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Abstract 

This document describes the expected environmental effects of 
construction of Alternate AGBF2 in Section I of the National Freeway, 
from East of Cumberland to M. V. Staith Road in Allegany County, Maryland. 
This alternate is primarily on new location and takes right of way from 
private properties, forest and historic resources (See Figures 1 & 3). 

The Draft Environmental Impact Statement/Section 4(f) Involvement was 
circulated in 1973. A Final Environmental Impact/Section 4(f) Statement 
was circulated in June, 1977. That FEIS/Section 4 (f) Statement addressed 
the region-wide impacts of a completed high-standard highway between 
Hancock and Cumberland, Maryland and presented the selected alternate for 
Section II. location approval was granted for Alternate AJA in Section II, 
the other missing link to the Interstate level facility. This document 
provides the rationale for the selection of the alternate for Section 1 as 
described in the Draft Environmental Impact Statement and Final 
Environmental Impact Statement described above. 
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I. SUMMARY 

1. Ohe proposed action is the completion of the National Freeway, 
U.S. Route 48, in western Maryland. The Freeway is part of the Appalachian 
Regional Development Program authorized by Congress in 1965. This Federal 
program was intended to enhance transportation, industrial, and econonic 
opportunities in the region of the U.S. known as Appalachia. The National 
Freeway is intended to provide a direct link between the Ohio Valley and 
the Atlantic Seaboard, and to serve as a major east-west travel corridor 
for the area traversed. 

The proposed facility would significantly improve the fuel economy and 
reduce the travel time for trips between the Eastern Seaboard and the Chio 
Valley. The coal industry in the Applachian region would be further 
encouraged by the proposed project which will benefit regional employment 
and improve domestic energy production. 

Except for two sections between Cumberland and Hancock, the National 
Freeway is fully constructed. Both Section I and II were addressed in 
Draft and Final Environmental Impact Statements (197 3 and 1977 respec- 
tively) . Section II from Orleans Road to Woodmont RDad is now being 
designed, with construction expected to begin in 198 3. 

Ihis document addresses Section I, from Wolfe Mill to M. V. atdth Road 
in Allegany County. The reconmended alternate, AGBF2r is approximately 
16.9 miles long, and would be a minimum of four (4) lanes wide. The 
facility will be designed at freeway standards, and construction is 
programmed to begin in 1984. 

Criteria of Section 106 of the National Historic Preservation Act of 
1966, Section 4(f) of the U.S. Department of Transportation Act of 1966, 
Floodplain Executive Order 11988, and National and Maryland Environmental 
Policy Acts have been fulfilled. Bridge, water quality, and sedimentation 
control permits from State agencies will be required. 

2. The selected alternate AGBF2, is the southernmost route of the 
major alternates considered (See Figure 3). Beginning east of Cumberland 
at Wolfe Mill, AGBF2 follows existing Route 40 to a point near the U.S. 
220 connector, where it proceeds southeastward to Bush Ridge and then goes 
due east to Fifteen Mile Creek; the eastern terminus is northeast fran the 
creek on existing U.S. Route 40. Access would be controlled, and 
interchanges will be provided at Wolfe Mill, U.S. 220, Williams Road, Tbwn 
Creek Road, and U.S. 40 (existing road) near the eastern terminus. 

3. Significant environmental impacts include: 

The reduction of traffic accidents by 50% 
Ehhanced regional and urban econonic development 
potential 
Ehergy savings to the highway user 
Enhanced opportunities for energy resource (coal) 
developments 
Enhancement of Air CXiality 
Intrusion into the State forest requiring 331 acres or 
0.6% of the total anticipated area of the forest 
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Relocation of 24families, 1 businesses, and 4 
farms 
Seven major stream crossings 
400 feet of stream relocation 
81  acres  of  right  of  way  required  from historically 
associated property. 
Traffic noise intrusion to forest and increases 
along present U.S. 40 

4. Controversies associated with this project are: need, historic 
resources, and forest lands. Historic resources and forest lands 
controversies have been resolved and are addressed in Memorandum of 
Agreement (Appendix A and B). Need is addressed in the first chapter. 

5. *Technical reports used in the preparation of this document 
include: 

A) Natural Environmental Analysis 
B) Engineering Technical Location Report 
C) Historic Resource Identification 
D) Energy Utilization Report 
E) Project Files 

*These technical reports are available for review and copying at the 
State Highway Administration, 300 West Preston Street, Baltimore, Maryland. 
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NATIONAL FREEWAY 
SECTION I 

WOLF MILL TO M. V. SMITH ROAD 
COST EFFECTIVENESS ANALYSIS 

ANALYSIS ITEM 
NO 
BUILD 

* 

AGEA AGBF2 

48,585    45,175 

95       100 

23/2003   25/2005 

TRAFFIC OPERATIONS 

1) Corridor Travel Demand ADT 17,900 

2) Ability to Handle Demand {%) 75 

3) Years to.Capacity (Unacceptable     8/1988 
Level of Service)/Design Year 

4) Service to Local Road System 

5) Safety of Operation 

a) Through Traffic (Intra &       Poor 
Interstate 

b) Local Traffic Poor 

c) Comparison to highways at      Poor 
both Termini of this project 

6) Travel Time Savings (HRS/DAY) vs.     -  - 
N. B. 

No Change  Fair 

Fair 

Fair 

Same 

7419 

CONSTRUCTION IMPACTS 

1) Utilities 

2) Local Road Circulation 

None 

None 

Good 

Good 

Good 

Same 

8961 

Severe   Minimal 

Severe   Minimal 

RESIDENTIAL & BUSINESS IMPACTS (SOCIO-ECONOMIC 

1)  Relocations 

a) Residences 0 

b) Businesses 0 

c) Farms 0 

78 

11 

3 

24 

1 

4 

*Upgrading Existing U.S. Route 40 to a fully Controlled Access Highway 

in 



ANALYSIS ITEM 

2) Number of People Relocated 

3) Minority Groups Affected 

4) Affect on Area Integrity 

a) County & State Road Relocations    0 
(Miles) 

b) Service Roads for Local Continuity  0 
(Miles) 

NO * 

BUILD AGE A AGBF2 

0 412 72 

0 0 0 

7.7 

5.5 

4.0 

0.2 

\\ 

HISTORIC & RECREATIONAL 

1) Breakneck Road Historic District (6200 Ac.) 

a) No. of sites to be acquired        0 

b) No. of acres to be acquired        0 
c) %  of total acreage 0 

2) Hinkle Historic District 

a) No. of sites to be acquired 0 

b) No. of acres to be acquired 0 

c) %  of total acreage 0 

3) Flintstone Historic District  (108Ac.) 

a) No. of sites to be acquired 

b) No. of acres to be acquired 

c) %  of total acreage 

4) Individual Sites, not part of a 
District 

RECREATIONAL 

1)  Rocky Gap State Park 

a) Acres to be acquired 

b) %  of total acreage 

0 

23 

0.4 

0 

0 

0 

81 

1.3 

0 

0 

0 

0 5 0 

0 12 0 

0 11 0 

0 5 1 

0 

0 

22 

0.6 

0 

0 
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ANALYSIS ITEM 

NO 
BUILD 

* 

AGEA AGBF, 

2)  Greenridge State Forest 

a) Acres to be acquired 
b) % of total acreage 
c) Memorandum of Agreement 

between MD.SHA & MD.DNR 
addresses 
Methods to Mitigation Impacts 

0 155 331 
0 0.5 1.0 

No No Yes 

NATURAL ENVIRONMENTAL IMPACTS 

1) Stream Relocations 

a) Number 
b) Total Length 

2) Loss of Natural Habitat 

3) Effect on Water Quality 

4) Effect on Wildlife Populations None 

0 
0 

10 
16,350 

1 
400 

None Yes Yes 

None Severe Moderate 

None Moderate Short term 
Adverse 

5)  Effect on Endangered Species 

NOISE IMPACTS 

None None None 

Design Year (2005) Levels at Selected 
Receptors 

1) Range Predicted (dBA) 59/82 

2) Number with severe Noise Impact 

a) Residences 
b) Businesses 
c) Historic 

3) Number Exceeding Design Noise Levels 

a) Residences 
b) Businesses 
c) Historic 

96 
11 
32 

59/82 

96 
11 
32 

59/82 

30 30 12 
2 2 0 

** ** 6 

4 
0 
3 

ATTENUATION OF NOISE IMPACTS WILL BE INVESTIGATED 

**These sites were not identified in previous studies. 

-V- 



ANALYSIS ITEM 
NO 

BUILD 

AIR QUALITY IMPACTS 

1)  CO-Violations of 1 Hour or 8 Hour   None 
Standards 

a) 1 Hour Concentration PPM ETC/ 
Design Year 7.0/6.1 

b) 8 Hour Concentration PPM ETC/ 
Design Year 3.5/3.4 

2)  Consistent with State Implementation 
Plans   Avg. Mg/m3 Yes 

AGEA 

None 

Yes 

AGBF2 

None 

9.4/8.7   9.4/8.7 

5.1/4.2   5.1/4.2 

Yes 

fl 

ENERGY 

1)  Fuel Consumed During Operations -    75,001 
Average (Gallons/Day) 

74,355   *52,854 

CONSTRUCTION COSTS & TIME 

1) Costs 

a) Construction 

b) Right of Way Acquisition 

c) Total 

*Includes $18.5M Mitigation Thru 
Green Ridge State Forest 

2) Construction Time (Years) 

0     $97.1M  *$176.1M 

0       4.5       2.6 

0    $101.6M    $178.TM 

tAGBF-2 has a 30% Reduction in Fuel Consumption Over the No-Build. 

-vi- 



II. PURPOSE AND NEED 

The National Freeway is an integral part of the Appalachian Regional 
Development Program, authorized by Congress in 1965. The Program, which is 
administered by the Appalachian Regional Commission, has a mandate and 
supporting appropriations to provide and upgrade basic infrastructure needs 
of the Area, including transportation (Appalachian Development Highway 
Program). 

Appalachian Maryland is a long, narrow region oriented in the east-west 
direction. It is traversed by numerous mountain ridges which generally run 
southwest to northeast. The area is predominantly rural, with forest, 
agriculture, and mining operations occupying most of the land. 

The National Freeway traverses Appalachian Corridor E. It extends from 
Morgantown, West Virginia eastward through Monongalia and Preston counties 
into Western Maryland. Corridor E connects with Interstate 79 near 
Morgantown and with Interstate 70 at Hancock. The interrelationship of 
Corridor E with other corridors of the Appalachian Development Highway 
Program was discussed in the 1977 FEIS/4(f) Statement. Briefly summarized, 
Corridor E (National Freeway) connects with Corridor 0 (U.S. 220) to 
Pennsylvania and points north and Corridor N (U.S. 219) also to the north 
into Pennsylvania. The joint studies for corridors 0 and N have been 
deferred indefinately because of the lade of matching funds in 
Pennsylvania. Therefore, Corridor E (National Freeway) has increased 
import to the development potential of the 3 western most counties of 
Maryland. 

The State of Maryland is coirmitted to provide a modern transportation 
facility to serve the people of the Western Maryland Region (Garrett, 
Allegany, and Washington Counties) along the approximately 80 miles of 
Appalachian Corridor E, the National Freeway. 

Western Maryland is located nearly equi-distant between the major 
economic centers of Pittsburg and Baltimore/Washington, D. C. This area is 
also centrally located between the industrial mid-west and eastern sea- 
board. A wide range of market goods and opportunities are available to the 
Western Maryland Counties. Unfortunately, the potential for economic 
development and access to these markets have been unobtainable in the past. 
This reflects in the high unemployment rate and underdevelopment of Western 
Maryland econonic potential, due in part to the lack of a convenient and 
efficient transportation link to these areas. The National Freeway will 
help connect the Ohio River Valley and other parts of the Mid-west to 
Maryland, the Port of Baltimore, and the Eastern Seaboard. 

Future econonic growth of Western Maryland and Allegany County, hinges 
on several development factors. Three areas of potential economic 
development are greater employment diverisifications, energy development 
(coal reserves) and tourism. These factors all rely on adequate transpor- 
tation opportunities, and are specifically reflected in the plans and goals 
of Allegany County and Western Maryland as well as occurring in their past 
planning activities. 

With the exception of two segments, the National Freeway is 
ccnpleted. These two segments lie between Cumberland in Allegany County 
and Hancock in Washington County, Maryland (See Figure 1). The uninproved 
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portion nearest Hancock, Section II, lies between Orleans Road on the 
eastern side of Tbwn Hill and Wbodmont Road near Little Ttonoloway Creek. 

A Draft Environnental Impact Statement for both Section I and Section 
II was circulated in 1973. Public hearings were held Dscember 12, and 13, 
1973. Alternates were selected for both Sections I and II. 

Initially, the preferred alternate for Section I was AGBF2. The 
Maryland Department of Natural Resources, (DNR), however, opposed the use 
of any State Forest property for a highway. A compromise alternate, 
AGEENA, was presented. By 1975, impacts to historical resources had becane 
the paramount issue for Section I. 

When it became apparent that Section II, the Sideling Hill portion, had 
no unresolveable controversial environnental issues, an FEIS for that 
Section alone was circulated in August 1977. That FEIS reconmended a 
specific alternate (AJA) for Section II. The general and regional impacts 
for an iinproved highway corridor for the entire length of the National 
Freeway (including Section I and II) were presented in that FEIS, although 
no alternate was reconmended as preferred for Section I. 

Subsequently, a supplemental location public hearing was held in 
January, 1978 to inform the public as to the status of studies on Section I 
and present a forum for comment. 

A determination by the U.S. Advisory Council on Historic Preservation 
in 1979 precluded further consideration of the conpromise AGEENA alternate. 

Alternate AGEENA would have traversed and adversely impacted the 
Breakneck Valley Historic District - a National Register historic district. 
Impacts included the taking of 2 historic structures and fourteen other 
individual historic properties. Also, line AGEENA required 310 acres from 
the entire Breakneck Valley Historic District. The Advisory Council 
determined that these adverse impacts could not be satisfactorily miti- 
gated, inally, AGEENA may have impacted the natural Warm Springs along arm 
Springs Road. Although no land would have been required fron the Rocky Gap 
State Park, 224 acres would have been required fron Green Ridge State 
Forest. 

Given DNR's initial opposition to any use of State Forest property, an 
extensive mitigation effort was begun. This effort recognized the fact 
that the state of the art for environmental mitigation had progressed since 
1973, and culminated in an agreement with the Maryland Department of 
Natural Resources. Ihis agreement provides for considerable mitigation of 
Alternate AGBF2ls impacts on the Green Ridge State Forest. This final 
FEIS/4(f) statement addresses the AGBF2 alignment, for which location 
approval is now being sought. 

Description of the Existing Road 

U.S. Route 40 within the study Corridor is in serviceable condition. 
The design speed fron Wblfe Mill to KxLish Mountain is 50 mph with a posted 
speed of mph. From Polish Mountain to M. V. Smith Road, the design speed 
is 60 mph. The roadway has a well maintained high type bituminous concrete 
surface and stabilized shoulders varying in width fron six to twelve feet. 

II.3 
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The right of way varies from approximately one hundred to three hundred 
feet. 

a. U.S. RDute 40 from Wolfe Mill to Martin Mountain is a four lane 
dualized section of uncontrolled access highway (See Figure 3). This 
section varies in the types of dualization. Fran Vfolfe Mill to Hinkle Road 
the highway is a four lane urban section, which is a curbed section of 
roadway consisting of two twenty four foot lanes,ten foot shoulders, and a 
sixteen foot raised median. The length of this section is approximately 
two miles. There are nine median breaks within the limits of this section. 
Approximately eight hundred feet of service road lies within this section 
of highway. Between Vfolfe Mill and Hinkle Road there are eighteen private 
entrances entering directly onto U.S. Route 40. The maximum degree of 
horizonal curvature in the above mentioned segment is five degrees and the 
maximum percent of vertical grade is four percent. 

b. Fran Hinkle Road to approximately one half mile east of Johnson 
Itoad, a distance of one mile, U.S. Route 40 is a four lane divided open 
section bifurcated roadway. The typical roadway section is twenty five 
feet wide with twelve feet shoulders and four feet of backing behind the 
shoulders. Along this segment of U.S. Route 40, the majority of 
residences, and businesses are located on the south side of the highway. 
The north side has a scattered area of growth just east of Johnson Road. 
The Pleasant Grove Church and a one and one half story frame building are 
located within the median section along this segment of highway. Elk Lick 
Run also flows in the median through this section. The cemetery to the 
Pleasant Grove Church is located along the eastbound roadway across from 
the church. The maximum horizontal curvature is one degree and the maximum 
grade is four percent in this segment. 

Continuing eastward the next three thousand feet of U.S. Route 40 is an 
open four lane divided highway with a four foot raised median a center 
quadrail, and twelve feet shoulders including four feet behind shoulders. 
This area of U.S. Route 40 is scarcely populated. There are no median 
breaks, however, four entrances intersect this highway section. The 
roadway is on a tangent and the vertical grade is six percent. Eue to the 
steep grade, there are sections of two cable guardrails along both sides of 
the highway. 

c. Thirteen hundred feet west of Rocky Gap State Park Road to 
one-half mile east of Breakneck Road, U.S. Route 40 changes from the above 
mentioied highway section to a four lane divided highway with a wide 
median. The roadway is twenty five feet wide with twelve feet stabilized 
shoulders and four feet graded area behind shoulders. There is a service 
road on the north side of U.S. Route 40 along this section of the highway. 
The entrance to Rocky Gap State Park is locatd on the western segment of 
this stretch of highway. There are three grade crossings along U.S. Route 
40 in this area, located at Rocky Gap State Park Road, Breakneck Road, and 
the service road connection east of Breakneck Road. The bulk of the 
populated area is located near the entrance to Rocky Gap State Park. The 
maximum horizontal curvature is one degree thirty minutes and the maximum 
vertical grade is seven percent occurring in the westbound lane. 

d. The succeeding segment of U.S. Route 40 eastward for approximately 
thirty four hundred feet traverses Martin Mountain.  It is a four lane 
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divided highway, v*iich narrows to a three lane rural highway approximately 
one thousand feet east of Martin Mountain. This roadway section consists 
of two twenty five feet roadways with a twenty four feet median, twelve 
feet stabilized shoulders, and four addtional feet behind the shoulders. 
The populated area is to the north side of U.S. Route 40 along this 
section. There is a look-Out Tbwer located on the south side of Route 40 
at the top of the mountain. The maximum horizontal curvature is two 
degrees and the maximum vertical grade is six percent. 

From the east slope of Martin Mountain to Odd Fellows Cemetery Road, a 
distance of approximately two and one half miles, U.S. Route 40 is a two 
lane rural highway with an added truck lane making the overall pavement 
width thirty six feet with twelve foot shoulders throughout the entire 
section, and two additional feet of grading beyond the shoulders. The 
maximum horizontal curvature is eight degrees with a maximum vertical grade 
of six percent. Along this section of highway the populated area is very 
light. 

Continuing eastward from Odd Fellows Cemetery Road to Gilpin, U.S. 
Rxite 40 is a two lane twenty four foot rural highway with twelve foot 
shoulders. The maximum horizontal curvature is six degrees and maximum 
vertical grade is four percent. The town of Flintstone which lies to the 
south of U.S. Itoute 40 in this area makes up most of the population in this 
section. U.S. Rxite 40 crosses Flintstone Creek with a bridge approxi- 
mately one hundred feet long. The town of Flintstone is an historic 
district probably eligible for inclusion in the National Register of 
Historic Places. 

e. From Gilpin to east of Merten Avenue, U.S. Route 40 is a two lane 
twenty four foot rural highway with truck lanes. The width varies fron 
twenty to forty-eight feet. The normal roadway has twelve foot shoulders 
and where there are truck lanes, the shoulders are six feet wide. From the 
edge of the shoulder to the hinge point for the cuts and fills there is an 
additional eight feet of grading on the normal section and two feet where 
there are truck lanes. The maximum horizontal curvature is five degrees 
thirty minutes and the maximum vertical grade is approximately eight 
percent. There is practically no population at all along this section of 
highway due to the Polish Mountain terrain and Green Ridge State Forest on 
the South of the road. 

f. The next segment of U.S. Route 40 fron Merten Avenue to Davis Road 
is a two lane rural highway with a truck lane making the total pavement 
width thirty-six feet wide with ten foot shoulders and six feet of 
additional grading beyond the shoulder. The maximum vertical grade is 6% 
and the maximum horizontal curvature is three degrees thirty minutes. The 
Old National Pike lies to the south of U.S. Route 40. Residences in this 
area are situated along the Old National Pike. The design speed increases 
fron fifty miles per hour to sixty miles per hour through this section of 
highway. 

g. The final segment of U.S. Route 40 through the study corridor 
extends from Davis Road to M. V. Smith Itoad. It is a 2 lane dual rural 
highway with a twenty four foot median and ten feet shouldes with six feet 
of grading beyond the shoulder. The maximum horizontal curvature is four 
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degrees thirty minutes and the maximum grade is six percent. U.S. Route 40 
crosses Fifteen Mile Creek approximately one half mile east of Davis Road. 

SAFETY 

The development of the interstate system has demonstrated the 
importance of providing facilities of continuous standards. Gaps or 
substandard links in a highway network, create unsafe conditions, impede 
efficiency of travel, and act as a barrier or disincentive to travel in the 

surrounding area. 

About half of the existing facility between Wolfe Mill and M. V. Smith 
Road is a divided section. Some areas have clijnbing lanes. No control of 
access is provided, resulting in numerous driveways and intersections along 
the roadway. Passing capabilities on the two lane segments are poor. 

The right of way along the existing U.S. Route 40 within the study 
corridor in some areas is bounded by historic property with the two mam 
areas being around Martin Mountain and through the town of Flintstone. 
Approximately seventy five percent of the property bordering the right of 
way line from Polish Mountain eastward to M. V. Smith Road is owned by the 
Maryland Departnent of Natural Resources. Four streams and three ma^or 
mountains are crossed by U.S. Route 40 within the study corridor. 

There is an added element affecting the safety statistics for this 
highway. This is the fact that existing U.S. Route 40 in this area is both 
a local street and a highway carrying interstate traffic. Approximately 
35% of the accidents between Cumberland and Hancock involve out-of-state 

passenger vehicles or trucks. 

Also, Allegany County experiences considerable snowfall each winter, 
and the mountainous terrain often is blanketed by fog. Of all accidents 
reported along U.S. Route 48, nearly half (49%) cited inclement weather as 
a contributing factor. Existing U.S. 40 does not provide maximum recovery 
distance to minimize the effects of poor weather. 

Accident frequency denonstrably increases in areas of residential or 
commercial development. While the accident rates in the developed areas 
tend to manifest the hazard they represent, accident rates prepared for the 
entire study area tend to be underestimated due to the diluting effect of 
the safer open stretches of highway. As shown in the accompanying accident 
cluster diagrams, Figures 2 & 2a, there are locations where accident 
frequencies warranting a corrective response are being experienced. 

Any attempt to conform to the existing plans to upgrade existing U.S. 
Rxite 40 to a modem multi-lane rural divided highway with the capability 
to service 55 nph vehicular traffic, reveals two major safety concerns. 
There is not sufficient space within the existing right of way for safety 
grading (a minimum 30' distance from the outside edge of the roadway to any 
obstruction) and 9.6 miles of the existing road plans do not allow for a 
minimum median width of 24' which would provide for a median barrier with 
adjacent shoulders. The most severe adverse geometric conditions occur at 
the top of Martin Mountain where a series of sharp horizontal curves 
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prohibit a posted 55 mph speed limit, and the west slope of Polish Mountain 
which has a vertical grade that exceeds the recommended grade for 55 irph by 
2%. ! 

A detailed discussion of the safety deficiencies of constructing a dual 
highway within the right of way owned by the SHA to serve as the last link 
of the National Freeway, is in the Technical Location Report.2 

The chart below provides the Maryland Statewide Accident Rates by 
each highway class. These rates have been prepared fran data collected 
over a 10 year period including of 435,000 accidents and over 130 billion 
vehicle miles of travel. They illustrate the degree of safety provided by 
each highway design type, and serve as an estimate of the acident rate 
likely for a similarly designed road. It is anticipated that AGBF2 would 
experience accidents at the lowest rate shown. 

Urban Areas Rural Areas 
Divided -Full Control-4 lanes 
Divided-Part Control-4 lanes 
Divided-No Control-4 lanes 
Non-Divided-No Control-4 lanes 
Non-Divided-No Control-2 lanes 

The accident rate on existing U.S. Route 40 is 118.22 Million Vehicle 
Miles (MVM). If no action is taken, the accident rate on existing U.S. 40 
is estimated to approach the statewide average of 321 accidents per 100MVM 
for similarly designed highways under state maintenance, with the 
corresponding accident cost estimated to be $1,527,000 per 100 MVM. 

142.26 114.48 
346.69 169.00 
570.92 242.28 
574.92 543.66 
638.10 326.07 

It is important to note that the construction plans 
for the existing U.S. Route 40 were approved between 
1955 to 1965, prior to the publication of "Highway 
Design and Operational Practices Related to Highway 
Safety"; a report of the special flmercian 
Association of State Highway and Transportation 
(AASHTO) Safety Standards Traffic Safety Ganmittee 1967. 

Ttechnical location Report - U.S. 48 National 
Freeway,Section I - Wolfe Mill to M. V. Smith Itoad. 
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III. ALTERNATES 

A. Selected Alternate 

The selected alternate for construction of Section I of the National 
Freeway is line AGBF2. This route is the southern most and shortest 
alignment for the corridor. (See figure 3). It was selected after review 
and discussion of numerous environmental concerns in the area. Mitigation 
measures were developed through the cooperative efforts of the Governor's 
Office and the Maryland Departments of Transportation and Natural 
Resources. Governor Harry Hughes announced the selection of the southern 
route at a press conference (See Section VIII) on May 10, 1979 in 
Cumberland, Maryland. The above indicated agencies determined that this 
alignment (AGBF2) represents the most appropriate, feasible, and accept- 
able of all alignments considered from the point of view of service, 
engineering, and impacts to the forest and the proposed wildland in the 
Town Creek area (SHVDNR Agreement). 

The termini of this alternate extend from Wolfe Mill to M. V. Smith 
Road, a distance of approximately seventeen miles. It is the most 
southerly route of all the alternates, and is located approximately two 
miles south of the existing U.S. Route 40 through the study corridor. 

Description of Selected Alternate 

a. Beginning at Vfolfe Mill just east of Christie Road the alignment 
continues eastward along the existing U.S. Route 40 for approximately one 
and one half miles through Cumberland. Approximately 1300' east of the 
proposed interchange with U.S. Route 220 north, the alignment leaves the 
existing U.S. 40 and traverses in a southeasterly direction towards 
Jeffries Road, crossing Jeffries Road approximately one half mile south of 
U.S. Route 40. Jeffries Road will be relocated in the vicinity where the 
AGBF2 alignnent crosses it, eliminating the bad curves and providing for 
a feasible bridge location carrying Jeffries Road over the AGBF2 
alignment. 

b. The alignment continues in a southerly direction to the draw span 
between Little Knob and Big Knob and crosses Hinkle Raad approximately 
4000* feet north of Twiggtown. Approximately 1200' east of Hinkle Road, 
the alignment curves left, continues in an easterly direction crossing 
Williams Itoad approximately one mile north of Twiggtown. Approximately one 
half mile of Williams Road will be relocated 400' north of the existing 
Williams Road. The purpose of the relocation is to provide for the diamond 
interchange proposed at this location. The AGBF2 alternate will bridge 
relocated Williams Road. 

c. The alignment continues in an easterly direction approximately one 
quarter of a mile south of the existing Williams Road for about two miles 
before crossing the existing Williams Road on the peak of Warrior Mountain. 
Williams Itoad will be relocated for approximately one mile eastward from 
the peak of Warrior Mountain. Relocated Williams Road parallels the north 
right of way line of the AGBF2 alignment approximately thirty-five feet 
north or south of the right of way line. 
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d. The alignment continues eastward crossing Town Creek Road and Town 

Creek for approximately one half mile south of the intersection of Town 
Creek Road and Williams Road. Tbwn Creek Road will be relocated approxi- 
mately one half mile to the west of the existing town Creek Road. A 
diamond interchange with the AGBF2 alignment will be at this location 
carrying the main line over relocated Ttown Creek Road. The existing Tbwn 
Creek Road will be left open and carried under the main line by the bridge 
carrying the alignment over Tbwn Creek. 

