economically provided. According
to the Manitoba Parks Branch, highways require a sight distance
of 1000 feet (305 meters) both ways for any driveway. Since
safety is a prime consideration, the ability to provide a safe
entrance and exit must be determined before giving any further
consideration to selecting a particular site. At a road bend, it
is necessary to avoid the inside curve location, as a wayside
park located,outside the curve is more in line with the driver's
normal orientation and could thus be more readily seen. More-
over, crest of hills should be avoided in general due to inade-

quate sight distance and related safety considerations.

2. Natural Amenity. Sites with natural advantages including wooded

areas, streams, lakeshores, exceptional scenic views, and points
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of special interest; are desirable. In fact, the "drawing power"
of any natural features seldom seen in the area may indicate an
exceptional site for a wayside park. Selection of such sites is
often made because the public began to use the area before any
facilities were provided. In certain regions as in Prince Edward
Island, wayside parks can be located not only on those sites
which offer a great opportunity for viewing the panorama of the
landscape or seascape, but also in places which allow for apprec-
jation of the landscape on a more confined; localized scale. By
focussing on these more localized opportunities; travellers are

encouraged to become more involved with the landscape or seascape:

To pick shells or pebbles from a beach, sit beside
a mill pond, stand near or enter an historic site or
building, in short, appreciating the subleties of the
Prince Edward Island landscape through more localized
intimate experiences. (1)

3. Grades. Preference should be given to sites that do not require
heavy grading to provide access from the travelled way. Grades
steeper than about four percent on connecting roadways leading

to or from the parking area, are usually not considered safe.

L. Drainage. Sites should have good natural drainage, requiring

relatively little grading and excavation.

5, Water. The availability of an adequate and safe water supply is
essential for both drinking water and sanitary disposal. (Alter-
natives to obtaining water are discussed in Chapter 4 under

"Hater Supply™).

1 Prince Edward Island Department of Tourism, Parks, and Conservation,
Strategy for Wayside Park Development, p. 8.
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Proximity to City. In general, wayside parks should be located

no closer than half an hour drive (i.e. 50 km or 30 miles) from the
limits of major towns or cities. Similarly, sites within existing
or'potential residential areas, are generally not desirable. A way-
side park which is very close to a city tends to be used almost
entirely by the residents of the eity. By being pre-empted for
local rather than traffic use, such a site tends to become a city

or country park.

Land Values. In view of the cost of land to be acquired beyond the
normal highway right-of-way, sites should be of minimum size in
accordance with topography and the number of people to be served.

In particular, sites should be preferably smaller near suburban areas,
and bigger when remote from population centres because of lower land
values. However, consideration should be given to expansion opportun-

ity.

Land Use Relationships. A wayside park should not conflict with the

surrounding land uses.

(a) Relationship to Residential Properties

| A wayside park should not be located where it would have
a negative effect on scenic views of existing homes, or cause
some other visual or auditory intrusion. For as the New York

Department of Transportation points out:

Experience has demonstrated that nearby residential
property owners resent a roadside parking area in sight
or sound of their homes. Prior approval must be obtained
from the affected area residents before giving further
consideration to locating a safety parking area in such a
situation. (1)

1 New York Department of Transportation, Highway Design Manual.
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Relationship to Commercial Properties

The objectives in providing wayside parks are not compat-
ible with commercial development. A wayside park should not
be located immediately adjacent to roadside restaurants,
service stations, or other private business development, for
any one of the following reasons:
The visual and auditory intrusion caused by such developments
can be detrimental to the experience of wayside park users.
Commercial involvement may attract too many people to the way-

side park and thus may lead to overcrowding.

The scenic view from a wayside park could be adversely affected
by nearby developments taking place, within the panorama of the
landscape.

Regarding commercial establishments, a safety factor is consid-
ered where traffic has to stop for other purposes than to use

a wayside park.

A wayside park located next to a business may create competit-
ion. For example, the opportunity to picnic in this wayside
park location, may result in a loss of potential revenue for

the commercial establishment.

Other circumstances

From thezlandowners point of view, wayside park sites next
to wheat fields, orchards, nurseries, or other crop areas are
undesirable. Similarly, a wayside park adjacent to a cattle
grazing area or a vegetable processing plant may arouse com—
plaints from wayside park users concerning the adjacent land

use,
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One may argue that the situations presented above eliminate
all potentisal sites. However the intention here is basically
to point to certain wayside park locations which are less desir-
able than others (design also influences impact). Obviously;
it is necessary to consider and evaluate all surrounding land
uses (including anticipated changes in adjacent land use) before
locating a wayside park at a particular site.

9. Land Acquisition. Consideration should be given to the cost of

land area to be acquired beyond the normal highway right-—of-way.
Simple turnout sites are usually within the normal right-of-
way widths and thus land acquisition is no problem. However,
"the cost of land outside normal right-of-way is frequently 'the
straw that breaks the camel's back® as far as acquisition of
rest—area sites is concerned."1 The explanation for this lies
in the fact that highway construction or relocation is usually
followed by new developments ineluding service stations and rest-
aurants, raising land costs by several hundred percent. Conse-
quently on the older heavily travelled highways with unlimited
access, it may be virtually impossible to acquire the most
desirable sites by any practical means.2 It should therefore be
emphasized that for the most economical purchase of a wayside
park site, the proper time is when the original highway right—of-
way is being acquired.

By the same token, if the desirability of providing wayside

1 e Gordon, Parking Turnouts and Rest Areas, p. 6.

2 This refers primarily to the situation in the United States, and
has only minor application in Manitoba (Trans-Canada Highway Number One
in some places. )
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parks is studied as the highway design is progressed, then a
minor modification in the proposed highway alignment or profile
in the early design stages, may make it possible to locate a
wayside park at a fine viewing spot or to take advantage of

other outstanding natural features.

10. Other Utilities. The cost of supplying utilities including

electric power and pay telephone service should be considered in

selecting possible wayside park sites,

11. Sewage. The ability to dispose of sewage should be considered.

(This is discussed in Chapter Four under "Sewage Treatment").

12, Maintenance and Policing. The feasibility and economics of

maintenance and policing should be evaluated.

In order to determine the relative safety, convenience and scenic
value of alternate sites, an examination of aerial photographs or ground
reconnaissance is necessary. Large scale topographic maps of the best
choices of wayside park sites should aid the designer in estimating total
cost of the development as planned. Final selection should depend, among
other considerations on cost estimates of a wayside park in terms of the

cost of services provided per visitor accommodated.

Whereas the location of a wayside park should normally be based
on the factors mentioned so far, the location of wayside stops in environ-
mentally sensitive sites (i.e. lake and stream edges, wetlands, areas
deficient in soil, steep slopes, and recognizable wildlife habitats), must
be based on additional site protection criteria.

Site protection criteria relate to considerations for protecting
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the physical or ecological integrity of a particular piece of land.
Certain locations of wayside stops may have disruptive affects on the
environment, i.e. erosion, siltation, poor drainage, etc. Parking areas
improperly located near streams can trigger uncontrolled runoff and
erosion into the water bodies. To overcome this problem it is some-
times necessary to avoid locating wayside stops on the edges of streams
lakes or ponds.l Instead sufficient room should be maintained between
the parking area and the water body to filter surface runoff from the
parking area into vegetation before it reaches the water body. Design

Guidelines for Forest Management2 suggest the following rule of thumb

distances based upon good soil drainage and ground vegetation:

Slope between facility Width of vegetation
and water body strip
Percent Feet Meters
0 50 15
10 90 27
20 130 40
30 170 52

Water courses are commonly bounded by stepped terraces with
easily erodible banks. In a situation where a stream bank is multi-
terraced, an attempt should be made to locate the wayside stop at least
one terrace removed from the stream unless the terraces are extremely
wide and the wayside stop can avoid the streambank. In locating a way-
side stop it is especially important not to disturb either the top or

the bottom points of the slope of the adjacent bank as these are the

1 One can argue however, that with proper planning and financial
resources, this problem of uncontrolled runoff and erosion can be
eliminated.

Design Guidelines for Forest Management, Ontario Ministry of
Natural Resources,; pe 35.
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most critical erosion points.

Soil erosion is also a potential problem in areas of shallow
soils, steep slopes or sandy soils. Generally speaking, location of a
wayside stop in these areas should be avoided.

Where possible, a wayside park should be located on naturally
flat areas in order to prevent destruction of adjacent areas by bulldoz-
ing operations necessary to create level areas. Where feasible, the
removal of topsoil, surface vegetation and stumps by bulldozing should
be avoided since this may create erosion problems. Moreover, wayside
parks should be kept as small as possible, consistent with their funct-
ional operation. In addition, lowland regions which are poorly drained
should generally not be used as sites for wayside parks.

An attempt should be made to keep wayside stop locations away
from areas of rocky ridges and depressions. In such cases, a wayside
park would depend for the most part on fill to achieve acceptable grade.
Where suitable gravel is not available, an alternate site should be sel-
ected to minimize excavation.

Considerations for a wayside park location should also incorpor-
ate an evaluation of existing wildlife, their habitat requirements and
movement as well as the predicted effect of the wayside park upon all
relevant factors of their environment. Every effort should be made to
ensure that the locat;on of the wayside park would minimize potential
conflicts between wildlife and this facility.

One of the most serious problems which may result from the loc-
ation of a wayside stop is the interference with animal movements.
Extensive seasonal movements are characteristic of many species of wild-
life particularly hoofed mammals such as deer, as they inhabit summer

and winter ranges which may be separated by more than 100 miles.l An
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excellent example of these seasonal animal movements concerns a drama-
tic event which was sighted while travelling on a road in the Interlake
region of Manitoba.2 This event took place in the fall when literally
thousands of snakes crossed the road making it an unbearable situation
for motorists. This is obviously no place for a wayside park at all.
Such potential conflicts between wildlife and a wayside park must be
identified and considered early during site selection.

Consideration must also be given to impacts on wildlife of
physical disturbances involving removal of essential components of hab-
itat such as key forage areas; nesting sites, breeding grounds, or
essential escape cover. The location of a wayside park where such dam-

age to sensitive areas will occur, should be avoided.

Aside from site protection, consideration may be given to
locating wayside parks where they could provide visual and psychologi-
cal relief to the motorist. For instance, if driving endless miles
through thick forest cover, a wayside stop at a meadow may be desirable
for helping to achieve a feeling of bursting out into a large opening
(human nature must be taken into account).

Surprisingly enough, even borrow pits which are often kept out
of view due to their unsightliness can sometimes serve as wayside park
locations. Borrow pi?s that are no longer required for maintenance
often pose an erosion problem. But when utilized to serve a future

purpose as a wayside park, not only can the problem of erosion be over-

1 AASHO, Planning for Wildlife, A Design Guide for Wildlife Pro-
tection and Conservation for Transport Facilities, p. 12.

Meeting held with Dr. Styliaras, Department of City Planning,
University of Manitoba, December, 1977,
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come, but they can also become valuable viewing areas. For example,
borrow pits adjacent to existing roads can be graded to provide a

smooth and gentle slope and a wider field of view. Sometimes wildlife
benefits may be enhanced if borrow pits are planted with grasses or
shrubs. Moreover, borrow pits have the potential to become valuable
waterfowl viewing areas in cases where they are flooded due to a high
water table. Such features are often very desirable for a wayside park.
The United States Federal Highway Administration has illustrated some
successful examples of pleasing and imaginative wayside park develop-
ments where a borrow pit lake is designed as an integral part of the way-
side park with irregular shoreline and flat slopes.1 This experience in
the United States should serve as stimulus to those responsible for site
selection.

Another uncommon location for a wayside park but one that is
nevertheless worth considering s where trails off roads have potential
for recreation, wildlife viewing or hiking. In such areas a wayside
park may offer a convenient stopping place for vehicles thereby avoiding
disruption to traffic flows and protecting the site from uncontrolled
access. Care should be taken to locate the parking area where it could
permit clear and easy access to the trails. Access to the trailhead
between parked cars should be avoided.

An attempt should be made to avoid a wayside park location in a
scenic lookout area wh;re its parking facility would interfere with the
quality of the view from the highway. This may be achieved by locating
the parking to one side of the vista thus allowing uninterrupted view

from the highway.

1l

Safety Rest Area Development, FHWA, p. 28.
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Moreover, natural features of aesthetic value including water-
falls, rock outcrops etc., can easily be reduced in value by a poorly
located wayside park: In many cases it is advisable to avoid placing
the wayside park within a natural feature, but to locate it instead at
a short distance away, or adjacent to the feature so that it can be
appreciated from the site or from a short trail.

There are still other considerations but unlike primary controls
such as sight distances and landownerships, they are usually of second-
ary importance. One such secondary control differentiates between
scenic features that can be appreciated from a moving vehicle without
the need for stopping, and scenic features that necessitate a stopping
place. An understanding of the relationship between the speed of a
moving vehicle and the field of view of the driver will aid in site sel-

ection. Design Guidelines for Forest Management describes the relation-

ship as follows:

At 25 miles per hour (hOokm.), a driver's angle of
vision is approximately 100 , focused about 600 feet
(183 meters) ahead of his vehicle. The roadbed occupies
about 8 percent of his field of view, and the roadside
80 percent. The balance is sky.

At 60 mileg per hour (97 km.) the angle of vision is
reduced to 4O~ and the focal plane up to 2000 (610
meters) feet ahead of the car. The roadbed expands to
10 to 15 percent, and the roadside occupies approximately
50 percent of the field of views In flat terrain, the
roadside can be reduced to as little as 15 percent, with
the balance taken up by the sky. (1)

From the relationship described above, it follows that at low
speeds the foreground, middleground, and background may all be perceived

by the driver. By the same token, at higher speeds, the background is

1 ontario Ministry of Natural Resources, p. 6l.
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in focus and the roadside is a blur. The implication for wayside park
location may be as follows: distant scenic view on a high speed road
can be treated as dynamic vista in the sense that it may be perceived
and appreciated while driving. Consequently, a wayside park may not be
necessary in this case. But if on a high speed road, a major scenic
feature is forced into the foreground by other locational constraints,
the most pleasing and safest solution is to treat the view as stationary
rather than dynamic vista and allow people to stop out of the way of
through traffic. Such a spot may be an ideal location for a wayside
parke

Indeed a stationary vista (viewed from a parked vehicle or on
foot) is appropriate to outstanding views, interpreted views (i.e. hist-
oric_feature), and those views which are forced into 900 angle to the
road. Such a secondary control can often dictate the best choice of a
number of alternative stopping places ~ the best wayside park locations
will respond to all primary controls, and the maximum number of second~-

ary controls.



CHAPTER FOUR

DESIGN OF WAYSIDE PARKS
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1. GENERAL OVERALL DESIGN

Wayside parks should be designed to accommodate traffic volumes
projected 15 or 20 years in the future. Possibilities for expansion
should also be incorporated into the design since there are many vari-
ables and uncontrollable factors affecting usage of wayside parks. These
considerations are essential as past experience has shown - for example,
T. Thompson, Highway Landscape architect for the State of Nebraska, notes
the following:

Nebraska built its first 6 rest areas in about 1963,
and since then the guidelines have changed because
usage has been greater than expected. In 1963 design
eriteria was based on 3 to 5% of the A.D.T.* for a 10
year projection. Today we use 11 to 13% on a 20 year

projection. From this you can see why we have had to
go back and remodel and update older rest areas. (1)

Wayside parks should generally be planned only for short term use
by the motorist, and in most cases should not be intended to be used for
overnight parking, camping, active recreation, and waterfront activities.

The real question regarding the development of roadside parks to
include recreational activities, is in the definition of the word recreat-
jon. There are two kinds of recreation defined as "active™ and "passive™.
Consideration of recreational facilities should be limited to passive
recreation only - i.e. enjoyment of a view by provision of benches; the
opportunity to %stretch a leg" through a forest grove, about a historic

site, or the opportunity for photography provided by wildlife trails.

Whereas children's play equipment is ideal (i.e. slide, swing), facilities

* ADT is a common abbreviation for the term Average Daily Traffic,

defined as the average 24~hr. volume, being the total volume during a
stated period, divided by the number of days in that period. Unless noted
otherwise, the period is a year.

1 This was mentioned in a letter personally received from T. Thompson,
dated January 6, 1978.
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for such active recreation as tennis, baseball or golf are inappropriate

for development in any part of a highway right-of-way and should be

ruled out at once. Activities of the latter type usually interfere with

the rest and normal safety functions of wayside park development.

Design Objectives

1. To provide essentials for safe and convenient use by wvehicles. These

include but are not limited to:

(a)
(b)
(e)
(a)
(e)
(£)
(&)

(h)

Clear sight distance at both ingress and egress points.
Avoidance of steep grades in entrances and in driveway design.
Curbs (in larger waysides) or guide posts (in smaller sites.)
Buffer zone separating parked vehicles from moving traffic.
Provision for acceleration and deceleration of vehicles.
Driveways with adequate width.

Adequate turning radii for trucks and recreational vehicles
as well as passenger vehicles,

Adequate number and sizes of parking spaces including provis-
ion wherever possible for the largest type of vehicle being

used.

2. To provide essentials for safe, convenient, and sanitary use by the

travelling public. These should include the following:

(a)
(b)
(e)
(d)
(e)
(£)
(g)

¥ater supply.

Toilet facilities.

Picnic tables and benches,
Fireplaces.

Signs and markers.
Shelters.

Telephones.
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(h) Fences and barriers.
(i) Planting, seeding, and other operations to provide shade

and protect the whole area against erosion.

3s To conserve and make necessary improvement of existing natural feat-
ures of the wayside park, including but not necessarily confined to:
(a) Design of parking area(s), driveways, and footwalks to pre-
vent compaction of soil around grasses, trees, shrubs, or
other ground covers.
(b) Selective removal and pruning of trees and shrubs that inter-
fere with sight distances, exceptional views etc.
(¢) Proper location of wayside park facilities with respect to
streams and lake shores, in order to prevent water pollution

or siltation.

Terms Used

The different terms used in this chapter are illustrated in
Figure 1, Shown is a simple but modern wayside park with a comfort
station, tables and benches. The site covers a land area extending
beyond the normal highway right-—of=way.

The deceleration lane and entrance roadway constitute the facil-
ities for entering the wayside park, whereas the exit roadway and accel-

eration lane constitute the facilities for leaving the wayside park.

Design Principles

The following principles should guide the general overall design

of a wayside park:

1. It is most important to design a wayside park to fit the individual

site. In particular, wayside parks, including their roadway connections,
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should be developed with the minimum feasible disturbance to topography
and existing vegetation. Shade trees and other natural features should
be conserved and protected wherever feasible to increase the value of

the wayside park for use by the travelling public.

2o On heavily travelled highways, exit and entrance connections with
the through-traffic lanes should be designed with appropriate acceler-
ation and deceleration lanes, tapers, widths, curvatures etc. to ensure
safety and freedom of movement on the through-traffic lanes. The
acceleration lane should be long enough to allow large recreational
vehicles to accelerate to highway speed. On divided highways, these
connections and the driveway through the wayside park should be one-way
only.

The surface of the entrance and exit roadways should be differ-
ent from that of the main road in color and texture, to clearly indicate
to the driver, even at night, that he is off the travelled way. (This
however may not be appropriate for winter in some areas.) Particularly
where an entrance to a wayside park is on the outside of a road curve,
this contrast in color and texture is necessary in order to avoid leav-
ing the main road without intent to do so. This idea is in line with

principles regarding shoulder surfaces in general.

3. Initially, an adequate area should be acquired to provide "insulation"
or a buffer between the wayside park and the surrounding property and to

allow additional space for expansion.

L. From the point of view of safety, and auditory and wvisual intrusion,
there should be a buffer strip, minimum of 15 meters, between moving

traffic on the highway and standing vehicles within the wayside

Nevertheless, this outer separation should be just open enogé
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some of the parking area to be seen from the highway, particularly for
police and maintenance patrol. If highway police objects to having a
screen of trees which somewhat hide wayside parks and their facilities
from the road, a low screen planting would help to keep children or

animals from running out into the path of traffic.

5 (a) At those points where a relatively large number of carrier trucks
would congregate, it is often advantageous to physically separate
car parking from parking for trucks and recreational vehicles.
Where space permits, the parking area for bigger vehicles of the
latter type should preferably be of the drive~through type so
that they would not have to back up in order to leave the wayside
park. Consideration should be given to having the parking area
surfaced with a suitable all-weather surfacing.

(b) Where there are separate parking areas for cars and trucks, the
comfort station or toilet facilities should if possible be locat-
ed between the two parking areas in order to avoid pedestrians

crossing a parking area.

The parking schemes illustrated by Figure 2, indicate basic
designs which could be utilized for many site conditions. Nevertheless,
topography or other design controls may necessitate a variation of what
is shown, or may evenydictate a totally different solution. The "linear"
design allows the placement of the toilet facility and picnic areas at
the back side of the parking pavement eliminating any need for pedest-
rians crossing of the parking area roadway. The "parallel" design is
suitable to sites where the "linear" design is not possible because of

topography or other reasons.
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6. Between the entrance and exit connections to a wayside park, the
through=traffic roadway should be posted to prevent motorists from
stopping for other than an emergency. Similarly posts should be erected
on the far-side shoulder of the through roadway to prevent motorists
from stopping on it and walking across the through-traffic lanes to the
wayside park. On divided highways, consideration should be given to us~
ing a fence or other suitable barrier in the median for sufficient dis-
tance to obstruct its crossing by vehicles or pedestrians.

The right-of-way of wayside parks should also be fenced to main-
tain control of access or to prevent commercial encroachment, and to

define the limits of the site.

7. Buildings and facilities should be designed for use by the physic-

ally handicapped to the extent to which it is practical and feasible.l

8. Walks or paths should connect facilities such as toilets and wells,
to each other, as well as to the parking area, in order to allow all-

weather usage.

Site Patterns

The space for a wayside park can be elongated along the highway
as shown in Figure 3a. The gradual widening of the right-of-way is
advantageous in sllowing variations or adjustments in design to con-
serve trees or to fully utilize scenic or landscape values. Moreover
with this shape, the iength of the right-of-way fence or other barrier
can be kept to a minimum. But if not deliberately made oversize, this

elongated pattern may have limited space for development making it

1 One may also be obligated by law to convert, as is the case in
Manitoba.
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inflexible in meeting future needs.

In contrast, the rectangular pattern shown in Figure 3 b is appro-
priate for relatively flat land where scenic views, woodlands, streams,
etc., are not important. However compared to the elongated pattern,
greater length of the right-of-way fence or other barrier is required.
Whereas the rectangular shape may simplify the acquisition of the right-
of-way, the pattern restricts adjustments in design to conserve natural
features,

An irregular pattern may be necessary for locations with uneven
terrain (Figure 3 c¢). An attempt should be made to fit the wayside park
boundary line in relation to natural borders such as rivers, lakeshores,
rock cliffs, or some other natural obstacles. Such an irregular pattern
is useful in facilitating conservation of scenic views and other land-—
scape features. These locations frequently pose difficulty in adapting
facilities to the non-level ground, thereby necessitating special atten-
tion in design.

