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SUMMARY

INTRODUCTION

The Arkansas State Highway and Transportation
Department (AHTD), in cooperation with the
Federal Highway Administration (FHWA), is
proposing to construct a four-lane fully controlled
access highway on new location, designed to
interstate standards. The proposed highway is
approximately 200 kilometers (125 miles) in length
and generally parallels the existing U.S. 71
highway. The project is known as the U.S. 71
Relocation, extending from U.S. 70 in DeQueen,
Arkansas to Interstate 40, near Alma, Arkansas.
The project passes through the Arkansas counties
of Sevier, Polk, Scott, Sebastian and Crawford.

Major communities along the route include

DeQueen, Mena, Waldron, Greenwood, Fort'

Smith, Van Buren, and Alma.

The relocation of U.S. 71 in Arkansas is part of a
congressionally designated High Priority Corridor
(HPC) running from Shreveport, Louisiana to
Kansas City, Missouri (Exhibit S-1). Several
corridors were identified as nationally important by
the U.S. Congress in 1991. These comidors are
intended to complement the existing Interstate
system, integrate regions of the country, improve
safety and efficiency of travel and commerce, and

promote economic development.

The study of altematives and the environmental
consequences of the proposed action was initiated
by AHTD and FHWA in 1995. This study followed
the process outlined in Exhibit S-2, which is fully
documented in the remaining sections of this

environmental impact statement.

ALTERNATIVES CONSIDERED AND THE
SELECTED ALIGNMENT

The development of alternatives for the U.S. 71
Relocation followed a multi-step approach in order
to screen possible highway locations against
increasingly more  detailed environmental
information. This information was gathered for a
4,300 square kilometer (1,600 square mile) study
area paralleling the existing route and up to 35
kilometers (22 miles) in width. The compilation and
mapping of sensitive environmental resources
resulted in a constraint map used for the
development of broad, 3 kilometer (2 mile) wide
corridors. These corridors were analyzed and
screened against the sensitive resources, and
scrutinized by the public, local officials and
resource agencies.  This process provided
sufficient information to identify a preferred corridor
which was advanced to detailed study. A corridor
along the existing US. 71 route was also
considered. The implementation of a corridor

along the existing route would have involved
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several hundred residential and business
relocations and unsatisfactory design aspects and

was eliminated on this basis.

Partially concurrent with the corridor study was the
planning level Major Investment Study (MIS) within
the Fort Smith / Van Buren urbanized area. This
effort considered several construction and non-
construction strategies for implementing the HPC
through the urban area. A diverse group of local
professionals worked with the study team on the
MIS and ultimately concluded that a new location
altemative best met the overall project purpose and
need as well as numerous local objectives. This
conclusion was also adopted by the Bi-State Policy
Committee as part of its planning policy for the Fort
Smith / Van Buren urbanized area. The Bi-State
Policy Committee is the Metropolitan Planning
Organization for the Fort Smith / Van Buren

urbanized area.

By updating and refining the environmental data
contained in the corridor study resource inventory,
detailed alignments were developed within the
prefered corridor that would first avoid, then
minimize impact to sensitive resources, including
residential areas. Three alignments were
ultimately developed with an average width of 150

meters (500 feet).

An integrated, comprehensive public involvement
program was conducted for this project. This
program included the public, local officials and
appropriate resource agencies. The alignment
development phase was particularly rigorous in its
consideration of comments from these involved
parties. As a result of this program, sufficient
information and public opinion was available to
identify a Preferred Alignment in the Draft
Environmental Impact Statement (DEIS) prepared
for the proposed highway. The three alignments,
including the Selected Alignment are shown in
Exhibit S-3. For short distances, one, two or all of
the lines may run together. At several points, one,
two or all of the lines may intersect. These points
have been identified by letters A through O and
thereby divide the alignments into 14 segments. At
these lettered points, there is an ability to “switch”

from one line to another.

A No-Action altemative was retained throughout
the study as a basis for comparing the relative
benefits and impacts of the altematives. Under this
alternative, the only projects undertaken would be
currently planned safety and capacity improvement
projects. ~ Safety projects generally involve
shoulder widening and curve realignment where
necessary.  The fourlane widening project
currently under construction from S.H. 10 to

Witcherville would be completed for this alternative.

S-2

SUMMARY
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SCOPING PROCESS

e Public Meetings

e | ocal Officials Meetings

e Agency Meeting and
Coordination

. -]

Y
NEEDS ANALYSIS

Traffic Forecast

Safety

Socioeconomic Demands
Legislation

Public Meetings

Y
Y Y
MAJOR INVESTMENT STUDY CORRIDOR FEASIBILITY STUDY
e Within Fort SmithvVan Buren »-1 o Using Critical Environmental
Urban Area Constraints
e MIS Working Group e 3 Kilometer ~ wide
e Public Meetings (2 mile — wide) Corridors
e Environmental Comparison
e Public, Local Official and
Agency Involvement
e Public Meetings
=
|
A

ALIGNMENT STUDY

e Within Preferred Corridor

e Preliminary Engineering

e 150 meter (500 feet)
Average Width

e Avoid’Minimize Environmental
Impacts

e Public, Local Official and
Agency Involvement

e Public Meetings

Y

ENVIRONMENTAL
DOCUMENTATION

Draft EIS
Public Hearings
Final EIS

Record of Decision U.S. 71 RELOCATION
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U.S. 71 RELOCATION DEQUEEN TO |-40

In addition, the following two reaches of existing
U.S. 71 would also be widened to four lanes under

the No-Action altemative:

Q 12.5 kilometers (7.7 miles) from Witcherville to
Mansfield

Q 9.5 kilometers (5.9 miles) from Mena to Acom.

Should the proposed highway be constructed,
these two reaches of U.S. 71 may not be widened.
However, safety improvements would be
implemented regardless of the decision to
construct the proposed highway. Depending on
the timing of construction of the proposed highway,
it may be necessary to widen these and possibly
other segments of existing U.S. 71 to serve local

capacity demands.

Public hearings were held in early December 1996
throughout the study area. Nearly two hundred
comment letters were received on the DEIS and
are discussed in Section 8. State and federal
resource agencies also commented on the DEIS.
These comments were considered in the
identification of the Selected Alignment.

Responses to comments are provided in Section 8.

SUMMARY OF BENEFICIAL AND ADVERSE
IMPACTS

Construction of the proposed highway would result

in the following beneficial impacts:

O Complete a critical link in the Interstate system

Provide for local, regional and national

economic growth

Provide a transportation facility that is
consistent with local land use plans and

development goals

Produce travel time savings of up to 50
minutes for a trip between DeQueen and

Interstate 40

Provide the highest level of service possible on
the High Priority Corridor and improve the level
of service along 91% of the existing route to

acceptable levels

Provide sufficient capacity for the growing

population of the study area

Q Improve traffic safety

O Improve the connectivity of existing rail, bus,

air and water transportation modes

Improve the efficiency and capacity of the local

street network in a number of communities

Improve access to military installations,
medical facilities, retail establishments, and

recreational attractions in the region

Improve efficiency of transportation for the
trucking industry and businesses dependent on

trucking

Provide a trade corridor in support of the North

American Free Trade Agreement.

SUMMARY

S-9
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Adverse impacts to the social, economic, natural,
and cultural environment would result from
construction of any of the alignments evaluated in
detail in this document. A summary of these
adverse impacts is presented in Table S-1. The
shaded information in Table S-1 represents the
Selected Alignment. The Selected Alignment is a
composite of segments from each of the three
alignments, where the selected segment has

distinct advantages in that particular area.

The basis for identification of the Selected
Alignment in each segment is summarized in Table
S-2 and discussed in detail in Section 2. The
location of the Selected Alignment differs from the
DEIS Preferred Alignment in segment C-D only.
The Selected Alignment in this segment results in a
reduction in every impact category, when
compared to the Preferred Alignment. The
Selected Alignment reduces home relocations
(from 86 to 81), floodplains (from 286.4 to 252.1
ac), farmlands (from 2101.2 to 2070.1 ac), noise
impacts (from 234 to 211), water quality index
(from 39.0 to 38.8), stream crossings (from 90 to
86), and potential cultural resources (60 to 58).
The Selected Alignment is also shorter (from 125.3
to 1223 miles) and has a lower estimated
construction cost (from $1.083 billion to $1.075
billion).

The Selected Alignment meets the project purpose

and need, provides excellent access to most

communities, minimizes impacts overall and has a
moderate estimated construction cost. The
Selected Alignment best balances the benefits

expected from the project with the overall impacts.

OTHER MAJOR FEDERAL ACTIONS IN THE
AREA

The proposed highway passes through the Fort
Chaffee Military Reservation. Fort Chaffee was
identified in the September 1995 Defense Base
Commission's
recommendations (BRAC 95). As part of the
BRAC 95 recommendations, 2,400 hectares (6,000

acres) of land have been released for development

Realignment and  Closure

by the surrounding communities. The lead federal
agency for this action is the U.S. Army Corps of
Engineers who are cumently preparing an
environmental impact statement for this action. The
Fort Chaffee Redevelopment Authority (FCRA), the
local authority established to oversee the
realignment of the Fort property to local use,
issued a resolution agreeing with the location of the

Selected Alignment through the released land.

FHWA is preparing an Environmental Impact
Statement for the relocation of U.S. 71 from
Texarkana to DeQueen, Arkansas. This project is
part of the congressionally designated High Priority
Corridor running from Shreveport, Louisiana to

Kansas City, Missouri.

S-10
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Table S-1
IMPACT SUMMARY
Relocations Natural Resources Cultural Resources
Mobile | Chicken Community| Noise R [l Water Quality ~ Farmlands High Probability | Recorded | Potential | Numberof | Historic | Historic
Segment Alignment Length Cost Houses | Homes | Houses | Businesses | Facilities | Impacts Wetlands Floodplains Index Prime Statewide Impt. Areas Crossed Archeology | Cultural Stream Sites | Structures
(km)  (mi) (in 000s) (ha)  (ac) (ha)  (ac) Avg. Score (ha) (ac) (ha) (ac) (km) (mi) Sites Resources | Crossings
A-B: Line 1 1.5 71 1% 49,924 - 1 33 - - - - 38.6 36.4 (89.9) 3.1 (7.6) a7 (0.4) 2 -
Line 2 119  (74) | § 53,523 4 1 34 - 35 (8.6) 40.8 15.0 (37.1) 2.2 (5.5) 1.7 (1.1) 1 3
Line 3 1.7 (73) | % 52,907 - - - - - 6 - - 0.8 (2.0) 416 15.7 (38.8) 6.3 (15.6) 06 (0.4) - 1 3 - -
B-C: Line 1 231 (144) 1% 121,793 26 4 27 3.1 (76) | 61 (15.2) 38.1 8.0 (19.7) 512 (126.4) 20 (1.3) 1 3 10 -
Line 2 233 (145 1§ 119,924 13 4 - 15 33 8.1) | 86  (21.2) 394 6.2 (15.3) 430 (106.2) 24 (1.5) - 2 1 -
Line 3 232  (144) |$ 120,924 9 - 4 1 - 8 123 (32) | 71 (17.5) 387 1.3 (27.8) 423 (104.4) 36 2.3 1 2 14 - 1
C-D: Line 1 24 (139 |$ 111,153 14 1 - 101 0.2 (06) | 54  (13.2) 374 19.2 (47.5) 30 (7.4) 25 (1.6) 1 9
Line 2 257 (16.0) | § 111,525 7 42 - 122 (30.9) 36.7 253 (62.4) 9.0 (22.3) 43 (2.7) 4 14 -
Line 3 205 (127) 1% 96,729 2 18 1.6 (3.9) 355 16.6 (41.0) 35 (8.8) 22 (1.3) 2 8
Selected 208 (130) | § 99,597 2 - - - 19 - - 17 4.2) 355 16.6 (41.0) 5.1 (12.6) 22 (1.3) 2 10
D-E: Line 1 78 (49) | $ 52,932 10 - 1 - 1 90 34 (84) | 18 (4.3) 38.8 18.7 (46.2) 120 (29.7) 5.1 (3.1 3 3
Line 2 89 (55) | $ 61,675 10 2 3 1 1 ) 36 (89) | 0.8 (2.0) 38.3 205 (50.6) 22.7 (56.1) 5.3 (3.3) - 3 2
Line 3 122 (76) | $ 65,029 9 - - 6 12 (29 | 78  (19.3) 38.0 386 (95.4) 74 (18.2) 43 2.7) 1 7 3
E-F: Line 1 37 (23) | $ 21,513 8 % 4 - 14 0.8 (19) | 14 (3.5) 410 8.1 (20.1) 8.9 (22.1) 37 (2.3) 2 -
Line 2 6.2 39 | % 34,063 6 1 - 2 - 22 0.9 (22) | 84  (20.8) 40.5 19.9 (49.2) 24 (6.0) 3.2 (2.0) 2 -
Line 3 47 29 | ¢ 26,770 4 - 7 1.5 (37) | 99 (244 39.0 26.1 (64.5) - - 31 (2.0) - - 2 -
[FG: Line 1 93 (5.8) | $ 42,935 2 - 2 - - 3 29 (73) | 119  (294) 370 410  (1013) | 206 (50.8) 76 4.7 1 4 7 - -
Line 2 8.4 (52 |$ 35,575 - - 4 - - 2 12 (29) | 102 (25.2) 388 36.9 (91.2) 79 (19.5) 74 (4.8) - 2 4
Line 3 8.2 5.1y 1'% 35,080 1 2 2 12 (29) | 103 (254) 38.8 34.3 (84.8) 8.9 (22.1) 7.1 (4.4) 2 2 4
G-H: Line 1 133 (83) |$ 86,284 1 - - - 40.6 8.2 (20.2) 8.3 (20.4) 20 (1.2) 2 1 6
Line 2 136 (85 | $ 90,846 - 1 1.3 (3.3) 40.6 9.0 (22.1) 10.6 (26.1) 18 (1.1) 3 1 8
Line 3 175 (109) | $ 68,699 - - - - - 1 - - - - 38.1 1.7 (28.9) 204 (504) | 7.0 (4.3) - 5 14 -
[R-t: Line 1 7.t (106) | § 113,099 3 1 3 - - 14 27 (6.6) 418 28.8 (71.1) 24.5 (60.7) 53 (3.3) 2 7 -
Line 2 171 (106) | § 113,163 4 1 3 - - 14 27 (6.6) - - 418 289 (71.3) 244 (60.3) 53 3.3) - 2 7
Line 3 164 (102) [§ 114,426 1 - 12 1.6 (4.0 40.5 29.1 (71.9) 231 (57.0) 50 (3.1) 1 2 8
I-J: Line 1 15.1 (94) | $ 76,623 7 - 2 1 1.4 (3.4) - 398 562 (138.0) | 302 (74.5) 75 (4.7) 1 4 4
Line 2 14.9 93) | § 76,597 1" - 3 = - 9 26 (6.5) - 38.9 463  (114.3) | 306 (75.6) 7.2 (4.5) 1 2
Line 3 149  (93) | § 78,448 9 2 1 4 38 (9.4) - - 39.7 472  (116.7) | 351 (86.7) 75 (4.6) 1 5
J-K: Line 1 199 (124) |§ 116,968 13 5 5 14 25 6.2 | 45 (11.1) 40.7 514 (127.1) | 760 (187.9) 54 (3.4) 6 1
Line 2 202 (125 | § 123361 13 2 - 12 38 8.2) | 23 (5.7) 399 485 (119.7) | 86.0 (212.5) 6.1 (3.8) 4 9
Line 3 200 (124) |$ 115,152 11 3 3 - - 10 1.6 (4.0) | 38 (9.4) 38.6 537  (1328) | 745 (184.3) 6.8 (4.2) - 6 7 - -
KT Line 1 14.2 88) | & 73,923 10 5 - 1 - 38 0.8 (1.9) | 38 (9.4) 405 487  (1204) | 393 (97.0) 5.2 (3.2 16 5 1
Line 2 139 87 9% 67,343 18 7 2 1 82 - - 49 (12.0) 404 482  (119.0) | 340 (84.0) 78 (4.8) 13 5 1
Line 3 14.6 9.1 |$ 72,458 13 1 - 27 04 (1.1 | 49 (122 386 38.2 (94.3) 49.1 (121.4) 6.3 (3.9) 16 2 1 -
Jom: Line 1 9.1 CHNIE 50,199 8 - 4 - 10 09 (21) | 87  (218) 378 434  (1072) | 179 (44.2) 53 (3.3) 11 5 - -
Line 2 97 (6.0) | $ 53,531 12 2 4 1 28 (69) | 83  (20.6) 378 438  (1082) | 254 (62.9) 53 (3.3) - 10 5
Line 3 8.7 (54) | % 49,967 9 1 31 0.1 03) | 7.5  (184) 39.5 434 (107.3) | 248 (61.3) 38 (2.4) 2 8 7
[m-N: Line 1 9.6 6.0) | § 91,241 - 66 2.3 (56) | 79  (196) 40.8 364 (89.9) 10.6 (26.2) 73 (4.8) 3 7 7
Line 2 9.8 6.1) [ $ 91,250 - - - 66 36 (8.8) | 10.3  (255) 408 460  (113.8) 30 (7.9) 73 (4.6) 1 3 6 -
Line 3 10.0 62 |$ 93,325 - - 2 36 (8.8) | 139 (34.3) 41.2 465  (1148) 1.9 (4.7) 73 (4.5) 1 3 6
IN-O: Line 1 15.7 (98) | $ 87,950 8 1 1 14 6.6 (16.2) | 58.3 (144.1) 444 945  (2334) | 267 (65.9) 106 (6.8) 3 2 1
Line 2 153 (95) |§ 82,013 11 - 127 54 (133) | 446 (110.3) 442 777  (1919) | 454 (112.1) 1.5 (7.1) 3 3 8 -
Line 3 15.9 99 |'$ 87,901 4 2 - : 18 06 (1.5) | 539 (133.2) 43.3 1007  (248.8) | 298 (73.6) 14.6 (9.1) 3 2 5 - -
TOTAL: No-Action 2151 (1336)| § 20,600 90 - - 30 - 345 - - - - - - - - - - - - - - -
Line 1 1918 (1194)($ 1,096537 | 109 16 21 7 1 426 276  (67.8) | 109.8 (271.4) 39.7 4990 (1,233.0)| 3323 (8208) | 70.2 (43.7) il 62 87 1
Line 2 1989 (123.7)|$§ 1,114389( 105 15 27 4 2 443 294 (724) | 1154 (285.3) 396 4722 (1,166.1) | 3466  (856.6) 76.6 47.7) 7 49 86 1 -
Line 3 1985 (1234)|$ 1077815 72 9 10 1 152 16.9  (41.8) | 121.5 (300.0) 38.9 5131 (1,267.8) | 327.1  (B08.5) 79.2 (49.2) H 57 88 1 1
DEIS Preferred | 201.4 1253 {$ 1,083,094 86 12 22 6 1 234 210 519 | 1158 2864 39.0 490.7 (1,2122) | 359.6  (889.0) 849 529 6 60 90 1 1
Selected 1965 (122.3) [ $ 1,074,906 81 12 22 6 1 21 210  (51.9) | 1053 (252.1) 38.8 4820 (1,190.8) | 355.7  (879.3) 828 (51.5) 6 58 86 1 1
ource: Michael Baker Jr., Inc. NOTES: Impacts for the No-Action alternative have been eslimaled when possible and could be difterenl than whal is shown.

Yellow highlighting indicales the Selected Alignment in sach segment.
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Table S-2
IDENTIFICATION OF THE SELECTED ALIGNMENT

A-B Line 3 Line 3 takes the fewest houses and is publicly preferred.
B-C Line 3 Line 3 takes the fewest houses and is publicly preferred.
CD Line 3/Line 2 | Line 3 {modified to connect to Line 2 south of point D) takes the fewest homes; impacts the

combination fewest streams, floodplains, farmlands, and wetlands; has the fewest noise impacts, the shortest
length and lowest construction costs. This line does not provide direct access to Cove but best
serves the general public due to its shorter length and corresponding shorter travel time.

D-E Line 2 Line 2 provides the best access for a moderate cost, has slightly more displacements than the
other lines but the fewest floodplain impacts. Line 2 is the only line that can provide access to
south Mena in this reach and therefore the only line that can serve to alleviate traffic congestion
in Mena by diverting existing U.S. 71 traffic to the proposed highway.

E-F Line 1 Line 1 provides the greatest potential of the three lines around Mena to reduce traffic
congestion, provide access to the city and to promote development in accordance with Mena's
Future Land Use plan. In spite of its increased residential relocations (2 additional homes and
two additional mobile homes over Line 2), this line has been maintained as the Selected
Alignment in order to best serve its intended purpose.

F-G Line 1 Based on segment E-F preference, Line 1 is preferred in this segment.

G-H Line 3 Line 3 replaces the existing route through the gap, is publicly preferred, is preferred by the
Forest Service, is preferred by the City of Mena and has the least potential to affect the Irons
Fork watershed, minimizes impact to the Ouachita National Recreation Trail, and has the lowest
estimated construction cost.

H-I Line 1 Of the two lines that avoid all red-cockaded woodpecker active and recruitment areas (Lines 1
and 2), Line 1 takes fewer houses and has a similar cost to Line 2.

I-J Line 2 Line 2 is preferred overall in Waldron by the public and local officials, has the best potential to
integrate new businesses and commercial operations into the existing economic structure of the
city.

J-K Line 3 Line 3 impacts the fewest wetlands, takes the fewest houses and impacts no producing gas
wells.

K-L Line 3 Line 3 has the least impact on residential areas in this densely populated reach of the project.

Line 3 is the furthest from the Devil's Backbone Ridge Civil War site which is impacted by Line 2.
It also avoids the Excelsior Community Center which is impacted by Line 2.

L-M Line 1 Line 1 takes the fewest houses in this reach which was voiced repeatedly by the public during
early alignment development.

M-N Line 2 Line 2 across the Arkansas River and Springhill Park minimizes impacts overall to park facilities
and the military water obstacle training area east of the park.

N-O Line 3 Line 3 takes the fewest houses, is publicly preferred in Kibler, is the location established in the
June 3, 1996 City Council resolution and impacts the least wetland areas.

Source: Michael Baker Jr., Inc.

