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.

e 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.

e 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.

e 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.

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

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 4.50 Del Norte County
Ruby 2 SR 197: PM 3.20-4.00 Del Norte County
Patrick Creek Narrows Location 1 US 199: PM 20.50-20.90 Forest Service: Six Rivers National Forest
Patrick Creek Narrows Location 2 US 199: PM 23.92-24.08 Forest Service: Six Rivers National Forest
Patrick Creek Narrows Location 3 US 199: PM 25.55-25.65 Forest Service: Six Rivers National Forest
The Narrows US 199: PM 22.70-23.00 Forest Service: Six Rivers National Forest
Washington Curve US 199: PM 26.30-26.50 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.

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.1-1




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

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 15 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
and salmon fishing. The park’s campsites are located between the roadway and the river, just
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Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

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 20.5 to PM 20.9, 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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Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

Patrick Creek Narrows Location 2

Located about 2 miles farther east than Location 1 on US 199, from PM 23.92 to PM 24.08,
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 25.55 to PM 25.65. 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 26.5, 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.
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Chapter 2. Affected Environment; Environmental Consequences; and Avoidance, Minimization, Mitigation Measures

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
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.).
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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
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).
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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.

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 is 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

Removal of two redwood trees and three alder trees.

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).

Temporary construction easement acquisition (west side): 17-foot-wide, 0.12-
mile-long strip of undeveloped land from APNs 105-140-33 (Del Norte County)
and 105-130-22 (Del Norte County, Ruby Van Deventer County Park) within the
existing prescriptive easement. An estimated 2,150 square feet (APN105-130-
22) would be outside the existing prescriptive easement and within Ruby Van
Deventer County Park at the entrance.

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

Ruby 2

Four-Foot
Shoulders

Removal of 27 redwood trees, four bay trees, one fir tree, 11 alder trees, four
maple trees, one oak tree, one cedar tree, and 12 tree stumps.

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.
Potential relocation of mailboxes.
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Project Site

Alternative

Primary Issues/Impacts

Two-Foot
Shoulders

Removal of 17 redwood trees, two maple trees, three bay trees, and eight tree
stumps, all on a parcel owned by the Green Diamond Resource Company.
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.
Potential relocation of mailboxes.

Two-Foot
Widening in
Spot
Locations

Removal of five redwood trees, nine alder trees, three bay trees, one spruce
tree, and four tree stumps.

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).

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

Right-of-way acquisition (north side): two irregularly shaped sections of
undeveloped Forest Service land from APN 122-170-04 (federally owned).

Downstream
Bridge
Replacement

Right-of-way acquisition (north side): one irregularly shaped section of
undeveloped Forest Service land from APN 122-170-04 (federally owned).

Bridge
Preservation
with Upslope
Retaining Wall

Right-of-way acquisition (north side): two irregularly shaped sections of
undeveloped Forest Service land from APN 122-170-04 (federally owned).

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

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.
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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.

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 15 spaces) would
be temporarily displaced in the county-owned parking lot at the entrance to the park while
modifications are occurring (Hayler pers. comm.). The parking spaces would be displaced during
the day for about three working days. Additionally, construction would require acquisition of a
temporary 17-foot-wide, 0.12-mile-long construction easement from two parcels owned by Del
Norte County on the west side of the roadway and within the existing prescriptive easement. An
estimated 2,150 square feet of temporary construction easement from APN 105-130-22 would be
outside the existing prescriptive easement and within Ruby Van Deventer County Park at the
entrance. 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/Keene 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
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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:

e 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

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 5597 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
e 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.
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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

e 24,652 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.) 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
o 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.
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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:

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.

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.1-12



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

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.

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 is being 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.
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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 are being considered for Patrick Creek Narrows Location
2. 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 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, a small amount of additional permanent right-of-way
(approximately 20,476 square feet or 0.47 acre) would still be required from the Forest Service
(APN 122-170-04) in the vicinity of the Middle Fork Smith River Bridge (Figure 1-8).
Acquisitions of 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 in-river work
requiring diversion of the Middle Fork Smith River. 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 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.
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Required acquisition of permanent right-of-way would be the similar to that described for the
Upstream Bridge Replacement Alternative, with one small irregularly shaped section
(approximately 14,375 square feet or 0.33 acre) acquired from APN 122-170-04 (Forest
Service). No impacts on developed land uses would result from construction of this alternative.
This alternative would also involve in-river work requiring diversion 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
(Figure 1-10). Required acquisition of permanent right-of-way would be similar to that described
for the Upstream Bridge Replacement Alternative, with two small irregularly shaped sections (a
total of approximately 10,018 square feet or 0.23 acre) acquired from 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 is being 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
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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.

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, is being
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 to
28 feet (12-foot lanes with 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
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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 are being 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
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.

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.1-17



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

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
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
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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
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
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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 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.
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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.

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
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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
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 primary purpose of the proposed project is to improve SR 197 and US 199 in Del Norte
County to classify these routes as part of the STAA network of truck routes, facilitating the
efficient movement of goods into and out of the county. The secondary purpose of the proposed
project is to enhance safety on these routes for automobiles, trucks, other large vehicles, and
nonmotorized traffic. The need for the project is based on removing STAA truck restrictions and
improving safety issues related to narrow lanes, limited or negligible shoulders, short-radius
curves, and limited sight distances. 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.
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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.

e 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 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. 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. The TMPs and construction schedules would be provided to the Office
of Emergency Services for review prior to construction. This would facilitate consideration of
alternative emergency access measures included in Section 2.4.2, “Land Use.” 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.
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The proposed project would be consistent with this policy. The primary purpose of the proposed
project is to improve SR 197 and US 199 in Del Norte County to classify these routes as part of
the STAA network of truck routes. Therefore, the proposed project would improve SR 197 and
US 199 to meet regional and interregional transportation needs.

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 Section 2.4.3 would minimize effects of the temporary closures of US
199 during construction.

Implementation of the minimization measure in Section 2.4.2 to ensure the Office of Emergency
Services reviews the TMPs and construction schedules ensures 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 (Pub. Res. Code Sec. 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).
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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 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 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 ordinary
high water mark [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 ordinary high water mark [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 may include replacement of the existing bridge
and would require temporary in-water work below the OHWM. Three alternatives for
improvements are being 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). 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 bridge replacement
alternatives, a new bridge would be constructed on an alignment upstream or 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). The existing spread footing would be
cut off flush at the ground surface. 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 Upstream Bridge Replacement and Downstream Bridge
Replacement Alternatives, in-water work (below the OHWM of the Middle Fork Smith River)
would be required to construct the proposed improvements. The temporary structures required
for the bridge replacement alternatives are discussed in Section 2.4.2.2, “Wild and Scenic
Rivers.”
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The Bridge Preservation with Upslope Retaining Wall 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 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 may 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.
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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
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 has been
initiated with regard to the proposed improvements at the project locations along US 199. A draft
letter was prepared for submittal by the Department (see Chapter 4 of the draft EIR/EA).
Because the Middle Fork Smith River Bridge may be replaced and require in-water work, it is
anticipated that an evaluation under Section 7 of the Wild and Scenic Rivers Act would be
required. After the Forest Service has an opportunity to review the EIR/EA they will make a
determination on whether or not the proposed project would have a direct or adverse effect on
the values for which the Smith River Wild and Scenic River System was established.

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 Acts. 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. 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, may include replacement of the existing bridge,
which could require in-water work below the OHWM and result in temporary construction
impacts. However, no permanent structures would be placed within the river channel that would
alter the free-flowing nature of the river and would not affect recreational use of the river. None
of the three proposed alternatives 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 Section 2.4, “Construction Impacts” would minimize
temporary effects on recreational use of the river.

Implementation of measures included in the “Animal Species” (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.
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Implementation of additional measures included in the “Visual/Aesthetics” (Section 2.1.6.4) and
“Plant Species” (Section 2.3.3.4) 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, 8 138(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][A]).

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
— 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
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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 parks and recreation
areas described in this section include all neighborhood, city, regional, state, and federal
recreation 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 15 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
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
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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
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
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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 for a detailed
discussion on the Section 4(f) evaluation.

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.

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
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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 at 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 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.”

Construction of improvements in this area would increase the area of the existing cut slope and
construct a retaining wall above the existing rock armored bank, both of which are located on the
river side of the roadway near the access point to the beach. These elements would increase the
visual presence of the roadway from the beach. However, areas of cut slope would be minimized
to the extent feasible and 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 EIR/EA, and are
summarized in Section B.5 of Appendix B. These elements 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. Physical features associated with US 199
such as cut slopes and 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

All three alternatives proposed at Patrick Creek Narrows Location 2 may require expanding 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 an
expansion of 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. The addition of this land to the existing easement would result
in incorporation of between 0.23 and 0.47 acre of land from the Smith River NRA into the
transportation easement, as shown below, which would constitute a Section 4(f) use.
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e The Upstream Bridge Replacement Alternative would require approximately 0.47 acre.
e The Downstream Bridge Replacement Alternative would require approximately 0.33 acre.

e The Bridge Preservation with Upslope Retaining Wall Alternative would require
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.”

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 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
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
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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, all three alternatives proposed at Patrick Creek Narrows Location 2 may
require expanding 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), addition of this land to the
existing right-of-way easement would result in incorporation of between 0.23 and 0.47 acre of
land from the Smith River NRA into the transportation easement, 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. Although incorporation of this area constitutes
a 4(f) use, the Department has preliminarily determined this action would meet the requirements
for a de minimis impact. There would be no change in ownership of the land; however, amending
the existing DOT easement would require submitting an application to and approval from the
Forest Service. 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 Forest Service, therefore, would have two
opportunities to concur with the Department’s no adverse effect determination.
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Construction of the proposed project on US 199 is anticipated to take place over a period of

5 years, mainly during the summer and fall seasons, but with a possible extension into the winter
season during the 4™ year. Traffic delays would occur at multiple locations and could be
inconvenient for all travelers on US 199 during 4 of the 5 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; however, amending the existing DOT easement would require submitting an application to
and approval from the Forest Service. 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 the Avoidance, Minimization, and/or Mitigation Measures section below.
After completion of the public and agency review process for the draft EIR/EA, the Department
will request 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
prepared for submittal by the Department (see Chapter 4). In addition, the public will have 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.

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.

Avoidance, Minimization, and/or Mitigation Measures

There would be no direct impacts on parks or recreational facilities with the exception of the
additional right-of-way that may be required from the Smith River NRA at Patrick Creek
Narrows Location 2. 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
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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.

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.
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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;
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
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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

2000 Census 2008 Estimated 2030 Projected 2050 Projected
Area 1990 Cen_sus . Change . Change . Change . Change
Population | Population 19902000 | Population 20002008 | PoPulation 20082030 | POPulation 20302050
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 27,507% 17.3% 29,419b 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.
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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:

[IJocal 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
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STAA route, after widening and geometric improvements have been made, will alter the
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.
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Table 2.1.2-2. Estimated Employment and Upper-Range Population
Growth Generated by the Proposed Project

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

c

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 Elk VValley 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 11th-least-
populous county. Much of Del Norte County’s population lives in the Crescent City area and
other communities along the 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.

b

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).
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Table 2.1.3-2. Demographic Characteristics of Study Area Communities,

Del Norte County, and California in 2000

Characteristic H"A\orz;ah : szg:bet Crgist;?”‘ Dgl) ll:lr?tr;e California
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 2.28 231 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.

% Represents data for Census Tract 2.02, Block Group 4, which encompasses a large area that includes Hiouchi.

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

The population for Crescent City includes those residing in group quarters, including those incarcerated in Pelican Bay State
Prison; demographic data excludes the characteristics of those residents.

c

Compared to 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
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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.

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).

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.
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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
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.
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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.).

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).
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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, cafée, 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.

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
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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,
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%
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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.

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: retall 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
Itzen Bulb Farm Smith River Seeds and bulbs: wholesale NA

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

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
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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.

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
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(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.

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 ten (depending on the alternative selected) 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.
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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.

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 (postconstruction) 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
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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.

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.
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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-
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).
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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
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 no utility conflicts. No

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.1-62



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

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.”

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
2.1.5.1 Regulatory Setting

Federal Regulations

The Federal government regulates commercial motor vehicles (CMVSs). 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
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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.

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

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.1-64



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

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.

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.
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US 199 is a northeast-southwest federal highway that connects US 101 in California to 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
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.
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Figure 2.1.5-1
Existing Bicycle Facilities
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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. A collision
rate with a value less than 1 equates to a rate that is below the statewide average for similar
facilities in California, and a collision rate with a value greater than 1 equates to a rate that is
higher than the statewide average for similar facilities in California. The only locations with a
lower collision rate compared to the statewide average for similar facilities are 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 >551t0 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.
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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 Oto 11 Oto 11 Oto11 Oto 11
B >11to 18 >11to 18 >11to 18 >11to 18
Cc >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 >351t0 41 >351t043 >35to 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
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).
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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 ciC 68/61
Weekend B/C 54/60 C/B 57/55
US 199—SR 197 to Gasquet Weekday East c/Cc 62/60 West c/Cc 63/59
Weekend B/B 53/53 CiC 61/67
US 199—Gasquet to four lanes Weekday North c/Cc 62/60 South c/Cc 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 AlA 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—cCaollier 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 AlA 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 AlA 3/5*% AIA 714*
US 101—SR 197 to PM 39.98 Weekday North C/iC 55/66 South C/C 65/58
Weekend C/C 59/60 CiC 60/63
US 101—PM 39.98 to Weekday North C/C 55/66 South c/Cc 65/58
California/Oregon state line Weekend c/C 59/60 cl/c 60/63

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

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.

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
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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 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.

Table 2.1.5-4. 2030 Without-Project Average Daily
Traffic Volumes and Heavy-Truck Percentages

Heavy-Truck

Location ADT Volume Percentage
US 199—US 101 to SR 197 4,567 13
US 199—SR 197 to Gasquet 5,703 10
US 199—Gasquet to California/Oregon state line 3,408 17
SR 197—US 199 to US 101 2,622 15
US 101—Crescent City to US 199 12,524 13
US 101—SR 197 to midway to state line 9,711 13
US 101—Midway to state line to California/Oregon state line 10,515 13

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 reported in LOS and percent time spent following. The measures of
effectiveness for the multi-lane highway segment analysis are reported in LOS and density.
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 2.1.5-6
2030 Without-Project Weekday Peak-Hour Traffic Volumes and Levels of Service
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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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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/IC 72/56
Weekend C/B 61/55 C/C 60/59
US 199—SR 197 to Gasquet Weekday East c/Cc 65/64 West c/C 58/62
Weekend C/C 59/56 C/C 67/69
US 199—Gasquet to four lanes Weekday North c/Cc 65/64 South c/C 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 AIA 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/iC 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 Cc/B 67/52
US 199—Four-lane section Weekday North A/A 3/4* South AIA 3/3*
Weekend AJA 3/4* AlA 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—cCaollier Tunnel to Weekday North Cc/C 59/56 South B/B 49/50
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 CiC 61/61
US 101—Crescent City to US 199 | Weekday North A/A 4/6* South A/A 9/5*
Weekend AlA 4/7* AlA 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
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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
reported in LOS and percent time spent following. The measures of effectiveness for the multi-
lane highway segment analysis are reported in LOS and density. 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.

