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General Information about This Document

For individuals with sensory disabilities, this document can be made available in Braille, in large
print, on audiocassette, or on computer disk. To obtain a copy in one of these alternate formats,
please call or write to Department of Transportation, Attn: Sandra Rosas, California Department
of Transportation, North Region Environmental, Branch E1, P.O. Box 3700, Eureka, CA 95502;
(707) 441-5730 Voice, or use the California Relay Service (TTY) 711.






CALIFORNIA DEPARTMENT OF TRANSPORTATION
FINDING OF NO SIGNIFICANT IMPACT

FOR
(197/199 Safe STAA Access Project)

The California Departrent of Transportation (Caltrans) has determined that the Ruby 2: Two-fool
Shoulders in Spol Locations, Palrick Creek Location 2: Downstream Bridge Replacement, and
Washingion Curve: Cul-slope Alternatives as well as the build alternatives for the other locations
will have no significan! impact on the human environment. This FONSI is based on the attached
EA which has been independently evaluated by Calirans and determined o adequalely and
accurately discuss the need, environmental issues, and impacts of the proposed project and
appropriate mitigation measures. I provides sufficient evidence and analysis Tor determining that
an EIS i not requined. Caltrans takes full responsibility for the accuracy, scope, and content of
the attached EA (and other documents as appropriate),

The environmenial review, consultation, and any otiver action required in accordance with
applicable Federal laws for this project is being, or has been, carried-out by Caltrans under its
assumption of responshbility pursuant to 23 U.S.C. 327. .
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Summary

Introduction

The California Department of Transportation (Department) is proposing to construct
improvements at spot locations on State Route 197 (SR 197) and U.S. Highway 199 (US 199) in
Del Norte County to be able to reclassify the routes as part of the Federal Surface Transportation
Assistance Act (STAA) truck route network and to comply with federal and state legislation and
regional programs, plans, and policies to allow STAA access. The proposed project is made up
of five previously identified, separately proposed projects. These five projects were referred to as
Ruby 1, Ruby 2, Patrick Creek Narrows (Locations 1, 2, and 3), the Narrows, and Washington
Curve and include a total of seven locations. Since circulation of the original Draft
Environmental Document in 2010, the Narrows and Washington Curve have been combined into
one project. The proposed project for CEQA and NEPA review in this document combines these
four projects into one (due to shared purpose and need) and makes use of the names of the
original five projects to identify the location of each improvement currently proposed. All seven
project locations currently have roadway geometries that can result in STAA trucks and other
long-wheelbase vehicles offtracking across the double yellow line and entering the oncoming
traffic lane. Additionally, the limited sight distances at all seven project locations do not allow
enough time for drivers to adequately react to roadway conditions ahead and make timely
decisions to avoid unexpected conditions ahead.

Overview of Project Area

The proposed project is located in Del Norte County on SR 197 and US 199, east of US 101. The
project vicinity and locations are shown in Figure 1-1. Within the project limits, SR 197 and US
199 are rugged, two-lane conventional highways with tight curves and steep cut-slopes providing
narrow traffic lanes with narrow shoulders, if shoulders exist.

SR 197 is the designated route for the movement of extralegal® truck loads between US 101 and
the SR 197/US 199 intersection because it avoids traversing Jedediah Smith Redwoods State
Park (located along the westernmost segment of US 199 between US 101 and the SR 197/US
199 intersection) and therefore minimizes impacts on the park and associated environmental
resources. SR 197, also known as North Bank Road, is a curvilinear two-lane highway built in
the 1930s. It is an important link between US 199 and US 101. SR 197 primarily serves regional
and interregional traffic, providing access to homes and public recreational facilities along the
Smith River, including Ruby Van Deventer County Park, which provides river access.

Within the project limits, US 199 traverses the canyon of the Middle Fork Smith River. US 199
within the project limits was built in the early 1920s. Highway attributes that characterize this

! An extralegal load is defined in CVC Section 320.5 as a single unit or an assembled item that, because of its
design, cannot be reasonably reduced or dismantled in size or weight so that it can be legally transported as a load
without a permit as required by CVC Section 35780. This code section does not apply to loads on passenger cars.
Section 35780 requires permits for variances such as size and weight.
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area include cliffs, rocky outcrops, dramatic views of the Middle Fork Smith River, and a tightly
curved alignment. US 199 links US 101 north of Crescent City to I-5 in Grants Pass.

Purpose and Need

The purpose of the proposed project is to adjust the roadway alignment to accommodate STAA
truck travel, thereby removing the restriction for STAA vehicles, and improving goods
movement. By making improvements to accommodate STAA trucks, the prohibition for STAA
vehicles would be removed, the SR 197/US 199 route would be consistent with federal and state
legislation and regional programs, plans, and policies, and the safety and operation of US 199
and SR 197 would be enhanced. This would improve goods movement, and also enhance safety
of the routes for automobiles, trucks, and other large vehicles such as motor-homes, buses, and
vehicles pulling a trailer.

The primary need for the project is the result of sub-standard curves; absence of, or substandard,
shoulders along the traveled way; and narrow lanes. These geometric improvements are
necessary within the project limits on the SR 197-US 199 corridor to allow safe STAA truck
access, which would allow reclassification of the corridor as part of the STAA network of truck
routes. Safety-enhancing improvements, including wider lanes, wider shoulders, longer-radius
curves, and improved sight distances, are needed to provide a roadway that is easier to maneuver
for all users. Both the Department and Del Norte County Local Transportation Commission
support this need.

STAA access to the SR 197/US 199 corridor is needed because this corridor serves as Del Norte
County’s most direct transportation link to the interstate highway system (I-5 in Grants Pass,
Oregon). The restrictions on STAA vehicles currently limit options for goods movement into and
out of the county. The Del Norte County Local Transportation Commission considers US 199 to
be the route that contributes the most to goods movement and mobility in support of the county’s
economy. SR 197 is the designated route for the movement of extralegal loads? between US 101
and US 199 (California Department of Transportation 1999a); therefore, it is a secondary
component of this transportation link. The SR 197-US 199 corridor is important for the goods
movement because Del Norte County has neither a railway nor a deep-water shipping port. Most
heavy-freight trucks leaving Del Norte County are hauling export goods bound for distribution
hubs and population centers via the most expeditious route.

In support of the Federal STAA, California passed Assembly Bill (AB) 866 in 1983 to
implement the STAA provisions. The 2008 Regional Transportation Improvement Program
(RTIP) and 2007 and 2011 Regional Transportation Plans (RTPs) support and request
improvement of the 197/199 corridor to allow STAA truck access (Del Norte Local
Transportation Commission 2007, 2008; LSC Transportation Consultants 2011). The 1999 Route
Concept Reports for SR 197 and US 199 concluded that the routes should be widened and
realigned to safely accommodate STAA trucks. This federal and state legislation and the regional

An extralegal load is defined in California Vehicle Code Section 320.5 as a single unit or an assembled item that,
because of its design, cannot be reasonably reduced or dismantled in size or weight so that it can be legally
transported as a load without a permit as required by California Vehicle Code Section 35780. This code section
does not apply to loads on passenger cars. Section 35780 requires permits for variances such as size and weight.
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programs, plans, and policies are discussed in further detail elsewhere in this document: see
Chapter 1, Section 1.2, “Purpose and Need,” regarding State Assembly Bill 866 (1983) and the
Route Concept Reports; see Chapter 2, Section 2.1.1.2 for the RTIP, and Section 2.1.5.1 for the
RTP.

Alternative access to the interstate highway system is much less direct. Currently, STAA trucks
that travel north on US 101 through Del Norte County to I-5 in Grants Pass must travel
approximately 247 miles and more than 5 hours. Conversely, with STAA truck access on US
199, a one-way journey to I-5 in Grants Pass would be approximately 90 miles and less than 2
hours (Fehr & Peers 2010). To use US 199 to reach the interstate highway system presently,
STAA truck cargo being transported from US 101 must be unloaded and transferred to shorter
trucks before entering the SR 197-US 199 corridor; for trailers shorter than 48 feet, tractors can
be swapped before entering the corridor.

Proposed Project

A summary of the proposed project is described below by project site. Alternatives are described
where alternatives are proposed.

Ruby 1 (SR 197: PM 4.5)

One build alternative was considered at this project location. To improve the roadway, the curve
of the road would be lengthened and shoulders would be increased from their existing 0- to 1-
foot widths. On the southbound side, the new shoulder width would vary from 0 to 4 feet. Four-
foot shoulders are proposed on the northbound side. To match the new roadway width, one
existing culvert would be extended, one would be replaced, and a new drainage inlet would be
installed. This alignment was designed specifically to avoid removal of large redwoods and
minimize impacts.

Ruby 2 (SR 197: PM 3.2 to 4.0)

Three build alternatives were considered at this project location: Four-Foot Shoulders, Two-Foot
Shoulders, and Two-Foot Widening in Spot Locations. Each alternative would improve the
existing road curve, roadbed elevation, and roadway width. To match the new roadway width,
two culverts would be extended or replaced, and one drainage inlet would be constructed. The
approaches to eight private roads and one public road would be upgraded to match the modified
roadway. The differences in the three alternatives are described briefly below.

Four-Foot Shoulders Alternative
This alternative would increase the shoulder widths to 4 feet on both sides of the roadway.

Two-Foot Shoulders Alternative
This alternative would increase the shoulder widths to 2 feet on both sides of the roadway.
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Two-Foot Widening in Spot Locations Alternative (Preferred)

This alternative would increase the shoulder widths to 2 to 4 feet in spot locations. This
alternative was designed specifically to avoid impacts to large redwood and minimize root
impacts. This alternative was selected as the preferred alternative for this location. This
alternative was changed slightly during the Design Exception process, and some areas of 2-foot
shoulders were increased to 4-foot shoulders where there would not be substantial impacts to
large trees. Please see Chapter 1, Section 1.3.7, “Identification of a Preferred Alternative,” for
further discussion.

Patrick Creek Narrows Location 1 (US 199: PM 20.5 to 20.7)

One build alternative was considered at this project location. The existing roadway curves would
be improved and the roadway would be widened to accommodate two 12-foot-wide lanes and 4-
foot shoulders throughout the majority of the location, transitioning to 1- to 4-foot wide
shoulders at both ends of the location. To accommodate the widening and broader roadway
curves, an approximately 190-foot-long, 5-foot-tall retaining wall is proposed along the river side
of the road above a portion of the existing steep rock-armored riverbank. A Type 80 concrete
barrier modified with architectural treatment would be installed on top of the wall. Two 18-inch
culverts would be replaced with 24-inch culverts, and one existing 24-inch culvert would be
lengthened, all with new drainage inlets.

Patrick Creek Narrows Location 2 (US 199: PM 23.9 to 24.3)

Three alternatives for improvements were considered at this project location: the Upstream
Bridge Replacement, Downstream Bridge Replacement, and Bridge Preservation with Upslope
Retaining Wall Alternatives. The alternatives would realign and widen the existing 11- to 12-foot
lanes to 12 feet and would increase the shoulders to a width of 8 feet, transitioning to 2 to 8 foot
shoulders at both ends of the project. A cut slope of 0.5:1 to 0.75:1 is anticipated. Because of the
fractured nature of the bedrock, rock fall may be expected after construction. Therefore, a
permanent rock-fall mitigation system may be needed. This could consist of a wire-mesh drape
or incorporate a rock-fall catchment area at roadway level. One culvert within the limits of this |
project location would be replaced to match the new roadway width. The differences in the three
alternatives are described briefly below. A sand trap would be installed along the inboard ditch.

A new cross culvert will be added to carry the flow across the roadway. A new wall would be
constructed on the outside of a curve to support the metal beam guardrail.

Upstream Bridge Replacement Alternative

This alternative would replace the existing Middle Fork Smith River Bridge with a bridge
upstream from its current location. In addition a retaining wall/rock bolting® or rock net drapery
would be constructed on the cut slope side of the highway. The retaining wall/rock bolting area
would be approximately 400 feet long and up to 100 feet high.

® The purpose of rock bolting is to pin two planes of rock together by bolting the slipping plane to a solid rock
plane. Rock bolts secure permanent steel bars that are grouted, tensioned, and locked into place with a metal
faceplate on the final cut slope.
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Downstream Bridge Replacement Alternative (Preferred)

This alternative would replace the existing bridge with a bridge downstream from the current
location. In addition to the retaining wall discussed above under the common features, an
additional retaining wall and sidehill viaduct would be constructed downstream from the new
bridge extending for approximately 250 feet and transition directly into the proposed new bridge
approach. This alternative was selected as the preferred alternative for this location. Please see
Chapter 1, Section 1.3.7, “Identification of a Preferred Alternative,” for further discussion.

Bridge Preservation with Upslope Retaining Wall Alternative

This alternative would retain the existing bridge but realign the roadway on either end of the
bridge to allow large trucks to cross. In addition to the retaining wall discussed above under the
common features an additional retaining wall/rock bolting or rock net drapery would be
constructed on the cut slope side of the highway, measuring approximately 300 feet long and up
to 100 feet high.

Patrick Creek Narrows Location 3 (US 199: PM 25.55 to 25.65)

One build alternative was considered for this project location. This alternative would increase the
shoulder width to at least 8 feet on both sides of the road and eliminate the current “S” curve. To
support the wider roadway, an approximately 180-foot-long wall up to an approximate height of
15 feet is proposed on the river side. Two 18" culverts within the limits of this project location
would be replaced with 24" culverts. Drainage inlets would be installed at the inlets for three
culverts.

The Narrows (US 199: PM 22.7 to 23.0)

One build alternative was considered for this project location. This alternative would increase
lane widths to 12 feet and provide 0.5 to 2-foot shoulders. Widening would be accomplished by
excavating into the existing cut slope. A 2-foot-wide unpaved drainage ditch would be added to
the cut side of the road. One new culvert and drain inlet would be constructed. Also, an existing
culvert and drain inlet would be replaced to match the new edge of pavement. In addition to
roadway widening, isolated outcrops of overhanging or loose rock above the excavation limits
would be stabilized with rock bolting or other means.

Washington Curve (US 199: PM 26.3 to 26.5)

Two build alternatives were considered at this project location: the Cut Slope and the Retaining
Wall alternatives. The features common to both build alternatives include the following. These
alternatives would improve the compound curve at this project location and increase the lane
width to a minimum of 12 feet. One culvert would be replaced. The differences in the two
alternatives are described briefly below.
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Cut Slope Alternative (Preferred)

A new slope would be excavated on the cut slope side of the roadway and the shoulders would
be widened to a minimum of 4 feet. Between the base of the cut slope and the edge of the paved
shoulder, an 8 foot wide unpaved area would be provided to intercept and contain rockfall.

This alternative was selected as the preferred alternative for this location. Please see Chapter 1,
Section 1.3.7, “Identification of a Preferred Alternative,” for further discussion.

Retaining Wall Alternative
This alternative would construct a retaining wall along the cut slope of the roadway to provide
additional roadway width.

Preferred Alternatives

Ruby 2: Two-Foot Widening in Spot Locations

The Two-Foot Widening in Spot Locations was chosen by the Project Development Team as the
preferred alternative for this location because it has the least impact on large trees. The other
alternatives for this location had significant impacts on large redwoods. This alternative would
not remove large redwoods and still meets the purpose and need of the project. See Section 1.3.7
for full description of preferred alternatives.

Patrick Creek Location 2: Downstream Bridge Replacement

The Downstream Bridge Replacement Alternative was chosen by the Project Development Team
as the preferred alternative for this location because it has the least amount of impact. The
Upstream and In-place Replacement Alternatives involved large cut slope excavations which
could lead to unstable slopes and visual impacts. The Downstream Alternative was able to avoid
in-stream work which led to less impact on Salmonids. See Section 1.3.7 for full description of
preferred alternatives.

Washington Curve: Cut Slope Alternative

The Cut Slope Alternative was chosen by the Project Development Team as the preferred
alternative for this location because the Retaining Wall was determined to have larger visual
impacts. The wall would have been 900 feet long and 30 feet tall, making it the largest wall on
the route and a substantial visual incongruity along the scenic route. The Cut Slope would be %
rock matching the current rocky views of the canyon. See Section 1.3.7 for full description of
preferred alternatives.

CEQA/NEPA Environmental Document

The proposed project is a joint project by the California Department of Transportation and the
Federal Highway Administration (FHWA), and is subject to state and federal environmental
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review requirements. Project documentation, therefore, has been prepared in compliance with |
both the California Environmental Quality Act (CEQA) and the National Environmental Policy
Act (NEPA). The Department is the lead agency under NEPA and CEQA. In addition, FHWA’s |
responsibility for environmental review, consultation, and any other action required in

accordance with applicable Federal laws for this project is being, or has been, carried out by the
Department under its assumption of responsibility pursuant to 23 United States Code (USC) 327. |

Some impacts determined to be significant under CEQA may not lead to a determination of
significance under NEPA. Because NEPA is concerned with the significance of the project as a
whole, it is quite often the case that a “lower level” document is prepared for NEPA. One of the
most commonly seen joint document types is an Environmental Impact Report/Environmental
Assessment (EIR/EA).

Following receipt of public comments on the Draft EIR/EA and Partial Recirculated Draft
EIR/Supplemental EA, this Final EIR/EA was prepared. The Partial Recirculation involved only
Section 2.3.1 Natural Communities and Section 2.3.3 Plants, and addressed additional
information on potential effects to trees and an additional special status plant species. This Final
EIR/EA contains responses to comments on the Draft EIR/EAs, and identifies the preferred
alternatives. The Department plans to certify the EIR and issue Findings, since the Department
has eliminated or substantially lessened all significant effects on the environment where feasible,
as shown in the Findings. The Department determined that a Statement of Overriding
Considerations under CEQA was unnecessary since the Department finds that the proposed
project will not result in unavoidable significant environmental effects; all potentially significant
effects will be mitigated to below a level of significance. The Department plans to issue a
Finding of No Significant Impact (FONSI) under NEPA since the Department finds that the
proposed project as a whole would not result in significant environmental effects.

Project Impacts

Table S-1 summarizes the potential project effects after measures to avoid and minimize
environmental harm are implemented. For every project site and alternative in the table, each
potential effect is categorized as having either “no impact,” if it would not affect a given
environmental topic; “no adverse impact,” if it would not have a significant, harmful effect on an |
environmental topic; or “adverse,” if it could have a significant effect on an environmental topic.
Note that the term “adverse” may have a different threshold or definition, depending on whether
the impact is being considered under federal or state laws. For example, a finding of May Affect,
Likely to Adversely Affect for a federally listed species could be proposed for a variety of
impact types, including harassment, under the federal Endangered Species Act (ESA). That
finding may or may not be determined to be significant, depending on whether anticipated
impacts are temporary/permanent and the kind and level of impact (e.g., harassment only, versus
killing, and the anticipated number of individuals or population(s) that might be affected).
Conversely, harassment is not considered under the California ESA, so harassment would not be
considered adverse or significant. Details of each environmental topic, potential effect, and
associated avoidance, minimization, and/or mitigation measures are discussed in Chapter 2.
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Coordination with Other Public Agencies

Table S-2 describes the permits, reviews, and approvals required for project construction. This
information is reiterated in Table 1-5 in Chapter 1.

Table S-2. Permits and Approvals

Agency Permit/Approval Status

U.S. Fish and Wildlife Service Endangered Species Act (ESA) Section 7 consultation for Completed
(USFWS) threatened and endangered species
National Marine Fisheries ESA Section 7 consultation for threatened and endangered Completed
Service (NMFS) species
U.S. Army Corps of Engineers | Clean Water Act (CWA) Section 404 authorization for fill of Ongoing

waters of the United States
U.S. Department of Agriculture | Coordination based on Forest Service sensitive and Northwest Completed
Forest Service Forest Plan species, tree removal permit, scenic byway and Wild

and Scenic River concurrence for the Middle Fork Smith River

(US 199), Section 4(f) coordination and concurrence, and

coordination for conducting work within the Department’s right-

of-way easement held by the Forest Service
Del Norte County Parks Temporary easement in Ruby Van Deventer County Park for Completed
Department driveway improvements
California Department of Fish California Fish and Game Code Section 1602 streambed Ongoing
and Wildlife alteration agreement and California Wild and Scenic Rivers

coordination through the Section 1602 application process

(Smith River coordination via 1602 agreements for SR 197

locations, and Middle Fork Smith River coordination via 1602

agreements for US 199 locations)
National Park Service | Wild and Scenic River concurrence for the Smith River Completed
North Coast Regional Water CWA Section 401 water quality certification and coverage under | Ongoing

Quality Control Board

the Department’s National Pollutant Discharge Elimination
System permit (Order 00-06-DWQ)

North Coast Unified Air Quality
Management District

Formal notification submitted a minimum of 14 days before
construction, permit for compliance with national emission

standards for hazardous air pollutants, acceptance of dust
control plan, and acceptance of lead compliance plan

Not yet initiated
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Table S-1. Summary of Potential Effects at SR 197 and US 199 Project Sites Page 1 of 3
SR 197 Sites and Build Alternatives US 199 Sites and Build Alternatives
Ruby 2 Patrick Creek Narrows Location 2 Washington Curve
Two-Foot - Bridge - No Build
Environmental Topic Potential Effect Shoulders in | Patrick Creek Upstream | Downstream Preservgation Patrick Creek N (No Action)
Ruby 1 Four-Foot Two-Foot Spot Narrows Bridae Bridge with Upslope Narrows The Narrows Cut Slope Retaining Alternative
Shoulders Shoulders pC Location 1 9 Replacement psiop Location 3 (Preferred) Wall
Locations Replacement (Preferred) Retaining
(Preferred) Wall
Land Use Consistency | Consistency with Crescent City Consistent Consistent Consistent Consistent Consistent Consistent Consistent Consistent
General Plan
Consistency with County General Consistent Consistent Consistent Consistent Consistent Consistent Consistent Consistent
Plan
Consistency with Six Rivers National |Consistent Consistent Consistent Consistent Consistent Consistent Consistent Consistent
Forest/Smith River National
Recreation Area
Consistency with Mission and Consistent Consistent Consistent Consistent Consistent Consistent Consistent Inconsistent
Regional Transportation
Improvement Program (RTIP) of Del
Norte Local Transportation
Commission
Consistency with Smith River Scenic | Consistent Consistent Consistent Consistent Consistent Consistent Consistent Consistent
Byway
Consistency with Existing Land Uses | Consistent Consistent Consistent Consistent Consistent Consistent Consistent Consistent
Wild and Scenic Rivers | Potential Impacts to Wild and Scenic | No impacts No impacts No impacts No adverse impacts No impacts No impacts No impacts No impacts
Rivers
Parks and Recreation | Temporary Effects on Parks and No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Recreation Facilities During impacts impacts impacts
Construction
Growth Potential for Growth Impacts No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
impacts impacts impacts impacts
Community Character | Temporary Construction-Related No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
and Cohesion Access and Circulation Impacts impacts impacts impacts impacts
Temporary Impacts on Parking No adverse No impacts No impacts No impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
During Construction impacts impacts impacts impacts
Relocations and Real Property Acquisitions for Permanent | No impacts No adverse No adverse No adverse No impacts No adverse No impacts No adverse No adverse No impacts No impacts No impacts
Property Acquisitions Right-of-Way impacts impacts impacts impacts impacts impacts
Utilities/Emergency Temporary Delays for Law No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Services Enforcement, Fire, and Emergency impacts impacts impacts impacts
Service Providers
Traffic and Traffic Delays During Construction No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Transportation/ (see Chapter 1, Tables 1-2 and 1-3) |impacts impacts impacts impacts
Pedestrian and Bicycle
Facilities
Visual/Aesthetics Change the Existing Visual Character | No adverse No adverse No adverse impacts No adverse No adverse No adverse impacts No adverse No adverse No adverse No adverse No impacts
or Quality of Project Site and its impacts impacts impacts impacts impacts impacts impacts impacts
Surroundings
Cultural Resources Potential Cultural Resource Impacts | No impacts No impacts No impacts No impacts No impacts No impacts No impacts No impacts
Hydrology and Potential Hydrology and/or Floodplain | No adverse No adverse impacts No impacts No impacts No impacts No impacts No impacts No adverse
Floodplain Impacts impacts impacts
Water Quality and Potential for Reduced Water Quality |No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse No adverse No impacts
Storm Water Runoff from Increased Storm Water Runoff | impacts impacts impacts impacts impacts impacts
Potential for Reduced Water Quality |No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No adverse
from Erosion impacts impacts impacts impacts impacts
Potential for Reduced Water Quality |No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
from Loss of Wetland and Other impacts impacts impacts impacts
Jurisdictional Waters




Table S-1. Continued

Page 2 of 3

SR 197 Sites and Build Alternatives

US 199 Sites and Build Alternatives

Ruby 2 Patrick Creek Narrows Location 2 Washington Curve
Two-Foot - Bridge - No Build
Environmental Topic Potential Effect Shoulders in | Patrick Creek Upstream | Downstream Preservgation Patrick Creek N (No Action)
Ruby 1 Four-Foot Two-Foot Spot Narrows Bridae Bridge with Upslope Narrows The Narrows Cut Slope Retaining Alternative
Shoulders Shoulders pC Location 1 9 Replacement psiop Location 3 (Preferred)
Locations Replacement (Preferred) Retaining
(Preferred) Wall
Geology/Soils/Seismic/ | Potential for Erosion, Landslide, and | No adverse No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No adverse
Topography Rock Fall impacts impacts impacts impacts impacts impacts
Potential for Construction-Related No impacts No impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Soil Erosion and Sedimentation impacts impacts impacts
Potential Impacts on Worker Safety | No blasting No blasting No blasting No adverse impacts No blasting No adverse No blasting No blasting No impacts
during Blasting Operations impacts
Potential Impacts on Worker Safety | No impacts No impacts No impacts No adverse No adverse impacts No impacts No adverse No adverse No impacts No impacts
from Rock Fall during Construction of impacts impacts impacts
Cut Slopes
Potential for Debris to Enter River No impacts No impacts No impacts No adverse impacts No impacts No impacts No impacts No impacts No impacts
During Bridge Demolition
Hazardous Waste/ Potential for Hazardous Material No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Materials Spills During Construction impacts impacts impacts impacts
Potential for Exposure to Aerially- No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Deposited Lead impacts impacts impacts impacts
Potential for Release of Hazardous No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Waste/Materials Associated with impacts impacts impacts impacts
Construction, Traffic, or Roadway
Maintenance
Potential for Release of Hazardous No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Waste/Materials Associated with the |impacts impacts impacts impacts
Removal or Modification of Facilities
or Structures
Potential Impacts Associated With No impacts No impacts No adverse No impacts No impacts No impacts No adverse impacts No adverse
Naturally-Occurring Asbestos impacts impacts
Air Quality Temporary Increase in Ozone No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Precursor (ROG and NOx), CO, and |impacts impacts impacts impacts
PM10 Emissions during Grading and
Construction Activities
Release of Naturally-Occurring No impacts No impacts No adverse No impacts No impacts No impacts No adverse impacts No adverse
Asbestos Fibers into the Air During impacts impacts
Grading and Construction Activities
Noise and Vibration Potential Disturbance from No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
Construction Noise Levels (Non- impacts impacts impacts impacts
Blasting)
Potential for Disturbance to Nearby No blasting No blasting No blasting No adverse impacts No blasting No adverse No blasting No impacts
Noise-Sensitive Land Uses from impacts
Controlled Blasting Activities
Natural Communities Permanent removal of natural No adverse Adverse impact No adverse No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
communities at a given project impacts impacts impacts impacts impacts
location
(See Section 2.3.1 for | Temporary disturbance and effects No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
detailed comparisons of | on natural communities. impacts impacts impacts impacts
effects by alternative)
Permanent removal of redwood trees | No impacts Adverse impact No impacts No impacts No impacts No impacts No impacts No impacts No impacts
with a dbh of 36 inches or more
Permanent removal of trees other No adverse No adverse impacts No impacts No adverse impacts No impacts No impacts No adverse impacts No impacts
than redwoods impacts
Temporarily Restrict the Passage of | No impacts No impacts No impacts No impacts No impacts No impacts No impacts No impacts No impacts

Fish, including Anadromous Fish




Table S-1. Continued Page 3 of 3
SR 197 Sites and Build Alternatives US 199 Sites and Build Alternatives
Ruby 2 Patrick Creek Narrows Location 2 Washington Curve
Two-Foot - Bridge - No Build
Environmental Topic Potential Effect Shoulders in | Patrick Creek Upstream | Downstream Preserv%tion Patrick Creek N (No Action)
Ruby 1 Four-Foot Two-Foot Spot Narrows Bridae Bridge with Upslope Narrows The Narrows Cut Slope Retaining Alternative
Shoulders Shoulders pC Location 1 9 Replacement psiop Location 3 (Preferred) Wall
Locations Replacement (Preferred) Retaining
(Preferred) Wall

Wetlands and Other Temporary impacts to wetlands No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts

Waters and/or other waters impacts impacts impacts impacts

(See Section 2.3.2 for | Permanent impacts to wetlands No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts

detailed comparisons of | and/or other waters impacts impacts impacts impacts

fill by alternative)

Plant Species Permanent removal of native plant No impacts No impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
habitat at a given project location impacts impacts impacts

(See Section 2.3.3 for | Permanent Effects on Specific No impacts No impacts No adverse No adverse No adverse No adverse No adverse No adverse No adverse impacts No impacts

detailed comparisons of | Special-Status and CNPS List 4 impacts impacts impacts impacts impacts impacts

effects by alternative) Plants

Animal Species Temporary disturbance to special- No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts
status animal species and their impacts impacts impacts impacts
habitat

(See Section 2.3.4 for | Permanent removal of habitat for No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts

detailed comparisons of | animal species impacts impacts impacts impacts

effects by alternative)

Effects on Chinook salmon No impacts No impacts No impacts No adverse impacts No impacts No impacts No impacts No impacts No impacts
Effects on coastal cutthroat trout No impacts No impacts No impacts No adverse impacts No impacts No impacts No impacts No impacts No impacts

Threatened and Temporary disturbance to threatened | No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts

Endangered Species and endangered species and their impacts impacts impacts impacts
habitat

(See Section 2.3.5 for | Permanent removal of habitat for No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No impacts

detailed comparisons of | threatened and endangered species |impacts impacts impacts impacts

effects by alternative)

Invasive Species Potential for proposed location No adverse No adverse impacts No adverse No adverse impacts No adverse No adverse No adverse impacts No adverse
improvements to promote spread of |impacts impacts impacts impacts impacts
invasive species

Potential Cumulative Contribution to Cumulative Loss of No adverse Adverse impact No adverse No impacts No impacts No impacts No impacts No impacts No impacts

Impacts to Old-Growth Redwood Trees impacts impacts

Environmental
Resources
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Chapter 1 Proposed Project

1.1 Introduction

The California Department of Transportation (Department) is proposing to construct

improvements at spot locations on State Route (SR) 197 and U.S. Route (US) 199 in Del Norte
County to be able to reclassify the routes as part of the Federal Surface Transportation

Assistance Act (STAA) truck route network and comply with federal and state legislation and
regional programs, plans. This improvement project is made up of five previously identified and
separately proposed projects. These five projects are referred to as Ruby 1, Ruby 2, Patrick

Creek Narrows (Locations 1, 2, and 3), and the Narrows/Washington Curve, and include a total |
of seven locations. The proposed project combines these projects into one and makes use of the
names of the previously identified projects in order to identify the location of each improvement
currently proposed. All seven locations currently have roadway geometries that can result in |
STAA trucks and other long-wheelbase vehicles offtracking across the double yellow line and
entering the oncoming traffic lane. Additionally, limited sight distances at all seven locations do
not allow enough time for drivers to react to roadway conditions ahead adequately.

Because it would provide STAA truck access on the SR 197-US 199 corridor between

U.S. Highway 101 (US 101) and the Oregon state line, where STAA truck access is already
provided on US 199, the combined need for improvements at the seven project locations has
independent utility (i.e., it creates one stand-alone project that is a reasonable expenditure even if
no additional transportation improvements in the area are made). No alternatives are proposed on
highways other than SR 197 and US 199 because these two highways provide the most direct
link to the interstate highway system for Del Norte County. Within the project limits, SR 197 and
US 199 are rugged, two-lane conventional highways with tight curves and occasional steep cut
slopes providing narrow traffic lanes with narrow shoulders, if shoulders exist. The project
locations and the routes’ regional context are shown in Figure 1-1.

Following are preliminary details on the funding program and fiscal year that each project is
funded in for each of the original five separately funded projects, introduced by original project
name and Expense Authorization (EA) number. All seven locations must be improved to
accommodate STAA trucks in order for the SR 197-US 199 corridor to be reclassified as STAA-
accessible. If one or more of the locations is not improved for some reason, the Department
would re-assess whether there is a need to make improvements to any of the project locations to
improve safety or reduce continual maintenance problems. The following costs were estimated
during the winter of 2013; because these estimates will change as more detailed designs are
prepared for each location, these estimates should be considered preliminary.

e Ruby 1, EA 48110: This originally proposed project (referred to in this document as a
project location) is programmed in the fiscal year 2013/2014 District 1 minor program (State
Highway Operation and Protection Program [SHOPP]) for approximately $0.6 million in
construction capital.
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Chapter 1. Proposed Project

e Ruby 2, EA 45490: This originally proposed project (referred to in this document as a
project location) is programmed in the fiscal year 2014/2015 District 1 minor program
(SHOPP) for approximately $0.9 million in construction capital.

e The Washington Curve/the Narrows, EA 4500U (formerly 45000 and 44830): These
projects (originally proposed separately and now combined into one project) (referred to in
this document as project locations) are programmed in the fiscal year 2015/2016, but may be
moved to 2013/2014, SHOPP for $4.6 million.

e Patrick Creek Narrows, EA 47940: This originally proposed project (referred to in this
document as three project locations) is included in the fiscal year 2012/2013 Federal
Statewide Transportation Improvement Program and Federal Demonstration—-High-Priority
Project (DEMO [HPP]) funds for approximately $13 million in construction capital. It is also
included in the State Transportation Improvement Program adopted by the California
Transportation Commission on June 13, 2008, and the 2008 Regional Transportation Plan for
Del Norte County, adopted by the Del Norte Local Transportation Commission on January
10, 2008. It is this group of locations, based on funding sources, that makes the Del Norte
County Local Transportation Commission a co-sponsor of the entire 197/199 Safe STAA
Access project with the Department. |

1.2 Purpose and Need

1.2.1 Purpose

The purpose of the proposed project is to improve spot locations on SR 197 and US 199 in Del
Norte County to accommodate STAA truck travel, thereby removing the restriction for STAA
vehicles and improving goods movement. By making specific improvements to accommodate
STAA trucks, the prohibition for STAA vehicles would be removed; the SR 197/US 199 route
would be consistent with federal and state legislation and regional programs, plans, and policies;
and the safety and operation of US 199 and SR 197 would be enhanced. This would improve
goods movement and also enhance safety on the routes for automobiles, trucks, and other large
vehicles such as motor homes, buses, and vehicles with trailers. The proposed project has logical
termini (rational end points) because it addresses issues related to the curves that currently result
in the STAA vehicle prohibition. The project has independent utility because no further
improvements are required on the SR 197-US 199 corridor to lift the restriction on STAA
vehicles between US 101 at Crescent City and Interstate (I) 5 at Grants Pass, Oregon.

STAA trucks are defined as having either a 48-foot trailer, or as having a 53-foot trailer with a
limit of 40-foot distance from kingpin of the cab to the rear axle of the trailer. STAA trucks were
made legal on the National Network, a network of federal highways that includes primarily
interstates, by the 1982 Federal STAA. A visual comparison of STAA trucks to other vehicles is
shown in Figure 1-2. |
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1.2.2 Need

The primary need for the project is the result of substandard curves; absence of, or substandard,
shoulders along the traveled way; and narrow lanes. Specific geometric improvements are |
necessary within the project limits on the SR 197-US 199 corridor to allow safe STAA truck
access, which would allow reclassification of the corridor as part of the STAA network of truck
routes. Safety-enhancing improvements, including wider lanes, wider shoulders, longer radius
curves, and improved sight distances, are needed to provide a roadway that is easier to maneuver
for all users. Both the Department and Del Norte County Local Transportation Commission
support this need.

STAA access to the SR 197/US 199 corridor is needed because this corridor serves as Del Norte
County’s most direct transportation link to the interstate highway system (I-5 in Grants Pass,
Oregon). The restrictions on STAA vehicles currently limit options for goods movement into and
out of the county. The Del Norte County Local Transportation Commission considers US 199 to
be the route that contributes the most to goods movement and mobility in support of the county’s
economy. According to the Route Concept Report for Route 197, SR 197 is the designated truck
route for the movement of extralegal loads* between US 101 and US 199 (California Department
of Transportation 1999a); therefore, it is a necessary component of this transportation link. The
segment of US 199 between US 101 and the SR 197/US 199 intersection that passes through
Jedediah Smith Redwoods State Park and old-growth redwood trees on a narrow curvilinear
alignment is not considered part of this transportation link because of potential environmental
impacts on the park and associated environmental resources. The SR 197-US 199 corridor is
important for the goods movement because Del Norte County has neither a railway nor a deep-
water shipping port. Most heavy-freight trucks leaving Del Norte County are hauling export
goods bound for distribution hubs and population centers via the most expeditious route. Del
Norte County’s Comprehensive Economic Development Strategy identifies the SR 197-US 199
corridor as the community’s key link to 1-5 and presents a specific strategy to “advocate for
continued highway 199 and 197 improvements” (Del Norte County 2006). Therefore, local
planning policies and strategies are consistent with and support the need for the proposed project.
The 2008 Regional Transportation Improvement Program (RTIP) and 2007 and 2011 Regional
Transportation Plans (RTPs) support and request improvement of the SR 197-US 199 corridor to
allow STAA truck access (Del Norte Local Transportation Commission 2007, 2008; LSC
Transportation Consultants 2011). The 1999 route concept reports for SR 197 and US 199
concluded that the routes should be widened and realigned to accommodate STAA trucks safely.

STAA truck access is currently restricted in California on the SR 197-US 199 corridor because
of substandard curves; no, or substandard, shoulders along the traveled way; and/or narrow lanes
in the seven proposed project locations. These conditions have been shown to result in STAA
trucks offtracking into the oncoming traffic lane at the seven proposed locations. Safety-
enhancing improvements, including wider lanes, wider shoulders, longer radius curves, and
enhanced sight distances, are needed at the seven proposed project locations to provide a
roadway that is easier for STAA trucks to traverse; these improvements would benefit all users

! An extralegal load is defined in California Vehicle Code (CVC) Section 320.5 “as a single unit or an assembled
item that, because of its design, cannot be reasonably reduced or dismantled in size or weight so that it can be legally
transported as a load without a permit as required by CVC Section 35780.” This code section does not apply to loads
on passenger cars. Section 35780 requires permits for variances such as size and weight.

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 1-3



Chapter 1. Proposed Project

and allow STAA trucks and other large vehicles to negotiate the SR 197-US 199 corridor while
minimizing or eliminating offtracking into the oncoming traffic lane at the seven proposed
locations. This would allow reclassification of the corridor as part of the STAA network of truck
routes. The Del Norte County Local Transportation Commission supports compliance with, and
requirements within, the Federal STAA.

In 1982, the Federal government passed the STAA, requiring that states allow STAA trucks
reasonable access to terminals. Appendix F includes a summary of legislation regarding truck
route classifications and definitions. STAA trucks are limited to three designations of highways
that together comprise the STAA network:

e National Network—primarily Interstate and Defense Highways, such as I-5, 1-10, and 1-80.

e Terminal Access routes—portions of state routes or local roads that can accommodate
STAA trucks and allow them to travel between National Network routes, or allow STAA
trucks to reach the truck’s operating facility or a facility where freight originates or
terminates.

e Service Access routes—routes within one road mile of the National Network, which provide
access to fuel, food, lodging, or repair.

In contrast, “California Legal” trucks can use the STAA network and California Legal routes
(i.e., state routes that allow California Legal-size trucks). Currently, SR 197 and US 199 do not
allow STAA trucks, except under certain exemptions. Some STAA trucks presently are allowed
to travel on SR 197 and US 199 to deliver directly to locations on US 199 per an exemption
under the California Vehicle Code (CVC) Section 35401.5(f), which provides an exemption to
licensed carriers of household goods. This exemption lifts the limitation of STAA access for
licensed household goods carriers when directly en route to or from a point of loading or
unloading, if travel on restricted STAA access highways is necessary and incidental to the
shipment of the household goods. Under these circumstances, STAA household goods carrier
trucks are permitted to travel along SR 197 and US 199. However, when exemptions are made,
these STAA trucks likely are not able to stay within their travel lane at some locations, especially
those with tight curves.

The Department’s STAA truck tracking trials? and computer modeling software (AutoTURN)
concluded that STAA-length vehicles often cross the double yellow line, or offtrack, at the
identified pinch point locations based on roadway geometries; these offtracking locations are
where improvements are proposed. The computer model also helped determine the amount of |
widening or realignment required at those locations to provide sufficient room for STAA trucks

to negotiate the curves without encroaching into the opposing lane. Offtracking is the tendency

for rear tires to follow a shorter path than the front tires when turning and is the primary concern
with longer vehicles because rear tires may clip trees, knock down signs, encroach onto

shoulders, or cross into the opposing/adjacent lane of traffic. When a truck or other large vehicle |

2 A number of reports and studies have identified the lack of access for STAA trucks on SR 197 and US 199. A key
study was the set of STAA truck tracking trials by Department District 1 Traffic Operations/Permits on SR 197 and
US 199 in August 2003 and October 2005 (DN-197/199 Corridor Extra-Legal Load and STAA Vehicle Accessibility
Study (March 2006). Additional reports identifying improvement strategies needed to upgrade the corridor to
accommodate STAA vehicles are listed in Section 3.1 of the draft Project Report for the 197/199 Safe STAA Access
project (June 2010).
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offtracks into the opposing lane and meets an unsuspecting driver or other large truck traveling

in the opposite direction, there is little to no room available for drivers to maneuver and avoida |
collision. The proposed project would improve sections of SR 197 and US 199 by widening the
lanes, redesigning tight-radius curves, and providing wider shoulders, thereby allowing drivers
additional room for recovery and negotiating tight curves when opposing traffic or bicyclists
and/or pedestrians are present.

In 1983, California passed Assembly Bill (AB) 866 to implement the STAA provisions. The
Department then evaluated the state highway system. The highways with geometric standards
high enough to accommodate STAA trucks were designated by the Department as “Terminal
Access.” The Department continues to evaluate and open STAA access to existing state routes as
improvements are made to allow safe access for STAA vehicles, in accordance with the Federal
STAA of 1982. Currently, US 101 and I-5 allow STAA trucks (US 101 has existing restriction
points for STAA trucks but is classified as terminal access), but US 199 and SR 197 do not
(except for exempted STAA vehicles). The lack of STAA truck access on the SR 197-US 199
corridor restricts options for goods movement between Crescent City and I-5 as well as other
destinations.

After California passed Assembly Bill (AB) 866 to implement the STAA provisions, the
Department evaluated the state highway system. The highways with geometric standards high
enough to accommodate STAA trucks were designated by the Department as “Terminal Access.”
The Department continues to evaluate and open STAA access to existing state routes as
improvements are made to allow safe access for STAA vehicles, in accordance with the Federal
STAA of 1982. Currently, US 101 and I-5 allow STAA trucks (US 101 has existing restriction
points for STAA trucks but is classified as terminal access), but US 199 and SR 197 do not
(except for exempted STAA vehicles). In addition to failing to meet the federal requirement of
providing reasonable access for STAA trucks to terminals, the lack of STAA truck access on the
SR 197-US 199 corridor restricts options for goods movement between Crescent City and I-5.