SUMMARY S$13
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OTHER FEDERAL ACTIONS AND PERMITS
REQUIRED

The following actions must occur in order to

implement this project:

1. The issuance of a Section 404 permit by the
U.S. Amy Corps of Engineers for the
placement of dredged and fill material in
waters of the United States and the related
Section 401 Water Quality Certification which
was issued by the Arkansas Department of
Pollution Control and Ecology on November
13, 1996. The application for the Section 404
permit was included in the DEIS. The Joint
Public Notice is provided in this document for
information. The permit will be issued by the
Corps roughly concurrent with the project's
Record of Decision.

2. The issuance of a navigation permit (which
complies with several federal laws) by the U.S.
Coast Guard for crossing the Arkansas River
and a related Section 401 Water Quality
Certification issued by the Arkansas
Department of Pollution Control and Ecology.
The U.S. Coast Guard intends to adopt this
environmental document in order to issue a
permit for the bridge crossing of the Arkansas
River

3. Aneasement from the U.S. Forest Service,
Ouachita National Forest for crossing federal

lands within the Ouachita National Forest

4. Aland transfer relative to the Base
Realignment and Closure of Fort Chaffee

5. An easement from the U.S. Army Corps of
Engineers for the bridge crossing Springhill
Park

6. A consent to easement for crossing property
for which the U.S. Army Corps of Engineers
has acquired a flowage easement

7. An easement from the U.S. Army, Fort Chaffee
(or the Arkansas National Guard, depending
on the timing of right-of-way acquisition) for the
bridge crossing a portion of Fort Chaffee land
just north of the Arkansas River.

8. A National Pollutant Discharge Elimination
System (NPDES) Permit as required by
Section 402 of the Clean Water Act, issued by
the Arkansas Department of Pollution Control
and Ecology.

SUMMARY OF AGREEMENTS REACHED AND
FUTURE COORDINATION WITH OTHER
AGENCIES

Throughout this project, the FHWA and AHTD
consulted and coordinated with several state and
federal agencies regarding important issues. Many
issues have been resolved throughout the course
of the preparation of the Draft and Final EISs. The
treatment of other issues cannot be completed until
the project moves into the next phase of design,
when additional information becomes available.

These issues have been resolved by agreeing to

S-14
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the manner in which they will be treated, or
handled at a later date. The following list
summarizes the agreements that have been

reached.

QA programmatic agreement for completion of
the Section 106 process with respect to the
project’s effect on cultural resources has been
signed by the FHWA, AHTD, Arkansas Historic
Preservation Program and the Advisory
Council on Historic Preservation and is

provided in Appendix J.

( AHTD will coordinate with the Forest Service
during final design regarding access to Forest
Service lands and replacement of wildlife
ponds. (July 17, 1996 letter from Michael
Baker Jr., Inc. to USFS)

O Mitigation measures have been agreed to for
impacts to Springhill Park, owned and
managed by the U.S. Army Corps of Engineers
(Section 5.2 and July 30, 1996 letter from the
Corps to Michael Baker Jr., Inc.)

O Mitigation measures have been agreed to for
the impacts to the Ouachita National
Recreation Trail owned and managed by the
U.S. Forest Service (Section 5.3 and
September 3, 1996 letter from USFS to
Michael Baker Jr., Inc.)

O Mitigation ratios and concepts for the filling of

wetlands have been agreed to with the Corps

of Engineers for issuance of the Section 404
permit. (Section 4.10 and AHTD/COE meeting
minutes dated September 10, 1996)

An agreement has been reached with the U.S.
Forest Service to compensate for government
lands converted from Habitat Management
Area 22 of the Ouachita National Forest to
highway use. (Section 4.12 and AHTD letter to
the Forest Service dated May 16, 1997)

AHTD and the Fish and Wildlife Service have
agreed that further coordination and
consultation under the Endangered Species
Act may be necessary for the American
Burying Beetle (Section 4.12.1 and
DOI/USFWS letter dated December 23, 1996).

AHTD and the USFS have agreed: 1) thata
Biological Evaluation will be completed once
the right-of-way limits within the Forest are
known; 2) that the USFS will be compensated
for any USFS land remnants that result from
the highway; 3) that, during the design phase
of the project, consideration will be given to
culvert designs that allow for fish passage and
measures to dissipate and stabilize runoff flow
velocities; 4) that the USFS will review the
erosion and sedimentation control plan which
will be prepared in accordance with the current
Standard Specification for Highway
Construction (June 18, 1997 letter from USFS

to Michael Baker Jr., Inc.)

SUMMARY
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Section 1: PURPOSE AND NEED

11 PROJECT HISTORY

In 1988, the Arkansas State Highway and
Transportation Department led a multi-state
feasibility study for an Interstate-designed corridor
paralleling U.S. 71. This corridor would connect
Shreveport, Louisiana to Kansas City, Missouri and
later was designated a High Priority Corridor
(HPC). This study was prepared in response to
Section 166 of the Federal Highway Act of 1987.
The purpose of the study was to determine the
economic feasibility of a fully controlled access
highway designed to Interstate standards. The
study found several positive benefits that would be
realized from construction of such a facility. The
HPC would connect major employment centers of
the region, thiteen major commercial areas,

thiteen Department of Defense installations and

would improve highway capacity and highway

safety in the region.

From an economic development perspective, the
Interstate corridor would foster further growth of the
tourism and recreation industries of the region and
would be a major consideration in attracting new
commercial and industrial activities to the region.
The travel time savings that would be realized for
the entire High Priority Comridor would be three
hours, from eleven hours on the existing route to

eight hours on the proposed highway.

Following the 1988 multi-state study, each state
assumed responsibility for the development of the
HPC within its borders. Within the state of
Arkansas, the project is in various stages of

completion as shown in Table 1-1 and Exhibit 1-1.

Pineville, Missouri to Bella Vista

Table 1-1
STATUS OF SHREVEPORT TO KANSAS CITY HPC
PROJECTS WITHIN ARKANSAS

Location and Environmental Studies

Bella Vista to Fayetteville Open to Traffic
Fayetteville to Interstate 40:
Fayetteville to Mountainburg Under Construction
Mountainburg to Interstate 40 Open to Traffic

Interstate 40 to DeQueen (this project)

Location and Environmental Studies

DeQueen to Texarkana

Location and Environmental Studies

Texarkana to Louisiana State Line

Design Engineering / Under Construction

Source: Michael Baker Jr., Inc., AHTD
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In addition to the development of the HPC in the
State of Arkansas, AHTD is involved in numerous
highway improvement projects along existing U.S.
71.  Some of these projects involve safety
improvements, such as horizontal curve
realignment and increased shoulder widths. AHTD
is currently widening U.S. 71 to four lanes between
Jenny Lind and Witcherville, a distance of
approximately 7 kilometers (4.2 miles). This
improvement will serve local capacity demands and
is not associated with the development of the U.S.

71 Relocation project.

In 1991, Congress enacted the Intermodal Surface
Transportation Efficiency Act (ISTEA, 1991). This
act had several key components, one of which was
the establishment of the National Highway System
(NHS). This system was further defined in the
1995 National Highway System Designation Act.
The NHS is a system of Interstate and principal
arterial roadways that would serve the travel,
commercial, national defense, and economic
development needs of the country. The roadways
contained in the NHS are both existing and
planned highways, as recommended by each state
highway agency. This system of roadways
consists of approximately 256,000 kilometers
(159,000 miles) of roadways, of which 98% are

existing.

Some of the NHS roadways planned for

construction were further identified as High Priority

Corridors of national significance (NHS, 1995).
Congress found that many regions of the nation
are not adequately served by the existing Interstate
Highway System or other comparable highways.
These regions require additional highway
development in order to serve their travel and

economic development needs.

Twenty-one corridors were identified in ISTEA as
High Priority. The Shreveport, Louisiana to Kansas
City, Missouri HPC along existing U.S. 71 is over
800 kilometers (500 miles) in length and is one of
the longest comidors identified. The U.S. 71
project from DeQueen, Arkansas to Interstate 40
falls within this Shreveport to Kansas City corridor.
ISTEA also identifies segments of these corridors
as High Priority Segments. The U.S. 71 Relocation
project has also been identified as a High Priority

Segment within Arkansas.

1.2 PROJECT DESCRIPTION

Upon initiation of the study of the HPC highway
segment between DeQueen and 140, a study area
was defined. This study area encompasses over
4,300 square kilometers (1,600 square miles). The
general shape of the study area follows that of
existing U.S. 71 for approximately 215 kilometers
(133.6 miles) and varies from 19 to 35 kilometers
(12 to 22 miles) in width as shown in Exhibit 1-2.

The project (generally along the existing U.S. 71

route) begins in Sevier county, at the crossing of

1-2
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U.S. 70 just east of DeQueen and travels north to
the existing interchange of |-540 with 140 in
Crawford County. Distances through each of the
five counties are approximately 17.6 kilometers
(11.0 miles) through Sevier County, 77.0
kilometers (47.8 miles) through Polk County, 68.2
kilometers (42.4 miles) through Scott County, 46.9
kilometers (29.1 miles) through Sebastian County
and 5.3 kilometers (3.3 miles) through Crawford
County. The proposed highway would come close
to, but not pass through, the many rural
communities along existing U.S. 71. Throughout
the route, the proposed highway will pass through
primarily forested and farmed landscapes and
cross the mountains of the Ouachita National
Forest. Major rivers crossed by the project include
the Ouachita, the Fourche LaFave, the Poteau, the
Petit Jean, and the Arkansas Rivers.

Several state highways are crossed by the
proposed highway for which interchanges have
been proposed. Access to an Interstate-designed
facility is limited to on and off ramps at interchange
locations. In some cases, interchanges have been
provided on county roads. Several interchanges
are provided at existing U.S. 71 as the proposed
highway travels north and crosses the existing
route several times. Interchanges have also been
proposed at US. 70 and U.S. 270. U.S. 64 in
Crawford County would be crossed by the

proposed highway with access provided to it

indirectly at the 1-40 interchange. Most county
roads would be bridged so that continuity of roads
is maintained and local travel pattems are largely
uninterrupted by the new facility. In some cases,
smaller roads and streets may need to be
relocated or carried along a frontage road for a

short distance.

The proposed highway would be a four-lane
Interstate-designed highway that closely parallels
existing U.S. 71. The design standards used for
Interstates specify divided travel lanes with a
preferred median of 24 meters (80 feet) and a
design speed of 110 kmh (70 mph). The design
criteria used for the proposed highway are

presented in Table 1-2.

Table 1-2

DESIGN CRITERIA
Design Speed 110 kmh (70 mph)
Median Width 24 m (80 ft)
Profile Grade 5% 4%
Degree of Curve 32 22
Depth of Cut 90 m (300ft) | 60 m (200 ft)
Height of Fill 45m (150 ft) | 30 m (100 ft)

Source: Michael Baker Jr., Inc.; AHTD; American Association of State
Highway and Transportation Officials

The number of lanes provided is dictated by
providing a capacity that yields an acceptable level
of service (LOS) to the public. An analysis

described later in this section has determined that

1-6

PURPOSE AND NEED



FINAL ENVIRONMENTAL IMPACT STATEMENT

U.S. 71 RELOCATION DEQUEEN T0 |-40

the U.S. 71 Relocation would require two travel
lanes in each direction. Some basic geometric
features for the proposed highway are presented in
Exhibit 1-3. The typical section for the four paved
lanes, median and shoulders equals approximately
45 meters (150 feet). In restricted areas, the
shoulder to shoulder width could be reduced to 26
meters (85 feet). The full right-of-way requirements
will vary between 60 meters (200 feet) and 550
meters (1,800 feet) depending on the ruggedness
of the terrain. These figures will also depend on
the type of overburden and rock encountered
throughout the project, which will determine the
slope at which cuts can be made into a given

material.

1.3 PROJECT PURPOSE

The purpose of the project is based on the ISTEA
legislation described in the previous section.
Fundamentally, Congress has legislated the
purpose of several High Priority Corridors across
the country. ISTEA states ‘the development of
transportation corridors is the most efficient and
effective way of integrating (inadequately served)
_regions and improving efficiency and safety of
commerce and fravel and further promoting
economic development.” State highway agencies
have the authority to prepare long range plans and
feasibility studies for these corridors. The High

Priority designation allows the states administering

these projects to give priority to funding

construction of highways within these corridors.

Other legislation that is related to this project,
although indirectly, is the North American Free
Trade Agreement (NAFTA), signed in 1993. Import
and export operations that result from this
agreement are expected to generate additional
freight flow between Mexico, the United States and
Canada along several trade corridors. By the year
2000, U.S. exports to Mexico are projected to
increase 65 to 70% (USDOT, 1994.). Ultimately,
north-south traffic demand is expected to increase,
and will be accommodated in part by the proposed

highway.

Coordination with the public and local elected
officials in the study area identified several
purposes for the project that are locally based.

These include;

Q Access to additional developable land in the
Fort Smith area

O Attraction of new businesses to the Fort Smith
area which would be located at the junction of

two Interstate highways

[ Attraction of new businesses to communities
such as Waldron, Mena and others along
existing U.S. 71

2 Integration of western Arkansas by connecting
Fort Smith to small and medium sized

communities to its south

PURPOSE AND NEED
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O Relieve congestion in downtown Mena

[ Flexibility for future expansion of the facility

and incorporation of other modes of travel.
1.4 TRANSPORTATION NEED

With the legislative purpose as a framework, the
transportation needs of the existing U.S. 71
highway were analyzed. This analysis was
undertaken to identify other needs or deficiencies
of the existing U.S. 71 facility that could be
accommodated or resolved by the proposed
highway. This analysis considered the
transportation needs of existing U.S. 71 and the
social and economic needs of the communities and

counties through which it passes.

1.4.1 Interstate System Linkage
The current Interstate system through the south

central United States is missing a critical fink
(Exhibit 1-1). The Interstate Highway System was
developed to connect geographic areas. Major
cities are joined together, accommodating both
commercial and recreational trips. Within the
region shown, there are numerous Interstates

available for east-west travel:

1 1-10 between San Antonio, Texas and New
Orleans, Louisiana
O 1-20 between Dallas-Fort Worth, Texas and

Jackson, Mississippi

3 1-30/ [-40 between Dallas-Fort Worth, Texas

and Memphis, Tennessee

0 140 between Oklahoma City, Oklahoma and

Memphis, Tennessee

3 |-70 between Denver, Colorado and St. Louis,

Missouri.

However, there are only two complete north-south

Interstates in this area:

3 |-35 between San Antonio, Texas and I-70 in

Kansas

3 |-55 from New Orleans, Louisiana to St. Louis,

Missouri.

Between |-35 and |-55, 149 runs from I-10 at
Lafayette, Louisiana to Shreveport, Louisiana, but
does not continue north. Completion of the High
Priority Corridor from Shreveport to Kansas City
would provide a facility nearly equidistant from I-35
and 1I-55, which on average are located 640
kilometers (400 miles) apart. Cumently, 149
travelers either remain on the Interstate Highway
System by traveling to the east or west on |-20 to
reach |-35 or I-55, or leave the Interstate Highway
System and continue north on U.S. 71, an

undivided, primarily two-lane rural highway.

14.2 Transportation Demand

From July 1995 and throughout the preparation of
this document, consultation with local officials and
transportation planners was conducted.  This
coordination was necessary to ensure consistency
of the project with the future local and regional

transportation system.

1-8
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The Bi-State 2020 Long Range Transportation
Plan for the Fort Smith/Van Buren urbanized area
includes the proposed highway. The plan states
that the project will provide a “safer and more
efficient facility thus facilitaing an expanded
regional and national economic environment for all

of western Arkansas and eastern Oklahoma.”

The proposed highway passes through the Fort
Chaffee Military Reservation. Fort Chaffee was
identified in the September 1995 Defense Base
Commission’s
recommendations (BRAC 95). As part of the
BRAC 95 recommendations, 2,400 hectares (6,000

acres) of land have been released for development

Realignment and  Closure

by the surrounding communities. The Fort Chaffee
Redevelopment Authority (FCRA) will act as the
official body to redevelop the released property.
Very early in the BRAC process of Fort Chaffee,
the FCRA emphasized that development of the
fand would depend heavily on improved access to
the property. A complete discussion of the
coordination efforts with the FCRA and the land
use consistency of the two projects is provided in

Section 4.

Comprehensive plans are currently being prepared
for the City of Mena and the City of Waldron. The
local governments and planning commissions of
these communities have been actively involved in
this project. These efforts are also discussed in

Section 4.

1.43 Existing Roadway System

The Arkansas State Highway and Transportation
Department classifies existing U.S. 71 as a
principal arterial linking Interstate and inter-county
traffic between U.S. 70 and 140. Since the
roadway traverses many small towns, the traffic
flow is sometimes characteristc of a major
collector, which can conflict with its functional
classification.  Field views of US. 71 were
conducted in June and July of 1995 to collect data
for the following analyses. To facilitate the
analyses, US. 71 was divided into smaller

manageable sections (Table 1-3).

As illustrated by the data, the roadway
characteristics of U.S. 71 vary as a traveler moves
from one section to the next. The southem
sections have more horizontal and vertical curves
which result in less opportunity for passing than the
northemn sections. The higher percentage of “No
Passing Zones” in the southern sections cause
delay to the traveler who cannot easily pass slower
moving vehicles. In the two-lane sections of U.S.
71, truck traffic represents 21% of the traffic
volume overall and as high as 27% in one section.
A separate travel lane for passing is provided at six
areas for the northbound traffic and at four areas
for the southbound traffic; however, each of these
passing areas is less than 1.6 kilometers (1 mile) in

length.

1-10
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Table 1-3
EXISTING ROADWAY DATA
U.s. 71:
U.S.70/U.S.71 | DeQueen City 1.9(1.2) 100 19 35,45 3 4
Intersection Limit
DeQueen City | S.H.4in Wickes | 29.8 (18.5) 85 19 55, 45, 35 51 12
Limit
S.H. 4in Wickes | 4-lane Section 37.8 (23.5) 85 21 55, 45, 35, 30 31 14
South of Mena
4-lane Section in Mena 6.6 (4.1) N/A 15 45, 40, 35 0 1
4-lane Section | U.S. 270 in Acomn 6.4 (4.0) 10 15 55, 45 1 4
North of Mena
U.S. 270 in Acom | U.S. 270in Y-City | 24.6 (15.3) 70 27 55 25 0
U.S. 270 in Y-City | Southem Pointof | 16.4 (10.2) 60 22 55, 45 20 4
Waldron Bypass
Waldron Bypass 9.8 (6.1) 70 22 55, 40 0 1
Northemn Paint of Huntington 28.3(17.6) 65 21 55, 40, 35 50 15
Waldron Bypass | Avenue (S.H. 96)
Huntington Coker Street 11.7(7.3) 65 21 55, 45, 22 9
Avenue (S.H. 96) (North of 40, 35
Witcherville)
Coker Street S.H. 10 Spur 7.4 (4.6) N/A 21 55 4 3
(West of
Greenwood)
S.H. 10 Spur US.71/1-540 | 13.2(8.2)NB N/A 21 55, 45 6 8
Interchange 13.5(8.4) SB
I-540:
U.S.71/1-540 1-540/ 1-40 19.1 (11.9) NB N/A 9 60 0 0
Interchange Interchange 17.7 (11.0) SB
1-40:
1-540/1-40 140/SH.540 | 7.4 (4.6)NB N/A 27 70 2 0
Interchange Interchange 7.7(4.8)SB
Source:  Michael Baker Jr., Inc., AHTD

Note: Speed limits have been provided in English units to agree with existing traffic signing.

PURPOSE AND NEED
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The number of curve waming signs varies from
section to section indicating changing horizontal
geometry along U.S. 71 that requires driver
attention. The number of intersection waming
signs also varies along U.S. 71. This indicates that
some sections of the highway have a greater
number of unexpected intersections or a greater
number of intersections with large tuming volumes.
These changing conditions have the potential to

interrupt through traffic flow.

Most of the sections of U.S. 71 are two-lane
highways, although U.S. 71 in Mena is a four-lane
undivided highway with a continuous center lane
for left tum movements. South of Fort Smith, U.S.
71 is a four-lane divided highway with at-grade
intersections. From south of Fort Smith to 140,
U.S. 71 follows 1-540 and |-40 to Aima.

Throughout its length, U.S. 71 does not provide the
driver with consistent roadway conditions (Table 1-
3). The through traffic is interrupted by various
delays along the route. These drivers must remain
attentive to changing conditions such as posted
speeds, waming signs, varying amounts of
pedestrian activity, tuming vehicles at intersections
and driveways, and the variability of the roadway
as it changes from two-lane rolling highways with
uncontrolled access to four-lane business districts
with signalized intersections, to Interstate facilities

with controlled access.

Inconsistencies of the roadway characteristics are
inherent with roadways that serve as both the main
street of rural towns and the connection between
rural towns. These roadway characteristics are not
deficiencies as such for local traffic. However,
because U.S. 71 is classified as a principal arterial,
a main purpose is to provide service to the through
traffic.  The inconsistencies in the roadway
characteristics are deficiencies for the existing and

future through traffic using this principal arterial.

1.4.4 Accident and Safety Analysis

Utilizing accident data for the years 1991, 1992,
and 1993, accident rates per 1.6 million vehicle
kilometers (accidents per million vehicle miles)
were calculated using accepted methodology (ITE,
1992). These accident rates were compared to the
statewide accident rates for various types of
roadways contained in Arkansas Traffic Crash
Data. Six of the 15 sections (20% of the length
along the study route) had accident rates higher
than the statewide accident rates as presented in
Table 1-4. The sections that exceed the average

state rate are shaded.

The breakdown by type of accident was calculated
for each section. This data was compared to the
statewide breakdown of accident types. The
comparison for multi-vehicle accident types is

shown in Table 1-5.

1-12
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Table 1-4

COMPARISON OF ACCIDENT RATES

S.H. 10 Spur

DeQueen City Limit S.H. 4 in Wickes 1.45 1.04
S.H. 4 in Wickes 4-lane Section 1.45 1.27
South of Mena
4-lane Section in Mena 8.19 432
4-lane Section U.S. 270 1.45 1.10
North of Mena in Acom
u.s. 270 Southem Point of 1.45 1.29
in Y-City Waldron Bypass
Waldron Bypass 1.45 1.24
Northem Point of Huntington Avenue 1.45 0.83
Waldron Bypass (S.H. 96)
Huntington Avenue (S.H. 96) Coker Street 1.45 1.38

(North of Witcherville)

I-540 / U.S. 71 Interchange

2.81 1.1

1-540:

Source: Michael Baker Jr., inc., AHTD
* Rate = number of accidents per 1.6 million vehicle kitometers (1 million vehicle miles). Statewide accident rates vary according to the type of
facility (i.e., two-lane, four-iane undivided, foursane divided, and four-lane full access control).