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 CiC 68/61
Weekend B/C 54/60 C/B 58/55
US 199—SR 197 to Gasquet Weekday East c/C 64/63 West c/Cc 61/63
Weekend CiC 61/62 CiC 60/63
US 199—Gasquet to four lanes Weekday North c/C 64/63 South c/Cc 61/63
Weekend C/C 61/62 CiC 60/63
US 199—four lanes to two lanes | Weekday North AIA 2/3* South A/A 2/2*
Weekend AIA 2/3* A/A 4/2*
US 199—two lanes to Patrick Weekday North B/B 45/45 South c/Cc 55/59
Creek Weekend B/B 47147 CiC 60/62
US 199—Patrick Creek to four Weekday North B/B 49/49 South c/Cc 55/59
lanes Weekend B/B 50/50 C/iC 60/62
US 199—Four-lane section Weekday North AIA 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/Cc 55/59
Tunnel Weekend B/B 47/48 C/B 60/62
US 199—<Caollier Tunnel to Weekday North Cc/C 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 AIA 4/7* South A/A 9/6*
Weekend AIA a/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/iC 67/69 CiC 64/69
US 101—PM 39.98 to Weekday North C/D 67/73 South c/C 69/69
California/Oregon state line Weekend c/D 69/71 c/D 63/71

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

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]).
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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
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.

o 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.

7. 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.

8. 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
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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.

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.

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.1-75



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

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.

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 SR 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 SR 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
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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.

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
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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
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
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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
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
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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.

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
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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.

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-
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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
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
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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 downhill. 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.

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
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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).

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 the amount required for construction of
the widening, and includes two redwood trees ranging in diameter from 1.2 feet and three alder
trees ranging in diameter from 1.2 to 1.3 feet. 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 the amount required for construction of the widening, and includes 27 redwood trees
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ranging in diameter from 0.5 to 12 feet and 22 non-redwood trees ranging in diameter from 0.5
to 4 feet. Twelve tree stumps were also identified for removal, ranging in diameter from 4 to 15
feet. 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. VVegetation removal would be
limited to the amount required for construction of the widening, and includes 17 redwood trees
with diameter sizes ranging from 0.5 to 4 feet and five non-redwood trees ranging in diameter
from 0.5 to 2 feet. Design calculations also identified eight tree stumps for removal that range
from 4.5 to 10 feet in diameter. Right-of-way estimates show that utility poles would need to be
relocated.

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-foot-wide shoulders. Vegetation removal would be limited to
the amount required for construction of the widening, and includes five redwoods ranging in
diameter from 0.5 to 2.6 feet and 13 non-redwood trees ranging in diameter from 0.5 to 1.4 feet.
Four tree stumps that are approximately 6 to 10 feet in diameter would also need to be removed.
No utility relocation is anticipated 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.
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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 350 feet long and 6 feet tall, is proposed along the river side of the road above a
portion of the existing steep rock-armored riverbank. There would be no tree removal at this
location.

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, 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
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roadway, relocation of the bridge, landform alteration, and vegetation removal would greatly
affect the existing visual quality of the landscape unit. Vegetation removal includes 154 trees
with diameter sizes ranging from 0.5 to 4 feet. 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 retaining wall or a viaduct would be built on the southeast, downstream side of the
new bridge, extend for approximately 250 feet, transition directly into the proposed new bridge
approach. A retaining wall would extend down slope from highway level to a height of 30 feet
and be supported along the bank of the Middle Fork Smith River. Additionally, a wall up to 10-
feet high and 200-feet long along the cut slope north of the new bridge would be required with
this alternative. A viaduct may be constructed in lieu of a retaining wall along the southeast
approach to the new bridge. Selection of a viaduct may allow the widened northbound highway
to cantilever 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.

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 includes 141 trees with diameter sizes ranging
from 0.5 to 4 feet. 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 to the Upstream Bridge Replacement Alternative, yet would still
greatly affect visual resources and the existing visual character from construction of a large
retaining wall. Vegetation removal includes 148 trees with diameter sizes ranging from 0.5 to 4
feet. 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 135 feet in length and 15 feet in height. Lane width would increase to a
total roadway width of 32 feet within the project location limits. There would be no tree removal
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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.

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.

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 are being
considered at this location. 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 two existing 24-inch culverts and drainage inlets.
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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 on certain
portions of the curves; however, the viewshed is mostly limited to foreground views due to the
curvature and grade of the roadway and steep rock faces, and the river is not visible from the
roadway in this landscape unit. While modifications to the roadway surface would not affect
visual resources or the existing visual character, the changes resulting from either alternative
would degrade the existing visual quality of the roadway corridor.

Cut Slope Alternative

In addition to visual impacts from the common features of all alternatives, visual changes
resulting from this alternative include a new cut slope on the west side of the highway. The total
disturbed area would be approximately 1 acre. The proposed cut-slope ratio is 1:1, depending on
final geotechnical recommendations. This would greatly increase earthwork, tree removal, and
modifications to the roadway surface, as compared to the Retaining Wall Alternative, and would
greatly affect visual resources and the existing visual character from construction of a large cut
slope. Vegetation removal includes 97 trees with diameter sizes ranging from 0.5 to 2.3 feet.

Retaining Wall Alternative

In addition to visual impacts from the common features of all alternatives, visual changes
resulting from this alternative include a retaining wall along the cut slope of the roadway to
provide additional roadway width. Shoulders at this location would be widened and would vary
from 2 to 8 feet. Excavation for construction of the wall would be approximately 5,000 cubic
yards. The total disturbed area would be approximately 0.6 acre. The wall would be
approximately 800 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 surface area
of the wall would be approximately 14,000 square feet.

This would greatly reduce earthwork, tree removal, and modifications to the cut slope, as
compared to the Cut Slope Alternative, yet would still affect visual resources and the existing
visual character from construction of a large retaining wall. Vegetation removal includes 15 trees
with diameter sizes ranging from 0.5 to 1 foot. Therefore, this alternative would have the least
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.

Permanent Changes in Light and Glare
No permanent nighttime lights are proposed as part of this project; therefore, there would be no
change in intensity and location of nighttime light or glare. There would be no adverse impact.

The proposed railings would be galvanized steel; no reflective surfaces are proposed. These
galvanized surfaces would naturally oxidize within a short time following installation and would
not cause reflective daytime glare. Portions of the roadway would be widened to accommodate
shoulders and slightly wider lanes and curve radii. This would not create a substantial increase in
the amount of paved surface so as to increase glare. Removal of vegetation would occur to
accommodate construction operations and roadway improvements, but would not substantially
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act to increase glare. Retaining structures would be visible, especially where large retaining walls
are required, and they would have the potential to create a new source of glare.

No Build (No Action) Alternative

Under the No Build (No Action) Alternative, there would be no construction, improvements, or
widening at any of the seven locations listed above, and therefore, there would be no affect on
visual resources.

2.1.6.4 Avoidance, Minimization, and/or Mitigation Measures

Follow Best Management Practices to Implement Permanent Enhanced Erosion Control
Seeding and Revegetation for the Proposed Project

The Department, or its contractor, would follow the measures for permanent enhanced erosion
control seeding and revegetation, as listed in Section 2.3.1.3, “Avoidance, Minimization, and/or
Mitigation Measures for Natural Communities in the Biological Environment.” Following those
proposed measures would ensure seeding and revegetation that reflect natural existing vegetation
patterns and provide multiple canopy layers, seasonality, diverse habitat, and reduced
susceptibility to disease.

Implement Best Management Practices for Project Design and Construction

The following design practices will be utilized to maximize project aesthetics and minimize
visual impacts:

e The Department will coordinate with the Forest Service and the public to select locally
appropriate aesthetic treatments for the final design of retaining walls, bridges, barriers, and
other construction elements. Aesthetic treatments will address materials, patterns, texture,
and color.

e Refer to local reference sites that are within 30 miles of the project area, such as Idlewild
Curves, Hardscrabble Creek Bridge and Hiouchi/Myrtle Creek Viaduct sites on US 199, for
design and construction treatments that will reduce visual impact and retaining wall and
bridge aesthetics. This may include the use of slope rounding, steeper cut slopes to reduce
wall area and/or cut surface areas, use of flatter toes at cut slopes to provide area for rock fall
instead of using a retaining structure, using redwood soldier pile retaining walls, and
mimicking aesthetics from local historical bridges within the new bridge design to lessen
impacts on visual resources.

Construct Walls with Low-Sheen and Non-Reflective Surface Materials

To reduce the potential for glare, retaining walls will be constructed with construction materials
with pattern, texture and color similar to that which exists in the area and using low-sheen and
non-reflective surface materials. The finish would be matte and roughened. The use of smooth,
trowelled surfaces and glossy paint would be avoided.
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2.1.7 Cultural Resources
2.1.7.1 Regulatory Setting

“Cultural resources,” as used in this document, refers to all historical and archaeological
resources, regardless of significance. Laws and regulations dealing with cultural resources
include:

The National Historic Preservation Act of 1966, as amended (NHPA), sets forth national policy
and procedures regarding historic properties, defined as districts, sites, buildings, structures, and
objects included in or eligible for the National Register of Historic Places (NRHP). Section 106
of NHPA requires federal agencies to take into account the effects of their undertakings on such
properties and to allow the Advisory Council on Historic Preservation the opportunity to
comment on those undertakings, following regulations issued by the Advisory Council on
Historic Preservation (36 Code of Federal Regulations [CFR] 800). On January 1, 2004, a
Section 106 Programmatic Agreement (PA) between the Advisory Council, FHWA, the State
Historic Preservation Officer (SHPO), and the Department went into effect for Department
projects, both state and local, with FHWA involvement. The PA implements the Advisory
Council’s regulations, 36 CFR 800, streamlining the Section 106 process and delegating certain
responsibilities to the Department. FHWA'’s responsibilities under the PA have been assigned to
the Department as part of the Surface Transportation Project Delivery Pilot Program (23 CFR
773) (July 1, 2007).

Historic properties may also be covered under Section 4(f) of the U.S. Department of
Transportation Act, which regulates the “use” of land from historic properties. See Appendix B
for specific information regarding Section 4(f).

Historical resources are considered under CEQA as well as California PRC Section 5024.1,
which established the California Register of Historical Resources (CRHR). PRC Section 5024
requires state agencies to identify and protect state-owned resources that meet NRHP listing
criteria. It further specifically requires the Department to inventory state-owned structures in its
rights-of-way. Sections 5024(f) and 5024.5 require state agencies to provide notice to and
consult with the SHPO before altering, transferring, relocating, or demolishing state-owned
historical resources that are listed on or are eligible for inclusion in the NRHP or are registered
or eligible for registration as California Historical Landmarks.

2.1.7.2 Affected Environment

This section’s analysis is based on the Historic Property Survey Report (HPSR) and the
Archaeological Survey Report (ASR) prepared for the project (ICF International 2010).

Area of Potential Effects

The Area of Potential Effects (APE) for this undertaking was established in consultation with the
Department in accordance with PA Stipulations VI.B.7 and VIII.A. The archaeological APE
encompasses all project location alternatives discussed previously and generally follows the
maximum possible area of direct impact resulting from the project, including all new
construction, easements, and staging areas.
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Methodology

The effort to identify cultural resources in the Area of Potential Effects (APE) consisted of a
records search of the California Historical Resources Information System (CHRIS), consultation
with the Native American Heritage Commission (NAHC), Native American individuals and/or
groups, and a pedestrian survey of the APE. The results of the research and consultation are
discussed below.

Archival Research and Records Search

Staff of the North Coastal Information Center (NCIC) of the CHRIS conducted a records search
on November 24, 2008, of previous cultural resources studies and previously recorded resources
in the APE. The records search was specific to the APE and included a 0.5-mile surrounding
radius to identify any adjacent cultural resources or cultural resources studies. Sources consulted
included base maps marked with the locations of previous cultural resources studies and known
cultural resources. In addition, the following sources were consulted:

e California Inventory of Historic Resources (California Department of Parks and Recreation
1976);

e California Points of Historical Interest (1992 and updates);

e California Historical Landmarks (California Department of Parks and Recreation 1996 and
updates);

e General Land Office plat maps (General Land Office 1856, 1884);

e California Place Names (Gudde 1969);

e Historic Spots in California (Hoover et al. 1966, Hoover et al. 1990);
e NRHP (computer listings through 2002);

e The Tolowa and their Southwest Oregon Kin (Drucker 1937);

e Village Sites in Tolowa and Neighboring Areas of Northwestern California (Waterman
1925);

e California Historic Property Inventory (California Office of Historic Preservation [OHP]
2003);

e CRHR (2002); and
e The Department’s Historic Bridge Inventory (2006).

The records search indicated that three cultural resources studies have been conducted within the
APE (King 1972, McDaniel 2002, Strudwick 1997), covering approximately 10% of the current
project APE.

The Middle Fork Smith River Bridge (Bridge #01 0015) is listed as Category 5 (not eligible for
the NRHP) on the Department’s 2006 Historic Bridge Inventory. According to the records search
results, no previously recorded cultural resources are located within the archaeological APE. A
request for further information regarding sites and previous studies was sent to Julie Burcell
Archaeologist at Six Rivers National Forest. No response has been received to date.
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Native American Consultation

On October 24, 2008, the NAHC was contacted with a request to conduct a sacred lands database
search for the project area and provide a list of Native American representatives who might have
any information or concerns regarding the project area. The NAHC replied on November 4,
2008, stating that the sacred lands database search indicated the presence of one Native
American cultural resource, recorded as CA-DNO-36, in the study area vicinity and
recommended that Mr. Loren Bommelyn, Council Member of Smith River Rancheria of
California, be contacted to determine if the project would affect the site. Mr. Bommelyn
requested a project description and mapping; these were provided as requested. Contact was
made with Mr. Bommelyn again on February 18, 2010. He requested maps of the project areas in
order to discuss the project at the next Smith River Rancheria cultural committee meeting
sometime in March 2010.

In addition to Mr. Bommelyn’s contact information, the NAHC provided contact information for
eight local Native American representatives. The following individuals and organizations were
listed:

o Dale Miller, Chairperson, Elk Valley Rancheria of Smith River Tolowa;
e Glen Gary, Tribal Administrator, EIk VValley Rancheria of Smith River Tolowa;

e John Greene, Cultural and Natural Resources Committee Chairman, EIk Valley Rancheria of
Smith River Tolowa;

e Shannon Tushingham, Tribal Historic Preservation Officer (THPO), Cultural and Natural
Resources Committee Chairman, EIk Valley Rancheria of Smith River Tolowa;

e Kara Brundin-Miller, Chairperson, Smith River Rancheria of California;
e Suntayea Steinruck, THPO, Smith River Rancheria of California;
e Russ Crabtree, Tribal Administrator, Smith River Rancheria of California; and

e Melochundum Band of Tolowa Indians.

Letters were sent to the above-listed representatives on November 10, 2008, and included a brief
project description, a map of the project area, and a request for any information and/or concerns
regarding the project. At the Department’s request, Ms. Sharon Eller-Sligh, representing the
Tolowa Nation, and Ms. Marva Scott, Cultural Director for the Smith River Rancheria were also
contacted for information. Ms. Tushingham, Ms. Steinruck, and Ms. Eller-Sligh requested a full
project description and project mapping; the description and mapping were sent to each as well
as to Ms. Marva Scott. Ms. Shannon Tushingham responded via email that the materials sent
were reviewed by the Elk Valley Rancheria Culture Committee and, as a result, could not
provide any information about cultural sites in the APE. They would, however, like to receive
project updates.