Continuing due eastward for approximately three thousand feet the 
alignment then turns in a southeasterly direction towards Boyer Knob. 
However before reaching Beyer Knob, the alignment turns in a northeasterly 
direction intersecting Jacobs Road approximately 600 feet south of the 
Merten Avenue and Jacobs Road intersection. Jacobs Road will be relocated 
to the south of proposed alignment approximately thirty five feet from the 
south right of way line of the alignment. 

The Jacobs Itoad relocation will begin approximately 1700 feet south of 
the Merten Avenue and Jacobs Road intersection. This relocation of 
approximately 2800 feet will tie into Merten Avenue one-half mile east of 
the Merten Avenue and Jacobs Road intersection. The existing Merten Avenue 
east of the intersection will be closed from that area to the point where 
relocated Jacobs Road ties into Merten Avenue. There will be a connection 
just east of the Merten Avenue and Jacobs Road intersection which will go 
under the AGBF2 alignment and connect into the relocated Jacobs Road 
south of the proposed alternate. 

From Jacobs R3ad the selected alignment turns in a southeasterly direc- 
tion for about 3000 feet and back in a northeasterly direction traversing 
into George Itoad about 1500 feet north of White Sulphur Road. Continuing 
in a eastward direction the alignment crosses Black Sulphur Road about 100 
feet north of George Road and Black Sulphur Road intersection. George Road 
will be relocated to the south of this alignment generally following the 
south right of way line of the proposed alignment. The relocation of about 
4000 feet begins approximately 700 feet north of White Sulphur Road and 
ties back into existing George Road 700 feet east of the Black Sulphur 
Road and George Road intersection. Black Sulphur Run Road will go under 
the proposed alignment in its existing location and tie into the relocated 
George Road. 

e. Continuing eastward the selected alignment crosses Black Sulphur 
Run approximately 1800 feet east of Black Sulphur Road traversing eastward 
and staying to the south of Sugar Bottom Road except for two rather short 
areas where the alignment crosses Fifteen Mile Road and Fifteen Mile Creek 
approximately 700 feet south of the Sugar Bottom Road and Fifteen Mile 
Creek Road intersection. Sugar Bottom Road will be relocated in the two 
sections where the selected alignment encroaches upon the existing road. 

Fran Fifteen Mile Creek the alignment turns northeastward, traverse 
across Green Ridge Mountain and ties, by a directional interchange, into 
U.S. Route 40 just west of M. V. Smith Road. 
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SAFETY FEATURES 

The design speed of Alternate AGBF2 is 70 mph with a proposed posted 
speed of 55 nph, while several sections of existing U.S. 40 have design 
speeds which vary widely between 25 and 60 nph. 

The design speed of a highway is defined by the Merican Association 
of State Highway and Transportation Officials (AASHTO) as "the maximum safe 
speed that can be maintained over a specific section of highway when 
conditions are so favorable that the design features of the highway 
govern". The design speed allows a margin for safe operation under less 
than ideal conditions, such as rain and snow, night time or low visibility 
driving, and allows adequate space for passing or accident avoidance 
maneuver. The accident rate decreases as the design speed increases, when 
posted speed remains constant. Listed below are the results of a 1975 
Maryland State Highway Administration study of the relationship between 
design speed and the accident rate. 

DESIGN SPEED (MPH)      ACCIDEWT RATE (100 MVM) 

35-40 861.42 
50 349.64 
60 166.21 
70 140.27 

A higher design speed is especially beneficial in areas experiencing 
inclement weather, such as affects Western Maryland. 

The proposed typical section (See Figure 4) consists of an initial 58' 
median, two 4' median shoulders, two 24' roadways, two 12 foot graded 
shoulders (10 feet paved) 18 feet of safety grading, and contained within a 
minimum of 300' of right of way. There will be a 12 foot truck clinbing 
lane provided where the plus grades are 4% or steeper. Fills over 15 feet 
will have 2:1 slopes and guard rails. There will be sections where the 
cuts and fills exceeds fifty feet. The maximum percent of grade will be 6% 
which will occur where the proposed alignment crosses Polish Mountain. The 
maximum degree of horizontal curvature is 3° 15'. Truck lanes for the 
eastbound traffic will be located five hundred feet east of Elk Lick Run to 
approximately one thousand feet west of relocated Hinkle Road, Collier Run 
eastward for approximately one mile and from Town Creek to Polish Mountain. 
Truck lanes for the westbound traffic will be located from Jacobs Road to 
Polish Mountain and from Town Creek to Williams Road. 

There will be four interchanges on the selected alignment. A 
directional interchange is proposed at U.S. Route 220 and U.S. Route 40 the 
design of which is subject to the U.S. 220 DEIS (FHWA-MD-EIS-80-O-D) on the 
west end of this project and a directional interchange at U.S. Route 40 on 
the east end of the project. Diamond interchanges are proposed to be 
located at Williams Road and Relocated Town Creek Road. 

In the areas where there are grade separations, two of the secondary 
roads Jeffries Itoad and M. V. Smith Road, will go over the selected align- 
ment. There will be four grade separations where the secondary road goes 
under the main alignment. This will occur at Hinkle Road, Merten Avenue, 
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Black Sulphur Itoad and Fifteen Mile Creek Road. The structures that 
carries the selected alignment over Fifteen Mile Creek will take Fifteen 
Mile Creek Road under. 

There will be seven (7) stream crossings associated with this 
alternate. Evitts Creek which is located just within the western limits of 
this project and on the existing road section will utilize the existing 
structure. Elk Lick Run will have approximately four hundred (400) feet of 
relocation and utilizes the same structures that carries the Relocated Old 
National Pike under this alignment. Twin box culverts will take Collier 
Run under this alignment. Town Creek and Town Creek Road will utilize the 
same structures. The same situation occurs at Fifteen Mile Creek Road and 
Fifteen Mile Creek. Black Sulphur Run is the only stream crossing 
requiring its own independent structures. The total number of roadway and 
stream structures required for this project is twenty four (24) which does 
not include the mitigation structures for hikers, loggers, fire control and 
animal trails. 

Throughout the eastern half of this project, the selected alignment 
traverses entirely through Green Ridge State Forest. The Maryland 
Department of Natural Resources and the Maryland Department of 
Transportation entered into an agreement as to what engineering and 
environmental design features would have to be accomplished to minimize the 
impact to the park. (See Appendix B, the Memorandum of Agreement). 

B. Other Alignments 

Three other major alternates were considered for Section I during the 
environmental process. Two were also at freeway standards while the third 
was the No-Build. One, AGFA, generally followed the route on U.S. Route 40 
at freeway standards. AGEENA, involved a primarily new location between 
AGEA and AGBF2. The No-Build proposed no new construction or improvement 
beyond normal maintenance. All alignments were addressed in previous 
Environmental Documents. In response to public suggestions following the 
January 1978 public hearing, a fourth alternate was also investigated. The 
EUirth Alternate involved the dualization of the existing highway, but not 
to freeway standards. 

Numerous variations of the AGBF2, AGEA, and AGEENA were also studied. 
The letters, in fact, represent separate segments. The alternate names 
were derived by combining the lettered designations. A map depicting all 
the routes (lettered segments) can be found 'in the earlier environmental 
document, and is shown in Figure 5. 

Following is a brief description of the alternates and their associated 
impacts. A conparison chart for the relocation alternates, including the 
selected, AGBF2, is found at the end of this discussion on page 111.12. 

AGEENA - Line AGEENA was the mid-corridor alternate, between existing 
U.S. 40 and AGBF2. This alternate had been a "compramise" line developed 
in the early 1970's. It minimized much of the Forest land requirements of 
AGBF2 as well as housing relocations of AGEA. AGEENA required no property 
from Rocky Gap State Park, but did require the relocation of 36 families, 4 
businesses and 10 farms. Historical resource identification in the Section 
I corridor revealed a National Register historic district(Breakneck Valley) 
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which AGEENA would traverse and adversely effect. The impacts to the 
Breakneck Valley Historic District were found to be unmitigable to any 
degree of satisfaction to the Advisory Council on Historic Preservation. 
The U.S. Department of the Interior also expressed concern about an 
alignment with such an adverse impact on historic resources. (See Historic 
Impact Section). Hence, this alternate was dropped from further 
consideration. 

No-Build - The No-Build alternate would have involved no construction 
except for normal maintenance to the existing road. This alternate would 
have impeded travel efficiency and fostered the unsafe and hazardous 
conditions that are presently considered. Also, this section of Corridor E 
would have presented a substandard link in the highway network. Accidents 
costs would continue increasing. Energy consunption would have remained at 
a high level and the economic growth potential to the economy of Western 
Maryland would not be attainable. The No-Build Alternate would not be 
consistent with local, county, or regional plans for the Appalachian 
region. 

AGEA- Line AGEA was the northernmost alternate in the Section I 
corridor". This alternate would have maximized utilization of the existing 
U.S. Rxite 40 roadway surface and right of way. Unfortunately, this 
corridor coincides with the highest residential concentration in the 
corridor. This alternate was not selected because a total of 78 families 
would have been relocated, as would 11 businesses, and 3 farms. Implicit 
in freeway design standards is controlled access. Service (or frontage) 
roads would have to be supplied. These in turn would contribute to the 
high number of houses which would be taken. AGEA had other undesirable 
features. Land from both Rocky Gap State Park and Green Ridge State Forest 
would have been required in the amounts of 22 and 133 acres, respectively. 
The right of way through the Forest, in fact, involved a potentially 
designated Wildland. (described under Natural Environment). Ten historic 
structures would have been removed by AGEA, 23 acres from the Breakneck 
RDad Historic District and 12 acres from the Potential Flintstone Historic 
District would also have been required. AGEA would also have required 
16,350', or 4 miles of streams relocations. Noise impacts for this 
alternate would have been more severe for the most number of residences, 
located adjacent to the present roadway. The AGEA line was dropped because 
of severe relocation impacts, historic district impacts, and the amount of 
stream relocations described in the preceding discussion. 

Upgrading Existing U.S. Route 40 
T. The original study alignment for upgrading existing U.S. Route 40 

was Alternate A (See Figure 5). This alternate addressed the upgrading of 
the existing U.S. Itoute 40 as a fully controlled access highway with a 
design speed of 60 mph. Although this alternate had the cheapest construc- 
tion cost, the relocation of 91 dwellings, 15 businesses, 3 farm operations 
3 non-profit organizations and the relocation of 4 miles of existing 
streams caused this alternate to be dropped from further consideration. 
Alternate A is fully described in the Draft Environmental Impact Statement 
FHWA-MD-EIS-7 3-0 8-D. 

2. During preparation for the Supplemental Public Hearing in January, 
1978, the SHA was notified that a group of citizens known as the Coalition 
for a Fourth Alternate would be presenting a position statement. This 
position statement indicated that the Fourth Alternate was a safe urban 
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dual highway, adequate for a posted speed limit of 55 mph, with no control 
of access, and could be constructed within right of way now owned by the 
State Highway Administration. 

A detailed feasibility study conducted by SHA personnel revealed the 
following data: 

a. The existing highway was constructed in seven separate contracts. 
Construction Plans were approved 1955 to 1965. Five of these Construction 
Plans indicate a design speed of 50 mph. Two are listed for 60 mph. 

b. The existing plans and right of way are not adequate to allow 
expansion for safety grading for desirable median width. 52% of the plans 
show a median width less than 24'. 

c. Accident Considerations indicate that approximately 50% of all 
accidents occur in close proximity to the intersections, and that 36% of 
all accidents involved out of state vehicles. 

d. Expansion of right of way to include safety considerations would 
require acquisition of 29 dwellings, 1 church and 8 businesses. 

e. The same amount of stream relocation as indicated with Alternate A 
would be affected; (4 miles). 

f. Expansion of the right of way for median widening and safety 
grading would require 22 acres from Rocky Gap State Park and 215 acres from 
Green Ridge State Forest, 12 acres from the Flintstone Historic District, 
23 acres from the Breakneck Valley Historic District, and inpact 13 other 
historic sites. 

Additional information on the basis for rejecting this Alternate is in 
the Technical Location Report.1 

3. Another feasibility study was conducted on the concept of partial 
control of acces. The study was accomplished by using Alternate A as the 
base alternate. The main line right of way needed for Alternate A cannot 
be reduced. The relocation of homes, business etc,, and streams has been 
explained in the discussion of Alternate A. 

There are currently 30 intersections of County and State roads with 
existing U.S. Route 40. The effect of leaving all these intersections open 
was explained in the discussion of the fourth alternate. Alternate A had 
limited access to eight locations. These were Maryland Route 385, U.S. 
Route 220, Pleasant Valley Road, 2-partial interchanges in top of Martin 
Mountain, Murley's Branch Rpad, and Top of Polish Mountain. The major 
effect of eliminating the interchanges and replacing them with at-grade 
intersections, is the reduction of Construction Costs. Oily a minimal 
number of homes and businesses (10-15) would be saved. It would still be 

J- Cn file at SHA Office, Baltimore, Maryland. 
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necessary to construct 5.5 miles of service or frontage roads for 
continuity of local traffic. Ttiese service roads, in two areas, Jeffries 
Road to Hinkle Road and Johnson Road to Rocky Gap State Park require the 
acquisition of approximately 30 to 40 hones and businesses. An investiga- 
tion of these areas show that the terrain prohibits moving the service 
roads to reduce the relocation impacts.2 

AGBF2Var iat ions 

Ihree variations to the mainline of the selected AGBF2 alternate were 
investigated as possible mitigation alternatives to the taking of State 
Fbrest. They all followed the AGBF2 alignment from Cumberland eastward 
to Warrior's Mountain where they then diverged northeasterly to tie in at. 
varying points with the AGEENA and AGEA alignments. Essentially, by their 
juxtaposition with Town Creek, only the northwest "comer" of the Green 
Ridge State Forest would have been traversed, leaving the majority of the 
Forest intact. 

Of the Ibwn Creek alternates, shown in Figure 3. Alternate A required 
210 acres of forest; Alternate B, 195 acres; and, Alternate C, 225 acres. 
(In each case, about 140 acres are actually owned by the ENR with the 
remaining affected acres designated for future Forest acquisition). The 
last variation, C, traveled along the east side of Warriors Mountain and 
tied into the AGEENA alternate in the vicinity of Warm Springs and Tbwn 
Creek. The acreage from the forest for this alignment, then, is the same 
as for AGEENA. 

Project Planning studies included preliminary engineering for these 
three alternates. Cost estimates were: 

$174 million for Alternate AGBF2 - A - AGEENA; 
$159 million for Alternate AGBF2 - B - AGEENA; and 
$137 million for Alternate AGBF2 - C - AGEENA. 

Other factors, however, eliminated alternates A, B, and C fron selec- 
tion. The Secretary of the Maryland Department of Natural Resources 
objected to Alternates A and B because the portion of the Green Ridge State 
Ftrcrest to be traversed represented a potential Wildland. This area, one of 
the few in the State, was to be left undisturbed. The wooded tract 
satisfied the criteria of a Wildland (roadless tract of state-owned land in 
excess of 500 acres), and would be designated as an area where no forestry 
management would be practiced. Alternates A & B each affect 36 dwellings, 
11 farms, 4 businesses, and one non-profit organization. 

The third Ttown Creek Alternate, C, was considered an undesirable selec- 
tion due primarily to the following factors. Qie is that the soil and rock 
conditions on the west side of Warriors Mountain are not desirable for 
roadway construction. The mountain is riddled with caves and caverns, 
which add an element of uncertainty about the stability/foundation of any 
proposed major facility. This location would leave an unaesthetic scar, 
which would be cut along Warriors Mountain. The soil, erodible and shale- 
like, would require slopes of 3:1 or 4:1 or more. These slopes would 
require several million cubic yards of earth removal and greater right of 
way requirements leaving a wide scar the length of the mountain. This 

'z  location Study Report 
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scarring effect would be highly visible from the Green Ridge Forest, on the 
opposite side of Tbwn Creek. Ibwn Creek Alternate C also would have 
involved the taking of 39 residences, 11 farms, 5 businesses, and 1 
non-prof it organization. 
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COMPARATIVE CONSIDERATIONS 

SELECTED 
ALTERNATE 

AGBF„ AGEA 

* 

RELOCATION 
ALTERNATES 

AGEENA 

Project Length (mi.) 

Cost (millions)* 

16.9 19.11 18.02 

Construction 
Right of Way 

Total 

$157 
2 

$159 

.6 

.6 

.6+ 

$ 97.1 
4.5 

$101.6 

$ 105.6 
2.8 

$ 118.4 

Relocations 
Residential 
Business/Comm. 
Farms 
Non-Profit 

24 
1 
4 
0 

78 
11 
3 
1 

36 
4 

10 
1 

Right of Way (acres) 
Owned by SHA 
Required 

625 
0 

625 

890 
250 
640 

655 
125 
530 

Stream Relocations 400' 16,350' 11,650' 

Service Rd. Construction 
Co. & St. Road Relocations 
Cut/Fill 50' (total length) 

0.2 miles 
4.0 miles 
5 miles 

5.5 miles 
7.7 miles 
0.8 miles 

1.25 miles 
7.0 miles 
2.2 miles 

Historic Sites Taken 
Historic Properties Affected 

Historic Acres Required 

2 
10 

10 
32 

2 
14 

Breakneck Rd. H. District 
Flintstone H. Districts 

81 23 
12 

310 

Others 

Forest and Park Acres Req'd. 
Rocky Gap State Park 
Green Ridge State Forest 

Existing 
Designated 

176 
155 

22 

133 
82 

132 
92 

+$18.5M required for mitigation of environmental impacts. 
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IV. AFFECTED ENVIBQNMENT 

A. Soc ial-Economic 

1. Demographic 

Western Maryland 
Population, in total numbers, has been nearly static for several years 

in Western Maryland. Only in Washington County has there been an 
appreciable overall growth since 1940, and in Allegany County the total 
pqpulation has actually declined in the past several years. 

Allegany County 
The socio-economic structure of Allegany County differs from that of 

Maryland as a whole. In two areas, the county falls below the standard for 
Maryland. The median educational level is lower and the median family 
incone is significantly lower. 

Median income in Dollars   Median Education in years 
State of Maryland $16,403 12.1 years 
Allegany County   10,499 11.6 years 

Peculation Characteristics 

The population of Allegany County has decreased since 1950, showing a 
loss of 6% from 1950-1960 and again a loss of 0.1% from 1960-1970 compared 
to an increase of 28.9% from 1950-1960 and 32.3% from 1960-1970 for the 
State of Maryland. Prior to 1950 the growth rate was 3% per 10 year 
period. Earlier population estimates had shown an expecteed 6.8% increase 
from 1970 through 1980, due to expected growth in primary centers (e.g. 
Frostburg, Cumberland) however, these were not realized due to 
out-migration from the County.  A net loss of 3.6% occurred fran 1970 - 
1977. 

POPULATION OF ALI£GANY OOUOTY 1950-1980 
1950    1960    1970    1977 

89,556    84,169   84,044   81,100 

Characteristics of the population indicate that 1.8% of the population 
is non-white compared to 18.4% for the State of Maryland. 

2. Economic 

Western Maryland 

In response to the habitual high unemployment rates, the Tri-County 
Council and Allegany County have established priorities to alleviate this 
econonic problem. The first priority is "greater employment diversifica- 
tion". This is envisioned to develop new industry which is locally owned 
and controlled, relatively small sized and displays growth characteristics. 
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The second priority of the Region is "energy development". Recent 
energy shortages, have led the President of the U.S. A. to name coal as the 
primary source of energy supply for future years. It is acknowledged that 
vast reserves of coal and modem technologies are available to convert coal 
to liquid fuels as well as creating cleaner burning coal facilities. Price 
increases of other fuel have made this conversion to coal uses more 
realistic to the consumer. Western Maryland has the only significant 
amounts of coal deposits in the State and is prepared to use this resource 
as an econonic stimulus. Allegany County in 1975 produced approximately 
949,800 tons of coal. This amount can be significantly increased as the 
need warrants. 

Another important facet of the economy of Allegany and Western 
Maryland is tourism. Over 3% of all jobs in Western Maryland are generated 
by tourism. Recognizing this. Western Maryland Counties consider adequate 
access to its many natural and scenic resources as being necessary to 
promote continued tourism and increase same. While much pessimism was 
apparent during the past fuel shortages, as they relate to travel, an 
optimistic outlook has maintained relating to availability of fuel. Recent 
studies project an annual 3% increase of autmobile travel, while seeing an 
annual 3% decrease in fuel consumption. This is reflected in the new gas 
mileage requirements from EPA, coupled with the 55 mph speed limit, not to 
mention the use of new fuel sources now on the foreseeable horizon. 

Allegany County 

The economic base of Allegany County is manufacturing with retail trade 
also being inportant. Manufacturing activities produce 31.8% of total 
personal income in Allegany County compared to 16.7% in the State of 
Maryland. Trade and service combined account for 19% of Personal Income. 

The high degree of specialization and dependance en the manufac- 
turing sector and especially a few large firms, relative to other private 
non-farm sectors, suggests an imbalance in local economy and special 
vulnerability to national economic cycles. This was evidenced in the 
economic recession in late 1974, which was harmful to the local economy of 
Allegany County. The official unemployment figures for April, 1975 showed 
an unenployment rate Of 7.7% for the State of Maryland as compared to a 
17.3% rate for Allegany County. The unemployement rate for 1978 was 10% 
for Allegany County as compared to 5.6% for Maryland. The unenployment 
rate of Allegany County has been higher than the statwide rate in recent 
years. The high unemployment rate coupled with a high number of 
non-workers compared to workers, indicates that county residents have 
relatively few job opportunities, but an adequate labor force for future 
employment centers. 

The property tax for Allegany County is based on an assessed value 
which is 50% of actual value. The tax rate for the county is $2.19 per 
$100 of assessed value. 

In summary, Allegany County residents do not have the same opportu- 
nities in terms of income and jobs as the average Maryland resident. 
Recognizing this the County and Tri-County Area have initiated an agressive 
program toward Econcsnic Development. 
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3. Land Use 

The table shows that Allegany County is highly rural in nature. Oily 
7% of the County may be considered urban (incorporated areas, industrial, 
commercial, and residential) where as, over 93% is non-urbanized 
(consisting of recreation, open space, rural and undeveloped land). 

Urban 
Transportation, Utilities 
Industrial 
Canmercial 
Residential 

% 
3.0 
.5 
.5 

3.0 

Acres 
8,179 
1,361 
1,363 
8,179 

Total Urban 

Non-Urban 
Recreation and Open Space 
Rural and Undeveloped 
Agricultural and Resource 
Production 

7 

22 
54 
17 

19,084 

59,980 
147,225 
46,348 

Tbtal Non-Urban 
TOTAL 

93 
100% 

253,553 
272,637 

Urbanization in Allegany County is determined mostly by topography and 
follows transportation routes. A substantial portion of development 
consists of strip and linear development that follows existing highways, 
which in turn follows streams, valleys and flood plain areas. 

The most heavily urbanized section of the County is the western section 
of Allegany County, which includes Cumberland and adjoining areas to the 
north and south. The transportation loop of urbanization extends from 
Cumberland to Frostburg, down Georges Creek and along the Potomac River 
back to Cumberland. 

Outside the urbanized area, public and private forests cover many of 
the steep mountains and ridges. Agriculture is carried out along the 
Potomac River and in relatively fertile stream valleys. Oldtown and 
Flintstone are rural centers serving the resource producers, fanners, and 
orchardists. 

Two other important land uses exist in non-urbanized portions of the 
County. Strip mining is increasing on the mountain sides along Georges 
Creek and around Frostburg and Mt. Savage while residential development for 
conmuters to out county employment and second home owners is increasing in 
the eastern part of the County. 

4. Future Land Use/Planning 

Development of Allegany County in the past has been slowed by 
topography and the lack of public water and sewer facilities. The county 
hopes to develop latent economic potentials of the county and to provide 
service facilities to accommodate new development as well as improve 
existing facilities. Future land use plans recommend that prime 
development lands in the County first be considered for industrial uses, 
primarily industrial park complexes (See Figure 6). Currently, 10 areas 
are developed as industrial sites, of which 4 are in operation.  The 
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recognized need to expand Allegany County's economic base is reflected in 
this concept. 

Residential development is planned in two forms; urban service 
residential and rural residential. Urban service residential is designed 
for a density of 2 or 3 dwellings per acre, serviced with public water and 
sewerage. Rural residential is planned to be a lower density with 1.5 
dwellings per acre and generally not served by public water and sewer. 
Much of the rural residential use is planned to serve commuters in eastern 
Allegany County. 

A third category of land use development is that of recreation and 
tourist related uses. The County recommends that existing parkland in 
urban areas should be developed for intensive recreation uses, while larger 
tracts should make use of limited portions of its forests and wildlife 
lands for vacation type recreation. The use of the natural resources of 
the area would continue to support the inportant function of tcurism to the 
economy. 

The Appalachian Development Highway System's Plan provided for future 
access to major market areas to the North, South, East, and West. The 
Comprehensive Master Plan for Allegany County also states that it is 
necessary that interregional access be multidirectional and more fully 
developed. 

The major highways planned will consist of high quality primary and 
secondary roadways, which will interconnect with the Federal Interstate 
System. This system will bring the benefits of high speed, interregional 
access closer to the people and industries of Allegany County and Western 
Maryland as a whole. 

Socio-Economic Bibliography 

Income Characteristics; Maryland Social Indicator Series, 
Volume III. Maryland Department of State Planning. 
Pub. No. 202, April 1974, p.B-5. 

Educational Characteristics; Maryland Social Indicator 
Series, Volume I. Maryland Department of State 
Planning. Pub. No. 200, NDvember, 1973, p. B^4. 

Population of Maryland by Election Districts 1930-1970; 
Department of State Planning, August 1973, p.8. 

Peculation Estimates; Current Population Iteports. Series 
P-26, No. 78-20. August 1979. 

Appalachian Maryland Development Plan; Tri-County Council 
for Western Maryland, Inc., July, 1975, pp.2 & 17. 
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B. Natural Environment 
1. Physiography Route 48 

Geographically, this section of U.S. 48 is located in north central 
Allegany county with its east-west axis connecting Cumberland with M. V. 
Sftiith Itoad at the Green Ridge State Forest. This area of Western Maryland 
is considered the Valley and Ridge section of the Appalachian Highlands and 
consists of synclines and anticlines which were formed (Figure 7) during 
the Ttertiary period approximately 7 to 65 million years ago. These north- 
easterly trending ridges and valleys have been created by geologic folding 
and erosional processes. 

Most of the corridor is drained by the Potomac River and its 
tributaries (Figure 7). A few large streams drain the synclinal valleys1 

Fifteen Mile Creek, Town Creek, and Evitts Creek. 

The valleys are generally cultivated due to the richer bottonland, 
alluvial type soils, while the ridges are forested. Many of the ridges 
have a very thin overburden underlain by non-resistant shale. 

2. Topography and Geonrorphology 

Eight prominent geomorphological features occur in the study area. 
From east to west, they are: Tbwn Hill (a synclinal ridge), Fifteen Mile 
Creek (a complex anticlinal valley). Green Ridge (an anticlinal ridge), 
Polish Mountain (a synclinal ridge), Town Creek (a synclinal valley), 
Warrior Mountain (an anticlinal ridge), Bush Ridge (an anticlinal ridge), 
and Evitts Creek (a synclinal valley). 

The most prominent ridges are Warrior and Polish Mountains with their 
highest elevations being 2020' and 1607' respectively. The eastern face of 
Warrior Mountain and the western face of Polish Mountain have slopes 
greater than 20% (see Figure 7). Another ridge of lesser vertical rise but 
greater slopes (50%) is Green Ridge. It measures approximately 1200" at 
its crest with slopes exceeding 35% on its western face. 

Genetically, this landscape is in the mature part of the gecmorphic 
cycle. The maximum relief has been reached with elevations from 600' to 
200' above sea level. Streams cut through the elevated areas create highly 
variable slopes from 5 to 40%. 

3. Geology 

The National Freeway corridor crosses an area of folded Paleozoic 
sediments which appear repetitively across the study area (figure 8). The 
sediments consist of a series of sandstones, siltstones, shales, mudstones 
and limestones. The youngest formation exposed in the corridor is the 
Fbcono group of Early Carboniferous (Mississippian - 345 million years ago) 
age. This formation ranges from massive conglomerates containing milky 
quartz to micaceous sandstones and shales. The Pocono outcrops at the 
crest of Ttown Hill and is separated by Fifteen Mile Creek gorge and east at 
Sideling Hill. These beds of shale may contain thin layers of coal. 

The Hanpshire Formation forms the base of Town Hill approximately three 
miles wide running norhteast to southwest.  Massive sandstones and fine 
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grained agrillaceous shales make up the Hampshire which outcrops at Fifteen 
Mile Creek and at the Fbtomac River. These shales make up most of the 
upper part of the formation. They are distinguished by their lack of 
grittiness and their fissility. These clastic rocks split very easily on 
their bedding planes and weather readily. This formation was the last 
layed down during the Devonian period (395 million years ago). 

