ORV Advisory Committee Read-Aheads
1. Burns Lake Campground/Burns Lake Access Point (5):
Issue- Burns Lake Access Point (5) is located about 1.5 miles from the area designated for ORV parking at nearby Burns Lake Campground.  ORVs are required to drive on a public road that has adjacent landowners in order to transit from the parking area to the access point.  
Background- Burns Lake Campground is an undeveloped campground open for primitive camping with no water or rest room facilities from September 1 through January 6 each year with no fee charged.  There are approximately 40 sites available.  The south end of the campground is designated as ORV parking.  

Local landowners on Burns Road complain about ORV traffic and occasional ORV trailer parking along the public road. Additionally there is no provision in state law authorizing the use of swamp buggies on roadways.
Prior to the ORV plan implementation a trail existed at the campground heading north.  The access point developed at Burns Lake runs parallel to this trail and eventually joins it.

The ORV plan calls for the designation of 15 access points, however it also states that “It should be recognized that the Conceptual Framework of Access Points and Primary Trails map represents only preliminary alignments for trails” (pp29).  It further states that “The designated trail system and access points would continue to be developed based on resource protection and visitor experience criteria” (pp31).  A listing of the criteria initially considered can be found on pp’s 31-32.  In particular, the following criteria are particularly relevant to Access Point designation:

· “Designate Trails and access points in areas that offer the most suitable substrate.  These areas primarily include semi-upland terrain, such as areas within and adjacent to pinelands, that are flooded less frequently and for shorter periods.  Previously disturbed areas would be considered for use.”
· “Locate access points and designated trails to maximize use of existing disturbed areas.  These corridors include existing filled roadways, trams (raised or filled railroad beds constructed in the 1930s and 1940s for lumbering operations), and existing trails.  Use of these corridors takes advantage of already affected areas and minimizes impacts to more sensitive soils.  This criterion would not apply to areas that are thought to be too heavily impacted and require complete exclusion to accommodate restoration.
· “Avoid or minimize user conflicts.  Preferred locations for ORV trails and access points would avoid hiking trails, canoe trails, and viewing areas where possible.  Access points would be located to minimize mixing ORV use with campgrounds, roadside day use areas, and proposed locations for improvements, such as pullouts and scenic viewing parking areas that will be developed as part of the U.S. Highway 41 enhancements project.”
· “Avoid or minimize safety hazards.  Much of the existing access requires parking ORV transport vehicles and trailers along a highway or county road.  In other areas, the ORV user must leave a developed parking site and drive along the road shoulder to the access point.  Sometimes, ORVs must cross a major highway to enter the Preserve.  Preferred locations for ORV trails and access points would attempt to avoid safety conflicts with roadway traffic and unlawful practices.”
Currently we have one access point (Bear Island) that allows access from a campground.  

We have often heard from our user community that traditional practice of communal camping and the use of the campground as a jumping off point for ORV recreation is important to them. 

Additionally, current thinking in the ORV trail/access point planning community is that ORV parking areas should be co-located with access points such that they are close together and segregate spectators from participant parking (Park Guidelines for OHVs, by George E. Fogg, FASLA). Furthermore in areas where the ORV use is at a destination it is desirable to co-locate camping and trail access (Park Guidelines for OHVs, by George E. Fogg, FASLA).

2. Street Legal 4X4 access:
Issue- current policy authorizes Swamp Buggies and ATCs in Turner River Unit and Corndance Unit (pp 34).  Street Legal 4X4s are only authorized in the Bear Island Unit.  Since the relevant environmental concern is addressed through the tire tread width specification and that is the same for both swamp buggies and street legal 4X4s ORV users question the designation.
Background- On pp’s 52-53, Vehicle Specifications are addressed.  The relevant section reads: 
“Under the proposed action, Big Cypress National Preserve would initiate additional research to refine the vehicle specifications.  Based on research results, limits could be established in the future for a number of vehicle characteristics, such as overall weight, tire size, tire type, noise, and ground-bearing pressure (measured in weight per unit area, such as pounds per square inch).

Initially, the proposed action would not include any requirements for ground-bearing pressure.  However, under the adaptive management provisions of the plan, ground bearing pressure requirements may be added if research indicates that they would help to reduce soil displacement and rutting by ORVs in the preserve.  Using wider, high-flotation tires and reducing vehicle weight may help reduce soil displacement, rut depths, and root damage.  This could allow for greater use of trails that might otherwise be impassable, and reduce the tendency of users to expand ORV trails (Smidt and Blinn 1995).”

On pp 53 the plan lists tire specifications for buggies and street legal 4X4s as being a “minimum of 9 inches of tread face”.  Thus it appears that the only currently identified resource impacting vehicle specification is tire tread face which is the same for Swamp Buggies and Street Legal 4X4s.  

The only other reference to this issue is on pp’s 112-114 Characteristics of ORV’s:

“Street Legal 4 x 4s. Street-legal four-wheel drive ORVs and trucks that are commercially manufactured and sold are very restricted in the extent of their access within the preserve. These vehicles require the driest driving conditions and rarely venture very far into the preserve’s backcountry. As a group, this ORV type is the heaviest, with a mean weight of 4,431 pounds (based on 1996/97 permit data from the preserve). On average, they comprise approximately 18 percent of the ORV permits registered with the National Park Service, although this varies from year to year. 
All-Terrain Cycles (ATCs). Small, commercially manufactured ATCs tend to be restricted to drier terrain, as they lack the clearance required for deeper water and mud. They are also limited in their ability to carry camping gear and supplies on extended overnight backcountry trips. However, they are less expensive to purchase and maintain, easier to transport, and can penetrate wooded areas more easily than other ORV types. These vehicles are the smallest and lightest ORVs used in the preserve; current four-wheel drive models range in weight from 400 to 600 pounds. On average, ATCs comprise approximately 39 percent of the Big Cypress National Preserve ORV permits.

 

Swamp Buggies. Swamp buggies include a wide variety of custom-designed and -built vehicles. These vehicles have a wide range of configurations based on the frames, engines, number of axles, and wheel sizes used. Their weights range up to 7,160 pounds with an average of 3,629 pounds. These vehicles are less restricted in their access than street-legal vehicles and ATCs, and can carry several individuals and supplies deep into the backcountry on extended trips. However, they are more expensive to build and maintain, less reliable, and require substantially larger trailers to transport to and from the area. Swamp buggies annually comprise approximately 30 percent of ORV permits.”