For site development, heights of cut and fill, widths of pave-
ments and graded slopes, and locations of natural features to be con-
served, are often so varied that best results can be achieved by
preparing a grading plan of the proposed development in relation to
existing ground contours, trees, streams, etce On the grading plan,

planting design can also be shown.

11, CONSERVATION OF NATURAL FEATURES IN WAYSIDE PARKS

In contrast to the turnout which is basically an extension of
the traffic surface, a wayside park includes natural features that need
protection from vehicles and pedestrians. Unless care is taken to pre-

serve desirable trees and other vegetation, shoreline areas, and streams
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within or adjacent to the site, the wayside park would lose much of its
appeal to travellers,

To a large extent, keeping natural vegetation healthy requires
“leaving it alone." Changes to the natural growing conditions, have a
tendency to damage growth. The usage of wayside parks by motorists,

necessitates measures to avoid the following:

1. Compaction of the Soil. Vegetation will be destroyed by compaction

of soil over tree-root areas or under growing shrubs or grasses. Con-
sideration should be given to using curbs, bumper rails, or other
barriers to confine vehicles to driveways and parking areas. Moreover,
well defined gravel or stone walks may be necessary to reduce the poss-—

ibility of pedestrians compacting soil.

2. Harmful Materials. Continuous dumping of wood ashes over tree roots

could kill desirable shade trees., Wood ashes should therefore be cleaned
up and kept away from vegetation. Drainage from fireplaces should be
carefully controlled so as not to destroy plants and certain types of
ground covers, Weed killing compounds should be used with caution since

they kill many plants other than weeds.

3. Fire. Well designed and controlled fireplace locations are essent-
ial in order to prevent ground fires from spreading and killing natural
vegetation. This matter is dealt with later in this chapter under the

subheading Fireplaces.

The location of parking areas, picnic tables and benches, and
shelter, must be considered in order to take advantage of scenic views
of mountains, lakes, etc. In forested areas, heavy clearing of trees is

often needed to open up a fine view. This may have to be followed by
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periodic selective cutting and tree pruning to keep open that same view.
Careful design of wayside park features from which fine views are seen,
is important in reducing the need for subsequent pruning of trees and

removal of young trees,

Water conservation is also of major importance since clean un-
polluted water is vital to humans and wildlife. Picnic tables and fire-
places should be kept a reasonable distance away from streams and lake-
shores to discourage dumping of ashes, garbage, or tin cans. Proper
location of toilets so as not to contaminate water is also essential.

Whenever a site is disturbed by the construction of a wayside
park, it should be mulched and seeded immediately after grading, to avoid
siltation into water bodies,

Any wayside park development which causes pollution of water or

siltation is in fact a public liability and a hazard to public health.

111. ESSENTIALS FOR SAFE AND CONVENIENT USE BY VEHICLES

Entrance and Exit Connections

When undue deceleration or acceleration by vehicles leaving or
entering a wayside park, takes place directly on the highway itself, it
interferes with the flow of through traffic and is often dangerous. To
avoid or minimize these problems, consideration should be given to using
speed change lanes.

4 speed change lane is an auxiliary lane (with tapered areas),
providing for acceleration or decelaration of vehicles entering or leav-
ing the through traffic lanes. The term speed-change lane, deceleration
lane, or acceleration lane refer to the additional pavement connecting

the travelled way of the highway with that of the turning roadway. It
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is important that the speed change lane be of sufficient width and
length to enable drivers to properly manoeuver their wvehicles onto it
and once on it, to make the required change between the speed of oper—
ation on the highway and the reduced speed on the turning roadway.

It is not possible to state definitely where the use of speed-
change lanes is warranted. There are many factors to consider such as
speed, traffic volume, capacity, type of highway, accident experience
etce But in general, speed change lanes are warranted for wayside
parks located on high speed and on high volume highways. Where a de-
celeration lane has not been provided for a motorist to slow down, the
failure of following drivers to brake due to inalertness, has caused
many rear-end collisions. On the other hand; an acceleration lane is
advantageous on all heavily travelled highways where openings between

vehicles in peak hours, are short and infrequent.

Shown in Figure 4 are deceleration lanes and entrénce roadways
constituting facilities for entering a wayside park. A parallel decel-
erating lane as in Figure La needs less grading and paving than the
other types shown. Moreover with this type of design, it is possible
to have a generous length along which a motorist in the through lane may
pull over onto the deceleration lane.

Another method is to combine the entrance roadway and decelerat-
ion lane into a continuous taper as in Figure 4b. This has the advantage
of a smooth alignment which is often appropriate for relatively high
speed. However it is necessarily dependent on signing to reduce the
vehicles' speed for entering the parking area, to a safe speed of say 25
km, per hour or less. Moreover, in comparison to Figure La, a shorter

distance is available along which a motorist in the through lane may
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pull over onto the decelerating lane.

Figure L4c shows a different design for combining the entrance
roadway and deceleration lane into a continuous taper. With this design,
a generous length of roadway can be provided for the necessary reduction
of speed after leaving the through lane. The radius of curve (approxi-
mately 25 meters) at the entrance to the parking area is in accordance
with the desired reduction in speed of vehicles which enter. In compar-
ison with Figures La and Lb, a larger pavement area and greater width of
right-of-way are necessary. However, depending on terrain conditions, a
roadway of this length or longer may be required to develop a suitable
profile for the connection.

Exit roadways and acceleration lanes for leaving wayside parks
are illustrated in Figure 5. A parallel lane with a taper, as shown in
Figure 5a, has the advantage of ample distance for traffic in the
acceleration lane to merge with traffic in the thrcugh lane. However,
with such a shape, some vehicles may abruptly cross into the through
lane immediately beyond the merging end, before attaining adequate speed.

In comparison, an acceleration lane with a continuous taper, as
shown in Figure 5b, desirably makes it possible to attain a greater
speed before reaching the merging end. However, its drawback is a shor-
ter merging distance.

In these Figu;e L and 5 designs of roadways leaving and entering
the through traffic leanes, the lengths of the decelerating and acceler—
ating lanes should be adjusted for the highway design speed and grade as

shown in Tables 1 and 2 respectively.l

1 AASHO, A Policy on Geometric Design of Rural Highways, pp. 351-352.
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Parking Facilities

The ratio of parking spaces for passenger cars to trucks should
depend on the class of traffic; the type of vehicle, and the location
of the wayside park. For example, a highway may traverse an area that
has special recreational, scenic, historical or other jinterest. A large
part of the land may be conserved or developed in a manner that attracts
many recreational travellers. In this case, there may be a very high
ratio of parking spaces for passenger cars and recreational vehicles
(travel-trailer, camping or tent trailer, motor home, etc.) to trucks
and truck trailers.

Conversely, a highway may traverse an area that lacks scenic
qualities and any direct recreational, historic, or other appeal. Its
major function may be to move commercial traffic directly and quickly
from one location to another. Under such circumstances the ratio of

parking spaces may be heavily in favor of trucks.

Suggested dimensions for various parking space arrangements are
shown in Figure 6. Parking stalls perpendicular to the traffic lane
(see Figure 6a) should only be used if a wayside park is designed for
two-way traffic. For one-~way traffic, offset parking stalls, as illus-
trated in Figures 6b and 6¢, would be more practical and easier to man-
oeuver, The angle ofyparking can range from 30° to 60° depending on
the available area layout.

Where the right-of=-way is relatively narrow or where other site
conditions influence the design criteria, the parking area may be elong-
ated, with parking for trucks parallel to the main travel way (Figure 6g).

Car parking may be in the same parking area and may be at right angle



- 5 =

DESIGNS OF PARKING SPACES’

ITH (TS9O
| || D-—l—T E// /L LD
. i(as (v) | (e)

g —— g -
) T s
| [Frucs semct] | = )
(d)
7 1]
gl -—
j 1

DESIGN OF PULI~THROUGH PARKXING
FIGURE 7

777 Da

N

e P, —




- 55 =

(Pigure 6d), diagonal (Figures 6e and 6f), or parallel,

" Parallel parking is also often utilized on a wayside park loop,
removed from the main parking area where there may be picnic tables
nearby.

A summary of the different parking space arrangements illustra-
ted in Figure 6, appears in the accompanying table. The tabulations
are based on an allotment of a 2% meters x 5% meters (9 ft. x 18 ft.)
space for passenger cars and 3 meters x 15 meters (lO fto x 50 ft.)
space for trucks. This summary should guide the selection of a suitable
angle of parking as it indicates for each case; the total width of the
parking area required and the number of vehicles that can be accommodated
per 30 linear meters (100 linear ft.)

SUMMARY OF PARKING SPACE ARRANGEMENTS
(Refer to Figure 6)

Type of Vekhicle Number of
and Angle of Total Widthof|{Vehicles per
Central Parking Paridng Area {30 linear metery
Diagram Rosdway Left Right Meters (£t.) {(100 linear ft.)
o " Left Right
a Two-way Cars - 90 Cars - 90" 21 m. (70 £t.)] 11 n
b One-way Cars - 60° Cars - 60° 18 m. (60 ft.)] 9 9
c One-way Cars 45° Cars - 4,5° 17 m. (56 £t.) 8 8
d Two—way Trucks-parallel Cars ~ 90° 18m (60 £t.)] 2 1
e One-way Trucks-parallel Cars - 60° 16 m. (52 ££.) 2 9
£, Cne-way Trucks-parallel Cars - 45° 15 m. (50 f£t.)] 2 8
£ One-way Trucks-parallel | Trucks-parallel 12 m (LO £t.) 2 2
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If a wayside park is expected to accommodate several truck -
semitrailers or truck - trailer units using the area at the same time,
consideration should be given to an angle-parking arrangement of the
pull-through type, as shown in Figure 7. In this way, these vehicles
won't have to back up in order to exit from the wayside parks. This
parking space arrangement between the two roadways facilitates traffic
circulation, The dimensions shown in Figure 7 are suggested for 450
angle parking for trucks (30° or 60° angle parking may also be used de-
pending on how the stalls fit into the overall loop geometry). Each of
these parking spaces could be used as well by two passenger cars. It
should be noted that this parking arrangement requires relatively larger
paved areas in comparison with parallel parking for trucks as shown in
Figure 6g).

An attempt should be made wherever possible to provide parking
spaces and to design wayside park traffic lanes and curves to accommoi-
ate any type or size of road vehicle,

Parking spaces should be marked by pavement striping wherever
possible to encourage orderly parking and the best possible use of the
available space. Moreover, parking spaces should preferably be level
or on a slight downgrade for vehicles leaving the parking area especi-
ally trucks.

!

1V. ESSENTIALS FOR SAFE, CONVENIENT, AND SANITARY USE BY THE TRAVELL
ING PUBLIC

Water Supply
It is not always possible or feasible to connect wayside park

sites to municipal water supply systems. In such cases wells are

generally necessary to supply the wayside park with water. If a well
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has a low yield rate in comparison to the demand, consideration should be
given to include a storage tank in the water supply system. A storage
tank should be of sufficient size to be capable of supplying the wayside
park for at least a day, with the well pumps out of operation. To
achieve this, it is imperative that the designer be able to make a reason-
ably accurate calculation of the anticipated peak-day water demand.

Experience in the United States indicate that a design rate of 5
gallons (U.S.) of potable water for each person utilizing the rest room
facilities, 1s quite adequate in meeting minimum health standards.l A
recreational vehicle sanitary facility would require additional potable
water. A recreational vehicle of the travel-trailer type, requires an
average of 30 gallons (U.S.) of water when refilling its water storage
tanks and when flusing sewage.2 Estimates of the amount of water pro-
vided for general use around the wayside park should also be incorporated
into the overall water demand calculation.

To reduce costs, consideration should be given to using untreated
water for sprinkler systems ( especially if large areas need irrigation),
as well as holding tank dumping facilities,

Sewage Treatment

The selection of the type of sewage disposal system will depend
on several factors including the anticipated quantity of raw sewage to
be treated, water table, percolation of the soil, availability of land,
and esthetic conditions,

Consideration should be given to the following sewage treatment

systems:

1 Wyoming Highway Department, Statewide Rest Area Study, pe 25.

2 Tbid., pe 25.



l, Joining into a municipal sewer system., This is most advant-
ageous type of design as it requires merely the sewer pipe and manholes
to connect into an existing sewerline or facility. The prime advantage
is the minimal maintenance needed.

2. Sewage treatment plant which may include a polishing pond.
This type of system may be appropriate in locations where an existing
municipal system is not available and where water and electricity are
present or can be brought into the location. In various wayside parks
in the United States, this system involves an extended aeration sewage
treatment process. Whereas this system is effective from the stand-
point of sewage treatment, it is costly and requires an operator to run
and maintain the plant during operation.

The effluent can be discharged into streams or other water
bodies provided it meets health requirements. However with today’'s
growing concern over pollution, policies may emerge requiring stricter
control over the quality of effluent or total prohibition of discharge
of effluent.

To reduce or eliminate water pollution, the polishing pond may
be required for an additional treatment of the effluent.

3. Septic tank with underground drain field. This is a very
popular type of sewage treatment. However it has several disadvant-
ages consisting of very little or no biological treatment of the sewage,
periodical pumping out and disposal of the solids, plugging up the
drain field with solids, and the inability to function when the water
table is high in the area.

The main advantages of this type of system are that it is
cheaper to install than the extended aeration treatment plant, it needs

little or no maintenance when functioning correctly, and it is hidden
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from view resulting in no vandalism or aesthetic deterioration.

he A sewage lagoon. This type of system which is also called
waste stabilization ponds, is inexpensive to install and does not require
significant maintenance., However a major drawback to this type of system
is the amount of area required for the ponds (perhaps one or two acres).
Moreover there are disadvantages in that the ponds may produce offensive
odors (this problem however can usually be overcome with proper location
of the ponds), require fencing, could lead to contamination of the
ground water depending on location, may need weed and pest control, and
possibly maintenance to control erosion.

5. Pit toilet installation. This is often used in smaller way-
side parks without an adequate water supply. Its drawbacks are offens-
ive odor, flies, the necessity of periodic pumping of the pit, and the
general difficulty of keeping it clean and sanitary. The chief advant-

age is the minimal construction cost of this type of installation.

Regardless of the type of sewage disposal system being utilized,
the planner must be able to determine with accuracy, the anticipated
amount of raw sewage to be treateds This figure should be assumed to be
the potable water demand figure (as outlined in the section on Water
Supply), plus the amount of water and sewage pumped at the travel-trailer
sanitary station. (Research by the United States Federal Highway Admin-
istration indicates that on the average 35 gallons (U.S.) of sewage is
dumped by one travel-trailer vehicle).

A sewage disposal which could be of great value to a wayside park

network is the portable rest room facility. This facility could be used

under the following circumstancess

(a) During peak demand, wayside park usage may exceed the
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capacity of existing sanitary facilities. Portable sani-
tary facilities could be brought in to supplement existing
facilities until such time that the latter can be altered

or expanded.

(b) In case of emergency breakdown of an existing water supply

or sewage treatment system.

(¢) As temporary rest rooms at proposed wayside parks where

construction has to proceed in stages.

It should be emphasized that regardless of the circumstances,
the availability of portable sanitary facilities would undoubtedly add
the necessary flexibility for a complete wayside park network.

These portable units could be placed in trailers and pulled
from one location to another as required, or they can be stored in main-
tenance yards when not being used. Manufacturers of this type of facil-
ity, have come up with a very effective design: The toilets for these
units require a minimal amount of water to flush and involve chemical
treatment. The solids are removed from the liquid sewage, treated and
stored in a holding tank. The liquid is chemically treated and recycled.
An important advantage is that this self-contained unit eliminates a
very significant quantity of raw sewage that is generated for example by
the conventional toilet (Whereas 1150 uses of one of these portable
toilets generates 71 éallons (U.S.) of sewage before it has to be pumped
out, the same number of uses of a conventional toilet will generate
approximately 4370 gallons (U.S.) of sewage.l) But while this self con-

tained unit is able to cut down on the quantity of sewage and consequently

1 mbid., p. 29
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of water supply, the sewage is much more concentrated. This sewage can
be pumped into a tank or trailer holding tank, and transported to a
complete wayside park or nearby town to be pumped into the sewage treat-
ment plant. Whereas massive loadings of the concentrated sewage and
added chemicals could have the effect of reduced quality on a small sew-
age treatment facility, research has shown that addition of sewage in
controlled rates would have negligible effect.l

Also available is a similar unit built to replace pit toilets
serving wayside parks. This is a complete unit constructed with its own
shelter and therefore it requires some method of anchoring to the base
to alleviate vandalisme As a trailer comfort station it could include
a utility room between the women's and men's restroom. Or the unit

could be simply a free standing chemical toilet.

Buildings and Related Features for the Physically Handicapped

The greater use of wayside parks has dictated the need for
water~flush toilets. Past experience has shown that toilets can only
be omitted from wayside parks at the risk of the nuisance of having
adjacent land used for sanitary purposes.

An example of a comfort station with added amenities, is given
in Fiéure 8. It should be noted however that the actual size and type
of facilities required, should be based on a wayside park usage study
for the particular area concerned, as discussed in the Survey Chapter.
The building is 12 meters x 12 meters (40 ft. x 4O ft.) and consists
of men's and women's toilets, a rest room, storage and utility room,
lounge, vestibule, and a porch. The women's washroom has four water

closets, two lavatories with hot and cold water, two hand dryers,

1 mid., pe 29.
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dispenser, and purse hooks. The men's washroom contains two water
closets, two urinals, two lavatories with hot and cold water, and two
hand dryers. The rest room has a couch (whereas this is necessary in
case of sudden illness on the road, it is often overlooked by archit-
ects), and a table and chair with a shelf on top. The lounge contains
an information desk to be used by an attendant, several chairs around
a table, a display case, and a drinking fountain. The utility room
contains a furnace and ventilating fan, water heater, water pressure
tank, a water control panel, a utility sink, as well as miscellaneous
electrical controls and storage of supplies. Two telephones are loc-
ated beside the vestibule. The porch contains chairs but this seating
should be omitted if the porch is less than two meters wide. The
porch could also be used for public information purposes (panels could
be mounted on the wall to conserve space).

Aside from it's basic function in providing toilet facilities
and water, such a building is important in providing shelter in case
of adverse weather conditions or an emergency (the porch may do good).

The men's and women's washrooms are located next to each other
to allow a single water line to serve both washrooms for economy.

To enable the physically handicapped to use the toilet facil-
ity without undue inconvenience, one toilet compartment in each wash~
room features a wider stall (117 cm. or 3 ft. 10 inches), wider door
which opens out (mini&um recommended width is 82 cm. or 32 inches),
and a handrail. The extra width of the vestibule conforms to the mini~
mum accepted standard for the handicapped of 60 inches or 153 cm.

Mounting heights of toilet fixtures, drinking fountains, hand

dryers, or other related building equipment, should also conform to
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accepted standards for the handicapped. At specifically reserved park-
ing stalls, ramps are needed to provide suitable access to the building.
This involves eliminating steps on walkways, and providing depressed
curbs (see Figure 9).
The American Standards Association's ASA Standard A117.1 - 1961,
"Making Buildings and Facilities Accessible to, and Usable by, the
Physically Handicapped",’ is a comprehensive standard which includes
much of the vital data required by architects to meet the basic needs L
of the physically handicapped. Some details of this standard, which are o

particularly relevant to wayside park development, appear in Appendix A.

The location of the building should be governed by the partic-—
ular design of the parking area. It is highly recommended that the
building be located in the general "center of population™ and that it
be easily accessible from the parking area(s). In the case of toilets
without sanitary sewers, experience has shown that they must also be
placed at a safe distance from the water supply. Moreover, where toil-
ets are without running water or where a number of multiple toilets are
needed as in a large site, the toilets may well be separate structures
for men and women. Separate pit toilets can be dispersed even in a
small wayside park. However, where the toilets feature running water,
it is more economical to combine the toilets for both men and women in
a single building. |
For reasons discussed in the section on Sewage Treatment, pit

toilet installations should be avoided if at all possible. Unless

traffic density is light, and there is only occasional use of the

1 Published by the National Society for Crippled Children and
Adults, Inc., 2023 W, Ogden Ave., Chicago, Illinois. 60612.
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facility mainly on weekends, installation of a comfort station can be
Jjustified.

It is important that materials and fixtures used in the build-
ing be functional, vandal resistant, simple to operate, and inexpensive
to repair or replace. For example, the interior of a very simple
toilet structure could be designed with smooth concrete floor, central
floor drains, and rounded corners to permit easy and quick flushing of
the whole interior with a hose. Another effective trick of toilet
design is to make items such as ceiling and wall lights in such a way
that they can be fastened into position from the back side of a partit-—
ion wall or ceiling, thereby reducing the possibility of removal from
the toilet room side. If possible, windows in toilets should be above
average reach. Consideration should also be given to using screens
placed on the outside of the windows, or wire-reinforced glass in win-
dows to further aid in preventing breskages.

Since vandalism is often the most eritical problem at remote
unmanned locations, it should be given the highest priority in the de-
sign of all appurtenances at such comfort stations. This problem may
even preclude the use of flush toilets. Furthermore, it may be necess-
ary to specify a metal building to prevent the arson problem. This for
instance proved necessary in the State of Tllinois due to fires which
completely destroyed comfort stations at five different locations.l
The design of a metal!building which is painted brown, closely resemb-
les a wooden building from a distance and appears quite compatible with

its surroundings as the State of Illinois reportse.

1 Ohio Dept. of Highways and Ohio State University, Thirtieth
Short Course on Roadside Development, p. 126,
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Further detail in building design appear in Appendix B.

Picnic Tables

The utilization of picnic tables is the largest wayside park
feature next to restroom facilities. In fact, people often tend to
Judge a major wayside park by the adequacy of picnic tables, not to
overlook that for some, eating on the grass is more pleasurable. It is
therefore necessary to give special consideration for determining a
suitable number of picnic tables. However it should be noted that un-
like other major wayside park features, the number of tables need not
be designed for a 15 to 20 year projection of usage of wayside parks,
but rather for meeting the present anticipated level of usage- The
reason being that tables could simply be added with increasing demand.
The number of tables should be determined by the size of the wayside
park, topography of the site, parking space capacity, park usage stud-
ies of the demand for this facility in the particular locality concerned,
etcs Generally, a ratio of one picnic table for every three vehicles
is recommended.,

Tables should be located where they can be screened from toilet
facilities, traffic noise and other disturbances, by topography or by
existing or planted growth. One argument against placing picnic tables
in small turnouts is the lack of protection against traffic noise and
duste Shade is desirsble where some picnic tables are located. Pole
shelter may be required in dry or treeless regions. Tables should be
kept a reasonable distance apart to allow some privacy and sufficient
room for circulation. It is important to consider table location in
relation to fireplaces in order to avoid smoke and dirt blown by the

prevailing wind.
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Litter containers should be conveniently located in relation to
picnic tables and the parking spaces so as to encourage their use.
Generally, one litter container should be provided for about every three
picnic tables, and as needed to serve the parking area.