Contact was made with Ms. Scott and Ms. Steinruck on February 18, 2010. Both said they would
be in touch after discussing the proposed project at their cultural committee meeting (Smith
River Rancheria) sometime in March 2010. In a letter sent to the Department, Ms. Steinruck
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stated that although the project is within the viewshed of a cultural site of importance to the
Rancheria, project activities would not impact the site.

Contact with Ms. Eller-Sligh was made February 20, 2010 via email. Ms. Eller-Sligh said she
forwarded the project maps to the environment chair, Raja Storr. To date, there has been no
further response. Consultation will be ongoing throughout the life of the project.

Pedestrian Survey

An ICF archaeologist conducted a pedestrian survey of the APE on April 16 and 17, 2009. The
survey strategy was determined based on the width of the APE and sensitivity for archaeological
resources. Some of the APE is very steep and covered in heavy vegetation. These areas were not
sensitive for cultural resources, and in some cases they offered virtually no visibility. Some of
the APE consists of paved and gravel surfaces. These areas were subjected to cursory survey. All
other areas within the APE were subjected to intensive pedestrian survey using transects that
range from 5 to 10 meters, depending on the width of the APE. On average, ground visibility in
unpaved areas was 0% to 50%. In areas where excessive amounts of duff obscured the ground
surface, boot scrapes were used every 10 meters to better inspect the ground for potential
resources.

The APE does not include full parcel takes, nor does the project cut off access to those parcels
that contain buildings. No built environment resources were observed within the APE. Therefore,
the architectural APE would not include full parcels. As a result, no built environment would be
included in the APE.

Cultural Resources Identified

The records search indicated that no previously recorded archaeological resources were
identified in the APE. In addition, an intensive pedestrian survey did not identify any
archaeological resources in the APE. No cultural resources were identified within the project
APE; therefore, a finding of no historic properties affected is appropriate for the project.

2.1.7.3 Environmental Consequences

Potential Damage to or Destruction of an As-Yet-Unidentified Cultural Resource
Although no archaeological or historic resources or burial sites were identified within or
immediately adjacent to the APE, it is possible that previously unknown cultural resources could
be uncovered during ground-disturbing construction activities. This would be considered an
adverse effect to previously unknown cultural resources.

No Build (No Action) Alternative

The No Build (No Action) Alternative would not result in project-related effects on as-yet-
unidentified archaeological resources because there would be no project-related excavation
within archaeologically sensitive areas.
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2.1.7.4 Avoidance, Minimization, and/or Mitigation Measures
Implement Avoidance and Notification Procedures for Cultural Resources

It is the Department’s policy to avoid cultural resources whenever possible. If cultural materials
are discovered during construction, all earthmoving activity within and around the immediate
discovery area will be diverted until a qualified archaeologist can assess the nature and
significance of the find. The Department will implement all reasonable measures needed to
avoid, minimize, or mitigate further harm to the resource. If appropriate, the Department will
notify Indian tribes or Native American groups that may attach religious or cultural significance
to the affected property.

If human remains are discovered, State Health and Safety Code Section 7050.5 states that further
disturbances and activities shall cease in any area or nearby area suspected to overlie remains,
and the county coroner shall be contacted. Pursuant to PRC Section 5097.98, if the remains are
thought to be Native American, the coroner will notify the NAHC, which will then notify the
Most Likely Descendent (MLD). The Department will work with the MLD to avoid the remains,
and if avoidance is not feasible, to determine the respectful treatment of the remains. Further
provisions of PRC Section 5097.98 are to be followed as applicable.
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2.2 Physical Environment

2.2.1 Hydrology and Floodplain
2.2.1.1 Regulatory Setting

Executive Order 11988 (Floodplain Management) directs all federal agencies to refrain from
conducting, supporting, or allowing an action in a floodplain unless it is the only practicable
alternative. FHWA requirements for compliance with this order are outlined in 23 CFR 650
Subpart A.

In order to comply with these FHWA requirements, the following must be analyzed:
e The practicability of alternatives to any longitudinal encroachments.

e Risks of the action.

e Impacts on natural and beneficial floodplain values.

e Support of incompatible floodplain development.

e Measures to minimize floodplain impacts and to preserve/restore any beneficial floodplain
values affected by the project.

A base flood is defined by the Federal Emergency Management Agency (FEMA) as the flood
having a 1% chance of being equaled or exceeded in any given year. This is the regulatory
standard also referred to as the "100-year flood." The base flood is the national standard used by
National Flood Insurance Program and all federal agencies for the purposes of requiring the
purchase of flood insurance and regulating new development. The base floodplain is defined as
“the area subject to flooding by the flood or tide having a one percent chance of being exceeded
in any given year.” Base Flood Elevations (BFESs) are the level the 100-year floods are expected
to reach and are typically shown on Flood Insurance Rate Maps (FIRMs). FHWA defines
encroachment as “an action within the limits of the base floodplain.”

Significant encroachment is defined in the Code of Federal Regulations (CFR) Title 23:
Highways § 650.105 as a

(9) highway encroachment and any direct support of likely base flood-plain development that
would involve one or more construction or flood-related impacts:

(1) Asignificant potential for interruption of termination of a transportation facility which is
needed for emergency vehicles or provides a community’s only evacuation route.

(2) Asignificant risk, or

(3) A significant adverse impact on natural and beneficial flood-plain values. (23 CFR
650.105)
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2.2.1.2 Affected Environment

The information presented in this section is based on reviews of preliminary floodplain and
drainage reports prepared for the project by the Department. Preliminary reports were prepared
for the project locations where FEMA has conducted a flood hazard analysis. Table 2.2.1-1 lists
the reports prepared for this project.

Table 2.2.1-1. Technical Studies Consulted

LPrOJe.Ct Document Date Prepared by

ocation

Ruby 1 Draft Drainage Report, in Del Norte June 2007 Department North Region, Design E-4;
County at the entrance to Ruby Van Dawn M. Friend, PE, D01 Hydraulics,
Deventer County Park, Widening, with Eureka (California Department of
attached Preliminary Floodplain Analysis Transportation 2007)
and Drainage Recommendations.

Ruby 2 Draft Drainage Report, in Del Norte February Department North Region, Design E-4;
County from Kaspar/Keene Road to 0.5 2008 Dawn M. Friend, PE, D01 Hydraulics,
mile south of Ruby Van Deventer County Eureka (California Department of
Park, with attached Preliminary Floodplain Transportation 2008)

Analysis and Drainage Recommendations

The Smith River, Middle Fork Smith River, and their tributaries are subject to the jurisdiction of
the U.S. Army Corps of Engineers (USACE), North Coast Regional Water Quality Control
Board (NCRWQCB), and DFG and contain wetlands also subject to USACE jurisdiction and
considered waters of the State. In addition, they provide, but are not limited to, the following
natural and beneficial floodplain values:

e habitat for coho salmon and other special-status fish and aquatic species,
e habitat for special-status plants,

e habitat for special-status terrestrial animals,

e areas of natural beauty,

e areas for scientific study,

e areas for outdoor recreation,

e forestry,

e natural moderation of floods,

e water quality maintenance, and

e groundwater recharge.

SR 197

The Draft Drainage Reports for Ruby 1 and 2 reviewed the potential of the proposed
construction activities and the resultant roadway improvements to affect FEMA floodplains. At
Ruby 1, two existing culverts would be extended, and new drainage inlets installed within the
proposed work area for Ruby 1, to match the new roadway width. Similarly, at Ruby 2, four
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culverts would be extended or replaced to match the new roadway width. Work would be done
during the dry season, but water diversion or dewatering may be required during construction.

The Smith River watershed in this area begins the transition from steep-sided canyon to broad
floodplain, with the highway running approximately parallel to the river. This is a rural area with
large portions of surrounding land used for recreational purposes. Adjacent structures include
residences and various outbuildings.

Both project sites along SR 197 are within FEMA designated Zone AE. Zone AE is the area
estimated to flood in a 100-year flood event which has a base flood elevation (BFE). This base
flood elevation is determined by detailed analytical methods by FEMA and mapped on Flood
Insurance Rate Maps (FIRMSs). The two FIRMs for the Ruby 1 and Ruby 2 construction sites are
in Appendix H to this document.

US 199

The project sites along US 199 are located in an area where no FEMA flood hazard analysis has
been conducted. There are no printed FEMA maps for this section of US 199, and no BFEs have
been established along this portion of the Middle Fork Smith River.

2.2.1.3 Environmental Consequences

Project construction activities and the completed roadway improvements, including culvert
extension and/or replacement at Ruby 1 and Ruby 2 (SR 197 sites), are located within FEMA
Zone AE. The project would not result in any new risks of flooding of facilities or structures, or
adversely affect FEMA floodplains at either of the project sites because the increase in
impervious area (0.12 acre) resulting from the proposed highway improvements is very small
compared to the size of the Smith River watershed (217,600 acres); there would only be a
0.000055% increase. No change in the base flood elevation is anticipated. Although any
construction activity within a base floodplain is considered an encroachment, the project would
not have an adverse impact on natural and beneficial floodplain values, again due to the size of
the proposed project. Therefore, the proposed project does not constitute a significant floodplain
encroachment at these locations as defined in 23 CFR Section 650.105(q). There are no known
adverse floodplain impacts that would occur due to proposed construction or new drainage
facilities at any of the project sites.

Roadway cross culverts at Ruby 1 and Ruby 2 (SR 197) are modified to accommodate roadway
widening. Existing drainage patterns are perpetuated and any increase in runoff would be
accommodated by roadside ditches and existing vegetated slopes.
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Construction activities and the roadway improvements at the US 199 locations are not within a
FEMA-designated floodplain, and because there is no designated floodplain, there would be no
encroachment.

Roadway cross culverts at the US 199 locations are modified to accommodate roadway
widening. Existing drainage patterns are perpetuated and any increase in runoff would be
accommodated by roadside ditches and existing vegetated slopes.

No Build (No Action) Alternative

Under the No Build (No Action) Alternative, no improvements would occur at any of the seven
project locations, and there would be no impacts on the hydrology or floodplain of the project
area.

2.2.1.4 Avoidance, Minimization, and/or Mitigation Measures

No measures are necessary at either SR 197 location because no adverse floodplain impacts are
anticipated. Additionally, no measures are necessary at any of the US 199 locations because
there are no FEMA-designated floodplains.

2.2.2 Water Quality and Storm Water Runoff
2.2.2.1 Regulatory Setting
Federal Requirements

Clean Water Act

In 1972, the Federal Water Pollution Control Act was amended, making the discharge of
pollutants to the waters of the United States from any point source unlawful, unless the discharge
is in compliance with a National Pollutant Discharge Elimination System (NPDES) permit. The
Federal Water Pollution Control Act was subsequently amended in 1977 and renamed the Clean
Water Act (CWA). The CWA as amended in 1987 directed that storm water discharges are point
source discharges. The 1987 CWA amendment establishes a framework for regulating municipal
and industrial storm water discharges under the NPDES program. Important CWA sections are
as follows:

e Sections 303 and 304 provide for water quality standards, criteria, and guidelines.

e Section 401 requires an applicant for any federal project that proposes an activity, which may
result in a discharge to waters of the United States, to obtain certification from the state that
the discharge will comply with other provisions of the act.

e Section 402 establishes the NPDES, a permitting system for the discharges (except for
dredge or fill material) into waters of the United States. Regional Water Quality Control
Boards (RWQCBS) administer this permitting program in California. Section 402(p)
addresses storm water and non-storm water discharges.

e Section 404 establishes a permit program for the discharge of dredge or fill material into
waters of the United States. This permit program is administered by the USACE.

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.2-4



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

The objective of the CWA is “to restore and maintain the chemical, physical, and biological
integrity of the Nation’s waters.”

State Requirements

Porter-Cologne Water Quality Control Act (California Water Code)

California's Porter-Cologne Act, enacted in 1969, provides the legal basis for water quality
regulation within California. This act requires a “Report of Waste Discharge” for any discharge
of waste (liquid, solid, or otherwise) to land or surface waters that may impair beneficial uses for
surface and/or groundwater of the state.

The SWRCB and RWQCBs are responsible for establishing the water quality standards
(objectives) required by the CWA, and regulating discharges to ensure that the objectives are
met. Details regarding water quality standards in the Project area are contained in the
NCRWQCB Basin Plan.

States designate beneficial uses for all water body segments and then set criteria necessary to
protect these uses. Consequently, the water quality standards developed for particular water
segments are based on the designated use and vary depending on such use. In addition, each state
identifies waters failing to meet standards for specific pollutants, which are state listed in
accordance with CWA Section 303(d). If a state determines that waters are impaired for one or
more constituents and the standards cannot be met through point source controls, the CWA
requires establishing Total Maximum Daily Loads (TMDLs). TMDLSs establish allowable
pollutant loads from all sources (point, non-point, and natural) for a given watershed.

State Water Resources Control Board and Regional Water Quality Control Boards

The SWRCB administers water rights, water pollution control, and water quality functions
throughout the state. RWQCBs are responsible for protecting beneficial uses of water resources
within their regional jurisdiction using planning, permitting, and enforcement authorities to meet
this responsibility. Below are programs and permits associated with these two boards.

NPDES Program: The SWRCB adopted the Department’s Statewide NPDES Permit (Order No.
99-06-DWQ) on July 15, 1999. This permit covers all Department rights-of-way, properties,
facilities, and activities in the state. NPDES permits establish a 5-year permitting time frame.
NPDES permit requirements remain active until a new permit has been adopted. It is probable
that a new Statewide NPDES Permit will be adopted prior to the time this project is in the
construction phase.

In compliance with the NPDES permit, the Department developed the Statewide Storm Water
Management Plan (SWMP) to address storm water pollution controls related to highway
planning, design, construction, and maintenance activities throughout California. The SWMP
describes the minimum procedures and practices the Department uses to reduce pollutants in
storm water and non-storm water discharges. It outlines procedures and responsibilities for
protecting water quality, including the selection and implementation of Best Management
Practices (BMPs). The proposed project will be programmed to follow the guidelines and
procedures outlined in the 2003 SWMP to address storm water runoff or any subsequent SWMP
version drafted and approved.
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Municipal Separate Storm Sewer System Program: The EPA defines a Municipal Separate
Storm Sewer System (MS4) as any conveyance or system of conveyances (roads with drainage
systems, municipal streets, catch basins, curbs, gutters, ditches, human-made channels, and storm
drains) owned or operated by a state, city, town, county, or other public body having jurisdiction
over storm water, that are designed or used for collecting or conveying storm water. As part of
the NPDES program, EPA initiated a program requiring that entities having MS4s apply to their
local RWQCBs for storm water discharge permits. The program proceeded through two phases:
Under Phase I, the program initiated permit requirements for designated municipalities with
populations of 100,000 or greater. Phase Il expanded the program to municipalities with
populations less than 100,000.

Construction Activity Permitting: Section H.2, Construction Program Management of the
Department’s NPDES permit states, “The Construction Management Program shall be in
compliance with requirement of the NPDES General Permit for Construction Activities
(Construction General Permit).” Construction General Permit (Order No. 2009-009-DWQ),
adopted on September 2, 2009, will become effective on July 1, 2010. The permit will regulate
storm water discharges from construction sites that result in disturbance of an area of soil 1 acre
or greater, and/or are part of a common plan of development. By law, all storm water discharges
associated with construction activity where clearing, grading, and excavation results in soil
disturbance of at least 1 acre must comply with the provisions of the General Construction
Permit.

