
he following project ideas need more research, have more
constraints to work out, are less of a public 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 any time – situations can and will change after 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 Figure III-2.

Sections IV and V are organized by geographic area:
• Samoa Peninsula, from the North Jetty to the Mad River Slough;
• Northeastern Bay, from Mad River Slough to Fay Slough;
• Eureka, from the Eureka Slough to the Elk River; and
• South Bay, from King Salmon around to the South Spit.

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 are either more immediately feasible than other peninsula projects
(Samoa and Manila Parks) or are particularly important to improve
non-motorized access around the bay (bridges).

The existing pedestrian and bicycle environment on the SR 255 Sa-
moa Bridges is widely considered inadequate – so much so, that
most people will not consider walking or riding a bicycle on them.
These bridges serve as the only realistic route for pedestrians and
bicyclists between the peninsula and Eureka. One of the three bridges
in particular – that between the Old Town/Eureka waterfront area
and Woodley Island – would likely receive a great deal of use if it
was more accommodating of non-motorized traffic.

Immediate improvements that would make the existing 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 create an easier transition from road
shoulders to the bridges.

The Samoa bridges are not well-suited to
pedestrians or bicycles.

This beautiful corridor in the Eureka Gulches
could become a city trail.



A cantilevered or underhung walkway/bikeway was researched as
an improvement for non-motorized use of this route (Figure III-2).
This walk/bikeway could be located on one or both sides, although
expense may limit such a structure to one side. Connecting ramps
would need to be constructed from adjacent streets, such as the ends
of Second Street, to Woodley Island (along with a path to the ma-
rina), and from the bridges to the peninsula. If a path were devel-
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 were developed, 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 Caltrans. Comments were provided to Caltrans as a part of this
Study to encourage planning substructure improvements to accom-
modate potential load increases from ped/bike 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 the current legality of pedestrian use of the Samoa Bridges.
In a letter from Caltrans District 1 providing input to the draft, they
note that “this segment of Route 255 is expressway. If District Man-
agement did not feel these bridges were safe for pedestrians or bicy-
clists, they would not allow pedestrians or bicyclists to use them.”

This park currently provides parking and some day use facilities,
including a ball 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 on the bay. This facility has a great deal of coastal
access potential and should be improved with better signage, trails
and other day use amenities for locals and visitors. Potential im-
provements for camping opportunities are discussed in Section VIC.
Reportedly, this is an excellent birdwatching site.

The site was also reviewed for its potential as a paddle boat access/
water trail site. There are extensive mudflats at low tide and no
other nearby low tide access other than the Mad River Slough, but
there is potential for good paddling at high tide. A prohibitively long
dock would be needed for reasonable access at 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.

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

The shores of Arcata Bay provide a scenic
landscape for trail development.



There is surprisingly little public bay access along the north and east
shores of Arcata Bay. Most of the bayshore in Arcata Bay is either
bordered by highway, by local, state and federal wildlife areas man-
aged for habitat, or by private land (in Manila, discussed above). One
of the highest public priorities for public access in this area, an Arcata-
Eureka pathway, was discussed earlier in Section IIIE. The public has
also long been interested in a better non-motorized route between Arcata
and Manila, particularly if it was along the bay.

The two main public access sites on Arcata Bay are from the foot of Arcata’s
G and I Streets, at the Marsh & Wildlife Sanctuary (Marsh). This is
likely the most-visited open space and wildlife viewing resouce on
Humboldt Bay, and a place of international renown. Another primary public
interest in bay access improvements is an improved connection between
downtown Arcata and the Marsh.

The primary Humboldt County segment of the California Coastal Trail
ends north of the Arcata bottoms, and should be continued through Arcata
and southward.

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 area may be converted to wetland depending on
the City’s restoration design for the McDaniel’s Slough area. The
plan calls for annually providing up to 1000 user days of hunting
opportunity, up to 100 user days for field trials sponsored by respon-
sible hunting dog organizations, 3000 user days of non-consumptive
natural-resource related recreation, and 500 user days of scientific
and educational use. The management plan also calls 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 be resolved in favor of fish and wildlife needs.

Access via two parallel roads currently exists to the bayside levee but
neither road is surfaced and conditions deteriorate during the rainy
season. A seasonal loop trail could be developed using these access
roads (Figure III-2). Low-lying areas near the levee are very wet dur-
ing the rainy season. Observation sites on the levee could be devel-
oped, and there is a great deal of interest in upgrading the current
‘volunteer’ trail on the levee to a public trail (Section IVB2, below).

The Mad River Slough Wildlife Area is mostly
managed for habitat and hunting access.

Old Samoa Road and a levee could provide a
connection between possible new trails in the

McDaniels Slough area and Mad River Slough.



Short-term public access needs at the Mad River Slough Wildlife
Area are for parking and (regulatory and interpretive) signing at the
entrance along Old Samoa Road south of SR 255. Existing parking
at 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, constructing a nature trail to provide wildlife viewing op-
portunities, and, if staffing is authorized, providing interpretive ser-
vices and providing appropriate site management and maintenance.

Options for a non-motorized connection between Arcata and Ma-
nila may also exist in this area. A combination of improvements could
make this route possible, including: Arcata’s McDaniel Slough res-
toration and trails; DFG trails; Old Samoa Road (extremely light traf-
fic); the westernmost segment of the bay levee (private ownership);
and a pedestrian bridge across the mouth of Mad River Slough and
connection with the north end of Peninsula Drive in Manila.

