POTENTIAL PROJECTS

hefoll owing project ideas need moreresear ch, havemore
constraints to work out, are less of apublic priority and/or

have slightly less unified support at this time when com-
pared to the priority projects. Any of these differences in priorities
could shift at anytime—situations can and will changeafter the print-
ing of this document, and should not be considered static. These
project concepts are presented with basic information and recom-
mendations and are identified in Figurel11-2.

Sections IV and V are organi zed by geographic area:

» Samoa Peninsula, from the North Jetty to the Mad River Slough;
* Northesstern Bay, from Mad River Slough to Fay Slough;

» Eureka, from the Eureka Slough to the Elk River; and

» South Bay, from King Sa mon around to the South Spit.

IVA SAMOA PENINSULA

There were not as many public or agency recommendations for
public access to the bay-side of the Samoa Peninsula as for the rest
of the bay. The project ideas below, however, had signifcant support
and aree ther morei mmedi ately feasiblethan other peninsulaprojects
(Samoaand ManilaParks) or are particularly important to improve
non-motorized access around the bay (bridges).

IVA1 SAMOA BRIDGES PEDESTRIAN AND
BicYycLE IMPROVEMENTS

The exi sting pedestrian and bicycle environment on the SR 255 Sa-
moa Bridges is widdy considered inadequate — so much so, that
most people will not consider walking or riding a bicycle on them.
These bridges serve as the only redistic route for pedestrians and
bicycl ists between the peninsulaand Eureka. One of thethreebri dges
in particular — that between the Old Town/Eureka waterfront area
and Woodley Island — would likely receive a greet deal of use if it
was more accommodating of non-motorized traffic.

I mmediateimprovementsthat would make theexisting bridges safer
for non-motorized travelers would include vertical extension of the
side-railings (which could have impacts on views from the bridge)
and modification of the barrier designs and shoulder widths at the
ends of the bridge sections to creste an easier transition from road
shoulders to the bridges.
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could become a city trail.

The Samoa bridges are not well-suited to
pedestriansor bicycles.



POTENTIAL PROJECTS

Manila Communtiy Park could be further
improved for public access to the bay.

Theshores of Arcata Bay providea scenic
landscape for trail devel opment.

SECTION IV ®* SAMOA PENINSULA

A cantilevered or underhung wakway/bikeway was researched as
an improvement for non-motori zed use of this route (Figurel11-2).
This walk/bikeway could be | ocated on one or both sides, dthough
expense may limit such a structure to one side. Connecting ramps
would need to be constructed from adjacent streets, such asthe ends
of Second Street, to Woodley Island (d ong with a path to the ma-
ring), and from the bridges to the peninsula If a path were deve-
oped on each side of the bridge, each would need to connect to im-
proved SR 255 shoulders that would lead to the Navy Base Road
intersection. If only one path weredeveloped, a‘ switchback’ trail to
Vance Road below could provide a more controlled form of multi-
use access to and from SR 255.

A substructure retrofit for these bridges is currently being planned
by Catrans. Comments were provided to Catrans as apart of this
Sudy to encourage planning substructure improvements to accom-
modate potentia load increases from ped/bi ke improvements to the
bridge. The superstructure, however, was retrofitted in the last de-
cade and is not planned to be modified again in the near future.

In response tothe draft of this Study, there was some question re-
garding thecurrent legality of pedestrian useof the SamoaBridges.
In aletter from Cdtrans District 1 providing input to the draft, they
note that “this segment of Route 255 is expressway. If District Man-
agement did not fed these bridges weresafe for pedestriansor bicy-
clists, they would not alow pedestrians or bicyclists to use them.”

IVA2 MANILA COMMUNITY PARK

This park currently provides parking and some day use facilities,
including aball field and bleachers, restrooms, water, a playground
and other amenities 800 feet west of the shoreline, as well as an old
road to open space onthebay. Thisfacility hasagreat ded of coasta
access potentia and should be improved with better signage, trails
and other day use amenities for locas and visitors. Potentid im-
provementsfor camping opportuniti es are discussed in Section VIC.
Reportedly, thisis an excellent birdwatching site.

The site was adso reviewed for its potentid as apaddle boat access/
water trail site. There are extensive mudflats a low tide and no
other nearby low tide access other than the Mad River Slough, but
thereispotentia for good paddling at hightide. A prohibitively long
dock would be needed for reasonable access & this site—to ensure
that high-tide boaters are not stranded as the tide drops — and the
access road and parking would need to be extended.
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SECTION IV ®* NORTHEAST BAY

IVB NORTHEAST BAY

Thereis surprisingly little public bay access aong the north and east
shores of Arcata Bay. Most of the bayshore in Arcata Bay is ether
bordered by highway, by locd, state and federd wildlife areas man-
aged for habitat, or by private land (in Manila, discussed above). One
of thehighest public prioritiesfor publicaccessinthisarea, an Arcata-
Eureka pathway, was discussed earlier in Section |11 E. The public has
a0 long been interested in abetter non-motorized route between Arcata
and Manila, particularly if it was dong the bay.

Thetwo mainpublic accessstesonArcataBay arefromthefoot of Arcata's
G and | Sreets at the Marsh & Wildlife Sanctuary (Marsh). Thisis
likely the most-visited open space and wildlife viewing resouce on
Humboldt Bay, andaplace of internationa renown.Another primary pubdic
interest in bay accessimprovementsisan improved connection between
downtown Arcata and theMarsh.

Theprimary Humboldt County segment of theCalifor nia Coaga Trail
endsnorth of theArcatabottoms, and should be continued through Arcata
and southward.

IVB1 THE MAD RIVER SLOUGH WILDLIFE AREA

The Department of Fish & Game (DFG) is in the early stages of
implementing a management plan for this 478-acre Wildlife Area
southwest of Arcata. Wetlands are currently being developed, and
other portions of the areamay be converted to wetland depending on
the City’s restoration design for the McDanid’s Slough area. The
plan cdls for annually providing up to 1000 user days of hunting
opportunity, up to 100 user daysfor field trid s soonsored by respon-
sible hunting dog organi zations, 3000 user days of non-consumptive
natural -resource related recresation, and 500 user days of scientific
and educationa use. The management plan also cd s for vehicle en-
try and parking areas (for 20 cars) for public access and a system of
nature trails for public use. The plan emphasizes that trails will be
planned to ensure that any disturbance to wildlife is minimized and
any conflicts will beresolved in favor of fish and wildlife needs.

Accessviatwo paralldl roads currently existstothe baysdelevee but
neither road is surfaced and conditions deteriorate during the rainy
season. A seasond loop trail could be developed using these access
roads (Figure 111-2). Low-lying areas near the levee are very wet dur-
ing the rainy season. Observation sites on the levee could be devd-
oped, and there is a great ded of interest in upgrading the current
‘volunteer’ trail on theleveeto apublic trail (Section VB2, below).
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The Mad River Sough W ldlife Area ismostly
managed for habitat and hunting access.