Shaded areas depict sections with higher accident rates than statewide.

PURPOSE AND NEED
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Table 1-5

COMPARISON OF ACCIDENT TYPES

26%

Statewide 35% | 3% | 11% 4% 43%
U.S. 71:
US.70/U.S. 71 DeQueen City | 42% 5% 0% 3% 1% 24%
Intersection Limit
DeQueen S.H. 4in Wickes | 26% 3% 8% 11% 11% 37%
City Limit
S.H. 4 in Wickes 4-lane Section | 23% 5% 5% 4% 16% 44%
South of Mena
4-lane Section in Mena 17% 2% 13% 5% 45% 4%
4-lane Section North U.S. 270 42% 4% 0% 8% 19% 23%
of Mena in Acom
U.S.270in Acom [U.S.270in Y-City | 17% 3% 6% 3% 6% 64%
UsS. 270 Southern Point of | 25% 8% 8% 3% 9% 44%
in Y-City Waldron Bypass
Waldron Bypass 16% 5% 9% 2% 26% 30%
Northemn Point of Huntington 15% 1% 6% 8% 12% 55%
Waldron Bypass | Avenue (S.H. 96)
Huntington Avenue Coker Street 25% 6% 4% 10% 13% 38%
(S.H. 96) (North of
Witcherville)
Coker Street S.H. 10 Spur 11% 3% 4% 1% 54% 24%
(West of
Greenwood)
S.H. 10 Spur U.S.71/1-540 | 27% 1% 10% 1% 32% 25%
Interchange
1-540:
U.S.71/1-540 S.H. 255 63% 1% 7% 1% 3% 22%
interchange
S.H. 255 SH.22 45% 0% 3% 0% 8% 42%
SH.22 1-540/ 1-40 39% 0% 9% 1% 9% 40%
Interchange

Source: Michael Baker Jr., Inc., AHTD

1-14
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The section of U.S. 71 from US. 70 to the
DeQueen city limit had accident rates higher than
the statewide rate. The most frequent type of
accident in this section was rear end collisions.
Rear end collisions made up 42% of all multi-
vehicle accidents compared to the statewide rate of
35% for this type of roadway. This section
contains the four way stop controlled intersection of
U.S. 70 and U.S. 71, as well as a concentrated
number of businesses along U.S. 71. Two
possible causes of rear end collisions along rural
roadways are the drivers’ lack of awareness of
intersections and a large volume of tuming vehicles
where a tuming lane has not been provided
(Missouri, 1990).  These two causes are
characteristic of this section and of two-lane

highway sections of the study route.

The section from U.S. 270 in Acom to U.S. 270 in
Y-City had an accident rate higher than the
statewide rate. The isolated and winding geometry
through the rugged terrain of the Ouachita National
Forest may have contributed to the higher accident

rate.

The section from Coker Street to S.H. 10 Spur is
currently being widened to four lanes. The higher
accident rate in this section could be attributed to
the high traffic volumes that necessitated the

widening project.

All of the sections of I-540 had higher accident
rates than statewide, with the highest differential
occurring in the section between the U.S. 71
interchange and the S.H. 255 interchange. The
most common type of accident for all three
sections of I-540 was rear end collisions. Rear end
collisions occurred 49% of the time for the three
sections of -540. The number of rear end
collisions is likely attributed in large part to the
near-capacity volume of traffic on this section. As
the traffic flow approaches capacity, the distance
between vehicles decreases, thus reducing the
available time that a driver has to perceive and

avoid a potential conflict.

Construction of a controlled access highway would
improve safety for all travelers currently using U.S.
71. The through trips and longer trips would
benefit from using a controlled access highway
with fewer access points than the existing U.S. 71
route. Studies have shown a correlation between
accident rates and frequency of access points
(Cirillo et al., 1968 and McGuirk, 1973). This
conclusion supports the finding in the 1988
Feasibility Study that the “..proposed freeway
facility, through full access control, would enhance
motorists’ safety” (AHTD, 1988). Local users of
existing U.S. 71 may also experience reduced
accident rates following construction of the
proposed highway through trip diversion and

reduction in traffic volumes.
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1.45 Traffic Forecasts and Capacity Analysis
The procedures outlined in the Transportation

Research Board's Highway Capacity Manual,
Special Report 209, Third Edition, 1994 (HCM) and

its amendments, were followed in order to

determine the levels of service for U.S. 71. The
types of facilities analyzed for this study were two-
lane highways, multilane highways, and Interstate-

type highways.

Capacity analysis is a tool used to measure the
quality of service provided by a roadway. The
capacity analysis yields a level of service (LOS).
Level of service is a way to qualitatively measure
the operational characteristics of a roadway and is
given the following letter designations: A, B, C, D,
E, and F. Level of Service "A" (free flow)
represents the highest quality of service, and "F"
(complete congestion) is the worst. Level of
service incorporates factors that are both
measurable and immeasurable to describe the
quality of service that a facility provides or will
provide. Some of the measurable factors include
speed, travel time, average annual daily traffic
volumes (AADT) and the percent of trucks using
the highway, operating costs, freedom to
maneuver, and fraffic interruptions. Examples of
immeasurable factors would be driver comfort
level, convenience, safety, and perception of
quality. Complete definition of the LOS ratings are
provided in Appendix A.

Traffic counts taken by AHTD in 1994 were the
basis for the traffic forecast. Growth factors
calculated from historical growth trends were
applied to the 1994 AADTs to determine 1995
volumes and to predict design year 2020 volumes.
The results of the traffic forecasts and the capacity
analyses for U.S. 71 and the HPC are presented in
Table 1-6. Currently, 62% of the total length of
existing U.S. 71 operates at a level of service D or
worse. These sections have been shaded to
illustrate clearly which sections are operating below
level of service C. AHTD designs for level of
service B in rural areas and level of service C in

urban areas, when possible.

By the year 2020 the levels of service on the
existing U.S. 71 route will deteriorate to the point at
which only 3% of the total length of highway will
operate at level of service C or better.
Construction of the HPC will improve the LOS on
existing U.S. 71 to acceptable levels along 91%

percent of the route.

The relatively large percentage of truck traffic along
U.S. 71 is one cause of the unacceptable levels of
service. Trucks have a greater effect on capacity
due to their size and less maneuverable
capabilites, particularly  with respect to
acceleration, deceleration, and maintenance of
speed on grades. The effect of trucks on capacity
is greater on two-lane roads because the presence

of large slower-moving vehicles creates queues
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Table 1-6
TRAFFIC FORECASTS AND LEVELS OF SERVICE
US. 71
U.S.70/71 | DeQueen 11,400 (B) 17,600 (8) | U.S.7071 Gillham
Intersection City Limit
DeQueen (s 4in Wickes| 3300 ©) || 79008 | 12100 &) | Gilham SH.4
City Limit
S.H.4in |4-lane Section S. Us. 71
AT lo Seclic 5500 4500 ©) || 74008 | 11,400 (1) SHa | o
4-lane Sectionin Mena | 20,500 (C) 14,400 (8) || 180004 | 27,700 (C) U-Sdfﬂeig“"‘ SH.88
4-lane -
secion | VS F0M | 5500 (o) 3400 ®) || s000(a) | 12300 (4) | sH.88 L
Acom East of Acom
N.ofMena| | b
U.S.270in | US.2700n 2600 () 700 (&) Il 6400 (&) 0800 (&) | USTI US.210
Acom Y-City Eastof Acom| inY-City
U.S.2701in S. Pointof  § 3,200 (C) 7,700 (A) 11,800 (A) U.S. 270 SH. 80
Y-City | Waldron Bypass in Y-City
Waldron Bypass 3600 () I 6800(A) | 10400 () | SH.80 SH. 28
N. Point of :
Waldon | P09 L 3200 ©) || ss00® | 13300 4) | smas | USTY
Bypass | Ave. (SH.96) | SH. 9
Huntington | CokerStreet |~ = &~ = US. 71/
Ave. (north of 4,100 () || 10,000 (&) 15,400 (B) = SH.96
(S.H. 96) Witcherville} ¢~~~ 4 S.H.9
Coker S.H. 10 Spur
west of 9,200 (A) | 16,700 (B) 5800 (&) Il 11,000 (A) 16,900 (B) | SH.96 SH. 10
Street Greenwood
1540/ U S. 71
SH.10Spur| i e | 24800 (8) 28500 (8) || 14,700 (a) 22600 B) | SH.10 us. 71
1-540
US. 73401 gy 255 | 32,000 (C) 42900 ©) || 18400(8) | 28200 (c) | US. 71 | CusterBivd.
Interchange
SH. 255 SH.22 18400 (B) | 28200 (C) | CusterBivd.| SH.22
SH.22 | 40740 1 46600 () 19500 (B) | 20800 (c) | sH.22 | SH1682/
Interchange CR 4
140
540/ 1-40 | 140/ S.H. 540 SH. 162/
Interchange | Interchange 20,700 (B) 16,200 (B) 24,300 (©) CR. 4 H0

Source: Michael Baker Jr., Inc.

Note: Shaded areas depict sections operating below level of service C.
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and delays in no passing zones as well as passing
zones if there is no opportunity to pass (TRB,
1989). Diversion of these vehicles to the HPC will
increase the capacity of the existing route for local
trips and other uses. By reducing the volumes on
the existing route, accident statistics should also
improve since roadways functioning at or above

capacity tend to have higher accident rates.

By year 2020, I-540 will operate at LOS F over its
entire length. In this urban portion of the route,
diversion of traffic to the HPC will ease the present
and predicted traffic congestion and LOS problems
on |-540 until at least year 2014. Due to
anticipated growth in the urban area, I-540 may still
need some improvement by year 2020.
Improvements that may be required could be
accomplished at least partially within the existing
right-of-way and with less impact than if the HPC
were carried along 1-540. Without the construction
of the HPC, I-540 would need to be widened to six
lanes between S.H. 255 and Kelley Highway by
year 2001, and eight lanes by year 2013. From a
systems operation standpoint, it is more desirable
to separate the local traffic (I-540) from the HPC
and other through traffic. This would not be the
case if the HPC were carried along 1-540 and
would result in substantial weaving movements

due to the closely spaced urban interchanges.

1.4.6 Travel Time Savings

Average travel time along the existing route from
DeQueen to 1-40 is 2 hours and 40 minutes. Travel
time for the same trip on the proposed highway is
expected to be 1 hour and 50 minutes for a
savings of 50 minutes. Part of the time savings is
attributable to the straighter route offered by the
proposed highway which would reduce the mileage
of the trip by about 16 kilometers (10 miles). The
majority of the time savings results from the

increased efficiency of the proposed highway.

1.4.7 The Roadway Network and Social
Services

Providing safe, timely access to sumounding
communities is a principal role of an adequate
transportation facility. The ability of the local
transportation system to provide safe, timely
access to hospitals, schools, government offices,
and retail stores as well as movement between
communities can influence the quality of life for
people living in rural areas. U.S. 71 curmently
functions as the main north-south link between

communities and services within the study area.

The majority of medical services for the region are
located in the Fort Smith/Van Buren area. The
medical facilities that provide 24 hour emergency
service and extended care are limited outside of
Fort Smith/Van Buren to the cities of Waldron,
Mena, and DeQueen. Specialty care services are

limited in the study area to Fort Smith/Van Buren.
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The smaller facilites in Waldron, Mena, and
DeQueen are not equipped or staffed to handle the

more complex medical procedures.

Through  public involvement efforts and
coordination with local officials it was found that
patients routinely travel either to Hot Springs or
Texarkana, outside of the study area, or to Sparks
Regional Medical Center, the Holt-Krock Clinic,
Cooper Clinic or St. Edward Mercy Medical Center
in Fort Smith to receive specialized care. For the
majority of the study area, traveling to these larger
medical facilities could result in one way trips of up
to 160 kilometers (100 miles).

Adequate fire and police services are important for
the protection of citizens and property in all
communities. Of the communities identified within
the study area, 46% depend on adjacent or nearby
communities for fire and police services. Law
enforcement and fire personnel rely on existing
US. 71 to protect local communities. The
communities are dependent on a roadway system
that is not expected to provide an adequate level of

service over 97% of its length by year 2020.

Roadway characteristics, geometric constraints
and the existing and forecasted levels of service for
this route can affect emergency service response
time within the study area. Future capacity
predictions show that many of these same sections

will be operating at a lower level of service,

resulting in a roadway that is at or near capacity
creating reduced speeds and unstable traffic flows.
Construction of the HPC would benefit the study
area by reducing emergency response times
between communities, or by removing traffic from

the local roadway network.

1.4.8 Transportation Patterns of Trucking
Companies and Major Employers

In order to assess the current transportation
pattems within the study area, a survey of selected
businesses was conducted in July and August,
1995. The survey included businesses with over
50 employees as well as trucking companies

based within the study area.

Major Employer Survey Results

Names of businesses with 50 or more employees
were obtained from the Western Arkansas
Planning and Development District and from
several chambers of commerce. One hundred and
twenty-one (121) businesses with more than 50
employees were surveyed within the study area.
Sixty percent (60%) of the businesses surveyed
currently use U.S. 71 for either the transportation of
raw materials for manufacturing or the shipment
and delivery of goods or services. U.S. 71 is the
principal shipping/receiving route for 97% of the
employers surveyed in Sevier, Polk, and Scott
Fifty-five percent (55%) of the

businesses in Sebastian and Crawford counties

counties.

use U.S. 71 on a regular basis.
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Of the 60% of the businesses that use U.S. 71 for
transportation of raw materials or finished goods,
the majority are traveling to destinations greater
than 32 kilometers (20 miles) from their place of
origin and use sections of U.S. 71 that are currently
operating at level of service D or E (Table 1-6). As
stated above, roadway characteristics and
geometric constraint concems, as well as the
predicted future capacity problems would slow the
movement of raw materials, goods, or services. A
controlled access highway could benefit
businesses that cumently use this route. By
providing a transportation facility with uniform
roadway characteristics, few geometric constraints
and higher levels of service than the existing route,
shipping costs and overall operating costs for

businesses could be reduced.

Trucking Company Survey Results

Fifty-five (65) trucking companies were surveyed
within the study area. Fifty-eight percent (58%) of
those surveyed currently use U.S. 71 as part of
their trucking routes. Forty-two percent (42%) do
not use US. 71 (local deliveries or east/west
deliveries via 1-40) and of this group 3 trucking
companies specifically noted that they avoid the
use of U.S. 71 when shipping goods to southem
destinations such as Dallas, Texas. U.S. 71 is the
main route for trucking companies surveyed in
Sevier, Polk, and Scott Counties, while trucking

companies in Sebastian and Crawford counties

use |-40/1-540 and only the northern portions of

U.S. 71 to transport raw materials and goods.

Of the trucking companies that use U.S. 71, the
majority of the service destinations are greater than
32 kilometers (20 miles) from their place of origin.
Future level of service projections show that 97%
of existing U.S. 71 will be operating at a level of
service D or worse (Table 1-6). These capacity
deficiencies, in additon to the roadway
characteristics and  geometric  constraints
previously discussed, could act to reduce the
overall efficiency of truck transportation within and
through the study area. Changes in the running
speed of larger motor vehicles consume additional
fuel as well as increase wear on components.
Variables such as the roadway curvature, roadway
gradient, and speed changes could affect motor
vehicle running costs (AASHTO, 1987). The
proposed highway could be beneficial to trucking
companies by providing more gradual grades,
flatter horizontal curves and two lanes of travel in
each direction, thus reducing the operating costs

and producing travel time savings.

1.49 Intermodal Connectivity

Several modes of transportation for movement of
people and commodities are available within the
U.S. 71 study area. These facilities are distributed
throughout the cormidor and include airports, bus

lines, freight depots, water ports and pipelines.
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Three commercial airports link the study area with
larger airports that provide national and
international service. These airports are the Fort
Smith Regional Airport, the Texarkana Regional
Airport and Drake Field at Fayetteville. Air freight
service is also available at the Fort Smith and
Texarkana airports. There are also several general
aviation airports in the study area including
DeQueen, Mena, Waldron, and Van Buren. A
general aviation airport is used for private and
chartered flights but does not provide scheduled

commercial flights.

Passenger bus service provides north-south travel
along U.S. 71. The Kerville Bus Line provides
passenger service between Texarkana and Fort
Smith. The stops within the study area include
DeQueen, Grannis, Wickes, Cove, Hatfield, Mena,
Waldron and Greenwood. There are two additional
stops south of the study area; Ashdown and
Lockesburg. The Jefferson Bus Line provides
service between Fort Smith and Fayetteville with
service to communities north of the study area

including Winslow and West Fork.

Travelers from within the study area can use the
Kerville and Jefferson Bus Lines to connect with
national bus and rail services, enabling access to
cities throughout the United States. Nationwide
bus service is available through the Greyhound

Bus Line at the Fort Smith Bus Terminal.

Several freight rail lines serve the study area with
rail yards and terminals. These sites serve as the
transfer points for raw materials and finished
products between rail cars and trucks for further
distribution. The Kansas City Southem Railroad
can be accessed in Texarkana, Ashdown,
DeQueen and Fort Smith. The Union Pacific
Railroad can be accessed in Texarkana and Fort
Smith. The DeQueen and Eastem Railroad
Company provides east-west service at DeQueen.
The Arkansas and Missouri Railroad, the Fort
Smith Railroad and the Burlington Northem Rail

Company can be accessed in Fort Smith.

Two ports are located in the study area. The Port
of Van Buren, on the Arkansas River, unloads and
loads various products for several clients. In
addition to the port operation, there is a grain
elevator and a warehouse at the same facility.
Adjacent to the facility is a wood fiber plant. All of
these facilities are accessed by the same entrance
and generate substantial truck traffic. The Fort
Smith Port, on the Poteau River, provides loading,
unloading and warehousing activities for several
clients. The freight being transferred at this facility
includes steel and steel products. The products
are unloaded off of barges and loaded either onto

barges or trucks.

A fuel tank terminal in Fort Smith serves several

major pipelines passing through the study area and
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allows for the transfer of fuel from pipeline to trucks

for further distribution.

The study area has a variety of transportation
modes on which to move people and commodities.
Any “trip" on the intermodal network involves
highway usage at some point. The various modes
of travel are available and currently in use. The
existing roadway is a weak link in this chain of
intermodal dependency.  Construction of the
proposed highway will provide more seamless
intermodal connections and provide a high level of
service for the highway dependent portion of any

trip.

1.4.10 Military Demand

Fort Chaffee, located in Sebastian County east of
Fort Smith and Barling, is a training facility currently
owned and operated by the U.S. Department of the
Amy. This facility trained over 55,000 active and
reserve personnel in the 1995 fiscal year and is
expected to train at least 55,000 troops in FY 1996.
This facility's operations are to be tumed over to
the Arkansas Armmy National Guard in 1998.
Training activities are expected to remain steady
with this transaction (Ables, 1995).

Access to Fort Chaffee is critical for maintaining
current and future military operations. Interstate 40
provides a safe and efficient roadway for troop
transportation from westen and eastem points of

origin. However, troops from points south such as

El Dorado, Magnolia, Camden, Hope and
Texarkana travel to Fort Chaffee on existing two-
lane state and U.S. routes. In general, these
routes have frequent speed changes and limited
opportunities for safe passing. The increased cost
of troop transportation to out of state training
facilities was cited as a key factor in keeping Fort
Chaffee operational (Times Record, 1995).
Efficient movement of these troops will need to be
maintained or enhanced, if the cost of troop
transportation to Fort Chaffee is to remain more
efficient than sending troops out of state. This will
become increasingly more difficult as the level of

service degrades on existing U.S. 71 in the future.

1.4.11 National Recreation Demand
Tourism in westem Arkansas is founded in the

region's many State Parks and National Forest
Recreational Areas. Table 1-7 lists several State
Parks, National Forest Recreational Areas and
Corps of Engineers Project Parks that are
representative of the recreational attractions in the

study area that can be accessed via U.S. 71.

In addition to these parks there are other
attractions of national and historic interest. In
Mena, Janssen Park provides picnic areas, a small
zoo and an historic cabin built in 1851. In Van
Buren, the downtown area is listed as a National
Historic District depicting the 1800s architecture,
and within that district the Crawford County

1-22

PURPOSE AND NEED



FINAL ENVIRONMENTAL IMPACT STATEMENT U.S. 71 RELOCATION DEQUEEN TO 140

Table 1-7
SELECTED RECREATIONAL ATTRACTIONS WITHIN THE STUDY AREA

Cossatot River State X X X X
Park

Queen Wilhelmina X X X X X
State Park

Bard Springs X X X X
Recreational Area
Big Brushy X X X
Recreational Area

Jack Creek X X X X X
Recreational Area

Knoppers Ford X X X
Recreational Area

Little Pines X X X X X
Recreational Area

Mill Creek X X X X
Recreational Area

Rich Mountain X X
|Recreational Area

Shady Lake X
Recreational Area

>
>
>
>
>

DeQueen Lake
Dierks Lake
|Gillham Lake
Springhill Park

Vache Grasse Park X
Source: AHTD, U.S. Army Corps of Engineers

>

XXX | > ]| >
XXX X

XXX | > | X[ XX
XXX > X

XX XXX
b
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Courthouse, the Old Train Station and the King
Opera House are listed on the National Register of
In Fort Smith, the National

Cemetery, Old Fort Museum, Belle Grove Historic

Historic Places.

District, Miss Laura’s Social Club, and Weidman's
Old Fort Brew Pub are listed on the National

Register of Historic Places.

Construction of the HPC would provide a safe,
efficient highway to access these points of interest.
Currently, travelers originating from points east or
west can reach some of these places using -40.
Points of interest in the northern areas such as the
Ozarks and the Fayetteville/Springdale area can
then be accessed by S.H. 540. However, access
to these places from the south is not as easy.
Further, points of interest south of Fort Smith, such
as the Rich Mountain National Recreation Area,
are not accessed by |1-40 or S.H. 540. Improved
access to these places will result in growth in
tourism-based businesses, which are important to

the local economy.