A discussion of the types of table and benches and materials

that can be used appears in Appendix C.

Fireplaces
Fireplaces should be featured in wayside parks for that North

American institution called the picnic lunch. Provision of outdoor
fireplaces is necessary, so that if the traveller needs to start a fire,
it will not spread to the woodland. In fact there are those who claim
that the need for wayside parks largely arose from the necessity of con-
trolling fires used by the travelling public.

The emphasis given to fireplaces should depend on the locality
since each geographic area has its own particular problems. For example,
in a farming area there may not be the forest-fire hazard that exists in
other regions. Under such circumstances, outdoor fireplaces may be de-
emphasized in the development of wayside parks. By the same token fire-
places may be absolutely essential on highways through forested Provin-
cial or Federal parklands.

Consideration must also be given to the problem of supplying
firewood. Whereas some could be obtained from natural windfall, this
may not be enough and the roadside picnicker may take the matter into
his own hands to the detriment of the natural woods surrounding the way-
side park. This is something which should be closely watched, but it
can nevertheless be overcome if maintenance people would pile cordwood

at these picnic areas, salvaged from clean up operations along highways.
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In addition, an attempt shou;d be made to persuade nearby service
stations to stock charcoal or wood for sale.

In locating fireplaceé; it is necessary to keep them away from
desirable trees. Moreover, fireplaces should be located so as to pre-
vent smoke or ashes blown by the prevailing wind, from crossing picnic
tables and benches. Around the fireplace, it is also desirable or
perhaps necessary to provide areas of crushed stone or clean gravel as
a precautionary measure against the spread of fires.

The number of fireplaces should be proportional to the size of
the area and the number of people to be served. It is preferable to
provide one fireplace for every two table and bench units serving an
average of four to six persons,

Further details on fireplaces, appear in Appendix D.

Signs
The design of signs should be based on the premise that signing

is primarily for the benefit and direction of motorists who are unfam-

iliar with the particular highway. Signs should have the following

features:

l. They must convey messages that are carefully selected and designed
for easy reading.

2. They must stand out and be effectively displayed so as to enable
motorists to react quickly and properly to the situation encountered.

Variations in wayside park signing from one Province to another

causes confusion to the motoring public. It is therefore essential

that a system of uniform signing including a characteristic uniform

shape, be adopted and universally used throughout Canada, which is not

the case so far.
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Sign installations are an integral component of a highway facil~
ity and therefore must be planned simultaneously with the development

of location and design of wayside parks. In fact, plans for signing

should be analyzed during the preliminary stages of design since "neg-

lect of the correlation of signing and design can result in physical lay-
outs that are plagued with chronic operating difficulties."l

The cost of an up-to-date effective signing system is only a
small fraction of the total cost of a wayside park, and provisions for
sign installations corresponding to superior traffic services should
always be a primary objective. Differences in cost between mediocre and
excellent signs are generally negligible.

Wayside park signs and markers are used for various purposes

such as:

1. Advance warning signs; letting the motorist know when he is within
say 5 kilometers and 2 kilometers nf a site.

2. Signs at main entrances to wayside parks.

3. Historical signs and markers, attracting the motorist's attention
to interesting historical facts concerning the site. Care should
be taken not to block the feature (say, a sculpture) being interp-
reted by the sign.

Lo Incidental directional markers or signs to guide the visitor to the
facilities and fegtures of the wayside park. These smaller signs
should be as simple, legible, and unobtrusive as possible.

5. Printed or typed notices on bulletin boards, for guiding wayside

park users.

1 AASHO, Manual for Signing and Pavement Marking of the National
System of Interstate and Defense Highways, pe 7.
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The common error of oversigning found on many highways
frequently involves numerous signs which are too small or too poorly
designed or placed to achieve the desired purpose. This "incomprehen-
sible sign maze must be avoided."l Visual considerations in signing
should take into account that a motorist on the highway requires 3/10
of a second to focus his eyes on an object. This means that as a
motorist increases his speed, he has to concentrate his vision on less
and less, further and further away. For various speeds, the cone of
vision and the point on which the motorist focuses his attention is
shown as follows:

Point on which the

Speed in Cone of Motorist Focuses His
KM/H (MPH) Vision Attention

LO (25) 100° 183 meters (600 ft.)

72 (45) 65° 366 meters (1200 ft.)
97 (60) 1,0° 488-610 meters

(1600-2000 ft, )

It should therefore be noted that a sign situated for example
at point P in Figure 10, will be seen in some detail by a motorist
travelling at 64 KM/H (40 MPH), but will be hardly recognized by one
travelling over 97 KM/H (60 MPH).2

Wayside park signs, like other highway signs must therefore be
sufficiently large to be read from approaching vehicles in scale with

the highway's design épeed. Moreover, it should be noted that the

number of events that a driver can assimilate at any one time depends

1 Tbid. s DPe 8.

2 P. Connolly, 'Visual Considerations -~ Man, The Vehicle, and The
Highway," in Design Guidelines for Forest Management, p. 149.
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THE EFFECT OF AN INCREASE IN SPEED OF TRAVEL
ON THE MOTORIST'S CONE OF VISION
AND THE POINT ON WHICH HE FOCUSES HIS ATTENTION
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on the speed of travel. More specifically, research has shown that

"for every 27 meters (88 feet) a driver travels at 97 km/hr. (60 mph),
he can handle two events."l The implication of this is that messages
concerning wayside parks, like other highway messages should use a mini-
mum number of signs and words to convey a message. A more detailed
description may be appropriate once the motorist has stopped.

Figure 11 shows advance signs for locations which are suffic-
iently far from the wayside park site, to allow the motorist to read,
assimilate, and stop if desired.

The tree and picnic table shown on the sign are symbolic not
only of shade and rest, but also of a cordial invitation to the public
to use the park. To eliminate confusion between wayside stops and camp-
ing areas, signs for the latter should use symbols for a tent or trailer,
Symbols are preferable to word messages because of the confusion in the
various names given to wayside stops.

The measurements indicated above should be the minimum sizes of
wayside park signs for highways. These sizes are necessary in order that
a wayside park sign will be recognized by an approaching motorist from a
distance of at least 50 meters. A sign indicating a wayside park should
be placed no closer than 100 meters from the entrance road. The maximum
distance from the entrance road should be based on the particular high-
way situation (i.e. volume of traffic, type of road, sight distance, etce )
However, a site with a deceleration lane should have a wayside park sign
reading "Keep Right" with an arrow, at the beginning of the deceleration

lane.

1 Ontario Ministry of Natural Resources, Design Guidelines for
Forest Management, p. 149.
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As a rule wayside park signs should be located on the right
side of the highway, where the motorist is looking for them. However,
on wide expressways or where space is not available, an overhead sign
may be necessary. A wayside park sign in any other location ordinar-
ily should be considered only as a supplementary to signs in the normal
locations. On a multi-lane highway where traffic in the right-hand
lane may block the wview to the right, it is often helpful to locate a
supplementary sign on the left of the roadway.l Signs should be located
where they will not obscure each other or will be hidden from view by
other roadside objects,

Information on wayside park sign color, borders, reflectorizat-

ion, and orientation, is given in Appendix E.

Communications

A communication system may involve telephones, radios, radio-
telephones, or alarms for police protection, operations, and maintenance
needs.

A telephone which is only connected to an emergency switchboard
or police station, is a type of public utility that could certainly be
included in a wayside park. However, general public telephones are
private utilities which may not be allowed on a major highway. The use
of roadside telephones requires a parking space, which along a major
highway, should be separated from the through traffic and provided with
acceleration and deceleration lanes. The costs of such highway appurten-
ances are not justified by the general use of the telephone, despite it

being a facility for the convenience of a few motorists., It should there-

1 United States Dept. of Transportation, F.H.W.A., Manual on Uniform
Traffic Control Devices, p. 19.




fore be noted that installation of telephones, if allowed, could best be
achieved within a wayside park site.

A pay telephone service may be provided at wayside parks where
the phone company is willing to install and operate it at no cost to
the Province. If the wayside park is a considerable distance from a
telephone service line, the provincial highway agency may be requested to
pay the cost of installing a line to the site.

Wayside parks at interchanges may be ideal locations for tele-
phone installations, where the required utility lines are located along
the crossroad.

Suitable locations for telephones may be within the comfort
station where it would be more sheltered, or on the outside walls of
such buildings. Another alternative is to place them in booths located
along sidewalks near the parking area and the comfort station where they
will be most easily accessible to the public. Booths should preferably
be of the standard enclosed type.

Consideration should also be given to providing wayside parks
(depending on the level of service which they provide) with radio serv-
ice between the caretaker's office and mobile highway maintenance units,

regional or central headquarters, and highway police units.

V. OTHER FEATURES

Landscaping
Landscaping should purposely be kept simple limited perhaps to top-

soiling in the picnic area, seeding, and planting of shade trees.
Planting to provide visual separation from the adjacent properties may
be desirable at certain sites. Moreover plantings could serve to part-

ially screen toilets or a storage shed, or to provide protection from
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the winde In a large truck parking area, planting trees in the island
or islands will break up the expanse of paving and enhance the appear-
ance of the area., Major trees requiring little attention after plant-
ing may also be necessary in the median separating the highway from the

parking area.

Provision of Caretaker?s Residence at Wayside Park

Construction of a separate residence for the use of the custod-
ian may be justified at some wayside parks such as those which are
remote and isolated; The provision of a caretaker's residence permits
a caretaker to provide constant supervision of the wayside park. In
this way, crime and vandalism should be reduced, the travelling public
would be assured of better service, and the cost of maintenance may be
reduced in some cases.l

The house should be located within sight of the comfort station
and convenience facilities provided at the wayside park, but at a suff-
icient distance away so that people using the facilities would not
interfere with the caretaker's privacy. Consideration should be given
to erecting a fence for more adequate separation.

For the caretaker's use, a private drive, preferably with a gate
to discourage public access, should form a connection with the parking

area or access to ramps.

Lighting !
¥Wherever possible, interior and exterior lighting should be pro-

vided to permit 24 hour use of the wayside park and also discourage

1 AASHO, A Guide on Safety Rest Areas for the National System of
Interstate and Defense Highways, p. 1ll.
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vandalism. Such lighting may be automatically activated by a light

sensitive photoelectric eye.

Playground Equipment

It is important to provide some playground equipment to allow
people, mostly children, a means to release their energy accumulated
from long hours of travel. This results in a more enjoyable and safe

Jjourney.

Pet Exercise Area

Pet exercise areas could serve to minimize the problem of animal
wastes spread throughout the area. These exercise areas should be pro-

vided at wayside parks where space is not a problem.

V1. EXAMPLES OF WAYSIDE PARK DESIGN

Example — A Major Highway Site

Separate parking for cars and trucks, as shown in Figure 12,
would be appropriate at locations where a relatively large number of
trucks would congregate. On radial highways entering metropolitan areas,
or at points approximately halfway between cities, there is evidence
that a large number of truck drivers pull off, on any available roadside
space, for a waiting rest in order to arrive at their destination at the
proper time of day. Moreover truck drivers like to stop at precisely
the same location to exchange infoimation. Thus there is a need for way-
side park locations patterned for such truck stops.

In Figure 12, a centrally located comfort station features runn-
ing water, flush toilets, and a lobby with sufficient space to permit a
display of travel information. A buffer excludes access to the wayside

park from adjacent property.
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WAYSIDE PARK ON MAJOR HIGHWAY

FIGURE 12
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Example = In Scenic Area

Figure 13 shows a wayside park located to take advantage of
groups of shade trees, a stream, and scenic view from the parking area.

A footbridge leads to the picnic tables and possible barbeque
grills across the stream. The toilet is partially hidden behind trees.
1In addition, footwalks protect the grass and ground cover from damage
by pedestrians, and they connect the various facilities - i.e. the

parking area with the toilet and well.

Example = At an Interchange

A wayside park location at a crossroad with low traffic volume,
as shown in Figure 14, has the following advantages:

l. There is a saving in cost, since the interchange location eliminates
the need to construct "on" and "off" access ramps, and also elimin-
ates duplication of facilities necessary for opposing lanes of
traffic.

2, Wayside park users at the interchange would often be near occupied
areas including businesses or homes along the crossroad, thereby
enabling them to obtain help when needed, which would come via the
crossroad.

3. By virtue of its location near the crossroad, it is often possible
and feasible to install a telephone at a wayside park at the inter-
change where the necessary utility lines are already located along
the crossroad. Other public utilities such as electricity are also
more likely to be available at the interchange.

Les Policing and maintenance problems would be minimized because of four-
way accessibility.

5 Large amounts of land area are already available and underused.



WAYSIDE PARK DESIGN AT A RURAL INTERCHANGE

FIGURE 14
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Design Guideline:

The wayside park should be located in the
- quadrant adjacent to the exit ramp. This is
~usually more desirable than a location in the
opposite quadrant. A location in the quadrant
next to the entrance ramp would require traffic
from the main road to turn left from the cross-
road in order to enter the wayside park. This
-left turn across the path of on-coming traffic
creates greater interference than the location
shown in Figure 14. In the plan shown, traffic
from the main highway would enter the wayside
park by a right turmn and exit by a left turn
from a stopped position at the entrance to the
crossroad. ' :

Eeatures:

1. This single wayside park serves traffic in both directions along the ‘
highway and crossroad.

2., Benches and tables are placed as far away from noisy traffic as possible.

3. Play area is closer to main traffic. _
Lo Thick buffer is on the right to screen highway nuisance.

5. Fairly thin buffer strip between parking area and crossroad in order

to leave as much quiet and scenic space deeper in behind the parking
area. ’

6. A single building located reasdnably near the parking area provides

separate toilets for men and women. In comparison with separate buildings,

this provides public convenience and simplifies sanitary maintenance.
tool storage room is located between the two toilets,

7. The right—of-way boundaries are protected by a barrier-hedge or fence.



The disadvantages of a wayside park location at an interchange

are as follows:

1.

2.

3e

beo

5

Any additional entrance and exit connections, especially along ramps,
may interfere and retard the normal traffic flow, thereby decreasing
the effectiveness of the interchange areas. Accordingly, wayside
parks should not be located where expected ramp traffic volume is
high,

These locations often have noisy and busy traffic which could dis-
turb wayside park users.

In order for a wayside park located at an interchange to be used
effectively, extra signs must be provided, resulting in additional
signing problems in areas which are already difficult to adequately
sign. Moreover, it is pecessary to indicate to drivers the way to
proceed to the crossroad, or to return to the main highway.

The limited space between interchange roadways may not have the
desirable speed - change distance to meet the standards normally used
for design on major highways. The distance travelled along the exit
ramp, may be considered to be a part of the deceleration distance,
and a significant reduction in speed-change distance for acceleration
may have to be to%erated.

Interchange locations also pose a minor inconvenience to the motor-
ists -~ perhaps two to four minutes in terms of time necessary to
reach the wayside park from the highway exit ramp or to return to the
travelled way. However this is insignificant when put in perspective

with other considerations.
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V1il. CONCLUSION

Wayside parks should be designed with emphasis on safety and
withdrawal from high speed driving. Elements should tend to slow the
pace of the motorist, physically and emotionally. The transition
should lead to a passive environment. Conducive to this, are facilities
for rest and comfort, walking, and picnicking.

If a wayside park is properly designed, it will operate in a
safe manner with a minimum of supervision. This means that pavements
have proper sight distances, entry and exit to the wayside on a major
highway is via acceleration and deceleration lanes, walks and paths have

easy grades, signs are provided as needed, etc.



CHAPTER FIVE

THE SURVEY
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1. BACKGROUND AND OBJECTIVES

This study attempted to determine what role wayside park devel-
opments should play in providing routine stopping opportunities for the
travelling publico The study centered on five‘Manitoba wayside parks
west of Winnipeg (See Fig. 15): Norquay, Seton, Hargrave and Kirkella
which are all located on the Trans—Canada Number One Highway, and Keyes
wayside on Highway Number Four (Yellowhead route).

The major objective of this study, then, was to examine highway
t:avel and stopping patterns. Such information is necessary for an
evaluation of existing wayside parks in Manitoba, in terms of the funct-
ions they are presently serving and those which they should ideally
serve. Specifically, the data obtained can be used to help answer three
important questions:

1. Are the existing wayside park facilities frequent
enough on the routes studied?

2, Are the existing facilities adequate to meet the
needs of the travelling public?

3. What types of facilities are needed?

The study consisted of three separate research phases:

1. a visual survey through the case study areas.

2. questionnaire conducted through personal interviews
with waxside park users.

3. traffic ecounts to determine the average percent and

types of highway traffic entering a wayside parke.

1l. A VISUAL SURVEY THROUGH THE CASE STUDY AREAS
The essence of a good wayside park lies in the orderly control of

vehicles by appropriate barriers such as local timber, as shown in Figure
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1l6a, (Hargrave wayside). A restful atmosphere results from the studied
relation between vehicles, tables and benches, fireplace, and other
service facilitiese

On the other hand, if vehicles and pedestrians are scattered
"all over the place'", the wayside cannot be kept clean, and the driving
of vehicles over tree roots could destroy all the trees in the area.
This point was obviously taken into consideration in the design of Seton
wayside, where guide posts outline the roadways and parking area (See
Figure 16b).

Order in arrangement of driver service facilities can be found
not only at the waysides which feature one large parking area (Figure
1l6a and 16b), but also at Norquay wayside, where a circular drive leads
to individual parking spaces for vehicles, with nearby table, bench, and
barbeque grill units (Figure 16c¢).

Norquay wayside (located in the median of a divided highway),
and Hargrave and Kirkella waysides (both on 2-lane, two~way highway),
shown in Figures 17 (a-c), have a major weakness: They all lack accel-
eration and deceleration lanes despite the fact that they are all loc-~
ated on the heavily travelled Trans-Canada Highway Number One. Travel-
lers have voiced strong complaints that this hinders safety and freedom
of movement on the through traffic lanes. Furthermore, since there is
no pairing of waysides, one for each direction of traffic, motorists
often have to cross oA-coming traffic lanes in order to enter a wayside
park - a dangerous manoeuver on this route. In addition, the shoulder
turn into Kirkella wayside, as shown in Figure 17c¢, is too difficult

to negotiate especially for big vehicles.
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Figure 16,

Orderly Control of Vehicles.
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Figure 17. ILack of Acceleration & Deceleration Lanes.,
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In cases where wayside park facilities were poorly kept, vandalism
was high. One example of an inadequately maintained facility was at Norquay
wayside. vDue to filthy outhouses, broken toilet seats, and lack of toilet
paper, people chose to relieve themselves behind the building (See Figure 18a).

Lack of running water to wash hands or dishes was anqther serious _
deficiency at Norquay wayside, contributing to misuse or abuse of‘the area.
Without a doubt, the small percentage of the travelling public that tends to
be very messy in its habits (See Figure 18b); can best be controlled by pro-
viding modern, well-maintained facilities.

A perfectly adequate barbeque grill in scale with park-like sur-
roundings is shown in Figure 19a. Such simplicity and economy of design, is
necessary to conserve fuel and encourage small efficient cooking fires.
These grills, cordwood (See Figure 19b), and tables, were greatly utilized
at the waysides studied, and users commonly demanded that more tables should
be provided for mealtimes,

Figure 20 shows a picnic shelter which is ideal for protection from
the elements. It is highly utilized at Hargrave wayside especially during
rainy dayse.

Internal signing providing brief clearly worded travel information
and regulations governing the use of the area (Figure 21), has been found to
be ver& effective.

In Figure 22, existing trees are well utilized to provide shade and
some privacy in the public area (Figure 22a), or to partially hide the toilet
as in Seton wayside (Figure 22b).

Historical displays or monuments as shown in Figures 23a and 23b (at
Hargrave wayside and Kirkella Information Plaza re5pectiveliL provide enjoy-

ment for wayside park users, and contribute to Manitoba's cultural heritage.
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Figure 20. Picnic Shelter.

Figure 21. Internal Signing,
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Figure 22. Trees for Shade in Picnic Area (Upper), or for
Partially Screening Toilets (Lower).
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Kirkella Information Plaza, shown in Figure 24, is a wayside
park combined with an information centre. It welcomes the east-bound
traveller from Saskatchewan and bids farewell to the west-bound travel-
ler on Trans—Canada Highway Number One. The travelling public appreci-
ates such pleasant clean wayside parks perhaps more than many of the
services provided by highway departments. Good public relations like
these are worth more than the relatively small cost of a few wayside
parks.

At such a provincial border location, travellers stop for orien-
tation and plan their trips in a manner that is beneficial to a safe
Journey. Wayside parks in general, and information centers in particu-
lar, are excellent facilities for communicating with the travelling
publice Indeed with properly located sites, the need for an extensive
public highway communications system could be greatly reduced.

Kirkella Information Plaza could be improved by providing motor-
ists with an opportunity to telephone for dining or lodging reservations
if so desireds 1In addition; the area lacks benches outside the trailer
information unit which could be used to study or read the informational

literature which they receive.
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Figure 24. Kirkella Information Plaza.
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111, THE QUESTIONNAIRE

The questionnaire (See Appendix F) was designed with the follow-
ing goals in mind:

1. To determine the actual stopping patterns followed by
travellers = i.e. the frequency of stopping in terms of
distance and time, the length and purpose of stops, and
the types of places used for stops. Also, to find the
extent to which wayside park facilities are utilized for
Yatypical"™ reasons - i.e., overnight stops.

2, To obtain a profile of wayside park users in terms of
their type of trip (day or overnight), their party size,
purpose of trip (pleasure versus business), and average
distance travelled per day.

3. To get opinions of wayside park users on the adequacy of
wayside park facilities, road signage for wayside parks,
and the present number of wayside parks on the routes

studied.

A total of 136 questionnaires were conducted through personal
interviews with wayside park users.

It was felt advantageous to categorize wayside park users into
two groups for the purpose of analysis: those whose home is in Manitoba,
called the "In-Province"; and those whose home is outside Manitoba, the
"Out—-of=-Province.” The reason for this categorization is that merely
examining wayside users as a whole, may not describe the complete pict-
ure as wayside park users may indeed be composed of distinct groups
with different patterns of behaviour. For similar reasons, the five way-

side parks were treated separately as well as in whole,
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Methodolegy for Determining the Average Distance and Time Between Stops

It was decided to express the frequency of stopping not only in
terms of distance, but also in terms of time, as it is not only the
distance one has to cover that must be considered but also the time it
takes depending on the speed with which one travels.