Old Samoa Road and alevee could providea
connection between posdblenew tralsinthe
McDanid's Sough area and Mad River Sough.



The City of Arcata is planning restoration of
the McDanid's Sough area and designs
couldindudetrails.

Short-term public access needs a the Mad River Slough Wildlife
Areaarefor parking and (regul atory and interpreti ve) signing at the
entrance along Old Samoa Road south of SR 255. Existing parking
a the main entrance is limited. DFG management plans call for de-
veloping a 20-car gravel parking area, maintaining a chemical toilet
at the site, constructi ng anature trail to provide wildlife viewing op-
portunities, and, if staffing is authorized, providing i nterpretive ser-
vices and providing appropriate site management and maintenance.

Options for anon-motorized connection between Arcata and Ma-
nilamay also existinthisarea. A combination of improvements could
make this route possible, including: Arcata's McDaniel Slough res-
toration and trails; DFG trail s; Old Samoa Road (extremey li ght traf -
fic); the westernmost segment of the bay levee (private ownership);
and a pedestri an bridge across the mouth of Mad River Slough and
connection with the north end of Peninsula Drive in Manila

From the Marsh, athree-mile long levee follows the perimeter of
Arcata Bay to Mad River Slough. This levee has long been used by
thepublic as atrail. Thislevee is gated on either end: dong | Street
in theArcata M arsh and Wildlife Sanctuary and adjacent to the Mad
River Slough bridge on SR 255. Development of atrail on thelevee
would be straightforward, and simil ar to the Hookton Slough trail in
the South Bay (Figure 11-1 and Section 111B2) for providing high-
quality scenic and wildlife vistas.

This would be a relatively easy trail construction project, mainly re-
quiring surfacingimprovements However, theneed for further research
and recommendations regarding potentia habitat impactsinthisarea
— the most secluded in Arcata Bay from highway and public distur-
bance — are the foremost reason this potentid trail project is not high-
lighted as a priority in this Study.

As noted in the previous section, the Department of Fish and Game
owns and manages the Mad River Slough WildlifeArea adjacent to
the levee. The City of Arcatais in the process of planning restoration
effortsinthisarea, andfinal project designs may compromisethe con-
tinuity of the levee for wetland restoration. Al so, the Department of
Fish and Game has considerable concern regarding public use of the
levee through the Mad River Slough Wildlife Area. The main use of
theWildlife Areaisfor wil dlifehabitat, but no policiesexist regarding
the extent or nature of public access deemed appropriate for the area.
DFGisparticularly opposed to bicycle accessonthelevee. Land adja-
cent to the eastern segment of the leveeis owned by the City of Arcata




and private landowners, and land adjacent to the westernmost seg-
ment of theleveeisin privateownership. Theentireleveeis owned by
a reclamati on district, including these landowners and DFG. All of
these interests pay into afund for management of the levee.

Regarding shor ebird habitat value of themud flats south of thelevee,
comments to the draft Sudy provided by a loca Redwood Region
Audubon Society member noted that “Humbol dt Bay’ sshorebirdsreach
higher densities further from shore... As the tide rises, the birds amass
around Sand I sland beforefina ly bei ng evicted by higher water. They
then fly to the mouth of Jacoby Creek, Klopp Lake or the Arcata Bot-
toms.” Other input provided by the Arcata City Council suggests that
“whil e there may be some |andowner opposition, the vaue of a trail

aong the levee is far too important for the broader community.”

Oneconsideration for thistrai | concept isthat the western end of the
levee, a Mad River Slough and SR 255, is not currently suited for
parking or for contiguous travel by trail users coming from the east.

Onealternativeis that a portion of thislevee could be developed asa
trail in conjuncti on with use of potential new trails west of the Marsh,
Old Samoa Road to provide contiguous access along the northern bot-
toms of ArcataBay.

As the Hammond Coada Trail continues south from McKinleyville
and crosses the Mad River, it terminates at the intersection of the
Hammond Bridge and Mad River Road. There are numerous potentia
routesfor the continuation of thistrail, but a variety of condraintsac-
company each potentia route. The ideal route would provide alink to
the City of Arcataand the bay while aso establishing direct, non-mo-
torized access through the Arcatabottoms. Trail routesmay takea vari-
ety of formsthrough the bottoms, but woud generaly be limited tothe
abandoned Hammond railroad corridor and/or exiging county roads.

Thefirst dternative, and preferred route, would follow the rail road
corridor to Arcata (Figure 1\V-1). This dternative would serve as the
most direct non-motorized link between Arcata and McKinleyville.

Beginning at the Hammond Bridge, theroutewould travel south dong
theabandoned Hammond rail corridor until itintersects with Lanphere
Road. The McKinleyville Community Services District (MCSD)
owns this section of the corridor, and would be supportive of trall

development (M CSD communi cations, 2001). Adjacent | andowners,
however, have expressed opposition to trail development ontherail -

‘Bottoms' roads are extensively used by
cyclistsand runners to access the Hammond
Trail and Mad River beach.



An easement adjacent to the former Simpson
mill and Sun Valley Floral Farms could
provide a road-adjacent trail.

road corridor, as it could potentially disrupt agricultura operétions.
The abandoned corridor is dso in very close proximity to one ranch
houseand its associa ed outbuildings. Although a preferred route for
directness, the cooperati on of the landowners and implementation of
miti gati on measures such asfencing, gates, signs, and underpass cul -
verts for cow passage would be necessary.

From L anphereRoad, the preferred routewould continue south dong
a privately-owned section of the railroad corridor. The landowner is
not supportive of trail development through his property onthe aban-
doned railroad corridor. This segment of thetrail could berel ocated as
bike lanes or an adjacent path along Seidel Road (Figure 1V-1). The
right-of-way for Seidel Road is very narrow, however, and may limit
thepossibility of an adjacent trail. Asit continues south, thetrail would
intersect with and follow an abandoned spur of the railroad eastward,
parale to Foder Avenue. Thissegment of therailroad corridor isowned
by Sun Valey Flora Farms, the owner of which hastentati vely agreed
to grant atrail easement (De Vries communications, 2001). Thetrall
route would then follow the railroad corridor and enter Arcata city
limits near the junction of Foster Avenue and Alliance Roads.

Onebranch of the abandoned railroad corridor crossestheMad River

Slough and continues to connect with the existing rail linein Manila.
Onevision initidly pursued was for the Hammond Trail/Coastd Trall

to follow therail corridor into both Arcata and Manila on these aban-
doned corridors A trail on this western spur was researched briefly,
and could provide Coastd Trail access to the peninsula and residents
of Manila. Constraints include: the corridor is now private property;

remnant trestles over Mad River Sloughwould need complete recon-
struction; thereare potenti aly incompati blel and uses (shooting range
and Sierra Pacific Mill); and dune habitat impact issues.

