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II. ALTERNATIVES

This section describes the alternatives selection process and evaluates the alternatives that have 
been considered for implementation through the US 301 Project Development process.  The 
process began with prior alternatives evaluated in the 1993 DEIS and the 2000 MIS and 
continued with the addition of alternatives developed during the current effort.  A broad range of 
alternatives was considered, and the No-Build Alternative and four build alternatives were 
retained for detailed evaluation.  The four build alternatives were evaluated for potential impacts 
and subjected to modifications and refinements to avoid or minimize these impacts.  Alignment 
and engineering modifications were made that provide a more efficient flow of projected traffic 
and avoid potential impacts to the natural and built environmental resources.   

DelDOT published the Draft Environmental Impact Statement (DEIS) for the current effort in 
November 2006.  The DEIS recommended the Green Alternative North Option (plus Spur 
Road), with Armstrong Corner Road Area Option 2A and Summit Interchange Option 3B (Green 
North), as the preferred alignment, based upon the calculated impacts at the level of engineering 
completed for the DEIS.  Following the Combined Location-Design Public Hearing on January 8 
and 9, 2007, and with consideration of comments received throughout the planning process from 
the resource and regulatory agencies, stakeholders and the public, the Green North Alternative 
was subjected to more detailed planning-level engineering to refine the alignment.    

DelDOT announced its Preferred Alternative, the Green North Alignment plus Spur Road, on 
May 17, 2007.  Several alignment options have been considered for the Preferred Alternative.  
Detailed engineering has refined the alignment further while attempting to avoid impacts and 
minimize those impacts that cannot be avoided.   

The Chapter begins with a presentation of the Preferred Alternative in Section A.  Section B 
presents the No-Build Alternative and the build alternatives that were retained for detailed 
evaluation but are not preferred.  Section C presents a discussion of the alignment options that 
were considered for the alternatives during the evaluation process.  Section D briefly describes 
those alternatives in the initial range of alternatives that were eliminated from further evaluation. 

A. Preferred Alternative 

The Preferred Alternative, the Green Alternative North Option with Armstrong Corner 
Road Area Option 2A, Summit Interchange Option 3B and Ratledge Road Area Option 4B 
Modified, will be constructed on new location along the ridge route (also called the ridge 
alignment - generally follows the ridgeline or drainage divide between the Delaware River 
watershed and the Chesapeake Bay watershed) as a four-lane, limited access roadway, traveling 
generally northward from the Delaware/Maryland state line to north of Middletown near 
Armstrong Corner Road.  In the vicinity of Armstrong Corner Road, the mainline alignment will 
continue northeast to cross over existing US 301, the Norfolk Southern Railroad and existing 
SR 896 (Boyds Corner Road) before tying into SR 1 north of the Biddles Corner Toll Plaza.  
Near Armstrong Corner Road, where the alignment extends to the northeast, a two-lane, limited 
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access Spur Road will continue north on new location along the ridge route to intersect 
SR 15/SR 896 south of Summit Bridge and the C & D Canal.

The Preferred Alternative measures a total length of 17.5 miles including the Spur Road, and has 
six interchanges: a diamond interchange southwest of Middletown at Levels Road; right-
on/right-off ramps at existing US 301 in the vicinity of Armstrong Corner Road; a diamond 
interchange at Jamison Corner Road; ramps that tie into SR 1 north of the Biddles Corner Toll 
Plaza; a partial cloverleaf interchange along the Spur Road at an extended Bethel Church Road; 
and Spur Road ramps tying into existing US 301/SR 896 just south of Summit Bridge over the 
C&D Canal.  The Green North Alternative is shown in Appendix A.  The Preferred Alternative is 
shown in detail on Preferred Alternative, Sheets 1 through 9, in Appendix B.

The Green North Alternative is preferred by DelDOT, based on a holistic evaluation of all of the 
impacts of the alternatives on the natural, historic and socioeconomic environment.  Generally, 
the Green North Alternative’s effects on the natural environment (wetlands, streams and habitat 
areas) are comparable in number to those of the Brown and Purple Alternatives, making the 
choice dependent upon other elements of the various alignments and options, such as location of 
impacts, mitigation potential, and impacts to communities.  Community impacts of the Green 
Alternative North and South Options are fewer when compared to those of the Brown and Purple 
Alternatives and have the best potential for mitigation.  Although the Green North and South 
Alternatives both traverse open space and farm fields north of Boyds Corner Road, this area is 
slated for future development.  The Green Alternative Options best meet the project purpose and 
need based on the analysis of future traffic.  The Green North’s single, less complex, shorter and 
more perpendicular crossing of Scott Run, compared with a longer and more skewed crossing of 
Scott Run required by the Green South Alternative plus the need for an additional crossing of 
Scott Run supports the choice of the Green North Option over the South.  Alignment refinements 
to the North Option allowed the avoidance of the Wooleyhan and Emerson Farms as well as the 
proposed high school parcel north of Boyds Corner Road and east of Ratledge Road. 

