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Conversion Factors

Metric English

1 meter 3.281 feet

1 meter? 10.764 feet2 or 1.195 yard?
1 kilometer 0.622 miles

1 hectare 2.471 acres

1 hectare = 10,000 meters?

1 kilogram 2.205 pounds
English Metric

1 foot 0.305 meters

1 foot? 0.092 meter?

1 mile 1.609 kilometers
1 acre 0.45 hectares

1 acre = 43,560 feet?

1 pound

0.45 kg

LIST OF ACRONYMS AND ABBREVIATIONS

+/-
AADT
AASHTO
ac

ADT

aka

APE
BFE
BLM
BMP
BRR
CAA
CBC

CEI

CFR
CFV
Clarks Fork

approximately

average annual daily traffic

American Association of State Highway and Transportation Officials

acre
average daily traffic

also known as

area of potential effect

base flood elevation

US Bureau of Land Management
best management practice
Biological Resources Report
Clean Air Act

concrete box culvert

cost effectiveness index

Code of Federal Regulations
Clarks Fork Valley

Clarks Fork Yellowstone River
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CMP corrugated metal pipe
CcO carbon monoxide
COE US Army Corps of Engineers
CWA Clean Water Act
dB decibel
dBA A-weighted decibels
EA environmental assessment
EIS environmental impact statement
EMS emergency medical services
EPA US Environmental Protection Agency
FEMA Federal Emergency Management Agency
FFPA Federal Farm Protection Act
FHPM Federal Highway Program Manual
FHWA Federal Highway Administration
FIRM flood insurance rate maps
FONSI Finding of No Significant Impact
ft foot
GIS Geographic Information Systems
GWIC Ground Water Information Center
ha hectare
ISA initial site assessment
km kilometers
Leq(h) dBA equivalent noise level
LOS level of service
LUST leaking underground storage tank
LWCF Land Water Conservation Fund
m meters
MBTA Migratory Bird Treaty Act
MDEQ Montana Department of Environmental Quality
MDT Montana Department of Transportation
MEPA Montana Environmental Policy Act
MFWP Montana Fish and Wildlife Parks
mi miles
MOA Memorandum of Agreement
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MPDES Montana Pollutant Discharge Elimination System
mph miles per hour
MT Montana
MTNHP Montana Natural Heritage Program
MW&S Montana, Wyoming & Southern
NAAQS National Ambient Air Quality Standards
NAC noise abatement criteria
NEPA National Environmental Policy Act
NHPA National Historic Preservation Act
NPS National Park Service
NRCS U.S. Department of Agriculture — Natural Resources Conservation
Service
NRHP National Register of Historic Places
PA Programmatic Agreement
PMio particulate matter less than 10 microns in diameter
RCRA Resource Conservation and Recovery Act
RP reference mile post
RR railroad
RTI Renewable Technologies, Inc.
S Secondary (as in Secondary Highway)
SPA Stream Protection Act
SWPPP Stormwater Pollution Prevention Plan
TDS total dissolved solids
TMDL total maximum daily load
TNM Traffic Noise Model
USC US Code
USDA US Department of Agriculture
USFWS US Fish and Wildlife Service
UST underground storage tank
VMT vehicle miles traveled
MUY
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SUMMARY

Introduction and Background

Montana Department of Transportation (MDT) proposes to reconstruct an approximately 17.9-
kilimoter (km) (11.1-mile [mi]) section of Montana Primary Highway 72 (MT 72) between Montana
Secondary 308 (S-308) in the town of Belfry and US Highway 310 (US 310) south of the town of
Bridger in Carbon County, Montana (see Figure 1.1). The project includes proposed improvements
within the town of Belfry as well as throughout the mostly rural corridor. Proposed improvements
would include adding sidewalks and other improvements in the town of Belfry and widening
shoulders, replacing bridges, improving horizontal and vertical alignments, improving clear zones,
and flattening side slopes throughout the corridor.

The corridor is agricultural, and MT 72 is used by local farmers to move farm equipment within this
area. It serves the agricultural industry in the area and links tourism and commercial traffic
regionally between the State of Wyoming, Yellowstone National Park, Red Lodge and Billings,
Montana.

The existing MT 72 roadway was constructed in 1948 and 1949, and is now deficient for a Primary
route’s geometrics. The majority of its surface widths are +/- 7.3 meters (m), approximately 24
feet (ft). A section between RP's +/- 11.7 and 14.5 is only +/- 6 m, approximately 20 ft wide.
Bridge structures have variable deck widths of +/- 6.4 to 7.3 m, approximately 21 to 24 ft.

Purpose of and Need for Action

The primary purpose of this proposed project is to improve safety along the project corridor. MT
72 is an important regional highway in Montana and is classified by MDT as a Primary Highway. It
is the primary local transportation route for the towns of Belfry and Bridger, and a link between
south-central Montana and Wyoming (Billings, Montana, to Cody, Wyoming).

MT 72's existing route features a narrow width on a deteriorating roadbed with steep shoulders
throughout its rural portion and restricted sight-distances in various places. Safety is a concern
throughout its present length in both the community and that rural section. Particular needs
include improving safety at specific crash locations; reducing roadway deficiencies to improve
overall safety for highway users; improving vehicular, pedestrian, and bicycle safety at Belfry
School; improving pedestrian and bicycle safety throughout the corridor; and improving safety of
roadway intersections.

It serves agriculture in the area and links tourism and commercial traffic regionally between the
State of Wyoming, Yellowstone National Park, Red Lodge, and Billings, Montana. In the proposed
project area, MT 72 provides a transportation route for agricultural products in the surrounding
area.

Roadway deficiencies include narrow bridges, narrow shoulders, insufficient clear zones and
recoverable areas, steep side slopes, lack of pedestrian and bicycle facilities in the town of Belfry,
poor intersection geometry, and several sharp curves. Shoulders are narrow throughout the
corridor, and inadequate clear zones and recoverable areas are present in 60 percent of the
corridor. There are 10 sharp horizontal curves, seven deficient vertical curves, and six narrow
bridges. The six bridges include the Clarks Fork “south” bridge, the Clarks Fork “north” bridge
(functionally obsolete and eligible for replacement), the Silver Tip Creek bridge, the Dry Creek
Canal bridge, and two bridges over the Sand Creek Ditch. The structure over Bear Creek on
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existing MT 72 is a box culvert augmented by a corrugated metal pipe (CMP). Geometric problems
at intersections throughout the corridor, including the intersections with S-308 and US 310, present
numerous safety concerns for the community.

In Belfry, the current MT 72 alignment passes by the Belfry School at a sharp curve with a posted
speed of 15 mph. Pedestrian and bicycle safety near the school is a serious concern for residents.
North of Belfry in the rural corridor, “Lynn’s Corner” a sharp curve and high accident location with
a reduced speed limit of 72 kph (45 mph), is also a safety concern for the local community.

Another safety concern is the mix of high-speed regional traffic with slower moving local traffic
including agricultural equipment. Land use along MT 72 between Belfry and US 310 is primarily
agricultural, and farm equipment regularly uses the highway to access adjacent fields. Since the
existing shoulders are either narrow or non-existent, farm equipment must drive in the general
travel lane rather than on the shoulder, creating conflicts with faster moving through traffic.

No-Build Alternative

The No-Build alternative is the current MT 72 alignment and configuration. In the Belfry Area, MT
72 through the town of Belfry is located on Vaill Avenue and curves northward in front of the Belfry
School on Wisconsin Street and north to North Dutch Lane. In the Rural Corridor, MT 72 would
continue on its existing alignment from North Dutch Lane to the intersection of US 310. There
would be no change in roadway, pedestrian, or parking conditions under the No-Build Alternative.
MDT would continue maintaining the highway, but roadway deficiencies and safety concerns would
remain.

Build Alternatives

All build alternatives proposed for the Belfry North project provide for the reconstruction of MT 72
through the project area in order to achieve the project purpose and need. The alternatives were
grouped according to alignment and typical section alternatives. To simplify discussion of the
proposed alignment alternatives that were carried forward for analysis in this EA, the MT 72
corridor was divided into two segments: the Belfry Area between S-308 and North Dutch Lane
(+/- RP 10.5 to 12.7) and the Rural Corridor between North Dutch Lane and US 310 (+/- RP
12.7 to 21.4). No-Build Alternatives (i.e., no roadway improvements) for both proposed
segments were analyzed along with two proposed build alignment alternatives for the Belfry Area
and three proposed build alignment alternatives for the Rural Corridor. For each of these proposed
alignment alternatives, two typical sections were evaluated for the rural portions of the
alternatives.

Belfry Area: Railroad Alignment Alternative (Preferred Alternative)

Belfry Area: Railroad Alignment Alternative (Preferred Alternative) would create a new alignment
for MT 72, relocating the highway from Vaill Avenue and Wisconsin Street to Railroad Avenue on
the western edge of the town of Belfry. The alternative begins on MT 72, south of Railroad
Avenue’s present intersection with S-308 at +/- RP 10.5, follows Railroad Avenue to its current
terminus, and continues north on the old railroad grade to tie-in to the existing MT 72 alignment
north of Dutch Lane. This alternative terminates at North Dutch Lane at +/- RP 12.7. In addition
to the construction of the new roadway and modifications to existing intersections, this alternative
includes improvements to one block of Broadway Avenue in Belfry, construction of a new structure
over Bear Creek, and construction of a new two-lane bridge over the Clarks Fork Yellowstone River
(Clarks Fork). Under this alternative, the existing MT 72 alignment north of its Bear Creek crossing
to north of the Clarks Fork “south” bridge would be eliminated, and the existing MT 72 through

a2l

Mantana Depe. af Transportation Page S-2



Belfry-North Z8\ N\ Environmental Assessment

F STPP 72-1(1)10 CN 1016 December 2004

Belfry would be used for local rather than highway traffic. This alternative features MDT’s urban
typical section (two travel lanes, sidewalks, curb and gutter, and parking) from the project start to
just after the Bear Creek crossing. At this point, the alternative would begin to transition to a rural
typical section (two travel lanes, paved shoulders with rumble strips, and drainage ditches). Curb
and gutter drainage would be retained on the west side in this transition area to avoid impacting
the historic railroad maintenance shop.

Belfry Area: Broadway Avenue Alternative

Belfry Area: Broadway Avenue Alternative would shift the MT 72 alignment one block north from
Vaill Avenue to Broadway Avenue. Broadway is the historic “Main Street” commercial arterial within
the town and provides parking and direct access to the majority of the town’s businesses. From
the S-308 intersection, this alternative would travel along Railroad Avenue to Broadway Avenue
where it would connect to Broadway with a new 40 kilometers per hour (kph) (+/- 25 mph) curve.
Broadway Avenue would be improved to MDT standards through Belfry to Wisconsin Street, where
the highway would continue through another 40 kph (+/- 25 mph) curve and join the existing MT
72 alignment north of Wisconsin Street. This alternative would continue along the existing MT 72
alignment to North Dutch Lane. A new cul de sac would be constructed for the Belfry School south
of the proposed MT 72 alignment. In addition to roadway and intersection improvements or
construction, this alternative would involve replacement of the box culvert and corrugated metal
pipe on Bear Creek at MT 72, and the Clarks Fork “south” bridge. This alternative would feature
MDT’s urban typical section through town and transition to a rural typical section north of the
Wisconsin Street curve.

Rural Corridor: Modified Existing Alignment Alternative (Preferred Alternative)

Rural Corridor: Modified Existing Alignment Alternative (Preferred Alternative) would feature a rural
typical section throughout. The alignment would follow the existing roadway from North Dutch
Lane (+/- RP 12.7) to just north of the Clarks Fork “north” bridge at Lynn’s Corner, approximately
4.8 km (+/- 3 mi) north of Belfry. At Lynn’s Corner, the alignment would shift to the east with two
reverse curves to replace the existing substandard horizontal curve at this location. From the
reconstructed curve, the highway would proceed north along the existing roadway alignment to
the US 310 intersection. A number of modifications would occur at the MT 72/US 310 intersection
to improve safety and geometry at this high accident location. In addition to roadway, intersection,
and access improvements, this alternative would include replacement structures at Silver Tip Creek
bridge and Clarks Fork “north” bridge and replacement of structures at Dry Creek Canal and Sand
Creek Canal.

Rural Corridor: Ridgeway North Alternative

Rural Corridor: Ridgeway North Alternative also features a rural typical section throughout and is
identical in alignment to the proposed Modified Existing Alignment Alternative from North Dutch
Lane (+/- RP 12.7) to just south of Sand Creek Canal at approximately RP 20.3. It includes the
same improvements to Lynn’'s Corner and bridge replacements as the Preferred Alternative. At
Sand Creek Canal, from the point where the existing highway curves, the Ridgeway North
Alternative eliminates this curve and continues straight. It proceeds northeasterly on a new
alignment across Ridgeway Lane terminating at US 310 at a private driveway north of the existing
Ridgeway Lane intersection with US 310, across from the MDT Maintenance Yard Facility. The
existing MT 72/US 310 intersection would revert to local access under this alternative.
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Rural Corridor: Ridgeway South Alternative

Rural Corridor: Ridgeway South Alternative is identical to the Ridgeway North Alternative except
that it crosses Ridgeway Lane further east and terminates on US 310 south of the Ridgeway North
Alternative and north of the existing Ridgeway Lane intersection with US 310. This proposed
alignment closely follows a treeline on the eastern side to minimize intrusion into farm fields.

Typical Section: 9.6-m (= +/- 32-ft) Width Alternative

Typical Section: 9.6-m (32-ft) Alternative is MDT'’s standard for this type of rural highway and
volume of traffic. This proposed typical section includes two 3.6-m (12-ft) travel lanes with 1.2-m
(4-ft) shoulders. The typical right-of-way is 30 m (100 ft), although this varies based on specific
conditions in the corridor.

Typical Section: 12-m (= +/- 40-ft) Width Alternative

Typical Section: 12-m (40-ft) Alternative is similar to the 9.6-m (32-ft) Alternative, except it
provides wider shoulders, which are 2.4 m (8 ft). The public at several public meetings suggested
this typical section.

Impacts

Impacts are summarized and compared among proposed alternatives in Tables S-1 for the Belfry
Area and S-2 for the Rural Corridor.

All of the proposed build alternatives meet the purpose and need of the project by improving
safety as well as traffic flow, access, and pedestrian and bicycling activities. The No-Build
Alternative does not improve safety along the corridor, and therefore, does not meet the purpose
and need of the project.

Comparison of Typical Sections Impacts

Two typical sections, the 9.6-m (32-ft) and the 12-m (40-ft), were evaluated for the rural portion
of the corridor (i.e., the area outside the town of Belfry). Rural sections are present in both the
Belfry Area (between the town of Belfry and North Dutch Lane) and throughout the Rural Corridor.
The two typical sections are identical in all aspects except the 9.6-m (32-ft) section includes 1.2-m
(4-ft) shoulders, and the 12-m (40-ft) section includes 2.4-m (8-ft) shoulders. Although the
proposed 9.6-m (32-ft) typical section meets MDT standards, the public suggested the wider
shoulders as means to improve safety for highway users including the movement of agricultural
equipment. The wider shoulders are also consistent with the American Association of State
Highway and Transportation Officials (AASHTO) recommendations for the type of highway and
volume of traffic on MT 72.

The wider 12-m (40-ft) typical section creates small additional increases in ground disturbance and
property impacts as compared with the 9.6-m (32-ft) typical section. There would be slightly
greater impacts to farmlands, vegetation, wetlands, right-of-way, and floodplains from the wider
shoulders. However, the primary impacts to ground disturbance result from reconstruction of the
highway to current MDT standards (improving horizontal and vertical alignments, etc.). To
implement the 12-m (40-ft) typical section, combined total proposed project estimated costs for
the Preferred Alternatives in both segments would increase 15 percent from $16.1 million to $18.5
million.
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Although there would be slightly greater property and environmental impacts and a higher cost
associated with the proposed 12-m (40-ft) typical section, wider shoulders would also provide a
number of transportation benefits. For the 12-m (40-ft) typical section, the 2.4-m (8-ft) shoulders
improve travel and safety conditions as they allow a vehicle to pull off of the roadway and out of
the driving lanes. Wider shoulders encourage uniform speeds, which generally increase highway
capacity; improve roadside safety, as there is more recovery room for vehicles that stray outside of
the travel way; and improve sight distances around horizontal curves. In this project area, which
is dominated by agricultural uses, wider shoulders provide improved conditions for slow-moving
agricultural equipment to travel in the corridor and minimize conflicts with faster-moving through
traffic.

Comparison of Alignment Alternatives Impacts

In the Belfry Area, the Railroad Alignment Alternative and the Broadway Avenue Alternative would
address roadway deficiencies and meet the primary need to improve safety in the corridor. The
Railroad Alignment Alternative provides greater safety benefits by moving the highway to the
western edge of town and away from the school. It also would provide the opportunity to access a
BLM parcel on the Clarks Fork, which could be developed as a fishing access site. Impacts to
cultural resources, wetlands, and water quality would be similar for both alternatives. Both
Alternatives result in the relocation or acquisition of one business (Krum'’s Gift Shop) and two
residences (two mobile homes on the Toogood property) along Railroad Avenue. The Railroad
Alignment Alternative also may require the relocation or reconstruction of four structures on one
farm (the Brown Trust property). Whereas, the Broadway Avenue Alternative would not impact
this farm, it would impact the picnic area across from the Belfry school. The Railroad Alignment
Alternative would require slightly more acquisition of new right-of-way and could impact the
operations of one farm and the proposed redevelopment of one agricultural property (the Wolfe
property) as a hunting club. Due to the new crossing of the Clarks Fork, the Railroad Alignment
Alternative also would create slightly greater impacts to floodplains, water bodies, and aquatic
resources. For either typical section, the Railroad Alignment Alternative would cost about
$700,000 more than the Broadway Avenue Alternative.

In the Rural Corridor, all build alternatives, the Modified Existing Alignment Alternative, the
Ridgeway North Alternative, and the Ridgeway South Alternative would reduce roadway
deficiencies and improve safety. These three alternatives would improve safety by realigning
Lynn’s Corner, by improving intersections including the MT 72 and US 310 intersection, and by
relocating approximately 10 accesses that are within 150 m (500 ft) of a public road intersection
within the rural corridor. In addition, for the Modified Existing Alignment Alternative, four accesses
near US 310 would be consolidated by means of a new access road to improve the safety at the
reconfigured US 310 intersection. Impacts would be similar among the three proposed build
alternatives for most resource areas (in part because the alignment is identical among the
alternatives for much of the Rural Corridor segment). All alternatives would result in an impact to
the farming operation at Lynn’s Corner because a small parcel would be severed. The Modified
Existing Alignment Alternative and the Ridgeway South Alternative would each result in one
relocation/acquisition. However, the Modified Existing Alignment Alternative would result in less
farmland acquisition and fewer impacts to several agricultural operations in the corridor than both
the Ridgeway alternatives. The Modified Existing Alignment Alternative would cost approximately
10 percent more than the other alternatives.
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Conclusion

After consideration of the purpose and need of the project to improve safety and roadway
deficiencies, the Railroad Alignment Alternative in the Belfry Area and the Modified Existing
Alignment Alternative in the Rural Corridor were selected to be combined as the Preferred
Alternative for the proposed project. In the Belfry Area, the Railroad Alignment Alternative would
provide the greatest improvement to safety in town by relocating the highway outside the town
center and reducing conflicts with pedestrians, bicycles, and local traffic. It also would provide the
most improved safety conditions for the Belfry School, which was identified by the public as one of
the major concerns to be addressed by this proposed project.

The Modified Existing Alignment was selected as part of the Preferred Alternative for the Rural
Corridor. Although all three build alternatives improved safety and had similar impacts, the
Modified Existing Alignment Alternative had less impact on several agricultural operations.

Both the 9.6-m (32-ft) typical section with 1.2-m (4-ft) paved shoulders and the 12-m (40-ft)
typical section with 2.4-m (8-ft) paved shoulders would improve safety in the highway corridor.
The 12-m (40-ft) typical section would provide wider shoulders to further improve safety; whereas,
the 9.6-m (32-ft) typical section would have less environmental impact and a lower cost.

FHWA and MDT identified a design option that combines the best features of these two typical
section alternatives. The preferred typical section is a 12-m (40-ft) subgrade with a 9.6-m
(32-ft) paved top and flattened in-slopes. This option would feature an initial paved top of
9.6 m (32 ft). Paved 1.2-m (4-ft) shoulders with flattened in-slopes from this shoulder would offer
a wider shoulder and recovery area at the edge of the travelway. The increased width of the
shoulder area resulting from the paved and unpaved area would provide more room for movement
of agricultural equipment. This option would offer a lower initial paving cost and could easily
accommodate a future 12-m (40-ft) overlay when traffic volumes warrant a wider paved roadway
width. Until a full 12-m (40-ft) paved top is warranted, FHWA and MDT may consider using a 12-m
(40-ft) pavement near intersections, bridge approaches, or where school bus stops are located.
During the project’s final design, MDT and FHWA will determine appropriate locations, if any, for
the 12-m (40-ft) paved top.
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Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane)

Topic Area No-Build

Railroad Alignment Alternative (Preferred)

Broadway Avenue Alternative

9.6-m (approximately 32-ft) Typical Section

Not consistent with MT
72 at this proposed
project’s beginning at the
proposed Wyoming Line
to Belfry project’s
northerly end. Also not

Consistency with
connecting National
Highway System
(NHS) and Primary
Route widths, and

American X "
Association of State | consistent with US 310's
and Highway width at this proposed
Transportation project’s northerly end.
Officials (AASHTO) Not consistent with
recommendations

AASHTO
recommendations for 2-
lane highways in either
rural or developed areas.

Consistent with MT 72 for proposed Wyoming Line —
Belfry project’s typical section width, but narrower than
US 310 beyond this proposed project’s northerly end.

Narrower than suggested AASHTO widths.

Same impacts as Railroad Alignment Alternative.

Traffic Patterns Highway traffic continues

in front of school

Reduced traffic volumes (in front of Belfry School) on
Wisconsin St. and Vaill Ave.

Diverts highway traffic from residential area to railroad
alignment

Closure of one block of Vaill Avenue changes some local
traffic patterns

Reduced traffic volumes on Vaill Ave. and on
section of Wisconsin St. near school; traffic
volumes could increase on State and Wyoming St.
approaches to Vaill Ave.

Diverts highway traffic from residential to
commercial area of town

Closure of one block of Vaill Avenue changes some
local traffic patterns

Traffic Operations No impact

Improves traffic operations at MT 72/S-308 intersection

Same impacts as Railroad Alignment Alternative

listed below.)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry. Impacts are the same as the 9.6-m

(32-ft) rural section except for the additional impacts

Not consistent with MT
72 at this proposed
project’s beginning at the
proposed Wyoming Line
to Belfry project’s
northerly end. Also not
consistent with US 310’s
width at this proposed
project’s northerly end.

Consistency with
connecting NHS
and Primary Route
widths, and
AASHTO
recommendations.

Not consistent with
AASHTO
recommendations for 2-
lane highways in either
rural or developed areas.

Wider than MT 72 for proposed Wyoming Line — Belfry
project’s typical section width, but same as US 310
beyond this proposed project’'s northerly end.

Consistent with AASHTO 2-lane width
recommendations.

Same impacts as Railroad Alignment Alternative.

Highway Capacity No impact

Increased highway capacity from uniform speeds
encouraged by wider shoulders

Same impacts as Railroad Alignment Alternative.

Traffic Operations No impact

9.6-m (approximately 32-ft) Typical Section

Improves flow and passing because slow-moving traffic
can pull off roadway onto wider shoulder

ACCESS

Same impacts as Railroad Alignment Alternative.

Business Access Some entrances poorly

defined without curbs

Intersection improvement (MT 72/Broadway Ave.)
improves access to commercial area on Broadway Ave.

Improves business and parking access along
commercial area on Broadway Ave.

Belfry School No impact

No impact (highway traffic relocated)

Access from local street (Vaill Ave.) through new
cul de sac
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Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area

No-Build

Railroad Alignment Alternative (Preferred)

Broadway Avenue Alternative

ACCESS (continued)

9.6-m (approximately 32-ft) Typical Section (continued)

Driveway Access

Many residential
driveways directly access
highway

Fewer driveways accessing highway (fewer driveways
on Railroad Ave.). Opportunity to implement access
management within 150 m (500 ft) of public roads to
improve safety.

Fewer and different type of driveways accessing
highway; driveways are commercial not residential.
Opportunity to implement access management
within 150 m (500 ft) of public roads to improve
safety.

BLM Fishing Access | No impact New alignment provides access to BLM land for No impact
potential development of new fishing access on Clarks
Fork

MT 72 Access No impact New access/relocated access for properties on No impact

eliminated section of old MT 72.

noted below.)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry. Impacts are the same as the 9.6-m

(32-ft) rural section except for the additional impacts

Wider Shoulders

No impact

Improved access to school bus stops, mail boxes,
highway maintenance, fishing, and other uses adjacent
to highway

SAFETY

9.6-m (approximately 32-ft) Typical Section

Same impacts from wider shoulders as Railroad
Alignment Alternative

Tight Curve at Vaill
Ave. and Wisconsin
St.

Curve remains at school
and highway traffic
remains on it

Curve remains at school but there would be no highway
traffic on it.

Existing curve replaced with improved curve one
block north at Broadway Ave. and Wisconsin St at
north end of school.

Belfry School
Safety

Safety issues at school
would not change

Reduced traffic volumes and speeds on Wisconsin St.
and Vaill Ave. improve pedestrian safety at school.

Reduced traffic volumes on Wisconsin St. and Vaill
Ave. improve pedestrian safety for southern portion
of Belfry School (traffic volumes at Wisconsin St.
and Broadway Ave. for northern portion of school
are unchanged from no-build)

Cul de sac on Wisconsin Street provides an
opportunity for a school drop-off/pick-up area

Neighborhood
Safety

Highway traffic continues
in residential area

Diverting traffic from Vaill Ave. (residential area) to
Railroad Ave. (less developed residential/commercial
area) is more compatible with pedestrian movements

Diverting traffic from Vaill Ave. (residential area) to
Broadway Ave. (commercial area) more compatible
with pedestrian movements

Side Slopes, Clear

Substandard conditions

Improved to meet MDT standards to improve safety

Same impacts as Railroad Alignment Alternative.

Zones, and remain
Shoulders
Intersections Skewed accesses remain Improved driveway and public road geometry improves Same impacts as Railroad Alignment Alternative.

safety

noted below.)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry. Impacts are the same as the 9.6-m

(32-ft) rural section except for the additional impacts

Wider Shoulders

No impact

Wider shoulders provide more recovery room for errant
vehicles, improve sight distance, and allow disabled
vehicles to pull completely out of travel lane

PEDESTRIAN AND BICYCLES

9.6-m (approximately 32-ft) Typical Section

Same impacts from wider shoulders as Railroad
Alignment Alternative

In Belfry

No defined sidewalks

Sidewalks provided on MT 72 from S-308 along Railroad
Ave. and at Broadway Ave. intersection improves
connections and enhances safety

Sidewalks provided on MT 72 from S-308 along
Broadway Ave. to Wisconsin St. improve
connections and enhance safety

North of Belfry

No impact

Wider shoulder area improves safety conditions for
pedestrian and bicycle movements, school bus stops

Same impacts from wider shoulder as Railroad
Alignment Alternative.
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Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area

No-Build

Railroad Alignment Alternative (Preferred)

Broadway Avenue Alternative

PEDESTRIAN AND BICYCLES (continued)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry.)

North of Belfry

No impact

LAND USE (Both Typical Sections)

Population Growth Not likely to induce growth. Not likely to induce growth.

Increased distance between high-speed vehicular traffic

and pedestrians and bicycles improves safety conditions

more than 9.6-m (32-ft). Meets AASHTO
recommendations for 1.2-m (4-ft) clear area for bicycle
use in shoulder.

Same impacts from wider shoulder as Railroad
Alignment Alternative

PARKS AND RECREATION (Both Typical Sections)

Belfry School

Fishing Access No impact Informal fishing access at existing Clarks Fork “south” Informal fishing access at Clarks Fork “south”
bridge could be impacted because this area would no bridge would not change.
longer be in MDT right-of-way.
Opportunity for BLM to develop official fishing access to
its property adjacent to new alignment
Picnic Area near No impact No impact Cul de sac impacts 60% (approximately 0.1 ha (0.4

PRIME AND IMPORTANT FARMLANDS

9.6-m (approximately 32-ft) Typical Section

ac)) of picnic area property used by traveling
public; would potentially eliminate its use as a
picnic area.

Direct and Indirect
Impacts

No impact

10.0 ha (24.6 ac)

6.4 ha (15.9 ac)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry.)

Direct and Indirect
Impacts

No impact

10.4 ha (25.7 ac)

FARM OPERATIONS

9.6-m (approximately 32-ft) Typical Section

6.4 ha (15.9 ac)

Movement of Farm
Equipment on MT

Continued conflicts with
vehicles and farm

Would improve safety and movement of farm
equipment through corridor due to improved through-

Same impacts as Railroad Alignment Alternative.

72 equipment traffic passing with wider 1.2-m (4-ft) shoulders.
Brown Trust No impact Alignment bisects property. Adversely affects efficiency No impact
Property of operations (e.g., production at feedlots; access to
corrals, outbuildings, fuel storage and mechanic’s
shop). Could require relocation of 4 structures
elsewhere on the property.
Spaulding Property No impact Current MT 72 alignment bisects property; relocating No impact
MT 72 would provide opportunity to reconnect property
and improve productivity
Wolfe Property No impact Alignment bisects property. Would adversely affect No impact

owner’s proposed plan to change use of parcel from
farming to hunting club.

listed below.)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry. Impacts are the same as the 9.6-m

(32-ft) rural section except for the additional impacts

Movement of Farm
Equipment

No impact

Safety and movement of farm equipment would be
improved more with wider shoulder area, which is
increased to 2.4 m (8 ft).

Same impacts as Railroad Alignment Alternative
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Belfry-North

F STPP 72-1(1)10 CN 1016

Environmental Assessment

December 2004

Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area No-Build

IRRIGATION (Both Typical Sections)

Railroad Alignment Alternative (Preferred)

Broadway Avenue Alternative

Bear Creek/Youst
Ditch

No impact

Would affect some irrigation waste ditches in Belfry
area but would not adversely impact irrigation
operations.

New conveyances on Youst Ditch system would improve
irrigation operations of Brown Trust property

Replacement of culverts at Youst Ditch and Bear
Creek would improve conveyance structures.

Irrigation Ditches

SOCIAL CONDITIONS

9.6-m (approximately 32-ft) Typical Section

Some relocations would be required; relocations would
either improve or have a neutral effect on irrigation
operations

Same impacts as Railroad Alignment Alternative

Emergency Vehicle No impact Access reduced to one intersection on west side (at Access on east side is via existing intersections with
and Fire Railroad Ave. (MT 72) and Broadway Ave.). MT 72 MT 72 and Wisconsin St. (Wisconsin St. at Carbon
Department Access along Wisconsin St. north of town is removed; one St., Wisconsin St. at Broadway Ave., and Wisconsin
from Bridger block of Vaill Ave. between Railroad Ave. (MT 72) and St. at Vaill Ave.). Wisconsin St./Vaill Ave.
Montana St. is removed. Access would become more intersection would be eliminated. Access would
circuitous for some areas but shorter for others. become more circuitous for some areas but shorter
Redistribution of access would not substantially affect for others. Redistribution of access would not
response times because geographic area of Belfry is substantially affect response times because
small. geographic area of Belfry is small.
Fire Department No impact No impact No impact
Access in Belfry
Hospital Access No impact Similar to existing conditions (from Belfry to Red Lodge Same impacts as Railroad Alignment Alternative
via S-308)
Police and No impact Wider shoulders provide areas for vehicles to partially Same impacts as Railroad Alignment Alternative
Emergency pull off highway for law enforcement or emergency
Operations services

noted below.)

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry. Impacts are the same as the 9.6-m

(32-ft) rural section except for the additional impacts

Police and
Emergency
Operations

No impact.

9.6-m (approximately 32-ft) Typical Section

Increased shoulder width allows vehicles to move out of
the travel lane to shoulder for law enforcement and
emergency services

ECONOMIC

Same impacts as Railroad Alignment Alternative

Commercial
Property Impacts

No impact

Relocation/acquisition of Krum gift shop, and potential
impacts to proposed hunting club on Wolfe property.

Relocation/acquisition of Krum gift shop; Webb
Coal Scale access modified (main building not
operating); and Kose Grocery overhang may need
reconstruction

Belfry Businesses Little opportunity for

through-traffic business

Would result in better access/visibility to commercial
center with relocation of highway to Railroad Ave. and
improved Broadway Ave. intersection.

Relocating travel corridor could enhance economic
opportunity because traffic would travel through
commercial center of town.

Project Cost N/A

$4.7 million

$4.0 million

12-m (approximately 40-ft) Typical Section (Impacts are same as 9.6-m (32-ft) in town, where the urban typical section is used; transition to rural typical
section, where shoulder widths differ, occurs north of the town of Belfry.)

Project Cost N/A

Increases by 9% to $5.1 million

Increases by 9% to $4.4 million
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Belfry-North 7 N\ Environmental Assessment

F STPP 72-1(1)10 CN 1016 December 2004

Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area No-Build Railroad Alignment Alternative (Preferred) Broadway Avenue Alternative

RIGHT-OF-WAY (ROW) AND RELOCATIONS/ACQUISITIONS

9.6-m (approximately 32-ft) Typical Section

Approximate New N/A 15.0 ha (37.2 ac) 9.3 ha (23.0 ac)
ROW
Relocations/ No impact 7 relocations/acquisitions: Krum business (former 3 relocations/acquisitions: Krum business (former
Acquisitions Junction Exxon), 2 mobile homes on Toogood property; Junction Exxon) and 2 mobile homes on Toogood
4 farm structures on Brown Trust property property
Utility relocations (not likely to affect service) Utility relocations (not likely to affect service)
Public Property No impact BLM property impact 0.3 ha (0.8 ac); Belfry property Belfry School properties: school bus facility parking

area 0.1 ha (0.1 ac); and staff parking lot and

near sewage lagoon 0.2 ha (0.5 ac) picnic area are 0.3 ha (0.8 ac)

12-m (approximately 40-ft) Typical Section

Approximate New N/A 15.8 ha (39.0 ac) 9.9 ha (24.5 ac)

ROW

Relocations No impact Same impacts as 9.6-m (32-ft) typical section. Same impacts as 9.6-m (32-ft) typical section.
Public Property No impact Same impacts as 9.6-m (32-ft) typical section. Same impacts as 9.6-m (32-ft) typical section.

CULTURAL RESOURCES (Both Typical Sections)

Clarks Fork “south” No effect Adverse effect. New alignment bypasses bridge; bridge Adverse effect. Bridge is narrow and would require

bridge would be removed but could be left in place if new replacement; bridge could be left in place if new

(24CB707/1144) owner assumes maintenance of bridge. owner assumes maintenance of bridge.

MW&S Railroad No effect No adverse effect. Design modification implemented to No effect

Maintenance Shop avoid impacts to building. Setting remains largely

(24CB1146) intact, and the characteristics that make the site eligible

for the NRHP would be perpetuated.

Kose Grocery No effect No effect No adverse effect. Sidewalk reconstructed adjacent

(24CB1813) to building, overhang would be retained or
reconstructed; structure not impacted.

Holland Lumber No effect No effect No adverse effect. Access modified; no structures

(24CB1803) impacted.

Middlesworth No effect No effect No effect

Farmhouse

(25CB1145)

MW&S Railroad No effect No effect No effect

Depot (24CB1148)

First Presbyterian No effect No effect No effect
(United Methodist
Church) (24CB678)

Riddle House No effect No effect No effect
(24CB676)

Youst Ditch No effect No effect No effect
(24CB1817)

NOISE (Both Typical Sections)

Impacted None 2 residences 4 residences
Receptors
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Belfry-North 77 N\ Environmental Assessment

F STPP 72-1(1)10 CN 1016 December 2004

Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area No-Build Railroad Alignment Alternative (Preferred) Broadway Avenue Alternative

WATER RESOURCES/WATER QUALITY

9.6-m (approximately 32-ft) Typical Section

Impervious No impact Impervious surfaces would increase 1.7 ha (4.2 ac), Impervious surfaces would increase 2.2 ha (5.4
Surfaces which could contribute to increased runoff, water ac), which could contribute to increased runoff,
temperatures, and pollutant loads. water temperatures, and pollutant loads.
Construction and No impact Construction and removal of structures at Bear Creek, Construction and removal of structures at Bear
Removal of Clarks Fork, and seven drainage or irrigation ditches Creek, Clarks Fork, and six drainage or irrigation
Structures could increase erosion and interrupt flow. ditches could increase erosion and interrupt flow.