The potentid for other trails intheMad River Slough are exist as
wdll, including levee trail s, an old road from Samoa to Arcataa ong
the eastern edge of the dunes, and connections to BLM land for-
merly known asthe Mad River Slough and Dunes, wherepublic trails
and access fecilities still exist but are inaccessible through adjacent
private lands. One private landowner on the west side of the slough
supports development of all of thesetrail s —to, but not through pri-
vate property adjacent to the HBNWR Lanphere Dunes Unit.

The second alternative would follow existing county roads through
the Arcata bottoms as bike lanes with a walking path or a separate
road-adjacent pathway. Thisroutewould follow Mad River Road south
from the Hammond Trail bridge until it intersects with Miller Lane.
The route would transition to Miller Lane and enter north-Arcatavia
Heindon Road or continue along Mad River Road (Figure I1V-1). The




right-of-way for Miller Lane, however, is very narrow and will likely
beaconstraintfor trail devel opment, unless additiona land i sacquired
for thecorridor. The route would then follow sidewalks and bike lanes
on Janes Road and Alliance Road into downtown Arcata. This route
would aso provide alink to the CdiforniaWelcome Center and to the
Annie & May Ralil-Trall viaGuintoli Lane (Section 1VB4). Ste sur-
veys, detailing road right-of-ways and the locati ons of ditches, power
poles, fences and driveways would be necessary for trail devel opment.

If continuing along Mad River Road, theroute would continue south
totheintersection of Upper Bay Road. Fromthis point, thereare two
potentia routesintoArcata a ong Upper Bay Road or dong Lanphere
Road (FigurelV-1). The western route would transition to sidewa ks
and bike lanes dong Upper Bay Road, then connect with existing
sidewaks and bike lanes on Janes Road. The route would then fol -
low Janes and Alliance Road into downtown Arcata.

The eastern route would follow L anphere Road to the intersection
of Seidel Road, whereit would travel adjacent to the road. It would
eventually connect with the Sun Valey Flora Farms railroad spur,
as menti oned above, and continue i nto downtown Arcata.

Improving the existing roads for bicycle and pedestrian use would
facilitate much-needed road upgrades in the bottoms. Even with a
low volume of traffic, runners and cyclists commonly say they fed
unsafe on the narrow roads with (often hi gh-speed) autos. The road
rights-of-ways are generally wide enough to accommodate adjacent
tralls, but some areas may not be adequate and acquisition of adja-
cent land would be required. Many bottoms roads are subject to sea-
sond flooding and would require drai nage i mprovements if atrail
corridor wereto be added.

A third option researched —and not recommended — would follow the
dunesto the community of Manila. Thisroute would bethemost sce-
nic, and would provide additiona beach access to loca residents.
Ownership of the dunes north of Manila are owned by private inter-
ests, the Humboldt Bay National Wildlife Refuge and the Bureau of
Land Management. A mgjor Coasta Trail development through this
areawould not likely be compati ble with sensitive coastal forests and
dune habitat management objecti ves, however thereis coastd public
access to smilar zones in Del Norte County. Additiondly, though the
routeis adirect link to Manila and the Samoa Peninaula, it would fall

to provide a direct link to the city of Arcata and eastern bayshore,
where the Coastdl Trail routeis recommended.

Extension of theHammond Trail through the
Arcata bottoms woul d separate motorized
from non-motorizd traffic.



Historictrestlesareprominent featuresalong
theAnnie & Mary corridor.

The proposad Annie & Mary Rail-Trail would
pass through coastal riparian forests above
the lower reaches of the Mad River.

Therailroad corridor through Arcatais
mar ginally wide enough to provide space for
atrail.

The northernmost spur of the Northwestern Pecific Railroad, his-
torically known as the Arcata & Mad River (or Annie & Mary) line,
departs from the main linein downtown Arcata and continues to the
City of Blue Lake and the milltown of Korbe at the end of the line.
Most of thisrailroad lineis *out-of-service’ due to infrastructure re-
pair demands — the collective cost of which are beyond the means of
the North Coast Railroad A uthority (NCRA). Planning for useof the
corridor as a multiple-use trail is underway (Section 11D1), and in-
cludes research into connection with the Coastal Trail corridor.

Ralls andtieswere previously savaged from the out-of-service seg-
ment of the corridor between Arcata city limits and Korbd. Mul-
tiple-use trail is proposed on this 6.8-mile corridor along the Mad
River. Wherethe proposed trail would enter Arcata—at theAldergrove
Industria Park — the route could connect with the Coasta Trail cor-
ridor in several ways.

Fra and eased, but least favorable, would be atrangtion to bike lanes
and ddewalks on West End, Giuntoli and Janes Roadsover US 101 to
connect with theHammond Trail/Coadd Trail inArcata. Thisdternative
would limit the usefulness of such a route to families and children or
others who are uncomfortable sharing a roadway with traffic entering
and exiting thefreeway. The City hasplansto congruct roundaboutsand
othertrdfic-caming facilitieson the US 101 on- and off-rampsat Giuntoli.

Second and morecha lenging, but preferable, would bea continuati on
of multiple-use trail on a water line easement behind the indugtrid
park. Thiswater |ine routecould beconnected with theactive rail road
line near the US 101 West End Road underpass and become a rail -
with-trail until it crosses Alliance Road and/or the Coasta Trail corri-
dor in Arcata. One primary constraint is the width and physica com-
plexity of the ralroad corridor between the industrid park and Alli -
ance Road. For much of the route, the railroad corridor is only 25’
wide, and in some places, the corridor is physicdly even narrower.
NRS is currently writing a Feasibility Study for the Coasta Conser-
vancy to determine the potential of Annie & Mary trail development.

Asthe proposed Hammond Trail/Coastal Tr ail route enters Arcata
from the bottoms (Section 1VB3), bike lanes and sidewalks aong
Alliance Road would provide asafe and direct link into downtown
(Figurell-1). The proposed Annie & Mary rail-trail would a so pro-
vide aconnection to residents in northern Arcata.




At M Street, the route could potentia ly transition back to the railroad
corridor and continueto L Street. The width of the corridor becomes
narrow however, and private property may constrain trail develop-
ment. The route would then mergewith L Street and conti nue south
across 11th Street, pard ldling the railroad corridor. L Street isinfre-
guently used by motorized traffic and would likely provide adequate
width for anon-motorized trail — or the road could be managed as a
‘bicycle boulevard’, afacility noted in Arcata's Genera Plan (2000),
that accommodates mostly bicycle and pedestrian traffic. Although
theroutewould pass throughresidentia and commercid aress, it could
be designed with appropriate fencing (Section VI1G6.2).