1.4.12 Social Demands and Economic
Development

An examination of the population, housing,
employment and unemployment, and income
statistics for the counties and communities of the
study area suggests a healthy, growing economy.
In nearly every category evaluated for the period
1980 to 1990, the five county area of Sevier, Polk,

Scott, Sebastian and Crawford experienced growth

beyond that of the state.

Q1 The population of the five county area grew by

6% compared to the state of Arkansas at 3%.

O Job growth grew 16% overall in the five county
area (ranging from 9% to a high of 25%),

compared to that of the state at 14%.

(1 The income of those jobs increased
substantially more than the statewide income
growth: 8% versus 3%.

2 Unemployment rates for 1994 in the five
county area were lower than statewide: 4.8%

compared to 5.3%.

Q The number of families living below the poverty
level dropped 2% compared to a statewide

increase of 4%.

(O Housing unit growth which correlates to traffic
growth increased 13% compared to the state
at 11%.

Q The value of those housing units also grew,
and at a rate greater than that of the state
except for one county. The value of housing
units statewide grew 49% with the county

figures ranging from 44% to 59%.

The increase in population, jobs, income and in the
number and value of housing units indicate steady
and moderate economic growth in the counties and
communities that make up the study area.

Construction of the HPC will accommodate the
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social demands associated with steady population
growth as well as support and enhance continued

economic growth of the study area.

Local economic development activities for several
communities along the route include the attraction
of retirement communities to the area. If
successful, these developments will generate
additional traffic that would further degrade the
predicted 2020 level of service on existing U.S. 71.
One community is currently being evaluated as a
possible location for a plant site of a major food
service corporation. Commuting and commercial
trips that would result from such an action would
also degrade the future level of service of U.S. 71.
Construction of the proposed highway would
provide efficient and safe travel for all trips

associated with these developments.

1.5 PUBLIC AND LOCAL OFFICIAL
INVOLVEMENT

Meetings with the general public and local officials
was an integral part of the development of this
project. The initial step conducted for the study
was to meet with the public and local officials. A
total of six meetings (including a meeting with state
and federal resource agencies) were held in July
1995 as part of the scoping process for this project.

These meetings had several objectives:

1. To inform all parties of the project, the various

steps in the study, and the schedule

2. To request early information from these parties
that may be pertinent to the study

3. To present and obtain input on the
environmental issues to be considered at
various steps in the study

4. To inform the public and local officials of the
points in the study at which public meetings
would occur and how to participate throughout
the study

5. To obtain input on the transportation needs of

existing U.S. 71 from a public perspective.

With respect to project need, the four public
meetings and one large group meeting for local

officials provided a forum in which to discuss:

1. Concems relative to the local use of U.S. 71

2. Benefits anticipated from the construction of
the proposed highway

3. Concems about the construction of the

proposed highway.

A summary of the comments received is provided
in Table 1-8. The main suggestion made by
numerous participants was the need to locate the
proposed highway within about 3 kilometers (2
miles) of the communities so that access would be
maximized, the potential for economic decline of
local businesses would be minimized and
displacements would be minimized. In other
words, participants felt that the highway should be

close enough to serve their needs, but far enough
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Table 1-8
SUMMARY OF COMMENTS
JULY 1995 PUBLIC INVOLVEMENT MEETINGS

Scenic Unsafe
Good access Too many trucks

No undesirable traffic Too much traffic

Good access to recreation areas | Too winding

Secluded Cannot pass

Difficult to drive at night
Too narrow

No turning lanes
Congested areas
Narrow bridges

Lack of shoulders

Improve safety

Reduce travel time

Attract industry

Reduce truck traffic on existing route
Generate tourism

Provide new scenic possibilities
Benefit towns economically

Provide economic diversity

Improve living conditions

Property impacts

Should not use existing route for new highway

Decline of local businesses

May not provide enough interchanges to serve communities
Increase in crime could result

Impact on natural resources - Ouachita National Forest
Impact on existing recreational areas

Source: Michael Baker Jr., Inc.
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away to minimize residential displacements and
bypass effects on local business. A concem raised
most often was the impact to personal property and

residences.

Local officials of the study area also identified close
access to communities (within 3 kilometers) as
important.  Agreement on the need for an
Interstate-type highway to support recent growth
and enhance continued economic growth was
strong among local officials. Local officials from
the northern end of the study area felt that a
highway on new location would be most effective in
meeting their overall transportation and
development needs and would also be less

disruptive to communities.

A summary of public meeting dates, times,

attendance and other data is provided in Section 8.

1.6 SUMMARY

The U.S. 71 comidor has been designated as a
High Priority Coridor by the 1991 ISTEA
legislation. This act establishes the purpose of the
project to function as a critical link in the Interstate
system that will serve ftravel, economic
development and commercial demands of the

south-central United States.

Studies completed for the U.S. 71 Relocation from
DeQueen to Interstate 40 have identified level of
service, safety, social, and economic needs of the

existing roadway system and study area.

Construction of the proposed highway would:

O Complete a critical link in the Interstate system

( Provide for local, regional and national

economic growth

QO Provide a transportation facility that is
consistent with local land use plans and

development goals

Q Produce travel time savings of up to 50
minutes for a trip between DeQueen and

Interstate 40

Q1 Provide the highest level of service possible on
the HPC and improve the level of service along

91% of the existing route to acceptable levels

O Provide sufficient capacity for the growing

population of the study area
QO Improve fraffic safety

O Improve the connectivity of existing rail, bus,

air and water transportation modes

O Improve the efficiency and capacity of the local

street network in a number of communities

O Improve access to military installations,
medical facilities and recreational attractions in

the study area

Q Improve efficiency of transportation for the
trucking industries and businesses and

facilities dependent on trucking

O Provide a trade comidor in support of NAFTA

legislation.
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Section 2: ALTERNATIVES

2.1 THE STUDY PROCESS

The study process for the completion of the
location and environmental study for the U.S. 71
Relocation is shown in Exhibit 2-1. Four primary

phases of work are involved:

O Phase 1 consists of the scoping process,
assessment of project purpose and need and

the Major Investment Study

[ Phase 2 consists of the development of broad
corridor altematives, approximately 3
kilometers (2 miles) in width within the study

area

Q Phase 3 consists of the development of
specific alignment altematives (approximately
150 meters or 500 feet average width) within a
preferred corridor, and detailed environmental

studies of these alignments

O Phase 4 consists of the preparation of the Draft
and Final Environmental Impact Statements

and the selection of an alignment.

The multi-step study of altematives for this project
provided for a full range of alternatives with
increasing detail as the study progressed. In this
fashion, the altematives were evaluated in several
stages so that only the most reasonable
altematives, that is, that met the project purpose

and need, and minimized potential environmental

impacts, were advanced to the next phase of

study.

21.1 The Major Investment Study Process

The Major Investment Study (MIS) considered
altemnatives, called investment strategies, that
could be employed in the Fort Smith urbanized
sections of the U.S. 71 Relocation. These
strategies were evaluated against the purpose of
the High Priority Corridor, the project need, as well
as environmental factors. This study was
conducted at a planning level and did not involve
actual “location” altematives. The MIS is only
required in urban areas and it was not necessary to
develop such strategies in the rural portions of the

study area.

The objective of the MIS was to reach a consensus
on the type of strategy to utilize for the HPC
through the urban portion of the U.S. 71 Relocation
project. The MIS consisted of the following tasks:
O Form a multi-disciplined MIS Working Group

O Develop HPC strategies

( Obtain public comments

O Refine and evaluate strategies

O Recommend strategy for implementation.

The MIS was conducted between August 1995 and

November 1995 and resulted in the selection of

one strategy for implementation.
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21.2 The Corridor and Alignment Study
Process

The corridor and alignment study methodology is
depicted graphically in Exhibit 2-2. The Corridor
Feasibility Study considered the feasibility of broad
commidor altematives which were evaluated on the
basis of critical environmental features (social,
economic, natural and cultural). The Alignment
Study considered alignment alternatives within a
preferred coridor and was conducted using

additional, field-verified environmental data.

The objective of the Corridor Feasibility Study was
to develop general highway locations (corridors)
within the study area, compare the feasibility of the
corridors and identify one corridor as the preferred.
The feasibility of a corridor was determined by the
ability to develop a highway alignment within it that
meets the purpose and need of the project, meets
the design criteria, is constructable, and can avoid
or minimize impacts to the sensitive resources
known to exist within it. These sensitive resources
were identified jointly with the public and with state
and federal resource agencies in July 1995 during
the scoping process and are listed in Table 2-1.
Following the scoping process, a series of public
meetings was held to discuss the purpose and
need for the project and the existence of any
environmental constraints that could influence
corridor development. A constraint map of critical
environmental resources within the entire study

area was prepared so that corridors could be

developed that first avoided, then minimized impact
to these resources. U.S. Geological Survey 7.5
minute quadrangle maps were used as the base
mapping for the comridor study. This base mapping
and data were used to initiate a Geographic
Information System (GIS) for the project, that was
continually updated and enhanced throughout the

study.

Further, the public suggested that the highway be
located as close to communities as possible
without  resulting in  severe  residential
displacements. A 3 kilometer (2 mile) proximity to
communities guided cormidor development where
possible.  The public generally felt that this
proximity of the resultant highway would be close
enough to town to serve their needs, but far
enough away to minimize  residential
displacements and bypass effects on local

businesses.

Beginning with the environmental constraint map
as a base, and the issues and needs developed by
the public and local officials, comidors were
developed by identifying engineering control
locations throughout the project length. These
control locations would include crossroads
identified as interchange locations, ridge and valley
elevations, acceptable river crossing locations and

others.

22
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CORRIDOR ALTERNATIVES
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U.S. 71 ReLOCATION DEQUEEN TO 1-40

Public Health & Safety

Table 2-1

ENVIRONMENTAL CONSTRAINTS FOR CORRIDOR STUDY

[rons Fork Watershed
Floodways

Social & Economic

City and local parks

Corps of Engineers’ parks
Residential areas & communities
Commercial areas & businesses

Natural Resources

Endangered species - red-cockaded
woodpecker, American burying beetle,
leopard darter*

Wetlands (minimize impacts)

Extraordinary Resource Waters - Cossatot
and Mountain Fork

Poteau Mountain Wildemess Area

Iron Mountain and Cossatot River Natural
Areas

Wildlife management areas

Cultural Resources

Known archeological sites (e.g. north of
Mena)

National Register sites (sites currently
listed on or considered eligible for)

Areas considered high probability for
archeological sites

Source: Michael Baker Jr., Inc.

and alignment studies.

* Other endangered species were identified during data collection and were considered in the comidor

ALTERNATIVES
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These control locations were then joined together
to form corridors if the engineering design criteria
could be satisfied and if potential impacts to
environmental resources were avoided or

minimized.

Following public meetings in November 1995 and a
resource agency meeting in December 1995,
which presented the alternative corridors and the
results of the comidor study, a cormidor was
identified as the preferred corridor to advance to
the Alignment Study. The preferred corridor was
identified by the Arkansas Highway and
Transportation Department and the Federal
Highway Administration and considered public
constraints  and

comments, environmental

engineering feasibility.

The objective of the Alignment Study was to
develop specific highway locations (alignments)
within the preferred comidor and field-verify the
environmental resources of the alignments. The
Alignment Study was initiated with detailed
mapping (1:10,000 or 1" = 833') of the preferred
cormidor and with the GIS resource inventory
prepared from the comidor study. Environmental
constraints within the preferred cormidor were
added to the resource inventory prior to the
development of alignments. For each alignment,
the horizontal and vertical geometry, locations of
underpasses  and

overpasses,  proposed

interchange locations and extent of cut and fill

slope limits were determined. The mapping detail
made residential areas and environmental features
visible for consideration in the early location

planning for the project.

Environmental field studies of the various
alignments included delineation of wetlands,
stream assessments, identification of houses and
businesses, historic site identification, noise
analyses, endangered species studies and
identification of other resources or issues that

could be impacted by an alignment.

The preliminary alignments were presented to the
public in a series of meetings held in February,
March, April and May 1996. Various revisions
were made based on public comment, including
some major alignment shifts and the development
of additional alignments. In addition, field trips
were conducted with several state and federal
resource agencies to obtain their early input on the
preliminary alignments.  Following this review
process, the alignments were finalized, the
analyses completed, and one alignment was
identified as the Preferred Alignment, as described

and presented in the Draft EIS.

The altematives (strategies, comidors, or
alignments) developed and considered in the Major
Investment Study, the Corridor Feasibility Study
and the Alignment Study are described later in this

section.

2-8
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U.S. 71 RELOCATION DEQUEEN TO 1-40

2.2 THE NO-ACTION ALTERNATIVE

Inherent in each step of the study was the concept
of the No-Action altemnative. Each altemative is
being compared to the decision to take no action,

as described below.

Under this altemative, the only projects undertaken
would be planned safety and capacity improvement
projects. Safety projects would involve shoulder
widening and curve realignment where necessary.
The four-lane widening project currently under
construction from S.H. 10 to Witcherville would be
completed for this altemative (AHTD, 1991). In
addition, the following two sections of existing U.S.
71 would be widened to four lanes under the No-

Action alternative:

O 12.5 kilometers (7.7 miles) from Witcherville to
Mansfield

Q9.5 kilometers (5.9 miles) from Mena to Acom.

Should the US. 71 Relocation project be
constructed, these two sections of U.S. 71 may not
be widened. However, safety improvements would
be implemented regardless of the decision to
construct the proposed highway. Depending on
the timing of construction of the proposed highway,
it may be necessary to widen these and possibly
other segments of existing U.S. 71 to serve local

capacity demands.

Under the No-Action alternative, the majority of the

existing route would remain a two-lane facility. As

a result, the level of service and safety issues
identified in Section 1 would remain and deteriorate
to the point at which nearly the entire route would

provide poor service to the traveling public.

Serious level of service problems would exist on I-
540 and congestion would increase. The level of
service on the two-lane sections of the U.S. 71
route would also degrade. Truck traffic would
increase as a percentage of overall traffic volume,
as NAFTA would still likely result in an increase in
commercial traffic even on this two-lane road.
Delays along the two-lane road would be more
severe than exist today and accidents would be

expected to increase.

The social benefits of increased accessibility to
services and retail centers, medical facilities and
educational institutions would not be realized. The
rural communities that exist between Texarkana
and Fort Smith would continue to be isolated from
urban centers. Accessibility to these job centers
would not improve. The travel time of these trips
would increase when trucks and slower moving
vehicles increase as a percentage of the total

traffic, and passing opportunities remain few.

The Interstate system would continue to exist with
a major 800 kilometer (500 mile) gap and no
economic development benefits would be realized.
Potential industries may not consider the study

area as a plant site without a controlled access

ALTERNATIVES
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transportation facility to transport raw materials and
finished products. The planned development of
the Fort Chaffee excess land would be severely
impeded, without the access provided by the

proposed highway.

Selection of the No-Action alternative would avoid
a major state and federal expenditure, impact to
the social, economic, natural and cultural
environment including residential displacements.
These environmental impacts include noise,
disruption of wildlife habitat, archeological resource
disruption, and water quality and wetland

modifications.

The No-Action alternative has been maintained

throughout this study.

23 MAJOR INVESTMENT STUDY
ALTERNATIVES

The Major Investment Study (MIS) for the U.S. 71
Relocation in the Fort Smith urbanized area was
conducted within the context of the High Priority

Corridor from Shreveport to Kansas City.

The AHTD, the Bi-State Transportation Study,
(which serves as the Metropolitan Planning
Organization of the Fort Smith / Van Buren area),
the FHWA and the Federal Transit Administration
formed an MIS Working Group to conduct the
study. This Working Group was made up of a
diverse group of transportation providers, citizens,

local public officials, transportation decision-

makers, engineers and planners. The make-up of
the Working Group and the process to be used to
conduct the MIS were approved by the Bi-State
Policy Committee of the metropolitan planning
organization. The Working Group participants are
listed in Table 2-2.

The Working Group identified numerous
investment strategies for the High Priority Corridor
through Fort Smith and Van Buren. These include:

0 Widen 1-540 and 140
L Construction of an elevated cantilevered lane
to be used exclusively for through traffic
QO Transit altenative
QO Construction of an Interstate-type highway on
new location east of 1-540 to connect to 1-40
O Non-constructive strategies:
institute flexible hours programs
use shoulders during peak hours

establish high-occupancy vehicle lanes.

Prior to eliminating or evaluating strategies, a
special public meeting was held in October 1995 to
obtain comments on the strategies and to consider
others, although none were suggested. The
general opinion of those in attendance was that
construction of a new location highway would

involve less impact to Fort Smith.

2-10
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U.S. 71 RELOCATION DEQUEEN TO 1-40

Table 2-2
MIS WORKING GROUP PARTICIPANTS

Arkhoma Regional

Planning Commission Ken O'Donnell
City of Fort Smith Van Lee

City of Van Buren Carl Hines

City of Barling Richard Haberman
City of Greenwood 0.B. McKinney
Fort Smith Planning Commission Lynn Snyder

AHTD

Joe Shipman/Harold Beaver,
Virginia Porta and Lynn Malbrough

Fort Chaffee

Warren L. Johnson and
1SG Inocencio Rodriguez

Fort Smith Regional Airport

Bob Johnson/Dave Krutsch

Federal Highway Administration

Gary DalPorto

Federal Transit Administration

Peggy Crist (participation via minutes)

Crawford County Judge Harold Loyd
Sebastian County Judge W.R. Harper

The Port of Fort Smith Buck Shell

The Port of Van Buren Jerry Janson

Two (2) representatives Ed Craig and

of the community Alan Lewis/Bobby Ferrell

Fort Smith Chamber of Commerce

Billy Dooly/Michael Tilley

Van Buren Chamber of Commerce

Marjorie Armstrong

Source: Michael Baker Jr., Inc.

ALTERNATIVES
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There were a few comments favoring a widening
strategy, although these persons felt that a six-lane
facility could accommodate the future traffic. (The
traffic figures discussed in Section 1 and in detail

below were presented at the public meeting.)

After further careful consideration, the Working
Group eliminated the transit altemative, the
elevated through-lane strategy and all non-
construction strategies. Such strategies were
found to be unreasonable based on the purpose of
the project and the traffic forecasts for year 2020
presented in Section 1. The transit altemative
would not provide the continuous interstate facility
intended for the High Priority Corridor and would
not promote additional development in the Fort
Smith / Van Buren area, as identified by the
Working Group. The non-construction strategies
typically do not reduce traffic volumes sufficiently
and therefore cannot accommodate the future
traffic. The elevated through lane was evaluated
using trip data for the Fort Smith area. This
altemative alone would divert 22,200 trips from |-
540, an insufficient volume for the existing facility

to function at an acceptable level of service.

The remaining reasonable investment strategies
were refined as follows and rigorously tested

against several measurements of effectiveness:

O Strategy 1a: Widen |-540 to 8 lanes and 140
to 6 lanes and accept level of service D for the

operations of 1-540

Q1 Strategy 1b: Widen 1-540 to 8 lanes and |-40
to 6 lanes and use a combination of non-
highway construction strategies to reduce
traffic to provide level of service C for the

operations of 1-540

0 Strategy 2: Build an Interstate-type highway
east of 1-540 through the western portion of
Fort Chaffee.

The evaluation of the strategies utilized |-540 and -
40 traffic forecasts by year from 1995 to 2020.
These traffic forecasts are provided in Tables 2-3
and 24. These tables. present the growth of traffic
on an annual basis with the number of lanes
required to accommodate these volumes shown in
different shades. The opening year for the HPC

was assumed to be 2005 for this analysis.

231 Evaluation of MIS Strategies

The evaluation process measured the

effectiveness of each strategy in:

O meeting the purpose and need of the project
U ease of implementation

O potential to minimize effects to the natural,

social and cultural environment
0 public acceptance

O relative cost.