STAA-approved highways are those that have broad enough curves and wide enough travel lanes
and shoulders to accommodate STAA trucks. The process for redesignating the SR 197-US 199 |
corridor as STAA-approved involves determining locations where STAA trucks would cross the
double yellow line and determining the amount of widening or realignment required at those
locations to provide sufficient room for STAA trucks to negotiate the curves without

encroaching into the opposing lane; this has already been accomplished using the Department’s
truck trials and computer modeling software (AutoTURN), mentioned above. After locations are
identified as needing improvements and the improvements are determined, the environmental |
review process occurs (currently in progress), followed by designing details for each location.
After the improvements are constructed, the Department’s District 1 would recommend STAA
designation for the SR 197-US 199 corridor, and the Department’s Sacramento office would
approve the STAA designation request.

The entire SR 197-US 199 corridor between the SR 197/US 101 intersection and the point where
US 199 crosses from California into Oregon was considered and evaluated when the project need
was identified. The need was identified conceptually in the September 1989, Route 199 Route
Concept Report. Individual spot improvement locations were identified and the estimated cost to
widen them for STAA access was presented in the June 1998, Comprehensive Study of Routes
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197 and 199. In Oregon, US 199 is already STAA truck-accessible between the state line and I-5.
The proposed project has logical termini (rational end points) as it addresses the roadway
segments that currently result in the STAA vehicle prohibition. The project has independent
utility because no further improvements on US 199 and SR 197 are required to lift the restriction
on STAA vehicles between Crescent City and I-5.

Two route concept reports, one for SR 197 and one for US 199, were prepared by the
Department in July 1999 (California Department of Transportation 1999a, 1999b). These
planning documents describe the Department’s long-range approach to continued development
of these two highways. Each report contains concepts for the facilities themselves, the level of
service (LOS),? goods movement, rehabilitation, and safety and operational improvements. The
reports conclude that the two routes should be widened and realigned to safely accommodate
STAA trucks.

Alternative access to the interstate highway system is much less direct. Currently, STAA trucks
that do not meet the STAA exemption and that travel north on US 101 through Del Norte County
to I-5 in Grants Pass must travel approximately 247 miles and more than 5 hours. Conversely,
with STAA truck access on US 199, a one-way journey to I-5 in Grants Pass would be
approximately 90 miles and less than 2 hours (Fehr & Peers 2010). To use US 199 to reach the
interstate highway system presently, STAA truck cargo being transported from US 101 that does
not meet the exemption must be unloaded and transferred to multiple, shorter, California Legal
trucks before entering the SR 197-US 199 corridor; for trailers shorter than 48 feet, tractors can
be swapped before entering the corridor. Alternatively, STAA trucks may choose to travel the
longer route.

1.2.2.1 Improvement Needs by Project Location

On SR 197 and US 199, large vehicles that need more roadway width than the existing highways
provide (e.g., STAA trucks hauling household goods, exempted from the STAA restriction per
CVC Section 35401.5(f) only if transporting goods directly to locations on US 199 and not
traveling through the corridor; buses; or vehicles towing a trailer) encroach into the opposing
lane to negotiate tight curves or fixed objects at the shoulder’s edge, disrupting traffic flow in
areas where sight distance is limited. A study on extralegal-load and STAA truck access was
conducted by the Department for the SR 197-US 199 corridor to identify the remaining locations
that restrict access for large trucks (California Department of Transportation 2006).

All seven locations have roadway geometries, as described below, that can result in STAA trucks
and other long-wheelbase vehicles offtracking across the double yellow line and entering the
oncoming traffic lane. Additionally, the limited sight distances at all seven project locations do
not allow enough time for drivers to react to roadway conditions ahead adequately. For a
discussion of outcomes if the proposed project does not occur, please refer to the No Build (No
Action) Alternative, discussed in Section 1.3.2. Because the proposed project would provide
STAA truck access on the SR 197-US 199 corridor between US 101 and the Oregon state line

® Level of service is a qualitative measure of operating conditions within a traffic stream, and their perception by
motorists and/or passengers. A level of service definition generally describes these conditions in terms of such
factors as speed, travel time, freedom to maneuver, comfort and convenience, and safety. Levels of service are
categorized from A to F, with level F having the worst delays, maneuverability, and comfort and convenience.

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 1-6



Chapter 1. Proposed Project

(STAA access is already provided on the Oregon portion of US 199 to I-5), the combined need
for improvements at the seven locations has independent utility (i.e., it creates one stand-alone
project that is a reasonable expenditure even if no additional transportation improvements in the
area are made).

Specific roadway conditions that support the need for the proposed project are described below
for each location. Highway post mile (PM) limits are also provided. PMs for US 199 start at its
intersection with US 101, north of Crescent City, and increase going northeast. PMs for

SR 197 start at its intersection with US 199 and increase northwestward to its intersection with
US 101.

e Ruby1 (SR 197: PM 4.5): The narrow roadway, short-radius curves, and narrow or
nonexistent shoulders often contribute to long-wheelbase vehicles, including California Legal
trucks and motor homes, offtracking across the double yellow line.

e Ruby 2 (SR 197: PM 3.2 to 4.0): The narrow roadway, short-radius curves, narrow or
nonexistent shoulders, and trees and stumps on the side of the roadway often contribute to
long-wheelbase vehicles, including California Legal trucks and motor homes, offtracking
across the double yellow line.

e Patrick Creek Narrows, Locations 1, 2, and 3 (US 199: PM 20.5 to 25.7): The sharply
curving alignment, short-radius curves, narrow or nonexistent shoulders, and narrow lanes
often contribute to long-wheelbase vehicles, including California Legal trucks and motor
homes, offtracking across the double yellow line. When large vehicles cross the Middle Fork
Smith River Bridge (Location 2), the entire half-width of the bridge is occupied, leaving no
room for pedestrians, bicycles, or maintenance workers.

e The Narrows (US 199: PM 22.7 to 23.0): The sharply curving alignment, overhanging
rocks on the cliff side of the roadway, metal-beam guardrail on the river side of the roadway,
nonexistent shoulders, and narrow lanes often contribute to long-wheelbase vehicles,
including California Legal trucks and motor homes, offtracking across the double yellow
line.

e Washington Curve (US 199: PM 26.3 to 26.5): The overhanging cliffs with steep cut
slopes, short-radius curves, narrow or nonexistent shoulders, narrow lanes, and metal-beam
guardrail on the river side of the highway often contribute to long-wheelbase vehicles,
including California Legal trucks and motor homes, offtracking across the double yellow
line.

1.2.2.2 Corridor Collision Rates

District 1 Traffic Safety Office received a request for a revised collision analysis for seven
STAA spot locations of SR 197 and US 199. A review of the collision history was completed for
the time period of October 1, 2002, through September 30, 2007; this collision history is
summarized in Table 1-1.

Final Environmental Impact Report/Environmental Assessment April 2013
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Table 1-1. Collision History

Site Location (PM) Time Period Actual Rates* State Average Rates*

From To From To Fatal | F+1 | Total | Fatal | F+1| | Total

Ruby 1 004.450 | 004.550 | 10/1/2002 | 9/30/2007 | 0.000 | 0.000 | 0.550 | 0.017 | 0.330 | 0.720
Ruby 2 003.200 | 004.000 | 10/1/2002 | 9/30/2007 | 0.000 | 1.100 | 2.190 | 0.017 | 0.330 | 0.720

Patrick Creek Narrows | 020.400 | 020.700 | 10/1/2002 | 9/30/2007 | 0.189 | 0.950 | 1.510 | 0.022 | 0.440 | 0.870

Location 1

Patrick Creek Narrows | 023.900 | 024.280 | 10/1/2002 | 9/30/2007 | 0.000 | 0.760 | 1.320 | 0.022 | 0.440 | 0.870

Location 2

Patrick Creek Narrows | 025.550 | 025.700 | 10/1/2002 | 9/30/2007 | 0.189 | 0.570 | 0.760 | 0.022 | 0.440 | 0.870

Location 3

The Narrows

022.700 | 023.000 | 10/1/2002 | 9/30/2007 | 0.000 | 0.000 | 1.130 | 0.022 | 0.440 | 0.870

Washington Curve 026.300 | 026.500 | 10/1/2002 | 9/30/2007 | 0.000 | 0.760 | 1.130 | 0.022 | 0.440 | 0.870

* Collision rates are per million vehicles

The Department of Transportation Collision Analysis memorandum (June 2010) states:

Ruby 1: DN 197 PM 4.5

This spot location is 0.10 of a mile and has experienced two collisions, which resulted in zero
fatal, zero injury, and two property damage only (PDO) type of collisions. The “Actual”
collision rates “F+I” (Fatal plus Injury) and “Tot” (Total) for this segment of highway are
approximately 0.0 and 0.76 times greater than the statewide average for similar facilities,
respectively.

In addition, two primary traffic patterns are apparent: 1) One hundred percent of collisions
are a result of Run-Off-Road (ROR). 2) One hundred percent of all collisions are a result of
Unsafe Speed for Conditions. Both collisions occurred during Wet Road Surface and Dark
conditions.

Ruby 2: DN 197 PM 3.2/4.0

This spot location is 0.445 of a mile and has experienced eight collisions, which resulted in
zero fatal, four injury, and four property damage only (PDO) type of collisions. The “Actual”
collision rates “F+I” (Fatal plus Injury) and “Tot” (Total) for this segment of highway are
approximately 3.33 and 3.04 times greater than the statewide average for similar facilities,
respectively.

In addition, two primary traffic patterns are apparent: 1) Approximately Sixty-three percent
of collisions are a result of Run-Off-Road (ROR). 2) Sixty-two percent of all collisions are a
result of Unsafe Speed for Conditions. Eighty-eight percent of collisions occurred during Wet
Road Surface conditions.

Patrick Creek Narrows (PCN) Loc. 1: DN 199 PM 20.4/20.7

This spot location is 0.30 of a mile and has experienced eight collisions, which resulted in
one fatal, four injury, and three property damage only (PDO) type of collisions. The “Actual”
collision rates “F+I” (Fatal plus Injury) and “Tot” (Total) for this segment of highway are
approximately 2.16 and 1.74 times greater than the statewide average for similar facilities,
respectively.
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e In addition, two primary traffic patterns are apparent: 1) Sixty-two percent of collisions are a |
result of Run-Off-Road (ROR). 2) Thirteen percent of all collisions are a result of Cross
Centerline into Opposing Traffic. Seventy-five percent of collisions occurred during Wet
Road Surface and fifty percent during Dark conditions.

(PCN) Loc. 2: DN 199 PM 23.9/24.3 |

e This spot location is 0.38 of a mile and has experienced seven collisions, which resulted in
zero fatal, four injury, and three property damage only (PDO) type of collisions. The
“Actual” collision rates “F+I” (Fatal plus Injury) and “Tot” (Total) for this segment of
highway are approximately 1.73 and 1.52 times greater than the statewide average for similar |
facilities, respectively.

e In addition, three primary traffic patterns are apparent: 1) Forty-three percent of collisions are
a result of Run-Off-Road (ROR). 2) Forty-three percent of collisions are a result of Cross
Centerline into Opposing Traffic. 3) Forty-three percent of collisions are a result of Unsafe
Speed for Conditions.

(PCN) Loc. 3: DN 199 PM 25.5/25.7

e This spot location is 0.15 of a mile and has experienced four collisions, which resulted in one
fatal, two injury, and one property damage only (PDO) type of collisions. The “Actual”
collision rates “F+1” (Fatal plus Injury) and “Tot” (Total) for this segment of highway are
approximately 1.30 and 0.87 times greater than the statewide average for similar facilities,
respectively.

e In addition, two primary traffic patterns are apparent: 1) Seventy-five percent of collisions are
a result of Run-Off-Road (ROR). 2) Twenty-five percent of collisions are a result of Cross
Centerline into Opposing Traffic. In addition, all collision occurred during Wet Road Surface
conditions.

The Narrows: DN 199 PM 22.7/23.0

e This spot location is 0.30 of a mile and has experienced six collisions, which resulted in zero
fatal, zero injury, and six property damage only (PDO) type of collisions. The “Actual” collision
rates “F+I” (Fatal plus Injury) and “Tot” (Total) for this segment of highway are approximately
0.0 and 1.30 times greater than the statewide average for similar facilities, respectively. |

e Inaddition, three primary traffic patterns are apparent: 1) Fifty percent of collisions are a result
Other than Driver. 2) Seventeen percent of collisions are a result of Cross Centerline into
Opposing Traffic. 3) Seventeen percent of collisions are a result of Run-Off-Road (ROR).

Washington Curve: DN 199 PM 26.3/26.5

e This spot location is 0.20 of a mile long and has experienced six collisions, which resulted in zero
fatal, four injury, and two property damage only (PDO) collisions. The “Actual” collision rates
“F+1” (Fatal plus Injury) and “Tot” (Total) for this segment of highway are approximately 1.73
and 1.30 times greater than the statewide average for similar facilities, respectively.

e Inaddition, two primary traffic patterns are apparent: 1) Thirty-three percent of collisions are
a result of Run-Off-Road (ROR). 2) Thirty-three percent of collisions are a result of Unsafe
Speed for Conditions.
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1.3 Project Description

This section describes the proposed project and the alternatives for each location that were
developed by a multidisciplinary team” to achieve the project purpose and need while avoiding
or minimizing environmental impacts. Build alternatives at each of the seven specific locations
are described, as is the No Build (No Action) Alternative. No alternatives are proposed on
highways other than SR 197 and US 199 because the SR 197-US199 corridor provides the most
direct link to the interstate highway system for Del Norte County.

The proposed project is located in Del Norte County on SR 197 and US 199, east of US 101. It
combines four separately identified, separately proposed projects that individually are intended
to correct road features that currently result in offtracking by large vehicles, including STAA
trucks that are allowed on the SR 197/US 199 route transporting household goods. The project
locations are shown in Figure 1-1. Post miles for US 199 start at its intersection of US 101, north
of Crescent City, and increase going northeast. Post miles for SR 197 start at its intersection with
US 199 and increase northwestward to its intersection with US 101.

The purpose of the proposed project is to improve spot locations on SR 197 and US 199 in Del
Norte County to accommodate STAA vehicles. By making improvements to accommodate
STAA trucks, the prohibition for STAA vehicles would be removed, the requirements of the
Federal STAA would be met, and the safety and operation of US 199 and SR 197 would be
enhanced. The posted speed limit would not be raised.

The lack of STAA truck access on the SR 197-US 199 corridor restricts options for goods
movement between Crescent City and 1-5 as well as other regional destinations. Safety-
enhancing improvements, including wider lanes, wider shoulders, longer radius curves, and
improved sight distances, would provide a roadway that would be easier for STAA trucks to use.
These improvements would benefit all users.

1.3.1 Project Setting

Within the project limits, SR 197 and US 199 are conventional two-lane undivided highways
with narrow lanes and shoulders. SR 197 is the designated route for the movement of extralegal
truck loads between US 101 and the SR 197/US 199 intersection because it avoids traversing
Jedediah Smith Redwoods State Park (located along the westernmost segment of US 199
between US 101 and the SR 197/US 199 intersection) and therefore minimizes impacts on the
park and associated environmental resources. SR 197, also known as North Bank Road, is a
curvilinear two-lane highway built in the 1930s. It is an important link between US 199 and US
101. SR 197 primarily serves regional and interregional traffic, providing access to homes and
public recreational facilities along the Smith River, including Ruby Van Deventer County Park,
which provides river access. SR 197 follows the north bank of the Smith River, which is state-
and federally designated as Wild and Scenic and is considered one of the “crown jewels” of the

* The multidisciplinary team includes members from the following Department divisions and disciplines: Design,
Project Management, Environmental Specialists, Environmental Engineering, Construction, Structures Construction,
Geotechnical Engineering, Structures Design, Hydraulics, Right of Way, Landscape Architecture, Structures
Foundations, and Maintenance.
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National Wild and Scenic River System. SR 197 is listed as eligible for inclusion in the State
Scenic Highway System, but Del Norte County has yet to initiate the official designation
process. Sharp curvilinear sections of SR 197 have limited sight distance, narrow to nonexistent
shoulders, and large redwood trees and stumps at the edge of the pavement or the travel lane.

Within the project limits, US 199 traverses the canyon of the Middle Fork Smith River, a
state- and federally designated Wild and Scenic River. US 199 is designated as a U.S.
Department of Agriculture Forest Service (Forest Service) scenic byway through the Smith
River National Recreation Area. US 199 is also listed as eligible for inclusion in the State
Scenic Highway System, but Del Norte County has yet to initiate the official designation
process. US 199 within the project limits was built in the early 1920s. Highway attributes
that characterize this area include cliffs, rocky outcrops, dramatic views of the Middle Fork
Smith River, and a tightly curved alignment. US 199 links US 101 north of Crescent City to
I-5 in Grants Pass.

1.3.2 Project Alternatives

This section describes the proposed project and the alternatives that were developed by a
multidisciplinary team to achieve the project purpose and need while avoiding or minimizing
environmental impacts. Proposed improvements for each of the seven project locations are
discussed below. The evaluation of alternatives is based primarily on total project cost and the
level of impact on sensitive environmental resources. Water quality and geologic stability were
particularly important to consider under the three alternatives at Patrick Creek Narrows
Location 2, two of which consider a potential bridge replacement. Safety issues related to
rockfall for a cut slope versus a retaining wall along the highway are considered, as are potential
impacts on sensitive animal and plant species and communities, drainage patterns, large conifer
trees, and aesthetics.

1.3.2.1 Ruby 1 (SR 197: PM 4.5)

One build alternative was considered at this project location (Figure 1-3). It was designed to
provide the least impact on Ruby Van Deventer County Park, trees, and associated habitats
while providing safe STAA access. Specifically, redwood trees and habitat for northern
spotted owl and marbled murrelet were primary considerations in the development of this
alternative. Other alternatives evaluated were not considered practicable because they would
have had more impact on those resources. Details of those other alternatives are described in
Section 1.3.6.2, Alternatives Considered but Eliminated from Further Consideration for
Ruby 1.

To improve the roadway, the curve of the road would be lengthened, lane widths would remain
12 feet, and shoulders would be increased from their existing 0- to 1-foot widths. On the
southbound side, the new shoulder width would vary from 0 to 4 feet. Four-foot shoulders are
proposed on the northbound side. Asphalt concrete would be applied to the curve of the roadbed

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 1-11



Chapter 1. Proposed Project

to improve the existing superelevation. In addition, the asphalt surface would be an open-graded
friction course (OGFC; a type of asphalt concrete) overlay. These improvements would provide
for, and are the minimum improvements needed for, safe STAA access.

To match the new roadway width, one existing culvert would be extended, one would be
replaced, and a new drainage inlet would be installed. The portion of the culvert that would be
extended would be at the inlets of the existing culvert. Work would be done during the dry
season, but water diversion or dewatering may be required during construction.

Private right-of-way would need to be acquired on the northbound side of the highway. All work
on the southbound side of the highway would occur within the existing right-of-way, except |
where the entrance to Ruby Van Deventer County Park would be modified to match the

upgraded highway. The park is considered a recreational property under Section 4(f) of the
Department of Transportation Act. Two utility poles would be relocated. Existing gravel pullouts |
nearby would be used to stage equipment.

The estimated cost of this alternative is approximately $0.6 million.
1.3.2.2 Ruby 2 (SR 197: PM 3.2 to 4.0)

Three build alternatives were considered at this project location: the Four-Foot Shoulders, Two-
Foot Shoulders, and Two-Foot Widening in Spot Locations Alternatives. All three alternatives
would provide sufficient width for STAA trucks. The Department’s highway design standards
specify 4-foot shoulders for two-lane highways with volumes such as those on SR 197, and 2-
foot minimum “existing in-place” shoulder width. According to these standards, roadways with
existing shoulder widths at or above the 2-foot minimum existing in-place width should be
rehabilitated at their current width. Shoulders less than this width should be widened to 4-feet.
The Two-Foot Shoulder and Four-Foot Shoulder Alternatives were designed to meet these two
standards. The Two-Foot Widening in Spot Locations Alternative was designed to prevent
impacts on large redwood trees while still providing the necessary width for STAA trucks. A
formal Design Exception documenting the decision process was required because the 4-foot
shoulder standard was not met. The features common to all three build alternatives are discussed
below, followed by a discussion of features unique to each alternative.

Common Features of the Ruby 2 Build Alternatives

Each alternative would improve the existing curves, superelevation, and roadway width. To |
widen the roadway, cut slopes of 1:1 (or flatter) and fill slopes of 2:1 (or flatter) are currently
proposed. To match the new roadway width, two culverts would be extended or replaced. Work |
would be done during the dry season, but water diversion or dewatering may be required during
construction. In addition, the roadway would be surfaced with an OGFC overlay to improve |
traction in wet conditions.

The approaches to eight private driveways and one public road would be upgraded to match the
modified roadway. Existing gravel pullouts would be used as staging areas.

® The superelevation is the amount by which the outside of the curved roadbed is raised above the inside to provide
some of the cornering force required to hold a moving vehicle in the turn, reducing the tendency for the tires to lose
adhesion outwards.
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Currently, several mailboxes are too close to the existing edge of the travel lane. This distance is
a safety concern for the mail carriers, residents, and traveling public. In rural areas, it is desirable
that the distance between the edge of the travel lane and the mailboxes be at least 8 feet. If the
recommended distance cannot be met, the mailboxes would need to be relocated as part of the
proposed project. The most suitable new location is at the intersection of SR 197 and
Kaspar/Keene Road. In general, the U.S. Post Office and the residents must be in agreement if
relocation is considered in any of the alternatives.

Unique Features of the Ruby 2 Build Alternatives
The following discussion identifies the unique features of each build alternative.

Four-Foot Shoulders Alternative

This alternative would increase the shoulder widths to 4 feet on both sides of the roadway
(Figures 1-4a and 1-4b). The shoulder widths currently vary from 0 to 4 feet. The increased
shoulder widths would meet the Department’s Design Standards for shoulder width, provide
sufficient width for STAA truck access, and would provide more room for service vehicles (e.g.,
garbage trucks, mail delivery) and the traveling public to pull off the roadway when necessary
and would improve the sight distance for residents exiting their driveways. Design exceptions for
minimum stopping sight distance and curve radii would be required.

Approximately 1,200 cubic yards of material would be excavated or placed. Right-of-way would
need to be acquired. Utility poles would need to be relocated. Segments of chain-link fence
would also need to be relocated to accommodate the proposed width of the road after
construction.

The estimated cost of this alternative is approximately $1.8 million.

Two-Foot Shoulders Alternative

This alternative was developed to meet the “Minimum Existing In-Place” shoulder width
standard. It would increase the shoulder widths to a minimum of 2 feet on both sides of the
roadway (Figures 1-5a and 1-5b). The shoulder widths currently vary from 0 to 4 feet. Design
exceptions for shoulder width, minimum stopping sight distance and curve radii would be
required.

Approximately 700 cubic yards of material would be excavated or placed to construct the
widening. Right-of-way would need to be acquired. Utility poles would need to be relocated.
Segments of chain link fence would need relocation to accommodate the proposed roadway
width.

The estimated cost of this alternative is approximately $1.6 million.

Two-Foot Widening in Spot Locations Alternative (Preferred)

This alternative was developed to provide the minimum necessary improvements to provide
STAA truck access while avoiding and minimizing impacts on large redwood trees. It would
increase shoulder widths from 2 to 4 feet in spot locations (Figures 1-6a and 1-6b). The shoulder
widths currently vary from 0 to 4 feet. This design has changed since circulation of the Draft
Environmental Impact Report/Environmental Assessment DEIR/EA and the Partial Recirculation
Draft Environmental Impact Report/Supplemental Environmental Assessment PRDEIR/SEA.
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The shoulder design width has increased from 2 feet to 4 feet in areas where the increased width
would not necessitate the removal of large redwoods or affect the roots of remaining large
redwoods. The overall concept for this alternative was to avoid impacts on large redwoods by
allowing for varying shoulder widths, and this has not changed. Design exceptions were required
for this alternative.

Approximately 700 cubic yards of material would be excavated or placed. Right-of-way would
need to be acquired. Two utility poles would need to be relocated; this was determined during
design refinement (after circulation of the DEIR/EA and selection of the preferred alternative).
Design refinement was needed to ensure that large redwoods would not be cut as a result of
proposed construction.

The estimated cost of this alternative is approximately $0.9 million.
1.3.2.3 Patrick Creek Narrows Location 1 (US 199: PM 20.3 to 20.7)

One build alternative is being considered at this project location. It was designed to avoid
geologic instability and provide safe STAA access, with the least effect on the Middle Fork
Smith River. The existing roadway curves would be improved. The roadway would be widened
to accommodate two 12-foot-wide lanes and 4-foot-wide shoulders throughout the majority of
the location, transitioning to 1- to 4-foot-wide shoulders at both ends of the location. The
shoulder widths currently vary from 0 to 3 feet (Figure 1-7). This alternative would not meet
Department standards for shoulder widths, and Fact Sheet Exceptions to the Mandatory Design
Standards have been approved.

The embankment on the uphill side (southwesterly lane) of the roadway consists of an 80-foot
cut slope of unconsolidated cobbles and boulders. Excavation of the bottom portions of this slope
might result in perennial rockfall. Therefore, to accommodate the widening and broader roadway
curves, an approximately 190-foot-long, 5-foot-tall retaining wall (extending from approximately
PM 20.54 to 20.57) is proposed along the river side of the road above a portion of the existing
steep rock-armored riverbank. The retaining wall would consist of piles and have architectural
rock finish supporting an architectural rock finish modified Type 80 concrete barrier. Additional
roadway work would include reconstructing the existing drainage ditch adjacent to the base of
the cut slope; striping; providing OGFC overlay to improve friction and traction, a centerline
rumble strip, and shoulder backing; reconstructing the existing guardrail; and constructing a new
metal-beam guardrail at the north end of the wall (approximately 75 feet long). Existing gravel
pullouts would be used as staging areas.

Naturally occurring asbestos (NOA) has been identified through testing at Patrick Creek Narrows
Location 1, and it is possible that excavated material and material removed during pile
installation would contain NOA at levels which would make it unsuitable for surfacing
application. Due to the presence of NOA, the construction Contractor would be required to hire
an industrial hygienist to develop an Asbestos Compliance Plan and a Dust Control Plan. In
addition, the Contractor would be required to take appropriate measures to contain and dispose
of any material with NOA. Any fill or imported material would need to contain less than 0.25%
NOA,; if the fill or imported material were to contain more than 0.25% NOA, it would need to be
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Figure 1-5a
Ruby 2, Two-Foot Shoulders
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Figure 1-5b
Ruby 2, Two-Foot Shoulders
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Figure 1-6a

Ruby 2, Two-Foot Widening in Spot Locations
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Figure 1-6b

Ruby 2, Two-Foot Widening in Spot Locations
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Figure 1-7
Patrick Creek Narrows Location 1






Chapter 1. Proposed Project

capped with at least 3 inches of non-asbestos-containing material, per North Coast Unified Air
Quality Management District regulations.

An existing 24-inch culvert at PM 20.62 would be replaced with a longer culvert to match the
new roadway width at the inlet and outlet. Also, two 18-inch culverts at PM 20.57 and 20.58
would be replaced with 24-inch culverts, both with new drainage inlets. One of the culverts, at
PM 20.57, would intersect the proposed retaining wall. Work would be done during the dry
season, but water diversion or dewatering may be required during construction.

No additional right-of-way is anticipated to be necessary for this project location. No utilities are
located within the project limits.

The estimated cost is approximately $1.7 million.
1.3.2.4 Patrick Creek Narrows Location 2 (US 199: PM 23.9 to 24.2)

Three alternatives for improvements were considered at this project location to address safe STAA
access: the Upstream Bridge Replacement, Downstream Bridge Replacement, and Bridge
Preservation with Upslope Retaining Wall Alternatives. An existing arch bridge, the Middle Fork
Smith River Bridge, is within the limits of this project location under all three alternatives. The
bridge, constructed in 1925, is only 24 feet wide and is functionally obsolete. Functionally obsolete
is a term used by Structure Maintenance and Structure Design in reference to the Middle Fork
Smith River Bridge (Bridge number 01-0015). Widening the existing bridge would require
constructing an additional arch on each side of the bridge and would cost as much as a replacement
bridge. The widened bridge would have a life expectancy limited to that of its original and oldest
components. The theoretical design life of bridges is typically 75-100 years. The American
Association of State Highway and Transportation Officials (AASHTO) LFRD Bridge Design
Specifications define "service life" as the period of time that the bridge is expected to be in
operation. AASHTO specifies 75 years as the theoretical design life. The Middle Fork Smith River
Bridge was built in 1925, so it has exceeded its theoretical design life. Bridge inspection reports
indicate the bridge is in acceptable condition but has indications of some deterioration. The current
seismic design criteria designate the Maximum Considered Earthquake (MCE) ground motions to
have a probability of exceedance of 3% in 75 years, which is an approximate return period of 2,500
years. The existing bridge would also need to be seismically retrofitted to the new criteria. The
bridge is not eligible for protection as a historic resource because it has been modified and widened
since its original construction. The features common to all three build alternatives are discussed
below, followed by a discussion of features unique to each alternative.

Common Features of the Patrick Creek Narrows Location 2 Build Alternatives

The alternatives would realign and widen the existing 11- to 12-foot lanes to 12 feet and increase
the shoulders to a width of 8 feet. The shoulder widths currently vary from 0 to 2 feet. These
improvements would allow, and are needed for, safe STAA access.

To accommodate the widening on the westernmost extent of the project location, approximately
3,000 cubic yards of rock excavation from the rock cut slope would be required. Rock
excavation would extend up to approximately 40 feet above the highway and expose
approximately 0.3 acre of newly excavated rock slope. A hoe ram, rock splitter, and/or controlled
blasting would be required to construct the rock cut slope. A cut slope of 0.5:1 to 0.75:1 is
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Chapter 1. Proposed Project

anticipated. Because of the fractured nature of the bedrock, rockfall may be expected after
construction. Therefore, a permanent rockfall mitigation system consisting of a wire mesh would
be installed.

One culvert within the limits within this project location would be replaced and relocated to
match the new roadway width, a traction sand trap would be added to the outlet of this culvert.
Work would be done during the dry season, but water diversion or dewatering may be required
during construction for culvert work. One culvert would be added to improve drainage and direct
stormwater into a bio-strip. Improvements at this location would also include an OGFC overlay
to improve friction and traction, striping, a centerline rumble strip, and shoulder backing. The
existing metal-beam guardrail along the gabion wall would be removed and replaced with
aesthetically treated modified Type 80 guardrail, which would be placed on top of a retaining
wall.

A new wall with aesthetic treatment, approximately 130 feet long and up to 4 feet high, would be
constructed on the outside of the curve at PM 23.9 to support the metal-beam guardrail
reconstruction.

No utilities are located within the project limits. Existing gravel and paved pullouts nearby
would be used to stage equipment.

Unique Features of the Patrick Creek Narrows Location 2 Build Alternatives
The following discussion identifies the unique features of each build alternative.

Upstream Bridge Replacement Alternative

This alternative would replace the existing Middle Fork Smith River Bridge with a bridge
upstream from its current location. In addition to the excavation described in under “Common
Features of the Patrick Creek Narrows Location 2 Build Alternatives,” an additional retaining
wall/rock bolting® or rock net drapery would be constructed on the cut slope side of the highway.
The retaining wall/rock bolting area would be approximately 400 feet long and up to 100 feet
high and expose an additional approximately 0.5 acre of new rock cut slope and/or disturbed soil
area beyond the work described under “Common Features of the Patrick Creek Narrows
Location 2 Build Alternatives” (Figure 1-8).

The existing cut slope above the proposed retaining wall/rock bolt area shows evidence of past
instability. Excavation of this cut slope for retaining wall construction would be complex and
difficult. Controlled blasting could be required in some areas of the cut slope excavation. Rock
scaling, rock bolting, and temporary rock-fall barriers could be necessary before construction to
ensure worker safety. A rock-fall barrier or drape would likely need to be placed above the
proposed cut slope to reduce the risk of rockfall.

Two bridge design options were evaluated for this alternative: a concrete arch bridge and a
concrete box girder bridge. The arch bridge option would be approximately 310 feet long by 44
feet wide, and would have two 12-foot-wide lanes and 8-foot shoulders. The concrete box girder

® The purpose of rock bolting is to pin two planes of rock together by bolting the slipping plane to a solid rock plane.
Rock bolts secure permanent steel bars, which are grouted, tensioned, and locked into place with a metal faceplate
on the final cut slope.
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Figure 1-8
Patrick Creek Narrows Location 2: Upstream Bridge Replacement






Chapter 1. Proposed Project

bridge option would be approximately 300 feet long by 40 feet wide, and would have two 12-
foot-wide lanes and 8-foot shoulders.

The following are the two main elements that would be necessary for bridge construction at this
location:

1. Falsework to construct the new bridge, and

2. A containment platform for debris from the demolition of the existing bridge.

A single large platform may be constructed that serves both tasks. This platform would require
support, such as concrete pads, on the banks of the Middle Fork Smith River.

After the new bridge is complete, the existing bridge would be removed. Demolition and debris
containment plans would be prepared, including provisions to minimize debris entering the
Middle Fork Smith River. The temporary supports of the containment system would be similar to
bridge falsework and falsework foundation used in the river channel during construction of the
new bridge. The existing spread footing foundation would be cut off flush at the ground surface.
Also, portions of the old roadway southwest of the old bridge and directly adjacent to the old
bridge would be removed and revegetated. A portion of the old roadway would possibly be |
retained for drainage features.

The estimated cost of this alternative is approximately $9.3 million.
Downstream Bridge Replacement Alternative (Preferred)

This alternative would replace the existing bridge with a bridge downstream from the current
location.

A retaining wall and sidehill viaduct approach would be constructed downstream from the new
bridge. The retaining wall would extend for approximately 153 feet, and the viaduct would
extend for approximately 95 feet and transition directly into the proposed new bridge. The
retaining wall would vary in height from 10 to 20 feet and be supported along the bank of the
Middle Fork Smith River. The sidehill viaduct, which would be founded on drilled piles, would
support the northbound traffic lane over the bank of the Middle Fork Smith River.

This bridge alternative would also require a retaining wall on the Oregon side of the bridge that
would reach approximately 10 feet high and be 175 feet long (Figure 1-9). The existing culvert at
PM 24.07 would be abandoned. A new 24 inch culvert with a Traction Sand Trap would be
placed at PM 23.95 and a new 18 inch culvert would be placed at PM 24.17 to drain to a
constructed bio-strip.

Two bridge design options were evaluated for this alternative: a concrete arch bridge and a
concrete box girder bridge. Both the arch and box girder options would provide a bridge
approximately 250 feet long by 44 feet wide with two 12-foot-wide lanes and 8-foot shoulders.
As with the Upstream Bridge Replacement Alternative, this alternative would require the use of
temporary falsework and a debris containment system. The existing bridge would be removed
after construction of the new bridge.

The estimated cost of this alternative is approximately $9.7 million.
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Bridge Preservation with Upslope Retaining Wall Alternative

This alternative would retain the existing bridge but realign the roadway on either end of the
bridge to allow large trucks to cross. The existing bridge would still be functionally obsolete, but
this alternative widens the highway at each end of the bridge (i.e., widens the bridge approaches)
so that STAA trucks would be able to align themselves within their respective lane and cross the
narrow bridge while staying within their lane. In addition to the excavation described under
“Common Features of the Patrick Creek Narrows Location 2 Build Alternatives,” an additional
retaining wall/rock bolting or rock net drapery would be constructed on the cut slope side of the
highway. The retaining wall/rock bolting area would be approximately 300 feet long and up to
100 feet high and expose an additional approximately 0.25 acre of new rock cut slope and/or
disturbed soil area beyond the work described under “Common Features of the Patrick Creek
Narrows Location 2 Build Alternatives.” The retaining wall or rock bolting would provide
additional width to align large vehicles before they cross the narrow bridge. This alternative
would not preclude future bridge replacement (Figure 1-10).

The existing cut slope above the proposed retaining wall/rock bolting area shows evidence of
past instability. Excavation of this cut slope for retaining wall construction would be complex
and difficult. Controlled blasting could be required in some areas of the cut slope excavation.
Rock scaling, rock bolting, and temporary rockfall barriers could be necessary before
construction to ensure worker safety. A rock-fall barrier or drape would likely need to be placed
above the proposed cut slope to reduce the risk of rockfall.

The estimated cost of this alternative is approximately $6.2 million.
1.3.2.5 Patrick Creek Narrows Location 3 (US 199: PM 25.5 to 25.7)

One build alternative was considered for this project location. The alternative is designed to
avoid geologic instability and provide safe STAA access, with the least effect on the Middle
Fork Smith River. This section of roadway has an “S” curve with two 12-foot lanes, and the
shoulders are currently 1 foot wide. This alternative would increase the shoulder width up to 8
feet on both sides of the road and improve the “S” curve. This alternative improves the road
alignment to accommodate STAA truck off-tracking and improves safety by providing 4-foot to
8-foot wide paved shoulders to allow additional recovery room for errant vehicles. However, not
all design standards could be met, due to geologic, environmental and cost constraints, and a Fact
Sheet Exceptions to Mandatory Design Standards has been approved for curve radii, shoulder
width (4-feet for approximately 150 feet of existing steep embankment), and stopping sight
distance.

A new wall would be constructed on the riverside to support the wider roadway. It would be
approximately 180-foot-long, approximately 15 feet high, and have architectural rock finish and
a modified Type 80 guardrail. A drilled-pile foundation may be required. Aesthetic treatment of
the wall will be incorporated. Two 18-inch culverts within the limits of this project location, at
PM 25.55 and 25.69, would be replaced with 24-inch culverts and lengthened to match the new
roadway width with new inlets (Figure 1-11). A Traction Sand Trap would be added to the
culvert at PM 25.55. A drainage inlet and new overside drain would be installed for the culvert at
PM 25.61. A rock slope protection area, approximately 6 feet by 14 feet, would be placed at the
drainage outlet to the PM 25.69 culvert, above the ordinary high-water mark, to minimize
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Figure 1-9
Patrick Creek Narrows Location 2: Downstream Bridge Replacement
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Figure 1-10
Patrick Creek Narrows Location 2: Bridge Preservation
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Chapter 1. Proposed Project

erosion. Work would be done during the dry season, but water diversion or dewatering may be
required during construction. Improvements at Patrick Creek Narrows Location 3 would also
include an OGFC overlay to improve friction and traction, paving of the existing private
driveway from the highway to the break-in-slope of the driveway, striping, a rumble strip, metal-
beam guardrail, and shoulder backing.

Permanent right-of-way would need to be acquired at this location from a private landowner. No
utility relocation is required. Existing gravel pullouts would be used to stage equipment.

The estimated cost is approximately $1.6 million.

1.3.2.6 The Narrows (US 199: PM 22.7 to 23.0)

One build alternative was considered for this project location. Widening toward the river was
considered, but was found to be infeasible because of costs and potential environmental impacts.
The travel lane width currently varies from 10 to 12 feet, and there are no shoulders at this
location. This alternative would increase lane widths to 12 feet and provide 0.5 to 2-foot |
shoulders. Widening would be accomplished by excavating into the existing cut slope. These
improvements would allow, and are needed for, safe STAA access.

In slope locations composed of soft material, mechanical equipment such as an excavator would
be used. Proposed cut heights range from 0 to 25 feet, with an average height of 10 feet and
average depth of 4 feet (Figures 1-12a and 1-12b), resulting in approximately 5,500 cubic yards
of mostly rock excavation, with some soil as well.

Where extremely irregular rock slopes are vertical or overhanging, sliver cuts would be required.
Proposed cut heights vary from 0 to 70 feet, with an average height of 25 feet and average depth
of 4.5 feet (Figures 1-12a and 1-12b). The rock excavation/cut limits would be established by
controlled blasting or presplitting, which would involve drilling closely spaced holes in the rock
face and creating a shear plane by setting off simultaneous charges of explosives in the holes.
The results after presplitting are a clean rock face and reduction in rock-fall potential.

To excavate the rock slope at locations where there is enough room for all traffic to pass through
a one-way reversible traffic control, the drill would most likely be supported by a crane. Slopes
that cannot be reached by crane without blocking traffic would be drilled by other means, such as
using a track-mounted drill or drilling by hand.

A 2-foot-wide unpaved drainage ditch would be added to the cut side of the road. One new ‘
culvert and drain inlet would be constructed. Also, an existing culvert and drain inlet would be
replaced to match the new edge of pavement. Work will be done during the dry season, but water
diversion or dewatering may be required during construction.

In addition to roadway widening, isolated outcrops of overhanging or loose rock above the
excavation limits would be stabilized with rock bolting, cable drape, reduction by blasting, or
other means. Other work includes an overlay of new OGFC pavement to improve friction and
traction, a centerline rumble strip, replacement of metal beam guardrail and new striping.
Existing gravel pullouts nearby would be used to stage equipment. No right-of-way acquisition is
anticipated for this location. No utility relocations are required.
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The estimated cost is approximately $3.1 million.
1.3.2.7 Washington Curve (US 199: PM 26.3 to 26.5)

Two build alternatives were considered at this project location to address safe STAA access: the
Cut Slope and the Retaining Wall Alternatives. The features common to both build alternatives
are discussed below, followed by a discussion of features unique to each alternative.

Common Features of the Washington Curve Build Alternatives

These alternatives would improve the compound curve at this project location. The existing travel
lane width varies from 10 to 12 feet, and the shoulders vary from 0 to 4 feet. The improvements
would increase the lane width to a minimum of 12 feet. One culvert would be replaced. Work will
be done during the dry season, but water diversion or dewatering may be required during
construction. Other work would include an open-graded hot-mix asphalt overlay to improve
friction and traction, a centerline rumble strip, replacement of a metal-beam guardrail, and new
striping. These improvements would allow, and are needed for, safe STAA access.

NOA has been identified at Washington Curve, and testing indicates that excavated material
would contain NOA at levels less than 0.25%. Due to the presence of NOA, the construction
Contractor would be required to hire an industrial hygienist to develop an Asbestos Compliance
Plan and a Dust Control Plan. In addition, the Contractor would be required to take appropriate
measures to contain and dispose of any material with NOA.

No right-of-way acquisition is anticipated for this project location. No utility relocations are
anticipated. Existing gravel pullouts nearby would be used to stage equipment.

Unique Features of the Washington Curve Build Alternatives

The following discussion identifies the unique features of each build alternative. The main
differences between the two alternatives are amount of disturbed area and cost. Both alternatives
would provide safe STAA access.

Cut Slope Alternative

A new slope would be excavated on the cut slope side of the roadway. The shoulders would be
widened to a minimum of 4 feet. Roadway excavation would be approximately 23,000 cubic
yards. The disturbed surface area along the slope would be approximately 1.4 acres. The
proposed cut slope ratio would be 0.75:1, depending on geologic conditions (Figure 1-13).
Between the base of the cut slope and the edge of the paved shoulder, an 8-foot-wide unpaved
area would be provided to intercept and contain rockfall.

The estimated cost of this alternative is approximately $1.7 million.

Retaining Wall Alternative

This alternative proposes to construct a retaining wall along the cut slope of the roadway at this
project location to provide additional roadway width. Shoulders would be widened and would
vary from 2 to 8 feet. Excavation for construction of the wall would be approximately 5,000-
6,000 cubic yards. The total disturbed area would be approximately 0.6-0.8 acre. The wall would
be approximately 900 feet long. The wall height would be approximately 12 feet, but would
extend to a maximum height of 30 feet midway through the length of the wall. The vertical
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Figure 1-12a
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Figure 1-14
Washington Curve Retaining Wall
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surface area of the wall would be approximately 14,000 square feet (Figure 1-14). Aesthetic
treatment would be included.

The estimated cost of this alternative ranges from approximately $3.1 million to $5 million
(currently estimated at $4.5 million), depending on type of retaining wall selected if this
alternative is chosen.

1.3.2.8 No Build (No Action) Alternative for All Seven Project Locations

The No Build (No Action) Alternative would maintain the California Legal Advisory Route
classification on both SR 197 and US 199. No improvements or widening would occur at any of
the seven project locations to bring the roadways to STAA network standards. The current
exemption for STAA trucks that are licensed carriers of household goods and that are only
transporting goods directly to locations on US 199 but not traveling through the corridor would
still remain in effect, per CVC Section 35401.5(f). However, some of the improvements could
occur individually at the project locations to reduce continual maintenance problems or improve
safety. The No Build (No Action) Alternative would not satisfy the project need or achieve the
project purpose.