1. Description of the Preferred Green North Alternative 

a. Mainline - State Line to Norfolk Southern Railroad 

Beginning just west of the Delaware/Maryland state line, in Maryland, the Green North 
Alternative will tie into the existing four-lane Maryland portion of US 301 prior to entering 
Delaware.  Continuing north, the alignment will be located on new location on the ridge route, 
west of Middletown, between existing US 301 and Choptank Road.  The Green North 
Alternative will shift from a northerly direction to a northeasterly direction in the vicinity of 
Armstrong Corner Road and will continue in a northeasterly direction, crossing over existing US 
301 approximately 3,000 feet north of Marl Pit Road.  The alignment will then cross over the 
Norfolk Southern rail line. 
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b. Mainline - Norfolk Southern Railroad to SR 1

East of the Norfolk Southern Railroad overpass, the Green North Alternative alignment will 
continue in a northeast direction, then turns almost directly north to follow the old Delaware 
Power & Light (DP&L) right-of-way to pass over SR 896 (Boyds Corner Road).  North of Boyds 
Corner Road, the North Option will continue in a northerly direction before turning almost 
directly east toward SR 1.  The new US 301 alignment will interchange with a reconstructed 
Jamison Corner Road, pass south of the Airmont community, cross over Scott Run and under a 
reconstructed Hyetts Corner Road, and continue east, terminating at SR 1 north of the existing 
Biddles Corner Toll Plaza and south of the SR 1 bridge (recently named the Senator William V. 
Roth, Jr. Bridge) over the C&D Canal.  Directional ramps would be provided from southbound 
SR 1 to southbound US 301 and from northbound US 301 to northbound SR 1.

c. Spur Road - Armstrong Corner Road Area to Summit Bridge

The Green North Alternative Spur Road would extend from the new US 301 mainline in the 
vicinity of Armstrong Corner Road and continue on the ridge alignment, between Choptank 
Road and existing US 301, to just south of the Summit Bridge.  A potential interchange would 
replace the existing US 301/SR 896/SR 15 intersection.  Old Schoolhouse Road and Churchtown 
Road would overpass the Spur Road (no access).  Bethel Church Road would be extended east 
from the existing intersection of Bethel Church Road and Choptank Road, and would 
interchange with the Spur Road (providing access to and from the north only). 

d. Preferred Options  

Armstrong Corner Road (ACR) Area

Armstrong Corner Road Area Option 2A will provide right-on/right-off ramps between new and 
existing US 301.  The northbound entrance and exit ramps will be located on existing US 301 
approximately 1,000 feet north of Armstrong Corner Road.  The southbound entrance and exit 
ramps will be located on existing US 301, approximately 3,500 feet north of Armstrong Corner 
Road.  Two new signalized intersections on existing US 301 will control exit and entry traffic.   

This option locates the interchange access on an arterial road (existing US 301) rather than on a 
local road (Armstrong Corner Road), and has a low amount of impacts to high quality wetlands 
and forests and a relatively high amount of impacts to waters of the US, when compared to other 
options.  Traffic operations will be affected by the two additional signals required on existing US 
301 for the access ramps, but the signal spacing will be greater than with Option 2 (see Section
C.1 of this chapter for a discussion of the options not preferred).  Option 2A will require a wider 
bridge crossing over existing US 301 to accommodate the deceleration lane for the loop ramp 
from new southbound US 301 to existing US 301, and turn lanes may have to be added on 
existing US 301 to accommodate queues accessing the ramps.  Option 2A will be closer to the 
Springmill community (700 feet) than Options 1 (1,300 feet) and 2 (800 feet).  Option 2A will 
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not require relocation of the Middletown Baptist Church and will avoid direct impacts to the 
Middletown Baptist Church property. 

ACR Area Option 2A is preferred, because it locates the interchange on an arterial road rather 
than a local road, has significantly less right-of-way and relocation impacts than Option 2, and 
balances impacts to local community and cultural resources (Middletown Baptist Church, 
Springmill community and Armstrong-Walker House).  Option 2A is also preferred because it 
has a low impact (0.8 acre) to high quality wetlands and minimal impact to forested lands (9.9 
acres).