2-12
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Table 2-3
I-540 / I-40 TRAFFIC VOLUMES BY YEAR
UNDER "WIDENING" INVESTMENT STRATEGIES
From:| U.S. 71 |S.H.255| S.H.45 | Phoenix | Leigh | S.H.22 | Grand | Kelley | S.H. 59 | U.S. 71/ 1-40
On-Ramp| Ave Ave. | Hwy. U.S. 64

To: |S.H.255| S.H.45 | Phoenix | Leigh |SH.22 | Grand | Kelley | S.H.59 |U.S.71/| 1-40 S.H. 540

, On-Ramp| Ave Ave. | Hwy. U.S. 64 Interchange
1994 | 31,150 | 35,700 | 43,000 | 40,200 | 42,030 | 37,000 | 39,480 | 32,170 | 28,160 | 20,660 | 20,110
1995 | 32,000 | 36,700 | 44,200 | 41,400 | 43,200 | 38,100 | 40,600 | 33,100 | 29,000 | 21,300 | 20,700
1996 | 32,900 | 37,800 | 45,500 | 42,600 | 44,400 | 39,200 | 41,800 | 34,100 | 29,800 | 21,900 | 21,300
1997 | 33,800 | 38,900 | 46,800 | 43,800 | 45,700 | 40,300 | 43,000 | 35,100 | 30,700 | 22,500 | 21,900
1998 | 34,800 | 40,000 | 48,100 | 45,100 | 47,000 | 41,500 | 44,200 | 36,100 | 31,600 | 23,100 | 22,500
1999 | 35,800 | 41,200 | 49,500 | 46,400 | 48,400 | 42,700 | 45,500 | 37,100 | 32,500 | 23,800 | 23,100
2000 | 36,800 | 42,400 | 48,900 | 45,800 | 47,800 | 43,900 | 46,800 | 38,200 | 33,400 | 24,500 | 23,700
2001 | 37,900 | 43,600 | 50,300 | 47,100 | 49,200 | 45,200 | 48,100 | 39,300 | 34,400 | 25,200 24,300
2002 | 39,000 | 44,900 | 51,700 | 48,500 | 50,600 | 46,500 | 49,500 | 40,400 | 35,400 | 25,900 | 25,000
2003 | 40,100 | 46,200 | 53,200 | 49,900 | 52,100 | 47,800 | 50,900 | 41,600 | 36,400 | 26,600 | 25,700
2004 | 41,300 | 47,500 | 54,700 | 51,300 | 53,600 | 49,200 | 52,400 | 42,800 | 37,400 | 27,400 26,400
2005 | 46,400 | 52,800 | 60,200 | 56,700 | 59,100 | 54,500 | 57,800 | 48,000 | 42,400 | 32,100 | 31,000
2006 | 47,700 | 54,300 | 61,900 | 58,300 | 60,800 | 56,100 | 59,500 | 49,400 | 43,600 | 33,000 31,800
2007 | 49,100 | 55,900 | 63,700 | 60,000 | 62,600 | 57,700 | 61,200 | 50,800 | 44,900 | 34,000 32,700
2008 | 50,500 | 57,500 | 65,500 | 61,700 | 64,400 | 59,400 | 63,000 | 52,300 | 46,200 | 35,000 33,600
2009 | 52,000 | 59,200 | 67,400 | 63,500 | 66,300 | 61,100 | 64,800 | 53,800 | 47,500 | 36,000 | 34,500
2010 | 53,500 | 60,900 | 69,300 | 65,300 | 68,200 | 62,900 | 66,700 | 55,300 | 48,900 | 37,000 [ 35,400
2011 | 55,000 | 62,700 | 74,300 | 67,200 | 70,200 | 64,700 | 68,600 | 56,900 | 50,300 | 38,100 | 36,400
2012 | 56,600 | 64,500 | 73,400 | 69,100 | 72,200 | 66,600 | 70,600 | 58,500 | 51,700 | 39,200 | 37,400
2013 | 58,200 | 66,400 | 75500 | 71,100 | 74,300 | 68,500 | 72,600 | 60,200 | 53,200 | 40,300 | 38,400
2014 | 59,900 | 68,300 | 77,700 | 73,100 | 76,400 | 70,500 | 74,700 | 61,900 | 54,700 | 41,500 | 39,400
2015 | 61,600 | 70,300 | 79,900 | 75,200 | 78,600 | 72,500 | 76,900 | 63,700 | 56,300 | 42,700 [ 40,500
2016 | 63,400 | 72,300 | 82,200 | 77,400 | 80,900 | 74,600 | 79,100 | 65,500 | 57,900 | 43,900 | 41,600
2017 | 65,200 | 74,400 | 84,600 | 79,600 | 83,200 | 76,700 | 81,400 | 67,400 | 59,600 | 45,200 | 42,700
2018 | 67,100 | 76,500 | 87,000 | 81,900 | 85,600 | 78,900 | 83,700 | 69,300 | 61,300 | 46,500 | 43,900
2019 | 69,000 | 78,700 | 89,500 | 84,300 | 88,100 | 81,200 | 86,100 | 74,300 | 63,100 | 47,800 | 45,100
2020 | 71,400 | 80,600 | 92,400 | 86,700 | 90,400 [ 83,500 | 88,600 | 73,300 | 65,000 | 49,300 | 48,300
Source: Michae! Baker Jr., Inc.

Traffic Volumes require 6 lane highway to yield level of service C

Traffic Volumes require 8 lane highway to yield level of service C

Traffic Volumes require 10 lane highway to yield level of service C

ALTERNATIVES
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Table 2-4
I-540 / I-40 TRAFFIC VOLUMES BY YEAR
UNDER "BUILD AN INTERSTATE-TYPE HIGHWAY" INVESTMENT STRATEGY
From: | U.S. 71 [S.H. 255| S.H.45 | Phoenix | Leigh | S.H.22 | Grand | Kelley | S.H.59 |U.S. 74/ 1-40
On-Ramp| Ave Ave. | Hwy. U.S. 64
To: |S.H.255| S.H. 45 | Phoenix | Leigh |S.H.22 | Grand | Kelley | S.H.59 [U.S.74/| 1-40 | S.H.540
On-Ramp| Ave Ave. | Hwy. U.S. 64 Interchange

1994 | 31,150 | 35,700 | 43,000 | 40,200 | 42,030 | 37,000 | 39,480 | 32,170 | 28,160 | 20,660 | 20,110
1995 | 32,000 | 36,700 | 44,200 | 41,400 | 43,200 | 38,100 | 40,600 | 33,100 | 29,000 | 21,300 20,700
1996 | 32,900 | 37,800 | 45,500 | 42,600 | 44,400 | 39,200 | 41,800 | 34,100 | 29,800 | 21,900 { 21,300
1997 | 33,800 | 38,900 | 46,800 | 43,800 | 45,700 | 40,300 | 43,000 | 35,100 | 30,700 | 22,500 21,900
1998 | 34,800 | 40,000 | 48,100 | 45,100 | 47,000 | 41,500 | 44,200 | 36,100 | 31,600 | 23,100 | 22,500
1999 | 35,800 | 41,200 49,560 46,400 | 48,400 | 42,700 | 45,500 | 37,100 | 32,500 | 23,800 23,100
2000 | 36,800 | 42,400 | 48,900 | 45,800 | 47,800 ; 43,900 | 46,800 | 38,200 | 33,400 | 24,500 | 23,700
2001 | 37,900 | 43,600 | 50,300 | 47,100 | 49,200 | 45,200 | 48,100 | 39,300 | 34,400 | 25,200 24,300
2002 | 39,000 | 44,900 | 51,700 | 48,500 | 50,600 | 46,500 | 49,500 | 40,400 | 35,400 | 25,900 25,000
2003 | 40,100 | 46,200 | 53,200 | 49,900 | 52,100 | 47,800 | 50,900 | 41,600 | 36,400 | 26,600 | 25,700
2004 | 41,300 | 47,500 | 54,700 | 51,300 | 53,600 | 49,200 | 52,400 | 42,800 | 37,400 | 27,400 | 26,400
2005 | 28,000 | 34,400 | 41,800 | 38,300 | 40,600 | 35100 | 38,400 | 28,500 | 22,900 | 12,600 14,700
2006 | 28,800 | 35,400 | 43,000 | 39,400 | 41,800 | 36,100 | 39,500 | 29,300 | 23,600 | 13,000 15,100
2007 | 29,600 | 36,400 | 44,200 | 40,500 | 43,000 { 37,100 | 40,600 | 30,100 | 24,300 | 13,400 15,500
2008 | 30,500 | 37,400 | 45,500 | 41,700 | 44,200 | 38,200 | 41,800 | 31,000 | 25,000 | 13,800 | 15,900
2009 | 31,400 | 38,500 | 46,800 | 42,900 | 45,500 { 39,300 | 43,000 | 31,900 | 25,700 | 14,200 { 16,300
2010 | 32,300 | 39,600 | 48,100 | 44,100 | 46,800 | 40,400 | 44,200 | 32,800 | 26,400 | 14,600 { 16,700
2011 | 33,200 | 40,700 | 49,500 | 45,400 | 48,100 | 41,600 45,500 33,700 | 27,200 | 15,000 | 17,200
2012 | 34,200 | 41,900 | 50,900 | 46,700 | 49,500 | 42,800 { 46,800 | 34,700 | 28,000 | 15,400 17,700
2013 | 35,200 | 43,100 | 52,400 | 48,000 | 50,900 | 44,000 | 48,100 | 35,700 | 28,800 | 15,800 18,200
2014 | 36,200 | 44,300 | 53,900 | 49,400 | 52,400 | 45,300 | 49,500 | 36,700 | 29,600 | 16,300 | 18,700
2015 | 37,200 | 45,600 | 55,500 | 50,800 | 53,900 | 46,600 | 50,900 | 37,800 | 30,500 | 16,800 19,200
2016 | 38,300 | 46,900 | 57,100 | 52,300 | 55,500 | 47,900 | 52,400 | 38,900 | 31,400 | 17,300 | 19,700
2017 | 39,400 | 48,300 | 58,700 | 53,800 | 57,100 | 49,300 | 53,900 | 40,000 | 32,300 | 17,800 20,200
2018 | 40,500 | 49,700 ; 60,400 | 55,300 | 58,700 | 50,700 | 55,500 | 41,200 | 33,200 { 18,300 | 20,700
2019 | 41,700 | 51,100 | 62,100 | 56,900 | 60,400 | 52,200 | 57,100 { 42,400 | 34,200 | 18,800 | 21,300
2020 | 42,900 | 52,400 | 64,200 | 58,500 | 62,200 | 53,700 | 58,800 | 43,500 | 35,200 | 19,500 | 22,000

Source: Michael Baker Jr., Inc.

e

Traffic Volumes require 6 lane highway to yield level of service C
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The Working Group agreed upon the relative
importance, or weighting factor, of each of the
categories measured and the score for each
measurement. Scores were -1, 0, or 1 with -1
being the least effective at meeting a need or
having the greatest anticipated impact, and 1 being
the most effective at meeting a need or having the
least anticipated impact. A complete explanation
of the scoring for each measurement is provided in
Appendix B. The results of this measurement of

effectiveness evaluation are shown in Table 2-5.

Strategy 1a had the lowest score overall (-0.75)
and the lowest score in meeting the purpose and
need of the project (-0.52), primarily because it
would not provide a continuous Interstate facility
with a high level of service. Further, High Priority
Corridor users would be best served if through
traffic were separated from local traffic. The
numerous merge and diverge points along 1-540
that serve local use would interrupt the continuous
through movements of the High Priority Comidor
traffic. A widening I1-540 strategy also provides the
least potential for future development and provides
little flexibility for future expansion or addition of
other modes of travel, factors identified by the
Working Group as local objectives. With respect to
the identified needs, this strategy provides
marginal improvement in the operation of 1-540.

This strategy would be most disruptive to the

community in terms of direct displacements as well
as construction related impacts to 1-540 users and
those adjacent to construction activities. Although
traffic would be maintained on 1-540 during
construction, congestion and delays would likely
occur, and cross streets would be closed
temporarily as bridges and interchanges are
reconstructed. This strategy received a moderate
score in the category of environmental impacts
(natural and historic resources) because it remains
completely within the urbanized area. With respect
to relative cost, Strategy 1a is expected to cost
more, due to the high cost of reconstruction of the
interchanges and the Arkansas River bridge, and
the additional costs associated with maintenance
and protection of traffic during construction along
the heavily traveled 1-540. It is expected that
approximately ten interchanges and seventeen
underpasses and overpasses would require
reconstruction under a widening strategy. Further,
this strategy (as well as Strategy 1b) requires
widening approximately 9.6 kilometers (6 miles) of
I-40 which is not required under Strategy 2.
Pavement costs would be similar for all strategies.
Right-of-way acquisition through the urban area
under Strategy 1a would be substantially higher
than Strategy 2 through Fort Chaffee. Strategy 1b
scored similar to Strategy 1a, with the middle score
overall of -0.49. The areas in which Strategy 1b

scored differently are discussed below.

ALTERNATIVES
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Table 2-5

MAJOR INVESTMENT STUDY EVALUATION RESULTS

PURPOSE:

Continuous Interstate System
atLOS C

Serves High Priority Corridor
Traveler

Connectivity

Development Potential

1

Future Capacity or Mode
Uses

-1

-1

-1

AVERAGE

0.8

40%

0.32

02

40%

<0.08

40%

0.32

|NEEDS:

Improved Serviceability of
1-540

A

Improves Safety

Meets Transportation Plans

AVERAGE

20%

020

20%

20.13

20%

0.13

EASE OF

IMPLEMENTATION:

Disruption to the Community
and |-540 Users

Education and Public
Relations Requirements

AVERAGE

0.5

5%

.03

-1

5%

-0.05

5%

0.05

IMPACTS &
ACCEPTANCE:

Environmental Impacts

Residential Displacements

1

Business Displacements

£

Historic Resources

Community Support

4

-1

-1

AVERAGE

15%

02

15%

<0.03

15%

0.06

|RELATIVE cOST:

Interchanges

-

Arkansas River Bridge

-1

Right of Way Acquisition

-1

Maintenance and Protection
of Traffic

L]

Facility Maintenance Costs

-1

4

-1

4

4

1

4

AVERAGE

4

20%

-0.20

1

20%

020

02

20%

0.04

OVERALL

-0.75

-0.49

0.60|

Source: Michael Baker Jr., Inc.
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Because this strategy involves non-construction
techniques to improve the level of service, this
strategy scored slightly higher than Strategy 1a for
project purpose, as well as the level of service
category under project need, for a combined
purpose and need score of -0.21. However, this
strategy would likely have the least community
support due to the restrictions placed on |-540
users and would also involve the most public
education to inform motorists about system usage
(shoulder use during rush hours, restricted lanes,

etc.).

Strategy 2, construction of an Interstate-type
highway through Fort Chaffee, scored the highest
overall (0.60) as well as the highest score for
purpose and need of 0.45. This strategy provides
the highest type of facility to the HPC traveler with
continuous level of service C or higher. It best
meets the local objectives of development
potential, future intermodal flexibility (Section 1.4.9)
and is consistent with the local transportation plan.
This strategy also best improves the serviceability
of I-540. This strategy could be implemented with
the least direct impact to the community in terms of
displacements and there would be littte or no
construction related inconveniences except where
the proposed highway would provide an
interchange with an existing road. With respect to

relative cost, this strategy scored higher than the

|-540 strategies because it involves no urban

reconstruction.

2.3.2 MIS Resolution

Based on the measurements of effectiveness
evaluation, the 1-540 / 1-40 widening strategies (1a
and 1b) do not meet the purpose and need of the
project and would involve extraordinary social
impacts and community disruption due to
residential and commercial displacements and

construction inconveniences.

Only Strategy 2, a new location strategy, will
provide a high level of service on the HPC, the
purpose of the project. The |-540 / 140 widening
strategies will providle LOS D, which is
unacceptable for the HPC. Further, a new location
strategy will ease the present and predicted traffic
congestion and level of service problems on 1-540
until 2014, approximately 10 years longer than
without the facility. In order to address the
potential level of service degradation that may
occur even with the HPC, an action plan was
outlined in the MIS resolution. This action plan can
be employed in the 10 years following the opening
of the HPC.

transportation officials to collect data, identify

This plan will enable the

problem areas, evaluate solutions and effectively
resolve any future traffic problems that may occur
on 1-540. The Working Group prepared a resolution
to select Strategy 2 for the High Priority Corridor

which was subsequently approved by the Bi-State

ALTERNATIVES
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Policy Committee. The MIS resolution and
complete documentation of the MIS are included in

Appendix B.

2.4 CORRIDOR FEASIBILITY STUDY:
CORRIDOR ALTERNATIVES

Four full length comidors and two partial corridors
were developed within the study area. To respond
to public comment, most corridors remain within
about 3 kilometers (2 miles) of the existing U.S. 71,
and follow its general shape. Corridors were not
developed in other locations due to more
mountainous terrain, the presence of sensitive
environmental resources, the inability to meet the

design criteria and distance from existing U.S. 71.

The corridors are presented in Exhibit 2-3 and are
identified as A, B, C, D, E and F. Cormidors A, B,
and C begin adjacent to U.S. 71 less than two
miles north of DeQueen and end at the 1-40 / S.H.
540 interchange. At the southem terminus, the
corridors connect to the convergence point of the
location altematives proposed in the Texarkana to
DeQueen project of the HPC. Corridor D follows
the existing route of U.S. 71. The partial corridors
are identified as E and F and are located in the

Waldron and Jenny Lind areas respectively.

During the initial development of some corridors, it
became evident that potential impacts to the
natural, social, economic or cultural environment

could be great or that the corridor did not meet the

project purpose and need. In such cases, these
comidors or partial corridors were not advanced
throughout the comidor study. This determination
applies to Corridor D, developed along the existing
route of US. 71, as well as the two partial

corridors, E and F, described later in this section.

241 Comparison of Corridors A,B and C

Corridors A, B and C were retained for further
evaluation based on the critical environmental
constraints defined during the scoping process.
Each corridor was assessed based on its ability to
satisfy a need or issue and to avoid sensitive
resources. Al cormidors contain sensitive
resources. The presence of a resource within a
corridor is not an indication that the resource would
be affected. Within a 3 kilometer (2 mile) corridor,
the right-of-way of the proposed highway would be
approximately 150 meters (500 feet) in most areas,
providing the opportunity to avoid the most
sensitive areas. However, alignments developed
within any corridor would involve impact to the
environment and would involve residential
displacements. The comridors were evaluated
based on their potential to accommodate
alignments that minimize environmental impacts
and residential displacements while serving the

purpose and need for the project.

The results of the comparative evaluation of
Corridors A, B and C are presented in Table 2-6. A

brief description of each comidor follows.

2-18
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Corridor A
Corridor A remains west of existing U.S. 71 until

just south of Hatton and is the only corridor that
passes north and west of Mena. This corridor
takes a nearly due north course crossing Fourche
Mountain east of Foran Gap and would cross
existing U.S. 71 three times through the sweeping
S-curve in the route. At Waldron, Corridor A would
provide a route to the west of the existing bypass.
All corridors converge north of Waldron until
reaching the Abbott area, where Corridor A turns
nearly due north, passing east of Greenwood.
Corridor A would cross the Fort Chaffee military
reservation east of the barracks. Continuing north,
this corridor crosses the Arkansas River at
Springhill Park and turns slightly east, passing to
the west of Kibler, and then connects to the
existing 1-40 / S.H. 540 interchange at Alma.

Corridor A is the shortest corridor and would
provide the greatest travel time savings. This
corridor is the only one of the three retained that
remains west of U.S. 71 from DeQueen to
Vandervoort. Because it crosses U.S. 71 twice in
this reach, it would provide more direct access to
some of the communities in this reach of the
project. Corridor A contains no active and 2
inactive red-cockaded woodpecker sites and has
the least length of crossing of the Irons Fork
Watershed.

Concerns with respect to Corridor A include
impacts to the Rich Mountain Recreation Area,
visual effects in the form of deep cuts into Fourche
Mountain and the need for a tunnel, effect on Fort
Chaffee training operations, the crossing of
Springhill Park and residential displacements at
Cove, Mena, Greenwood and Kibler. The need for
a tunnel through Fourche Mountain results in a
high additional cost for any alignment within this
corridor. The preliminary estimate for construction
of an anticipated 1370 meter (4500 foot) tunnel in
Corridor A is $126 million.

The northern portion of Corridor A was initially
developed in order to determine the feasibility of
passing east of Greenwood, which forces Corridor
A into areas of Fort Chaffee that have been
deemed critical to continued base operations. This
determination came midstream during the corridor
study and therefore rendered this portion of

Corridor A unworkable.

Corridor A does not provide access to the Mena
Intermountain - Municipal airport, identified as
important to local officials in Mena. In the Waldron
area, Corridor A was preferred overall by the public
and local officials because it remains the closest to
existing U.S. 71.

ALTERNATIVES
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Table 2-6
COMPARISON OF CORRIDORS A, B, AND C

Community access 2 3 1 Based on preliminary evaluation of proximity to
communities and ability to locate interchanges.

Severity of cut 2 3 1 Corridors A and C would require tunnel per
AHTD design criteria.

Residential displacements 2 3 1

Proximity to communities 2 3 1

(< 2 miles)

Fort Chaffee impacts 1 2 3

Public parks 2 i 3 Impacts to parks will be minimized or avoided
during alignment development.

Wetlands 1 2 2

Archeologica| sites 2 2 2 Alignments within all corridors would have a
simitar effect on archeology sites.

Historic structures (on record at 3 3 3 Alignments within all corridors could avoid or
Arkansas Historic minimize impact to historic structures.
Preservation Program)

Endangered species: * Alignments could be developed within all
corridors that would likely not affect these
species.

Arkansas fatmucket mussel* 3 3 3

Red-cockaded woodpecker sites 3 2 1 Based on known sites

Interior least tem* 3 3 3

American burying beetle 2 2 2 All corridors contain habitat of this species;
alignments within corridors would minimize
impacts.

Bald eagle 2 2 3 FWS has been notified of nest site in Comidors
A and B. Alignments could be developed to
avoid this site.

Leopard darter* 3 3 3

Floodways 2 3 1

Irons Fork watershed 3 2 1

Natural areas: 1 2 3 Based on the location of the natural areas within
Limestone glades the corridor.

IUp P %Foutrc.he Gap Limestone glades and Upper Fourche Gap are

fof Wedn a.ln under consideration as natural areas.

Cossatot River

Poteau Mountain Wildemess 3 3 2 Corridors A and B can better avoid the small
Area area within them.

Rich Mountain Recreation Area 2 3 3 Corridors B and C avoid the area completely.

TOTALS 44 51 42 Total Possible Score: 60

Source: Michael Baker Jr., Inc.

Ranking system: 3= most effective af addressing issue or greatest ability to avoid resource
2= moderately effective at addressing issue or moderate ability fo avoid resource
1= least effective at addressing issue or least ability to avoid resource
ALTERNATIVES 2-23
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Corridor B

Corridor B remains to the east of existing U.S. 71
from DeQueen to Mena, where it converges with
Corridor C at the crossing of McKinney Creek.
North of Mena, this coridor follows the sweeping
curve of existing U.S. 71 through Foran Gap,
crossing U.S. 71 just southwest of Y-City. Corridor
B would then remain west of U.S. 71 until just
south of Waldron where it would cross U.S. 71.
This corridor would remain east of Waldron until
crossing U.S. 71 again, north of town. North of this
point, Corridor B converges with the other corridors
until reaching Abbott where it continues on a
northwesterly course until crossing U.S. 71 near
Rye Hill and tuming northeast to Fort Chaffee.
Through the Fort, Corridor B remains within the
property released by military officials until crossing
S.H. 22 just east of Barling and providing an
interchange at this location. Corridor B would tumn
north just before crossing the Arkansas River at
Springhill Park until tuming northeast and passing
to the east of Kibler. Cormidor B would then
connect to the existing S.H. 540 / 140 interchange

at Alma.

Corridor B would provide the best access to
communities with a greater ability to locate
interchanges than on Corridors A and C. Because
Corridor B follows the existing route through Foran
Gap in Fourche Mountain, this corridor would have
the least earthwork and least associated visual

impact to this area. Preserving the scenic, natural

landscape through this reach was an important
issue to many people attending the public
meetings. This location across Fourche Mountain
also provides the opportunity to follow the existing
route across the lrons Fork Watershed, Mena's
water supply, thereby minimizing the total highway
crossing length of this sensitive area. Corridor B
contains 1 active and 2 inactive red-cockaded
woodpecker sites. Corridor B is also expected to
have the least number of residential displacements
at Cove, Mena, Greenwood and Fort Smith.
Corridor B avoids the Rich Mountain Recreation
Area and has the least potential to impact

floodways.