1.3.3 Equipment and Material Staging and Material Disposal Areas

To temporarily store and stage construction equipment and vehicles, access to several existing
roadway pullouts would be temporarily blocked off along SR 197 and US 199. Figures 1-15
through 1-18 indicate the potential locations of these staging areas. Excavated material would be
disposed of at existing approved facilities.

1.3.4 Preliminary Construction Schedule and Traffic Management
Construction durations at each project location are summarized in Table 1-2. The anticipated

traffic management for each location is also described. Table 1-3 shows the preliminary
construction schedule for all project locations in a timetable.

Table 1-2. Preliminary Construction Schedule and Traffic Management

Approx.
Project Location and Construction Construction |Anticipated Traffic Control and Approximate
Alterative Season/Year Target Duration Anticipated Delays
(Working Days)
Ruby 1 One season in 50 One-way reversible traffic control and shoulder
summer/fall 2013 or closure with 5-minute maximum delay
2014
Ruby 2
Four-Foot Shoulders | One season in 80 One-way reversible traffic control with 5-minute
summer/fall 2014 or maximum delay
2015
Two-Foot Shoulders | One season in 65 One-way reversible traffic control with 5-minute
summer/fall 2014 or maximum delay
2015
Final Environmental Impact Report/Environmental Assessment April 2013
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Approx.
Project Location and Construction Construction | Anticipated Traffic Control and Approximate
Alterative Season/Year Target Duration Anticipated Delays
(Working Days)
Two-Foot Widening In | One season in 60 One-way reversible traffic control with 5-minute
Spot Locations summer/fall 2014 or maximum delay
2015
Patrick Creek Narrows | Two seasons between 90-100 One-way reversible traffic control with temporary
Location 1 fall 2013 and 2016 traffic signal, one-way reversible traffic with
flaggers, and shoulder closures. Five-minute
typical and 20-minute maximum delay.
Patrick Creek Narrows
Location 2
Upstream Bridge Four seasons starting 450 One-way reversible traffic control with temporary
Replacement in fall 2013 and ending traffic signal, one-way reversible traffic with
in late fall/winter 2016 flaggers, and shoulder closures. Five-minute
typical and 20-minute maximum delay.
Downstream Bridge Four seasons starting 360 One-way reversible traffic control with temporary
Replacement in fall 2013 and ending traffic signal, one-way reversible traffic with
in late fall/winter 2016 flaggers, and shoulder closures. Five-minute
typical and 20-minute maximum delay.
Bridge Preservation Four seasons starting 250 One-way reversible traffic control with temporary
with Upslope in fall 2013 and ending traffic signal, one-way reversible traffic with
Retaining Wall in late fall/winter 2016 flaggers, and shoulder closures. Five-minute
typical and 20-minute maximum delay.
Patrick Creek Narrows | Two seasons between 50-70 One-way reversible traffic control with flaggers
Location 3 2013 and 2016 and shoulder closures. Five-minute typical and
20-minute maximum delay.
The Narrows Two seasons between 122 One-way reversible traffic control with 5-minute
2014 and 2016 typical and 75-minute maximum delay for
approximately 122 days. Possible complete
closure without detour.*
Washington Curve
Cut Slope Two seasons between 150 One-way reversible traffic control with 5-minute
2014 and 2016 typical and 75-minute maximum delay for
approximately 122 days..
Retaining Wall Three seasons 250-300 One-way reversible traffic control with 5-minute

between 2014 and
2017

typical and 75-minute maximum delay for
approximately 122 days.

* Pending approval by the District 1 Lane Closure Review Committee.

Table 1-3. Preliminary Construction Schedule Timetable with Number of Work Days by Location

Construction Season’

Project Location
(Al Alternatives) 1
2013
Ruby 1 50 working days
with 5-minute
delays
Ruby 2 60-80 working
days with 5-
minute delays
Patrick Creek

Narrows Location 1

2015

2016 2017

closure

90-100 working
days with 5 to 20-
minute delays
and shoulder

90-100 working
days with 5 to 20-
minute delays
and shoulder
closure
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Construction Season’

Project Location
(Al Alternatives) 1 2 3 4 °
2013 2014 2015 2016 2017
Patrick Creek 20 working days | 150 working days | 150 working days | 150 working days
Narrows Location 2 |with 5 to 20- with 5 to 20- with 5 to 20- with 5 to 20-
minute delays minute delays minute delays minute delays

Patrick Creek
Narrows Location 3

The Narrows

50-70 working
days with 5 to 20-
minute delays for
25 working days

50-70 working
days with 5 to 20-
minute delays for
25 working days

50 working days
with 5 to 75-
minute delays for
40 days

50 working days
with 5 to 75-
minute delays for
40 days

Washington Curve

50-100 working
days with 5 to 75-
minute delays for
50-100 days for
Cut Slope
Alternative

50-100 working
days with 5 to 75-
minute delays
and night
closures 50-100
days for either
alternative

* A construction season typically extends from summer through fall. For the Patrick Creek Narrows locations, the season may

extend into winter. Number of working days and estimated delays is approximate. Darker shading represents alternate construction
year. Proposed delays are subject to approval by the Department’s District 1 Lane Closure Committee, with the intent to minimize
traffic delays on the route.

1.34.1

General Traffic Management Plan Elements

Preliminary location-specific traffic management plans, or transportation management plans

(TMPs), as used by the Department, have been prepared by the Department’s District Traffic

Operations staff. TMPs are revised at each phase of a project, when new information regarding
physical conditions and/or restraints or construction procedures become known, and may be
updated up to and during construction. Final TMPs are approved by the Department’s District
Transportation Management Plan Manager. Each plan contains specific requirements for public
noticing, traffic control implementation, property and business access, and safety during project
construction. Traffic/transportation management plans typically include, but may not necessarily
include all of, the following elements:

e apublic awareness campaign,

¢ highway advisory radio broadcasts,

e portable changeable message signs,

o flagging as appropriate,

e temporary loop sensors and traffic signals, and

e consistent with the Construction Zone Enhanced Enforcement Program (COZEEP), a
California Highway Patrol officer posted at the construction site to enforce the speed limit in
the construction zone.
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1.35

Comparison of Build Alternatives

Table 1-4 provides a summary of key project features at each of the seven project locations to

provide a comparison of the build alternatives. The evaluation of alternatives was primarily based
on total project cost and level of impact on sensitive environmental resources. Where
improvements are proposed at a project location, the impacts related to biological habitats

(including wetlands), noise caused by blasting, and recreation areas were considered. The

possibility of a bridge replacement underscores the need to consider impacts on water quality and
geologic stability. Potential impacts related to safety, geologic stability, sensitive animal and plant
species and plant communities, drainage patterns, and aesthetics were also considered in the
selection of alternatives. These criteria were developed to provide a range of alternatives, when
feasible, that met the project purpose and need while avoiding or minimizing potential impacts.

After the public circulation period, all comments on the document were considered. The
Department selected a preferred alternative and made a final determination of the project’s effect
on the environment. In accordance with the California Environmental Quality Act (CEQA), the
Department finds that the project complies with CEQA and therefore will certify the EIR and
prepare findings for all significant impacts identified. All significant impacts under CEQA can

be reduced to less-than-significant levels with implementation of mitigation measures and the
selection of the preferred alternatives. After certification of the EIR occurs, the Department will
then file a Notice of Determination with the State Clearinghouse. The Notice of Determination
will state that the project will have significant impacts, that mitigation measures were included as
conditions of project approval to reduce significant impacts to less-than-significant levels, and
that the mitigation measures were adopted. Similarly, the Department, as assigned by the Federal
Highway Administration (FHWA), determined that the National Environmental Policy Act
(NEPA) action does not significantly affect the environment, so the Department will issue a
finding of no significant impact (FONSI) in accordance with NEPA.

Table 1-4. Comparison of Project Features by Location and Alternative

Project Location Increased Retainin In-River Utilit Est. Cost
! - Shoulder | Cut Slopes 9 Blasting Y (Approx.
and Alternative . Wall Work Relocation ot
Width Millions)
No Build (No Action) | No No No No No No Not
applicable
Ruby 1 Yes, Yes No No No Two utility [$0.6
0—4 feet poles
Ruby 2
Four-Foot Shoulders |Yes, Yes No No No Two utility [$1.8
4 feet poles
Two-Foot Shoulders | Yes, Yes No No No Two utility [$1.6
2 feet poles
Two-Foot Widening in | Yes, Yes No No No No $0.9
Spot Locations 2-4 feet
Patrick Creek Yes, No Yes, on No No No $1.7
Narrows Location 1 |4 feet river side
Patrick Creek
Narrows Location 2
Upstream Bridge Yes, Yes Yes, on hill |Yes May be No $9.3
Replacement 1-8 feet side required
Final Environmental Impact Report/Environmental Assessment April 2013
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Project Location Increased Retainin In-River Utilit Est. Cost
! - Shoulder | Cut Slopes 9 Blasting Y (Approx.
and Alternative . Wall Work Relocation e
Width Millions)
Downstream Bridge | Yes, Yes Yes, on No May be No $9.7
Replacement 1-8 feet river side required
Bridge Preservation | Yes, Yes Yes, on hill |No May be No $6.2
with Upslope 1-8 feet side required
Retaining Wall
Patrick Creek Yes, No Yes, on No No No $1.6
Narrows Location 3 |8 feet river side
The Narrows Yes, Yes No No Yes No $2.9
2-3 feet
Washington Curve
Cut Slope Yes, Yes No No No No $1.7
4 feet
Retaining Wall Yes, No Yes, on hill |No No No $4.5
4 feet side
1.3.5.1 Areas of Controversy

Public controversy has developed regarding this project. There is public opinion, both support

and opposition, concerning possible outcomes from allowing STAA truck access within the SR
197-US 199 corridor. The Department received numerous comment letters in opposition to the
project, with substantial concern for the large redwoods along SR 197.

1.3.6

Management (TDM) Alternatives

Transportation System Management (TSM) and Transportation Demand

TSM strategies increase the efficiency of existing facilities; they are actions that increase the
number of vehicle trips a facility can carry without increasing the number of through lanes.
Examples of TSM strategies include: ramp metering, auxiliary lanes, turning lanes, reversible
lanes, and traffic signal coordination. TSM also encourages automobile, public and private
transit, ridesharing programs, and bicycle and pedestrian improvements as elements of a unified
urban transportation system. Modal alternatives integrate multiple forms of transportation modes,
such as pedestrian, bicycle, automobile, rail, and mass transit.

Although TSM measures alone could not satisfy the purpose and need of the project, the
proposed widening of road widths to allow new shoulder width and increased sight distance will
improve safety for bicyclists and pedestrians in those locations and therefore constitute TSM
measures for this project.

TDM focuses on regional means of reducing the number of vehicle trips and vehicle miles
traveled as well as increasing vehicle occupancy. It facilitates higher vehicle occupancy or
reduces traffic congestion by expanding the traveler's transportation options in terms of travel
method, travel time, travel route, travel costs, and the quality and convenience of the travel
experience. Typical activity within this component is providing contract funds to regional
agencies that are actively promoting ridesharing, maintaining rideshare databases and providing
limited rideshare services to employers and individuals. The proposed construction activities and
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re-designating the SR 197-US 199 corridor to allow STAA truck access addresses TDM by
expanding STAA and other truck drivers' transportation options and provides a shorter route for
STAA truck drivers that may wish to transport goods between Grants Pass, Oregon and Crescent
City, California and other coastal northern California and southern Oregon destinations.

1.3.7 Identification of a Preferred Alternative

Between circulation of the draft environmental document and approval of the final
environmental document, the design of the project evolved in response to public comments and
as a result of additional coordination with resource and regulatory agencies. Preferred
alternatives for each project location were also selected during this process. The evaluation
criteria for selecting the preferred alternatives for the proposed project included the requirement
that the preferred alternative meet the purpose and need of the project and be the least overall
environmentally damaging for a given location. The No Build Alternative would not meet the
purpose and need of the project, and it would fail to be consistent with the Highways, Streets,
and Roads Goal in the Del Norte Local Transportation Commission’s 2008 Regional
Transportation Improvement Program (see Section 2.1.1.2 in the Final EIR/EA). Therefore, the
No Build Alternative could not be selected as a preferred alternative because it fails to meet the
purpose and need of the proposed project.

The Department has identified the following preferred alternatives by location:

e Ruby 1: Build Alternative

e Ruby 2: Two-Foot Widening in Spot Locations Alternative

e Patrick Creek Narrows Location 1: Build Alternative

e Patrick Creek Narrows Location 2: Downstream Bridge Replacement Alternative
e Patrick Creek Narrows Location 3: Build Alternative

e The Narrows: Build Alternative

e Washington Curve: Cut Slope Alternative

1.3.7.1 Ruby 1, Patrick Creek Narrows Location 1, the Narrows, and Patrick
Creek Location 3

After consideration of other possible alternatives (see Section 1.3.8, below), the draft
environmental document identified only one proposed build alternative for four of the seven
proposed project locations: Ruby 1, Patrick Creek Narrows Location 1, the Narrows, and Patrick
Creek Narrows Location 3. The Department has determined that the proposed build alternative
for each of those locations is the preferred alternative. No other feasible alternatives were
identified for these locations that would meet the need and purpose of the project while avoiding
or substantially lessening potential impacts.

1.3.7.2 Ruby 2, Two-Foot Widening in Spot Locations

To avoid the significant impact of cutting large redwood trees, which would have occurred under
the Two-Foot Shoulders and Four-Foot Shoulders Alternatives, the Department has selected the
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Two-Foot Widening in Spot Locations Alternative as the preferred alternative for this location.
This alternative still meets the purpose and need of the project while minimizing impacts on
large redwood trees. No large redwood trees would be cut with implementation of this preferred
alternative, but some would have been cut if one of the other two alternatives had been selected.

1.3.7.3 Patrick Creek Narrows Location 2, Downstream Bridge Replacement

The Department has selected the Downstream Bridge Replacement Alternative as the preferred
alternative for this location. In addition, public comments indicated a preference for, and the
Department also preferred, the concrete arch bridge option to match the existing concrete arch
bridge that would be replaced. After circulation of the draft environmental document, the
Department determined that the proposed replacement bridge at Patrick Creek Narrows Location
2 could be constructed so that no heavy equipment and only minimal temporary foot traffic
would occur within the wetted channel, further reducing the effects of this alternative. The
Department also determined that there would be no need for water diversion during bridge
construction and no trestle, falsework, or debris containment system structures in the wetted
channel. Most work would be conducted above the ordinary high-water mark. The Downstream
Bridge Replacement Alternative is also preferred over the Upstream Bridge Replacement and
Bridge Preservation with Upslope Retaining Wall Alternatives because the existing cut slope
above the proposed retaining wall/rock bolt area for those alternatives shows evidence of past
instability. In addition, work along the slope was anticipated to be complex and difficult
compared with work required for the preferred alternative.

1.3.7.4 Washington Curve, Cut Slope

The Department has selected the Cut Slope alternative for this location. Only two seasons of
construction would be required for the Cut Slope Alternative but three seasons for the Retaining Wall
Alternative. Further, the retaining wall would be the longest and tallest on US 199 (900 feet long by
up to 30 feet high [approximately 14,000 square feet]) if the Retaining Wall Alternative were to be
constructed. This would cause a greater visual impact than that of the Cut Slope Alternative.
Preliminary geotechnical investigations and observations of the existing slope, conducted as part of
periodic ongoing investigations to confirm and clarify knowledge about slopes in the limits of the
proposed project locations, indicate that the Cut Slope Alternative would create a large new cut
slope. Approximately % of the new cut slope would be a rock face; the northwesternmost % of the
cut slope would be a soil face, with the soil anticipated to be relatively stable and not subject to major
erosion or landslides given the existing conditions. The new slope face would have at a gentler slope
than the slope that exists currently. The soil face would be further stabilized with an erosion-control
seed mix with regionally appropriate native plant species and a bonded fiber matrix (i.e., a wood or
wood/paper fiber blanket bonded together by a polymer tackifier to help seeds stick to the slope until
they can germinate) (see Appendix R, Enhanced Erosion-Control Seeding and Revegetation Plan, for
more information). This erosion-control seed mix, using native and regionally appropriate species,
would re-establish native vegetation at a more rapid pace than nature could provide, thereby re-
establishing the visual character and reducing erosion in soil areas of the new cut slope. After
considering the above information, the Department determined that the Cut Slope Alternative would
have fewer visual impacts than the Retaining Wall Alternative, and the Cut Slope Alternative would
not be subject to major erosion or landslides.
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1.3.8 Alternatives Considered but Eliminated from Further Discussion

The alternatives listed below were considered but eliminated from further discussion in the
DEIR/EA. The reasons each alternative was eliminated are described.

1.3.8.1 US 199 between US 101 and US 199/SR 197 Intersection Alternative

Improvements were considered on the segment of US 199 between US 101 and the SR 197/US
199 intersection. This segment is classified as a California Legal Advisory Route, the same
classification as the remainder of US 199 in California, and it passes through Jedediah Smith
Redwoods State Park. Improving this segment to allow for STAA truck access is not practicable,
however, because of the potential impacts on state park property, a resource protected under
Section 4(f) of the Department of Transportation Act, and the large number of trees located
immediately adjacent to the roadway that would have to be removed to improve this segment to
STAA standards. Therefore, this alternative was eliminated from further consideration. Further, SR
197 is the designated route for the movement of extralegal loads between US 101 and US 199
(California Department of Transportation 1999a). The purpose and need for the proposed project
would be met without improvements to this section of US 199.

1.3.8.2 Ruby 1. Two- and Four-Foot Shoulders Alternatives

At the Ruby 1 site, 2- and 4-foot shoulder alternatives were considered. Both alternatives were
eliminated from further consideration because of the higher number of redwood trees (northern
spotted owl habitat), including large redwood trees, that would need to be removed compared to
the alternative being considered at this location, as well as the potential impacts on Ruby Van
Deventer County Park.

1.3.8.3 Patrick Creek Narrows Location 1: Upslope Cut Alternative

Construction of a new cut slope on the uphill (west) side of the highway at Patrick Creek
Narrows Location 1 was considered and proposed in the project’s scoping document. However,
the embankment on the cut slope side consists of cobbles and boulders extending 80 feet above
the highway. Excavation of the toe of this slope could result in perennial rockfall, a substantial
safety hazard. Therefore, because of geologic instability and safety considerations, this
alternative was eliminated from further consideration.

1.3.8.4 Patrick Creek Narrows Location 3: Upslope Cut Alternative

Construction of a new cut slope on the hill (west) side of the highway at Patrick Creek Narrows
Location 3 was considered. However, there would have been constructability concerns because
of the height of the needed cut (approximately 100 feet). This alternative also would have
required approximately 1,800 cubic yards of roadway excavation. In addition, evidence of past
slope failures exists on both sides of the required cut, indicating that there is high potential for
rocks to fall onto the road or for the slope to fail. Each of these events would represent a
substantial safety concern. Therefore, because of geologic instability and safety considerations,
this alternative was eliminated from further consideration.
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1.3.8.5 The Narrows: Alternate Construction Method Alternative

An alternate construction method was considered for the Narrows site. It would have been
identical to the proposed method except that the Contractor would be required to maintain a
traffic lane only wide enough for a motor home with boat trailer or smaller vehicle. Larger
vehicles, such as full-sized buses and tractor-trailer combinations, would have been required to
wait. Storage room for these trucks and buses would have been created inside the lane closure by
extending it by 0.25 mile on each side of the work zone, while other traffic would have passed

through unimpeded. With this method, the amount of hand drilling would have been

considerably reduced. However, the likelihood of extensive delays for trucks and buses,
compared to the proposed method, was cause for eliminating this method from further

consideration.

1.3.8.6 The Narrows:

Side-Hill Viaduct Alternative

Widening a short section of road toward the Middle Fork Smith River was considered at the
Narrows site to avoid the highest rock cut. This widening would have been accomplished by
construction of a side-hill viaduct. Structural support for the viaduct would have required
permanent placement of two retaining walls and concrete piles within the ordinary high-water
mark of the river. There also would have been minor changes to hydrology and temporary
construction-related impacts, including possible sedimentation that could affect fish. Because
widening toward the river could cause greater environmental impacts than widening toward the
cut slope, and because the total cost would exceed $4.3 million, this alternative was eliminated

from further consideration.

1.3.8.7 Washington Curve: Side-Hill Viaduct Alternative

A viaduct on the river side of the highway at the Washington Curve site was considered but
eliminated from further consideration because of excessive environmental impacts (e.g.,

placement of structures and fill on steep slopes above the river channel; sediment disturbances;
and potential impacts on aquatic species, including fish) within the Middle Fork Smith River
canyon and because it would have cost more than $6 million. A retaining wall on the river side
of the highway at this site was also considered but eliminated from further consideration for the
same reasons above and a minimum cost of at least $7 million.

1.4 Permits and Approvals Needed

The permits, reviews, and approvals listed in Table 1-5 are needed for the proposed project.

Table 1-5. Permits and Approvals Required

Agency Permit/Approval Status
U.S. Fish and Wildlife Service Endangered Species Act (ESA) Section 7 consultation for Completed
(USFWS) threatened and endangered species
National Marine Fisheries ESA Section 7 consultation for threatened and endangered Completed
Service (NMFS) species
U.S. Army Corps of Engineers | Clean Water Act (CWA) Section 404 authorization for fill of Ongoing

waters of the United States
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Agency Permit/Approval Status

U.S. Department of Agriculture | Coordination based on Forest Service sensitive and Northwest Completed
Forest Service Forest Plan species, tree removal permit, scenic byway (US

199) and Wild and Scenic River concurrence for the Middle Fork

Smith River, Section 4(f) coordination and concurrence, and

coordination for conducting work within the Department of

Transportation right-of-way easement held by the Forest Service
Del Norte County Parks Temporary easement in Ruby Van Deventer County Park for Completed
Department driveway improvements
California Department of Fish California Fish and Game Code Section 1602 streambed Ongoing
and Wildlife alteration agreement and California Wild and Scenic Rivers

coordination through the Section 1602 application process

(Smith River coordination via 1602 agreements for SR 197

locations, and Middle Fork Smith River coordination via 1602

agreements for US 199 locations)
National Park Service Wild and Scenic River concurrence for the Smith River Completed
North Coast Regional Water CWA Section 401 water quality certification and coverage under | Ongoing

Quality Control Board

the Department’s National Pollutant Discharge Elimination
System permit (Order 00-06-DWQ)

North Coast Unified Air Quality
Management District

Formal notification submitted a minimum of 14 days before
construction, permit for compliance with national emission

standards for hazardous air pollutants, acceptance of dust
control plan, and acceptance of lead compliance plan

Not yet initiated
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Chapter 2 Affected Environment;

Environmental Consequences; and
Avoidance, Minimization, and/or
Mitigation Measures

As part of the scoping and environmental analysis conducted for the project, the following
environmental issues were considered but no adverse impacts were identified. Consequently,
there is no further discussion regarding these issues in this document.

Farmlands. The project area is not located on or adjacent to lands used for agriculture or
land. No farmland would be affected by the proposed project.

Timberlands. While SR 197 and US 199 pass through forested areas, the proposed project is
not located within Timber Production Zones. Further, existing state highways are exempt
from the California Timberland Productivity Act. The proposed project would not affect
timberlands.

Coastal Zone. The project area is located outside the California Coastal Zone and therefore
outside the jurisdiction of the California Coastal Commission. The project would not have
any effects on the coastal zone.

Paleontological Resources. Given the geologic formations and the location and scope of the
proposed project, there is low to no potential for encountering paleontological resources
during construction.
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2.1 Human Environment

2.1.1 Land Use

This section is a summary of the analysis documented in the Community Impact Assessment
prepared for this project (Trott 2010). The study area includes the SR 197-US 199 corridor,
which includes the communities of Hiouchi and Gasquet, and the Crescent City area. For
regional context, information is also presented for Del Norte County for some topics. There are
no farmlands located within or adjacent to the proposed project. Therefore, farmlands are not
described in this section.

2.1.1.1 Existing and Future Land Use

Affected Environment

The proposed project comprises improvements at seven locations (including the three Patrick
Creek Narrows locations) on SR 197 and US 199. Government jurisdictions of lands adjacent to
these locations are identified in Table 2.1.1-1.

Table 2.1.1-1. Government Jurisdictions Adjacent to the Project Locations

Site Route and Post Mile Jurisdiction
Ruby 1 SR 197: PM 4.5 Del Norte County
Ruby 2 SR 197: PM 3.2-4.0 Del Norte County
Patrick Creek Narrows Location 1 US 199: PM 20.4-20.7 Forest Service: Six Rivers National Forest
Patrick Creek Narrows Location 2 US 199: PM 23.9-24.3 Forest Service: Six Rivers National Forest
Patrick Creek Narrows Location 3 US 199: PM 25.5-25.7 Forest Service: Six Rivers National Forest
The Narrows US 199: PM 22.7-23.0 Forest Service: Six Rivers National Forest
Washington Curve US 199: PM 26.3-26.7 Forest Service: Six Rivers National Forest

Note: PM = post mile.

Del Norte County, located in the northwest corner of California, is largely rural. Most of the
1,230 square miles of land and water within Del Norte County’s borders are in large tracts of
rugged and remote public lands. The county’s urban land uses are located mainly in communities
along the US 101 corridor near the county’s coastline and in small communities along US 199.
Approximately 80% of the county’s 644,990 acres is publicly owned, primarily by the Forest
Service, National Park Service (NPS), and California Department of Parks and Recreation (DPR)
(Sierra Institute for Community and Environment 2006).

Timberlands occupy about 320,000 acres within Del Norte County; farmlands account for
another 13,400 acres (California Department of Finance 2007). Together, these two land uses
account for approximately 52% of the land within the county.
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Major Land Uses

As discussed in more detail in the following sections for the individual project locations, major
land uses adjacent to the proposed truck route are varied, consisting of low-density residential
and commercial uses in the unincorporated communities and rural undeveloped areas outside the
communities. Del Norte County General Plan (Mintier & Associates et al. 2003) land use
designations in the vicinity of the project sites are depicted in Figures 2.1.1-1 and 2.1.1-2.

The SR 197 portion of the proposed truck route is a 7-mile stretch of highway running north
from its intersection with US 199 to its terminus at US 101 near the community of Fort Dick. SR
197 generally runs parallel to the Smith River on the east side of the river. Near the southern end
of the route, land within Jedediah Smith Redwoods State Park is located along portions of the
west side of the roadway, between the river and the roadway. Private land holdings are also
located in several places along the west side of SR 197, and all the land along the east side of SR
197 is privately owned. Rural homes with driveways on SR 197 are located along both sides of
the roadway, primarily in the lower part of the route. The Del Norte Golf Club is located along
the east side of the roadway at PM 2.5. Ruby Van Deventer County Park is located along the
west side of the roadway at PM 4.5.

The US 199 portion of the proposed truck route runs approximately 33 miles east from its
intersection with SR 197 to the California/Oregon border and is part of the Smith River
Scenic Byway. Except for a small portion of the highway near its intersection with SR 197,
the entire route, which runs parallel to the Middle Fork Smith River, is located within the
305,000-acre Smith River National Recreation Area (NRA) within the Six Rivers National
Forest. The Smith River is one of the largest Wild and Scenic River systems in the United
States and one of the only remaining free-flowing river systems in California (California
Department of Transportation 2006). The proximity of US 199 to the river and numerous
turnouts along the roadway allow motorists to view deep green pools contrasted against
whitewater rapids.

Although most of the US 199 portion of the proposed truck route is within the Smith River NRA,
two unincorporated communities of fewer than 1,000 persons are located along the route:
Hiouchi, located immediately east of Jedediah Smith Redwoods State Park at PM 5.7, and
Gasquet, located at PM 13.0. Additionally, three Forest Service campgrounds are located along
US 199 in the Smith River NRA east of Gasquet: the Grassy Flat, Panther Flat, and Patrick
Creek Campgrounds.

The major land uses adjacent to proposed project improvements are described below, based on
field observations. Particular focus is placed on identifying developed land uses that may be
sensitive to increased highway use or construction activities.

Ruby 1

The Ruby 1 site is located on SR 197 at PM 4.5. The entrance to Ruby Van Deventer County
Park is located on the west side of the roadway immediately adjacent to the site of the proposed
roadway improvement. A parking lot (with 18 parking spaces) owned by the County is situated
just inside the entrance to the park. A park road leads north from the parking lot to the park’s
campsites and day-use area. Ruby Van Deventer County Park offers 18 campsites and day-use
sites, and provides direct access to the Smith River for swimming, kayaking, and seasonal trout
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and salmon fishing. The park’s campsites are located between the roadway and the river, just
north of the Ruby 1 site, with several situated very close to the roadway. A utility pole is located
on the west side of the roadway, near the entrance to the park.

On the east side of the Ruby 1 site, a gravel quarry is located on a 14-acre private parcel
(Assessor’s Parcel Number [APN] 105-130-67). The entrance to this property is located about
0.2 mile north of the Ruby 1 site. Immediately north of this property is a 4.1-acre privately
owned property (APN 105-130-57) that could be affected by the proposed project. Although no
homes are located in the immediate vicinity of the Ruby 1 site, rural homes are situated along
both sides of SR 197 farther north and south of the site. The potential impacts on the land uses
adjacent to the proposed project are described below under the heading “Environmental
Consequences.”

Ruby 2

The Ruby 2 site is located on SR 197 from PM 3.2 to PM 4.0. Along this curved section of SR
197, the roadway is heavily wooded on its eastern side, with no apparent developed uses near the
roadway. On the west side, several rural homes are situated between the roadway and the Smith
River. The homes, which are set relatively far back from the roadway and are generally shielded
by trees, have driveways onto SR 197. Within the Ruby 2 site, three utility poles are located
along the roadway, with overhead utility lines crossing the roadway at about PM 3.85.

The properties along the west side of SR 197 that could be directly affected by the proposed
project improvements are APNs 122-240-007 (1.2 acres), 122-240-006 (1.2 acres), 122-240-005
(1.0 acre), 122-240-004 (1.0 acre), 122-240-021 (1.8 acres), 122-240-020 (3.1 acres), and 122-
240-001 (1.6 acres). All these properties are developed with single-family homes and have
driveways on SR 197. Driveways to other properties and the approach to Kasper/Keener Road (a
public road providing access to nearby properties) are also located within the project area
(Figures 1-5a and 1-5b).

The properties along the east side of SR 197 that could be directly affected include APNs 122-
040-079 (0.7 acre), 122-040-080 (22.0 acres), and 122-030-048 (a 568-acre parcel owned by
Green Diamond Resource Company). Based on aerial photos and field observations, none of the
properties appears to have homes.

The potential impacts on the developed land uses adjacent to the proposed project are described
below under the heading “Environmental Consequences.”

Patrick Creek Narrows Location 1

Patrick Creek Narrows Location 1 is located on US 199 from PM 20.4 to PM 20.7, in a remote
location about 7 miles east of Gasquet and about 2 miles east of the Grassy Flat Campground.
This site is located within the Smith River NRA within the Six Rivers National Forest. Within
the project limits, US 199 runs along a narrow section cut into a rock face on the north side of
the roadway, with the Middle Fork Smith River below the southeast side of the roadway. No
developed land uses or utilities are located within the limits of Location 1. Land surrounding
Location 1 is owned by the Federal government.
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Patrick Creek Narrows Location 2

Located about 2 miles farther east than Location 1 on US 199, from PM 23.9 to PM 24.3, Patrick
Creek Narrows Location 2 is situated in a rugged, remote part of the Smith River NRA. Within the
project limits, the roadway crosses a narrow bridge that spans the Middle Fork Smith River, which
runs well below the roadway. No developed land uses or utilities are located adjacent to or within
the limits of Location 2. Land surrounding Location 2 is owned by the Federal government.

Patrick Creek Narrows Location 3

Patrick Creek Narrows Location 3 is located about 1.5 miles east of Location 2 on US 199, from
PM 25.5 to PM 25.7. No developed land uses or utilities are located within the project limits, but
at PM 25.5 a gated road leads downhill from the roadway to a residence about 250 feet southeast
of the western end of the project limits. This home is visually shielded from the roadway by
heavy vegetation and trees, as are other homes located adjacent to the south side of the roadway.
Based on a review of an aerial photograph, at least three additional homes are located between
the roadway and the Middle Fork Smith River. The homes are situated at least 600 feet from the
roadway, with access to the homes apparently available from the roadway east of the project
limits. Additionally, at PM 25.9 east of the project limits, the Bar-O Boys Ranch, a residential
treatment facility for boys in the juvenile justice system, is situated south of the roadway and set
well back from the roadway, near the river. No developed uses are located north of the roadway.

The properties that could be directly affected by construction of improvements at Patrick Creek
Narrows Location 3 are APN 122-170-05, owned by the Federal government and located on the
northwest side of US 199, and APN 122-290-08 (4.3 acres), a privately owned rural residential
property on the southeast side of the roadway.

The Narrows

Like Patrick Creek Narrows Locations 1, 2, and 3, the Narrows site is located on US 199 in the
rugged Smith River Canyon in the Smith River NRA. The Narrows site is situated between
Patrick Creek Narrows Locations 1 and 2, from PM 22.7 to PM 23.0. This section of the
roadway is bordered by a steep cliff face on the north and the Middle Fork Smith River below
the roadway on the south. No developed land uses or utilities are located within or adjacent to the
limits of the Narrows site. The Patrick Creek Lodge and Patrick Creek Campground, however,
are located along US 199 about 0.5 mile west of the Narrows site and could be sensitive to
project effects. Land surrounding the project site is owned by the Federal government.

Washington Curve

The Washington Curve site, from PM 26.3 to 26.7, is the easternmost improvement proposed for
US 199. This site is located in a narrow part of the Smith River Canyon, with a steep rock
section on the north and the Middle Fork Smith River below the roadway on the south. No
developed land uses or utilities are located within or adjacent to the project limits, and no
potentially sensitive developed land uses are nearby. Land surrounding the project site is owned
by the Federal government.

Developable Land

Along SR 197, typical development patterns near the Ruby 1 and 2 sites are low-density and
rural-residential in nature. As shown by Figure 2.1.1-1, the Del Norte County General Plan land
use designations within 1 mile of the project locations are “Rural Residential—1 dwelling unit
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per acre (RR-1/1)” and “Public Facility (PF),” which applies to Ruby Van Deventer County Park
(Hooper pers. comm.). The RR-1/1 designation is intended to maintain the character of rural
areas and minimize the public services required by smaller lot development (Mintier &
Associates et al. 2003). Consistent with this policy, the homes located near the Ruby 1 and 2
sites are served by private services, such as on-site wells and septic systems, and by telephone
and cable utilities. In addition, the residential parcels on the west side of SR 197 are adjacent to
the Smith River and not conducive to high-density development because of riparian setbacks and
other development constraints. According to the Del Norte County Planning Division, no
additional residential construction projects or subdivisions are currently planned in the vicinity of
the Ruby 1 and 2 sites (Hooper pers. comm.). Therefore, the potential for future residential or
commercial development near the Ruby 1 and 2 sites is considered very limited. No additional
development is likely to occur within the 11.2-acre Ruby Van Deventer County Park.

Developable land along the US 199 corridor is limited because of the steepness of the terrain
within the Smith River Canyon. According to Goal 3.J.1 of the Del Norte County General Plan,
development within the Smith River Canyon subarea is restricted to areas with less than 30%
slope. Also, Goal 3.J.3 recognizes groundwater limitations within the canyon, which occur because
of the rugged topography and geologic nature of the area (Mintier & Associates et al. 2003).
Groundwater limitations limit residential or commercial development within the Smith River
Canyon because the areas along the US 199 corridor are not served by a public water utility.

Additionally, with minor exceptions, most lands adjacent to the US 199 corridor are owned and
managed by the Forest Service and are within the Six Rivers National Forest. Lands in this corridor
are typically remote and undeveloped, and have limited public services. The Del Norte County
General Plan land use designation for lands near the three project locations along US 199 is “State
and Federal Lands” (Figure 2.1.1-2). This designation applies to state- and federally owned parks,
forests, and/or recreation areas that have adopted management plans (Mintier & Associates et al.
2003). An exception to this designation is a small area located immediately southeast of Patrick
Creek Narrows Location 3, which is designated as “Rural Residential” (Figure 2.1.1-2). The
principal permitted use in areas with this designation is single-family residential, with residential
development density ranging from one to five units per acre, depending on the physical conditions
and limitations of an area (Mintier & Associates et al. 2003).

The primary existing land uses in the vicinity of Patrick Creek Narrows Locations 1, 2, and 3, the
Narrows site, and the Washington Curve sites are primarily timber production or
public/recreation access within the Smith River NRA (Hooper pers. comm.). According to the
Del Norte County Planning Division, no known residential or commercial construction projects
are currently planned in the vicinity of Patrick Creek Narrows Locations 1, 2, and 3, the Narrows
site, or the Washington Curve site (Hooper pers. comm.).

Development Trends

Despite growth that occurred in Del Norte County around the time Pelican Bay State Prison was
constructed and opened in the late 1980s, the county largely remains a rural, sparsely developed
county. Most commercial and residential development within Del Norte County is centered
along the US 101 corridor in the vicinity of Crescent City and along the county’s coastline. The
land use element of the Del Norte County General Plan provides numerous growth-management
goals, objectives, and policies to guide future development throughout Del Norte County. They
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emphasize planned growth within or adjacent to existing communities. For example, Goal 3.A
states that the County should “clearly differentiate between the areas within Del Norte County
appropriate for higher intensity urban services and land uses (i.e., high density residential, high
density commercial and industrial) from areas where rural and resource uses should be
continued” (Mintier & Associates et al. 2003). Policy 3.A.1 supports this goal by stating that Del
Norte County “intends that urban boundaries are to guide new urban development within or
contiguous to existing urban areas.”

The Land Use Element also contains Policy 3.C.5, which states that the County “shall provide
for the orderly outward expansion of new urban development so that it is contiguous with
existing development and district boundaries, allows for the incremental expansion of
infrastructure and public services, and minimizes impacts on the environment.” Therefore, future
development in Del Norte County will likely remain centered within and adjacent to the Crescent
City urban services boundary and along the US 101 corridor. Rural, outlying areas of Del Norte
County that are not served by public water or wastewater systems will likely continue to develop
at lower densities per acre. No development will likely occur on state- or federally owned lands
located throughout Del Norte County, such as the Six Rivers National Forest or Jedediah Smith
Redwoods State Park.

Crescent City is the county seat of Del Norte County and the county’s only incorporated city.
Pelican Bay State Prison is a separate incorporated portion of Crescent City located 10 miles
north of the city on Lake Earl Drive (Mintier & Associates et al. 2001). Crescent City proper
covers approximately 1.4 square miles, or 900 acres. The Crescent City Planning Area (Planning
Area) is an “area of influence” beyond the city limits, as shown on the land use diagram of the
City of Crescent City General Plan (City of Crescent City 2001). Large tracts of developable
land are somewhat limited within the Planning Area because it is generally surrounded by lands
designated as natural resource areas. For example, the Planning Area is surrounded by Crescent
Beach and Crescent City Harbor to the south; Jedediah Smith Redwoods State Park and part of
Redwood National Park form the eastern boundary of the Planning Area; open space lands
associated with Elk Creek divide the eastern portion of the Planning Area; and the Lake Earl
Wildlife Area borders the Planning Area to the north.

Because of these geographic constraints, most existing residential and commercial development
in Crescent City is located along the US 101 corridor and Lake Earl Drive. General industrial

and single-family residential land uses also surround Elk Valley Road to the east. Future
residential and commercial development within the Planning Area will most likely occur within
these two corridors as well. However, because of the limited supply of land within the city limits
and the Planning Area, most new growth and development would be accommodated by
promoting infill of vacant and underutilized lots, intensification or reuse of land, or annexation of
adjacent county lands (Mintier & Associates et al. 2001).

Crescent City and Del Norte County have defined an urban boundary line within the Planning
Area that encompasses all land considered for future water and sewer service expansion, as well
as future urban development and annexation. Because it is costly to provide infrastructure in
low-density areas such as rural communities, extension of water and sewer service is generally
prohibited outside this boundary by both jurisdictions. Therefore, future growth and development
will likely occur within the urban boundary line or immediately adjacent to it.
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Environmental Consequences

Permanent land use impacts evaluated in the following sections include direct and indirect
conflicts with existing and planned land uses. Construction of the proposed project could directly
affect existing or planned land uses in the proposed right-of-way by displacing existing or
planned land uses. Indirect impacts associated with temporary construction-related effects and
permanent changes in use of the proposed truck route also could occur in specific parts of the
study area. These are discussed in Section 2.4, “Construction Impacts.”

Conflicts with Existing Land Uses

A summary of the direct land use impacts of the proposed project for each project site and
alternative is provided in Table 2.1.1-2. Refer to Chapter 1 for a description of the improvements
proposed at each project location. Potential impacts on Wild and Scenic Rivers are discussed in
Section 2.1.1.3. Potential impacts on parks and recreational facilities including Ruby Van
Deventer County Park, Jedediah Smith Redwoods State Park, and Smith River NRA, are
discussed in detail in the Section 2.1.1.4 and Appendix B.

Table 2.1.1-2. Summary of Direct Land Use Impacts of the Alternatives at the Project Sites

Project Site Alternative Primary Issues/Impacts

Ruby 1 - ¢ Right-of-way acquisition (east side): a 0.12-mile-long strip of land
from privately owned APNs 105-130-67 (17,485 square feet) and
105-130-57 (403 square feet).

e Temporary construction easement acquisition (west side): An
estimated 5,576 square feet (APN105-130-22) would be outside
the existing prescriptive easement and within the parking lot of
Ruby Van Deventer County Park.

e Relocation of two utility pole carrying telephone and cable
television lines.

Ruby 2 Four-Foot Shoulders | e Right-of-way acquisition (east side): a strip of land from privately
owned APNs 122-040-79 (4,763 square feet), 122-040-80
(122,839 square feet), and 122-030-48 (31,363 square feet).

¢ Right-of-way acquisition (west side): a strip of land from privately
owned APNs 122-240-07 (4,303 square feet), 122-240-06 (5,597
square feet), 122-240-05 (4,889 square feet), 122-240-04 (4,753
square feet), 122-240-21 (3,348 square feet), 122-240-20 (6,624
square feet), and 122-240-01 (11,761 square feet), including
partial acquisition of driveway entrances to residential properties.

¢ Relocation of two utility poles carrying telephone and cable
television lines.

o Potential relocation of mailboxes. |

Two-Foot Shoulders o Right-of-way acquisition (east side): a strip of land from privately
owned APNs 122-040-79 (3,566 square feet), 122-040-80
(108,029 square feet), and 122-030-48 (24,652 square feet).

¢ Right-of-way acquisition (west side): a strip of land from privately
owned APNs 122-240-07 (1,385 square feet), 122-240-06 (2,308
square feet), 122-240-05 (2,013 square feet), 122-240-04 (1,956
square feet), 122-240-21 (1,375 square feet), 122-240-20 (2,726
square feet), and 122-240-01 (4,761 square feet), including
partial acquisition of driveway entrances to residential properties.

¢ Relocation of one utility pole carrying telephone and cable
television lines.

o Potential relocation of mailboxes.
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Project Site

Alternative

Primary Issues/Impacts

Two-Foot Widening
in Spot Locations
(selected preferred
alternative)

Right-of-way acquisition (east side): a strip of land from privately
owned APNs 122-040-79 (1,802 square feet), 122-040-80
(71,002 square feet), and 122-030-48 (36,155 square feet).
Right-of-way acquisition (west side): a strip of land from privately
owned APNs 122-240-04 (2,155 square feet), 122-240-21 (2,650
square feet), and 122-240-20 (4,282 square feet), including
partial acquisition of driveway entrances to residential properties.
Temporary construction easement acquisition (west side): strips
of land from privately owned APNs 122-240-07 (1,002 square
feet), 122-240-06 (1,338 square feet), 122-240-05 (440 square
feet), and 122-240-01 (4,836).

Relocation of two utility poles carrying telephone and cable
television lines.

Potential relocation of mailboxes.