Proceeding west, the Jennings Formation has the greatest areal 
distribution of any formation in Allegany County. It forms Green Ridge, 
Polish Mountain, and most of the area in between. The deposits of this 
formation are almost wholly arenaceous. Sandy shales predominate with 
quarzose sandstones interbedded in no regular sequence in the lower and 
middle parts. In the upper part, heavy quartzitic sandstones predcrainate, 
though the sandy shales are in considerable abundance. The heavy 
quartzitic beds may contain important beds of fossiliferous conglomerate. 
The thickness of the Jennings Formation varies from 3500' at Jennings Run 
to 5000' along the Potccnac at the mouth of Town Creek. 

The eastern face of Warrior Mountain and the depression between Green 
Ridge and Polish Mountain contain the Romney Shale. This formation is an 
agrillaceous fissile shale which weathers into fine angular fragments. Do 
to its lack of hard materials, the formation is prominent in the valleys, 
where it forms low ridges or rounded hills. Iron-ore pockets have been 
found in various localities along the eastern base of Warrior Mountian. 

The Oriskany Formation appears on the eastern slope and much of the 
western slope of Warrior Mountain. It enters largely into the structure 
of Martin Mountain and covers completely the central and southern portions 
of Collier Mountain. This formation consists of two well-marked 
lithological divisions which grade into each other. The lower part rests 
conformably upon the Helderberg and is a blue-black chert in nodules and 
layers, separated by thin beds of dark gray arenaceous shale. The upper 
part of the formation is a grayish-white sandstone, which is often 
calcereous. 

The chert in an unweathered condition is in hard, deep blue-black 
masses and shows a great tendency to break into small-sized nodular blocks. 
Weathered specimens are almost invariably light-colored while unweathered 
surfaces have at times a pearly white appearance. The Helderberg-Oriskany 
contact line can often be easily followed by the chert fragments even if 
all the traces of contact are gone. These may be found in seme of the 
fields near the top of Warrior and Martin Mountains. The thickness of the 
Oriskany ranges from 300'on the south of Monster Rock near Keyser, West 
Virginia to 150' thick, 2 1/2 miles east of Cumberland. 

The Helderberg formation completes the Devonian geologic time period. 
It makes up a large part of Warrior and Martin Mountains and flanks Evitts 
Mountain. Lithologically, the Helderberg is a limestone formation with 
agrillaceous impurities occurring in sane beds. The tentaculite limestone 
of New York is part of the Helderberg formation in Maryland and is over 
400' thick. This limestone makes up the lower part of the formation, being 
a dark blue thin-bedded rock which in breaking gives a decided ring. The 
upper part is characterized by thin bands of chert, white to yellowish 
white in color, heavily bedded and highly fossiliferous. The thickness of 
the whole formation is nearly 800'. 
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The Silurian system contacts sane of the study area but is not quite as 
important as the Devonian. Seme controversy exists placing the Helderberg 
formation in the beginning of the Devonian or the end of the Silurian 
period. It may be split between both. 

The last formation to appear in the Silurian peiod is the Tonoloway 
limestone outcropping on the eastern and western slopes and circling the 
base of Martin Mountain. This formation consists of a sequence of lime- 
stones and calcareous shales sometimes separated by a sandstone member that 
is hard, dense and resistant to weathering. This makes a prominent ledge- 
making member. The limestones in the upper part of this member are 
sufficiently pure to have been quarried. The limestone members of the 
Tonoloway are highly fossilized and about 30 species of ostracods have been 
identified in it. The  thickness of the formation ranges from 600' to 700'. 

The Wills Creek Shale lies conformably upon the Tbnoloway limestone 
around Martin Mountain and also outcrops on the eastern slope of Evitts 
Mountain. It contains interbedded shale and limestone and is around 450'. 

The McKenzie formation and the Ftose Hill formation cap off Evitts and 
Martin Mountains. The McKenzie consists of interbedded grey shales and 
muddy limestones with sane intercalated red shales and sandstones. About 
240* of strata occur in this section. 

The Itose Hill formation consists of olive to drab shales and sane thin 
sandstones with two layers of purple-red iron-cemented sandstone near the 
middle. At Cumberland, this formation is around 522' thick. 

4. Soils 

The soil survey of Allegany County published by the U.S. Department of 
Agriculture Soil Conservation Service provides the following general 
information (see Figure 9). Fran Green Ridge to the east side of Warrior 
Mountain and from Evitts Mountain to Cumberland, soils are in the 
Weikert-Gilpin association (Photo 1) a shaly silt loam. 

The Weikert soils are made up completely from dry shale, are less than 
20 inches to bedrock, are excessively drained and have the lowest supply of 
mosture in the county. 

The Gilpin soils are a little less shallow and shaly than the Weikert. 
Both soils are considered a shaly silt loam. About 60% of this association 
is Weikert soils, 13% Gilpin and 27% minor soils. The Weikert-Gilpin 
surfaces again in the area from Evitts Mountian to Cumberland. 

The gently sloping to rolling areas of the Weikert-Gilpin association 
are used for general farming and pasture. The soils in these areas are 
generally less productive than those in other parts of the county because 
of the shallow, droughtiness of the Weikert Soils. 

The Eliber-Dekalb-Opequon association, which lies between the west side 
of warrior Mountain and the east side of Evitts Mountain is the only other 
division of soils in the study area. The percentages of soils in this 
association are as follows: Eliber-27%, Dekalb-20%, Cpequon-10%. 

The Eliber soils, which usually make up the tops and sides of ridges, 
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Photo 1:  Typical unstable soil structure incurred 
throughout study corridor AGBF2. 
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consist of deep, well-drained, cherty soils. Water capacity of these soils 
is moderate. A sample profile of these soils may be about 13 inches of 
cherty silt loam on the surface, a 29-inch cherty loam subsoil, and an 
underlying at a depth of 42" - 50" of yellowish-brown chert-loam consisting 
mainly of chert fragments. Hard limestone is at a depth of around 50". 
The soils are mainly used for orchards. 

The Dekalb series consists of moderately deep, well-drained soils 
formed from sandstone with occasionally a thin layer of shale or siltstone. 

The Opequon series consists of shallow, well-drained soils that are 
formed from hard limestone. They contain many coarse fragments of lime- 
stone, and are usually located on limestone ridges. These soils are high 
in natural fertility and highly productive when managed prcperly. 

Approximately 21 acres of prime agricultural land will be required for 
the construction of AGBF2. (See Figure 6). 

5. Water Resources 
Surface Water 

The valley and ridge physiographic province encompasses the Minor 
Atlantic Drainage basin. Two water provinces are associated in this 
drainage basin, Warrior-Evitts Mountain, and Sideling Hill-Town Creek Water 
Province. The Minor Atlantic basin drains eastward via the Potcmac. Major 
streams in this basin include Evitts Creek, Ttown Creek, and Fifteen Mile 
Creek. There are thirty-two smaller tributaries, the most important being 
Elk Lick Run, Collier Run, Murley Branch and Black Sulfur Run. 

The Potomac and the smaller tributaries flowing along or within the 
boundaries of Allegany County receive the runoff from precipitation which 
has fallen upon steep and undulating surfaces covered with trees for the 
most part. There are very few ponds and no marshes to retain the water in 
its course from the hillsides to the various creeks. The runoff is rapid 
and the amount of water that percolates into the soil to reappear as 
springs and to feed the summer flow is relatively small. In times of 
deficient rainfall, these streams shrink to a small percentage of their 
original size. This seasonal diminution has prevented the use of the 
flowing water for the production of power. 

The 100-year floodplains, for each of the major streams crossed, vary 
from very broad to narrow. Figures lOa-lOd shows the limits of these 
floodplains for Evitts Creek, Elk Lick Run, Fifteen Mile Creek, and Ttown 
Creek. Black Sulphur Run, and Collier Run floodplains are delineated by 
elevation data supplied through FIA, HUD studies for the streams involved 
(Available at SHA). The waters in the study area are out of the zone of 
influence of the Maryland Coastal Zone Management Program. 

Surface Water Quality 

The water of the north branch of the Potomac River is naturally 
somewhat dark in color. The discoloration is further increased by the 
effluents of sawmills, tanneries, and coal mines mostly west of the study 
area. At the point of confluence with Evitts Creek, the Potomac is already 
highly polluted from its 75 mile journey beginning at Fairfax Stone. Acid 
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mine drainage and sewage treatment plant effluent seem to be its major 
problems. 

Beginning with Evitts Creek and then continuing on to Collier run, Ttown 
Creek and Fifteen Mile Creek, the Potomac becomes involved in a natural 
flushing and diluting action. The high standards both chemically and 
bacteriologically of the tributaries plus the large volumes of water help 
to clean out the Potomac. 

The north branch of the Potomac, before connecting with Evitts Creek, 
does not meet water quality standards. Fran Evitts Creek east, the Potonac 
meets those standards through Allegany County. Water quality parameters 
such as dissolved oxygen, temperature and pH are met by all three major 
streams. Bateriological standards are not met periodically during periods 
of low flow. 

Fifteen Mile Creek, Town Creek, and Collier Run have been designated as 
Class III —natural trout waters while Evitts Creek and the Potonac River 
are designated as Class IV — recreational trout waters. Except for broader 
changes in temperature, these standards are identical to the water quality 
standards promulgated for Class I Waters; Water Contact Recreation and 
Aquatic Life. 

Many of these streams, such as Murley Branch, which originate in 
limestone, combine to make very fine trout streams. Their naturally high 
pH values and usual swiftness create ideal situations for trout, except 
during periods of low flow. Fifteen Mile Creek has been said to be one of 
the finest trout streams in Maryland and is the only one that is entirely 
within the limits of Maryland. 

Groundwater 

A region's geology, topography, and soils all influence the subsurface 
novement of water. The Sideling Hill-Ttown Creek water province reservoirs 
are recharged chiefly by local precipitation. The area's soils have a low 
iroisture-holding capacity, a low permeability and storage capacity. Much 
of the ground water recharge takes place in this area in the late fall or 
early spring. The water table in the province parallels the topography in 
a subdued fashion, and is closest to the surface in the valleys and at the 
Potomac River. Groundwater occurs chiefly under water table conditions, 
although locally artesian conditions exist. 

The yield of most wells in the area is low, averaging 1-15 g.p.m. with 
the high 36 g.p.m. 

The chemical quality of the groundwater is sufficient for most 
domestic and farm purposes. The water from these shales is generally hard 
and alkaline. 

The Warrior-Evitts Mountain water province is characterized by a 
mature topograpy, then soil, rocky outcrops and only a few square miles of 
flat land. The groundwater recharge is estimated to be about one-fourth of 
the annual precipitation. The storage capacity of the rocks is relatively 
low so the water table rises rapidly during periods or groundwater 
recharge. During drought periods, the water table declines. Therefore, 
springs may fail and the yield o£ wells may decline substantially. 
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Generally, the limestone and sandstone units are the best aquifers and 
have the greatest capacity for groundwater storage. Qroundwater discharge 
to the streams declines near the end of the summer. Some southerly flowing 
streams such as Collier Run and Mill Run drain the Oriskany and Romney 
formations and most have no flow at the end of the summer. However, Murley 
Branch, draining limestone, has a flow of more than 2000 g.p.m. at the end 
of the summer. This indicates a high storage capacity of the limestone 
rocks drained by Murley Branch. 

Based on information available at the time of this report, there are no 
sole source aquifers in this area as defined by the Safe Dcinking Water 
Act, Section 1424 (e) PL 93-523. 

6. Climate ,: 

A middle latitude locality with a general atmospheric flow of west to 
east and four well-defined seasons generally comprises Allegany County's 
climate. The average annual temperature is 52.9° F. Ttenperatures of 32° 
F. and lower occur approximately 115 days a year in this area. Allegany 
county's growing season averages about 170 days. 

The average annual precipitation of'(37.33 inches is evenly distributed 
through the year. Seasonal snowfall averages around 32" with maximum of 
75" and a minimum of 11". Ihunderstorms occur on the average of about 35 
days per year, are nost frequent between May and August, and account for 
most of the heaviest rainfall. 

7. Vegetation 

Vegetation along the AGBF2 study .corridor is almost totally forest 
cover with the exception of some small farming operations. Farm size 
appears to be restricted by existing tomography and economic feasibility. 

Bour recognized forest associations occur along the study corridor 
(Brush, 1977): Chestnut Oak — Bear Oak Association (Green Ridge Forest), 
— Hemlock-Birch Association (Town Creek floodplain); Sugar Maple-Basswood 
Association (Twiggtown-Murley Branch area); and Chestnut Oak Association 
(Cumberland terminus). The stability of the forest ecosystem especially 
within Green Ridge State Forest has produced a stable ccnmunity of 
associated forest vegetation including..-an abundant array of native shrubs 
and wildflowers. , 

Fanning activities in the study corridor are geared toward small scale 
livestock production for subsistence and/or supplemental income. Crops 
grown for this purpose include corn and feed grains. The interspersion of 
cropland and wood lots buffered on the mountain slopes by extensive tracts 
of undisturbed forest makes the entire area extremely productive for a wide 
variety of wildlife species. (Fhoto 2). 

8. Unique/Sensitive Natural Areas 
iu  Green Ridge State Forest 

Green Ridge State Forest (Figures 11 and 12) is one of the largest 
public land holdings on the east coast.1 

1 Maryland Forest Service 
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Photo 2:  Typical habitat west of Town Creek.  Farmfields, ecotones 
and forested hilltops benefit those species under manage- 
ment in Green Ridge State Forest and Warrior Mountain 
Wildlife Management Area. ^V 
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Currently, the forest is 32,000 acres in size with the ultimate 

acquisition goal of an additional 20,000 acres. The forest's proximity to 
the Baltimore and Washington urban areas (3 hour driving time) helps 
account for the more than 60,000 visitors per year. Expectations are that 
this number will steadily increase, especially with increased acreage 
acquisition. Ihe forest is used for low density/dispersed recreational 
activities that include hunting, fishing, camping, hiking, nature studies, 
etc. 

In order to maximize the multiple use aspects of lands in public 
ownership, the Maryland Department of Natural Resources has begun to 
implement the featured species concept of wildlife management in the 
forest. Under this concept, guidelines based upon the habitat requirements 
and mobility of a featured species direct the coordination of timber and 
wildlife management within forest compartments (Holbrook, 1974). 

Within the area, the wild turkey has been chosen as the designated 
featured species, (although deer, squirrel, and grouse are also abundant). 
The turkeys need a wide range and a diverse hardwood forested area such as 
the Green Ridge area affords. Approximately 13,000 turkey hunters worked 
the available range for this species in Maryland (approximately 1,200 sq. 
mi.). A great number of these hunters utilize Green Ridge State Forest. 
This places a pressure of approximately 11 hunters per square mile of 
turkey range in Maryland ccnpared to a state such as West Virginia which 
has a pressure of about 4 hunters per square mile. Preservation of prime 
range land is irrportant Maryland sportsmen. Tlie wild turkey needs 
extensive range (approximately 1,000 acres) with diverse hardwood species, 
a diverse and productive understory and freedon from human disturbances. 

b. Warrior Mountain Wildlife Management Area 

Warrior Mountain Wildlife Management Area (Figure 11) will not be 
impacted by the proposed alignment, however, its proximity to the study 
area is irrportant in terms of the contribution this area makes to the 
quality and abundance of wildlife species. 

c. Upland Natural Areas 

As part of an effort to inventory and designate areas of distinction 
within the state of Maryland, the Energy and Coastal Zone Administration of 
the Maryland Department of Natural Resources and the Maryland Department of 
State Planning have established a listing of such areas for Allegany 
County. Several of these areas occur within the study corridor and will be 
impacted either directly or indirectly by the AGBF2 alignment (See 
Section V A). 

1.  Fifteen Mile Creek 

This part of Green Ridge State Forest (3,640 acres) is a highly 
dissected mountainous area with diversely vegetated meandering coves and 
drier ridges of predaninently oak canopy (Photo 3). Forest access roads 
run throughout the site. Designated camping areas are located along the 
roads and run along Deep Run and Town Hill. Vistas of the stream valley 
and the diversity of the flora in the coves add to the forest's scenic 

quality. 
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2. White Sulphur Springs 

The White Sulphur Springs Area (114 acres) is located within Green 
Ridge State Forest just south of Sugar Bottom Road. The northern part of 
this natural area is a small clearcut with thick regeneration of oak, 
hickory, and pine. Ho the southwest toward Black Sulphur Run, older stages 
of the same species occur. Black Sulphur Run has a cobble botton to shale 
bedrock. j 

3. Polish Mountain 

The Polish Mountain Area (900 acres) is located within Green Ridge 
State Forest and has the potential for being incorporated into the Maryland 
Wildlands Preservation System. Ultimate land acquisition would make this 
area approximately 1,250 acres. 

Bordered on the east by dirt roads, this area drops over a thousand 
feet to its western boundary, Ttown Creek. The steep slopes make walking 
difficult, but there are a few deer trails running across the slope. 

d. Various Caves 

Franz and Slifer (1971) have inventoried seven cave sites which are 
close to the AGBF2 alignment (Figure 11). These caves are attractive to 
outdoor recreational enthusiasts and provide a unique habitat for a limited 
but varied array of cave fauna. 

9. Wildlife 
a. Terrestrial Ecosystem 

The wildlife diversity and abundance within the study area are due to 
the excellent environmental conditions that exist within the ecosystem and 
the sound wildlife and forest management practices which have been employed 
over the years. 

The crop land planted primarily in feed grains is an added source of 
food in time of biological stress. The interfaces between cultivated land 
and adjacent wood spots and streams have created ecotones (edge) which add 
cover for many of the more open land wildlife species which inhabit the 
study area. Rabbit and fox utilize areas such as these along with species 
of small rodents which form the base of a food chain for the predatory 
feeders such as fox, bobcat, birds of prey, etc. (Photo 4). 

Fur bearing animals are abundent within the ecosystem. Fox, raccoon, 
and rabbit are present. The major stream systems provide habitat for 
healthy populations of muskrat, beaver, and mink (See Photo 5) 

Breeding bird surveys (Bystrak 1970-8) reveal a high diversity of 
songbirds adapted to fill niches within heavily wooded ecosystems. 

The wooded slopes and hollows throughout Green Ridge State Forest 
support healthy populations of many game species such as wild turkey, deer, 
grouse, and squirrel. Under the featured species concept of wildlife 
management, large stable populations of these species plus proximity to 
large urban areas make Green Ridge State Forest a major attraction for an 
ever increasing number of hunters as well as other outdoor enthusiasts. 
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Photo 4:  Foreground: 

Background: 

Farmland exibiting typical interspersion 
of cropfields & ecotones beneficial to 
openland wildlife. 

Extensive managed forest ecosystem of 
Green Ridge State Forest. 
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Photo 5:  Town Creek Area 
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b. Aquatic Ecosystems 

Four watersheds (Evitts Creek, Collier Run, Tbwn Creek, and Fifteen 
Mile Creek) which include 7 major stream channels (Evitts Creek, Elk Lick 
Run, Collier Run, Murley Branch, Tbwn Creek, Black Sulphur Run, and Fifteen 
Mile Creek) are encountered along the length of the study corridor (Figure 
11). These streams are the major receptors of groundwater and surface 
water runoff and ultimately flow into the Potomac River. The long-term 
stability of the ecosystem reflects itself in the excellent quality of the 
water flowing in these streams and in the numerous small tributaries which 
feed them. This high water quality conbined with low siltation has helped 
produce a highly diverse benthic community which forms the base of the food 
chain for larger fish species. 

Because of naturally occuring low summer flow rates, the streams are 
best suited on a year-round basis for warm water species such as small- 
mouthed bass. However, an active trout stocking program is carried out in 
both Evitts Creek and Fifteen Mile Creek. In the past twenty years, over 
100,000 trout have been stocked in Evitts Creek for the purpose of satisfy- 
ing the spring trout season demand by fishermen from throughout the region. 
Fifteen Mile Creek was stocked with trout for the first time in 1979 and 
indications are that this will take place on a yearly basis into the for- 
seeable future. 

These streams can be classified as an upper perrenial subsystem of the 
Riverine System of Wetlands (Cowardin, 1977). A diagram of the classifica- 
tion hierarchy for the Riverine System is shown in Table  1. 

c. Wetlands 

There are no wetlands that will be impacted by the selected 
alternate. 

10. Endangered/Rare Species 

No species of wildlife which are protected by either State or Federal 
laws have been documented to be present in the study area. Although the 
entire study area presents possible habitats, none have been identified to 
positively provide an active colony of species. 
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TABLE 1 
DIAGRAM OF THE CLASSIFICATION HEIRARCHY FOR THE 

RIVERINE SYSTEM 
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C. Historic Resources 

In 1973, when the Draft Environmental Impact Statement for the National 
Freeway was circulated, only seven historical sites had been identified. 
These were: 

Site 6 - Turkey Flight Manor (Inn of National Pike) 
Site 13 - Beall log Cabin 
Site B-2 - Martin Gordon Farm 
Site 62 - Devils Den 
Site B-l - E. Stonestreet Farm 
Site 37 - Six-Mile House(Habeeb House) 
Site B-5 - Patterson Farm 

Subsequently, a more comprehensive but partial survey revealed a total 
of 61 sites, including three possible National Register districts: 
Flintstone, Breakneck Valley, and Williams Road (See Figure 13). Another 
partial, survey further identified twelve sites. 

Finally, in early 1977, the State Highway A3ministration and the 
Maryland Historical Trust entered into an agreement whereby the State 
Highway Aaministration would fund full time professional historic site 
surveyors. One of their major tasks was the cotpilation of historical 
resource information along Section I of the National Freeway. By 
September, 1977, the survey was complete. 

Seventy individually signficant sites not affiliated with any 
collective grouping were identified. Of these, 25 have been determined by 
the State Historic Preservation Officer to probably meet the criteria for 
inclusion in the National Register of Historic Places, while four are 
presently listed on the National Register. 

Another 59 identified sites have been consolidated into one of three 
groups, the most farreaching of which is the Breakneck Valley Historic 
District. 

The Breakneck Valley Historic District comprises a total of 31 sites, 
over an area of 6,270 acres. This district combined and expanded the 
previously identified Breakneck Valley and Williams Road district. This 
rural, basically agrarian unit is one that has hardly been altered for in 
excess of 100 years. The Keeper of the National Register determined the 
Breakneck Valley Historic District eligible for the National Register in 
November of 1977 (second survey). 

The Flintstone Historic District was another district identified by 
the historic sites survey. Although generally consistent with the 
previously identified district, detailed investigation revealed twenty-five 
individually signficant sites. 

The third and final grouping identified is known as the Hinkle Group. 
Three sites comprise this area, totalling approximately 245 acres in size. 
This group was determined eligible by the Keeper of the Register in 
December, 1977. 
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All of the historic sites are listed in Table 2. The reader is 
requested to note that the Letter "B" in front of the sites listed denotes 
their location within the Breakneck Valley Historic District. The district 
has been highlighted on Figure 13. Sites which had been identified in the 
1976 survey have their respective survey number in parentheses, or adjacent 
to them. 

Archeological reconnaissance surveys similarly have been performed for 
the Section I corridor. The Maryland Geological Survey identified several 
sites, some Indian, sane historic. Many represented very small finds, i.e. 
only an occassional artifact, and the State Historic Preservation Officer 
stated that further archeological investigation was not required. See 
Appendix A. 
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TABLE 2 
NATIONAL FREEWAY 

HISTORIC RESOURCES, SECTION I 

BREAKNECK ROAD HISTORIC DISTRICT 

B-l Earl Stonestreet   c. 1840 
Farm (37) 

B-2 Martin Gordon Farm c.1830 
(36) 

B-3  Messick  Log  House       c.1790 

B-4 Green Meadows 
Cemetery (35 ) 

B-5 Patterson Farm (34) c.1840 
5A 

B-6 Fletcher House (26) c.1840 

B-7 Shipley House      c.1910 

B-8 Wilision House     c.1900 

B-9 Kolb House c.1900 

B-lOHouse Farm (27)     1798 

3-11B.M. Hinkle House  c.1870 
(32) 

B-12Riggleman House    c.1850 
(31) 

B-13Summerville Hinkle  1902 
House (33) 

B-14Wilson Mill Property 

B-15Gay Stonestreet    c.1842 
House (39) 

B-16Rush Town Center (40) 

B-17Luther Macelfish   c.1870 
House (44) 

B-18 Big Spring (44) 

B-19 Rush Church (45)    c.1850 

B-2 0 Rush School (45) 

B-21 Scott Robinette 
House 

B-22 Wilson House (46) 

c.1875 

c.1830 

B-2 3 May Long House (50) c.1870 

B-2 4 Tewell Stone House c.1820 
(49) 

B-2 5 Moyer House c.1825 

B-2 6 Justin Heavner 
House 

c.1900 

B-27 Ericson House late 
19th c 

B-2 8 Browning Farm 
(41) 

c.1845 

B-29 Lillier House 
(47) 

c.1845 

B-30 Heavner Farm 1837- 
(38) 1840 

(B-31 is no site) 

B-32 Warm Springs (29) 

B-designates the site as being part of the Breakneck Valley Historic 
District. 
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1978 
Survey 
Site 
Number 

3 

4 

5 

6 

8 

9 

10 

11 

NATIONAL FREEWAY 
HISTORIC RESOURCES, SECTION I 

<p1 

Site Name 

The Aerie (signpost, iron, 
corithian Col.) 

Barn, Christie Road 
South of 40, near Masons 

Concrete Block House 

Bower Garden Center 
(especially the barn) 

Folck's Mill Ruins 

Turkey Flight Manor 
Colonial Manor Motel 
Folck's Mill Battle site 

Hillcrest Memorial Funeral 
Chapel 

Carl ton Farm 

Farmhouse (3 bay) 

House (Stone and frame, 
2 Story) 

House (White frame 
with red metal roof) 

1976 
Survey 
Site 
Number 

Eligibility for 
National Register* 

No 

No 

eligible (11/27/78) 

No 

3   probably eligible (P.E 

2   on National Register 

1 No 

5    P.E. 

No 

No 

No 

12 Liller-Geiger  House 9 eligible  11/27/78 

13 Beall   Log  House 11 P.E. 

14 Pleasant  Grove  Church  & 
Cemetery 

12,13 P.E. 

15 Old Bucy House 16 P.E. 

16 House No 

17 House No 

*As determined by State Historic Preservation Officer and historical 
surveyor and/or Keeper of Register. 
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1978 
Survey 
Site 
Number 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

39 

Site Name 

Farmhouse* N. side of 
Route 4 0 

Exxon Station/Millers 
Brothers Garage 

Cloverhill Farm 

House(Stone, half timbered) 

Old Wolford House* 

House(Frame on Williams Rd.) 

Fairview Cemetery 

Stone Tavern 

Hatstock House 

J. Ash House (Perrin) 

Robosson Log House 

Milestone 125 

Howard F. Robinette House 

Gas Pump and barns 

Double House 

Hobart Walinger, 
(small house) 

House (Board and Batten) 

House (Large white frame) 

House (white frame) 

Habeeb House (Six Mile 
House, Plummer's Tavern) 

Town Creek Road Bridge 

House (3 Bay, 2 Story frame) 

1976 
Survey 
Site 
Number 

15 

w U 

Eligibility for 
National Register* 

No 

P.E. 

P.E. 

No 

17 No 

42 No 

No 

21 On National Register 

18 P.E. 

19 No 

22 P.E. 

59 On National 

P.E. 

No 

No 

P.E. 

No 

No 

No 

Register 

On National Register 

No 

No 

IV.34 



kfi 
1978 1976 
Survey Survey 
Site Site Eligibility for 
Number Site Name Number    National Register 

40 Harrison/Drake Farm No 

41 Old Sawmill Site No 

42 Rice Farm P.E. 

43 . Stickley Farm P.E. 