The concem with respect to Comridor B is the
crossing of Springhill Park. Alignments within
Corridor B could be developed to avoid military
training areas and the munitions depot, both on

Fort Chaffee, which fall partially within this corridor.

Corridor C

Corridor C provides the most easterly route
between DeQueen and Mena until it converges
with Corridor B at the crossing of McKinney Creek.
Corridor C crosses S.H. 8 and S.H. 88 in Mena and
follows Corridor B until it diverges at the Ouachita
National Forest boundary near the lrons Fork
Reservoir. Corridor C would then sweep east
through a higher pass in Fourche Mountain, nearly
7 kilometers (4 miles) east of Foran Gap. Corridor

C would tum northwest and cross U.S. 71 several

2-24
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kilometers southwest of Y-City, remaining well to
the west of U.S. 71 and Waldron. It would then
converge with Corridors A and B near the point
where all comidors leave the Ouachita National
Forest. Corridor C would follow Corridor B to Rye
Hill, then converge with Corridor D and existing
U.S. 71. The width of Corridor C from the 1-540 /
U.S. 71 interchange to the existing 1-40 / S.H. 540
interchange is 300 meters (1,000 feet).

Corridor C contains the fewest known important
cultural resource sites and cemeteries. It also
contains the fewest natural areas. Because it
follows 1-540 through Fort Smith, this corridor
would avoid Springhill Park and contains the
fewest known wetlands (National Wetlands
inventory source) in this reach. South of Fort
Smith, Corridor C contains similar wetland areas as
Corridor B. (NWI wetlands are not field verified.)

Following 1-540 and 140 through Fort Smith and
Van Buren would not provide a regional Interstate
highway that serves the HPC traveler with
sufficient capacity and a high level of service.
Therefore, Corridor C following 1-540 would not
satisfy the project purpose as discussed in the
previous Major Investment Study discussion.
Even though this comidor (or strategy) would not
meet the purpose and need, it was evaluated in the
corridor study in order to respond to any inquiries
about this location. As discussed in the Major

Investment Study, a detailed traffic analysis of K540

from the U.S. 71 / I-540 interchange to the 1-40 /
S.H. 540 interchange was conducted (Refer to
Tables 2-3 and 2-4). 1-540 and |-40 would operate
at unacceptable levels by 2020, if these highways
remained fourlane facilities. 1-540 would not
operate acceptably, for local use and HPC use
unless eight lanes, and in some sections ten lanes,
were available to carry traffic. Interstate 40 from |-
540 to S.H. 540 would not operate acceptably in
2020 unless it were widened to six lanes. |t is
important to note that 1-40 will operate acceptably
in 2020 if a new location corridor is selected.
Corridor C involves reconstruction of nearly 9.6
kilometers (6 miles) of Interstate highway that
would not otherwise be required. It was for these
reasons, along with the anticipated severity of
residential and business displacements, that the

widening strategies were not selected in the MIS.

In order to confirm the potential relocation impacts,
a field inspection was made of Corridor C from the
U.S. 71 / 1-540 interchange to the I-40 / S.H. 540
interchange. The following houses, businesses
and community facilities were identified during the
field inspection of the 300 meter (1,000 foot)

corridor:

Q 582 single family homes

O 116 businesses, including car dealerships, two

bottling plants and a steel wire factory

Q 57 apartment buildings

ALTERNATIVES
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Q 3 churches
Q1 cemetery
O 1 school

Q 1 state police headquarters.

The above figures represent the order of
magnitude of the displacements that would result
from construction of the HPC within this corridor.
Whether directly or indirectly impacted, the density
of the existing development along 1-540 and 1-40
led to the conclusion that widening 1-540 and 40
would result in community disruption and social
impacts of an extraordinary magnitude. Further,
following an existing route does not provide the
opportunity to avoid or minimize impacts to
wetlands, floodplains and other environmental

resources adjacent to the route.

The above findings of the Corridor Feasibility Study
confirm the findings of the MIS relative to an MIS

strategy altemative or a corridor alternative along |-
540.

Concems with the new location portion of Corridor
C are the longest crossing of the lrons Fork
watershed (a public water supply), the most red-
cockaded woodpecker sites (1 active and 3
inactive), the most area within the Poteau Mountain
Wilderness Area, the least access to communities,
visual effects in the form of deep cuts into Fourche
Mountain (183 meters (600 feet)) and the potential

for considerable residential and commercial

impacts from Rye Hill to I-540. This corridor would
also require a tunnel for any alignment developed
within it. Preliminary figures for the additional cost
associated with construction of an estimated 2440
meter (8000 foot) tunnel in Comidor C is $224
million. Further, Corridor C would not satisfy the
concems of local officials relative to the benefits of
a highway on new location in the northem end of
the study area. This corridor would pass through
the Ouachita National Forest at the most remote
location and furthest removed from the developed
corridor. Locating the proposed highway close to
the already developed corridor was suggested at
the public meetings as a manner in which to

reduce impacts to the wildlife habitat of the forest.

24.2 Corridors Considered and not
Advanced

Corridor D - Existing Location Corridor

Comridor D is centered on the existing U.S. 71
highway and was developed to consider the
feasibility of reconstructing the route to Interstate
standards (Grimes, 1995). As a result, the width of
Corridor D is 300 meters (1,000 feet) as opposed
to 3 kilometers (2 miles) as in the new location
corridors.  This corridor consists of two distinct
parts, rural and urban. The rural part follows U.S.
71 from its intersection with U.S. 70 in DeQueen to
the interchange of U.S. 71 with [-540 and is
primarily a two-lane roadway with uncontrolled
access. The urban part follows -540 from U.S. 71
to |1-40 and then follows 1-40 to S.H. 540 and is a

2-26
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four-lane fully controlled access highway (Refer to
the discussion of existing roadway characteristics
in Section 1.) The differing issues that result from
the extreme differences in the roadways of each

part of Corridor D are discussed below.

The ability to meet the design criteria was
evaluated through examination of the existing
horizontal and vertical geometry along the route.
An assessment was made as to whether

reconstruction within the 300 meter (1,000 foot)

corridor was possible. Potential residential and

The rural part of Corridor D was analyzed in the o _
commercial displacements and potential loss of

field against the following factors:
b= SR 2 access to property were evaluated on the basis of

O Ability to meet the design criteria the number of residential and commercial

o Potentlalresidentaland commersial driveways that exist along U.S. 71. Locations of

displacements churches, schools and cemeteries were identified

along the route to assess potential impacts to
O Access to property

communities. Utility relocation requirements were
O Impacts to community facilities
assessed through field surveys of the route. A

O Utility relocations. summary of the data collected for this evaluation is

presented in Table 2-7.

Table 2-7
CORRIDOR D - EXISTING LOCATION
U.S. 71 FROM U.S. 70 TO 1-540

Meets horizontal design criteria (km(miles) / % length) 24 km (15 mi) / 12%
Meets vertical design criteria (km(miles) / % length) 53 km (33 mi) / 27%
Residential driveways (total number) 655
Commercial driveways (total number) 217

Impacts to churches, schools, cemeteries Major - all sections
14.5 km (9 mi)

Major - all sections

Railroads (km (miles) parallel)
Underground utility relocations

Overhead utility relocations
Source: Grimes Consulting Engineers, inc.; Michael Baker Jr., Inc.

Major - all sections

Based on the above results, the rural part of purpose and need established for the project

Corridor D has been eliminated from further because at most 12% of the route could meet the

consideration. Corridor D would not meet the design criteria. Further, the potential direct impacts
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to residences, businesses and community facilities
and the additional displacements resulting from
loss of access between Witcherville and [-540
would be extreme. The direct impact to the many
businesses along the route would also result in
economic impact through job loss, should the

businesses not relocate.

The urban 1-540 part of Corridor D is the same as
the |-540 part of Corridor C and was found
unreasonable based on not meeting the purpose
and need and severity of impacts, as previously

discussed.

Partial Corridors E and F

Partial Comidor E begins south of Waldron and
diverges northeasterly from Corridor B just past the
crossing of S.H. 2560. It then turms north and
northwest to form a loop east of Waldron, but
further east than Corridor B. Comidor E then
merges with Corridors A and B at the northem
boundary of the Ouachita National Forest. The
length of this corridor is approximately 18

kilometers (11 miles).

Partial Comridor E was eliminated from further
consideration due to its inability to provide an
interchange with U.S. 71 north of Waldron and its
proximity (< 3 kilometers or 2 miles) to the city

limits.

Partial Corridor F diverges from Corridors B and C

north of Devil's Backbone Ridge and crosses U.S.

71 between Old Jenny Lind and Rye Hill. It
continues in a northeasterly direction until
converging with Corridor A within Fort Chaffee, just
south of the barracks. The length of this corridor is

14.6 kilometers (9 miles).

Comidor F was eliminated from further
consideration because it passes through restricted
Fort Chaffee land and potential wetland areas

along Little Vache Grasse Creek and tributaries.

243 Corridor Decision-making Process
Summaries of all public meetings, including phase

of study, attendance and locations are provided in

Section 8.

Public Involvement

Open forum public meetings were held in
DeQueen, Mena, Waldron and Fort Smith during
November 1995 with nearly 300 persons attending.
In addition to the series of public meetings,
information was placed in the Mena and Fort Smith
public libraries and several city halls for detailed
inspection. Dates, locations and items for the
public meetings were widely publicized through
numerous media, and meeting announcements
were sent directly to all persons who attended the
previous public meetings. In addition to displaying
the corridor locations, environmental constraints
were presented along with the comparative
analysis of Cormridors A, B and C. Small scale

maps and the comparative analysis were prepared
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for handouts. In additon to one on one
conversations with AHTD  representatives,
comment forms were provided that allowed
residents to comment on their overall corridor
preference as well as preferences in a specific
location. It is important on a project of this length
to obtain input from the persons most directly
affected by the project in a particular area. For
example, the people living in the Waldron area and
commenting on the corridor locations in Waldron
would be more directly affected by the ultimate
decision than people from Fort Smith commenting
on the cormidor locations in Waldron.  Overall
corridor preference and specific area preferences
were considered in the identification of the

preferred corridor.

Comment results were positive overall for the
corridors presented and there were no specific
comments received that were in disagreement with
the corridor locations. Review of comment forms
completed at the meetings, as well as those
received by mail throughout December 1995
showed that most people commenting preferred
Corridor B overall. In the specific areas of
DeQueen to Mena, Mena, Fourche Mountain,
Greenwood and Fort Smith, most persons
commenting also preferred Corridor B. However,
Corridor A was preferred overall in the Waldron

area by residents and business persons.

A special town meeting was held in December
1995 in Kibler, Arkansas which was attended by
residents of Kibler, Van Buren and Alma. Despite
efforts to inform the public about the project from
June 1995 to December 1995, some persons in
this area felt largely uninformed. As a result, these
residents were not in favor of any comidor through
the southern portion of Crawford County. Reasons
cited were the potential changes to the rural area
and wildlife habitat; the potential cost; and due to
their perception that utilizing 1-540 would be less
costly or better meet the project purpose and need.
Previous discussions and conclusions reached in
this study provide the basis for not using 1-540 as
the preferred comidor. A subsequent public
meeting held in Kibler in May 1996 to present the
preliminary alignments had favorable results.
Various suggestions were made by Kibler residents
to improve the alignments and these were adopted

in the final alignments.

Local Official Involvement

As with similar meetings to obtain guidance for the
corridor development process, a meeting of local
elected officials of all communities and counties
within the study area was held in conjunction with
the public meetings. Nearly 100 local elected
officials and community leaders representing
twenty-seven communities were requested to
attend through personal letters. The purpose of
this meeting was to discuss any specific concems

relative to the corridors within a given community.

ALTERNATIVES
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This meeting also provided the opportunity for the
elected officials to review the corridors in order to
participate actively and on an informed basis at the

public meetings.

As a result of their previous involvement on the
development of the corridors, no concems were
raised by this group with respect to the corridor
locations. Although informal discussions did take
place during the meeting with respect to corridor
preference, community representatives within this
group did not announce formally their preference

for a corridor.

Agency Involvement

In addition to ongoing coordination with state and
federal resource agencies to collect environmental
constraint data, a meeting was held in Little Rock
on December 7, 1995 to discuss the results of the
Corridor Feasibility Study. Informational materials
were provided to each agency several weeks prior
to this meeting. The agency representatives were
informed of the preference for Cormidor B (following
A in Waldron) and were invited to discuss this
preference. No serious concemns with respect to

the preferred corridor were voiced.

The Corps of Engineers agreed with the findings of
the MIS and Corridor Feasibility Study. To confim
the findings of these studies, the Corps
recommended that an alignment within Corridor C

along 1-540 and |40 be developed during the

Alignment Study.  This recommendation was
accepted by the Arkansas Highway and
Transportation Department and the Federal
Highway Administration and is included in this

document.

Agency representatives were requested to respond
in writing. Because there were no concerns voiced
with respect to comidor preference, the agencies
were invited to provide guidance regarding future
alignment development within the preferred

corridor.

Comment letters from all participating agencies are

included in Appendix C.

24.4 The Preferred Corridor for the U.S. 71
Relocation

Based on the results of the Major Investment Study
and the Cormridor Feasibility Study, and the
involvement of resource agencies, local officials
and the public, Corridor B from DeQueen to
Waldron, Corridor A in Waldron, and Corridor B
from Waldron to 140 was identified as the
preferred corridor to be advanced to the Alignment
Study.

The preferred corridor:

QO provides the best opportunity to minimize
environmental impacts during alignment

development

Q received the most local support
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O best meets the purpose and need identified for
the project
3 is consistent with local transportation,

development and comprehensive plans

QO provides the best opportunity to minimize

displacements

O best meets the design criteria and avoids
construction of a tunnel, for an estimated cost

savings of at least $126 million

QO enables the Fort Chaffee excess property to be
accessed and redeveloped by local authorities
with minimal impacts to the remaining military

land.

2.5 ALIGNMENT STUDY:
ALIGNMENT ALTERNATIVES

The Alignment Study of the proposed highway
resulted in three distinct alignment locations within
the preferred corridor. These alignments (also
called “lines”) are presented in Exhibit S-3, and
Exhibit 24. The three alignments are identified
simply as Line 1, Line 2 and Line 3. For short
distances, one, two or all of the lines may run
together and at several points along the corridor,
one, two or all of the lines may intersect. These
points have been identified by letters A through O
and thereby divide the alignments into 14

segments. If two lines cross at a lettered point,

there is an ability to “switch” from one line to
another at this location. However, in some cases,
only two of the lines cross and a switch cannot be
made to the third line. This would be the case at
points B, C, E, and F.

Early in the Alignment Study the decision was
made to extend the preferred corridor south a short
distance to connect with the alternatives under
study in the Texarkana to DeQueen project of the
HPC at U.S. 70, as shown on Exhibit 2-4, Sheet 1
of 9. All lines therefore have a southern terminus
at U.S. 70. The northem terminus of all lines is at
the existing 1-40 / S.H. 540 interchange. Pertinent
information for each line such as length,
interchange locations, grade separations and
estimated construction cost is provided in Tables 2-
8 through 2-12.

The design features of each alignment would be
two northbound lanes and two southbound lanes
with appropriate shoulder widths and a 24 meter
(80 foot) median, as described in Section 1.
Specific information on the typical cross section is
provided in Exhibit 1-3. Any exceptions to the
basic design are noted below in the alignment
descriptions that follow, which highlight the
distinguishing features of one line as compared to

the others.

ALTERNATIVES
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Table 2-8

ALIGNMENT SUMMARY DATA
Length km (mi) 2151 (133.6) | 191.8(1194) | 198.9 (123.7) 198.5(123.4) | 196.5(122.3)
Estimated
(in millions)
Number of
Interchanges N/A 22 23 21 22
Number of Grade
Separations N/A 78 83 75 81
Number of River
Crossings N/A 21 24 20 22

Source: Michael Baker Jr., inc.
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Table 2-9
ALIGNMENT STUDY COST ESTIMATE (in 1996 $)
em UnitCost | Unit Line 1 ' Line2 ' Line3 Sefected
Amount Cost Amount Cost Amount Cost Amount Cost
IEarlhwork 240 m3 | 97,461,250 | $ 233,907,000 | 93,402,908 | $ 224,166,000 | 91,025,174 1§ 218,460,000 | 87,733,496 | $ 210,560,000
lBridges - Normal Span 7,506 | meter 19,990 $ 150,045,000 20,630 $ 154,849,000 19,000 $ 142,614,000 19,670 $ 147,643,000
Arkansas River 9,383 | meter 4,180 $ 39,221,000 4,180 $ 39,221,000 4,180 $ 39,221,000 f 4,180 $ 39,221,000
{Grading & Drainage 1,087,000 | km 189.9 $ 206,408,000 196.9 $ 214,027,000 196.4 $ 213,527,000 194.4 $ 211,355,000
Base and Pavement 1,057,000 f km 189.9' $ 200,712,000 196.9 $ 208,120,000 196.4 $ 207,634,000 1944 $ 205,521,000
Signing and Miscellaneous 31,000| km 189.9 $ 5,887,000 196.9 $ 6,104,000 196.4 $ 6,090,000 194.4 $ 6,027,000
Interchanges 3,250,000 | each 21 $ 68,250,000 22 $ 71,500,000 20 $ 65,000,000 21 $ 68,250,000
1-40 / SH. 540 10,000,000 | each 1 $ 10,000,000 1 $ 10,000,000 1 $ 10,000,000 1 $ 10,000,000
15% (Design Engineering & Contingencles) $ 137,165,000 $ 139,198,000 $ 135,381,875 $ 134,787,000
Total Construction Cost $ 1,051,595,000 $ 1,067,185,000 $ 1,037,928,000 $ 1,033,364,000
iR!ght-of-Way Acquisition Cost (Land, Improvements & Utilities) $ 44,941,000 $ 47,204,000 $ 39,885,035 $ 41,540,000
Total Project Cost $ 1,096,536,000 $ 1,114,389,000 $ 1,077,813,000 $ 1,074,904,000

Source: Michael Baker Jr., Inc.

NOTE: Lengths have been adjusted for the Arkansas River Bridge and do not represent the fotal length of the alignments.
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Table 2-10 |
PROPOSED INTERCHANGE LOCATIONS
No-Action N/A

Line 1 U.S. 70 - DeQueen S.H. 8-Mena S.H. 378 - Eim Park S.H. 22 - Barling
CO. RD. 41 - Gillham S.H. 88 - Mena U.S.71- Abboft/Mansf. ~ S.H. 59 Conn. - Kibler
CO. RD. 242 - Grannis CO. RD. 70 - Acom U.S. 71 - Huntington S.H. 162 - Aima
S.H. 4 - Wickes U.S. 71 - Y-City S.H. 10 - Greenwood 1-40 (Mod.) - Alma
S.H. 246 - Vandervoort S.H. 80 - Waldron U.S. 71 - Rye Hill
U.S. 71 Conn. - Potter Jct. Hatfield  S.H. 28 - Waldron Custer Blvd. - Fort Chaf.

Line 2 U.S. 70 - DeQueen U.S.71 Conn.-S. Mena  S.H. 28 - Waldron Custer Blvd. - Fort Chaf.
CO. RD. 41 - Gillham S.H. 8-Mena S.H. 378 - EIm Park S.H. 22 - Barling
CO. RD. 242 - Grannis S.H. 88 - Mena U.S.71 - Abboft/Mansf. ~ S.H. 59 Conn. - Kibler
S.H. 4 - Wickes CO.RD. 70 - Acom U.S. 71 - Huntington S. H. 162 - Kibler
S.H. 246 - Vandervoort U.S. 71 - Y-City S.H. 10 - Greenwood 1-40 (Mod.) - Alma
CO. RD. 32 - Cove S.H. 80 - Waldron U.S. 71 - Rye Hil

Line 3 U.S. 70 - DeQueen S.H. 88 - Mena U.S. 71 - Abbott/Mansf.  S.H. 59 Conn. - Kibler
CO. RD. 41 - Gillham CO.RD. 70 - Acom U.S. 71 - Huntington CO. RD. 4 - Kibler
CO. RD. 242 - Grannis U.S. 71 - Y-City S.H. 10 - Greenwood I-40 (Mod.) - Alma
S.H. 4 - Wickes S.H. 80 - Waldron U.S. 71 - Rye Hill
S.H. 246 - Vandervoort S.H. 28 - Waldron Custer Blvd. - Fort Chaf.
S.H. 8- Mena S.H. 378 - Elm Park S.H. 22 - Barling

Selected | U.S.70-DeQueen SH. 8-Mena S.H. 378 - Elm Park S.H. 22 - Barling

CO. RD. 41 - Gillham S.H. 88 - Mena U.S. 71 - Abbott/Mansf.  S.H. 59 Conn. - Kibler
CO. RD. 242 - Grannis CO. RD. 70 - Acom U.S. 71 - Huntington CO. RD. 4 - Kibler
S.H. 4 - Wickes U.S.71-Y-City S.H. 10 - Greenwood I-40 (Mod.) - Alma

S.H. 246 - Vandervoort
U.S. 71 Conn. - S. Mena

S.H. 80 - Waldron
S.H. 28 - Waldron

U.S. 71 - Rye Hill
Custer Blvd. - Fort Chaf.