The newly adopted permit separates projects into Risk Levels 1-3. Requirements apply
according to the Risk Level determined. For example, a Risk Level 3 (highest risk) project would
require compulsory storm water runoff pH and turbidity monitoring. Risk Levels are determined
during the design phase and are based on potential erosion and transport to receiving waters.
Applicants are required to develop and implement an effective Storm Water Pollution Prevention
Plan.

The Department’s Statewide NPDES Permit requires it to submit a Notice of Construction
(NOC) to the RWQCB to obtain coverage under the General Construction Permit. Upon project
completion, a Notice of Completion of Construction is required to suspend coverage. This
process will continue to apply to Department projects until a new Statewide NPDES Permit is
adopted by the SWRCB.

An NOC or equivalent form will be submitted to the NCRWQCB at least 30 days prior to
construction if the associated DSA is 1 ac or more. In accordance with the Department’s
Standard Specifications, a Water Pollution Control Plan is used for projects with DSA less than 1
acre.

During the construction phase, compliance with the permit and the Department’s Standard
Special Conditions requires appropriate selection and deployment of both structural and non-
structural BMPs. These BMPs must achieve performance standards of Best Available
Technology economically achievable/Best Conventional Pollutant Control Technology to reduce
or eliminate storm water pollution.

Draft Environmental Impact Report/Environmental Assessment June 2010
197/199 Safe STAA Access Project 2.2-6



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

2.2.2.2 Affected Environment

The information presented in this section is based on the 197/199 Safe STAA Access Water
Quality Report (California Department of Transportation 2009).

The proposed project is located partly within the Six Rivers National Forest. The Middle Fork
Smith River and the Smith River, as well as associated tributaries of these rivers, are receiving
waters associated with the project. The Smith River has the greatest annual discharge per square
mile of any major California basin. The Smith River is one of the cleanest and most pristine in
California and is a large recreational use attraction. The Smith River and Middle Fork Smith
River are not included in the 2006 CWA Section 303(d) list of water quality limited segments,
and no TMDLs are established at this time.

USs197

The Ruby 1 and Ruby 2 sites are situated in a forested area adjacent to the Smith River flood
plain in the Smith River Plain Hydrologic Sub-Area 103.11. Slopes leading from the roadway
alignment toward the river are relatively flat. Unpaved ground surfaces adjacent to the roadway
are generally covered with vegetation or duff. The roadway drainage system includes a side ditch
at the toe of the slope and cross drain culverts. Sheet flow appears to drain toward the river
channel side.

SR 199

The Patrick Creek Narrows (three locations), the Narrows, and the Washington Curve sites are
situated in close proximity to the Middle Fork Smith River in the Middle Fork Hydrologic Area
103.30. The project area is characterized by steep rock cut slopes above the winding highway,
which follows a narrow and rocky riverbank. More detail about the site characteristics and
drainage at project locations along SR 199 is provided below.

Patrick Creek Narrows
At Patrick Creek Narrows Location 1, there is little to no shoulder adjacent to the cut shoulder.
Three culverts are present.

Patrick Creek Narrows Location 2 is relatively flat and forested on the northeast quadrant. There
is a narrow shoulder along the roadway and one culvert is present.

Patrick Creek Narrows Location 3 traverses a leaf littered vegetated steep slope adjacent to the
river. There is one culvert.

The Narrows

This site sits on a mid-slope terrace cut through rock next to the Middle Fork Smith River. There
is little to no buffer between the roadway and the river at this location. There is no defined
roadside drainage ditch.

A wetland delineation indicated that a seasonal drainage and a wetland are located within this
project site. The seasonal drainage is approximately 15 feet long and 1 foot wide. The wetland is
a 75-foot-long ditch averaging 2 feet wide. There is no culvert connecting this feature to the
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Middle Fork Smith River. More detail on the wetlands delineated is in Section 2.3.2, Wetlands
and Other Waters.

Washington Curve

A vegetation buffer separates the roadway at the Washington Curve site from the Middle Fork
Smith River. There is a steep slope to the west of the roadway and a guardrail on a retaining wall
to the east. Shoulders are negligible and two culverts are present.

2.2.2.3 Environmental Consequences

Effects by Location

Ruby 1
Construction at this project site would result in an increase of impervious surface area of 0.068 to

0.13 acre. Estimates of the area of disturbed soil as a result of construction at this site range from
approximately 0.16 to 0.30 acre (currently estimated at approximately 0.2 acre).

Potential water quality impacts as a result of project operation include those related to increased
storm water runoff, contaminants entering the Smith River from accidental spill and/or road
maintenance activities, and erosion. Increased runoff from the increase in impervious surface
area is minimal relative to the receiving water body flows (Smith River watershed). The area
between the roadway and the Smith River is flat and provides opportunities to implement
measures for reducing potential impacts at the culvert inlet and outlet. There may also be
opportunities to reduce storm water erosion potential by dispersing flows and sheet flowing
storm water onto adjacent flatter areas. The additional storm water runoff is anticipated to be
relatively low and is expected to be non-significant and manageable.

Ruby 2
Construction at this site would disturb between approximately 0.6 and 1.0 acre of soil depending

upon which of the three alternatives is selected. The increase in impervious surfaces would be
between approximately 0.05 and 0.42 acre. The alternatives are compared below.

e The Two-Foot Shoulders Alternative would disturb approximately 0.6 acre of soil and would
result in an increase in impervious surface of approximately 0.21 acre.

e The Four-Foot Shoulders Alternative would disturb approximately 1.0 acre of soil and would
result in an increase in impervious surface of approximately 0.42 acre.

e The Two-Foot Widening in Spot Locations Alternative would disturb approximately 0.7 acre
of soil and would result in an increase in impervious surface of approximately 0.05 acre.

Potential water quality impacts resulting from project operation are increased storm water runoff
from increased impervious surfaces, and potential for pollutants to enter the Smith River.
Additional storm water runoff resulting from the increase in impervious surface of any
alternative would be small relative to receiving water body flows (Smith River watershed).
Storm water flow patterns are predominately sheet flow and would disperse throughout the
various widened roadway areas. The vegetation and forest duff surfaces on adjacent slopes will
mitigate the small increase in storm water sheet flows.
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Patrick Creek Narrows Location 1

The main project components at this project site would be constructing a retaining wall along the
river channel and replacing existing culverts. Construction at this site would result in a minor
increase in impervious surface of approximately 0.055 acre. The disturbed soil and/or rock
resulting from construction at this site is estimated to be approximately 0.25 acre.

Potential water quality impacts resulting from project operation are increased storm water runoff
from increased impervious surfaces, and potential for pollutants to enter the channel. The
increase in impervious surfaces is minor, and therefore the potential impact at this site is
minimal. Appropriate BMPs would ensure the maintenance of water quality.

Patrick Creek Narrows Location 2

Three alternatives are being considered at this location (Upstream Bridge Replacement,
Downstream Bridge Replacement, and Bridge Preservation with Upslope Retaining Wall). All
three alternatives include a large cut slope. Construction at this site is expected to result in an
impervious surface increase of approximately 0.12 to 0.28 acre, depending on the alternative,
and an area of disturbed soil and/or rock ranging between approximately 2.0 and 3.0 acres. The
alternatives are compared below.

e The Upstream Bridge Replacement Alternative would disturb approximately 3.0 acres of soil
and/or rock and result in an increase in impervious surface of approximately 0.28 acre.
Replacing the bridge provides the opportunity to eliminate existing drains, if feasible, that
currently discharge directly to the Middle Fork Smith River, which would reduce the
potential for long-term water quality impacts. The alignment needed for this alternative
would require the most extensive cut extending into an area that has a high potential for
rockfall. This alternative would create a potential for additional rockfall into the river, but not
additional sediment.

e The Downstream Bridge Replacement Alternative would disturb approximately 3.0 acres of
soil and/or rock and result in an increase in impervious surface of approximately 0.25 acre.
As with the upstream alternative, replacing the bridge provides the opportunity to eliminate
existing drains, if feasible, that currently discharge directly to the Middle Fork Smith River,
which would reduce the potential for long-term water quality impacts.

e The Bridge Preservation with Upslope Retaining Wall Alternative would disturb
approximately 2.0 acres of soil and/or rock and result in an increase in impervious surface of
approximately 0.12 acre. The alignment needed for the Bridge Preservation Alternative
would require an extensive cut extending into an area that has a high potential for rockfall.
This would create a potential for sediment discharge into the river.

Long-term, operational impacts would be associated with increased storm water runoff,
contamination from road, and increased erosion potential from cut slopes. Each proposed
alternative would require cutting into the slope located west of the river in the southern portion
of the project area, creating an increased potential for sedimentation. This project location may
offer space and adequate topography for considering BMPs to treat runoff.
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Patrick Creek Narrows Location 3

The main project components at this location consist of constructing a retaining wall on the river
channel side and replacing two culverts. Construction of the project would result in an increase
in impervious surfaces of an estimated approximately 0.09 acre and disturbance of
approximately 0.3 acre of soil.

Potential water quality impacts resulting from project operation are increased storm water runoff
from increased impervious surfaces, and potential for pollutants to enter the channel. The
increase in storm water runoff is expected to be minimal because areas adjacent to this project
location are densely vegetated year-round showing good stability. Site stability combined with
roadway drainage improvements should offset potential increased runoff-related impacts.

The Narrows

The expected disturbed area associated with this project is estimated at approximately 0.2-0.4
acre, which includes erosive soil cut slopes and excludes rock areas considered stable. Additional
impervious surface is estimated at approximately 0.11 acre.

Potential water quality impacts resulting from project operation are increased storm water runoff
from increased impervious surfaces, and potential for pollutants to enter the river channel.
Increased runoff from the increase in impervious surface area is minimal relative to the receiving
water body flows (Middle Fork Smith River watershed). The presence of erosive soils at this
project site introduces a potential for water quality impacts associated with erosion, if the soils
are not adequately stabilized. Additionally, the roadway is close to the river channel, and the lack
of space would make implementing treatment BMPs for addressing storm water pollutants
difficult. To address this difficulty, emphasis will be placed on source control BMP measures
that would be designed into the project to reduce impacts to water quality from the potential soil
erosion. Source control BMP (both structural and non-structural) means land use or site planning
practices, or structures that aim to prevent urban runoff pollution by reducing the potential for
contamination at the source of pollution. Source control BMPs minimize the contact between
pollutants and urban runoff, and there would be no adverse impacts at this location.

There is also a potential for impacts on wetlands at this location. A drainage ditch at this project
location was classified as a wetland and road improvements require permanently affecting this
feature. This impact is discussed further below.

Washington Curve

Two alternatives are being considered for this project location—a Cut Slope Alternative and
Retaining Wall Alternative. The approximately 800-foot-long, 12- to 30-foot-high soil-nail
retaining wall would be constructed along the west side (cut slope side). The new cut-slope
would be constructed on the side opposite to the river channel. Approximately 0.6 to 1.0 acre of
soil and/or rock would be disturbed as a result of construction at this site. Construction at this site
is expected to result in an impervious surface increase of approximately 0.07 to 0.23 acre,
depending on the alternative. The alternatives are compared below.

e The Cut Slope Alternative would disturb approximately 1.0 acre of soil and/or rock and
result in an increase in impervious surface of approximately 0.07 acre. There would be a
potential for water quality impacts as a result of erosion.
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e The Retaining Wall Alternative would disturb approximately 0.6 acre of soil and/or rock and
result in an increase in impervious surface of approximately 0.23 acre.

Potential water quality impacts resulting from project operation are increased storm water runoff
from increased impervious surfaces, and potential for pollutants to enter the river channel.

Potential for Reduced Water Quality from Increased Storm Water Runoff

Multiple constituents such as heavy metals, nutrients, and conventional pollutants have been
detected in monitoring associated with highway storm water characterization studies [CTSW-
RT-03-065]. Along the highways, storm water is anticipated to contain conventional pollutants,
metals, and bacteria found at other Department sites with similar usage. Pollutants typically
found in highway runoff may originate from vehicle tire and brake wear, fuels and lubricant
leaks, and exhaust emissions. These pollutants accumulate on the roadway surface and may be
transported to receiving waters during rain events. Highway runoff quality is influenced by
several factors, including land use, rainfall, antecedent conditions, soil type, atmospheric
deposition, average daily traffic (ADT) volumes, receiving water body, and localized vegetation
density.

All alternatives would result in minor increases in impervious surfaces, which would result in
minor increase in storm water runoff. Highway runoff can contain contaminants generated by
traffic, pavement materials, and naturally occurring airborne particles that settle on the pavement
and are carried by runoff to receiving waters. Traffic-generated contaminants, the extent of
which is determined by ADT volumes, are of primary concern. Locations with higher ADT
volumes have higher concentrations of pollutants. As described in Section 2.1.5, “Traffic and
Transportation/Pedestrian and Bicycle Facilities,” the improvements proposed for these project
locations are not expected to significantly increase truck volumes. Therefore, traffic-generated
pollutants are not likely to increase significantly.

Potential for Reduced Water Quality from Contaminants Entering Stream

Under all alternatives at all locations, contaminants used in maintenance and landscaping or
those released by accidental spills could enter the adjacent channel. Both these mechanisms have
the potential to cause substantial water quality impacts, depending on the material type and
volume.

Spills caused by traffic accidents have resulted in pollutants reaching the Smith River in the past.
Improving the conditions at the Narrows, Patrick Creek Narrows, and Washington Curve sites
will reduce potential similar discharges to the Middle Fork Smith River. Their close proximity
would make it difficult to control a spill before reaching the river.

Chemical application from landscaping operation and maintenance activities could potentially
enter receiving waters; however, no change from existing operations is anticipated from the
proposed project.

According a March 9, 2010 telephone conversation between Domenic Bongio, a Landscape
Specialist with the Department’s District 1, and Kim Hayler, a Department Environmental
Planner, herbicides are not used by agreement on routes traversing Forest Service lands, such as
US 199. Along SR 197, herbicides are only applied around Highway Safety Structures.
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Applications are not frequent and are controlled to minimize any undesired impacts.
Landscaping requiring fertilizer does not exist on these routes.

Potential for Reduced Water Quality from Erosion

The potential for erosion impacts during and after construction exists at the Ruby 1; Patrick
Creek Narrows Locations 1, 2, and 3; the Narrows; and Washington Curve sites. Increased
erosion can result from higher runoff volumes that can lead to potential stream scouring and
bank erosion and from the presence of new cut slopes or unvegetated areas that are prone to
erosion. Finally, traction sand used on road surfaces may be transported to receiving waters in
storm water runoff.

As described in detail above, total impervious surfaces added would depend on the alternatives
selected. Appropriate BMPs will reduce potential impacts on intermediary drainages resulting
from increased runoff. These BMPs may include rock-armored culvert inlets, promoting sheet
flow where possible, adequately sized culverts, and rock slope protection (RSP) among others.

Storm water runoff will be discharged to stable pre-established drainages, where possible, to
prevent localized increased point source runoff. Appropriate BMPs will reduce the potential for
erosion to occur between roadway drainage system outlets and the receiving waters and will
improve existing drainage conditions, therefore reducing long-term sediment discharges.

Installing traction sand traps where feasible will reduce potential sediment inputs.