Thetrail would continue adjacent tothe railroad and eventudly con-
nect with Arcata Marsh and Wildlife Sanctuary trails. The crossing
of SR 255/Samoa Boulevard may pose a chd lenge for anon-motor-
ized traffic crossing, but the existing railroad crossng could poten-
tid ly be redesigned to address this concern.

There are anumber of additiona opportunitiesfor improving non-mo-
torized access between Arcata and the bay at the Arcata Marsh and
Wildlife Sanctuary (Marsh). The City currently hassevera prgectswhich
will affect the pededtrian and cycling environment in south Arcata. Be-
cause these efforts aredready in process, this assessment will only rec-
ommend condderations for accessimprovements (Section V11A5.4). A
primary issue is connection of the Califarnia Coagta Trail/Hammond
Trail through Arcata and around the bay. Future Arcata sreet proects
should condder development of this corridor.

For wakers and cyclists to get from town to the Marsh, bay and
hopefully in the future, on to Eureka, severa routes were explored
for improvements. The most difficult and deterring proposition for
bicycl esand pedestriansin thisareai s Samoa Boulevard/SR 255 (Fg-
ure |1-1), where pedestrian-friendly streetscgpe improvements are
needed. Bikelanes dong G and H streets do not continue across Sa-
moa Boulevard. Creation of an enticing bike/ped corridor between
downtown Arcata and the bay involves the following congderations.

* K Sreetisbeing conrdderedfor atraffic 9gnd at SamoaBouevard
and hike lanes, but the corregpondng loss of parking is a primary
condraint. Bikeandpededtrian improvementsto thisroutewould have
many bengfits includng linkagewith exiging bikelanesonAlliance
Road and alikely comection withtheHammond Trail (SectionlVB2).
K Street, however, doesnot continue south past SamoaBoulevard, is
not adirect connection to downtown, and has narrow Sdewalks

* | Streetis the main route south of Samoa Boulevard used for ac-
cess to the Marsh by foot or bike, but is currently too narrow to

L Sreet, paralld totherailroad corridor,
could be turned into aroad that serves
residents and non-motorized uses.

SR 255/Samoa Blvd. isa barrier to non-
motorized traffic.



The most popular route to the bay and Marsh
fromdowntown Arcatais| Sregt, which
lacks bicycle and pedestrian facilities outh
of Samoa Boulevard.

simultaneously accommodate bike/ped users and two-way vehi cu-
lar traffic. Because vehicular traffic is usudly rdatively light,
pedestrains, cyclists and autos al share the roadway. North of Sa
moaBoulevard, | Street is asecondary dreet for vehicular traffic,
andwill notlikely be acandidatefor bike lanes, as G and H Streets
currently provideadequete bicycling corridorsnorth of SamoaBou-
levard. A paralld pathway could be devel oped dong | Street and
through the Little Lake Industries site currently being planned —
which would likely be less expensive than sdewalks and would
accommodate cyclists — but connection with on-street bike/ped
facilities will be necessary at and north of Samoa Boulevard.

* G and H Streets have existing minimum-width sidewalks and
bike lanes north of Samoa Boulevard, between the Plaza and the
end of H Street, and light-controlled road crossings at SamoaBou-
levard. Thesestreets provide contiguous routes through downtown
Arcata, while G Street additiond ly provides aroute to the Arcata
Marsh Interpretive Center. The City is currently working on plans
for south Gand H Streetsto ‘cam traffic’ andimprovethe bicycle
and pedestrian environment.

G Street —the former US 101 corridor through town — has room
for bikelanes south of Samoa Boulevard. Since the street isone-
way northbound on the north side of Samoa Boulevard/ SR255,
traffic flow for bicycles would be less than optimal, but better
than the existing high-speed road without lanes. Because side-
waks are minimum width on G Street, driveways create an un-
comfortable walking situation. If possible, sidewa ks should be
increased in width (opti ma ly i ncluding landscaping) to make the
waking and wheelchair environment more enticing.

TheCity recently acquired two propertiesin SouthArcata: the11.6-
acre‘Little Lake Industries’ site between H and | Streets and the 75-
acre ‘McDanid’s Slough’ area west of | Street. Planning for these
sites i s underway, and both concepts include trails. The Little Lake
design may include a waking and bicycling path dong its length
that would connect to Marsh trails a the southern end. Design of
McDanid’s Slough restoration work is underway and will influence
the routi ng and amount of new trails proposed for the area.

The City isin theplanning sages of a project to removethetidegates
on Janes Creek and to relocatethelevee for tidal access. When theplan
is findized, trail s will be included on top of the re-located levee and
may providean additiond trail from the Arcata Marsh to Samoa Blvd.
Depending onthefina design, theremay be oppartunitiesto cross Janes
Creek south of SamoaBoulevard by apedestrian bridgeand connect to
Old Samoa Road via atrail along the powerline.




From the Marsh, athree-mile long levee follows the perimeter of
Arcata Bay to Mad River Slough. This levee has | ong been used by
the public as atrall. This route wasresearched for trail devel opment,
and discussion of the concept is provided in Section |'VBS3.

For many bicydlists, widening portions of SR 255 that fail to meet
full bicycle lane standards between the Samoa bridges and Arcata
would provide improved access in that corridor. Priority sections of
roadway are betweenV Street and Jackson Ranch Road and between
the junction with Old Navy Base Road and the Samoa Bridges.

Somehow, Arcata got few of the wide and expansive networks of
sidewalks that Eureka did in the days when waking was better ac-
commodated than it istoday. Itisnot uncommon to seefolks on whed-
chairs in the street or in abike lane, or groups of people walking in a
line rather than shoulder to shoulder. For cyclists, the City hasworked
to greatly expand the bike lane network in recent years, andis dill
working to fill gaps and creste amore interconnected system.

Nether the pedestrian nor bicycle systems are very well connected
with the bay and Arcata Marsh and Wildlife Sanctuary. The main
corridors that provide bicycle and pedestrian access between town
and thebay were discussed abovein Section 1V B4. Arcata s Generd
Plan (2000) highlights the need to fill sidewd k and bike lane gaps —
but bi kel anes arenot proposed to extend south of SR 255. Two other
issues for considerati on are noted be ow.

» Theexpenseof increasing sidewalk width —and adding boule-
vard-like features of landscaping and (intown) aesthetic li ghting
— would be substantia, but would be ‘worth every penny’ be-
tween thedowntown coreand theArcataMarshon Gand | Streets.