From the Marsh, a three-mile long levee follows the perimeter of
Arcata Bay to Mad River Slough. This levee has long been used by
the public as a trail. This levee is gated on either end: along I Street
in the Arcata Marsh and Wildlife Sanctuary and adjacent to the Mad
River Slough bridge on SR 255. Development of a trail on the levee
would be straightforward, and similar to the Hookton Slough trail in
the South Bay (Figure II-1 and Section IIIB2) for providing high-
quality scenic and wildlife vistas.

This would be a relatively easy trail construction project, mainly re-
quiring surfacing improvements. However, the need for further research
and recommendations regarding potential habitat impacts in this area
– the most secluded in Arcata Bay from highway and public distur-
bance – are the foremost reason this potential 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 Wildlife Area adjacent to
the levee. The City of Arcata is in the process of planning restoration
efforts in this area, and final project designs may compromise the con-
tinuity of the levee for wetland restoration. Also, 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
the Wildlife Area is for wildlife habitat, but no policies exist regarding
the extent or nature of public access deemed appropriate for the area.
DFG is particularly opposed to bicycle access on the levee. Land adja-
cent to the eastern segment of the levee is owned by the City of Arcata

The City of Arcata is planning restoration of
the McDaniels Slough area and designs

could include trails.



and private landowners, and land adjacent to the westernmost seg-
ment of the levee is in private ownership. The entire levee is owned by
a reclamation district, including these landowners and DFG. All of
these interests pay into a fund for management of the levee.

Regarding shorebird habitat value of the mud flats south of the levee,
comments to the draft Study provided by a local Redwood Region
Audubon Society member noted that “Humboldt Bay’s shorebirds reach
higher densities further from shore... As the tide rises, the birds amass
around Sand Island before finally being 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
“while there may be some landowner opposition, the value of a trail
along the levee is far too important for the broader community.”

One consideration for this trail concept is that the western end of the
levee, at Mad River Slough and SR 255, is not currently suited for
parking or for contiguous travel by trail users coming from the east.

One alternative is that a portion of this levee could be developed as a
trail in conjunction with use of potential new trails west of the Marsh,
Old Samoa Road to provide contiguous access along the northern bot-
toms of Arcata Bay.

As the Hammond Coastal 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 potential
routes for the continuation of this trail, but a variety of constraints ac-
company each potential route. The ideal route would provide a link to
the City of Arcata and the bay while also establishing direct, non-mo-
torized access through the Arcata bottoms. Trail routes may take a vari-
ety of forms through the bottoms, but would generally be limited to the
abandoned Hammond railroad corridor and/or existing county roads.

The first alternative, and preferred route, would follow the railroad
corridor to Arcata (Figure IV-1). This alternative would serve as the
most direct non-motorized link between Arcata and McKinleyville.
Beginning at the Hammond Bridge, the route would travel south along
the abandoned Hammond rail corridor until it intersects with Lanphere
Road. The McKinleyville Community Services District (MCSD)
owns this section of the corridor, and would be supportive of trail
development (MCSD communications, 2001). Adjacent landowners,
however, have expressed opposition to trail development on the rail-

‘Bottoms’ roads are extensively used by
cyclists and runners to access the Hammond

Trail and Mad River beach.



road corridor, as it could potentially disrupt agricultural operations.
The abandoned corridor is also in very close proximity to one ranch
house and its associated outbuildings. Although a preferred route for
directness, the cooperation of the landowners and implementation of
mitigation measures such as fencing, gates, signs, and underpass cul-
verts for cow passage would be necessary.

From Lanphere Road, the preferred route would continue south along
a privately-owned section of the railroad corridor. The landowner is
not supportive of trail development through his property on the aban-
doned railroad corridor. This segment of the trail could be relocated as
bike lanes or an adjacent path along Seidel Road (Figure IV-1).  The
right-of-way for Seidel Road is very narrow, however, and may limit
the possibility of an adjacent trail. As it continues south, the trail would
intersect with and follow an abandoned spur of the railroad eastward,
parallel to Foster Avenue. This segment of the railroad corridor is owned
by Sun Valley Floral Farms, the owner of which has tentatively agreed
to grant a trail easement (De Vries communications, 2001). The trail
route would then follow the railroad corridor and enter Arcata city
limits near the junction of Foster Avenue and Alliance Roads.

One branch of the abandoned railroad corridor crosses the Mad River
Slough and continues to connect with the existing rail line in Manila.
One vision initially pursued was for the Hammond Trail/Coastal Trail
to follow the rail corridor into both Arcata and Manila on these aban-
doned corridors. A trail on this western spur was researched briefly,
and could provide Coastal Trail access to the peninsula and residents
of Manila. Constraints include: the corridor is now private property;
remnant trestles over Mad River Slough would need complete recon-
struction; there are potentially incompatible land uses (shooting range
and Sierra Pacific Mill); and dune habitat impact issues.