To obtain the average distance between stops, wayside park
users were asked where they spent last night, and where they stopped
along their route so far the given day. The distances between the stops
could then be determined from a map. The average distance between stops
was then obtained by dividing the total distance between stops by the
number of stops that were made. This procedure was based on the assump-
tion that the route taken between one stop and the next is the route
that one normally takes (i.e. the most frequently travelled route between
these two points and usually also the shortest).

To obtain average length of time between stops, wayside park
users were asked to indicate their average speed of travel. By knowing
the distances between stops and the average speed, the average time

could readily be obtained.

The Findings

(i) Distance Dimension

Table 3, shows the average number of kilometers (miles) travel-
led from one stop to the next. It indicates that wayside park users as
a whole stop every 184 km. (114 miles), and that the In-Province users
stop more frequently (every 132 km. or 82 miles) than the Out-of-Prov-
ince users (every 204 km. or 127 miles). In-Province users at Norquay
wayside show a significant variation from the above mentioned averages

but a further examination of these users shows that many of them spent
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the previous night at Norquay Beach campground located across the road or
in Winnipeg and thus the distance travelled was much less than average.

The distribution of distances travelled between stops is dis-
played in Table 4, Distances travelled between stops for wayside users
as a whole, fall most frequently in the ranges of O to 49 miles or 79 km
(23.9%), 50 to 99 miles or 81 to 159 km (23.0%), and 100 to 149 miles or
161 to 240 km (20,0%)s A significant percentage of wayside users (17.3%)
also travel an average distance in the neighborhood of 150 to 199 miles
(242 to 320 km).

Table 5 shows the average distance travelled between former stops
and the wayside. The results are very similar to those in Table 3 with
users as a whole stopping at the wayside park after driving for 185 km
(115 miles) on the average. Again, Out-of-Province users drive a longer
distance (211 km or 131 miles) than In-Province users (13L km or 83
miles), before pulling into a wayside park.

The distribution of distances travelled between previous stops
and the wayside park is revealed in Table é. This shows that motorists
most commonly drive non-stop for O to 49 miles or 79 km (23.0%), and 50
to 90 miles or 81 to 145 km (23.8%), before stopping at a wayside. The
remaining percentage of 53.2% accounts for wayside users who travel 100

miles (161 km) or more before entering a wayside.

(ii) Time Dimension

Table 7 shows that wayside park users as a whole tend to stop
on the average every 1 hour and 55 minutes. The In=Province users
travel for shorter time periods (1 hour 23 minutes) than the Out-of-Prov-
ince users (2 hours 8 minutes). These shorter time spans for In-Province

users are also evident for each wayside with the exception of Kirkella



wayside,

Table 8 shows that the distribution of average time spans be-
tween stops for wayside users as a whole, peaks between the O to 59
minute interval (30.5%). The 1 hour to 1 hour 59 minutes, and the 2
hours to 2 hours 59 minutes intervals, rank second and third with an
overall percentage of wayside users of 25.4% and 22,3% respectively.
But for time spans of 3 hours or more, there is a sharp drop in percent-
age of wayside park users (21.8%).

Table 9 shows that wayside park users overall, drove non-stop
for an average of 1 hour and 56 minutes before entering a wayside park,
and that Out-of-Province users are in less of a rush to stop at the
wayside park (averaging 2 hours 13 minutes) than In-Province users (1
hour 23 minutes). These time spans are very similar to those for stop~
ping in general as found in Table 7.

Table 10 shows that the distribution of average time of contin-
uous driving before hitting a wayside park, peaks for the interval of
less than 1 hour (30.9%), in conformity with the trend for length of
time of continuous driving between stops in general as found in Table 6.
A significant percentage of wayside users (26.8%) drive non-stop in the
neighborhood of 1 to 2 hours before pulling into a wayside park.

But continuous driving for 2 hours or more immediately prior to
entering a wayside park is less common among wayside users in general,

f

accounting for a combined percentage of 42.3%.

(1ii) Profile of Wayside Park Users

Table 11 shows the portion of visitors on an overnight trip
away from home, as opposed to those on a day trip. The vast majority

of motorists (91.9%) were on an overnight trip. Another observation is
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that Norquay wayside showed the highest concentration of motorists on
a day trip (27.6%).

Table 12 describes the motorists' duration of stay at each of
the waysides for both In-Province and Out-~of-Province motorists. Over-
all, most motorists stopped between 30 minutes and 1 hour (L7.8%), and
the least motorists stopped overnight (0.7%).

The reasons for stopping at a wayside park are displayed in
Table 13. More motorists stopped for a picnic (35.9%), while very few
stopped for a long rest (3.7%).

A description of the average size of the travelling group
appears in Table 1l4. Overall, the average group size was 3.,5. The
group size for the In~Province users (3.9) was found to be somewhat
higher than that for Out-of-Province users.

Table 15 shows the purpose of the trips. Of the total of 134
wayside park users questioned, almost all were on a pleasure trip (90.3%)

The distance the motorists expected to cover for the day of the
survey, appears in Table 16. 559 kilometers (347 miles) was the average
distance hoped to be covered by the motorist from outside Manitoba,
while only 332 kilometers (206 miles)was the average distance expected
to be covered by the motorist from Manitoba. The overall average dist-

ance expected to be covered was 470 kilometers (292 miles).

(iv) Views of Wayside Park Users

Table 17 indicates that as many as 44% of wayside park users as
a whole, did not feel that there are enough wayside parks on their route
in Manitoba. On the other hand, 50% were satisfied with the present
number of waysides, while the remaining 6% weren't sure. This view was

shared quite evenly among Out-of-Province and In-Province users.
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Almost half of those interviewed at Keyes wayside (48%),
complained that there was a shortage of waysides on the Number 4 High-
way in Manitoba (the Yellowhead Route). In specific, they argued that
there is nowhere to stop between Portage La Prairie and Keyes wayside
(a distance of 85 km or 53 miles) and that there was a definite need for
an additional wayside to be located between these two points. It was
also argued that the distance of about 160 km (100 miles) between Keyes
and the next wayside heading west on the Yellowhead route (at Binscarth
Centennial Park) is much too long. This and the fact that it was diffi-
cult to f£ind unoccupied picnic tables during the busy lunch hours rein-
forced the idea that more waysides should be located on the Yellowhead
route.

The situation on the Number 1 Highway (West) was found to be
quite similar to that on the Yellowhead route, with 47% of the users of
the four waysides combined (Seton, Norquay, Kirkella, and Hargrave) claim-
ing that there is an insufficient number of wayside parks. In particular,
it was mentioned that more waysides are needed for the following reasons:
children must have frequent breaks, waysides add to the charm of the prov-
ince and encourage people to revisit it, and that it is necessary to cut
down on the heavy usage of existing waysides.,

With regards to adequacy of road signage for wayside parks, Table
18 indicates that most wayside park users as a whole (71%) feel that the
road signage is satisgactory. A closer examination reveals that the road
signage problem is more acute for Out-of-Province wayside users (31.2%
indicating signs are inadequate) than it is for In-Province users (23.8%).
The major criticism was that the road signs fail to differentiate be-

tween wayside parks and camping areas. The wayside park sign left many
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people confused as to what the stop was for, and this confusion about
what the symbols on the sign represent, was more pronounced among tour-
ists who were new to Manitoba. To eliminate this confusion, respondents
favored using a sign with a picture of a picnic table as opposed to a
camping sign showing a picture of a tent or trailer. Or another common
suggestion was that signs should read "Hoadside Table" as this use of
words should clear everyone'®s mind as to the kind of place one is stopping
for. Another common complaint was that one could hardly see the signs
when travelling at highway speeds and consequently the motorist often
misses out an opportunity to stop. To overcome this problem, a common
suggestion was to make these signs more noticeable (i.e. bigger). It was
also suggested that the sign should be more striking in color as one can
hardly see the dull green wayside sign. Still another criticism was that
the road signs don't tell you which side of the road the waysides are on
and that this is inconvenient as well as dangerous. To overcome this,
it was suggested that arrows be put on the sign. Moreover some wayside
park users complained that the signs don't give enough notice in advance
as to where the waysides are. On top of that, it was noted that there
wasn't even an approach sign seen for Norquay wayside heading Vest.
Nevertheless, wayside visitors often indicated that they like being able
t0 read on existing Manitoban wayside park signs, how many miles it is
t0 the next wayside. |

With regards to the facilities at the wayside parks, shown in
Tablé 19, most respondents (39.7%) felt that they were good. In addit-
ion a significant proportion found the facilities to be very good (28.6%)
or excellent (21.4%). Only l.6% found the facilities to be unsatisfact-

ory. When asked to comment on the facilities, they most often expressed
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their appreciation for the following reasons:
In general, the waysides have everything that's needed.
The waysides are very nice grassy areas. The trees also
enhance the look of the waysides and offer much needed shade.
It®s great to have a water pump, for example, for wash
hands after a barbeque.
The fire wood and barbeque are very nice to have.
To a lesser extent the parking arrangement and the idea
of a washroom which is partially screened were also appreciated.
On the other hand, wayside park users overall expressed
their dissatisfaction with the facilities mainly for the follow-

ing reasons:

There was a need to have flush toilets available.

Waysides were often too crowded around noontime (especi-
ally at Keyes on the Yellowhead route), and there was often a
shortage of picnic tables or garbage cans.

Toilets were often dirty and with no toilet paper.

It was felt that certain waysides were too close to traffic

without having some kind of screen (i.e. trees and shrubs).

Examining the waysides separately it was noted that visitors at
Kirkella and Norquay waysides, seemed to elicit most of the unfavorable
comments about the faéilities. At Kirkella wayside, a frequent com-
plaint was that the site is too congested and too small, making it diffi-
cult if not impossible to turn a trailer around during the busy hours.

It was suggested that a sign be put up indicating that this wayside is
unsuitable for trailers. In addition, it was felt that Kirkella wayside

is situated too close to the highway. At Norquay wayside, a very strong
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complaint was that the washrooms were extremely dirty often without
toilet paper. Also missing was wood for the barbeque. In addition Nor-
quay wayside users complained that the tables were not kept clean and
that there was no running water to for example wash your hands after a
picnic or going to the toilet.

To a lesser extent wayside park users at Hargrave and Keyes way-
sides also complained that the toilets were not kept clean or that there
was no paper in the tollets. Moreover at Hargrave, the water pump was

found to be virtually dry.

1V. TRAFFIC COUNTS

Purpose and Method Used

The purpose of the traffic count was to determine the extent
and pattern of use of each of the five wayside parks. In particular,
data was gathered on the numbers and types of vehicles stopping at a way-
side park in relation to the total highway traffic and types of traffic
(i.e. tourist versus local or commercial).

Vehicles were categorized as being either Manitoban, Out-of-
Province, Commercial, or Unidentified, according to what could be obser-
ved from looking at their license plates. The traffic counts were taken
for 17 days spread over the months of June, July and August in 1977.
Readings were taken for each hour between 10:00 a.m. and 8:00 p.m. and
recorded under the foﬁr categories mentioned above. Bach wayside was
visited for about three days and so any hour interval left blank on the
traffic count sheet by the first day's observation, was filled during
the second or third day. Where more than one reading was taken for a
particular hour, in 3 days of observation at a particular wayside, an

average for the hour was determined.



With the exception of Norquay wayside, the hourly traffic
counts were for traffic moving both ways. Norquay wayside is situated
along a divided highway and this necessitated separate readings for each

direction of traffic flow.

Traffic Count Findings

Table 20 shows that for the equivalent of one day (specifically
between the hours of 10:00 a.m. and 8:00 pem.), 59 vehicles entered
Seton wayside. This constitutes 2.2% of the overall traffic that passed
or stopped at the wayside. Whereas most of the traffic consists of
Manitobans (41.0%), the percentage of Out-of-Province vehicles stopping
at Seton (3.3%) is greater than the percentage of In-Province vehicles
stopping there (2.4%).

The traffic count for Keyes wayside is revealed in Table 21,

As was the case of Seton, most are from Manitoba. Again at Keyes, the
percentage of Out-of-Province vehicles stopping (5.1%), was greater than
that of In-Province vehicles (3.5%). The actual number of vehicles that
entered Keyes wayside during the ten hour day (59), was identical to the
number for Seton wayside, but a higher percentage of the overall traffic
stopped at Keyes wayside (3.3%).

Table 22 shows that only 27 West-bound vehicles (1.1% of the
overall West bound traffic), stopped at Norquay wayside during the 10
hour day. A possible reason for this low number of wayside park visit-
ors was that heading West, no road sign for this wayside park was seen.
Most of the vehicles heading West were from Manitoba (54.8%). But the
concentration of Out-of-Province vehicles stopping at the wayside (2.1%)
was higher than that of In-Province visitors (.9%).

Table 23 shows that of the total East-bound traffic, 46.5 vehi-

cles (1.5%) stopped at Norquay wayside during the 10 hour period.



= 107 =

Manitoban vehicles accounted for the vast majority of this east moving
traffic. However, despite being fewer in numbers, Out-of-Province
travellers showed a greater tendency to stop at the wayside (2.1% of
Out-of-Province stopping as compared to l.5% of In-Province).

The traffic count findings for Kirkella wayside, as shown in
Table 24, differed from those for the three previously mentioned wayside
parks in that Out-of-Province vehicles were more common on the road
accounting for 59.8% of the grand total for vehicles passing and stopp-
ing combined. The percentage of Out-of-Province vehicles which stopped
at Kirkella (2.4%), was greater than that of In-Province vehicles (1.7%).
The overall percentage of vehicles which stopped at Kirkella wayside
was 1.9% (51 vehicles for a 10 hour day).

Table 25 shows traffic counts for Hargrave wayside, which like
Kirkella wayside, is very close to the Manitoban border. Similar to the
findings for Kirkella, the overall total traffic which passed or stopped
at Hargrave consisted mostly of Out-of-Province vehicles (47.7%). Also
the percentage of Out-of-Province vehicles that stopped (3.8%) was
higher than that for In-Province vehicles. The overall percentage of
vehicles that stopped at Hargrave was 2.7% (77.5 vehicles for the ten
hour day), which seems to indicate that Hargrave wayside is more popular
than the one at Kirkella.

Table 26 shows the average number and percentage of vehicles
accumulated in a waysiée park for hourly time intervals between 10:00
a.m. and 8:00 pems The results are based on overall averages for the
five wayside parks combined., Waysides as a whole seemed to be most busy
between 12 noon to 1:00 p.m. and also between 5:00-6:00 pem. This is
hardly surprising as these times correspond to the times for lunch and

supper, and as observed from Table 11, the prime reason for stopping



at a wayside was for picnicking. On the other hand, very few of the over-
all number of visitors were found before 11:00 (5.6%), or after 6:00 p.m.

(5.1% between 6:00 and 7:00 pem., and the same between 7:00 and 8:00 p.m.).

V. SUMMARY OF SURVEY FINDINGS

Wayside park users surveyed drove on the average 184 km (1 1/2-

2 hrs.) between stops. The average distance motorists expected to cover
for the day of the survey was 470 km,

The vast majority of the motorists (91%) were on an overnight
trip away from home (as opposed to a day trip). Most motorists stopped
at a wayside park for 30 minutes to 1 hour (47.8%), while the least motor—
ists stopped overnight (0.7%). More motorists stopped for picnicking
(35.9%), while very few stopped for a long rest (3.7%). The average size
of the travelling group was 3.5, and almost all travellers (90.3%)were on
pleasure trips.

As many as L4% of wayside park users did not feel that there are
enough wayside parks on their route in Manitoba. Another major criticism
was that road signs fail to differentiate between wayside parks and
camping areas. In addition, it was argued that these signs do not indi-
cate which side of the road the waysides are on and that this is incon-
venient as well as dangerous.

With regards to the facilities at the wayside parks, only 1.6%
found them to be unsatisfactory. Dirty outhouses was the most common
complaint, and some users felt that flush toilets should be provided.

Lack of acceleration and deceleration lanes, and the need to
cross on-coming traffic lanes in order to enter a wayside park, jeopard-

izes wayside park users and traffic on the major highway studied.



CHAPTER SIX
THE ANALYSIS



INTRODUCTION

The users of the routes studied can be divided into four cate-
gories:
lf Passenger car drivers (who make leisure trips);
20 Heavy truck drivers;
3, "Professionals" (those who go to work in light vehicles);

Le Recreational vehicle drivers (vacationers or tourists).

These four categories of drivers are certainly distinguishable
in terms of their vehicles used, but also, (and this shall be found to
be very important) by the constraints that they are faced with when
driving. This is why the analysis will begin by first considering lei-
sure drivers of passenger cars: For reasons of weak constraints that
they face, their attitudes towards their trip and their preferences re-
garding stops are especially visible., It is from this category that it
will be possible to conceptualize a classification of individuals, a
typology, which will be utilized to account in a more refined fashion,
attitudes and judgments in matters of stops. Nevertheless, this typol-
ogy is also applicable to the other categories of drivers but given the
stronger constraints, the weight of the attitudes in the determination
of behaviour is significantly less.

In none of the categories is the stop purely functional,
although it could be for some individuals., The urge to stop depends on:
1. The global conception of the trip - does the trip
only have a utility value, a means relatively tire-

some to reach one's destination, or does it lend
an attraction in itself?

2. What people are inclined to do when they stop = to
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stretch their legs, to play, to answer calls of

nature, or to enjoy nature, to sleep, picnic etce

In turn, the above two factors are contingent upon the character-
istics of the displacement - its 1ength, the time of the day one travels,
time~-table constraints, and the group composition that is on the move.

According to these factors, not only would the needs to stop be
different, but the means envisaged to satisfy these needs would be also
different. In some situations, a simple stop in the leeway would
suffice, in other cases a parking turnout would do or more elaborate
roadside developments, for others still, stops are rarely made next to
the highway, these drivers prefer to stop in remote villages to escape
the monotony or noise of the road, etc. ... Indeed, the routes studied,
are not "closed" - it is always possible to come out of the highway and
thus ensure necessary stops elsewhere than in wayside parks provided
for this purpose.

From these considerations, an attempt will be made toc determine
the types of stop needs which can or should be satisfied on the highways.
In so doing, it should be noted that wayside parks should not only exist
but also that they be known to motorists. Indeed wayside parks are
seldom thought of in advance -~ when the need begins to be felt, then the
motorist seeks out an area to stope On this count, the wayside park
usage study found that highway signing for wayside parks are inadequate
often resulting in considerable confusion.

In view of all these points; it is felt on the one hand that pro-
posed criteria and guidelines for wayside park development should be in
terms of a wide range of stop possibilities offered ‘naturally™ along

the highways; on the other hand, that these proposals should not be
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limited to the location of these areas and facilities to be provided,
but also to the matter of information.

In analyzing the needs to stop for the different study groups;
it shall be found that these needs directly depend on an individual
attitude that can be called the "stop concept®. This attitude plays
a more important role when the constraints (emanating from the displace-
ment and the stop conditions), are weaker. Obviously it is among
leisure drivers of passenger cars that these attitudes have the most
significant effects This is why the attitudes and behaviours of this
category of users are first to be analyzed.

In the second part of this chapter, the analysis will focus on
heavy truck drivers. They are the ones for whom the constrgints are
optimum (relating to their jobs, bulkiness of vehicle etc.). Finally
in the third and fourth part; the recreational vehicle drivers and the
"professionals" will be dealt with; who, considering the constraints
that they face, are intermediate cases between heavy truck drivers and

leisure drivers of light vehicles.
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LEISURE DISPLACEMENTS IN LIGHT VEHICLES

Before tapping the different attitudes and judgments surround-
ing the "stop concept"”, it is first appropriate to analyze the stop
procedure by means of the interviews and observational data of the way-

side park usage study.

1. THE STOP PROCEDURE
To begin with, comments should be made on two matters - stop

forecasts and the search time for the stops.

The stop forecasts — These very rarely take place. In other words, it is

very seldom that the motive and the place to stop can be predicted in
advance. Some motorists know that they have to stop for certain motives
such as eating or they think that they would stop to relax etc. But it
is not poséible to talk of fofecast to the extent that the choice to
stop is not really called for until such time that the need is felt dur-

iné the trip, and very seldom at the time of starting one's trip.

The search time — It is necessary to distinguish between two aspects of

the search time:

(a) On the one hand, it is the time while driving, during which a
motorist looks to the left or to the right in order to find a
roadside stop.'

(b) On the other hand, search time can also be the time spent beyond
the trip's trajectory to find a suitable stopping spot. Consider-
ing the overall purpose of the trip, search time of this sort

could also be a waste of time.

Both aspects of search time obviously depend on the occasions one
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happens to meet and also the needs of those who travel.

There are three dimensions that intervene in the stop procedure:

The birth of the need to stop: In general, as mentioned before, the

need appears sometimes during the course of the trip.

The occasion met: Faced with an offer, the question is whether the

travellers will be contented to stop or whether they will choose to

push on until they hit a more favorable spot.

The tendency of those who travel to create roadside stop possibilit-

ies for themselves. It is necessary to elaborate on this point

since it sheds light on the important issue of highway signing.

To begin this discussion, it should be noted that knowledge of

the route allows a motorist to keep moving on his way rather than stop

suddenly - for instance, some of the motorists interviewed disregarded

certain wayside stops because they knew that a more interesting spot

lied further ahead. In fact nothing is surprising if one knows all the

stop possibilities on the way. However, when this knowledge of the

route is less precise (i.e. when making the trip very rarely), it inter-

feres with one's trip -~ In particular, the motorist tends to greatly

under estimate the existing stop possibilities, thinking only in terms

of distinctive stops that stand in his mind while making his trip.

In line with the above reasoning, it was learned from interview-

ing travellers at the wayside parks, that they often stopped at a given

place because they were unaware of existing stop possibilities some kilo-

meters ahead. This point appears to be important because it calls high-

way signing into question. These signs should enable drivers to become

aware of what they are going to meet on their way. Signs must give the
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motorist sufficient warning in advance of stop possibilities and more-
over, they should be distinctive and of a large enough size in order
to "register™ with the motorist. A sign which can be remembered by a
motorist travelling on the same road another day is much more effective
than a simple signboard indicating a stop say twenty kilometers ahead.
The signing problem will be elaborated on in the conclusions, as it is

necessary to get back to the stop procedure.

In order to be more precise about the above three dimensions
intervening in the stop procedure, schemes of causality based on inter-
views with wayside park users are presented below:

The most common scheme was found to correspond to the chronology
1-»2->3 and reads as follows: Motorists first developed an urge to stop.
Then they saw a spot and on the basis of what they knew or visualized
on the road, they made a decision to stop or go on. This scheme usually
applied to those who had an impaired knowledge of the route - in parti-
cular to many of the tourists who stopped at the wayside parks (signs
play a key role here),

However, in cases of good memory or knowledge of the route,
scheme 1->3->2 operated: motorists first felt the need to stop. Their
knowledge of the route then came into play influencing them to stop at
a particular spot. This scheme particularly applied to local people
who travelled the route more or less regularly.