Source: Michael Baker Jr., Inc.
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Table 2-11
PROPOSED GRADE SEPARATIONS
No-Action | N/A

Line 1 CR.45 CR.9 CR.34 CR.75 CR.76 SH. 252 CR.54 U.S. 64
CR.350 CR.13 CR.3 CR. 14 CR.78 CR.36 CR.8
CR.70 CR11 CR414 CR.30 CR.70 CR.34 CR.90
Railroad CR.261 CR.78 CR.12 CR100 CR.37 Ft. Smith Bivd.
CR.249 CR.479 CR412 CR.101 CR.68 CR 43 Railroad
CR.2401 CR.482 CR.42 CR.82 CR.66 SH.253 CR.1
Railroad CR9 CR M CR103 CR201 CR.125 CR.1
LocalRoad CR.33  CR.51 CR.13 CR.71 Local Street CR.5M19
CR.2 CR23 SH.375 SH.248 CR 225 CR.51 CR.4
CR.5 CR2 CR54 CR.80 CR.85 CR.52 CR.4
CR.248 CR32 CR74 Rairad CR.226 CR.53 Railroad

Line 2 CR.53 CR.9 CR.21 CR. 44 CR.103 CR.64 CR.126 Railroad
CR.45 CR13 CR23 CR.51 CR.13 CR. 64 SH.253 CR.121
CR.85 CR25%9 CR.31 SH.375 SH. 248 CR.62 CR.28 CR.119
CR.350 CR11  CR 34 CR.54 CR.80 CR.225 CR.51 CR.5
CR.70 CR21 CR.3 CR.647 Raiload CR.85 CR.52 Railroad
LocalRoad CR.479 CR.36 CR.74 CR 233 CR.2% CR.53 U.S. 64
CR.2401 CR.482 CR78 CR.14 CR.76 SH. 252 CR.54
CR.236 CR9 CR42 CR.30 CR.78 CR.37 CR.1T7
CR.2 CR33 CR412 CR.12 CR.70 CR.40 CR.8
CR.5 CR.277 CR.43 CR.101 CR.100 CR.42 CR.90
CR.248 CR3 CR23 CR.8 CR.68 CR.43 Ft Smith Bivd.

Line 3 CR.58 CR9 CR.32 CR.388 CR78 CR.36 Ft Smith Blvd.
CR.45 CR.257 CR69% CR.12 CR.70 CR 34 Railroad
CR.350 CR13 CR 3 CR.101 CR100 CR.37 CR.121
CR.70 CR.259 CR.3 CR.82 CR.68 SH253&CR43  CR.119
CR.352 CR11  CR78 CR.103 CR.66 CR.125 CR.4
LocalRoad CR.261 CR402 CR.13 CR201 CR.51 CR.4
CR.2401 CR.479 SH.375 SH.248 CR.71 CR.52 S.H. 162
CR.236 CR 482 CR.56 CR.80 CR 225 CR.53 Railroad
CR.2 CR9  CR647 Raioad CR.85 CR.54 U.S. 64
CR.5/248 CR.33 CR74 CR233 CR2% CR.8
CR.10 CR.404 CR 14 CR.76 CR.252 CR.90

Selected CR.58 CR.9 CR.31 CR293 CR.82 CR.68 SH.2534CR.43 CR.119

CR.45 CR.257 CR.21 CR. 44 CR.103 CR.66 CR.125 CR.5
CR.350 CR13 CR23 CR.51 CR.13 CR. 201 CR.51 Railroad
CR.70 CR.259 CR31 SH.375 SH.248 CR.71 CR.52 U.S.64
CR.352 CR11 CR34 C.R. 54 CR.80 CR.225 CR.53
LocalRoad CR.261 CR.35 CR.74 Raiad  CR.85 CR.54
CR.2401 CR479 CR.36 CR.75 CR233 CR.226 CR.8
CR.236 CR 482 CR.78 CR.14 CR.76 CR.252 CR.90
CR.2 CR9  CR42 CR.30 CR.78 CR.36 Ft Smith Bivd.
CR.5/248 CR.33 CR.412 CR.12 CR.70 CR.34 Railroad
CR.10 CR.277 CR.43 CR101 CR100 CR.37 CR.121

Source: Michael Baker Jr., Inc.
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Table 2-12
RIVER CROSSINGS
Red River Ouachita River | Fourche LaFave River | Poteau River Petit Jean River | Arkansas River
No-Action | N/A
Line 1 Carter Creek Branch | Ouachita River | Fourche LaFave River | Poteau River Brushy Creek Arkansas River
Carter Creek Brier Creek Buffalo Creek Ross Creek Kings Creek Arkansas River Relief
Two-Mile Creek Chances Creek Old Prairie Creek | Rock Creek Mays Branch
Prairie Creek Frog Bayou
Haw Creek
Prairie Creek
Line 2 Pepper Creek Ouachita River | Fourche LaFave River | Poteau River Brushy Creek Arkansas River
Carter Creek Branch | Prairie Creek Buffalo Creek Ross Creek Kings Creek Arkansas River Relief
Carter Creek Brier Creek Old Prairie Creek | Rock Creek Mays Branch
Six-Mile Creek Prairie Creek Frog Bayou
Two-Mile Creek Haw Creek
McKinney Creek Prairie Creek
Line 3 Carter Creek Branch | Ouachita River | Fourche LaFave River | Poteau River Brushy Creek Arkansas River
Carter Creek Brier Creek Buffalo Creek Ross Creek Kings Creek Arkansas River Relief
Two-Mile Creek Old Prairie Creek | Rock Creek Mays Branch
Prairie Creek Frog Bayou
Haw Creek
Prairie Creek
Selected | Carter Creek Branch | Ouachita River | Fourche LaFave River | Poteau River Brushy Creek Arkansas River
Carter Creek Brier Creek Buffalo Creek Ross Creek Kings Creek Arkansas River Relief
Two-Mile Creek Chances Creek Old Prairie Creek | Rock Creek Mays Branch
McKinney Creek Prairie Creek Frog Bayou
Haw Creek
Prairie Creek

Source: Michael Baker Jr., Inc.
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251 Line1

Line 1 remains the closest to U.S. 71 from U.S. 70
to the Wickes area. For this reason, this line would
result in the most residential displacements in this
area of the project and was not favored publicly.
Although it is closest to the existing road, it does
not provide additional access, so that the proximity

is not an advantage.

Line 1 provides an interchange in the Potter
Junction area, while the other lines do not,
because of their distance from U.S. 71 in this
reach. Line 1 is the only line that provides an
interchange near the Mena Intermountain
Municipal airport. Line 2 crosses at this point but
does not provide an interchange. Line 3 crosses
S.H. 8 and provides an interchange at a point
nearly 5 kilometers (3 miles) southeast of the

airport.

Line 1 is the farthest from Waldron and the U.S. 71
bypass in this area. Close proximity to Waldron
was identified by local officials as exiremely
important for economic viability of the existing
businesses in Waldron and for future development
there. This proximity is viewed locally as a

disadvantage of Line 1 in this area of the project.

Overall, Line 1 would result in the most residential
displacements, many of which occur at the south

end between DeQueen and Wickes.

252 Line2

Line 2 in segment C-D is the only line which
provides an interchange to serve the Cove and
Hatfield areas. This distinction came as a result of
the public involvement process during the
Alignment Study. Line 2 originally followed the
preferred corridor but was modified to tum west
and provide access to this reach of U.S. 71.
Slightly north of this area, Line 2 draws close into
Mena at the south end of town and provides an
interchange for the south Mena area. This change
also was the result of early public and local official
involvement. Business owners and other citizens
were concemned that businesses at the south end
of town would be bypassed and did not believe that
the Potter Junction interchange proposed on Line 1
would provide needed access to south Mena. Line
2 was also revised at the east end of Mena as a
result of public involvement. Some people involved
in the Alignment Study public meetings felt that
Line 1 was foo close to Mena and would not allow
for growth. Line 2 was therefore located as shown
to attempt to accommodate this concem. The
resultant access point at S.H. 88 on Line 2 is
further from the city limits than Line 1, which was a
concem to some business owners at this end of

town.

Line 2 is the closest line to Waldron and has
received the most positive feedback there. Both
Lines 2 and 3 involve the relocation of S.H. 80 to

remove the existing right angle bend in this
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highway. The proposed interchange would be
constructed along the relocated section of this
state highway. This revision came as a result of
public and local official involvement meetings.
There was some concemn that an interchange
located on the east-west section of existing S.H. 80
would cause an increase in traffic past the schools
in this area. Further, the proposed relocation and
interchange provide the most central access to the

existing businesses along the Waldron bypass.

As discussed in Section 4, Line 2 appears to
impact the site of an 1863 Civil War skirmish
located on Devil's Backbone Ridge. Lines 1 and 3
in this area are further west and essentially avoid
this site. Also in this reach of project, Line 2
impacts a community center in Excelsior, which is

housed in an old church building.

Line 2 affects the most wetlands compared to the

other lines.

253 Line3

Line 3 remains primarily in forested land at the
south end of the project and results in the fewest
residential displacements in this reach and overall.
Line 3 also has the fewest displacements in
segment C-D because it traverses the Ouachita

National Forest in this reach.

Line 3 provides the least access to the Cove,
Hatfield and Mena areas. Because it swings

southeast of Mena, it is 6.4 kilometers (4.0 miles)

from the city limits of Mena on S.H. 8. Line 3, like
Line 2, is 4.2 kilometers (2.6 miles) east of Mena
on S.H. 88, and may be less likely to relieve some

of the traffic volumes through the city.

Line 3 follows existing U.S. 71 through Foran Gap
of Fourche Mountain. The design of this reach of
the proposed highway would utilize the typical
section for restricted areas in order to minimize the
effects on the surrounding landscape. Existing
U.S. 71 would be functional from the north in order
to provide access to the Ouachita National
Recreation Trail. From the south, U.S. 71 would
remain in service from relocated County Road 70
to about 1.5 kilometers (1 mile) north for property
access. Quachita National Forest roads in this
reach would be maintained or relocated as

necessary.

Line 3 between Needmore and Waldron (segment
H-) would impact a red-cockaded woodpecker

inactive site west of Bruce Mountain.

25.4 1-540 Alignment

In order to finalize and confirm all previous studies
and to respond to public comments, the right-of-
way requirements for 1-540 as the HPC were
estimated. With this information, displacements
were verified in the field and wetlands were
delineated. A comparative analysis of this data
from the proposed U.S. 71 interchange at Rye Hill
to the 1-40 / S.H. 540 interchange is provided in
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Table 2-13. Data for Lines 1, 2, 3 and the Selected
Alignment is from the proposed interchange at U.S.

71 near Rye Hill to the northem terminus at 1-40.

Table 2-13
IMPACT COMPARISON
I-540 VS PROPOSED ALIGNMENTS
Wetlands ha 6.3 9.5 1.7 42 49
(ac) {15.5) (236) | (29.0) | (10.5) (12.1)

Businesses 36 1 0 0 ]
Business Park 1 0 0 0 0
Houses 102 15 20 9 1
Mobile Homes 3 1 1 3 2
Apartment 6 0 0 0

Buildings

Church 1 0 0 0 0

Source: Michael Baker Jr., Inc.

Based on this data and the foregoing MIS and
Corridor Feasibility Study, the I-540 Alignment was
found to be impracticable and was not considered
further. Construction of the HPC along 1-540 would
result in community disruption of an extraordinary
magnitude and could involve greater wetland

impacts.

255 Involvement by Others in the Alignment
Study

Comprehensive involvement by the general public,
local officials, and state and federal resource
agencies was encouraged throughout the
Alignment Study. In order to obtain the most useful
comments that could be incorporated into the
project plans early in the process, the following

approach was used:

O Develop preliminary alignments and conduct

environmental field studies

1 Hold public meetings and local officials

meetings to obtain comments

O Conduct field reviews of the preliminary
alignments with state and federal resource

agencies to obtain comments

[ Consolidate comments from the above three
groups
(1 Revise the alignments based on the comments

received for consideration in the Draft EIS.

The public meetings held during the Alignment
Study were specific and detailed so that residents
could review the alignments with respect to
property impacts, the primary public concem.
Comment forms were designed to obtain specific
input in the reach of the project presented at the
meeting.  Aftendance at these meetings was
excellent and many comments were received. The
revisions to the preliminary alignments that
resulted from the public meetings and any line
preferences voiced are discussed below. Displays
were provided to town halls in DeQueen, Cove,
Mena, Waldron, Huntington, Greenwood, Barling
and Kibler for appropriate reaches of the project. A
summary of public meetings is presented in
Section 8.

The local officials meetings were designed as

special planning meetings with the local officials in
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a specific reach of the cormidor to discuss the
alignments in detail. While local officials meetings
on the corridor altematives were conducted for the
entire project, the meetings on the alignments
concentrated on local reaches of the project to
obtain specific input. Comments on the effect of
the various lines on the local economy, traffic relief,
planned development or consistency with
development objectives were specifically sought.
Connectivity of the lines with the existing roadway
network was discussed in detail, as well as the
relative benefits of the proposed interchange

locations.

All appropriate state and federal resource agencies
were invited to attend the field reviews. Agencies
were aware of the issues relevant to a particular
reach of the project and attended the field reviews
accordingly. Detailed maps similar to those used at
the public meetings were reviewed in the field with

the agencies.

Public Involvement

Six public meetings were held to review the
preliminary lines as follows: DeQueen, Mena (two
meetings), Waldron, Fort Smith and Kibler over the
months of February, March, April and May 1996.

Those attending the DeQueen meeting voiced a
strong preference for Line 3 from DeQueen to
Wickes because it would impact the fewest

houses.

Many aftendants at the first Mena meeting in
March 1996 expressed strongly that the lines were
too close to the city and should be pulled farther
out in order to minimize displacements and so that
the city can grow out towards the proposed
highway rather than beyond it. Because this
differed from opinions heard during the corridor
public meetings, a special meeting was held in
Mena in April 1996 to inform additional residents
about the project and to discuss the proximity issue
in detail. Comments heard at this meeting and the
letters and comment forms received were reviewed
and the lines were revised as described in a later
section. The revised lines were sent to City Hall
with comment forms to get feedback on the
revisions. The majority of comments received in
June 1996 seemed to revert back to the idea that
the proposed highway should be close to town.
There were some that expressed a preference for
Line 3 that swings well outside town but most seem
to prefer either the original Line 1 or the revised

Line 2, both which stay relatively close to town.

Waldron residents were strongly in favor of Line 2
in Waldron because it comes the closest to the
existing U.S. 71 bypass there. Minor changes
were made to the preliminary lines in this area as

described in a later section.

The majority of comments received at the Fort
Smith meeting dealt with the Howard Hill and Rye
Hill Road (County Road 8 area) crossings of the
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proposed highway. A new housing development
there has caused concem of citizens who wanted
the proposed lines shifted east to reduce the
number of houses directly and indirectly affected.
The location of the lines in this area was dictated
by numerous constraints on the Fort Chaffee
property but some revisions were developed to
respond to these comments as described in a later
section. Most people preferred Line 3 in the Rye
Hill area west of U.S. 71 because it is furthest west

and impacts the fewest number of houses.

The Kibler meeting was well-attended and
residents provided constructive comments that
were used to modify Line 3 and provide an
interchange to serve this area. Following this
meeting, the Kibler City Council passed a
resolution to this effect. A copy of this resolution is

provided in Section 8.

Local Official Involvement

Planning meetings for local officials were held from
March through May 1996 in Mena, Waldron, and
Barling. Officials representing the reach of the
project from DeQueen to Mena met in Mena in
March 1996, officials from Mena to Huntington met
in Waldron in April 1996 and officials from Waldron
to 1-40 met at Fort Chaffee in May 1996.

The Mena meeting brought out the need to
consider a Cove and Hatfield interchange as well

as a connection to the south of Mena. Few felt that

the proposed Potter Junction interchange on Line 1
in this area provided adequate access for Mena or
for Cove and Hatfield. Mena officials expressed
preference for Line 3 through Foran Gap based on

its least potential to affect the city's water supply.

The Waldron meeting centered on the interchange
locations serving Waldron and the possible future
expansion of the Waldron airport. The interchange
and alignments proposed in the Huntington area

were found acceptable.

The Barling meeting was well attended by
Greenwood, Fort Smith, Van Buren and Kibler
officials. The discussions here centered on the
Fort Chaffee property, interchanges for Crawford
County and alignment changes and interchanges
for Kibler.

Agency Involvement

Three field review meetings were held, consisting
of at least two days in the field for the DeQueen to
Mena, Mena to Huntington, and Huntington to -40
reaches of the project. These trips were attended
by the Arkansas Natural Heritage Commission, the
Forest Service, the Corps of Engineers, the Coast
Guard, and the National Guard. These meetings
focused primarily on the effect of the various routes
on the environmental resources and general
discussions about minimization and mitigation of

impacts.
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The Forest Service was provided detailed maps of
the preliminary alignments and provided comments
on the impact to forest roads. This agency stated a
preference for Line 3 through Foran Gap in
Fourche Mountain because it involves the least
impact to forest lands. The Ouachita National
Recreation Trail in this reach was discussed as
well as visual impact of the proposed highway on

the surrounding forest landscape.

Locations of various species of special concem
were discussed with the Natural Heritage
Commission representative as sites were shown on

the mapping provided for the meetings.

The alignments at the Arkansas River were
discussed in detail and considerable time was
spent in the field at Springhill Park discussing this
area with the Corps of Engineers, the Coast Guard
and the National Guard.

Summary of Alignment Revisions
The following revisions came as a result of the

comments received from the public, the local
officials and state and federal resource agencies
and were incorporated into the alignments
evaluated in the Draft EIS:

1. Revise Line 2 to come close to Cove and
provide an interchange there

2. Revise Line 2 in Mena to come close to U.S.
71 south of town and provide an interchange

there

3. Reuvise Line 3 to swing well south and east of
Mena

4. Revise Line 2 in Waldron and provide a
revised interchange location on relocated S.H.
80

5. Revise all lines in Waldron to provide for
possible future expansion of the airport

6. Revise Lines 2 and 3 in the Rye Hill area on
both sides of U.S. 71 to reduce the number of
residential displacements in this area

7. Provide an interchange near S.H. 59 just north
of the Sebastian-Crawford county line (north of
the Arkansas River)

8. Moadify Line 3 in the Kibler area to draw further
east of town and connect to Line 1, as well as
provide an interchange on County Road 4 just
east of S.H. 162.

Other minor revisions were made to the prelirhinary
alignments based on data collected in the field,

such as to miss active gas wells, sensitive |
environmental areas, or to improve the geometry of

the proposed highway.

2.6 THE SELECTED ALIGNMENT

The Selected Alignment for the U.S. 71 Relocation
is shown in Exhibit 2-4. The basis for the Selected
Alignment in each segment of the project is

summarized in Table 2-14 and discussed below.
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Table 2-14
IDENTIFICATION OF THE SELECTED ALIGNMENT

A-B Line 3 Line 3 takes the fewest houses and is publicly preferred.
B-C Line 3 Line 3 takes the fewest houses and is publicly preferred.
c-D Line 3/Line2 | Line 3 (modified to connect to Line 2 south of point D) takes the fewest homes; impacts the

combination fewest streams, floodplains, farmlands, and wetiands; has the fewest noise impacts, the shortest
length and lowest construction costs. This line does not provide direct access to Cove but best
serves the general public due to its shorter length and corresponding shorter travel time.

D-E Line 2 Line 2 provides the best access for a moderate cost, has slightly more displacements than the
other lines but the fewest floodplain impacts. Line 2 is the only line that can provide access to
south Mena in this reach and therefore the only line that can serve to alleviate traffic congestion
in Mena by diverting existing U.S. 71 traffic to the proposed highway.

E-F Line 1 Line 1 provides the greatest potential of the three lines around Mena to reduce traffic
congestion, provide access to the city and to promote development in accordance with Mena's
Future Land Use plan. In spite of its increased residential relocations (2 additional homes and
two additional mobile homes over Line 2), this line has been maintained as the Selected
Alignment in order to best serve its intended purpose.

F-G Line 1 Based on segment E-F preference, Line 1 is preferred in this segment.

G-H Line 3 Line 3 replaces the existing route through the gap, is publicly preferred, is preferred by the
Forest Service, is preferred by the City of Mena and has the least potential to affect the Iron’s
Fork watershed, minimizes impact to the Ouachita National Recreation Trail, and has the lowest

estimated construction cost.

H-1 Line 1 Of the two fines that avoid all red-cockaded woodpecker active and recruitment areas (Lines 1
and 2), Line 1 takes fewer houses and has a similar cost to Line 2.

l-J Line 2 Line 2 is preferred overall in Waldron by the public and local officials, has the best potential to
integrate new businesses and commercial operations into the existing economic structure of the
city.

J-K Line 3 Line 3 impacts the fewest wetlands, takes the fewest houses and impacts no producing gas
wells.

K-L Line 3 Line 3 has the least impact on residential areas in this densely populated reach of the project.

Line 3 is the furthest from the Devil's Backbone Ridge Civil War site which is impacted by Line 2.
It also avoids the Excelsior Community Center which is impacted by Line 2.

L-M Line 1 Line 1 takes the fewest houses in this reach which was voiced repeatedly by the public during
early alignment development.

M-N Line 2 Line 2 across the Arkansas River and Springhill Park minimizes impacts overall to park facilities
and the military water obstacle training area east of the park.

N-O Line 3 Line 3 takes the fewest houses, is publicly preferred in Kibler, is the location established in the

June 3, 1996 City Council resolution and impacts the least wetland areas.

Source: Michael Baker Jr., Inc.
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With the exception of following a combination of
Line 2 and Line 3 in segment C-D, the location of
the Selected Alignment is the same as the
Preferred Alignment identified in the DEIS.

The Selected Alignment provides excellent access
to most communities, an issue which was important
in the corridor study. Twenty-two interchanges are
proposed for the Selected Alignment, more than
anticipated in the cormidor study. The Selected
Alignment avoids all active red-cockaded
woodpecker sites, cemeteries, natural areas, and
wildemess areas within the preferred corridor. Of
the over 1,000 hectares (2,500 acres) of NWI
(National Wetlands Inventory) wetlands within the
preferred comidor, the Selected Alignment would

impact only 21 hectares (51.9 acres).

The Selected Alignment results in a reduction in
every impact category, when compared to the
DEIS Preferred Alignment. The Selected
Alignment reduces home relocations (from 86 to
81), floodplains (from 286.4 to 252.1 ac), farmlands
(from 2101.2 to 2070.1 ac), noise impacts (from
234 to 211), stream crossings (from 90 to 86), and
potential cultural resources impacts (60 to 58).
The Selected Alignment is also shorter (from 125.3
to 122.3 miles) and has a lower estimated
construction cost (from $1.083 billion to $1.075
billion).

Segment A-B: Line 3

Line 3 is the furthest east in the reach from U.S. 70
east of DeQueen to the King area. This line also
has the fewest noise impacts than the other lines,
due to its eastem location. It carmries a slightly
higher estimated construction cost than Lines 1 or
2 due to more mountainous terrain in the Line 3

area.