Patrick Creek
Narrows Location 1

No acquisition of additional right-of-way or construction
easements required; no direct land use impacts.

Patrick Creek
Narrows Location 2

Upstream Bridge
Replacement

No acquisition of additional right-of-way or construction
easements required.; no direct land use impacts on developed
land uses.

Downstream Bridge
Replacement
(selected preferred
alternative)

No acquisition of additional right-of-way or construction
easements required; no direct land use impacts on developed
land uses.

Bridge Preservation
with Upslope
Retaining Wall

No acquisition of additional right-of-way or construction
easements required; no direct land use impacts on developed
land uses.

Patrick Creek
Narrows Location 3

Right-of-way acquisition (south side): a strip of land from privately
owned APN 122-290-08 (35,508 square feet).

The Narrows

No acquisition of additional right-of-way or construction
easements required; no direct land use impacts on developed
land uses.

Washington Curve

Cut Slope (selected
preferred alternative)

No acquisition of additional right-of-way or construction
easements required; no direct land use impacts.

Retaining Wall

No acquisition of additional right-of-way or construction
easements required; no direct land use impacts.

Ruby 1

One alternative is being considered for the Ruby 1 site, which is located on SR 197 at PM 4.5
near the entrance to Ruby Van Deventer County Park.

On the east side of SR 197, widening would occur along an unused portion of a 13.6-acre
privately owned parcel (APN 105-130-67) that is used as a gravel quarry and on the southwest
corner of an adjacent 4.12-acre privately owned property (APN 105-130-57) (Figure 1-3).
According to Department right-of-way estimates for the Ruby 1 site (Hayler pers. comm.),
widening of the east shoulder would require acquisition of a strip of land totaling 17,485 square
feet (sf) from APN 105-130-67, which represents less than 3% of the property. An estimated 403
sf of right-of-way would be acquired from APN 105-130-57, decreasing the size of this parcel by
less than 1%. Construction of the improvements would not displace any current developed uses
of these two properties, and it would not make use of the properties more difficult. The
permanent right-of-way acquisitions from the two private properties would be relatively minor
and would displace no developed uses on the properties.
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All work on the west side of the highway would occur within the existing prescriptive right-of-
way, except where the entrance to Ruby Van Deventer County Park would be modified to match
the upgraded highway. An estimated three to four parking spaces (of a total of 18 spaces) would |
be temporarily displaced in the county-owned parking lot at the entrance to the park while
modifications are occurring (Hayler pers. comm.; Church pers. comm.). The parking spaces

would be displaced during the day for about three working days. An estimated 5,576 square feet

of temporary construction easement from APN 105-130-22 would be outside the existing
prescriptive easement and within the parking lot of Ruby Van Deventer County Park. The |
potential temporary impacts of this easement on the park and parking lot users are addressed in

the Construction Impacts section for park and recreation facilities.

No driveways to properties are anticipated to be blocked by construction of improvements.
Existing gravel pullouts would be used to stage equipment during construction (Figure 1-15).

Ruby 2
Three alternatives are being considered for the Ruby 2 site, which is located on SR 197 from PM
3.2t0 4.0. This site is situated from 0.03 to 0.81 mile south of Ruby Van Deventer County Park.

Existing gravel pullouts would be used to stage equipment during construction, as shown by

Figure 1-15. No adverse land use impacts are anticipated to result from the use of these staging
areas. As discussed in Chapter 1, the private road approaches would be widened and upgraded to
current standards as part of project construction. The approach to Kasper/Keener Road (a public
road providing access to nearby properties) would also be upgraded. In addition, mailboxes may
need to be relocated to a new location at the intersection of SR 197 and Kasper/Keener Road. |

Potential effects on access to properties caused by blockage of driveways during construction are
discussed in Community Impacts section. Additional details of each alternative are discussed
below.

Four-Foot Shoulders Alternative

The Four-Foot Shoulders Alternative for the Ruby 2 site would widen the roadway shoulders on
both sides of SR 197 by 4 feet and increase the curve radii to a minimum of 400 feet (Figure 1-4a
and 1-4b). Widening would improve the sight distance for residents coming out of their
driveways, and service vehicles (garbage trucks, mail delivery, etc.) would have the width
needed to pull off the roadway to conduct their business.

On the east side of SR 197, the Department (Hayler pers. comm.) estimates that widening would
require acquisition of a strip of right-of-way, extending the existing right-of-way to 80 feet east
of the existing roadway centerline, along the roadway frontage from three privately owned
properties:

o 4,763 sf from APN 122-040-79, accounting for 16.3% of the 0.67-acre parcel
e 122,839 sf from APN 122-040-80, accounting for 12.8% of this 22.0-acre parcel
e 31,363 sf from APN 122-030-48, accounting for 0.1% of this 568-acre parcel
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Based on field observations and aerial photographs of the Ruby 2 site, no developed uses are
located along or near the affected portions of these three properties. Therefore, construction of
the improvements would not displace any current uses of these properties, and it would not make
use of the properties more difficult.

On the west side of SR 197, the Department (Hayler pers. comm.) estimates that widening would
require acquisition of a strip of right-of-way, extending the existing right-of-way to 50 feet west
of the existing roadway centerline, from seven privately owned rural residential properties:

e 4,303 sf from APN 122-240-07, accounting for 8.4% of the 1.17-acre parcel
e 5,597 sf from APN 122-240-06, accounting for 10.7% of the 1.2-acre parcel
e 4,889 sf from APN 122-240-05, accounting for 11.2% of the 1.0-acre parcel
o 4,753 sf from APN 122-240-04, accounting for 10.9% of the 1.0-acre parcel
e 3,348 sf from APN 122-240-21, accounting for 4.2% of the 1.81-acre parcel
e 6,624 sf from APN 122-240-20, accounting for 4.9% of the 3.09-acre parcel
e 11,761 sf from APN 122-240-01, accounting for 18.8% of the 1.6-acre parcel

The driveways into these seven properties all come directly off SR 197, so widening the roadway
shoulder (by 4 feet under this alternative) would displace short segments of driveways, all of
which are long and lead to homes near the backs of these seven parcels.

Although the acquisition of narrow strips of land, which would range from 4.2% to 18.8% of the
affected parcels on the west side of the roadway, the loss of 4 feet of roadway frontage and
driveway would have little apparent effect on the usability of these properties, and driveway
connections to the highway would be improved. Aerial photographs and field observations
indicate that no improvements on these properties other than segments of chain-link fencing and
mailboxes on the west side of the road would be displaced by acquisition and relocated during
construction.

Two-Foot Shoulders Alternative

The Two-Foot Shoulders Alternative for the Ruby 2 site would widen the roadway shoulders on
both sides of SR 197 by 2 feet and increase the curve radii to a minimum of 400 feet (Figures 1-
5a and 1-5b). The direct land use effects would be similar to those described for the Four-Foot
Shoulders Alternative. However, under this alternative, acquisitions from private properties
would be less than under the Four-Foot Shoulders Alternative. On the east side of SR 197,
widening would require acquisition of a strip of right-of-way, extending the existing right-of-
way to 60 feet east of the existing roadway centerline, along the roadway frontage from three
privately owned properties:

e 3,566 sf from APN 122-040-79, accounting for 12.2% of the 0.67-acre parcel
e 108,029 sf from APN 122-040-80, accounting for 11.3% of this 22.0-acre parcel
o 24,652 sf from APN 122-030-48, accounting for 0.1% of this 568-acre parcel
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Based on field observations and aerial photographs of the Ruby 2 site, no developed uses are
located along or near the affected portions of these three properties. Therefore, construction of
the improvements would not displace any current uses of these properties, and it would not make
use of the properties more difficult.

On the west side of SR 197, the Department (Hayler pers. comm.) estimates that widening would
require acquisition of a strip of right-of-way, extending the existing right-of-way to 40 feet west
of the existing roadway centerline, from seven privately owned rural residential properties:

e 1,385 sf from APN 122-240-07, accounting for 2.7% of the 1.17-acre parcel
e 2,308 sf from APN 122-240-06, accounting for 4.4% of the 1.2-acre parcel
e 2,013 sf from APN 122-240-05, accounting for 4.6% of the 1.0-acre parcel
e 1,956 sf from APN 122-240-04, accounting for 4.5% of the 1.0-acre parcel
e 1,375 sf from APN 122-240-21, accounting for 1.7% of the 1.81-acre parcel
e 2,726 sf from APN 122-240-20, accounting for 2.0% of the 3.09-acre parcel
e 4,761 sf from APN 122-240-01, accounting for 6.8% of the 1.6-acre parcel

As with the Four-Foot Shoulders Alternative, widening the roadway shoulder by 2 feet would
displace very short segments of the driveways, all of which are long and lead to homes near the
backs of these parcels.

Although the acquisition of narrow strips of land, which would range from 1.7% to 6.8% of the
affected parcels on the west side of the road, would be adverse for property owners, the loss of 2
feet of roadway frontage and driveway would have little apparent effect on the usability of these
properties, and driveway connections to the highway would be improved. Aerial photographs
and field observations indicate that no improvements other than segments of chain-link fencing
and mailboxes on the properties on the west side of the road would be displaced by acquisition
and relocated during construction.

Two-Foot Widening in Spot Locations Alternative

The Two-Foot Widening in Spot Locations Alternative for the Ruby 2 site would widen the SR
197 roadway shoulders by 2 feet at spot locations and increase the curve radii to a minimum of
400 feet (Figures 1-6a and 1-6b). The land use impacts on parcels adjacent to the roadway
would be very similar to those described for the Two-Foot Shoulders Alternative, although
permanent right-of-way acquisitions would involve fewer parcels on the west side of the
roadway and the total amount of land acquired for right-of-way would be smaller. Acquisitions
from affected parcels would be smaller for some parcels and slightly larger for others because
of design differences and because widening would not occur along the entire length of the
Ruby 2 site.

On the east side of SR 197, the Department (Hayler pers. comm.) estimates that widening would
require acquisition of a strip of right-of-way, extending the existing right-of-way from 35 to 45
feet east of the existing roadway centerline, along the roadway frontage from three privately
owned properties:
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e 1,802 sf from APN 122-040-79, accounting for 6.2% of the 0.67-acre parcel
e 71,002 sf from APN 122-040-80, accounting for 7.4% of this 22.0-acre parcel
e 36,155 sf from APN 122-030-48, accounting for 0.1% of this 568-acre parcel

Based on field observations and aerial photographs of the Ruby 2 site, no developed uses are
located along or near the affected portions of these three properties. Therefore, construction of
the improvements would not displace any current uses of these properties, and it would not make
use of the properties more difficult.

On the west side of SR 197, the Department (Hayler pers. comm.) anticipates that widening
would require acquisition of a strip of right-of-way, extending the existing right-of-way from 35
to 45 feet west of the existing roadway centerline, from three privately owned rural residential
properties:

e 2,155 sf from APN 122-240-04, accounting for 4.9% of the 1.0-acre parcel
e 2,650 sf from APN 122-240-21, accounting for 3.4% of the 1.81-acre parcel
o 4,282 sf from APN 122-240-20, accounting for 3.2% of the 3.09-acre parcel

As with the previously described Ruby 2 site alternatives, widening the roadway shoulder by
2 feet in spot locations would displace short segments of driveways on the west side of the road,
all of which are long and lead to homes near the backs of these three parcels.

Although the acquisition of narrow strips of land, which would range from 3.2% to 4.9% of the
affected parcels on the west side of the roadway, the loss of 2 feet of roadway frontage and
driveway would have little apparent effect on the usability of these properties, and driveway
connections to the highway would be improved. Aerial photographs and field observations
indicate that no improvements on these properties other than mailboxes on the west side of the
road would be displaced by acquisition and construction.

In addition to permanent right-of-way acquisitions on both sides of SR 197, the Department
(Hayler pers. comm.) anticipates that widening would require the acquisition of temporary
construction easements from four privately owned properties, all on the west side of SR 197:

e 1,002 sf from APN 122-240-07, accounting for 2.0% of the 1.17-acre parcel
e 1,338 sf from APN 122-240-06, accounting for 2.6% of the 1.2-acre parcel
e 440 sf from APN 122-240-05, accounting for 1.0% of the 1.0-acre parcel

e 4,836 sf from APN 122-240-01, accounting for 6.9% of the 1.6-acre parcel

All of these temporary construction easements would involve very narrow strips of land. Aerial
photographs and field observations indicate that no improvements on these properties would be
permanently displaced by the temporary use of these strips, indicating that the land use effects of
acquisition of construction easements would be minor.
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Patrick Creek Narrows Location 1

Patrick Creek Narrows Location 1, located on US 199 from PM 20.5 to 20.9, is in a remote
location about 7 miles east of Gasquet and about 2 miles east of the Grassy Flat Campground.
This project site is located within the Smith River NRA within the Six Rivers National Forest.
Within the project limits, US 199 runs along a narrow section cut into a rock face on the north
side of the highway, with the Middle Fork Smith River below the west side of the highway. No
developed land uses or utilities are located within the limits of Patrick Creek Narrows

Location 1. One alternative was considered for the site.

The proposed improvements at Patrick Creek Narrows Location 1 would widen the roadway to a
minimum of two 12-foot lanes with 4-foot shoulders on both sides (Figure 1-7). A retaining wall
along the river side of the road would also be constructed.

The Department holds an existing U.S. DOT easement from the Forest Service, including a 100-
foot easement on the east side of US 199 and a 400-foot easement along the west side of the
roadway where the retaining walls would be constructed. No additional right-of-way would need
to be acquired. Because of the remote, rugged, and undeveloped nature of the Forest Service
property located adjacent to Patrick Creek Narrows Location 1, no substantial land use impacts
are anticipated to result from construction of improvements at this location, although ground
disturbance would occur adjacent to the roadway. As shown by Figure 1-16, existing gravel
pullouts would be used to stage equipment during construction. No adverse land use impacts are
anticipated to result from the use of these staging areas, although minor effects on recreationists
using the pullouts to access the Middle Fork Smith River may occur as described in the
Construction Impacts section.

Construction of improvements would displace no current developed uses of land in the project
limits, and it would not result in substantial effects on public access to the river or river-related
recreation activities such as fishing or boating. Therefore, the land use impacts of the
improvements under this alternative are anticipated to be minor.

Patrick Creek Narrows Location 2

Located farther east on US 199, with project limits from PM 23.92 to 24.24, Patrick Creek
Narrows Location 2 is in a rugged, remote part of the Smith River NRA. Within the project
limits, US 199 crosses the Middle Fork Smith River Bridge, a narrow bridge that spans the
Middle Fork Smith River, which runs well below the highway. Other than the existing bridge, no
developed land uses or utilities are located adjacent to or within the limits of Patrick Creek
Narrows Location 2. No private business or residential structures or public recreation facilities
exist at this location. Three alternatives were considered for Patrick Creek Narrows Location 2.
After circulation of the DEIR/EA, review of public comments, and coordination with resource
agencies, the Department selected the Downstream Bridge Replacement Alternative as the
preferred alternative. Common features of all three alternatives include roadway and shoulder
widening through the project limits. Existing gravel pullouts would be used to stage equipment
during construction as shown in Figure 1-18, existing gravel pullouts would be used to stage
equipment during construction. No adverse land use impacts are anticipated to result from the
use of these staging areas, but use of potential staging areas on the river side of the roadway,
such as the pullout at PM 23.96 (Figure 1-18), could reduce public access to the river while
construction is occurring. No adverse land use impacts are anticipated to result from the use of
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these staging areas, but use of potential staging areas on the river side of the roadway, such as the
pullout at PM 23.96 (Figure 1-18), could reduce public access to the river while construction is
occurring.

Under the Upstream Bridge Replacement Alternative for Patrick Creek Narrows Location 2, the
Middle Fork Smith River Bridge would be replaced with a new bridge constructed at an
alignment upstream of the existing bridge (Figure 1-8). Additionally, a 400-foot-long retaining
wall would be constructed on the southwest (upstream) side of the proposed new bridge.

The U.S. DOT easement held by the Department at this location includes 100-foot easements on
both sides of US 199. However, work beyond the existing easements would be required to
construct the cut slope (approximately 20,476 square feet or 0.47 acre) within the Forest Service
land (APN 122-170-04) in the vicinity of the Middle Fork Smith River Bridge (Figure 1-8). The
Forest Service has preliminarily indicated that a permanent expansion of the easement would not
be required. Work within these two relatively small, irregularly shaped pieces of undeveloped land
would displace no existing land uses. Because of the rugged, undeveloped nature of area adjacent
to this site, no impacts on developed land uses would result from construction of this alternative.

Construction of the Upstream Bridge Replacement Alternative would involve work possibly
within the ordinary high-water mark (OHWM) of the Middle Fork Smith River but above the
wetted channel. Details regarding the construction of the bridge replacement alternatives are
described in Chapter 1. This work could affect recreational uses of the river, including boating
and fishing, during parts of the three seasons anticipated for construction of improvements at this
location. These potential effects on recreationists are discussed in the Parks and Recreation
Facilities and Construction Impacts sections. Construction of improvements under this
alternative would displace no current developed uses of land in the project limits.

The Downstream Bridge Replacement Alternative, the selected preferred alternative, for Patrick
Creek Narrows Location 2 involves replacing the Middle Fork Smith River Bridge on a new
alignment of US 199 downstream of the existing bridge location (Figure 1-9). This alternative
also includes building a 200-foot-long retaining wall or a viaduct on the southeast (downstream)
side of the new bridge. A 200-foot-long wall would also be needed along the cut slope north of
the new bridge.

Work beyond the existing right-of-way would be similar to that described for the Upstream
Bridge Replacement Alternative, with work within one small irregularly shaped section
(approximately 14,375 square feet or 0.33 acre) of APN 122-170-04 (Forest Service). No
impacts on developed land uses would result from construction of this alternative. This
alternative could also involve work within the OHWM, but above the wetted channel, of the
Middle Fork Smith River. This could result in temporary impacts on river recreationists. These
potential effects are discussed in the Parks and Recreation Facilities and Construction Impacts
sections. Construction of improvements under this alternative would displace no current
developed uses of land in the project limits.

Implementation of the Bridge Preservation with Upslope Retaining Wall Alternative for Patrick
Creek Narrows Location 2 avoids bridge replacement, but would require construction of a 400-
foot-long retaining wall or rock bolting on the southwest (upstream) side of the existing bridge
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(Figure 1-10). Required work beyond the existing right-of-way limits would be similar to that
described for the Upstream Bridge Replacement Alternative, with work within two small
irregularly shaped sections (a total of approximately 10,018 square feet or 0.23 acre) of APN
122-170-04 (Forest Service). Because of the remote, rugged, undeveloped nature of the Forest
Service property located adjacent to Patrick Creek Narrows Location 2, no impacts on developed
land uses are anticipated to result from construction of this alternative. Construction of
improvements under this alternative would displace no current developed uses of land in the
project limits and the land use impacts of the improvements at this site are anticipated to be
minor. However, construction of this alternative could result in minor reductions in access to the
river near the Patrick Creek Narrows Location 2 as discussed in the Parks and Recreation
Facilities and Construction Impacts sections.

Patrick Creek Narrows Location 3

Patrick Creek Narrows Location 3 is located about 1.5 miles east of Patrick Creek Narrows
Location 2 on US 199. The project limits of Patrick Creek Narrows Location 3 run from PM 25.5
to 25.65. Several rural residential properties are located southwest and southeast of the project
limits of Patrick Creek Narrows Location 3, including APNs 122-290-08, 122-290-05, 122-290-
03, 122-170-06, and 122-290-02. The homes on these parcels are visually shielded from the
roadway by heavy vegetation and trees, and they are located well away from the project limits,
between the roadway and the Middle Fork Smith River. No developed uses are located on the
Forest Service land northwest of the project limits.

Only one alternative was considered at Patrick Creek Narrows Location 3. The proposed project
would widen the shoulders of US 199 by 4 feet and improve the “S” curve that runs through the
project limits (Figure 1-11).

The Department has already acquired most of the right-of-way needed for the Patrick Creek
Narrows Location 3 improvements and the existing U.S. DOT easement is 100-feet along both
sides of US 199 at this location. However, based on a review of Department right-of-way
mapping for this site, two narrow strips of additional permanent right-of-way would need to be
acquired from the 4.31-acre rural residential property that fronts the southwestern edge of the
project limits. These two permanent acquisitions are estimated to total 9,055 square feet (0.21
acre). These permanent acquisitions and subsequent widening of the roadway shoulders would
have little effect on the use of this property because the acquisition involves narrow strips of
undeveloped land along the roadway and because the house on the property is set back from the
southeast edge of the property by an estimated 250 feet. Additionally, construction activities
could limit access to the driveway leading to this home, although access to side roads and
residences would be maintained at all times.

All of the other homes adjacent to the project limits are located at least 650 feet from the
roadway, and residents have access to these homes from US 199 northeast of the project limits.
Access to these homes would be maintained during project construction.

As shown by Figure 1-18, existing gravel pullouts would be used to stage equipment during
construction. No adverse land use impacts are anticipated to result from the use of these staging
areas, although minor effects on recreationists using the pullouts to access the Middle Fork
Smith River may occur, as discussed in the Parks and Recreation Facilities and Construction
Impacts sections.
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Construction of improvements at this site would displace no current developed uses of land in
the project limits, and it would not affect any public access to the river or river-related recreation
activities such as fishing or boating. Therefore, the land use impacts of the improvements at this
site are anticipated to be minor.

The Narrows

Like the Patrick Creek Narrows locations, the Narrows site is located on US 199 in the rugged
Smith River Canyon in the Smith River NRA. The Narrows site is situated between Patrick

Creek Narrows Locations 1 and 2, with project limits ranging from PM 22.7 to 23.0. This section
of the highway is bordered by a steep cliff face on the north and the Middle Fork Smith River
below the highway on the south. No developed land uses are located within or adjacent to the
limits of the Narrows site. One alternative, with two construction-method scenarios, was |
considered for the Narrows site. The land use effects of these two scenarios would be similar.

Proposed improvements at the Narrows site would primarily include widening the pavement up
to 28 feet (12-foot lanes with up to 2-foot shoulders on both sides) (Figures 1-12a and 1-12b). In
addition to the roadway widening, isolated outcrops of overhanging or loose rock above the
excavation limits would be stabilized. Widening would be accomplished by cutting deeper into
the existing cut slope. Widening toward the Smith River would not occur because of
environmental concerns and the high cost of constructing a new retaining wall on the river side
of the roadway.

As shown by Figure 1-18, existing gravel pullouts would be used to stage equipment during
construction. No adverse land use impacts are anticipated to result from the use of these staging
areas, although minor effects on recreationists using the pullouts to access the Middle Fork
Smith River may occur as discussed in the Parks and Recreation Facilities and Construction
Impacts sections.

The land adjacent to the project limits is under Forest Service ownership. Construction of the
improvements at the Narrows site would occur within existing Department right-of-way
easement, would displace no current uses of land in the project limits, and would not
substantially affect public access to the river or river-related recreation activities such as fishing
or boating. Therefore, the land use impacts of the improvements at the Narrows site are
anticipated to be minor to none.

Washington Curve

The Washington Curve site, located at PM 26.3, is the easternmost US 199 site under the

proposed project. This site is located in a narrow part of the Smith River Canyon, with a steep

rock section on the north and the Middle Fork Smith River below the highway on the south. No
developed land uses or utilities are located within or adjacent to the project limits, and no
potentially sensitive developed land uses are nearby. Land surrounding the project limits is under
Forest Service ownership. Two alternatives were considered at this site, the Cut Slope |
Alternative and the Retaining Wall Alternative.

Under the Cut Slope Alternative, improvements at the Washington Curve site would include
construction of a new cut slope on the northwest (cut slope) side of the highway (Figure 1-13).
The existing Department easement through the project limits extends 200 feet to the north and
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150 feet south from the roadway centerline. All improvements would be constructed within this
easement. As shown by Figure 1-18, existing gravel pullouts would be used to stage equipment
during construction. No adverse land use impacts are anticipated to result from the use of these
staging areas, although minor temporary effects on recreationists using the pullouts to access the
Middle Fork Smith River may occur as discussed in the Parks and Recreation Facilities and
Construction Impacts sections. Construction of improvements under this alternative would
displace no current developed uses of land in the project limits, and it would not substantially
affect any public access to the river or river-related recreation activities such as fishing or
boating. Therefore, the land use impacts of the improvements under this alternative are
anticipated to be minor to none.

Under the Retaining Wall Alternative for the Washington Curve site, a soil-nailed retaining wall
would be constructed along the northwest (cut slope) side of the highway to provide additional
roadway width (Figure 1-14). The wall would be approximately 800 feet long. All improvements
would be constructed within the existing Department easement. As shown by Figure 1-18,
existing gravel pullouts would be used to stage equipment during construction. No adverse land
use impacts are anticipated to result from the use of these staging areas, although minor
temporary effects on recreationists using the pullouts to access the Middle Fork Smith River may
occur, see the discussion in the Parks and Recreation Facilities and Construction Impacts
sections. Construction of improvements under this alternative would displace no current
developed uses of land in the project limits, and it would not substantially affect any public
access to the river or river-related recreation activities such as fishing or boating. Therefore, the
land use impacts of the improvements under this alternative are anticipated to be minor to none.

Conflicts with Planned Land Uses

According to the Del Norte County Planning Division, no additional residential construction
projects or subdivisions are currently planned in the vicinity of any of the proposed
improvements (Hooper pers. comm.). Therefore, the potential for future residential or
commercial development near the project sites is considered very limited. The proposed project
would not conflict with planned land uses in the vicinity of the proposed improvements.

Avoidance, Minimization, and/or Mitigation Measures
Widen and Upgrade Private Road Approaches at Ruby 2 Site

The private road approaches to residential properties affected by improvements at the Ruby 2 site
would be widened and upgraded to current standards as part of the proposed project. As part of
the widening of SR 197 and reconstruction of private road approaches, any mailboxes, fencing,
signage, or landscaping (including ornamental trees) displaced by the proposed project on
affected residential properties would be replaced in coordination with property owners.

2.1.1.2 Consistency with State, Regional, and Local Plans and Programs

Affected Environment

Land use planning in the study area is governed by the Crescent City General Plan, Del Norte
County General Plan, and Smith River National Recreation Area, Smith River Management Plan
Addendum (U.S. Forest Service 1992). Local coastal programs administered under the California
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Coastal Act of 1976 (Coastal Act) also govern land use planning in certain parts of Del Norte
County. There are portions of land along the coastline of Del Norte County and Crescent City are
included in the California Coastal Zone, although none of the proposed project improvements is
located within or near the California Coastal Zone. Additional land use planning is conducted as
part of management of Jedediah Smith Redwoods State Park, which is discussed in Park and
Recreation Facilities. Regional transportation planning for the study area is generally conducted
by the Del Norte Local Transportation Commission. Management of the Smith River Scenic
Byway is conducted by the Forest Service.

Del Norte County

All seven project locations are located in unincorporated Del Norte County. Land use and
development within the unincorporated areas of Del Norte County are guided by the Del Norte
County General Plan. The County’s first general plan was adopted in 1976 and was periodically
updated and amended. In 1997, the County began a comprehensive update and revision of the
general plan, which resulted in the current Del Norte County General Plan, adopted by the Del
Norte County Board of Supervisors in 2003. Minor amendments to some general plan land use
designations have occurred since 2003.

For purposes of Del Norte County General Plan policy development, Del Norte County is
divided into five planning subareas: the Crescent City, Smith River, Fort Dick/Kings Valley,
Smith River Canyon, and the Klamath Planning Subareas (Mintier & Associates et al. 2003). The
two project locations on SR 197—the Ruby 1 and 2 sites—are within the Smith River Planning
Subarea. The project locations on US 199—~Patrick Creek Narrows (Locations 1 to 3), the
Narrows, and Washington Curve site—are all within the Smith River Canyon Planning Subarea.

The “Land Use and Community Development” chapter of the Del Norte County General Plan
policy document describes the land use designations that appear on the plan’s land use diagram.
This chapter also outlines the legally required standards of density and intensity for these land
use designations. Section 2.1.6, “Traffic and Transportation/Pedestrian and Bicycle Facilities,”
describes the proposed circulation system and the street classification system. Relevant policies
contained in the Del Norte County General Plan and related elements are described and
evaluated in the Environmental Consequences section.

In 2006, the Del Norte County Board of Supervisors approved the Comprehensive Economic
Development Strategy, Del Norte County, California, 2006-2008 (CEDS) (Del Norte County
2006), which was prepared with extensive community participation. The CEDS is guided by the
following vision statement:

To develop a sustainable economic base by retaining, expanding and attracting new business by
balancing the needs of both the business and residential communities while considering the
effects of economic development on the environment of our unique Redwoods and coastal
community.

According to the CEDS, the goals and objectives for Del Norte County result from an analysis of
the area’s development potential and problems. They provide a framework for public and private
decision-making, and they serve as the basis for the formulation of an action plan. The CEDS
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includes five key goals. The first two economic goals (and associated strategies) in the CEDS are
tied directly to transportation:

e Goal 1: Make critical improvements to local infrastructure.

— Strategy: Promote and support improvements of SR 197 and US 199, the community’s
key link to Interstate 5, through coordination with Del Norte Local Transportation
Commission and state legislators representing the area.

e Goal 2: Promote the successful expansion of the tourism industry.

— Strategy: Encourage outside marketing of local products and the region by implementing
tourism-related businesses and enterprises and by encouraging the export of local
products.

— Strategy: Advocate for continued Highway 199 and 197 improvements.

The three remaining key goals of the CED are listed below:
e Provide direct support for business retention and expansion.
e Enhance interagency and intergovernmental communication.

e Participate in the development of a comprehensive employee support system as a way of
ensuring that employees thrive and businesses flourish.

Crescent City
Land use planning in the Crescent City portion of the study area is governed by the Crescent City

General Plan. This plan contains policies that guide growth in Crescent City and includes land
use plans for the city.

The general plan was last revised and updated in 2001, and no substantial amendments or
technical updates have occurred since that time. The Crescent City General Plan consists of two
documents: the background report and policy document. The background report inventories and
analyzes existing land use conditions and development trends in Crescent City. It also provides
background information and technical data used to produce the policy document. The policy
document is the formal policy of Crescent City for land use, development, and environmental
quality. It includes goals, policies, standards, implementation programs, quantified objectives, a
land use diagram, and circulation diagrams (Mintier & Associates et al. 2001). Relevant policies
contained in the Crescent City General Plan and related elements are described and evaluated in
Environmental Consequences of this section.

Six Rivers National Forest/Smith River National Recreation Area

The Six Rivers National Forest encompasses more than 1 million acres of land in four counties
in northern California (Del Norte, Humboldt, Trinity and Siskiyou). The northernmost section
of the Six Rivers National Forest is designated as the Smith River National Recreation Area.
The Smith River NRA was established by the United States Congress in the Smith River
National Recreation Area Act of 1990 (Public Law 101-162). The Smith River NRA was
established “for the purposes of ensuring the preservation, protection, enhancement, and
interpretation for present and future generations of the Smith River watershed’s outstanding
Wild and Scenic Rivers, ecological diversity, and recreation opportunities while providing for
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the wise use and sustained productivity of its natural resources.” The Smith River National
Recreation Area Management Plan, also adopted in 1990, guides overall land management
activities throughout the 300,000-acre Smith River NRA. The management plan is also
incorporated in its entirety into the Six Rivers National Forest Land and Resource Management
Plan (U.S. Forest Service 1995).

The Smith River National Recreation Area Management Plan provides for a broad range of
recreation uses and interpretive services and facilities throughout the Smith River NRA. The plan
outlines public recreation access for such activities as camping, hiking, hunting, and fishing.
Programs for improved anadromous fisheries and water quality are outlined in the plan, as well
as timber harvest management activities in specific areas. As stated in the Smith River National
Recreation Area Act, “careful development and utilization at mutually compatible levels of
recreation, fisheries, and timber resources on public lands will ensure the continuation of the
Smith River watershed’s historic role as a significant contributor to the region’s local economy”
(Public Law 101-162). All five project locations along US 199 are adjacent to Forest Service
lands within the Smith River NRA. These lands are all managed under the Smith River National
Recreation Area Management Plan.

Within the Smith River National Recreation Area Management Plan, there are eight management
areas, and the project locations along US 199 are within Middle Fork—Highway 199
Management Area 3, where the management emphasis is on “maintaining wildlife values and
providing for a full range of recreation uses, with particular emphasis on the scenic and
recreation values associated with the Smith River, old growth redwoods, and California State
Highway 199.” Middle Fork—Highway 199 Management Area 3 encompasses 38,400 acres and
is the most heavily visited area within the Smith River NRA.

There are specific areas within the Smith River NRA designated and developed for recreation
use by the Forest Service that are located within a 0.5-mile radius of the project locations,
including the Middle Fork Smith River, Sandy Beach, the Patrick Creek Campground, the
Patrick Creek Trail, and the Middle Fork Smith River Access Trails. These recreational facilities
are discussed in the Park and Recreational Facilities section.

Del Norte Local Transportation Commission

The Del Norte Local Transportation Commission provides regional transportation planning
services to the study area. These services include preparation and adoption of the regional
transportation plan (RTP) and regional transportation improvement program (RTIP) for Del
Norte County. The primary goal of the RTP is to promote a coordinated, balanced regional
transportation system that considers all modes of transportation and sources of funding. The
2008 RTIP, adopted by the commission in 2008, provides details on programs and expenditures
on road improvements that will occur during the 2008-2009 fiscal year. In addition to the RTIP,
the commission’s overall work program is prepared annually to identify and focus the next year’s
transportation planning tasks. These tasks are to be fulfilled in accordance with the policies and
goals of the RTP.
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According to the adopted RTIP (Del Norte Local Transportation Commission 2008):

The community is requesting STAA route access from Del Norte to Interstate 5 be fully funded.
This project on US Highway 199 (PPNO 1047) Realignment and Widening at Patrick Creek
Narrows, has been selected as the #1 priority by the DNLTC. According to Caltrans, this project
will provide STAA route access and complete a crucial trucking link between the entire north
coast, Del Norte County and Interstate 5. The cost of the project exceeds the maximum available
shares for the 2008 STIP cycle. Therefore, the DNLTC requests advancing STIP shares to fund
this priority project for the community, the northwestern gateway into Oregon.

Additionally, the RTIP includes the following goals:

e Highways, Streets and Roads Goal: To maintain and improve the highway system and the
system of major local streets and roads to meet regional and interregional needs. This
includes specifically continuing State highway development and improvements, particularly
for US Highways 101 and 199, and SR 197. In addition, it includes planning to accommodate
long (STAA) trucks on SR 197 and US 199.

e Goods Movement (Maritime and Truck) Goal: Support the development of a viable goods
movement truck corridor via SR 197/US 199, and continued development of Crescent City
Harbor to facilitate maritime goods movement.

Smith River Scenic Byway

The Smith River Scenic Byway, which is 33 miles long, is the shortest route in the 10-route
Forest Service Scenic Byway Network. The byway, which is managed by Forest Service District
Ranger, encompasses spectacular views of majestic redwood forests and the jade green waters of
the crystal-clear Smith River. There is the ancient redwood grove of Jedediah Smith Redwoods
State Park where the byway begins, named after the famous mountain man and explorer said to
be the first European to come to California overland. In a subtle change in scenery, redwoods
and rolling hills are replaced with Douglas fir—covered ridges and steep canyons. The Middle
and South Forks of the Smith River come together at an area known as the “Forks.” The Smith
River is the purest river in California and one of the only remaining free-flowing river systems in
the state. Its unique, light green color is the result of exceptionally clean, sediment-free water
flowing over a smooth granite river bottom. The closeness of the highway to the river and
numerous turnouts along the route allow motorists to view deep green pools contrasted against
whitewater rapids. The route continues to parallel the Middle Fork Smith River. Two notable
geographic sights along the way are the gigantic, rounded boulders of the “Gorge,” just north of
the Forks, and a section of steep, moss-covered river canyon north of Patrick Creek called the
“Narrows.” Winter brings heavy rains and a number of cascading waterfalls along the route. The
area is a haven for birds and birdwatchers. The Smith River Scenic Byway officially ends at
Collier Tunnel at the edge of the Smith River Watershed just short of the California/Oregon state
line (California Department of Transportation 2006).

Environmental Consequences

The following sections provide an assessment of the proposed project’s consistency with plans
and policies adopted by Del Norte County and the Del Norte Local Transportation Commission.
Only policies with direct relevance to the project were included in the consistency analysis. The
Crescent City General Plan (City of Crescent City 2001) was reviewed to identify policies
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directly relevant to the proposed project; however, no policies with direct relevance to the
proposed project were identified. Crescent City General Plan policies that may be relevant to the
growth-inducement effects of the proposed project are discussed in the Growth section.

Del Norte County General Plan Consistency

The Del Norte County General Plan (Del Norte County 2003) was reviewed to identify policies
directly relevant to the proposed project. Overall, the proposed project is consistent with the Del
Norte County General Plan. The consistency of the proposed project with specific relevant
policies is discussed below.

e Transportation and Circulation Goal 8.A. To plan for the long-range planning and
development of Del Norte County’s State Highway system to ensure the safe and efficient
movement of people and goods.

The purpose of the proposed project is to improve spot locations on SR 197 and US 199 in Del
Norte County so that two STAA trucks passing in opposite directions can be accommodated. The
need for the project stems from the need for compliance with federal and state legislation and
regional programs, plans, and policies regarding STAA truck access. Additionally, the project is
needed because spot locations on SR 197 and US 199 currently have sub-standard curves; no, or
substandard, shoulders along the traveled way; and narrow lanes. This restricts STAA truck
access along the SR 197-US 199 corridor. These conditions have been shown to result in STAA
trucks offtracking into the oncoming traffic lane at the seven proposed project locations. Safety-
enhancing improvements, including wider lanes, wider shoulders, longer radius curves, and
enhanced sight distances, are needed at the seven locations to provide a roadway that is easier for
STAA trucks to traverse. These improvements would benefit all users and allow STAA trucks
and other large vehicles to negotiate curves along the SR 197-US 199 corridor without
offtracking into the oncoming traffic lane at the seven locations. Therefore, the proposed project
would be consistent with Del Norte County’s long-range planning goal to ensure the safe and
efficient movement of people and goods throughout Del Norte County.

e Transportation and Circulation Policy 8.A.3. The County shall continue to actively encourage
Caltrans and the Regional Transportation Planning Agency to develop facilities for improved
access into the County via US 101 and US 199.

The proposed project would be consistent with this policy. The proposed improvements along
US 199 are designed specifically to improve access into Del Norte County for STAA trucks and
other vehicles traveling to and from Oregon. Safety improvements at Patrick Creek Narrows
Locations 1, 2, and 3 and the Narrows and Washington Curve sites along the US 199 corridor
would improve narrow lane conditions, limited or negligible shoulders, short-radius curves, and
limited sight distances.

e Transportation and Circulation Policy 8.A.4. The County shall encourage Caltrans to
continue to keep Highway 197 (North Bank Road), connecting Highways 199 and 101,
available at all times.

The proposed project would be consistent with this policy. The two proposed improvements
along SR 197 (North Bank Road), at the Ruby 1 and 2 sites, would not require the full closure of
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SR 197 at any time over the construction period. Therefore, connectivity of SR 197 with US 199
and US 101 would be maintained at all times. |

e Transportation and Circulation Policy 8.A.6. The County shall encourage the Office of
Emergency Services to review alternative emergency access in the event of temporary
closure of Highways 101 or 199.

Construction of the improvements at Patrick Creek Narrows Locations 1, 2, and 3 and the
Washington Curve site could require the temporary closure of US 199, with temporary daytime
closures anticipated to last a maximum of up to 1 hour at the Patrick Creek Narrows locations
and possibly longer nighttime closures to occur at the Washington Curve site. The Department
will notify the Office of Emergency Services about the closures. Construction Contractors would
be required by the Department to expedite the passage of emergency service vehicles through
work zones at all times. Additionally, the TMPs for each project site would require that
emergency service providers (e.g., sheriff, fire, Office of Emergency Services, and ambulance
services) be given at least 1 week of notice before US 199 is closed during construction. This
would facilitate consideration of alternative emergency access measures included in Section
2.4.2, “Land Use,” and the access measures in the Avoidance, Minimization, and/or Mitigation
Measures portion of Sections 2.4.3, “Community Impacts,” 2.4.4 “Utilities/Emergency
Services,” and 2.4.5, “Traffic and Transportation/Pedestrian and Bicycle Facilities.” Therefore,
the proposed project would be consistent with Transportation and Circulation Policy 8.A.6.

e Transportation and Circulation Policy 8.A.11. The County shall encourage Caltrans and the RTPA
to provide for a Level of Service (LOS) of D or better on State highways within the county.

According to the traffic analysis prepared for the proposed project (Fehr & Peers 2010), all analyzed
segments of SR 197, US 199, and US 101 would operate at LOS C or better under existing with-project
conditions. Under future (2030) with-project conditions, all highway segments would operate at LOS D
or better. Therefore, the proposed project is consistent with this policy.

Del Norte Local Transportation Commission Regional Transportation Improvement
Program Consistency

Policies contained in the Del Norte Local Transportation Commission’s 2008 Regional
Transportation Improvement Program for Del Norte County (RTIP) (Del Norte Local Transportation
Commission 2008) were reviewed to identify policies directly relevant to the proposed project. The
consistency of the proposed project with relevant policies is discussed below.

e Highways, Streets and Roads Goal: To maintain and improve the highway system and the
system of major local streets and roads to meet regional and interregional needs. This
includes specifically continuing State highway development and improvements, particularly
for US Highways 101 and 199, and SR 197. In addition, it includes planning to accommodate
long (STAA) trucks on SR 197 and US 199.

The build alternatives for the proposed project would be consistent with this policy. The purpose
of the proposed project is to improve spot locations on SR 197 and US 199 in Del Norte County
so that two STAA trucks passing in opposite directions can be accommodated. Therefore, the
proposed project would improve SR 197 and US 199 to meet regional and interregional
transportation needs. The No Build Alternative would not be consistent with this policy because
it would not accommodate long (STAA) trucks on SR 197 and US 199.
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e (Goods Movement (Maritime and Truck) Goal: Support the development of a viable goods
movement truck corridor via SR 197/US 199, and continued development of Crescent City
Harbor to facilitate maritime goods movement. Specifically, this includes the regional
transportation agency partnering with Caltrans to achieve the necessary improvements to SR
197 and US 199 to create a viable trade corridor.

The proposed project would be consistent with this policy. The proposed project supports the
development of viable goods movement truck corridors along SR 197 and US 199. The Del
Norte Local Transportation Commission, which is the regional transportation agency, is
currently partnering with the Department to achieve the necessary improvements to SR 197 and
US 199 to create a viable trade corridor.

Avoidance, Minimization, and/or Mitigation Measures

Overall, the proposed project is consistent with all local and regional plans and policies, and no
long-term measures are necessary. Implementation of the access- and circulation-related
minimization measures in Sections 2.4.3, 2.4.4, and 2.4.5 would minimize effects of the
temporary closures of US 199 during construction.

Implementation of the minimization measures in Sections 2.4.2, 2.4.3, 2.4.4, and 2.4.5, which
call for the TMPs for each project site to require emergency service providers (e.g., sheriff, fire,
Office of Emergency Services, and ambulance services) to be given at least 1 week of notice
before US 199 is closed during construction, would ensure that the project would be consistent
with Transportation and Circulation Policy 8.A.6.

2.1.1.3 Wild and Scenic Rivers

Regulatory Setting

Projects affecting Wild and Scenic Rivers are subject to the National Wild and Scenic Rivers Act
(16 USC 1271) and the California Wild and Scenic Rivers Act (Public Resources Code Section
5093.50 et seq.).

There are three possible types of Wild and Scenic designations:
e Wild: undeveloped, with river access by trail only
e Scenic: undeveloped, with occasional river access by road

e Recreational: some development is allowed, with road access

Section 7 of the National Wild and Scenic Rivers Act directs federal agencies to protect the free-
flowing condition and other values of designated rivers. Specifically, federal agencies are
prohibited from assisting in the construction of any water resources project that would have a
direct and adverse effect on a designated river. Determinations are made by the river-
administering agency. Construction or reconstruction of bridges and other roadway projects are
included in the list of water resources projects that could affect a designated river (National Wild
and Scenic Rivers 2004).