* For ;smeneighbor hoodsinArcata— Sunnybraeand Valey Weg, for
ingance—itisdfficult to accessthebay onfoot or bike. InSunnybrag’'s
case, becausethe SamoaBoulevard highway overpassisnot likely to
be recorfigured, a better pedestrian/bike corridor on Seventh Street
and BaysdeRoad woud improve this neighborhood’s access. In the
cae of Valey Weg, Cdifornia Coedd Tral or Annie & Mary Rail-
Trail corridor improvementsinto town woud improve access

Bicycle and pedestrian acess from town to
theworld-renown Arcata Marshis poor.



Fay Sough WildlifeArea existsimmediatdy
adjacent to US101 between Arcata and
Eureka.

Located between Arcata and Eureka just east of US 101, the Fay
Slough WildlifeAreaisknown tofew. DFG isinthe very early stages
of implementing a management plan for this area. Public access is
from the paved frontage road on the east side of US 101 at Harper
Motors. Existing parking is limited but management plans call for a
20-car parking area. Interpretiveand regulatory Sgning area so needed.

In conjunctionwiththe Mad River Slough WildlifeAreaand the Elk

River Wildlife Area, an interpretive program may be developed
for the Fay Slough WildlifeArea. Necessary staffing must be autho-
rized, however DFG does not currently have fundsfor parking, sign-
ing, or trail improvements. DFG wouldliketo develop afull y-acces-
sibletrail system on the central levee.

Management planscdl for creation of seasona shalow water ponds
and water control structures, devel opment of two miles of interior
freshwater sloughs, maintaining 250 acres of seasond wetlands, us-
ing cattle grazing as a management tool to achieve vegetation man-
agement objectives, instaling livestock exclusion fencing to protect
waterfow! nesting habitat, and devel opment of nature trails.

A portion of the south side levee will bere-located to restoretidal
influence and create sat marsh habitat. Fay Slough has aso been
identified asafidd trial areafor hunting dogs. Theareawill be man-
aged to dlow for waterfow! and snipe hunting for gpproximately 60
days per year from | ate October to thefirst week in January, during
which timefield trias for hunting dogs will not be alowed.

Depending on the south levee relocation design, devel opment of
loop trails may be feasible (Figure I11-2). Such trails would have to
be designed and managed in accordance with habitat and hunting
management objectives.

Fay Slough provides scenic paddling adjacent to the Wildlife Area
and away fromroads. Thereis potentid to provide access by boat to
proposed onshoretrails. Boat accessisviaFreshwater/EurekaSlough,
asthereisnoroadaccessat thistime. DFG could assess and devel op
gppropriate landing sites for boats, and for possible road access to
the Slough, perhapson alimited basis. Road access adjacent to M urray
Field Airport could aso beinvestigated.




Thereisafantagticamount of opportunityto expand and improve pub-
licaccesson the Eurekaweaterfront to show off thedivergty of activity —
in both the human and natural environs—inthe ‘ Victorian Segport’.

TheEureka City Council recently created aEurekaTrails Commit-
tee, which isbegi nning to take up these recommendati ons and i ncor-
porate them into planning efforts. Part of the vision is to connect the
waterfront/Coasta Trail with asystem of traiIsinthe Eurekagulches.
If such anetwork, and ultimately ‘loop’ were developed, many Eu-
reka neighborhoods will have i mproved non-motorized and bay ac-
cess opportunities and residents and visitors ai ke will become more
familiar with these truly spectacul ar aspectsof Eureka. Morevision-
ary ideasregarding the Eurekawaterfront areil lustrated and described
in Section 11F1.

Itisrecommended that a contiguous trail/ pedestri an/bi cycle routebe
developed aong the Eureka waterfront. Two smdl segments of
Eureka's ‘waterfront trail” (Figure [1-1) aready exist 1) between
the Adorni Center and east of the Samoa Bridges and 2) in the City
Elk River Wildlife Area. This waterfront trail should become a seg-
ment of the California Coastal Trail (Section I1E).

Onegeneral noteabout thegul chesas part of thisEureka’loop’ trail:
much of the gulchesareprivately owned. TheCity and Tralls Com-
mittee will need towork closdly with private landownersto plantrail
systems that work for individud's, neighborhoods and the commu-
nity at large. Onemechani smfor thesenegotiationswith landowners
will be provision of tax incentives for those who dedicate trail ease-
ments or conservation easements that include trail use language.

Theareas described below can beseenin Fguresll-1and 111-2. A more
wholistic overview of the Eur ekawater front and accessopportunities
isdiscussed in Section VA, andisaccompanied by colored aerid pho-
tographswhich dso illugrate many of thefollowing concepts

The City has wastewater line easements along M cFarlan Gulch and
Second Slough from near Sequoia Park to Eureka Slough. Most of
this corridor south of MyrtleAvenue is aready an informaly estab-
lished neighborhood trail. The route between Myrtle Avenue and the
bay is dso used as atrall, however constraints include tida marshes
and private land issues.

TheCarson Mill siteis one of many Eureka
waterfront areas that has a great deal of
potential for improved bay access.

Neighborhood trailheads in the gulches, like
thisone near Zane Middle School, could
provide bay access in the future.



The maintenance access routealong the
wastewater linein McFarlan Gulch is
already used asa ‘volunteer’ trail.

Theaccess road around an existing trailer
park could serve as a trail connection
between Humbol dt Bank Plaza and the
former Wards ste

Thereisspace for atrail under US101 ona
terrace above the highwater line

This route could provide a mgor accessway from eastern Eureka
neighborhoods and schools to the bay. Zane Middl e School owns
32 acres — gpproximatd y half of which are in the *gulch’ about one
mile upstream from Myrtle Avenue — and is interested in fitness
trail sand outdoor classroom improvementsto the area. St. Joeseph’s
Hospita isupstream of the Junior High, and would aso benefit from
an adjacent trail system.

Design considerations for this trail should include: surface type
(crushed shde is recommended); access to school grounds; access
from McFarlan Street (at Hillside and 16th Streets); and access to
and from Myrtle Avenue near ‘the domes’ and the intersection with
M cFarlan Street.

The main concern of area residents and adjacent landowners is
the potential for such atrail to attract ‘unwanted uses’ — particularly
the unrestricted access of Middle School students. Many successful
trall systems have utilized volunteer patrols to maintain a presence
and report undesired trail activities to authorities. The Rail s-to-Trail
Conservancy’s report entitiled Rail-Trails and Safe Communities
(1998) outlines such programs for multiple-usetrails.

Itis possible that this wastewater line route below Myrtle Avenue,
aong Second Slough, coul d be developed as a trail (Section VIA L)
to provide neighbhorhood access to the bay and connected with pro-
posed expansion of the waterfront trail (bel ow).

Theexistingwaterfront trail ends jus east of the Samoa Bridges. This
pavedtrail isheavily used by the public, and on any day, in mos weether,
people can be seen on foot, bike, wheelchair or skate. This trail could
be improved by trailhead and interpretive signage, and by deveop-
ment of an unpaved footpath adjacent to the paved trail.