12-m (approximately 40-ft) Typical Section

Impervious No impact Impervious surfaces would increase 4.0 ha (9.9 ac), Impervious surfaces would increase 4.4 ha (10.9
Surfaces which could contribute to increased runoff, water ac), which could contribute to increased runoff,
temperatures, and pollutant loads. water temperatures, and pollutant loads.
Construction and No impact Construction and removal of structures at Bear Creek, Construction and removal of structures at Bear
Removal of Clarks Fork, and seven drainage or irrigation ditches Creek, Clarks Fork, and six drainage or irrigation
Structures could increase erosion and interrupt flow. ditches could increase erosion and interrupt flow.

WETLANDS

9.6-m (approximately 32-ft) Typical Section

Jurisdictional No impact 0.17 ha (0.43 ac) 0.15 ha (0.38 ac)

Non-jurisdictional No impact 0.05 (0.12 ac) 0.16 ha (0.40 ac)

Indirect Impacts No impact Small impacts from reduction in flood storage, habitat Small impacts from reduction in flood storage,
reduction, and degradation in water quality habitat reduction, and degradation in water quality

12-m (approximately 40-ft) Typical Section

Jurisdictional No impact 0.18 ha (0.44 ac) 0.16 ha (0.40)

Non-jurisdictional No impact 0.05 ha (0.128 ac) 0.22 ha (0.53 ac)

Indirect impacts No impact Small impacts from reduction in flood storage, habitat Small impacts from reduction in flood storage,
reduction, and degradation in water quality habitat reduction, and degradation in water quality

VEGETATION

9.6-m (approximately 32-ft) Typical Section

Noxious Weeds No impact Potential increase in noxious weeds because of Minimal potential increase in noxious weeds from
increased disturbance from new alignment and disturbance within current alignment
disturbance of area

Vegetation No impact Small loss of riparian vegetation from replacement of / Small loss of riparian vegetation from replacement
construction of new bridges and culverts. Loss of of bridges and culverts. Loss of mature trees along
mature trees along Railroad Avenue. Railroad Avenue.

12-m (approximately 40-ft) Typical Section

Noxious Weeds No impact Slightly greater potential increase in noxious weeds Minimal potential increase in noxious weeds is
than 9.6-m (32-ft) typical section due to slightly larger slightly greater than for 9.6-m (32-ft) typical
disturbance area from wider shoulders section because of slightly larger disturbance area

from wider shoulders

Vegetation No impact Slightly greater disturbance of riparian vegetation than Slightly greater disturbance of riparian vegetation
9.6-m (32-ft) typical section due to larger disturbance than 9.6-m (32-ft) typical section due to larger
area from wider shoulders. Loss of mature trees along disturbance area from wider shoulders. Loss of
Railroad Avenue. mature trees along Railroad Avenue.
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Environmental Assessment

Belfry-North

F STPP 72-1(1)10 CN 1016 December 2004

Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area

No-Build

Railroad Alignment Alternative (Preferred)

WILDLIFE AND MIGRATORY BIRDS (Both Typical Sections)

Broadway Avenue Alternative

Collisions

AQUATIC SPECIES

Montana Species of
Special Concern

(Both Typical Sections)

No impact

Montana Species of | No impact No effect to white-tailed prairie dog, spotted bat, pallid Similar but slightly less overall impact to habitat

Special Concern bat, or sagebrush lizard because of lack of suitable areas as Railroad Alignment Alternative due to the
habitat. expansion along an existing roadway.

No effect to the northern leopard frog because suitable
habitat would not be disturbed.

May affect milk snake and mountain plover (should they
be present), but it is not likely to contribute to a trend
toward Federal listing or loss of viability of these
species.

Other Wildlife No impact Small potential impacts to species and habitat, but Similar impacts as Railroad Alignment Alternative,
unlikely to contribute to trends toward Federal listing of | except slightly smaller impact due to expansion
loss of viability of any wildlife species along an existing roadway

Birds No impact Potential disturbance to cliff swallows, if nesting under Same impacts as Railroad Alignment Alternative
bridges.

Wildlife/Vehicle No impact Would potentially decrease collisions due to improved Same impacts as Railroad Alignment Alternative

clear zone, flatter side slopes, and wider shoulders that
would improve sight distance and provide opportunity
for driver avoidance maneuvers.

May affect Yellowstone cutthroat trout or burbot
individual (should they be present), but it is not likely to
contribute to a trend toward Federal listing or loss of
viability of these species as there are no spawning
areas in the project area.

Same impacts as Railroad Alignment Alternative.

Dog
FLOODPLAINS (Bo

Encroachments to
100-year Floodplain

Crossings

th Typical Sections)

Continued transverse
encroachment at Bear
Creek/Youst Ditch and
Clarks Fork and
longitudinal
encroachment of Clarks
Fork

No impact

THREATENED AND ENDANGERED SPECIES (Both Typical Sections)

Bald Eagle No effect Not likely to adversely affect Not likely to adversely affect
Black-Footed Ferret | No effect No effect No effect

Gray Wolf No effect No effect No effect

Black-tailed Prairie No effect No effect No effect

The realignment of MT 72 results in a new transverse
encroachment at Bear Creek and a new transverse
encroachment at Clarks Fork that merges into an
existing longitudinal encroachment of the Clarks Fork
floodplain. At the existing longitudinal encroachment of
Clarks Fork, additional encroachments are limited to
increased width and side slopes.

WATER BODY MODIFICATIONS (Both Typical Sections)

Additional new crossings of Bear Creek and Clarks Fork
could disturb stream hydrology.

Existing Clarks Fork “south” bridge would likely be
removed, which would improve stream flow in the long-
term.

Other structures replaced at existing locations could
disturb stream hydrology.

Conditions similar to No-Build. Additional
encroachments are limited to increased width and
side slopes at existing encroachment areas

Structures replaced at existing crossing locations
could disturb stream hydrology

Less resource impact to Clarks Fork from bridge
construction, which would occur near currently
disturbed area as opposed to a new, previously
undisturbed location under the Railroad Alignment
Alternative.
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Environmental Assessment

Belfry-North

F STPP 72-1(1)10 CN 1016 December 2004

Table S.1 Summary of Impacts by Alternative, Belfry Area (S-308 to North Dutch Lane) (continued)

Topic Area

No-Build

Railroad Alignment Alternative (Preferred)

HAZARDOUS MATERIALS (Both Typical Sections)

Broadway Avenue Alternative

NRHP-eligible
Clarks Fork “south”
Bridge

No impact

Tanker Truck Fuel No impact Potential impacts at unknown locations throughout rural | Same impacts as Railroad Alignment Alternative
Spills portion of corridor
Historic Railroad No impact Disturbance of soils near railroad could potentially No impact
Operations disturb contaminated soils and impact nearby soils and
groundwater.
MW&S Railroad No impact Potential impact from disturbance of lead contaminated No impact
Maintenance Shop and potentially arsenic contaminated soils surrounding
shop
Black's Service No impact No impact Potential impact from disturbance of potentially
Station LUST contaminated soils
School Bus Barn/ No impact No impact Potential impacts from disturbance of petroleum-
Garage contaminated soils
Bridges No impact Potential impacts from removal of bridges that may be Same impacts as Railroad Alignment Alternative

painted with lead-containing paints or constructed with
treated timbers

SECTION 4(f) (Both Typical Sections)

Section 4(f) use if bridge is removed, which would be
required if new owner cannot be identified.

Section 4(f) use if bridge is removed, which would
be required if new owner cannot be identified.

NRHP-eligible
MW&S Railroad
Maintenance Shop

No impact

No Section 4(f) use.

No Section 4(f) use.

NRHP-eligible Kose
Grocery

No impact

No Section 4(f) use.

No Section 4(f) use.

NRHP-eligible
Holland Lumber

No impact

No Section 4(f) use.

No Section 4(f) use.

NRHP-eligible
Middlesworth
Farmhouse

No impact

No Section 4(f) use.

No Section 4(f) use.

NRHP-eligible
MW&S Railroad
Depot

No impact

No Section 4(f) use.

No Section 4(f) use.

NRHP-eligible First
Presbyterian
Church

No impact

No Section 4(f) use.

No Section 4(f) use.

NRHP-eligible
Riddle House

Temporary Impacts
during Construction

No impact

No impact

No Section 4(f) use.

CONSTRUCTION IMPACTS (Both Typical Sections)

Increased noise, mobile source air emissions, fugitive
dust (dust in air), soil erosion, sedimentation; use of
construction easements and staging areas; traffic
delays; traffic congestion; potential for hazardous
materials spills; visual intrusions; and displacement of
wildlife, migratory birds, and aquatic species.

Disruption of residential and business accesses,
parking, emergency response, irrigation systems, and
utility connections.

Short-term creation of direct and indirect jobs
associated with construction

No Section 4(f) use.

Same impacts as Railroad Alignment Alternative
except disruptions to traffic, access, and parking in
Belfry would be greater because of construction
within the town on Broadway Ave. versus in the
less developed railroad alignment area.
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Belfry-North 7~ AN

F STPP 72-1(1)10 CN 1016

Environmental Assessment

December 2004

Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection)

Topic Area

No-Build

Modified Existing Alignment
(Preferred)

9.6-m (approximately 32-ft) Typical Section

Ridgeway North

Ridgeway South

Consistency with
connecting NHS
and Primary Route
widths, and
AASHTO
recommendations.

Not consistent with
MT 72 at this
proposed project’s
beginning at the
proposed Wyoming
Line to Belfry project’s
northerly end. Also
not consistent with US
310's width at this
proposed project’s
northerly end.

Not consistent with
AASHTO
recommendations for
2-lane highways in
rural areas.

Consistent with MT 72 for proposed
Wyoming Line — Belfry project’s typical
section width, but narrower than US
310 beyond this proposed project’s
northerly end.

Narrower than suggested AASHTO
widths.

Same impacts as Modified Existing
Alignment

Same impacts as Modified Existing
Alignment

Traffic Operations

No impact

Slow-moving traffic can use shoulder
but cannot pull completely out of
travelway and may still delay other
traffic

Same impacts as Modified Existing
Alignment

Same impacts as Modified Existing
Alignment

MT 72/US 310
Intersection

Confusing layout
would remain

MT 72 intersection with
US 310 would be realigned to improve
safety and traffic movements

New design and location for MT
72/US 310 intersection would
improve safety and traffic
movements

Same improvement as Ridgeway
North

12-m (approximately 40-ft) Typical Section

Consistency with
connecting NHS
and Primary Route
widths, and
AASHTO
recommendations.

Not consistent with
MT 72 at this
proposed project’s
beginning at the
proposed Wyoming
Line to Belfry project’s
northerly end. Also
not consistent with US
310's width at this
proposed project’s
northerly end.

Not consistent with
AASHTO
recommendations for
2-lane highways in
rural areas.

Wider than MT 72 for proposed
Wyoming Line — Belfry project’s typical
section width, but same as US 310
beyond this proposed project’s
northerly end.

Consistent with AASHTO 2-lane width
recommendations for rural highways.

Same impacts as Modified Existing
Alignment

Same impacts as Modified Existing
Alignment

Traffic Operations

No impact

Slow-moving traffic can pull off
roadway onto wider shoulder

Increased highway capacity from
uniform speeds encouraged by wider
shoulders

Same impacts as Modified Existing
Alignment

Same impacts as Modified Existing
Alignment

MT 72/US 310
Intersection

Confusing layout
would remain

Same improvements as
9.6-m (32-ft) typical section

Same improvements as
9.6-m (32-ft) typical section

Same improvements as
9.6-m (32-ft) typical section
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Belfry-North

F STPP 72-1(1)10 CN 1016

Environmental Assessment

December 2004

Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Topic Area

No-Build

Modified Existing Alignment
(Preferred)

Ridgeway North

ACCESS

9.6-m (approximately 32-ft) Typical Section

Ridgeway South

Intersection
Geometry

Skewed intersections
would remain

Skewed intersections would be rebuilt
perpendicular to MT 72

Same impacts as Modified Existing

Alignment

Same impacts as Modified Existing
Alignment

MT 72 Access

No impact

Four accesses near the US 310
intersection would be consolidated by
means of a new access road to improve
safety at the reconfigured US 310
intersection.

Minor inconvenience for relocated
accesses for removed portion of MT
72, residential access at US 310,

and Ridgeway Lane

Because of cul de sac, access to
east side of Ridgeway Lane would
require out-of-direction travel via

US 310

Same impacts as Ridgeway North
Alternative

Access
Management

Safety conflicts with
multiple direct
residential and
business accesses
onto MT 72 would
continue

Implementing access management
within 150 m (500 ft) of public road
intersections would relocate
approximately 10 accesses to improve
safety.

Same impacts as Modified Existing

Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Access Adjacent to
Highway

No impact

Wider shoulders would improve access
to school bus stops, mail boxes, and
highway maintenance

Same impacts as 9.6-m (32-ft)

typical section

SAFETY

9.6-m (approximately 32-ft) Typical Section

Same impacts as 9.6-m (32-ft)
typical section

Curve at Lynn’s
Corner

Substandard curve
would remain

Curve would be realigned to meet MDT
standards to improve safety

Same impacts as Modified Existing

Alignment

Same impacts as Modified Existing
Alignment

MT 72/US 310

Problematic curves,

Would provide reconfigured MT 72 and

Provides a new MT 72 and US 310

Same impacts as Ridgeway North

continue at bluff and
bridges

bluff shadows and icy conditions.

Replacement of bridges over Sand
Creek Canal may reduce a source of ice
and would improve highway safety

Intersection ramps, sight US 310 intersection, improving safety. intersection which would eliminate Alternative
distances, speeds, and L problems with existing intersection
signage would not be Eliminating southbound “off ramp” and improve safety
addressed would reduce speed through
intersection, reduce driver confusion,
and improve safety
Intersections Limited sight distance Skewed county road intersections Same impacts as Modified Existing Same impacts as Modified Existing
and undesirable would be adjusted or consolidated to Alignment Alignment
approach angles for improve sight distance and approaches
county road
intersections would
remain
Icing Icy conditions would Slight realignment to east may lessen Avoids icy bluff area; however, Same impacts as Ridgeway North

drifting snow across Ridgeway Lane
area may result in safety concerns

Replacement of bridges over Sand
Creek Canal may reduce a source
of ice and would improve highway

safety

Alternative

Side Slopes, Clear
Zones, and
Shoulders

Substandard
conditions remain

Narrow or nonexistent
shoulders would
remain

Would be improved to meet MDT
standards.

Addition of shoulders would reduce
conflicts between agricultural
equipment and other vehicles

Same impacts as Modified Existing

Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative
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Belfry-North

F STPP 72-1(1)10 CN 1016

Environmental Assessment

December 2004

Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Topic Area

SAFETY (continued

No-Build

Modified Existing Alignment
(Preferred)

Ridgeway North

‘

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Ridgeway South

Shoulders

PEDESTRIANS AND

Narrow or nonexistent
shoulders remain

BICYCLES

Wider shoulders would provide more
recovery room for errant and
agricultural vehicles, improve sight
distance around horizontal curves, and
allow disabled vehicles able to pull
completely out of travel lane

9.6-m (approximately 32-ft) Typical Section

Same benefits as Modified Existing
Alignment Alternative

Same benefits as Modified Existing
Alignment Alternative

Rural Corridor

No impact

Wider shoulders would improve
conditions for pedestrian and bicycle
movements, school bus pickup and
drop-off

Same impacts as Modified Existing
Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

12-m (approximately 40-ft) Typical Section

Rural Corridor

No impact

Wider shoulders would increase
distance between high speed vehicular
traffic and pedestrians and bicycles

Would meet AASHTO recommendations
for 1.2-m (4-ft) clear area for bicycle
use in shoulder

Same impacts as Modified Existing
Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

LAND USE (Both Typical Sections)

Not likely to induce growth. Not likely to induce growth. Not likely to induce growth.

Population Growth

PRIME AND IMPORTANT FARMLANDS

9.6-m (approximately 32-ft) Typical Section

Direct and Indirect
Impacts

No impact

38.4 ha (94.8 ac)

41.0 ha (101.3 ac)

42.1 ha (103.9 ac)

12-m (approximately 40-ft) Typical Section

Direct and Indirect
Impacts

FARM OPERATIONS

No impact

40.5 ha (99.9 ac)

9.6-m (approximately 32-ft) Typical Section

42.9 ha (106.0 ac)

43.9 ha (108.4 ac)

Movement of Farm
Equipment on MT
72

Continued conflicts
with vehicles and farm
equipment

Wider shoulders of 1.2-m (4-ft) would
provide farm equipment with improved
movement and safety

Same impacts as Modified Existing
Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

Hergenrider No impact Eastward alignment shift near the Same impacts as Modified Existing Same impacts as Modified Existing
Property Hergenrider property would impact the Alignment Alternative Alignment Alternative
corrals, stock shelter and feed lot
Aisenbrey Property No impact Eastward alignment shift near Same impacts as Modified Existing Same impacts as Modified Existing
Aisenbrey property would impact grain Alignment Alternative Alignment Alternative
silos and silage pit
K-E-W Trust No impact Eastward alignment shift at Lynn’s Same impacts as Modified Existing Same impacts as Modified Existing
Property (Lynn’s Corner would partition property; Alignment Alternative Alignment Alternative
Corner) partitioned parcel may not be large
enough for agricultural use unless
combined with adjoining parcels west of
alignment
Peterson Property No impact No impact Divides field; efficiency of Same impacts as Ridgeway North

operations would be reduced

Alternative

>
v
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Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Topic Area

No-Build

FARM OPERATIONS (continued)

Modified Existing Alignment
(Preferred)

9.6-m (approximately 32-ft) Typical Section (continued)

Ridgeway North

Ridgeway South

Meinhardt Property | No impact No impact Divides field; one remainder parcel Same impacts as Ridgeway North
may be too small to farm; Alternative
efficiency of operations would be
reduced

Richards Property No impact No impact No impact Divides field; efficiency of operations

would be reduced

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Movement of Farm
Equipment on MT
72

Sand Creek Canal

Continued conflicts
with vehicles and farm
equipment

IRRIGATION (Both Typical Sections)

No impact

Safety and movement of farm
equipment would be improved more
with wider shoulder area, which is
increased to 2.4 m (8 ft)

Improvements to Sand Creek Canal
conveyances would have beneficial
effect to Nash and Mienhardt properties

Same impacts as Modified Existing

Alignment Alternative

Same impacts as Modified Existing

Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

Irrigation Ditches

SOCIAL CONDITIO

No impact

NS

Some relocations would be required;
relocations would either improve or
have a neutral effect on irrigation
operations. Could impact irrigation to
western (remainder) parcel of K-E-W
Trust property at Lynn’s Corner.

9.6-m (approximately 32-ft) Typical Section

Same impacts as Modified Existing

Alignment Alternative

Same impacts as Modified Existing
Alignment Alternative

emergency services

Emergency Access No impact No impact Emergency access from Bridger to Same impacts as Ridgeway North
hospital in Red Lodge for Ridgeway | Alternative
Lane residents would be more
circuitous due to cul de sac
Police and No impact Wider shoulders would provide areas Same impacts as Modified Existing Same impacts as Modified Existing
Emergency for vehicles to partially pull out of the Alignment Alternative Alignment Alternative
Operations travelway for law enforcement or

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Police and
Emergency
Operations

No impact.

Increased shoulder width would allow

vehicles to move out of the travel lane
onto shoulder for law enforcement and
emergency services

Same impacts as Modified Existing

Alignment Alternative

ECONOMIC

9.6-m (approximately 32-ft) Typical Section

Same impacts as Modified Existing
Alignment Alternative

Commercial
Property Impacts

Thunder Mountain Log Works would be
relocated or acquired.

Kapor Lumber property would be
impacted; Kapor accesses on US 310
and MT 72 would be modified and or
consolidated to improve intersection
geometry. The changes in access may
impact operations but are not likely to
impact viability of business.

Would change MT 72 access to
Kapor Lumber and Thunder
Mountain Log Works; would

improve accesses for both

businesses off US 310; not likely to
impact business operations or

viability of business.

Same impacts as Ridgeway North
Alternative.

Project Cost

N/A

$11.3 million

$10.3 million

$10.6 million
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Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Modified Existing Alignment
(Preferred)

Topic Area No-Build Ridgeway North Ridgeway South

ECONOMIC (continued)

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Project Cost N/A Increases 18% to $13.3 million Increases 17% to $12.1 million Increases 18% to $12.5 million

RIGHT-OF-WAY (ROW) AND RELOCATIONS/ACQUISITIONS

9.6-m (approximately 32-ft) Typical Section

Approximate New N/A 47.2 ha (116.6 ac) 44.1 ha (108.9 ac) 44.0 ha (108.8 ac)
ROW
Relocations/ No impact 1 relocation/acquisition: Thunder No relocations/acquisitions except 1 relocation/acquisition: Peterson
Acquisitions Mountain Log Works utility relocations property
Utility relocations Utility relocations

Potential No impact Potential relocation of Aisenbrey grain 1 potential relocation/acquisition: 2 potential relocations/ acquisitions:
Relocations/ silo and silage pit. Feller property; and potential 1 farm structure on Richards
Acquisitions relocation of Aisenbrey grain silos property; 1 structure on Peterson

and silage pit. property; and potential relocation of

Aisenbrey grain silos and silage pit.

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Approximate New N/A 50.3 ha (124.3 ac) 46.9 ha (115.8 ac) 46.9 ha (115.9 ac)
ROW

CULTURAL RESOURCES (Both Typical Sections)

Sand Creek Canal No effect No effect Adverse Effect. Small portion of Same impacts as Ridgeway North
(24CB1050) Sand Creek Canal may need to be Alternative
rechanneled.
Dry Creek Canal No effect No effect No effect No effect
(24CB1154)
Golden Ditch No effect No effect No effect No effect
(24CB1152)
Jennings No effect No effect No effect No effect
Homestead
(24CB1848)

NOISE (Both Typical Sections)

Impacted No impact 1 residence 4 residences 4 residences
Receptors

WATER RESOURCES/WATER QUALITY

9.6-m (approximately 32-ft) Typical Section

Impervious No impact Impervious surfaces would increase 7.1 Impervious surfaces would increase | Impervious surfaces would increase

Surfaces ha (17.5 ac), which could contribute to 6.0 ha (14.8 ac), which could 5.7 ha (14.1 ac), which could
increased runoff, water temperatures, contribute to increased runoff, contribute to increased runoff, water
and pollutant loads. water temperatures, and pollutant temperatures, and pollutant loads.

loads.

Construction and No impact Construction and removal of structures Construction and removal of Same impacts as Ridgeway North,

Removal of at Clarks Fork, Silver Tip Creek, and structures at Clarks Fork, Silver Tip except alignment would be even

Structures Sand Creek Canal could increase Creek, and Sand Creek Canal could closer (adjacent) to Clarks Fork.
erosion and interrupt flow increase erosion and interrupt flow.

Proposed alignment would be much
closer to Clarks Fork, which would
increase potential for contaminants
and sediments to enter the
waterway.
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Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Topic Area

WATER RESOURCE

No-Build

S/WATER QUALITY (co

Modified Existing Alignment
(Preferred)

ntinued)

Ridgeway North

12-m (approximately 40-ft) Typical Section (Impacts same as 9.6-m (32-ft) typical section except for impacts noted below.)

Ridgeway South

Removal of
Structures

WETLANDS

(32-ft) typical section.

9.6-m (approximately 32-ft) Typical Section

Impervious No impact Impervious surfaces would increase to Impervious surfaces would increase | Impervious surfaces would increase
Surfaces 18.3 ha (45.2 ac), which could to 16.6 ha (41.0 ac), which could to 16.2 ha (40.0 ac), which could
contribute to increased runoff, water contribute to increased runoff, contribute to increased runoff, water
temperatures, and pollutant loads. water temperatures, and pollutant temperatures, and pollutant loads.
loads.
Construction and No impact Same structure impacts as 9.6-m Same structure impacts as 9.6-m Same structure impacts as 9.6-m

(32-ft) typical section.

(32-ft) typical section.

storage, habitat reduction, and
degradation in water quality

Jurisdictional No impact 0.57 ha (1.41 ac) 0.57 ha (1.41 ac) 0.57 ha (1.41 ac)
Non-jurisdictional No impact 0.871 ha (2.152 ac) 0.937 ha (2.315 ac) 0.877 ha (2.167 ac)
Non-jurisdictional No impact 0.003 ha (0.007 ac) 0.003 ha (0.008 ac) No impacts

isolated areas

Indirect Impacts No impact Small impacts from reduction in flood Same impacts as Modified Existing Same impacts as Modified Existing

Alignment Alternative

Alignment Alternative

12-m (approximately 40-ft) Typical Section

VEGETATION

storage, habitat reduction, and
degradation in water quality

9.6-m (approximately 32-ft) Typical Section

Jurisdictional No impact 0.64 ha (1.57 ac) 0.64 ha (1.57 ac) 0.64 ha (1.57 ac)
Non-jurisdictional No impact 0.912 ha (2.254 ac) 0.998 ha (2.466 ac) 0.940 ha (2.323 ac)
Non-jurisdictional No impact 0.004 ha (0.010 ac) 0.004 ha (0.008 ac) No impacts

Isolated Areas

Indirect Impacts No impact Small impacts from reduction in flood Same impacts as Modified Existing Same impacts as Modified Existing

Alignment Alternative

Alignment Alternative

replacement of bridges and culverts.
Some mature trees along the corridor
may be impacted.

Noxious Weeds No impact Minimal potential increase in noxious Slightly greater potential increase Same impacts as Ridgeway North
weeds in noxious weeds than Modified Alternative
Existing Alignment Alternative
because of new alignment near
Ridgeway Lane
Vegetation No impact Small loss of riparian vegetation from Small loss of riparian vegetation Same impacts as Ridgeway North

from replacement of bridges and
culverts. Some mature trees along
the corridor may be impacted.

Alternative

12-m (approximately 40-ft) Typical Section

vegetation than 9.6-m (32-ft) typical
section due to larger disturbance area
from replacement of bridges and
culverts. Some mature trees along the
corridor may be impacted.

Noxious Weeds No impact Slightly greater potential increase in Slightly greater potential increase Same impacts as Ridgeway North
noxious weeds compared to 9.6-m (32- in noxious weeds than Modified Alternative
ft) typical section alternative due to Existing Alignment Alternative due
larger disturbance area to disturbance on new alignment

Vegetation No impact Slightly greater disturbance of riparian Slightly greater disturbance of Same impacts as Ridgeway North

riparian vegetation than 9.6-m
(32-ft) typical section due to larger
disturbance area from replacement
of bridges and culverts. Some
mature trees along the corridor

may be impacted.

Alternative
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Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Topic Area

No-Build

WILDLIFE AND MIGRATORY BIRDS (Both

Modified Existing Alignment
(Preferred)

Typical Sections)

Ridgeway North

Ridgeway South

Collisions

AQUATIC SPECIES

Montana Species of
Special Concern

THREATENED AND

No effect

(Both Typical Sections)

clear zone, flatter side slopes, and
wider shoulders provide opportunity for
driver avoidance maneuvers.

May affect Yellowstone cutthroat trout
or burbot individual (should they be
present), but it is not likely to
contribute to a trend toward Federal
listing or loss of viability of these
species as there are no spawning areas
in the project area.

ENDANGERED SPECIES (Both Typical Sections)

Montana Species of | No impact No effect to white-tailed prairie dog, Same impacts as Modified Existing Same impacts as Modified Existing
Special Concern spotted bat, pallid bat, or sagebrush Alignment Alternative Alignment Alternative
lizard because of lack of suitable
habitat.
No effect to the northern leopard frog
because suitable habitat would not be
disturbed.
May affect milk snake and mountain
plover (should they be present), but it
is not likely to contribute to a trend
toward Federal listing or loss of viability
of these species.
Other Wildlife No impact Small potential impacts to species and Similar to Modified Existing Same impacts as Ridgeway North
habitat, but same impacts as Ridgeway Alignment Alternative except Alternative
North Alternative. Unlikely to contribute slightly greater impacts from
to trends toward Federal listing or loss ground disturbance from new
of viability of any wildlife species. alignment
Birds No impact Potential disturbance to cliff swallows, if | Same impacts as Modified Existing Same impacts as Modified Existing
nesting under bridges. Alignment Alternative Alignment Alternative
Wildlife/Vehicle No impact Potential decrease because improved Same benefits as Modified Existing Same impacts as Ridgeway North

Alignment Alternative; however,
proximity of new alignment to
riparian corridor could increase

incidents.

Same impacts as Modified Existing

Alignment Alternative

Alternative

Same impacts as Modified Existing
Alignment Alternative

Dog
FLOODPLAINS (Bo

Encroachments to
100-year Floodplain

Crossings

th Typical Sections)

Continued longitudinal
encroachment of
Clarks Fork.
Transverse
encroachment of
Silver Tip Creek and
the Clarks Fork/Dry
Creek floodplain.

WATER BODY MODIFICATIONS (Both Typ

No impact

Conditions similar to No-Build.
Additional encroachments are limited to
increased width and side slopes at
existing encroachment areas.

ical Sections)

Structures replaced at existing crossing
locations could disturb stream
hydrology

Bald Eagle No effect Not likely to adversely affect Not likely to adversely affect Not likely to adversely affect
Black-Footed Ferret | No effect No effect No effect No effect
Gray Wolf No effect No effect No effect No effect
Black-tailed Prairie No effect No effect No effect No effect

Same impacts as Modified Existing

Alignment Alternative.

Same impacts as Modified Existing

Alignment Alternative.

Same impacts as Modified Existing
Alignment Alternative.

Same impacts as Modified Existing
Alignment Alternative.

a2l

Mantana Degt. af Transportation

Page S-21



Belfry-North

F STPP 72-1(1)10 CN 1016

Environmental Assessment

December 2004

Table S.2 Summary of Impacts by Alternative, Rural Corridor (North Dutch Lane to US 310
Intersection) (continued)

Topic Area

HAZARDOUS MATE

No-Build

RIALS (Both Typical Se

Modified Existing Alignment
(Preferred)

ctions)

Ridgeway North

Ridgeway South

SECTION 4(f) RESOURCES (Both Typical S

bridges that may be painted with lead-
containing paints or constructed with
treated timbers

ections)

Tanker Truck Fuel No impact Potential impacts from disturbance of Same impacts as Modified Existing Same impacts as Modified Existing
Spills contaminated soils at unknown Alignment Alternative. Alignment Alternative.

locations throughout rural corridor
Bridges No impact Potential impacts from removal of Same impacts as Modified Existing Same impacts as Modified Existing

Alignment Alternative.

Alignment Alternative.

Temporary Impacts
During
Construction

CONSTRUCTION IMPACTS (Both Typical S

No impact

ections)

Increased noise, mobile source
emissions, fugitive dust (dust in air),
soil erosion, sedimentation; use of
construction easements and staging;
traffic delays; traffic congestion;
potential for hazardous materials spills;
visual intrusions; and displacement of
wildlife, migratory birds, and aquatic
species.

Disruption of residential and business
accesses, parking, emergency
response, irrigation systems, livestock
underpasses, utility connections, and
operation of US 310 intersection.

Short-term creation of direct and
indirect jobs associated with
construction

NRHP-eligible Sand No impact Section 4(f) use, because more of canal | Section 4(f) use because more of Section 4(f) use because more of

Creek Canal would be incorporated into roadway canal would be incorporated into canal would be incorporated into
roadway and the canal may be roadway and the canal may be
relocated to provide property relocated to provide property access.
access.

NRHP-eligible Dry No impact Section 4(f) use, because more of canal | Section 4(f) use, because more of Section 4(f) use, because more of

Creek Canal would be incorporated into roadway canal would be incorporated into canal would be incorporated into
roadway roadway

NRHP-eligible No impact No Section 4(f) use No Section 4(f) use No Section 4(f) use

Golden Ditch

NRHP-eligible No impact No Section 4(f) use No Section 4(f) use No Section 4(f) use

Jennings

Homestead

Same impacts as Modified Existing
Alignment except no disruptions to
existing US 310 intersection would
occur while new intersection is
constructed, and there would be
impacts to traffic operations on and
near Ridgeway Lane.

Same impacts as Ridgeway North
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Mitigation measures to minimize or reduce adverse social, economic, and environmental impacts
were prepared for the preferred alternative and are summarized in Table S-3.

Table S.3 Mitigation Measures Identified for the Preferred Alternative

Resource area

Type of Impact

Mitigation

Construction

ACCESS
MT 72 Access

Disruption of traffic during roadway and bridge
construction.

Relocation of property access to new MT 72 alignment
and within 150 m (500 ft) of public roadways.

Prepare construction traffic control plan and coordinate with
emergency services.

Existing bridges will be kept in place during construction to
maintain traffic flow while new bridges are being
constructed.

Access relocations will be coordinated with affected property
owners to minimize impacts to farming and business
operations.

Construction

PEDESTRIANS AND BICY

Construction

Fishing Access

Farmland Acquisition

Temporary access impacts

CLES

Construction impacts on town

PARKS AND RECREATION AREAS

Informal fishing access at existing Clarks Fork “south”
bridge would be impacted if bridge is removed.
Opportunity to provide access to BLM property for
potential future official fishing access.

FARMLANDS, FARMLAND OPERATIONS, AND IRRIGATION

Acquisition of farmlands for road construction and/or
right-of-way

Early notification and coordination with adjacent property
owners

Maintain walkways and pavement to the extent practicable
and provide additional pedestrian signage during
construction.

Continue to coordinate with BLM and MFWP on their agency
plans for development of the BLM parcel on the Clarks Fork.

Right-of-way acquisition from farmlands will comply with
Uniform Relocation Assistance and Real Property Policies Act
of 1970, as amended (1987).

Farmland Severance

Bisection of farmland and farming, thereby impacting
efficiency of operations

Coordinate with property owners to integrate severed parcels
with adjacent parcels, if possible.

Farm Infrastructure

Farm infrastructure within the new right-of-way would
be impacted.

Replace in-kind irrigation ditches, stockpasses, fences, and
gates that may be relocated or altered.

Property Acquisition

irrigation.

ECONOMIC CONDITIONS, RELOCATIONS/ACQUISITIONS, RIGHT-OF-WAY

Right-of-way acquisition and relocations/acquisitions of
residences and commercial businesses

Irrigation Relocation of some irrigation systems and replacement e Impacted irrigation canals and ditches would be relocated in
of conveyances consultation with ditch owners to minimize impacts to
farming operations
Construction Construction activities could impact farm operations and | e Coordinate with affected farm owners during the design

phase to minimize impacts to operations and irrigation.

The acquisition of land or improvements for highway
construction is governed by state and federal laws and
regulation designed to protect both the landowners and the
public. Affected landowners are entitled to receive fair
market value for any land or buildings acquired and any
damages as defined by law to remaining land due to the
effects of highway construction. Right-of-way acquisition for
this project will be conducted in accordance with the Uniform
Relocation Assistance and Real Property Acquisition Policies
Act of 1970 (P.L. 91-646 as amended), (42 U.S.C. 4601, et.
Seq.), the Uniform Relocations Act Amendments of 1987
(P.L. 100-17), and 23 U.S.C. 317 for appropriation of public
lands for highway right-of-way use.
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Table S.3 Mitigation Measures Identified for the Preferred Alternative (continued)

Resource area Type of Impact Mitigation

ECONOMIC CONDITIONS, RELOCATIONS/ACQUISITIONS, RIGHT-OF-WAY (continued)

Utilities Utility relocations e Coordinate with utility owners prior to construction.

e The proposed roadway alignment design will ensure that the
Williston/Exxon pipeline facilities are outside the clear zone
and that drainage will be integrated or diverted around the
pipeline facilities.

Construction Temporary access and construction areas are needed. e Temporary construction easements will be used whenever
possible so that land is retained by property owner.

e Early notification of property owners on construction

activities
CULTURAL RESOURCES
Clarks Fork “south” Removal of bridge. e Implement terms of Programmatic Agreement for Historic
Bridge Roads and Bridges and use Adopt a Bridge Program to find
new owner.
MW&S Railroad Potential impacts to structure. e Use a modified typical section to avoid structure.

Maintenance Shop e MDT will install an historical marker along the proposed

highway alignment between the MW&S Railroad
Maintenance Shop (24CB1146) and the MW&S Depot

(24CB1148)
Construction Ground disturbing activities may unexpectedly uncover e If cultural materials are uncovered, construction in the area
cultural materials. will cease, a qualified archaeologist will examine material,
and the SHPO will be consulted.
AIR QUALITY
Construction Fugitive dust (dust in air) emissions and vehicle e Institute best management practices (BMPs) to control
emissions would occur from construction equipment fugitive dust emissions, which may include minimizing
and traffic delays. exposed erodible earth area; stabilizing exposed earth with
grass, mulch, pavement or other cover; and applying water
or stabilizing agents to working and haulage areas.

e To minimize the amount of additional vehicle emissions, a
construction traffic control plan will be developed to limit
disruption to corridor traffic.