The potential for other trails in the Mad River Slough are exist as
well, including levee trails, an old road from Samoa to Arcata along
the eastern edge of the dunes, and connections to BLM land for-
merly known as the Mad River Slough and Dunes, where public trails
and access facilities still exist but are inaccessible through adjacent
private lands. One private landowner on the west side of the slough
supports development of all of these trails – 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. This route would 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-Arcata via
Heindon Road or continue along Mad River Road (Figure IV-1). The

An easement adjacent to the former Simpson
mill and Sun Valley Floral Farms could

provide a road-adjacent trail.



right-of-way for Miller Lane, however, is very narrow and will likely
be a constraint for trail development, unless additional land is acquired
for the corridor. The route would then follow sidewalks and bike lanes
on Janes Road and Alliance Road into downtown Arcata. This route
would also provide a link to the California Welcome Center and to the
Annie & Mary Rail-Trail via Guintoli Lane (Section IVB4). Site sur-
veys, detailing road right-of-ways and the locations of ditches, power
poles, fences and driveways would be necessary for trail development.

If continuing along Mad River Road, the route would continue south
to the intersection of Upper Bay Road. From this point, there are two
potential routes into Arcata: along Upper Bay Road or along Lanphere
Road (Figure IV-1). The western route would transition to sidewalks
and bike lanes along Upper Bay Road, then connect with existing
sidewalks and bike lanes on Janes Road. The route would then fol-
low Janes and Alliance Road into downtown Arcata.

The eastern route would follow Lanphere Road to the intersection
of Seidel Road, where it would travel adjacent to the road. It would
eventually connect with the Sun Valley Floral Farms railroad spur,
as mentioned above, and continue into 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 feel
unsafe on the narrow roads with (often high-speed) autos. The road
rights-of-ways are generally wide enough to accommodate adjacent
trails, but some areas may not be adequate and acquisition of adja-
cent land would be required. Many bottoms roads are subject to sea-
sonal flooding and would require drainage improvements if a trail
corridor were to be added.

A third option researched – and not recommended – would follow the
dunes to the community of Manila. This route would be the most sce-
nic, and would provide additional beach access to local 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 major Coastal Trail development through this
area would not likely be compatible with sensitive coastal forests and
dune habitat management objectives, however there is coastal public
access to similar zones in Del Norte County.  Additionally, though the
route is a direct link to Manila and the Samoa Peninsula, it would fail
to provide a direct link to the city of Arcata and eastern bayshore,
where the Coastal Trail route is recommended.

Extension of the Hammond Trail through the
Arcata bottoms would separate motorized

from non-motorized traffic.



The northernmost spur of the Northwestern Pacific Railroad, his-
torically known as the Arcata & Mad River (or Annie & Mary) line,
departs from the main line in downtown Arcata and continues to the
City of Blue Lake and the milltown of Korbel at the end of the line.
Most of this railroad line is ‘out-of-service’ due to infrastructure re-
pair demands – the collective cost of which are beyond the means of
the North Coast Railroad Authority (NCRA). Planning for use of the
corridor as a multiple-use trail is underway (Section IID1), and in-
cludes research into connection with the Coastal Trail corridor.

Rails and ties were previously salvaged from the out-of-service seg-
ment of the corridor between Arcata city limits and Korbel. Mul-
tiple-use trail is proposed on this 6.8-mile corridor along the Mad
River. Where the proposed trail would enter Arcata – at the Aldergrove
Industrial Park – the route could connect with the Coastal Trail cor-
ridor in several ways.

First and easiest, but least favorable, would be a transition to bike lanes
and sidewalks on West End, Giuntoli and Janes Roads over US 101 to
connect with the Hammond Trail/Coastal Trail in Arcata. This alternative
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 the freeway. The City has plans to construct roundabouts and
other traffic-calming facilities on the US 101 on- and off-ramps at Giuntoli.

Second and more challenging, but preferable, would be a continuation
of multiple-use trail on a water line easement behind the industrial
park. This water line route could be connected with the active railroad
line near the US 101 West End Road underpass and become a rail-
with-trail until it crosses Alliance Road and/or the Coastal Trail corri-
dor in Arcata. One primary constraint is the width and physical com-
plexity of the railroad corridor between the industrial park and Alli-
ance Road. For much of the route, the railroad corridor is only 25’
wide, and in some places, the corridor is physically even narrower.
NRS is currently writing a Feasibility Study for the Coastal Conser-
vancy to determine the potential of Annie & Mary trail development.

As the proposed Hammond Trail/Coastal Trail route enters Arcata
from the bottoms (Section IVB3), bike lanes and sidewalks along
Alliance Road would provide a safe and direct link into downtown
(Figure II-1). The proposed Annie & Mary rail-trail would also pro-
vide a connection to residents in northern Arcata.

Historic trestles are prominent features along
the Annie & Mary corridor.

The proposed Annie & Mary Rail-Trail would
pass through coastal riparian forests above

the lower reaches of the Mad River.

The railroad corridor through Arcata is
marginally wide enough to provide space for

a trail.



At M Street, the route could potentially transition back to the railroad
corridor and continue to L Street. The width of the corridor becomes
narrow however, and private property may constrain trail develop-
ment. The route would then merge with L Street and continue south
across 11th Street, paralleling the railroad corridor. L Street is infre-
quently used by motorized traffic and would likely provide adequate
width for a non-motorized trail – or the road could be managed as a
‘bicycle boulevard’, a facility noted in Arcata’s General Plan (2000),
that accommodates mostly bicycle and pedestrian traffic. Although
the route would pass through residential and commercial areas, it could
be designed with appropriate fencing (Section VIG6.2).