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 2.1-24



Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

Section 4(f) of the Department of Transportation Act of 1966, applies to portions of Wild and
Scenic Rivers that are publicly owned and designated recreational. See Appendix B of the
EA/EIR for additional information on Section 4(f).

Affected Environment

The Smith River is part of the National Wild and Scenic Rivers System, a federal system created
by Congress to recognize and protect rivers across the country. More than 300 miles of the Smith
River system are designated as a Wild and Scenic River, a longer stretch than any other river in
the United States. The Smith River is also undammed for its entire length, making it the only
major river system in California without dams. Of the 325.4 miles of Wild and Scenic River
designation along the Smith River, 78 miles are wild, 31 miles are scenic, and 216.4 miles are
classified as recreational. The Smith River Wild and Scenic River System was designated in
January 1981 and redesignated in November 1990 with creation of the Smith River NRA
(National Wild and Scenic Rivers 2009).

The Ruby 1 and 2 sites are within 0.25 mile of a portion of the Smith River that is designated as
recreational under the federal Wild and Scenic Rivers Act. The Wild and Scenic Rivers Act
defines recreational rivers as “those rivers or segments of rivers that are readily accessible by
road or railroad, that may have some development along their shorelines, and that may have
undergone some impoundment or diversion in the past.” The primary value for which the Smith
River was federally designated is its “outstanding, remarkable” anadromous fishery; secondary
factors of the designation are its notable recreational and scenic values (U.S. Forest Service
2005). Within the Six Rivers National Forest, Wild and Scenic Rivers are managed by the Forest
Service. Outside of Six Rivers National Forest jurisdiction, Wild and Scenic Rivers are managed
by the NPS.

The Smith River Wild and Scenic River System is also part of the California Wild and Scenic
Rivers System. The main stem of the Smith River is federally designated as recreational. In
addition, it is a state-designated recreational river to its mouth at the Pacific Ocean, as defined in
California Public Resources Code (PRC) Sections 5093.54 et seq. The California Resources
Agency is responsible for coordinating activities of state agencies that may affect state-
designated rivers.

The proposed project locations on US 199, including Patrick Creek Narrows Locations 1, 2, and
3; the Narrows; and Washington Curve site, are within 0.25 mile of the portion of the Middle
Fork Smith River that is federally and state designated as recreational, from its confluence with
Knopki Creek to its confluence with the South Fork Smith River.

Within the project area, the main stem of the Smith River parallels SR 197, and the Middle Fork
Smith River borders the project area along US 199 (Figure 1-1). In addition, the following
tributaries in the project area are also designated as part of the Wild and Scenic Rivers System:

e Monkey Creek (recreational) from its headwaters in the northeast quadrant of Section 12
T18N R3E, as depicted on the 1951 U.S. Geological Survey (USGS) 15-degree Gasquet
topographic map, to its confluence with the Middle Fork Smith River.

e Patrick Creek (recreational) from the junction of the east and west forks of Patrick Creek to
the confluence with the Middle Fork Smith River.
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e Kelly Creek (scenic) from its source in Section 32 T17N R3E, as depicted on 1951 USGS
15-degree Gasquet topographic map to the confluence with the Middle Fork Smith River.

In addition, the Siskiyou Fork Smith River is federally and state-designated as a recreational
river from its confluence with the South Siskiyou Fork Smith River to its confluence with the
Middle Fork Smith River.

A variety of recreational opportunities currently exist throughout the project area, including
whitewater rafting and kayaking, bird watching, fishing, hunting, camping, and trails for hiking,
horseback riding, mountain biking swimming, naturalist pursuits, and photography.

Within the project area, SR 197 parallels the north bank of the Smith River in a northwest—
southeast direction. The roadway is separated from the river by vegetation and coast redwood
forest. Ruby Van Deventer County Park and Jedediah Smith Redwoods State Park are both
located west of SR 197 and are access points to the river for recreation opportunities in the
vicinity. Ruby Van Deventer County Park is located near PM 4.5 along SR 197 and the main
access to Jedediah Smith Redwoods State Park is from US 199.

US 199 winds through the canyon of the Middle Fork Smith River in a southwest-northeast
direction, providing access for recreational opportunities along the river. The canyon has steep
cliffs, rocky outcrops, dense Douglas-fir forest and dramatic views of the Middle Fork Smith
River. US 199 is the primary access route to recreational opportunities along the Middle Fork
Smith River within the Smith River NRA. The river can be accessed from multiple locations on
US 199, including paved and unpaved pullouts with no developed amenities. Designated and
developed recreation areas on US 199 also provide access to the river and are located within a
0.5-mile radius of the project locations, including Sandy Beach at PM 20.9, the Patrick Creek
Campground and Patrick Creek Trail at PM 22.0, and two river access trails, the Eagle Eye Mine
Trail at PM 23.1 and Cedar Rustic Trail at PM 23.5.

Environmental Consequences

Designated recreational river segments allow for transportation facilities, such as SR 197 and US
199. When the Smith River Wild and Scenic River System was designated, both SR 197 and US
199 were existing transportation facilities that provided access to the river. Construction
activities in the bed or on the banks of a designated Wild and Scenic River (below the OHWM
for that river), requires review under Section 7 of the National Wild and Scenic Rivers Act and
consultation with the river managing agency. The OHWM is an important limit because
permanent construction below the OHWM could adversely affect the values for which the river
was designated. The river managing agency along SR 197 is the National Park Service, and
along US 199 it is the National Forest Service.

Smith River (Main Stem)

The main stem of the Smith River is located within a 0.5-mile radius of two project locations, the
Ruby 1 and 2 sites (Figures 1-1, 1-3 through 1-6b). Proposed improvements at both locations
include widening the roadway and increasing the curve radii. The Ruby 1 site is located closest
to the river at Ruby Van Deventer County Park, but no construction activities would take place
on the banks of the river, 50 feet or more west of the roadway. The Ruby 2 site is located 200
feet or more from the river.
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The proposed project does not involve construction in the bed or on the banks of the main stem

of the Smith River (below the OHWM), and would not alter the free-flowing nature of the river. |
Implementation of the proposed project would not affect the recreational use or access to the

river and would not have the potential to alter the river segment’s ability to meet the recreational
criteria it now holds. The proposed project at the Ruby 1 or 2 sites is not considered to be a water
resources project subject to review under Section 7 of the Wild and Scenic Rivers Act.

Middle Fork Smith River

Proposed improvements at the project locations are adjacent to the Middle Fork Smith River,
The roadway is located above the river and the distance to the river ranges from 50 feet to more
than 100 feet, as shown on Figures 1-7 through 1-14.

Construction at Patrick Creek Narrows Locations 1 and 3, the Narrows, and Washington Curve
sites on US 199 does not involve construction in the bed or on the banks of the river (below the
OHWM), and would not alter the free-flowing nature of the Middle Fork Smith River. Proposed
improvements at this location are not considered water resources projects subject to review under
Section 7 of the Wild and Scenic Rivers Act. In August 2005, the Department received
correspondence from the Forest Service regarding proposed improvements at the Narrows site
that concluded that the proposed project at this location would not have a direct or adverse effect
on the values for which the river was designated (U.S. Forest Service 2005). In addition, the
letter stated that any change in scope of the project would require notifying the Forest Service
(2005). This letter is included in Chapter 4 of the EIR/EA.

Proposed improvements to the Middle Fork Smith River Bridge at Patrick Creek Narrows
Location 2, where the roadway spans the river, would include replacement of the existing bridge
with selection of the preferred alternative, the Downstream Bridge Replacement Alternative.
Three alternatives for improvements were considered at this location: the Upstream Bridge
Replacement (Figure 1-8), Downstream Bridge Replacement (Figure 1-9), and Bridge
Preservation with Upslope Retaining Wall Alternatives (Figure 1-10). As mentioned previously,
the Department selected the Downstream Bridge Replacement Alternative as the preferred
alternative. Refer to the project description in Chapter 1 for complete descriptions of the build
alternatives at this location.

Free flowing nature of the Middle Fork Smith River: Under the Downstream Bridge
Replacement Alternative, a new bridge would be constructed on an alignment downstream of the
existing bridge. The new bridge would be constructed first, before removal of the existing
bridge. The new abutments would be located along the edge of the river bank and outside the
OHWM (California Department of Transportation 2010). Therefore, no permanent structures |
would be placed within the river channel that would alter the free-flowing nature of the river.

However, during construction of the Downstream Bridge Replacement Alternative, work above
the wetted channel but within the OHWM of the Middle Fork Smith River could be required to
construct the proposed improvements. The temporary structures required for the bridge
replacement alternative are discussed in Section 2.4.2.2, “Wild and Scenic Rivers.”

The Bridge Preservation with Upslope Retaining Wall Alternative, which was not selected as the
preferred alternative, would not require in-water work. This alternative would retain the existing
bridge but would realign the roadway on either end of the bridge to allow large trucks to cross. In
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addition, this alternative would require construction of a retaining wall or rock bolting on the
southwest (hill) side of the existing bridge. This alternative would not preclude future bridge
replacement and would not alter the free flowing nature of the river.

Alteration of the setting of the Middle Fork Smith River: Improvements proposed at this
location will include replacing the existing bridge, an element of the existing conditions for
travelers on US 199 and on the river. In addition, excavation of cut slopes and construction of
retaining walls and rock fall barriers would occur. These elements also exist throughout the
roadway corridor along the river. Aesthetic treatments would be incorporated into the retaining
wall’s design to minimize the wall’s effects. Trees and vegetation would also be removed and
disturbed areas would be revegetated, as described in the Visual/Aesthetics and Plant Species
sections. Implementation of additional measures included in the Visual/Aesthetics and Plant
Species sections in Chapter 2 would reduce and minimize potential impacts on the setting of the
river.

Anadromous fish: Impacts on anadromous fish are anticipated during bridge replacement, as
discussed in the Animal Species section in Chapter 2. Implementation of measures included in
the Animal Species section in Chapter 2 would avoid and minimize potential impacts on the
salmonids and their Critical Habitat and Essential Fish Habitat to the greatest extent practicable
during project construction. These temporary impacts are not expected to alter the river
segment’s ability to maintain the “outstanding remarkable” value for the anadromous fishery it
now holds.

Recreational designation of the Middle Fork Smith River: No impacts to the Middle Fork
Smith River affecting its designation would occur. During construction at Patrick Creek Narrows
Location 2, recreationists would be subject to periodic exclusion from or delays in using limited
segments of the construction zone for safety reasons while bridge replacement and demolition
work was occurring. Otherwise, recreation activities on the river would continue. The river may
be temporarily diverted at the bridge, but it would allow for continued recreational use of the
river upstream and/or downstream of bridge construction. Recreation opportunities along the
river would resume unabated once construction at the Patrick Creek Narrows Location 2 has
been completed, and would not alter the river segment’s ability to meet the recreational
designation it now holds. Temporary impacts on recreation use of the river that may result from
bridge replacement activities associated with construction are discussed in detail in Section
2.4.2.2, “Wild and Scenic Rivers.”

No Build (No Action) Alternative

No improvements or widening would occur at any of the seven project locations. However, some
of the improvements could occur individually at the project locations to reduce continual
maintenance problems or improve safety. This alternative would not alter the free-flowing nature
of the Smith River Wild and Scenic River System and would not have the potential to alter the
river’s ability to meet the recreational designation it now holds.

Wild and Scenic Rivers Act Coordination
Coordination with the NPS, as required by the Wild and Scenic Rivers Act, has been initiated
and completed with regard to the proposed improvements at the two project locations along SR
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197. A letter of concurrence was provided by the NPS in February 2010 and is included in
Chapter 4 of the EIR/EA.

Coordination with the Forest Service as required by the Wild and Scenic Rivers Act was initiated
with regard to the proposed improvements at the project locations along US 199. A letter was
prepared and submitted by the Department (see Chapter 4 of the draft EIR/EA). Because the
Middle Fork Smith River Bridge may be replaced and require work within the OHWM, though
above the wetted channel, it is anticipated that an evaluation under the Wild and Scenic Rivers
Act may be required. After the Forest Service had an opportunity to review the DEIR/EA and the
coordination letter, the agency provided a letter of concurrence stating that the proposed project
would not have a permanent adverse effect on the free-flowing characteristics of the Middle Fork
Smith River and it would not alter the ability of the river to meet the Recreational designation it
now holds.

Coordination under the California Wild and Scenic Rivers Act is typically initiated between the
Department and the California Department of Fish and Wildlife during the notification and
permitting process, under Section 1602 of the California Fish and Game Code, if work on culverts
or watercourses is required. If no such work is required, the Department coordinates directly with
the California Resources Agency during the final design phase of the proposed project.

Avoidance, Minimization and/or Mitigation Measures

No long-term measures are proposed to address the Smith River regarding its federal and state
designation as Recreational under the Wild and Scenic Rivers Act. The proposed project does |
not involve construction in the bed or on the banks of the main stem of the Smith River (below

the OHWM) at Ruby 1 or Ruby 2 and would not alter the free-flowing nature of the river. |
Further, implementation of the proposed project would not affect the recreational use or access to
the river and would not have the potential to alter the river segment’s ability to meet the
Recreational criteria it now holds. |

Construction at Patrick Creek Narrows Locations 1 and 3, the Narrows, and Washington Curve
sites on US 199 does not involve construction in the bed or on the banks of the Middle Fork
Smith River (below the OHWM) and would not alter the free-flowing nature of the Middle Fork
Smith River.

Proposed improvements to the Middle Fork Smith River Bridge at Patrick Creek Narrows
Location 2, where the roadway spans the river, would include replacement of the existing bridge
on a downstream alignment, with the selection of the preferred alternative. This could require
work below the OHWM but above the wetted channel and result in temporary construction
impacts. However, no permanent structures would be placed within the wetted channel of the
river, and the project would not alter the free-flowing nature or recreational use of the river.
None of the three proposed build alternatives, including the selected preferred alternative, would
permanently alter the free-flowing nature of the river or alter the river segment’s ability to meet
the Recreational designation it now holds; therefore, no long-term measures are proposed to |
address the Middle Fork Smith River component of the Smith River Wild and Scenic River
System. Implementation of additional mitigation and minimization measures discussed in the
DEIR/EA and FEIR/EA Section 2.4, “Construction Impacts” would minimize temporary effects

on recreational use of the river.
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Implementation of measures included in the “Animal Species” (DEIR/EA and FEIR/EA Section
2.3.4.4) would avoid and minimize potential impacts on the salmonids and their Critical Habitat
and Essential Fish Habitat to the greatest extent practicable during project construction.

Implementation of additional measures included in the “Visual/Aesthetics” (Section 2.1.6.4) and
“Plant Species” (Section 2.3.3.4) of the DEIR/EA and FEIR/EA would reduce and minimize
potential impacts on the setting of the river.

2.1.1.4 Parks and Recreational Facilities

Section 4(f) of the Department of Transportation Act of 1966, codified in federal law at 49 USC
303, declares that “it is the policy of the United States Government that special effort should be
made to preserve the natural beauty of the countryside and public park and recreation lands,
wildlife and waterfowl refuges, and historic sites.” See Appendix B for additional information on
Section 4(f).

Section 4(f) De Minimis Use

Under 49 USC 303(d), which is applicable to all USDOT programs and projects, and under Title
23, USC, § 138(b), which contains an identical provision applicable only to the Federal Highway
Administration or the Department under its assumption of responsibility pursuant to 23 U.S.C.
327, the Department may determine, if certain conditions are met, that a project would have only
a de minimis impact on a property protected by Section 4(f) of the U.S. Department of
Transportation Act of 1966. With respect to publicly owned parks, recreation areas, and wildlife
and waterfowl refuges, the Department, as assigned, may make such a finding only if it is
determined that the project would not adversely affect the activities, features, and attributes of
the 4(f) resource. If this is the case, the requirements of Section 4(f) are considered satisfied (49
USC 303[d][1][AD).

This project would require construction that could affect four recreation resources within 0.5
mile of the project area (Figure 2.1.1-3). The recreation resources are listed below, along with
property owner/manager, in the order in which they occur along SR 197 from north to south and
along US 199 from west to east. They are also described in detail in the “Affected Environment”
section below.

e Ruby Van Deventer County Park, owned by Del Norte County

e Jedediah Smith Redwoods State Park, managed cooperatively by the NPS and California
DPR

e Smith River Wild and Scenic River System, managed by the Forest Service where adjacent
to Forest Service land, and managed by the NPS on SR 197 and US 199 where land is not
owned by the Forest Service

e Smith River NRA within the Six Rivers National Forest, managed by the Forest Service, and
including the following designated and developed recreation sites:

— Sandy Beach
— Patrick Creek Campground and Patrick Creek Trail
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— Middle Fork Smith River Access Trails

Under 49 USC 303(d), the Department has preliminarily determined that the proposed project
would result in a de minimis impact on the Smith River NRA for purposes of Section 4(f) of the
U.S. Department of Transportation Act of 1966 (see Appendix B for a detailed Section 4(f)
evaluation). The Department may make such a finding only if the project will have no adverse
effect on the activities, features, and attributes of the Smith River NRA and only if the official
with jurisdiction concurs with the de minimis finding.

No recreational trails or bikeways were identified within 0.5 mile of the proposed project, except
for the Patrick Creek Trail located near the Patrick Creek Campground. The park and
recreational areas described in this section include all neighborhood, city, regional, state, and
federal recreational resources in the project area.

Affected Environment

Ruby Van Deventer County Park

Ruby Van Deventer County Park is one of three County-owned and -operated parks in Del Norte
County. The entrance to the 11.6-acre park is located at PM 4.5 on SR 197 (4705 North Bank
Road). The heavily wooded park is situated on the banks of the Smith River west of SR 197,
within 0.5 mile of the Ruby 1 site. The park provides 18 public campsites and one group picnic
area. The park is open year-round and offers swimming, boating, and fishing opportunities along
the banks of the Smith River. A County-owned parking lot with 18 parking spaces is situated just
off SR 197, between the entrance to Ruby Van Deventer County Park and the roadway. The
western side of the parking lot also provides access to the banks of the Smith River. This parking
lot also has access to the banks of the Smith River and is occasionally used as a drift boat put-in.
Although no developed boat ramp is provided at this location, recreationists are able to drive
boat trailers to the Smith River shoreline at this location (Fulton pers. comm.). Access to the
river for recreational activities is available along the banks of the river within the park.

Jedediah Smith Redwoods State Park

Established in 1929, the 10,000-acre Jedediah Smith Redwoods State Park is located 9 miles east
of Crescent City. US 199 meanders through the park for about 4 miles, between the western
boundary of the park near Valley Road and the eastern boundary of the park at the Hiouchi
Bridge near the US 199/SR 197 intersection. This park, along with Prairie Creek Redwoods State
Park, Del Norte Coast Redwoods State Park, and Redwood National Park, are managed
cooperatively by the NPS and DPR. Their combined 105,516 acres of parkland are designated as
Redwood National and State Parks, and contain 36% of California’s old-growth redwood forest
(California Department of Parks and Recreation 2009). The old-growth redwood forests within
Redwood National Park, which includes Jedediah Smith Redwoods State Park, are designated as
a world heritage site and international biosphere reserve (UNESCO World Heritage Centre
2009).

Jedediah Smith Redwoods State Park has more than 20 miles of hiking and nature trails that
meander through the redwood forest, including the popular Stout Grove Trail, Boy Scout Tree
Trail, and Mill Creek Trail (Baselt 2009). Both the Smith River and Mill Creek flow through the
park, providing river access and fishing opportunities. The park provides more than 106
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recreational vehicle and tent camping sites, with developed camping amenities at each campsite.
The park’s peak visitor season is Memorial Day through Labor Day. A visitor center is located
on Kings Valley Road at the eastern boundary of the park. Summer interpretive programs
include guided walks and hikes throughout the park, as well as evening campfire lectures on
nature and historical subjects (California Department of Parks and Recreation 2009). The
“Jammin’ at Jed” all-day music festival is held at the park in mid-September each year.

Smith River Wild and Scenic River System

As described above, the Smith River is designated as recreational under the National Wild and
Scenic Rivers System as well as the California Wild and Scenic Rivers System. The Middle Fork
Smith River is federally and state-designated as recreational from its confluence with Knopki
Creek to its confluence with the South Fork Smith River. Segments of the Smith River Wild and
Scenic River System within the vicinity of the proposed project are designated recreational.
Within the project area, the main stem of the Smith River parallels SR 197, and the Middle Fork
Smith River borders the project area along US 199 (Figure 2.1.1-3). A variety of recreational
opportunities are available along the river system including whitewater rafting and kayaking,
fishing, camping, swimming, naturalist pursuits, and photography.

Within the project area, Ruby Van Deventer County Park and Jedediah Smith Redwoods State
Park provide access points to the main stem segment of the Smith River for recreation
opportunities.

US 199 is the primary access to recreation opportunities along the Middle Fork Smith River
within the Smith River NRA. The river can be accessed from multiple locations on US 199,
including paved and unpaved pullouts with no developed amenities. Designated and developed
recreation areas on US 199 also provide access to the river including Sandy Beach at PM 20.9,
the Patrick Creek Campground and Patrick Creek Trail at PM 22.0, and two river access trails,
the Eagle Eye Mine Trail at PM 23.1 and Cedar Rustic Trail at PM 23.5.

Smith River National Recreation Area

Almost the entire length of US 199 in Del Norte County is located within the Smith River NRA,
generally from Hiouchi to the Oregon border. The Smith River NRA is the northernmost section of
the Six Rivers National Forest, managed by the Forest Service. The 300,000-acre Smith River
NRA was established by the United States Congress in 1990 to protect the Smith River watershed
and to provide exceptional opportunities for a wide range of recreational activities. Today, a
variety of recreational opportunities exist throughout the Smith River NRA, including whitewater
rafting and kayaking, bird watching, fishing, hunting, and camping, along with trails for hiking,
horseback riding, mountain biking, and off-highway vehicle use. There are 65 miles of designated
trails in the Smith River NRA for hiking, backpacking, and equestrian use. Off-highway vehicle
use is limited to designated routes only and the dry season (normally May through October).

Three Forest Service campgrounds are located along US 199 near the project locations: the
Panther Flat, Grassy Flat, and Patrick Creek Campgrounds (Figure 2.1.1-3). The Panther Flat
Campground, with 39 developed campsites, is located immediately adjacent to the Middle Fork
Smith River, 2.5 miles east of Gasquet on US 199, at PM 16.75. The Grassy Flat Campground,
with 19 campsites, is located 5 miles east of Gasquet on US 199, at PM 18.87. The Patrick Creek
Campground is located 8 miles east of Gasquet on US 199, at PM 22. The campground is located
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directly across from the historic Patrick Creek Lodge and includes 13 campsites. The
campground amenities include the Patrick Creek Trail, a short (0.2-mile) paved universal-access
trail from the Patrick Creek Lodge to the Patrick Creek Campground via an under-the-bridge
route. The trail has four interpretive stops and a barrier-free fishing platform (U.S. Forest Service
2009). Rustic camping in undeveloped areas is also available within most of the forest unless
specifically prohibited. Rustic camping is free of charge in areas at least 0.25 mile from
developed sites.

Sandy Beach is a day-use river access area located at PM 20.9 on US 199. The location is
demarcated by a small sign and accessed from a paved pullout on US 199. A short trail leads to a
swimming area on the Middle Fork Smith River. The beach is located more than 1,500 feet
southeast of the proposed project on the banks of the Middle Fork Smith River. Amenities at
Sandy Beach include three picnic tables and a pit toilet (Pass pers. comm.).

Two informal river access trails are located near the project locations along US 199: the Eagle
Eye Mine Trail at PM 23.1 and the Cedar Rustic Trail at PM 23.5. These informal trails are not
actively managed by the Forest Service (Pass pers. comm.). These trails provide access to the
Middle Fork Smith River, mainly for seasonal recreation fishing. The Eagle Eye Mine Trail is
used to access a swimming and summer fishing area on the Middle Fork Smith River. There are
no developed improvements at this location. The Cedar Rustic Trail leads to an old campground
that is no longer used and provides access to the river (Pass pers. comm.).

Environmental Consequences

Potential impacts on parks and recreation facilities are discussed below. These resources were
also evaluated relative to the requirements of Section 4(f); refer to Appendix B in the DEIR/EA
and FEIR/EA for a detailed discussion on the resources evaluated relative to Section 4(f).
Concurrence letters are in Chapter 4 of the FEIR/EA.

Ruby 1 and 2
Ruby Van Deventer County Park is located on the west side of SR 197 immediately adjacent to

the southbound lane at the Ruby 1 site. Improvements at this site would occur within the existing
prescriptive right-of-way, except at the entrance to the park where a temporary construction
easement would be required. The construction easement would be necessary to modify the
entrance to match the improved roadway elevation. Access to the park would be maintained at all
times during construction. The campground and day-use areas would be available for use by
recreationists, and there would not be any physical changes to these facilities. Potential
temporary construction-related impacts and the construction easement are discussed in the
Construction Impacts section.

The northern boundary of the Jedediah Smith Redwoods State Park is approximately 300 feet
south of the Ruby 2 site (Figure 2.1.1-3). However, no construction activities at the Ruby 2 site
would occur on state-owned parklands, and the proposed project would not require acquisition of
right-of-way from the parklands on either a temporary or permanent basis. Access from SR 197
to the northern portion of the park is via dirt roads and leads to private in-holdings within the
park (California Department of Parks and Recreation 2009). There are no public trails,
campgrounds, or other park facilities located within 1 mile of the Ruby 2 site. There would be no
impacts on Jedediah Smith Redwoods State Park.
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The main stem of the Smith River is located within a 0.5-mile radius of the Ruby 1 and 2 sites
(Figure 2.1.1-3). The Ruby 1 site is located closest to the river at Ruby Van Deventer County
Park, but no construction activities would take place on the banks of the river, 50 feet or more
west of the roadway. The Ruby 2 site is located 200 feet or more from the river. As described,
access to the river from Ruby Van Deventer County Park and Jedediah Smith Redwoods State
Park would not be affected. There would be no impacts on the main stem segment of the Smith
River.

Patrick Creek Narrows Location 1

The pullout used to access Sandy Beach is located near the eastern terminus of Patrick Creek
Narrows Location 1 at PM 20.9. A short trail leads to a swimming area on the Middle Fork
Smith River more than 1,500 feet from the proposed project at this location. However, no
construction activities or staging areas for Patrick Creek Narrows Location 1 would be located
on the paved pullout used to access the beach. Access to the beach area would not change, and
parking in the paved pullout would be maintained at all times during construction. Recreationists
would still be able to use the amenities at the beach, and there would not be any physical changes
to the amenities or beach. Temporary construction-related impacts could occur at Sandy Beach
(see DEIR/EA and FEIR/EA Section 2.4, “Construction Impacts”).

Traffic delays and queues could affect recreationists traveling to the Smith River NRA recreation
sites on or accessed from US 199 during the construction seasons; see the discussion provided
below under Section 4(f) De Minimis Use and in Section 2.4, “Construction Impacts.”

A retaining wall would be constructed in the fill slope below the roadway, in the existing rock
armored bank, which is located on the river side of the roadway near the access point to the
beach. This would increase the visual presence of the roadway from the beach. However,
aesthetic treatments of the wall would be implemented to minimize the wall’s visual intrusion by
using construction materials with pattern, texture, and color similar to that which exists in the
area and using low-sheen and non-reflective surface materials to reduce the potential for glare.
These measures are included in the visual impact assessment (ICF International 2010d) and
Section 2.1.6.4, “Visual/Aesthetics,” of the DEIR/EA and FEIR/EA and are summarized in
Section B.5 of Appendix B. Construction of a retaining wall would change the existing views
toward the roadway for recreationists on the beach but would not change the overall visual
features of the scenic views of the river or canyon. Retaining walls are existing elements of the
setting in the narrow Middle Fork Smith River canyon. This increase in the visual presence of
the roadway at the beach would not interfere with the recreational use or enjoyment of the beach.

Patrick Creek Narrows Location 2

Two alternatives proposed at Patrick Creek Narrows Location 2 may require work beyond the
existing right-of-way in the vicinity of the Middle Fork Smith River Bridge. The existing right-
of-way easement at this location is 100 feet left and right of the centerline (Trott 2010), and work
beyond the easement would be necessary at the top of the rock cut slope, as shown in Figures 1-8
to 1-10. This area is an existing rock face and no Forest Service recreation facilities or other
developed land uses are located in this area. The steepness of the rock face makes it unsuitable
for any development. There would be no work beyond the right-of-way easement for the selected
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preferred alternative, the Downstream Bridge Replacement Alternative. The area of work beyond
the right-of-way easement is shown below for all three original build alternatives.

e The Upstream Bridge Replacement Alternative would require work in approximately 0.47 acre.

e The Downstream Bridge Replacement Alternative (selected preferred alternative) would not
require work outside the right-of-way.

e The Bridge Preservation with Upslope Retaining Wall Alternative would require work in
approximately 0.23 acre.

The Section 4(f) use is discussed further in the Section 4(f) De Minimis Use section below and in

Appendix B.

The Cedar Rustic Trail is located at PM 23.5, more than 2,000 feet west of Patrick Creek
Narrows Location 2. This informal river access trail is not designated as recreational trail or
actively managed by the Forest Service for recreation. The river trail leads to an old campground
that is no longer used, and no other developed land uses exist at this site. No construction
activities or staging areas would occur at this location, and access to the river would be
maintained. There would be no impacts on this river access trail.

The closest access to the Middle Fork Smith River in the vicinity of this project location is from
the Cedar Rustic Trail, used for seasonal fishing. There are no other designated river access trails
in this area, and there are no beaches along this segment of the river. Access from informal
pullouts along US 199 and Cedar Rustic Trail would be maintained. However, during
construction at Patrick Creek Narrows Location 2, recreationists would be excluded from the
construction zone within the project limits for safety reasons while construction is in progress.
Construction would occur during the summer and fall seasons during low river flow conditions.
Recreation activities on the river outside the project limits or construction season would not be
affected. Potential temporary construction-related impacts on the river are discussed in the
Construction Impacts section.

Traffic delays and queues could affect recreationists during the construction seasons; see the
discussion provided below under Section 4(f) De Minimis Use and in Section 2.4, “Construction
Impacts” in the DEIR/EA and FEIR/EA. |

Patrick Creek Narrows Location 3

There are no recreational facilities in the vicinity of the proposed project at this location.

Informal access to the Middle Fork Smith River from pullouts on US 199 would be maintained

and no permanent impacts on recreational use of the river are expected. Traffic delays and

queues could affect recreationists during the construction seasons; see the discussion provided
below under Section 4(f) De Minimis Use and in DEIR/EA and FEIR/EA Section 2.4, |
“Construction Impacts.”

The Narrows

Of the three Forest Service campgrounds are located along the US 199, the Patrick Creek
Campground is the only one situated in the immediate vicinity of one of the project locations.
The campground and Patrick Creek Trail are located more than 0.5 mile north and west of the
Narrows site. Although no construction would occur on the Patrick Creek Campground property
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or the Patrick Creek Trail, temporary construction impacts on the campground and trail could
occur, including intermittent noise impacts from blasting activities and traffic delays during road
closures associated with blasting activities. Access to the campground or trail would not change
and would be maintained during construction. Campers would still be able to use all the
amenities within the Patrick Creek Campground, and there would not be any physical changes to
the campground. In addition, the trail and day-use areas would be available for use by
recreationists, and there would not be any physical changes to these facilities. Temporary
construction-related impacts could occur at the Patrick Creek Campground and the Patrick Creek
Trail (see Section 2.4, “Construction Impacts”).

The Eagle Eye Mine Trail, an informal river access trail, is located at PM 23.1, more than 500
feet east of the terminus of the Narrows site at PM 23.0. There are no developed land uses at this
site. The potential staging area located at PM 23.15 is more than 250 feet east of the access trail.
No construction activities are proposed at this location, and access would be maintained to the
river trail. There would be no impacts on this river access trail.

Informal access to the Middle Fork Smith River from pullouts on US 199 would be maintained
and no permanent impacts on recreational use of the river are expected. Temporary construction-
related impacts could affect recreationists during blasting at this location (see Section 2.4,
“Construction Impacts”).

Traffic delays and queues could affect recreationists during the construction seasons; see the
discussion provided below under Section 4(f) De Minimis Use and in Section 2.4, “Construction
Impacts.”

Washington Curve

There are no parks or recreational facilities in the vicinity of the proposed project at this location
and there would be no permanent impacts. Informal access to the Middle Fork Smith River from
pullouts on US 199 would be maintained and no permanent impacts on recreational use of the
river are expected. Traffic delays and queues could affect recreationists during the construction
seasons (see the following discussion under Section 4(f) De Minimis Use and in Section 2.4,
“Construction Impacts”).

Section 4(f) De Minimis Use

As discussed above, the selected preferred alternative proposed at Patrick Creek Narrows
Location 2 may require work beyond the existing right-of-way in the vicinity of the Middle Fork
Smith River Bridge. As described in the Section 4(f) evaluation (Appendix B), construction of
the cut slope would occur in an area measuring between 0.23 and 0.47 acre in the Smith River
NRA, constituting a Section 4(f) use. This land is located west of the existing right-of-way at the
top of the rock face, and there are no recreational or developed facilities located on the land. No
resources protected under Section 4(f), excluding the land itself, would be affected. The inability
to restore the excavated rock cut slope to a condition that would be at least as good as the
condition that existed prior to the project would result in a Section 4(f) use of the Smith River
NRA. However, excavation of the 0.23 to 0.47 acres of rock cut slope would not result in a
permanent adverse effect on any of the recreation areas within the Smith River NRA. Therefore,
the Department has determined this action would meet the requirements for a de minimis impact.
There would be no change in ownership of the land; the Forest Service has preliminarily
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indicated that the Department will not need to request a permanent expansion for the existing
easement. The Forest Service concurred with the Department’s de minimis finding for adverse
effects on features and attributes of the Smith River NRA (see Section 4.4).

Construction of the proposed work at the five locations on US 199 is anticipated to take place
over a period of 4 years, mainly during the summer and fall seasons, but with a possible
extension into the winter season during the fourth year. Traffic delays would occur at multiple
locations and could be inconvenient for all travelers on US 199 during all three construction
years. These delays would interfere with public access to the Smith River NRA recreation sites
on or accessed from US 199, including day-use areas, campgrounds, trailheads, and Middle
Fork Smith River access points. The Department has preliminarily determined that the delay in
access to recreation areas within the Smith River NRA would be inconvenient enough to
visitors that it would not meet the criteria for a temporary occupancy. Instead, it would
constitute a Section 4(f) use and would meet the requirements for a de minimis impact. There
would be no change in ownership of the land. The Department may make such a finding only if |
the project will have no adverse effect on the activities, features, and attributes of the Smith
River NRA and only if the Forest Service concurs with the de minimis finding. The

Department has designed the project to protect the activities, features, and attributes of the

Smith River NRA and has been coordinating with the Forest Service to ensure that the project
would have no adverse effects after including measures to minimize harm. Measures to

minimize harm are described in Appendix B and in Section 2.4.2.3 under Avoidance,
Minimization, and/or Mitigation Measures. After completion of the public and agency review
process for the draft EIR/EA, the Department requested concurrence from the Forest Service

on the de minimis finding on the Smith River NRA.

A letter to the Forest Service requesting concurrence with the de minimis impact finding was
submitted by the Department (see Chapter 4, “Comments and Coordination”). In addition, the
public had an opportunity to review and comment on the effects of the proposed project on the
parks and recreational facilities during the public review period. Refer to Appendix B for a
detailed discussion on this finding. The Forest Service submitted a concurrence letter in April
2012, stating that the delay in access to recreational areas on US 199 and the inability to restore
the excavated rock cut slope fully at Patrick Creek Narrows Location 2 would meet the
requirements of a de minimis impact (see Chapter 4 in the FEIR/EA). The de minimis impact is
not considered an adverse use because it would not affect protected activities, features, or
attributes that are eligible for protection under Section 4(f) at the Smith River NRA. The letter
also concurred that the proposed bridge replacement activities could interrupt recreational
activities during a portion of construction; therefore, the bridge replacement is considered a
temporary occupancy of the Middle Fork Smith River. The letter also concurred that the
proposed improvements would not require a Section 4(f) use of areas designated for recreation
by the Forest Service and located within a 0.5-mile radius of the five project sites, including
Sandy Beach, Patrick Creek Campground, Patrick Creek Trail, and the Middle Fork Smith River
Access Trails, on either a temporary or permanent basis.

No Build (No Action) Alternative
No improvements or widening would occur at any of the seven project locations and there would
be no impacts on parks or recreational facilities.
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Avoidance, Minimization, and/or Mitigation Measures
There would be no direct impacts on parks or recreational facilities. There are no developed land
uses in this area and no long-term measures are necessary.

2.1.2 Growth
2.1.2.1 Regulatory Setting

The Council on Environmental Quality (CEQ) regulations, which implement the National
Environmental Policy Act of 1969, require evaluation of the potential environmental
consequences of all proposed federal activities and programs. This provision includes a
requirement to examine indirect consequences, which may occur in areas beyond the immediate
influence of a proposed action and at some time in the future. The CEQ regulations, 40 CFR
1508.8, refer to these consequences as secondary impacts. Secondary impacts may include
changes in land use, economic vitality, and population density, which are all elements of growth.

CEQA also requires the analysis of a project’s potential to induce growth. CEQA Guidelines,
Section 15126.2(d), require that environmental documents “...discuss the ways in which the
proposed project could foster economic or population growth, or the construction of additional
housing, either directly or indirectly, in the surrounding environment...”

It is not assumed that growth in an area is fundamentally beneficial, detrimental, or of little
significance to the environment. If the analysis determines that a project is growth-inducing, the
next question is whether that growth is consistent with an approved general plan or community
plan or whether it may cause any adverse effects on the environment, such as conversion of open
space to developed uses, increased demand on community and public services and infrastructure,
degradation of air and water quality, or degradation or loss of plant and wildlife habitat.

This section provides an analysis of the potential growth-inducement impacts of the proposed
project on the area most likely to be affected by the project, which is anticipated to be western
Del Norte County and, to a lesser extent, Humboldt County. The proposed project would provide
STAA access to the east, connecting US 101 north of Crescent City to the I-5 corridor at Grants
Pass.

The analysis of the proposed project’s potential to influence growth is based on the growth-
inducement analysis prepared for this project and documented in the Community Impact
Assessment technical report (Trott 2010).

2.1.2.2 Affected Environment

A transportation improvement, such as the proposed project, would be considered growth-
inducing if it would cause economic or population increases greater than what is planned by the
local agency without the project. If the improvement would cause new development and an
influx of residents, as well as an increase to the economic strength in an area, it may be growth-
inducing.
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Overview of Regional Economy

The economy of Del Norte County has long been shaped by its location and wealth of natural
resources. Located roughly halfway between the major urban centers of San Francisco and
Portland, Oregon, Del Norte County is more than 300 miles and a 6-hour drive from either city.
Major roadway access to the county is limited to US 101 (north and south) and US 199 (east and
west), which are windy and slow in places. That said, Del Norte County’s natural resources,
including its timber, coastal fishery, and recreational resources, have long contributed to the
county’s economy. Similar to other counties along the North Coast, logging and commercial
fishing were the primary economic activities throughout much of the last century. Consistent
with regional trends, both of these sectors have declined over the past 35 years because of
several factors, resulting in substantial job losses in both sectors.

The combination of declines in timber harvesting, lumber production, and commercial fishing
resulted in impacts on other sectors of Del Norte County’s economy. For example, during the
mid-1980s, 164 businesses in the region failed. These negative economic trends led to high
unemployment, low incomes, and high poverty rates. By the late 1980s, unemployment in the
county had reached 20%.

The Del Norte County economy received a major boost in 1989 when Pelican Bay State Prison
opened north of Crescent City (it was later annexed to Crescent City). The prison currently
employs a staff of 1,548, including 1,056 custody staff and 492 support staff (California
Department of Corrections and Rehabilitation 2008), and accounts for about 18% of the county’s
employment (Del Norte County Board of Supervisors 2006).

Although wood-product manufacturing, timber harvesting, and commercial fishing remain
important parts of Del Norte County’s economy, the county has been transitioning from a
resource production—based economy to a more diverse economy based on niche agricultural
production and travel and tourism. Tourism has become an increasingly important part of

Del Norte County’s economy. The county has a number of visitor attractions, including several
state and national parks, wilderness areas, and coastal-access areas. Tourism creates more jobs
than any other private-sector industry in the county (Del Norte County Board of Supervisors
2006).

From a retail and services perspective, Del Norte County’s economic center is the Crescent City
area, which is where much of the county’s population resides and where all of the significant
retailers are located, including Wal-Mart, Ace Hardware, and Home Depot stores. To the south
and east, the county is effectively isolated from other population centers and retail outlets by
distance and large areas of forest and parkland. For example, the population concentrations
around Eureka and Arcata in Humboldt County are 75 miles or more to the south on US 101,
which is a two-lane highway for much of that distance, resulting in longer driving times than
would be indicated by the distance alone. The Eureka area has a much broader range of retail
outlets than Del Norte County, including a relatively new Target, two Kmart stores, a WinCo,
automobile dealerships, and a small, enclosed mall.

Population
Del Norte County is the northernmost coastal county in California, bordered on the south and
east by Humboldt and Siskiyou Counties, respectively; on the north by Oregon’s Curry County;
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and on the west by 37 miles of Pacific Ocean coastline. The county is mostly rural, with a
population density of 29.2 persons per square mile. Excluding the population in group quarters
(e.q., Pelican Bay State Prison), the county’s population density is 25.3 persons per square mile,
compared to a statewide population density of 217.2 persons per square mile.

With an estimated 2008 population of 29,419, Del Norte County is California’s 11th-least-
populous county. Much of Del Norte County’s population lives in the Crescent City area and
other communities along the US 101 corridor, which traverses the county north—-south near the
coastline.

Population growth in Del Norte County has been slow to moderate over recent decades. Between
1990 and 2008, the county grew by about 6,000 persons, or about 25% (Table 2.1.2-1). By
comparison, the statewide population increased 28% over the same period. Although this
comparison suggests a reasonably healthy growth rate within Del Norte County over the past

18 years, much of the county’s growth during this period is attributable to the construction and
operation of Pelican Bay State Prison.

Factors Influencing Growth and Development Trends in the Region

Growth rates and patterns are influenced by various local, regional, state, and national forces that
reflect ongoing social, economic, physical, and technological changes. Although the county’s
growth rate has been relatively slow, it has experienced growth related to an influx of retirees,
drawn by the county’s beauty and outdoor recreational opportunities and by its relatively
moderately priced real estate (Sierra Institute for Community and Environment 2006). With
California’s aging population, this trend is expected to continue in the future.

Ultimately, the amount and location of population growth and economic development that occurs
is controlled to a large extent by local and county governments through zoning in Del Norte and
Humboldt Counties. Transportation infrastructure is one component of the overall infrastructure
that serves to accommodate planned growth in the region.

The primary intent of the proposed project is to make improvements to the proposed STAA route
on SR 197 and US 199 in Del Norte County so that the route can be classified as part of the
STAA network of truck routes, removing the remaining trucking restrictions in the county. A
secondary purpose is to enhance safety on the route for nonmotorized traffic and automobiles,
trucks, and other large vehicles using the route. The proposed improvements are consistent with
local plans and policies. Del Norte County’s adopted comprehensive economic development
strategy (Del Norte County Board of Supervisors 2006) calls for improvements to SR 197 and
US 199 as part of achieving the goal of making critical improvements to infrastructure.
Improvements to accommodate STAA trucks on SR 197 and US 199 are also part of the adopted
RTIP (Del Norte Transportation Commission 2008). Finally, the proposed project is consistent
with Policy 8.A.3 of the Del Norte County General Plan, which calls for Del Norte County to
“actively encourage Caltrans and the Regional Transportation Planning Agency to develop
facilities for improved access into the county via Highway 101 and 199” in support of the goal to
“ensure the safe and efficient movement of people and goods” (Mintier & Associates et al.
2003).
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Table 2.1.2-1. Existing and Projected Populations of Crescent City, Del Norte County, and California

1990 Census

2000 Census

2008 Estimated

2030 Projected

2050 Projected

Area Population Population 19(’39h0a_nz%((9)0 Population 2(C):0h0a—r]2%%8 Population 2(():0h8a—nz%%o Population 2(():3h0a_nz%zo
Crescent City 4,380 7,397° 68.9% 7,683b 3.9% NA NA NA NA
Rest of county 19,080 20,112 5.4% 21,736 8.1% NA NA NA NA
Del Norte County 23,460 27,5072 17.3% 29,41 q° 7.0% 42,420 44.2% 56,220 32.5%
California 29,758,200 33,873,100 13.8% 38,049,500 12.3% 49,240,900 29.4% 59,507,900 20.9%

Sources: California Department of Finance 2007, 2008.