NOISE .
Construction Construction activities would result in temporary e Advance notice of construction will be provided to businesses

increases in noise levels. and residences. Contractors will adhere to local noise
ordinances. Construction hours will be limited to daylight
hours near residences.
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Table S.3 Mitigation Measures Identified for the Preferred Alternative (continued)

Resource area

Type of Impact

WATER QUALITY AND WETLANDS

Mitigation

Wetlands and Water
Quality

Filling of wetlands and potential indirect impacts from
reduction in flood storage, sedimentation, increased
water temperature, increase in non-native plant
species, and hydrologic modifications and degradation
of water quality.

Adherence to MDT BMPs.

An erosion control and sediment plan prepared in compliance
with the Montana Pollutant Discharge Elimination System
(MPDES) regulations.

Prevent unnecessary operation of equipment within the
channels of any creeks or rivers within the construction area
of this project.

Adherence to the Montana Stream Protection Act Permit
(SPA 124 Permit).

Adherence to the COE 404 Permit process.

A Corps of Engineers (COE) 404 permit will be required and
may identify mitigation measures, which will be incorporated
into the project. Limited possibilities for on-site mitigation
exist within the project right-of-way. However, one small
area might be found at +/- RP 11.9 beneath the
southernmost Clarks Fork bridge on both sides of the river
where the bridge span is wide enough to allow wetlands
between the river and the abutments. The bridge would
likely be removed providing more area for potential
mitigation. Off-site mitigation would be required for the
remainder of the impact. This would be explored during the
permitting process with the Corps of Engineers.

An “in-lieu fee” program for wetland mitigation is currently
under development with MDT and COE. If this program is
implemented, it could be a potential mitigation option.

Holding the grade as low as possible and reducing the fill
slopes in areas, where practical and where safety would not
be compromised, may be used to reduce the wetland impact
areas

A noxious weed management program will be implemented

Wells

Potential impact to wells

Relocate impacted wells in accordance with FHWA's and
MDT's standard procedures

Stormwater

Direct release of untreated drainage into waterways

Eliminate, where feasible, direct release of stormwater into
rivers by implementing system that would drain through
roadside ditches or detention swales.

Incorporate a Stormwater Pollution Prevention Plan (SWPPP)
and BMPs into construction projects

Comply with MPDES permit.

Construction

Temporary physical disturbance during construction
from bridge replacements and roadway construction
activities; disturbance could include sedimentation,
erosion, and introduction of pollutants into water bodies
and wetlands.

Obtain SPA 124 permit and implement any mitigation
measures in permit.

Temporary impacts to wetlands will be restored in
accordance with MDT standard specifications or permit
conditions.

Implement measures to prevent sediment loading into the
waterways and hold in-water work to a minimum in the
Clarks Fork and any of its tributaries.

MDT will incorporate a SWPPP and BMPs into construction
projects.
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Table S.3 Mitigation Measures Identified for the Preferred Alternative (continued)

Resource area

Type of Impact

Mitigation

Noxious Weeds and
Vegetation

Raptors

Potential increase in noxious weeds because of new
alignment and disturbance of area

Small loss of riparian vegetation from replacement of
bridges and culverts

WILDLIFE AND THREATENED AND ENDANGERED SPECIES

Possible electrocution of raptors with power lines.

MDT will follow its general BMPs to reduce impacts to
vegetation. A noxious weed management program will be
developed and implemented by MDT. To reduce the spread
of noxious weeds during construction, the construction
contractor will comply with relevant permit conditions that
may require cleaning equipment prior to leaving or entering
the project area to preclude the transfer of seeds into other
sites.

Clearing and grubbing will be limited to the area necessary
for construction of the project.
A permanent desirable vegetation community will be re-

established over all landform surface areas disturbed by
construction.

Overhead power lines relocated during construction will be
raptor-proofed in accordance with MDT policies.

Cliff Swallows

Potential impact to cliff swallows from removal of
bridges used for nesting

To preclude migratory birds (such as cliff swallows) from
constructing nests on structures that are to be demolished,
MDT will remove all nests from structures on or between the
dates of August 16 and April 30. MDT will then cover or
enclose all surfaces on the underside of the structures with
mesh netting, chicken wire fencing, or other suitable material
to prevent birds from establishing new nests. MDT will
maintain this covering material until the structures have
been removed. The netting, fencing, or other material will
have no opening or mesh size greater than 19 mm. If any
active nests are reestablished or exist on the structures on or
between May 1 and August 15, MDT will not remove the
structures or nests until the project manager, in coordination
with MDT Environmental Services, provides approval.

Bald Eagles

AQUATIC SPECIES

Construction

Floodplain
encroachment

Potential disruption of nesting eagles

Habitat disruption during replacement of bridges and
culverts; potential impacts to fish passage with culvert
and bridge replacement; and disturbance of fish during
spawning periods.

In-stream disturbance and temporary loss of riparian
vegetation, and increased sedimentation in water
bodies.

Additional transverse or longitudinal encroachments
into floodplains.

FLOODPLAINS AND WATER BODY MODIFICATION

A biologist will verify that there are no nests prior to
construction. If nests are found, MDT will consult with
USFWS and MFWP before starting construction

All structures at stream and river crossings that are identified
as having fisheries will be designed for fish passage.

The proposed project will be designed to minimize impacts to
fisheries wherever practicable.

The proper replacement structures will be determined by
means of engineering analysis to address the required
hydraulic functions at crossings.

A Montana Stream Protection Act Permit 124 (SPA 124) will
be required and may identify mitigation measures which will
be incorporated into the project.

MDT will incorporate a SWPPP and BMPs into construction
projects.

Sediment control during and following construction will be
implemented.

In-water work will be held to a minimum in the Clarks Fork
and any of its tributaries.

Adhere to conditions in the Floodplain Development Permit
from Carbon County.

Project design will be in accordance with Federal-Aid
Highway Program Manual “Location and Hydraulic Design of
Encroachments on Floodplains” (23 CFR 650 A) and EO
11988, Floodplain Management.

Water body
modifications

Bridge or culvert replacements may impact stream
hydrology.

Structures will be designed to minimize disruption to stream
hydrology or permanent alterations of streambanks.

Adhere to conditions in COE 404 permit, Montana SPA 124
Permit, MPDES permit, and Carbon County Floodplain
Development Permit.
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Table S.3 Mitigation Measures Identified for the Preferred Alternative (continued)

Resource area

Type of Impact

FLOODPLAINS AND WATER BODY MODIFICATION (continued)

Construction

Soil contamination

Increased erosion and stormwater runoff from
construction activities could temporarily alter floodplain
functions

HAZARDOUS MATERIALS

Soil contamination may be encountered in Belfry along
the railroad corridor including the MW&S Railroad
Maintenance Shop, and at spill locations in the rural
corridor.

Mitigation

e MDT will prepare a SWPPP including identification of BMPs.

e SPA 124 and COE 404 permits will be followed during
construction.

e Construction areas will be returned to preconstruction
conditions after construction.

e MDT will develop a plan for soil testing and if needed,
excavation and disposal of contaminated soils would be
handled in compliance with applicable federal, state, and
local regulations.

Bridges

SECTION 4(F) RESOURCES

Bridges being removed may have treated timbers or
lead-containing paint.

e If treated timber or lead-containing painted bridges are
encountered, removal and disposal will be in accordance with
applicable regulations and procedures.

Refer to Appendix F
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1.0 Purpose of and Need for Action

Montana Department of Transportation (MDT) proposes to reconstruct an approximately 17.9-km
(11.1-mile) section of Montana Primary Highway 72 (MT 72) between Montana Secondary 308 (S-
308) in the town of Belfry and US Highway 310 (US 310) 2.0+km, approximately +/- 1.25 mi,
south of the town of Bridger in Carbon County, Montana (see Figure 1.1). MT 72 was originally
constructed in the late 1940s and does not meet current MDT standards for width and roadway
geometry. The project includes proposed improvements within the town of Belfry as well as
throughout the mostly rural corridor. Proposed improvements would include adding sidewalks and
other improvements in the town of Belfry and widening shoulders, replacing bridges, improving
horizontal and vertical alignments, improving clear zones, and flattening side slopes throughout the
corridor. Improvements would address the primary needs to improve safety and reduce roadway
deficiencies (see Section 1.4).

1.1 Project Area

The project is located in Carbon County, Montana, approximately 71 km (+/- 44 mi) southwest of
Billings along the banks of the Clarks Fork Yellowstone River (Clarks Fork). Topography in the
project area is relatively flat with the elevation gradually ranging from approximately 1,177 m
(3,860 ft) in the town of Belfry to 1,112 m (3,650 ft) in the town of Bridger. The agricultural
industry surrounds the project vicinity and includes commercial livestock and dryland and irrigated
farms. The southern portion of the project area is located in the town of Belfry (population 219
persons). The remaining project route is rural, consisting of farmland dispersed with farmhouses,
barns, and silos. At the north end of the corridor near the intersection with US 310 are a
residential area and several commercial businesses.

In this report, the project corridor refers primarily to the area extending 90 m (300 ft) on either
side of the existing or proposed centerline for the length of the project. The project corridor is
comprised of two main segments: the “urban” section through the town of Belfry (from the S-308
intersection) and the “rural” section from Belfry-North to the US 310 intersection. The project area
refers to the area adjacent to the existing roadway that would be directly affected by construction-
related (i.e., ground disturbing) activities. The project area is expected to be approximately 37 m
(120 ft) on either side of the existing or proposed centerline. The project vicinity refers to a larger
area that encompasses an approximate 1.6-km (+/- 1-mi) radius from the existing MT 72 that
could be indirectly affected by the proposed action.
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Figure 1.1 Belfry-North Project Area Map
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1.2 Project Background

Improvements for MT 72 (the Belfry-North project) have been studied and planned since the mid-
1980s. MDT first proposed improvements in a February 19, 1986 letter, which was distributed to
local, state, and federal government and private entities. At that time, MDT estimated the project
would be completed in 6 to 7 years.

MDT held a public information meeting in late 1988 to introduce the Belfry-North project. At that
time, the project was described as a 12-m (40-ft) roadway with a paved surface of 8.5 m (28 ft).
However, subsequent to that meeting, MDT received updated traffic counts, and the 12-m (40-ft)
roadway was not warranted on the basis of capacity issues, and MDT determined that an 11-m
(36-ft) roadway (also with an 8.5-m (28-ft) paved surface) was applicable. Another public meeting
(Location and Design hearing) was held in early 1991, which introduced the revised typical section
as well as several alternative alignments.

After the 1991 meeting, MDT received five letters and a petition with 46 signatures requesting that
the alignment through Belfry be changed to follow the old Montana, Wyoming, and Southern
(MW&S) railroad grade. This alignment would eliminate the proposed crossing of an irrigated field
and would reduce the number of curves in this immediate area from three to one. MDT found this
alternative to be reasonable and included it in its analyses.

In 1993, MDT standards were revised. For primary highways, the recommended paved surface
increased from 8.5 m (28 ft) to 9.6 m (32 ft), and the Belfry-North proposal was changed
accordingly.

MDT proceeded with environmental analyses and preliminary engineering for this project until
other projects took priority, and progress stalled. Between 1993 and 2001, MDT sporadically
continued to study the Belfry-North project. In 2002, MDT began preparation of an environmental
assessment (EA) report and held additional public scoping meetings. The objectives of these
meetings were to:

e Announce the initiation of this EA in accordance with the National Environmental Policy Act
(NEPA),

e Update community members on the status of the project,

e Solicit public input regarding the environmental, economic, and social issues that needed to be
evaluated in the EA, and

o Define any additional project alternatives that should be investigated since the project was
originally initiated.

1.3 Project Schedule

Upon completion of this EA, if no significant impacts are identified, then a Finding of No Significant
Impact (FONSI) would be issued. If it is determined that there are significant impacts, an
environmental impact statement (EIS) would be completed. If a FONSI is appropriate, MDT
estimates that construction of the Belfry-North project could start as early as the end of 2006. MDT
expects the project would take approximately two construction seasons to construct.
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1.4 Purpose of and Need for the Proposed Project

The primary purpose of this project is to improve safety along the project corridor. MT 72 is an
important regional highway in Montana and is designated by the Montana Transportation
Commission as a primary highway. The corridor is agricultural, and MT 72 is used by local farmers
to move farm equipment within this area. It serves the agricultural industry in the area and links
tourism and commercial traffic regionally between the State of Wyoming, Yellowstone National
Park, Red Lodge and Billings, Montana. In the project area, MT 72 provides:

e transportation for agricultural products produced in the surrounding area,

e the primary local transportation route for the towns of Belfry and Bridger, and

e an interstate link between south-central Montana and Wyoming (Billings, Montana to Cody,
Wyoming).

The existing MT 72 roadway was constructed in 1948 and 1949. The majority of surface and
roadway widths measure 7.3 m (approximately 24 ft), except for a section between +/- reference
post (RP) 11.7 and +/- RP 14.5 that is only 6 m (approximately 20 ft) wide. Bridge structures vary
in width from 6.4 to 7.3 m (approximately 21 to 24 ft).

The present MT 72’s route has both a narrow width and steep shoulders as well as limited sight
distances for approaches. Safety is a concern throughout the corridor, in both the town and rural
portions of the highway.

Specific safety needs include:

e Improving safety at specific crash locations

e Reducing roadway deficiencies to improve overall safety for highway users

e Improving vehicular, pedestrian, and bicycle safety at Belfry School

e Improving pedestrian and bicycle safety throughout the corridor

e Improving safety of roadway intersections
Detailed information on these safety issues is presented in the sections that follow.

1.4.1 Crash Locations

Crash rates in this corridor exceed the statewide averages for rural primary highways in almost all
measured categories. These rates are summarized in Table 1.1.
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Table 1.1 Accident and Severity Rates (per million vehicle miles)

(1992 through 2001)

Statewide Average for
MT 72 Corridor Rural State Primary

All Vehicles Accident Rate 2.01 1.53
All Vehicles Severity Index 2.38 2.44
All Vehicles Severity Rate 4.78 3.75
Truck Accident Rate 2.97 1.36
Truck Severity Index 3.06 2.29
Truck Severity Rate 9.08 3.11
Notes:

1. Accident rates are defined as the number of accidents per million vehicle-miles.

2.

3.

Severity index is defined as the ratio of the sum of fatal and incapacitating injury accidents times 8, plus the number
of other injury accidents times 3, plus the number of property damage accidents compared to the total number of
accidents.

Severity rate is defined as the accident rate multiplied by the severity index.

Source: Montana Department of Transportation.

Table 1.2 shows a summary of the crashes by segment throughout the study corridor.

Table 1.2 Crash Summary by Segment (1-1-1992 through 12-31-2001)

Reference Post Number of Crashes:
(Segment) Total/with Injuries/with Fatalities | Crash Characteristics
+/- RP 10.3 - 11.0 13 toFa! . 4 crashes were intersection-related
(Belfry Area) 4 w/injuries 4 were right-angle collisions

0 w/ fatalities

33 were single car crashes with fixed objects

+/-RP11.0 — 215 88 tota_ll o 15 resulted_ln an overFurned vehicle ' _
(Rural Corridor) 33 w/ injuries 15 crashes involved wildlife or domestic animals

3 w/ fatalities 4 crashes occurred while overtaking another vehicle

4 crashes were intersection-related

Source: Crash report provided by Montana Department of Transportation. Data compiled by DEA.

Several crash analyses have been performed for this corridor in the last decade for five specific
accident cluster locations. Many have been identified previously as problem areas but no recent
improvements have been made, as they will be addressed by this project.

1.

A 1996 analysis by MDT identified a cluster between +/- RPs 10.4 and 11.2, which includes the
intersection of MT 72 and S-308. Signs and luminaires were installed at this location in August
2001 in an attempt to reduce crashes. At this time, there are no data available to analyze the

effectiveness of this treatment.

In 1997 and 1998 an accident cluster was identified between +/- RPs 14.7 and 15.5. The
section of roadway includes the substandard “Lynn’s Corner”, a sharp curve, which has a
reduced speed limit of 72 kph (45 mph). MDT safety projects in the late 1970s and early 1980s
installed guardrails and signing at +/- RP 15, which have reduced the incidence of crashes on
the curve, but this remains a high accident location. Additional recommendations for
improvements included reconstruction of the curve to a standard radius with wider shoulders.

A 2002 analysis by MDT identified accident clusters between +/- RPs 11.9 and 12.6 and
between +/- RPs 12.9 and 13.7. No feasible countermeasures were recommended by MDT to
address a specific trend.
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4. The intersection of MT 72 with US 310 has been a high accident location. The intersection-
related crashes are generally those between +/- RPs 21.4 and 21.5. Three out of the four
accidents listed for this location occurred at night. Intersection geometry (see Section 1.4.3)
may contribute to a high number of accidents in this location.

5. A memorandum from MDT stated that another potential concern is the visual alignment of the
power line north of +/- RP 19, which could be mistaken by drivers for the roadway alignment.
However, the accident history does not indicate a problem in this area.

6. Although not related to a specific location (i.e., scattered throughout the rural corridor), a 2002
accident analysis prepared by MDT identified some additional safety concerns. In 35 percent
of the recorded crashes, the first and/or most harmful event was reported as “overturn” or
“collision with ditch.” Mitigation for this type of crash may include reconstruction of the
roadway with a wider shoulder, possibly including rumble strips, flatter side slopes, wider clear
zone, and improved ditch configuration.

1.4.2 Need to Reduce Roadway Deficiencies

MT 72 is designated a primary highway and classified as a principal arterial. MDT publishes design
standards for both rural and urban highways in every functional class of the state’s highway
system. MDT's current standard for a rural principal arterial for the level of traffic on MT 72 is two
3.6-m (12-ft) travel lanes with 1.2-m (4-ft) shoulders for a total paved width of 9.6 m (32 ft).

Roadway deficiencies include narrow bridges, narrow shoulders, inadequate clear zones and
recoverable areas, steep side slopes, lack of pedestrian and bicycle facilities in the town of Belfry,
poor intersection geometry, and several sharp curves. These problems are summarized as follows
in Table 1.3.

Table 1.3  Belfry-North Existing Conditions

Criteria Existing Conditions
Narrow Shoulders 100% of the corridor
Inadequate Clear Zones/Recoverable Areas 60% of corridor

Sharp Horizontal Curves 10

Deficient Vertical Curves 7

Narrow Bridges 6
1.4.2.1 Shoulders and Clear Zone/Recoverable Areas

MDT standards for a primary highway recommend a paving surface width of 9.6 m (32 ft). Most of
the current roadway measures between 7.3 and 8.5 m (24 and 28 ft) wide. A small section
between +/- RP 11.7 and +/- RP 14.5 measures only 6.1 m (20 ft) wide. Throughout the rural
corridor, shoulder widths range from 0 to 1.4 m (0 to 5 ft) with the majority of the rural corridor
having unpaved shoulders of 0.3 to 0.6 m (1 to 2 ft). The existing urban typical section of the
highway, located within the town of Belfry, does have shoulders. However, the shoulders are
unpaved and used for parking and pedestrian movements because there are no sidewalks in most
of the urban section.

The majority of the rural highway has a narrow unpaved shoulder with relatively steep side slopes,
which do not meet current clear zone guidelines intended to improve the recoverable areas along
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highways should errant vehicles leave the highway (Figure 1.2). The clear zone is inadequate on
60 percent of the corridor.

As noted earlier, MT 72 between Belfry and US 310 is a rural agricultural corridor, and farm
equipment uses MT 72. Since the existing shoulders are either narrow or non-existent, farm
equipment must drive in the general travel lane rather than on the shoulder. This results in
conflicts between the slow moving agricultural equipment and higher speed regional traffic,
including unsafe passing.

Figure 1.2 Skewed Access, Narrow Shoulders, and Steep Side Slopes

1.4.2.2 Vertical and Horizontal Curves

There are 10 sharp horizontal curves and seven deficient vertical curves within the project corridor.
Two curve areas are of particular concern: (1) the horizontal curve in front of the Belfry School
between Vaill Avenue and Wisconsin Street (+/- RP 10.7) (see Figure 1.8) and (2) the horizontal
back-to-back curves at Lynn’s Corner (+/- RP 14.9). Lynn’'s Corner (Figure 1.3) is a high accident
cluster location (see Section 1.4.1), and Belfry School safety is a specific concern for MDT and
residents (see Section 1.4.1).
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Figure 1.3 Lynn’s Corner

1.4.2.3 Bridges

There are six bridges on MT 72 within the project area. The six bridges include the Clarks Fork
“south” bridge, the Clarks Fork “north” bridge, the Silver Tip Creek bridge, the Dry Creek Canal
bridge, and two bridges over the Sand Creek Ditch. The structure over Bear Creek on existing MT
72 is a box culvert with a corrugated metal pipe (CMP). In addition to those six bridges, a number
of smaller structures carry irrigation ditches beneath MT 72. All bridges with bridge railings have
narrow clear roadway widths, measured between the inside face of the existing bridge railings.
The bridge widths range from 6.4 m (21.1 ft) to 8.1 m (26.6 ft). Applicable MDT standards provide
for replacement of any bridge with a width less than 8.4 m (28 ft). MDT classifies one of these
narrow bridges as “functionally obsolete”. MDT has found that the Clarks Fork “north” bridge
(Figure 1.4), is functionally obsolete and eligible for replacement.

Figure 1.4 Clarks Fork “North” Bridge
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1.4.3 Roadway Intersections

There are three main areas of concern for intersection safety along the corridor:
1. The intersections in the town of Belfry, including the MT 72 and S-308 intersection

2. The intersection of MT 72 and US 310 at the northern terminus of the project (a high accident
location)

3. County road intersections throughout the rural portion of the corridor

Safety concerns for the S-308 and US 310 intersections are generally related to intersection
geometry and are discussed in detail below. The concern with county road intersections relates to
limited sight distances and undesirable approach angles. Field approaches are scattered
throughout the rural corridor, and agricultural trucks and equipment are frequently entering,
exiting, and moving along the highway during harvest time.

1.4.3.1 Belfry Intersections

Within the town of Belfry, MT 72 intersects with virtually every in-town street as it follows an
alignment along Vaill Avenue with a sharp turn at Wisconsin Street. The MT 72/Vaill Avenue
intersection with S-308 is offset and contributes to problems with turning movements. There are
no access restrictions onto MT 72 from residential or business driveways as the highway travels
through town. Reduced speed and stop signs are the primary control at intersections.

The S-308 intersection is a high accident location (see Section 1.4.1). The intersection is offset,
and eastbound drivers on S-308 coming down the hill sometimes slide through the intersection
with MT 72 in the winter.

1.4.3.2 US 310 Intersection

The intersection at US 310 presents several problems with intersection geometry, curve radii, and
sight distance (Figures 1.5 and 1.6). Area residents have consistently voiced their concerns about
this intersection at public meetings. Cited problems include:

e The US 310 southbound to MT 72 southbound leg of this intersection is one-way. Vehicles
traveling northbound on MT 72 mistake this leg for the main roadway and consequently
northbound vehicles will be traveling the wrong way on the one-way southbound lane, leading
to potential head-on collisions.

e On MT 72, there is a single westbound lane, and the eastbound lane is a shared left-right turn
lane. Due to the configuration of this intersection, the westbound lane is commonly mistaken
by motorists as an eastbound left-turn lane, resulting in eastbound traffic sitting in the
westbound travel lane waiting to turn north on US 310.

e Immediately south of this intersection is a local road to the west accessing a residential area.
The higher speed at which southbound vehicles on US 310 move through the dedicated MT 72
southbound leg of the intersection is a concern for local residents turning onto the local road.

Engineers for this project witnessed some of these events while conducting background research
and data collection in the corridor. The existing intersection is illustrated in Figures 1.5 and 1.6.
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Figure 1.5 Existing Intersection Geometry at MT 72/US 310 Intersection

Figure 1.6 View of Existing MT 72/US 310 Intersection
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1.4.3.3 Skewed Intersections in Rural Corridor

Throughout the rural corridor, there are numerous driveways and public roads accessing directly
onto MT 72. These access points are mostly unimproved, and many are skewed (see Figure 1.2).

1.4.4 Safety at Belfry School

There are two primary safety concerns for Belfry School: (1) pedestrian safety in crosswalks and
(2) the sharp curve at the corner of Vaill Avenue and Wisconsin Street.

There are three marked student crosswalks on Wisconsin Street (Figure 1.7). These crosswalks
are defined through signing and striping and are aligned with openings in the school's fence.
Crossing guards are not posted for the crosswalks, but students generally cross at the designated
locations. There is some illumination in the vicinity of the crosswalks. Students are generally not
walking in the dark unless they are going to and from after-school activities. Residents report that
vehicles often travel above the speed limit in this location, and sight distance for eastbound traffic
on Vaill Avenue is limited. Belfry residents and the Belfry School District have expressed interest in
improving driver awareness of the school crossings on Wisconsin Street. The school district
recently submitted a request to MDT for a study of the crosswalks and installation of a warning
device. Preliminary discussions on the matter revolved around the installation of a flashing yellow
beacon mounted on a school speed limit sign.

Figure 1.7 School Crosswalks on Wisconsin Street (looking south)

ra ek s TR P

Another safety concern for the school area is the sharp curve at the corner of Vaill Avenue (the
existing MT 72 alignment) and Wisconsin Street (Figure 1.8). Residents report both that the
posted speed at the curve is too high and that traffic moves through the area above the posted
speed limit. Although not a specific accident location, the curve is sharp and presents a potential
safety concern for vehicles and students walking and bicycling to school. In late 2002, a truck
went off the road at this curve, through the school’s fence, and hit a tree in front of the school.
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Figure 1.8 Curve in Front of Belfry School (looking south)

(Note: school is to left in picture)

1.4.5 Pedestrian and Bicycle Safety

There is no formal bicycle or pedestrian infrastructure anywhere along the project corridor. The
urban section of MT 72 has gravel shoulders, no sidewalks, and poorly defined access points.
Within the town of Belfry pedestrians must walk along the highway shoulder. The shoulder width
appears to be sufficient for pedestrian traffic along most of the route in town. However, the
shoulder is not a defined “pedestrian only” area as a sidewalk would be. The unpaved shoulder
makes for an undesirable riding surface forcing bicyclists to share a travel lane with faster-moving
vehicular traffic.

There are minimal or no shoulders in the rural corridor and no place for pedestrians or bicycles
outside the travel lane.
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2.0 Alternatives

All build alternatives proposed for the Belfry-North project provide for the reconstruction of MT 72
through the highway corridor and achieve the project purpose and needs, as discussed in Chapter
1. Alternatives initially considered but eliminated from further analyses are discussed in Section
2.5, Alternatives Considered but Eliminated, and all alternatives considered are illustrated in Figure
2.11.

2.1 Background to Alternatives Development

As discussed in Section 1.2, Project Background, MDT began to look at alternatives for the Belfry-
North project in the 1980s to address the needs to improve safety and correct roadway
deficiencies. When the project was reinitiated in 2001, MDT revisited project alternatives proposed
in the 1980s and considered additional alternatives. During the course of three public meetings
held in June, September, and December 2002, more than a dozen alignment alternatives were
proposed by the public and screened along with the No-Build Alternative.

The second and third public meetings included a prescreening evaluation process for the proposed
alternatives that reduced the number of alignment alternatives carried forward for detailed
analysis. This screening was based solely on a “fatal flaw” analysis, which considered several
factors: (1) whether the proposed alternative met the project “purpose and need” to improve
safety in the MT 72 corridor (2) whether there was a similar alternative with fewer environmental
impacts, and (3) order of magnitude cost (reasonable or feasible). Alternatives that were deemed
to be “unreasonable” in cost were one-third or more expensive than the other alternatives that met
safety criterion. Costs were estimated according to average industry construction costs for the year
2003.

To simplify discussion of alternatives that were carried forward for analysis in this EA, the MT 72
corridor was divided into two segments: the Belfry Area between S-308 and North Dutch Lane
(+/- RP 10.5 to +/- RP 12.7) and the Rural Corridor between North Dutch Lane and US 310 (+/-
RP 12.7 to +/- RP 21.4). These segment limits are illustrated in Figure 2.1.

Within the Belfry Area, two build alternative alignments were carried forward for analysis:

e Railroad Alignment Alternative

e Broadway Avenue Alternative

Within the Rural Corridor, three build alternative alignments were carried forward for analysis:
e Modified Existing Alignment Alternative

e Ridgeway North Alternative

e Ridgeway South Alternative

In addition to these build alternatives, a no-build alternative was analyzed for each segment.
These alternatives are illustrated on Figure 2.1 and described in detail on the following pages.
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Figure 2.1 Map of MT 72 Segments with Alternatives
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2.2 Typical Sections

Environmental Assessment
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MT 72 is designated a primary highway. MDT publishes design standards for both rural and urban
highways in every functional class of the state’s highway system. MT 72 is classified as a principal
arterial. For this type of facility with the amount of traffic predicted for MT 72, MDT's standard is a
9.6-m (approximately 32-ft) roadway. Four typical sections are included in the various alternatives
The typical sections include two urban typical sections and two rural typical
sections. The English measurements in this document are approximate and are always shown
within parentheses. The urban typical sections are illustrated in Figures 2.2 and 2.3, and the rural
typical sections are illustrated in Figure 2.4.

for this project.

2.2.1 Urban Typical Sections

MDT'’s urban typical section is used within the town of Belfry and has the following characteristics:

e Two 3.6-m (12-ft) travel lanes
e Sidewalks of 1.6 m (5 ft) on each side

e Parking lanes and shoulders

e Curb and gutter

Variations between the urban typical sections for in the town of Belfry are summarized in Table 2.1
and illustrated in Figures 2.2 and 2.3.

Table 2.1  Variations in Urban Typical Sections
Components Railroad Alignment Alternative Broadway Avenue Alternative
Shoulders Shoulder on west side is 2.4 m (8 ft); 0.6-m (2-ft) shoulder with 0.6-m (2-ft)

shoulder on east side is same as
Broadway Avenue Alternative typical
section

buffer on both sides

Parking Lanes

No parking lane on west side; parking
lane on east side in town between S-308
intersection and Broadway Avenue is
same as Broadway Avenue Alternative
typical section

3.0-m (10-ft) parking lanes next to travel
lanes on both sides of Broadway Avenue.
Parking will be provided where possible
along MT 72 in town
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Figure 2.2 Railroad Alignment Alternative Urban Typical Section
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Figure 2.3 Broadway Avenue Alternative Urban Typical Section
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2.2.2 Rural Typical Section

MT 72 is a principal arterial. MDT's rural typical section for principal arterial features:

e Design speed of 100 kph (60 mph)

e Total paved width of 9.6 m (32 ft)

e Two 3.6-m (12-ft) travel lanes

e Two 1.2-m (4-ft) shoulders with rumble strips

e Drainage ditch to convey storm runoff

In addition to MDT'’s standard for a rural principal arterial, an alternative 12-m (approximately 40-
ft) typical section is being evaluated because it was requested by the public at all the public
meetings. The two rural typical sections vary only in shoulder width. For the 9.6-m (32-ft)

roadway, the shoulders are 1.2 m (4 ft) on each side. For the 12-m (40-ft) roadway, the shoulders
are 2.4 m (8 ft). Figure 2.4 shows the rural typical section for the 9.6-m (32-ft) roadway. The
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typical right-of way is 30 m (100 ft), although this varies based on specific conditions in the
corridor.

Figure 2.4 MDT’s Rural Typical Section (9.6-m (32-ft) roadway)
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2.3 Belfry Area Alternatives (S-308 to North Dutch Lane)
2.3.1 No-Build

The No-Build alternative is the current MT 72 alignment and configuration (see Figure 1.1). In the
Belfry Area, MT 72 through the town of Belfry is located on Vaill Avenue and curves northward in
front of the Belfry School on Wisconsin Street and north to North Dutch Lane. There would be no
change in roadway, pedestrian, or parking conditions under the No-Build Alternative. MDT would
continue maintaining the highway.

As discussed in Chapter 1, the current MT 72 has both a narrow width and steep shoulders as well
as limited sight distances for approaches. The present route’s width and alignment are inadequate
for the volume and type of traffic it currently accommodates, and the road is nearly six decades
old. Because it does not meet the purpose and need, it is not carried forward as the preferred
alternative but rather used to provide a baseline comparison for the build alternatives and in
accordance with NEPA regulations (40 CFR 1502.14(d)).

2.3.2 Railroad Alignment Alternative (Preferred)
2.3.2.1 9.6-m (32-ft) Typical Section

The Railroad Alignment Alternative is within the Belfry Area segment. This alternative would create
a new alignment for MT 72, relocating the highway from Vaill Avenue and Wisconsin Street to
Railroad Avenue on the western edge of town. The alternative begins on MT 72, south of Railroad
Avenue’s present intersection with S-308 at +/- RP 10.5. It follows Railroad Avenue to its current
terminus and continues north on the old MW&S railroad grade to North Dutch Lane at +/- RP 12.7
(Figure 2.6).
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Under this alternative, the S-308 intersection would be reconfigured to include the addition of a left
turn lane on S-308, west of the intersection. At this reconfigured intersection, Vaill Avenue would
be closed one block to the east. From the S-308 intersection, the Railroad Alignment Alternative
would proceed northward past Vaill Avenue (the existing MT 72 alignment) and along the
alignment of Railroad Avenue, which is currently a one-lane gravel road between S-308 and
Broadway Avenue. This typical section would be the urban typical section with parking on only the
east side (see Figure 2.2). To improve the connection between the business district and the new
MT 72, this alternative would include improvement and reconstruction of the first block of
Broadway Avenue.

The Railroad Alignment Alternative would continue northward past the historic MW&S Railroad
Depot (located on Broadway Avenue) and cross over Bear Creek on a new structure, staying on a
route headed north toward the historic MW&S Railroad Maintenance Shop. North of Bear Creek
the roadway would transition from an urban typical section to a rural typical section. To avoid
impacting the historic MW&S Railroad Maintenance Shop, curb and gutter would be retained on the
west side in this transition area. The proposed alignment would continue north of the railroad
maintenance shop and parallel to the west side of the sewage lagoon that serves the town of
Belfry. As the alignment proceeds northward, it would cross private agricultural land and curve
northeasterly through a portion of Bureau of Land Management (BLM) property, cross Clarks Fork,
and curve northeasterly to eventually tie-in to the existing MT 72 alignment at north of Dutch
Lane. The Railroad Alignment would cross the Clarks Fork at a new location approximately 237 m
(778 ft) downstream of the existing Clarks Fork “south” bridge and would require a new two-lane
bridge. The Dutch Lane and North Dutch Lane tie-ins to the proposed alignment would be
reconfigured into a “tee” intersection.

Access would be changed under this alternative to accommodate the new highway alignment. The
number of driveways accessing directly onto MT 72 would be reduced because some would be
redirected to connect with county roads and others would be consolidated. The existing MT 72
highway would be returned to a local street through town, and the existing highway segment
between the Bear Creek bridge and Clarks Fork “south” bridge would be eliminated. The existing
historic Clarks Fork “south” bridge would likely be removed after completion of the new bridge on
the new alignment (unless a new owner is identified to assume ownership and maintenance of the
bridge). The existing segment between Clarks Fork “south” bridge and Dutch Lane would be
retained as a local access road. The portion of MT 72 that would be eliminated from highway use
bisects a single property owner, and this owner would be provided primary access from a single
point along the relocated MT 72. This location would provide access to the entire combined eastern
parcels, which would no longer be partitioned by the existing highway. Additional field approaches
would be constructed to access parcels both east and west of the new alignment to reasonably
address the operations of the property.

Since traffic is rerouted to the west side of town, traffic would be greatly reduced on Wisconsin
Street and Vaill Avenue in front of the Belfry School, and therefore, no additional improvements
are included in the school area for this alternative.

The estimated project cost for acquisition of right-of-way, design, and construction of the 9.6-m
(32-ft) typical section Railroad Alignment Alternative would be $4.7 million.

2.3.2.2 12-m (40-ft) Typical Section
The urban portion of this alternative (from S-308 to Broadway Avenue) would be the same as

described for the 9.6-m (32-ft) typical section. The 2.4-m (8-ft) shoulders would apply to the rural
typical section of this alternative. The transition from an urban typical section to a 12-m (40-ft)
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rural typical section would start north of Bear Creek. To avoid the historic MW&S Railroad
Maintenance Shop, curb and gutter would be retained on the west side in this area. North of the
MW&S Railroad Maintenance Shop for the remaining section of the Belfry Area segment (until
north of Dutch Lane where the Rural Corridor segment begins), the highway would be a 12-m (40-
ft) rural typical section with 2.4-m (8-ft) shoulders. Except for the increased shoulder width from
1.2 m (4 ft) to 2.4 m (8 ft), other aspects of the alignment and typical sections are identical to the
9.6-m (32-ft) typical section.