Fromtheend of thistrail, it could continuear ound BlueOx Millworks
and under US 101 to First Slough (Sections IVC1 and VC3). Such a
tral would provide a link between the waterfront and the gulches,
afford views of Arcata Bay, integrate wa kersand bicyclistswith Blue
Ox Millworks —aworking victorian vill age proposed to be expanded
and public access improved — and involve a number of businesses.
Theeastern end of Carson Mill Park i saso recommended asasite for
researchinto development of alarge-scae interpretive center where it
would connect with the end of Waterfront Drive (Section VIA2).

This segement of waterfront trail coul d split into wa king paths north
of Blue Ox and either 1) a multi-use trail adjacent to the railroad




corridor, or 2) bike lanes on First Street (that would ultimately con-
nect with aproposed bridge over the EurekaSlough and trail toArcata,
Sections I11E and V1A). Walking paths would need to be integrated
with Blue Ox site designs and planned to work with management of
the areafor security. BlueOx owners have noted interest in devel op-
ing aVictorian ‘bike shop’ on the premises, which would be (aong
with the entire village) a wonderful attribute of the trail corridor.

Planning is underway for redevelopment of the former Wards site by
Target Corporation, and recommendati ons include a trail, extensive
landscaping, day use facilities and gateway features on the western
margin of Eureka Sough. Three andl slough inlets would need to be
bridged: one between therailroad corridor and the former Wards site,
and oneon either sideof US 101. The existing boet ramp at theWards
site should be moved to amore accessible location, depending on site
designs, and optimally relocated to the historic fishing village adja-
cent to Blue Ox that is proposed to become part of the Millworks.

Thetrail would conti nue from the upper terrace (above the high tide
level) below US 101. This trail route could then connect with
Humboldt Bank Plaza and potentidly aSecond Slough trai | described
in Section VC3.

Neighbor hoods around the park areinteresed inimproving park tralls,
and the High School upstreamisalso interested i n developing al arger
network of trails dong the gulch. Further research is needed for more
extensivetrail connections outward from Cooper Gulch. Thesetrails
would connect with the waterfront viaMyrtle Avenue—which is be-
ing planned for redevelopment and i mproved connecti on wi th SR 255
by the City of Eurekaand Catrans.

The City Trails Committee has a Gulches Subcommittee that isre-
searching trail development opportunities.

Connection of the existing waterfront trail a thefoot of K Street to
the end of the Old Town Boardwa k on G Street was identified as a
top priority in Eurekaby the public (Section 1X and Appendix D).
This segment of trail will be the waterfront link between the Adorni
recreation center/Carson Mill Park and Old Town. Currently, many
peoplewadk dong therailroad corridor in this area.

Target Corportation is planning redeve op-
ment of theformer Wards site, which could
indude a trail and landscaping.

Cooper Gulch hasedsting trails that could
beexpanded and improved.



A missing section of trail between the existing
waterfront trail and Adorni Center isshort
but complex to deve op.

Connection of Waterfront Drive and a trail
between H and L Stregtson thewaterfrontis
apublicpriority.

Walking trailsin the Eureka Marsh are
popular to those who know of them, but many
cdaimthey don't feel ‘safe .

Trail development i ssues to be addressed include:

» Adiscontinuity (of parking lot) inthetrail between the Adorni
boardwak and the block-long trail to the west;

» Design considerations for pedestrians and bikes (if possible,
thewaterfront trail should bedesigned to accommodate both, but
through-biketraffic should a so beaccommodated with bikelanes
on the new segment of Waterfront Drive); and,

» Privateproperties acquidti on and cleanup between H and JStreets.

Currently, the City is pursuing this segment of trail in their effots to
plan extension of Water front Drive (Section I11F), and the project
is listed as a priority in the City of Eureka's 2001-2006 Capital 1m-
provement Program (CIP). One segment of trail will be constructed
with -development of HSU’s ‘ Aquatics Center’ west of the Adorni
Center. Therest is onalonger timeline, considering private property
acquisition and site cl eanup i ssues.

Also dependent ontheCity’s Waterfr ont Drive plansare detailsfor
expansion of publicaccessfacilitiesat the Eureka(formerly ‘Paco’)
Marsh. Regardless of road development, trail, day usefacilities, mini-
mal/low-level lighting and signage can and should be expanded.

Limited publicaccessfacilities exist at the foot of Del Norte Street,
including a parking area, several picnic tables, an unused plywood
kiosk, and two trails: a footpath loop adjacent to the bay and a 1/2
mil e segment of unsurfaced multi-usetrail between Del Norte Street
and the Bayshore Mdl. At the foot of Dd Norte Street is a long
public pier, used for bay-viewing and fishing. Many people who
currently use the site note that they don’t fed completely safe there,
or that they wouldn’t fed safe if there after dark.

Public faci litiesat Eureka M arsh could be improved to provide more
attractive amenities such as:

» Trailhead kiosks(one at the parking ot and one at each end of
the multi-usetrail);

* Interpretive signs (severa aong the multi-use trail and one or
two on the footpath loop);

* Improved trail surfacing (to match that recommended in Sec-
tion II1A for the EIk River Wildlife Areatrall);

» Sparse low-leve lighting to develop a‘safe feeling;

» Bayshore-gppropriate landscaping; and,

* A public restroom, if deemed appropriate by the City.




The Dd Norte streetscape could also be improved to signd apublic
access connection with the bay from US 101. Landscaping and bet-
ter pedestrian facilities, and small-scale commercia development of
the parcd across the street a the pier would add to the site.

At the southern end of the Marsh istheBayshor e Mall, ampleparking,
and ‘Parcel 4’ on the bay. A better connection between the Marsh trails
and thisparkingareaisrecommended, including sgnege,low-level light-
ing, and (vehicle) access control gructures apprapriate for trailheads

The other top Eureka priority on the public’s list i s the connection
of Eureka M arshtrall stothe Elk River Wildlife Areatrail. The south-
ern part of this areais addressed in a priority implementati on project
outlinedin Section I11A. The northern part of thisareaisunder study
by the City for extension of Waterfront Drive — preliminary designs
for which include amulti ple-usetrail .

Regardless of whether or not aroad i sdevel oped, amulitpl e-usetrail
should connect these two prominent public natural areas onthe
Eurekawaterfront. Detailed trall planning for the southernmost por-
tion of this segment, between Truesdae Street and theend of Hilfiker
Lane, is described in Section I11A.

‘Parcd 4’ (behind the Bayshore Mall) was purdhased andgranted to the
City dong with the Eureka Marsh by the Coagtd Conservancy in 1988.
The City has been soliciting and considering concepts for develop-
ment of ‘Parcel 4 for many years, but has not yet decided on what
form of development will take place there. This site provides expedi-
ent access to Humboldt Bay’s deepest shipping channd. If carefully
planned, development of thisste could Smultaneoudy incorporate deep
channel access, open space vaues and public access. The close prox-
imity of and high visitation to the Bayshore Ml provides an opportu-
nity to develop a public access point that could receive very high use.