44 Mt. Fairview Church No 

45 House (2 story frame No 
on Big Knob) 

46 Barn and Smoke House No 

4 7 House (2 story frame) No 

4 8 Cemetery No 

49 Log Barn and Outbuildings No 

5 0 Grabenstein House No 
(2 story frame) 

51 White Frame House No 

52 Twiggtown P.E. 

53 Pair of Iron Bridges P.E. 

54 House (2 story frame) No 

55 P.Bloss house & barn No 

56 Farmhouse 43 No 

5 7 Lawerence Smith House No 

58 Ricker House 24 No 

59 Tannery Managers House 25 No 

60 Wallizer Chimney Ruins No 

61 Four Bay, two story house No 

62 Devil's Den 30 P.E. 

* 
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1978 
Survey 
Site 
Number Site Name 

1976 
Survey 
Site 
Number 

El 
Na 

igibility for 
tional Register* 

64 Kisamore Log Barn No 

65 Flintstone Historic** 
District 

23 P.E. 

66 National Pike 59 NO 

67 Minke House 6 P.E. 

68 Hess Brick House No 

69 Hendrickson House 7 NO 

70 Leonard Hinkle House 55 eligible 

71 Twigq/Hinkle House 
(Blockhouse Site) 

eligible 

72 Robey/Hinkle Log House 56 eligible 
(Hinkle Farm Group 
includes 70-72) 

73 Warrior's Path 57 No 

** 

65. Flintstone Historic District 
(Maryland Historical Trust Inventory Numbers) 

AL-II 
AL-II 
AL-II 
AL-II' 
AL-II 
AL-II' 
AL-II 
AL-II- 
AL-II 
AL-II- 
AL-II 
AL-II- 
AL-II 
AL-II- 
AL-II- 
AL-II- 

-038 
-039 
-040 
-041 
-042 
-043 
-044 
-045 
-046 
•047 
-048 
•049 
-050 
•051 
-052 
•053 

AL-II-054 
AL-II-055 
AL-II-056 
AL-II-057 
AL-II-058 
AL-II-059 
AL-II-064 
AL-II-067 
AL-II-001 
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V. ENVIRONMENTAL OONSEQUENCES 

A. Natural Resources Inpact 

1. The Department of Transportation, State Highway Administration and 
the Department of Natural Resources (DNR), decided that alignment AGBF2 
was the most acceptable of all the alignments considered, from the point of 
view of service, engineering, impact on the forest, and the proposed 
wildland in the Tbwn Creek area. These agencies drafted a Memorandum of 
Agreement (Appendix B) which was signed on Feburary 1, 1980, by James B. 
Coulter and James J. O'Donnell, secretaries of the respective departments. 

The conditions set forth in the Memorandum of Agreement (hereafter 
called the DNR Memo) describe concepts of design and construction that CNR 
believes necessary to mitigate the impacts of constrution on Green Ridge 
State Forest. 

Conditions enumerated in the DNR memo are summarized in the following 
list: 

a. DNR and the interdisciplinary experts will review the project on a 
continuous basis through construction. 

b. Ho mitigate noise impacts, DNR and the State Highway 
A3ministration shall acquire replacement lands. 

c. Roadway illumination will not be used, except as indicated in the 
DNR Memo. 

d. Retention ponds will be used where necessary. 

e. Signing along the highway will be kept to a minimum. 

f. DNR will assist in determining the limits of construction 
contracts. 

g. Construction activities will be guided by seasonal restrictions. 

h. Flexible hose by-pass systems will be used in smaller stream 
areas. 

i.  Revegetation should blend with the surrounding forest area. 

j. Proposed sites for waste disposal must be submitted to CNR for 
review. Borrow sites will not be located in any unique or 
sensitive natural areas, including the Green Ridge State 
Forest. Aesthetic treatment of all structures with Green Ridge 
State Ftorest shall be jointly developed between CNR and SHA. 

k. DNR's environmental inspector shall have salary and expenses paid 
by the SHA. 

Mitigation measures are described in the following sections and a copy 
of the DNR Memo is included in Appendix. 
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2.    Physical Resources 

Geologic, edaphic (soils) and water resources are usually closely 
interrelated. The ridge and valley section of Maryland illustrates this 
point well. The short term impact of siltation and sedimentation, would be 
created because of shallow, loose soils and overburden. Shallow soils 
(2-6") and steep slopes (50-55% grades) will make erosion control very 
difficult. In an area such as this where the root mat is torn, from the 
soil by walking on it, construction will create conditions conducive to 
severe erosion. This could create long range problems with siltation in 
damaged areas that won't revegetate quickly. 

Siltation is a potential problem to the 32 perennial or intermittent 
streams, which the proposed alignment would cross. However, extraordinary 
mitigation measures will be taken to help protect the streams. Flexible 
hose by-pass systems, similar to the Vail Pass, Colorado approach, along 
with retention ponds would be used where practicable to minimize 
sedunentation and erosion. These measures are desirable because siltation 
would cause a decrease in dissolved oxygen, (a measurement of the available 
oxygen for fish and plant life), and an increase in turbidity (a 
measurement of undissolved solids). EUring construction at times of rain 
these factors would canbine to block off sunlight, diminishing respiration 
in aquatic plants and fish. 

Erosion would be minimized and maximum protection provided for the 
floodplains, streams and slopes by maintaining forest cover and existing 
vegetation except where construction access or piers are needed, (see ENR 
Agreement Memo, Appendix B). 

Because the construction of forestry access roads could prove to be 
environmentally damaging to stream areas and floodplains, the location and 
construction of access roads will be plannned and controlled carefully. 
The Department of Natural Resources will assist in determining construction 
access routes and inspecting restoration work as per the CNR Memo. Full 
utilization of present access roads will be considered. 

The AGBF2 alignment crosses parallel ridges and streams almost 
perpendicularly, and would create some very large cuts and fills. Much of 
the excavation would take place on steep inclines where shale and siltstone 
are the parent rock. This rock may be loose and very fragmented, 
especially in the shaley areas. To avoid problems with rock slides and 
erosion, the angle of highway side slopes would be developed with the 
intent to eliminate or minimize these conditions. 

Chemically, the erosion of the exposed rock and the character of the 
diverted springs may cause changes in pH levels for the streams. Further 
study of soil borings and measures to avoid any adverse impacts on water 
quality will be undertaken in the design phase. Mid-term reduction of tree 
canopy and understory could increase the temperature of the water in the 
streams. This factor along with the higher turbidity and lower dissolved 
oxygen may create conditions which will increase an already seasonally, 
high coliform bacteria count. 

Construction of the highway could result in a minimal decrease in the 
total area available for groundwater recharge. Large cuts may expose 
springs thus reducing the total of water in that aquifer. This could lower 
the water table in certain areas. 
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3. Vegetation 

The selection of Alternate AGBF2 would over its total proposed length 
and right of way boundaries utilize approximately 965 acres of upland 
forest and agricultural land. The loss of land within Green Ridge State 
Forest would be approximately 176 acres out of 32,000 acres which are 
currently owned, and an additional 155 acres out of 29,000 acres which are 
currently in private ownership but due to be acquired by the State Forest 
Sevice in the proposal to expand Green Ridge State Forest. A minimum of 
approximately 155 acres of this total (965 acres) would involve the 
construction of the road surface and shoulders. Approximately 212 acres 
would be utilized for a highway median. Vegetation would include grasses 
and shrubs tolerant to the area and suitable for the median. The balance 
of the total acreage from the shoulder of the highway to the fenced right 
of way line will include a clear recovery area. The ground vegetation will 
be selected for its effectiveness in soil stabilization, erosion control, 
and aesthetic and habitat support capabilities. 

Specific environmental conditions in the study area would be inpacted 
by the conversion to a transportation related land use. These include 
species diversity, species abundance interspersion and habitat quality. 

In the case of Alternate AGBF2, alteration of species diversity 
should not result in an increase in the variety of species present but, 
more likely, a shift in the relative abundance of those species already 
present throughout the ecosystem resulting in a probable permanent loss of 
mature hardwood forest species. It has been estimated by the Maryland 
Forest Service that approximately $56,000 worth of marketable timber exists 
within the right of way for the alignment through Green Ridge State Forest. 
The loss of mature, mast producing hardwood species represents an adverse 
impact in terms of forest management strategies. This will be offset by the 
additional acreage brought into the forest under the mitigation program, 
which will replace approximately three to four acres for every public and 
privately owned acre utilized by the right of way. As much right of way 
will be left undisturbed as is possible to further mitigate this loss. 

In the AGBF2 study area interspersion is already high due to the 
farming and forest interfaces which currently exist. In Green Ridge State 
Forest the presence of fire trails, lumber haul roads and wildlife 
management techniques have served to create an interspersion of vegetation 
and ecotone (edge) areas which are of sufficient quantity and quality to be 
compatible with the overall objectives of both forest and wildlife 
management. 

While edge creation increases cover for various small mammals and has 
an overall beneficial impact on birds of prey, forest and wildlife 
management strategy is geared towards maintenance and stability of healthy 
forest wildlife species such as deer, wild turkey, squirrel, and grouse. 
The increased ecotone (edge) created by the highway's construction may 
permanently alter the pattern of interspersion of these forest wildlife 
species, resulting in adverse impacts in this section of Green Ridge State 
Forest. 

TO compenstate for the forest resources lost to construction of the 
highway as well as the aesthetic intrusion, replacement acreage would be 
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purchased for the Maryland State Forest Service. This commitment is 
included in the DNR Memo (Appendix B). 

To the west of Tbwn Creek, 634 acres of mixed agricultural and forest 
land will be altered into managed right of way and median vegetation. Of 
the total 634 acres, 95 acres would be permanently altered to roadway 
surface. Food crop vegetation and existing ecotones would be reduced in 
favor of an increase in the ground cover, shrub, and tree species ccmmon to 
managed rights of way. 

This change will eliminate an additional food source for the large 
wildlife species in times of biological stress. This food source consists 
of a portion of the fall crop harvest which remains on the ground and to 
some degree remains available during the winter months when nutritional 
requirements are high and food availability is low. 

Vegetation lost will be partially replaced through landscaping of the 

rights of way. 

4. Wildlife 
a. Terrestrial 

The selected Alternate would intrude upon high quality wildlife habitat 
for upland game available to sportsmen and wildlife enthusiasts, especially 
those who wish to travel only a short distance (3 hours) from major 
metropolitan areas. 

The "featured species approach" to wildlife management in this forest 
indicates that the area for the AGBF2 alternate is suited for the 
management of wild turkey. While studying the effects of highway (Route 
48) on wildlife in Cooper's Rock State Forest in northern West Virginia, 
Michael (1976) noted that turkey avoided the area adjacent to the highway 
but did utilize the area 0.2 mile from the highway at levels unchanged 
during the study period (1971-1975). Thus the actual loss of turkey 
habitat due to the avoidance behavior is more than actual right of way as 
the alignment passes through Green Ridge State Forest which has the highest 
density of wild turkey in Maryland. 

White-tailed deer is another species which is intensively managed in 
Green Ridge State Etorest. The construction of Alternate AGBF2 would open 
up previously forested acres and replace it with right of way vegetation of 
grasses and ground covers. During the spring of the year, these areas are 
attractive to deer because they represent an abundant food source. The 
fall mating season also represents a period during the year when deer 
movement becones more active (Jahn 1959) and could become a hazard to 
traffic on the new alternate. To mitigate this factor, fencing and 
underpasses will be utilized. 

With respect to the small mammal populations which benefit from an 
extensively forested ecosystem, the placement of a new four-lane divided 
highway alignment can have a barrier effect. Oxley (Oxley et al, 1974) 
states that this effect created by the placement of a major highway may 
have important effects on small mammal peculations due to the fragmentation 
of gene pools. However, numerous crossing will be provided as reccrmended 
by wildlife biologists to mitigate this tendency. 

To  mitigate the direct loss of productive widlife habitat, the State 
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Highway Aaministration is committed to replace lands impacted through Green 
Ridge State Ebrest. Comparable habitat value has been one of the criteria 
used in determination of replacement lands. 

Some established wildlife trails will be crossed by the AGBF2 
alignment. In order to maintain the wildlife movements, underpasses would 
be provided. The placement of these underpasses vould conform to those 
procedures put forth in the DNR Memo. These underpasses which follow 
existing drainage courses will lessen the impact of habitat and potential 
gene pool fragmentation and will mitigate sedimentation and drainage 
impacts. 

While the direct impacts of road mortality and population fragmentation 
are of biological concern, other more subtle impacts upon the food chain 
can be expected. Maintenance operations associated with Alternate AGBF2 
including the use of herbicide have been reduced sharply in recent years 
both in terms of quantities and overall toxicity. House et al (1969) have 
provided an assessment of ecological effects of extensive or repeated use 
of herbicides. 

Deicing chemical compounds present a more noticeable impact on 
highway-wildlife relationships. While it is necessary to provide safety 
for the highway user, salt laden snow plowed onto the right of way may 
serve as abundant salt licks attracting deer into close proximity with 
moving traffic (Hanes et al, 1970). This impact can be reduced through 
well maintained fencing and animal crossing structures as described in the 
DNR Agreement. 

Because of the lack of supportive data the magnitude of such inpacts 
cannot be quanitified at this time. The State of the art concerning these 
issue of biological significance is relatively new with most efforts 
focused on quantifying the problems. Inpacts to terrestrial systems, food 
chains, and animal behavior caused by salt deposition, metal contamination 
and noise cannot be effectively mitigated, 

b.  Aquatic 

Four watersheds and seven major stream channels, including thirty-two 
subdrainages, would be crossed by Alternate AGBF2. These streams are of 
high water quality (Class III Natural Trout Waters and Class IV 
Itecreational Trout Water) and support a diverse benthic conmunity. 

Evitts Creek (a receptor of impacts to Elk Lick Run) and Fifteen Mile 
Creek are stocked with trout in the Spring. 
Construction during this period could affect the recreational opportunity 
in areas of these streams close to or immediately downstream from the 
construction site. 

The state of the art for mitigating highway impacts to stream systems 
and floodplains has increased greatly in the past few years, and it is felt 
that through proper design and location of the proposed alternate along 
with a multidisciplinary approach to recommend construction 
techniques, many of the historical problems related to highway construction 
can be mitigated or avoided. During construction, SHA's erosion and 
sedimentation control specifications will be strictly enforced to minmize 

potential impacts. 
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During operation and maintenance of the highway, impacts associated 

with road runoff will be the primary concern in terms of maintaining the 
existing excellent water quality. In this area of impact analysis the 
state of the art is extremely limited. 

5. Floodplains 

As indicated the floodplains of Evitts Creek, Elk Lick Run, Fifteen 
Mile Creek, and Town Creek will be crossed by the selected alternate. 
Construction of AGBF2 requires that 400' of Elk Lick Run be relocated 
(See Figure 14). Conceptual studies have been evaluated in accordance with 
FHPM 6-7-32. 

The Maryland State Highway Administration will prepare a detailed 
hydrologic and hydraulic study to determine the existing discharge rate and 
floodplain elevation caused by a 100 year storm. This will provide a data 
base for determining changes that could be caused by the selected 
alternate. Stormwater management will then be incorporated into the design 
of the roadway and its associated drainage structure to avoid increasing 
the downstream discharge rate or headwater pool elevation upstream, 'mis 
will prevent any increase in the flooding characteristics of the study 
area, both upstream and downstream of any roadway improvement, due to the 
construction of the selected alternate. 

The preliminary conceptual design studies have indicated that none of 
the alternates have significant floodplain encroachment. The build actions 
would not entail risks to human activity, would not damage floodplain 
values, nor support direct or indirect development in the base floodplain. 

This preliminary determination was based on the fact that the areas 
under consideration are not currently and are not proposed to be areas of 
human activity or development. The majority of the infringements on the 
floodplains are located in low areas and valleys with steep vertical 
grades on either side. The steep grades of the topography will step the 
floodplain from expanding horizontally. 

As discussed above, all structures will be designed to acconmodate the 
100 year storm and will not significantly change the downstream discharge 
rate. This will eliminate any change in the floodplain either upstream or 
downstream of the proposed structures. 

Specific mitigation for the crossings are identified below and in the 
DNR Memo, Appendix B. All hydraulic considerations will be developed 
during final design activities. 

6. Endangered Species 

No direct or indirect impacts are expected to occur. 

Coordination with the Department of Natural Resources and the U.S. 
Fish and Wildlife Service is being maintained on a continuing basis 
regarding any developments concerning ongoing studies of these species. 
Coordination would also be maintained throughout the design and 
construction phases of this project. 

7. Unique/Sensitive Natural Areas 
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a.  Green Ridge State Forest 

The most environmentally sensitive and affected areas will be: 

1). Fifteen Mile Creek and the western slope of Green Ridge — A 
shallow overburden exists on the west slope (50%) of Green Ridge with a 
very loose ground cover. The floodplain is wide and very sensitive. A 
maximum of two piers for the bridge will be placed on the floodplain with 
access to them. ISb construction will occur on the west slope below 
clorition 840. 

2). Black Sulphur Run — This area has a shallow overburden. long 
and short term impacts on the streams are possible. 

3). Fblish Mountain, deep cut and Boyers Knob —Probable erosion and 
possible opening of underground water exists in this area. 

4). Tbwn Creek — Large, wide floodplain with piers and access roads 
through it. 

5). Warrior Mountain — A deep cut which could create erosion 
problems. 

6).  Collier Run — Siltation and pollution could affect the 
headwaters of this stream. 

7). Evitts Creek — Siltation could occur in areas near Evitts Creek 
and reach the creek resulting in an adverse impact. 

8). Potomac River — This river will be affected by minimal amount of 
siltation from its tributaries. The overall good quality of these 
tributaries definitely improves the quality after the Potomac exits the 
acid mine drainage areas of Western Maryland. The overall impact on this 
river should be minimal. 

Mitigation to the above effects through Green Ridge State Forest is 
proposed in the DNRmemo. Generally, the mitigation will include: 

1. DNR and SHA will determine limits of construction contracts, 
construction access routes, and mobilization sites. 

2. Seasonal restrictions will be placed on construction activities. 

3. Flexible hose by-pass systems will be used in small stream areas 
helping to prevent sedimentation. 

4. Specified low areas in terrain will be bridged by structural plate 
arches and natural bottoms for passage of water and wildlife. 

5. Specific mitigation for Fifteen Mile Creek, Black Sulphur Run, 
Tbwn Creek, ar*3 the east slope of Polish Mountain has been devised for 
these sensitive areas and are delineated in the ENR Memo. 

The preceding principals and selected Vail Pass concepts will be 
utilized throughout the entire project.   Rounding treatment at the 
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beginning and end of cut slopes, and the use of detail for molded valley 
and ridge fill on sections that have waste material are Vail Pass 
mitigation measures to tie implemented. Landscaping techniques include 
hardwood seeding and selective thinning. Hard rock projections will also 
be left in place. 

The greatest impact to the public and private lands in Green Ridge 
State Forest will be the loss of approximately 330 acres which are 
currently owned or planned for future acquisition. This figure represents 
the total land required for road construction and right of way acquisition. 

Alternate AGBF2 will divide a parcel of land approximately 6,700 
acres in size, out of the 50,000 acres proposed as limits to the forest, 
confining it between existing U.S. 40 to the north, Town Creek to the west, 
and U.S. 48 to the south. 

The effects of this division will involve prime wildlife and hunting 
habitat, habitat will be reduced; pristine areas for hiking and canping 
which previously had extremely low ambient noise levels will now be 
influenced by noise from the traffic (especially trucks) to be routed 
through this alignment (Figure 3 & 11). 

To mitigate the conversion of a portion of land from a managed forest 
to a transportation corridor, the State Highway Administration will pay for 
and help facilitiate the purchase of replacement lands. This is one of the 
terms of the DNR Memo. These lands (Appendix B) will be within the 
ultimate acquisition boundaries established for Green Ridge State Forest. 

The joint agreement on mitigation procedures does provide for the 
design and construction of wildlife underpasses which will reduce the 
fragmentation of animal 
populations. 

Noise impacts on wildlife have been studied by Memphis State University 
(1971). While there is an overall absence of information on the effects of 
noise on wild animal populations, the Memphis State study did indicate that 
noise may have a detrimental effect on the breeding efficiency of bird 
species such as bobwhite quail (or wild turkey). 

b. Fifteen Mile Creek Natural Areas 

Fifteen Mile Creek is the only stream which is completely owned ( and 
thus protected) by the state of Maryland from one state border 
(Pennsylvania) to another (West Virginia). This natural area pristine and 
of high scenic quality was inventoried by the Department of Natural 
Resources and encompasses the floodplain and much of the surrounding 
watershed of Fifteen Mile Creek south of Route 40. This area would be 
crossed at its northern boundary by the proposed facility. 

Aesthetic design features are proposed to lessen the visual impact 
created by the highway.  The features are specified in the agreement 
between the Maryland State Highway Administration and the Maryland 
Department of Natural Resources (See Appendix B). 

c. White Sulphur Springs Natural Area 
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This upland natural area is a relatively small (114 acres) area of 
streams and surrounding forest. Since the area is small, the location of 
alignment AGBF2/ would alter the aesthetic qualties which make the site 
of special significance to the forest user. 

Visual and auditory impacts cannot be mitigated for this particular 
site due to the nature of its size. 

d. Polish Mountain Natural Area 

This area is one of the few sites in the Ridge and Valley Province of 
Maryland which has been retained for possible inclusion into the Maryland 
Wildlands System. 

It is noted that the only negative aspect of this site as it 
currently exists is the presence of noise from U.S. Route 40, the northern 
boundary. The federal design Li0 noise criteria of 70dBA is presently 
exceeded at a distance out approximately 150 feet from the centerline of 
U.S. Itoute 40. Noise would still be generated into the northerly section of 
the proposed wildland due to the continued presence and use of existing 
U.S. 40. However, the level of noise will be reduced through the diversion 
of a large proportion of existing and future traffic on to the National 
Freeway alignment. The federal design criteria would be exceeded at a 
distance out approximately 90 feet from the centerline of U.S. Route 40. 
Being a significant distance from the from the southern boundary of the 
proposed wildland area (Figure 20H), traffic noise from the new road would 
becone a part of the overall background noise levels which currently are 
experienced in this area. 

e. Various Caves 

Ihe seven cave sites located in proximity to the AGBF2 alignment may 
be inpacted by activities associated with road construction. Since these 
caves offer a unique recreational opportunity as well as a unique habitat, 
the methods of construction and the potential effects from long term 
vibration associated with high truck traffic volumes will be investigated. 

Any significant potential impacts such as those mentioned above will be 
discussed as part of the interdisciplinary coordination maintained 
throughout the current and future phases of project development. 

8. Visual Quality 

Visual quality is very subjective. When a highway is placed through 
previously undeveloped land, as in the case of alignment AGBF2/ the 
observer's view of and from the road must be compared with his view of the 
landscape before the road was there. The more the setting is disturbed, 
the greater the visual impact caused by the highway. 

Tb give a visual overview of the study area is to characterize the 
physical landscape with the most distinct natural and man-made landforms, 
waterforms, rock formations, vegetation patterns, architectural and 
cultural elements. 

The proposed project study area is a natural landscape moderately steep 
to rolling. The  most prominent elements are the steep ridges forming a 
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wall of vegetation consisting of mixed deciduous hardwood and evergreens. 

As the ridges slope toward the valley, the view becomes more defined 
with exposed rocks, rock outcroppings, large stands of uniform tree cover 
and smaller groups of vegetation breaking the continuous open space. 

The view from the valley, in many areas, is along open landscape of 
well maintained farmsteads, cropland, pastureland, and vegetation types. A 
number of distinct structures, churches, and cemetaries are found here to 
give cultural, historic, and architectural significance to the area. 

Because of the strongly dissected valley and ridge terrain, a number of 
ponds, springs, and feeder streams are found in the project area carrying 
water to Evitts, Itown, and Fifteen Mile Creek. As the creeks and streams 
meander through the forestland and farmsteads, they attract the attention 
of farm animals, wildlife, and recreational enthusiasts. 

v Tb fully appreciate and characterize the physical landscape of this 
J area, it is inperative that each of the various elements be viewed 
[ collectively in terms of function. By doing this, one can visualize a 
V sense of unity and harmony that now exists in this natural setting. 

Visual Inpacts Associated with Construction 

Construction would affect many of the elements, either natural or 
man-made, of the physical landscape as it now exists. Alignment AGBF2 
would be a visual intrusion to Green Ridge State Forest. Construction 
would traverse the State Forest, affecting acreage now used for 
recreation. Construction of AGBF2 would also introduce a very good view 
in some areas, new structures, new landforms, and new vegetation types and 
patterns creating a new landscape for the highway traveller. 

Impacts to mitigate visual impacts within Green Ridge State Forest are 
contained in the DNR Memo. These measures include slope revegetation, 
aesthetic treatment of structures, limits on signing and replacement lands 
to compensate for visual impact. 

B. Energy Requirements 

The Maryland Department of Transportation estimated the construction 
and vehicular energy consumption attributable to highway location 
alternatives in a corridor topographically similar to Section I of the 
National Freeway. This analysis indicated that a major construction 
alternative on new alignment (such as AGBF2) would have a net long term 
energy savings when compared with an alternative which conserved more of 
the existing roadway and involved less new construction ( such as 
Alternative A). Although the new alignment alternative would consume more 
energy during construction, the annual vehicular energy savings to its 
users would be sufficiently large to offset the higher construction energy 
consumption within a period of two to three years. 

The analysis and conclusions supporting the paragraph above are 
contained in pages 89 through 97 of Transportation Energy, Final Report, 
prepared by Hittman Associates, Inc. for Maryland DOT in August, 1977. 

A major beneficial impact of building alternate AGBF? will be 
reduction in the energy consumption rate (in gallons per nuTie ot tne 
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vehicles operating on the new facility. This energy efficiency improvement 
will result from a reduction in grades (in conparison with the existing 
U.S. 40), elimination of sharp curves, provison of passing lanes for 
trucks, and elimination of bottlenecks — all of which will lead to 
smoother traffic flow. 

The three tables in Table 3 illustrate the positive energy impact of a 
reduction in grade. An automobile ascending a 8% grade (the maximum grade 
on existing U.S. 40) at a uniform speed of 40 miles per hour consumes 0.124 
gallons per mile, while the same automobile climbing a 5.5% grade1 at 40 
miles per hour consumes only 0.091 gallons per mile. The consumption rate 
on the smaller grade is 22% less than on the steeper grade. Similar 
results hold for autos traveling at speeds other than 40 mph, as well as 
for two-axle and semi-trailer trucks. 

These savings will be reduced slightly, in the case of autos and 
two-axle trucks, by the increased consumption rate of these vehicles 
traveling down a 5.5% grade rather than a 7% grade. For example, an auto 
traveling down a 5.5% grade at 50 miles per hour consumes gasoline at the 
rate of 0.016 gallons per mile, while the same car traveling down a 7% 
grade at 50 miles per hour consumes gas at the slightly lower rate of 0.013 
gallons per mile. 

Similarly, energy savings will result from the inproved horizontal 
alignments of alternate AGBF2. The maximum degree of curvature on the 
existing U.S. 40 is 8°, while the maximum on alternate AGBF2 will be 5° 
50. Moreover, AGBF2 will have only 3 curves greater than 3° 15'. For 
constant speeds, gasoline consumption rates in gallons per mile increase 
with increasing curvature. 

C.  Accident Rate and Cost Savings 

Modern design standards result in the lowest accident rates for highway 
facilities. 

After construction of alternate AGBF2 an accident rate of 197 per 100 
Million Vehicles Miles (MVM) is estimated for the corridor, with a 
corresponding accident cost of $978,000 per 100MVM. As stated before, the 
accident rate on existing U.S. 40 is predicted to approach the statewide 
average of 321 accidents for similarly designed state roads, with the 
corresponding accident cost estimated to be $1,527,000 per 100MVM. 

1Et>r most of AGBF2,s length the maximum grade will be 
5.5% although there will be short stretches (800 feet) of 
6% grade. 