Notes:
NA = not available.

 Includes about 3,300 persons who were incarcerated in Pelican Bay State Prison in 2000. Excluding these persons, in 2000, Crescent City’s population would have been about

4,100, and Del Norte County’s population would have been about 24,200.

® Includes about 3,460 persons who were incarcerated in Pelican Bay State Prison in 2008. Excluding these persons, in 2008, Crescent City’s population would have been about

4,220, and Del Norte County’s population would have been about 25,960.

Final Environmental Impact Report/Environmental Assessment

197/199 Safe STAA Access Project

April 2013
2.1-42




Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

Given that the primary purpose of the proposed project is to remove remaining trucking restrictions
in Del Norte County, an anticipated outcome of the of the project is that it will promote and
encourage economic growth by providing a more efficient, less costly way to move goods and
people into and out of the county. From an economic development perspective, the need and desire
for improved STAA truck access for North Coast counties are not only identified in the local plans
and policies mentioned previously, but also are documented in several reports. For example, an
assessment of where to direct transportation investments to stimulate economic development in
areas of California with high poverty and unemployment (Cambridge Systematics 2003) reached
the following conclusions regarding STAA truck-access issues in Humboldt County, and these
findings, discussed in more detail under “Economic Impacts,” would also apply to Del Norte
County, as discussed in the parenthetical note following each bulleted conclusion: The trucking
industry is shifting primarily to STAA trucks, and most of the big trucking companies do not have
equipment that can operate on roads into Humboldt County. (Note: This is also true for STAA
trucks attempting to enter Del Norte County from the south and east because STAA trucks
currently are not allowed on US 101 from the south and US 199 from the east).

e The use of non-STAA (shorter) trucks requires businesses to incur extra costs associated with
transferring goods between non-STAA trucks and STAA trucks. In addition, many
businesses must maintain higher inventories because of port access, erratic deliveries, and
damage during transfers. (Note: According to a study of the economic effects of limited
STAA access to the North Coast region from the south [Gallo 2008], these effects apply to
some businesses in both Humboldt and Del Norte counties. Effects on businesses in Del
Norte County are discussed under “Economic Impacts.”)

e The cost of trucking is an issue not only for manufacturing, but also for local residents in the
way that it affects the cost of living. Some local residents view transportation costs as an
additional tax on businesses and consumers. Local economic development planners estimate
that Humboldt County businesses and residents pay about 10% to 15% more for goods as a
result of poor truck access. (Note: Because Del Norte County has similar limitations on
STAA truck access, transportation-related effects on prices for Del Norte County residents
and businesses would be similar to those faced by Humboldt County residents and
businesses. This issue is discussed in more detail under “Economic Impacts.”)

The Del Norte Local Transportation Commission (2007) conducted a similar study about STAA
route status for the SR 197-US 199 corridor. The commission stated that:

Creating a viable trade corridor in Del Norte County will have qualitative as well as quantitative
benefits for county residents. Improved transportation will lead to more and better-paying jobs,
increased retail opportunities, and lower cost of goods. An improved economic situation will, in
turn, increase the county’s tax base, resulting in better schools and services.

In addition, according to a Department (2006) STAA vehicle accessibility study of SR 197 and
US 199 in Del Norte County:

[Jocal businesses that haul extra-legal loads have complained that these restrictions greatly
increase their costs, and threaten their economic viability. ... Reclassification of Route 199 to a
STAA route, after widening and geometric improvements have been made, will alter the
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economic landscape in Del Norte County and beyond by allowing more goods to enter and depart
at a reduced cost per unit. Reducing the restrictions on extra-legal loads for Route 199 will allow
haulers to traverse the entire route without having to set up traffic control in the Narrows.

As these studies and reports clearly suggest, providing STAA access to Del Norte County is
anticipated to improve economic conditions within the county, thereby fostering economic
growth that could lead to population and housing growth. By making improvements to achieve
STAA status for the SR 197-US 199 corridor, the proposed project could induce growth by
reducing the transportation costs for hauling goods into and out of Del Norte County, thereby
providing a benefit to businesses.

The expansion of existing businesses or creation of new businesses in the region would generate
new employment opportunities, potentially drawing new residents to the area, resulting in
population and housing growth. This growth would represent a growth-inducement effect of the
proposed project; however, the potential for this growth is limited by a number of factors. The
inaccessibility of the North Coast region to longer trucks is not the only existing constraint on
business development in the region. Economic activity and subsequent growth in Del Norte and
Humboldt Counties would still be limited to some extent by distance to markets, with or without
the proposed project.

In addition to a lack of direct access to the interstate-highway system, some other constraints on
growth in Del Norte County may also include the distance from major population centers, the
lack of a completed four-lane highway running north—south or east—west, limited air
transportation service, unreliable and inadequate rail service, a shortage of labor in some
occupations, lack of diversity of tourist attractions and visitor activities, and a perception of the
area by outsiders as remote.

The potential for development specifically within the project corridor along SR 197 and US 199
is limited by the steepness of the terrain within the Smith River Canyon, groundwater limitations
within the canyon, and the extent of national forest land.

In addition to these constraints, other self-perpetuating barriers to economic development exist,
particularly in Del Norte County. Chief among these are a small consumer market, slow
population growth, high unemployment, and relatively low incomes, which limit the county’s
current and future purchasing power. The proposed project, while allowing for some potential
economic benefits to accrue in the area through increasing shipping efficiency, would not
remove the other obstacles, which generally act as growth constraints within Del Norte and
Humboldt Counties.

In all cases, the question is not whether the proposed project would generate some growth in

Del Norte County and potentially in Humboldt County, but whether the amount of growth would
be substantial, potentially resulting in disorderly development and population growth that would
be inconsistent with the general plans of local agencies that could result in physical
environmental changes caused by the economic or social changes. These issues are assessed in
the following subsection.
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2.1.2.3 Environmental Consequences

Although it is acknowledged that implementation of the proposed project would likely lead to
some economic growth in the region, the amount of growth that would be generated is
anticipated to be small (as discussed under “Potential to Influence Population and Economic
Growth™) and would occur gradually because of the other constraints on growth, as discussed
above. The proposed project would not create a new or shorter route for hauling goods into and
out of Del Norte County because truckers driving California Legal trucks are already using the
route for hauling goods. Rather, the proposed project would reduce the cost of using the route
because haulers who use STAA trucks would no longer need to transfer cargo to shorter trucks
before using US 199 or would no longer need to use a longer route to reach Del Norte County.
Creating an STAA truck linkage to 1-5 would improve Del Norte County’s competitive position
relative to other regions. As discussed under “Potential to Influence Population and Economic
Growth,” the removal of STAA restrictions along the SR 197-US 199 corridor would foster a
small amount of economic and population growth but would not directly or indirectly encourage
unplanned growth or greatly hasten planned growth.

Potential to Influence Population and Economic Growth

An assessment of the potential to influence economic growth was conducted, based largely on a
survey of businesses in the region that rely on the roadway system to transport goods into and
out of the region. The survey was conducted by Fehr & Peers (2010) for the project’s traffic
study. As part of this survey, businesses were asked whether creating STAA access along the
SR 197-US 199 corridor would likely result in business expansion and employment growth.
According to survey responses, about 20% of the 37 surveyed businesses stated they would
consider expanding operations and adding employees in the near term directly in response to the
proposed improvements. The remaining firms (80%) that responded reported that STAA truck
access and lower transportation costs would be unlikely to result in substantial business
expansion or the creation of new jobs.

For the businesses that participated in the survey, the results indicate that providing STAA truck
access on SR 197 and US 199 could result in the creation, in the near term, of 30 or more jobs in
Del Norte County and 43 jobs in Humboldt County—a 0.3% increase in employment in

Del Norte County and 0.1% increase in Humboldt County compared to existing employment
levels. (An additional 18 jobs are anticipated to be added in Brookings in Curry County,
Oregon.) Annual personal income related to this expansion of economic activity could total an
estimated $4 million ($1.4 million in Del Norte County and $2.6 million in Humboldt County).
The number of jobs that could be indirectly generated in other business throughout the regional
economy is not known. The creation of new jobs could draw workers to the two counties,
potentially resulting in population and housing growth. Given the region’s relatively high
unemployment rate, many of the new jobs could be filled by current residents of the local area.
The possibility exists, however, that all jobs could be filled by new residents. Table 2.1.2-2
summarizes potential population effects based on the upper-range assumption that all new jobs
would be filled by workers migrating to the two-county region.

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 2.1-45



Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

Table 2.1.2-2. Estimated Employment and Upper-Range Population
Growth Generated by the Proposed Project

Job Location New Jobs® Average Populatibon Est_imated Percentage Incregsec
Per Household Population Increase | over 2008 Population
Del Norte County 30 2.608 78 0.3%
Humboldt County 43 2.349 101 0.1%
Total 73 NA 179 0.1%°

Notes:

NA = not applicable.

 Estimated based on business survey in Fehr & Peers (2010).

Source: California Department of Finance 2009.

° Based on estimated populations of 29,420 in Del Norte County and 132,180 in Humboldt County at the beginning of 2008
(California Department of Finance 2009).

Represents the percentage increase in the population of the two-county area from estimated project-related population growth,
relative to the 2008 population of the area. As the table indicates, the relative project-related population growth solely within
Del Norte County would be higher, at 0.3% of the county’s 2008 population.

b

d

The estimated upper-range population growth resulting from potential near-term business
expansion is 78 for Del Norte County and 101 for Humboldt County. For both counties, the
population increase would be less than 0.3% compared to 2008 population levels, and across the
two counties the increase would be about 0.1% of the 2008 population. Even if the proposed
project generates additional employment in other businesses not included in the survey and
induces secondary growth in other parts of the economy, the resulting population growth would
be relatively minor in the context of existing populations in the two counties. In the long term
(i.e., 20 years), as more trucking and shipping businesses switch to STAA trucks in response to
aging fleets and clean air requirements, more growth related to improved STAA access could
occur, but that growth would likely be gradual, spread over several years.

According to population projections prepared by the California Department of Finance (2007),
Del Norte County’s population will grow from 29,420 in 2008 to 42,400 by 2030. In Humboldt
County, the population is projected to grow from 132,180 in 2008 to 142,220 in 2030. On a
percentage basis, the population growth generated by the project would represent only 0.6% of
the projected growth in Del Norte County and about 1.0% of the projected growth in Humboldt
County. Therefore, project-related growth is well within the growth levels anticipated to occur in
the two counties over the next 20 years. Additionally, construction and operation of the proposed
project alone, while potentially lifting one constraint to economic growth by reducing
transportation costs, would not be likely to be a major factor for many new businesses selecting
Del Norte County or Humboldt County as a place of business given comparable choices of
locations in other areas. Economic activity and subsequent growth in Del Norte and Humboldt
Counties will continue to face challenges in the form of distance to markets and small local
market areas, with or without the proposed project. Future growth in the area will be influenced
predominately by land and housing costs, zoning, public sentiment, and political climate.

Any expansion of existing industry within the area or entry of new businesses to the area that
may be induced by the proposed project will remain subject to land use controls dictated by the
natural and political environment. County and local governments will continue to use local plans
and regulations to encourage or discourage growth in their communities as they see appropriate.
For example, according to Policy 3.A.4 of the Del Norte County General Plan, “[t]he county
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shall concentrate most new growth within existing communities, emphasizing infill development,
intensified use of existing development, and expanded services.” Under this policy, any new
growth generated by the proposed project would be concentrated in established communities,
such as Crescent City, under existing community plans, limiting the potential for adverse
environmental impacts to result from the growth. Any changes to these local land use and growth
plans or regulations would involve substantial public review and input. Removal of STAA access
restrictions on the SR 197-US 199 corridor has been called for by all relevant local planning
documents. Therefore, the proposed project is not expected to influence or alter planned
development patterns in the study area, and no substantially adverse growth-related indirect
effects are expected.

In conclusion, the removal of STAA restrictions along the SR 197-US 199 corridor would foster
a small amount of economic and population growth but would not directly or indirectly
encourage unplanned growth or greatly hasten planned growth. The proposed project would
reduce transportation costs and improve safety for both commercial and local traffic, but no
direct changes in land use would result from the proposed project. Therefore, the proposed
project, on its own, is not expected to result in substantially adverse impacts as a result of
induced growth in Del Norte County or Humboldt County.

No Build (No Action) Alternative
Under the No Build (No Action) Alternative, there would be no construction, and therefore no
economic and/or population growth leading to growth-inducing activities.

2.1.2.4 Avoidance, Minimization, and/or Mitigation Measures

No long-term measures are necessary because the proposed project, on its own, is not expected
to result in substantially adverse impacts as a result of induced growth in Del Norte County or
Humboldt County.

2.1.3 Community Impacts

The community impacts section includes analysis of community character and cohesion,
relocations, and Environmental Justice.

2.1.3.1 Community Character and Cohesion

Regulatory Setting

The National Environmental Policy Act of 1969 as amended (NEPA), established that the
Federal government use all practicable means to ensure for all Americans safe, healthful,
productive, and aesthetically and culturally pleasing surroundings (42 U.S Code [USC]
4331[b][2]). The Federal Highway Administration in its implementation of NEPA (23 USC
109[h]) directs that final decisions regarding projects are to be made in the best overall public
interest. This requires taking into account adverse environmental impacts, such as, destruction or
disruption of human-made resources, community cohesion and the availability of public facilities
and services.
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Under the California Environmental Quality Act (CEQA), an economic or social change by itself
is not to be considered a significant effect on the environment. However, if a social or economic
change is related to a physical change, then social or economic change may be considered in
determining whether the physical change is significant. Since this project would result in
physical change to the environment, it is appropriate to consider changes to community character
and cohesion in assessing the significance of the project’s effects.

Affected Environment

This section describes the demographic characteristics of Del Norte County and the communities
that may be affected by the proposed project, including Crescent City, Hiouchi, and
Gasquet/Patrick Creek. It should be noted that no tribal reservations or rancherias are located
along the SR 197-US 199 corridor or near the proposed project improvements. (The nearest
tribal community is the EIk Valley Rancheria, located east of Crescent City.) As a result, the
proposed project is not anticipated to affect tribal communities. Therefore, no demographic data
is presented for tribal communities.

Del Norte County Demographic Characteristics

Del Norte County is the northernmost coastal county in California, bordered on the south and
east by Humboldt and Siskiyou Counties, respectively; on the north by Oregon’s Curry County;
and on the west by 37 miles of Pacific Ocean coastline. The county is mostly rural, with a
population density of 29.2 persons per square mile. Excluding the population in group quarters
(e.g., Pelican Bay State Prison), the county’s population density is 25.3 persons per square mile,
compared to a statewide population density of 217.2 persons per square mile.

With an estimated 2008 population of 29,419, Del Norte County is California’s 11" least-
populous county. Much of Del Norte County’s population lives in the Crescent City area and
other communities along the US 101 corridor, which traverses the county north-south near the
coastline.

Growth in Del Norte County has been moderate over recent decades. Between 1990 and 2008,
the county grew by about 6,000 persons, or about 25% (Table 2.1.3-1). By comparison, the
statewide population increased 28% over the same period. Although this comparison suggests a
reasonably healthy growth rate within Del Norte County over the past 18 years, much of the
county’s growth during this period is attributable to the construction and operation of Pelican
Bay State Prison. Excluding the Pelican Bay State Prison inmate population, Del Norte County’s
population increased by about 2,500 persons between 1990 and 2008, or 11%. This increase
represents an average annual growth rate of 0.6% since 1990, a rate that is about half the 1.5%
statewide growth rate.

According to population projections prepared by the California Department of Finance (2007),
Del Norte County’s population will grow to 42,420 by 2030, representing an increase of 44%
over the county’s 2008 population. The 2.0% average annual growth rate suggested by this
projection exceeds the 1.3% rate projected for California over the same time period (Table 2.1.3-
1). According to Policy 3.A.4 of the Del Norte County General Plan, “[t]he county shall
concentrate most new growth within existing communities emphasizing infill development,
intensified use of existing development, and expanded services.”
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Table 2.1.3-1. Existing and Projected Populations of
Crescent City, Del Norte County, and California

1990 2000 Census 2008 Estimated 2030 Projected 2050 Projected
Area Census Change Change Change Change
Population Population | 1990- |Population| 2000- |Population | 2008- | Population | 2030-
2000 2008 2030 2050
Crescent | 4,380 7,397a 68.9% |7,683b 3.9% NA NA NA NA
City
Rest of 19,080 20,112 5.4% 21,736 8.1% NA NA NA NA
county
Del Norte | 23,460 27,507a 17.3% |29,419b 7.0% 42,420 44.2% |56,220 32.5%
County
California | 29,758,200 | 33,873,100 {13.8% |38,049,500 (12.3% 49,240,900 {29.4% |59,507,900 |20.9%

Sources: California Department of Finance 2007, 2008.

Notes:

NA = not available.

? Includes about 3,300 persons who were incarcerated in Pelican Bay State Prison in 2000. Excluding these persons, in 2000,
Crescent City’s population would have been about 4,100 and Del Norte County’s population would have been about 24,200.

® Includes about 3,460 persons who were incarcerated in Pelican Bay State Prison in 2008. Excluding these persons, in 2008,
Crescent City’s population would have been about 4,220 and Del Norte County’s population would have been about 25,960.

The median age of Del Norte County’s population was 36.4, compared with 33.3 statewide, in
2000 (Table 2.1.3-2). Over the 2005-2007 period, residents 65 years old or more accounted for
13.6% of the county’s population, which exceeded the 10.8% of residents statewide (U.S. Census
Bureau 2008). Retirees who have moved into the county in recent years often benefit the regional
economy by bringing with them non-local sources of income, such as transfer payments and
retirement income. These residents often tend to identify more with environmental conservation
values than with the utilitarian values associated with the county’s traditional resource extraction
and management activities (Sierra Institute for Community and Environment 2006).

Compared with the statewide population, Del Norte County’s population is less ethnically
diverse, with a higher percentage of white persons and a much lower percentage of persons of
Hispanic descent. Almost 80% of the county’s 2000 population was white, compared to about
60% in the state. Conversely, only about 14% of the county’s population was Hispanic in 2000,
substantially lower than the 32% share of the statewide population. In general, ethnic minorities
represent smaller proportions of the population relative to their proportions in the statewide
population. The lone exception is Del Norte County’s American Indian/Alaska Native
population, which represents more than 6% of the county’s population, compared to 1%
statewide.

Income in Del Norte County is substantially lower than elsewhere in California. According to the
2000 U.S. Census, income per capita in Del Norte County was $14,570, compared to $22,710
statewide (Table 2.1.3-2). In 2006, the county ranked 55th out of California’s 57 counties in
personal income per capita, at $22,640 (U.S. Bureau of Economic Analysis 2008). Not only does
Del Norte County experience lower income levels, but it also lags the state in recent growth of
income per capita. Between 1999 and 2006, nominal personal income per capita in California
increased by 74%, while income grew by 55% in Del Norte County.
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Table 2.1.3-2. Demographic Characteristics of Study Area Communities,

Del Norte County, and California in 2000

Characteristic Hioucgi Gasqubet Cre?‘c?”t Del Norte California
Area Area City County

Population 852 870 7,397 27,507 33,871,648

Median age 47.2 40.0 32.1 36.4 33.3

Race
White 93.0% 86.7% 78.5% 78.9% 59.5%
Black 0.0% 0.5% 0.8% 4.3% 6.7%
Asian 0.0% 0.5% 4.8% 2.3% 10.9%
American Indian or Alaska native 3.3% 3.3% 6.8% 6.4% 1.0%
Some other race alone 1.4% 2.2% 4.3% 3.9% 17.1%
Two or more races 2.3% 6.8% 4.8% 4.1% 4.7%
Hispanic (of any race) 3.3% 4.3% 9.0% 13.9% 32.4%
Average household size 2.28 2.31 2.40 2.58 2.87
(persons per household)

Housing
Total housing units 459 450 1,754 10,434 12,214,549
Vacant housing units 18.5% 20.4% 10.0% 12.1% 5.8%
Owner-occupied housing units 82.1% 67.9% 32.8% 63.8% 56.9%
Renter-occupied housing units 17.9% 32.1% 67.2% 36.2% 43.1%
Median value of owner-occupied units | $213,300 $123,100 $87,600 $121,100 $211,500
Median gross rent $533 $522 $434 $519 $747
Civilian labor force NA NA 1,398 10,029 15,829,202
Percent unemployed NA NA 6.5% 4.9% 4.3%

Income
Median household income (1999) $36,250 $22,315 $20,133 $29,642 $47,493
Income per capita (1999) $24,564 $12,407 $12,833 $14,573 $22,711
Percent below the poverty level 12.5% 27.7% 34.6% 20.2% 14.2%

Source: U.S. Census Bureau 2002.
Notes:
NA = not available.

a

b
Creek.

c

Prison; demographic data excludes the characteristics of those residents.

Represents data for Census Tract 2.02, Block Group 4, which encompasses a large area that includes Hiouchi.
Represents data for Census Tract 2.02, Block Group 3, which encompasses a large area that includes Gasquet and Patrick

The population for Crescent City includes those residing in group quarters, including those incarcerated in Pelican Bay State

In terms of median household income, Del Norte County also lags behind statewide income
levels. Del Norte County’s median household income was 38% lower than the statewide level
during the 2000 U.S. Census. By 2007, Del Norte County’s median household income had
increased to $37,400, but was still 38% lower than California’s $59,950 median household

income (City-Data.com 2008).

Related to Del Norte County’s relatively low income levels, the county has a higher poverty rate
than California as a whole. During the 2000 U.S. Census, 20.2% of the county’s residents were
living below the federal poverty limit, which is substantially higher than the 14.2% rate
statewide. By 2007, Del Norte County’s poverty rate had improved slightly to 19.1%, but it was
still much higher than the statewide rate of 13.0% (U.S. Census Bureau 2008).
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At the beginning of 2008, Del Norte County’s housing stock totaled an estimated 11,100 housing
units, including 6,758 single-family units (61%), 1,383 multifamily units (12%), and 2,959
mobile homes (27%). The growth of the county’s housing stock has been relatively slow since
2000, increasing by about 670 units over the past 8 years, about 83 units per year. An estimated
12.1% of the county’s housing units were vacant in 2008, a relatively high rate that may reflect a
large number of seasonal housing units within the county (California Department of Finance
2008). This vacancy rate is virtually the same as the 12.1% rate found during the 2000 U.S.
Census (Table 2.1.3-2). At that time, about 45% of the county’s vacant housing units were being
used for seasonal, recreational, or occasional use.

Crescent City Demographic Characteristics

Crescent City is Del Norte County’s largest community and only incorporated city. As such,
Crescent City is the county’s business, services, and government center. The city is located along
US 101, about 12 miles southwest of the nearest project site (Ruby 2).

Population growth within Crescent City has been flat or declining in recent years. The city’s non-
prison population stood at 4,380 in 1990, but declined to 4,100 in 2000 before rising to 4,220 in
2008 (Table 2.1.3-2). Compared to the rest of Del Norte County, Crescent City’s population is
relatively young. According to the 2000 U.S. Census, residents of Crescent City averaged 32.1
years of age, compared to 36.4 years countywide.

Including about 3,460 inmates incarcerated in Pelican Bay State Prison, which is within the city
limits, Crescent City’s population stood at an estimated 7,683 at the beginning of 2008
(California Department of Finance 2008). In addition to the population residing within the city
limits, a relatively large population resides immediately north and east of Crescent City that is
functionally part of Crescent City. The estimated population of the larger Crescent City area is
17,200, excluding the prison population (LSC Transportation Consultants 2008). This population
represents two-thirds of Del Norte County’s non-prison population.

The population of Crescent City, excluding the prison population, is projected to increase to
about 7,480 by the end of the city’s 2020 general plan timeframe (J. Laurence Mintier &
Associates et al. 2001). This increase would represent an average annual growth rate of 6.4%,
which is much higher than the growth that has occurred over recent decades. According to the
Crescent City General Plan, Crescent City has a very limited land supply. Future growth will
need to be accommodated by promoting infill of vacant and underutilized lots, intensifying or
reusing land, and annexing county land (J. Laurence Mintier & Associates et al. 2001).

The ethnic characteristics of Crescent City are similar to Del Norte County, with whites
accounting for nearly 79% of the population. Except Hispanics and American Indians/Alaska
Natives, who make up 9% and 7% of the population, respectively, no ethnic minority group
accounts for more than 5% of Crescent City’s population.

In general, incomes of Crescent City residents are low, even compared to Del Norte County as a
whole. During the 2000 U.S. Census, Crescent City had a median household income of $20,130,
32% lower than median income countywide and 58% lower than median income in California
(Table 2.1.3-2). Crescent City’s income per capita of $12,800 also was substantially lower than
incomes per capita in Del Norte County ($14,600) and California ($22,700). By 2007, Crescent
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City’s median household income had increased to an estimated $25,100, but it still lagged
substantially behind the estimated median income in Del Norte County ($37,400) and California
($59,950) (City-Data.com 2008). In 2000, the poverty level in Crescent City—34.6%—was
substantially higher than the countywide rate of 20.2%. Current poverty statistics are unavailable
for Crescent City, but given the city’s low income levels, it is reasonable to assume that the
city’s poverty rate exceeds the current estimated 19.1% rate countywide.

In 2008, Crescent City had an estimated housing stock of 1,845 housing units, including 994
single-family units (54%), 817 multifamily units (44%), and 34 mobile homes (2%) (California
Department of Finance 2008). The city’s housing stock has increased by only 91 units since
2000. Unlike the rest of Del Norte County, Crescent City’s housing stock is largely composed of
rental housing, with two-thirds of the city’s housing units occupied by renters in 2000. Less than
one-third of the city’s housing units were owner-occupied in 2000, an ownership rate about 50%
lower than throughout the county. Crescent City had a housing vacancy rate estimated at about
10% at the beginning of 2008, slightly lower than the countywide rate of 12% (California
Department of Finance 2008). Housing costs in Crescent City are relatively low. In 2000, the
median value of an owner-occupied home in Crescent City was $87,600, compared to $121,100
countywide and $211,500 in California (Table 2.1.3-2).

Communities along the Proposed Truck Route Demographic Characteristics
Communities along the proposed truck route include Hiouchi and Gasquet, both northeast of
Crescent City along the US 199 portion of the proposed project. Patrick Creek, situated farther
along this route traveling northeast, is generally not considered a community separate from
Gasquet, but is home to the private Patrick Creek Lodge and the Forest Service’s Patrick Creek
Campground. Hiouchi and Gasquet are both unincorporated. Therefore, the demographics
presented for these communities are based on 2000 U.S. Census data available for larger areas
(census block groups) in which the communities are located.

Hiouchi. Hiouchi is a rural-residential community situated along visitor-serving US 199 in a
river valley about 12 miles northeast of Crescent City. The unincorporated community is
adjacent to Jedediah Smith Redwoods State Park in a bend of the Middle Fork Smith River, a
designated Wild and Scenic River. The boundary of the Smith River NRA is immediately east of
Hiouchi. Visitor and traveler services available in Hiouchi include a combination service
station/grocery store/deli/storage facility, a café, a motel, and a recreational-vehicle park. A
Redwood National and State Parks information center is also located in Hiouchi.

Hiouchi is located in Census Tract 2.02, Block Group 4 (Figure 2.1.3-1), an area that
encompasses the community and a much larger area in south-central Del Norte County. The
population and demographic information presented below generally includes data for this larger
area.

According to the 2000 U.S. Census, the Hiouchi area had a population of 852 in 2000,
representing 3% of Del Norte County’s population. The area’s 2008 population has been
estimated at 915 (LSC Transportation Consultants 2008), but this estimate assumes that the
population of the Hiouchi area has increased at the same rate as the countywide population
(7.4%), as estimated by the California Department of Finance. According to another source,
Hiouchi reportedly has a population of about 750 (National Park Service n.d.).
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The median age of Hiouchi’s population is 47.2 years, which is much older than the median age
of the countywide population (36.4 years) and statewide population (33.3 years) (Table 2.1.3-2).
This suggests a large retirement-age population residing in the Hiouchi area. Population statistics
showing that almost 20% of the area’s population is 65 years old or more, compared to 12%
countywide, supports this conclusion (LSC Transportation Consultants 2008).

Hiouchi area is much less ethnically diverse than Del Norte County and California. Whites make
up 93% of the Hiouchi area’s population, compared to 79% countywide and 60% statewide. The
only ethnic groups of any notable size include American Indian/Alaskan Natives and Hispanics,
both slightly more than 3% of the Hiouchi area’s population. The relative size of these ethnic
groups in the Hiouchi area’s population is still much smaller than within Del Norte County or
California.

In the Hiouchi area, the household incomes and incomes per capita are higher than elsewhere in
Del Norte County. In 1999, Hiouchi’s median household income was $36,250, 22% higher than
countywide median income, but 24% lower than statewide median income (Table 2.1.3-2).
Income per capita in Hiouchi, however, was higher than in both Del Norte and California in
1999. The Hiouchi area’s relatively high income levels have resulted in lower poverty rates
among its residents. During the 2000 U.S. Census, only 12.5% of Hiouchi area residents were
living below the federal poverty threshold, compared to 20.2% countywide and 14.2% statewide
(Table 2.1.3-2).

In 2000, more than 82% of the Hiouchi area’s occupied housing was occupied by owners,
suggesting a stable community with relatively few renters. The median value of the area’s
owner-occupied housing ($213,300) was substantially higher than in Del Norte County as a
whole ($121,100) and exceeded the median value statewide ($211,500) (Table 2.1.3-2).

Although 2000 U.S. Census data indicates that the Hiouchi area offers relatively few rental
housing units, the area had a relatively high vacancy rate (18.5%) in 2000, almost twice as high
as the countywide vacancy rate, likely because the area has a large number of seasonal or
recreational housing units. According to the 2000 U.S. Census, 10.4% of the Hiouchi area’s
housing units were used for seasonal or recreational purposes in 2000.

Gasquet. Gasquet is an unincorporated rural community located on US 199, 18 miles northeast
of Crescent City and 22 miles southwest of the Oregon border. The community is situated at the
confluence of the North Fork Smith River and Middle Fork Smith River and is within the Smith
River NRA, administered by the Six Rivers National Forest. The visitor center and headquarters
of the recreation area are located in Gasquet. Gasquet is predominantly a residential community
in a mountain-like setting, with homes located on both sides of US 199. It provides a small
number of commercial and retail services, including a market, café, motel, ice-cream stand, and
craft shop. The community also includes a church, elementary school (K-5), volunteer fire
department, post office, American Legion hall, forest ranger station, and community council. A
small airstrip for private aircraft is also available nearby. Like Hiouchi, 6 miles to the southwest,
the Gasquet area is popular with recreationists, offering visitors opportunities for birdwatching,
swimming, hiking, camping, rafting, kayaking, and world-class salmon and steelhead fishing.
Gasquet is also home to the popular Gasquet Raft Races, held in the peak of summer each year.
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Gasquet is located in Census Tract 2.02, Block Group 3 (Figure 2.1.3-1), an area that
encompasses Gasquet and Patrick Creek, as well as a much larger area in north-central Del Norte
County. The population and demographic information presented below generally represents this
larger area.

In 2000, the population of the Gasquet area, which includes the larger area within Census Tract
2.02, Block Group 3, stood at 870 (Table 2.1.3-2). Within the smaller ZIP code area that
encompasses Gasquet, the population was 514 in 2000. The area’s 2008 population has been
estimated at 934 (LSC Transportation Consultants 2008), but this estimate assumes that the
population of the Gasquet area has increased at the same rate as the countywide population
(7.4%), as estimated by the California Department of Finance. According to another source
(Fizber.com 2008), the community of Gasquet alone reportedly has a current population of
about 515. The average age of Gasquet area residents was 40.0 years in 2000, slightly older
than Del Norte County (36.4 years), but substantially younger than in the Hiouchi area (47.2
years). About 13% of Gasquet-area residents were 65 years old or more in 2000, about the
same as countywide.

The ethnicity of the Gasquet area’s population is similar to that of Hiouchi, characterized
predominantly by whites. About 87% of the Gasquet area’s population was white in 2000.
Compared to the ethnicity of Del Norte County as a whole, the Gasquet area is less diverse, with
no individual ethnic group accounting for more than 5% of the population. The largest ethnic
group, Hispanics, accounts for about 4% of the Gasquet area’s population, compared to 13.9%
countywide.

From an income perspective, the Gasquet area is more similar to Crescent City than to Hiouchi.
The area’s median household income of $22,300 during the 2000 U.S. Census was about the
same as in Crescent City ($20,100), but about 38% lower than in Hiouchi. The Gasquet area’s
median household income was 53% lower than the statewide level. Income-per-capita patterns
are similar, with income per capita in the Gasquet area similar to that in Crescent City but lower
than in Hiouchi, Del Norte County, and California. During the 2000 U.S. Census, nearly 28% of
the Gasquet area’s population lived below the federal poverty level (Table 2.1.3-2). This poverty
rate is much higher than in Hiouchi (13%) and Del Norte County as a whole (20%), but lower
than in Crescent City (35%).

The housing characteristics of the Gasquet area are similar to those throughout Del Norte
County, with about two-thirds of the area’s housing occupied by homeowners and about one-
third occupied by renters (Table 2.1.3-2). In Gasquet, housing opportunities are also provided by
the Gasquet Mobile Home Park, with 58 lots. Of the Gasquet area’s 450 housing units, about
20% were vacant in 2000, indicating a relatively high vacancy rate, but about half of those
vacant units may have been seasonal or recreational units, according to 2000 U.S. Census data.
In 2000, the median value of an owner-occupied housing unit was $123,100, about the same as
countywide, but substantially lower than in the Hiouchi area ($213,300).

Labor Force and Employment

An overview of the regional and local economy is presented in Section 2.1.2 “Growth.” Growth
of Del Norte County’s labor force has been slow, mirroring the growth rate of the county’s
population. Del Norte County’s civilian labor force grew from 9,700 in 1990 to 11,670 in 2008,

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 2.1-54



Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

an increase of fewer than 2,000 over 18 years, or an average annual growth rate of just over
1.0%. According to local-level labor force estimates prepared by the California Employment
Development Department (2009a), about 40% of the county’s labor force resides in the Crescent
City area, which includes the City of Crescent City, the Crescent City North Census Data Place,
and the Bertsch-Oceanview Census Data Place. No local-level estimates are available for other
areas of the county.

Considering the long-term decline in natural resource—related industries along the North Coast
and Del Norte County’s reliance on seasonal tourism and recreation, it is not surprising that Del
Norte County and Crescent City suffer from chronically high unemployment. Unemployment in
the county has been higher than throughout California in each of the last 18 years, although the
difference in unemployment rates has narrowed in recent years. In 2008, unemployment in Del
Norte County averaged 8.9%, compared to 7.2% in California. By the end of 2008,
unemployment in the county had reached 10.2%, still higher than the statewide rate of 9.1%.
Unemployment in Crescent City, which is typically higher than elsewhere in Del Norte County,
reached an estimated 12.7% in December 2008 (California Employment Development
Department 2009a).

Growth in employment within industries in Del Norte County has also been slow in recent years,
especially since the late 1990s. For example, between 1996 and 2003 employment actually
declined by 50 jobs, falling from 7,780 to 7,730. Employment has rebounded slightly since 2003,
reaching 8,630 jobs in 2008. Even with this growth, however, annual employment growth in Del
Norte County has averaged only 1.3% since 1990.

Government, including Pelican Bay State Prison, is by far Del Norte County’s largest
employment sector, accounting for 3,940 jobs, or 46% of employment within the county, in
2008. The prison alone accounted for 18% of total employment in the county. Besides
government, key employment sectors include trade, transportation, and utilities (1,290 jobs, 15%
of total county employment), educational and health services (1,170 jobs, 14%), and leisure and
hospitality services (870 jobs, 10%).

Major employers in Del Norte County are listed in Table 2.1.3-3. As discussed previously,
Pelican Bay State Prison is by far the county’s largest employer, with 1,548 employees. In
addition to the prison’s contribution to employment in the county, this list emphasizes the
importance of government to the county’s economy; 15 of the county’s 25 largest
employers are in the local, state, and federal government sectors, including schools, county
government service providers, parks, and the Yurok Tribe. Healthcare providers are key
employers in the Crescent City area, and casinos are key employers in the Crescent City
and Smith River areas. Major retail employers, including Wal-Mart, Home Depot, Safeway,
and Ray’s Food Place, are grouped in the greater Crescent City area. Building-material
producer Hambro Forest Products is the only manufacturer on the list of major employers.
Large agricultural employers include Palmer Westbrook and Itzen Bulb Farm, both in the
Smith River area.
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Table 2.1.3-3. Major Employers in Del Norte County in 2008

Employer Name

Location

Industry

Employment

Size Class
Pelican Bay State Prison Crescent City State government: corrections 1,548
Sutter Coast Hospital Crescent City Hospitals 250-499
Crescent City Nursing and Rehab Crescent City Nursing and convalescent homes 100-249
Del Norte County Social Services Crescent City County government: social/human 100-249
services

Elk Valley Casino Crescent City Casinos 100-249
Lucky 7 Casino Smith River Casinos 100-249
Yurok Tribe Klamath Indian reservations and tribes 100-249
Hambro Forest Products Crescent City Building materials 100-249
Home Depot Crescent City Home centers 100-249
Wal-Mart Crescent City Department stores 100-249
Ray’s Food Place Crescent City Grocers: retail 50-99
Safeway Crescent City Grocers: retalil 50-99
Bess Maxwell Elementary School Crescent City Schools 50-99
Community School Crescent City Schools 50-99
Crescent Elk Middle School Crescent City Schools 50-99
Del Norte County Unified School District | Crescent City Schools 50-99
Joe Hamilton Elementary School Crescent City Schools 50-99
Margaret Keating Elementary School Crescent City Schools 50-99
Mary Peacock Elementary School Crescent City Schools 50-99
Redwood Elementary School Crescent City Schools 50-99
Del Norte High School Crescent City Schools NA
College of the Redwoods Crescent City Schools: universities/colleges 50-99
Del Norte County Sheriff's Department Crescent City Sheriff 50-99
Redwood National Park Crescent City Parks 50-99
Palmer Westbrook Smith River Agricultural products NA
ltzen Bulb Farm Smith River Seeds and bulbs: wholesale NA

Sources: California Employment Development Department 2009b; California Department of Corrections and Rehabilitation 2008.

Environmental Consequences

Population and Employment Effects

Implementation of the proposed project would have no direct impact on population levels or
demographic characteristics within the study area. As discussed in the “Growth” (Section 2.1.2)
analysis of this document, removal of STAA trucking restrictions on the SR 197-US 199
corridor could indirectly generate a small number of new jobs in the study area as businesses
expand operations in response to improved STAA truck access and lower transportation costs.
The increase in employment and resulting migration of workers and their families to the study
area to fill jobs are anticipated to be gradual and minor in the context of the current and projected
future populations of Del Norte County. Section 2.1.2 “Growth” contains a detailed discussion of
the potential population and economic growth effects of the proposed project.
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Community Cohesion Effects

According to Department guidelines for conducting CIAs (California Department of
Transportation 1997), community cohesion is the degree to which residents have a “sense of
belonging” to their neighborhood; a level of commitment of the residents to the community; or a
strong attachment to neighbors, groups, or institutions, usually because of continued association
over time. Communities are often delineated by physical barriers such as major roadways or
large open space areas.

Cohesive communities are indicated by specific social characteristics such as long average
lengths of residency, home ownership, frequent personal contact, ethnic homogeneity, high
levels of community activity, and shared goals. Transportation projects may divide cohesive
neighborhoods when the projects act as physical barriers or are perceived as psychological
barriers by residents. A transportation project perceived as a physical or psychological barrier
may isolate one portion of a homogeneous neighborhood (California Department of
Transportation 1997).

Cohesive communities located along the proposed STAA truck route include Hiouchi and
Gasquet, both situated along US 199. Although they are small and rural in character, both
communities are stable, with home ownership rates higher than elsewhere in the county.

US 199, with existing average daily traffic of 4,675 vehicles, includes 467 heavy trucks, that
already pass through these communities, effectively serving as a barrier that separates parts of
the communities located on opposite sides of the highway. The proposed project, however, could
increase the sense of separation between the portions of the community located north and south
of the highway by generating more heavy-truck traffic, potentially discouraging pedestrians,
bicycles, and vehicles from crossing the highway.

As discussed in the traffic analysis prepared for the proposed project (Fehr & Peers 2010),
the traffic impacts of the proposed improvements under existing conditions are expected to
be small, with heavy-truck traffic increasing by an average of 17 one-way truck trips per day
and the proportion of total traffic consisting of heavy trucks increasing from 10.0% to 10.3%
along the segment of US 199 between SR 197 and Gasquet. Under future (2030) with-project
conditions, an additional 92 one-way heavy-truck trips are projected along the STAA route,
with the percentage of total average daily trips attributable to heavy-truck traffic increasing
slightly, from 10.0% to 11.4%, along US 199 between SR 197 and Gasquet. Additionally, the
traffic analysis indicates no substantial adverse impacts on the roadway, transit, bicycle, or
pedestrian systems or their operation within the study area. Traffic would generally travel at
free-flow speeds on US 199 through Hiouchi and Gasquet. Based on the anticipated small
increase in heavy-truck traffic through these communities under with-project conditions, the
existing barrier between parts of these communities created by US 199 would not change
appreciably.

In conclusion, effects on community cohesion are not expected to be substantial under the
proposed project because US 199 already separates existing neighborhoods on both sides of the
highway, and the increase in truck traffic through these communities resulting from the project’s
removal of STAA trucking restrictions would be minor.
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Beneficial Permanent Operational Access and Circulation Effects

The permanent effects of the proposed project on existing and future (2030) access and
circulation characteristics in the study area were evaluated as part of the traffic report prepared
for the proposed project (Fehr & Peers 2010). As discussed in the traffic report and as
summarized in this section, the permanent effects of improvements to SR 197 and US 199,
including roadway widening and improving the sight distance at several locations, are
anticipated to be beneficial.

As discussed in Section 2.1.5 “Utilities” the opening of an STAA-accessible route along US 199
and SR 197 will substantially decrease travel times, including for some businesses, and may
ultimately reduce shipping costs for some businesses, including some trucking firms, producers,
and retailers. When the project improvements are completed, STAA trucks traveling on US 199
must use SR 197 to US 101 and still will not travel along US 199 through Jedediah Smith
Redwoods State Park west of the junction of SR 197 and US 199. California Legal trucks will
still be permitted to travel on this segment of US 199. In addition to providing better access for
STAA trucks, the project improvements are expected to ease travel for motorists along the
corridor and improve safety within the project limits.

Although the project improvements would improve access for STAA trucks, the proposed
project is not expected to substantially increase truck volumes on US 199, SR 197, or US 101.
The proposed project on US 199 and SR 197 is expected to increase the number of trucks on the
proposed STAA route by approximately 17 trucks per day under existing conditions and 92
trucks per day under future (2030) conditions (Table 4-2 in the draft 197/199 Safe STAA Access
Project Community Impact Assessment). Although the project is expected to attract additional
trucks to US 199 and SR 197, the increase in truck traffic will not have a substantially negative
impact on traffic operations, transit operations, or the bicycle/pedestrian environment (Fehr &
Peers 2010).