Whereas the above two schemes occurred most frequently, scheme
2-»1 should also be noted: motorists discovered a particular spot and
it in turn triggered the need to stop - in other words, it was the
occasion that created the need. For example, the Information Plaza at

the Manitoba border is a landmark arousing much interest among motorists
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who stop to take pictures. This manner of availing oneself for the
occasion is generally characteristic of users who like to stop for
pleasure. It could also be, purely and simply, the birth of a stop
which without that occasion would not have existed. Moreover, it can
also apply to the anticipation of a need. Therefore, the chronological
scheme could be represented by 2-»1-»3: The occasion precedes the need,
and the user decides to stop suddenly in accordance with his knowledge
of the road. Lastly and seldom enough scheme 3—1 can take place and
reads this way: The motorist knows a spot on his route where he can
decide a priori, to stop. In other words, the stop is aroused uniquely

by a particular place.

Some Characteristics Underlying the Stop Procedure

Actual observations of wayside park users, although not made in
a systematic manner, has made it possible to examine some of the con-
ditions under which they effectuate their stops.

These observations revealed that during noon hour and between
five and six P.M., many travellers stop to picniec. But it should be
emphasized that the stop to picnic is of extremely varied nature. To
illustrate, some wayside park users were seen rapldly devouring a sand-
wich inside their car in spite of the fact that the facilities there
provided an opportunity to get out and eat. By the same token, there
were others, who for équivalent Journeys, were seen widely stretched on
the grass after having taken the time to select an attractive spot con-
ducive to some moments of rest which follow the meal. Finally, some
people were observed taking time to search for a pleasant spot to enjoy
the beauty of nature.

Regarding the precise location of the picnic (i.e. the place
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where people sit to eat), two points should be noted:

(a) Location in relation to the vehicle: The picnic almost always

takes place near the automobile in such a way that the car could
be seen from the picnic spot. Under rare occasions when the car
is not directly visible, the driver is inclined to stand up period-

ically to check if his car is still there.

(b) The localization on the site: The people who picnic, regardless of

whether they stay in the car or choose to get out, are always situ-
ated in a place which presents some symbolic unity (i.e. under the

shade of a tree, near a hedge, or in a small clearance). The point
is that they are not situated in a dead space but occupy a definite

number of "places".

Other than mealtime; another type of stop commonly observed was
for families to allow their children to stretch themselves. Once again
it was observed that these stops are of extremely varied nature. A
brief stop for a few minutes was usually to use the washroom. This
particular stop is not confined to any specific place = in practical
terms it is simply a matter of being able to park the car any safe dist-
ance off the road. In contrast a stop for the children to run and
frolic requires a free space totally removed from the roadway.

Whereas this investigative typology is not exhaustive, it's in-
tention is to illustr;te some of the conditions underlying the decision

to stop.

1l. CHARACTERISTICS OF THE DISPLACEMENT

The characteristics of the displacement intervene in the motives
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to stop and also in the exigencies to stop. (1) These characteristics
are:
(a) the length of the trajectory
(b) the composition of the party undergoing displacement
(especially the presence of children).
(¢) the time of the displacement (day or night)

(d) the purpose of the displacement.

The length of travel

The probability of stopping increases with the distance or time
spent travelling. This is supported by the interviews with wayside
park users which indicated their intentions to cover an average of 470
km (292 miles) by the end of the day. Seldom were these users found
to be on relatively short trips (i.e. 150 km or less).

Aside from some compulsory stops which are made no matter how
short the trip is (mechanical repair, gas, calls of nature etc. ),
certain stops seem to appear at certain time intervals (i.e. stop to
rest). However, it is not possible to elaborate on this matter without
considering the range of individual attitudes relevant to the entire

population of highway users.

The composition of the party undergoing displacement

The presence of children in the car is a basic reason for stop-
ping. This is supporﬁed by the findings of the wayside park usage
study showing that the average party size of wayside visitors was 3.5

and that families with children were of common occurrance.

1 National Road Safety Organization, The Interest and Contents of a
Policy on Rest Areas on National Roads.
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The time for the displacement

Night displacement occasions less stopping than the day ones.
For this very reason, it is sometimes chosen. For motorists who do not
like to make stops but must nevertheless travel long distances with
their children, travel by night is the only means to conciliate all
their exigencies, Inversely, travel by night is an unlikely choice of
motorists who enjoy making stops because night time stops may be danger-
ous or may lack interest.

Indeed, the effect of night displacement is to cancel numerous
stops necessary during daytime including stops for physiological needs
(to eat and drink), and especially stops for pleasure (to enjoy the
beauty of nature, relax in the countryside, visit, etc.). The only
stops taking place are those directly tied to the driving task. More-
over, stops for fatigue are infrequent since night driving implies that
motorists are comfortable enough and also that they choose to somewhat
resist symptoms of fatigue,

Similarly, stops are minimized in adverse weather conditions
(rain, icy roads etc.). Thus, as for the case of night travel, a para-
dox emerges from the point of safety: It is indeed under tiring circum-

stances, that the likelihood of stopping is minimized.

The purpose of the trip

Users of the highway do not constitute a homogeneous population.
The purpose of their trip, whether it be for pleasure, business, or
both, is an important factor in the frequency of stopping. For example,
the constraints faced by truck drivers in terms of their jobs, time
schedules etc., minimizes the number of stops that they can make. On

the other hand, motorists travelling on vacation, by reason of weak



constraints, look forward to pleasant stops on the way.

111, THE STOP CONCEPT

In searching directly for the exigencies in matters of stops,
it is not possible to merely distinguish the different motives to stop -
i.e. to find a motive typology. A typology on the stops practiced,
should in effect take into account the following:
(a) parameters tied to the displacement itself inecluding
its length, its purpose, the time it takes place, and the
composition of the party on the move.
(b) the motive to stop (i.e. to eat, use washroom, relax, etc.)
(¢) individual preferences (regarding frequency of stopping,

choice of site, etc.).

Whereas the motive to stop gives insight into certain objective
activities at the stops (eat, rest, etc.), it should be emphasized that
a given motive can be ensured in different ways depending essentially
on the function attributed to the stop.

This can be illustrated by elaborating on an earlier reference
to observations and interviews with travellers stopping at the same way-
side park, at approximately the same time, for the same motive - to
picnicy, in the midst of equivalent displacements: For those seating at
the picnic table, the decision to stop often depended on the availabil-
ity of a pleasant spot offering an opportunity to relax a short distance
away from their car. But for those seen inside their car, hurriedly
gobbling down a sandwich or the like, the place hardly mattered since
their only concern was to satisfy their hunger.

What can be deduced in the first case is that the pleasure aspect
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of the stop is of great importance to these users. In other words, rest
and relaxation are associated with the motive to eat. Thus in essence,
the decision to picnic is dictated by the exigency of an agreeable stop
in nature. But in the second case, only the function counts = the
motive to eat is a unique motive and the decision to picnic is dictated
by an exigency of swiftness.

Hence, for defining the exigencies in matters of stops, a class-
ification of stops according to the motive has no decisive relevance.

In other words, it is only the exigencies that have to be defined in
order to propose design guidelines for wayside park development.

Not only in the stop to picnic, but also in many others, it can
be found that a stop may have two important dimensions: a utility motive
and a pleasure aspect (or a dimension not strictly utilitarian). In
between the two extreme cases of pure utility and pure pleasure, it is
often hard to distinguish whether one is dealing with a utilitarian
stop rendered pleasureable, or a pleasure stop with a utilitarian
"excuse". Indeed the importance attached to the pleasure dimension is
dependent upon the traveller's conception of the stops and the place
granted them in the trip - the two bounds being whether stops should be
minimized in order to save as much time as possible, or whether non-
utilitarian stops should be created for which case the stops become the
means to benefit from the trip.

It is now poséible to begin to feel the pertinent axis for the
definition of a typology of drivers from the point of view of their con-
ception in the matter of stops. To define this typology with precision,
a detailed analysis will now be made of a typical stop:

The overwhelming majority of wayside park visitors interviewed

(814), stopped as they put it - to rest, stretch their legs, or get away



from the steering wheel. But under this motive that can be broadly

labelled "rest™, are hidden three conceptions of this type of stop:

(a) Stops to relieve fatigue

Some motorists stop only when they feel tired. They perceive
their stop to relax or stretch their legs as functional and vital for
safety. It is an obligatory stop practiced by motorists who do not want

to lose time in stopping.

(b) Stops to rest properly speaking

Often travellers seek to make a utilitarian stop (i.e. to
stretch one's leg or to relax) more agreeable, thereby benefiting from

the stop in more ways than one.

(c) Stops for pleasure

If stops to relieve fatigue carry the "rest" theme to one
extreme, stops for pleasure do likewise in the opposite direction. For
some motorists, the stop for pleasure is a way to benefit from the trip,
as reflected by certain activities at the stop such as observing wild-

life, playing ball, and suntanning.

To the above classification of stops commonly labelled "rest",
corresponds a classification of motorists according to a typology devel-
oped by the National ﬁoad Safety Organization in France.l This typology
allows one to classify motorists from those who practice only obligatory
stops, to motorists who practice stops for pleasure, through the inter-

mediary of those who attempt to make the obligatory stops more pleasant.

1
'Roads.

The Interest and Contents of a Policy on Rest Areas on National
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To fully grasp the typology, it will be presented in four
stages, each with an illustration. Moreover, references made in des-
cribing this typology will not be limited only to stops of the "rest"

type, but to the whole range of stop motives.

Definition of the Typology

1. A displacement defined by its objective characteristics (the main
factors being its length, its purpose, the presence of children,
and situation in time), leads to a certain number of obligatory
stops.1 Such stops are independent of the stop conception which the

motorist may have. They do not vary with the typology.

[/ [ ][ e /

Stop concept' Obligatory Pleasure

2. Even in obligatory stops, it's importance allocated to the relax-

pleasure aspect which allows motorists to be classified according

to the typology.

allocated to the
relax-pleasure aspect

7777

Obligatory Pleasure

Footnote on next page
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3. Whereas the previous stage referred to the place granted to the
‘relax=pleasure® aspect in obligatory stops, it should also be
noted that there are those stops which have nothing obligatory in

nature, but which are uniquely of the relax-pleasure type.

Stop concept: Obligatory Pleasure

L. Finally, there are those obligatory stops which are difficult to
render agreeable and this difficulty is magnified if a motorist be-
comes more imposing on the "pleasure" dimension.

For instance, some travellers utilize a stop for gas to stretch
their legs or relax. However, this does not appeal to those who are

more demanding on the'pleasure dimension.

Obligatory stops refer to those corresponding to physiological
needs (to eat, use toilet, relieve fatigue, etc.), or mechanical needs
(car repair, gasoline etc. ) However, in certain limited cases (drink,
childrents relaxations, it is difficult to say whether a stop is oblig-
atory or not. Under these circumstances, it is the manner by which the
stop is experienced (as a constraint or as a pleasure) which allows one
to infer on the obligatory aspect.
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This tendency towards dissociation between obligatory stops
and pleasure stops is denoted by a disconnection on the following

diagram:

Stop concept: Obligatory Pleasure

The four stages which were presented constitute the main
threads of the typology. The typology is the result of research into
the dimension which seems most pertinent to explain all the practiced
stops, especially the attitudes and judgments concerning the stops.
Interviews and observations of wayside park users confirmed that it is
the place accorded to,the relax-pleasure aspect, which is essential.

In fact, it is a typology of individuals. This makes sense
since cases drawn from the wayside park usage study confirmed that the
stop depends on the individual rather than on the motive to stop. It
should also be noted that this is not a typology for "drivers™ only -

one must not overlook that the attitudes of passengers are often crucial
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to the strategy for stops.

In the section which follows, the typology will be utilized to
account in a more refined manner, attitudes and judgments of motorists
in stop matters. Also discussed is what can be deduced from the typol-

ogy regarding the choice of site.

1V. STOPS PRACTICED, AND REACTIONS WITH RESPECT TO THE OFFER

It is to be noted that the discussion here has centered through-
out on leisure drivers of light vehicles. On the routes studied, these
motorists are potential users of all the stop possibilities available
such as towns, villages, restaurants, bars, service stations, wayside
parks. After all, the highways concerned are not cut-off from their
environment. The typology which was presented, indicated that the way
in which motorists utilize these stop possibilities varies from one in-
dividual to another. It is therefore in order to look at the three
characterized groups defined by the typology, and to study in each case
the stops practiced and the traveller's reaction with respect to what

is being offered.

1. The Stops for the Three Groups of the Typology

1.1 Motorists who practice the obligatory stops

The policy of this group is to minimize (in numbers as well as
duration) the stops iﬁ the course of the displacement. Considering the
displacement as a "dead" time, their objective is to reach their destin-
ation as quickly as possible by limiting stops to needs of a purely
utilitarian nature. Wayside park users in this group cited the follow-
ing reasons for stopping:

- for fatigue: Stops due to fatigue are practiced almost entirely by
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this group. In comparison, the stops made by the other groups,
being lengthier and more frequent, allow some rest so that fatigue
is least likely to appears

= to attend to needs of the vehicle (cases here ranged from break-
downs such as a blown out tire, to lifting up the car hood for a
checkup.

= because of children: Their presence conflicts with the objective
of minimizing the "dead" time for the displacement. Consequently,
the only stops practiced are those which do not go beyond what is
Judged to be indispensible to the relaxation of children.

= to eat: The tendency here is to eat rapidly. A simple parking
turnout or a fast food restaurant would suffice in meeting their
needs.

= to use washroom: This is a matter of a quick stop in nature or at

a cafe or a gas station along the route.

Typical for this group, is a strategy for displacement which
aims to eliminate some of the motives to stop. For instance; to avoid
being pressured into numerous stops by the presence of children, one of
the strategy which they adopt is to travel at night time. Moreover,
this group tends to practice stops of the plurally oriented type - the
intention here being to satisfy the different needs in just a single
stop thereby again reducing the number of stops.

This group looks for stops on the axis of the displacement only -
coming out of the trajectory is considered by them to be a waste of time.
Staying on the route and utilizing the services it offers, the judgment
they make on stop matters is limited to roadside stops only. Considering

that they stop less frequently than the average distance of 184 km (114



miles) travelled between stops by wayside park users as a whole, it is
not surprising that they estimate in a general way that there are
enough stopping opportunities on the routes studied.

¥hen they were asked to comment about a wayside park, they
always replied with a functional judgment: If the stop fulfilled its
uvtilitarian function, it was a good stop requiring nothing more. In-
deed all they demand at a stopping place is a simple parking lot for
a swift stop in safety, a toilet, and a little space for children to

frolic.

1.2 Motorists who practice stops for pleasure

If one gains the impression that those practicing obligatory
stops are like in a "tunnel", indifferent to any offer not in the
immediate proximity to the trajectory, those practicing stops for pleas-
ure are at the other extreme, taking time to give color and excitement
to their trip.

This group often voluntarily seeks out their own place to stop
outside of their trajectory such as in towns, restaurants, etc. In
this manner, they hope to escape the noise, dust, and heavy traffic
associated with certain roadside stops. In so far as most of their
stops are made outside of their trajectory, one can understand why they
are inclined to feel that there is no problem in finding a place to
stop on the routes in' question. In reality, their judgment bears not so
much on roadside stop possibilities, but on openings leading off the
highway.

Interviewed on their stop motives on rare occasions when they
visited the wayside parks, it is not the functional aspects of the stops

which are usually mentioned, but rather the relax-pleasure ones. Their
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stops are often motivated by the needs to enjoy nature; to have fun
barbecuing etc. Other practiced stops are to meet "interesting" people,
or to dine in good restaurants.

Their exigencies in the "pleasure™ field are such that it is
very difficult for them to render pleasant certain functional stops
(they do not gain relaxation from a gas stop). Moreover, what charact-
erizes this group is the fact that, on top of the obligatory stops, they
practice pleasure stops which do not fulfill any obligatory function.

What these users demand then, is merely exit possibilities (they
would not particularly like freeways), and certain wayside stops in

scenic areas.

1.3 The intermediary group: Motorists who seek to render the

obligatory stop pleasant

These users typify the intermediate course between the opposite
poles of the typology. In effect, they neither seek to minimize their
stops systematically like the first group; nor to modify their displace-
ment to make stops for "fun" as is the case for the latter group.

The stops they make correspond to the center of the typology in-
sofar as these stops have utilitarian (obligatory) basis which they
strive to render more pleasant. Their reasons for stopping at the way-
side parks are commonly to eat (barbeque), use the washroom, give the
children a break, check the vehicle, but also to relax in the sense of
profiting from the occasion met, With regards to relaxation, it is
necessary to make the following distinction between this group and the
first group studied: For those practicing obligatory stops, it is not
a simple rest-relaxation but rather fatigue which motivates the stop.

However, for the group here, the occasions for stopping are such that



the relaxation is assured by the stops for other motives., In fact,
through interviews and observations of this group, it was possible to
see a Jjuxtaposition of the functional motives and the pleasure motives.

This group constitutes the bulk of wayside park users. If they
are inclined to prolong the length of their stops in pursuit of some
enjoyment (most stops by wayside park users as a whole ranged from 30
minutes to one hour), they are not prepared to leave their trajectory
and lose time for the lateral search of a place to stop.

These users are at the base of numerous complaints, by W% of
wayside users as a whole, that the Manitoba routes studied did not
offer enough wayside stops. They distinctly constitute the potential

customers for wayside park developments.

2¢ The Choice of a Stopping Place

2,1 What can be deduced from the typology

With respect to the choice of site, the typology is inadequate
in differentiating the behaviour of motorists. However, it should be
noted that some motorists characterized in the typology, leave their
axis of displacement to find a place to stop: towns, villages, or rest-
aurants which are less frequented by people who travel. Other motorists

limit their stops to those on the trajectory.

2.2 The choice between towns and the open country

The typology does not give insight into the choice between towns
and the open country. Considering pleasure stops for instance, one should
not assume a type of pleasure which is "urban® rather than "rural®, The
choice here depends on individual preferences which are not tied to the
typology. Nevertheless, two criteria somewhat intervene in the choice

between towns and the open country:



(a) The presence of children which increases the likelihood of choos—
ing a picnic spot rather than a restaurant. As one wayside park
user put it "Now that I have a child, I notice and appreciate it

(the picnic site) more™.

(b) The cost consideration tends to favor the picnic rather than the
restaurant. Many wayside park users interviewed, were of the
opinion that since all these picnic facilities are provided free

of charge, why not use them,

Finally some motorists come out of the city to get away from
crowds or to get closer to nature. They would be least likely to stop
in towns where there are more crowds. It should also be noted that of
those people who look forward to be in Nature, some are less demanding
than others in their "quality"™ of natural surroundings, and they may
intermingle with natural elements rather than Nature herself. For in-
stance, a stop in a parking space under the shade of a tree is believed
by some to be already in nature.

Therefore, unless specific individual attitudes are known, it
is not possible to say whether a motorist defined by the typology would

choose to stop in urban areas or outside.
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THE HEAVY TRUCK DRIVERS

For this group of drivers, the road is indeed the site of work and
the displacement is the task to accomplish. Heavy truck drivers are sub-
Jected to strong constraints, including the physical characteristics of
their vehicle and the traffic regulctions concerning these vehicles, which
prevent them‘from stopping where they wish.

The stops they make depend greatly on the following variables:l

1. The significance of the displacement - the displacement is work
and it is the frame of everyday living.

2, The function of the stop. Other than serving a utility function,
the stop could be a meeting place to satisfy the need for inter-
action or mutual exchanges.

3. The characteristics of the vehicles (i.e. weight and length) and

its implications with respect to safety.

These three points will now be elaborated on, and then it will be

possible to indicate practical stopping places to meet truck drivers' needs.

1. The Signifance of the Displacement

The fact that the displacement is work, brings into play certain
constraints that fix the limits within which stops can be made. Constraints
relating to work and stops, all depend on time problems and schedules, and

on whether the driving is performed singularly or in a group:

1. The length of displacement which has to be respected, determines
the frequency and the duration of the stops, and also the type of

needs to be satisfied;

National Road Safety Organization, The Interest and Contents of a
Policy on Rest Areas on National Roads.
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2. Depending on whether the displacement is accomplished by one
person alone or by a group of two or more drivers, the
alternate changing of drivers on the way, reduces the frequency

of stopping, particularly for reasons of rest or sleep.

The effect of all these constraints is to introduce a certain number
of compulsory stops directly linked to work and its proper functioning, but
simultaneously to prevent more or léss, a certain number of stops more
linked to individual attitudes - Stops of the latter type could as well be
linked to the previously discussed typology of those who travel for pleasure
in passenger cars. The end result is a reduction of a significant number of
stops and a uniformness in the types of stops practiced by heavy truck

drivers. These stops can be regrouped in the following manner:

l. Stops linked to the vehicle itself: routine checkups, fuel
stoppages, mechanical repairs,

2. Stops linked to work: "Regulatory™ stops and stops to wait for
the appropriate time for pickup or delivery of merchandise.

3. Stops linked to the habitual life cycle: eat, sleep, fatigue,

use washrooms, .

The stops outlined above are of a utilitarian or functional nature,
but the last group of stops, in spite of its utilitarian character, also
implies needs which are specifically tied to the category of truck drivers =
needs which have greatly to do with the fact that these drivers spend the
most time on the road. These particular needs will now be elaborated on.

For truck drivers, the satisfaction of needs linked to their life
cycle, reveals a strong sense of regularity. This is due to the fact that

their displacements are of a regular nature, as opposed to the displacements
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of "leisure"™ drivers which are only occasional. Consequently, a truck
driver on the road at mealtime, automatically stops to eat, or he will
stop to sleep, because the repeated nature of his displacement indicates
that he cannot allow himself to give up the satisfaction of these needs or
to defer gratification.

Another type of exigency regarding the meal stops, has to do with
the price of meals: If truck drivers take the meals regularly during their
displacement, they cannot allow themselves the luxury of repeatedly going
to restaurants where the prices are high.

The different needs which emerge naturally vary according to the

characteristics of the displacements

- the length of the displacement.

= the duration of the displacement.
i.e. a day's trip or one for several days.

= the type of transport: i.ef is the trip broken intc a bunch
of parcel deliveries to various customers, or is it a direct
Journey to meet one customer only.

- the time of the displacement i.e. effected during the day or

at night.

On top of the need of a certain regularity, one can see the appear-
ance, on the occasion pertaining to the satisfaction of these physiological
type of needs, another t;pe of need: Unlike the previous category of car
drivers on pleasure trips, the truck drivers particularly seek to get out
of the isolation in which they constantly find themselves — that is in front
of the steering wheel of their vehicle. The stop therefore takes a special

significance: It has to fulfill a function which in essence depends upon
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the fact that for these drivers, the road is the frame of everyday 1life.
This can be called the social function of the stop as discussed below.