Segment B-C: Line 3

Line 3 between King and Cross Mountain provides
the greatest transportation benefit to the area
without undue relocation impacts. Line 3 relocates
9 homes compared to 26 and 13 on the other lines.
Similar to segment A-B, it also has the fewest
noise impacts. Line 3 crosses the most streams in
this segment, but moving west to reduce stream
crossings would take increasingly more homes.
Line 3 represents the best balance between
impacts to the natural environment versus the

human environment.

Segment C-D: Line 3/Line 2 Combination

Segment C-D from Cross Mountain to south Mena
was the subject of debate during the preparation of
the DEIS and during the comment period on the
DEIS. Originally, no line was located close to Cove
as the preferred comidor traveled roughly 8
kilometers (5 miles) east of Cove. Local official
involvement during the Alignment Study prompted
the development of a line in this area and

consideration of an interchange to serve Cove and
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Hatfield. The reasons cited for this were potential
business decline, the need for a closer access to
Cove for residents, as well as fruck traffic
associated with Cove and Hatfield lumber mills.
This line (Line 2) was subsequently identified as
the Preferred Alignment in the DEIS based on local

official and public support at that time.

During the DEIS comment period, several inquiries
and a petition containing over 200 signatures
indicated that a large percentage of the public was
not in agreement with Line 2 as the Preferred
Alignment. This group commented that selecting
Line 3 in the Ouachita National Forest would take
substantially fewer homes, would be substantially
shorter than Line 2, would not impact valuable
farmland, would not cross as many streams and
would cost several million dollars less. The need
for an interchange to serve Cove was not
discussed specifically by this group, though they
did state that they disagree with the reasons given
by their local officials as to the need for the line

near Cove.

Prior to making the decision to select a
combination of Line 3 / Line 2 in this reach,
additional studies were conducted in the Cove

area.

The objectives of the additional studies were to:

1 assess the travel time differences for Cove and
Hatfield residents and truck traffic between

Line 2 and the Selected Alignment

0 assess the total user cost of the proposed
highway under Line 2 versus the Selected

Alignment

Q determine the number and type of highway-
oriented businesses in Cove and Hatfield and
determine the ratio of through-traffic versus

local-traffic patrons

O review relevant studies to assess bypass

effects on communities similar to Cove

The results of the studies follow.

Travel Time

Travel time for Cove and Hatfield residents would
vary depending on whether their trips are destined
for points north or south (Table 2-15). Haffield
residents heading north to the proposed south
Mena interchange would have a longer trip if the
Cove interchange on Line 2 were used compared
to using existing U.S. 71 to travel to the south
Mena interchange (11.2 minutes compared to 18.3
minutes). Hatfield residents heading south would
have a shorter trip between Hatfield and point C
under Line 2 compared to the Selected Alignment

(15.2 minutes compared to 18.6 minutes).
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Table 2-15

USER COST COMPARISONS

VARIOUS ROUTES UNDER PREFERRED AND SELECTED ALIGNMENTS

YEAR 2020 USER COSTS

303

interchange to south of
Vandervoort (Selected

| Alignment).

1a. The Preferred 17.3 $12,338,694 | $12,150,383 | $24,489,077
Alignment in the Cove Area, (18.8)
from south of Vandervoort to
the south Mena interchange.
1b. The Selected Alignment 14.5 253 $10,325,814 | $10,163,089 | $20,488,903 -$4,000,174
in the Cove Area, from south (15.7)
of Vandervoort to the south
Mena interchange.
2a. From Hatfield north via 18.3 275 Based on travel time differences, these trips
Cove interchange to the south (17.1) would access the new highway facility at the
Mena interchange (Preferred South Mena interchange
| Alignment).
2b. From Hatfield north via 11.2 15.0
U.S. 71 to south Mena 9.3)
interchange (Selected
| Alignment).
3a. From Hatfield south via 15.2 222 $567,725 $185,694 $753,419
the Cove interchange to south (13.8)
of Vandervoort (Preferred
| Alignment).
3b. From Hatfield south via 18.6 25.8 $680,356 $221,313 $901,669 $148,250
U.S. 71 to the S.H. 246 (16.0)
interchange to south of
Vandervoort (Selected
| Alignment).
4a. From Cove north via the 13.4 20.8 $514,453 $168,981 $683,434
Cove interchange to the south (12.9)
Mena interchange (Preferred
Alignment).
4b. From Cove north via U.S. 16.1 21.6 $581,423 $188,564 $769,987 $86,553
71 to south Mena interchange (13.4)
(Selected Alignment).
5a. From Cove south via the 10.3 15.5 $388,123 $127,622 $515,745
Cove interchange to south of (9.6)
Vandervoort (Preferred
| Alignment).
5b. From Cove south via U.S. 13.7 19.0 $502,277 $163,242 $665,519 $149,774
71 to the S.H. 246 (11.8)

Source: Michael Baker Jr., Inc.
NOTE:

User costs are based on the following data and assumptions;

1. 3,700 vehicles/day are diverted from US 71 to new highway facility.
2. 1,850 vehicles/day (50%) of this diverted volume originates from the Cove/Hatfield area.
3. Ofthe 1,850 vehicles/day, 925 originate in Cove and 925 originate in Hatfield; rips are split 50/50, north/south.

4. Assume 10% truck traffic on routes 2-5.
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Cove residents would have a shorter trip traveling
north or south if Line 2 were selected compared to
the Selected Alignment (13.4 minutes for a north-
bound trip to south Mena on Line 2 compared to
16.1 minutes on the Selected Alignment; 10.3
minutes for a south-bound trip to point C on Line 2
compared to 13.7 minutes on the Selected
Alignment).

Lumber-related truck traffic in the Cove/Hatfield
area was assessed to determine the predominant
in-coming and out-going truck traffic pattems.
Based on interviews with the four primary lumber-
related businesses in Cove and Hatfield on truck
routing information, approximately 40% of in-
coming and out-going ftrips would be expected to
benefit from an interchange at Cove that provided
access to Line 2. Shipments to and from the south
from both towns would benefit from Line 2, while
only shipments to and from the north from Cove
would show a travel time savings, based on the
travel times provided above.  This locally
generated truck traffic currently comprises roughly
10% of the total truck traffic on this segment of
U.S. 71 (110 trucks of the total 1176 trucks based
on the 1995 AADT volume, see Tables 1-3 and 1-
6). If the HPC were in place today, roughly 44
trucks (40%) would use the Cove interchange, with
most, if not all, of the remaining 1132 trucks
originating from points outside of Cove and Hatfield
already diverted to the HPC. The majority of the

truck traffic would therefore divert to the proposed

highway regardless of which alignment is selected.

Truck traffic on the existing route has been the
subject of concemn to local residents based on
comments received during public meetings. Safety
on the existing route, particularly through
communities was specifically noted by residents.
Selection of Line 2 in Segment C-D would force
truck traffic through Cove and would likely affect
noise levels, quality of life and could present safety

problems.

User Cost Comparison

In order to assess the effect of the travel time
differences, the annual user costs for year 2020
were calculated for HPC traffic under Line 2 and
the Selected Alignment. Choosing Line 2 would
result in an annual user cost increase of
approximately $4,000,000 to through travelers
(Table 2-15). The annual user costs for trips
originating in Cove and Hatfield destined for the
HPC were calculated for Line 2 and the Selected
Alignment. For year 2020, 3,700 vehicles were
diverted to the HPC using diversion techniques
based on fravel time ratios (ITE, 1965). In order to
calculate user costs, a conservative assumption
that 50% of these diverted trips originated in the
Cove / Hatfield area was used. It was further
assumed that half of these trips originated in Cove
and half originated in Hatfield. Based on the
resulting trips accessing the HPC in the Cove /
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Hatfield area, the Selected Alignment results in an
annual user cost increase of approximately
$400,000 for these travelers. Overall, the Selected
Alignment would produce a year 2020 net annual
user cost savings of $3,600,000 for this segment of

the project, compared to Line 2 in this reach.

Highway Oriented Businesses

Comments received from the mayors of Cove and
Hatfield cited loss of business should the HPC be
constructed anywhere except Line 2.  Four
businesses in Cove and four in Hatfield were
initially considered highway-related: six businesses
with gas pumps and two restaurants. Interviews
 with the proprietors of each establishment revealed
that all believed local customers comprised the
majority of their business. Two businesses, Greg's
Autoparts and Razorback Autoparts were removed
from the survey list due to limited amounts of
gasoline sales. Both these establishments
generate the majority of their sales selling auto-
parts to local customers, based on proprietor
interviews. To determine the percentage of
through-traffic  versus local-traffic  patronage,
customers of the six remaining businesses
(Scotty's Phillips 66, Miller's Garage, and the
Hungry Hound in Cove; the City Limits Cafe,
Vicky's Diner, and Don's Station in Hatfield) were
surveyed between the hours of 7:00 a.m. and 8:00
p.m. from April 14 through May 3, 1997, including
weekends. The results are presented in Table 2-

16. Scotty’s Phillips 66 in Cove and the City Limits

Cafe in Hatfield accounted for nearly 80% of the
respondents. Based on survey results, it could be
concluded that, should the patronage remain the
same in the future, between 82 and 91 percent of
the patrons would continue to obtain services at
these businesses regardless of the alignment
selected for the HPC.

Table 2-16
RESULTS OF PATRONAGE SURVEY AT
HIGHWAY-ORIENTED BUSINESSES
IN COVE AND HATFIELD
(April 14 Through May 3, 1997)

Local Customers

Local Through Traffic 47 9
|(Trips from Mena to
Vandervoort, Wickes,
Hatton, Grannis,

Gillham and

DeQueen)*

Regional Through 49 9
Traffic

Total Surveyed 524 100

*“Travelers may or may not use HPC for trip

Relevant Bypass Studies
Since the construction of the interstate system in

the United States, the topic of economic decline
due to bypassing communities has received
considerable attention. Many studies have been
conducted to attempt to assess this impact. More
than twenty studies were reviewed to determine if a
correlation between studied effects and future

effects on Cove and Hatfield could be made.
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These studies suggest:

O Several factors play a role in whether or not a

community experiences economic decline,
including community size, distance to
interstate, distance to a larger community,
diversity of businesses, local industry,
competition with other communities, and the
willingness of the community residents and
leaders to exploit new opportunities (Erion and
Mitchell, 1966; Sanders, 1972; Studer and
Bootsma, 1972; Vockrodt, 1972; lowa
Department of Transportation, 1992;
Wisconsin Department of Transportation,
1988)

Economic impacts of bypasses on
communities of similar size, type and distance
from a highway bypass are not uniform and in
most cases appear to be minor or short term in
nature (Anderson et al., 1993; Buffington et al.,
1967, Missouri State Highway Department,
1960; Otis and Anderson, 1995)

Many external factors may contribute to the
economic impact of a bypass on communities
such as the health of the regional and national
economy; other regional or national initiatives,
both public and private, such as the opening or
closing of a plant or the opening or closing of a
government facility; the growth or decline of a

particular industry (steel, lumber, automotive,

poultry) (Erion and Mitchell, 1966; Anderson et
al., 1993; Liff et al., 1996)

(1 Bypass impacts to individual highway-oriented
businesses (service stations and restaurants)
may be positive or negative depending on the
percentage of local patronage business, the
age and physical condition of the business
facility (old or modem), and the characteristics
of the owner and manager (Buffington
1966a,b; Oklahoma Department of
Transportation, 1964; Sanders, 1972)

QO Bypasses reduce the volume of through traffic,
including truck traffic, on the old route which
relieves congestion, improves safety, and is
generally viewed as a positive economic effect
by most communities (Anderson et al. 1993;
Buffington, 1968; Missouri Department of
Transportation, 1960; Wisconsin Department
of Transportation, 1988; Otis and Anderson,
1995; Vockrodt, 1968; Sanders, 1972; Studer
and Bootsma, 1972).

The most recent and comprehensive study
conducted on bypass impacts of rural communities
and urban areas of less than 50,000 people was
completed by the Transportation Research Board
in May 1996 (Liff et al., 1996). Liff et al. surveyed
U.S. and Canadian departments of transportation
to obtain bypass studies and conducted a
subsequent review of agency-supplied studies and

other published literature. More than 190 studies
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were reviewed. The author concluded that while
there is some evidence of business decline on
bypassed routes, the overall assessed impacts are
limited or inconclusive. Furthermore, most studies
reviewed suggest that bypasses have a favorable
impact on rural communities. Interviews and
surveys of bypassed residents and businesses
indicate that bypasses increase development
potential along the new highway and due to traffic
diversion, relieve congestion and increase safety
along the old route. Competition from other
communities and general changes in economic
conditions make it difficult to identify a bypass as
the sole cause of declining business sales on the

bypassed route.

Specific studies on communities similar in size to
Cove and Hatfield are limited. In addition, many of
the studies reviewed stated that economic impacts
of bypasses on communities of similar size, type
and distance from highway are not uniform and are
related to a number of factors specific to each
individual community. Erion and Mitchell (1966)
studied five communities, three of which were
similar in size to Cove and Hatfield (Populations
397, 604, and 940). The authors found a wide
range of effects depending on the nature of the
community, the strength of local industry, and the
reaction of the community to the bypass. Some
business decline was noted in one community,

another remained stable, and one viewed the

bypass as an overall opportunity for growth and

expansion.

The lowa Department of Transportation (1992)
found in a study of 85 bypassed communities that
the effect of the bypass on communities between
500 and 2,000 people will depend on local factors
such as type of community (bedroom town or
isolated community), traffic mix (local vs. through
traffic), and location of businesses. This study
found while service stations, restaurants, and
motels are likely to experience some decrease in
sales, many will find that the total volume of
business from through traffic is very small in
comparison to overall sales. Service stations
which do more than just sell gas experienced little
or no noticeable decrease in overall sales.
Restaurants that have a good local reputation draw
a very high percentage of business from local
people and a bypass has a minimal effect on this

business group.

Sanders’ (1972) study of Interstate 35 in Oklahoma
reported varying bypass effects on three small
communities (Populations 262, 320, and 330).
These communities did not possess an expanding
economy at the time of the study and the interstate
was neither beneficial nor detrimental to their
economies. The study found that food businesses
were not effected in any community, but gasoline
sales decreased in one community.  One

community retained the same number of retalil
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establishments over the entire twelve year study
period, indicating that -35 was not harmful to the

economy.

In summary, Cove and Hatfield would likely follow
trends observed in numerous bypass studies. The
Cove and Hatfield communities do not currently
possess a measurably expanding economy and
the proposed highway would likely be neither
beneficial nor detrimental to their overall
economies. Highway-oriented businesses may be
slightly affected, however, the patronage survey
conducted found that the majority of customers
were of local origin. This would indicate that the
total volume of business for the surveyed
establishments from through traffic is small in
comparison to overall sales, and would be similarly
affected by any alignment location of the HPC.
Both Cove and Hatfield would likely benefit from
the removal of through ftraffic, especially truck
traffic, from existing U.S. 71. Further, because
Cove and Hatfield are primarily bedroom
communities with most residents working and
shopping in surrounding larger communities, little
negative economic effect on their economy is
expected. Based on these results, the decision to
use a combination of Line 3 and Line 2 in Segment

C-D was made final.

Segment C-D Conclusion

By following Line 3 and crossing over to Line 2 just

south of point D, access can be provided to south

Mena (in segment D-E). This combination of Line
3 and Line 2, as shown in Exhibit 2-4, results in a
Selected Alignment that provides the greatest
benefit to all users of the proposed highway, is
preferred by a portion of the public in Cove and
Haffield, and impacts the fewest homes,
floodplains, farmlands, and streams. The Selected
Alignment also has the fewest noise impacts and
lowest construction cost of the alignments

considered in this segment.

Segment D-E: Line 2

Line 2, the Selected Alignment, is the only line that
can provide access to south Mena which was
agreed upon as important by the local officials and
the public who had been involved in the study.
Although this line takes 3 more homes (one house
and two mobile homes), a business, the Elks Club,
and impacts more wetlands and farmlands, it is the
only line that meets the local objectives for access
and traffic relief. The Elks Club may be avoided
during the final design phase of the project. A final
determination on the possible impacts to this
building cannot be made until that time. The
Selected Alignment has the fewest noise impacts
and floodplain impacts and carries a moderate

construction cost.

Segment E-F: Line 1
The Selected Alignment in this segment is Line 1
with an interchange added at S.H. 8. This

alignment has the greatest potential to alleviate
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traffic in Mena. Diversion of traffic depends heavily
on travel time. In general, the closer the proposed
highway is to Mena, the shorter the length and the
shorter the travel time to use this route rather than
existing routes. The need to alleviate local traffic
congestion along the existing route was a stated
purpose and need for the project. In order to best
satisfy this need, the Selected Alignment does not
minimize impacts in all categories, primarily
relocations (Selected Alignment - 15, Line 2 - 8,
Line 3 - 4, respectively). Because it is the shortest,

Line 1 is also the least costly in segment E-F.

Segment F-G: Line 1

This decision is dependent upon the decision in
segment E-F, as discussed above. The additional
wetland impacts and residential relocations that
result are necessary to best satisfy the need to

improve traffic flow in Mena.

Segment G-H: Line 3

The Selected Alignment follows the existing route
through Fourche Gap. This location was preferred
by the public, local officials and resource agencies,
including the Ouachita National Forest. This line
crosses the most streams and affects the most
farmland, but does not cut through undeveloped
areas of the forest. It has the shortest length in the
Irons Fork watershed, similar to the existing route,
with the least potential to affect the water quality of
irons Fork Lake. The Selected Alignment also

minimizes impact to the Ouachita National

Recreation Trail.

Segment H-I: Line 1

The Selected Alignment avoids all red-cockaded
woodpecker (RCW) active, inactive and recruitment
areas, the main issue in this segment. Line 1 takes
fewer houses than Line 2, the only other line that
avoids the above noted RCW sites and has the

lowest estimated construction cost.

Segment I-J: Line 2

The Selected Alignment in the Waldron area is
Line 2, which has been agreed upon by most, if not
all, involved persons. Although this line takes more
homes (11 versus 7) and has more noise impacts
(9 versus 4 and 1), it is the consensus that this line
has the greatest potential to merge any highway-
induced development into the existing economy of

the Waldron area.

Segment J-K: Line 3

Line 3 impacts the fewest houses and no
producing gas wells, has the fewest noise impacts
and lowest wetland impacts, and is moderate in
terms of farmland and floodplain impacts.
However, public comment in this area suggested
that Line 1 at the northern half of this segment may
impact fewer homes than Line 3 (between the two
crossings of existing U.S. 71). An analysis of this
suggestion did not prove to be true, but an

alignment shift will be considered during final

270
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design of this reach to further minimize residential

relocations if possible.

Segment K-L: Line 3

The Selected Alignment is the furthest west in this
densely populated reach of the project as it nears
the Fort Smith urban area. High residential
relocations resulting from early alignment
development prompted the development of Line 3.
As a result, Line 3 has the least relocation and
noise impacts. Further, Line 3 is the only line for
which a “no adverse effect’ finding on the Devil's
Backbone Ridge Civii War Skirmish has been
determined by the Arkansas Historic Preservation
Program. The Selected Alignment in this segment
involves slightly more floodplain impacts but similar

impacts to farmlands and streams.

Segment L-M: Line 1

Many comments from the public were received on
this segment during the Alignment Study, though
few comments were received on the DEIS for this
area. It appears that the revisions made to the
preliminary lines are acceptable to the public. The
Selected Alignment was shifted as far east as
possible in order to reduce residential relocations.
This was limited by the requirement to remain west
of Donahoe Ridge once inside Fort Chaffee. The
Selected Alignment therefore takes the fewest
homes and has moderate overall impacts to

wetlands, farmlands and floodplains.

Segment M-N: Line 2

Intensive and ongoing coordination with the Fort
Chaffee Redevelopment Authority, the Arkansas
Army National Guard, the U.S. Army Corps of
Engineers, the Coast Guard and the Fort Chaffee
Military Reservation, as well as the U.S. Amy
Reserve Command, has resulted in a consensus
on the Selected Alignment in this segment of the
project. Many issues were vital in the highway's
location including minimizing impacts to Springhill
Park, avoiding the Military Water Obstacle Training
Area, and avoiding the Fort property deemed
essential by the Base Realignment and Closure
findings of 1995. A resolution passed by the FCRA

is included in Section 8.

Segment N-O: Line 3

The Selected Alignment takes the fewest homes,
impacts the least wetland area and has minimal
noise impacts. All lines in this segment have high
floodplain impacts as the proposed highwz;y
crosses the Frog Bayou floodplain in order to tie
into the S.H. 540 / [-40 interchange. Nearly 50% of
the floodplain impacts on the entire project occur in
this segment. However, in order to best provide
continuity of the High Priority Comidor, these
impacts must occur. All required design measures
will be undertaken during final design so as not to
increase the risk of flooding to adjacent properties.
Local floodplain ordinances will be adhered to as

the project proceeds.
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The

a
Q

(M)

Selected Alignment:

best meets the project purpose and need
provides excellent access to most communities

has the greatest potential to alleviate traffic
congestion and safety problems on existing
U.s. 71

minimizes impacts overall
has a moderate estimated construction cost

best balances the benefits expected from the

project with the overall impacts.
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Section 3: AFFECTED ENVIRONMENT

3.1 SOCIAL AND ECONOMIC ENVIRONMENT

The social characteristics of the study area are
typical of rural America. Many small towns ranging
in population from 200 to 2,000 are scattered along
the route, many associated with railroad stops
along the Kansas City Southemn lines. As the
railroads declined and the U.S. highway system
was improved, some of these towns became
located off the main throughway, while still others
“relocated” themselves to U.S. 71. A handful of
larger cities have thrived along U.S. 71, with
populations over 2,000 including DeQueen, Mena

and Waldron.

The communities which are closer to Fort Smith
and Van Buren, while still rural in origin are in a
somewhat transition period as the urban area
expands southward. These communities include

Greenwood, the Rye Hill area and Jenny Lind.

Pattems of development in the smaller
communities consist of business establishments,
churches and other facilities located directly on
U.S. 71, or very close to U.S. 71. These areas
may function as centers of activity for some
residents, though in most cases, residents travel to
nearby larger communities for most services as
well as for employment. The residential areas are
scattered and not well-defined in most areas,

consisting of larger tracts of land, that in some

cases are in active agricultural use. In the
communities with populations over 2,000, a well-
defined city exists, with businesses, schools and
churches also located along intersecting streets.
Residential development is found along t<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>