If the Middle Fork Smith River Bridge is replaced, designing the new bridge would provide the
opportunity to eliminate existing scuppers, if feasible, that currently discharge directly to the
Middle Fork Smith River. Additionally, isolating live river flow from construction activities
during bridge construction will greatly reduce impact potential to water quality.

Potential for Reduced Water Quality from Loss of Wetland and Other
Jurisdictional Waters at The Narrows

A hillside wetland seep and drainage ditch are located at the Narrows site. Wetlands are known
to naturally remove pollutants from storm water through biological activities and removal of
suspended material through sedimentation. Destruction or degradation of wetlands reduces their
ability to remove pollutants and potentially reduces water quality. Grading and road widening
activities may directly impact identified wetlands and other jurisdictional waters. Ultimately, the
affected hillside wetland seep and drainage ditch may re-establish in the future on the new
roadside drainage flow line.

Avoidance measures to preserve wetlands and other jurisdictional waters are addressed in
Section 2.3.2, "Wetlands and Other Waters.” The NCRWQCB and USACE will likely require
compensatory mitigation for any jurisdictional waters impacted. The North Coast RWQCB may
classify as Water of the State hydrologic features that are not typically considered Waters of the
United States and may require mitigation if these are affected.

No Build (No Action) Alternative
Under the No Build (No Action) Alternative, no improvements would occur at any of the seven
project locations, and there would be no impacts to water quality within the project area.
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2.2.2.4 Avoidance, Minimization, and/or Mitigation Measures
The project must comply, and will be designed and constructed in conformance with the
following laws and permits:

e The CWA of 1972, the major federal legislation governing water quality
e The Porter-Cologne Water Quality Act, the basis for water quality regulation in California

e The Department’s Statewide NPDES Permit, Order No. 99-06-DWQ, covering all
Department facilities in the State. In compliance with this permit, the Department developed
the Storm Water Management Plan (SWMP) in 2003 to address storm water pollution
controls related to highway planning, design, construction, and maintenance activities
throughout the state.

e Statewide Construction General Permit, Order 2009-0009-DWQ, adopted by the California
State Water Resources Control Board in 2009

These regulatory control measures are currently in place. By implementing pollution prevention
BMPs at each location, there would be no adverse impacts to water quality, and potential
sediment transport and non-storm water releases would be avoided or minimized. After
construction, storm water conveyance systems and permanent erosion control measures would be
maintained in compliance with the Department’s SWMP. BMPs in the Department’s SWMP
have been demonstrated to be effective for reducing impacts to water quality from storm water
runoff to non-significant levels.

Implement Standard Specifications, Special Provisions, and Permit Requirements

Contract standard specifications, special provisions, and permit requirements reduce potential
short-term impacts. Construction-related impacts are required by Standard Specification (SSP)
07-345 and Order 99-06-DWQ, and short-term protections are contained in the Department’s
Construction Site BMP manual. These are minimum requirements that must be met by all
Contractors working on Department projects. The Department has a program to research and test
the effectiveness of new BMPs for construction sites (CTSW-RT-03-049), which allows for
continued improvement of BMPs for construction sites. An active SWPPP program also provides
BMP inspection and sampling to ensure their maintenance until the project is complete and the
site stabilized.

Minimize Sediments, Turbidity, and Floating Material

Suspended material is the most likely pollutant resulting from Department construction projects.
Erosion of sediments is the main source of suspended material. Turbidity and floating material
are reduced through the use of BMPs. Implementing standard Department practices and
procedures will reduce potential impacts.

During the construction activities, the standard BMPs listed below would be utilized to reduce or
eliminate sediment, turbidity, and floating materials to receiving waters:

e SS-1 Scheduling
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e SS-2 Preservation of Existing Vegetation

e SS-3 Hydraulic Mulch

e SS-4 Hydroseeding

e SS-5 Soil Binders

e SS-6 Straw Mulch

e SS-7 Geotextiles, Plastic Covers, Erosion Control Blankets: Cover Soil/Stockpiles
e SC-1Silt Fence

e SC-5 Fiber Rolls

e SC-7 Street Sweeping and Vacuuming

e SC-10 Storm Drain Inlet Protection

e WE-1 Wind Erosion Control

e TC-l Stabilized Construction Entrance/Exit

e NS-1 Water Conservation Practices

Additional BMPs that may be used on this project for sediment control are as follows:

e SS-12 Streambank Stabilization

e SC-3 Sediment Trap

e SC-4 Check Dams

e SC-6 Gravel Bag Berms

e SC-9 Straw Bale Barrier

e TC-3 Entrance/Outlet Tire Wash

e NS-2 Dewatering Operations

e NS-4 Temporary Stream Crossing

e NS-5 Clear Water Diversion

In addition to BMPs required as part of the project-specific Stormwater Pollution Prevention
Plan (SWPPP), Design Pollution Prevention BMPs reduce the amount of erosion during
construction using slope designs that reduce erosion potential via techniques such as slope
rounding, benching, track walking, reducing slope length, and providing top of slope drains.
Hydraulic design techniques also reduce erosion through the use of Pollution Prevention BMPs
such as flared-ends sections, rock slope protection, paved water conveyances, and energy-

dissipater pads. These BMPs have been demonstrated to be effective for reducing erosion and
sedimentation to non-significant levels.
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Minimize Oil, Grease, and Chemical Contamination

Contract specifications and permit conditions prohibit the Contractor from discharging oils,
greases, or chemicals into receiving waters. Construction operations are required to follow BMPs
that provide potentially harmful chemical containment and spill protection. Construction site
accidents may introduce pollutants to the environment. The Department addresses these
problems with detection and reporting procedures to ensure prompt cleanup. By implementing
Construction Site BMPs and SSPs, any build alternatives selected would reduce potential
impacts from construction-related oils, greases, and chemicals. The following BMPs may be
deployed to prevent and reduce releases of these pollutants during the active construction period:

e NS-3 Paving and Grinding Operations

e NS-6 Illicit Connection/lllegal Discharge Detection and Reporting
e NS-8 Vehicle and Equipment Cleaning

e NS-9 Vehicle and Equipment Fueling

e NS-10 Vehicle and Equipment Maintenance

e NS-12 Concrete Curing

e NS-13 Material and Equipment Use Over Water

e NS-14 Concrete Finishing

e NS-15 Structure Demolition/Removal Over or Adjacent to Water
e WM-1 Material Delivery and Storage

e WM-2 Material Usage

e \WM-3 Stockpile Management

e WM-4 Spill Prevention and Control

e \WM-8 Concrete Waste Management

Additional BMPs that may be used prevent and reduce the release of these pollutants include:
e WM-5 Solid Waste Management

e WM-6 Hazardous Waste Management

e WM-7 Contaminated Soil Management

e WNM-9 Sanitary/Septic Waste management

e WM-10 Liquid Waste Management
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2.2.3 Geology/Soils/Seismic/Topography
2.2.3.1 Regulatory Setting

For geologic and topographic features, the key Federal law is the Historic Sites Act of 1935,
which establishes a national registry of natural landmarks and protects “outstanding examples of
major geological features.” Topographic and geologic features are also protected under the
California Environmental Quality Act.

This section also discusses geology, soils, and seismic concerns as they relate to public safety
and project design. Earthquakes are prime considerations in the design and retrofit of structures.
The Department’s Office of Earthquake Engineering is responsible for assessing the seismic
hazard for Department projects. The current policy is to use the anticipated Maximum Credible
Earthquake (MCE) from young faults in and near California. The MCE is defined as the largest
earthquake that can be expected to occur on a fault over a particular period of time.

Local Regulations
The Del Norte County General Plan addresses seismic and geologic hazards in its Safety and
Noise Element (Del Norte County 2003). The following goals and policies apply:

Goal 2.B. To minimize the loss of life, injury, and property damage due to seismic hazards.

Policy 2.B.5. In order to minimize risks, new public roads and bridges should be designed to the
most current seismic design criteria, and existing bridges should be periodically inspected and
improved. SSS SH.P.8.

Policy 2.B.7. Since no active or potentially active earthquake faults have been identified within
Del Norte County, the provisions of the Alquist-Priolo Special Studies Zone are not applicable.
SSS GP.R.2.

Goal 2.C. To minimize the loss of life, injury, and property damage due to geologic hazards.

Policy 2.C.4. The County shall continue to require that a geologic investigation be made by a
registered geologist, engineering geologist, or Registered Civil Engineer for all proposals in
landslide potential areas, coastal or river bluffs, and development on slopes greater than 10
percent, including road construction. These investigations should assess the stability of the site
under both normal and seismic conditions as well as recommend mitigation measures. If it is
found that the hazards cannot be mitigated to within acceptable risk levels appropriate with the
intended land use, the proposal should be denied. SSS GH.P.6., HA IV.D.5.

2.2.3.2 Affected Environment

The information presented in this section is based on reviews of preliminary geotechnical reports
prepared for the project by the Department. Preliminary geotechnical reports were prepared for
all the project locations with the exception of Ruby 1. It was determined that no geotechnical
report was necessary for the Ruby 1 site because of the minimal nature of the proposed project
improvements at this location. Table 2.2.3-1 lists preliminary geotechnical reports prepared for
this project.
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Table 2.2.3-1. Technical Studies Consulted

LPrOJe.Ct Document Date Prepared by
ocation
Ruby 1 None NA NA
Ruby 2 Preliminary Geotechnical Report, Ruby July 7, Dawn McGuire, CEG No. 2280, Engineering
2 (Memorandum to Cindy L. Graham 2008 Geologist, Department, Office of
Senior Design Engineer, Department, Geotechnical Design, North Branch B,
District 01, Design Branch E-4) Eureka (California Department of
Transportation 2008)
Patrick Creek | Preliminary Geotechnical Report, April 15, | Daniel Vann, Engineering Geologist, and
Narrows Patrick Creek Narrows (Memorandum to | 2009 reviewed by Charlie Narwold, CEG No.
Locations 1-3 | Lena Ashley, Design Branch Chief, 2335, Department, Office of Geotechnical
Department, E3) Design, North Branch B, Eureka (California
Department of Transportation 2009a)
Patrick Creek | Structure Preliminary Geotechnical May 4, Jacqueline A. Martin, Engineering Geologist,
Narrows Report (SPGR) and Preliminary Seismic | 2009 John L. Thorne, Engineering Geologist, Reid
Location 2 Report (Memorandum to Jeff Simms, Buell, CEG No. 1481, Senior Engineering
Branch Chief, Department, Design Geologist, and Reza Mahallati, Senior
Branch 1, Office of Bridge Design North, Materials and Research Engineer,
Division of Engineering Services) Department, Division of Engineering
Services, Geotechnical Services MS 5,
Office of Geotechnical Design (California
Department of Transportation 2009b)
Patrick Creek | Advanced Planning Study Transmittal June 3, Jeff Simms, Branch Chief, Design Branch 1,
Narrows (Memorandum to Kevin Church, Project | 2009 Office of Bridge Design North, Division of
Locations 1-3 | Manager, Department, District 1) Engineering Services (California Department
of Transportation 2009c¢)
The Narrows Preliminary Geotechnical Report April 15, | Dawn McGuire, CEG No. 2280, Engineering
(Memorandum to Rob Burnett, Senior 2009 Geologist, Department, Office of
Design Engineer, Department, Office of Geotechnical Design, North Branch B,
Design R3, Redding) Eureka (California Department of
Transportation 2009d)
Washington Preliminary Geotechnical Report, April 16, | Daniel Vann, Engineering Geologist, and
Curve Washington Curve (Memorandum to 2009 reviewed by Charlie Narwold, CEG No.
Lena Ashley, Design Branch Chief, 2335, Department, Office of Geotechnical
Department, E3) Design, North Branch B, Eureka (California
Department of Transportation 2009e)

The SR 197 project area is located in the meandering river plain of the Smith River in Del Norte
County. The US 199 project area is located in a mountainous part of Del Norte County, which is
drained by the Middle Fork Smith River. The river flows westward through a deep gorge in

which an irregular pattern of meanders has been deeply incised. SR 197 and US 199 are located
adjacent to the river.

The project area along SR 197 and US 199 is not located within any Alquist-Priolo Earthquake

Fault Zone.

No groundwater studies have been conducted in the project area. The Department anticipates that
most groundwater will be unconfined, occurring in fractures in bedrock and in interstitial spaces
in colluvium. Additionally, the level of groundwater will vary seasonally, being higher after rains
that begin late in the year.
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SR 197

The region lies above the Cascadia subduction zone, which is exposed offshore and dips
landward beneath northernmost California, Oregon, and Washington. Rocks of the Franciscan
Complex underlie the project area and surrounding Coast Range province. Local bedrock has
been variously mapped as the “Broken formation” of the Cretaceous-Jurassic Franciscan
Complex (KJfbf) and “sandstone” of the Cretaceous-Jurassic Franciscan Complex in the less
detailed, smaller scale Weed 2-degree geologic map.

As described above, no geotechnical information was collected for the Ruby 1 location. Local
geologic units at the Ruby 2 location include Quaternary alluvial fan and colluvial deposits (Qac)
and active Holocene fluvial deposits (Q) of the Smith River. These are underlain by the
Cretaceous-Jurassic Franciscan Complex of the Coast Range province. Dormant
translational/rotational slides, debris slides, and disrupted ground have been mapped on the
hillslopes above and east of the project site. A nearby study indicated that the uppermost
geologic layer consisted of gravel and landslide debris. The second layer consisted of riverbed
materials and extended until reaching Franciscan bedrock. On the project site, cut slopes on the
right side of the road expose bedrock, colluviums, and very fine-grained silty road fill of an
abandoned logging road.

Fluvial hillslope erosion is the most significant ongoing erosional process at this site and is most
active during the wet months of October through April when 80 to 90 inches of rain falls on
average. Fluvial erosion is exacerbated by timber harvesting and road cut activity in the area.
The existing ditch on the right side of the road is insufficient to handle winter runoff, resulting in
silt-laden water sheets crossing the road in the wet months. The silt originates from the adjacent
hillslopes and is most likely the product of fluvial erosion.

US 199

The project area along US 199 lies within the western Jurassic belt of the northern section of the
Klamath Mountain geomorphic province. The western Jurassic belt includes the Galice
Formation (Jg) and the Josephine ophiolite. The Josephine ophiolite is divided into three
assemblages of rocks: volcanic rocks (Jv), gabbro, diorite and related rocks (Jgd), and ultramafic
rocks (Jum). Each of the project locations along US 199 is discussed further below.

Patrick Creek Narrows

The existing cut slopes in the area show exposed bedrock that consists primarily of medium to
dark gray and brownish grey slate and meta-sandstone. The slate and sandstone consist of a
slightly weathered to moderately weathered and slightly to intensely fractured rock mass. The
existing cut slopes are highly prone to generating rock fall and rockslides.

Patrick Creek Narrows Location 1

Surficial deposits at this location consist of clayey, silty, sandy, gravel, cobbles and boulders.
Underlying the surficial deposits are partially to completely serpentinized peridotite and locally
mafic rocks of the Jurassic Josephine ophiolite complex, consisting of ultramafic rocks, mafic
rocks, volcanic rocks, and minor amounts of other rocks of ophiolitic affinity. The soil and rock
types present at this location contain measureable levels of naturally occurring asbestos (NOA).
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Patrick Creek Narrows Location 2

Surficial deposits at this location are composed primarily of clayey, silty sand that contains
varying amounts of gravel, cobbles, and boulders. Underlying the surficial deposits are rocks
related to the Jurassic Galice Formation. The Galice Formation consists of slate metagraywacke
and some massive greenstones. The subsurface material is unknown because there are no As-
Built Log of Test Borings (LOTB) available for the bridge site.