The trail would continue adjacent to the railroad and eventually con-
nect with Arcata Marsh and Wildlife Sanctuary trails. The crossing
of SR 255/Samoa Boulevard may pose a challenge for a non-motor-
ized traffic crossing, but the existing railroad crossing could poten-
tially be redesigned to address this concern.

There are a number of additional opportunities for improving non-mo-
torized access between Arcata and the bay at the Arcata Marsh and
Wildlife Sanctuary (Marsh). The City currently has several projects which
will affect the pedestrian and cycling environment in south Arcata. Be-
cause these efforts are already in process, this assessment will only rec-
ommend considerations for access improvements (Section VIIA5.4). A
primary issue is connection of the California Coastal Trail/Hammond
Trail through Arcata and around the bay. Future Arcata street projects
should consider development of this corridor.

For walkers and cyclists to get from town to the Marsh, bay and
hopefully in the future, on to Eureka, several routes were explored
for improvements. The most difficult and deterring proposition for
bicycles and pedestrians in this area is Samoa Boulevard/SR 255 (Fig-
ure II-1), where pedestrian-friendly streetscape improvements are
needed. Bike lanes along 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 considerations.

• K Street is being considered for a traffic signal at Samoa Boulevard
and bike lanes, but the corresponding loss of parking is a primary
constraint. Bike and pedestrian improvements to this route would have
many benefits, including linkage with existing bike lanes on Alliance
Road and a likely connection with the Hammond Trail (Section IVB2).
K Street, however, does not continue south past Samoa Boulevard, is
not a direct connection to downtown, and has narrow sidewalks.

• I Street is 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 Street, parallel to the railroad corridor,
could be turned into a road that serves

residents and non-motorized uses.

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



simultaneously accommodate bike/ped users and two-way vehicu-
lar traffic. Because vehicular traffic is usually relatively light,
pedestrains, cyclists and autos all share the roadway. North of Sa-
moa Boulevard, I Street is a secondary street for vehicular traffic,
and will not likely be a candidate for bike lanes, as G and H Streets
currently provide adequate bicycling corridors north of Samoa Bou-
levard. A parallel pathway could be developed along I Street and
through the Little Lake Industries site currently being planned –
which would likely be less expensive than sidewalks 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 Samoa Bou-
levard. These streets provide contiguous routes through downtown
Arcata, while G Street additionally provides a route to the Arcata
Marsh Interpretive Center. The City is currently working on plans
for south G and H Streets to ‘calm traffic’ and improve the bicycle
and pedestrian environment.

G Street – the former US 101 corridor through town – has room
for bike lanes south of Samoa Boulevard. Since the street is one-
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-
walks are minimum width on G Street, driveways create an un-
comfortable walking situation. If possible, sidewalks should be
increased in width (optimally including landscaping) to make the
walking and wheelchair environment more enticing.

The City recently acquired two properties in South Arcata: the 11.6-
acre ‘Little Lake Industries’ site between H and I Streets and the 75-
acre ‘McDaniel’s Slough’ area west of I Street. Planning for these
sites is underway, and both concepts include trails. The Little Lake
design may include a walking and bicycling path along its length
that would connect to Marsh trails at the southern end. Design of
McDaniel’s Slough restoration work is underway and will influence
the routing and amount of new trails proposed for the area.

The City is in the planning stages of a project to remove the tidegates
on Janes Creek and to relocate the levee for tidal access. When the plan
is finalized, trails will be included on top of the re-located levee and
may provide an additional trail from the Arcata Marsh to Samoa Blvd.
Depending on the final design, there may be opportunities to cross Janes
Creek south of Samoa Boulevard by a pedestrian bridge and connect to
Old Samoa Road via a trail along the powerline.

The most popular route to the bay and Marsh
from downtown Arcata is I Street, which

lacks bicycle and pedestrian facilities south
of Samoa Boulevard.



From the Marsh, a three-mile long levee follows the perimeter of
Arcata Bay to Mad River Slough. This levee has long been used by
the public as a trail. This route was researched for trail development,
and discussion of the concept is provided in Section IVB3.

For many bicyclists, 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 between V 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 walking was better ac-
commodated than it is today. It is not uncommon to see folks on wheel-
chairs in the street or in a bike lane, or groups of people walking in a
line rather than shoulder to shoulder. For cyclists, the City has worked
to greatly expand the bike lane network  in recent years, and is still
working to fill gaps and create a more interconnected system.

Neither 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 the bay were discussed above in Section IVB4. Arcata’s General
Plan (2000) highlights the need to fill sidewalk and bike lane gaps –
but bike lanes are not proposed to extend south of SR 255. Two other
issues for consideration are noted below.

• The expense of increasing sidewalk width – and adding boule-
vard-like features of landscaping and (in town) aesthetic lighting
– would be substantial, but would be ‘worth every penny’ be-
tween the downtown core and the Arcata Marsh on G and I Streets.