Summit Interchange (SI) Area

SI Area Option 3B will provide a directional “Y” interchange between SR 896 and the US 301 
Spur Road.  This Option will improve the sharp curve (through movement) on SR 896 to the 
desired design speed and eliminate the signalized intersection on the curve.  Access from SR 15 
to SR 896 would be relocated to an east-west extension of Bethel Church Road from Choptank 
Road to the Spur Road and a grade separated/trumpet interchange would be provided at the Spur 
Road/Bethel Church Road extended, providing access to and from the north (Summit Bridge.  
Access to SR 896 from the communities to the north (Lea Eara Farms and Summit Bridge) will 
be provided at the existing signalized intersection of Old Summit Bridge Road and SR 896. 

Option 3B will improve traffic operations and safety on the Spur Road by providing interchange 
ramps to and from the north at this location rather than an intersection (Option 3).  A discussion 
of the Summit Interchange Options not preferred is located in Section C.2 of this Chapter. 

SI Area Option 3B is preferred because it provides for safer, free-flowing traffic on the Spur 
Road, removes the proposed signal on the Spur Road (Options 1, 3 and 4 require signals), and 
reduces potential noise associated with the signal (braking, stopping and starting).  The 
interchange at the proposed extension of Bethel Church Road and the Spur Road improves 
traffic operations and safety on the Spur Road by providing a limited access facility with a 
continuous divided median and no access points or intersections. 

Ratledge Road (RR) Area

Ratledge Road Area Option 4B is an option proposed by community members in order to avoid 
impacts to active farm properties.  The modified alignment will follow the former DP&L right-
of-way from northeast of the Norfolk Southern railroad alignment to north of Boyds Corner 
Road.  Option 4B Modified will minimize farmland impacts and has moderate impacts to 
wetlands, waters of the US and forests.  RR Area Option 4B (see Section C.4 of this Chapter for 
a discussion of other options) was modified slightly, shifting the alignment on the north side of 
Boyds Corner Road slightly eastward to minimize impacts to a higher quality wetland system 
and forest land to become Option 4B Modified.  The modification reduced wetland impacts by 
one acre and forest impacts by more than 2.5 acres.  This option results in adverse effects to an 
additional historic property, the T.J. Houston Farm.
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RR Area Option 4B Modified is preferred because it avoids impacts to active family-
owned/operated farms (Wooleyhan and Emerson) and the associated farming community and 
has lower impacts to high quality wetlands and forest areas.  It has received concurrence from 
the ACOE, EPA, USFWS, DDA and DNREC provided that sufficient protections and mitigation 
can be achieved to offset additional natural resources impacts through the creation of forested 
wetlands and the protection of existing high quality wetlands in the Scott Run watershed (see 
Chapter III, F.6.c for a discussion of mitigation and protection commitments.) 

e. Additional Alignment Refinements for the Preferred Alternative 

Since publication of the DEIS on November 17, 2007, several engineering solutions have been 
developed to address issues raised by the public and agencies prior to and during the public 
comment period following its publication.

Visual Screening Earth Berm – Middletown Veterinary Hospital

An earth berm will be included in the design of US 301 in the vicinity of the relocated Warwick 
Road, north of the state line, adjacent to the Middletown Veterinary Hospital.  This six foot high, 
900 foot long berm will provide visual screening for the hospital.  The berm is shown on the 
Preferred Alternative design sheets in Appendix B (Sheet 1).

Existing US 301 Connection to Strawberry Lane

A roadway connection will be provided between existing US 301 and Strawberry Lane, just 
north of the proposed truck weigh station on the east (northbound) side of new US 301.  This 
connection is in response to farmers west of US 301 who frequently drive and transport farm 
machinery to a repair/sales business located on existing US 301 as well as to provide access to 
the granary in Townsend.  The connection will allow easy movement for farm vehicles without 
lengthy detours or travel on new US 301.  Farm vehicles are usually bulky, oversized, frequently 
loaded with farm produce, and travel at speeds lower than other vehicles; the connection is made 
to assure safe travel conditions for these vehicles.  The connection is shown on the Preferred 
Alternative design sheets in Appendix B (Sheet 1).

Stormwater Management Facilities

Preliminary studies of existing topography and drainage patterns along the proposed Preferred 
Alternative alignment have been completed to determine the appropriate placement of 
stormwater management facilities (shown on the engineering drawings in Appendix B).  
Locations and capacities of the facilities have been refined in order to maximize functionality 
and minimize impacts. Capacity and number of facilities are based on current Delaware SWM 
regulations and sized to determine the maximum ROW footprint necessary to treat SWM 
conventionally.  It is anticipated that Delaware SWM regulations will change prior to 
construction and these changes will not increase the size or number of facilities needed for SWM 
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management.  During final design, low impact development technologies and alternate facility 
types will be evaluated and utilized where possible and may include linear infiltration trenches, 
bioretention swales, and grass filter strips.  It is anticipated that inclusion of low impact 
development technologies will dramatically reduce the overall number and the size of remaining 
SWM treatment facilities.   