The controlling fault in the area is the Bald Mountain-Big Lagoon (BML) fault, located
approximately 33.6 miles southwest of the project area. Soil classifications are unknown because
there are no site-specific LOTBs and, therefore, liquefaction potential is unknown.

The existing upstream cut slope ranges from 45 to 70 degrees. The native slope above the
existing cut slope ranges from approximately 33 to 45 degrees. The existing downstream
hillslopes range from 26 to 37 degrees. The hillslope above the existing cut slope exhibits
evidence of past slope instabilities.

Patrick Creek Narrows Location 3

Surficial deposits are composed primarily of clayey silt and sand containing varying amounts of
gravel, cobbles and boulders. Underlying the surficial deposits are rocks related to the Jurassic
Galice Formation, which consists of slate and metagraywacke, with some portions of the
formation containing massive greenstone.

The Narrows

The project site is underlain by bedrock of the Late Jurassic aged Josephine ophiolite sequence,
which consists of oceanic crustal rocks that became attached to the North American plate about
150 million years ago. The existing road cuts expose submarine volcanic pillow basalt and
volcanic pillow breccia. The rock in the project area is moderately hard and moderately to
intensely fractured. The overlying Galice Formation lies to the east of the project area.

The existing cut slopes expose moderately hard, cliff-forming volcanic rocks. Rock fall affects
the road, particularly the left-side lane, based on field observations of pitting of the road and on-
site discussion with maintenance staff.

Seismic refraction data indicate colluvium and landslide debris, as thick as 9.2 feet, lie above
bedrock at the location of the existing cable drape.

Washington Curve

Surficial deposits at this location are primarily colluviums that consists of silty sand to clayey,
silty, sandy gravel with abundant cobbles and boulders. Underlying the surficial deposit are
rocks related to the Jurassic Josephine ophiolite contained within the Western Jurassic Belt.
Exposed bedrock, indentified in limited outcrops within the existing cut slopes, indicates that the
project site is specifically underlain by the mafic and volcanic rocks of the Josephine ophiolite.
The mafic and volcanic rocks consist of gabbro and diorite that are generally intensely to
moderately weathered and intensely fractured.

Isolated rock types present at the site have been found to contain measurable levels of NOA.
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Existing cut slopes in this area are approximately 65 to 75 degrees, and several cut slope failures
have been identified. Native hillslopes above the highway range between 26 and 35 degrees.

2.2.3.3 Environmental Consequences

No designated natural landmarks or landforms are present within the project area. New cut
slopes and retaining walls may result in visual impacts, which are discussed in Section 2.1.6.

Effects By Location

Ruby 1
Project improvements at this location would consist of widening the road and improving

drainage. No road cuts or blasting would be necessary. Because of the minimal nature of
disturbance during construction, no effects related to geology are anticipated.

Ruby 2
All three design alternatives would include cut slopes of 1.5:1 or steeper and fill slopes of 2:1 (or

less). Under the Four-Foot Shoulders Alternative, 1,170 cubic yards of material would be
excavated. Under the Two-Foot Shoulders Alternative, 700 cubic yards of material would be
excavated. Under the Two-Foot Widening in Spot Locations Alternative, 170 cubic yards of
material would be excavated.

There is the potential for increased surface erosion associated with the proposed cuts. The Four-
Foot Shoulders Alternative requires the highest cuts and therefore would have greater potential
for erosion than the Two-Foot Shoulder Alternatives. The potential for increased surface erosion
would be reduced by slope rounding and revegetation (i.e., erosion control seeding and/or
installation of containerized plants). Slope rounding is when the intersection of a cut slope and
natural hillslope results in an inflection point that is prone to erosion. Slope rounding at the top
of the cut slope removes this inflection point by creating a smooth transition between the cut
slope and natural hillslope, thereby reducing the potential for erosion.

Patrick Creek Narrows Location 1

At this location, the curve in the road would be straightened slightly and shoulders would be
created or widened. No excavation into the existing road cut would occur, but the road would be
widened to the river side, which would be supported by a retaining wall. There is little potential
for effects related to erosion, rock fall, or landslides resulting from the project at this location
because the conditions on the hillside would not change as a result of the project. The area is not
seismically active, and therefore, there is little potential for effects due to ground shaking or
liquefaction.

Patrick Creek Narrows Location 2

There are three design alternatives proposed at this location, two of which involve replacing the
bridge. The third alternative involves preserving the existing bridge and adding an upstream
retaining wall. The investigation by Structure Maintenance and Investigations staff resulted in no
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observation of scour at the site. All alternatives would require excavation from the existing rock
cut slopes to widen the highway and may require controlled blasting®.

The Upstream Bridge Replacement Alternative and the Bridge Preservation Alternative would
include excavation of a hillslope. The natural hillslope above the proposed retaining wall shows
evidence of past instabilities, which indicate the potential for rock fall after the completion of
construction. In addition to safety measures described in the project description, exploratory
drilling will be conducted to characterize the site for final design details.

Impacts from erosion, landslide, and/or rock fall would be minimized by correctly engineered
slopes, safety considerations, retaining walls, and permanent rock fall mitigation systems, where
necessary. The proposed cuts are predominantly in rock; therefore the potential for increased
erosion should be minimal. There is little risk of impacts due to ground shaking or liquefaction
because the area is not seismically active.

Patrick Creek Narrows Location 3

A retaining wall would be constructed at this location to facilitate widening of the road. Impacts
from erosion, landslide, and/or rock fall are not likely based on the proposed project and the
stability of the existing slope below the wall location. There is little risk of impacts due to ground
shaking or liquefaction because the area is not seismically active.

The Narrows

At this location, controlled blasting, along with other methods, would be used to cut into the
existing slope and widen the roadway. A drainage ditch would be added, and a new culvert and
drain inlet would be constructed to accommodate runoff.

Excavation of sliver cuts may decrease slope stability, resulting in increased potential for rock
fall and landslides as well as increased erosion. However, the proposed cuts are predominantly in
rock; therefore, the potential for increased erosion would be minimal.

There is little risk of impacts due to ground shaking or liquefaction because the area is not
seismically active.

Washington Curve
Two design alternatives have been proposed to widen the road at this location: the Cut Slope
Alternative and the Retaining Wall Alternative.

Under the Cut Slope Alternative, there is the potential for rock fall and “pop-outs” after
construction is complete. The current design of the highway has a 2- to 8.5-foot-wide paved
shoulder and an approximately 3-foot-wide unpaved ditch to provide a catchment for falling
rocks.

Rock blasting must comply with federal, state, and local blasting regulations. Regulations containing specific Cal-
OSHA requirements for blasting activities include 8 CA Code of Regulations, Ch 4, Subchapter 7, Group 18,
"Explosive Materials." It also must comply with the Department’s Standard Specifications for Rock Excavation
and Rock Excavation (Controlled Blasting). Per the Rock Excavation (Controlled) Standard Specification, the
blaster-in-charge must have 10 years of experience in performing or supervising similar blasting activities and
must be a licensed blaster.
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Potential for Erosion, Landslide, and Rock Fall

The potential for increased erosion exists on the Ruby 2 project due to the proposed cuts. The
potential for erosion, landslides, and rockfall exists on the Patrick Creek Narrows (Location 2),
the Narrows, and Washington Curve projects due to the proposed cuts.

Following are methods for reducing the potential for stabilizing proposed cut and fill areas.
e Slope rounding: this is described above in Effects by Location for Ruby 2

e Controlled blasting: this involves drilling a single row of closely spaced, small diameter
holes along an excavation line. The holes are loaded with small well distributed charges.
Controlled blasting is used to excavate rock slopes with minimal damage to the rock face, a
frequent cause of slope instability and rockfall.

e Catchment areas: catchment areas at the toe of slopes reduce the potential for rock from
entering the roadway. The width of a rockfall catchment area is a function of the cutslope
angle and height and is also generally governed by other design/project constraints.

e Rock bolts: these are steel dowels that are grouted into drilled holes into a rock mass that
reinforce and stabilize potentially loose, unstable rock on the face of a cutslope.

e Anchored wire mesh: this is a chain link or double twisted wire mesh that is anchored to the
face of a cutslope to reinforce and stabilize the cut face by anchoring soil and rock in place.
Wire mesh is anchored to cut slopes using rock bolts or shallow soil anchors.

e Cut slope ratios: in terms of stability, the geologic materials within the limits of a proposed
cut dictate, in part, the allowable cut slope angle. Often, the ideal cut slope ratio cannot be
achieved due to other project constraints. In these instances, additional measures are
implemented to increase slope stability and/or reduce the risk of rockfall. Examples of
additional measures that may be taken are installing anchored wire mesh or rock bolts,
depending on the geologic materials.

No Build (No Action) Alternative

Under the No Build (No Action) Alternative, no improvements would occur at any of the seven
project locations and there would be no impacts on geology, soil erosion, and/or slope stability
within the project area.

2.2.3.4 Avoidance, Minimization, and/or Mitigation Measures

Stabilize Proposed Cut and Fill Areas

Ruby 2
The potential for increased erosion associated with the proposed cuts would be reduced by slope

rounding and revegetation (i.e., erosion control seeding and/or installation of containerized
plants).

Patrick Creek Narrows Location 2
The risk of landslides and rockfall associated with the different alternatives would be reduced by
the following or similar measures: implementation of appropriate cut-slope ratios, slope
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rounding, controlled blasting, catchment areas, rock bolts,® anchored wire mesh, and retaining
walls.

The Narrows
The potential for rockfall and landslides would be reduced by controlled blasting, rock bolts,
anchored wire mesh, and cable drapes.

Washington Curve

The Retaining Wall Alternative would have a lower potential for erosion than the Cut Slope
Alternative. The potential of landslides and rockfall associated with the Cut Slope Alternative
would be reduced by an appropriate cut-slope ratio, slope rounding, and catchment area for rocks
at the bottom of the slope. After construction is completed, a chain link fence would be
constructed along the top of the proposed wall if needed to prevent rocks from entering the
roadway from the slope above.

2.2.4 Hazardous Waste/Materials
2.2.4.1 Regulatory Setting

Hazardous materials and hazardous wastes are regulated by many state and federal laws. These
include not only specific statutes governing hazardous waste, but also a variety of laws
regulating air and water quality, human health, and land use.

The primary Federal laws regulating hazardous wastes/materials are the Resource Conservation
and Recovery Act of 1976 (RCRA) and the Comprehensive Environmental Response,
Compensation, and Liability Act of 1980 (CERCLA). The purpose of CERCLA, often referred
to as “Superfund,” is to clean up contaminated sites so that public health and welfare are not
compromised. RCRA provides for “cradle to grave” regulation of hazardous wastes. Other
Federal laws include the following:

e Community Environmental Response Facilitation Act of 1992,
e Clean Water Act,

e Clean Air Act,

e Safe Drinking Water Act,

e Occupational Safety and Health Act,

e Atomic Energy Act,

The purpose of rock bolts as part of a retaining wall is to pin two planes of rock, by bolting the slipping plane to a
solid rock plane. Rock bolting is a construction technique used when constructing a retaining wall in rocky
material. A crane with a drill rig on a platform is raised to the desired location. Loose rock is removed, a hole is
drilled, and compressed air flushes the bored hole clean and the drill hole is further widened. Finally, a bar is
bolted and secured with epoxy in place, then grouted and tensioned along its length. Each grouted and secured bar
is finally locked with a faceplate. Rock bolted tension bars are constructed along the face of the retaining wall to
secure the new slope in place.
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e Toxic Substances Control Act, and

e Federal Insecticide, Fungicide, and Rodenticide Act.

In addition to the acts listed above, Executive Order 12088 (Federal Compliance with Pollution
Control Standards) mandates that necessary actions be taken to prevent and control
environmental pollution when federal activities or federal facilities are involved.

Hazardous waste in California is regulated primarily under the authority of the RCRA and the
California Health and Safety Code. Other California laws that affect hazardous waste are specific
to handling, storage, transportation, disposal, treatment, reduction, cleanup, and emergency
planning.

Worker health and safety and public safety are key issues when dealing with hazardous materials
that may affect human health and the environment. Proper disposal of hazardous material is vital
if it is disturbed during project construction.

The California Department of Toxic Substances Control (DTSC) regulates and interprets
hazardous waste laws in California. DTSC generally considers excavated or transported
materials that exhibit “hazardous waste” characteristics to be a waste requiring proper
management, treatment, and disposal. Soil that contains lead above hazardous waste thresholds
and is left in place would not necessarily be classified by DTSC as a waste. DTSC has provided
site-specific determinations that “movement of wastes within an area of contamination does not
constitute ‘land disposal’ and, thus, does not trigger hazardous waste disposal requirements.”

2.2.4.2 Affected Environment

The existing conditions presented in this section are based on review of initial site assessments
(ISAs) and other investigations prepared for the project by the Department and Geocon
Consultants (Geocon). Table 2.2.4-1 contains a list of the assessments prepared for this project.
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Table 2.2.4-1. Hazardous Material/Waste Assessments Prepared for the Proposed Project

Date of

Project Site Document . Preparer
Completion
Ruby 1 ISA (Werner 2007a) 10/10/2007 Steve Werner, California Department of
Transportation, North Region Office of
Environmental Engineering—North
Aerially deposited lead (ADL) site 4/2008 Geocon Consultants, Rancho Cordova, CA
investigation report, SR 197 PM
4.42/4.54, Del Norte County, CA
(Geocon Consultants 2008a)
Transmittal memorandum of an ADL | 5/28/2008 Steve Werner, California Department of
site investigation report (Werner Transportation, North Region Office of
2008a) Environmental Engineering—North
Ruby 2 ISA and transmittal memorandum of | 5/28/2008 Steve Werner, California Department of
an ADL site investigation report Transportation, North Region Office of
(Werner 2008b) Environmental Engineering—North
ADL and site investigation report, 4/2008 Geocon Consultants, Rancho Cordova, CA
SR 197 PM 3.23/4.00, Del Norte
County, CA (Geocon Consultants
2008b)
Patrick Creek | ISA (Werner 2007b) 2/28/2007 Steve Werner, California Department of
Narrows Transportation, North Region Office of
Locations 1-3 Environmental Engineering—North
Patrick Creek | NOA site investigation report, US 4/2008c Geocon Consultants, Rancho Cordova, CA
Narrows 199 PM 20.5/25.5, Del Norte
Location 1 County, CA (Geocon Consultants
2008c)
Transmittal memorandum of NOA 5/28/2008c Steve Werner, California Department of
site investigation report (Werner Transportation, North Region Office of
2008c) Environmental Engineering—North
Revised NOA disposal requirements | 2/5/2009b Steve Werner, California Department of
(Werner 2009a) Transportation, North Region Office of
Environmental Engineering—North
Patrick Creek | Asbestos and lead-containing paint 7/2009 Geocon Consultants, Rancho Cordova, CA
Narrows survey report, Middle Fork Smith
Location 2 River Bridge, Del Norte County, CA
(Geocon Consultants 2009a)
The Narrows ISA (Werner 2005) 6/14/2005 Steve Werner, California Department of
Transportation, North Region Office of
Environmental Engineering—North
ISA follow-up memorandum (Werner | 9/22/2009 Steve Werner, California Department of
2009b) Transportation, North Region Office of
Environmental Engineering—North
Washington ISA (Werner 2008d) 12/12/2008 Steve Werner, California Department of
Curve Transportation, North Region Office of
Environmental Engineering—North
Revised ISA (Werner 2009c) 2/2/2009 Steve Werner, California Department of
Transportation, North Region Office of
Environmental Engineering—North
ADL and NOA site investigation 7/2009 Geocon Consultants, Rancho Cordova, CA

report, US 199 (DN-199) PM 26.5
curve correction, Del Norte County,
CA (Geocon Consultants 2009b)
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Background on Hazardous Wastes/Materials Potentially Found at Project
Locations

The existing hazardous wastes/materials conditions presented below are potentially present at
one or more of the project locations as discussed in ISAs and other investigations prepared for
the project by the Department and Geocon.