The estimated project cost for acquisition of right-of-way, design, and construction of the 12-m
(40-ft) typical section Railroad Alignment Alternative would be $5.1 million.
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Figure 2.5 Railroad Alignment Alternative (Preferred)
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2.3.3 Broadway Avenue Alternative
2.3.3.1 9.6-m (32-ft) Typical Section

The Broadway Avenue Alternative is within the Belfry Area segment of the study area. It contains
both urban and rural typical section characteristics, as described earlier. Broadway Avenue is
parallel to Vaill Avenue, which is the local residential street on which the existing MT 72 alignment
currently travels through town. Under the Broadway Avenue Alternative, the MT 72 alignment
would be shifted one block north from Vaill Avenue to Broadway Avenue (Figure 2.6). Broadway
Avenue is the historic “Main Street” commercial arterial within the town and provides parking and
direct access to the majority of the town'’s businesses.

This alternative, like the Railroad Alignment Alternative, would begin near the MT 72/S-308
intersection. West of the intersection with S-308, a left turn lane would be added. The MT 72/S-
308 intersection would be redesigned into a 3-legged intersection, eliminating the connection to
Vaill Avenue (the existing MT 72 alignment). The one-block section connecting MT 72 to Vaill
Avenue from the S-308 intersection to Montana Street would be permanently closed to improve
the intersection.

From the S-308 intersection, the MT 72 alignment would continue north along Railroad Avenue to
Broadway Avenue and follow a new 40 kph (25 mph) curve to join MT 72 to Broadway Avenue
west of Montana Street. From Montana Street, MT 72 would continue easterly to tie-in to
Wisconsin Street. In this section between Railroad Avenue and Wisconsin Street, the roadway
would be improved to the urban typical section with parking and sidewalks on each side. From S-
308 to Broadway Avenue, new sidewalks would be provided on both sides, and on-street parking
would be provided where feasible. From Broadway Avenue to Bear Creek Lane, new sidewalks but
no parking lanes would be built on both sides of MT 72. Pedestrians would be encouraged to cross
at the intersections of MT 27/Carbon Avenue and MT 72/Wyoming Street through the use of
appropriate new signage and striping.

At the Wisconsin Street tie-in, the current 3-legged intersection at Broadway Avenue and
Wisconsin Street would be modified to a curve, and Wisconsin Street south of Broadway Avenue
would be disconnected from Broadway Avenue. In front of the Belfry School near this curve, the
disconnected segment of Wisconsin Street would be reconstructed into a cul de sac, which would
be accessible only from the south. The cul de sac would accommodate drop-off and turn-around
access to Belfry School for school buses, students and parents.

From the Wisconsin Street curve, the Broadway Avenue alignment would proceed northerly on the
existing MT 72 alignment. The existing MT 72 alignment would be reconstructed to the rural
typical section. The existing box culvert at Bear Creek would be reconstructed. Continuing north on
the alignment, the Clarks Fork “south” bridge would be replaced, and the alignment would be
shifted east of the existing centerline to improve geometry. The new bridge would be constructed
east of the existing bridge so that traffic could be maintained on the current bridge during
construction.

The estimated project cost for acquisition of right-of-way, design, and construction of the 9.6-m
(32-ft) typical section Broadway Avenue Alternative would be $4.0 million.
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2.3.3.2 12-m (40-ft) Typical Section

The urban portion of this alternative (from S-308 to Broadway Avenue) would be the same as
described for the 9.6-m (32-ft) typical section. The 2.4-m (8-ft) shoulders would apply to the rural
typical section of this alternative, which begins north of Wisconsin Street. For this remaining
section of the Belfry Area segment (until North of Dutch Lane where the Rural Corridor segment
begins), the highway would be a 12-m (40-ft) rural typical section with 2.4-m (8-ft) shoulders.
Except for the increased shoulder width from 1.2 m (4 ft) to 2.4 m (8 ft), other aspects of the
alignment and typical sections are identical to the 9.6-m (32-ft) typical section.

The estimated project cost for acquisition of right-of-way, design, and construction of the 12-m
(40-ft) typical section Broadway Avenue Alternative would be $4.4 million.
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Figure 2.6 Broadway Avenue Alternative
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2.4 Rural Corridor Alternatives (North Dutch Lane to US 310)
2.4.1 No-Build

Under the No-Build Alternative in the Rural Corridor, MT 72 would continue on its existing
alignment from North Dutch Lane to the intersection of US 310. There would be no change in
roadway conditions under the No-Build Alternative. MDT would continue maintaining the highway,
but roadway deficiencies and safety concerns would remain.

The current MT 72 has both a narrow width and steep shoulders as well as limited sight distances
for approaches as discussed in Chapter 1. The present route’s width and alignment are inadequate
for the volume and type of traffic it currently accommodates, and the road is nearly six decades
old. Although it does not meet the purpose and need, it is carried forward to be used as a baseline
comparison for the build alternatives and in accordance with NEPA regulations (40 CFR
1502.14(d)).

2.4.2 Modified Existing Alignment Alternative (Preferred)
2.4.2.1 9.6-m (32-ft) Typical Section

The Modified Existing Alignment Alternative is within the Rural Corridor segment of this project
(see Figure 2.1) and would feature the improvements associated with the rural typical section,
including side slopes adhering to clear zone guidelines and roadside ditches to accommodate storm
runoff. The proposed alignment generally follows the existing MT 72 alignment from the terminus
of the Belfry Area segment at North Dutch Lane to the intersection with US 310 where the project
terminates. To correct roadway deficiencies, the alignment is modified in some areas as discussed
below. Details of the Modified Existing Alignment Alternative are illustrated in Figure 2.7.

Moving north through the project area, the improved alignment would follow the existing roadway
centerline from North Dutch Lane to just north of the Clarks Fork “north” bridge at Lynn’s Corner,
approximately 4.8 km (+/- 3 mi) north of Belfry. At Lynn’s Corner (from +/- RP 14.5 to +/- RP
15.2), the alignment would shift to the east with two reverse curves that would be designed to
meet MDT standards. The alignment would reduce the sharp tight curve adjacent to the existing
residence on the west. Access to this property would be reconstructed. The existing MT 72
roadway in this area would be removed. The existing Silver Tip Creek and Clarks Fork “north”
bridges would be replaced to accommodate the widened roadway. To maintain traffic on the
existing bridge during construction, new structures would be built east of the existing bridges.

From the reconstructed curve at Lynn’s Corner, the highway would proceed north as the rural
typical section along the existing roadway centerline. North of Webber Lane (+/- RP 20) is a bluff
on the west side of MT 72. Between Webber Lane (+/- RP 19.5) and Ridgeway Lane (+/- RP
20.6), the existing alignment crosses Sand Creek Canal two times. The existing bridges over Sand
Creek Canal (+/- RP 19.9 and +/- RP 20.4) in these locations would be replaced with new
structures.

Near the second Sand Creek Canal crossing (+/- RP 20.4), the existing MT 72 alignment would be
realigned slightly westward toward the bluff to flatten a horizontal curve. Just north of this curve,
the access road to residences on the bluff top would be modified.

Under the Modified Existing Alignment Alternative, a number of modifications would occur at the
MT 72/US 310 intersection (see Figure 2.8). The intersection would be moved south of its existing
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location for both north- and southbound traffic and replaced with a new
“tee” intersection. A deceleration lane from US 310 onto MT 72 would be incorporated into the
final design in accordance with MDT standards. Business and residential accesses would be
modified along both MT 72 and US 310 to accommodate the reconstructed intersection.

The number of access points would be reduced throughout the Rural Corridor. The majority of the
public road intersections would require some realignment to create a perpendicular intersection
with the highway, since many roads presently intersect at an angle. Many of the residential and
field driveways would be realigned to connect with nearby public roads, and some may be
combined together or shifted along the property frontage. An Access Management Plan would be
developed to manage access points on MT 72 within 150 m (500 ft) of the public road
intersections.

The estimated project cost for acquisition of right-of-way, design, and construction of the 9.6-m
(32-ft) typical section Modified Existing Alignment Alternative would be $11.3 million.

2.4.2.2 12-m (40-ft) Typical Section
Rural typical sections for the Rural Corridor segment shown in Figure 2.4 would be modified under
the 12-m (40-ft) typical section to include 2.4 m (8 ft) instead of 1.2-m (4-ft) shoulders. The

alignment and all other design elements would be as described in Section 2.4.2.1.

The estimated project cost for acquisition of right-of-way, design, and construction of the 12-m
(40-ft) typical section Modified Existing Alignment Alternative would be $13.3 million.
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Figure 2.7 Modified Existing Alignment Alternative (Preferred)
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2.4.3 Ridgeway North Alternative
2.4.3.1 9.6-m (32-ft) Typical Section

The Ridgeway North Alternative is in the Rural Corridor segment. Like the other alternatives in the
Rural Corridor, this alternative follows the rural typical section throughout. The Ridgeway North
Alternative is identical in alignment and typical section to the Modified Existing Alignment
Alternative from North Dutch Lane (+/- RP 12.7) to just south of Sand Creek Canal at +/- RP 20.3.
From the point where the existing highway curves, the Ridgeway North Alternative eliminates this
curve and continues straight. It proceeds northeasterly on a new alignment across Ridgeway Lane
terminating at US 310 at a private driveway north of the existing Ridgeway Lane intersection,
across from the MDT Maintenance Yard Facility (see Figure 2.8). This alignment was proposed to
straighten the MT 72 alignment and to avoid impacting farm houses near Ridgeway Lane.

From south of Sand Creek Canal (+/- RP 20.3), the Ridgeway North alignment would proceed
north and begin to shift east of the existing MT 72 and would cross Sand Creek twice at new
locations. The Sand Creek Canal would be realigned westward toward the bluff and away from the
proposed alignment. Construction of a new structure for the realigned canal at existing MT 72
could be required to maintain access to properties on the west side. However, farm driveways near
the bluff area could also be redesigned to connect to the proposed alignment. If driveways would
be reconnected to the proposed alignment, the use of the existing alignment in this area could be
eliminated, thereby reducing or eliminating the need for a new canal structure near the bluff area.

The alignment would continue away from the bluff area east to its intersection with US 310 at +/-
RP 21.1. Access to Ridgeway Lane would be provided from US 310 only. A cul de sac would be
constructed at the western end of Ridgeway Lane east of the proposed MT 72 alignment. This cul
de sac would eliminate direct access onto MT 72 from Ridgeway Lane.

After completion of the new US 310 intersection, the existing MT 72 roadway north of the existing
Ridgeway Lane would be eliminated. The existing MT 72/US 310 intersection farther north would
be reconfigured to continue serving as access to businesses and residences in the immediate area.
The US 310 to MT 72 southbound leg of the existing MT 72/US 310 intersection would be
eliminated under this alternative, and the roadway would be removed.

The number of access points would be reduced throughout the corridor. The majority of the public
road intersections would require some realignment to create a perpendicular intersection with the
highway, since many roads presently intersect at an angle. Many of the residential and field
driveways would be realigned to connect with nearby public roads and some may be combined
together or shifted along the property frontage. An Access Management Plan would be developed
to manage access points on MT 72 within 150 m (500 ft) of the public road intersections.

The estimated project cost for acquisition of right-of-way, design, and construction of the 9.6-m
(32-ft) typical section Ridgeway North Alternative would be $10.3 million.

2.4.3.2 12-m (40-ft) Typical Section
Typical rural typical sections for the Rural Corridor segment shown in Figure 2.4 would be modified

under the 12-m (40-ft) typical sections to include 2.4-m (8-ft) instead of 1.2-m (4-ft) shoulders.
The alignment and all other design elements would be as described in Section 2.4.3.1.
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The estimated project cost for acquisition of right-of-way, design, and construction of the 12-m

(40-ft) typical section Ridgeway North Alternative would be $12.1 million.

Figure 2.8 Ridgeway North Alternative
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2.4.4 Ridgeway South Alternative
2.4.4.1 9.6-m (32-ft) Typical Section

The Ridgeway South Alternative is in the Rural Corridor segment. Like the other alternatives in the
Rural Corridor, this alternative uses the rural typical section throughout. The Ridgeway South
Alternative is identical in alignment and typical section to the other Rural Corridor alternatives from
North Dutch Lane (+/- RP 12.7) to just south of Sand Creek Canal (+/- RP 20.3). Like the
Ridgeway North Alternative, where the existing highway curves, the Ridgeway South Alternative
eliminates this curve and continues straight. The highway proceeds northeasterly on a new
alignment across Ridgeway Lane. The Ridgeway South Alternative would cross near the midpoint
of Ridgeway Lane (east of the Ridgeway North Alternative alignment) and terminate on US 310
south of the Ridgeway North Alternative and north of the existing Ridgeway Lane intersection with
US 310 at +/- RP 21.1 (see Figure 2.9). This proposed alignment closely follows a treeline on the
eastern side. This alignment was proposed to straighten the MT 72 alignment and to minimize
bisecting farmlands near Ridgeway Lane.

Near the bluff and in the vicinity of the existing Ridgeway Lane intersection with MT 72, the
proposed Ridgeway South Alternative alignment would cross a section of the existing Sand Creek
Canal in one place at the tip of curve where the canal changes direction. Like the Ridgeway North
Alternative, the Ridgeway South Alternative would realign Sand Creek westward toward the bluff
and away from the proposed roadway realignment, or alternative access points could be provided
along the proposed new alignment.

As with the Ridgeway North Alternative, access to Ridgeway Lane would be provided from US 310
only. A cul de sac would be constructed at the western end of Ridgeway Lane east of the
proposed MT 72 alignment. This cul de sac would eliminate direct access onto MT 72 from
Ridgeway Lane.

After completion of the new US 310 intersection, the existing MT 72 roadway north of the existing
Ridgeway Lane would be eliminated. The existing MT 72/US 310 intersection farther north would
be reconfigured to continue serving as access to businesses and residences in the immediate area.
The US 310 to MT 72 southbound leg of the existing MT 72/US 310 intersection would be
eliminated under this alternative.

The number of access points would be reduced throughout the corridor. The majority of the public
road intersections would require some realignment to create a perpendicular intersection with the
highway, since many roads presently intersect at an angle. Many of the residential and field
driveways would be realigned to connect with nearby public roads, and some may be combined
together or shifted along the property frontage. An Access Management Plan would be developed
to manage access points on MT 72 within 150 m (500 ft) of the public road intersections.

The estimated project cost for acquisition of right-of-way, design, and construction of the 9.6-m
(32-ft) typical section Ridgeway South Alternative would be $10.6 million.

2.4.4.2 12-m (40-ft) Typical Section
Typical sections for the Rural Corridor segment shown in Figure 2.4 would be modified under the

12-m (40-ft) typical sections to include 2.4-m (8-ft) instead of 1.2-m (4-ft) shoulders. The
alignment and all other design elements would be as described in Section 2.4.4.1.
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The estimated project cost for acquisition of right-of-way, design, and construction of the 12-m
(40-ft) typical section Ridgeway South Alternative would be $12.5 million.

Figure 2.9 Ridgeway South Alternative
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2.5 Selection of Preferred Alternative
2.5.1 Alternatives Summary of Impacts

All of the proposed build alternatives meet the purpose and need of the project by improving
safety as well as traffic flow, access, and pedestrian and bicycling activities. The No-Build
Alternative does not improve safety along the corridor, and therefore, does not meet the purpose
and need of the project.

Typical Sections. Two typical sections, the 9.6-m (32-ft) and the 12-m (40-ft), were evaluated
for the rural portion of the corridor (i.e., the area outside the town of Belfry). Rural sections are
present in both the Belfry Area (between the town of Belfry and North Dutch Lane) and throughout
the Rural Corridor. The two typical sections are identical in all aspects except the 9.6-m (32-ft)
section includes 1.2-m (4-ft) shoulders, and the 12-m (40-ft) section includes 2.4-m (8-ft)
shoulders. Although the proposed 9.6-m (32-ft) typical section meets MDT standards, the public
suggested the wider shoulders as means to improve safety for highway users including the
movement of agricultural equipment. The wider shoulders are also consistent with AASHTO
recommendations for the type of highway and volume of traffic on MT 72.

The wider 12-m (40-ft) typical section creates small additional increases in ground disturbance and
property impacts as compared with the 9.6-m (32-ft) typical section. There would be slightly
greater impacts to farmlands, vegetation, wetlands, right-of-way, and floodplains from the wider
shoulders. The primary impacts from ground disturbance result from reconstruction of the highway
to current MDT standards (improving horizontal and vertical alignments, etc.). To implement the
12-m (40-ft) typical section, combined total proposed project estimated costs for the Preferred
Alternatives in both segments would increase 15 percent from $16.1 million to $18.5 million.

Although there would be slightly greater property impacts and a higher cost associated with the
proposed 12-m (40-ft) typical section, wider shoulders would also provide a number of
transportation benefits. For the 12-m (40-ft) typical section, the 2.4-m (8-ft) shoulders improve
travel and safety conditions as they allow vehicles to pull off of the roadway and out of the driving
lanes. Wider shoulders encourage uniform speeds, which generally result in increased highway
capacity; improved roadside safety, as there is more recovery room for vehicles that stray outside
of the travel way; and improved sight distances around horizontal curves. In this proposed project
area, which is dominated by agricultural uses, wider shoulders provide improved conditions for
slow-moving agricultural equipment to travel in the corridor and minimize conflicts with faster-
moving through traffic.

Alignment Alternatives. In the Belfry Area, the Railroad Alignment Alternative and the
Broadway Avenue Alternative would both improve safety and address the roadway deficiencies.
The Railroad Alignment Alternative provides greater safety benefits by moving the highway to the
edge of town and away from the school. It also would provide the opportunity to access a BLM
parcel on the Clarks Fork, which could be developed as a fishing access site. Impacts to cultural
resources, wetlands, and water quality would be similar for both alternatives. Both Alternatives
result in the relocation of one business and two residences along Railroad Avenue. The Railroad
Alignment Alternative also may require the relocation or reconstruction of four buildings on one
farm. Whereas, the Broadway Avenue Alternative would not impact this farm, it would impact the
picnic site across from the Belfry school. The Railroad Alignment Alternative would require slightly
more acquisition of new right-of-way and could impact the operations of one farm and the
potential redevelopment of one property as a hunting club. Due to the new crossing of the Clarks
Fork, the Railroad Alignment Alternative also would create slightly greater impacts to floodplains,
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water bodies, and aquatic resources. For either typical section, the Railroad Alignment Alternative
would cost about $700,000 more than the Broadway Avenue Alternative.

In the Rural Corridor, all build alternatives (the Modified Existing Alignment Alternative, the
Ridgeway North Alternative, and the Ridgeway South Alternative) would reduce roadway
deficiencies and improve safety. These three alternatives would improve safety by realigning
Lynn’s Corner, improving intersections including the MT 72 and US 310 intersection, and relocating
approximately 10 accesses that are within 150 m (500 ft) of a public road intersection. In addition,
for the Modified Existing Alignment Alternative, four accesses near the US 310 intersection would
be consolidated by means of a new access road. Impacts would be similar among the three
proposed build alternatives for most resource areas (in part because the alignment is identical
among the alternatives for much of the Rural Corridor segment). All alternatives would result in an
impact to the farming operation at Lynn’s Corner because a small parcel would be severed. The
Modified Existing Alignment Alternative and the Ridgeway South Alternative would each result in
one relocation/acquisition. However, the Modified Existing Alignment Alternative would result in
less farmland acquisition and fewer impacts to agricultural operations in the corridor than both the
Ridgeway alternatives. The Modified Existing Alignment Alternative would cost approximately 10
percent more than the other alternatives.

2.5.2 Preferred Alternative Summary

After consideration of the purpose and need of the project to improve safety and roadway
deficiencies, the Railroad Alignment Alternative in the Belfry Area and the Modified Existing
Alignment Alternative in the Rural Corridor were selected to be combined as the Preferred
Alternative for the proposed project. In the Belfry Area, the Railroad Alignment Alternative would
provide the greatest improvement to safety in town by relocating the highway outside the town
center and reducing conflicts with pedestrians, bicycles, and local traffic. It also would provide the
most improved safety conditions for the Belfry School, which was identified by the public as one of
the major concerns to be addressed by this proposed project.

The Modified Existing Alignment was selected as part of the Preferred Alternative for the Rural
Corridor. Although all three build alternatives improved safety and had similar impacts, the
Modified Existing Alignment Alternative had less impact on agricultural operations.

Both the 9.6-m (32-ft) typical section with 1.2-m (4-ft) paved shoulders and the 12-m (40-ft)
typical section with 2.4-m (8-ft) paved shoulders would improve safety in the highway corridor.
The 12-m (40-ft) typical section would provide wider shoulders to further improve safety; whereas,
the 9.6-m (32-ft) typical section would have less environmental impact and a lower cost.

MDT identified its Preferred Alternative as an option that combines the best features of these two
typical section alternatives. The preferred typical section is a 12-m (40-ft) subgrade with a
9.6-m (32-ft) paved top and flattened in-slopes (Figure 2.10). This option would feature an
initial paved top of 9.6 m (32 ft). Paved 1.2-m (4-ft) shoulders with flattened in-slopes from this
shoulder would offer a wider shoulder and recovery area at the edge of the travelway. The
increased width of the shoulder area resulting from the paved and unpaved area would provide
more room for movement of agricultural equipment. This option would offer a lower initial paving
cost and could easily accommodate a future 12-m (40-ft) overlay when traffic volumes warrant a
wider paved roadway width. It is also consistent with standard bridge widths. An option to consider
until a full 12-m (40-ft) paved top is warranted is to apply 12-m (40-ft) pavement near
intersections or where school bus stops are located. MDT will determine during the project’s final
design appropriate locations, if any, for the 12-m (40-ft) top.
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Figure 2.10 Preferred Typical Section (12-m (40-ft) Subgrade with a 9.6-m
(32-ft) Paved Top and Flattened In-slope)
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2.6 Alternatives Considered but Eliminated from Further Review

The following alternatives were not carried forward for detailed analysis in this EA because they (1)
did not meet the primary project purpose and need to improve safety, (2) caused more
environmental impacts than a similar alternative, or (3) were determined to be unreasonable in
cost. Unreasonable cost for an alternative was determined to be one-third or more than other
alternatives that met the safety criterion. Figure 2.11 at the end of this section shows all
alternatives including those that were eliminated from detailed analysis.

2.6.1 Belfry Area

Within the Belfry Area, six additional alternatives were considered but eliminated because four did
not address some of the safety issues and in some cases introduced new safety issues and two
were unreasonable in cost.

2.6.1.1 Vaill Avenue Alternative

The Vaill Avenue Alternative is the existing alignment of MT 72 in Belfry. This alternative provides
minor improvements along the existing MT 72 alignment through Belfry and at the Vaill Avenue
and Wisconsin Street curve near Belfry School. This alternative was eliminated because it did not
substantially improve safety near the school.

2.6.1.2 South Alignment Alternative

The South Alignment Alternative begins about 800 m (2624 ft) south of the S-308 junction with
Vaill Avenue. From this southern beginning point outside of town, the South Alignment Alternative
curves northeasterly across agricultural land to tie-in to Wisconsin Street south of the Belfry
School. It continues on the existing MT 72 alignment in front of the school. It was not carried
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forward because it did not improve safety near the school, would have introduced more curves in
the roadway, and could have resulted in faster speeds within town near the school.

2.6.1.3 Bear Creek Alignment Alternative

The Bear Creek Alignment Alternative begins at the S-308 junction with Vaill Avenue. It
immediately cuts a diagonal northeast route across Broadway Avenue and Carbon Avenue before
curving toward a connection with existing MT 72, north of the Bear Creek bridge. It eliminates
existing MT 72 from in front of the Belfry School but introduces more curves in the roadway and
faster speeds in town. An option to the diagonal roadway included consideration of a parallel
alignment to the Vaill Avenue alignment, to follow Carbon Avenue and tie-in to the existing MT 72
just south of Bear Creek Lane. It was not carried forward because it did not improve safety.

2.6.1.4 North Diagonal Alignment Alternative

The North Diagonal Alignment Alternative was the alignment proposed by MDT in the 1980s. At
that time, the public opposed the alignment because of agricultural impacts so suggested a
different alignment referred to as the Railroad Alignment Alternative, which is the Preferred
Alternative. The North Diagonal Alignment Alternative extends existing MT 72 on the west side of
town along Railroad Avenue, about 400 m (1312 ft) north of the S-308 junction with Vaill Avenue.
From this northerly point, the North Diagonal Alignment curves northeasterly across agricultural
land to tie-in to the existing MT 72 alignment north of town. It eliminates existing MT 72 from in
front of the Belfry School. It was not carried forward because it introduced more curves in the
roadway, could have resulted in higher speeds through town, and there was a similar alternative
(the Railroad Alignment Alternative) that had fewer impacts.

2.6.1.5 Bluff Bypass With River Crossing Alternative

The Bluff Bypass With River Crossing Alternative takes MT 72 completely out of the town of Belfry.
Beginning at a point on existing MT 72 south of town (about 700 m (2,296 ft) south of the S-308
intersection), the alternative curves northwesterly and crosses S-308 about 300 m (984 ft) west of
the existing S-308/MT 72 intersection. The alternative continues a northwesterly curve up to the
bluff top, traverses the bluff top approximately 1,200 m (3,936 ft), begins a northeast descent
down the bluff toward Dutch Lane, crosses the Clarks Fork, and ties into the existing MT 72
alignment at a point north of Dutch Lane. The bluff top is not in agricultural use. Crossing the
Clarks Fork at a new point requires a new bridge west of the existing Clarks Fork south bridge. It
was not carried forward because it was not of a reasonable cost.

2.6.1.6 Bluff Bypass Without River Crossing Alternative

The BIluff Bypass Without River Crossing Alternative takes MT 72 completely out of the town of
Belfry. Beginning at a point on existing MT 72 south of town (about 700 m (2296 ft) south of the
S-308 intersection), the alternative curves northwesterly and crosses S-308 about 300 m (984 ft)
west of the existing S-308/MT 72 intersection. The alternative continues a northwesterly curve up
to the bluff top, traverses the bluff top approximately 1,900 m (6,232 ft), and begins a northeast
descent down the bluff. It continues along the toe of the bluff outside agricultural land and west of
the Clarks Fork for approximately 4,400 m (14,432 ft) and ties into the existing MT 72 alignment at
Lynn’s Corner. The bluff top is not in agricultural use. This alignment does not cross the Clarks
Fork at any point and does not require new bridges. It was not carried forward because it was not
of a reasonable cost.
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2.6.2 Rural Corridor

Within the Rural Corridor, three additional alternatives were considered but eliminated from further
analyses. (Note: The Bluff Bypass Alternatives extend through both project segments and are
discussed in Section 2.5.1.)

2.6.2.1 Lynn’s Corner B and C Alternatives

Two other options for Lynn’'s Corner were investigated and are referred to as B and C for that
locale. Lynn’s Corner B Alternative eliminates the “reverse curve” in the Lynn’s Corner area by
providing the straightest alignment on the eastern side of the existing alignment. Of all the Lynn’s
Corner alternatives, Lynn's Corner B partitions the farmland on the east by the greatest amount.
Since there is an alternative with fewer farmland and right-of-way impacts that still improved
safety, alternative B was eliminated. Lynn’s Corner C Alternative improves the “reverse curve” in
the Lynn’s Corner area by shifting and somewhat straightening the alignment to the eastern side of
the existing alignment. This design provides some safety improvements with minimal right-of-way
and farmland impacts. It was not carried forward because another alternative provided greater
safety improvement.

2.6.2.2 Ridgeway South B Alternative

Ridgeway South B Alternative creates a new roadway alignment crossing Ridgeway Lane closest to
its eastern end. Although it is the shortest route of the Ridgeway Lane Alternatives, it was not
carried forward because the terminus is too near a bridge on US 310 and does not provide
adequate sight distance for the intersection. Therefore, it was eliminated for safety reasons.

a2l

Mantana Depe. af Transportation Page 2-23



Figure 2.11 All Alternatives Considered
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3.0 Impacts

3.1 Transportation

The transportation section describes the functions of the transportation environment, including
traffic, access, accident occurrence, and pedestrian and bicycling activities, that may be affected by
the proposed alternatives.

3.1.1 Traffic
3.1.1.1 Affected Environment

MT 72 is an important rural primary highway in Montana. It serves the agricultural industry in the
area and links tourism and commercial traffic regionally between the states of Wyoming and
Montana. In the rural sections the posted speed is 112 kph (70 mph). The posted speed limit
within the town of Belfry is 40 kph (25 mph). South of Belfry, MT 72 is also being improved to MDT
standards. This project, referred to as Wyoming Line to Belfry (STPP 72-1(8)0 and STPP 72-
1(7)0), will have a 9.6-m (32-ft) roadway top, which is two 3.6-m (12-ft) travel lanes with 1.2-m
(4-ft) shoulders. The northern terminus of the Belfry-North project is US 310. US 310 to the north
(i.e. Bridger to Fromberg) is generally a 12-m (40-ft) roadway top, which is two 3.6-m (12-ft)
travel lanes with 2.4-m (8-ft) shoulders.

MDT measured average daily traffic (ADT) for 2002 at 1,600 vehicles and projects ADT of 2,890 for
the design year (2026). Traffic volume records for this corridor have been taken almost
continuously since 1986 and have shown a steady growth trend in traffic volume with only minor
year-to-year fluctuations. Between the years 1986 and 2001, traffic volume data for the MT 72
corridor displayed an average annual growth rate of more than three percent. The highest traffic
volume increases have been observed closer to the US 310 junction.

Traffic in the corridor is primarily cars and medium trucks, which account for 94 percent of vehicles
on the road, with the remaining six percent being heavy truck traffic. Increases in traffic are
anticipated to be the same mix of vehicles.

The rural highway segment typically operates at Level of Service (LOS) A or B. The intersections of
MT 72 with US 310 and S-308 both operate at LOS A. For two-lane highways, LOS A is described
as allowing motorists to drive at their desired speed, having platoons no longer than three
vehicles, and having an operating speed near 112 kph (70 mph). LOS B is described as a condition
where passing demand equals passing capacity, drivers are delayed up to 45 percent of the time,
and vehicles have an average speed of 105 kph (65 mph). For primary highways in level or rolling
terrain, MDT’s minimum recommended design LOS is B.

There are no major capacity constraints in the corridor. The highway has adequate capacity to
function well beyond the design year of 2026 without any additional lanes. Some minor
improvements may be needed at the intersections of MT 72 with US 310 and S-308, but these are
driven more by safety concerns than capacity issues.
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3.1.1.2 Impacts

Tables 3.1 and 3.2 provide traffic impacts for each project alternative for the Belfry Area and Rural
Corridor, respectively. Generally, traffic conditions and level of service (LOS A or B) are acceptable
under the No-Build Alternative but would be improved under all of the build alternatives. In the
Belfry Area, both build alternatives would improve traffic operations at the MT 72/S-308
intersection with an added left turn lane on S-308 and the closure of the Vaill Avenue leg of the
intersection. Traffic patterns would be affected by the closure of one block of Vaill Avenue. In the
Belfry Area, the Railroad Alignment Alternative would divert traffic from a residential area to follow
the railroad alignment on the west side of town and would reduce traffic volumes in front of the
Belfry School more than the Broadway Avenue Alternative. In the Belfry Area segment north of
Belfry, two typical sections are being evaluated: a 9.6-m (32-ft) roadway and a 12-m (40-ft)
roadway.

While a two-lane facility is recommended through the design year, traffic volumes do change
recommendations for shoulder widths. Although MDT standards recommend a 1.2-m (4-ft)
shoulder, AASHTO recommendations are for wider shoulders. AASHTO shoulder width
recommendations vary by volume. For ADT between 400 and 2,000, AASHTO recommends a
shoulder width of 1.8 m (6 ft). The current ADT on MT 72 justifies a 1.8-m (6-ft) shoulder. Once
the volume increases to 2,000 vehicles per day, a shoulder width of 2.4 m (8 ft) is recommended.
Within less than 10 years (by 2012), ADT will exceed 2,000 vehicles and will warrant a 2.4-m (8-ft)
shoulder based on AASHTO recommendations. By the design year of 2026, ADT is projected to be
2,890. Wider shoulders are preferable for travel and safety conditions as they allow a vehicle to
pull off of the roadway occupying a small part or none of the travel way.

The 9.6-m (32-ft) typical section would be consistent with the Wyoming Line to Belfry project on
MT 72; whereas, the 12-m (40-ft) typical section would be consistent with US 310 to the north of
the project corridor.

In the Rural Corridor, all of the alignments provide similar traffic benefits, but the 12-m (40-ft)
typical section would meet MDT standards and be consistent with AASHTO recommendations and
provide additional safety and travel benefits by providing areas where slower-moving traffic
(e.g., farm equipment) or disabled vehicles could completely pull off the highway onto the
shoulder.
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Table 3.1  Traffic Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)
No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway
(Preferred Alternative) Avenue Alignment
9.6-m (32-ft) No change. Traffic volumes would be reduced (in front of Traffic volumes would be

Typical Section

Highway traffic
would continue in
front of Belfry
school.

Not consistent
with MT 72 at this
proposed project’s
beginning at the
proposed
Wyoming Line to
Belfry project’s
northerly end.
Also not
consistent with US
310’s width at this
proposed project’s
northerly end.

Not consistent
with AASHTO
recommendations
for 2-lane
highways in either
rural or developed
areas.

Belfry School) on Wisconsin Street and Vaill
Avenue.

Highway traffic would be diverted from
residential area to railroad alignment on western
edge of town.

Highway traffic operations would improve at the
MT 72/S-308 intersection by closing one block of
Vaill Avenue east of this location to create a tee
intersection, but this would change some local
traffic patterns.

In rural area, shoulder widths are narrower than
suggested AASHTO widths.

In rural area, typical section would be consistent
with MT 72 for proposed Wyoming Line to Belfry
project’s typical section width, but narrower than
US 310 beyond this proposed project’'s northerly
end.

reduced on Vaill Avenue and on
the section of Wisconsin Street
between Broadway Avenue and
Vaill Avenue, near school.

Traffic volumes could increase
on the State and Wyoming
Streets approaches to Vaill
Avenue to access school.

Highway traffic would be
diverted from residential area to
original commercial area of
town.

Highway traffic operations
would improve at the MT 72/S-
308 intersection by closing one
block of Vaill Avenue east of
this location to create a tee
intersection, but this would
change some local traffic
patterns.

In rural area, shoulder widths
are narrower than suggested
AASHTO widths.

In rural area, typical section
would be consistent with MT 72
for proposed Wyoming Line to
Belfry project’s typical section
width, but narrower than US
310 beyond this proposed
project’s northerly end.

12-m (40-ft)
Typical Section

Same impacts as
9.6-m (32-ft)
typical section No-
Build.

Same impacts as 9.6-m (32-ft) typical section
through town.

In rural area, slow-moving traffic can pull
completely off the roadway onto the wider
shoulder.

Wider shoulders encourage uniform speeds,
which generally result in an increase in highway
capacity.

Wider than MT 72 for proposed Wyoming Line —
Belfry project’s typical section width, but same
as US 310 beyond this proposed project’s
northerly end.

Consistent with AASHTO 2-lane width
recommendations.

Same impacts as 9.6-m (32-ft)
typical section through town.

Same impacts as 12-m (40-ft)
Railroad Alignment Alternative
in Rural Corridor.
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Table 3.2  Traffic Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)
No-Build Modified Existing Alignment Ridgeway Ridgeway
(Preferred Alternative) North South
9.6-m (32-ft) Not consistent with MT | Consistent with MT 72 for proposed | Same impacts as | Same impacts
Typical Section | 72 at this proposed Wyoming Line — Belfry project’s Modified Existing | as Modified
project’s beginning at typical section width, but narrower Alignment. Existing
the proposed Wyoming | than US 310 beyond this proposed Alignment.

Line to Belfry project’s
northerly end. Also not
consistent with US
310’s width at this
proposed project’s
northerly end.

Not consistent with
AASHTO
recommendations for
2-lane highways in
rural areas.

Through traffic must

look for opportunities
to pass slow-moving

traffic.

MT 72 intersection
with US 310 would not
be improved.

project’s northerly end.

Narrower than suggested AASHTO
widths.

Slow-moving traffic (e.g. postal
trucks and farm machinery) can
utilize the shoulder but may still
cause delay to other traffic.

MT 72 intersection with US 310
would be improved.

12-m (40-ft)
Typical Section

Same impacts as
9.6-m (32-ft) typical
section No-Build.

Wider than MT 72 for proposed
Wyoming Line — Belfry project’s
typical section width, but same as
US 310 beyond this proposed
project’s northerly end.

Consistent with AASHTO 2-lane
width recommendations for rural
highways.

Wider shoulders encourage uniform
speeds, which generally result in an
increase in highway capacity.

Slow-moving traffic could pull
completely off the roadway onto the
wider shoulder.