Traffic operations on the study area roadway segments are primarily described by LOS. LOS is a
qualitative measure of traffic flow conditions that varies from LOS A (least congestion) to LOS
F (most congestion). The results of the traffic analysis indicate that no substantial negative
impacts on the LOS of roadways within the study area would result from the proposed project.
All roadway segments on US 101, US 199, and SR 197 included in the traffic analysis are
anticipated to operate at or better than their selected concept LOS under both existing and future
(2030) conditions. Traffic is expected to continue to travel at free-flow speeds on all study
roadways (Fehr & Peers 2010).

The proposed project is not expected to have an effect on the transit system in Del Norte County.
Similarly, the project improvements are not expected to have an effect on the pedestrian system,
but the shoulder widening and improved sight distance should make bicycle travel more
comfortable on the corridors. (Note: Because of safety concerns, bicycle riders rarely use the SR
197-US 199 route, except in Gasquet, Hiouchi, or the vicinity of Jedediah Smith Redwoods
State Park.)

No Build (No Action) Alternative
Under the No Build (No Action) Alternative, no improvements or widening would occur at any
of the seven project locations and there would be no effect on community cohesion or character.
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Avoidance, Minimization, and/or Mitigation Measures

No long-term additional measures are required because effects on community cohesion are
not expected to be substantial under the proposed project because US 199 already separates
existing neighborhoods on both sides of the highway, and the increase in truck traffic
through these communities resulting from the project’s removal of STAA trucking
restrictions would be minor.

2.1.3.2 Relocations and Real Property Acquisitions

Regulatory Setting

The Department’s Relocation Assistance Program (RAP) is based on the Federal Uniform
Relocation Assistance and Real Property Acquisition Policies Act of 1970 (as amended) and
Title 49 Code of Federal Regulations (CFR) Part 24. The purpose of RAP is to ensure that
persons displaced as a result of a transportation project are treated fairly, consistently, and
equitably so that such persons will not suffer disproportionate injuries as a result of projects
designed for the benefit of the public as a whole. Please see Appendix D for a summary of
the RAP.

All relocation services and benefits are administered without regard to race, color, national
origin, or sex in compliance with Title VI of the Civil Rights Act (42 USC 2000d, et seq.).
Please see Appendix C for a copy of the Department’s Title VI Policy Statement.

Affected Environment

The proposed project would not result in the displacement of any residential or
nonresidential buildings, and therefore there would not be any need for relocations. The
project would require narrow strip acquisitions from two privately owned parcels at the Ruby
1 site, narrow strip acquisitions from six to 10 (depending on the alternative selected [six
acquisitions with the selected preferred alternative]) private parcels at the Ruby 2 site for
right-of-way acquisition on SR 197, and a partial acquisition from a private parcel at Patrick
Creek Narrows Location 3. See Section 2.1.1 “Land Use” for a discussion of these
properties.

Environmental Consequences

See Section 2.1.1 “Land Use” for a discussion of the land use impacts associated with the
property acquisitions for the construction of the Ruby 1, Ruby 2, and Patrick Creek Narrows
Location 3 site improvements. No relocations would be required.

No Build (No Action) Alternative
Under the No Build (No Action) Alternative, no improvements or widening would occur at
any of the seven project locations and acquisition of property would not be required.

Avoidance, Minimization, and/or Mitigation Measures

See Section 2.1.1 “Land Use” for a discussion of the avoidance, minimization, and mitigation
measures associated with land use impacts associated with the property acquisitions for the
construction of the Ruby 1, Ruby 2, and Patrick Creek Narrows Location 3 site
improvements.
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2.1.3.3 Environmental Justice

Regulatory Setting

All projects involving a federal action (funding, permit, or land) must comply with Executive
Order (EO) 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations, signed by President Clinton on February 11, 1994. This EO
directs federal agencies to take the appropriate and necessary steps to identify and address
disproportionately high and adverse effects of federal projects on the health or environment of
minority and low-income populations to the greatest extent practicable and permitted by law.
Low income is defined based on the Department of Health and Human Services poverty
guidelines. For 2009, this was $22,050 for a family of four.

All considerations under Title VI of the Civil Rights Act of 1964 and related statutes have also
been included in this project. The Department’s commitment to upholding the mandates of Title
VI is evidenced by its Title VI Policy Statement, signed by the Director, which can be found in
Appendix C of this document.

Affected Environment

Environmental justice refers to the fair treatment of people of all races, cultures, and incomes
with respect to the development, implementation, and enforcement of environmental laws,
regulations, and policies. The President’s Council on Environmental Quality’s Draft Guidance
for Environmental Justice (1996) indicates that environmental justice concerns may arise from
impacts on the natural or physical environment, such as human health or ecological impacts on
minority and low-income populations, or from related social or economic impacts. (California
Department of Transportation 1997).

Table 2.1.3-2 shows the demographic characteristics of the Hiouchi and Gasquet areas, the two
areas that would be most affected by roadway improvements, including the construction and
operational (post-construction) impacts of the project. An evaluation of the 2000 U.S. Census |
data indicates that these areas contain lower percentages of minority populations than Del Norte
County and California as a whole. In the Hiouchi area, 7.0% of the population is minority; in the
Gasquet area, 13.3% of the population is minority. Both percentages are much lower than the
countywide level of 21.2% and the statewide level of 40.5%. This data suggests that no large
concentrations of minority populations reside in parts of the study area that could be adversely
affected by the project. It should also be noted that no tribal reservations or rancherias are

located along the SR 197-US 199 corridor or near the proposed project improvements. The |
nearest tribal community is the EIk Valley Rancheria, located east of Crescent City. Based on the
2000 U.S. Census data, income per capita in the Hiouchi area is higher than Del Norte County

and California as a whole. As a result, poverty rates are lower in Hiouchi than throughout Del
Norte County and California. Conversely, in the Gasquet area, income per capita is lower and
poverty rates are higher than in Del Norte County and California as a whole. This data suggests
that concentrations of low-income populations reside in the Gasquet area. Under EO 12898,

these populations could be sensitive to disproportionately adverse impacts potentially resulting
from the project.
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Environmental Consequences

According to the California Business, Transportation and Housing Agency and California
Environmental Protection Agency (2007), the communities adjacent to the state’s goods-
movement corridors have endured a disproportionate share of the impacts from a system that
provides statewide and nationwide benefits. As part of the public input provided during plan
development, many residents and community representatives shared that their top concern was
protecting public health and reducing the air pollution and health effects associated with goods
movement-related air pollution. To address that concern, the ARB has developed the Emission
Reduction Plan for Ports and Goods Movement in California (2006). Based on public input, the
ARB has designed the plan to reduce both existing air pollution and health impacts and expected
increases in air pollution and health impacts resulting from growth in goods movement. The
ARB has already started implementing the plan. In addition to air pollution and associated health
effects, potential community impacts include truck traffic, noise, lights, and visual blight.

For adverse environmental justice effects to result from the proposed project, two conditions
need to exist. First, minority or low-income populations need to reside in parts of the study area
that would be adversely affected by the project. Second, any adverse impacts would need to fall
disproportionately on minority or low-income populations, rather than proportionately on all
populations affected by the project.

From a project construction perspective, none of the project sites is located near Gasquet, greatly
diminishing the potential for short-term disproportionate air quality, noise, and other
construction-related environmental impacts on low-income residents in Gasquet. From a project
operations (postconstruction) perspective, increases in heavy truck traffic along US 199 could
result in decreased air quality and increased traffic, noise, lights, and visual blight in areas of
Gasquet adjacent to US 199.

As discussed under “Indirect Land Use,” the magnitude of potential operational impacts on
residents resulting from creation of an STAA truck route on SR 197 and US 199 would be
directly related to the increase in heavy-truck traffic along the route resulting from the project.
Potential changes in heavy-truck traffic were evaluated in the traffic analysis prepared for the
proposed project (Fehr & Peers 2010). See Section 2.1.6 “Transportation and Traffic” for
estimated changes in with-project truck traffic under existing and projected future (2030)
conditions.

Under existing conditions, heavy-truck traffic along the proposed STAA truck route is estimated
to increase by only 17 one-way truck trips on an average day. This would represent a minor
increase in heavy-truck trips, with the proportion of total traffic consisting of heavy trucks
increasing from 10.0% to 10.3% along the segment of US 199 between SR 197 and Gasquet.
Under future (2030) with-project conditions, an additional 92 one-way heavy-truck trips are
projected along the STAA route, with the percentage of total average daily trips attributable to
heavy-truck traffic increasing slightly, from 10.0% to 11.4%, along US 199 between SR 197 and
Gasquet.

The traffic analysis concludes that removal of STAA trucking restrictions would lead to minimal
increases in existing and projected truck trips along the SR 197/US 199 route, indicating that
increases in truck emissions and noise, and resulting effects on the health and aesthetics on low-
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income populations in Gasquet, would also be minimal. Additionally, these minor impacts would
be shared proportionally by all residents adjacent to the proposed STAA truck route, not just
those residing in Gasquet. As mentioned previously, the ARB has already started to implement
an emissions reduction plan for goods movement in California. Although this statewide plan
contains no elements specific to Del Norte County or the SR 197-US 199 corridor,
implementation of plan strategies through 2020 should help to reduce the small incremental
increase in localized truck-related pollutants resulting from removal of STAA trucking
restrictions on the proposed STAA route.

For these reasons, none of the proposed project alternatives would cause disproportionately high
and adverse human health and environmental effects on minority and low-income residents of
the study area, therefore, this project is not subject to the provisions of EO 12898.

No Build (No Action) Alternative

Under the No Build (No Action) Alternative, no improvements or widening would occur at any
of the seven project locations. Therefore, no disproportionately high or adverse human health or
environmental effects on minority and low-income residents of the study area would occur.

Avoidance, Minimization, and/or Mitigation Measures

No substantial environmental justice effects are anticipated to result from the proposed project.
Therefore, no measures to reduce impacts are proposed. Based on the above discussion and
analysis, none of the proposed project alternatives would cause disproportionately high and
adverse effects on any minority or low-income populations as per EO 12898 regarding
environmental justice.

2.1.4  Utilities/Emergency Services
2.1.4.1 Affected Environment

This section is based on the Community Impact Assessment technical report prepared for the
proposed project (Trott 2010).

Public Safety

Law enforcement services in the vicinity of the project locations are provided by the Del Norte
County Sheriff’s Department, California Highway Patrol (CHP), and Forest Service Six Rivers
National Forest rangers. The Del Norte County Sheriff’s Department provides primary law
enforcement services throughout the project area from its facility in Crescent City. The CHP
Northern Division provides secondary law enforcement services from its facility in Crescent City
(Hablitzel pers. comm.). In addition, there is a year-round Forest Service ranger stationed in
Gasquet who is assigned to law enforcement duties in the Six Rivers National Forest. Seasonal
rangers are also assigned to the Six Rivers National Forest during summer (Athey pers. comm.).

The Smith River Fire Department, Gasquet VVolunteer Fire Department, California Department of
Forestry and Fire Protection (CAL FIRE), and Forest Service all provide fire protection services
in the vicinity of the project locations. The Smith River Fire Department responds to calls along
the SR 197 corridor from its facility in Smith River. CAL FIRE also responds to calls along the
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SR 197 corridor from its facility on US 101 in Crescent City. Both the Gasquet VVolunteer Fire
Department and Forest Service units respond to calls along the US 199 corridor (Morrison pers.
comm.). The Gasquet Volunteer Fire Department responds to calls from 100 Firehouse Road in
Gasquet; the Forest Service also dispatches two fire engines from this location (Gibbons pers.
comm.).

Emergency Medical Services

In addition to the law enforcement and fire protection services discussed above, emergency
medical services are available to residents of the study area at Sutter Coast Hospital in Crescent
City. Del Norte Ambulance Ground and Air Service, a private ambulance service, provides
ground and air ambulance transportation services from its facility on Moorehead Road in
Crescent City (Chase pers. comm.). Along the US 199 corridor, only one small landing strip,
Ward Field Airport in Gasquet, is available that can accommodate fixed-wing aircraft; therefore,
helicopters provide the preferred air ambulance transportation method in the area served by US
199 (Tweed pers. comm.). Although there are no designated helipads situated along the US 199
corridor, helicopters are able to land at the airport in Gasquet and at several large roadway
pullouts along US 199. One of the largest such pullouts is at the Department maintenance station
at Idlewild, east of the Washington Curve site (Tweed pers. comm.). Other air ambulance service
providers in the Del Norte County area include Mercy Flights based in Medford, Oregon; PHI
Air Medical Group based in Redding; and the CHP helicopter based in Redding. Patients can be
transported by helicopter to Sutter Coast Hospital in Crescent City; Three Rivers Hospital in
Grants Pass, Oregon; or two additional hospitals in Redding.

Utilities

Within the areas that could be directly affected by construction of the proposed project, utilities
are located only within the Ruby 1 and 2 sites. Within the limits of the Ruby 1 site on SR 197,
one utility pole carrying telephone and cable lines (Verizon and Charter Cable, respectively) are
located adjacent to the roadway and will be in conflict with proposed construction. Similarly,
utility poles carrying telephone and cable lines situated along SR 197 within the limits of the
Ruby 2 site would be in conflict with proposed construction. The number of poles in conflict
with proposed construction varies for each alternative at the Ruby 2 location. The Two-Foot
Shoulders Alternative has one pole in conflict. The Four-Foot Shoulders Alternative has two
poles in conflict. Two-Foot Widening in Spot Locations Alternative has two utility poles in
conflict. No utilities are located within the project limits of Patrick Creek Narrows Locations 1,
2, and 3; the Narrows site; or the Washington Curve site.

2.1.4.2 Environmental Consequences

This section describes the potential impacts of the proposed project on law enforcement, fire
protection, and other emergency service providers. It also discusses potential impacts on utilities.
Except for post-project beneficial operational effects on public service providers, all potential
adverse impacts would be related to construction activities. These potential impacts would vary
by project site, and are discussed in Section 2.4, “Construction Impacts,” under
“Utilities/Emergency Services.”
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Beneficial Effect on Law Enforcement, Fire, and Emergency Service Providers
Under operational (post-construction) conditions, the proposed project could benefit the
provision of public services in the study area, including law enforcement, fire, and emergency
services, because existing emergency service provider routes would be enhanced by project
improvements, including roadway widening and improved sight distances in places along

SR 197 and US 199. In addition, the project improvements would improve roadway safety along
the SR 197-US 199 corridor, which could reduce traffic accidents and related calls for
emergency services.

No Build (No Action) Alternative

Under the No Build (No Action) Alternative, there would be no beneficial operational effect as a
result of the enhanced routes from project improvements. In addition, there would be no
construction of the project and, therefore, no potential for delays or interference with law
enforcement, fire, or other emergency service providers during construction.

2.1.4.3 Avoidance, Minimization, and/or Mitigation Measures

No long term mitigation measures are necessary. Measures necessary during project construction
are detailed in Section 2.4 under “Utilities/Emergency Services.”

2.1.5 Traffic and Transportation/Pedestrian and Bicycle Facilities
2.15.1 Regulatory Setting

Federal Regulations

The Federal government regulates commercial motor vehicles (CMVs). The Federal-Aid Highway
Act of 1956 established a maximum vehicle width of 96 inches for CMVs on the interstate
highway system. The Federal-Aid Highway Act of 1976 increased the allowable width for buses to
102 inches (2.6 meters). The STAA extended the same width requirement of 102 inches to
commercial trucks. The STAA also regulates the length of CMVs, establishing minimum length
standards for most commercial truck tractors/semi-trailers and for twin trailers pulled behind a
truck tractor. There is no vehicle height requirement for CMVs. Therefore, states may set their own
height restrictions. Most height limits range from 13.5 to 14 feet, with exceptions granted for lower
clearance on particular roads (Federal Highway Administration 2004).

The STAA applied federal width and length limits for trucks to the National Network (NN) of
highways, which includes the interstate system and other designated highways that, on June 1,
1991, were a part of the Federal-Aid Primary System in effect at that time (Federal Highway
Administration 2004).

State Regulations

The California Vehicle Code establishes a separate standard for CMVs in the state. In general,
California Legal trucks are shorter than STAA trucks. While STAA trucks are restricted to the
National Network, California Legal trucks can legally traverse all state highways and most local
roads without restriction or special escort. However, there are many advisory routes that California
Legal trucks may be advised against using depending on their kingpin-to-rear-axle (KPRA) length.
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The Department’s Guide for the Preparation of Traffic Impact Studies (2002) establishes the
target level of service (LOS) at the transition between LOS C and D on state highway facilities.
If an existing state highway facility operates at less than the target LOS, the existing measure of
effectiveness should be maintained. The Department’s LOS threshold applies to state highway
intersections, interchange ramp terminal intersections, freeway segments, and freeway ramp
junction or weaving sections.

Local Regulations

The Del Norte Local Transportation Commission adopts the regional transportation plan (RTP)
and regional transportation improvement program (RTIP) for Del Norte County. These
documents identify and prioritize transportation needs for the county, and establish a foundation
for funding the prioritized needs.

The 2007 RTP defines the mobility conditions, needs, and actions necessary for a coordinated
and balanced regional transportation system in Del Norte County. The 2007 RTP is based on the
existing transportation system and describes the development needs for all transportation modes
that operate in Del Norte County. The 2007 RTP was prepared and implemented at the direction
of the Del Norte Local Transportation Commission, consistent with state law and the provisions
of the California Transportation Commission’s most current California Regional Transportation
Plan Guidelines.

The goals, policies, and objectives of the 2007 RTP promote the improvement of SR 197 and
US-199. For example, Objective 1 under Policy 5.D.3 states:

e Support planning for, and implementation of, improvements necessary to upgrade State Route
197 and US Highway 199 from “Red Route” to “STAA Route” status.

Also, Policy 5.E.4 under “Goods Movement” states:

e Using the Del Norte LTC document “Achieving STAA Route Status for the US Highway 199
and Route 199 Corridor” as a framework, act as a supporting partner with Caltrans to achieve
necessary improvements to US Highway 199 and Route 197 and create a viable trade
corridor.

Del Norte County is required under the California Planning and Zoning Law to adopt a general
plan for its long-term development. General plans must address a variety of issues, including
land use, circulation, conservation, and housing. Section 8, “Transportation and Circulation,” of
the Del Norte County General Plan 2000-2020 (adopted 2003) includes policies supportive of
the RTP and its proposed improvements to SR 197 and US 199.

SR 197 and US 199 Classifications

SR 197 is a state highway classified by the Department’s 1998 Interregional Transportation
Strategic Plan (ITSP) as a “high emphasis” route. SR 197 is designated as a “modified brown”
route, which indicates that it has frequent restricted passing areas and very high vehicle demand.
SR 197 has a posted speed limit of 45 miles per hour (mph). Similar to US 199, sharp curves and
limited shoulder widths have prompted the Department to discourage travel by trucks with a
KPRA length of 30 feet or more.
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US 199 is a federal highway classified by the ITSP as a “high emphasis” route. US 199 is
designated as a “red” route, which indicates that extra-legal loads (i.e., loads that are overweight
and/or oversized) must obtain special permits and be accompanied by California Highway Patrol
escorts. From PM 4.37 to PM 19.99, US 199 is also designated as a “modified brown” route.
Additionally, the Department has posted an advisory discouraging travel for trucks with a KPRA
length of more than 30 feet. US 199 has posted speed limits between 35 and 65 mph.

2.1.5.2 Affected Environment

The following discussion is based on the traffic analysis prepared for the project (Fehr & Peers
2010). Sources cited by Fehr & Peers in its report are indicated as necessary. The transportation
study area consists of US 101 from Crescent City to the California/Oregon state line, SR 197
from US 101 to the intersection with US 199, and US 199 from US 101 to the California/Oregon
state line.

Major Roadways in the Study Area

SR 197 is a northwest-southeast two-lane highway that serves as connector road between US 199
and US 101 north of Crescent City. Similar to US 199, sharp curves and limited shoulder widths
restrict access to STAA trucks and have prompted the Department to discourage travel by trucks
with a KPRA length of 30 feet or more. SR 197 is the designated route for the movement of
extralegal truck loads between US 101 and the SR 197/US 199 intersection because it avoids
traversing Jedediah Smith Redwoods State Park (located along the westernmost segment of US
199 between US 101 and the SR 197/US 199 intersection) and therefore minimizes impacts on
the park and associated environmental resources. Sharp curvilinear sections of SR 197 have
limited sight distances, narrow to nonexistent shoulders, and large redwood trees and stumps at
the edge of the pavement or travel lane. SR 197, also known as North Bank Road, primarily
serves regional and interregional traffic, providing access to homes and public recreational
facilities along the Smith River, including Ruby Van Deventer County Park, which provides
river access. The existing average daily traffic (ADT) on SR 197 is 1,800 vehicles per day (vpd).
Heavy trucks make up 15% of this total.

US 199 is a northeast-southwest federal highway that connects US 101 in Californiato I-5 in
Oregon. Sharp horizontal curves, narrow to nonexistent shoulders, and limited sight distances
tend to restrict the travel of STAA trucks on US-199. Highway attributes that characterize this
area include cliffs, rocky outcrops, dramatic views of the Middle Fork Smith River, and a tightly
curved alignment. Although US 199 has a posted speed limit between 35 and 65 mph, prevailing
speeds are below the posted speed limit on many sections. The existing ADT and heavy-truck
percentages along US 199 are (rounded to the nearest 100) 3,700 vpd and 13% heavy trucks west
of the SR 197 junction), 4,700 vpd and 10% heavy trucks east of the SR 197 junction, and 2,800
vpd and 17% heavy trucks at the California/Oregon state line. US 199 passes through the small,
unincorporated communities of (west to east) Gasquet, Patrick Creek, and Elk Valley between
Crescent City and the state line.

US 101, which is outside the project limits, is a north-south federal highway that extends nearly
the entire length of the west coast of the United States. In the study area, US 101 functions as a
principal highway providing access to the Oregon coast to the north and Eureka to the south. In
the study area, US 101 ranges in width from two to four lanes and traverses flat to rolling and
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mountainous terrain. The existing ADT and heavy-truck percentages along US 101 are (rounded
to the nearest 100) 9,400 vpd and 13% heavy trucks south of the US 199 junction and 7,300 vpd
and 13% heavy trucks north of the SR 197 junction.

Existing Transit Facilities and Services

No transit currently serves the SR 197-US 199 corridor. Bus transit service in the transportation
study area is provided by Redwood Coast Transit (RCT). RCT operates several routes in
Crescent City and other unincorporated areas of the county along US 101. RCT operates both
fixed-route service and dial-a-ride service. The Smith River/Arcata route provides connection to
Amtrak train and Greyhound bus service. The dial-a-ride service is currently limited to the
Crescent City area. The Consolidated Transportation Service Agency (CTSA) provides
transportation services within Del Norte County and to Eureka for clients of the Del Norte
Association for Developmental Services (DNADS). The service is generally limited to DNADS-
sponsored programs, appointments, and work sites. The CTSA also services the Hiouchi area and
provides transportation for senior citizens in the Crescent City area and along US 101.

Existing Bicycle and Pedestrian Facilities

Bicycle facilities exist throughout Del Norte County. The locations of existing bicycle facilities
are shown on Figure 2.1.5-1. Parts of US 101 in Del Norte County are designated as the Pacific
Coast Bike Route and have marked bicycle lanes. However, bicyclists are permitted to use all
roads in the area. US 199 has 0- to 8-foot shoulders throughout the study area. Only the first 3
miles of SR 197 north of US 199 have paved shoulders. On US 199, approximately 1 mile of
roadway through Gasquet has designated bicycle lanes in both directions.

According to the 2007 RTP, there are no pedestrian facilities along SR 197, US 199, or US 101
in the study area. Most pedestrian facilities in the county are located in downtown Crescent City.

Field observations indicated some bicycle travel along the US 101 and US 199 corridors. The
field-observed bicycle travel on US 199 was concentrated in Gasquet. Pedestrian activity was
only observed in the urban areas and within Redwood National Park.

Existing Traffic Operations

Existing traffic operations were analyzed under 2008 conditions based on field-collected data,
including traffic counts, geometrics, and traffic controls. The operations analysis included peak-
hour LOS results for roadway segments. Traffic counts were conducted Monday through
Sunday. The peak-hour traffic volumes were determined by finding the highest-volume AM
(before noon) and PM (after noon) hours between Tuesday and Thursday for weekday analysis
and between Friday and Sunday for weekend analysis. No unusual events (e.g., collisions)
occurred during data collection that might have affected traffic counts, so the data is
representative of weekday travel in the study area.

The study roadways have low traffic volumes with substantial capacity for future growth. Traffic
generally flows at free-flow speeds on all study roadways. While all the study roadway segments
operate at an acceptable LOS, the segments of SR 197 and US 199 where the roadway
improvements are proposed have collision rates (Fatal + Injury collision rate and Total collision
rate) that are generally higher than the average rate for similar facilities in California. The only |
locations with a lower collision rate compared to the statewide average for similar facilities are
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Ruby 1 (for both Fatal + Injury and Total collision rates compared to the statewide average for
similar facilities in California), Patrick Creek Narrows Location 3 (it has a higher Fatal + Injury
collision rate but a lower Total collision rate compared to the statewide average for similar
facilities in California), and the Narrows (it has a lower Fatal + Injury collision rate but a higher
Total collision rate compared to the statewide average for similar facilities in CA). Collision
rates and related information are provided in Section 1.2.2.2, “Corridor Collision Rates,” in
Chapter 1.

Figure 2.1.5-2 shows the existing roadway network, including functional classifications and
number of travel lanes. Figures 2.1.5-3 and 2.1.5-4 show the existing overall traffic and truck
volumes and LOS for the AM and PM peak hours on weekdays and weekends, respectively. This
information was used with the 2008 daily traffic count estimates and LOS capacity thresholds
contained in Tables 2.1.5-1 and 2.1.5-2 to determine the existing daily LOS for each study
roadway segment.

Table 2.1.5-1. Two-Lane Highway Level of Service Descriptions

Class | Class Il
Level of - -
Service Percent Time Average Travel Percent Time
Spent Following Speed (mph) Spent Following

A 0to 35 >55 0to 40

B >35 to 50 >50 to 55 >40 to 55

C >50 to 65 >45 to 50 >55t0 70

D >65 to 80 >40 to 45 >70 to 85

E >80 0to 40 >85

F See note below

Note: LOS F applies whenever the demand exceeds the segment capacity.
Source: Transportation Research Board 2000.

Table 2.1.5-2. Multi-Lane Highway Level of Service Descriptions

Level of Maximum Density (Passenger Cars per Mile per Lane)
Service 60 mph 55 mph 50 mph 45 mph
(Free-Flow Speed) | (Free-Flow Speed) | (Free-Flow Speed) | (Free-Flow Speed)
A 0to 11 0to 11 0to 11 0to 11
B >111t0 18 >111t0 18 >111t0 18 >111t0 18
C >18 to 26 >18 to 26 >18 to 26 >18 to 26
D >26 to 35 >26 to 35 >26 to 35 >26 to 35
E >35 to 40 >35 to 41 >35t0 43 >35 to 45
F See note below

Note: LOS F applies whenever the demand exceeds the segment capacity.
Source: Transportation Research Board 2000.

Table 2.1.5-3 displays the existing 2008 weekday and weekend LOS and percent time spent
following for two-lane highway directional segments, as well as LOS and density for multi-lane
highway segments. Figures 2.1.5-3 and 2.1.5-4 also show the results of the directional segment
LOS analysis for weekdays and weekends, respectively; Appendix E of the traffic analysis
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Source: Fehr & Peers. 2010. 197/199 Safe STAA Access Project. Revised Traffic Analysis. January.
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Figure 2.1.5-1
Existing Bicycle Facilities







Source: Fehr & Peers. 2010. 197/199 Safe STAA Access Project. Revised Traffic Analysis. January.
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Figure 2.1.5-2
Existing Lane Geometry and Roadway Classifications
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Figure 2.1.5-3

Existing Weekday Peak-Hour Traffic Volumes and Level of Service
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Figure 2.1.5-4

Existing Weekend Peak-Hour Traffic Volumes and Level of Service
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Table 2.1.5-3. 2008 Directional Segment Peak-Hour
Level of Service and Percent Time Spent Following

Percent Percent
Location Direction LOS | Time Spent Direction LOS | Time Spent
(AM/PM) | Following (AM/PM) | Following
(AM/PM) (AM/PM)
US 199—US 101 to SR 197 Weekday East B/C 47/59 West c/C 68/61
Weekend B/C 54/60 C/B 57/55
US 199—SR 197 to Gasquet Weekday East C/C 62/60 West c/C 63/59
Weekend B/B 53/53 C/IC 61/67
US 199—Gasquet to four lanes Weekday North C/C 62/60 South c/C 63/59
Weekend B/B 54/53 CiC 61/67
US 199—Four lanes to two lanes | Weekday North A/A 2/2* South A/A 2/2*
Weekend A/A 2/3* A/A 3/2*
US 199—Two lanes to Patrick Weekday North B/B 42/47 South B/B 54/50
Creek Weekend B/B 41/48 C/B 61/55
US 199—Patrick Creek to four Weekday North B/B 45/51 South B/B 54/50
lanes Weekend B/B 44/52 C/B 61/55
US 199—four lane section Weekday North A/A 2/3* South A/A 2/2*
Weekend A/A 2/4* A/A 4/2*
US 199—four lanes to Collier Weekday North B/B 43/48 South B/B 54/50
Tunnel Weekend B/B 42/49 CIC 61/53
US 199—~Collier Tunnel to Weekday North B/C 55/62 South B/B 45/42
California/Oregon state line Weekend B/C 54/62 B/B 51/46
SR 197—US 199 to US 101 Weekday North B/A 41/40 South B/C 43/55
Weekend A/A 33/35 B/C 53/59
US 101—Crescent City to US 199 | Weekday North A/A 3/5* South A/A 7/5*
Weekend A/A 3/5* A/A 7/4*
US 101—SR 197 to PM 39.98 Weekday North C/iC 55/66 South C/IC 65/58
Weekend C/iC 59/60 C/IC 60/63
US 101—PM 39.98 to Weekday North C/C 55/66 South c/C 65/58
California/Oregon state line Weekend C/C 59/60 C/C 60/63

* Denotes the multi-lane measure of effectiveness density in passenger cars per mile per lane.

contains the detailed LOS reports (Fehr & Peers 2010). The results illustrated in Table 2.1.5-3
indicate that all of the directional segments operate at acceptable levels (LOS C or better) based
on the thresholds established in the route concept reports for the respective highways (California
Department of Transportation 1999a, 1999b, 2002).

2030 Roadway Characteristics (without Project)

The 2030 traffic conditions analysis assumes that the Richardson Grove Improvements Project
will be completed. The Richardson Grove Improvements Project is a realignment project along
US 101 in southern Humboldt County to provide access to STAA trucks. The completion of the
Richardson Grove Improvements Project would provide an open, continuous STAA-accessible
route from the Bay Area north to the California/Oregon state line. This roadway condition will
exist on US 101 when the Richardson Grove Improvements Project is completed, regardless of
the proposed improvements on SR 197 and US 199.
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In addition to the Richardson Grove Improvements Project, there are planned improvements for
the US 101/SR 197 intersection in conjunction with a separate Department project, the Dr. Fine
Bridge Project (Hum-101, EA 43640). The existing Dr. Fine Bridge alignment would shift,
requiring modifications to the US 101/SR 197 intersection. However, because detailed
information is not available, the proposed improvements from the Dr. Fine Bridge Project were
not incorporated into the 2030 traffic conditions analysis for this project. The Dr. Fine Bridge
Project and the resulting improvements to the US 101/SR 197 intersection are planned to occur
regardless of the proposed improvements on SR 197 and US 199.

2030 Transit Facilities and Services (without Project)

The 2030 transit system will be very similar to the current transit system in Del Norte County.
According to the RCT manager, in the near future, the Oregon Department of Transportation will
be sponsoring transit service from Grants Pass to Crescent City along US 199 (Wall pers.
comm.). Specialized service for the elderly and disabled is also planned for US 199, which will
serve the route one to two times per week. There are no plans to extend RCT service or dial-a-
ride service into the SR 197 and US 199 area.

2030 Bicycle and Pedestrian Facilities (without Project)

The bicycle network along the major routes in the study area should remain largely unchanged in
the future, except for the building of the Coast to Caves Trail. The Coast to Caves Trail would
follow US 199 from roughly Hiouchi until just before Gasquet. According to the Del Norte
County and Crescent City 2007 Bicycle Facilities Plan Update, the trail would originate in
Crescent City, and extend to Oregon Caves National Monument in Josephine County, Oregon.
There are no major pedestrian improvements planned along either SR 197 or US 199.

2030 Traffic Operations (without Project)

Department data were used to develop 2030 without-project traffic volume forecasts (using 20-
year linear growth factors) for the area roadways. The resulting 2030 with and without-project |
ADT volumes and heavy-truck percentages for each study roadway segment are shown in Figure
2.1.5-5 and summarized in Table 2.1.5-4.

The 2030 without-project conditions analysis used Highway Capacity Software to analyze
roadway segment LOS. The measures of effectiveness for the two-lane highway directional
segment analysis are the percentage of time spent following and average travel speed. The
measures of effectiveness for the multi-lane highway segment analysis are density and free-flow
speed. LOS provides a quality-of-service measurement (in an A—F scale) for both two-lane
highway directional segment analysis and multi-lane highway segment analysis. Table 2.1.5-5
displays the 2030 without-project weekday and weekend LOS, percent time spent following, and
density for the study roadway segments. The results of the directional segment LOS analysis
(peak-hour volumes and LOS) for weekdays and weekends are also shown on Figures 2.1.5-6
and 2.1.5-7, respectively.
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Figure 2.1.5-5
2030 Without-Project ADT Traffic Volumes and Heavy Truck Percentages
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Figure 2.1.5-7

2030 Without-Project Weekend Peak-Hour Traffic Volumes and Levels of Service
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Figure 2.1.5-6
2030 Without-Project Weekday Peak-Hour Traffic Volumes and Levels of Service
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Table 2.1.5-4. Projected 2030 Average Daily Traffic Volumes

and Heavy-Truck Percentages With and Without Project

2030 Without Project 2030 With Project
Average Average
ADT Heavy-Truck Daily ADT Heavy-Truck Daily
Location Volume | (Percentage) Trucks Volume | (Percentage) | Trucks
US 199—US 101 to SR 197 4,567 13 594 4567 13 594
US 199—SR 197 to Gasquet 5,703 10 570 5795 11 637
US 199—Gasquet to
California/Oregon state line 3,408 7 579 3500 19 665
SR 197—US 199 to US 101 2,622 15 393 2714 18 489
US 101—Crescent City to US 199 12,524 13 1628 12616 14 1766
US 101—SR 197 to midway to
state line 9,711 13 1262 9803 14 1372
US 101—Midway to state line to
California/Oregon state line 10,515 13 1367 10607 14 1485
Table 2.1.5-5. 2030 Without-Project Directional Segment Peak-Hour
Level of Service and Percent Time Spent Following
Percent Percent
Location Direction LOS | Time Spent Direction LOS | Time Spent
(AM/PM) | Following (AM/PM)| Following
(AM/PM) (AM/PM)
US 199—US 101 to SR 197 Weekday East B/B 52/54 West D/C 72/56
Weekend C/B 61/55 c/C 60/59
US 199—SR 197 to Gasquet Weekday East C/IC 65/64 West C/IC 58/62
Weekend c/C 59/56 c/C 67/69
US 199—Gasquet to four lanes | Weekday North C/IC 65/64 South C/IC 58/62
Weekend c/C 59/56 c/C 67/69
US 199—four lanes to two lanes | Weekday North A/A 2/3* South A/A 2/2*
Weekend A/A 2/3* A/A 3/2*
US 199—two lanes to Patrick Weekday North B/B 44/43 South C/C 57/60
Creek Weekend B/B 45/54 C/B 67/52
US 199—Patrick Creek to four Weekday North B/B 49/49 South C/C 57/60
lanes Weekend B/C 49/58 C/B 67/52
US 199—Four-lane section Weekday North A/A 3/4* South A/A 3/3*
Weekend A/A 3/4* A/A 5/3*
US 199—four lanes to Collier Weekday North B/B 46/43 South C/C 57/60
Tunnel Weekend B/B 46/55 C/B 67/52
US 199—=Collier Tunnel to Weekday North C/C 59/56 South B/B 49/50
Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 2.1-71




Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

Percent Percent
Location Direction LOS |Time Spent Direction LOS | Time Spent

(AM/PM) | Following (AM/PM)| Following

(AM/PM) (AM/PM)
California/Oregon state line Weekend C/C 59/69 C/B 57/44
SR 197—US 199 to US 101 Weekday North B/B 47/48 South B/C 50/63
Weekend B/B 42/44 c/C 61/61
US 101—Crescent City to US 199 | Weekday North A/A 4/6* South A/A 9/5*
Weekend A/A 4/7* A/A 9/5*
US 101—SR 197 to PM 39.98 Weekday North C/D 61/73 South D/C 70/65
Weekend C/D 66/68 c/C 65/70
US 101—PM 39.98 to Weekday North C/D 63/75 South D/C 73167
California/Oregon state line Weekend c/D 67/70 c/D 67/72

* Denotes the multi-lane measure of effectiveness density in passenger cars per mile per lane.

The 2030 without-project conditions analysis indicates the study roadways have a substantial
amount of capacity for future growth on most segments, and traffic generally flows at free-flow
speeds on most study roadways. The analysis indicates the two-lane sections of US 101 will
experience a higher percent time spent following than other roadways in the study area. As
shown in Table 2.1.5-5, all roadway segments operate better than their concept LOS.

2.1.5.3 Environmental Consequences

All the build alternatives would provide the same level of improvement and therefore would
have the same operational consequences. To obtain future with-project peak-hour truck volumes,
the latent demand of STAA trucks (taking into account induced growth to 2030) was
proportionally distributed to each study roadway segment based on the percentage of existing
daily trucks within the peak hour. The methodology for determining latent demand is described
in the traffic analysis (Fehr & Peers 2010). The proposed project is expected to increase traffic
by 92 trucks per day.

The future 2030 with-project analysis evaluates the roadways during the peak travel periods of
the day under 2030 traffic and geometric conditions with the changes in truck traffic due to the
proposed STAA improvements. Figure 2.1.5-8 shows the projected ADT volumes and heavy-
truck percentages in 2030; technical data supporting these findings are included in Appendix E
of the traffic analysis (Fehr & Peers 2010).

The measures of effectiveness for the two-lane highway directional segment analysis are the
percentage of time spent following and average travel speed. The measures of effectiveness for
the multi-lane highway segment analysis are density and free-flow speed. LOS provides a
quality-of-service measurement (in an A—F scale) for both two-lane highway directional segment
analysis and multi-lane highway segment analysis. Table 2.1.5-6 displays the 2030 with-project
weekday and weekend LOS, percent time spent following, and density for the study roadway
segments. Figures 2.1.5-9 and 2.1.5-10 indicate the results of the directional segment LOS
analysis for weekdays and weekends, respectively.
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Source: Fehr & Peers. 2010. 197/199 Safe STAA Access Project. Revised Traffic Analysis. January.
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Figure 2.1.5-8
2030 With-Project ADT Volumes and Heavy Truck Percentages
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Figure 2.1.5-9
2030 With-Project Weekday Peak-Hour Traffic Volumes and Levels of Service
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Figure 2.1.5-10

2030 With-Project Weekend Peak-Hour Traffic Volumes and Levels of Service
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Table 2.1.5-6. 2030 With-Project Directional Segment Peak-Hour
Level of Service and Percent Time Spent Following

Percent Percent
Location Direction LOS | Time Spent Direction LOS | Time Spent
(AM/PM) | Following (AM/PM) | Following
(AM/PM) (AM/PM)

US 199—US 101 to SR 197 Weekday East B/C 47/59 West C/C 68/61
Weekend B/C 54/60 C/B 58/55
US 199—SR 197 to Gasquet Weekday East Cc/C 64/63 West C/C 61/63
Weekend CiC 61/62 C/iC 60/63
US 199—Gasquet to four lanes Weekday North Cc/C 64/63 South C/C 61/63
Weekend CiC 61/62 C/iC 60/63
US 199—four lanes to two lanes | Weekday North A/A 2/3* South A/A 2/2*
Weekend A/A 2/3* A/A 4/2*
US 199—two lanes to Patrick Weekday North B/B 45/45 South C/IC 55/59
Creek Weekend B/B 47147 CIC 60/62
US 199—Patrick Creek to four Weekday North B/B 49/49 South C/iC 55/59
lanes Weekend B/B 50/50 CIC 60/62
US 199—Four-lane section Weekday North A/A 3/4* South A/A 3/3*
Weekend A/A 3/5* A/A 5/3*
US 199—four lanes to Collier Weekday North B/B 46/46 South C/iC 55/59
Tunnel Weekend B/B 47/48 C/B 60/62
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Percent Percent
Location Direction LOS |Time Spent Direction LOS |Time Spent

(AM/PM) | Following (AM/PM) | Following

(AM/PM) (AM/PM)
US 199—=Collier Tunnel to Weekday North C/IC 59/59 South B/B 47/50
California/Oregon state line Weekend c/C 61/60 B/B 51/52
SR 197—US 199 to US 101 Weekday North B/C 53/56 South B/C 49/57
Weekend B/C 54/57 B/B 45/51
US 101—Crescent City to US 199 | Weekday North A/A a4/7* South A/A 9/6*
Weekend A/A 4/7* A/A 10/5*
US 101—SR 197 to PM 39.98 Weekday North C/D 65/71 South c/C 67/67
Weekend c/C 67/69 c/C 64/69
US 101—PM 39.98 to Weekday North C/D 67/73 South C/C 69/69
California/Oregon state line Weekend Cc/D 69/71 C/D 63/71

* Denotes the multi-lane measure of effectiveness density in passenger cars per mile per lane.

All of the directional segments would operate at acceptable levels based on the thresholds
established in the route concept reports for SR 197, US 199, and US 101 (California Department
of Transportation 1999a, 1999b, 2002). For SR 197, all segments would operate at LOS C or
better (target LOS E). All segments of US 199 would operate at LOS D or better (target LOS D).
All two-lane segments of US 101 would operate at LOS D or better (target LOS D for two-lane
segments in rural areas). Therefore, the increase in truck traffic by 2030 due to the project would
not result in an adverse effect on traffic operations.

The difference between the 2030 without-project and 2030 with-project conditions is the increase
in truck traffic (i.e., 92 trucks per day). This increase in truck traffic, when compared with
existing conditions, is another measure of the project’s impact on traffic conditions. If the
additional 92 trucks per day, when applied to existing conditions, results in segments on SR 197
operating at LOS E or worse, segments on US 199 operating at LOS D or worse, and segments
on US 101 operating at LOS D or worse, then there would be an adverse effect on traffic
operations. As described above, the additional 92 trucks per day under 2030 conditions would
not result in an adverse effect. Levels of service and the percentage of time spent following
under existing conditions, shown in Table 2.1.5-3, are the same in 2030, with only three
exceptions. Existing conditions, even with the additional 92 trucks per day in 2030, are better
than the LOS standards for each roadway segment. Therefore, existing conditions are able to
accommodate the increase in truck traffic expected as a result of full buildout of the project.
When the additional 92 trucks per day in 2030 is compared with existing conditions, there is no
adverse effect on traffic operations.

The results of the 2030 with-project analysis indicate that all roadway segments in the 2030
with-project scenario would operate at or better than their target LOS. Accordingly, traffic is
expected to continue to flow at free-flow speeds on all study roadways. Although the project
does not include specific transit, pedestrian, or bicycle improvements, it will allow improved
access to and from Crescent City for transit and would not degrade the minimal existing bicycle
and pedestrian facilities within the study area.
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No Build (No Action) Alternative

Under the No Build (No Action) Alternative, there would be no improved access to or from
Crescent City for transit. Increases in truck traffic predicted with the improvements would not
occur. There would be no change to existing bicycle and pedestrian facilities.

2.1.5.4 Avoidance, Minimization, and/or Mitigation Measures

No long-term mitigation measures are necessary. Measures necessary during project construction
are detailed in Section 2.4, “Construction Impacts,” under “Community Impacts” and “Traffic
and Transportation.”