Engineering Design Modifications

The Preferred Alternative has been refined in order to minimize or avoid impacts where possible.  
These planning-level refinements include minor alignment shifts throughout the alignment as 
well as the use of steeper side slopes, retaining walls, lowering the roadway profile, and 
otherwise minimizing footprint in sensitive areas.  Retaining walls are proposed along the 
southbound ramp from SR 1 to US 301 to minimize impacts to the wetlands near Scott Run, 
which has been identified as potential bog turtle habitat.  The Churchtown Road overpass of the 
Spur Road has been modified to reduce impacts to the residential properties along Churchtown 
Road and to minimize impacts and retain access to Tidewater Utilities.  In addition, maintenance 
of traffic concepts have been developed that allow crossroads to remain open during construction 
of overpasses at Old Schoolhouse Road, Churchtown Road, Bohemia Mill Road, Bunker Hill 
Road, Jamison Corner Road and Hyetts Corner Road.  Refinements to avoid or minimize 
community, property and natural resource impacts will continue during final design. 

f. General Engineering Concepts 

US 301 Mainline

The typical section for the mainline, for all alternatives, is developed for a 70 mile per hour 
(MPH) design speed and is shown in Figure II-1.  The mainline section will be limited access 
and include two 12-foot lanes in each direction and a 66-foot median.  The outside shoulders 
would be 12 feet wide (ten feet paved and two feet graded), and the inside shoulders would be 
ten feet wide (four feet paved and six feet graded).  Beyond the travel lane is a 30-foot wide clear 
zone, which includes the 12-foot shoulder and 18 feet of grading at a 6:1 slope.  The clear zone 
provides a recovery area for errant vehicles that is free of hazards such as trees, ditches, culverts, 
etc.  The standard side slopes beyond the clear zone range from 4:1 to 2:1 depending on the 
height of the cut or fill.  Drainage ditches are included along the toe of fill to manage runoff and 
carry the flow to natural drainage channels, thereby minimizing impact to adjacent properties.  
The proposed right-of-way (ROW) and limit of disturbance (LOD) are set at 25 feet beyond the 
top of cut or fill slope drainage ditch to accommodate erosion and sediment control and 
construction.  Visual screening earth berms are included along the outside shoulders in some 
sensitive areas and are included in the proposed ROW and LOD.  The ROW/LOD line is used 
throughout this document to estimate environmental and property impacts for the alternatives. 
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US 301 Spur Road 

The typical section for the US 301 Spur Road is developed for a 70 MPH design speed and is 
shown in Figure II-1.  The Spur Road will be limited access and include one 12-foot lane in 
each direction and a 62-foot median.  The outside shoulders would be 12 feet wide (ten feet 
paved and two feet graded), and the inside shoulders would be ten feet wide (four feet paved and 
six feet graded).  The clear zone, side slopes, and limit of disturbance proposed for the mainline 
also apply to the Spur Road.
Interchange Ramps

The interchange ramps are developed with design speeds ranging from 35 MPH for loop ramps, 
50 MPH for directional ramps, to 60 MPH for the ramps between US 301 and SR 1.  The typical 
section for the interchange ramps is shown in Figure II-2.  Ramps typically include one lane, 16 
feet wide on loop and directional ramps and 12 feet wide on flyover ramps.  The right shoulders 
would be six feet wide (all paved) on loop and directional ramps and 12 feet wide (ten feet paved 
and two feet graded) on flyover ramps.  The left shoulders would be four feet wide (all paved).  
The clear zone, side slopes, and limit of disturbance proposed for the mainline also apply to the 
interchange ramps. 

Local, Collector and Arterial Roads

The local and collector roads are developed with design speeds ranging from 35 MPH to 40 
MPH.  The typical section for local and collector roads, shown in Figure II-3, consists of two 
11-foot lanes and two five-foot wide paved shoulders.  The clear zone varies from 16 to 30 feet 
and includes the shoulders and grading at a 6:1 slope.  A 50 MPH design speed is used for the 
arterial roads.  The typical section for arterial roads, also shown in Figure II-3, consists of two 
12-foot lanes, two eight-foot wide paved shoulders, and a 30-foot clear zone.  The side slopes 
and limit of disturbance proposed in the mainline also apply to the local, collector and arterial 
roads.