• For some neighborhoods in Arcata – Sunnybrae and Valley West, for
instance – it is difficult to access the bay on foot or bike. In Sunnybrae’s
case, because the Samoa Boulevard highway overpass is not likely to
be reconfigured, a better pedestrian/bike corridor on Seventh Street
and Bayside Road would improve this neighborhood’s access. In the
case of Valley West, California Coastal Trail or Annie & Mary Rail-
Trail corridor improvements into town would improve access.

Bicycle and pedestrian acess from town to
the world-renown Arcata Marsh is poor.



Located between Arcata and Eureka just east of US 101, the Fay
Slough Wildlife Area is known to few. DFG is in the 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. Interpretive and regulatory signing are also needed.

 In conjunction with the Mad River Slough Wildlife Area and the Elk
River Wildlife Area, an interpretive program may be developed
for the Fay Slough Wildlife Area. Necessary staffing must be autho-
rized, however DFG does not currently have funds for parking, sign-
ing, or trail improvements. DFG would like to develop a fully-acces-
sible trail system on the central levee.

Management plans call for creation of seasonal shallow water ponds
and water control structures, development of two miles of interior
freshwater sloughs, maintaining 250 acres of seasonal wetlands, us-
ing cattle grazing as a management tool to achieve vegetation man-
agement objectives, installing livestock exclusion fencing to protect
waterfowl nesting habitat, and development of nature trails.

A portion of the south side levee will be re-located to restore tidal
influence and create salt marsh habitat. Fay Slough has also been
identified as a field trial area for hunting dogs. The area will be man-
aged to allow for waterfowl and snipe hunting for approximately 60
days per year from late October to the first week in January, during
which time field trials for hunting dogs will not be allowed.

Depending on the south levee relocation design, development of
loop trails may be feasible (Figure III-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 from roads. There is potential to provide access by boat to
proposed onshore trails. Boat access is via Freshwater/Eureka Slough,
as there is no road access at this time. DFG could assess and develop
appropriate landing sites for boats, and for possible road access to
the Slough, perhaps on a limited basis. Road access adjacent to Murray
Field Airport could also be investigated.

Fay Slough Wildlife Area exists immediately
adjacent to US 101 between Arcata and

Eureka.



There is a fantastic amount of opportunity to expand and improve pub-
lic access on the Eureka waterfront to show off the diversity of activity –
in both the human and natural environs – in the ‘Victorian Seaport’.

TheEureka City Council recently created a Eureka Trails Commit-
tee, which is beginning to take up these recommendations and incor-
porate them into planning efforts. Part of the vision is to connect the
waterfront/Coastal Trail with a system of trails in the Eureka gulches.
If such a network, and ultimately ‘loop’ were developed, many Eu-
reka neighborhoods will have improved non-motorized and bay ac-
cess opportunities and residents and visitors alike will become more
familiar with these truly spectacular aspects of Eureka. More vision-
ary ideas regarding the Eureka waterfront are illustrated and described
in Section IIIF1.

It is recommended that a contiguous trail/pedestrian/bicycle route be
developed along the Eureka waterfront. Two small segments of
Eureka’s ‘waterfront trail’ (Figure II-1) already 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 IIE).

One general note about the gulches as part of this Eureka ‘loop’ trail:
much of the gulches are privately owned. The City and Trails Com-
mittee will need to work closely with private landowners to plan trail
systems that work for individuals, neighborhoods and the commu-
nity at large. One mechanism for these negotiations with landowners
will be provision of tax incentives for those who dedicate trail ease-
ments or conservation easements that include trail use language.

The areas described below can be seen in Figures II-1 and III-2. A more
wholistic overview of the Eureka waterfront and access opportunities
is discussed in Section VIA, and is accompanied by colored aerial pho-
tographs which also illustrate many of the following concepts.

The City has wastewater line easements along McFarlan Gulch and
Second Slough from near Sequoia Park to Eureka Slough. Most of
this corridor south of Myrtle Avenue is already an informally estab-
lished neighborhood trail. The route between Myrtle Avenue and the
bay is also used as a trail, however constraints include tidal marshes
and private land issues.

The Carson Mill site is one of many Eureka
waterfront areas that has a great deal of

potential for improved bay access.

Neighborhood trailheads in the gulches, like
this one near Zane Middle School, could

provide bay access in the future.



This route could provide a major accessway from eastern Eureka
neighborhoods and schools to the bay. Zane Middle School owns
32 acres – approximately half of which are in the ‘gulch’ about one
mile upstream from Myrtle Avenue –  and is interested in fitness
trails and outdoor classroom improvements to the area. St. Joeseph’s
Hospital is upstream of the Junior High, and would also benefit from
an adjacent trail system.

Design considerations for this trail should include: surface type
(crushed shale 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
McFarlan Street.

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

It is possible that this wastewater line route below Myrtle Avenue,
along Second Slough, could be developed as a trail (Section VIA1)
to provide neighbhorhood access to the bay and connected with pro-
posed expansion of the waterfront trail (below).

The existing waterfront trail ends just east of the Samoa Bridges. This
paved trail is heavily used by the public, and on any day, in most weather,
people can be seen on foot, bike, wheelchair or skate. This trail could
be improved by trailhead and interpretive signage, and by develop-
ment of an unpaved footpath adjacent to the paved trail.