2.1.6 Visual/Aesthetics
2.1.6.1 Regulatory Setting

NEPA and CEQA

NEPA establishes that the Federal government use all practicable means to ensure all Americans
safe, healthful, productive, and aesthetically (emphasis added) and culturally pleasing
surroundings (42 United States Code [U.S.C.] 4331[b][2]). To further emphasize this point,
FHWA in its implementation of NEPA (23 U.S.C. 109[h]) directs that final decisions regarding
projects are to be made in the best overall public interest taking into account adverse
environmental impacts, including among others, the destruction or disruption of aesthetic values.

Likewise, CEQA establishes that it is the policy of the state to take all action necessary to
provide the people of the state “with...enjoyment of aesthetic, natural, scenic and historic
environmental qualities” (California Public Resources Code Section 21001[b]).

Forest Service

Six Rivers National Forest Land Resource Management Plan

Portions of the project area fall within parcels of the Six Rivers National Forest, which are
managed in accordance with the Six Rivers National Forest Land and Resource Management
Plan (Six Rivers RMP). The purpose of this plan is to guide the integrated protection and use of
forest resources. The Six Rivers RMP designates Management Area 7, the Smith River National
Recreation Area (NRA), which is the management unit within which US 199 and the Middle
Fork Smith River fall. The Smith River NRA was designated in November 1990, with the
primary goals to “emphasize, protect, and enhance the unique biological diversity; anadromous
fisheries; and the wild, scenic, and recreational potential of the Smith River while providing
sustained yields of forest products” (U.S. Forest Service 1995). The Smith River NRA
Management Plan serves as the management plan that satisfies the requirements of the Wild and
Scenic Rivers Act (Sec. 460bbb-7) (Public Law 101-612 1990). Under this act, the project sites
along US 199 fall within the Middle Fork-Highway 199 management area (Sec. 460bbb-3.b.2.C)
where “the management emphasis for the Middle Fork-Highway 199 management area shall be
on maintaining wildlife values and providing for a full range of recreation uses, with particular
emphasis on the scenic and recreation values associated with the Smith River, old growth
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redwoods, and California State Highway 199.” In addition to the Middle Fork Smith River, the
following tributaries in the project area are designated recreational rivers:

e Monkey Creek from its headwaters in the northeast quadrant of section 12 T18N R3E, as
depicted on the 1951 U.S. Geological Survey (USGS) 15-minute Gasquet topographic map,
to its confluence with the Middle Fork Smith River.

e Patrick Creek from the junction of the East and West Forks of Patrick Creek to the
confluence with the Middle Fork Smith River.

e Kelly Creek from its source in Section 32 T17N R3E as depicted on 1951 USGS 15-minute
Gasquet topographic map to the confluence with the Middle Fork Smith River.

Smith River National Recreation Area Management Plan/Wild and Scenic Rivers

The project area lies within Management Area 3, Middle Fork Management Area, of the Smith
River NRA, which emphasizes maintaining wildlife values, scenic and recreation values of the
Smith River, offering a full range of recreational uses, and managing the Scenic Byway, US 199
(U.S. Forest Service 1992). According to the NRA, all areas of the Smith River NRA shall:

2.

Provide and maintain adequate public access, including vehicular roads for general
recreational activities such as camping, hiking, hunting and fishing.

Preserve stands and groves of old-growth redwood. Individual large trees in scenic areas will
also be retained. Isolated redwood trees in timber production areas may be removed.

Consistent with applicable requirements of law, permit removal of trees in those management
areas where timber harvest is not specifically authorized, when necessary for human health
and safety, to maintain trails or existing roads, for the development of recreation or other
facilities, for the protection of the recreation area in the event of fire, or to improve fish and
wildlife habitat. Timber damaged or downed in these areas as a result of fire, insects, disease,
blow down or other natural events shall otherwise be retained in its natural condition, with
removal permitted only upon written determination by the Secretary of Agriculture, based
upon written findings, that such removal is necessary to provide for or maintain or enhance
biological and ecological diversity, without regard for the commodity value of the timber.
Such a decision shall not be delegable by the Secretary but shall be subject to administrative
appeal and judicial review.

12. Provide for the restoration of landscapes damaged by past human activity consistent with the

NRA Act.

16. Acquire by purchase, donation, exchange, or otherwise lands, waters, or interests therein,

including scenic or other easements, and structures or other improvements on lands so
acquired within the boundaries of the NRA. An offer to sell, exchange or otherwise dispose
of such property by an individual or organization will be given prompt consideration.

Also, Management Area 3, Middle Fork Management Area shall:

a) Provide visitor services for the visiting public including: developed campgrounds, vista
points, river access, river oriented day-use facilities, and natural and historical resource
interpretation.

b) Incorporate National Scenic Byway management direction when it is completed.

c) Manage for wildlife and scenic values consistent with the objectives of the NRA.
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The Middle Fork Smith River is designated as a Recreational River within the project area on
US 199 and, therefore, shall be managed in accordance with the Wild and Scenic Rivers Act and
with the Smith River NRA Management Plan. The inner gorge of the river to up to one-quarter
of a mile from the inner gorge shall be protected, and removal of trees within this area may occur
only “when necessary for human health and safety, to maintain trails or existing roads, for the
development of recreation and other facilities, for the protection of the recreation area in the
event of fire, or to improve fish and wildlife habitat.”

The main stem of the Smith River is also designated as a Recreational River within the project
area on SR 197 and therefore shall be managed in accordance with the National Wild and Scenic
Rivers Act (U.S. Forest Service 1992).

The Six Rivers RMP states that there are areas that have been identified as having the visual
quality objectives (VQO) of Retention in the foreground of US 199 (Pass pers. comm.);
however, the Smith River Plan does not have these areas mapped. Retention signifies areas
where management activities are not visually evident, resulting in a natural appearance. The
primary goal of retention VQO is to maintain a natural or near-natural visual condition and to
manage human activities so they are not a prominent feature within the characteristic landscape
and are not evident to the casual Forest visitor (U.S. Forest Service 1995). In addition, the
desired condition for areas managed to meet retention VQOs is that views from visually
important roads and trails will appear forested and provide a natural or near-natural appearance,
and vegetative or ground-disturbing activities will repeat the representative characteristics of the
landscape and will not dominate the visual character of the viewed landscape.

National Scenic Byways Program

US 199 within the Smith River NRA is designated as the Smith River Scenic Byway (National
Scenic Byways Program 2009). Under the National Scenic Byways Program, implemented by
the FHWA, roadways are designated as National Scenic Byways or All-American Roads based
upon their scenic, historic, recreational, cultural, archeological, and/or natural intrinsic
qualities. A road must significantly meet criteria for at least one of the above six intrinsic
qualities to be designated a National Scenic Byway. For the All-American Roads designation,
criteria must be met for multiple intrinsic qualities. Additionally, there must be a local
commitment “provided by communities along the scenic byway that they will undertake
actions, such as zoning and other protective measures, to preserve the scenic, historic,
recreational, cultural, archeological, and natural integrity of the scenic byway and the adjacent
area as identified in the corridor management plan.” In addition, new signs cannot be erected if
they are not in conformance with U.S.C., Title 23, Section 131(c), along any highway that has
been designated as a scenic byway under the state's scenic byway program and includes
highways that are designated scenic byways under the National Scenic Byways Program and
All-American Roads Program, whether or not they are designated as state scenic byways
(Federal Highway Administration 1995).

If these roadways no longer possess the intrinsic qualities that supported their designation, local
commitment has failed to retain these intrinsic qualities, or if the roadways are not maintained in
accordance with their corridor management plan, they can be de-designated.

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 2.1-77



Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

While governed for their scenic qualities by FHWA as described above, these designated byways
fall under jurisdiction of the local county, state (Department), or Forest Service (if on Forest
Service lands) and are, therefore, protected largely under those jurisdictions (Steele pers.
comm.).

Redwood National and State Parks

While portions of SR 197 and US 199 pass through the Redwood National and State Parks, none |
of the proposed project locations occur within the parks or on national or state park lands. In
addition, the proposed project sites would not affect views from or of national park lands.

Jedediah Smith Redwoods State Park

The Jedediah Smith Redwoods State Park is part of the Redwood National and State Parks.
Portions of SR 197 and US 199 pass through the Jedediah Smith Redwoods State Park; however, |
none of the proposed project locations occur on state park lands. Ruby 2 is the project site closest
to the park, and is located over 800 feet north of the northernmost tip of the park. The proposed
project sites would not affect views from or of state park lands.

California Wild and Scenic River System

The Smith River is designated as “recreational” from the “confluence of the Middle and South
Forks to its mouth at the Pacific Ocean,” as is the Middle Fork Smith River from “one-half mile
upstream from the confluence with Knopki Creek to the confluence with South Fork Smith
River.” These segments are protected under the California Wild and Scenic Rivers Act
(California Public Resources Code [PRC] Sections 5093.50 et seq.). This act preserves certain
designated rivers in their free-flowing state for the benefit and enjoyment of the public. These
rivers must possess extraordinary scenic, recreational, fishery, or wildlife values. The Natural
Resources Agency is responsible for coordinating activities of state agencies that may affect
these designated rivers. In addition to the Middle Fork Smith River, the following tributaries in
the project area are designated recreational rivers:

e Monkey Creek from the northern boundary of Section 26 T18N R3E to the confluence with
the Middle Fork Smith River.

e Patrick Creek from the junction of East and West Forks of Patrick Creek to the confluence
with the Middle Fork Smith River.

e Kelly Creek from its source in Section 32 T17N R3E, as depicted on the 1951 USGS 15-
minute Gasquet topographic map, to the confluence with the Middle Fork Smith River.

As per PRC 5093.54(c) “recreational” rivers are “those rivers or segments of rivers that are
readily accessible by road or railroad, that may have some development along their shorelines,
and that may have undergone some impoundment or diversion in the past.”

California Scenic Highway Program

While SR 197 and US 199 are Eligible State Scenic Highways, there are no roadways in or near
the project vicinity that are designated as an Official State Scenic Highway worthy of protection
for maintaining and enhancing scenic viewsheds (California Department of Transportation
2009). Accordingly, state scenic highway guidelines do not apply.
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Del Norte County General Plan

The project site lies within the Smith River Canyons Planning Subarea that is identified in the
Del Norte County General Plan (Del Norte County 2003) as an area of timber and recreational
resources. General plan policies related to water resources, flood hazards, the Smith Canyon
subarea, and scenic resources are applicable to the proposed project.

2.1.6.2 Affected Environment

This chapter evaluates the potential impacts to visual resources from implementation of the
project. The analysis presented in this chapter is based on the Visual Impact Assessment 197/199
Safe STAA Access Project, Del Norte County (ICF International 2010).

Regional Visual Character

The project is located in the Klamath Mountains of Del Norte County and within 15 miles
northeast of Crescent City. The project region, as discussed in this section, is considered to be
the area within a 30-mile radius of the project location.

The project region lies within the mountainous terrain of the Klamath Mountains. It is primarily
forested except along the western edge of the region, where the forest transitions to light
agriculture and the developed towns of Crescent City and Fort Dick to the Pacific coastline and
ocean. The dominant types of natural vegetation are Douglas-fir and redwood forests and
riparian species along drainages in the region. Water features in the project region include the
Pacific Ocean, Lake Earl, and the Chetco, Whinchuck, Klamath, and Trinity Rivers.

A mix of agricultural, developed, and forested mountain landscapes characterize the project
region. The landscape pattern is influenced by the mountainous terrain and development
centralized along major transportation corridors. The visual quality of the project region and the
area immediately surrounding the project area is moderately high in vividness, intactness, and
unity. (The project areas shown in Figure 1-1 are defined as the area proposed for any ground-
disturbing activities, such as construction activities, construction staging area, and construction
access.)

Project Vicinity Visual Character

The project vicinity is defined as the area closest to the project sites, within 0.5 mile of the sites
along SR 197 and US 199. SR 197 is a winding roadway that roughly follows the Smith River in
a northwest—southeast direction. The roadway snakes through the redwood forest, and small
groupings of residential development are scattered along the length of the roadway to the east
and west. The viewshed from SR 197 can change from an almost tunnel-like corridor, with only
foreground views, that is walled by tall evergreen trees and bends in the road to being somewhat
open with foreground views of residential development. Much of this development is nestled
within the surrounding forest, abutting and adjacent to the right-of-way. Middleground views are
mostly limited by vegetation and residential structures. The federal- and state-designated Wild
and Scenic Smith River meanders over a mix of coarse gravel and bed rock river bed, creating a
number of large gravel bars, supporting varying amounts of riparian vegetation along its banks
and on its gravel bars. The Jedediah Smith Redwoods State Park/Redwoods National Park falls
within the vicinity and is located west of SR 197. The only camping along SR 197 within the
project vicinity is within Ruby Van Deventer County Park. Camping is also available at the
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Jedediah Smith Campground, within Jedediah Smith Redwoods State Park, approximately

4 miles to the south of Ruby Van Deventer County Park along SR 197. Development in the
project vicinity of SR 197 is limited because the area consists of forested terrain, largely
comprised of designated state and national park and forest lands. The Smith River is the primary
water feature in the vicinity.

US 199 is a winding roadway that follows the Middle Fork Smith River in a northeast—southwest
direction. The roadway roughly parallels the river to the north, except for small portions where
the roadway bridges the river, follows to the south, then crosses back over and continues to
follow to the north again. The roadway snakes through the Douglas-fir forest and gently climbs
and descends through the landscape. Traveling near the base of the slopes, above the river valley,
the roadside character to the north slopes almost immediately upwards and changes from nearly
vertical exposed rock faces, to densely vegetated steep and vertical faces, to scree-covered cut
slopes, and to a combination in between. To the south, a steep embankment drops down to the
river. As with to the north, this embankment varies to being scarcely vegetated, rocky slopes to
densely vegetated. The federal- and state-designated Wild and Scenic River flows over mostly
bedrock, which limits the amount of riparian vegetation that can be supported by such terrain and
substrate. In some places, the road is cut down into the terrain; and instead of the typical
embankment, the result is a vegetated berm to the south of the roadway that then drops down to
the river.

The viewshed from US 199 can change from an almost tunnel-like corridor, with only
foreground views, that is walled by tall evergreen trees, steeps slopes, and bends in the road to
being open with foreground views of the river valley and middleground views of the nearby
ridges and peaks framed by foreground slopes and vegetation. Development in the vicinity is
limited to the Patrick Creek Lodge and private residences in Washington Flat, near Patrick Creek
Narrows Location 3. The nearest Forest Service campground is located less than 0.25 mile to the
west of the Patrick Creek Lodge, outside the project vicinity (U.S. Forest Service 2009). The US
199 project sites are located within the Smith River NRA within the Six Rivers National Forest
that, along with terrain and special designations, limits development in the vicinity. The Middle
Fork Smith River and its tributaries, such as Little Jones and Monkey Creeks, are the primary
water features in the vicinity.

The visual quality of the project vicinity is moderately high in vividness, intactness, and unity
because of the scenic nature of viewsheds, the presence of a picturesque waterway, and the lack
of visual obstructions caused by manmade elements. Views to the background are not present
because they are screened or blocked by terrain, location of viewing locations in the landscape,
and existing vegetation.

Study Area Landscape Units and Key Viewpoints

The proposed project consists of two separate sites along SR 197 and five separate sites along
US 199, which causes a distinct separation between sites at which viewer groups would be
affected by the proposed project. Therefore, for this analysis, the area surrounding the project
sites has been subdivided into seven landscape units (Landscape Units 1-7) that are based on
specific vantage points and differing sensitivities of those affected by the proposed project.
Landscape Units 1-7 are designated Ruby 1, Ruby 2, Patrick Creek Narrows Location 1, Patrick
Creek Narrows Location 2, Patrick Creek Narrows Location 3, the Narrows, and Washington
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Curve, respectively, and are shown in Figure 2.1.6-1. These landscape units provide the
framework for the analysis below. Key viewpoints, shown in Figures 2.1.6-2a through 2.1.6-2i,
have been chosen for their representation of the landscape unit within which they are located and
the viewers affected.

Landscape Unit 1—Ruby 1

Landscape Unit 1 includes the 687-foot construction corridor along SR 197 and the areas
adjacent to the corridor, including Ruby Van Deventer County Park located west of SR 197 and
the quarry. Viewers in this unit are park users and travelers on SR 197. The roadway is winding
with vegetation on either side that limits views to the foreground. A quarry is located on the east
side of the roadway, which can be seen from the park and near the entry to the quarry (Figure
2.1.6-3a, Photo 1). While vegetation partly blocks quarry activities, the quarry is not adequately
screened, and it detracts from the unity and intactness of the Landscape Unit. A utility line with
wooden poles runs along the west side of the roadway, but the poles are shorter than the nearby
tree canopies and are made of a natural material; therefore, they do not stand out against their
surroundings. There are no street lights along this section of roadway. Vegetation also blocks
middleground and background views to the surrounding area and region. Foreground views
consist of the winding roadway, coast redwood forest, and limited glimpses of the Smith River
and its gravel bar at this location (Figure 2.1.6-3a, Photo 2). Views along the roadway are scenic
yet somewhat typical of the region where there are many roadways that wind through the
redwoods along waterways.

Landscape Unit 2—Ruby 2

Landscape Unit 2 includes the 2,307-foot construction corridor along SR 197 and the residences
adjacent to and west of the corridor. Viewers in this unit are residents and travelers on SR 197.
The roadway is winding with vegetation on either side that limits views to the foreground. The
east side of the roadway is forested. While native vegetation and ornamental landscaping along
the roadway right-of-way partly blocks views of and from the roadway, and private residences
are set back off the road between 200 and 300 feet, these properties have large open lawns with
little screening other than the roadside vegetation (Figure 2.1.6-3b, Photo 3). Views to the Smith
River are obscured by the residences and dense vegetation located between the residences and
the river. A utility line with wooden poles runs along both sides of the roadway as it zigzags
throughout the corridor, crossing the roadway several times. However, the poles are shorter than
the nearby tree canopies and are made of a natural material; therefore, they do not stand out
against their surroundings. Thrie-beam metal guardrails are located along portions of the
corridor, along with standard roadway safety signage and markers, but these elements are only
minimally intrusive given the scenic quality of the roadway and limited usage. There are no
street lights along this section of roadway. Vegetation and residences block middleground and
background views to the surrounding area and region. Foreground views consist of the winding
roadway, coast redwood forest, and the residences at this location (Figure 2.1.6-3b, Photo 4).
While this area is generally naturalized, the presence of the residences detracts from the unity
and intactness of the Landscape Unit. Views along the roadway are scenic yet somewhat typical
of the region where there are many roadways that wind through the redwoods with scattered
residences located off the roadway.
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Landscape Unit 3—Patrick Creek Narrows Location 1

Landscape Unit 3 includes the 600-foot corridor along US 199, the downhill embankment and
Middle Fork Smith River to the east, and the uphill slope to the west. Viewers are travelers on
US 199, which curves through this landscape unit, following the Middle Fork Smith River
located to the south, and separated from it by a thrie-beam guardrail and rocky embankment
spotted with evergreen trees of the surrounding Douglas-fir forest. North of the roadway, the
embankment slopes steeply upwards with an exposed rock and scree-covered cut slope face
(Figure 2.1.6-3c, Photo 5). The top and sides of the cut slope are densely vegetated with
undisturbed pre-existing vegetation. The viewshed from US 199, looking to the east and west,
has open foreground views of the river valley and middleground views of the nearby ridges and
peaks framed by foreground slopes and vegetation (Figure 2.1.6-3c, Photo 6). Views to the
background are not present because they are limited by terrain, location of viewing locations in
the landscape, and existing vegetation. There is no development, street lights, or utility lines in
this landscape unit, but there are a few standard roadway safety signs and markers.

Landscape Unit 4—Patrick Creek Narrows Location 2

Landscape Unit 4 includes the 1,690-foot corridor along US 199 that crosses the Middle Fork
Smith River and shallow roadside embankments. Viewers in this unit are travelers on US 199.
The roadway snakes through the Douglas-fir forest and gently climbs and descends through the
landscape, roughly paralleling the river to the north, crossing the river, and then following it to
the south. The roadside character opposite the river side of the roadway gently slopes up and is
densely vegetated. To the south, a steep embankment drops down to the river. The riverside
embankment has steep, moss-covered rocky slopes that are moderately vegetated. The scenic
viewshed in this unit is somewhat enclosed by the winding nature of the roadway and tall
evergreen trees, with the visual progression of bends meandering through the landscape below
nearby ridges and peaks in the middleground that are framed by foreground slopes and
vegetation (Figure 2.1.6-3d, Photos 7 and 8). The boulder lined pull-off to the south of the
bridge, at the bend in the road, allows roadway travelers the chance to exit their vehicles and to
have immediate and prolonged views of the river (Figure 2.1.6-3e, Photo 9). The bridge, which
allows for views to the river, is an arch bridge built in 1925 that can be seen more closely upon
approach and from the roadside pull-off north of the bridge (Figure 2.1.6-3e, Photo 10).

Landscape Unit 5—Patrick Creek Narrows Location 3

Landscape Unit 5 includes the 686-foot construction corridor along US 199 and the residences
adjacent to and south of the corridor. Viewers in this unit are travelers on US 199 and adjacent
residents. The roadway roughly parallels the river to the north through densely vegetated steep
slopes of Douglas-fir forest and gently climbs when heading east of the landscape (Figure 2.1.6-
3f, Photos 11 and 12). To the south, a densely vegetated, steep embankment drops down to the
river, but the river is not visible along this portion of the roadway. The viewshed from US 199 is
mostly limited to foreground views due to the curvature of the roadway and tall evergreen trees;
however, ridges in the middleground can be seen slightly rising above the tree line based on
location on the roadway. Views to the background are not present because they are limited by
terrain and existing vegetation. Development in the vicinity is limited to a few private residences
south of the roadway that are not readily visible from the roadway; residences views are largely
screened by the dense vegetation along the roadside. There are no street lights or utility lines in
this landscape unit, but there are a few standard roadway safety signs and markers.
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Landscape Unit 6—The Narrows

Landscape Unit 6 includes the 1,584-foot corridor along US 199. Viewers in this unit are
travelers on US 199. The roadway travels near the base of nearly vertical, steep rock cut slopes
to the north that in places have large, overhanging rock outcrops. The exposed rock faces exhibit
mosses and some larger vegetation that has established in interstices in the cut slope (Figure
2.1.6-3g, Photos 13 and 14). To the south, moderately vegetated embankment drops down
steeply toward the river. In certain sections cable mesh drapery has been installed to prevent
falling rock from unstable, vertical rock faces (Figure 2.1.6-3h, Photo 15). This section of US
199 has no shoulders and the vertical cut slope and steep river embankment create a narrow
corridor that requires extra attention and limits roadway travelers’ ability to take in their
surroundings. Around certain curves, there are very quick, limited views of the river (Figure
2.1.6-3h, Photo 16). The viewshed from this landscape unit is mostly limited to foreground views
due to the curvature and narrowness of the roadway, steep rock faces, and tall evergreen trees;
however, ridges in the middleground can be seen slightly rising above the tree line based on
location on the roadway. Views to the background are not present because they are limited by
terrain and existing vegetation. There is no development, street lights, or utility lines in this
landscape unit, but there are thrie-beam guardrails and a few standard roadway safety signs and
markers.

Landscape Unit 7—Washington Curve

Landscape Unit 7 includes the 1,500-foot corridor along US 199. Viewers in this unit are
travelers on US 199. The roadside character to the north slopes almost immediately upwards
with steep-to-nearly vertical exposed soil, rock, and scree-covered faces that exhibit mosses and
some larger growing vegetation that have established in interstices in the cut slope (Figure 2.1.6-
3i, Photo 17). These slopes range in color from grey to red, providing visual interest. To the
north, the slope is vegetated with Douglas-fir forest and knobcone pine on the eastern side of the
ridge. To the south, a thrie-beam guardrail separates traffic from the steep embankment that
drops down to the river (Figure 2.1.6-3i, Photo 18). This embankment is moderately to densely-
vegetated with Douglas-fir forest. The roadway slopes downhill when traveling to the northeast
and uphill in the opposite direction, which allows for views to the surrounding landscape on
certain portions of the curves (Figure 2.1.6-3j, Photos 19 and 20). However, this section of US
199 has no shoulders, although there are a few pull-offs, and the vertical cut slope and steep river
embankment create a narrow corridor that requires extra attention and limits roadway travelers’
ability to take in their surroundings. The viewshed from this landscape unit is mostly limited to
foreground views due to the curvature and grade of the roadway and steep rock faces; however,
ridges in the middleground can be seen slightly rising above the tree line based on location on
the roadway. The river is not visible from the roadway in this landscape unit. Views to the
background are not present because they are limited by terrain and existing vegetation. There is
no development, street lights, or utility lines in this landscape unit, but there are a few standard
roadway safety signs and markers.

Viewer Groups and Responses

Roadway Users

One of the largest viewer groups of the proposed project are travelers along SR 197 and US 199.
Because these routes handle commercial, commuter, and recreational traffic, frequent viewers
include truck drivers, commuters, and recreationists. Speeds on both roadways vary due to their
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winding nature and narrow or no shoulders; and roadway conditions require extra attention and
focus. Residents acquainted with the area driving locally would have a higher awareness of the
proposed project. Tourists and vacationers unfamiliar with the area would be less aware of the
project, with their views oriented toward the surrounding landscape.

Roadway users frequently traveling on roadways generally become familiar with the passing
landscape, and their attention typically is not focused on the passing views. Standard roadway
speeds allow viewers to observe their surroundings and experience the passing landscape and
changing views throughout the project corridor; however, views are of short duration and
roadway users are fleetingly aware of surrounding traffic, road signs, their immediate
surroundings within the automobile, and other visual features. Drivers are less aware of their
greater surroundings because of their concentrated effort on slowing down to handle roadway
curves and focus on oncoming traffic. However, the terrain and bends in the roadway allow for
high quality scenic views for passengers. Overall, roadway users would have moderately low
sensitivity to changes in the visual environment.

Recreationists

Recreationists in the project area primarily include campers, naturalists, fishermen, hikers,
kayakers, and photographers. From Ruby Van Deventer County Park, SR 197 is visible,
primarily from the parking lot near the park entry. Ruby Van Deventer County Park offers

18 campsites under the forest canopy and in proximity to the Smith River, with limited views of
the roadway corridor. US 199 falls within the Smith River NRA of the Six Rivers National
Forest, and the proposed project may be partially visible, at a distance, to hikers on Forest
Service roadways and hiking trails in the area. Campsites at the Forest Service’s Patrick Creek
campground are nestled in the forest, down the slope toward the river, and they have limited
views of the roadway. Recreationists who would view the proposed project are more likely to
regard the natural and built surroundings as a holistic visual experience, yet they have limited,
intermittent viewing durations of the proposed project. Recreationists would be moderately
sensitive to visual changes in the environment because the baseline condition includes the
existing roadway.

Residents

Residents along SR 197 are most likely to be affected by the proposed project because of their
proximity to SR197. Residential properties abut the Department’s right-of-way, and residences
are separated from it by native vegetation and landscaping. Residents are likely accustomed to
the traffic and sight of the vegetated right-of-way and SR 197. Residences face toward SR 197,
but are set back from the roadway by about 200 to 300 feet, with large open areas of lawn with
some residential landscaping. Residents along US 199 have less direct views of US 199, because
there is more native vegetation between them and the roadway and because they are located
slightly downbhill. According to public comments received on the proposed project during a
public scoping meeting, residents have expressed opposition to increased truck traffic on the
roadways but support safer roadway conditions and speeds (ICF Jones & Stokes 2008). Even
though visual focus is not presently placed on SR 197 and US 199, residents would have high
viewer sensitivity because of public perceptions and the high degree of public awareness of the
proposed project.

Final Environmental Impact Report/Environmental Assessment April 2013
197/199 Safe STAA Access Project 2.1-84



... 00599.08 (3-2010)JD

Graphics

Photo 13

Photo 14

Figure 2.1.6-3g
Landscape Unit 6 (The Narrows)






... 00599.08 (3-2010)JD

Graphics

Photo 15

Photo 16

Figure 2.1.6-3h
Landscape Unit 6 (The Narrows)






... 00599.08 (3-2010)JD

Graphics

Photo 17

Photo 18

Figure 2.1.6-3i
Landscape Unit 7 (Washington Curve)






Graphics ... 00599.08 (3-2010)JD

Photo 20

Photo 19

Figure 2.1.6-3j
Landscape Unit 7 (Washington Curve)






Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

2.1.6.3 Environmental Consequences

This section describes how the proposed project and alternatives could affect visual/aesthetic
resources. Because evaluating visual impacts is inherently subjective, federal and professional
standards of visual assessment methodology have been used to determine potential impacts on
aesthetic values of the project area.

There are no scenic vistas along SR 197. Along US 199, the project involves widening the
roadway and curve radii, installing or widening the shoulders, installing or relocating guardrails,
installing retaining structures, and cutting existing slopes in certain locations and relocating a
bridge near its existing location; none of these improvements would substantially alter vistas that
can be viewed while using either US 199 relative to baseline conditions. Nor would it alter vistas
as viewed from residences or recreationists. It would create a safer driving experience for
roadway users on US 199 and possibly allow slightly extended views of vistas that are present
because of the improved roadway conditions. There would be no effect on scenic vistas.

Degrade Scenic Resources, Including, but not Limited to, Trees, Rock
Outcroppings, and Historic Buildings Within a Scenic Highway

Landscape Units 1 and 2 (Ruby 1 and 2)

SR 197 is an Eligible State Scenic Highway but is not officially designated. Therefore, within
Landscape Units 1 and 2, the proposed project would not affect scenic resources along a scenic
highway.

Landscape Units 3—7 (Patrick Creek Narrows Locations 1, 2, and 3; the Narrows; and
Washington Curve)

US 199 is an Eligible State Scenic Highways but is not officially designated. It is, however,
designated as the Smith River Scenic Byway and falls under jurisdiction of the Forest Service
being within the Smith River NRA. Also, the Six Rivers RMP states that there are areas of
“retention” in the foreground of US 199.

Widening the roadway and curve radii, installing or widening the shoulders, and installing or
relocating guardrails, would not substantially alter the existing visual resources of the project site
and would not affect foreground areas seen from US 199 that have a VQO of retention. Instead,
these changes would create a safer driving experience for roadway users on US 199 and possibly
could allow slightly extended moments when viewers are able to take in more of their
surroundings. However, installing retaining structures, cutting existing slopes in certain
locations, and relocating a bridge near its existing location would remove, damage, and degrade
existing scenic resources such as trees, rock and vegetated slopes, and a 1925 bridge structure.
These effects are discussed in further detail below as they also relate to the visual character or
quality of project sites.

Degrade the Existing Visual Character or Quality of Project Site and its Surroundings
Tables located at the end of each landscape unit impact discussion below include the existing
visual quality rating and post-project visual quality rating for each alternative. Tree removal
numbers provided for Landscape Units are based on tree take data from the Natural
Environmental Study (California Department of Transportation 2010).
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Landscape Unit 1 (Ruby 1)

Visible changes in this landscape unit would include lengthening the curve of the road. Lane
widths would remain 12 feet; shoulders would be increased from their existing 0- to 1-foot
widths to new varying widths. On the southbound side, the new shoulders would vary from 0 to
7 feet, transitioning from each end of the project limits. Four-foot shoulders are proposed on the
northbound side. Vegetation removal would be limited to that required for widening. This would
involve two redwood trees, approximately 17 and 18 inches diameter at breast height (dbh)*
three alder trees, ranging from 14 to 16 inches dbh; and a cluster of California bay trunks,
approximately 42 inches dbh. One utility pole would be relocated.

Views of this landscape unit encompass a winding roadway surrounded by towering redwood
trees where the predominant visual feature is the surrounding forest vegetation. This enclosed
forest view is moderately free of encroaching elements, except for the quarry. While
modifications to the roadway surface would not affect visual resources or the existing visual
character, tree removal north of PM 4.42 would act to open views from the roadway of the
quarry and create a degraded view from the roadway and would affect the visual quality of the
viewshed.

Landscape Unit 2 (Ruby 2)
Visible changes in this landscape unit would result from any of the three design alternatives
proposed for this location.

Four-Foot Shoulders Alternative

Visual changes would result from improving the existing curve radii, slightly widening the
existing roadway alignment, and installing 4-foot-wide shoulders. Vegetation removal would be
limited to that required for widening. This would involve 28 redwood trees, ranging from 6 to
144 feet dbh, and 22 non-redwood trees, ranging from 6 to 48 inches dbh. Twelve tree stumps
were also identified for removal, ranging from 48 to 180 inches dbh. Right-of-way estimates
show that utility poles would need to be relocated. Segments of chain-link fence would also need
to be relocated to accommodate the proposed width of the road after construction.

Views of this landscape unit encompass the residential properties along a winding roadway
surrounded by deciduous trees and towering redwoods where the predominant visual feature is
the surrounding forest vegetation. Widening the roadway surface and removing a number of
large trees on both sides of the street would degrade the existing visual quality of trees framing
the roadway corridor. This alternative has the greatest impact on visual resources in this
landscape unit.

Two-Foot Shoulders Alternative

Visual changes would result from improving the existing curve radii, slightly widening the
existing roadway alignment, and installing 2-foot-wide shoulders. Vegetation removal would be
limited to that required for widening. This would involve 18 redwood trees, ranging from 6 to
120 inches dbh, and five non-redwood trees, ranging from 6 to 24 inches dbh. Design
calculations also identified eight tree stumps for removal that range from 52 to 120 inches in
diameter. Right-of-way estimates show that utility poles would need to be relocated.

! Diameter measured at 4.5 feet above the forest floor on the uphill side of the tree.
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Views of this landscape unit encompass the residential properties along a winding roadway
surrounded by deciduous trees and towering redwoods where the predominant visual feature is
the surrounding forest vegetation. While modifications to the roadway surface would not affect
visual resources or the existing visual character, removal of large trees on the property across the
street from the residences would act to open the area along the roadway corridor and degrade the
existing visual quality of trees framing the roadway corridor.

Two-Foot Widening in Spot Locations Alternative

Visual changes would result from improving the existing curve radii and constructing spot widen
at the inside curve shoulders to 2 to 4-foot-wide shoulders. VVegetation removal would be limited
to that required for widening. This would involve three redwoods, ranging from 18 to 31 inches
dbh, and 12 non-redwood trees, ranging from 6 to 23 inches dbh. Four tree stumps that are
approximately 6 to 10 feet in diameter would also need to be removed. Two utility poles would
need to be relocated for this alternative.

Views of this landscape unit encompass the residential properties along a winding roadway
surrounded by deciduous trees and towering redwoods where the predominant visual feature
is the surrounding forest vegetation. While modifications to the roadway surface would not
affect visual resources or the existing visual character, removal of large trees on the property
across the street from the residences would act to open the area along the roadway corridor
and degrade the existing visual quality of trees framing the roadway corridor. However, this
alternative requires the least amount of tree removal and would remove trees of a smaller
stature as compared to the Four-Foot Shoulders Alternative and the Two-Foot Shoulders
Alternative. Therefore, this alternative would have the least visual impact on the landscape
unit.

Landscape Unit 3 (Patrick Creek Narrows Location 1)

Visible changes in this landscape unit would include a slight increase to the curve radius and an
increase in the roadway lane width to a minimum of two 12-foot lanes with 4-foot shoulders on
both sides. Typical existing cross-section widths of the existing highway through this section
vary from 26 to 31 feet, while the proposed project would create a constant 32-foot width within
the project, including a 3-foot shoulder on the river side (eastbound lane) of the road and no
shoulder on the cut-slope side (westbound lane). The embankment on the cut-slope side consists
of an 80-foot cut slope of unconsolidated cobbles and boulders. Because excavation of the toe of
this slope might result in perennial rock fall, a retaining wall along the river side of the road,
approximately 190 feet long and 5 feet tall, is proposed along the river side of the road above a
portion of the existing steep rock-armored riverbank. Vegetation removal would be limited to
that required for widening and construction of the wall. This would involve two Douglas-fir and
16 white alder between 6 and 8 inches dbh.

Views of this landscape unit encompass the curving US 199, the river to the south, the rocky
embankment spotted with evergreen trees, and the steep upwards slope with an exposed rock
and scree-covered cut face whose top and sides are densely vegetated with pre-existing
undisturbed vegetation. The predominant visual feature is the river valley and views of the
nearby ridges and peaks framed by foreground cut slopes and surrounding forest vegetation.
While modifications to the roadway surface would not affect visual resources or the existing
visual character, a greater area of cut slope would act to increase the area of cut slope,
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require a retaining wall, and degrade the existing visual quality of the roadway corridor.
However, aesthetic treatments of the wall would be incorporated into the wall’s design to
minimize the wall’s effect.

Landscape Unit 4 (Patrick Creek Narrows Location 2)

Visible changes in this landscape unit would result from any of the three design alternatives
proposed for this location. In general, all alternatives would require rock excavation that would
extend over 100 feet above the highway and expose 1.0 acre of newly excavated rock slope. A
1:1 cut-slope ratio is anticipated, pending final geotechnical recommendations. Because of the
fractured nature of the sandstone bedrock, rock fall is expected after construction. Therefore, a
permanent rock fall mitigation system may be needed and may consist of a wire mesh drape, or
incorporating a rock fall catchment area at roadway level. Common features of all alternatives
include: culvert reconstruction; roadway and shoulder widening; cold plane asphalt concrete;
dense grade and open grade asphalt concrete; striping and shoulder backing; and metal-beam
guardrail construction.

Views of this landscape unit encompass a gently undulating and winding roadway, surrounding
Douglas-fir forest, shallow roadside embankments, bridge crossing over the Middle Fork Smith
River, and views of the river from the bridge. While modifications to the roadway surface would
not affect visual resources or the existing visual character, a vast area of cut slope with a rock fall
mitigation system would greatly degrade the existing visual quality of the roadway corridor.

Upstream Bridge Replacement Alternative

In addition to visual impacts from the common features of all alternatives, this alternative would
replace the bridge to an alignment upstream of its current location. A retaining wall,
approximately 400 feet long and up to 100 feet high, would be constructed and/or rock bolts
installed on the southwest, upstream side of the proposed new bridge. Realignment of the
roadway, relocation of the bridge, landform alteration, and vegetation removal would greatly
affect the existing visual quality of the landscape unit. Vegetation removal would involve 173
trees with sizes ranging from 6 to 42 inches dbh. This alternative requires more tree removal and
modification of the existing visual environment as compared to the Bridge Preservation with
Upslope Retaining Wall Alternative. Therefore, this alternative would have a high degree of
visual impact on the landscape unit. Aesthetic treatments of the wall would be incorporated into
the wall’s design to minimize the wall’s effect.

Downstream Bridge Replacement Alternative

This alternative would involve replacing the bridge to an alignment downstream of its current
location. A 150 foot long retaining wall and 95 foot long viaduct would be built on the southeast,
downstream side of the new bridge, and transition directly into the new bridge approach. The
retaining wall would extend down slope from highway level to a height of 15 feet and be
supported along the bank of the Middle Fork Smith River. Additionally, a wall up to 10-feet high
and 175-feet long along the cut slope north of the new bridge would be required with this
alternative. The viaduct would allow the widened northbound highway be supported over the
bank of the Middle Fork Smith River. Column supports and a shorter curtain wall may be built
under the northbound traffic lane potentially raising the viaduct footing above that footing
elevation needed for the retaining wall.
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As with the Upstream Bridge Replacement Alternative, realignment of the roadway, relocating
the bridge, landform alteration, and vegetation removal would greatly affect the existing visual
quality of the landscape unit. Vegetation removal would involve 109 trees with sizes ranging
from 6 to 52 inches dbh. This alternative requires more tree removal and modification of the
existing visual environment as compared to the Bridge Preservation with Upslope Retaining
Wall Alternative. Therefore, this alternative would have a high degree of visual impact on the
landscape unit. Aesthetic treatments of the wall would be incorporated into the wall’s design to
minimize the wall’s effect.

Bridge Preservation with Upslope Retaining Wall Alternative

In addition to visual impacts from the common features of all alternatives, this alternative would
require construction of a retaining wall/rock bolting or rock net drapery on the cut slope side of
the highway. The retaining wall/rock bolting area would be approximately 300 feet long and up
to 100 feet high. This would greatly reduce earthwork, tree removal, and modifications to the
roadway surface compared with the Upstream Bridge Replacement Alternative; however,
construction of a large retaining wall would still greatly affect visual resources and the existing
visual character. Vegetation removal would involve 165 trees with sizes ranging from 6 to 36
inches dbh. Aesthetic treatments of the wall would be incorporated into the wall’s design to
minimize the wall’s effect.

Landscape Unit 5 (Patrick Creek Narrows Location 3)

Visual changes in this landscape unit include straightening the “S” curve by eliminating the
interior curve and slightly widening the roadway. A wall on the riverside is proposed that would
measure approximately 180 feet in length and 15 feet in height. Lane width would increase to a
total roadway width of up to 40 feet within the project location limits. There would be no tree
removal at this location. Views of this landscape unit encompass the curving US 199 and rocky
embankments that are densely vegetated with evergreen trees. While modifications to the
roadway surface would not affect visual resources or the existing visual character, a greater area
of cut slope would act to increase the area of cut slope, require a gravity retaining wall, and
degrade the existing visual quality of the roadway corridor. Aesthetic treatments of the wall
would be incorporated into the wall’s design to minimize the wall’s effect.

Landscape Unit 6 (The Narrows)

Visual changes in this landscape unit include widening the pavement to 28 feet (12-foot lanes
with 2-foot shoulders). Also, isolated outcrops of overhanging or loose rock above the
excavation limits would be stabilized by cutting deeper into the existing cut slope. There
would be no tree removal at this location. Improvements at the Narrows four segments are as
follows:

e Segment A—The slope varies from 0.5:1 to 1:1 (Horizontal:Vertical). Minor widening into
the cut bank, which is made of soft materials, and proposed cut heights range from 0 to 15
feet with an average height of 10 feet and an average depth of 4 feet.

e Segment B—Extremely irregular rock with slopes ranging from 1:1 to overhanging. Sliver
cuts will be required. Proposed cut heights vary from 0 to 60 feet with an average height of
25 feet and an average depth of 4 feet.
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e Segment C The slope varies from 0.5:1 to 1:1. Minor widening into the cut bank will be
required. Soft material enables mechanical equipment such as an excavator to remove cut
bank. Proposed cut heights range from 0 to 15 feet with an average height of 10 feet and an
average depth of 4 feet.

e Segment D Extremely irregular rock with slopes ranging from 1:1 to overhanging. Sliver
cuts will be required. Proposed cut heights vary from 0 to 60 feet with an average height of
25 feet and an average depth of 4 feet.

Views in this landscape unit encompass a narrow corridor of exposed rock faces with mosses and
larger growing vegetation that has established in interstices in the cut slope, with certain sections
covered in cable mesh drapery to prevent falling rock, and a moderately vegetated embankment
dropping steeply down toward the river. There are glimpses of the river only on certain curves.
While modifications to the roadway surface would not affect visual resources or the existing
visual character, removal of existing vegetation, a greater area of cut slope, and additional rock
fall mitigation drapery would degrade the existing visual quality of the roadway corridor.
Vegetation removal would involve 46 trees with sizes ranging from 6 to 24 inches dbh.

Landscape Unit 7 (Washington Curve)

Visual changes in this landscape unit, for both alternatives, include increasing the radius of the
smaller radius of the compound curve from 160 to 180 feet. Two alternatives were considered at
this location; the Cut Slope Alternative was selected as the preferred alternative. Common
features of both alternatives include: replacing the metal beam guard rails, improving drainage,
placing an open graded asphalt concrete overlay on the road, and installing a centerline rumble
strip. Drainage improvements would consist of replacement and lengthening of an existing 24-
inch culvert and drainage inlet.

Views in this landscape unit encompass steep-to-nearly vertical exposed rock and scree-covered
faces that have mosses and some larger growing vegetation that have established in interstices in
the cut slope. The roadway slope allows for views to the surrounding landscape o