MT 72 intersection with US 310
would be improved.

Same impacts as
Modified Existing
Alignment.

Same impacts
as Modified
Existing
Alignment.
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3.1.1.3 Mitigation

There are no adverse traffic impacts that would result from any of the build alternatives.
Therefore, mitigation would not be required.

3.1.2 Access
3.1.2.1 Affected Environment

The MT 72 highway has 22 intersections in the project area, and where the highway passes
through agricultural land, the density of access points is low. There are several county and private
road intersections, private driveway connections, and field access points. Access points are
well-spaced as there are few houses along the route. The majority of the accesses in the rural
section are for agricultural field access.

The density of accesses through the rural section of highway ranges from approximately 6 to 8
access points per kilometer (10 to 13 per mile). Many of the roadways intersecting MT 72 are
skewed rather than perpendicular, causing sight distance problems, which require turning vehicles
to slow down more than they would for a perpendicular intersection.

In the town of Belfry, MT 72 currently operates as an arterial street with no access restrictions.
Vaill Avenue has many residences with driveways. Access points are somewhat reduced along
Wisconsin Street since the school frontage occupies much of the block. Overall, the urban section
of MT 72 has a high density of access points per kilometer of highway.

3.1.2.2 Impacts

Tables 3.3 and 3.4 provide access impacts for each project alternative for the Belfry Area and Rural
Corridor, respectively. Under the No-Build Alternative, access to MT 72 in Belfry as well as rural
areas would not change. Many of the skewed access points (those not connecting to the highway
in a perpendicular manner) would not be improved resulting in the continuation of site distance
problems as well as delay to through traffic caught behind turning vehicles exiting the highway.

Under all build alternatives, the proposed reconstruction of MT 72 offers the opportunity to address
certain access concerns in both the Belfry Area and the Rural Corridor through the consolidation of
existing access points and control of future access areas. MT 72 would remain as a Regulated
Access facility throughout the project limits, using the least restrictive form of access control
measures described in the Montana Road Design Manual. In the Belfry Area, the Railroad
Alignment Alternative would eliminate access conflicts within town because the highway would be
relocated to the western edge of town, and highway traffic would not travel through the Vaill
Avenue neighborhood. Traffic patterns would be affected by the closure of one block of Vaill
Avenue. Due to the realignment of MT 72 and removal of old MT 72 between north of Bear Creek
and Clarks Fork “south” bridge, existing accesses would be extended to the new MT 72. The
Railroad Alignment Alternative would also create an opportunity to provide access to the BLM
parcel on the Clarks Fork, where BLM and MFWP would like to develop fishing access. Under the
Broadway Avenue Alternative, the number and type of accesses would change and improve
conditions compared to the existing conditions in the No-Build Alternative. Along Broadway
Avenue, there are fewer driveways, and the driveways are for commercial businesses. Therefore,
the conflicts between residential driveways and MT 72 would be eliminated.
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In the Rural Corridor, improvements of the existing conditions would include access-related
changes including the potential implementation of Limited Access Control to prohibit access points
on MT 72 within 150 m (500 ft) of public road intersections, which would improve safety.
Executing this concept would require relocation of approximately 10 accesses in the rural corridor.
In addition, for the Modified Existing Alignment Alternative, four accesses near the US 310
intersection on MT 72 would be consolidated by means of a new access road to improve the safety
of the reconfigured US 310 intersection. Because these relocated accesses may be less direct for
the property owners than the current driveways, this would cause a minor inconvenience to these
owners. These improvements would be guided by principles of good access management to
accommodate a variety of concerns, including providing relocated accesses that maintain access to
properties and farming operations. Managing access in this manner improves travel and safety for
all corridor drivers and, therefore, also benefits the traveling public.

a2l

Mantana Depe. af Transportation Page 3-6



e

F STPP 72-1(1)10 CN 1016

AN
/

Belfry-North

Environmental Assessment

December 2004

Table 3.3  Access Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)
No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway
(Preferred Alternative) Avenue Alignment
9.6-m (32-ft) Some business Would improve access to commercial district Would provide better business

Typical Section

entrances remain
poorly defined
without curbs.

Vaill Avenue
continues to have
many driveways
directly accessing
the highway.

on Broadway Avenue.

Access conflicts in town would be eliminated.
There are fewer driveways accessing Railroad
Avenue, and accesses on Vaill Avenue would
be to a local street. Opportunity to implement
access management within 150m (500 ft) of
public road intersections to improve safety.

Access on Vaill Avenue between Montana
Street and Railroad Avenue would be
eliminated.

Belfry School access would remain the same.

Access on old MT 72 between north of Bear
Creek and Clarks Fork “south” bridge would be
eliminated and accommodated on new
alignment.

Would enhance access to BLM land on Clarks
Fork.

and parking access for the
commercial district on
Broadway Avenue.

Access conflicts in town would
be reduced because accesses
along Broadway Avenue are
fewer and of a different type
(commercial versus residential)
than existing conditions on
Vaill Avenue. Opportunity to
implement access
management within 150 m
(500 ft) of public road
intersections to improve
safety.

Access on Vaill Avenue
between Montana Street and
Railroad Avenue would be
eliminated.

Belfry School access would be
accommodated with new cul
de sac on Wisconsin Street, off
Vaill Avenue. Vaill would be
accessed by local streets
(State and/or Wyoming
Streets).

12-m (40-ft)
Typical Section

Same impacts as
9.6-m (32-ft)
typical section.

Same impacts as 9.6-m (32-ft) typical section
but wider shoulders also provide additional
benefits of improved access to uses adjacent
to the highway such as school bus stops, mail
boxes, highway maintenance, and fishing
accesses.

Same impacts as 9.6-m (32-ft)
typical section but with
additional benefits provided by
wider shoulders.
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Table 3.4  Access Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)
Modified Existing
No-Build Alignment Ridgeway North Ridgeway South
(Preferred Alternative)
9.6-m (32-ft) Skewed Skewed intersections Skewed intersections | Same impacts as

would be rebuilt
perpendicular to
MT 72.

intersections would
remain unchanged.

Typical Section

Four accesses near the US
310 intersection would be
consolidated by means of
a new access road to
improve safety at the
reconfigured US 310
intersection.

Conflicts with direct
residential and
business accesses
onto MT 72 would
continue.

Minor modifications to
residential and Kapor
Lumber accesses along
MT 72. Minor adjustments
and/or consolidation to
Kapor Lumber accesses on
US 310 may be required
to improve intersection
geometry.

Approximately 10
accesses would be
relocated due to access
management within 150
m (500 ft) of public road
intersections to improve
travel and safety.

would be rebuilt
perpendicular to
MT 72.

Removing portion of
MT 72 at US 310 and
adjusting remaining
access points on

MT 72 and Ridgeway
Lane would adversely
affect convenience of
accessing residential
area.

MT 72 access to/from
east side of Ridgeway
Lane would be
eliminated with cul de
sac on Ridgeway
Lane. Access to east
side of Ridgeway
Lane would require
out-of-direction travel
via US 310.

Approximately 10
accesses would be
relocated due to
access management
within 150 m (500 ft)
of public road
intersections to
improve travel and
safety.

Ridgeway North.

12-m (40-ft)
Typical Section

Same impacts as
9.6-m (32-ft)
typical section.

Same impacts as 9.6-m
(32-ft) typical section, but
wider shoulders also
provide additional benefits
of improved access to
uses adjacent to the
highway such as school
bus stops, mail boxes,
highway maintenance,
and fishing accesses.

Same impacts as 9.6-
m (32-ft) typical
section with the
additional benefits
from wider shoulders.

Same impacts as
9.6-m (32-ft) typical
section with the
additional benefits
from wider
shoulders.
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3.1.2.3 Mitigation

Access relocations will be coordinated with affected property owners to minimize impacts to
farming and business operations.

3.1.3 Accident Occurrence
3.1.3.1 Affected Environment

As highlighted in the Purpose of and Need for Action in this EA (Section 1.0), improving safety is
one of the primary goals of this project. Crash rates in this corridor exceed the statewide averages
for rural primary highways.

Several crash analyses have been performed on this corridor in the last decade, and there are four
to five areas of concern. Many of these had been identified previously as problem areas, but no
recent improvements were undertaken as they will be addressed by this project. Table 3.5 shows a
summary of the crashes by segment throughout the study corridor. These represent crashes
occurring between 1-1-1992 and 12-31-2001.

Table 3.5 Crash Summary by Segment (1-1-1992 through 12-31-2001)

Segment Number of Crashes:
MT 72 Reference Total/ with Injuries/ Crash Characteristics
Post with Fatalities
13 total e 4 crashes were intersection related
Belfry Area 4 w/ injuries
(+/-RP 10.3 - 11.0) 0 w/ fatalities o 4 were right-angle collisions
e 33 were single car crashes with fixed objects
e 15 resulted in an overturned vehicle
] 88 total e 15 crashes involved wildlife or domestic
Rural Corridor 32 w/ injuries animals
(+/- RP 11.0 — 21.5) iti ) )
3 w/ fatalities e 4 crashes occurred while overtaking another
vehicle
e 4 crashes were intersection-related

Source: Crash report provided by Montana Department of Transportation. Data compiled by DEA.

Between 1996 and 2002, MDT performed several analyses of crash locations, which are
summarized below:

e A 1996 analysis by MDT identified a cluster between +/- RPs 10.4 and 11.2, which includes the
intersection of MT 72 and S-308. Signs and luminaires were installed at this location in August
2001 in an attempt to reduce crashes. At this time, there are no data available to analyze the
effectiveness of this treatment.

e In 1997 and 1998 an accident cluster was identified between +/- RPs 14.7 and 15.5. The
section of roadway includes the sub-standard “Lynn’s Corner”, which has a reduced speed limit
of 72 kph (45 mph). It is well known among the nearby residents as a place where accidents
frequently occur. Previous recommendations for improvements included reconstruction of the
curve to a standard radius with wider shoulders.
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e A 2002 analysis by MDT identified accident clusters between +/- RPs 11.9 and 12.6 and
between +/- RPs 12.9 and 13.7. No feasible countermeasures were recommended by MDT to
address a specific trend.

e The intersection of MT 72 with US 310 is a high accident location. The intersection-related
crashes are generally those between +/- RPs 21.4 and 21.5. Three out of the four accidents at
this location occurred at night. One concern with this intersection is the one-way US 310 to
MT 72 southbound leg of this intersection, which is often mistaken for the main roadway by
motorists traveling northbound on MT 72; consequently, northbound vehicles will be traveling
the wrong way on the one-way southbound lane, leading to potential head-on collisions.
Another concern is the single westbound lane on MT 72, which is commonly mistaken by
motorists as an eastbound left-turn lane, resulting in eastbound traffic sitting in the westbound
travel lane waiting to turn north on US 310. Finally, immediately south of this intersection is a
local road to the west accessing a residential area. The higher speed at which southbound
vehicles on US 310 move through the dedicated MT 72 southbound leg of the intersection is a
concern for local residents turning onto the local road.

e The 2002 accident analysis prepared by MDT identified some additional concerns in the
corridor. In 35 percent of the recorded crashes, the first and/or most harmful event was
reported as “overturn” or “collision with ditch”. These were scattered throughout the corridor.
Mitigation for this type of crash may include reconstruction of the roadway with a wider
shoulder, possibly including rumble strips, flatter side slopes, improved clear zone, and
improved ditch configuration.

e A memorandum from MDT stated that another potential concern is the visual alignment of the
power line north of +/- RP 19, which could be mistaken by drivers for the roadway alignment.
However, the accident history does not indicate a problem in this area.

MDT recommended improvements to address crash locations. These recommendations are
presented in Table 3.6 on the following page.
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Table 3.6 Recommended Safety Improvements

Location Problem Recommended Improvements

+/- RP 10.3 - 11.0 e sharp curve between Vaill o flatten curve radius or realign, restrict on-street
In Belfry Avenue and Wisconsin Street parking near intersection

e intersection related crashes

e provide illumination, restrict parking near
intersections

+/-RP 11.0-21.5 .
Rural highway .
segment

narrow shoulders
insufficient clear zone

e steep side-slopes

e poor sight-distance

o skewed intersections

e crashes while turning

o crashes while overtaking

e provide wider shoulders
e create sufficient clear zone and remove obstructions
o flatten side slopes

¢ improve horizontal and vertical curves to provide
adequate sight distance

¢ re-align intersections to eliminate skew
e provide left or right turn refuges

e improve alignment to provide more frequent passing
zones

+/- RP 14.9 .
Lynn’s Corner .

sub-standard radius
narrow shoulders

o flatten curve radius
e provide wider shoulders

+/-RP 21.5 o visual alignment of SB right-

¢ relocate the ramp with a smaller radius to change

Junction with US 310 turn ramp
o clarity of traffic controls and .

lane markings

the alignment
provide illumination

Source: Crash report provided by Montana Department of Transportation. Recommendations compiled by DEA.

3.1.3.2 Impacts by Alternative

The No-Build Alternative does not provide opportunity to decrease accident rates or improve
roadway geometry. In addition, under the No-Build Alternative, MT 72 traffic would remain in
front of the Belfry School and travel through a residential neighborhood. All of the build
alternatives incorporate recommended safety improvements to reduce accidents. The build
alternatives provide for improved safety and an opportunity to decrease accidents by improving
roadway deficiencies (e.g. narrow shoulders, steep side slopes, and inadequate clear zones),
improving intersections, correcting roadway geometry, and improving sight distances.

In the Belfry Area, the Preferred Alternative (Railroad Alignment Alternative) provides safety
benefits by diverting traffic from Vaill Avenue and Wisconsin Street to Railroad Avenue. This
relocates MT 72 from an established residential area to a less developed residential/commercial
area, which improves pedestrian safety. Most importantly, this alternative would improve safety in
front of the Belfry School because MT 72 traffic would be diverted to the west side of town. The
Broadway Avenue Alternative also improves safety by relocating MT 72 from a neighborhood street
to a commercial street. Although safety would be improved at the Belfry School by the
implementation of a school drop off/pick-up area in a proposed new cul de sac on Wisconsin
Street, MT 72 traffic would continue to pass by the northern portion of the school at Broadway
Avenue.

In the Rural Corridor, Lynn’s Corner would be improved for all build alternatives resulting in
improved safety. The MT 72 and US 310 intersection would be improved under all build
alternatives. The Modified Existing Alignment Alternative improves the intersection at its existing
location, whereas the Ridgeway North and South Alternatives improve the intersection by moving it
south on a new alignment. All build alternatives can potentially reduce icing conditions at the bluff

A
IVESE 2
Mantana Degt. of Transportation

Page 3-11




Belfry-North N\

F STPP 72-1(1)10 CN 1016

“
N,
N

Environmental Assessment

December 2004

and Sand Creek bridges; however, the Ridgeway Lane Alternatives could create a new icing
problem due to the drifting snow conditions in this area.

The wider shoulders in the 12-m (40-ft) typical section offer additional safety benefits in
comparison with the 9.6-m (32-ft) typical section. These benefits include improved roadside safety
as there is more recovery room for vehicles that stray outside of the travel way, more room for
agricultural equipment traveling on the highway, improved sight distance, and opportunities for
disabled vehicles to pull completely out of the travel lane. Comparisons among the alternatives for
safety are included in Tables 3.7 and 3.8 for the Belfry Area and Rural Corridor, respectively.

Table 3.7  Safety Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)
No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway Avenue
(Preferred Alternative) Alignment
9.6 m (32-ft) | Tight, low-speed | Tight, low-speed curves through town Sharp curve at Vaill Avenue and
Typical curve at Vaill (i.e., sharp curve at Vaill Avenue and Wisconsin Street near school would be
Section Avenue and Wisconsin Street in front of the Belfry eliminated and replaced with an
Wisconsin Street | School) would remain, but there would improved curve one block north at
would remain. be no highway traffic on it. Broadway Avenue and Wisconsin Street.
Safety issues at Reduced traffic volumes on Wisconsin Reduced traffic volumes on Wisconsin
Belfry School Street and Vaill Avenue would improve Street and Vaill Avenue would improve
would not be pedestrian safety near Belfry School. pedestrian safety for southern portion of
addressed. Belfry School. However, traffic volumes
at Wisconsin Street and Broadway
Avenue for northern portion of the
school are unchanged from no-build.
Cul de sac on Wisconsin Street would
provide an opportunity for a school drop-
off/pick-up area, which improves school
safety.
Diverting traffic from Vaill Avenue to Diverting traffic from Vaill Avenue to
Railroad Avenue would be more Broadway Avenue would be more
compatible with pedestrian movements | compatible with pedestrian movements
in town. Traffic is diverted from an in town. Traffic would be diverted from
established residential area to a less a residential to commercial area.
developed residential/ commercial area.
Steep side Shoulders would be paved and/or Shoulders would be paved and/or
slopes, widened, and clear zones and side widened, and clear zones and side slopes
insufficient clear | slopes would be improved to meet MDT | would be improved to meet MDT
zones, and standards, which would improve safety | standards, which would improve safety
narrow shoulders | for school bus stops, moving for school bus stops, moving agricultural
would remain. agricultural equipment, and the equipment, and the traveling public.
traveling public.
Skewed (i.e., not | Improved driveway and public road Improved driveway and public road
perpendicular) geometry increases safety in rural geometry increases safety in rural
intersections in section. section.
rural corridor
would remain. Fewer potential driveway conflicts from | Fewer potential driveway conflicts from
highway access in town (see also Table | highway access in town (see also Table
3.3). 3.3).
MIF
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Table 3.7 Safety Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane) (continued)

No-Build

Belfry Area: Railroad Alignment
(Preferred Alternative)

Belfry Area: Broadway Avenue
Alignment

12-m (40-ft)
Typical
Section

Same impacts as
9.6-m (32-ft)
typical section.

Same impacts as 9.6-m (32-ft) typical
section in town.

In rural portion, wider shoulders would
provide improved roadside safety as
there is more recovery room for
vehicles that stray outside of the travel
way.

Wider cross-section in rural portion of
corridor would improve sight distance.

Disabled vehicles would be able to pull
completely out of the travel lane, and
there is more area for agricultural
equipment traveling on the highway in
rural portion of corridor.

Improved driveway and public road
geometry would increase safety in rural
section.

Same impacts as 9.6-m (32-ft) typical
section in town.

In rural portion, same benefits of wider
shoulders as Railroad Alignment
Alternative.
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Table 3.8  Safety Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)
i Modified Existing Alignment . Ridgeway

e (Preferred Alternative) RIS N South
9.6-m (32- | Steep side slopes, Shoulders would be widened and Shoulders would be widened Same impacts
ft) Typical insufficient clear include rumble strips. Clear zones | and include rumble strips. as Ridgeway
Section zones, and narrow and side slopes would be Clear zones and side slopes North

shoulders would improved to meet MDT standards, | would be improved to meet Alternative.

remain.

Limited sight
distances and
undesirable
approach angles for
county road
intersections would
continue to exist.

Substandard curve
at Lynn’s Corner
(high accident
location) would
remain.

Poor intersection
geometry at US 310
intersection (curves,
ramps, sight
distances, speeds,
signage) would not
be addressed.

Bluff-area icy
conditions/curve
would not be
addressed.

which will improve safety for
school bus stops, moving
agricultural equipment and the
traveling public.

Skewed county road intersections
would be improved.

Lynn’s Corner would be realigned

to meet MDT standards for safety.

Alternative would provide a
reconfigured MT 72 and US 310
intersection, improving safety.
Eliminating the southbound “off
ramp” would reduce speed
through intersection and improve
intersection safety.

Slight realignment to east may
lessen shadow cast by bluff and
may improve bluff-area icy
conditions.

Replacement of structures over
Sand Creek Canal may reduce a
source of ice and would improve
highway safety.

MDT standards, which will
improve safety for school bus
stops, moving agricultural
equipment and the traveling
public.

Skewed county road
intersections would be
improved.

Lynn’s Corner would be
realigned to meet MDT
standards for safety.

Alternative would provide a
new MT 72 and US 310
intersection south of existing
intersection, improving safety.

The bluff area, which casts a
shadow and results in icy
conditions on MT 72, would be
avoided.

Replacement of structures
over Sand Creek Canal may
reduce a source of ice and
would improve highway safety.

Public has safety concerns
about drifting snow across
Ridgeway Lane area.

27
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Table 3.8 Safety Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection) (continued)

i Modified Existing Alignment . Ridgeway
e (Preferred Alternative) R N elin South
12-m (40- Same impacts as Same impacts as 9.6-m (32-ft) Same impacts as 9.6-m (32- Same impacts
ft) Typical 9.6-m (32-ft) typical section but wider shoulders | ft) typical section with the as 9.6-m (32-ft)
Section typical section. would provide improved roadside additional benefits provided typical section
safety as there is more recovery by wider shoulders. with the
room for vehicles that stray additional
outside of the travel way. benefits
. . L provided by
Wldt_er typical s_ectlon in ru_ral wider shoulders.
portion of corridor would improve
sight distance.
Disabled vehicles would be able to
pull completely out of the travel
lane, and there is more area for
agricultural equipment traveling
on the highway in rural portion of
corridor.
3.1.3.3 Mitigation

There are no adverse safety impacts that would result from any of the build alternatives.
Therefore, mitigation would not be required.

3.1.4 Pedestrians and Bicycles
3.1.4.1 Affected Environment

There is no formal bicycle or pedestrian infrastructure in the project corridor, and the narrow
shoulder widths north of Belfry require cyclists to share the travel lane with fast-moving vehicles.
In both the Belfry Area and the Rural Corridor, the unpaved shoulder provides an uneven and
potentially dangerous riding surface.

In the Belfry Area, there are no sidewalks along MT 72, and pedestrians must walk along the
highway shoulder. The shoulder is of sufficient width to accommodate pedestrian traffic along
most of the route, but it is not a defined pedestrian-only area as a sidewalk would be. Adjacent to
the Belfry School, three marked student crosswalks aligned with openings in the school’s fence are
defined through signage and striping. Crossing guards are not posted for the crosswalks, but
students generally cross at the designated locations. There is some illumination in the vicinity of
the crosswalks. Students generally do not need to walk at nighttime unless they are going to and
from after-school activities.

Belfry residents and the Belfry School District have expressed interest in improving driver
awareness of the school crossings on Wisconsin Street. The school district recently submitted a
request to MDT for a study of the crosswalks and installation of a warning device. Preliminary
discussions revolved around the installation of a flashing yellow beacon mounted on a school
speed limit sign. The school and residents have also voiced the desire to have the highway
rerouted to bypass the school.
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The project area does not draw enough recreational bicycle traffic to justify providing bicycle lanes
along MT 72, and the long distances between houses in rural areas discourages significant
pedestrian traffic along the highway. However, pedestrians do use the highway to access
mailboxes, for school bus stops, and fishing access. Highway improvements such as wider
shoulders would improve conditions for those bicyclists and pedestrians who do use the highway
corridor.

3.1.4.2 Impacts by Alternative

Tables 3.9 and 3.10 provide impacts for each project alternative for the Belfry Area and Rural
Corridor, respectively. Pedestrian and bicycle safety concerns would not be addressed by the No-
Build Alternative. All of the build alternatives would improve both pedestrian and bicycle safety.
In the Belfry Area, the Railroad Alignment Alternative would reroute highway traffic outside of the
town of Belfry, which would reduce pedestrian and bicycle conflicts with fast-moving vehicles. For
the Broadway Avenue Alternative, traffic would be diverted from the school and residential area to
the commercial area of town, reducing potential pedestrian and/or bicycle conflicts. Sidewalks that
would be provided by both the Railroad Alignment Alternative and the Broadway Avenue
Alternative would provide a safer walking and/or riding surface. In the Rural Corridor, wider
shoulders for all of the alternative alignments and both of the typical sections would provide a
safer place for pedestrians and bicycles to travel on the highway.

The 12-m (40-ft) typical section provides additional benefits by further distancing pedestrians and
bicycles from vehicular traffic. According to the AASHTO Guide for the Development of Bicycle
Facilities (1999), a 1.2-m (4-ft) area is recommended when designing for bicycle use. The
proposed design for all build alternatives includes rumble strips in the shoulders. Therefore, in the
9.6-m (32-ft) typical section, the clear area outside the rumble strips that is useable for bicyclists
would be reduced to 0.8 m (2.5 ft); whereas, the 12-m (40-ft) typical section could provide the
AASHTO recommended 1.2-m (4-ft) clear area for bicycle use.
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Table 3.9 Pedestrian and Bicycle Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)
No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway
(Preferred Alternative) Avenue Alignment
9.6-m (32-ft) | No opportunity to | Would enhance pedestrian connections in town | Would enhance pedestrian
Typical improve and to school by improving sidewalks on MT 72 | connections in town and to
Section pedestrian along Railroad Avenue and at Broadway Avenue | school by improving sidewalks on
facilities and intersection. MT 72 from S-308 along
connections. Broadway Avenue to Wisconsin
Street.
In rural section, wider shoulders would improve | In rural section, wider shoulders
conditions for bicyclists and pedestrians, school | would improve conditions for
bus pickup and drop-off, and mail delivery and bicyclists and pedestrians, school
pickup. bus pick-up and drop-off, and
mail delivery and pick-up.
12-m (40-ft) | Same impacts as Same impacts as 9.6-m (32-ft) typical section in | Same impacts as 9.6-m (32-ft)
Typical 9.6-m (32-ft) town. typical section in town.
Section typical section.

In rural portion of the corridor, the wider
shoulder would more comfortably accommodate
pedestrians and bicyclists due to the increased
distance from high-speed vehicular traffic.

The wider shoulder also meets AASHTO
recommendations for 1.2-m (4-ft) clear area for

Same impacts as 12-m (40-ft)
Railroad Alignment Alternative in
Rural Corridor.

bicycle use in the shoulders.

Table 3.10 Pedestrian and Bicycle Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)

. Modified Existing Alignment . .
No-Build (Preferred Alternative) Ridgeway North Ridgeway South

9.6-m (32-ft) | No improvements | Wider shoulders would improve Same impacts as Same impacts as
Typical for pedestrians or | conditions for bicyclists and pedestrians, | Modified Existing Modified Existing
Section bicyclists. school bus pickup and drop-off, and mail | Alignment. Alignment.

and delivery pickup.
12-m (40-ft) | Same impacts as Wider shoulders would more comfortably | Same impacts as Same impacts as
Typical 9.6-m (32-ft) accommodate pedestrians and bicyclists Modified Existing Modified Existing
Section typical section. due to the increased distance from high Alignment. Alignment.

speed vehicular traffic.

The wider shoulder also meets AASHTO

recommendations for 1.2-m (4-ft) clear

area for bicycle use in the shoulders.

3.1.4.3 Mitigation

There are no adverse pedestrian and bicycle impacts that would result from any of the build
alternatives. Therefore, mitigation would not be required.
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3.2 Social / Economic

Guidance provided by the National Environmental Policy Act (NEPA, 42 U.S.C. 4332 (2)(c)),
Montana Environmental Policy Act (MEPA, 2-3-104 and 75-1-201 M.C.A.), MDT and the FHWA
Technical Advisory T6640.8A identify social and economic subject areas requiring analysis. The
following subjects have been identified and are documented in this section:

e Land Uses

e Parks and Recreation

e Prime and Important Farmlands
e Farm Operations and Irrigation
e Social Conditions

e Economic Conditions

e Environmental Justice

e Right-of-Way

e Relocations/Acquisitions

e Utilities
3.2.1 Land Uses
3.2.1.1 Affected Environment

The MT 72 project area is located in Carbon County. The project begins in the town of Belfry and
terminates at the US 310 intersection just south of Bridger.

Belfry Area Land Use. The town of Belfry is unincorporated, and no zoning exists. The primary
land uses in Belfry include mostly residential and some commercial development. Commercial uses
directly affected by MT 72 occur at the junction of highway S-308 and Vaill Avenue. Additional
commercial uses are present on Broadway Avenue, north of Vaill Avenue. Land uses on the
Wisconsin Street alignment of MT 72 include an integrated mix of institutional (Belfry K-12 School)
and residential. Agricultural land uses surround the town limits.

Rural Corridor Land Use. The Rural Corridor consists primarily of agricultural land uses with
several commercial businesses, including a log home construction business and a lumber company,
near the US 310 intersection.

Carbon County Land Use. Carbon County does not have any zoning regulations in place for
unincorporated areas; therefore, zoning does not influence land uses in the county.

Carbon County is 5,334.3 sg. km (+/- 2,059.6 sg. mi.) in area. Agriculture is the primary land use
in the county, with 80 percent of the county land [429,316 ha (1,060,862 ac)] in agricultural use.
The remaining 20 percent of the land area uses include tract land, commercial tracts, town sites,
exempt properties and other unclassified lands. Table 3.11 provides land use classifications and
totals. Privately owned land accounts for 53.1 percent of the land in the county, while the
remaining 46.9 percent is held by public entities, including Federal lands.
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The county issued a draft growth policy in January of 2002. This policy replaces the 1978
Comprehensive Plan for the county and is intended to act “as a general guide for development and
conservation decisions” in the county. The policy addresses issues regarding land use, water
resources, financial management, and economic vitality, and identifies specific measures to help
the county maintain its agricultural land use and protect private property rights.

Carbon County Agricultural Use. Irrigated land accounts for approximately 24,740 ha (61,133
ac) or 5.7 percent of agricultural lands in Carbon County. Grazing occurs on a mix of private and
public land throughout the county and is considered the largest agricultural land use classification,
with 402,370 ha (994,098 ac) or 93.7 percent of private/public land available for this use. Of lands
devoted to grazing, 55.4 percent occurs on private lands, and the remaining is on public lands.

Carbon County Industrial Use. NorthWestern Energy (formerly Montana Power) is the primary
supplier of energy to the State of Montana, and utility lines are dispersed throughout the county,
primarily along roadway rights-of-ways. Other industrial uses of land in the county include oil and
gas and mining operations. The principal mineral exports for Montana are coal, talc, and bentonite.

Carbon County Residential Use. The number of housing units in Carbon County increased
from 4,702 to 5,522 (17.5 percent) between 1990 and 1999, according to the Carbon County
Growth Policy website. In 1990, 893 (19 percent) of the 4,702 housing units in the county were
seasonal or vacation homes.

Table 3.11 Carbon County Land Use Classifications

Owner Acres Hectares Sq. Miles Sqg. Km. Percent of
Total
Private 700,299 283,373 1,094.1 2,833.8 53.1
U.S. Forest Service 325,620 131,774 508.8 1,314.7 24.7
Bureau of Land Management 217,443 87,996 339.8 880.0 16.5
State Trust Land 41,585 16,829 65.0 168.3 3.2
National Park Service 26,794 10,843 41.9 108.4 2.0
Water 4,849 1,962 7.6 19.6 0.4
Other State Land 1,159 469 1.8 4.7 0.1
Fish and Wildlife Service 261 106 0.4 1.1 Hx
Tribal Land 192 78 0.3 0.8 kel
GRAND TOTAL +/- 1,318,132 | +/- 533,430 +/-2,059.6 | +/-5,334.3 | +/-100.0

** Less than 0.1 percent

+/- Totals are approximate due to rounding of nhumbers

Source: Land Stewardship, NRIS.state.mt.us/mapper/reportsASP/stewardship.asp, 2002.
3.2.1.2 Impacts

There are no impacts for the No-Build Alternative.

There would be no adverse impacts to land uses under any of the build alternatives. All
alternatives would be consistent with the draft Carbon County Growth Policy, 2002. No changes
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are anticipated to the current land use patterns in the corridor from the alternatives. There might
be some beneficial effects on land uses from safer access to residential, agricultural, and
commercial lands in the corridor under all of the build alternatives.

The proposed build alternatives are not likely to induce population growth. MT 72 would remain a
two-lane highway; therefore, improvements would not increase capacity. Even with the
improvements to the road and the affordability of property in the area, growth is not likely to
increase because MT 72 is not very close to Billings and is not likely to become a commuter’s
route. The improved road would not be expected to bring additional traffic to the area that would
not be there under current conditions.

3.2.1.3 Mitigation

No adverse land use impacts were identified for any alternative. Consequently, no mitigation is
necessary.

3.2.2 Parks and Recreation
3.2.2.1 Affected Environment

The immediate area in the MT 72 project corridor is characterized by rural/agricultural land uses
and does not contain any major parks or recreational lands. The only park or recreational
amenities within the project area are a small school-owned “picnic area” in Belfry and unofficial
fishing locations on the Clarks Fork and other tributaries.

The Belfry K-12 school has various recreation and athletic facilities for their students, faculty, and
the community at large. An undeveloped school-owned lot across the street from the Belfry School
provides parking for school staff and visitors and a picnic area. The picnic facilities are west of the
parking area and include a picnic table, a picnic table under a shelter, and a swing set. This site is
occasionally used by people traveling on MT 72.

Although there is no official fishing access in the corridor, the Clarks Fork, Silver Tip Creek, and
other smaller creeks are used for fishing and other activities. Currently, fishermen park vehicles on
the shoulder or MDT right-of-way to access the rivers, especially on the south side of the existing
Clarks Fork “south” bridge. BLM administers land in the project area along the Clarks Fork. BLM
desires to increase public access to recreational lands and supports improvements to MT 72 that
would potentially improve access to BLM recreational lands.

Outdoor areas provide recreational opportunities in the nearby area. Red Lodge Mountain Resort
offers 70 trails for downhill skiing from November to April. The Red Lodge area also offers cross-
country skiing and snow shoeing in the winter and hiking and fishing in the summer. The Custer
National Forest is located 24 km (+/- 15 mi) from the eastern end of the project. The regional
Clark Pioneer Community Center is located in Clark, Wyoming, approximately 34 km (+/- 21 mi)
from the project area. The nearby communities of Bridger and Red Lodge, which are outside the
project area, have recreational facilities.

3.2.2.2 Impacts

There are no impacts with the No-Build Alternative.
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The MT 72 project corridor does not have any major parks or recreational land uses. Most of the
proposed alternatives would have minor impacts to these types of land uses. In the Belfry area,
the Preferred Alternative (Railroad Alignment) would have positive impacts to recreational facilities
behind the Belfry School, which would benefit by improved pedestrian and vehicular safety. The
Preferred Alternative also may enhance access to the BLM public land near the new Clarks Fork
“south” bridge approximately 237 m (778 ft) downstream of the existing Clarks Fork “south”
bridge. The realignment of MT 72 in the Railroad Alignment Alternative goes through this BLM
parcel along the Clarks Fork. BLM and MFWP are interested in developing this site for fishing. The
Railroad Alignment Alternative provides an opportunity to provide new recreational access to this
BLM site.

Due to the realignment of MT 72, the Railroad Alignment Alternative could impact the informal
fishing access and parking along the roadway at the existing Clarks Fork “south” bridge because
the existing bridge would no longer be in public (MDT) right-of-way. There would be no fishing
access impact under the Broadway Avenue Alignment Alternative.

The Broadway Avenue Alternative would impact the picnic area across from the school. The
proposed cul de sac in front of the school would encroach into this area and would require
approximately 0.1 ha (0.4 ac) or 60 percent of the parcel. This would potentially eliminate its use
as a picnic area. Table 3.12 details the impacts to recreational resources in the Belfry Area.

There are no parks or recreational areas in the rural corridor; therefore, there would be no impacts
in this segment from any alternative.

Table 3.12 Parks and Recreation Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Belfry Area: Broadway

Alignment Avenue Alignment
(Preferred Alternative)

9.6-m (32-ft) No impacts. Informal fishing access at Informal fishing access at

Typical Section existing Clarks Fork “south” Clarks Fork “south” bridge
bridge could be impacted would not be impacted.
because this area would no Cul de sac proposed on
longer be in MDT right-of-way. | \\uc - ohcin Street could impact
Opportunity to provide access the school-owned lot used as a
to BLM property for potential picnic area across from school.
future official fishing access.

12-m (40-ft) No impacts. Same impacts as 9.6-m (32-ft) Same impacts as 9.6-m (32-ft)

Typical Section typical section. typical section.

3.2.2.3 Mitigation

Under the Preferred Alternative, Railroad Alignment, there would be no impact to the picnic area,
so no mitigation is required. If the Broadway Avenue Alternative is selected as the Preferred
Alternative, MDT would coordinate options with the school to relocate the picnic area or otherwise
mitigate for the loss of the picnic area function (although per May 7, 2004 correspondence in
Appendix E, the school does not consider the picnic area significant). MDT will continue to
coordinate with BLM and MFWP on their agency plans for development of the BLM parcel on the
Clarks Fork.
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3.2.3 Prime and Important Farmlands
3.2.3.1 Affected Environment

The majority of land adjacent to the proposed project is used for agricultural purposes,
predominantly grazing and cropland as previously described in the Land Use section. The 1981
Farmland Protection Policy Act (FPPA) requires that the effects of proposed highway projects be
examined before any farmland is acquired.