2For example, see Table 6A on page 17 of NCHRP Report 111, 
Running Costs of Motor Vehicles as Affected by Road 
Design and Traffic. 
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TABLE   3 AUTOMOBILE FUEL CONSUMPTION AS AFFECTED BY SPEED AND GRADIENT- 

STRAIGHT HIGH-TYPE PAVEMENT AND FREE-FLOWING TRAFFIC 

'.Nir-ORM 
SI'hhD 
(MI'HI 

GASOLINE CONSUMPTION (OPM) ON GRADIS OF: 

LEVEL       K'f. 1% 3% 4Cr 5% 

(a)  Plus grades 

T7o 

10 
20 
30 
40 
50 
60 
70 

0.072 
0.050 
0.1144 
0.1146 
0.052 
0.018 
0.067 

0.080 0.087 
0.058 0.070 
0.051 0.060 
0.054 0.062 
0.059 0.070 
0.067 0.076 
0.075 0.084 

0.104 0.118 0.130 0.145 0.l(.2 
0.112 0.126 0.138 0152 0.170 
0.122    0.135    0 148    0.162    0.18(1 

10 
20 
30 
40 
50 
60 
70 

0.072 
0.050 
0.044 
0.046 
0.052 
0.058 
0.067 

0.060 0.045 
0.040 0.027 
0.033 0.022 
0.035 0.025 
0.041 0.030 
0.048 0.036 
0.058 0.048 

0.096 0.103 0.112    0.121    0.132    0.143    0.160    0.179 
0.076 O.IWfi O.M'M    0.104    0.116    0.128    11144    0 160 
0.068 0.(178 (1.1187    0.(196    0.110    0.124    V 138    0.15.1 
0.070 0.078 0.087    0.096    0.111     0 124    0 140    0I<(> 
0.076 0.083 0.093 
0.084 0.093 0.102 
0.093 0.102 0.1 I I 

(/») Minus grades 

0.040 0.040 0.040 
0.022 0.021 0 021 
0.016 0.014 0.013 
0.018 0.014 0.012 
0.025 0.021 0.018 
0.037 0.030 0.027 
0.043 0.039 0.036 

0.040 0.040 0.040 0.040 0 040 
0.021 0.021 0.021 0.021 0.021 
0.013 0.013 0.013 0.013 0.013 
0.012 0.012 0.012 0.012 0.012 
0.014 0.013 0.010 0.010 0.008 
0.022 0.018 0.014 0.011 0.008 
0.031 0.027 0.022 0.016 0.013 

' The compusite passenger car represemed here redevu (he following vehicle dittribulion:   Larce can   20 per- 
cent; standard cars. 65 percent; compact carl, 10 percent; small can, 3 percent. 

1    TWO-AXLE SIX-TIRE TRUCK FUEL CONSUMPTION AS AFFECTED BY SPEED 
AND GRADIENT —STRAIGHT HIGH-TYPE PAVEMENT 
AND FREE-FLOWING TRAFFIC 

UN1FOR 
SPEED 
(MPH) 

M      GASOLINE CONSUMPTION (OPM) ON GRADES OF; 

LEVEL 1% 2% 3% 4%        5% 6% 7% 8% 9% 10% 

(a) Plus grades2 

10 0.074 0.094 0.120 0.143 0.175   0.195 0.225 0.255 0.289 0.324 0.357 
20 0.059 0.080 0.112 0.140 0.167   0.190 0.214 0.254 0.295 0.344 0.394 
30 0.067 0.094 0.121 0.150 0.181    0.206 0.232 0.268 0.305 
40 0.082 0.112 0.141 0.173 0.210   0.228 
50 0.101 0.130 0.159 0.194   
60 0.122 0.150 — — —        — — — — — — 

(ft) Minus grades 

10 0.074 0.064 0.055 0.053 0.051    0.051 0.051 0.051 0.051 0.051 0.051 
20 0.059 0.049 0.039 0.034 0.030   0.030 0.030 0.030 0.030 0.030 0.030 
30 0.067 0.054 0.041 0.034 0.027    0.026 0.025 0.025 0.024 0.024 0.024 
40 0.082 0.071 0.051 0.041 0.032    0.029 0.025 0.023 0.021 0.020 0.020 
50 0.101 0.090 0.072 0.058 0.045    0.038 0.031 0.025 0.020 0.020 0.020 
60 0.122 0.110 0.090 0.075 0.062    0.052 0.043 0.035 0.025 0.020 0.020 

'The composite two-aKle six-tire truck represented here reflects the followini vehicle distribution; 
Two-axle trucks at   J.OOO lb G.V.W. 30 percent 
Two-axle trucks at Ki.OOO lb G.V.W. 30 percent 

•Operation is In the blithest gear possible (or (he grade and speed (No. 4 No. 3. or No. 2 .   When vehicle 
approacn speed exceeds the maximum austiinable speed on plus grades, speed Is reduced to this maximum as     1 
aoon w the vehicle gets on the irade. 

TRACTOR SEMI-TRAILER FUEL CONSUMPTION AS AFFECTED BY SPEED AND 
GRADIENT—STRAIGHT HIGH-TYPE PAVEMENT AND FREE-FLOWING TRAFFIC 

UNIFORM 
SPEED 
(MPH) 

GASOLINE CONSUMPTION (GPM) ON GRADES OF: 

LEVEL       1%          2% 3%        4%        5%        6% 7% 8% 9% 10% 

(n) Plus grades2 

—      0.720    0.825    0.925 
0.540    0.615    0.735    0.858 
0.462    0.555    0.685    0.813 
0.474    0.618    0.800       — 
0.560       —          —          — 

7440" 
1.340 

~l.605 
1.490 

5 
10 
20 
30 
40 
50 

0.355    0.405    0.475 
0.208    0.289    0.364 
0.164    0.253    0.342 
0.163    0.275    0.390 
0.195    0.344    0 485 

1.115 
1.027 

1.290 
1.195 

(6) Minus grades 

10 
20 
30 
40 
50 

0.355    0.247    0.145 
0.208    0.140    0.069 
0.164    0.115    0.066 
0.163    0.128    0.091 
0.195    0.164    0.131 

0.132    0.120    0.120    0.120 
0.062    0.055    0.055    0.055 
0.053    0.040    0.040    0.040 
0.065    0.040    0.040    0.040 
0.095    0.040    0.040    0.040 

0.120 
0.055 
0.040 
0.040 
0.040 

0.120 
0.055 
0.040 
0.040 
(1.040 

0.120 
0.055 
0.040 
0.040 
0.040 

0.120 
0.055 
0.040 
0.040 
0.040 

'Tractor semi trailer truck combinaliunj represented here reflect the following vchic 
2-52 tractor semi-trailcr truck cnmbinalinns at 40,000 lb             50 percent 
3-S2 tractor scmi-trailcr truck combinations at 30.000 lb             50 

UW percent 
•Operation Is in the highest gear possible for the grade and speed.   When vehicle 

the miximum sustainable speed on plus grades, speed Is reduced to this maximum as 
on the grade. 

e distribution: 

approach speed exceeds 
soon as the vehicle gels 

SOURCE:     NCHRP Report   111,  Running Costs of Motor Vehicles As Affected By 
Road Design and Traffic,  by Paul J.   Claffey,  Highway Research 
Board,  National Academy of Sciences,   1971,   pages  17,   14,   and 27. 
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The difference between these estimates is considerable — an estimated 
reduction of 126 accidents and $550,000 for each 100 million vehicles miles 
of travel. In the design year 1,112,837,000 annual vehicle miles of travel 
are forecast to occur on both the existing and relocated highway. 

Other cost savings would be realized by construction of the AGBF2 
alignment. Travel time between Vfolfe Mill and M. V. Smith road would be 
reduced by approximately 10 minutes due to the shorter distance and 
constant travel speed. Associated operating cost savings for the projected 
number of users would equal $16 million annually by 1995. 

At this level of travel an accident savings of $6,110,491 per year 
would be realized. At this rate an $86,000,000 savings could be realized 
in a little over 14 years. 

D. Socio-Economic/Land Use Considerations 

The selected alternate, AGBF2 will have positive general econonic 
inpacts to the region. The overview of associated impacts for a freeway 
facility was discussed in the earlier Final Environmental Inpact/4(f) 
Statement. (1) Similarly, social conditions are anticipated to be 
far-reaching and improved as the result of construction of the facility. 

It was pointed out that diversion of non-local traffic from the existing 
highway will significantly improve travel conditions on U.S. Route 40. 
Both hazards and associated accident costs will be reduced by the 
completion of the southern freeway. 

General and specific social impacts from AGBF2 were identified in the 
FEIS/4(f) Statement. (1) Some of the specific inpacts will be briefly 
discussed here. Approximately 625 acres are required for right of way and 
construction of the AGBF2 alternate. Some of this amount is presently 
owned by the State Highway Administration, and is along existing U.S. Route 
40 at either end of the project. 

Construction of alternate AGBF2 would divert most out-of-state 
passenger vehicles and trucks from existing U.S. 40, thereby separating 
local and through movements and thereby alleviating this crucial safety 
problem. It is estimated that up to 50% of the accidents on U.S. 40 would 
be eliminated by construction of AGBF2. Furthermore nightime travel and 
accidents on U.S. 40 would be reduced due to the local nature of the 
traffic. Reduced traffic will both reduce the risk of accidents, as well 
as make future minor engineering and maintenance adjustments easier and 
more effective. An immediate option would be the reduction of the speed 
limit. 

The economic development of Allegany County and Western Maryland 
hinges on many factors, one of which is improved transportation facilities 
to and among many markets. The National Freeway is an integral part of the 
Appalachian Region's development. The portion between Cumberland and M. V. 
Smith Itoad represents the last link in the National Freeway, which will tie 
Baltimore and its Vort with the Ohio Valley by a direct, modem highway 
corridor. 

The benefits from a completed National Freeway are sought not cnly by 
Appalachian Oonmission, and Allegany County, but also by the State of 
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Maryland. The Legislature has repeatedly promoted completion of the 
facility as an integral element to the continued economic vitality of the 
State. The Mayor and City Council of Baltimore have also endorsed the 
proposed highway section as a significant aid to the economy of the State 
and the Port of Baltimore (See Correspondence Section in Chapter VIII). 

The completion of the National Freeway would afford a more timely and 
safer access to eastern markets. The completed roadway would reduce the 
trip time approximately 30 minutes or 16.6 miles from the Port of Baltimore 
and its Metro Areas to Cumberland for trucks. Any industrial expansion in 
Allegany County, would continue to occur in the Cumberland vicinity. New 
industrial sites are not expected to occur along the proposed National 
Freeway, due to topographical constraints and the conflict with the natural 
resources of forested areas. 

The highway would increase the desireability of the non-forested areas 
around the centers of Cumberland and Hancock as new industrial sites. A 
modern transportation facility, is a vitally important ingredient to site 
locations, however, local zoning regulations, tax bases, water supply, 
cultural amenities, available working force, also influence industrial and 
commercial location. The National Freeway would provide a single ready 
opportunity upon which the region may capitalize, along with other 
available resources. 

Recreation and Tourism 

Tourists and travel services would be affected by the road improvement. 
Ttotal traffic in the corridor is expected to increase significantly in two 
decades, with a similar increase expected in demand for services for the 
motorist and a developing tourist industries. Generally, the construction 
of Line AGBF2 would provide improved access to the outdoor recreational 
resources and tourist attractions within the corridor area and would 
enhance the economic development goals of the County and Western Maryland 
as a whole. 

The Maryland Outdoor Recreation and Open Space Plan has reconmended 
the development of a multi-purpose recreation area - Town Creek Recreation 
Area with a combination public/private land ownership and overall land 
controls on Tbwn Creek. This recreation area is in preliminary stages of 
planning and could be placed in a number of areas accessible to Alignment 

AGBF2. 

Some second hones would be constructed in the corridor area, but it is 
not anticipated to be a significant amount. However, the development of 
several motels is likely. The motels would service business travelers and 
tourists as well as aid the County in its quest for convention type 
meetings. The motels would most likely locate in the Cumberland area. 

Energy Resources 

Western Maryland has became a focal point for coal development in 
Maryland. The availability of this resource is concentrated in Garrett and 
Allegany Counties. In a recent study forcasting the impact of energy 
development in Maryland, Allegany County was expected to receive seme 
benefits from coal extraction. In an intermediate forecast scenario, total 
increase in employment in Allegany County by 1990 would be approximately 
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603 jobs generating a total incone of approximately 10.5 million dollars. 
Garrett County would receive somewhat greater benefits in employment and 
dollars. These figures, although not significant over a 10 year period, 
indicate economic development in Allegany County. Secondly, impacts from 
this could lead to additional industries and services related to coal 
production, such as possible coal gassification plants, etc. As 
experienced in the past, in order for new industry or trades to locate in 
this area, adequate transportation is necessary for workers and 
transporting of goods. Coal haul roads will be the primary need for coal 
trucks, however related products would need adequate interregional 
transportation, which would be provided by the National Freeway. 

The development of coal production and the completion of National 
Freeway could act as catalysts in creating the proper environment for the 
much needed development of Allegany County, and Western Maryland. 

Land Use Planning 

As part of the regional and local development of Western Maryland, the 
National Freeway has been a central part of any Plan of the area. 

A controlled access, four-lane divided highway has been endorsed by the 
Allegany County Planning and Zoning Commission, and the concept of a modem 
highway corridor is included in the Allegany County Comprehensive Plan 
(Revision) dated November 1978. 

Alternate AGBF2 provides the interstate/and intrastate requirements 
of the region and is in accordance with adopted master plans for local, 
county, and regional goals. 

Relocation Impacts 

The most adverse impact of any highway project is the displacement of 
residents or commercial establishments. Ihe area affected is basically a 
rural residential area with land use being primarily agricultural. Incomes 
are in the lower to middle class range. 

Line AGBF2 would cause the displacement of approximately 24 families, 
4 farms, and 1 business. (See Table 3A following this discussion). Pour 
of these families are located on the displaced farms. These displacements 
are substantially fewer, than other alternates considered. Upgrading U.S. 
40 to a non-control access highway would cause displacement of 29 dwellings 
and 1 church, while line AGEENA would cause displacement of 36 dwellings, 
10 farms and 4 businesses. 

Of the 24 families to be displaced, there are five tenant families (3 
in mobile homes) and nineteen owner occupant families. Six cattle farms 
are affected. Fbur of these cattle farms will be displaced as they will no 
longer be able to function as an economic unit. The one business is a 
commercial trucking firm. 

A relocation plan was developed from newspapers and local realtors. 
There are no other projects in the a which will affect the supply and 
demand for housing. Currently 23 houses with 1-4 bedrooms, are for sale in 
the area. The houses are available for rent, three of which would be 
suitable for the displacees. While rental housing is somewhat limited in 
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this area, three of the families live in mobile homes, which can probably 
be moved. Land is available for sale and some families may build their own 
replacement housing. Five familes, one tenant and four owner-occupants 
will require Housing of Last Resort. Housing of Last Resort is 
administered whenever a sufficient supply of comparable housing is not 
available on location for affected residents. 

Land is available on which the trucking business may relocate. 
However, only one farm is currently for sale in the area, and most, if not 
all, of the farms may discontinue their operations. In these cases, an "in 
lieu of moving cost" option can be provided if farms qualify. Because of 
the scope of this project, it will probably be broken into smaller segments 
(Fran Wolfe Mill Road to Williams Road, Williams Road to Ibwn Creek Road; 
and Ibwn Creek Road to M. V. Ehiith Road). The lead time necessary for the 
relocation is expected to be 18 to 24 months for each segment fran the 
initiation of negotiations for the project. An orderly and satisfactory 
relocation plan can be carried out in that time. Decent, safe, and 
sanitary housing will be made available to all persons being displaced by 
the project. State Highway Administration Projects comply with the 
provisons of the "Uhiform Relocation Assistance and Real Property 
Acquisition Policies Act of 1970". (Public Law 91-646) (See Appendix C). 

According to the relocation report, neither the elderly and handicapped 
or minorities are adversely affected by this alignment. No ccmmunity 
facilities or services are affected. 

TABLE 3A SUMMARY OF RELOCATION IMPACTS 

Occupancy  Dwellings   Dwelling   Businesses   Farms 
Status Units Commercial   Cattle 

Owner 19 19 

Tenant 

Total 23 24 

*2 other cattle farms 
affected but families 
are not displaced. 
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Title VI Statement 

"It is the policy of the Maryland State Highway Administration to 
insure compliance with the provisions of Title VI of the Civil Rights Act 
of 1964 and related civil rights laws and regulations which prohibit 
discrimination on the grounds of race, color, religion, national origin, 
physical or mental handicap in all State Highway program projects funded in 
whole or in part by the Federal Highway A3ministration. The State Highway 
Administration will not discriminate in highway planning, highway design, 
highway construction, the acquisition of right of way or the provision of 
relocation advisory assistance. This policy has been incorporated into all 
levels of the highway planning process in order that prcper consideration 
be given to the social, economic, and environmental effects of all highway 
projects. Alledged discrimination actions should be addressed to the State 
Highway Administration for investigation". 
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D.Air Quality Inpacts 

The proposed project is located within the Cuinberland-Keyser Interstate 
Air Quality Control Region. Air pollution monitoring is conducted at the 
Maryland Department of Health and Mental Hygiene's Airmon 8 station in 
Cumberland. ND carbon monoxide violations of the National Anbient Air 
Quality Standards were monitored for 1978. 

Air quality analysis was conducted for the selected alternate to 
determine potential air quality impacts fron its proposed construction. 
The following assunptions were used in the analysis: 

1. The EPA HIWAY line source model was used to derive near-field 
carbon monoxide concentrations. 

2. Motor vehicle emission factors were determined utilizing the EPA 
MOBILE 1 program with the March, 1978 emission factors. 

3. The Cumberland, Maryland carton monoxide data published in the 
1978 Maryland Department of Health and Mental Hygiene Air Quality Data 
Report was used to determine background carbon monoxide concentration in 
the corridor. Levels for 1985 (E.T.C.) and 2005 (design year) were derived 
using the rollback method. The resulting data is shown in Table 4. 

4. Inspection/Maintenance (I/M) was assumed to be in effect in 1982 
including mechanic training, 30 stringency and benefits applied to all 
post-1965 model vehicles. 

TABI£ A 
Carbon Monoxide Background concentration — Cumberland 

mg/m^ 

 One-Hour Eight-Hour 

19781 

19852 

200 52 

1 Fran 1978 Maryland Air Quality Data Report. 
2 Data fron roll back calculations 

5. It was assumed that all vehicles are in the hot-stabilized mode 
based upon the- fact that the proposed project is a freeway and vehicles 
will have been operating for more than 505 seconds prior to entering the 
facility. A worst-case tenperature of 0° F. was used. Assunptions 
regarding use of catalyst, control of truck emissions, and deterioration 
are those inherent in the MOBILE 1 program. 

6. Worst-Case Meteorology 

One-Hour 
Wind Speed = 1 m/sec 
Stability Class - F 
Wind Direction = that which will produce maximum 

concentration at receptor of concern. 
Mixing Ht. 350 m (Fran Holzworth, 1972) 
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Eight-Hour 
Wind Speed = 2 m/sec before 17:00 

1 m/sec after 17:00 
Stability Class - D before 17:00 

F after 17:00 
Wind Direction = same as 1-hour 
Mixing Ht - same as 1-hour 

Eight areas were analysed to determine the impact of the project on 
microscale carbon monoxide levels. All eight are near the western terminus 
of the project as this section is expected to carry the heaviest volumes of 
traffic and right of way is the narrowest along the project. Each of the 
eight areas is described below. The location of these receptors is shown 
on Figures 15 and 15a. 

Iteceptor 1 - A single family residence right of Station 
983+50+. 

Receptor 2 - A single family residence right of Station 
991+00+. 

Receptor 3 - Mason's Barn Restaurant south of U.S. 48. 

Iteceptor 4 - Office of the Colonial Manor Motor lodge. 

Iteceptor 5 - Motel unit of the Colonial Manor Motor 
Lodge closest to U.S. 48. 

Receptor 6 - Three story residence right of Station 
1033+. 

Iteceptor 7 - A single family residence right of Station 
1038+. 

Receptor 8 - Edge of right of way of Station 973+75+. 

The microscale carbon monoxide analysis utilized the following traffic 
data which was prepared by the Maryland State Highway Administration's 
Bureau of Highway Statistics. 

Traffic Parameters 
Average Daily Traffic (ADT) See Figure 16 & 17 
Design Hour Volume (DHV) 9% of ADT 
Directional Distribution 51% 
In Peak Hour 
Truck Mix 13% of ADT 

14% of fflV 

Heavy Duty Gas (ADT) — 2.3% 
Heavy Duty Diesel (ADT)-6% 
Heavy Duty Gas (DHV) — 2.4% 
Heavy Duty Diesel (DHV)-9% 

Operating Speeds ~ No Build     1985 Peak - 30mph 
Off Peak - 55mph 
2005 Psak - 30nph 

V.20 



9M 960 964 968 972 976 980 

RECOMMENDED  PROPOSAL  "AGEENA" (Sect)    PLATE  1 
LIME   "A" STA.   956*30   TO  1012*00     FIGURE-15 



# 

880 

JiQ 

'•'itiW^ynHM «* m 800 

Zfifl. 

"^*4, 

"^^w ^****. y,c.  , 
•'ft"»iiM 

600'   V.C. 
760 

7M 720 

ISO 

lifl- 

' ^-r.-TH^ 
IIIIIMIIIMIDI IIW|1MI'.II.I.MIIJTD«^4ITI 

AM 

Iflfi. 600 

1000 
J 

959 §60 »C4 968 972 976 980 984 1004 1008 1012 

RECOMMENDED  PROPOSAL  "AGEENA" (Sec. I)    PLATE 1 
LINE   "A" STA.   956*30   TO  1012*00     FIGUREHS 



1024 

q\ 

1028 1040 1044 1048 105S 1068 

LI WE 

1076 1080 
PRINCIPAL ALTERN«TIVE "AGBFo".(Sec.I)   PLATE 47 

*6"     STA.1024+00   TO  1080+00 FIGURE' ISA 



1985 
2005 

MILLER 
ROAD 

M.V. SMITH 
ROAD 

45,175 
61,975 

TO    CUMBERLAND 

N> 

I 
N 

33,500 
47,100 

HANCOCK 

TOWN CREEK 
ROAD 

AVERAGE DAILY TRAFFIC 

U. S. Route 48—National Freeway 

AGBF2 
Wolfe Mill to M. V. Smith Road 

BUILD ALTERNATE FIGURE - 16 



1985 
2005 

MILLER 
ROAD 

13,775 
17,900 

TO    CUMBERLAND 

50 
100 

M.V. SMITH    ROAD 

EXISTING 
U.S.    ROUTE  40 

WOLFE 
MILL 

TO   HANCOCK 
CM 

AVERAGE   DAILY  TRAFFIC 

U.   S.   Route  48—National  Freeway 

AGBF2 

Wolfe  Mill   to  M.   S.   Smith  Road 

NO   BUILD  ALTERNATE 
FIGURE - 17 



K\ 
Off Peak - 55mph 

Build       1985 Peak - 55mph 
Off Ifeak - S&nph 
2005 Peak - 35mph 
Off Ifeak - 55mph 

Diurnal Curve SEE FIGURE 18 

The microscale analysis calculated worst-case one and eight-hour carbon 
monoxide concentrations for the estimated year of completion (E.T.C.) and 
the design year for both the build and no-build alternates. The eight-hour 
analysis determined that the period of 2-10 p.m. represents the worst 
consecutive eight hours based upon traffic volumes and meteorlogical data. 
Table 5 presents the anticipated one and eight-hour carbon monoxide levels 
for the no-build and build alternates. 

No violations of either the one or eight-hour standards are anticipated 
from the proposed project. All concentrations are substantially below 
standards with a slight increase with the Build Alternate. This is due to 
the significant increases in traffic with the build conditions, based upon 
anticipated diversion from existing facilities when the proposed project is 
constructed. 

Consistency With the State Implementation Plan 

Location of the project within the Cumberland-Keyser Interstate Air 
Quality Control Ragion requires the consideration of microscale carbon 
monoxide concentrations and construction impacts in determining consistency 
with the Maryland State Inplementation Plan. 

The consistency of the project was addressed through consultation with 
the Maryland Bureau of Air Quality and Noise Control. The State Highway 
Mministration has established Specifications for Materials, Highways, 
Bridges, and Incidental Structures which specify procedures to be followed 
by contractors involved in State work. The Maryland Bureau of Air Qjality 
and Noise Control has reviewed these Specifications and has found them 
consistent with the Regulations Governing the Control of Air Pollution in 
the State of Maryland. A copy of the technical air analysis is available 
for review at the State Highway Mministration and will be provided to the 
Allegany County Planning and Zoning Commission. 

The Project Air Quality Analysis assessed the microscale carbon 
monoxide impact of the facility. This analysis determined that no 
violation of State or Federal Ambient Air Quality Standards for carbon 
monoxide will occur adjacent to the project during the completion and 
design years. This project has been coordinated with the Environmental 
Protection Agency and the Bureau of Air Quality of the Maryland Department 
of Health and Mental Hygiene. The analysis of this project concluded that 
the project is consistent with the State Inplementation Plan. 

E. NOISE IMPACTS 

Noise impact analysis is based upon predicted changes in ambient noise 
levels affected by proposed highway construction or improvement actions. 
The FHWA Highway Traffic Noise Prediction Model (FHWA Model) was utilized 
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FIGURE-18 

^ 

DIURNAL TRAFFIC CURVES 

U.S. Route 49 - National Freeway 

(Section I) 

AGBF2 

Hour Percent of ADT Hour Percent of ADT 

12M-1 am 1 12N-1 pm 6 

1-2 am 1 1-2 pm 6 

2-3 am 1 2-3 pm 7 

3-4 am 1 3-4 pm 8 

4-5 am 1 4-5 pm 9 

5-6 am 1 5-6 pm 7 

6-7 am 3 6-7 pm 5 

7-8 am 5 7-8 pm 5 

8-9 am 6 8-9 pm 4 

9-10ain 5 9-10pm 3 

10-llam 5 10-llpm 2 

llam-12  N 6 llam-12  N 2 
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TABLE  5 

Carbon Monoxide Concentrations 

mg/m 

Receptor 1985 2005 

No- Build Build No- -Build Build 

1 hr .  8 hr. 1 hr. 8 hr. 1 hr. 8 hr. 1 hr. 8 hr. 

1 5.7 3.2 6.9 4.0 5.5 3.3 6.7 3.6 

2 6.5 3.4 8.5 4.7 5.9 3.4 7.9 4.0 

3 6.6 3.4 8.6 4.8 6.0 3.4 8.0 4.0 

4 7.3 3.6 10.2 5.4 6.4 3.5 9.3 4'. 3 

5 8.6 3.9 12.7 6.4 6.1 3.5 11.2 4.8 

6 7.1 3.5 9.7 5.1 6.3 3.5 8.9 4.2 

7 6.5 3.4 8.6 4.8 6.0 3.4 8.0 4.0 

8 7.4 3.6 10.2 5.4 6.4 3.5 9.3 4.5 

Concentrations include background levels from Table  ., 
One-Hour National Ambient Air Quality Standard-4 0mg/m 3 

Eight-Hour National Ambient Air Quality Standar-lOmg/m 
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to predict future noise levels from the selection alternate. The following 
criteria has been established: 

Lm Change Over Ambient Degree of Impact 
Derrrease over ambient Positive 
0-5 dBA Increase ISfegligible 
6-10 dBA Increase Minor 
11-15 dBA Increase Significant 
over 15 dBA Increase Severe 

Also,   impact   is   based   on   comparison   of   predicted   noise   levels   and 
established Federal design noise levels shown in 'Table 6. 

IMPACT 

Twenty-four (24) individual noise sensitive areas were identified in 
the project area. Most of the areas consist of 1-3 single family 
residences. Also, one church, a private Beagle club, and a motel were 
identified. All of these areas are classified as Category "B" activities 
(See Table 6). The  locations of each area are shown in Figure 19. 

The following dicussion does not conmit the implementation of specific 
abatement measures, the corridor location studies have identified that 
portions of the proposal will require the disposal of excess quantities of 
excavation. During the design phase, the construction of earth berms to 
utilize portions of the excess material will be considered. As noted in 
the 106 Memorandum of Agreement, specific earth berms have already been 
identified and will be studied. 

m addition, the Green Ridge State Forest was studied for potential 
noise impacts. The forest contains primitive camping areas and hiking 
trails, picnic areas, public fishing areas, game management areas, etc., 
designed for low intensity recreational use. No undeveloped regular use 
areas were noted adjacent to the selected alignment of AGBF2. 

During construction of the proposal, the construction activities will 
periodically cause short term noise impacts to the sensitive areas in the 
vicinity of the activity. The noise levels will be dependent upon the type 
of equipment and distance to the receptor. 

\ 

$ 
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TABLE 6 
DESIGN NOISE LEVEL/ACTIVI1Y RELATIONSHIP 

\o\ 
DESIC^I NOISE LEVELS-dBA 
Leg (h)l  Lm W-      Description of Actity Category 

57 60 
(Exterior)  (Exterior) 

67 70 
(Exterior)  (Exterior) 

72 75 
(Exterior)  (Exterior) 

52 
(Interior) 

55 
(Interior) 

A)Tracts of land in which 
serenity and quiet are of 
extraordinary significance 
and sever an inportant public 
need and where the 
preservation of those 
qualities is essential if the 
area is to continue to serve 
its intended purpose. Such 
areas could include 
amphitheaters, particular 
parks or portions of parks, 
open spaces, or historic 
districts which are dedicated 
or recognized by appropriate 
local officials for 
activities requiring special 
qualities of serenity and 
quiet. 

B)Picnic areas, recreation 
areas, playgrounds, active 
sports areas, and parks 
which are not included in 
Category A and residences, 
motels, hotels, public 
meeting rooms, schools, 
churches, libraries, and 
hospitals. 