B. Alternatives Retained for Detailed Evaluation 

The No-Build Alternative and four build alternatives (Yellow, Purple, Brown (North and South 
Options) and Green (North and South Options)) were retained for detailed evaluation during the 
alternatives development planning process.  The four build alternatives are shown on Figure II-4 
and in Appendix A.  Programmed improvements included in the Delaware Department of 
Transportation Capital Transportation Program FY 2008 – FY 2013 (CTP) are assumed under 
the No-Build Alternative as well as the build alternatives, and none of the build alternatives 
would preclude the completion of any of the programmed improvements. 

The No-Build Alternative reflects the existing roadway conditions, with only scheduled 
maintenance and minor roadway and safety improvements.   
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Option 1 is not preferred because of impacts to the Wooleyhan Farm, an active family-owned 
and operated farm, which would result in cessation of the farming operation, and impacts to the 
surrounding community along Jamison Corner Road. 

b. RR Area Option 2 

RR Area Option 2 would follow an almost due north alignment, approximately 425 feet east of 
Option 1, crossing Boyds Corner Road approximately 875 feet east of Ratledge Road.  Option 2 
would avoid impacts to the majority of farmable acreage but would increase impacts to high 
quality wetlands and waters of the US.   

Option 2 is not preferred because the regulatory and resource agencies could not support the 
greater impacts to wetlands that would occur with this option. 

c. RR Area Option 3 

RR Area Option 3 would follow a more northeasterly alignment, crossing Boyds Corner Road 
approximately 1,350 feet east of Ratledge Road, impacting a larger quantity of wetlands (35.4 
acres) and forest (42.17 acres).  This alignment was originally evaluated in April, 2006 and 
eliminated from consideration in favor of RR Area Option 1. 

Option 3, like Option 2, is not preferred because the regulatory and resource agencies could not 
support the greater impacts to wetlands that would occur with this option. 

 d. RR Area Option 4 

RR Area Option 4 would follow an almost due north alignment, crossing Boyds Corner Road 
approximately 2,900 feet east of Ratledge Road, and would be closest to the Cedar Lane School 
campus.  Option 4 would impact the western portion of the Emerson Dairy Farm.  This 
alignment was originally evaluated in September, 2005 and was eliminated from consideration 
because of the farm impacts, impacts to a parcel being considered by New Castle County as the 
location of a new high school and proximity to the Cedar Lane school campus.  Option 4 would 
have a potential adverse effect (audible and visual) on the TJ Houston Farm, an historic resource. 

Option 4 is not preferred because of its proximity to the Cedar Lane School campus, and 
because of impacts to the Emerson Dairy Farm, a long-term family-owned and operated farm 
operation and one of the last dairy farms in New Castle County.  Option 4 also impacts a parcel 
north of Boyds Corner Road that is being considered for acquisition for a future high school.

e. RR Area Option 4A 

RR Area Option 4A would be the “middle ground” follow an alignment slightly to the east of 
Option 3 and west of Option 4, crossing Boyds Corner Road approximately 1,900 feet east of 
Ratledge Road.alignment from northeast of the Norfolk Southern railroad alignment to north of 
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Boyds Corner Road.  This option was proposed by community members in order to avoid 
impacts to the active long-term family-owned and operated farm properties (Wooleyhan and 
Emerson farms) on either side.  Option 4A would have the greatest wetlands impacts (36.1 acres) 
and forest impacts (44.56 acres). 

Option 4A is not preferred because of its greater impacts to wetlands and forests. 

f. RR Area Option 4B 

RR Area Option 4B was also proposed by community members in order to avoid impacts to 
long-term family-owned and operated farm properties.  RR Area Option 4B would follow the 
Delaware Power and Light (DP&L) right-of-way, crossing Boyds Corner Road approximately 
2,140 feet east of Ratledge Road.  Option 4B would avoid farmland impacts and has moderate 
impacts to wetlands (35.2 acres), waters of the US (16,015 linear feet) and forests (40.60 acres).  
Option 4B would have a potential adverse effect (audible and visual) on the TJ Houston Farm, an 
historic resource. 

Option 4B is aligned to avoid high quality wetlands, but impacts to lower quality wetlands along 
the suggested corridor are high (35.2 acres) as are impacts to forests (40.6 acres).  This option 
is not preferred because a slight modification to the east (as shown in Option 4B Modified) 
reduced wetland impacts by one acre and forest impacts by 2.5 acres. 

g. RR Area Option 4B Modified (Preferred) 

RR Area Option 4B was modified slightly, moving the alignment on the north side of Boyds 
Corner Road slightly eastward to minimize impacts to a wetland system and forest land to 
become Option 4B Modified.  Wetland impacts were reduced by one acre; forest impacts were 
reduced by more than 2.5 acres.  Option 4B Modified would have a potential adverse effect 
(audible and visual) on the T.J. Houston Farm, an historic resource. 