It is recommended that the Eureka Marsh multi-use trail continue
adjacentto and east of therailroad corridor behind the BayshoreMal
andtothe TruesdaeVistaPoint (Section I11A). A trail to (and around)
‘Parce 4' could be developed from this primary multi-use trail and
segment of the Cdifornia Coastd Trail. Improved connections from
the mall could aso be made to the trail system by providing land-
scaped and painted routes across the parking | ot.

‘Parcd 4, behind the Bayshore Mall, could
providea sitefor both commercial waterfront
operations and bay access.

Access to the Marsh from the Bayshore Mal
doesnot lookinviting to thepublic.



Withimproved bicycleand pedestrian
facilities, Eurekans and visitorswill fed more
encour aged to explore thetown and water -
front.

The City is planning arerouting of its wastewater collection system
aong Martin Slough to reduce possible bay contamination. A trail/
maintenanceaccessrouteisincluded intheproject concept (Figure
I11-2). This riparian corridor through south Eureka would connect
many nei ghborhoods that currently have no similar form of public
recreational/non-motorized facilities — and potentially Sequoia Park
and the Elk River valley below. Theroute could possibly extend to
the bay, though constrai ntsfor thisreach are many, i ncluding private
property, wetlands, and US 101, see Section V C8.

East of US 101 and just south of Eureka, access to and within this
little-known state Wil dlife Area could be improved for wa king and
wildlife viewing. Parking is currently limited and no directional or
site signing exists. Tral development within the wildlife area will
likely occur as management plans are implemented. DFG plans call
for a summer loop trail using existing levees and connecting them
across low-lying areas which can be inundated during the rainy sea-
son. Thesetrail swill offer wildlife-viewing opportuniti es and access
for hunters during hunting season. DFG has not identified or dlo-
cated funding for parking, signing, or trail improvements. The Wil d-
life Area could be linked by trail to Cutten, but such atrail would
require detailed research into feasible routes.

This site a so offers paddling access a al tides to the EIk River
estuary. Withimproved parking, signageand boat launch facilities, it
could potentidly become a‘ water trail” accesspoint, if public access
is developed.

Though it is for the most part a‘traditiondly designed’ community
which affords the pedestrian many wide sidewalks and slow-traffic
streets, the walking and bicycling environment in many parts of
Eureka can be daunting — particularly if one’s god is to get from
inland neighborhoods to the bay.

All cities and towns have missing or inadequate segments of Sde-
walk. What has traditiona ly served Eureka as aprimarily commer-
cid/industriad zone— with few amenities for the pedestrian — on its
western waterfront is now in demand to serve public access needs.
An assesanent of sidewa k gaps between inland nel ghborhoods and
the bay and in the vicinity of the waterfront needs to be undertaken,




projects prioritized, funded and gapsfilled to create asafer and more
inviting waking environment for locas and visitors.

The City has recently received funding for a number of bike lane
projects that will help substantidly ‘fill in’ the skeletal system of
bicycle facilities. Primary bike corridors that will still have missing
pieces—most notabl y:

* Northern J Street where it was ‘cut off’ by development of the
County’s correctional facility and no longer provides access to
Old Townandthewaterfront (actudly, no bi kelanes extend from
the core of the city to the waterfront);

* MyrtleAvenue, where a segment between two planned bike lane
improvements will leave a gap from Hal Avenue to Harrison
Street (County jurisdiction), and where the lanes will not con-
tinue north of US 101 to the bay;

» Wabash Avenue, where a soon-to-be-striped bike lane will pro-
videi mproved non-motori zed access between the waterfront and
C Street; and,

» Harrison Street between Myrtle and ManzanitaAvenues.

A common themeis that none of the existing or planned bike lanes
extend from the core of the city andits neighborhoodsto the bay. For
many of the missing pieces, aprimary cause (other than the historic
waterfront industria focus) is often the need to remove parking on
oneside of astreet to provide spacefor bike lanes. In many of these
cases, ampl e parking exi sts on side streets — and, fundamentally, the
commi ttment needs to be made to encourage non-motorized access.

Sixth, Seventh, J, Harris and Henderson Streets aso srve as the
Pacific Coast Bike Route. Increasing numbers of tourists are annu-
aly traveing through the area by bicycle. Bike lane gaps on these
streets should be prioriti zed to make bicycling through Eureka safer.
Another consideration for this routeis to provide cyclists with signs
that recommend detours through the city and/or dong thewaterfront/
CCT when that becomes feasible.

Thoughthe'traditiona’ neighborhoods of Eurekatypicaly provide ex-
quistey wide sdewalks, newer parts of town often have inadequate
gdewalks with many obgructions and driveways that make walking
fed very uncomfortable, even dong heavily-traveled corridorslike US
101, MyrtleAvenueand Waterfront Drive.

Eureka s2001-2006 Capital | mprovement Program listsmany bi-
cycle and pedestrian projects as priorities, including: a ‘Humboldt
Bay Trail System’, Wabash Avenue traffic calming, Seventh Street
bike lanes, Harrison Avenue congestion improvements, Henderson
Center traffic caming, Myrtle Avenue congestion improvements,

Many cities have encouraged non-motorized
trafficflow by replacing sd domrused parking
space with bike lanes.

Thecommercial/industrid areas of Eureka’s
western waterfront (like Del Norte Street)
weren't devel oped with the pedestrianin mind.



Many parts of the South Bay are sd dom-
travel ed and litd e known.

Deve opment of a trail between Eureka and
King Salmonwill requireresearch into railroad
plansfar thisimpacted segment ofrail.

South Eurekagateway and traffic caming improvements, and Broad-
way sidewaks. Humboldt County Association of Governments' Re-
giona Transportation Plan (and augmentative Bicycle and Pedes-
trian Plans) serves asthe blueprint for non-motori zed projects in the
region, and is updated every two years.

The South Bay regionismuch lessdeveloped than therest of Humboldt
Bay:itiswilder, very scenicand offerslittlein theway of public coada
access. Many public access concept recommendationswill haveto be
weighed with habitat value management goals. If the railroad corridor
was jus abit wider, atrail could belocated in that corridor dong the
bay with lessto congder intheway of potentia impacts(Section VI11B).

Thegem of theSouth Bay, Humboldt Bay National WildlifeRefuge's
Hookton Slough and Samon Creek Units, form the basis of many of
the following recommendati ons. Connecting the very isolated bay
communities of King Samon, Field's Landing and College of the
Redwoods to and aong the bay form the basis of most other recom-
mendations that follow.