C)Developed lands, properties 
or activities not included in 
Categories A or B above. 
For  requirements on 
undeveloped lands see 
paragraph 11a and c.-* 

D)Residences, motels, hotels, 
public meeting roans, 
schools, churches, libraries, 
hospitals, and auditoriums. 

^leq (h) - The equivalent steady state sound level which would contain 
the same acoustic energy as the time-varying sound level for a period of 

one hour. 

2Leq (h) - The sound level that is exceeded 10 percent of a one hour 
period. 

3 FHPM 7.7.3, Section II 
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Noise Abatement measures for lands which are undeveloped on the date 

of public knowledge of the proposed highway project. 

a. Noise abatement measures are not required for lands which are 
undeveloped on the date of public knowledge of the proposed highway project 
(except as provided in paragraph lib). 

b. For lands which are undeveloped on the date of public knowledge of 
the highway project, the highway agency should treat the activity or land 
use as developed land in the following situations. 

1) The development was planned, designed, and 
progranmed before the highway studies and 
there is firm evidence that the development 
has been only temporarily delayed, or 

2) The development is planned, designed, and 
programmed during the highway project planning 
and design; there is a very high probability 
of the development being constructed; and the 
developer has considered the noise impacts to 
the extent reasonable and practicable. 

c. A highway agency may request Federal-Aid participation in the cost 
of providing noise abatement measures for undeveloped lands along Type IA 
and IB projects when the noise analysis demonstrates a need in the 
following situations: 

1) Development occurs between the date of public 
knowledge of the proposed highway project and 
the actual construction of the project, or 

2) The probability of development occurring 
within a few years is very high and a strong 
case can be made in favor of providing noise 
abatement measures as part of the highway 
project based on consideration of need, 
expected long term benefits to the public 
interest, and the difficulty and increased 
cost of later incorporating abatement measures 
into either the highway or the development. 

******************** 

Ambient L^Q noise levels were measured at each of the sensitive 
areas and a projection of the design year LIQ noise levels was made based 
upon SHA traffic forecasts The results are shown in Table 7. Because of 
its large area and varying topographic features, noise level contours were 
generated along the entire section of AGBF2 that would pass through Green 
Ridge State Forest. Figures 20a-g show the corridor within which the 
Federal L10 design noise levels criteria of 70 dBA would be exceeded. 
Within this corridor, noise levels would increase more than 30dBA over 
present levels. Figure 20H shows an impact zone where noise levels are 
predicted to increase by at least lOdBA over present levels. A lOdBA 
increase in noise results in an approximate doubling of the perceived 
"loudness" of the noise or sound. 
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TABLE 1 

PROJECT NOISE LEVELS 

U.S. Route 49--National Freeway, Section I--AGBF2 

NSA DESCRIPTION AMBIENT L10 DESIGN YEAR(2005)L10 
INCREASE OVER 
AMBIENT 

1 Residential 62dBA 77dBA* Significant 

2 Residential 57dBA 73dBA* Severe 

3 Residential 67dBA 77dBA* Minor 

4 Residential 73dBA 82dBA* Minor 

5 Motel/ 
Historic 73dBA 82dBA* Minor 

6 Residential/ 
Historic 63dBA 74dBA* Significant 

7 Residential/ 
Historic 55dBA 74dBA* Severe 

8 Residential 38dBA ' 67dBA Severe 

9 Beagle Club 39dBA 69dBA Severe 

10 Residential 39dBA 67dBA Severe 

11 Residential/ 
Historic 37dBA 68dBA Severe 

12 Residential/ 
Historic 37dBA 68dBA Severe 

13 Residential 37dBA 67dBA Severe 

14 Residential/ 
Historic 37dBA 61dBA Severe 

15 Residential 37dBA 61dBA Severe 

16 Residential 36dBA 64dBA Severe 

17 Church/Hist. 
Residential 36dBA 57dBA Severe 

18 Residential 41dBA 59dBA Severe 

19 Residential 40dBA 67dBA Severe 

20 Residential 38dBA 68dBA Severe 

21 Residential 38dBA 68dBA Severe 

22 Residential/ 
Historic 38dBA 70dBA Severe 

23 Residential 38dBA 71dBA* Severe 

24 Residential 61dBA 65dBA Insignificant 

Green Ridge 
State Forest 

35-40dBA See Contour Maps (I 'igures 20a-g)l9) 

^Federal Design Noise Level Exceeded 
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Of the twenty-four sensitive areas, eight (8) would experience noise 
levels in excess of Federal design noise levels. They are NSA's 1-7 and 
23. Minor to severe increases would occur at these areas. Eight (8) 
historic sites were identified in the study area and are listed in Table 8. 
Severe impacts would occur at six (6) of the eight areas. Three (3) sites 
would experience noise levels exceeding design noise levels. A copy of the 
technical Noise Report has been provided to Alleghany County for their use 
in planning activities. 

MITIGATION 

Noise control potential was investigated for NSA's 1-7, and 23 where 
design year L^Q noise levels would exceed Federal design criteria. 
Except for NSA 5, all these areas consist of 1-3 individual residences. 
Noise abatement for 1-3 residences would not be cost-effective. Abatement 
costs estimated for each area are listed as follows: 

NSA      ABATEMENT COSTS        POST PER RESIDENCE 

1 $180,000 $60,000 
2&3 210,000 70,000 

4 70,000 70,000 
6&7 180,000 90,000 

23 140,000 140,000 

At NSA 5, the Colonial Manor Motel, noise abatement measures would not 
be warranted. Based on an analysis of the diurnal variation of the I^o 
noise levels (interior and exterior) at this area, no adverse impact to 
human activities associated with the motel would occur. 

Special study was warranted at NSA 5, Colonial Manor Motel, because the 
L-m noise level projected for the design hour (peak hour), is not 
representative of the "worst-case" noise impact. Noise level projections 
were made based on the diurnal traffic curve (Figure 18) for various times 
of the day. In addition, computations of interior noise levels were made 
using the method described in the FHWA report TS-77-202, "Insulation of 
Buildings Against Highway Noise." The results are given in Table 8A. 

Exterior and interior design noise level criteria (categories "B" and 
"D" respectively) would be exceeded during the design hour and throughout 
the day; from approximately 7:00 a.m. - 8:00 p.m. However, there are no 
exterior use areas associated with the motel that require reduced nonse 
levels and interior occupancy of the motel rooms during the day (9:00 a.m. 
- 8:00 p.m.) is negligible. During nighttime hours (8:00 p.m. - 7:00 
am.), when inteior usage of the motel rooms is commm, interior design 
criteria would not be exceeded. From 7:00 a.m. - 9:00 p.m. (morning rush 
hour), interior criteria would be exceeded. Overall noise impacts would be 
minor at NSA 5 and would apply for 12 hours out of 24. 

At NSA 5, full noise abatement measures would not be warranted. 
Exterior design criteria would be exceeded throughout the day and night, 
however, there are no exterior use areas associated with the motel that 
would require reduced exterior noise levels. 

Thouqh interior design noise levels would be exceeded at various times 
of the day, for those hours during which the greatest adverse impact could 
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s« 
be realized (8:00 p.m. - 7:00 a.m.) design criteria would be satisfied (see 

State Historic Preservation Officer will participate in regular reviews of 
design activities.    Sone can only be determined as design progresses. 

The resources addressed by the Historic Memorandum are those National 
Reqister (eligible) sites which would be adversely affected by the selected 
alLSte! Mter Lreful consideration by the State ^^J^J^SS 
Officer and highway representatives, nine such individual P^tie ^ were 
placed into the adverse effect category. Eight of the Properties lie 
within the Breakneck Valley Historic District; the n^ . ^ ^ 
LiUer-Qeiger Farm. The sites are listed in ifable 9.     Although all of 
tieS   Suld   incur   an   adverse   inpact,   the   Menorandum  proves   several 
stipulations which will satisfactorily serve to mitigate the impacts. 

TABLE 9 
Properties Affected Lhder Section 106 

by AGBF2, National Freeway, Section I 

Site # Name P^ 

B-17 Luther McElfish c.1870 
House (44) 

B-19 Rush Church (45) c.1850 
B-20 Rush School (45) c.1875 
B-21 Scott Itobinette House c.1830 
B-22 Wilson House (46) 
B-23 May long House (50) c.1870 
B-24 Ttewell Stone House (49) c.1820 
B-28 Browning Farm (41) c.1845 
12 Liller-Geiger House 

Specific mitigation measures are cited in the Historic Memorandum for 

the individual resources to be affected. 

Site B-17, Luther McElfish House is located 1200 feet north of the 
proposed MBF'z alignment. N» property from the parcel on which.this 
US, and the2 Big Spring are located, will te W"*J*r"**£ ^ 
and no specific mitigation measures are equired. ^^^J1'3^^ 
distance to the freeway; and topography combine to produce an effective 

buffer from visual and acoustical impacts. 

Site B-19 and B-20, the Rush Church and Rush School are located 700 
feet north of the proposed freeway and are hidden fron view by natural 
terrain. As shown in Figure 22, the roadway would be in cut.thereby 
producing satisfactory buffer. No property associated with these 

structures is required. 

Site B-28, the Browning Farm is the last of the individual sites within 
the Breakneck Valley Historic District in the range of impact fron toe 
preferred highway alternate. The house is on the north side of Williams 
Road iust west of Warriors Mountain. The proposed alternate will run 
Sng e'x sti^g c^tours, parallel to Williams Road; thej closest lane, of 
travel will be 900 feet from the Browning House (See figure 23). 
MiSgation proposals include the retention of the woods between the edge of 

^ 
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TABLE 8A 

DIURNAL NOISE ANALYSIS 

Noise Sensitive Area 5 
(Colonial Manor Motel) 

-,    Exterior Interior 
Hour(s)                Description       L-,0 

Lin^ 

8:00 A.M. - 8:00 P.M.    Negligible     79-81 dBA 56-58 dBA 

8:00 P.M. - 9:00 P.M.    Rest/Sleep        78 dBA 55 dBA 

9:00 P.M. -10:00 P.M.    Rest/Sleep        77 dBA 54 dBA 

10:00 P.M. -12:00 M       Sleep             75 dBA 52 dBA 

12:00 M   - 6:00 A.M.    Sleep            71 dBA 48 dBA 

6:00 A.M. - 7:00 A.M.    Sleep            77 dBA 54 dBA 

7:00 A.M. - 8:00 A.M.    Sleep            79 dBA 56 dBA 

Types of indoor activities that would typically occur at this area 
during the hour(s) shown. 

2 
Based on estimated 23 dBA exterior-to-interior noise reduction for 
the two motel rooms closest to highway. 

\\ 
.< 
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be realized (8:00 p.m. - 7:00 a.m.) design criteria would be satisfied (see 
•Eable V). Abatement measures for, at most, 2 hours of the day (i.e. during 
which interior human activities could be disturbed) would not be 
cost-effective. Abatement alternatives such as a noise barrier would range 
in cost from $40,000-$50,000. 

Abatement at the historic sites identified in the study area is 
not feasible. Each of the sites consist of only one structure and 
abatement for single structures would not be cost-effective. Natural 
features, however, will provide a visual buffer zone between the historic 
sites identified as part of NSA's 6, 7, 12, 14, 17, & 22 (see Table 8). 

The feasibility of full or partial noise abatement measures was also 
investigated for NSA's 8-22 and 24 where severe noise inpacts would occur 
but design noise levels would not be exceeded. Full noise abatement 
measures (noise barriers) would not be feasible at any of these areas 
because none of the structures would be less than 400' from the proposed 
highway. At such a distance, potential noise reductions from any type of 
barrier system would be limited to a maximu of 5dBA (negligible reduction). 

Landscape screening as a partial noise abatement measure would be 
feasible in some locations. Plantings would be placed within the right of 
way in the vicinity of NSA's 1 & 11 (historic). At these areas, there is 
little or no existing mature vegetation between the sensitive area and the 
proposed highway to provide a visual buffer zone. 

No partial abatements would be inplemented for any other noise sensitive 
areas. Natural features such as existing vegetation and topography provide 
a visual buffer zone between the highway and NSA's 2, 3, 6, 7, & 12-24. 
Also, at NSA's 8, 9, & 10 cut or fill sections of the proposed highway act 
as visual barriers for the areas. 

The noise impact corridor shown on Figure 20H for the Green Ridge State 
Forest lands represents that area in which the character of the land would 
be altered by the introduction of traffic noise. Within this zone, traffic 
noise will be the dominant noise source, masking the natural sounds. 

F.Historic/Cultural Site Impacts 

1. Background Data 

The State Historic Preservation Officer and his staff at the Maryland 
Historical Trust have been directly involved in the environmental analysis 
development of the Section I corridor for several years. As mentioned, 
increasingly since the circulation of the Draft Environmental Impact 
Statement, the Trust has provided successively more conplete historical 
inventory data. A conplete inventory was finally accomplished in September 
1977. 

As instructed in the National Historic Preservation Act of 1966, all 
federal lead agencies (here, the Federal Highway Administration) must 
include impacts to historical resources in the impact analysis of their 
proposed actions. Section 106 of the National Historic Preservation Act, 
36 Code of Federal Itegulations (CFR) Part 800 and Executive Order 11593 
authorizes the State Historic Preservation Officer and Advisory Council on 
Historic Preservation to review all proposed actions which would have an 
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effect on properties on or eligibile for inclusion on the National Register  y^ 
of Historic Places.  These adverse inpacts must be resolved before the  x 

proposed action may proceed.  The resolution is usually embodied in a 
Memorandum of Agreement. 

During the preliminary inventories, the State Historic Preservation 
Officer rendered preliminary opinions of effect on those properties he 
considered likely to be eligible for the National Register. 

While the historical site inventory was evolving, the preferred highway 
alternate was Line AGEENA. AGEENA represented a compranise between the 
displacing of an inordinate number of households were AGEA constructed, and 
the taking of the Green Ridge State Forest lands were AGBF2 constructed. 
It gradually became evident that the primary concern against the AGEENA 
line would involve historical resources. 

As there was every indication that several sites in the Breakneck 
Valley would meet criteria for inclusion on the National Register, the 
State Historic Preservation Officer requested that means to mitigate 
AGEENA through the Valley be investigated. 

A preliminary case report was submitted to the A3visory Council on 
Historic Preservation in 1978. Unable to render a favorable opinion on the 
AGEENA inpacts, the Council held a public information meeting in Cumberland 
in August, 1978. Following review of the material provided by the highway 
representatives and the public testimony at their informational meeting, 
the Council advised the Federal Highway Administration that the AGEENA 
alternate was unacceptable. The impacts to the Breakneck Valley Historic 
District would be so severe as to be unmitigable to any level of 
satisfaction. However, the Council would entertain review of another 
alternate. A copy of the September 1978 letter from the Council is m 

Appendix G. 

During the fall of 1978, a route satisfactory to historical interests 
was one south of the center of the Breakneck Valley. The southernmost, 
AGBFo line, as well as some modification to it near Tbwn Creek, were 
negotiable. A Menorandum of Agreement, hereafter called Historic 
Memorandum,for the entire AGBF2 corridor, or for possible Ttown Creek 
modifications to AGBF2, was executed in February 1979. A copy of this 
Agreement is included in the Appendix. Parties to this Agreement are the 
Advisory Council on Historic Preservation, Maryland State Historic 
Preservation Officer, Federal Highway Administration, and the Maryland 
State Highway Administration. The Department of the Interior also 
preferred the selection of AGBF2 from the historical resource 
perspective. 

Another regulation oriented to historic resources is Section 4(f) of 
the U.S. DOT Act of 1966. The properties affected under this act will also 
be discussed later in this chapter and in the Section 4(f) Statement of 
this Document (page VI. 1) . 

2. Section 106 Inpacts . . 
In general,—tEe-freeway will be designed using a conscientious 

interdisciplinary design effort. Concepts of landscape architecture, 
historic preservation, environmental planning, and highway and bridge 
engineering will be incorporated throughout design and construction.  The 
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State Historic Preservation Officer will participate in regular reviews of 
design activities. Sone can only be determined as design progresses. 

The resources addressed by the Historic Memorandum are those National 
Register (eligible) sites which would be adversely affected by the selected 
alternate. After careful consideration by the State Historic Preservation 
Officer and highway representatives, nine such individual properties were 
placed into the adverse effect category. Eight of the properties lie 
within the Breakneck Valley Historic District; the ninth is the 
Liller-Qeiger Farm. The sites are listed in Table 9. Although all of 
these would incur an adverse impact, the Memorandum provides several 
stipulations which will satisfactorily serve to mitigate the impacts. 

TABLE 9 
Properties Affected Lhder Section 106 

by AGBF2f National Freeway, Section I 

Site #      Name Date 

B-17 Luther McElfish c.1870 
House (44) 

B-19 Rush Church (45) c.1850 
B-20 Rush School (45) c.1875 
B-21 Scott Itobinette House c.1830 
B-22 Wilson House (46) 
B-23 May long House (50) c.1870 
B-24 Ttewell Stone House (49) c.1820 
B-28 Browning Farm (41) c.1845 
12 Liller-Geiger House 

Specific mitigation measures are cited in the Historic Memorandum for 
the individual resources to be affected. 

Site B-17, Luther McElfish House is located 1200 feet north of the 
proposed AGBF2 alignment. No property from the parcel on which this 
house, and the Big Spring are located, will be required for right of way 
and no specific mitigation measures are equired. As figure 21. shows, the 
distance to the freeway; and topography combine to produce an effective 
buffer from visual and acoustical iirpacts. 

Site B-19 and B-20, the Rush Church and Rush School are located 700 
feet north of the proposed freeway and are hidden from view by natural 
terrain. As shown in Figure 22, the roadway would be in cut thereby 
producing satisfactory buffer. No property associated with these 
structures is required. 

Site B-28, the Browning Farm is the last of the individual sites within 
the Breakneck Valley Historic District in the range of impact from the 
preferred highway alternate. The house is on the north side of Williams 
Road, just west of Warriors Mountain. The proposed alternate will run 
along existing contours, parallel to Williams Road; the closest lane of 
travel will be 900 feet from the Browning House (See figure 23). 
Mitigation proposals include the retention of the woods between the edge of 
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right of way and Williams Itoad. Further visual and acoustical attenuation 
may be implemented via a bifurcated section of highway in this area. 
Bifurcation would allow greater flexibility in the design of side slopes 
and earthern berms. Kb property frcm the associated Browning parcel would 
be required. For a description of specific noise impacts on each affected 
historic site see Table  8 on page V.42. 

3. Section 4(f) Inpacts on Historic Resources 

Other historical resources than those eligible for the National 
Register and "effected" would incur impacts from the AGBF2 alternate. 
TVo Maryland Inventory quality sites of local significance would be taken 
by the proposed right of way: Sites 23 and 50. Site 23 is a frame house 
north of Williams Road, just east of the eastern boundary of the Breakneck 
Valley Historic District. Site 50 is the Grabenstein House which is 
located west of Jeffries Road just south of the proposed AGBF2 
centerline. Other historical resources would have associated property 
required for highway use. The properties are: 

No. Name 
6 Turkey flight Manor 
8 Carlton Farm 
66 Old National Pike 
73 Warriors E&th 

Breakneck Valley Historic 
District 

The Turkey Flight Manor, Site 6, is one of the original inns of the 
National Pike. 

The Carlton Farm, Site 8, is a frame (facade farmstone) two story farm 
typical of the area. Site 66, Old National Pike in the vicinity of TUrkey 
Flight Manor and at the eastern terminus of Section would be impacted by 
the selected alternate. Site 7 3 the Warriors Path is an old Indian trail. 
Acreage is also required from the Breakneck Valley Historic District. A 
description of the sites and impacts to these properties can be found in 
the 4(f) statement. 

Monitoring the Decision 

In accordance with the CEQ regulations and implementing regulations, 
the mitigations that have been suggested and agreed upon are subject to 
follow-up action by the State Highway Administration. These agreements as 
far as mitigation for both cultural and forest land properties are listed 
in detail in both Memoranda of Agreement with the Advisory County on 
Historic Preservation and the Maryland Department of Natural Resources 
(Appendicies A & B). In general terms, all decisions are monitored by the 
State Highway Mninistration through the requirements of the Maryland 
Action Plan, Chapter V, the Certified Acceptance Procedures for Design 
Activities, and the individual project "Special Provision Section" to the 
State Highway Administration Construction Contract Specifications, the 
Environmental Ccmpliance checklist which is provided to design, and the 
normal construction permit activities. 

The review and cornpliance provisions for all mitigation requirements 
are a part of normal day to day coordination activities between, the 
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£} 
responsible District Engineer, the Division of Design and the Environmental 
Evaluation offices of the Office of Planning, and Preliminary Engineering. 
For this project a special task force team has also been assigned to carry 
out the provisions of the Agreements (See 
Appendix F). 

All the above documents are available for review at the State Highway 
Administration and have been approved by the Federal Highway 
Administration. 
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VI. SECTION 4(f) STATEMENT 

I. INTRODUCTION 

Section 4(f) of the U.S. Department of Transportation Act of 1966 
states that for any use of publicly owned park or recreation land, or 
properties of local, state or national historical significance, (1) no 
prudent and feasible alternative exists to that use, and (2) all possible 
planning to minimize harm is undertaken. 

The selected alternate, Line AGBF2 requires land fron the Green Ridge 
State Ftarest, and historic resources. 

A Section 4(f) Involvement document for the National Freeway was 
included in the Draft Environmental Impact Statement (circulated 1973) 
discussing the involvement with the Green Ridge State Forest. All build 
alternates considered in Section I, between Cumberland and M. V. Smith 
Itoad, required land from Section 4(f) resources. 

At the time of the circulation of the Draft Environmental Iropact 
Statement, only eight historical sites were identified. Subsequently, 
three tentative historic districts and several individual sites were 
identified (totalling 61 sites). Based on that reconnaissance, a Section 
4(f) Involvement Supplement to the Draft Environmental Impact Statement was 
circulated in October, 1976. Impacts fron Lines AGEA, AGEENA, and AGBF2 
were addressed. 

It should be noted that the Draft Environmental Impact 
Statement/Section 4(f) Involvement concerned alternate alignments for the 
entire National Freeway corridor between Cumberland and Hancock. As 
environmental engineering and public participation factors became more 
refined during the study process, it became evident that historical 
concerns on the Cumberland side of the project could possibly involve 
considerable additional delays in the schedule of the entire corridor. 
Therefore, the corridor was divided into two distinct and independent 
sections: Section I from Wolfe Mill Road (East of Cumberland) to M. V. 
ardth RDad, and Section II from Orleans Road to Woodmont Road (west of 
Hancock). 

A Final Environmental Impact Statement for the entire corridor was 
distributed in the Fall of 1977. Regional and other general impacts for 
both Sections I and II were discussed with the AJA Line for Section II 
being the only recommended alternate at that time. location approval was 
received for Section II in August, 1977 (See Figure 1). 

This Section 4(f) Statement and Final Environmental Impact Statement 
address the specific impacts anticipated from the selected alternate, 
AGBF2, for Section I, the final remaining link in the National Freeway. 

Both historic resources and state forest lands would be required for 
the construction of Line AGBF2. This section will address the historic 
properties individually, as well as collectively where applicable; and the 

forest as a unit. 
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II. raiSCRIPTICM OF 4(f) RESOURCES 
A. Historical Resources 

Property would be required from eleven individual sites by construction 
of the selected alternate. From west to east, they are: 

Site Name 
6~ Turkey Flight Manor (Fig. 26) 
66 Old National Pike (Fig. 26) 
8 Carleten Farm (Fig. 27) 

50 Grabenstein House (Fig. 28) 
12 Liller-Gieger Farm (Fig. 29 & 30) 
B-23 May Long House (Fig.31 & 32) 
B-24 Ttewell Stone House (Fig.31 & 33) 
B-21 Scott Robinette House (Fig. 34) 
B-22 Wilson House (Fig. 35 & 36) 
23 Frame House on Williams Road 

(Fig. 23) 
73 Warriors Path 

See Figure 13 for general site numbers.  More detailed figures are 
indicated in the text. Also, the taking in general from the Breakneck 
Valley Historic District will be addressed. 

Site 6, Turkey Flight Manor, now Colonial Manor Motel, is listed on the 
National Itegister. of Historic Places as one of the inns of the Old National 
Pike. The original entrance is the southern exposure, but with the 1940 
construction of U.S. 40, the northern exposure was elaborated into the 
principle facade. The large brick, federal style inn is dated in the early 
1800's. It is a two story five bay structure with central entrances. Two 
motel wings were added during the 1940's. It is situated near Wolfe Mill, 
between U.S. 40 and Old 40, on approximately 2 acres. The present entrance 
is from the west. 

The Inn was identified as an historical resource in both the Draft 
Environmental Impact Statement and supplemental Section 4(f) Involvement, 
(Site #2), although no property acquisition was anticipated. Subsequently, 
the relationship between the proposed right of way and the site's 
boundaries was clarified. 

Site 66, The Old National Pike, not eligible for the National Register, 
was the first Federally funded highway. Since the late 18th century the 
general path of the Old National Pike has been a major route west of 
Baltimore; consequently, going through a number of changes, the most 
drastic of which was the construction of U.S. 40. Several segments of the 
original 1830 highway remain, paved and repaved, with the inns and towns 
that it made possible, intermittently entwined with modem roads. The inns 
are on the National Register, and a number of milestones may still be found 
along side stretches of the old and upgraded road. 

The Old National Pike was identified in the Section 4(f) Involvement 
document (Site #58), but not itself considered to have Section 4(f) 
Impacts.1 Che of the milestones (#125) was addressed for impacts from 
the AGEA alternate. Site 8, The Carleton Farm is probably eligible for 
the National Register and is located south of Old National Pike opposite 
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the prcposed U.S. 220 connection. Approximately 2.5 acres are historically 
associated with the site. The house is a two story frame ell-shaped 
farmhouse, typical of the area. James Pierce Carleton local businessman 
who decended from early settlers built the house in the latter 19th century 
and called it Buena Vista. 

Although identified as Site 5 in the 1976 survey and in the 
supplemental Section 4(f) document, no Section 4(f) involvement was 
anticipated. Detailed examination of possible rights of way revealed the 
minor taking to be 
discussed shortly. 

Site 50, The Grabenstein House a structure of local significance's 
located west of Jeffries Road on a 175 acre parcel, the majority of which 
is wooded. Along Jeffries Road is virtually the only cleared and flat 
land. The frame structure has an L-shaped plan with a steeply sloping 
single shed roof which high point is the front of the house. The house is 
three bays wide on the facade, has beaded clapboard siding with comer 
posts, and windows in simple frames (2/2 and 6/6) with three shed roof 
porches. The Keeper of the Register indicated that the structure did not 
meet the criteria for inclusion in the National Register; this opinion 
received concurrence by the State Historic Preservation Officer. 

Site 12, Stylistically dating fron the 1870's the Liller-Geiger house 
is of unusual size and pretention for the area and is eligible for the 
National Register. It is a large, two story frame L-shaped structure with 
a conplex roof of intersecting gables. The entrance facade consists of 
five bays, with a single slope of gable above (i.e. a ridge parallel to the 
facade). A small entrance porch is covered by a hipped roof. 

Numerous fine details are painted blue in contrast to the white 
clapboard siding. The windows are 2/2, taller on the first story than on 
the second. The window frames are Greek revival, as are the attic 
ventilator panels, gable-end barge boards, and eave mouldings. The house 
sits on a 104.5 acre parcel, the majority of which is mountainous and 
wooded. 

This site was numbered 9 in the 1970 historic sites survey. The 
inclusion of the entire parcel as potentially historically associated 
property was the result of the 1977 survey. The site is privately owned by 
a member of the Li Her family. 

Breakneck Valley Historic District in the vicinity of Breakneck and 
Williams Roads, is composed of several historic farm properties which 
exemplify a rural grouping of farms in the County. Four sites as described 
below are within the district and would impacted by AGBF2. 

Site B-23, The Long house, is located north of Williams Road. It is a 
frame dwelling of three sections (apparently built at different times) 
arranged more or less telescopically, the largest at the northwest end, the 
smallest at the southeast along the long axis. The jogs of the walls are 
most extreme on the southwest. The northeast wall is nearly planar. The 
house is of two storys, with a standing seam metal roof which is hipped at 
the southeast end and gabled at the northwest. There is a porch around 
three sides of the front of the building, its roof sloping toward the house 
on all three sides, echoing the hip of the main roof above.  The porch is 
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enclosed along the flanks. On the open end, the roof is supported by 
simple posts, embellished with jigsaw brackets. The house, circa 1870 on 
land acquired from Argyle Twigg, abuts the Tewell Stone house property. 
The little altered frame house served as a dwelling for a sinple farmstead. 