Option 4B Modified is preferred because it impacts a lesser amount of high quality wetlands and 
forests than Option 4B and is supported by the community.  Option 4B Modified avoids impacts 
to both the Wooleyhan and Emerson Farms (long-term family-owned and operated).  Option 4B 
Modified was concurred on by the resource and regulatory agencies provided a recommended 
mitigation plan be provided.  The mitigation plan includes conservation of high quality wetlands, 
enhancement of wetlands and uplands within the Scott Run watershed, additional wetland 
creation (15 acres) at the proposed Levels Road mitigation site, and additional reforestation.  
The mitigation commitments are discussed in detail in Chapter III.F.
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D. Alternatives Not Carried Forward for Further Consideration 

1. Toll Free Facility

All of the retained alternatives are proposed to provide a four-lane, divided, fully access 
controlled, tolled roadway from the Delaware/Maryland state line to SR 1, south of the C&D 
Canal.  Tolls would be collected at a new mainline toll plaza, located just north of the state line 
and the planned weigh and inspection station on northbound US 301.  Tolls would be collected 
in both directions at the mainline toll plaza.  Tolls would also be collected on all north-serving 
ramps accessing US 301 (on all ramps entering US 301 traveling northbound and on all ramps 
exiting US 301 traveling southbound).

Non-tolled options for all of the alternatives were dropped from consideration during the project 
development process because it was determined that tolls would be necessary to provide funding 
for the project.  Preliminary cost estimates indicate that the total project cost would range 
between $500 and $750 million for construction.  

2. Alignment Alternatives

The Red, Orange and Blue Alternatives were eliminated from further consideration during the 
evaluation of the range of alternatives based on their inability to meet Purpose and Need, 
significant environmental impacts, resource and regulatory agency input and concurrence, and 
public input.  The Red, Orange and Blue Alternatives are shown on Figure II-8.  Additional 
information on these alternatives is available in US 301 Project Development: Alternatives 
Retained for Detailed Evaluation (Delaware Department of Transportation, November 2005). 

a. Red Alternative 

The Red Alternative, under early design measures, provided a new four-lane limited-access 
roadway on new location on the ridge route from the state line to south of the Summit Bridge.  
The Red Alternative modified the existing Summit Bridge to provide three lanes for northbound 
traffic, and constructed a second bridge crossing to the west of the existing bridge to carry three 
lanes of traffic southbound.  North of the Canal, the Red Alternative modified existing SR 896 to 
provide a six-lane limited-access roadway, with frontage roads for local access, from the Canal 
to I-95.  The Red Alternative was 17.4 miles long, with seven interchanges and ten overpass 
structures.

The Red Alternative was dropped from further consideration because it provided improvements 
in the SR 896 corridor (with 35 percent of traffic destinations) as opposed to providing a more 
direct connection to the northeast and I-95 via the SR 1 corridor (with 65 percent of traffic 
destinations).  The Red Alternative does not provide direct access to SR 1.  The Red Alternative 
was also eliminated from further consideration because of impacts to environmental resources.   
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Upon preliminary analysis, the Red Alternative was found to have significant environmental 
impacts.  The Red Alternative had high impacts to waters of the US (32.9 acres of wetlands, 
streams and ditches), hydric soils (123 acres), floodplains (5.3 acres) and forests (88.9 acres), 
and had the greatest number of property acquisitions (279) of all of the range of alternatives 
considered.  It had potential and known impacts to historic properties as well as known and 
unavoidable Section 4(f) impacts (Iron Hill Park, Lums Pond State Park, and the C&D Canal 
Wildlife Area).  The Red Alternative would also increase traffic volumes on Summit Bridge by 
over 50 percent, thus requiring construction of a new bridge over the C&D Canal and a new 
interchange with US 301/SR 896/I-95, while not taking advantage of the existing infrastructure 
capacity on SR 1 or programmed capacity improvements in the SR 1 corridor.  The Red 
Alternative was the longest of the proposed alternatives (17.4 miles), required the construction of 
the most overpasses (10) and interchanges (7) and had the highest estimated cost ($789 million). 

b. Orange Alternative 

The Orange Alternative, under early design measures, provided a new four-lane limited-access 
roadway along the existing alignment of US 301 from the Delaware/Maryland state line to north 
of Mount Pleasant and on a new location east/west south of the C&D Canal to intersect with 
SR 1 north of the Biddles Corner Toll Plaza.  Frontage roads provided access for properties 
along existing US 301 and allowed for the circulation of local traffic.  The Orange Alternative 
was 14.2 miles long, and included four interchanges and ten overpass structures associated with 
roadways and the Norfolk Southern Railroad.