Aerially Deposited Lead

Aerially deposited lead (ADL) can be found in the surface and near-surface soils along nearly all
roadways because of the historic use of tetraethyl lead in motor vehicle fuels. Typically, ADL is
found in shoulder areas and has high solubility when subjected to the low pH conditions of waste
characterization tests. Shoulder soils along urban and heavily travelled rural highways are
commonly above the soluble threshold limit concentration criteria. Investigations for ADL for
the proposed project included collecting soil samples along unpaved shoulders and cut slope
areas adjacent to the roadway. These samples were then analyzed in a California state-certified
laboratory.

Naturally Occurring Asbestos

Asbestos is a name given to a group of six naturally occurring silicate minerals with asbestiform
crystal habits. Exposure to asbestos may result from asbestos fibers being inhaled or ingested,
which over time may result in damage to the lungs or the membranes that cover the lungs,
leading to illness or even death. When NOA-containing material is disturbed, asbestos fibers
may be released and become airborne, thereby creating a potential health hazard.

The California Air Resources Board (CARB) has required mitigation practices for construction,
grading, quarrying, and surface mining operations that may disturb NOA (17 California Code of
Regulations [CCR] 93105). All material excavated from ultramafic rock areas, including those
that contain NOA materials, are considered “restricted material,” and a warning to those
accepting the material for disposal will be required. Presently, Department policy states that
restricted material that contains asbestos at a concentration above 0.25% shall not be disposed of
outside the state right-of-way except at a licensed landfill permitted to accept that waste. NOA
potentially poses a health hazard when it becomes airborne.

Geologic maps of the project sites were reviewed by a Department geologist to determine
whether the project sites were in an area underlain byultramafic rock. As a result, it was
determined that ultramafic rock was present and the potential existed for NOA-containing
minerals to be present at three project sites: Patrick Creek Narrows Location 1, the Narrows, and
Washington Curve. As a result of these findings, NOA testing was conducted to evaluate each of
these project sites for the presence of NOA.

Any material with NOA exceeding 0.25% excavated from a project site is required to be reused
with appropriate cover, disposed of at a state-owned facility in accordance with the Department’s
policy for NOA, or taken to a landfill licensed to accept the material.

Asbestos-Containing Materials

The National Emissions Standards for Hazardous Air Pollutants (NESHAPS) (40 CFR 61[M])
and Federal Occupational Safety and Health Administration (OSHA) classify asbestos-
containing materials (ACMSs) as any materials or products that contain more than 1% asbestos.
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Nonfriable ACMs are classified by the NESHAPs as either Category | or 1l material, including
materials sometimes found in bridges, rail shims, pipes, pipe coverings, expansion joint facings,
and certain cement products.

Regulated ACMs, which are a hazardous waste when friable, are classified as any materials that
contains more than 1% asbestos by dry weight and are any of the following:

e Friable (can be crumbled, pulverized, or reduced to powder by hand pressure);
e A Category | material that has become friable;
e A Category | material that has been subjected to sanding, grinding, cutting, or abrading; or

e A Category Il nonfriable material that has a high probability of becoming crumbled,
pulverized, or reduced to a powder during demolition or renovation activities.

Activities that disturb materials containing any amount of asbestos are subject to certain
requirements of the California Division of Occupational Safety and Health (Cal/OSHA) asbestos
standard found in 8 CCR 1529. Typically, removal or disturbance of more than 100 square feet
of materials containing more than 1% asbestos must be performed by a registered asbestos
abatement contractor, but associated waste labeling is not required if the materials contain 1% or
less asbestos. When the asbestos content of materials exceeds 1%, virtually all requirements of
the standard become effective.

Materials containing more than 1% asbestos are also subject to NESHAPs. Regulated ACMs
(friable ACMs and nonfriable ACMs that will become friable during demolition operations) must
be removed from structures before they are demolished. Certain nonfriable ACMs and materials
containing 1% or less asbestos may remain in highway structures, such as guardrail and bridges,
during demolition; however, waste handling/disposal issues and Cal/lOSHA work requirements
may make this cost-prohibitive. With respect to potential worker exposure, notification, and
registration requirements, Cal/OSHA defines ACMs as construction materials that contain more
than 1% asbestos (8 CCR 341.6).

Lead-Containing Paint

Construction activities, including demolition, that disturb materials or paints containing any
amount of lead are subject to certain requirements of the Cal/OSHA lead standard contained in

8 CCR 1532.1. Deteriorated paint is defined by 17 CCR 35022 as a surface coating that is
crackling, chalking, flaking, chipping, peeling, not intact, failed, or otherwise separating from a
component. Demolition of a deteriorating lead-containing paint (LCP) component would require
waste characterization and appropriate disposal. Intact LCP on a component is currently accepted
by most landfill facilities; however, contractors are responsible for segregating and
characterizing waste streams before disposal.

Potential hazards exist to workers who remove or cut through LCP coatings during demolition.
Dust containing hazardous concentrations of lead may be generated during scraping or cutting
materials coated with LCP. Torching of these materials may produce lead oxide fumes.
Therefore, air monitoring or respiratory protection may be required during the demolition of
materials coated with LCP.
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Yellow and White Pavement Striping

Yellow and white pavement striping and markings are located along the entire length of the

SR 197-US 199 corridor. Department studies have determined that yellow thermoplastic striping
and yellow painted markings may contain elevated concentrations of lead, depending on the age
of the striping (manufactured before 2005) and painted markings (manufactured before 1997).
Disturbing either yellow or white pavement markings by grinding or sandblasting can expose
workers to lead. Department policy is that removed yellow thermoplastic and yellow paint is
treated as hazardous waste unless waste profiling proves otherwise.

Treated Wood Waste

Treated wood is wood that has preservative chemicals that protect it from insect attack and
fungal decay during its use. Typical uses in the highway environment include sign posts, guard
railing posts, and lagging on retaining walls. The chemical preservatives used, however, are
hazardous and pose a risk to human health and the environment. Arsenic, chromium, copper,
creosote, and pentachlorophenol are among the chemicals used. These chemicals are known to
be toxic or carcinogenic. Harmful exposure to these chemicals may result from dermal contact
with Treated Wood Waste (TWW) or from inhalation or ingestion of TWW particulate (e.g.,
sawdust and smoke) as this material is handled. Construction workers who handle this material
must be provided training that includes:

1. All applicable requirements of Title 8, California Code of Regulations;

2. Procedures for identifying and segregating TWW;

3. Safe handling practices;

4. Requirements of Title 22 California Code of Regulations, Division 4.5, Chapter 34; and
5

Proper disposal methods.

Hazardous Waste/Material Conditions by Project Locations

Ruby 1
An ISA was completed by the Department for the Ruby 1 site in October 2007 (Werner 2007a).

Mapping research was conducted to determine the potential for ultramafic rock and associated
NOA-containing minerals. The mapping indicated that NOA is not present at this project site.
The ISA also found that this project location is free of any significant hazardous waste issues and
is not listed on the DTSC’s Hazardous Waste and Substances Site List (Cortese List). An ADL
site investigation was also conducted for the Ruby 1 site (Geocon Consultants 2008a); the results
are discussed below.

Aerially Deposited Lead

Results of the ADL testing are presented in the ADL site investigation report for the Ruby 1 site
prepared by Geocon. The scope of services provided by Geocon included evaluation of the
project location for potential impacts due to ADL from motor vehicle exhaust, including the
collection of soil samples for analysis, and preparation of a report.

The results of the ADL analysis indicate that the total amount of lead in the roadway shoulder
soils is low. Of the 14 soil samples analyzed, total lead was detected in seven of the samples
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analyzed at concentrations ranging from 5.3 to 9.4 milligrams per kilogram (mg/kg). Although
these concentrations are considered very low, it is standard Department protocol that a lead
compliance plan be prepared by a contractor to minimize worker exposure to lead-affected soil.
To put the lead levels at Ruby 1 in perspective, the DTSC allows soils at school sites and day
care facilities to have up to 255 milligrams per kilogram lead, and for waste material to be
considered hazardous waste, it must have more than 1,000 milligrams per kilogram lead.

Ruby 2
An ISA and transmittal memorandum of an ADL site investigation report were completed by the

Department for the Ruby 2 site in May 2008 (Werner 2008b). The ISA included a summary of
the ADL report and determined that this project location is free of any significant hazardous
waste issues and is not listed on the Cortese List. Mapping research was conducted to determine
the potential for ultramafic rock and associated NOA-containing minerals. The mapping
indicated that NOA is not present at this project site. An ADL site investigation was also
conducted for the Ruby 2 site (Geocon Consultants 2008b); the results are discussed below. To
put the lead levels at Ruby 2 in perspective, the DTSC allows soils at school sites and day care
facilities to have up to 255 milligrams per kilogram lead, and for waste material to be considered
hazardous waste, it must have more than 1,000 milligrams per kilogram lead.

Aerially Deposited Lead

Results of the ADL testing are presented in the ADL site investigation report for the Ruby 2 site
prepared by Geocon. The scope of services requested included evaluation of the project location
for potential impacts due to ADL from motor vehicle exhaust on and near the surface, collection
of soil samples for analysis, and preparation of a report.

The results of the ADL analysis indicate that the total amount of lead in the roadway shoulder
soils is low. Of the 14 soil samples analyzed, total lead was detected in eight of the samples
analyzed at concentrations ranging from 5.4 to 10 mg/kg. Although these concentrations are
considered very low, it is standard Department protocol that a lead compliance plan be prepared
by a contractor to minimize worker exposure to lead-affected soil.

Patrick Creek Narrows Location 1

An ISA was completed by the Department for the three Patrick Creek Narrows locations in
February 2007 (Werner 2007b). The ISA found that the project location at PM 20.5 had
hazardous waste issues related to NOA because it is within a mapped serpentinized ultramafic
rock body. As a result, an NOA investigation was conducted (Geocon Consultants 2008c). The
ISA also found that this project location is free of any significant hazardous waste issues other
than NOA and is not listed on the Cortese List. As with all work locations along state highways,
it is anticipated that ADL will be present; thus, a lead compliance plan will be prepared by
contractors for workers’ safety.

Naturally Occurring Asbestos

Results of the NOA testing are presented in the NOA site investigation report prepared for
Patrick Creek Narrows Location 1 by Geocon. The scope of services requested included
evaluation of the project location for potential impacts due to NOA, collection of soil samples for
analysis, and preparation of a report.
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Geocon reported that samples collected at the site contain chrysolite asbestos ranging from
2.00% to 25.75%. Two targeted samples analyzed by the same methods were reported to contain
chrysolite asbestos from 9.00% to 12.50% (Geocon Consulting 2008c).

Patrick Creek Narrows Location 2

As stated above, an ISA was completed by the Department for the three Patrick Creek Narrows
locations in February 2007 (Werner 2007b). The ISA found that this project location is free of
any significant hazardous waste issues and is not listed on the Cortese List. A survey of the
bridge for ACM and LCP was required since demolition could expose workers to these hazards.

Asbestos-Containing Materials

An asbestos survey was performed at this location on May 5 and June 16, 2009. Chrysotile
asbestos at a concentration of less than 0.1% was detected in a sample representing
approximately 70 square feet of friable joint fill material used on the Middle Fork Smith River
Bridge (Bridge 01-0015). Chrysotile asbestos at a concentration of 30% was detected in samples
representing approximately 20 square feet of nonfriable sheet packing used as shims on the
barrier rail systems of the bridge. Chrysotile asbestos at a concentration of less than 0.1% was
detected in a sample representing approximately 150 cubic yards of concrete used on the piers,
pier footings, and pier struts of the bridge.

Lead-Containing Paint
An LCP survey was performed at this project location on May 5 and June 16, 2009. No LCP was
observed during the survey. Consequently, no samples were collected.

Patrick Creek Narrows Location 3

An ISA was completed by the Department for the three Patrick Creek Narrows locations in
February 2007 (Werner 2007a). The ISA found that this project location is free of any significant
hazardous waste issues and is not listed on the Cortese List. As with all work locations along
state highways, it is anticipated that ADL will be present; thus, a lead compliance plan will be
prepared by contractors for workers’ safety.

The Narrows

An ISA was completed by the Department for the Narrows site in June 2005 (Werner 2005). It
was determined that although this project location is in a general area where NOA is known to
occur, subsequent testing proved negative for the presence of NOA within the specific project
location, and it was determined that no further testing would be necessary. According to the ISA,
NOA testing for the Narrows site was completed during another rock removal project with limits
that were nearly identical to the Narrows site. NOA was not found to be present, and no further
testing for NOA was conducted (Werner 2005).

In addition, the ISA found that this project location is free of any significant hazardous waste
issues and is not listed on the Cortese List.

An updated ISA was completed in September 2009 and concluded that this project location is
free of significant hazardous waste issues. It was also noted that ADL is expected in limited
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amounts. A lead compliance plan for worker safety will be necessary. The ISA also found that
this project location is not listed on the Cortese List.

Washington Curve

An ISA was completed by the Department for the Washington Curve site in December 2008
(Werner 2008d). According to the ISA, although this project location is not within a mapped area
known to contain ultramafic rock, field observations indicated that ultramafic rock is actually
present (Werner 2008d). A sample collected from this project location confirmed the field
observations. As a result, an NOA investigation was conducted (Geocon Consultants 2009b). In
addition, an ADL site investigation was conducted (Geocon Consultants 2009b). The ISA also
identified yellow thermoplastic paint and determined that TWW will be generated as a result of
construction. The ISA also found that this project location is free of any significant hazardous
waste issues and is not listed on the Cortese List.

Aerially Deposited Lead

Results of the ADL testing are presented in the ADL and NOA site investigation report prepared
for the Washington Curve site by Geocon. The scope of services requested included evaluation
of the site for potential impacts due to ADL from motor vehicle exhaust on and near the surface,
collection of soil samples for analysis, and preparation of a report. The ADL study indicated that
lead levels are very low. Lead was detected in only one of the soil samples tested, at a level just
above the method detection limit of 5 milligrams per kilogram. To put this lead level at
Washington Curve in perspective, the DTSC allows soils at school sites and day care facilities to
have up to 255 milligrams per kilogram lead, and for waste material to be considered hazardous
waste, it must have more than 1,000 milligrams per kilogram lead.

Naturally Occurring Asbestos

Results of the NOA testing are presented in the ADL and NOA site investigation report prepared
for the Washington Curve site by Geocon. The scope of services requested included evaluation
of the project location for potential impacts due to NOA, collection of soil samples for analysis,
and preparation of a report.