From the end of this trail, it could continue around Blue Ox Millworks
and under US 101 to First Slough (Sections IVC1 and VC3). Such a
trail would provide a link between the waterfront and the gulches,
afford views of Arcata Bay, integrate walkers and bicyclists with Blue
Ox Millworks – a working victorian village proposed to be expanded
and public access improved – and involve a number of businesses.
The eastern end of Carson Mill Park is also recommended as a site for
research into development of a large-scale interpretive center where it
would connect with the end of Waterfront Drive (Section VIA2).

This segement of waterfront trail could split into walking paths north
of Blue Ox and either 1) a multi-use trail adjacent to the railroad

The access road around an existing trailer
park could serve as a trail connection
between Humboldt Bank Plaza and the

former Wards site.

There is space for a trail under US 101 on a
terrace above the high water line.

The maintenance access route along the
wastewater line in McFarlan Gulch is

already used as a ‘volunteer’ trail.



corridor, or 2) bike lanes on First Street (that would ultimately con-
nect with a proposed bridge over the Eureka Slough and trail to Arcata,
Sections IIIE and VIA). Walking paths would need to be integrated
with Blue Ox site designs  and planned to work with management of
the area for security. Blue Ox owners have noted interest in develop-
ing a Victorian ‘bike shop’ on the premises, which would be (along
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 recommendations include a trail, extensive
landscaping, day use facilities and gateway features on the western
margin of Eureka Slough. Three small slough inlets would need to be
bridged: one between the railroad corridor and the former Wards site,
and one on either side of US 101. The existing boat ramp at the Wards
site should be moved to a more 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.

The trail would continue from the upper terrace (above the high tide
level) below US 101. This trail route could then connect with
Humboldt Bank Plaza and potentially a Second Slough trail described
in Section VC3.

Neighborhoods around the park are interested in improving park trails,
and the High School upstream is also interested in developing a larger
network of trails along the gulch. Further research is needed for more
extensive trail connections outward from Cooper Gulch. These trails
would connect with the waterfront via Myrtle Avenue – which is be-
ing planned for redevelopment and improved connection with SR 255
by the City of Eureka and Caltrans.

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

Connection of the existing waterfront trail at the foot of K Street to
the end of the Old Town Boardwalk on G Street was identified as a
top priority in Eureka by the public (Section IX 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
people walk along the railroad corridor in this area.

Cooper Gulch has existing trails that could
be expanded and improved.

Target Corportation is planning redevelop-
ment of the former Wards site, which could

include a trail and landscaping.



Trail development issues to be addressed include:

• A discontinuity (of parking lot) in the trail between the Adorni
boardwalk and the block-long trail to the west;

• Design considerations for pedestrians and bikes (if possible,
the waterfront trail should be designed to accommodate both, but
through-bike traffic should also be accommodated with bike lanes
on the new segment of Waterfront Drive); and,

• Private properties acquisition and cleanup between H and J Streets.

Currently, the City is pursuing this segment of trail in their effots to
plan extension of Waterfront Drive (Section IIIF), and the project
is listed as a priority in the City of Eureka’s  2001-2006 Capital Im-
provement Program (CIP). One segment of trail will be constructed
with -development of HSU’s ‘Aquatics Center’ west of the Adorni
Center. The rest is on a longer timeline, considering private property
acquisition and site cleanup issues.

Also dependent on the City’s Waterfront Drive plans are details for
expansion of public access facilities at the Eureka (formerly ‘Palco’)
Marsh. Regardless of road development, trail, day use facilities, mini-
mal/low-level lighting and signage can and should be expanded.

Limited public access facilities 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
mile segment of unsurfaced multi-use trail between Del Norte Street
and the Bayshore Mall. At the foot of Del 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 feel completely safe there,
or that they wouldn’t feel safe if there after dark.

Public facilities at Eureka Marsh could be improved to provide more
attractive amenities such as:

• Trailhead kiosks (one at the parking lot and one at each end of
the multi-use trail);

• Interpretive signs (several along the multi-use trail and one or
two on the footpath loop);

• Improved trail surfacing (to match that recommended in Sec-
tion IIIA for the Elk River Wildlife Area trail);

• Sparse, low-level lighting to develop a ‘safe’ feeling;
• Bayshore-appropriate landscaping; and,
• A public restroom, if deemed appropriate by the City.Walking trails in the Eureka Marsh are

popular to those who know of them, but many
claim they don’t feel ‘safe’.

Connection of Waterfront Drive and a trail
between H and L Streets on the waterfront is

a public priority.

A missing section of trail between the existing
waterfront trail and Adorni Center is short

but complex to develop.



The Del Norte streetscape could also be improved to signal a public
access connection with the bay from US 101. Landscaping and bet-
ter pedestrian facilities, and small-scale commercial development of
the parcel across the street at the pier would add to the site.

At the southern end of the Marsh is the Bayshore Mall, ample parking,
and ‘Parcel 4’ on the bay. A better connection between the Marsh trails
and this parking area is recommended, including signage,low-level  light-
ing, and (vehicle) access control structures appropriate for trailheads.

The other top Eureka priority on the public’s list is the connection
of Eureka Marsh trails to the Elk River Wildlife Area trail. The south-
ern part of this area is addressed in a priority implementation project
outlined in Section IIIA. The northern part of this area is under study
by the City for extension of Waterfront Drive – preliminary designs
for which include a multiple-use trail.