The Orange Alternative was dropped from further consideration because, on preliminary 
analysis, it was found to have significant disadvantages including various environmental 
impacts, high estimated cost and a number of community impacts. The Orange Alternative 
would have the highest impacts to wetlands (47.5 acres), would impact 1.5 acres of tidal 
wetlands and would impact 14,438 linear feet of waters of the US.

The Orange Alternative would result in potential and known impacts to four Section 4(f) 
resources.  The Orange Alternative would have a high number of property impacts (300) and also 
would impact a large number of existing communities within 600 feet of the corridor (including 
Middletown Village, Springmill, The Legends, Post and Rail Farms, Summit Pond, and Airmont 
Acres).  The Orange Alternative would bisect Middletown, thus separating the community in two 
and affecting east-west access through town.  The Orange Alternative would impact the current 
operations and future expansion of Summit Airpark and would likely cause issues for emergency 
services access.

c. Blue Alternative, North and South Options

The Blue Alternative Options, under early design measures, provided a direct east-west 
connection between US 301 and SR 1 on a new alignment south of Middletown.  The North 
Option alignment was located north of Townsend and the South Option south of Townsend.  The 
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Blue Alternative Options were 7.2 and 7.8 miles long, respectively, with two interchanges and 
six and eight overpasses, respectively. 

The Blue Alternative Options were dropped from further consideration because they did not 
address traffic needs to a satisfactory level; the options did not address traffic congestion, caused 
in large part by development from Middletown north to the C&D Canal, by building a roadway 
south of Middletown.  The Blue Alternatives Options introduced a highway into an area not 
planned for significant development.    

The Blue Alternative Options would not significantly reduce traffic volumes on Boyds Corner 
Road, SR 299, existing US 301, or local roads.  The Blue Alternative Options would not provide 
local access which would likely result in the roadway being underutilized.  Strong environmental 
resource and regulatory agencies opposition, along with public opposition, was a factor in the 
decision.

The Blue Alternative would have high environmental impacts and impacts to the Townsend area 
communities.  The South Option would have the second highest impacts to wetlands (46.1 
acres).  The North Option would impact 3.0 acres of (then) proposed state resource conservation 
areas and 5.8 acres in the Noxontown Pond Natural Area.  The Blue Alternative would have 
significant potential impacts to historic properties.  The North Option would have potential 
Section 4(f) impacts to Wiggins Mill Pond.  The Blue Alternative would impact agricultural 
preservation lands and has a greater potential for impacts to rare, threatened and endangered 
species than other alternatives; the South Option impacted the most environmentally sensitive 
area of all the alternatives. 

3. Purple and Green Alternatives without Spur Road

The Purple and Green Alternatives both include a two-lane (one lane in each direction) Spur 
Road that extends from the Armstrong Corner Road area to Summit Bridge, with an interchange 
at SR 15/SR 896 south of Summit Bridge.  The Purple and Green Alternatives were originally 
developed without the Spur Road, which was added to the Purple and Green Alternatives 
because, without the Spur Road, they did not meet traffic or safety needs to a satisfactory level.  
The Purple and Green Alternatives without the Spur Road were evaluated prior to the publication 
of the Alternatives Retained for Detailed Evaluation in November 2005. 

The Spur Road provides a more direct, faster and safer route for motorists traveling to points 
north of Summit Bridge from south of Middletown, the Eastern Shore of Maryland, and other 
areas.  Currently, 35 percent of all northbound motorists have destinations north of Summit 
Bridge.  Without the Spur Road, this traffic would remain on Choptank Road or existing US 301 
to reach destinations north of the C&D Canal via Summit Bridge.  The result would be a 
substantial increase in traffic volumes on these roadways in 2030. 

Testimony was received at the Public Hearing suggesting that DelDOT revisit the addition of the 
Spur Road to the Preferred Alternative, and additional traffic studies were completed to compare 
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the differences between the Green (Preferred) Alternative with the Spur Road and without the 
Spur Road.  Members of the community also requested that DelDOT further evaluate 
using/improving existing US 301 to serve as the “Spur” route for those wishing to travel north on 
SR 896.