US Congressional Public Law 95-87 (Federal Register January 31, 1978: Part 657) requires the US
Department of Agriculture (USDA), Natural Resources Conservation Service (NRCS) to identify and
map prime and important farmland. These farmlands are protected in accordance with the FPPA.

Prime farmland is considered to be of national importance and has been identified as land that has
the best combination of physical and chemical characteristics for producing food, feed, forage,
oilseed, and other agricultural crops with minimum inputs of resources, as determined by the
Secretary of Agriculture.

In addition to the prime farmlands, the farmland program encourages the identification of farmland
of statewide importance. Farmland of statewide importance is farmland that is of statewide or local
importance for the production of food, feed, fiber, forage, and oilseed, as determined by the
Secretary of Agriculture.

NRCS mapping indicates a total of 33,429 ha (82,604 ac) of “prime if irrigated” farmland within
Carbon County. Another 51,280 ha (126,716 ac) are classified as “farmland of statewide
importance.”

As illustrated in Figure 3.1, the existing MT 72 alignment traverses farmland designated as
farmland of statewide importance throughout most of the corridor as well as a few areas of prime
farmland.
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Figure 3.1 Prime Farmland (if Irrigated) and Farmland of Statewide
Importance

Legend:

& Reference Post

N T 72 Existing Centerline
Farmiand of Statewide
Importance
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Source: NRCS Soil Survey Geographic (SSURGO) Database
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3.2.3.2 Impacts

The study area was inventoried using aerial photographs, the NRCS Carbon County Soil Survey,
and site visits. The study area is defined as the area delineated for each build alternative alignment
and typical section. Potential impacts were determined using the difference between the existing
right-of-way and the proposed right-of-way for each alternative alignment and typical section. The
existing MT 72 alignment does not have continuous designated right-of-way through the project
area. For this reason, prescriptive use right-of-way was used to define the existing right-of-way in
some areas.

The FPPA definition of farmlands includes all areas in non-urban use. In addition to lands currently
in crop production, this definition includes forested, idle, pasture, open and recreational lands as
well as unpaved roads, rural residences, and farm buildings. As is required by the FPPA, MDT has
coordinated with the NRCS, and the FPPA Farmland Conversion Impact Rating forms (Form CPA-
106) have been completed and approved by NRCS (see Appendix B). For the CPA-106 Form, the
impacts to prime farmlands, farmlands of statewide importance, and site assessment criteria were
calculated according to FPPA guidelines. Each alternative would result in less than 160 total points,
therefore, under the provisions of 7 CFR.658.4(c)(2), no additional consideration for protection is
necessary.

Information from the CPA-106 form was used as the basis for the following farmland impact
analysis. Farmland impact is divided into direct and indirect impacts. Direct impacts include those
areas that would be used for road construction and right-of-way acquisition. Indirect impacts were
calculated for areas that would become non-farmable because severance of parcels may restrict
access and/or operations due to the size and shape of the parcel (i.e. creation of “remainder
parcels”).

The indirect impacts that convert existing farmland into non-farmable land would occur under the
Modified Existing Alignment, Ridgeway North and Ridgeway South Alignment Alternatives.
Fragmentation of the K-E-W parcel (at Lynn’s Corner) under these alternatives would isolate 3.4 ha
(8.3 ac) of farmland in 32-ft typical section and 3.3 ha (8.1 ac) of farmland in 40-ft typical section.
Additionally, the Ridgeway North Alignment would fragment the Meinhardt parcel and convert
approximately 0.3 ha (0.8 ha) of farmland into non-farmable land for both the 32-ft and 40-ft
typical sections. Impacts to the operations of farms within the study area are described in Tables
3.15 and 3.16.

There is no impact to prime farmlands or farmlands of statewide importance for the No-Build
Alternative.

In the Belfry Area, the Railroad Alignment Alternative impacts more farmland acreage than the
Broadway Avenue Alternative. For the Railroad Alignment 9.6-m (32-ft) Alternative, direct
farmland impacts would be 10.0 ha (24.6 ac). For the Broadway Avenue 9.6-m (32-ft) Alternative,
the direct impacts would be 6.4 ha (15.9 ac). The 12-m (40-ft) typical section alternative would
result in a minimal increase of approximately 0.4 ha (0.8 ac) additional farmland impacts for the
Railroad Alignment Alternative.

For the Modified Existing 9.6-m (32-ft) Alternative, in addition to the 35.0 ha (86.5 ac) of direct
farmland impacts, 3.4 ha (8.3 ac) of farmland would be indirectly impacted for a total of 38.4 ha
(94.8 ac). For the Ridgeway North 9.6-m (32-ft) Alternative, the direct and indirect impacts total
41.0 ha (101.3 ac), and for the Ridgeway South 9.6-m (32-ft) Alternative, the direct and indirect
impacts total 42.1 ha (103.9 ac). The 12-m (40-ft) typical section alternatives would result in a
small increase of less than 2.0 ha (4.9 ac) in additional farmland impacts.
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In the Rural Corridor, although the acreage of farmland impacts are similar, the Ridgeway North
and Ridgeway South Alternatives impact more acres of farmlands than the Existing Modified
Alignment Alternative. For these alternatives, the 12-m (40-ft) typical sections impact more
farmland than the 9.6-m (32-ft) typical sections.

Tables 3.13 and 3.14 summarize direct impacts to farmlands under each build alternative for the
Belfry Area and Rural Corridor, respectively. Impacts to the operations of farms within the study
area are described in Tables 3.15 and 3.16.

Table 3.13 Prime and Important Farmland Impacts by Alternative,
Belfry Area (S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment | Belfry Area: Broadway Avenue
(Preferred Alternative) Alignment
9.6-m (32-ft) No impacts. Statewide Importance: 7.4 ha Statewide Importance: 5.2 ha
Typical Section (18.2 ac) (12.7 ac)
Prime if Irrigated: 2.6 ha (6.4 ac) Prime if Irrigated: 1.3 ha (3.2 ac)
Total Direct: 10.0 ha (24.6 ac) Total Direct: 6.4 ha (15.9 ac)
Total Indirect: 0 ha (0 ac) Total Indirect: 0 ha (0 ac)
TOTAL: 10.0 ha (24.6 ac) TOTAL: 6.4 ha (15.9 ac)
12-m (40-ft) No impacts. Statewide Importance: 7.7 ha Statewide Importance: 5.2 ha
Typical Section (19.0 ac) (12.7 ac)
Prime if Irrigated: 2.7 ha (6.7 ac) Prime if Irrigated: 1.3 ha (3.2 ac)
Total Direct: 10.4 ha (25.7 ac) Total Direct: 6.4 ha (15.9 ac)
Total Indirect: 0 ha (0 ac) Total Indirect: 0 ha (0 ac)
TOTAL: 10.4 ha (25.7 ac) TOTAL: 6.4 ha (15.9 ac)

Source: DEA GIS Analysis, November, 2003.
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Table 3.14 Prime and Important Farmland Impacts by Alternative,
Rural Corridor (North Dutch Lane to US 310 Intersection)

No-Build | Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred
Alternative)
9.6-m (32-ft) No Statewide Importance: Statewide Importance: Statewide Importance:
Typical Section impacts. 34.2 ha (84.5 ac) 37.3 ha (92.2 ac) 38.7 ha (95.6 ac)
Prime if Irrigated: 0.8 ha | Prime if Irrigated: * Prime if Irrigated: *
(2.0 ac)
Total Direct: 35.0 ha Total Direct: 37.3 (92.2 ac) | Total Direct: 38.7 ha
(86.5 ac) (95.6 ac)
Total Indirect: 3.4 ha Total Indirect: 3.7 ha Total Indirect: 3.4 ha
(8.3 ac) (9.1 ac) (8.3 ac)
TOTAL: 38.4 ha (94.8 ac) | TOTAL: 41.0 ha (101.3 ac) | TOTAL: 42.1 ha (103.9 ac)
12-m (40-ft) No Statewide Importance: Statewide Importance: Statewide Importance:
Typical Section impacts. 36.3 ha (89.7 ac) 39.3 ha (97.0 ac) 40.6 ha (100.3 ac)
Prime if Irrigated: 0.9 ha | Prime if Irrigated: * Prime if Irrigated: *
(2.2 ac)
Total Direct: 37.2 Total Direct: 39.3 (97.0 ac) | Total Direct: 40.6
(91.8 ac) (100.3 ac)
Total Indirect: 3.3 ha Total Indirect: 3.6 ha (9.0 Total Indirect: 3.3 ha
(8.1 ac) ac) (8.1 ac)
TOTAL: 40.5 ha (99.9 ac) | TOTAL: 42.9 ha (106.0 ac) | TOTAL: 43.9 ha (108.4 ac)

*Less than 0.1 ha (0.3 ac)
Source: DEA GIS Analysis, November, 2003.

3.2.3.3

Mitigation

Because all alternatives for this project received total point values of less than 160 points, no
mitigation is required. This project will not have a significant impact to prime and important
farmland. Although not required, reverting highway parcels whenever possible to farmland would
have a positive impact on retaining farmlands.

3.2.4 Farm Operations

3.2.4.1

Affected Environment

The majority of the project area is agricultural. Two property owners — the Spauldings and the
Meinhardts — farm parcels on each side of the existing highway. A variety of other farm operators,
including the Wolfes, Brown Trust, Hergenriders, Aisenbreys, K-E-W Trust, Morgans, Petersons,
Richards, and others, also farm in the project area.

Farming operations require the movement of agricultural equipment through the MT 72 corridor to
access farm parcels in production. All farms contain farm structures, such as corrals, barns, and
feed areas, which are important to operations. Livestock underpass structures are present near
Silver Tip Creek at +/- RP 13.6 and north of Oliver Lane at +/- RP 18.1.
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3.2.4.2 Impacts
There are no impacts to farming operations in the No-Build Alternative; however, this alternative
would not provide an opportunity to improve conditions for the movement of agricultural
equipment in the corridor.

All of the build alternatives would substantially improve the safe movement of farm equipment
through the corridor by providing wider shoulders, addressing skewed driveways and accesses,
and improving clear zones and recoverable areas. The 1.2-m (4-ft) shoulders under the 9.6-m
(32-ft) typical section would improve the existing conditions by allowing farm vehicles to move to
the side of the highway and allow faster moving vehicles to more easily pass on the two-lane
facility. The 2.4-m (8-ft) shoulders under the 12-m (40-ft) typical section would provide a greater
benefit because this width would provide more room for slow-moving farm equipment to move
between farm parcels and reduce conflicts with other vehicular traffic on MT 72. In addition to
these beneficial impacts, there would be some adverse impacts to farming operations on particular
parcels, as detailed in Tables 3.15 and 3.16.

Table 3.15 Farm Operations Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway
(Preferred Alternative) Avenue Alignment
9.6-m (32-ft) | Continued Safety and movement of farm equipment Safety and movement of farm
Typical conflicts with through the corridor would improve with 1.2-m | equipment through the corridor
Section vehicles and (4-ft) shoulders. would improve with 1.2-m (4-ft)
farm shoulders.
equipment. The proposed alignment bisects the Brown Consolidates some accesses and
Trust property (farmed by heirs Dean and replaces some irrigation
Dena Spaulding) and would adversely affect structures. Changes would not
production at feedlots. Access to corrals, alter operations.
outbuildings, fuel storage, and mechanic’s
shop would be adversely affected. Efficiency of
operations would be greatly reduced. Could
require reconstruction of 4 farm structures
elsewhere on the property.
Spaulding property is currently bisected by
existing MT 72 alignment. Relocating
MT 72 may provide an opportunity to
reconnect property and improve farmland
productivity.
The relocated MT 72 would bisect farming
operations of Ronald A. and Kathleen A. Wolfe
north of Clarks Fork. (The Wolfes have
immediate plans to change use of parcel from
farming to hunting club.)
12-m (40-ft) Same impacts Same impacts as 9.6-m (32-ft) typical section Same impacts as 9.6-m (32-ft)
Typical as 9.6-m (32- except 2.4-m (8-ft) shoulders would further typical section except 2.4-m (8-
Section ft) typical improve safety and movement of farm ft) shoulders would further
section. equipment through the corridor because improve movement of farm
equipment would have a wider shoulder area. equipment through the corridor
because equipment would have a
wider shoulder area.
MO
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Table 3.16 Farm Operations Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)

No-Build Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred Alternative)
9.6-m (32-ft) Continued Safety and movement of Safety and movement of Safety and movement of
Typical Section | conflicts with | farm equipment through farm equipment through farm equipment through
vehicles and | the corridor would the corridor would improve | the corridor would
farm improve with 1.2-m (4-ft) | with 1.2-m (4-ft) shoulders. | improve with 1.2-m (4-ft)
equipment. shoulders. shoulders.
The eastward shift of the Same impacts to Same impacts to
existing MT 72 alignment Hergenrider, Aisenbrey and | Hergenrider, Aisenbrey
near the Alfred K-E-W Trust as Modified and K-E-W Trust as
Hergenrider property Existing Alignment. Modified Existing
would impact their corrals, Alignment.
stock shelter and feed lot.
The eastward shift would | ... 14 givide fields of two | Would divide fields of
impact Aisenbrey grain - .
: - . properties: Peterson and three properties:
silos and silage pit. The ; - .
. Meinhardt. Remainder Peterson, Richards, and
eastward shift of the . . ;
g . parcel on Meinhardt Meinhardt. Remainder
existing alignment at .
) property may be too small parcel on Meinhardt
Lynn’s Corner would to f ind dentl . be t
partition farm property 0 tarm Independently. property may be too
Efficiency of operations small to farm
and reduce use of some - -
would be greatly reduced. independently. Efficiency
land on the K-E-W Trust | t Id be ad f " Id b
property. The partitioned mpact would be adverse. 0 op;lera |gns V(\j/OliI et
parcel may not be large greal dybre léce - impac
enough to maintain in would be adverse.
agricultural use unless
combined with adjoining
parcels to west of
alignment.
12-m (40-ft) Same Same impacts as 9.6-m Same impacts as 9.6-m Same impacts as 9.6-m
Typical Section | impacts as (32-ft) typical section (32-ft) typical section (32-ft) typical section
9.6-m (32-ft) | except 2.4-m (8-ft) except 2.4-m (8-ft) except 2.4-m (8-ft)
typical shoulders would improve shoulders would improve shoulders would improve
section. movement and safety of movement and safety of movement and safety of
farm equipment through farm equipment through farm equipment through
the corridor because the corridor because the corridor because
equipment would have a equipment would have a equipment would have a
wider shoulder. wider shoulder. wider shoulder.
3.2.4.3 Mitigation

Right-of-way acquisition from farmlands would comply with FHWA and MDT standard procedures
for land acquisition (see Section 3.2.10.3).

The opportunity for mitigation was investigated for specific parcels.

For the Preferred Alternative

(Railroad Alignment Alternative), the relocated MT 72 would bisect the Brown Trust property. The
Brown Trust property is currently farmed by the Spauldings; bisection of the property adversely
impacts efficiency of operations because of the potential creation of a remainder parcel and
relocation of farm structures and equipment on this property. However, the Spauldings also own
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land that is currently bisected by the MT 72 alignment east of the Brown Trust property. It may be
possible that the parcels on the abandoned MT 72 alignment could be rejoined and returned to
farming. Some farm structures (barns) and operations from the Brown Trust property could be
moved east, and a new single access point could be provided to the combined parcels.

For the Wolfe property, there is no additional mitigation for this parcel.

In the Rural Corridor, the Modified Existing Alignment would partition the K-E-W property (at
Lynn’s Corner) and create a remainder parcel that could not be efficiently farmed. Unless the
remainder parcel could be combined with other farmlands to the west that are under different
ownership, there is no additional mitigation for this impact. The corrals, stock shelters and feedlot
on the Alfred Hergenrider property will potentially be relocated elsewhere on the property. The
Aisenbrey grain silos and silage pit will potentially be relocated somewhere else on the property.

During the design phase of this project, coordination will occur with the affected farm owners to
minimize impacts to operations.

For all farms potentially affected by MT 72 reconstruction activities, mitigation will include in-kind
replacement of irrigation ditches, stockpasses, fences, and gates that may be relocated or altered
during construction.

3.2.5 Irrigation
3.2.5.1 Affected Environment

Irrigated agricultural properties are serviced through a network of canals fed by the Clarks Fork
and its tributaries (Silver Tip Creek, Bear Creek, Dry Creek, and Sand Creek). There are four major
and 24 minor irrigation crossings of MT 72. In addition to the considerable number of crossings,
many irrigation canals and ditches are close to or within the highway right-of-way.

Seven irrigation companies manage at least 11 irrigation canals and ditches in the corridor. The
companies (and the ditches they manage) include:
e Youst Ditch Company (Youst Ditch)

e Sand Creek Canal Company (Sand Creek Canal — Fromberg Ditch, Lincoln Ditch, and Lynne
Ditch)

e Golden Ditch Company (Golden Ditch)

e Dry Creek Canal Company (Dry Creek Canal)
e Holland Ditch Company (Holland Ditch)

e Mutual Ditch Company (Mutual Ditch)

o Rock Creek (Clear Creek Ditch)

Along the existing MT 72 alignment, there are numerous irrigation facilities within the roadway
corridor. These facilities and their locations are shown below:

+/- RP* Irrigation Facility

10.9 Youst Ditch

11.0 Bear Creek

11.9 Clarks Fork of the Yellowstone
-
VESE
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13.2
13.6
14.4
14.5
Not available
15.5
16.48
16.52
16.5
19.11
19.14
19.4
19.7
19.9
20.4

Unnamed drainage
Silver Tip Creek
Clarks Fork of the Yellowstone
Dry Creek Canal
Unnamed drainage
Kuchinski Ditch

Dry Creek Canal

Dry Creek Canal
Unnamed drainage
Irrigation waste ditch
Irrigation waste ditch
Irrigation waste ditch
Unnamed drainage
Sand Creek Canal
Sand Creek Canal

Environmental Assessment

December 2004

*Reference posts were determined from aerial photographs, and should be considered approximate.

3.2.5.2

Impacts

Impacts to irrigation systems were identified as a concern for residents at public meetings.
Irrigation systems could be impacted in a number of ways, including realignment, replacement of

conveyances,

and/or ditch

relocations.

For all of the project build alternatives,

roadway

improvements would have either no effect or a beneficial effect on irrigation system operations by

upsizing culverts and improving flows.

systems for each alternative.

Tables 3.17 and 3.18 describe the impacts to specific

Table 3.17 Irrigation Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway Avenue

(Preferred Alternative) Alignment

9.6-m (32-ft) No impacts | Would affect some irrigation waste ditches in Replacement of culverts at Youst

Typical Section Belfry area but would not adversely impact Ditch (+/- RP 10.9) and Bear Creek
irrigation operations. (+/- RP 10.9) on existing MT 72

. would improve conveyance
New conveyances on the Youst Ditch system P y
. T . structures.
would improve irrigation operations of the Brown
property parcel by consolidating western parcels.
Would require irrigation ditch relocations in rural Would require irrigation ditch
corridor. In most cases, would not affect irrigation | relocations in rural corridor. In most
system or irrigated lands. In some cases, cases, would not affect irrigation
relocated ditches would improve irrigation system or irrigated lands. In some
operations. None would adversely impact cases, relocated ditches would
irrigation operations. improve irrigation operations. None
would adversely impact irrigation
operations.
12-m (40-ft) No impacts | Same impacts as 9.6-m (32-ft) typical section. Same impacts as 9.6-m (32-ft)
Typical Section typical section.
-
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Table 3.18 Irrigation Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)

No-Build Modified Existing Alignment Ridgeway North Ridgeway South
(Preferred Alternative)
9.6-m (32-ft) No impacts. | Would require irrigation ditch Same impacts as Same impacts as
Typical Section relocations in rural corridor. In most Modified Existing Ridgeway South
cases, would not affect irrigation Alignment Alternative. Alternative.
system or irrigated lands. In some Would require additional
cases, relocated ditches would improve | work and potential
irrigation operations. None would realignment of Sand
adversely impact irrigation operations. Creek Canal, but these

changes would not
affect the operation of
the irrigation system or

Could impact irrigation to western
parcel of K-E-W Trust property.

Improvements to Sand Creek Canal the irrigated properties

conveyances would have a beneficial served by the canal.

effect on Nash and Meinhardt

properties
12-m (40-ft) No impacts. | Same impacts as 9.6-m (32-ft) typical Same impacts as 9.6-m | Same impacts as
Typical Section section. (32-ft) typical section. 9.6-m (32-ft)

typical section.
3.2.5.3 Mitigation

Impacted irrigation canals and ditches would be relocated in consultation with ditch owners to
minimize impacts to farming operations. Measures to minimize temporary disruptions during
construction are discussed in Section 3.4, Construction Impacts.

3.2.6 Social Conditions
3.2.6.1 Affected Environment

General community characteristics, community and public facilities, and emergency services found
in Carbon County and the town of Belfry are described in this section.

Carbon County Characteristics. Carbon County, Montana was established in 1895 and named
“Carbon” because of the coal deposits mined in the area. The county is home to 15 towns and
large rural tracts. Red Lodge is the county seat. According the 2000 U.S. Census, the county
population grew 18.2 percent between 1990 and 2000. The 2001 population was 9,696.

Belfry Community Characteristics. Belfry’s town boundaries occupy approximately 16 square
blocks. The unincorporated town was founded in 1905 and named after Dr. William Belfry.
According to the 2000 U.S. Census, the population of Belfry is 219 persons.

Belfry Community Facilities. The basic community services in Belfry include the Belfry K-12
School, two churches, and a post office. The Belfry school’'s multi-purpose room is used for special
functions and community activities.

a2l

Mantana Depe. af Transportation Page 3-31




Belfry-North Z8\ N\ Environmental Assessment

F STPP 72-1(1)10 CN 1016 December 2004

Belfry Emergency Services. Belfry is under Carbon County jurisdiction, and the Carbon County
Sheriff's Office and Fire District provide emergency services including fire protection and law
enforcement.

Bridger's Clarks Fork Valley (CFV) Emergency Medical Services (EMS), stationed in Bridger
Montana, serves the towns of Bridger, Belfry, Fromberg, as well as many miles of rural highway
and residential areas. In addition to responding to residential medical calls, the Bridger CFV EMS
also assists with motor vehicle accidents. Belfry Fire Department is located in town on State Street
and has at least 13 volunteer firefighters and one paramedic who assist Bridger CFV EMS with
medical and emergency calls.

The main health care facilities within the project area are located in Red Lodge and include the
Beartooth Hospital and Health Center and the Red Lodge Clinic. The hospital has 22 beds and
provides long-term care, a family birthing center, and 24-hour emergency and in-patient services.
Emergency paramedic services are dispatched in conjunction with the County Sheriff's Office
through a wireless communication facility in Red Lodge that opened in September 2001.
Ambulances operate on a volunteer basis and are stationed out of Bridger and Red Lodge. There
are three advanced life support services. These are based in Bridger, Joliet, and Red Lodge.

Belfry Schools. Carbon County has six school districts. The Belfry District encompasses the
Belfry area and parts of Wyoming. School buses serving the Belfry area have at least 20 stops on
three designated routes. Eight of these stops are along MT 72, with only one situated in the
segment of MT 72 study area between Belfry and Bridger. In 1998 the Belfry K-12 School
enrollment was 127, the majority of which were in grades K-6.

3.2.6.2 Impacts
There are no changes in the No-Build Alternative.

All of the build alternatives would generally improve access to social services in the corridor
because of safer roadway conditions and the addition of shoulders. There would be some changes
in the local street network in Belfry that would result in changes to travel patterns for emergency
response. The impacts from these changes are not expected to be substantial because the
geographic area of Belfry is small. For the Rural Corridor segment, the Ridgeway Lane Alternatives
have changes to the existing street network that could change emergency access. None of the
alternatives is likely to induce growth or otherwise strain existing services beyond capacity (for
more discussion on potential growth, refer to Section 3.2.1.2, Impacts on Land Use). The widened
roadway would allow safer passage through the county for emergency service vehicles, school
buses, and large farm vehicles when they need to be on the road. Impacts are detailed in Tables
3.19 and 3.20 for the Belfry Area and Rural Corridor, respectively.
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Table 3.19 Social Conditions Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway Avenue
(Preferred Alternative) Alignment
9.6-m (32-ft) | No change. | Current emergency vehicle and fire support Current emergency vehicle and fire
Typical access from Bridger at several existing eastern support access from Bridger on the
Section intersections in Belfry would be reduced to one east side is via existing intersections
intersection on west side (at Railroad Avenue with MT 72/ Wisconsin Street
(MT 72) and Broadway Avenue). MT 72 along (Wisconsin at Carbon, Wisconsin at
Wisconsin Street north of town is removed, and Broadway, and Wisconsin at Vaill). The
one block of Vaill Avenue between Railroad Wisconsin Street at Vaill Avenue
Avenue (MT 72) and Montana Street is removed. | intersection would be eliminated when
Emergency access would become longer and Wisconsin Street is turned into a cul de
more circuitous for some areas but shorter for sac, just south of Vaill Avenue.
others. Redistribution of access could slightly Emergency access from Bridger would
affect emergency response times but is not become longer and more circuitous for
expected to have a substantial effect because some areas but shorter for others.
the geographic area of Belfry is small. Redistribution of access could slightly
affect emergency response times but
is not expected to have a substantial
effect because the geographic area of
Belfry is small.
Fire access in Belfry would not change. Belfry fire access would be the same
as the Railroad Alignment Alternative.
Hospital access from Belfry to Red Lodge would | Hospital access from Belfry to Red
be via S-308 similar to existing conditions. Lodge would be via S-308 similar to
existing conditions.
The addition of 1.2-m (4-ft) shoulders would The benefits of the addition of 1.2-m
provide areas for vehicles to pull off the highway | (4-ft) shoulders would be the same as
for law enforcement or to allow fire and the Railroad Alignment Alternative.
emergency vehicles to pass.
12-m (40-ft) No change. | Same impacts as 9.6-m (32-ft) typical section Same impacts as 9.6-m (32-ft) typical
Typical with benefits of an additional 1.2 m section with additional benefits of
Section (4-ft) for a total of 2.4 m (8-ft) to move entirely | wider shoulders.
out of the travel lane for law enforcement and
emergency services.
MO¥
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Table 3.20 Social Conditions Impacts by Alternative, Rural Corridor

(North Dutch Lane to US 310 Intersection)

No-Build Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred
Alternative)
9.6-m (32-ft) No change. No change to Emergency access Same impacts as
Typical Section emergency access. from Bridger to the Ridgeway North
hospital in Red Lodge Alternative
for Ridgeway residents
east of proposed
MT 72 alignment
would be impacted by
Ridgeway Lane cul de
sac on the east side of
MT 72, causing slightly
circuitous travel.
The addition of 1.2-m | The addition of 1.2-m
(4-ft) shoulders would | (4-ft) shoulders would
provide areas for provide areas for
vehicles to pull off the | vehicles to pull off the
highway for law highway for law
enforcement or to enforcement or to
allow fire and allow fire and
emergency vehicles emergency vehicles to
to pass. pass.
12-m (40-ft) No change. Same impacts as 9.6- | Same impacts as 9.6- Same impacts as
Typical Section m (32-ft) typical m (32-ft) typical Ridgeway North
section with benefits section with benefits of | Alternative
of an additional 1.2 m | an additional 1.2 m (4
(4 ft) for a total of ft) for a total of 2.4 m
2.4 m (8 ft) to move (8 ft) to move entirely
entirely out of the out of the travel lane
travel lane for law for law enforcement
enforcement and and emergency
emergency services. services.
3.2.6.3 Mitigation

No mitigation is required or proposed.

3.2.7 Economic Conditions

3.2.7.1 Affected Environment

Income. The median household income in Carbon County 1999 was $32,139. In 1999, 11.6
percent of the population was at or below the U.S. Census poverty threshold, which is lower than
the statewide average of 14.6 percent.
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Employment. Approximately 30 percent of residents of Carbon County work outside the county.
Private businesses account for the largest percentage (43.1 percent) of jobs and wages (39
percent) in Carbon County. The governmental sector accounts for 17 percent. Large private
industry employers in the county include Beartooth Hospital and Health Care Center, Beartooth
IGA, Beartooth Industries, Red Lodge Mountain Resort, Rock Creek Resort and Yellowstone
Furniture Manufacturing Company. According to the Montana Department of Labor, the annual
average unemployment rate for 2002 in Carbon County was 4.2 percent as compared to 4.6
percent for the state of Montana.

Local Employment Data. According to 2001 Red Lodge labor statistics, Beartooth Hospital and
Health Care Center has 125 year round employees, Beartooth IGA employs 35 year round, Red
Lodge Mountain Resort employs 60 year round and 208 seasonal employees, and Rock Creek
Resort employs 80 seasonal employees.

Within the project area, there are small commercial businesses in Belfry, including retail and
services. At the northern end of the project, two lumber businesses — Kapor Lumber and Thunder
Mountain Log Works — provide local employment and generate revenue for products shipped out of
the area.

Tourism. Tourism is the largest industry in Carbon County. The U.S. Census Bureau 1997
Economic Census shows that approximately $55,000,000 was generated in sales for tourist-related
industrial sectors, which accounts for 75 percent of the local gross industrial product for Carbon
County. The largest attraction for tourism in Carbon County is its proximity to Yellowstone
National Park via the Beartooth Highway (US 212). The northern terminus of this scenic byway is
at Red Lodge, the county seat. Red Lodge touts itself as the “gateway” to the northeast entrance
to Yellowstone National Park. Other area attractions include Gallatin National Forest, Washoe
Ghost Town, Cooney State Park, Custer National Forest, the Nez Pierce Trail, Red Lodge
Historic/Commercial district, skiing at Red Lodge Mountain Resort, a National Historic Site,
Beartooth Highway, and abundant public campsites and hiking trails.

MT 72 holds regional significance for tourists as it is the primary north/south route used to drive to
Cody, WY, which is the first major town at the eastern entrance to Yellowstone National Park.

Agriculture. More than half of the land in Carbon County is dedicated to agriculture and ranching.
Economically, Carbon County’s most profitable sector is grazing, which includes agriculture as well
as ranching. In 1996, this industry accounted for $7,400,000 in industrial output. Range-fed
cattle, sheep, lambs, and goats generated $7,000,000; agriculture, forestry and fishing services
generated the remaining $400,000. For the 1999 crop year, the largest crop produced was barley,
which accounted for 64 percent of production, followed by wheat (21 percent), corn (12 percent),
and oats (3 percent).

Mining. Mining has historically been an important industry in Carbon County and is still a key
component of the local economy. The principal mineral exports for Montana are coal, talc, and
bentonite. Other energy resources, such as oil and gas, are also found in the county. Exploration
and production of coal, oil, and gas are expected to be stable or increase.

In 2000, there were five active mining operations in the county, which accounted for $657,577 in
annual wages. Overall, the mining industry accounted for $1,766,000 in revenue in 1999, which is
a decrease from previous years.
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3.2.7.2 Impacts

MT 72 is an important regional highway. For the major industries in Carbon County, improvements
to the highway would enhance regional access to and through the area and could create economic
benefits for the county and area residents through better access to tourist-related attractions. The
agricultural industry could benefit from safety and access improvements to the highway,
particularly for movement of goods and equipment.

The rate of growth is not projected to change as a result of the implementation of any of the build
alternatives. Therefore, employment would not be expected to increase substantially as a result of
the highway improvements. Businesses in the Belfry Area could benefit by better business access.
Both of the Belfry Area alternatives would provide increased visibility of local businesses and could
increase business for commercial operations on Broadway Avenue.

Properties and/or businesses that would be impacted from one or more alternatives include:

Belfry Area

e Krum’s (Around the Corner) Gift Shop — business would require relocation/acquisition as a
result of the Railroad Alignment Alternative or the Broadway Avenue Alternative.

e Webb Coal Scale Property (previously Holland Lumber) — northwest corner of property site, but
not structure, would be impacted by the Broadway Avenue Alternative, resulting in the need to
modify access to the back of the building. The front access would not be impacted. The main
part of this building has not been in operation for decades; therefore, the modified access
would have no impact on the use of the building. To avoid the Webb Coal Scale building, a
tighter 40 kph (25 mph) instead of a 72 kph (45 mph) curve was used at Railroad Avenue and
Broadway Avenue.

e Kose Grocery — the north side of the property site, but not the structure, would be impacted by
the improvements to Broadway on the Broadway Avenue Alternative. This building has an
overhang on the north side, and to avoid impacting the overhang, the Broadway Avenue
sidewalk would be reconstructed in front of this building, and the overhang would be retained
or reconstructed.

o Wolfe Property — current use of the Wolfe property is agricultural, but the owners have plans
to convert this property to a hunting club. The Railroad Alignment Alternative may impact the
future viability of a hunting club.

Rural Corridor

e Thunder Mountain Log Works — business would require relocation or acquisition as a
consequence of the Modified Existing Alignment Alternative, or change in business access with
the two Ridgeway alternatives. This change in access for the Ridgeway alternatives would not
likely impact business.

e Kapor Lumber — The property may be impacted as a result of Modified Existing Alignment. The
area of the property that potentially may be impacted could include some of the area currently
used for storing inventory outside. It is likely that this function could be relocated on the site.
The business would require change in business access with the Modified Existing Alignment
Alternative or the two Ridgeway alternatives. In the Modified Existing Alignment Alternative,
the changes in access may impact operations but are not likely to impact the viability of the
business.

Project costs for the right-of-way acquisition, design, and construction of the Preferred Alternative,
the Railroad Alignment Alternative, in the Belfry Area is approximately 18 percent higher than for
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the Broadway Avenue Alternative. Project costs for the wider typical section would increase for
both alternatives by approximately 9 percent. In the Rural Corridor, the Preferred Alternative, the
Modified Existing Alignment Alternative, would cost approximately 10 percent more than the
Ridgeway North Alternative and 7 percent more than the Ridgeway South Alternative. Project
costs for the wider typical section in the Rural Corridor would increase 17 or 18 percent, depending
on the alternative. Project costs for each alternative alignment and typical section are detailed in

Tables 3.21 and 3.22.

The following tables discuss the economic impacts of the alternatives.

Operational impacts to

agricultural businesses are discussed in the 3.2.4, Farming Operations.

Table 3.21 Economic Impacts by Alternative, Belfry Area

(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Belfry Area: Broadway Avenue
Alignment Alignment
(Preferred Alternative)
9.6-m (32-ft) No impacts. Commercial business impacts Commercial business impacts
Typical Section would include relocation/acquisition | would include relocation of Krum'’s
of Krum’s gift shop, and potential gift shop, modifying access to
impacts to the proposed back of Webb Coal Scale property
development of the Wolfe property | (no structure impacts), and
as a hunting club. reconstruction of the sidewalk in
. front of Kose Grocery while
o et oo retaining tre cvrnang or
savings for tourist-related through- needed, the overhang would be
) reconstructed.
traffic.
Relocating travel corridor to Relocating travel corridor through
Railroad Avenue with an improved downtown could enhance
Broadway Avenue intersection economic opportunity, as the
would provide better access and traffic would now travel through
visibility to commercial center. commercial center of town.
Total project cost is estimated to Total project cost is estimated to
be $4.7 million. be $4.0 million.
12-m (40-ft) No impacts. Same impacts as 9.6-m (32-ft) Same impacts as 9.6-m (32-ft)
Typical Section typical section, except project costs | typical section, except project
would increase by 9% to $5.1 costs would increase by 9% to
million. $4.4 million.
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Table 3.22 Economic Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)
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No-Build Modified Existing Ridgeway North Ridgeway South

Alignment

(Preferred Alternative)
9.6-m (32-ft) No impacts. | Thunder Mountain Log Would change MT 72 Same impacts as
Typical Section Works would be relocated access to Kapor Lumber | Ridgeway North

or acquired. Kapor Lumber | and Thunder Mountain

property would be Log Works, but improve

impacted. Kapor Lumber their access off US 310

accesses could be modified | and not likely impact

and/or consolidated to business operations or

improve MT 72/US 310 viability of business.

intersection geometry. The

changes in access may

impact operations but are

not likely to impact viability

of business.

Total project cost is Total project cost is Total project cost is

estimated to be $11.3 estimated to be $10.3 estimated to be $10.6

million. million. million.
12-m (40-ft) No impacts. | Same impacts as 9.6-m Same impacts as 9.6-m | Same impacts as 9.6-m
Typical Section (32-ft) typical section, (32-ft) typical section, (32-ft) typical section,

except project costs would | except project costs except project costs

increase by 18% to $13.3 would increase by 17% | would increase by 18%

million. to $12.1 million. to $12.5 million.
3.2.7.3 Mitigation

Relocations will be mitigated in accordance with MDT practices, as described in Section 3.2.10,
Relocations/Acquisitions. No other adverse economic conditions have been identified, so additional
mitigation will not be required.