Development of atrail corridor between the bayside town of King
Sdmon and Eureka s Elk River Wildlife Area will provide a non-
motorized aternative to US 101 for pedestrians and bicyclists and
would comprise asegment of the California Coastal Trail (Section
I1E and Figure 1V-2). Many people currently use a portion of this
route between the Wil dlife Areaand ‘ stinky beach’ on the Elk River
spit. Others wak the length of the route, using the currently out-of-
servicerailroad corridor as adefacto trail.

The railr oad corridor is protected by largeriprap and debris, how-
ever thisstructure isfailing to protect the tracksinmany placesa ong
the route. The bottoms area between US 101 and the bay iscurrently
used as afind stage of wastewater trestment and for cattle grazing.
East and south of the power plant in King Salmon, these lowlands
around the railroad corridor are willow marsh.

There aretwo alternatives for this proposedtrail, each with physica
constraints — both must cross Elk River and one must cross therail -
road at least once. Both would connect to the end of the City’s Elk
River Wildlife Areatrall, continue by pedestrian bridge over the Elk
River (Section|11A) and pardl d therail road corridor. Fromtheend of




the City’s existing trail near Pound Road, both dternatives could con-
tinue by boardwalk to the Elk River bridge. It islikely that the NCRA
will need to significantly upgrade or rebuild this bridge, and, follow-
ing therecommendation below to movethe corridor, theexiging bridge
could be dedicated for non-motorized travel. Approaching King
Samon, the trail could either turn westward and follow the riprap into
town, or follow the railroad corridor (a poor route with likely wetl and
impacts) to Salmon Road.

One dternative would take the place of the exiging railroad corridor.
Because the railroad corridor is being affected by sorm surf eroson
and sand burial, it isrecommended that it be moved ead of its present
location and the trail be built in its place — mai ntenance issues more
critica to thefunction of arailroed will belessof anissuefor atral. This
route would be gorm-westher dependent due to the close proximity of
the bay and gorm surf that occursinthe winter.

Another dternative would pardlel the rail road corridor on an access
road. The City mai ntai ns amaintenance road a ong the rail road cor-
ridor in the sprayed/grazed bottoms, which could become a combi -
nation road and trail. South of the City’s property, however, private
landowners would need to be consulted and permission gained for a
tral easement. Thisroute would needto crosstherailroad corridor if
it foll owed the bayshore riprap into King Salmon.

An improved non-motorized connection between HBNWR, Loleta
and College of the Redwoods (CR) would serve CR students, resi-
dents of Loleta, and area visitors. The Refuge and the College are
separated by aquarter of a mileand US 101. Two aternati ve routes
for connecting them were considered: a pedestrian overpass or un-
derpass across US 101 and bike lane improvements dong Tompkins
Hill Road. Of thesetwo routes, the additi on of bikel anesto Tompkins
Hill Road seems most feasible due to the costs associated with a
pedestrian overpass/underpass.

A bikelane dternative would include negotiations with five private
property owners for easement acquisition and shoulder widening as
well as County of Humboldt Public Works Department cooperati on.
This project would need to be placed on the County’s road priority
project list to beeligible for roadway/bi ke | ane improvement funds
or grants. A slight widening of part of the road is listed as a ‘ short-
term priority’ in the 2000-2002 Regional Transportation Plan
(HCAOG, 2001). Dueto the backlog of road projects in the county,
the latter recommendation is a more likely scenario. Some of the

Therailroad corridor between Eureka and
King Salmon could be redesigned to accom-
modate a segment of the Coastal Trail.

Therailroad corridor passesunder US 101
near College of the Redwoods.

A botanical garden is being planned at
Collegeof the Redwoods.



benefits would include provision of a safer route for students from
Loletaand Table Bluff and i mproved pedestrian access to HBNWR
and the bay.

Note: The north-eastern boundary of the Humbol dt Bay Nationa
Wildlife Refugeis bordered by aseries of levees. Someof theselevess,
however, will be allowed to breach, reverting the nearby pasture-
lands to tidally influenced sat marshes. The breaching of the levees
will dso affect part of US 101. The existing bridge and roadway
segment, near the TomkinsHill Road underpass, is protected by these
levees. Once the levees are breached, Cdtrans will have to consider
an additiona stabilizing technique for their road and bridge. If rip-
rap or a similar structure is to be used, a trail segment should be
considered as an addition.

To continue the CCT south through this ares, the preferred route
would beon the western edgeof the Refuge, adjacent toUS 101. The
former pasturd ands would be adequate for trail construction north
of the headquarters access road. South of the headquarters access
road, atrail would likely need to be located immediately adjacent
and west of this road. Theroad crossing and former farmland drain-
age systems would need to be considered. Access to Refuge trails
(Section 111B) should be on the headquarters access road (that has
light traffic) or adjacent to it.

The Hookton Slough levee-top trail is becoming a popular waking
tral and paddl e-boat launch site. Thetrail travelseast 1.5 milesfrom
the trai Ihead on Hookton Slough Road (Figurelll1-8) until theslough
reaches Humboldt Bay. It is recommended that the Hookton Slough
Trail be extended east, up the bluff, until it intersects Phelan Road
adjacent to the Wiyot Table Bluff Rancheria. Tribal members have
noted that access from Tabl e Bluff to Hookton Slough would pro-
vide safepedestriantravel and bay accessfor the Rancheria commu-
nity and the public. This project would require negotiation with two
private landowners and potentid use of a County parcd.

Initial inquiry to the County of Humboldt Public Works D epartment
indicates that a trail around an inactive landfill would conflict with
monitoring and mai ntenance activities and they would not support
such devel opment (Humboldt County Public Works Department,
2001). This segment could be re-routed around the County parcd if
tral easementsare granted by private landowners. Initial outreachto
landowners resulted in e ther no or concerned response.




Constraintsincludeidentifi cation of amanaging agency, privatel and-
owners willingness to give easements, fundng for acquisition of trail
easements, and potentia sengtivecultura resources. Thisproject could
be considered as one dternative segment of the Cdifornia Coasta
Trail and would provide multiple benefits to the residents of Table
Bluff and visitors to the Refuge. The route would aso provide non-
motorized access to the South Spit and the mouth of the Eel River.

Privately-owned Southport Landing isa historic shipping facility with
historic buil dings, including the picturesque Southport Landing Bed
& Breakfast Inn. Physicdly, thissitecould provide* water trail’ access
to the South Bay and to ashoreline seldom seen. Thereisagravel road
to and along the water’s edge and firm beach substrate. At low tide,
however, the shoreline becomes mud flat. There may be potential to
develop public water access at dte — if there is interest by the land-
owners — perhaps for specid events and paddle-in visits to the Inn.

Theview of South Bay fromhistoric
Southport Landing isknown to rdatively few.