Regardless of whether or not a road is developed, a mulitple-use trail
should connect these two prominent public natural areas on the
Eureka waterfront. Detailed trail planning for the southernmost por-
tion of this segment, between Truesdale Street and the end of Hilfiker
Lane, is described in Section IIIA.

‘Parcel 4’ (behind the Bayshore Mall) was purchased and granted to the
City along with the Eureka Marsh by the Coastal 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 channel. If carefully
planned, development of this site could simultaneously incorporate deep
channel access, open space values and public access. The close prox-
imity of and high visitation to the Bayshore Mall 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
adjacent to and east of the railroad corridor behind the Bayshore Mall
and to the Truesdale Vista Point (Section IIIA). A trail  to (and around)
‘Parcel 4’ could be developed from this primary multi-use trail and
segment of the California Coastal Trail. Improved connections from
the mall could also be made to the trail system by providing land-
scaped and painted routes across the parking lot.

Access to the Marsh from the Bayshore Mall
does not look inviting to the public.

‘Parcel 4’, behind the Bayshore Mall, could
provide a site for both commercial waterfront

operations and bay access.



The City is planning a rerouting of its wastewater collection system
along Martin Slough to reduce possible bay contamination. A trail/
maintenance access route is included in the project concept (Figure
III-2). This riparian corridor through south Eureka would connect
many neighborhoods that currently have no similar form of public
recreational/non-motorized facilities – and potentially Sequoia Park
and the Elk River valley below. The route could possibly extend to
the bay, though constraints for this reach are many, including private
property, wetlands, and US 101, see Section VC8.

East of US 101 and just south of Eureka, access to and within this
little-known state Wildlife Area could be improved for walking and
wildlife viewing. Parking is currently limited and no directional or
site signing exists. Trail 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. These trails will offer wildlife-viewing opportunities and access
for hunters during hunting season. DFG has not identified or allo-
cated funding for parking, signing, or trail improvements. The Wild-
life Area could be linked by trail to Cutten, but such a trail would
require detailed research into feasible routes.

This site also offers paddling access at all tides to the Elk River
estuary. With improved parking, signage and boat launch facilities, it
could potentially become a ‘water trail’ access point, if public access
is developed.

Though it is for the most part a ‘traditionally 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 goal is to get from
inland neighborhoods to the bay.

All cities and towns have missing or inadequate segments of side-
walk. What has traditionally served Eureka as a primarily commer-
cial/industrial zone – with few amenities for the pedestrian –  on its
western waterfront is now in demand to serve public access needs.
An assessment of sidewalk gaps between inland neighborhoods and
the bay and in the vicinity of the waterfront needs to be undertaken,

With improved bicycle and pedestrian
facilities, Eurekans and visitors will feel more

encouraged to explore the town and water-
front.



projects prioritized, funded and gaps filled to create a safer and more
inviting walking environment for locals and visitors.

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

• Northern J Street where it was ‘cut off’ by development of the
County’s correctional facility and no longer provides access to
Old Town and the waterfront (actually, no bike lanes extend from
the core of the city to the waterfront);

• Myrtle Avenue, where a segment between two planned bike lane
improvements will leave a gap from Hall 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-
vide improved non-motorized access between the waterfront and
C Street; and,

• Harrison Street between Myrtle and Manzanita Avenues.

A common theme is that none of the existing or planned bike lanes
extend from the core of the city and its neighborhoods to the bay. For
many of the missing pieces, a primary cause (other than the historic
waterfront industrial focus) is often the need to remove parking on
one side of a street to provide space for bike lanes. In many of these
cases, ample parking exists on side streets – and, fundamentally, the
committment needs to be made to encourage non-motorized access.

Sixth, Seventh, J, Harris and Henderson Streets also serve as the
Pacific Coast Bike Route. Increasing numbers of tourists are annu-
ally traveling through the area by bicycle. Bike lane gaps on these
streets should be prioritized to make bicycling through Eureka safer.
Another consideration for this route is to provide cyclists with signs
that recommend detours through the city and/or along the waterfront/
CCT when that becomes feasible.

Though the ‘traditional’ neighborhoods of Eureka typically provide ex-
quisitely wide sidewalks, newer parts of town often have inadequate
sidewalks with many obstructions and driveways that make walking
feel very uncomfortable, even along heavily-traveled corridors like US
101, Myrtle Avenue and Waterfront Drive.

Eureka’s 2001-2006 Capital Improvement Program lists many 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 calming, Myrtle Avenue congestion improvements,

The commercial/industrial areas of Eureka’s
western waterfront (like Del Norte Street)

weren’t developed with the pedestrian in mind.

Many cities have encouraged non-motorized
traffic flow by replacing seldom-used parking

space with bike lanes.



South Eureka gateway and traffic calming improvements, and Broad-
way sidewalks. Humboldt County Association of Governments’ Re-
gional Transportation Plan (and augmentative Bicycle and Pedes-
trian Plans) serves as the blueprint for non-motorized projects in the
region, and is updated every two years.

The South Bay region is much less developed than the rest of Humboldt
Bay: it is wilder, very scenic and offers little in the way of public coastal
access. Many public access concept recommendations will have to be
weighed with habitat value management goals. If the railroad corridor
was just a bit wider, a trail could be located in that corridor along the
bay with less to consider in the way of potential impacts (Section VIIIB).