3.2.8 Environmental Justice
3.2.8.1 Affected Environment

Executive Order (EO) 12898, Federal Actions to Address Environmental Justice to Minority
Populations and Low-Income Populations, directs federal agencies to consider impacts to minority
and low-income populations as part of environmental analyses to ensure that federally-funded
projects do not result in disproportionately high and adverse environmental or human health
impacts to these populations. FHWA issued a guidance document that establishes policies and
procedures for complying with EO 12898 (FHWA 1998). This guidance defines a “disproportionately
high and adverse effect” as one that is predominately borne by, suffered by, or that is appreciably
more severe or greater in magnitude for minority and low-income populations than the adverse
effect that will be suffered by the non-minority population and/or the non-low-income population.

a2l

Mantana Depe. af Transportation Page 3-38




Belfry-North \i\'*\'\:l__ ¢ Environmental Assessment

F STPP 72-1(1)10 CN 1016 December 2004

Information on minority and low-income populations was obtained primarily from the 2000 US
Census as described below.

Minority Populations. Minority populations are defined by the FHWA guidance as persons that
are Black, Hispanic, Asian American, or American Indian. Approximately 97 percent of Carbon
County residents and 98 percent of Belfry and Bridger residents are white. There is no identifiable
minority community in the study area. Minorities account for 9.4 percent of the state of Montana'’s
residents.

Low-Income Populations. The 1999 median household income in Carbon County of $32,139 is
slightly less than the statewide median household income of $33,024. However, fewer of the
county’s residents live in poverty. Poverty rates are 11.6 percent for Carbon County and 14.6
percent for the state of Montana.

3.2.8.2 Impacts

The neighborhoods surrounding the proposed project alignments do not have higher percentages
of lower income or minority people than other areas in the county. There are no readily
identifiable minority or low-income populations in the project area. Therefore, environmental
justice impact analysis is not required for this project.

3.2.8.3 Mitigation

No mitigation required or proposed.
3.2.9 Right-of-Way
3.2.9.1 Affected Environment

The existing right-of-way through the corridor was estimated using the county assessor’s records
available on MDT's website. In some areas these maps show the property lines extending to the
centerline of the highway, indicating that the highway may be located on an easement or
prescriptive right. For those areas where a right-of-way was clearly separate from the adjacent
properties, the width was measured and is reported in the following table.

Table 3.23 Existing Right-of-Way Widths

Segment Existing Right-of-Way Width

Belfry Area — Town: Vaill Avenue right-of-way 18 m (60 ft)

Belfry Area — Town: Broadway Avenue right-of-way 24 m (80 ft)

Rural Corridor 8.5 to 18 m (28 to 60 ft)

Some sections of roadway may be on an easement
or under prescriptive right

Source: State of Montana Cadastral Mapping Project Website, widths measured and compiled by DEA, 2002.
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3.2.9.2 Impacts

No additional right-of-way would be needed for the No-Build Alternative.

Additional right-of-way would be required for all of the build alternatives as described in Tables
3.24 and 3.25. Total right-of-way requirements were estimated on the basis of the approximate
right-of-way required plus the prescriptive right areas, which were estimated from fence lines
and/or adjacent property ownership.

For the Belfry Area, right-of-way requirements would generally fall within an 18-m (60-ft) width.
The Railroad Alignment Alternative would require the most right-of-way in the Belfry Area at 19.7
ha (48.8 ac) for the 9.6-m (32-ft) typical section, or 20.5 ha (50.6 ac) for the 12-m (40-ft) typical
section. Of the total Railroad Alignment right-of-way, the new right-of-way required is 15.0 ha
(37.2 ac) for the 9.6-m (32-ft) typical section and 15.8 ha (39.0 ac) for the 12-m (40-ft) typical
section.

The right-of-way would vary among the proposed alignments in the Rural Corridor. The Modified
Existing Alignment Alternative would require the most new right-of-way in the Rural Corridor. For
the 9.6-m (32-ft) section, 47.2 ha (116.6 ac) would be the required new right-of-way. For the 12-
m (40-ft) section, 50.3 ha (124.3 ac) would be the required new right-of-way for the Modified
Existing Alignment. The Ridgeway South Alternative would require the least new right-of-way. The
9.6-m section would require 44.0 ha (108.8 ac) new right-of-way, and the 12-m (40-ft) section
would require 46.9 ha (115.9 ac). Tables 3.24 and 3.25 show the complete quantities.

Total right-of-way requirements for the Preferred Alternative (combining the Belfry Area and Rural
Corridor) would be 105.3 ha (260.4 ac) for the 9.6-m typical section or 109.2 ha (269.9 ac) for the
12-m (40-ft) typical section.

Table 3.24 Right-of-Way Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment | Belfry Area: Broadway Avenue
(Preferred Alternative) Alignment
9.6-m (32-ft) No impacts. Approximate New Right-of-Way Approximate New Right-of-Way
Typical Section Required: 15.0 ha (37.2 ac) Required: 9.3 ha (23.0 ac)
Assumed Easement or Prescriptive Assumed Easement or Prescriptive
Right: 4.7 ha (11.6 ac) Right: 8.7 ha (21.5 ac)
TOTAL: 19.7 ha (48.8 ac) TOTAL: 18.0 ha (44.5)
12-m (40-ft) No impacts. Approximate New Right-of-Way Approximate New Right-of-Way
Typical Section Required: 15.8 ha (39.0 ac) Required: 9.9 ha (24.5ac)
Assumed Easement or Prescriptive Assumed Easement or Prescriptive
Right: 4.7 ha (11.6 ac) Right: 8.7 ha (21.5 ac)
TOTAL: 20.5 ha (50.6 ac) TOTAL: 18.6 ha (46.0 ac)
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Table 3.25 Right-of-Way Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)
No-Build Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred Alternative)
9.6-m (32-ft) No impacts. | Approximate New Right- Approximate New Right- Approximate New Right-
Typical of-Way Required: of-Way Required: of-Way Required:
Section 47.2 ha (116.6 ac) 44.1 ha (108.9 ac) 44.0 ha (108.8 ac)
Assumed Easement or Assumed Easement or Assumed Easement or
Prescriptive Right: Prescriptive Right: Prescriptive Right:
38.4 ha (95.0 ac) 23.3 ha (57.7ac) 22.4 ha (55.3 ac)
TOTAL: 85.6 ha TOTAL: 67.4 ha TOTAL: 66.4 ha
(211.6 ac) (166.6 ac) (164.1 ac)
12-m (40-ft) No impacts. | Approximate New Right- Approximate New Right- Approximate New Right-
Typical of-Way Required: of-Way Required: of-Way Required:
Section 50.3 ha (124.3 ac) 46.9 ha (115.8 ac) 46.9 ha (115.9 ac)
Assumed Easement or Assumed Easement or Assumed Easement or
Prescriptive Right: Prescriptive Right: Prescriptive Right:
38.4 ha (95.0 ac) 23.3 ha (57.7ac) 22.4 ha (55.3 ac)
TOTAL: 88.7 ha TOTAL: 70.2 ha TOTAL: 69.3 ha
(219.3 ac) (173.5 ac) (171.2 ac)

Most of the new right-of-way required for the reconstruction of MT 72 is in private ownership.
However, each of the Belfry Area alternatives impacts public property. These impacts are detailed
in Table 3.26. There would be no impacts to public property in the Rural Corridor.

Table 3.26 Public Property Impacts by Alternative, Belfry Area

(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Belfry Area: Broadway
Alignment Avenue Alignment
(Preferred Alternative)
9.6-m (32-ft) No impacts. Impacts small amount of BLM Impacts small amount of 2
Typical Section property: 0.3 ha (0.8 ac) Belfry School properties; the
Impacts small amount of land school bus facility (0.1 ha
d by Belfrv at the sewage (0.1 ac)) and the school-owned
owne . y y 9 parking lot and picnic area
lagoon: 0.2 ha (0.5 ac) across from the school (0.3 ha
(0.8 ac)). (Per May 7, 2004
correspondence, school does
not consider picnic area
significant).
12-m (40-ft) No impacts. Same impacts as 9.6-m (32-ft) Same impacts as 9.6-m (32-ft)
Typical Section typical section typical section
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3.2.9.3 Mitigation

Right-of-way will be acquired in accordance with MDT relocation policy, as described in section
3.2.10.3.

3.2.10 Relocations/Acquisition
3.2.10.1 Affected Environment

Right-of-way requirements would require acquisition of property adjacent to the existing MT 72
corridor and along newly proposed alignments. This property consists of a small amount of public
land with the vast majority being private lands, residences, and businesses.

Due to alignment shifts for bridge construction and to improve existing curves, portions of the
existing highway right-of-way may not be required for the newly proposed alignments. In these
instances, the remaining parcels of the former highway right-of-way could potentially be reverted
back to private ownership. Final determination with respect to the ultimate ownership of these
remainders would be considered as the design and right-of-way documentation in final design is
further refined.

3.2.10.2 Impacts
No structures are impacted in the No-Build Alternative.

Few relocations of private homes or residences would be anticipated for any of the build
alternatives in most of the project corridor. Impacts that have been identified as potential
relocations are close to proposed right-of-way and, therefore, could be impacted. The results of
final design will determine the impact to these properties.

Within the Belfry Area, the Preferred Alternative (Railroad Alignment Alternative) has more
relocations/acquisitions than the Broadway Alternative. The Krum'’s gift shop business is impacted.
In addition to this property, the Preferred Alternative also impacts two mobile homes on the
Toogood property and four farm structures on the Brown Trust property.

The Broadway Alternative impacts the Krum gift shop and two Toogood mobile homes but not the
farm structures on the Brown Trust property.

Several property owners in the Rural Corridor section could be affected. The properties impacted
vary by alternative. Depending on the property, a residence or other structure might be relocated
on-site or removed. Tables 3.27 and 3.28 detail relocations/acquisitions for residences, farms, and
businesses.
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Table 3.27 Relocation/Acquisition Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Belfry Area: Broadway

Alignment Avenue Alignment
(Preferred Alternative)

9.6-m (32-ft) No impacts. 7 relocations/acquisitions: 3 relocations/acquisitions:

Typical Section Krum’s gift shop business Krum’s gift shop business
(former Junction Exxon); 2 (former Junction Exxon) and 2
mobile homes on the Toogood mobile homes on the Toogood
property; and 4 farm structures | property.
on Brown Trust property (see
Farm Operations).

12-m (40-ft) No impacts. Same impacts as 9.6-m (32-ft) Same impacts as 9.6-m (32-ft)

Typical Section typical section. typical section.

Table 3.28 Relocation/Acquisition Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)
No-Build Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred
Alternative)
9.6-m (32-ft) No impacts. | 1 relocation/acquisition: 1 potential 1 relocation/acquisition:
Typical Section Thunder Mountain Log relocation/acquisition: Peterson property.
Works. Feller property (driveway
impacted by alignment
Potential relocation of and ROW is close to 2 potential
Aisenbrey grain silos and | residence); and relocations/acquisitions:
silage pit. relocation of Aisenbrey 1 farm structure on
grain silos and silage pit. | Richards property and 1
additional structure on
Peterson property; and,
relocation of Aisenbrey
grain silos and silage pit.
12-m (40-ft) Same impacts as 9.6-m Same impacts as 9.6-m Same impacts as 9.6-m
Typical Section (32-ft) typical section. (32-ft) typical section. (32-ft) typical section.
3.2.10.3 Mitigation

The acquisition of land or improvements for highway construction is governed by state and federal
laws and regulations designed to protect both landowners and the public. Affected landowners are
entitled to receive fair market value for any land or buildings acquired and any damages as defined
by law to remaining land due to the effects of highway construction. Right-of-way acquisition for
this project will be conducted in accordance with the Uniform Relocation Assistance and Real
Property Acquisition Policies Act of 1970 (P.L. 91-646 as amended), (42 U.S.C. 4601, et. Seq.), the
Uniform Relocations Act Amendments of 1987 (P.L. 100-17), and 23 U.S.C. 317 for appropriation
of public lands for highway right-of-way use.
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No person shall be displaced by a federal aid project unless and until adequate replacement
housing has been offered to all affected persons regardless of race, color, religion, sex or national
origin.

3.2.11 Utilities
3.2.11.1 Affected Environment

The following utility providers maintain active infrastructure within the project corridor. The
sections below describe the parts of the systems that lie within the existing or proposed highway
corridors. Additional utility information will likely be discovered and would be incorporated into the
design during preparation of construction documents.

Town of Belfry Carbon County Water District #1. Carbon County Water District #1 provides
domestic water service to the town of Belfry. A 15.2-cm (6-in) water main extends from the
reservoir west of the town along S-308, across MT 72, and eastward down Vaill Avenue. A water
pump house is located at the intersection of Railroad and Broadway Avenues, on the northwest
corner of the intersection. A 10.1-cm (4-in) water main exits this pump house and crosses
Railroad Avenue, extending eastward down Broadway Avenue. The water mains are buried 1.6 to
1.9 m (5 to 6 ft) deep.

Town of Belfry Sewer District #5. The unincorporated town of Belfry maintains a sanitary
sewer collection system, which drains to a lift station at the intersection of Bear Creek Lane and
Wisconsin Street. Wastewater is then pumped to sewage lagoons located north of the town.

Town of Belfry Storm Sewer. The town of Belfry does not have a storm sewer system of pipes
and catch basins to collect runoff. Instead, runoff flows are conveyed via the streets and
discharge directly to Bear Creek or Youst Ditch.

MDU. MDU maintains a 76-mm (3-in) natural gas line on the MT 72 bridge over Bear Creek on the
north side of Belfry, and on the first bridge over the Clarks Fork north of Belfry. In addition, MDU
has a 32-mm (1%2-in) gas service in the Railroad Avenue right-of-way that serves a residence
approximately 274 m (900 ft) north of Bear Creek.

Northwestern Energy (formerly Montana Power). Northwestern Energy supplies electricity
and gas to the area around Belfry. Power poles are located along the length of the existing
highway. Northwestern Energy also maintains a 253-mm (10-in) natural gas pipeline that crosses
MT 72 near the Hergenrider property south of Silver Tip Creek.

Williston Basin Pipeline and Exxon Pipeline. Williston Basin owns and operates two large
diameter natural gas pipelines in the project corridor that are the sole source of natural gas for the
towns of Bridger, Fromberg, Laurel, and Billings. The “yellow” pipeline ranges in size from 25 to
30 cm (10 to 12 in), and the “red” pipeline is 30 cm (12 in) in diameter. These pipelines cross the
existing MT 72 alignment just north of the intersection of Webber Lane and MT 72. A valving
station is located just off the edge of pavement on the north side of the highway, near the point
where the pipelines cross. The pipelines are not currently attached to any structures on the
project.

Qwest Communications. Qwest has underground communications facilities that run throughout
the length of the project corridor. Relocation of these lines would need to be incorporated into the
design of the new roadway.
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3.2.11.2 Impacts

Potential disruptions could occur for all utility systems in the corridor, except water mains and
sewer systems, which are located deep below ground and outside the area of potential impact.
Power poles; natural gas pipelines, valving systems, and individual connections; stormwater
systems; and communications systems could all be impacted by construction activities. The
regulator station for the Williston Basin Pipeline and Exxon Pipeline is close to the clear zone for
the new alignment. Utility connections would be built into all alternatives, and users and systems
should not be affected by any of the build alternatives. The stormwater system would likely
improve over the existing condition.

3.2.11.3 Mitigation

Utility relocations will be coordinated with the utility owners prior to construction. The proposed
roadway alignment design will ensure the Williston/Exxon pipeline facilities are outside the clear
zone and that drainage will be intercepted or diverted around the pipeline facilities.

3.3 Environmental

This section describes the physical and natural environment that may be affected by the proposed
alternatives. Specific resource areas identified for analysis include:

e Cultural and Historic Resources

e Air Quality

¢ Noise

e Water Resources

e Wetlands

e Vegetation

o Wildlife and Migratory Birds

e Aquatic Species

e Threatened and Endangered Species
e Floodplains

o Water Body Modification

e Hazardous Materials

e Visual Resources

e Section 4(f) and Section 6(f) Resources

3.3.1 Cultural and Historic Resources
3.3.1.1 Affected Environment

Historic and cultural resources are defined in Section 301 of the National Historic Preservation Act
(NHPA) of 1966, as amended, as “any prehistoric or historic district, site, building, structure, or
object included in, or eligible for inclusion in the National Register of Historic Places (NRHP) [16
USC 470W].” Cultural resources are determined for listing on the NRHP through consideration of
established criteria. In order to be eligible for listing on the NRHP, the property in question must
be important in American history, architecture, archaeology, engineering, or culture and possess
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integrity of location, design, setting, materials, workmanship, feeling, and association. In addition,
properties must meet at least one of the following criteria:

A. Association with events that have made a significant contribution to the broad patterns of the
area’s history.

B. Association with the lives of persons significant in the area’s past.

Embodiment of distinctive characteristics of a type, period, or method of construction, or
representation of the work of a master, or possession of high artistic values, or representation
of a significant distinguishable entity whose components may lack individual distinction.

D. Has yielded, or may be likely to yield, information important in prehistory or history.

Generally, properties must be 50 years or older to be eligible for the NRHP.

In compliance with Section 106 of the NHPA and associated regulations (36 CFR 800), cultural
resources surveys were conducted along the MT 72 corridor to identify resources listed on or
eligible for listing on the NRHP. Cultural and historic resources along the MT 72 corridor were
inventoried on three occasions. A 1989 report was prepared by MDT to document the project
design and alternatives proposed at that time. Another survey was conducted in 2002 by
Renewable Technologies, Inc. (RTI) to evaluate resources either located along alignments not
considered by the first survey or that had reached the NRHP’s 50-year age guideline since 1989.
The 2002 survey incorporated the results of the 1989 survey and is the current reference. An
addendum to the 2002 survey was also prepared by RTI to document cultural resources along the
newly proposed alignments of the Ridgeway North and Ridgeway South Alternatives.

In the Belfry Area, the survey area includes structures that face the proposed alternative routes
through town within the first half-block of the project. Buildings more than 30 m (100 ft) from the
highway centerline in Belfry were not documented. In the Rural Corridor, the survey was
conducted along 25-m (80-ft) transect intervals for a distance of 49 m (160 ft) on either side of the
proposed centerline.

In total, 41 sites within the project area were investigated. Twelve were determined eligible for the
NRHP, and one site, the Youst Ditch (24CB1817), was not evaluated for NRHP eligibility. The Youst
Ditch, which was covered under a Programmatic Agreement (PA) in effect when the survey was
conducted but now revoked, is included in the impact analysis without an NRHP eligibility
evaluation. No traditional cultural properties, prehistoric sites, or isolated finds were identified
during the course of the survey. The 12 NRHP-eligible historic sites and the unevaluated site are
presented in Table 3.29. Appendix C provides a complete summary of survey results. The NRHP-
eligible sites are also shown on the Environmental Overview maps in Appendix A.
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Table 3.29 NRHP-Eligible Cultural Sites along the Belfry-North MT 72
Highway Corridor

Cultural Site Date Function Location NRHP Status
Belfry Area (S-308 to North Dutch Lane)
24CB676 Early Residence On Vaill Avenue Eligible, Criterion C
Riddle House 1900s
24CB678 Early Church On Wisconsin Street near Broadway Eligible, Criterion C
First Presbyterian Church 1900s Avenue
(United Methodist Church)
24CB707/1144 1939 Bridge North of Bear Creek and south of Dutch | Eligible, Criterion C
Clarks Fork “south” bridge Lane
24CB1145 1933 Residential South of the Clarks Fork “south” bridge” | Eligible (house
Middlesworth Farmhouse house only), Criterion C
24CB1146 1910 Railroad North of Bear Creek between Railroad Eligible, Criterion A
MW&S Railroad Maintenance shop Avenue (west side) and the railroad
Shop
24CB1148 1905 Railroad North of the town of Belfry, south of Eligible, Criteria A
MW&S Railroad Depot Belfry depot Bear Creek, on the east side of Railroad | and C

Avenue
24CB1803 1905 Commercial Southwest corner of Broadway Avenue Eligible, Criteria A
Holland Lumber business and Montana Street and C
(aka Webb Coal)
24CB1813 1907/ Commercial On Broadway Avenue near State Street | Eligible, Criterion C
Kose Grocery 1910 business
24CB1817 1890s Ditch Crosses MT 72 at north edge of Belfry Unevaluated
Youst Ditch
Rural Area (North Dutch Lane to US 310)
24CB1150 1893 Ditch 12 km (+/- 7.5 mi) long canal Eligible, Criterion C
Sand Creek Canal extending north and south of Bridger
24CB1152 1891- Ditch 14.5 km (+/- 9 mi) long ditch between Eligible, Criterion C
Golden Ditch 1903 Belfry and Bridger
24CB1154 1893 Canal 12 km (+/- 7 mi) long between Belfry Eligible, Criterion C
Dry Creek Canal and Bridger
24CB1848 1906 Farmstead South of Ridgeway Lane and north of Eligible, Criterion C
Jennings Homestead Clarks Fork.

Sources: RTI 2003 Cultural Resource Inventory (CRI), RTI 2002 CRI, MDT 1989 CRI

3.3.1.2 Impacts

Section 106 of the NHPA requires MDT to identify NRHP-eligible cultural resources within the
project area and then to determine the effects of the proposed project on NRHP-listed or -eligible

cultural resources.

For this project, MDT identified 12 historic properties and one unevaluated

historic site within the area of potential effect (APE) for one or more project alternatives.

MDT has a PA for Historic Roads and Bridges (signed in 1989 and amended 1992), which applies to
the Clarks Fork “south” bridge and provides standardized mitigation for impacts to historic highway

bridges (see Appendix C).
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For this project, impacts to cultural sites could occur from various construction activities, including
cut-and-fill, site grading, and construction of structures. For each resource within the APE, FHWA
and MDT determined whether the Preferred Alternative would have No Effect, No Adverse Effect,
or Adverse Effect. SHPO has reviewed and concurred with the determinations for the Preferred
Alternative (see Appendix C). If another alternative were selected, further consultation with SHPO
would be necessary. Comparisons of impacts for all alternatives are summarized for the Belfry Area
in Table 3.30 and the Rural Corridor in Table 3.31. The tables reflect MDT's Determination of Effect
for all of the project alternatives.

The Clarks Fork “south” bridge (24CB707/1144) would be adversely affected under both
alternatives in the Belfry Area. For the Preferred Alternative (Railroad Alignment), MT 72 would be
relocated downstream of the Clarks Fork “south” bridge, and the existing section of MT 72 north of
the bridge would be removed. For the Broadway Avenue Alignment, the bridge would be replaced
because it is too narrow. For this alternative, the new bridge would be constructed adjacent to the
existing Clarks Fork “south” bridge. For both alternatives, the bridge could be left in-place if a new
owner could be identified to assume maintenance responsibilities for the bridge. In accordance
with the stipulations of the PA for Historic Roads and Bridges, if a new owner could not be found,
MDT would remove the bridge to avoid safety and liability concerns.

The Railroad Maintenance Shop (24CB1146) would be affected but not adversely by the Preferred
Alternative. Direct impacts to the structure were avoided by extending a modified urban typical
section from Belfry through this transition area. To avoid the site, the drainage on the west side of
the highway would remain in urban curb and gutter instead of MDT’s standard wider rural ditch
section. With this narrower right-of-way, the building would be avoided and remain in place
unaltered. The characteristics that make the site eligible for the NRHP would be perpetuated, and
the setting would remain largely intact. The property is not on the alignment for the Broadway
Avenue Alternative and would therefore not be affected by this alternative.

Further consultation with SHPO would be required for the unevaluated Youst Ditch (25CB1817) if
the Broadway Avenue Alignment Alternative were selected as the Preferred Alternative. This
alternative would require replacement of roadway-related structures at the ditch. While this action
is generally considered by SHPO, MDT, and FHWA to have no effect on historic ditches, formal
consultation to confirm this no effect determination would be required. The Youst Ditch is not
affected by the Preferred Alternative.

The Kose Grocery (24CB1813) and Holland Lumber (Webb Coal) (24CB1803) properties would be
affected but not adversely by the Broadway Avenue Alternative. The sidewalk in front of the Kose
Grocery would be reconstructed but the structure would not be affected. Likewise, property
associated with the Holland Lumber (Webb Coal) site would be impacted, but the structure was
avoided in design by introducing a sharper curve with a slower speed. Neither property is on the
alignment for the Preferred Alternative and would therefore not be affected under this alternative.

Sand Creek Canal (24CB1150) may be adversely affected by the Ridgeway North and Ridgeway
South Alternatives. Under both alternatives, the canal may need to be realigned/rechanneled from
its historic alignment to accommodate access to properties. Although not a substantial change
because it would affect only a small portion (less than 30 m) of its 12-km (+/- 7.5-mi) length, it
would be an Adverse Effect nonetheless. The resource would not be affected by the Preferred
Alternative.

Property associated with the Jennings Homestead (24CB1848) would be impacted under the
Ridgeway South Alternative. However, none of the site’s structures would be impacted. Because
the structures are only eligible under NRHP Criterion C for architectural merit, impacts to the
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associated property would not affect the historic integrity of the site. The property would not be
affected by the Preferred Alternative.

The remaining six NRHP-eligible properties in the project area would not be affected by any of the
project alternatives.

Table 3.30 Cultural Resources Impacts by Alternative, Belfry Area

(S-308 to North Dutch Lane)

No-Build

Belfry Area: Railroad Alignment
(Preferred Alternative)

Belfry Area: Broadway
Avenue Alignment*

Both Typical Sections

24CB676 No Effect No Effect. Site is outside construction and No Effect. Site is outside
Riddle House right-of-way limits. construction and right-of-way
limits.
24CB678 No Effect No Effect. Site is outside construction and No Effect. Site is outside
First Presbyterian right-of-way limits. construction and right-of-way
Church (United limits.
Methodist
Church)
24CB707/1144 No Effect Adverse Effect. New alignment bypasses Adverse Effect. Bridge is narrow
Clarks Fork the bridge. Bridge could be left in place if and would be replaced. Bridge
“south” bridge another owner is identified. If new owner is | could be left in place if another
not found, MDT would remove bridge to owner is identified. If new
avoid safety and liability concerns. owner is not found, MDT would
remove bridge to avoid safety
and liability concerns.
24CB1145 No Effect No Effect. Site is outside construction and No Effect. Site is outside
Middlesworth right-of-way limits. construction and right-of-way
Farmhouse limits.
24CB1146 No Effect No Adverse Effect. The presence of the No Effect. Site is outside
MWA&.S Railroad new roadway in front of the structure construction and right-of-way
Maintenance where no roadway previously existed would | limits.
Shop alter the setting. However, the building
would remain in place and unaltered, and
the characteristics that make the site
eligible for the NRHP would be unaltered.
24CB1148 No Effect No Effect. Site is outside construction and No Effect. Site is outside
MW&.S Railroad right-of-way limits. construction and right-of-way
Depot Belfry limits.
24CB1803 No Effect No Effect. Site is outside construction and No Adverse Effect. Sidewalk

Holland Lumber
(aka Webb Coal)

right-of-way limits.

would be moved toward site.
Access from west could be
closed or modified, but access
from east would remain open.
North side parking would be
retained. No structures would
be impacted.

*Formal consultation with SHPO would be required if this alternative were selected as the Preferred Alternative.
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Table 3.30 Cultural Resources Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane) (continued)

No-Build

Belfry Area: Railroad Alignment
(Preferred Alternative)

Belfry Area: Broadway
Avenue Alignment*

Both Typical Sections (continued)

24CB1813 No Effect No Effect. Site is outside construction and No Adverse Effect. Sidewalk
Kose Grocery right-of-way limits. would be reconstructed
adjacent to face of building and
the storefront overhang would
be retained or reconstructed.
24CB1817 No Effect No Effect. Site is outside of construction No Effect. Roadway structure
Youst Ditch and right-of-way limits. would be replaced, but

structures are commonly
considered roadway elements
rather than irrigation elements.

*Formal consultation with SHPO would be required if this alternative were selected as the Preferred Alternative.

Table 3.31 Cultural Resources Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)

No-Build

Modified Existing
Alignment
(Preferred
Alternative)

Ridgeway North*

Ridgeway South*

Both Typical Sections

24CB1150 No Effect No Effect. Two bridge Adverse Effect (potential). Adverse Effect
Sand Creek structures would be If canal required (potential). If canal
Canal replaced, but these rechannelling at +/- RP required
structures are considered | 20.3, canal would be rechannelling at
roadway elements rather | adversely affected. +/- RP 20.3, canal
than irrigation elements. would be adversely
affected.
24CB1152 No Effect No Effect. Site is outside | No Effect. Site is outside No Effect. Site is
Golden Ditch construction and right-of- | construction and right-of- outside construction
way limits. way limits. and right-of-way
limits.
24CB1154 No Effect No Effect. One bridge No Effect. One bridge No Effect. One

Dry Creek Canal

structure and two box
culverts would be
replaced, but these
structures are considered
roadway elements rather
than irrigation elements.

structure and two box
culverts would be replaced,
but these structures are
considered roadway
elements rather than
irrigation elements.

bridge structure and
two box culverts
would be replaced,
but these structures
are considered
roadway elements
rather than irrigation
elements.

*Formal consultation with SHPO would be required if this alternative were selected as the Preferred Alternative.
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Table 3.31 Cultural Resources Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection) (continued)

No-Build Modified Existing Ridgeway North* Ridgeway South*
Alignment
(Preferred
Alternative)

Both Typical Sections

24CB1848 No Effect No Effect. Site is outside | No Effect. Site is outside No Effect. Property
Jennings construction and right-of- | construction and right-of- but not structures
Homestead way limits. way limits. would be impacted;

however, highway
would be closer to
historic structures.
Because structures
are NRHP eligible
only under Criterion
C (architectural
merit), the historic
integrity of the site
is associated
primarily with the
physical structures
rather than the
historic use of the

property.

*Formal consultation with SHPO would be required if this alternative were selected as the Preferred Alternative.

3.3.1.3 Mitigation

Adverse effect determinations require MDT to consult with the SHPO, Advisory Council on Historic
Preservation, and other interested parties to develop a Memorandum of Agreement (MOA) or PA,
which specify mitigation plans or alternatives to mitigate adverse effects.

The Clarks Fork “south” bridge (24CB707/1144) would be adversely affected by the Preferred
Alternative in the Belfry Area (the Railroad Alignment Alternative). Removal of this historic bridge
would not be required to implement the alternative; however, maintenance costs would not
warrant MDT keeping and maintaining the bridge if it is not used for highway traffic. In
accordance with the mitigation stipulations in the PA for Historic Roads and Bridges, MDT will use
its Adopt a Bridge Program to try to find a new owner willing to take over ownership and
maintenance responsibilities for the bridge (Appendix C). If a new owner cannot be identified, MDT
would remove the bridge to avoid safety and liability issues.

A modified typical section will be used to avoid the MW&S Railroad Maintenance Shop (24CB1146).
MDT will install an historical marker along the proposed highway alignment between the MW&S

Railroad Maintenance Shop (24CB1146) and the MW&S Depot (24CB1148) within the community
of Belfry.
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3.3.2 Air Quality
3.3.2.1 Affected Environment

To protect the public from health hazards associated with air pollution, the U.S. Environmental
Protection Agency (EPA) has established National Ambient Air Quality Standards (NAAQS) for seven
criteria pollutants in association with the Clean Air Act (CAA) of 1990. These seven criteria
pollutants are carbon monoxide, ozone, nitrogen dioxide, sulfur dioxide, reactive volatile organic
compounds, lead, and particulate matter less than 10 microns in diameter (PMy). Areas that do
not meet these air quality standards are designated as non-attainment areas and are required to
submit plans to Montana Department of Environmental Quality (MDEQ) and EPA to attain these
standards. The proposed project is located in an unclassified/attainment area of Montana as
defined by standards set by 40 CFR 81.327. Under this classification, the project is not subject to
Transportation Conformity requirements of the CAA, and no air quality modeling is required for this
project.

3.3.2.2 Impacts

Because this proposed project is located in an unclassified/attainment area the No-Build Alternative
and all of the build alternatives would comply with Section 176(c) of the Clean Air Act (53 U.S.C.
7521 (a)) as amended and would not require detailed assessment of potential exceedances of
federal standards.

All alternatives are expected to achieve peak hour LOS of “B” or “A” in the design year (see Section
3.1.1, Traffic). This high level of service is associated with non-congested driving conditions with
little to no delay or vehicle idling time. Similarly, average annual daily traffic (AADT) volumes are
expected to remain relatively low even through the design year. These forecasts of both AADT
and LOS represent conditions that would not cause degradation of regional or local air quality in
violation of CAA standards. Air quality during construction is discussed in Section 3.4, Construction
Impacts.

3.3.2.3 Mitigation

No permanent mitigation is required or proposed. Air quality during construction is discussed in
Section 3.4, Construction Impacts.

3.3.3 Noise
3.3.3.1 Affected Environment

Noise is defined as unwanted or excessive sound and has been identified by the federal
government as an undesirable by-product that can be annoying; interfere with sleep, work, or
recreation; and in extremes cause physical and psychological damage. Sound is quantified by a
unit of measure called a decibel (dB). For highway traffic noise, high- and low-pitched sounds are
adjusted or weighted to approximate the way that an average person hears sounds. The adjusted
sounds are called "A-weighted levels" (dBA). The A-weighted decibel scale begins at zero, which
represents the faintest sound that can be heard by humans with very good hearing. The loudness
of sounds (that is, how loud they seem to humans) varies from person to person, so there is no
precise definition of loudness.
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Highway noise is never constant because noise levels change with the number, type, and speed of
the vehicles that produce the noise. Therefore, although noise levels are measured in dBA, they
are reported in the average noise level energy over one hour (Leq(h)). Leq(h) represents a
constant, average sound level, and FHWA uses the Leq(h) as the acceptable noise descriptor used
on highway transportation projects

The level of highway traffic noise depends on: (1) the volume of the traffic, (2) the speed of the
traffic, and (3) the types of vehicles in the flow of traffic (FHWA, 1992). Generally, the loudness of
traffic noise is increased by heavier traffic volumes, higher speeds, and greater numbers of trucks.
As a person moves away from a highway, traffic noise levels are buffered by distance, terrain,
vegetation, and natural and manmade obstacles.

FHWA regulations (23 CFR 772) require the following during the planning and design of a highway
project: (1) identification of traffic noise impacts, (2) examination of potential mitigation measures,
(3) the incorporation of reasonable and feasible noise mitigation measures into the highway
project, and (4) coordination with local officials to provide helpful information on compatible land
use planning and control. The regulations contain noise abatement criteria (NAC), which represent
the guidelines on the upper limit of acceptable highway traffic noise for different types of land uses
and human activities, which are categorized in five activity categories A through E. There are no
Category A areas in the project area. (Table 3.32).

Table 3.32 Noise Abatement Criteria

Acceptable
Activity |Levels
Category |(Leq(h)) Description of Activity Category

Lands on which serenity and quiet are of extraordinary significance and serve an
A 57 (Exterior) important public need and where the preservation of those qualities is essential if
the area is to continue to serve its intended purpose.

Picnic areas, recreation areas, playgrounds, active sports areas, parks, residences,

B 67 (Exterior) motels, hotels, schools, churches, libraries, and hospitals.

C 72 (Exterior) Developed lands, properties, or activities not included in Categories A or B above.

D - Undeveloped lands

Residences, motels, hotels, public meeting rooms, schools, churches, libraries,

E 52 (Interior) hospitals, and auditoriums.

-- No standard (no receptor)

Source: Federal Register, Volume 47, No. 131, July 8, 1982, Rules and Regulations

FHWA regulations do not require that the NAC be met in every instance. Rather, they require that
every reasonable and feasible effort be made to provide noise mitigation when the criteria are
approached or exceeded. Compliance with the noise regulations is a prerequisite for granting
Federally-funded highway construction or reconstruction projects.

The traffic noise study for the Belfry-North project was conducted by Bionomics Environmental,
Inc. according to FHWA regulations in 23 C.F.R. Part 772, Procedures for Abatement of Highway
Traffic Noise and Construction Noise, and MDT's Traffic Noise Analysis and Abatement: Policy and
Procedure Manual (June 2001). The study evaluated potential noise impacts at noise-sensitive
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receptor locations (e.g., residences, groups of residences, mobile homes, apartments, nursing
homes, churches, hotels, parks, and campgrounds) due to vehicles traveling on Highway MT 72
within the project limits. The field-testing for the Belfry-North noise study was performed on
September 3 and 4, 2002, along the existing No-Build alignment during morning and evening rush-
hour traffic, with the representative sampling performed at high traffic flows.