Additional traffic studies showed that the Spur Road relieves traffic on alternate routes to the 
Summit Bridge.  For example, without the Spur Road, Choptank Road traffic in 2030, north of 
Churchtown Road, is projected to increase to 14,500 vehicles per day (vpd) as compared to 6,200 
vpd with the Spur Road, and traffic on existing US 301 north of Boyds Corner Road is projected 
to increase to 37,200 vpd without the Spur Road compared to a projected volume of 27,900 vpd 
with the Spur Road.  Although improvements to existing Choptank Road (travel lanes increased 
to 11 feet wide, with added shoulders and bicycle lanes on both sides) are currently under 
construction, this increase in the number of vehicles traveling this local, 2-lane roadway will 
increase safety concerns (see below) for those traveling on Choptank Road.  Additionally, the 
increase in vehicles on existing US 301 would exacerbate the already congested conditions there.  
No improvements are included in the current Capital Transportation Program and/or Long Range 
Transportation Plan for US 301, north of Middletown.

As an alternative to simply eliminating the Spur Road, further evaluation was completed to 
determine an upgraded existing US 301 would be a feasible replacement for the Spur Road.   
US 301 would, in this scenario, require upgrading to four lanes (two in each direction) with 
added turn lanes from Peterson Road to Mount Pleasant.  Even with these improvements the 
roadway would not meet the project purpose and need to manage truck traffic, especially through 
traffic on existing roadways.  Upgrading existing US 301 would result in higher volumes of local 
and through traffic with a continuing mix of truck traffic with local traffic.  Specifically, between 
Armstrong Corner Road and Summit Bridge, total traffic volumes in 2030 are projected to be 
approximately 33 percent higher without the Spur Road (37,200 vpd) than with the Spur Road 
(27,900), while truck volumes are projected to be nearly 70 percent higher. 

Community impacts associated with the suggested improvements to existing US 301 were 
substantial.  Compared with the Spur Road, which requires no residential or business relocations, 
the upgrade to existing US 301 would require a significant number of potential relocations in 
order to avoid or minimize impacts to historic resources as required by federal regulations: nine 
homes, three businesses and the Ringold Chapel AME Church.  An additional 14 businesses, 
three residential properties and two subdivisions would be partially impacted by the upgrade.   

Safety concerns were also considered in the comparison analysis between the Spur Road and an 
improved existing US 301.  A widened US 301 would not separate local and through traffic, 
especially through truck traffic, on existing US 301 between the proposed interchange between 
new and existing US 301 and Summit Bridge.  A widened US 301 would not reduce traffic on 
local roads, especially Choptank Road.  A widened US 301 would not eliminate the many access 
points that exist on existing US 301, including signalized intersections.  Existing US 301 
between Petersen Road and Summit Bridge currently has seven signalized intersections and 87 
unsignalized intersections/access points.  The Spur Road, therefore, would provide a safer 
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facility than a widened US 301 because there would be no signals, intersections or access points 
and a continuous, unbroken median.   

Since January 2000, 18 people died in crashes on existing US 301 south of the C&D Canal, 
including five on the dualized section north of Boyds Corner Road.  These fatalities have 
occurred at a rate of one every 4½ months.  In the seven-year period between January 2000 and 
December 2006, nearly 250 crashes (a rate of over three per month) occurred on existing US 301 
south of the C&D Canal, resulting in injuries to motorists, pedestrians and bicyclists. The most 
recent fatal crash occurred in July 2007 at the intersection of US 301 and Old Summit Bridge 
Road.   This intersection was also identified as a Highway Safety Improvement Project (HSIP) 
site, indicating that accidents have been occurring at a rate that is higher than the statewide 
average.  If the Spur Road were not built, increased volumes of traffic (30 percent more total 
vehicles including almost 70 percent more trucks) would increase the likelihood of more crashes 
on existing US 301 and other local roadways.  In addition, if the Spur Road is not included, 
motorists making left turns from residential streets and driveways onto Choptank Road and 
existing US 301 would experience significant delays.

The increased traffic would also likely result in a proportional increase in the accident rates 
along Choptank Road and on existing US 301 (from the Armstrong Corner Road area to Summit 
Bridge).  There are significant concerns about safety on Choptank Road, which is currently being 
reconstructed and widened to include a bicycle lane.  Without the Spur, traffic volumes north of 
Churchtown Road are projected to be nearly triple the current levels of 5,400 vpd, or 14,500 vpd, 
by 2030.  These increased volumes would increase the potential for crashed of all types. 

The Spur Road provides roadway capacity that accommodates projected traffic demand for year 
2030.  The Spur Road removes traffic from rural two-lane roadways and shifts it to a much safer 
divided two-lane highway and provides for a better opportunity to address the sharp curve south 
of Summit Bridge.  Furthermore, the Spur Road addresses regional connectivity south of the 
C&D Canal by providing another north-south route that could carry traffic in the event of a 
closure on SR 1 or US 301.  For these reasons, among others, the Green North Alternative with 
the Spur Road remains the Preferred Alternative. 