11l. The Social Function of the Stop

This is a major determinant in the choice and habit of stopping.

It is important to the truck drivers that the stop should allow for:

1. encounters with other truck drivers and the possibility
of mutual exchanges on the professional level on matters
such as: work conditions, problems encountered, mechanical

advice, the tricks of the trade, and possible work offers.

2. relationships with people in other walks of life: The
truck drivers seek diversity in their social contacts on
their journey, which helps them to forget about their work

for a while,

To put it another way, the stop must allow the truck driver to get
out of his isolation and to be reintegrated into the social sphere, while

ensuring "shop talk®™ and social interaction in general,

111. The Characteristics of the Vehicle and its Implications with Respect

to Safety

The characteristics of the vehicle give rise to physical and topo-
graphical constraints which greatly reduce the stop possibilities for heavy
trucks. In particular, given the weight and length of the wehicle, certain
stops are not practicable. Also considering the complexity of the vehicle
and the slow manoeuvers to halt, certain stops are forbidden to truck drivers

for safety reasons (i.e. collision) with respect to other users of the road
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as well as themselves. Such safety problems underline the importance of the
topographical situation of a stopping place - for instance, a wayside park
situated at the bottom of a hill can make it difficult as well as dangerous
for a truck joining the flow of traffic.

1V. Practical Stopping Places

The discussion up to now centered on the constraints encountered by
heavy truck drivers which have the effect of reducing considerably the number

of stops that they can make.
In brief, the variables which account for the often forbidden stops are:

1. Work requirements which do not allow truck drivers to move
out of the trajectory of the displacement.

2, Traffic regulations which more or less forbids stops on
certain roadsides (i.e. some wayside parks) and urban areas.

3+ The physical characteristics of the vehicle and safety
factors necessitating more spacious sites with greater
accessibility.

L. The function of the stop - a stop may not be susceptible to
fulfill a social function.

5¢ Economic reasons which.prevents them from eating for example,

in some restaurants.

All these things indicate that the most utilized stops for heavy
truck drivers are roadside parkings and the highway cafés.

These two types of stops are characterized by the fact that they are
always found in direct proximity to the trajectory of displacement. Given
that these stops are more accessible and practical than others for diverse

reasons already mentioned, the truck driver is sure to meet his work
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colleagues and thus the vital social function of the stop is assured. The
hi ghway qaréé fulfill a1l their expectations — reasonable prices, plenti-

ful meals, and professional and social exchanges.

Y. Reactions to Stop Offers and Expectations Regarding Equipment

Heavy truck drivers complain about the existing stop possibilities
on the routes studieds They say that they have to look around for a long
time to find a convenient spot, or because they have no choice, they are
forced to stop in places which are open to risks, accidents, or penalties,

Indeed, of the four categories of highway users, truck drivers are

the most demanding (with respect to roadside stops) for the following reasons:

= this perceived lack of stop possibilities is all the more
great considering that the range of stop possibilities is very
narrow for them.

= safety preoccupations render them particularly demanding.

~ they spend most of the day time (or night ti;e) on the road

and the regular practice of stopping is an imperative need,

Whereas heavy truck drivers were seldom seen stopping at the wayside
parks studied, it would appear that these drivers would make more use of
these sites on the understanding that £hey are more spacious and erected in
such a way that the trucks can move in and out without any risk with on-
coming traffic - Large trucks observed at the wayside parks tended to park
dangerously on the highway shoulders, due to the difficulty of negotiating
the turn into the area. Moreover, they would be least likely to look for
equipments (barbeques for instance), given that they would use wayside parks
basically for relaxation and sleeping purposes. To this end, they demand

that these areas be well separated from the highway for reasons of noise,
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dazzling headlights from on-coming traffic, etc.

With regards to other types of stops that they make (i.e. high-
way caféé), they would like to see an enlargement of existing parking
spaces in lieu of creating new stop points. This lack of space is part—
icularly emphasized in view of the limited business hours of these
services which entail the phenomenon of swift saturation and often re-
sults in hazardous stops on the highway itself.

It should be noted that if one considers on the one hand, the
actual roadside facilities as on the routes studied, and on the other
hand, the needs and constraints of heavy truck drivers, it can be seen
that certain types of stops practiced by them are more often occasioned
by the lack of appropriate stopping placesl; This is why they are prone

to make thoughtless stops sometimes.

1 It is beyond the mandate of the Parks Division in Manitoba to provide
rest area for commercial traffic.
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PROFESSIONAL DISPLACEMENTS IN LIGHT VEHICLES

Professional displacements can be divided into two general types:
1. leaving home to the "“zone of work" or the inverse of thisg

2. moving from one place to another in the zone of work.

The second type of displacement is usually much shorter (say some
dozens of kilometres at the most). It can be discarded from the study,
given that these short trips don't lead in principle to any stops except
for visiting customers.

In essence, a strategy for roadside stops for professionals
travelling to the zone of work, has to be based on the fact that the Journey
is a dead time for them. Unlike heavy truck drivers, their job is not to
drive - they are not paid on mileage. Rather, their job is to see their
customers who are sometimes far from home. Therefore, the key point here
is that the time spent on the road is neither the time to rest, nor directly
productive time,

Hence, it is advantageous to characterize their displacements "pro-
fessional® because one can better understand why the primary objective of
this group is to minimize their displacement time. They are on the road to
drive because any lost time on the road is indeed lost time for the jobe

The habitual journeys to work have the following consequencess:

1, These motorists are perfectly aware of the dangers of the
route and thus they refrain from taking risks;
2, In addition, they know fully well how much time the Journey

takes, and they operate on a planned schedule,

They therefore travel at the maximum speed which they can use with-

out endangering themselves or others, The speed must be regular and any-
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thing which impedes this regularity, particularly the heavy trucks which
they have to pass, is perceived in a negative way. This overtaking is
viewed as a dangerous manoeuver but seemingly compulsory (to get to work on

time). This can lead to two extreme types of behaviours:

1. Not to stop in order to avoid being overtaken by vehicles
already passed on the way;
2o During rush hours, to wait for say an hour or two in order

to be able to move freely.

Being well organized, these motorists generally foresee right from
the start, the necessary things for the journey (tank full of gas, etce ).

And considering their habitual Journeys and the previously mentioned atti-
tudes relating to the displacement, it should be emphasized that these
professionals seldom can be found stopping on their route - Results of the
wayside park study show that only 3% of the users are on business trips.

What they perceive as obligatory stops for food and work suffice in general -
if there is no obligation, they do not stop. Moreover, for some, the driving
itself is a form of relaxation.

Envisaging most often utilitarian stops (including stops to answer
calls of nature, and fatigue) and nothing else, they have no desire to leave
the route and seek an agreeable spot ~ they stay on their trajectory and
resort to roadside stops if need be.

|

As a rule, Bnly when their trips are especially long, do they stop
for relaxation, but then, somewhat as in the case of heavy trucks, the stop
must allow them to establish social contacts.

But they can hardly hope to find this social contact at a wayside
stop. They come to realize that they cannot easily form contacts there, as

it might appear suspicious to stop beside another car and start conversing
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with its occupants.

To establish a contact, there has to be an "alibi® = the most common
is surely a commercial relation with say, the bartender or the restaurant
keeper. And so in order to converse with these people, they choose to stop
at the bar (hotel, café) rather than at waysides.

Yet, it should be noted that for other than long journeys, merely
their customers suffice to fulfill their needs for social contact.

To be mentioned in passing, is that a stop to eat is not always per-
ceived as a lost time for the same reason as the travel time: F¥hereas the
travel is viewed as non-work which is effectuated during working hours, the
meal time is often non-work time. Indeed, quite often eating does not
constitute part of the displacement.s Instead, it could well take place when
the traveller has to wait for the customers to receive him. Moreover, it is
not uncommon to utilize the meal time to connect with another site of work,
for which case the meal may be rushed (i.e. a sandwich may suffice)e

To conclude, this group of drivers does not represent permanent
potential users of wayside parks in other than incidental cases to quickly
satisfy basic physiological needs. In effect, stopping at a roadside is a
rare behaviour for them, given that it entails loss of work time. Neverthe-
less, of great importance to them is the opportunity to make urgent stops

in cases of mechanical trouble, sudden drowsiness, bad weather, etc.

|
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RECREATIONAL VEHICLE DRIVERS

What are generally classified as recreational vehicles, range
from the most popular type, the travel trailer (designed to be towed),
through small fold-out low profile trailers called camping or tent
trailers which are not much more than tents on wheels.1 Other types
included in this category are truck campers (of the kind seen atop
pick-up trucks), and motor homes which are built on a heavy duty truck
chassis. Motor homes are the largest and most livable of the recreat-
ional vehicles.

The displacementsAcarried out by this category of motorists,
are leisure displacements. Some common aspects of the displacement of
recreational vehicles and the leisure displacement in light wvehicles,
will be pointed out in this section. In a similar manner, attention
will be directed to the physical characteristics of recreational vehic-
les which entail some needs with respect to roadside stops, analogous
in certain ways to those enumerated by the heavy truck drivers. More-
over, the characteristic attitudes and behaviours of the recreational

vehicle drivers, will be particularly emphasized.

l. The Types of Displacement and its Significance

Differing from leisure drivers of light vehicles for whom the
displacement is more or less occasional, its purpose commonly being to
reach a vacation site, recreational vehicle drivers are more "mobile" -
typically having an itinerary for the various visiting sites, times of
stops, etc.

Among recreational vehicle drivers themselves, it is possible

1 Cady, "Just for the Fun of It", Highway User, Nov. 1972, p. &.
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to distinguish two types of displacement to which are linked different

attitudes and behaviours with respect to stops:

l. The itinerary displacement. This touristic or vacation trip

is generally broken into short stops, commonly in camping grounds or
"touristic" places. The vacation aspect which predominates leads to
the practice of "pleasure" stops as is defined by the typology (in the
section on leisure drivers of light vehicles) — Hence there is gener—

ally a lack of interest in roadside stops such as wayside parks.

2. The direct displacement. This displacement is oriented to-

wards attaining either one of the following objectives:

(a) to reach a camping ground or touristic site and to stay
there during the entire vacation, the recreational
vehicle becoming some kind of residence for the vacation.

or

(b) to reach the region or country where the itinerary dis-

placement is to be made.

For both types of direct displacement, differences can be
found in the motorist's conception of the displacement and the stops
(as was laid out with respect to leisure drivers of light vehicles),

the two extremes here being:

(1) Either that the journey is not really a part of the vacat-
ion - the vacation only starts when the visiting region is
hit. Hence the motorist seeks to minimize the stops for
the portion of the displacement which is direct.

or

(ii) The direct displacement is already a part of the vacation
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and hence the motorist practices pleasure stops. But this
does not mean that direct displacement is to be confused
with itinerary displacement, since the trip in the first
case is nonetheless oriented towards attaining the object-
ive (site or region for the vacation). Moreover, for the

direct displacement, motorists take the central highways.

Thus, for the direct displacement, the practiced stops are a
function of the above mentioned conceptions. Likewise, as in the case
of leisure displacement in light vehicles, these stops are also linked
to the characteristics of the displacement: the length of the trajectory,
presence of children, etc. (These points which were developed in the
first part of the analysis, will not be reviewed here. There is also no
need to return to the different motives to stop, to the extent that they

were made explicit for drivers of light vehicles on pleasure trips).

1l. The Stops Practiced, and Reactions to the Actual Offers

The stops practiced by recreational vehicle drivers, are not as
diversified as those of leisure drivers of light vehicles (restaurant,
bar, nature, waysidé} primarily for the following reason: During their
displacement, recreational vehicle drivers possess an equipment which
gives them autonomy with regards to services provided on the road for
needs such as to eat, drink, or use washroom. Hence recreational
vehicle drivers stop less in restaurants or bars.

These motorists generally find it difficult to stop in urban
areas, by virtue of the awkwardness of their vehicle. This is of great
concern to them, since they have to stop from time to time in these

centers for provisions and for motives related to touristic activity
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(visit towns ete.),

What they wish then, are parking spots just before urban areas
which will allow them for example, to unhitch their trailers and to
drive into urban areas in their cars.

Besides, they generally stress that there is a shortage of
roadside stop possibilities on the routes studied, especially as it
concerns the physical characteristics of their vehicle (sufficiently
large parkings etc.). In particular, they express negative opinions
about wayside parks which they discover to be hazardous to manoeuver
into, or to turn their trailer around. Hence, they are always pre-

occupied with safety considerations.



CHAPTER SEVEN

CONCLUSIONS AND RECCMMENDATIONS
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The analysis of the four categories of highway users indicates
that it is not always possible to satisfy each category of drivers by
the same facilities: The function of a stop is not the same for pro-
fessional displacement as for leisure displacement. Moreover, the poss-
ibility of a stop taking place is more or less imbued with diverse con-
straints - minimal in the case of leisure displacements but optimal in
the case of heavy trucks. Also to be noted is that the so called
"natural" rest areas along the routes studied (towns, service stations,
restaurants, farmer's lane, etc.) are neither equally satisfying for all
users nor always practical under certain circumstances (i.e. parking in
towns is the most impractical for heavy trucks and recreational vehicles).

Because of the differential needs of leisure drivers of light
vehicles, recreational vehicle drivers, and drivers of heavy trucks,
presented successively will be guidelines for wayside park development
for each of these categories. As to the category of professionals driv-
ing light vehicles to work, their needs to stop are very slight and
susceptible to be satisfied by stopping places destined for leisure

drivers of the same type of wehicles,

1. Guidelines with Respect to ILight Vehicles

There are those travellers who utilize wayside parks on the axis
of their displacement - that is those waysides which do not necessitate
roundsbouts with reSp;ct to their journey. This is the group that the
study centered on, given that other motorists tend to stop in towns or
restaurants, in small or narrow lanes outside the main road, etc., and
interestingly enough, are disinterested in the type of wayside parks

that are here in mind.

Those who are likely to stop at wayside parks, are appreciative:
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of the space to stretch their legs, the attractive grassy areas, the
trees which enhance the look of the waysides and offer much needed
shade, the water pump, barbeque facilities, and the idea of a washroom
which is somehat hidden. But what is absolutely vital to them is to
have the necessary safety for both oncoming and outgoing vehicles at

the exits and entrances of the wayside parks. Also essential, is for
children to have space to frolic and run without risk. To achieve this,
it is imperative that a wayside park should not simply be an enlargement
of a passageway, but rather that it be made distinct with respect to the
road. From this point of view, wayside parks (as opposed to simple turn-
outs) having a thick screen of trees and shrubs separating them from
traffic are well appreciated.

Also, the possibility of picnicking without losing sight of
one’s car is very important to many drivers.

In practice, the potential users of wayside parks, those who are
reluctant to swerve from their journey, are not in favor of sophisticated
equipment that goes beyond the basic essentials. Rather, they prefer to
see more of "nature" on the side of the road (close to where they park
their cars). But this reflects only what adults wish for themselves -
it should be noted that swings or sand-boxes would be appreciated consid-
ering that they help to keep the children occupied for some time and
equally important, th?y enable the parents to relax too while the child-
ren are busy playing.

A wayside park is not normally a place to meet people. It is
more of a place where one can relax, keep one's distance. This need for
isolation possibilities (without losing sight of one's car), should not
mean that vast areas must be created for drivers to park their cars dis-

tantly from each other. Rather, discontinued spaces could be used,
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preferably utilizing the natural irregularities of the site (symbolic
limits) allowing each family to use part of the space in a manner that
does not confliet with or inconveniences other users. This again does
not mean transformation of the site into something like a maze for it
might not be as attractive as one would like to think.

The provision of any facility for public rest brings with it
the immediate and continuing obligation of maintenance. The public
will respect a clean, well kept wayside park, but by the same token, it
will litter and abuse a dirty, ill-kept one. Moreover, interviews with
wayside park users revealed that they refrain from visiting certain sub-
standard waysides. This points to the fact that the cleanliness of a
site is a significant determinant of its utilization.

Regarding the frequency of stopping, an interesting observation
is that wayside park users on the routes studied stopped on their way
every 184 km (114 miles) on the average. However, this must certainly
not be taken to mean that stops should be spaced 184 km apart. Rather
the desirable spacing of stop opportunities should correspond approximat—
ely to an acceptable duration between the time the need is felt and the
time one finds an adequate spot. Granted that this duration is in the
order of about twenty minutes at the most, one obtains a corresponding
distance of twenty to thirty kilometers.

But this distance can be increased with proper road signing.
Indeed, a delay is always more tolerable when it is not accompanied by
uncertainty. A person often accepts a longer delay if he knows what the
duration would be and if he is sure that after a determined distance, he
will find what he is looking for. To know beforehand the stop possibili-

ties on one's route, allows one to knowingly choose a nearby stop, or on
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the contrary, to continue - knowing when one can stop anew. Under these
favorable circumstances, a distance of 4O kilometers (25 miles) between
stop opportunities should generally suffice.

In this frequency estimation, stop possibilities in towns should
be taken into consideration according to the criteria developed in
Chapter Two under the "Spacing and lLocation of Sites".

It was noted that appropriate road signing probably makes it
possible to space wayside stops further apart. The need for adequate
signing is sufficiently called for. Indeed wayside parks are not always
visible, and even if they are, motorists do not always identify thenm.
Distinctive advance signing with arrows to indicate which side of the
road the waysides are on, are needed to enable motorists to find these
stops with less mental strain. These could take the form "Wayside Park
10 km ahead - Next Wayside 30 km". In this manner it would allow motor-
ists to foresee what they will meet on the road, thereby enabling them
to knowingly make decisions, instead of constantly being on the lookout.

Principles regarding signing are presented in Chapter Four under
"3igns®,

A1l the points which have been mentioned so far concern the
intermediate group of the typology = those travellers who in making
functional stops, avail themselves of these stops (i.e. the time which
they spend in the wayside parks) to relax and enjoy nature. This is
the group that shows marked interest in wayside park facilities and it

is on them that the study focussed mainly.

For those motorists who do not like to stop, and do so only

when it is absolutely necessary, that which suits most is a place
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providing the opportunity to quickly satisfy a plurality of needs,
thereby avoiding further stops. A gas station, for instance, could
serve this purpose if it is equipped with a washroom, coffee and snack,
vending machines, and possibly some minimal space for the children to
stretch their legs a little, in safety., In this way, these motorists
are able to minimize, at the same time, the number and the duration of
the stops. Aside from that, in cases where they have to stop for a
longer time, to catch some sleep for example, what suffices is a simple
parking lot that affords safety to them. Indeed, at a wayside park,

they would not look for equipment, and would be indifferent to the amen-

ities that would make the site more pleasant.

Finally regarding those who prefer'to stop in villages, the prob-
lem from the point of view of this study, is clearly more simple. Never-
theless, in times of great flux of travellers, it sometimes happens
that all the visible parking spaces in the immediate surroundings of
the road, are occupied. A parking lot at the entrance to the community
where tourists would not compete with local drivers, may be useful.

Yet the above group, like motorists of the intermediate group,
would also be appreciative of wayside parks in attractive locations

(points of interest, wooded areas etc.).

2 Guidelines with Réspect to Recreational Vehicles

Recreational vehicle drivers have similar needs and preferences
as leisure drivers of light vehicles. Both face similar constraints or
absence of constraints -~ i.e. neither one has a schedule like the pro-
fessionals, but both commonly travel with their children, an essential

factor in stopping and for exigencies in stop matters. Consequently,
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the essence of what was said about leisure displacements in passenger
cars, in particular the typology, applies also to recreational vehicles.
Nevertheless, a major difference lies in the size or weight of the
recreational vehicle, which leads to the same type of problems experien-
ced by the heavy trucks.

Wayside parks are all the more necessary for recreational wvehic-
les than for light vehicles, given that wild stoppages on their part
are more restricted, and their needs in terms of safety are stronger.
Considering their size, it is imperative for them to be sure of getting
out safely from these places and vise versa. The recreational vehicle
driver often hesitates to negotiate say, a lateral road because of the
uncertainty in terms of not being able to do so. Therefore the manoeuver
to be made must be effective, and this effectiveness can be achieved for
example by proper highway signing.

Furthermore, recreational vehicle drivers tend to be more demand-
ing than motorists of light vehicles, with regards to the attractiveness
of the setting in which they stop. They view their vehicle as their
home, and it appears that they more or less choose their stops as if
they would sojourn there for a lengthy period of time.

Finally, recreational vehicle drivers often stop in towns, not
only to rest or visit, but also, and to a greater extent than private
car drivers, to shop around for their basic necessities. The possibil-
ity of parking at the entrance to the town, within which they cannot

stopy, is more vital for recreational vehicles than for light vehicles.

3¢ Guidelines with Respect to Heavy Trucks

It has been noted that truck drivers, in their professional dis-

placement, face some overbearing constraints which often imply very
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1ong and tedious journeys. Yet in view of the fact that they spend
the most time on the road, truck drivers often seek out contacts with
their colleagues = unlike leisure drivers who tend to generally avoid
contacts with others when stopping on their way.

Given the length of their itineraries, it could well be necess-
ary for truck drivers to catch some sleep on their way. It should also
be noted that the time or distance factor is critical for truck drivers,
as they are required by law (in Manitoba for instance) to stop every
two hours for a fifteen minute break and equipment check. No elaborate
facilities are needed for these types of stops — the only requirement
is the possibility to park in safety where one can rest or sleep in
peace and quiet.

Roadside restaurants play a vital role not only for food consump—
tion - the basic physiological necessity - but also for meeting fellow
friends. Through this interaction with their colleagues, truck drivers
become aware of the dangers of the profession, find something new and
exciting, etc.

Truck drivers often complain about the small size of roadside
parking which prevents them from stopping where they wish. From this
standpoint, their contention is to call for the enlargement of existing
parking lots in lieu of new parking locations.

The need for parking spaces is all the more important when seek-
ing encounters: Since truck drivers like to stop at places where they
could meet their colleagues, they cannot avoid the peak hours, given
that it is only during these times that they can see some of them.

The highways do not always bring them on time to unload their
merchandise. It is possible for the drivers to be fast, and as such,

they are obligated to wait for the appropriate time outside the city or
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town concerned. But parking spaces are uncommon at these locations,
Therefore, as in the case of recreational vehicles, simple turnouts

situated at the entrance to the town, would be useful.

Concluding Remarks

If the crowded wayside parks on the routes studied demonstrated
anything, it is this: that these areas are not a luxury; they are an
absolute necessity in this motor age. The analysis of the survey gener-
ally supports the idea that roadside rests contribute to highway safety
by providing motorists with the opportunity to rest safely away from

moving traffic. Examples follows:

1. The survey showed that 80% of wayside park users utilized the stop
to provide driver relief by short or long rest (or change of drivers).
2 Over 3 1/2% of wayside park users had been driving in excess of 8
hours, and a few had been driving the whole night before.
3. Users commonly checked their vehicles as a precautionary measure,

and some found vehicle problems.