Transects were modeled at 10 meter increments from the road centerline to determine the
distance at which predicted traffic noise levels approached or exceeded the NAC. The results of
this model showed that noise levels at receptors beyond 30 meters (98 ft) from the road centerline
would not approach the NAC or increase substantially (i.e. 13 dBA or more). Therefore, receptors
further than 30 meters (98 ft) from the road centerline were not considered. The approximate
receptor locations are shown on Figures 1 through 3 in Appendix D and include single-family
residences, churches, schools, and commercial properties. For this noise study, traffic noise level
impacts were evaluated for the existing conditions (i.e. no changes to the existing highway in
2002), No-Build Alternative (i.e., no changes to the existing highway in 2026), and the proposed
build alternatives (i.e., Broadway Avenue Alternative, Railroad Alignment Alternative, Modified
Existing Alignment Alternative, Ridgeway North Alternative, and Ridgeway South Alternative in
2026).

For the noise analysis, FHWA's Traffic Noise Model (TNM) Version 2.1 computer program was used
to predict the existing and future noise levels at the receptors due to traffic on the existing MT 72
roadway. The traffic volumes in the corridor and the noise levels for each receptor in the corridor
are identified in Appendix D. Currently, no receptors in the corridor have a predicted noise level
that meets the NAC criteria for the present year (2002) if no changes are made to the existing
highway.

3.3.3.2 Impacts

According to the Federal Aid Policy Guide, Procedures for Abatement of Highway Traffic Noise and
Construction Noise (23 CFR 772), the proposed project is classified as a Type | Project, which is
defined as any project that has the potential to increase noise levels at adjacent receivers. For
Type | projects, all viable alternatives under consideration must be analyzed for traffic noise
impacts.

Therefore, a detailed noise analysis for all alternatives was undertaken for this study. The
methodology and results of the noise analysis are documented in the Belfry-North STPP 72-1(10),
Traffic Noise Impact Assessment Report, which is on file with MDT.

According to MDT policy, traffic noise impacts for activities in Category B (residences, mobile
homes, apartments, nursing homes, churches, hotels, parks, and campgrounds) occur in two
situations:

1. If predicted Leq(h) traffic noise levels “approach or exceed” the 67 dBA in the project design
year (2026) for the build alternatives, or

2. If the predicted Leq(h) noise levels in the design year for the build alternatives “substantially
exceed” the noise levels in the present year (2002) of the project for the No-Build Alternative.

MDT defines “approach” as 1 dBA less than the NAC of 67 dBA for category B uses, and
“substantially exceed” as 13 dBA. Therefore, the traffic noise impact criteria is 66 dBA or greater
in the design year of a project, or 13 dBA or greater than the present year noise levels.
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To identify potential noise impacts, traffic noise levels at receptor locations were modeled for each
alternative in the rural corridor and the Belfry area. Tables summarizing predicted noise levels at
these receptors are shown in Appendix D and summarized in Tables 3.33 and 3.34 for the design
year. Properties that would be relocated or acquired because they are in the proposed right-of-
way are not included in these tables.

For the Belfry Area, the No-Build Alternative would not result in any impacts to noise sensitive
receptors. For the Railroad Alignment Alternative, the receptors would be in an area of transitional
speed as motorists accelerate from the urban to the rural corridor or vice versa. The noise impacts
of this alignment alternative were assessed based on 100 kph (62 mph) traffic speeds, which had
the greatest impacts of the scenarios modeled. Two receptors may be impacted under the Railroad
Alignment alternative. The MW&S RR Depot and the Toogood residence meet the substantial
increase of 13 dBA criterion with this alternative.  For the Broadway Avenue Alternative, four
receptors may be impacted. MW&S RR Depot, Gasser Trust, Cichosz residence, and Roberts
residence meet the substantial increase of 13 dBA. For both build alternatives, due to the change
in traffic patterns, the noise levels in 2026 at the Belfry School and St. John’'s Church would
decrease over existing conditions.

In the Rural Corridor, the No-Build Alternative would not result in any impacts to noise sensitive
receptors. For the Modified Existing Alignment one receptor, the Hergenrider Residence, located
on the west side of MT 72 south of Silver Tip Creek, would be impacted. The Hergenrider
residence would approach the NAC (66 dBA) in 2026 under the Modified Existing Alignment. Noise
impacts were not modeled at the MT 72/US 310 intersection for the Modified Existing Alignment as
no receptors were within the 30-meter impact area. Under the Ridgeway North Alternative, three
additional residences (Peterson residence, Richards residence, and Meinhardt residence) along
Ridgeway Lane will experience a substantial increase (13 dBA) in noise level due to this alternative.
The Peterson residence will also be impacted based on approaching the NAC (66 dBA). The
Ridgeway South Alignment will impact the same four receptors as the Ridgeway North Alternative.
Impacts to the Peterson residence will increase by 3 dBA as compared with the Ridgeway North
Alignment while impacts to the Richards and Meinhardt residences will decrease by 4 dBA and 2
dBA, respectively.

Table 3.33 Noise Impacts by Alternative, Belfry Area (S-308 to North
Dutch Lane)*

No-Build Belfry Area: Railroad Belfry Area: Broadway Ave.
Alignment Alignment
(Preferred Alternative)
9.6 m (32 ft) No Impacts 2 Impacted Receptors (MW&S 4 Impacted Receptors (MW&S
Typical Section RR Depot and Toogood RR Depot, Gasser Trust,
Residence) Cichosz residence, and Roberts
residence)
12 m (40 ft) No Impacts 2 Impacted Receptors (MW&S 4 Impacted Receptors (MW&S
Typical Section RR Depot and Toogood RR Depot, Gasser Trust,
Residence) Cichosz residence, and Roberts
residence)

*Three additional receptors, which may be noise impacted under the Railroad Alignment and Broadway Avenue
Alternatives, are not included in the impacts because they would be relocated/acquired due to right-of-way requirements.
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Table 3.34 Noise Impacts by Alternative, Rural Corridor (North Dutch Lane
to US 310 Intersection)

No-Build Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred
Alternative)
9.6 m (32 ft) No Impacts 1 Impacted Receptor | 4 Impacted Receptors | 4 Impacted Receptors
Typical Section (Hergenrider (Hergenrider, (Hergenrider,
residence) Peterson, Richards, Peterson, Richards,
and Meinhardt and Meinhardt
residences) residences)
12 m (40 ft) No Impacts 1 Impacted Receptor | 4 Impacted Receptors | 4 Impacted Receptors
Typical Section (Hergenrider (Hergenrider, (Hergenrider,
residence) Peterson, Richards, Peterson, Richards,
and Meinhardt and Meinhardt
residences) residences)
3.3.3.3 Mitigation

When traffic noise impacts are predicted, possible abatement measures for the mitigation of
highway traffic noise need to be considered, and the measures need to be assessed to determine if
they are reasonable and feasible. Possible abatement measures include modifying the proposed
build alternative designs; construction of noise barriers or berms; and traffic management
measures, such as reducing the speed limit on the highway or restricting the access of certain
vehicle types. Barriers typically provide the highest level of noise reduction of these mitigation
measures.

According to 23 CFR 772.11 and MDT’s Traffic Noise Analysis and Abatement: Policy and Procedure
Manual, any abatement measure used to reduce the traffic noise at a receptor must first be
considered reasonable and feasible. The Noise Abatement Checklist included in MDT’s Policy helps
determine if an abatement measure would be considered reasonable and feasible. At receptors
where traffic noise impacts for MT 72 are predicted, noise abatement measures were evaluated.

To determine if a mitigation measure is feasible, it must meet two criteria:

1. The measure must provide a minimum 6-dBA reduction in noise levels at residences located
closest to the highway, and

2. The measure must not represent a safety hazard to vehicles traveling on the highway or to the
residents of the homes.

To determine if a mitigation measure is reasonable involves more subjective factors, including:

e The comparison of the noise levels associated with the No-Build Alternative to those associated
with the build alternatives

e The cost of the abatement per residence
e The timing of development

e The opinion and acceptance of impacted residents regarding the noise abatement measure.
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The following potential abatement measures were assessed to determine if they would be
reasonable and feasible. These noise mitigation measures are administrative and do not affect fair
market value determination of properties under the condemnation statutes and procedures.

Traffic Management. Restricting certain vehicle types, like heavy trucks, from MT 72, limiting
the time of day that certain vehicles may use the highway, and reducing the speed limit on MT 72
are not feasible mitigation measures for this project. MT 72 is an important regional arterial
highway in Montana, and is considered a primary highway. It serves the agricultural industry in
the area and links tourism and commercial traffic regionally between the State of Wyoming,
Yellowstone National Park, Red Lodge, and Billings, Montana. Prohibition or time use restrictions
of certain types of vehicles would be contrary to the purpose and benefit of this project as well as
the function of this route. Therefore, traffic management is not a feasible noise abatement
measure.

Barriers and Berms. Construction of barriers or berms is not a feasible mitigation measure for
this project. A barrier is most effective when it is continuous and solid, and it blocks the direct
line-of-sight between the roadway and a receptor. MDT defines a benefited residence as a
residence located in the row of homes closest to the highway (i.e., first row homes) that will
experience a minimum 6-dBA reduction in traffic noise levels. No receptors in the project area
would qualify as a benefited residence as none would receive a 6 dBA noise reduction due to the
construction of a barrier or berm. This is due to the presence of driveways at the receptors that
would necessitate gaps in the barriers and render them ineffective. MDT uses a cost effectiveness
index (CEIl) to determine if a barrier is reasonable. The CEl is a guideline for determining the
reasonableness of constructing barriers, which incorporates the number of residences that would
be benefited by the barrier, the total noise reduction provided by the barrier, and the total cost of
barrier materials and construction. The receptors in the rural area of the corridor are dispersed and
would require barriers of excessive length, which would render them economically unreasonable.
Therefore, the construction of barriers and berms are not feasible or reasonable noise abatement
measures.

Design Modifications. Shifting the horizontal alignment of the proposed MT 72 build alternatives
is not a reasonable abatement measure. For all impacted receptors, shifting the alignment is not
reasonable because it would result in impacts to other receptors. Alterations to the vertical
alignment of the build alternatives would interfere with good design standards and would not have
any noticeable effect (i.e. 6 dBA or greater reduction) on traffic noise at receptor sites. Therefore,
design modifications are not feasible noise abatement measures.

Based on this analysis, no feasible or reasonable mitigation was identified, and no noise mitigation
is proposed.

3.3.4 Water Resources/Quality

3.3.4.1 Affected Environment

Surface Water

Section 303(d) of the Federal Clean Water Act and related regulations requires states to assess the
condition of their waters to determine where water quality is impaired (does not fully meet
standards) or threatened (is likely to violate standards in the near future). The result of this
review is the 303(d) list, which must be submitted to the EPA every other year. Section 303(d)
also requires states to prioritize and target water bodies on their list for development of water
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quality improvement strategies (i.e. total maximum daily loads or TMDLs), and to develop such
strategies for impaired and threatened waters.

Three water bodies in the project area are listed in the Section 303(d) 2002 and/or 1996 reports.
These include the Clarks Fork, Bear Creek, and Silver Tip Creek. The Clarks Fork flows north into
the Yellowstone River approximately 32 km (+/- 20 mi) north of the project area near the town of
Laurel, Montana. Silver Tip Creek and Bear Creek flow east toward the Clarks Fork and under MT
72.

In 1997, the Montana Legislature amended the state water quality law to require that impairment
determinations be supported by “sufficient credible data” to ensure that determinations are
justified. Although listed as impaired in 1996, two of the three water bodies (Bear Creek and Silver
Tip Creek) have not been reassessed under this criterion and therefore are not listed on the
“official” 2002 list (or the draft 2004 list). The following provides the 1996 list’s identification of
probable impaired uses, causes, and sources for Bear Creek and Silver Tip Creek and the 2002
data for Clarks Fork.

e Clarks Fork. Probable Impaired Uses: aquatic life support; cold water fishery-trout; drinking
water supply; recreation; swimmable. Probable Causes: flow alteration; metals; nutrients;
salinity/total dissolved solids (TDS)/chlorides; siltation; suspended solids, thermal
modifications. Probable Sources: agriculture; irrigated crop production; natural sources;
petroleum activities; resource extraction; range land; stream bank modification/destabilization;
subsurface mining.

e Bear Creek. Probable Impaired Uses: aquatic life support; cold water fishery-trout; drinking
water supply. Probable Causes: flow alteration; metals; other habitat alteration; other
inorganics; siltation; suspended solids. Probable sources: Agriculture; highway/road/bridge
construction; irrigated crop production; natural sources; resource extraction; range land;
streambank modification/destabilization; subsurface mining.

o Silver Tip Creek. Probable Impaired Uses: aquatic life support; cold water fishery-trout;
drinking water supply. Probable Causes: flow alteration; nutrients; other habitat alterations;
salinity/TDS/chlorides; suspended solids; thermal modifications. Probable Sources: agriculture;
irrigated crop production; petroleum activities; resource extraction.

Other water bodies in the project area include Dry Creek, Sand Creek, and Golden Ditch, which
flow east toward the Clarks Fork. Other unnamed drainages generally flow to the east.
Stormwater drainage in the town of Belfry generally flows north to Bear Creek or east to an
unnamed ditch. This water then drains into the Clarks Fork or to agricultural land to the east.

Because of its size, Belfry is not required to have a storm water management plan (Personal
Communication with Greg McGann, Carbon County Planning Office. May 13, 2002). Storm water
drains into roadside ditches within Belfry and along MT 72.

The predominately agricultural area also contains a number of irrigation features. Agricultural
ditches, culverts, and other conveyance structures are present adjacent to the highway in many

areas.

There are currently six bridge crossings in the project area. These crossings are described in detail
in Section 3.3.11, Water Body Modifications.

Groundwater
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Detailed geotechnical investigations have not been conducted yet for this project, and therefore
information on groundwater is somewhat limited. Soil borings taken at the Silver Tip and Clarks
Fork indicate that groundwater is present at between 3.4 and 3.7 m (11 and 12 ft). Groundwater
at other locations is likely at similar depths.

According to well data obtained from the Ground Water Information Center (GWIC), Montana
Bureau of Mines and Geology, there are more than 1,700 wells located within the project vicinity.
Three quarters of these wells are between 0 and 30.2 m (0 and 99 ft) deep. There appears to be a
concentration of wells near at least three areas within the project corridor:

e The farm just west of project start at RP 10.3,
e North and south of RP 13, and
e South of the intersection of MT 72 and S-308.

Public Water Supply

There are two public water supply sources in the study area. Both sources are located in Belfry, a
community of less than 250 people. One well is 23.8 m (78 ft) deep and located several blocks
north and west of the project start point. The other is 68.6 m (225 ft) deep and is located near
the intersection of MT 72 and Wisconsin Street in Belfry. There are no sole-source aquifers located
near the project site. The closest sole source aquifer is the Eastern Snake River Plain Aquifer
located in southeastern Idaho more than 81 km (130 mi) southwest of the project site.

3.3.4.2 Impacts
There are no impacts for the No-Build Alternative.

For all of the build alternatives, there would be no impacts to groundwater or public water supply
wells. Other groundwater wells could be impacted if discovered during final design or construction,
but at this stage, no wells are know to be impacted by the build alternatives.

Reconstruction of MT 72, which would include replacement of bridges and culverts, would result in
impacts to the river, creeks and canals in the corridor under all of the build alternatives. In-stream
work would be required for the replacement and/or construction of new structures. Bridge
replacement can change water flows, sediment transport rates, sediment composition, and
subsequent changes in pollutant loads, thermal fluctuations, and erosion. Surface water quality
impacts would be minor as grass ditches remove much of the pollutant load found in highway
runoff, and rural roadways generate a relatively small load of pollutants. Proper design of bridge
piers and abutments and adherence to BMPs to avoid erosion and flow impacts during construction
can further reduce potential for water quality impacts.

Permanent impacts to surface water quality could also result from increased impervious surface
cover in the watershed. Although the watershed is sparsely developed and impervious surface
cover is not a major concern for water quality, there would be some increase in runoff and
pollution loads resulting from all of the alternatives. However, given the context of low
development in the project area and the ability of unlined ditches to remove or filter most of the
pollutant load from rural highways, water quality impacts from increases to impervious surfaces
would be minor under all of the alternatives.

In the Belfry Area, impacts could be greater with the Railroad Alignment Alternative because this
alternative would require new crossings for both the Clarks Fork and Bear Creek. Although the
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current Railroad Avenue is unpaved, the total impervious surface would be less than the Broadway
Avenue Alternative because calculations assumed that part of the existing MT 72 would be
eliminated and changed to other land uses. The Broadway Avenue Alignment impacts (from
bridge replacements) would occur in areas of previous disturbance, and impervious surface
increase would result from widening the existing paved surface. For the 303(d) impaired water
bodies, there would be one new or replaced structure over the Clarks Fork and one new or
reconstructed structure over Bear Creek as part of both of the alternatives in the Belfry Area. The
existing Bear Creek structure on S-308 would not be affected by any of the build alternatives. The
affected structures would be wider, which will slightly increase impervious surface area. Road and
bridge construction is considered to be a probable cause of impaired use for Bear Creek but not for
Clarks Fork. Because the alternatives result in only minor changes from the existing conditions,
both alternatives would have little or no effect on the impaired uses of these streams.

In the Rural Corridor, the Modified Existing Alignment would result in the greatest increase in
impervious surface. While contributing less to impervious surface increase, the Ridgeway North
and Ridgeway South Alternatives would require more extensive work at Sand Creek Canal, which
could increase erosion potential. The two 303(d) impaired water bodies in the Rural Corridor
include Clarks Fork and Silver Tip Creek. According to the listings, road and bridge construction
are not considered probable causes of impairment, and new construction is not expected to affect
the impaired uses of aquatic habitat, drinking water, and fisheries.

Water quality impacts by alternative for the Belfry Area and Rural Corridor are detailed in Tables
3.35 and 3.36, respectively. Water resource impacts during construction are discussed in Section
3.4, Construction Impacts. Impacts for riparian habitats, such as sedimentation, turbidity,
contamination, and changes in flow, are discussed in Section 3.3.8, Aquatic Species.

Table 3.35 Water Resources Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)
No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway Avenue

(Preferred Alternative) Alignment

9.6-m (32-ft) No impacts. Construction and removal of structures at Construction and removal of

Typical Bear Creek, Clarks Fork, and seven structures at Bear Creek, Clarks Fork,

Section drainage or irrigation ditches could increase | and six drainage or irrigation ditches
erosion and interrupt flow. could increase erosion and interrupt

flow.

Impervious surfaces would increase 1.7 ha | Impervious surfaces would increase
(4.2 ac), which could contribute to 2.2 ha (5.4 ac), which could
increased runoff, water temperatures, and contribute to increased runoff, water
pollutant loads. temperatures, and pollutant loads.

12-m (40-ft) No impacts. Same structure impacts as 9.6-m (32-ft) Same structure impacts as 9.6-m (32-

Typical typical section. ft) typical section.

Secti . . . .

ection Impervious surfaces would increase 4.0 ha | Impervious surfaces would increase

(9.9 ac), which could contribute to 4.4 ha (10.9 ac), which could
increased runoff, water temperatures, and contribute to increased runoff, water
pollutant loads. temperatures, and pollutant loads.

Source: DEA BRR February 27, 2004
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Table 3.36 Water Resources Impacts by Alternative, Rural Corridor
(North Dutch Lane to US 310 Intersection)

No-Build Modified Existing Ridgeway North Ridgeway South
Alignment
(Preferred
Alternative)
9.6-m (32-ft) No impacts. | Construction and Construction and removal of | Same impacts as
Typical Section removal of structures at structures at Clarks Fork, Ridgeway North, except
Clarks Fork, Silver Tip Silver Tip Creek, and Sand alignment would be
Creek, and Sand Creek Creek Canal could increase even closer (adjacent)
Canal could increase erosion and interrupt flow. to Clarks Fork.
erosion and interrupt Proposed alignment would
flow. be much closer to Clarks

Fork, which would increase
potential for contaminants
and sediments to enter the

waterway.
Impervious surfaces Impervious surfaces would Impervious surfaces
would increase 7.1 ha increase 6.0 ha (14.8 ac), would increase 5.7 ha
(17.5 ac), which could which could contribute to (14.1 ac), which could
contribute to increased increased runoff, water contribute to increased
runoff, water temperatures, and pollutant runoff, water
temperatures, and loads. temperatures, and
pollutant loads. pollutant loads.
12-m (40-ft) No impacts. | Same structure impacts Same structure impacts as Same structure impacts
Typical Section as 9.6-m (32-ft) typical 9.6-m (32-ft) typical section. | as 9.6-m (32-ft) typical
section. section.
Impervious surfaces Impervious surfaces would Impervious surfaces
would increase 18.3 ha increase 16.6 ha (41.0 ac), would increase 16.2 ha
(45.2 ac), which could which could contribute to (40.0 ac), which could
contribute to increased increased runoff, water contribute to increased
runoff, water temperatures, and pollutant runoff, water
temperatures, and loads. temperatures, and
pollutant loads. pollutant loads.

Source: DEA BRR February 27, 2004

3.3.4.3 Mitigation

All alternatives have been designed to minimize water quality impacts. All build alternatives will be
in compliance with conditions of the water quality permits, which are intended to minimize impacts
to water bodies. Specific mitigation measures will include:

e Adherence to MDT best management practices.

e An erosion control and sediment plan prepared in compliance with the Montana Pollutant
Discharge Elimination System regulations.

e Appropriate construction windows, as specified in permits, to protect reproductive cycles of
aquatic species.

e Prevention of unnecessary operation of equipment within the channels of any creeks or rivers
within the construction area of this project.
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¢ Adherence to the Montana Stream Protection Act Permit (SPA 124) before any bridge work
could begin.

e Adherence to the COE 404 Permit process.

e Relocation of any impacted wells in accordance with FHWA's and MDT's standard procedures.
3.3.5 Wetlands
3.3.5.1 Affected Environment

Wetlands described in this EA fall into three categories: jurisdictional wetland areas, non-
jurisdictional areas, and non-jurisdictional ditches and canals. The COE makes the final
determination on the jurisdiction of wetlands; so prior to final design or any construction, all
appropriate regulatory agencies would be contacted to verify wetland delineation to obtain
appropriate approvals and permits.

Jurisdictional wetlands are defined by the COE as areas that possess three mandatory parameters
described in Section 404 of the Clean Water Act (CWA); hydrophytic vegetation, hydric soils, and
wetland hydrology. Non-jurisdictional areas are wetlands not connected to other wetlands or
water bodies by surface water or ground water based on the United States Supreme Court ruling
of the Solid Waste Agency of Northern Cook County vs. U.S. Army Corps of Engineers (SWANCC
Decision), No. 99-1178, January 9, 2001. Non-jurisdictional ditches possess the three parameters
described above but are unnatural areas created in non-wetlands with the intent to collect water in
ditches and are not subject to the regulatory authority of the CWA. All wetland determinations will
need to be field-verified by COE.

Research Methods. Wetland delineations were conducted along the project corridor, from June
26 through July 1 and from October 9 through October 11, 2002, to determine the presence and
extent of jurisdictional and non-jurisdictional wetlands in the proposed project area. A total of 108
areas throughout the corridor were assessed based on the presence of the three parameters
described above. Of these 108 areas, 10 areas were determined to be jurisdictional wetlands, 3
were non-jurisdictional wetland areas, and 95 were non-jurisdictional ditches and canals. See
environmental overview maps in Appendix A for wetland locations. Full descriptions of each
jurisdictional and non-jurisdictional wetland are found in the Belfry-North Biological Resources
Report (July 2004).

Functional Value Assessment. The jurisdictional wetland areas were evaluated for functional
value according to the MDT Montana Wetland Assessment Form. There are four functional
categories for wetlands:

o Category | wetlands are high quality Natural Heritage Wetlands.

e Category Il wetlands are more common than Category | wetlands and provide habitat for
sensitive plants or animals, function at very high levels for wildlife/fish habitat, are unique in a
given region, or are assigned high ratings for many of the assessed functions and values.

e Category Il wetlands are more common, generally less diverse, and often smaller and more
isolated than Category I and Il wetlands. They can still provide many functions and values,
although they may not be assigned high ratings for as many parameters as Category | and Il
wetlands.

o Category IV wetlands are generally small, isolated, lack vegetative diversity, provide little in
the way of wildlife habitat, and often have been disturbed.
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All of the wetlands in the project area are Category Il wetlands. MT 72 is located adjacent to all of
the wetlands, and each wetland has at least one culvert that could bring contaminants into the
wetland system. Also, adjacent to many of the wetlands are rural residential and agricultural uses
with the potential for introducing fertilizers, pesticides, or stock manure into wetlands.

3.3.5.2 Impacts

Under the No-Build Alternative, there would be no physical reconstruction activities. Therefore, no
impacts to wetlands would result.

Direct wetland impacts include the loss of wetland area, which would occur under all of the build
alternatives. Direct impacts could result from the grading and filling for a wider roadbed,
realignment of the existing centerline, replacement of culverts and bridges, construction of new
structures, and all other actions required to improve the highway for this proposed project.

Table 3.37 presents the approximate total direct impacts to jurisdictional wetlands and non-
jurisdictional isolated wetland areas, ditches and canals in the Belfry Area segment, and Table 3.38
presents the approximate total direct impacts to jurisdictional wetlands and non-jurisdictional
isolated wetland areas, ditches and canals in the Rural Corridor segment. Rather than rounding
impact areas to the nearest tenth (x.x) as done with other resource area impacts in this document,
wetland impact areas were carried out to the significant digit (up to x.xxx) as necessary to show
differences among the alternatives. Therefore, in some cases, wetland impacts are shown as X.xxx
ha (x.xxx ac). All impacts are approximate due to the conceptual level of design.

Loss of wetlands would occur under each alternative. In the Railroad Alignment Alternative, direct
impacts to jurisdictional wetlands would be slightly greater than the Broadway Alternative in the
Belfry Area. In the Rural Corridor, direct impacts to jurisdictional wetlands would be the same for
each of the alternatives.

Table 3.37 Approximate Direct Wetlands Impacts by Alternative, Belfry
Area (S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway Avenue
(Preferred Alternative) Alignment
9.6-m (32-ft) No impacts. Jurisdictional: 0.17 ha (0.43 ac) Jurisdictional: 0.15 ha (0.38 ac)
Typical Section Non-jurisdictional isolated areas: 0 Non-jurisdictional isolated areas: 0
Non-jurisdictional ditches and canals: | Non-jurisdictional ditches and
0.047 ha (0.120 ac) canals: 0.161 ha (0.398 ac)
12-m (40-ft) No impacts. Jurisdictional: 0.18 ha (0.44 ac) Jurisdictional: 0.16 ha (0.40 ac)
Typical Section Non-jurisdictional isolated areas: 0 Non-jurisdictional isolated areas: 0
Non-jurisdictional ditches and canals: | Non-jurisdictional ditches and
0.052 ha (0.128 ac) canals: 0.216 ha (0.534 ac)
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Table 3.38 Approximate Direct Wetlands Impacts by Alternative, Rural
Corridor (North Dutch Lane to US 310 Intersection)

No-Build Modified Existing Alignment | Ridgeway North | Ridgeway South
(Preferred Alternative)
9.6-m (32-ft) No impacts. | Jurisdictional: 0.57 ha (1.41 ac) | Jurisdictional: 0.57 Jurisdictional: 0.57 ha
Typical Section ha (1.41 ac) (1.41 ac)
Non-jurisdictional isolated Non-jurisdictional Non-jurisdictional
areas: 0.003 ha (0.007 ac) isolated areas: isolated areas: 0
0.003 ha (0.008 ac)
Non-jurisdictional ditches and Non-jurisdictional Non-jurisdictional
canals: 0.871 ha (2.152 ac) ditches and canals: ditches and canals:
0.937 ha (2.315ac) | 0.877 ha (2.167 ac)
12-m (40-ft) No impacts. | Jurisdictional: 0.64 ha (1.57 ac) | Jurisdictional: 0.64 Jurisdictional: 0.64 ha

Typical Section

Non-jurisdictional isolated
areas: 0.004 ha (0.010 ac)

Non-jurisdictional ditches and
canals: 0.912 ha (2.254 ac)

ha (1.57 ac)

Non-jurisdictional
isolated areas:
0.004 ha (0.008 ac)

Non-jurisdictional
ditches and canals:
0.998 ha (2.466 ac)

(1.57 ac)

Non-jurisdictional
isolated areas: 0

Non-jurisdictional
ditches and canals:
0.940 ha (2.323 ac)

Indirect impacts to wetlands could include the modification of the wetland functions due to (1)
sedimentation, (2) degradation of water quality, (3) increased water temperature, (4) increase in
non-native plant species, (5) hydrologic modifications, and (6) growth inducement.

Sedimentation. Sedimentation could occur when areas adjacent to wetlands and other waters of
the US are left exposed as a result of cut and fills. This impact would likely be localized and in
most cases can easily be avoided. However, any wetlands or other waters of the US located
downgradient of these areas would be susceptible to sedimentation. Filling wetlands can increase
on-site and off-site flooding. During periods of heavy rainfall, wetlands serve as flood storage
areas, where water can dissipate without damage to developed uplands. The indirect effect of the
reduction in flood storage areas in the project corridor would be minimal because the proposed
project would not significantly contribute to the filling of wetlands in the corridor. Any of the build
alternatives would account for a small reduction in flood storage areas.

Water Quality Degradation. The primary source of contaminants from transportation systems
is runoff (including metal and inorganic material) from impervious surface area. Because the
existing highway would be widened and/or realigned under all of the build alternatives, impervious
surface area would increase and could increase the amount of contaminant input into wetlands.
However, the wetlands in the project corridor already experience input from transportation
systems because they are located adjacent to the existing roadway.

Increased Water Temperature. The increase of impervious surface area and clearing of
vegetation, especially riparian vegetation, are the two most significant actions that affect water
temperature. Both reduce infiltration and shading and create more solar exposure to runoff,
thereby resulting in increased water temperatures in wetlands. Most transportation projects that
result in the reduction of vegetated areas and/or increase in impervious surface area contribute to
some extent to a temperature increase in receiving waters. Effects to wetlands in the project
corridor would be minor because only a minimal amount of riparian habitat would be removed, and
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increased surface area would be spread throughout the project corridor and adjacent to an existing
roadway.

Non-native Plant Species. Indirect impacts associated with the build alternatives would include
the potential short-term establishment of noxious weeds and other invader species in areas of
construction disturbance. These noxious vegetation types may become established in disturbed
areas until desirable vegetation is established. However, these jurisdictional and non-jurisdictional
wetlands are currently adjacent to the existing road and already experience some level of noxious
weed invasion. Carbon County is responsible for maintaining the right-of-way in the project area
and spraying for noxious weeds usually occurs in the summer months before the plants have gone
to seed. Therefore, the project is not anticipated to increase opportunistic edge and non-native
species in wetland areas.

Hydrology. Roads commonly affect how water and its various loads move through watersheds.
Roads can disrupt natural flows of surface water and groundwater and/or create new routes for
the flow of water. The presence of roads bisecting wetlands can disrupt water circulation patterns,
and in some cases the movement of organisms, so much that the separated water bodies exhibit
different ecological characteristics.

The placement of structures within the Clarks Fork and within the floodplain would slightly degrade
the change in peak/base flow indicator. Depending on final design, scour could increase where
river flow is rerouted around and past structures. This change to the river channel and resulting
scour could increase sediment transport and alter wetland habitat associated with the Clarks Fork.
The flood level could increase immediately upstream of the new bridge if flood flow is restricted,
and the flood level could decrease immediately downstream of the bridge as a result of placement
of the new approach within the floodplain. Alteration of flows from the proposed project would not
have a measurable effect on wetlands adjacent to the Clarks Fork.

The majority of the non-jurisdictional ditches and canals in the project corridor are already bisected
by the existing roadway and infrastructure. Crossings of these ditches and canals would include
appropriate hydraulic conveyance structures to maintain water flow at these crossings. The
proposed new roadway in the project corridor would have a minimal effect on hydrologic features
of these resources.

Growth Inducement. Development and farming activities could result in substantial impacts to
water quality, including urban storm water and wastewater. However, the proposed project is not
expected to increase housing development or farming activity (for more discussion on potential
growth, refer to Section 3.2.1.2, Impacts on Land Use). Therefore, the proposed project would
not result in impacts to wetlands from induced growth.

3.3.5.3 Mitigation

Impacts to specific wetlands in the project area are unavoidable due to the existing alignment of
the highway, the locations of the wetlands, and the design considerations. A COE 404 permit
would be required and MDT would comply with the conditions of this permit. The wetland
replacement ratio and wetland mitigation site would be identified in consultation with the COE
during permitting. An “in-lieu fee” program for wetland mitigation is currently under development
with MDT and COE. If this program is implemented, it could be a potential mitigation option.

To reduce impacts to wetlands, reconstruction of MT 72 would generally include widening the road
using the existing centerline. For example, in the Rural Corridor segment, all alternative
alignments remain on the existing centerline to minimize impacts to two wetlands (Wetland C and
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Wetland I). In areas where the roadway is realigned away from the existing centerline, efforts
were made to avoid wetlands. Holding the grade as low as possible and reducing the fill slopes in
areas where practical and where safety would not be compromised, may be used to reduce the
wetland impact areas.

The build alternatives were designed to the greatest extent possible to avoid impacts to wetlands.
For example:

¢ In the Belfry Area segment, the Railroad Alternative’s alignment is moved to the west to avoid
impacts to non-jurisdictional Wetland D.

e In the Rural Corridor segment, all alternative alignments are moved to the east to avoid
impacts to Wetland H.

e In the Rural Corridor segment, the alignment is either on the existing centerline (Modified
Existing Alignment Alternative) or aligned far enough to the west (Ridgeway North and
Ridgeway South Alternatives) to avoid all impacts to Wetland J/K.

Limited possibilities for on-site mitigation exist within the project right-of-way. However, one small
area might be suitable at +/- RP 11.9 on both sides of the river beneath the Clarks Fork “south”
bridge. At this location, the bridge span is wide enough to allow wetlands between the river and
the abutments. Under the Preferred Alternative, the bridge would likely be removed, making more
area available for potential mitigation. Off-site mitigation will be required for the remainder of the
impact. This will be assessed during the permitting process with the COE.

MDT will incorporate a Stormwater Pollution Prevention Plan (SWPPP) and Best Management
Practices (BMPs) into construction projects. A noxious weed program also will be implemented
(see Section 3.3.6, Vegetation).

3.3.6 Vegetation
3.3.6.1 Affected Environment

The general landscape in the vicinity of the project in Carbon County consists of rolling plains,
prairie, agricultural land, and riparian areas of the Clarks Fork. Varied, alkali buttes and colored
sandstone bluffs give way to the open and fertile Clarks Fork valley. Sagebrush covered hills are
present, and creeks are lined with cottonwoods, Russian olive, and wood rows.

Montana Species of Special Concern. There is one vegetative species documented in Carbon
County that is listed on the Montana state list of species of special concern.

e Gray's milkvetch is a plant species listed by the Montana Natural Heritage Program (MTNHP)
as a species of special concern with a G4/S2 ranking (globally the species is apparently secure,
though it may be quite rare in parts of its range, especially at the periphery/statewide the
species is imperiled because of rarity or because of other factors demonstrably making it very
vulnerable to extinction throughout its range). There has been no recent documentation of
Gray's milkvetch in the project vicinity. No plants were found during site visits in 2002; one
visit occurred during the plant’s flowering period (June 26 — July 1). Because the majority of
the project area has been altered by agricultural practices, including being disturbed by
plowing or grazing during the growing season, it does not provide suitable habitat for the
Gray’s milkvetch.
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Noxious Weeds. According to the Carbon County Weed Supervisor, noxious weeds such as
Canada thistle, spotted knapweed, hound’s tongue, hoary cress, field bindweed, and Russian
knapweed may be found throughout the right-of-way in the project area. All of these, with the
exception of Russian knapweed, were observed in the project area during field investigations.

3.3.6.2 Impacts

Under the No-Build Alternative, there would be no physical reconstruction activities. Therefore, no
impacts to vegetation would result.

The build alternatives would have no effect on Gray’s milkvetch because the habitat in the corridor
is not suitable for this species.

Impacts to vegetation would be minimal under all the project alternatives, and all of the build
alternatives would create similar impacts. No species of special concern would be impacted by any
of the build alternatives, and increases in noxious weeds would be small, especially in comparison
with other sources in the project area, such as agriculture and grazing. Mature trees and
landscaping are located near the existing highway in some areas of the corridor, and may be
impacted by the proposed right-of-way. Tables 3.39 and 3.40 provide a comparison of impacts by
alternative for the Belfry Area and Rural Corridor, respectively.

Table 3.39 Vegetation Impacts by Alternative, Belfry Area
(S-308 to North Dutch Lane)

No-Build Belfry Area: Railroad Alignment Belfry Area: Broadway
(Preferred Alternative) Avenue Alignment
9.6-m (32-ft) No impacts. Potential increase in noxious weeds Minimal potential increase in
Typical Section because of new alignment and 