The ISA found that the most significant hazardous waste issue at the Washington Curve site is
the presence of NOA. The numerical average of test results from the site, however, is below the
Airborne Toxic Control Measure (ATCM) regulatory threshold of 0.25% by the PLM method.

2.2.4.3 Environmental Consequences

Potential for Increase in Hazardous Materials Shipped and/or Spilled

The proposed project would allow access for STAA trucks to use the SR 197-US 199 corridor.
This has raised public concern about whether the proposed project could potentially lead to either
an increase in the quantity of hazardous materials transported through the corridor via an STAA
truck or an increase in truck traffic through the corridor and whether the project might increase
the likelihood of transport of hazardous materials through the corridor. Additionally, there is
concern regarding whether there might be an increased risk of accidental release of hazardous
materials into the environment along the SR 197-US 199 corridor.
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Regarding the first question, as to whether the proposed project could potentially lead to an
increase in the quantity of hazardous materials transported through the corridor via an STAA
truck, the response depends on the type of hazardous material (i.e., heavy or lightweight). For
heavy hazardous materials, such as fluids, there is no difference (and therefore, no greater
capacity) in the amount of fluid that can be carried between an STAA truck and a California
Legal truck because both types of trucks have the same weight restriction, regardless of length.
For lightweight hazardous materials, there may be a greater capacity to carry that material in an
STAA truck; however, since the STAA truck could potentially carry a larger amount of
lightweight hazardous material, theoretically there should be fewer trucks transporting
lightweight hazardous materials if shipping patterns do not change significantly. The traffic
study conducted for the project (2010) concluded that shipping patterns would not change
substantially.

Regarding the second question, as to whether the proposed project could potentially lead to an
increase in truck traffic through the SR 197-US 199 corridor, the traffic study conducted for the
project (2010) concluded that an increase of about 17 trucks per day (about 8.25 new daily round
trips) is projected for the corridor if the proposed project is constructed and the corridor becomes
STAA accessible. Seventeen trucks per day is a 3.6% increase over the current truck volumes
and is not considered a significant increase in the number of trucks; this finding is regardless of
whether they were transporting hazardous materials. Future background traffic, including truck
traffic, is expected to grow even if the proposed project were not constructed, due to population
and employment growth. Future traffic forecasts in the traffic study were based on 20-year linear
growth factors provided by the Department. The annual growth rates used in the analysis of
future conditions ranged between 1.0% and 2.0% per year and formed the basis of the 2030
analysis. In addition, the percentage of heavy trucks was assumed to remain the same between
existing and 2030 no build conditions. (Fehr & Peers 2010). Applying data collected from
surveys, growth factors, research on induced travel, and changes in land use, in 2030 there would
be approximately 92 more trucks per day that would the SR 197-US 199 corridor than the 2030
no-build scenario (Fehr & Peers 2010). The increase in predicted future truck volumes in 2030 of
92 trucks per day, which is a 13.6% increase, is not substantial, considering that future traffic
volumes are expected to increase on any highway due to population and employment growth and
other factors.

Regarding the third question, as to whether the project might increase the likelihood of
transporting hazardous materials through the SR 197-US 199 corridor, the traffic study
concluded that shipping patterns of the local trucking industry would not change substantially as
a result of the project (Fehr & Peers 2010). Trucking companies did not indicate that shippers of
any particular goods would utilize the SR 197-US 199 corridor differently. Additionally, a
Federal study called the Commaodity Flow Survey (conducted by U.S. Department of
Transportation, Bureau of Transportation Statistics, and U.S. Department of Commerce, Bureau
of the Census), which provides information on commodities shipped and hazardous materials
transportation, stated in the 1997 Commaodity Flow Survey that only approximately 7.3% of all
trucks in the United States transport hazardous material (U.S. Department of Transportation,
Bureau of Transportation Statistics, and U.S. Department of Commerce, Bureau of the Census
2000). If that percentage could be extrapolated to the rural SR 197-US 199 corridor, the
percentage of trucks transporting hazardous materials is likely to be even less than 7.3% due to
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fewer trucks traveling the route compared to a major highway, and the number of trucks
transporting hazardous material would be inherently low.

Regarding the final question, as to whether there might be an increased risk of accidental release
of hazardous materials into the environment along the SR 197-US 199 corridor, there is a risk of
accidental release of hazardous materials if a truck that transports those materials is present on
the corridor, because a collision leading to accidental release of hazardous materials could
happen unexpectedly, regardless of whether the proposed project is constructed and the corridor
is re-designated as STAA accessible. However, as mentioned previously, the projected number
of trucks that would use the corridor each day is not anticipated to increase significantly, and,
likewise, shipping patterns of the local trucking industry are not anticipated to change
significantly; therefore, the risk of accidental release of hazardous materials into the environment
would not increase significantly due to the construction of the proposed project and the corridor
becoming STAA accessible. The proposed project is designed to improve road safety for all
users, including trucks, by providing wider shoulders and additional offtracking room at curves.
Collisions may continue to occur after improvements are made, due to a variety of reasons,
including weather-related road conditions, driver impairment, etc.; however, roadway geometric
improvements effectively reduce the risk of collisions and therefore accidental release of
hazardous materials into the environment may be reduced.

No Build (No Action) Alternative

Under the No Build (No Action) Alternative, there would be no construction and therefore no
potential to expose workers, the public, or nearby land uses to hazardous materials as a result of
construction activities.

2.2.4.4 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 “Hazardous Wastes/Materials.”

2.2.5 Air Quality
2.25.1 Regulatory Setting

The Clean Air Act as amended in 1990 is the Federal law that governs air quality. Its counterpart
in California is the California Clean Air Act of 1988. These laws set standards for the quantity of
pollutants that can be in the air. At the federal level, these standards are called National Ambient
Air Quality Standards (NAAQS). Standards have been established for six criteria pollutants that

have been linked to potential health concerns; the criteria pollutants are: carbon monoxide (CO),

nitrogen dioxide (NO,), ozone (O3), particulate matter, lead (Pb), and sulfur dioxide (SO,).

Under the 1990 Clean Air Act Amendments, the U.S. Department of Transportation cannot fund,
authorize, or approve federal actions to support programs or projects that are not first found to
conform to State Implementation Plan for achieving the goals of the Clean Air Act requirements.
Conformity with the Clean Air Act takes place on two levels—first, at the regional level and
second, at the project level. The proposed project must conform at both levels to be approved.
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Regional level conformity in California is concerned with how well the region is meeting the
standards set for CO, NO,, O3, and particulate matter. California is in attainment for the other
criteria pollutants. At the regional level, Regional Transportation Plans (RTP) are developed that
include all of the transportation projects planned for a region over a period of years, usually at
least 20. Based on the projects included in the RTP, an air quality model is run to determine
whether or not the implementation of those projects would conform to emission budgets or other
tests showing that attainment requirements of the Clean Air Act are met. If the conformity
analysis is successful, the regional planning organization, such as the Del Norte Local
Transportation Commission (DNLTC) for Del Norte County and the appropriate Federal
agencies, such as FHWA, make the determination that the RTP is in conformity with the State
Implementation Plan for achieving the goals of the Clean Air Act. Otherwise, the projects in the
RTP must be modified until conformity is attained. If the design and scope of the proposed
transportation project are the same as described in the RTP, then the proposed project is deemed
to meet regional conformity requirements for purposes of project-level analysis.

Conformity at the project-level also requires “hot spot” analysis if an area is designated
“nonattainment” or “maintenance” for CO and/or particulate matter. A region is a
“nonattainment” area if one or more monitoring stations in the region fail to attain the relevant
standard. Areas that were previously designated as nonattainment areas but have recently met the
standard are called “maintenance” areas. “Hot spot” analysis is essentially the same, for technical
purposes, as CO or particulate matter analysis performed for NEPA purposes. Conformity does
include some specific standards for projects that require a hot spot analysis. In general, projects
must not cause the CO standard to be violated, and in “nonattainment” areas the project must not
cause any increase in the number and severity of violations. If a known CO or particulate matter
violation is located in the project vicinity, the project must include measures to reduce or
eliminate the existing violation(s) as well.

2.25.2 Affected Environment

The information in this section is based on the Air Quality Study prepared for the project (ICF
Jones & Stokes 2010).

Climate and Topography

The North Coast Air Basin (NCAB) is bordered on the west by the Pacific Ocean and the
topography is generally mountainous, with elevations varying from sea level to over 9,000 feet.
Weather is highly dependent on distance from the Pacific Ocean and elevation. Near the coast, in
Crescent City, average summer (August) temperatures range from 51°F to 66°F, and average
winter (January) temperatures range from 40°F to 54°F (The Weather Channel 2009).
Temperatures and weather become more extreme further inland, with hot, dry summers and cold,
snowy winters.

Dominant wind patterns in the area vary with the seasons. During the summer months, strong
north to northwesterly winds are common, while during the winter months, storms from the
south Pacific increase the number of days winds originate from the south. Offshore and onshore
flows are also common along the coast and are associated with pressure systems in the area. In
the river canyons, a diurnal pattern is present. In the morning, cool air from higher elevations
flows down the river valleys, while in the afternoon, the pattern is reversed, and warmer air
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flows up the canyons. Onshore flows bring fog and cool weather, and offshore flows blow fog
away from the coast and bring sunshine and warm weather. Wind speed and direction influence
the dispersion and transportation of ozone precursors, particulate matter less than 10 micrometers
in diameter (PM10), and CO; the more wind flow, the less accumulation of these pollutants.

The vertical dispersion of air pollutants in the NCAB is limited by the presence of temperature
inversion, radiation inversion, and subsidence inversion, which all result in warm air over cool
air (North Coast Unified Air Quality Management District 1995). Because of differences in air
density, the air above and below the inversion does not mix. Ozone and its precursors will mix
and react to produce higher concentrations under an inversion and will trap directly emitted
pollutants, such as CO.

Precipitation and fog tend to reduce or limit pollutant concentrations. Ozone needs sunlight to
form, and clouds and fog block the required radiation. CO is slightly water soluble; therefore,
precipitation and fog tend to reduce CO concentrations in the atmosphere. PM10 is somewhat
washed from the atmosphere with precipitation. Annual average precipitation on the north coast
ranges from a low of 0.40 inches in July to a high of 11.23 inches in December (The Weather
Channel 2009).

Description of Pollutants

The following is a general description of the pollutants, for which there are standards (criteria
pollutants) and ambient measurements. A description of toxic air contaminants (TACs) and
NOA, for which there are no standards, is also included. Ozone, and its precursors, reactive
organic compounds (ROG) and oxides of nitrogen (NOy); sulfates; visibility reducing particles;
NO,; and PM10 and particulate matter less than 2.5 micrometers in diameter (PM2.5) are
considered to be regional pollutants because they or their precursors affect air quality on a
regional scale—NO; reacts photochemically with reactive organic gases to form ozone, while
PM10 and PM2.5 can form from chemical reaction of atmospheric chemicals, including NOy,
sulfates, nitrates, and ammonia. These processes can occur at some distance downwind of the
source of pollutants. Pollutants such as CO, SO,, lead, and PM10 are considered to be local
pollutants because they tend to disperse rapidly with distance from the source. Although PM10
and PM2.5 are considered to be regional pollutants, they can also be localized pollutants because
direct emissions of PM10 from automobile exhaust can accumulate in the air locally near the
emission source. Table 2.2.5-1 provides references for the state and federal standards and Del
Norte County’s attainment status for the pollutants.

Ozone
Ozone is a respiratory irritant that increases susceptibility to respiratory infections. It is also an
oxidant that can cause substantial damage to vegetation and other materials.

Ozone is not emitted directly into the air but is formed by a photochemical reaction in the
atmosphere. Ozone precursors (ROG and NOy) react in the atmosphere in the presence of
sunlight to form ozone. Because photochemical reaction rates depend on the intensity of
ultraviolet light and air temperature, ozone is primarily a summer air pollution problem.

State and federal standards for ozone have been set for 1- and 8-hour averaging times. The state
1-hour ozone standard is 0.09 parts per million (ppm), not to be exceeded. The
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U.S. Environmental Protection Agency (EPA) recently replaced the 1-hour ozone standard with
an 8-hour standard of 0.075 ppm. However, the California 1-hour standard will remain in effect.
The state 8-hour standard is 0.070 ppm, not to be exceeded.

Del Norte County is designated as an attainment area for both the 1- and 8-hour state ozone
standards and is designated as an attainment/unclassified area for the federal ozone 8-hour
standard (Table 2.2.5-1).

Carbon Monoxide

CO is a public health concern because it combines readily with hemoglobin and reduces the
amount of oxygen transported in the bloodstream. CO can cause health problems such as fatigue,
headache, confusion, dizziness, and even death.

Motor vehicles are the dominant source of CO emissions in most areas. High CO levels develop
primarily during winter when periods of light winds combine with the formation of ground-level
temperature inversions (typically from the evening through early morning). These conditions
result in reduced dispersion of vehicle emissions. Motor vehicles also exhibit increased CO
emission rates at low air temperatures.

State and federal CO standards have been set for 1- and 8-hour averaging times. The state 1-hour
standard is 20 ppm, not to be exceeded, whereas the federal 1-hour standard is 35 ppm, not to be
exceeded more than 1 day per year. The state 8-hour standard is 9.0 ppm, while the federal
standard is 9 ppm. This means that a monitored 8-hour CO concentration from 9.1 to 9.4 ppm
violates the state but not the federal standard.

Del Norte County is designated as unclassified for the state 1- and 8-hour CO standards and is
designated as attainment/unclassified for the federal 1- and 8-hour CO standards (Table 2.2.5-1).

Inhalable Particulate Matter

Particulates can damage human health and retard plant growth. Health concerns associated with
suspended particulate matter focus on those particles small enough to reach the lungs when
inhaled. Particulates also reduce visibility and corrode materials.

The federal and state ambient air quality standard for particulate matter applies to two classes of
particulates: PM2.5 and PM10.

The main sources of PM2.5 in Del Norte County are fires, residential wood combustion, road
dust, and industrial processes, while PM10 results mainly from road dust (U.S. Environmental
Protection Agency 2009b).

The state PM10 standards are 50 micrograms per cubic meter (ug/m®) as a 24-hour average and
20 pug/m? as an annual arithmetic mean. The federal PM10 standard is 150 pg/m? as a 24-hour
average. For PM2.5, the state has adopted a standard of 12 pg/m? for the annual arithmetic mean.
The federal PM2.5 standards are 35 pg/m? for the 24-hour average and 15.0 pg/m?® for the annual
arithmetic mean.
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Del Norte County is designated as nonattainment for both the annual arithmetic mean and the
24-hour state PM10 standards and is designated as attainment/unclassified for the 24-hour
federal PM10 standards. There is no federal annual arithmetic mean averaging time standard for
PM10. The county is designated as unclassified for the state annual arithmetic mean PM2.5
standard and is designated as attainment/unclassified for both the federal annual arithmetic mean
and 24-hour PM2.5 standards (Table 2.2.5-1).

Carbon Dioxide

CO; is the most important anthropogenic GHG and accounts for more than 75 percent of all
anthropogenic GHG emissions. Its long atmospheric lifetime (on the order of decades to
centuries) ensures that atmospheric concentrations of CO, will remain elevated for decades after
GHG mitigation efforts to reduce GHG concentrations are promulgated (Intergovernmental
Panel on Climate Change 2007).

Increasing concentrations of CO; in the atmosphere are primarily a result of emissions from the
burning of foss