Motorists who do not stop at wayside parks, are of great import-
ance in an analysis of data concerning motorists who do stop. A Calif-
ornia studyl interviewing drivers not only at various stopping places,
but also at selected roadblocks, showed that drivers who stop at wayside
parks, as compared with those that pass, generally travel more kilometers
since awakening, have more kilometers yet to cover, travel more kilo-
meters since the last stop, and have more kilometers to go to the next

stop.

1
California Department of Public Works, Evaluation Study-Safety

Aspects of Roadside Rest Program.




=155 =

Vayside parks are not equivalent in their effect. The survey
data provides evidence that different wayside parks are utilized for
different purposes and at different rates. Keyes wayside, for example,
has the highest proportion of motorists who turn in to rest.

A wayside park is a part of a configuration of rest opportuni-
ties in a context of travel patterns between major control points such
as large towns. By adding wayside park(s), one modifies that configur-
ation to decrease the average distance travelled between stops by
attempting to change prevailing patterns of driving and stopping.

The question is how to do this most economically on the basis of
cost versus safety effectiveness. Focussing exclusively on fatigue-
‘related safety benefits of rest stops, the following procedure is recom-

mended for locating wayside parks:

1. Select length of highway for study. 4 segment of highway should be

selected which is 300 kilometers or more in length, along which a
significant percentage of trips are over 300 kilometers long. The
length of highway selected, should be bounded by major origin-dest—
ination points (i.e. cities), and the road should have an Average
Daily Traffic (ADT) of at least 1000 vehicles.

4 rest stoplintervention is probably plausible on a stretch of
roadway that has an annual accident rate that exceeds the expected
accident rate for the particular type of road and ADT, or an accid-
ent rate that is increasing annually, or has an ADT that is increas-
ing faster than 5% a year, or has a high proportion of fatigue-type
accidents, or any combination of these factors. In determining

whether fatigue significantly influences the accident rate for the
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particular length of highway, anecdotal evidence from highway dist-

rict personnel and law enforcement officers should also be considered.

Conduct survey of travellers' driving patterns. By interviewing

drivers at various stopping places and at selected roadblocks, infor-
mation regarding the history of the day's drive should be obtained.
The logic of the questionnaire would be to place the rest stop as a
point somewhere between the beginning of the day's drive and its end.
Emphasis should be given for what had happened prior to the rest
stop, and alsc what would happen for the remainder of the journey.
In brief, the questionnaire should cover the whole driving day, and
the motorist's accomplished and planned behavior for the day.

To get a comprehensive picture of the driving patterns, the sur-
vey should gather information at different points on the highway
(say, every 100 km), at different hours of the day, different days of

the week, and different seasons.

Survey the route. As has been stressed in this thesis, rest oppor-

tunities of all kinds, not only wayside park stops, must be consid-
ered to determine the average distance between stops. It is there-
fore necessary to survey the route to locate all rest opportunities
and to rate them on a simple scale (i.e. unsatisfactory, good,
excellent) with réSpect to the types of facilities, who stops and
why, and how many stop and for how long. This information can be
obtained from wayside park users such as were interviewed in this
thesis, or perhaps from people who serve travellers at local stops,

highway district personnel, or law enforcement officers.

Summarize existing situation. A composite configuration should be




prepared for the route as it exists (or for anticipated major
changes), showing lengths of trips, major origin-destination points,
and rest stops and their use. The average distance travelled be-

tween rests should be determined.

50 Design an improved configuration. Various interventions can be con-

sidered to effectuate a more desirable driving and stopping pattern.
If the prevailing average distance between rests is between 250 and
300 km, a priority of one might be assigned; if between 200 and 250
km, a priority of two; and if between 150 and 200 km, a priority of
three. Such priorities express an order of opportunity for improv-
ing highway safety by wayside park intervention. The interventions
could either provide extra rest opportunities or enhance the utiliz-
ation of existing opportunities. It should be noted that rest stops
can prompt not only positive effects but also negative ones, as when
the stops are too widely spaced and drivers need to "stretch™ beyond

the distances they comfortably cover (reduced spacihg could help).

Whereas the preceding recommendations are limited to fatigue-
related safety benefits of rest stops, other benefits are possible and
likely, and should be weighed in locating additional wayside parks. But
with regards to the availability of wayside parks for emergency use,
there is clearly no way to locate these areas for the chance auto break-
down, unless there is a direct line of communication (unknown here) with
Lady Lucke. Of course, if a motorist has minor engine trouble, he can
get to an emergency wayside stop. But if he has real trouble, that way-
side stop will never be in the right place. Hence there are no substit-

utes for continuous highway shoulders wide enough to accommodate a
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vehicle while undergoing emergency repairs.

Another facet of the problem of creating an effective network
of stop opportunities, is maintenance. Maintenance is a factor which
must be considered at the outset,s It influences each aspect -~ the
acquisition, the design, the development, and the operation of wayside
parks.

The maintenance consideration begins with the acquisition of a
site. Unless the prospective area is in itself attractive, public res-
pect and use will be more limited than in locations with pleasing nat-
ural features. Maintenance also influences the location and arrange-
ment of the parking areas, service buildings, etc., which if not planned
for convenience in use, will require more maintenance during the life of
an area since the public will try to find a more convenient way. If
buildings, table and benches, signs, drinking fountains, and the like,
are not attractive or designed with durability which wins respect, they
will be abused and cause high maintenance.

In operating practice, should damaged windows, doors, water
closets etc., not be immediately repaired, or should the pick-up and
clean-up services not be adequate, the public would likely express its
disgust or disregard in every offensive manner. It should be emphasized
that the converse of this is generally true also.

To achieve an‘effective wayside park network, it is also recom-
mended that an information program be initiated to insure that travelling
frustrations about food, lodging, medical care, gas, and the like, are
successfully avoided. Such a program to provide drivers with "Motorists
Service Information™, has been established in the State of Indiana}' It
consists of two elements: First a highway sign, specifically mentioning

Motorists Service Information, is located near the entrance to the way-
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side park to signal to passing motorists that travel information is
available at an upcoming wayside park.

The second element which is also the most important, is the
Motorist Service Information display within the wayside park building
(i.e. comfort station). The display could consist of a large strip map
scaled say 3 cm to 1 kilometer which will include the highway from the
wayside park where the display is located to the next wayside park, the
provincial border, or the next major metropolitan area. The main feat-
ure of the map would be the use of color coded cards placed approximat-
ely in scale position which would identify businesses by type and com-
pany name. Using the accompanying legend, the motorist can select and

locate the services he needs.

1 Indiana State Highway Commission, "Motorists Service Infor-
mation in Indiana™ in Highway Focus.




APPENDICES



- 161 -

APPENDIX A: DESIGN FOR THE HANDICAPPED

Parking Spaces = should be 3 3/ meters wide (12 ft.) to allow room at the

side of the car for manoeuvering a wheelchair to or from the spaces.

= should avoid the need to pass behind parked cars.

Water Closets - seat should be 50 cm. high (20 in.)

- wall-hung type is most preferrable.

= if floor supported, under—structure should not interfere with the

close approach of the wheel chair.

Lavatories = aprons should be narrow to permit close approach

- hot water pipes should be placed (or insulated) so they cannot

burn wheel chair occupant, particularly those without sensations,

Public Telephones - most disabled persons cannot use public telephone booths.

Dial and handset should be within reach of the person in wheel chair.
~ a phone may be especially equipped for those with a hearing impair—

ment, Such a phone could be used by all.

APPENDIX B: DESIGN OF COMFORT STATION

Within the toilet rooms, use of functional, utilitarian, and vandal
resistant materials should be the first consideration. Instead of using
wood as in older toilets; toilet partitions should preferably have metal
frames with metal or metal-covered wood panels and doors. Partitions should
be secured to a wall and the floor or to a wall and the ceiling. Ceilings
should preferably be panelled with a lightweight, fire resistant material.
Fixtures and appliances should preferably be of metal which is recessed or
flush as much as possible with other surfaces., Electric hand dryers should

be favored over paper or linen towels because of cleaning and maintenance
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considerations.
Storage rooms for supplies and equipment should be burglar and fire
resistant. Heating or air conditioning units may perhaps be supported from

the ceilings to allow more use of storage and floor space.

APPENDIX C: DESIGN OF TABLES AND BENCHES

Portable types of tables and benchesrshould be favored over thqse
which are permanently set in the ground, to provide flexibility in use.

Table and benches should preferably be of heavy smooth finished timber or

sawn lumber. The weight should prevent easy moving by less than two persons.
Stone or concrete tables and benches are undesirable since they are too
heavy to be readily shifted by maintenance men. _

In humid areas, decay-resistant timber should be used (i.e. cedar).
In dry areas, any good timber found in the locality may be adequatef

Surfaces should be smoothed and sharp edges and corners should be
beveled to protect clothing.v 1/3 em to 2/3 em (1/8 to 1/4 inch) space should
be left between surface planking to facilitate water runoff from table and
benches.

Table and bench units should be large enough to accommodate four to
eight persons. Banquet tables are not desirable.

It is important to allow for flexibility in design and materials to

make best use of local materials at specific sites,

APPENDIX D: DESIGN OF FIREPLACES

Fireplaces should be simple in design consisting preferably of
concrete or native stone. Bricks or stones which are not heat-resistant
should be avoided., If grates are movable, they should be chained to prevent

vandalism. The design should focus on economy in the use of wood or charcoal:
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Height of grates should preferably not be more than 15 to 20 cm. (6 to 8
inches) above the bottom of the firebox. Barbeque pits, multiple stove
design, and other cooking facilities to serve large crowds of people, should

not be provided.

APPENDIX E: DESIGN OF ADVANCE SIGNING

A wayside park sign should be designed with a border of the same
color as the legend, to outline its distinctive shape so as to make it more
easily recognized, and to give it an attractive finished appearance. For
signs smaller than 3 meters by 2 meters, the border should have a width of
approximately 4 centimeters.

The signs may employ white letters and symbols on a green background
but a uniform policy should be followed. The sign should be reflectorized
because of the need for full-time effectiveness.

A wayside park sign should be individually erected on separate posts
or mountings except where one sign supplements another. For ground install-
ation, the sign should be erected at a minimum height of 2 meters above the
edge of the pavement to the bottom of the sign.1 But if a secondary sign is
mounted below the sign, the major sign should be no less than 2 1/2 meters
above the level of the pavement edge.  The horizontal clearance to the sign
should be no less than one meter beyond the edge of the roadway shoulder.

The sign face should be oriented by a slight turning away from the
roadway in order to avoid specular reflection, However, this adjustment should

be kept small so that adequate reflection will be maintained.

1 AASHO, Manual for Signing and Pavement Marking of the National System
of Interstate and Defence Highway. p. 13.
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APPENDIX F:

WAYSIDE PARKS QUESTIONNAIRE

Location of interivew:

Date of interview: ) Time:

1. Where is your home? Town/City

(If you live on a farm, please state the town or city nearest you).
Prov./State ’

2. Are you on an overnight trip away from home?

Yes [ ] No []
If yes: there did you spend last night?
a) at Home [ ]
b) Town/City/Canpgromnd/Park
Prov./State’ < ot .

Where do you plan to spend tonight?
a) At Home [ ]
b) Town/City/Campground/Park

Prov. /State
If no: What is the destination of your trip?
a) Town/City

Prov./State
b) Other (please specify)
What is the total distance from your starting point to your destination for today?
miles

" 3. At what time today did you start this trip?

4, At what average speed are you travelling?

5. Did you stop anywhere today between your starting point and here?
Yes [ ] No [] '

If yes, list where you stopped, and indicate with @) the purpose of
your stop.

Purpose

Location Washroom | Rest | Picnic |Eat | Gas | Info. | Other

First Stop
Second Stop
Third Stop '

Additional Stops,
If Any

llow many miles is your previous stop from here? miles
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6. How lang are you stopping here?
a) 15 minutes or less
b) 15 - 30 minutes
¢} 30 minutes - 1 hour
d) more than 1 hour
€) overnight

Lame B e BN s T o T )

7. For what purpose are you stopping here?
a) Use of washroom facility
b) Short rest

¢} Picnic

]
1
)
d) Long rest ]

[
[
[
[
8. How would you rate the facilities in this wayside park?

a) Unsatisfactory [1]
b) Fair []
c) Good [ 1
d) Very Good []
' e) Excellent []

Aﬁy comments:

9. What is the total number of people in your vehicle? o __persons
10. If your trip for:

a) Pleasure []

b) Business []

¢) Pleasure § Business [1]

d) Other []
11. Do you feel that the road signage for wayside parks is adequate in

Manitoba? Yes [ ] No []

12. Have there been an adequate number of wayside parks on your route in
Manitoba? Yes [ ] ~No [1]
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DESIGN LENGTHS OF SPEED-CHANGE LANES

AlY ¥Mein Highways

TUBLE 1
Design Speed of
Turning Roadway 15 20 25
Curve, MPH.
Minimum Curve Radius, Feet 50 90 150

—

Design Speed Length of Total Length of Deceleration
;:HHighway’ taper, feet Lane, including taper, feet:
40 190 300 275 250
50 230 400 375 350
60 270 500 L75 450
65 230 550 525 500
0 00 575 550 250 ]
Design Speed Length of Total Length of Accelaration
;;H?ighway, Taper, Feet Lane, including taper, feet:
40 190 325 250 225
50 230 700 625 600
60 270 1125 1075 1000
70 300 1550 1500 1400
NOTE: The sbove values apply to Flat Grades of 2% or less. Deceleration

distances should be longer on downgrades and shorter on upgrades,
while, acceleration distances should be longer on upgrades and

shorter on downgrades, as shown in Table 25.
Moreover, the sbove lengths are based on operation of passenger
Whereas trucks require longer distances to decelerate
for an equal difference in speed, longer lanes are not justified
since the average speed of trucks are generally lower than those

vehicles,

of light

vehicles.
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RATIO OF LENGTH OF SPEED-CHANGE LANES ON_ GRADE TO LENGTH ON LEVEL

TABIE 2

DECELERATICH LANES

Design Speed of
Hi ghway, M.P.H. Ratio of length on grade to length on level® for:
Al 3 to 4% upgrade 3 to 4% downgrade
0.9 1,2
All 5 to 6% upgrade 5 to 6% downgrade
- 0.8 1.35 -
ACCELERATION LANES
Design Speed of
Highway, M.P.H. Ratio of length on grade to length on level* for:
Design speed of turning roadway curve, mph,
20 30 411 speeds
3 to 4% upgrade 3 to 4% downgrade
40 1.3 1.3 0.7
50 1.3 Lok 0.65
60 1.4 1.5 0.6
70 1.5 1,6 0.6
5 to 6% upgrade 5 to 6% downgrade
L0 1.5 1.5 0.6
50 1.5 1.7 0.55
60 1.7 1.9 0.5
70 2,0 2,2 0.5

% Ratio from this table multiplied by length in Table 2, gives length
of speed-change lane on grade.

For instance, for a highway with a design speed of 60 s.p.h., a
turning roadway curve with a design speed of 30 m.p.h., and a 5%
upgrade, the length of the deceleration lane would be 425 x 0.8 = 340
feet, and the length of the acceleration lane would be 900 x 1.9 =
1710 feet.
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AVERAGE DISTANCE TRAVELLED BETWEEN STOPS

TABLE 3
OU2-0F-PROVINCE IE-PROVINCE OVERALL
Average Average Average
umber Distance Number Distance Number Distance
WAYSIDE of stops in km(miles) of stops in km(miles) of stops | in km{miles)
Seton 31 258.6(160.6) 10 118,0(73.3) 41 224.3(139.3)
Keyes 21 197.9(122.9) 12 144,.3(89.6) 33 178.4(110,8)
Norguay 20 196.9(122,3) 19 93.4(58.0) 39 146.5(91.0)
Eirkells 32 175.0{108.7) 10 205.6(127.7) 42 183.5(114,0)
Hargrave 3 192,1(119.3) 7 135,7(84.3) 41 182.4(113,3)
Overall Average | 138 204,6(127.1) 58 132.7(82.4) 196 182.4(113.9)
DISTRIBUTION OF DISTANCES TRAVELLED BETWESN STOPS
TABLE 4
DISTANCES IN MILES
WAYSIDE O-| B¢~ | 100- | 150- | 200- |250- 300~ | 350-] 490~ | Total
49 1 99 19 199 249 299 349 399 | 449
Seton
T Out-of-Prov. |4 5 5 5 7 4 1 31
In-Prov. 2 5 3 10
Total 6 10 8 5 7 4 1 A
Eeyes
t~0f-Prov. |3 3 6 5 3 1 21
In-Prov. - 1 2 9 12
Total N 5 15 5 3 1 33
Nor
— %t-:zof—Pm. 6 2 2 e 1 1 20
In-Prov. n 4 3 1 19
Total 17 6 5 9 1 1 39
Kirkella
Cut—of-Prov. {$ 8 3 7 & 1 32
In-Prov, 4 2 2 2 10
Total 9 12 5 9 6 1 42
Hargrave
Out~of-Prov. |7 12 % & 2 2 1 1 34
In~Prov. 4 1 2 7
Total n 12 (3 6 2 2 1 1 5
Total
Out—of-Prov.| 29 30 21 29 17 8 2 1 1 138
In-Prov, 18 15 18 5 2 58
Total 47 45 39 3 19 8 2 1 1 196
% 79 23.0 | 20,0 | 17.3 9.7 L1 J1o0].s .5 100%
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AVERAGE DISTANCE TRAVELLED BETWEEN PREVIOUS STOP AND WAYSIDE

TABLE 5
QUT~0OF-PROVIIICE IN~-PROVINCE oOVimALL
Average Average Average

. number of Number of nuaber of Number of number of
HAYSIDE [Vehicles | km(miles) HVehicles km(miles) |iVehicles km(miles)
Seton 19 249.8(155.2) 5 111.4(69,.2) 24 221.1(137.3)
Keyes 12 201,7(125.3) 10 143.6(89.2) 22 175.3(108.9)
Norquay 12 221.2(137.4) 15 88.4(54.9) 27 147.5(91.6)
Kirkella 18 205.4(127,6) 7 220.7(137.1) 25 209,8(130.3)
Hargrave 20 179.0(111,2) L 153,0(95.0) 2l 174.7(108.5)
Overall Average| 81 211,1(131.1 A} 133.5(82.9 122 185,0(114.9)

DISTRIBUTION OF DISTANCES TRAVELLED BETWEEN PREVIOUS STOP AND WAYSIDE

TABLE 6
DISTANCES IN MILES
160~ 150~ 200~ 250-  300- 3505
WAYSIDE D-49 50-99 149 199 2L9 299 349 399 |Total
Seton
Out—of=Prov. | 2 4 3 2 5 3 19
In-Prov. 1 2 5
Total 3 6 5 2 5 3 2L
Keyes
Out-of-Prov, | 1 2 5 1 2 1 12
In-Prov. 1 1 8 10
Total 2 3 13 1 2 1 22
Norquay
Out~of-Prov. | 3 1 1 5 1 1 12
In~Prov. 9 I 1 1 15
Total n2 5 2 6 1 1 27
Kirkella
Cut~of~Prov. | 4 L [ 3 1 18
In-Prov. ' 3 2 2 7
Total L 7 8 5 1 25
Hargrave
Qut~of~Prov. | 5§ 8 1 2 2 1 1 20
In-Prov, 2 2 A
Total 7 8 1 A 2 1 1 24
Total
Out=o0f-~Prov. 15 19 10 16 13 5 2 1 81
In-Prov. 13 10 11 5 2 41
Total 28 29 21 21 15 5 2 1 122
% 23,0 23.8 17.2 17.2 12,2 4l L6 |.2 jio04
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AVERAGE LENGTH OF TIME SPENT TRAVELLING BETWEEN STOPS

TABLE
I—EUT—OF—PROVINCE IN-PROVINCE % OVERAILL
Number Average Number Average umber Average
KAYSIDE lof stops time of stops time pf stops time
Seton 29 2/hrs.i3min.f| 10 1/hr.15min. | 39 2/hrs.20min.
Keyes 21 2/hrs. 7min. 12 1/hr.32min. § 33 1/hr. 55min.
Norquay 20 2/nrs, 2min. 20 0/hr.56min. | 40 1/br. 29min.
Kirkella 32 1/hr. L6min.] 10 2/ brs.13minf 42 1/hr. 53min.
Hargrave 32 2/hrs. 2min, 7 1/hr,29min, § 39 1/hr. 56min,
Overall Average| 134 2/nrs.8min. 59 1/hr.23min, | 193 1/hr. 55min.
DISTRIBUTION OF AVERAGE LENGTH OF TIME SPENT TRAVELLING BETKEEN STOPS
IiBLE 8
LENGTH OF TIME
O- 1 hr.— 2 hrs. 3 hrs.=— L hrse— 5 hrs,— 6 hrs.- 7 hrs.—
WAYSIDE 9 mind 1/hr.59mind 2/hrs.59min 3/hrs,59min.| 4 /hrs.59min.| §/hrs.59min.| 6/hrs.59min.] 7/hrs. 59min, [otal
Seton
Out-of-Prov. | 6 A 7 5 1 1 32
In-Prov,. 2 6 9
Total 10 7 5 1 1 41
Keyes
Out-of-Prov. 5 A 8 2 2 21
In-Prov. 3 8 1 12
Total 8 12 2 2 33
Norguay
Out~0f~Prov, 5 3 3 1 20
In-Prov. 13 L 1 20
Total 18 7 10 L 1 L0
iKirkella
Out~0f~Prov. | 10 8 [ 6 2 32
In-Prov. 5 2 3 10
Total 10 13 8 9 2 L2
Hargrave
Out~rof=Prov. | 12 8 [ 4 2 2 3L
In-Prov. 4 2 1 7
Total 16 8 8 5 2 2 L1
Total
Cut—of-Prov. | 38 27 36 22 11 3 1 1 139
In-Prov, 22 23 B - 5 58
Total 60 50 L 27 1 3 1 1 197
% 30.5 25,4 22.3 13.7 5.6 1.5 .5 .5 100%
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AVERAGE LENGTH OF TIME SPENT TRAVELLING BETYEEN
PREVIOUS STOP AND HWAYSTDE