This house, part of the Breakneck Valley Historic District, was 
identified in the supplemental Section 4(f) document as site 50. 

Site B-24, The Tewell Stone House is located north of Williams Road on 
an 88 acre parcel shared with &-23. The Tewell house is the only site 
within the Breakneck Road Historic District constructed of stone. The 
oldest portion, circa 1820, is the southern, of two bays and two storyes, 
entrance in the south bay, with a splayed flat arched lintel on the first 
story of limestone and an upper story of log, now covered with aluminum 
siding. There is a recent one-story addition at the south end, with a 
garage in the foundation. The gable roof is continuous over both two story 
sections and is covered in standing seam metal. There are two small square 
windows in the gables. The stone chimney was once an exterior feature of 
the north wall, and is now an interior chimney by virtue of the first 
addition. The masonry of the structure is the excellent coursed rubble of 
the area, with large dressed stones at the quions. 

As with B-23, the Tewell house was identified as a Section 4(f) issue 
in the 1976 supplemental document. The site was named "Old Twigg Stone 
House", although Marshall Tewell was identified as the present owner. This 
site was numbered 49 in the early survey. 

Site B-21, The Scott Itobinette Ifouse was constructed circa 1830. It is 
located north of Williams road on 104.5 acres. The house is linear, 
five-bays long and two storys tall. The original 18' X 18' log house 
exists under the aluminum siding at the north end. There is a small shed 
porch addition along the west wall at the southend, and a two story porch 
under the gable roof of the main house, set within the block. There is a 
hipped roof entrance porch on the east wall, with turned baluster railings. 

This site was not identified until the 1977 survey; however, its name 
was placed on the Wilson House, Site B-22 in the 1976 survey. 

Site B-22, Located on the south side of Williams Road, the Wilson House 
was constructed in the early 19th century. There are 10 rooms, each with 
fireplace, in this two story house. A two story porch covers the back of 
the house. A former slave quarters and summer kitchen are associated with 
the main house. 

Part of the National Register eligible Breakneck Valley Historic 
District following the 1978 historic sites survey, the Wilson House had 
also been identified in the 1976 survey. In the earlier reconnaissance the 
site was numbered 46 and labelled the Scott or Bowl RDbinette House. The 
present owner is Paul RDbinette; Wilson had been «fche name of the family who 
had lived in the house when they operated the kiln/quarry on the opposite 
side of Williams Itoad. The site was included in a potential historic 
district along Williams Road that was incorporated into the expanded 
Breakneck Valley District during the 1978 historical research. 

The property associated with B-22 is 100 acres in size. Most of it is 
used for crops or pasture. 
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Site 23/ a frame house of local significance is located along Williams 
Rjad just east of the Breakneck Valley Historic District. The house is a 
two story, frame, metal-roofed structure with a visible stone foundation. 
Two chimneys are contained in this dwelling, built in the mid-to-late 
1800's. Original wood siding has been replaced by aluminum. 

The house sits on a 33 acre parcel owned by B. G. Moore. Around the 
house and up to Williams Road is cleared of woods. 

The site was identified as site 42 in the supplemental 4(f) document. 
Tax parcels and owners have changed since the circulation of the document. 

Site 73, the Warriors Path was one of three known Indian trails from 
Bloody Run (Everett, Ra.) to King Opessah's Ttown (Old-town, Maryland). 
This path linked with others, providing the Five Nations a lengthy network 
for seasonal migration, hunting or warring expeditions. 

The portion in Maryland is approximately 13 miles long, and ran along 
Iron Ore Ridge, through the Flintstone Gap, along Warriors Mountain, 
eastward through the Warm Springs (a.k.a. Murley's) Gap, then southwesterly 
along the southwest side of Warrior's Mountain, and then descended to the 
Shawnee town along the Cohongoranta (Potomac) River. 

The exact path has not been relocated, nor is it anticipated that it 
could be. Archeological surveys have been conducted, but only documentary 
evidence is found. The Keeper of the Register has indicated that the lack 
of physical remains renders the Path ineligible for the National Register. 

The Path was addressed in the Supplemental 4(f) document as number 57. 

B. Green Ridge State Forest 

Green Ridge State Forest, presently comprising approximately 32,000 
acres, is owned by the State of Maryland and managed by the Department of 
Natural Resources. Hiking, picnicking and hunting of deer, turkey, 
squirrel, rabbit and other small game are presently the major recreational 
activities. Logging and wildlife management are also significant 
activities within the Forest. 

The projected size of the Green Ridge State Forest is about 52,000 
acres. Approximately 80% of the forest is south of existing U.S. 40. The 
acquisition program is projected to be completed by 1990. The prune 
difficulty in advancing the schedule of acquisition rests in the 
checkerboard pattern of numerous small privately owned lots and poor deed 
records (See Figure 12). Some of these had been orchard tracts from the 
Civilian Conservation Corps era. 

Acquisition has been provided via fox sales, donations, state operating 
fund, general construction loans, and outdoor recreation land funds. All 
monies involved have been and will continue to be from state sources. 

Existing U.S. 40 provides primary access to the forest, with Little 
Orleans Road, Green Ridge Road and Williams Road (the latter two being 
dirt-gravel roads) providing secondary access. Mertens Avenue, also a dirt 
road, provides major east-west access to and within the forest. Maryland 
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Route 51 at the southern end of the forest provides major access for 
residents of Cumberland. 

Ihere are several logging and forestry maintenance access roads 
throughout the area. Periodically, these roads are cleared of saplings and 
fallen trees. 

The topography of the land varies greatly throughout the forest, 
thereby enhancing its attraction and value as a wildlife area. In fact, 
the northwest portion of the Forest has been designated a potential 
Wildland (see Figure 3). This specially designated area is a roadless 
tract of land consisting of 700 acres within 1400 acres that are bounded by 
U.S. RDute 40 on the north. Town Creek on the west, Merten Avenue on east 
and Williams Road on the south. In 1981, unless otherwise determined by 
the Maryland General Assembly, this parcel will become an official Wildland 
as per the Maryland Wildlands Act of 1972. No forestry or wildlife 
maintenance or unnatural activities (e.g. logging) will be permitted within 
the perimeter. 

All other areas of the forest will continue to be used for low 
intensity recreation. An estimated 60,000 persons per year visit the 
forest, with approximately 50% from the Cumberland area. Primitive camp 
sites are scattered throughout the forest and additional sites are planned, 
primarily in the Green Ridge Mountain area. 

The hunting is especially good for deer and turkey. Green Ridge Forest 
area reportedly has the highest wild turkey density in the state. 

Fishing is permitted in season, with Fifteen Mile Creek providing the 
greatest opportunity for such varieties as trout, pickeral, small mouthed 
bass, and blue gills. Other named streams include Black Sulphur Run, White 
Sulphur Run, Tferrapin Run, Deep Run, and Pine Lick Hollow.Seme of these are 
located in the portion of the Forest north of existing U.S. 40. 

Green Ridge State Forest is the largest of six publicly owned 
recreation areas in the vicinity of the proposed project. The others are 
Rocky Gap State Park, Belle Grove Wildlife Management Area, Warrior 
Mountain Wildlife Management Area, Bill Meyer Wildlife Management Area, and 
Sideling Hill Wildlife Management Area. These areas are depicted in the 
area wide map in Figure 11. All were discussed in the previous 
environmental impact documents cited. 

Rocky Gap is located north of U.S. 40, six miles east of Cumberland, 
and encOTpasses 3,500 acres. The park provides opportunities for hiking, 
fishing, picnicking, swimming, boating, horseback riding, hunting, camping, 
birdwatching and sight-seeing. An estimated 700,000 people use the 
facility each year. 

Belle Grove Wildlife Management area is located northwest of Sideling 
Hill Wildlife Management Area between Scenic U.S. 40 and improved U.S. 40. 
Access to the wildlife area is provided by one road which bisects the area. 
The area cenprises 360 acres and no additional acquisition is contemplated. 

The topography, flora, and fauna of Belle Grove Wildlife Management 
Area are essentially the same as those attributes of Green Ridge State 
Ebrest and the Sideling Hill Wildlife Management ARea. Turkey, deer, 
grouse, and squirrel are heavily hunted by many state residents.  EXaring 
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the off-season, many people visit the area to hike and sight-see. « 

Belle Grove Wildlife Management Area was acquired in 1950 for the 
explicit purpose of propagating game, primarily wild turkey. The game farm 
activities were abandoned in recent years since wild turkeys have adapted 
well to the mountain environment which typifies Western Maryland. A 
parking area is the only actively used facility on the land and no 
additional facilities are planned. There are no deed restrictions on Belle 
Grove Wildlife Management Area. 
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Ill. AREA AFFECTED 

A. ALTERNATES 

General 

As shown on Figure 25, the Green Ridge State Forest is continuous fron 
the Ifennsylvania State Line to the West Virginia State Line. Thus only the 
No-Build alternate would avoid requiring property fron the Green Ridge 
State Forest. Similarly because of the extensive number of historic 
resources in the corridor, oily the no-build would avoid property taking 
from these resources. General alternates considered for Section 1 included 
two other build alternates and the no-build. The no-build was eliminated 
because it failed to address the identified need and may worsen the 
existing safety record. These reasons are identified briefly in the 
Alternates section of this document, page ill.8. 

Ihe two other proninent build options were AGEA, and AGEENA. Line AGEA 
substantially followed existing U.S. Route 40 and would have required 78 
residences, eleven businesses and three farms. Ifen historic structures 
would be taken and part of other historically associated properties would 
have been required. A total of 551 acres would have been needed for AGEA, 
including 155 acres of Green Ridge State Forest, 22 acres of Rocky Gap 
State Park, 23 acres of Breakneck Valley Historic District, and 12 acres of 
the Flintstone District. The impacted area of the Green Ridge State Forest 
would have been part of the potential Wildland area. 

Line AGEENA was the middle route, between AGEA and AGBF2. Uhtil the 
Advisory Council on Historic Preservation indicated they would not be a 
party to a Memorandum of Agreement on Line AGEENA, this was the preferred 
alternate. However, in September, 1978, following extensive coordination, 
neetings, and two public hearings (one a supplement location hearing in 
January 1978 held by State Highway Administration, and one in August 1978 
held by the Council), the Council determined that the adverse impacts to 
the Breakneck Road Historic District were unmitigable. AGEENA required 36 
residences, 4 businesses and affected 10 farms. Historical impacts 
included two structures and fourteen other individual historic properties. 
An adverse effect under Section 106 was found for the entire Breakneck 
Valley Historic District, of which 310 acres would have been required. 
Additionally, Line AGEENA may have irreversibly affected the natural Warm 
Springs in the narrow draw along Warm Springs Road. Although no land would 
have been required fron the Rocky Gap State Rark, 224 acres would have been 
taken fron Green Ridge State Forest, along the same alignment as AGEA. 

A cornparison chart for line AGEA, AGEENA and AGBF2 can be found in 
Figure 24. Based on the overall impacts, the SHA and FHWA have concluded 
that AGBF2 is the only feasible and prudent alternate. 

B. Green Ridge State Forest 

Right of way for the selected AGBF2 alternate will require 
approximately 331 acres from the (projected) Green Ridge State Forest. 
This represents 0.6% of the total anticipated area of the forest. As 
shown in Figure 31, approximately 7 miles of the freeway would be contained 
in the forest. The selected route would leave 8,115 acres to the north and 
23,885 acres to the south. None of the build alternates avoid Green Ridge 
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COMPARATIVE CONSIDERATIONS 

IP" 

SELECTED 
ALTERNATE 

AGBF^ 

RELOCATION 
ALTERNATES 

AGEA AGEENA 

Project Length (mi.) 16.9 

Cost (millions)* 
Construction 
Right of Way 

Total 

Relocations 
Residential 
Business/Comm. 
Farms 
Non-Profit 

Right of Way (acres) 
Owned by SHA 
Required 

Stream Relocations 

Service Rd. Construction 
Co. & St. Road Relocations 
Cut/Fill 50' (total length) 

Historic Sites Taken 
Historic Properties Affected 

Historic Acres Required 

Breakneck Rd. H. District 
Flintstone H. Districts 
Others 

Forest and Park Acres Req'd. 
Rocky Gap State Park      0 
Green Ridge State Forest 

Existing 176 
Designated 155 

19.11 18.02 

$157.6 
2.6 

$159.6+ 

$ 97.1 
4.5 

$101.6 

$ 105.6 
2.8 

$ 118.4 

24 
1 
4 
0 

78 
11 
3 
1 

36 
4 

10 
1 

625 
0 

625 

890 
250 
640 

655 
125 
530 

400' 16,350' 11,650' 

0.2 miles 
4.0 miles 
5 miles 

5.5 miles 
7.7 miles 
0.8 miles 

1.25 miles 
7.0 miles 
2.2 miles 

2 
10 

10 
32 

2 
14 

81 23 
12 

310 

22 

133 
82 

0 

132 
92 

+$18.5M required for mitigation of environmental impacts 

FIGURE-24 
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State Fbrest. 

Since October 1978, the Maryland State Highway Administration has been 
closely coordinating with the Maryland Efepartment of Natural Resources 
regarding mitigating the impacts to the forest. Although mitigating 
measures will be discussed shortly, the identified impacts included: 
disruption to wildlife habitat and paths; animal kills from vehicular 
contact; degradation of stream/water quality; erosion and sedimentation 
problems; hiking and hunting disruptions; noise, reduction of logging and 
forestry maintenance access roads. 

Other major routes considered during the draft environmental planning 
stages of this project included some variations to AGBF2, which would 
have avoided some of the individually noted historic structures but taken 
others. Furthermore, none of these variations altered the mainlines of 
AGEA, AGEENA, and AGBF2 through the forest. AGFA required 22 acres from 
Rocky Gap State Rark and 215 acres from Green Ridge State Forest (See 
Figure 24). 

Following elimination of the AGEENA alignment, due to its insurmontable 
historical involvement and conflict, a possible "conpronise" corridor was 
developed for AGBF2 in an attempt to reduce impact upon the Gteen Ridge 
State Fbrest. 

Ihis corridor was termed the Ttown Creek Corridor and included three 
relatively specific alignments, A, B, and C (See Figure 25). The alternate 
would have followed the AGBF2 line from Cumberland to Warriors Mountain, 
where it turned northeasterly to link into the AGEA/AGEENA altemate(s) on 
the west side of Polish Mountain. 

The Tbwn Creek alternates swerving north around Warriors Mountain 
diverged approximately 2200 feet northwest from the Williams Road/lbwn 
Creek Itoad intersection. Alternates A and B proceeded to cross Tbwn Creek, 
approximately 1000 feet apart, and roughly parallel each other to Milepost 
15 of the AGEA/AGEENA alternate. Alternate A would have involved the 
taking of approximately 656 acres of potential wildland, mentioned before. 
Alternate B would have required 440 acres. These takings were totally 
unacceptable (because of the area's potential incorporation into the 
Maryland Wildland*s Preservation System) to the Maryland Department of 
Natural Resources although both Alternate A and B met engineering and other 
environmental requirements.^ 

Ttown Creek Alternate C, in turn swung around Warriors Mountain from the 
AGBF2 line, continued approximately along the 900" contour on the east 
side of Warriors Moutain to swing easterly to Warm Springs Road,crossing 
Murley 

"2 stated by the Maryland Secretary of Natural Resources, James M. 
Coulter, at a meeting with Maryland Secretary of Transportation, James J. 
O'Donnell and State Highway A3ministrator, M. S. Caltrider, on January 30, 
1979. 
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Branch and tying into the AGEENA RDUte at AGEENA station number 1578 just 
west of Ibwn Creek. This alternate presented aesthetically undesireable 
visual scars to Warriours Mountain, in addition to the cavernous and 
geologically undesireable qualities of the mountain which would have 
presented particular engineering proglems. Furthermore, this alignment 
required 256 acres from the northern edge of the Wildland area. 

The AGBF2 line also avoids the Section 4(f) involvement with Rocky 
Gap State Bark. AGEA would have required 22 acres from this State Park. 
AGEENA also avoided this park. 

For the reason described above AGEA and AGEENA do not represent 
feasible and prudent alternatives to the use of Green Ridge State Forest. 

C. Historic Resources 

Site 6 - Approximately 10 feet of right of way and/or easement on three 
sides of the Turkey Flight (a.k.a. Colonial) Manor will be required for 
construction of the freeway. The proposed taking is shown in Figure 26. 
The inn already is surrounded by roadways on the three sides involved; the 
present entrance/exit would not be relocated; and no building or part 
thereof would be required. The typical section has been minimized to the 
extent possible to meet traffic demand and maintain access to the historic 
sites. Safety, drainage, and feasibility must all be considered. Similar 
concerns apply to the other two sides of the property. If AGBF2 were 
located further north, property from historic Site 5 (probably eligible 
for the National Register) and the Cumberland Motel would be required. 
Also, Site 66 would be further modified. An alternative to right of way 
acquisition is easement; this may also be accomplished. The State Historic 
Preservation Officer rendered a determination of no effect en this 
property, based on the facts that no structure would be effected, the 
entrance would remain, the site had always served highway travelers and had 
accommodated several highway changes in its past. The property require- 
ments are identical for AGEA, AGEENA and AGBF2. 

Site 66 - The often realigned and repaved Old National Pike would again 
receive slight modifications under the proposed freeway construction. The 
right of way would be widened on the northern edge in the vicinity of Vtolfe 
Mill to accommodate a right turning lane near the Colonial Manor (Site 6) 
See figure 26. Further east, near the Carleton Farm (Site 8) the Pike would 
be relocated southward then constructed to parallel Elk Lick Run before 
connecting with existing U.S. 40 near its present intersection on east of 
the U.S. 220 spur. This relocation involves a distance of approximately 
2000 feet of the 13 miles considered to be significant as part of the Old 
National Pike (See figure 27). The final area for impact to the pike, a 
historical resource which is significant as a corridor concept, is near the 
eastern terminus of the project. The AGBF2 alternate will reconnect with 
existing U.S. 40 which overlays some of the old road. 

Tb avoid any use of the Old National Pike, Site 66, is impossible. It 
is travelled everyday and requires maintenance just as every road. The 
minor relocation near the U.S. 220 spur will be a two lane facility, as it 
presently is. To maintain the existing Pike would involve raising the 
elevation of the proposed AGBF2 facility 40 or more feet above the 
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existing grade which is not a feasible and prudent alternative. This would 
necessitate reconstruction of the U.S. 220 interchange and existing U.S. 
409 each for a distance of approximately 2000 feet east, west, and north so 
that these facilities could connect. Impacts from the slcpes would 
probably encroach an the Pike. The present plan for AGBF2 is to avoid 
these complications and minimize impacts by having the relocated Old Pike 
pass beneath the mainline near Elk Lick Run. The other two major build 
alternates involved similar land requirements. 

Site 8 - A width of approximately 20 feet of right of way from the 
Carleton Farm yard will be required for a modification to Old National 
Pike. The strip taking would be approximately 100 feet long along the 
existing frontage. The edge of pavement, now about 75 feet fron the porch, 
would be five to ten feet closer. The distances and gradients will be 
determined during design. The estimated 0.05 acres required represents 
less than 2% of the historically associated property. (See Figure 27). Both 
AGEA and AGEENA would have the same impact. To further minimize impacts, 
easenents will be considered in lieu. The SHPO has determined that the 
Carl ton Fram will not be affected by the proposed construction. (See 
12/22/78 letter in Appendix A) . 

The Carleton Farm property requirements originally included 6 acres, 
even the taking of the house and property fron the neighboring concrete 
Block House. However a two lane facility as proposed under the selected 
alternate, has been found adequate to accommodate the anticipated traffic. 
Thus, the property requirement has been reduced to 0.05acres. As outlined 
in the discussion about not relocating the Old National Pike, there would 
be obvious associated disadvantages from that alternate. Also, if the 
alignment were moved north or south of its proposed location, the existing 
graded connector with U.S. 220 would not be utilized. As with the Turkey 
Flight Manor, the added possibility of further minimizing inpacts through 
the use of easement rather than purchasing as right of way will be fully 
explored during the design phase. Both AGEA and AGEENA would have involved 
the same impacts. 

Site 50 - The Grabenstein house, of local significance, would be taken 
by the AGBF2 alternate. Both the mainline and the Jeffries Road 
relocation necessitate it's removal. Furthermore, about 14 acres (8%) are 
required fron the 175 acre parcel. The property is roughly north/south 
oriented, averaging about 2000 feet in width and 4000 feet north/south. 
The AGBF2 alternate would traverse it east/west in the northern third. 
In an effort to minimize harm to the remaining property, the AGBF2 
alternate runs along a natural draw in the topography (see figure 28). This 
reduces the visual intrusion of the facility and acts as a natural noise 
barrier. 

Similar to all the sites above, the Grabenstein property and house 
would be required regardless of the relocation alternate selected. By not 
relocating the proposed mainline facility would involve severe 
socio-economic inpacts along the existing U.S. 40 due to the necessity to 
bring that facility to freeway standards and the numerous homes on either 
side. The desired degree of curvature along the existing road would also 
result in substantial cuts into the knob south of U.S. 40 with a resulting 
visual scar and substantial anount of fill, already a material in excess 
for this project. For these reasons AGEA and AGEENA do not represent 
feasible and prudent alternatives. 
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Site 12 - Approximately 20 acres from the 104.5 acre Liller-Geiger 

parcel which is eligible for the National Register, would be required by 
the AGBF2 alternate. Virtually, all of the land involved is wooded. 
Therefore no impact to crop or pasture land is anticipated. To minimize 
noise and visual impacts, the roadway would be in cut along the ridges, 
causing almost no visual intrustion to the site and acting as a natural 
noise barrier (See figure 29). 'ttiis places the farmhouse over 650 feet 
from the closest edge of pavement.(See Figure 30). 

Both the AGEENA and AGEA lines would have avoided the Liller-Qeiger 
property. However, 10 acres from the property of Site 69, the Hendrickson 
House of local significance would be required. Further north, and east, 
AGEA would have impacted the properties listed below, most of which are on 
or eligible for the National Register: 

Beall log House - Site 13 
Pleasant Grove Church - Site 14 
Old Bucy House - Site 15 
Exxon Station - Site 19 
Cloverhill Farm - Site 20 
Hartstock House - Site 26 
Robosson log House - Site 28 
Hobart Walinger House - Site 33 
Habeeb/Plummer Okvern -  Site 37 
Milestone 125 - See #66 
Flintstone Historic District- 65 (12 acres) 
Breakneck Valley Historic District (23 acres) 
House - Site 16 
House - Site 17 
House - Site 21 
Old Wolford House - Site 22 
Double House - Site 32 
Town Creek Road Bridge - Site 38 
Ricker House - Site 58 

Of these, five houses within the Flintstone Historic District would be 
taken, as would the Robosson Log House, the Old National Pike Milestone, 
the Pleasant Grove Church, the Old Bucy House and the Town Creek Road 
Bridge. 

Not quite so far north, the AGEENA alternate also would have involved, 
several Section 4(f) issues on other historic properties, most of which are 
on or eligible for the National Register in addition to Sites 6, 66, 8 and 
50: 

Hobart Walinger House - Site 33 
Twigg/Hinkle House - Site 71 
Rogey/Hinkle Dog House - Site 72 
Double House - Site 32 
Breakneck Road Historic District-310 Acres 
East Stonestreet - B-l 
M. Gordon - B-2 
B. M. Hinkle - B-ll 
Riggleman - Br-12 
Moyer - B-25 
J. Heavner - Br-26 
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Of these, the B.M. Hinkle house would be required. Returning to the 
Liller-Geiger property involvement with line AGBF2, to relocate the 
alternate to the northeast would only serve to impact the historic site, 
lb shift the line southwestard, would eliminate the natural advantage of a 
saddle in the topography. Additionally, a southward shift would begin to 
encroach on two other historic properties of local significance, the ftrake 
Farm and Saw Mill (Sites 40 and 41). For these reasons, AGEA and AGEENA do 
not represent feasible and prudent alternatives. 

Breakneck Valley Historic District - As depicted in the historic sites 
map of the Section I corridor, the Breakneck Valley Historic Distrct would 
have property required by the AGBF2 alternate. Specific takings from the 
four historically significant sites within the district are addressed 
below. In addition to the estimated 38 acres involved from these 
properties, 43 more acres from the designated boundaries of the District 
are required despite the fact that all effort has been made to reduce the 
right of way required for AGBF2. 

The selected alternate roughly corresponds with the southern edge of 
the District, thereby minimizing intrusion and severence. 

Alternate AGEENA traversed the Hinkle historic grouping and the 
Breakneck Valley Historic District. Impacts were unmitigable to any degree 
of satisfaction according to the Advisory Council. 

Line AGEA would have required 12 acres from the Flints tone historic 
district and 23 acres from the Breakneck Valley Historic District. This 
alternate would also have required 4 miles of stream relocations as well as 
22 acres from Itocky Gap State Park and 133 acres from Green Ridge State 

Fbrest. 

Because of the preceding impacts, both AGEA and AGEENA were considered 

not feasible or prudent. 

Sites B-23 and B-24 are situated on a single 88 acre parcel. 
Approximately 25 acres, whiBh represents only 28% of the property, would be 
required. The AGBFo alternate was designed to minimize harm to these 
resources. Both associated yards and outbuildings would remain intact, and 
no structures would be required. Figure 31 shows that the proposed right 
of way would be approximately 300 feet north of the Maryland house, while 
the closest edge of pavement would be the eastbound exit ramp for the 
Williams itoad interchage, 400 feet away. The Tewell Stone House would have 
proposed edges of right of way and pavements 350 and 400 feet respectively 

to the south. 

From the Maryland House, only the exit ramp would be visible; however, 
the view would be obscured by the tree stand which would remain between the 
southern edge of right of way and the house.(See Figures 32 and 33). 

From the Ttewell House, the mainline AGBF2 would be visible. The 
situation created by the separating of the May long and Tewell Stone 
houses Sites 113 and B-24, could be partially minimized by eliminating 
tte Interchange at Williams Road. -Biis plan is not a feasible and prudent 
alternate recWnded due to the proposed spacing of interchanges and 
denial of access to local residents. The mainline could be swung 
SJthward, to attempt to avoid the Breakneck Valley District altogether. 
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However, the curvature would have to begin before Hinkle Road in order to1 

obtain any natural topographical advantage. Unfortunately, the most 
pronising separation of ridges is near the Hinkle Road/Williams Road 
intersection. Historic Sites 40, 41, 45, of local significance and Site 52 
which is probably eligible for the National Register would incur property 
inpacts were such a southerly route intended. Alternatively, to shift the 
AGBF2 line north of the Ttewell/Long property would involve a similar loss 
of a topographical advantage on Bush Ridge. Because a more northern route 
would also cross Williams Road, the "dividing impact" would simply occur 
to another historical resource. For these reasons the alignment shifts do 
not repreent feasible and prudent alternatives. 

The proposed AGBF2 line comes almost exactly equi-distant from Sites 
B-23 and &-24 and minimizes harm to each site. A shift of two or three 
hundred feet from one would involve tremendously greater impact to the 

other. 

Site B-21 - Only approximately 5 acres of the 104.5 acre parcel would 
be required for AGBF2 right of way. As shown in Figure 28, the property 
requirements result from the proposed relocation of Williams Road and its 
interchange with the Freeway. The edge of the Williams Road right of way 
would be approximately 200 feet south from the house, while the nearest 
edge of pavement would be 250 feet away. To the east, Williams Road would 
be no closer than at present. The mainline for AGBF2 would be nearly 800 
feet south from the structure. A stand of trees exist and would remain 
along the proposed northern edges of Williams Road and the majority of the 
mainline"s right of way. 

As shown in Figure 34, extension of easement or right of way for both 
Williams Itoad and the mainline would permit additional visual and 
acoustical attenuation devices. 

For avoiding use of the B-21 parcel, the proposed relocated Williams 
Road arv3 interchange must be eliminated. This would result in more local 
road relocation and impact to site B-22. To provide a connection with the 
freeway, on the other side of Williams Road, the roadway would be closer to 
B-22. A substantially higher amount of earthwork would be required to 
provide the grading for both the mainline and Williams Road resulting in a 
visual scar on the terrain. Furthermore, two additional houses would be 
required for right of way and slope easement. Thus, this alternate is not 
feasible and prudent. 