The gem of the South Bay, Humboldt Bay National Wildlife Refuge’s
Hookton Slough and Salmon Creek Units, form the basis of many of
the following recommendations. Connecting the very isolated bay
communities of King Salmon, Field’s Landing and College of the
Redwoods to and along the bay form the basis of most other recom-
mendations that follow.

Development of a trail corridor between the bayside town of King
Salmon and Eureka’s Elk River Wildlife Area will provide a non-
motorized alternative to US 101 for pedestrians and bicyclists and
would comprise a segment of the California Coastal Trail (Section
IIE and Figure IV-2). Many people currently use a portion of this
route between the Wildlife Area and ‘stinky beach’ on the Elk River
spit. Others walk the length of the route, using the currently out-of-
service railroad corridor as a de facto trail.

The railroad corridor is protected by large riprap and debris, how-
ever this structure is failing to protect the tracks in many places along
the route. The bottoms area between US 101 and the bay is currently
used as a final stage of wastewater treatment and for cattle grazing.
East and south of the power plant in King Salmon, these lowlands
around the railroad corridor are willow marsh.

There are two alternatives for this proposed trail, each with physical
constraints – both must cross Elk River and one must cross the rail-
road at least once. Both would connect to the end of the City’s Elk
River Wildlife Area trail, continue by pedestrian bridge over the Elk
River (Section IIIA) and parallel the railroad corridor. From the end of

Development of a trail between Eureka and
King Salmon will require research into railroad

plans for this impacted segment of rail.

Many parts of the South Bay are seldom-
traveled and little known.



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

One alternative would take the place of the existing railroad corridor.
Because the railroad corridor is being affected by storm surf erosion
and sand burial, it is recommended that it be moved east of its present
location and the trail be built in its place – maintenance issues more
critical to the function of a railroad will be less of an issue for a trail. This
route would be storm-weather dependent due to the close proximity of
the bay and storm surf that occurs in the winter.

Another alternative would parallel the railroad corridor on an access
road. The City maintains a maintenance road along the railroad 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
trail easement. This route would need to cross the railroad corridor if
it followed 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 a quarter of a mile and US 101. Two alternative routes
for connecting them were considered: a pedestrian overpass or un-
derpass across US 101 and bike lane improvements along Tompkins
Hill Road. Of these two routes, the addition of bike lanes to Tompkins
Hill Road seems most feasible due to the costs associated with a
pedestrian overpass/underpass.

A bike lane alternative would include negotiations with five private
property owners for easement acquisition and shoulder widening as
well as County of Humboldt Public Works Department cooperation.
This project would need to be placed on the County’s road priority
project list to be eligible for roadway/bike lane 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). Due to the backlog of road projects in the county,
the latter recommendation is a more likely scenario. Some of the

The railroad corridor passes under US 101
near College of the Redwoods.

A botanical garden is being planned at
College of the Redwoods.

The railroad corridor between Eureka and
King Salmon could be redesigned to accom-

modate a segment of the Coastal Trail.



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

Note: The north-eastern boundary of the Humboldt Bay National
Wildlife Refuge is bordered by a series of levees. Some of these levees,
however, will be allowed to breach, reverting the nearby pasture-
lands to tidally influenced salt marshes. The breaching of the levees
will also affect part of US 101. The existing bridge and roadway
segment, near the Tomkins Hill Road underpass, is protected by these
levees. Once the levees are breached, Caltrans will have to consider
an additional 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 area, the preferred route
would be on the western edge of the Refuge, adjacent to US 101. The
former pasturelands would be adequate for trail construction north
of the headquarters access road. South of the headquarters access
road, a trail would likely need to be located immediately adjacent
and west of this road. The road crossing and former farmland drain-
age systems would need to be considered. Access to Refuge trails
(Section IIIB) 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 walking
trail and paddle-boat launch site. The trail travels east 1.5 miles from
the trailhead on Hookton Slough Road (Figure III-8) until the slough
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 Table Bluff to Hookton Slough would pro-
vide safe pedestrian travel and bay access for the Rancheria commu-
nity and the public. This project would require negotiation with two
private landowners and potential use of a County parcel.

Initial inquiry to the County of Humboldt Public Works Department
indicates that a trail around an inactive landfill would conflict with
monitoring and maintenance activities and they would not support
such development (Humboldt County Public Works Department,
2001). This segment could be re-routed around the County parcel if
trail easements are granted by private landowners. Initial outreach to
landowners resulted in either no or concerned response.



Constraints include identification of a managing agency, private land-
owners willingness to give easements, funding for acquisition of trail
easements, and potential sensitive cultural resources. This project could
be considered as one alternative segment of the California Coastal
Trail and would provide multiple benefits to the residents of Table
Bluff and visitors to the Refuge. The route would also provide non-
motorized access to the South Spit and the mouth of the Eel River.

Privately-owned Southport Landing is a historic shipping facility with
historic buildings, including the picturesque Southport Landing Bed
& Breakfast Inn. Physically, this site could provide ‘water trail’ access
to the South Bay and to a shoreline seldom seen. There is a gravel 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 site – if there is interest by the land-
owners – perhaps for special events and paddle-in visits to the Inn.

The view of South Bay from historic
Southport Landing is known to relatively few.