TABLE 9

OUT~-OF-PROVINCE IN~-PROVINCE OVERAILL

dumber of Average Number of Average Number of Average
WAYSIDE Yehicles time Vehicles time Vehicles time
Seton 19 2/nrs.38min. 5 1/hr.10min. 24 2/hrs.20min.
Keyes 12 2/hrs.1lmind] 10 1/hr.31min, 22 1/nr. 53min.
Norquay 12 2/hrs.19mind] 15 56min, 27 1/hr. 32min.
Kirkella 18 2/hrs. 5mind 7 2/hrs.21imin. 25 2/hrs.9min.
Hargrave 20 1/hr. SOmindl 4 1/hr. 27min, 2 1/hr.ibmin,
Overall Average] &1 2/hrs.13ming L1 1/hr 23minf 122 1/hr, 56min,

DISTRIBUTION OF AVERAGE LENGTH OF TIME SPENT TRAVELLING BETWEEN PREVIOUS
STOP _AND WAYSIDE

TABLE 10
LENGTH OF TIME
O~ 1 hr. - 2 hrs, -~ 3 hrs.- L hrs.- 5 hrs,— 6 hrs.- 7 hrs.-
WAYSIDE 9 min.} 1/hr, 59min. 2/hrs, 59min.d 3/hrs.59min.} 4 /hrs, 59min.{ 5/hrs.59min.| 6 /hrs, 59min.| 7/hrs.59min.| Total
Seton
Out~of=Prov. 3 3 3 6 L 19
In-Prov. 2 3 5
Total 6 3 6 L 2l
Keyes
Out-of=Prov. 3 3 3 1 2 12
In<Prov. 2 8 10
Total 5 11 3 1 2 22
Norguay
Out—o0f~Prov. 2 2 [ 1 1 12
In~Prove 10 3 1 15
Total 12 5 7 2 1 27
Eirkella
Out=of=Prov. L 5 3 5 2 19
In-Prov, 3 1 3 7
Total L 8 L 8 2 26
Hargrave
Out—~of-Prov. | 10 3 3 2 2 20
In-Prov, 2 1 1 L
Total 12 3 4 3 2 24
|Total
Out—of-Prov, | 22 16 18 15 8 3 82
In-Prov. 16 17 3 5 L1
Total 38 33 22 20 8 3 123
% 30,9 26,8 17.1 6.3 6.5 2.4 100%
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OVERNIGHT OR DAY TRIP AWAY FRQM HCME

TABLE 11
Overnight Total
KAYSIDE trip Day Trip Respondents
Seton 26 o] 26
1004 o% 100%
Keyes 24 1 25
96.0% 4.0% 100%
Norquay 21 8 29
72.4% 27.6% 1004
Kirkella 27 1 28
96.4% 3.6% 100%
Hargrave 26 1 27
96.2% 3.7% 100%
Total 124 1n 135
91.9% 8,1% 100%
DURATION OF STAY AT WAYSIDE PARK
TABLE 12
LENGTH OF TIME
15 min, 15 min.~- 30 min.— more than over—
WAYSIDE or less 30 min. 1 hr. 1 hr. night TOTAL
Seton
Out~of~Prov 4L 8 3 5 o] 20
In-Prov. 0 2 3 1 0 6
Total L 10 6 [ 0 26
Keyes
Out—0f=~Prov, 0 6 5 2 0 13
In-Prov. 1 1l 9 [o] o] 11
Total 1 7 14 2 0 2L
Norquay
Out-of-Proy. 2 2 9 0 [o] 13
In-Prov. 1 3 8 L [o] 16
Total 3 5 17 L 0 29
Kirkella
Out~of-Proy. 3 2 13 3 0 21
In-Prov. 1 3 2 1 o] 7
Total 4 5 15 L 0 28
Hargrave '
Out-of~-Proy. 3 [ 9 L 1 23
In-Prov. 0 1 3 0 0 L
Total 3 7 12 L 1 27
Total
Out~0f-Proy. 12 24 39 U 1 90
In-Prov. 3 10 25 6 [o] L,
Total 15 34 6l 20 1 134
% 11.2 25, 47.8 1.9 i 100.0
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EEASONS _FOR STOPPING AT WAYSIDE PARK

TABLE 13
Use of Short Long
WAYSIDE Toilet Rest Picnie Rest Other Total
Seton
Out~of-Prov.,] 13 18 15 1 ] L7
In~Prov. 4 3 4 1 12
Total 17 21 19 1 1 59
Keyes
Out~of-Prov.| 10 9 11 2 32
In~Prov. 10 12 10 32
Total 21 21 21 2 [18
Norguay
Out~of-Prov. I 10 11 25
In-Prov. A 6 13 1 21,
Total 8 16 2l 1 549
Kirkella
Qut—of-Prov. 17 16 16 3 52
In-Prov. L 5 [3 1 16
Total 21 21 22 L 68
Hargrave .
Out=0f=Prov. 12 16 18 3 49
In-Prov. 3 3 3 9
Total 15 19 21 3 se
AVERAGE SIZE OF THE TRAVELLING GROUP
TABLE 1),
OUT-OF-PROVINCE IR-PROVINCE OVERALL
Number Average Bumber Average Humber Averagd
of Group of Group of Group
WAYSIDE Vehicles Size Vehicles Size Vehicles Size
Seton 19 3.1 5 4.0 24 3.3
Keyes 13 L3 12 3.3 25 3.8
Norquay 12 2,8 16 3.8 28 3ol
Kirkella 21 32 7 506 28 3.8
| Hargrave 21 3aly L 3.0 25 3.l
Oversll Average 86 3.3 L, 3.9 130 3.5
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PURPOSE OF THE TRIPS

TABLE 1
PURPOSE OF TRIP
Pleasurs Business Pleasure Other
YAYSIDE & Business TOTAL
Seton
Out~of~Prov. w 1 1 19
In~Prov. 3 1 L
Total 20 1 2 23
Keyes
Out~of-Prov, 13 1 3 17
In-Prov. 10 1 1 12
Total 23 2 1 3 29
Norquay
OQut—-of-Prov. 13 13
In-Prov. 15 1 16
Total 28 1 29
Kirkells
Out-0f~Prov. 20 1 21
In-Prov. 7 7
Total 27 1 28
Hargrave
Out-of-Prov, 19 1 1 21
In-Prov. L L
Total 23 1 1 25
Total
OQut—of-Prov. 82 3 3 3 91
In-Prov, 39 1 3 43
Total 121 L 6 3 134
% 90.3 3.0 L5 2,2 100
AVERAGE DISTANCE EXPECTED TO BE COVERED FOR THE DAY
TABLE 16
OUT-OF-PROVINCE IN—PROVINCE OVERALL
Average Average Avarage
Sample Distance Sampldq Distance Sample Distance
WAYSIDE Size km{miles) Size km(miles) Size km(miles)
Seton 17 Tu5.4(463) 6 | 362,3(225) 23 645.6(401)
Keyes 11 526.5(327) 12 421.8(262) 23 L71.7(293)
Norquay 12 L73.3(294) 16 24,9.6(155) 2e 346.2(215)
Kirkella 16 616.6(383) 7 589.3(366) 23 608.6(378)
Hargrave 17 648,8(403) 5 397.7(247) 22 592.5(368)
Overall Average 3 558.7(347) 46 331.7(206) 19 470.1(292)
ADEQUACY OF PRESENT NUMBER OF WAYSIDE PARKS IN MANITOBA
TABLE 17
OUT-OF-PROVINCE IN-PROVINCE TOTAL
WAYSIDE Yes No Don't Know Yes No Don't Know Yes % No %  Don't Know %
Seton 1 8 1 3 2 1L 56% 10 LO% 1 L
Keyes 5 7 1 7 5 12 48 12 L8 1 L
Norquay [ 7 vi 8 1 13 4L 15 52 1 3
Kirkella bIA 4 3 L 3 e &L 7 25 3 1
Bargrave 8 13 2 2 2 10 37 15 56 2 7
Total L 39 7 23 20 1 67 50 59 4L 8 6
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IS_ROAD SIGNAGE FOR WAYSIDE PARKS ADEQUATE IN MANITOBA?

TABLE 18
OUT—OF-PROVINCE TN-PROVINCE TOTAL
WAYSIDE Yes No Yes No Yes % No %
Seton 10 10 I 1 14 56 n
Keyes 11 1 9 1 20 N 2 9
Norguay 9 L 12 L 21 72 8 28
Kirkella 13 8 6 1 19 68 9 32
Hargrave 17 5 1 3 18 69 8 31
Total 60 28 32 10 92 71 38 29
ADEQUACY OF WAYSIDE PARK FACILITIES
TABLE 19
RATING
WAYSIDE Unsatisfactory Fair Good Very Good Excellent TOTAL
Seton
Out~of~Prov. 2 7 5 7 21
In-Prov. 2 1 3 [3
Total L 7 6 10 27
Keyes
Out~of=Prov. 4 4 3 1
In-Prov. 1 7 3 1 12
Total 1 11 7 4 23
Norquay
Out—of~Prov. 1 1 [3 2 10
In-Prov, 1 b 9 1 1 13
Total 2 2 15 3 1 23
Kirkella
Out~of=Prov. 2 I 9 L 19
In-Prov, 1 L 2 7
Total 3 8 11 L 26
Hargrave
Out=o0f-Prov, 1 8 7 7 23
In-Prov. 1 2 1 L
Total 1 9 9 8 27
Total
Qut-of-Prov. 1 6 29 27 21 8l
In~Prov. 1 5 21 9 6 L2
Total 2 n 50 36 27 126
1.6 8,7 39.7 28.6 21.4 100
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TRAFFIC COUNT POR SBETON WAYSIDE PARK

Grand Total for Stopping: 5

4 Stopping: 3.34%

9

ZABLE 20
[Time Hanitoba Out—of-Prov, Commercial Unidentified
Pass Stop Pass Stop Pass {Stop Pass Stop
10-11 a.m. a7 1 L9 2 52 L
11-12 noon 15 3 55 8 55 2
12+ 1 pum. pTAT 6 153 4 71
1 - 2 p.a. 85 1 3 4 57 2
2 - 3 p.a. 136 3 161 5 69 2
3 = 4 p.m. 154 2 Lk 2 84 7
Ik = 5 pem. 9L 2 60 1 51 L
5 = 6 p.m. 134 6 157 2 66
6 - 7 pee 83 1 L8 A 45 3
7 = 8 pem. 61 2 L 56
Total # 1090 27 9Ll 32 606 2
£ 2.42 3.28
Combined
Pass & Stop
Total 117 976 606 2L
% 41.0 35.8 22.3 .9
Grand Total for Passing: 2,664
Grand Total for Stopping: 59
4 Stopping: 2.17%
TRAFFIC COUNT FOR KBYES WAYSIDE PARK
TABLE 21
Tipe Manitoba Out~of=Prov. Commercial Unidentified
Pass | Stop Pass Stop Pass Stop Pass Stop
LO-11 a.m. 9 2 37 1 18
11-12 noon m 8 59 2 22
12~ 1 p.m. [} 128 2 U6 5 38
L = 2 p.m. 72 A 26 3 31
2 - 3 pum. || 250 6 62 1 38 1
3 ~ L pem. 85 3 30 3 2l 1
i = 5 peme 1 5 L1 4 23 5
5 - 6 p.m. 126 6 36 28 3
6 = 7 pem. 86 20 26 1 2
] - 8 p.m. B 2 18 1 30 2
Total # 1038 38 375 20 278 1 15
3.53 5.06 0.36
Combined
'Pass & Stop
Total 1076 395 279 15
4 61.0 2.4 15.8 «50
Grand Total for Passing: 1,706
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TRAFFIC COUNT FOR NORQUAY WAYSIDE PARK (HEADING WEST)

TABLE 22
Time Manitobs Out=—of=~Prov, Commercial Unidentified
| Pass | Stop Pass Step Pass Stop Pass Stop
10=11 a.m, 128 1 64 51
11-12 noon 159 3 95 1 53 4
12~ 1 pem. 134 2 90 é 80 2
1 ~ 2 p.m, 139 1 54 4 Lb 3
2 = 3 pem. 150 2 81 1 7 3
3 = L peme 130 &, 1 59 2
L ~ 5 p.m. 155 &3 39 3
5 = 6 pems mé 1 38 2 42 1
6 ~ 7 peme 123 62 47 4
7 — 8 pema 138 2 36 16 1
Total # 1402 2 687 15 438 26
£ .85 2.1
Combined
Pass & Stop
Total 1Lk 702 438 26
54.8 27.2 17,0 1,03
Grand Total for Passing: 2,553
Grand Total for Stopping: 27
% Stopping: 1.05%
TRAFFIC COUNT FOR NORQUAY WAYSIDE PARK (HRADING EAST)
TABLE 23
[fime Manitoba Out—of-Prov, Commercial Unidentifieg
Pass Stop Pass Stop Pass Stop Pass Stoq
10~11 a.m. 16 1 52 66 1
11-12 noon 137 75 61 1
12- 1 p.a. w6 5 79 3 50 6
] - 2 p.m. 89 4 36 3 7 2
2 -~ 3 p.o. 182 1 67 2 46 1 1
B = 4 peme 189 105 2 59 5
o = 5 pemne 195 3 40 3 58 2 2
5 = 6 pem. 332 12 129 2 20 2
5 = 7 pem. 201 1 66 51 I
- 8 p.m. 277 1.5 54 31 L
Total # 1864 28,5 703 15 452 3 28
1,51 2,13 .66
Combined
Pass & Stop
Total 1892,5 718 455 28
® 61,2 23,2 4.7 .9

Grand Total for Passing: 3,047
Grand Total for Stopping: 46.5
4 Stopping: 1.52%
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TRAPFIC COUNT FOR KIRKELLA WAYSIDE PARK

TABLE 2L
Time Manitoba Out=of-Prov. Commercial Unidentified
Pass Stop Pass Stop Pass Stop Pass | Stop
10-11 a.m. 72 174 5 20 2 |
11-12 noon 94 2 172 5 15
12- 1 pem. 70 162 L 20
1«2 peme 88 2 182 L 30 5
2 = 3 pems 79 1 161 5 20 6
3 « L pom. 72 1 164 5 30 3
Lk = 5 pom. 1A 2 167 2 29 4
5 = 6 pem, 82 2 w0 L 20 L
6 « 7 pom. 86 2 123 3 31 L
7 = 8 p.m. 67 1 90 1 28 2
Total # T 13 1535 38 239 30
% 1.65 2,42
Combined
Pass & Stop
Total 787 1573 239 30
£ 29.9 59.8 9.1 1.1
Grand Total for Passing: 2,578
Grand Total for Stopping: 51
% Stopping: 1.94%
TRAFFIC COUNT FOR HARGRAVE WAYSIDE PARK
TABLE 25
Time Manitoba Qut-of-Prov. Commercial Unidentifi
| Pass | Stop Pass Stop Pass Stop Pags | Stop
10=11 geme 62 1 93 4 17 I
11-12 noon 128 2 137 8 23 3
12~ 1 peme 105 L 156 3 34 5
1~ 2 pem. 150 3 129 9 25 3
2 = 3 p.a. 126 L 134 8 n 3
3 = 4 pem. 124 IA 172 L 37 6
4 = 5 pem. 111 1 129 5 27 7
5 = 6 pem. 119 2 132 6 30 5
6 - 7 pom. C122 | 3 12 29 1 7
7 = 8 pem. 96 1.5 o1 L 305 L
Total # 1143 | 25.5 1297 51 263.5 1 47
% 2,18 3,78 0,38
Combined
Pass & Stop
Total 1168.5 1348 2645 47
% 41,3 L7.7 9.4 1.7
Grand Total for Passing: 2750.5
Grand Total for Stopping: 77.5

4 Stopping: 2.74%
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VEHICLES ACCUMULATED IN WAYSIDE PARK BY TIME OF DAY -

AVERAGES FOR WAYSIDE PARKS AS A WHOLE

TABLE 26

EVeErage Number AVETAgE Percentage
TIME of Vehicles of Vehicles

Accumulated Accumulated
10-11 a.m. 3.0 5.6
11-12 noon 7.0 13.1
12-1 pem. Te3 13.7
1-2 pems 7.0 13.1
2-3 pem. 6.7 12,6
3=L peme ko5 8ol
L=5 pem. 5.0 9oL
5-6 peme 7.5 1.1
6=7 pem. 2.7 5.1
7=8 Dot 2.7 51




BIBLIOGRAPHY




= 182 =

American Association of State Highway and Transportation Officials.
A Design Guide for Wildlife Protection and Conservation for
Transportation Facilities. Washington, D.C.: American Associ-
ation of State Highway and Transportation Officials, 1976.

American Association of State Highway Officials. Operating Committee
on Roadside Development. A Guide for Highway Landscape and
Environmental Design. Washington, D.C.: American Association
of State Highway Officials, 1970.

American Association of State Highway Officials. Committee on Plann-
ing and Design Policies. A Guide on Safety Rest Areas for the
National System of Interstate and Defense Highways. Washington,
D.Co: American Association of State Highway Officials, 1968.

American Association of State Highway Officials. Special Traffic
Safety Committee. Highway Design and Operational Practices
Related to Highway Safety. Washington, D.C.: American Associ-~
ation of State Highway Officials, 1967.

American Association of State Highway Officials., Operating Committee
on Roadside Development. Landscape Design Guide. Washington,
D.C.: American Association of State Highway Officials, 1965.

American Association of State Highway Officials. Manual For Signing
and Pavement Marking of the National System of Interstate and
Defense Highways. Washington, D.C.: American Association of
State Highway Officials, 1958.

American Association of State Highway Officials. A Policy on Geomet-
ric Design of Rural Highways. Washington, D.C.: American
Association of State Highway Officials, 1965.

American Association of State Highway Officials. Operating Committee
on Roadside Development. A Policy on Landscape Development for
the National System of Interstate and Defense Highways.
Washington, D.Ces American Association of State Highway
Officials, 1961.

American Association of State Highway Officials. Committee on Plann-
ing and Design Policies. A Policy on Safety Rest Areas for
the National System of Interstate and Defense Highways. Washing-
ton, D.C.: American Association of State Highway Officials,
1958, |

American Standards Association. Making Buildings and Facilities
Accessible to, and Usable by, the Physically Handicapped. (ASA
Standard A117.1-1961). Chicago, Illinois: The National
Society for Crippled Children and Adults, 1961.

Cady, Cullison. "Just For The Fun Of It." Highway User, Nov. 1972,
PPe 6—90

California Department of Public Works. Evaluation Study - Safety
Aspects of Roadside Rest Program. Los Angeles, Cal:




- 183 -

Institute of Transportation and Traffic Engineering, 1969.

California Department of Public Works. A Research Study to Evaluate the
Division of Highways' Safety Roadside Rest Program. San
Francisco, Cale: Opinion Research Corporation (West), 1972.

Gordon, George B. Parking Turnouts and Rest Areas. (Special Report 7).
Washington, D.C.,¢ Highway Research Board, 1952,

Gordon, George B. Highway Research Board. Parking Turnouts and Way-
side Areas. Washington, D.C.: National Research Council, 1949.

Highway Research Board. The Art and Science of Roadside Development.
(Special Report 88). Washington, D.C.: National Research
Council, 1966,

Highway Research Board. Rest Areas. (National Cooperative Highway
Research Program, Synthesis of Highway Practice 20). Sponsored
by the American Association of State Highway Officials in Coop-
eration with the Federal Highway Administration. Washington,
D.C.: National Research Council, 1973.

Highway Research Board. Roadside Development, Evaluation of Research.
(National Cooperative Highway Research Program, Report 137).
Washington, D.Ce: National Research Council, 1972,

Highway Research Board. Roadside Development. A Selected Bibliography.
(Bibliography 26). Vashington, D.C.: National Research Council,
X960,

Highway Research Board. Shoulder and Rest Area Use Study Procedure
Guide. (Bulletin 359). Washington, D.C.: National Research
Council, 1962,

Indiana State Highway Commission. "Motorists Service Informmation in
Indiana", Highway Focus, Volume 8, Number 2 (April, 1976), pp.
116~119.

Kentucky Department of Highways. %A House Beside the Road that is a
Friend to Man", Frankfort: Commonwealth of Kentucky, Depart—-
ment of Transportation, 1963,

Lord, Byron N. Federal Highway Administration. "Opportunities for
Research on Roadside Rest Areas and their Role in Motorist
Service", Motorist and Transit-User Services. (Transportation
Research Record 536), Washington, D.C.: National Research
Council, 1975.

Manitoba Department of Tourism, Recreation and Cultural Affairs. Crit-
eria for the Provincial Park Lands System. Winnipeg: Parks

National Road Safety Organization. The Interest and Contents of a
Policy on Rest Areas on National Roads. Montlhery, France, 1973.




- 18, =

New York State Landscaping Bureau. "Rest Areas, Safety Parking Areas,
Scenic Overlooks, and Trailhead Parking Areas™, Highway Design
Manual. Unpublished Manual for the New York State Department
of Transportation, 1977.

Ohio Department of Highways and Ohio State University. Thirtieth
Short Course on Roadside Development. Columbus: Department
of Transportation, 1971l.

Ontario Ministry of Natural Resources. Design Guidelines for Forest

Management. Toronto, Ontario:s Hough, Stansbury and Associates
Limited, [1973].

Pennsylvania Department of Transportation. Bureau of Design. "Road-
side Rest Areas and Tourist Information Centers". In Unpublished
Design Manual. Harrisburg, 1974.

Pike, Don. Parks Canada. An Assessment of Potential Sites for Roadside
Facilities. Wood Buffalo National Park. Winnipeg, Manitoba:
Planning Division, 1977.

Prince Edward Island Department of Tourism, Parks and Conservation.
Strategy for Wayside Park Development. Unpublished Report, 1976,

Province of Manitoba. "The Provincial Park Lands Act", Statutes of
Manitobas Che P. 20 of the Revised Statutes, 1972.

Radigan, F.M. "The Rise of the Recreational Vehicle", Hi ghway User,
November, 1970, pp. 20-21.

U.Se Department of Transportation. Federal Highway Administration.
Manual on Uniform Traffic Control Devices for Streets and High-
ways. Washington, D.C.: U.S. Government Printing Office, 1971.

U.S. Department of Transportation. Federal Highway Administration.
Rest Area Use Study Manual. Washington, D.C.: Bureau of Public
Roads, 1969.

U.S. Department of Transportation. Federal Highway Administration.
Safety Rest Area Development. Washington, D.C.: UsS. Govern-
ment Printing Office, 1971l.

Wang, Darsan. An Analysis of Wayside Park Visitors, 1973. Winnipeg,

Manitoba: Department of Tourism, Recreation and Cultural
Affairs, 1975.

Wisconsin Highway Commission. Interstate Highway System Rest Area
Usage Surveys. Unpublished Report for the State of Hisconsin/
Department of Transportation, 1962.

Wisconsin Highway Commission. Rest Area Statistical Study and Design
Guide. Unpublished Report for the State of Wisconsin/Depart-
ment of Transportation, 1964




- 185 -

Wyoming Highway Department. Roadside Development Section. Statewide
Rest Area Study. Unpublished Report, State of Wyoming, 1973,