Site B-22 - Only approximately 3 acres are required by the AGBF2 
alignment of the 100 acres associated with the Wilson House. The proposed 
right of way would be 800 feet from the house, while the highway would be 
another 100 feet south introducing noise and visual impacts. The sheds to 
the rear of the house would serve as a partial visual and noise buffer (See 
Figure 35). Greater acoustical and visual mitigation may be accomplished 
along the northern edge of right of way due to local topography as shown on 
Figure 36. For avoiding the B-22 parcel, a southward shift would reduce 
inpact to the house and Breakneck Historic District. Such a shift is 
feasible at that parcel, but when analyzed in connection with the approach 
alignment to Warriors Mountain is not feasible and prudent alternate as 
described below. The steepness and height of Warriors Mountain demands 
practical solutions at its crossing. A draw exists along Williams Road at 
the eastern edge of the Historic District, and near Site 23. The  freeway 
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alignment paralleling Williams RDad must negotiate that pass. 

A northward shift in the AGBF2 mainline near Site Br-22 would impact 
sites B-21 and B-24 severely as well as involve an especially tight 
curvature of road, either not up to freeway standards or else involving a 
sizeable cut into Collier Ridge creating a significant visual scar, having 
foregone a natural draw. 

Site 23 is the frame house on Williams Road and will be required by 
AGBF^ QfTthe 33 acres on the parcel, approximately 2 would be required 
for right of way. All of the parcel except the acre cleared between the 
house and Williams Itoad is wooded and would act as a visual barrier to the 
remaining property. (See Figure 23). 

As has been mentioned, the topography along Warriors Ridge renders 
little opportunity for a feasible east-west crossing. Such an opportunity 
only exists along existing Williams Road, which runs through a saddle near 
Site 23. Although the right of way has been minimized to the extent 
possible, this house is required for both mainline right of way and 
relocated Williams R>ad right of way, with Williams Road being placed north 
of the mainline. 

Site 73, the Warriors Path would be traversed by any alternate, 
including the No-Build. Known to have existed somewhere on Warriors 
Mountain, the north-south trail must be crossed by any east-west movement 
through Allegany County, Maryland. 

The following table summarizes the historic property impacts of 

Alternate AGBF2. 
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TABLE 10 

Section 4(f) 
Historic Property Involvement 

AGBF0 

SITE NAT. SIZE AMOUNT PERCENT 
NO. NAME 

Turkey Flight 

REG.a (Acres) REQUIRED REQUIRED 

6 Manor Yes 2+ 10' x 600' 7% 
8 Carlton E 2.5+ 20' x 100' 2% 
66 Old Nat'l. Pike No N/A Widen, Overlay N/A 
50 Grabenstein No 175 H, 21 acres 12% 
12 Liller-Geiger E 104.5 20 acres 19% 
B-23 May Long Yes 88b 25 acres 28% 
B-24 Tewell Yes 

104.5b 
25 acres 28% 

B-21 S. Robinette Yes 5 acres+ 5% 
B-22 Wilson Yes 100b 3 acres + 3% 
23 Frame House No 33 H, 2 acres + 6% 
73 Warriors Path No N/A cross N/A 
— Breakneck H.D. . Yes 6,200 81 1.3% 

Total 6,517l 125+' 

a-National Register of Historic Places, yes means on it, no means not 
eligible, and E means eligible. 

b-These figures are included in the Breakneck Valley Historic District, 
i.e., these properties and their impacted areas are not counted twice in 
the totals for historic properties. 

c-See explanation of b. 

H-Structure Required. 
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MITIGATION MEASURES 

A. Historic Resources 

A Memorandum of Agreement was reached with the Advisory Council on 
Historic Preservation concerning impacts by AGBF2 to National Register 
(eligible) sites which might incur loss of historical integrity. The sites 
involved were: the Breakneck Valley Historic District, B-17, B^19f &-20, 
B-21, B-22, B-23, B-24, B-28, and 12. Of these no property (i.e. 4(f)) 
involvement was required from B-17, B-19, B-20, or Br-28. Mitigation 
measures were identified in the Memorandum in general concepts, as already 
discussed in the body of the Final Environmental Impact Statement. Tb 
reiterate briefly, landscaping treatment for the highway construction will 
endeavor to minimize visual and acoustical inpacts to the indicated sites, 
including all portions of the proposed freeway in or near the Breakneck 
boundaries. 

Specific proposals for several sites include construction of earthem 
berms between the edge of the proposed facility and the noted historic 
site. Unless the design and topography combine to provide a "natural" berm 
or barrier, such a device would probably involve acquisition of additional 
right of way. The possibility of acquiring the land as revertible easement 
would also be investigated. 

Revegetation of slopes in keeping with present species of flora or 
requests of the owners and State Historic Preservation Officer, is 
anticipated. 

Existing stands of trees would be retained wherever feasible between 
the historic resources and the proposed roadway. Rechannelization of 
streams would be accomplished with minimal disruption to the existing 
characteristics and access. Mitigation techniques would be similar to the 
Vail Pass, Colorado approaches. 

In the vicinity of the 4(f) properties, design of the roadway has 
minimized right of way requirements where practical. 

Near the Carleton Farm, Site 8, the improvements to Old National Pike 
would be removed as far from the 4(f) property as possible. Existing 
hedges, trees, embankments, would be spared from the path of construction 
wherever possible. 

Relocation of the Grabenstein House, site 50, elsewhere on to the 
associated 175 acre parcel is possible, but has not been recommended by the 
State Historic Preservation Officer because the condition of the house is 
quite poor, and does not represent a unique or extremely significant 
historical resource. Coordination with the State Historic Preservation 
Officer indicates that replacement of the structure would be of little 
historical value. 

Relocation of the house along Williams Road, Site 23 is more feasible, 
given the condition of the structure. The difficulty presented by the 
taking of this site, is the land associated with the structure. The 33 
acre parcel is wooded, and on relatively steep terrain, except for the area 
on which the house sits and which AGBF2 and Williams Road (relocated) are 
proposed to traverse.  Replacement housing would be provided in the area 

VI. 30 



A \") 

should relocation of the structure not be prudent or feasible, or contrary 
to the owners and/or State Historic Preservation Officer's request. 

Mitigation for crossing the Warriors Path would include erection of a 
sign along the highway at the safest point closest to the estimated 
location of the Indian trail. Appropriate archeological investigations and 
salvage, as necessary, will be conducted should artifacts be uncovered 
during the course of highway construction. 

Concepts of preservation, landscape architecture, aesthetic highway and 
bridge engineering and environmental planning will all be incorporated into 
the design and construction of the AGBF2 alignment. The impacts 
associated with the other major alternates, as well as localized shifts to 
the recommended alternates, are not considered prudent or feasible to the 

use of AGBF2. 

B. Green Ridge State Forest 
Mitigation measures of the AGBF2 incurred impacts on the Green Ridge 

State Forest have been discussed in substantial detail with the Maryland 
Department of Natural Resources staff. A Memorandum of Agreement between 
the Maryland State Highway Administration and the Maryland Department of 
Natural Resources has been executed. A signed copy of this Agreement 
appears in the Appendix of this Final Environmental Impact Statement/4(f) 
document. The overriding concept of the Memorandum is the conmitment to 
provide sensitive landscaping and design techniques, with highway and 
natural resource concerns being satisfied jointly. Specific measures 

include: 

-Construction of 24' high steel arches in the natural draws crossed by 
the proposed alignment. These high pipes would permit continued use of 
wildlife and hiking    trails. Natural bottoms would be used. 

-Reconstruction of effected logging and maintenance access roads at 
functional grades. 

-Minimal use of the Fifteen Mile Creek floodplain. This includes a 
crossing which would involve only two piers in the floodplains, and a 
minimum elevation of 840" on the eastern steepest slope bordering the 
floodplain. Furthermore, access to and in the floodplain would meet with 
Department of Natural Resources approval. 

-Other streams in the forest, notably Black Sulphur Run, would be 
spanned, not altering their present channelization. Slopes would not be 
constructed within 100' of the run. 

-Replacement land would be provided, at a rate of four times the value 
of the land required for AGBF2 right of way through the forest. This 
amount was derived by State Highway Administration noise and wildlife 
experts who estimated that "acceptable" noise levels would extend another 
300' to 500' but beyond the proposed rights of way, depending upon 
immediate topographical characteristics. 

SUMMARY 

This section sets forth the basis that there is no feasible or prudent 
alternative to the taking of historic propeties or the use of land fron the 
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Green Ridge State Forest for the proposed project. This project includes 
all possible planning to minimize harm resulting frcm the use of land from 
the historic areas and the state forest. 

Coordination 

Section 4(f) coordination and consultation was provided for 
the project. The Department of the Interior, Department of 
Agriculture and Department of HDusing and Urban fevelopment 
were sent copies of the Draft Environmental Impact Statement 
(1973) for Sections I and II and copies of the Supplemental 
4(f) Involvement in 1976 and the Final Environmental Impact 
Statement (1977) for Section II. 

No objection was received from Department of Agriculture & 
HUD. responses were received from the Department of the 
Interior from the historic and recreational viewpoint. 

Ifeview and consultation meetings were held 
with the Department of the Interior on 
November 18,  1977.   m addition the 
preliminary  Final  Environmental  Impact 
Statement Section I was sent to the 
Department of  the  Interior  and  the 
Bivironmental Protection Agency (EPA) on 
March 24, 1980.  Additional consultation 
meetings were held on April 24, 1980 and 
the results of the consultation are 
outlined in EPA's letter dated May 1, 1980. 
The Department of Interior responded (May 30, 1980). 
(See Caiments and Coordination Section of this document.) 
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VII.LIST OF AGENCIES/ORG/OFFICIALS TO WHOM EIS ARE SENT 

(* COMMENTED) 
AGENCY 

FEDERAL 

U.S. Department of the Interior* 
U.S. Department of Housing and Urban Development 
U.S. Department of Agriculture (Soil Conservation) 
U.S. Department of Commerce 
National Marine Fisheries Service 
Appalachian Regional Commission 
U.S. Department of Health, Education and Welfare 
Environmental Protection Agency* 
Office of Econonic Opportunity 
Corps of Engineers 
U.S. Department of Energy 
National Capital Planning Commission 
Urban Mass Transit Administration 

STATE 

Local Governments 
Department of State Planning 
Appalachian Regional Commission 
Tri-County Council 
Maryland Historical Trust* 
Department of Transportation 
State Archeologist - Maryland Geological Survey* 
Department of Natural Resources* 
Department of Budget and Fiscal Planning 
Department of General Services 
Department of Economic Community Development* 
Department of Education 
Department of Health and Mental Hygiene* 
Interagency Committee for School Construction 
Maryland Environmental Trust 
Department of Public Safety and Correctional Services 

COUNTY 

Allegany 

County Engineer 
Planning and Zoning* 
Board of Education 
Econonic Development Commission* 
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State Highway Administration 

District Engineer 

Members of Advisory Committee 

Clyde E. Pyers, Chairman 
Director, Division of Systems Planning 
and Development 
Maryland Department of Transportation 

Edward I. Heath, Executive Director 
Tri-County Council for Western Maryland 

Lowell W. Frederick 
Federal Programs Coordinator 
Department of Economic and Community Development 

Anthony Abar, Chief 
Program Planning and Evaluation 
Department of Natural Resources 

Charles Pixton, Planner 
Department of State Planning 

John D. Bushby, District Engineer 
State Highway Administration 

Interested Groups 

Western Maryland Chamber of Commerce* 

Citizens Coalition for Improvement of U.S. 40 

Allegany County Farm Bureau, Inc. 

Western Maryland Central Labor Council 

Soil Conservation Service. 

Elected Officials - Federal and State* 

Elected Officials - County* 

''Commented 
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VIII. COMMENTS AND ODORDINATION 
SUMMMgf OF TESTIMCMY AT NATIONAL FREEWAY 

SUPPLEMENTAL CORRIDOR PUBLIC HEARING OF JANUARY 24, 1978 

Coninents received from all sources have been thoroughly studied. 
Changes recommended by various commenting entities have been incorporated 
into the body of the Final Environmental Impact Statenent. In addition, 
this section summarizes and responds to written and verbal conments 
received at the public hearing and during the conmenting period. Many 
oorments merely state an alternative preference to which a response is not 
required. Other comments raise specific issues which necessitate factual 
responses. 

OOMMENTS RECEIVED AT THE PUBLIC HEARING 
Tuesday, January 24, 1978 

7:30 p.m. 
Et>rt Hill School 

Cumberland, Maryland 

One hundred citizens, agency representatives, and elected officials 
attended this meeting. 

The first seven speakers identified themselves as members of "The 
Coalition for a Fourth Alternate". The Fourth Alternate is a statement 
that upgrading U.S. Route 40 to a modem dual highway without control of 
access, and within right of way now owned by the State Highway 
Administration, is a viable alternate to construction of a fully controlled 

access facility. 

1.  Mr. Robert Creter - Mr. Creter identified himself 
as having a dual role. He spoke as Regional Chief 

Water Itesources Administration and as a private 
citizen -Objected to relocation of U.S. Route 40 
and favored Fourth Alternate. 

NOTE:   Correspondence received from Department of 
Natural Resources after the Public Hearing 
stated Mr. Creter was not authorized to speak 
for the Water Resources Adminsitration, and 
they restated their former acceptance of 
Alignment AGEENA. 

2. Mr. Martin Gordon - Opposed AGEENA Alignment due to 
land damage and Irnpact on Historic Sites. Favored 
Fourth Alternate. 

3. Mrs. Snow - Mrs. Snow read a report prepared by Mr. 
David Morris. This report objected to the concept 
of a highway on relocation offered the Fourth 
Alternate as a viable alternative. 

4. Dr. Mastrangelo - Recommended Fourth Alternate. 

5. Mrs. Wanda J. Braun - Objected to AGEENA on the 
basis of possible damage to streams, springs, and 

wells. 
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6. Col. Charles Patterson - Favors Fourth Alternate. 

7. Mrs. William Henkel - Gave brief history of 
properties in the Breakneck Road Historic District. 

8. Mr. Robert Creter - (speaking as a citizen affected 
by AGEENA) Objected to consideration of a 
controlled access highway, once again favored 
fourth alternate. 

9. Mrs. Braun - Objected to possible damage to springs 
in Warm Springs Area. 

Responses to Speakers 

It is important to note that all of these speakers own property that 
was directly affected by the AGEENA alignment. Since the preferred 
alignment is now AGBF2 which is approximately 1 to 1 1/4 miles south of 
AGEENA, the comments concerning the impacts of AGEENA on the Historic 
District and the Natural Environment of the area are no longer valid. 

In regard to the statements regarding upgrading U.S. Route 40 to an 
uncontrolled dual rural higwhay a detailed report rejecting this concept is 
in the Ttechnical Location Report. The fourth alternate was rejected mainly 
on the basis of Safety Considerations. In general, these include facts 
that show the majority of the accidents occur at or in close proximity to 
the intersections. The plans for the present road were approved in the 
1950-1960 period. There are no provisions for safety grading throughout, 
and approximately 50% of the proposed expansion does not have adequate 
median width. Additional right of way would be required throughout the 
project. 

10. Mr. Joe Freeno - President of the Teamsters Uhion- 
Itejected Coalition for a Fourth Alternate, and 
claimed a new highway is needed for safety and 
increased transport. 

11. Mr. Robert C. Petterson - Chairman of the National 
Freeway Coordinating Committee - Rejected fourth 
alternate -Stressed to speed up project. 

WRITTEN COMMENTS RECEIVED FROM THE PUBLIC HEARING UNTIL THE 
MAY 10, 1979 PRESS RELEASE OF AGBF2 

Citizens 

-Five letters received favoring AGBF2. 

-Three letters received favoring Fourth Alternate. 

-Mr. David Morris submitted the report read by Mrs. Snow 
during the Public Hearing. (Rstition of Approximately 
200 signatures with submittal.) 
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Elected Officials 

-Six letters received favoring AGEENA or AGBF2. 

Agencies and Businesses 

-Seven letters received favoring AGEENA or AGBF2. 

COMMENTS RECEIVED AFTER GOVERNOR HUGHES MAY 10,  1979 PRESS 
RELEASE IN SUPPORT OF ALTERNATE AGBF2 

Citizens 

-24 letters received opposing AGBF2 based mainly on 
Impacts to Green Ridge State Forest. 

-167 form printed Post Cards stating: 

Dear Governor Hughes: 
I wish you to preserve Green Ridge State 

Forest as your predecessors have done before you. 
Please do not destroy our wilderness for Seventeen 
Miles of Concrete. 

Response: 

All letters received were addressed to Governor Hughes. The Governor's 
response has emphasised two items: 

A. The Memorandum of Agreement between the CNR and the SHA adequately 
addresses any negative impacts to Green Ridge State Forest. 

B. It is extremely important to complete this last section of the 
National Freeway as an aid to increasing the economic base for the entire 

State of Maryland. 

NOTE:    142 Post Cards received from residents of 
Baltimore City and Baltimore County. 
25 Post Cards received from residents of Anne 
Arundel County, Cecil County, and Carroll 
County. 
No post cards were received from Washington 
County, Allegany County, or Garrett County 
(Appalachian Area). 
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United States Department of the Interior 
HERITAGE CONSERVATION AND RECREATION SERVICE 

NORTHEAST REGION 

^v 
600 Arch Street — Room 9310 

IN REPLY R|^.R
7^

:
997 Philadelphia, Pennsylvania 19106 

MAY 3 0 1980 

Mr. Emil Elinsky 
Division Administrator 
Federal Highway Administration 
The Rotunda, Suite 220 
Baltimore, Maryland 21211 

Dear Mr. Elinsky: 

This is in response to your agency's request for Heritage Conservation 
and Recreation Service comments on the pre-final Section 4(f) statement 
for the National Freeway, Allegheny County. Our comments are provided on 
a technical assistance basis only and shouldvtiot be construed as reflecting 
a position on the project or the environmental/Section 4(f) statement by 
the Secretary of the Interior. Any formal or official comments on this 
project by the Department of the Interior are to be initiated through the 
Office of Environmental Project Review, United States Department of the 
Interior. 

The April 24, 1980 meeting at the Maryland State Highway Administration 
was helpful in reviewing the history of the National Freeway and its 
current status. We appreciate this opportunity to comment informally 
on the project and anticipate that this letter will clarify our concerns. 

The Department of the Interior letter of December 10, 1976 focused on the 
adequacy of the draft document with regard to the impact of the National 
Freeway on historic and archeological sites. We believe that the pre-final 
statement now sufficiently meets our concerns on the historic sites and the 
mitigation measures for those properties. 

Significant modifications which have been made since the draft statement 
include: 

1. rejection of the proposed alignment AGEENA by the Advisory Council 
on Historic Preservation. 

2. development of a Memorandum of Agreement for alignment AGBF„ 
between the Advisory Council, the Federal Highway Adminis- 
tration, and the Maryland State Historic Preservation Officer. 

3. development of a Memorandum of Agreement between the Maryland 
Department of Natural Resources (DNR) and the Maryland State 
Highway Administration for replacement of land for the right of 
way  needed in Green Ridge State Forest (Section 4(f) land) and 
use of the Vail Pass concept along the entire right of way to 
minimize environmental damage. 
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However, we believe that there are several issues that should be 
resolved or clarified prior to the issuance of a final environmental 
statement and review by the Department of the Interior. 

GREEN RIDGE STATE FOREST 

The impact of the National Freeway will extend throughout the forest and 
despite mitigation efforts, the presence of the highway will severely 
reduce the recreational, habitat and esthetic value of the area. 

Much of the damage to the resources in Green Ridge State Forest will be 
irreparable and this Service has reservations regarding the land replacement 
for the three hundred and thirty-one acres required from the forest (p. 29). 
We recognize the sensitivity of disclosing the exact location of the 
proposed replacement lands.in the environmental/Section 4(f) statement, but 
we believe that the statement should contain documentation by DNR that the 
replacement lands are comparable to, pv  exceed the recreation and wildlife 
values of the impacted lands. It is also important that if these lands are 
isolated parcels, that they are manageable units of the State Forest and 
capable of providing for forest uses, including recreation. The final 
statement should address the location of the replacement lands, the value 
in terms of recreation and habitat, and the proximity to Green Ridge State 
Forest. 

1-70 VAIL PASS CONCEPTS 

The "Vail Pass concepts" referred to at several points in the pre-final 
statement as the technique for mitigation of natural and historic resources 
should be further explained. Although the Council on Environmental Quality 
November 1979 regulations urge incorporation of material by reference to 
other projects (1502.21), the Vail Pass activities are not, without 
explanation, analogous to the National Freeway. 

We view the 1-70 Vail Pass experience as an example of cooperation for a 
transportation project as a state of the art form at that time, and as a 
collection of engineering and mitigating techniques designed to minimize 
impact to the alpine environment. 

It is our understanding that the three important elements in the Colorado 
project were the design, the extensive mitigation involving private and 
public sectors, and the immediate revegetation. We would expect advances 
in construction techniques since Vail Pass that could or will be applied 
to the National Freeway. These adaptations should be specifically addressed 
in the final statement to clarify the relevance of the Vail Pass concepts 
to Maryland. 
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Finally there appear to be some project differences in recreation developments. 
Picnic/rest areas are excluded as a form of mitigation in the Maryland 
Memorandum of Agreement for natural resources. The Colorado project 
incorporated a recreational trail, constructed over the pass and planned 
by a consortium of public and private agencies, organizations, and 
individuals. The mitigation emphasis in Maryland does not seem to be as 
innovative as the Vail Pass was for its time, and we would therefore 
appreciate more detailed explanation of the areas where the Vail Pass is 
cited as an example of work to be done in the National Freeway. We would 
definitely support joint use of the right of way for recreational 
development and improved access if a need exists for such facilities. 

ARCHEOLOGICAL RESOURCES 

We are unclear as to how the Federal Highway Administration and the Maryland 
State Highway Administration are defining the^use of archeological resources 
and the means for their protection. ': < ?' 

We contend that Section 4(f) is applicable to archeological resources when a 
site is used and it is of National, State or local significance. A site may 
be locally significant and yet not eligible for inclusion in the National 
Register. Use occurs when a transportation project is placed on, through, 
over, under, or immediately adjacent to such a site. The use is the actual 
taking of land (including air and subsurface rights) from the site and/or 
the disturbance or alteration of the archeological material/land complex 
and its immediate surroundings. The final statement should address the use 
of any archeological resources in the project plans and Section 4(f) should 
be applied accordingly. This will clarify the ambiguity of the Memorandum 
of Agreement between the State Historic Preservation Officer and the Federal 
Highway Administration which implies that Section 106 of the National 
Historic Preservation Act will be applied to sites, but that Section 4(f) 
requirements are not applicable. 

We suggest that the final statement include more information regarding the 
archeological reconnaissance report prepared by the Maryland Geological Survey 
(Reconnaissance Report #137).  If this information cannot be included in the 
final environmental statement due to the sensitivity of revealing their 
location to the public, we would be willing to review the report. This would 
enable us to determine if the archeological sites are within the selected 
alignment and if a more intensive field survey is necessary. 

Finally, if archeological resources are identified, a determination should 
be made if they are eligible for inclusion in the National Register, pursuant 
to 36 CFR 800. 
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RECREATIONAL RESOURCES 

Fifteen Mile Creek, Evitts Creek, and Black Sulfur Run have been identified 
by the Heritage Conservation and Recreation Service as potential national 
recreational rivers as part of the nationwide rivers inventory. The Wild 
and Scenic Rivers Act (P.L. 90-542, as amended) authorized a national 
inventory of rivers to: 

1. Identify a balanced representation, in terms of physiographic 
provinces and sections, of the most significant river segments 
in the nation. 

2. Identify for the President and the Congress the parameters of 
a basic National Wild, Scenic and Recreational Rivers System. 

3. Identify those rivers which may be considered under the 
provisions of Section 5Cd) oi'P.L. 90-542, as amended. 

Fifteen Mile Creek, Evitts Creek, and Black Sulfur Run are in the preliminary 
evaluation of the recreation system study. Rivers on the preliminary list of 
recreational rivers have passed the initial study phase, are five miles or 
more in length, and are of state, multi-state or national significance. Each 
of these rivers is being considered under the following criteria of Public 
Law 90-542 which specifies that an eligible river: 

1. Be a free-flowing river or stream (rivers may have undergone some 
impoundment or diversion in the past). 

2. Be generally undeveloped (river corridors may be developed for the 
full range of agricultural uses and can include small communities 
as well as dispersed or cluster residential housing). 

3. Be readily accessible by road or railroad. 

4. Be adjacent to or within a related land area that possesses an 
outstandingly remarkable geologic, ecologic, cultural, historic, 
scenic, botanical, recreation or other similar value. 

Also it should be noted that those rivers meeting the criteria of the Wild and 
Scenic Rivers Act will be placed on the National Inventory. Rivers on this 
list will be considered under the provisions of the President's Environmental 
Message of August 2, 1979 which directed that: "all Federal agencies shall 
avoid or mitigate adverse effects on rivers identified in the National Inventory." 

Our specific concerns relate to the impact of the National Freeway project 
on the free-flowing character of the Fifteen Mile Creek, Evitts Creek and 
Black Sulphur Run, and those qualities which support their possible 
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designation as national recreational rivers. Although Vail Pass Concept 
techniques will be used and stream crossings are "special mitigation 
areas" addressed in the Memorandum of Agreement with DNR, we believe more 
analysis is appropriate in the environmental statement because of the 
recreational significance of these streams. For example four hundred 
feet of stream relocation is required, but no further information is given 
as to location or impact (p. 29). 

OTHER COMMENTS 

The final statement should also further address traffic projections to better 
ascertain the need and feasibility of the proposed project. As noted in the 
April 24th meeting, the Maryland State Highway Administration and Federal 
Highway Administration support the National Freeway based on economic 
reasons and information on traffic projections, particularly for commercial 
vehicles are important for our evaluation.  ,. 

The environmental statement graphics suggest that the National Freeway might 
have an adverse impact on the proposed Potomac National Scenic Trail. At the 
April 24, 1980 meeting, Mr. Branch indicated that the National Freeway was 
not in the Potomac Trail area; however, we are still uncertain about the 
possible intersection of the project with the Potomac Trail at Cumberland and 
have enclosed a map of the trail to help you address our concerns. 

The seventeen sites described as "probably feligible" for the National Register, 
and treated as such in this report, should be submitted to the Keeper of the 
National Register for a formal determination through 36 CFR 63.3 by the 
State Historic Preservation Office and the Maryland Department of Transportation. 

Again, thank you for the opportunity to comment on this pre-final statement. 
If you have further questions, I would be pleased to discuss them with you. 

Sincejely^yours, 

Michael^. Gordon 
Assistant Regional Director 
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RESPONSE; 

1. We acknowledge impacts to Green Flidge State Forest, however, we do 
not believe that recreational use will be severely hampered as the 
area in question is used for passive recreation. Cornparable habitat 
value has been one of the criteria used in the selection of replacement 
lands and new aesthetic vistas will be opened up to travellers. See 
Section V, Page 11, and Section 4(f), Part II-B. 

2. Replacement lands are located contiguous to Green Ridge State 
Forest and are valuable in terms of passive recreation and 
habitat. This was the criteria on which DNR identified the 
replacement parcels. 

1-70 Vail Pass Concepts 

3. Copies of the "1-70 in a Mountain Environnent - Vail Pass Colorado" 
were sent to DOI. 

4. A special Vial Pass Concept Team has been assigned to implanent 
various techniques used in constructing 1-70 in Colorado. This 
camiittee has recarmended the following general design applications 
of Vail Pass Concept. Additional features meeting the terms of the 
agreanent with DNR will be developed as final design proceeds, and 
determinations made about which concepts are relevent to Maryland. 

Applications of Vail Pass concepts include: 

a) Slope treatment of cut and fill slopes 

The rounding treatment at the beginning and end of cut slopes 
will be shown on the plans. On those sections that have waste 
material, the detail for molded valley and ridge fill will be used. 
The concept of meandering ditches and cuts will not be used in 
U.S. Route 48 because of geologic formations. 

b) Cuts and Benches 

Hard rock projections will be allowed to stay in place regardless 
of slope ratio. Costly sculpturing of rock cuts will not be 
generally practiced. A concept of using part of the 30' safety 
grading as a portion of the rock fall bench will be considered 
to provide natural setting. 

c) Rock Placanent 

Rock placanent as practiced on 1-70 in Colorado gave an artifical 
appearance therefore rock placement will not be used on U.S. Route 48. 

d) Landscaping 

An itan for selective thinning will be included in the U.S. 
Route 48 contacts. It was further recamended that R/W for buffer 
Zone be acquired in undeveloped wooded areas only. Hardwood seeding 
will be provided. Details for landscape itans, plans, quantities, 
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and specifications will be furnished by the Bureau of Landscape 
Architecture as final design proceeds. 

e) Type of Walls 

Retaining walls, where provided will be of the IECO type. 
Also, see Section V, Page 8. 

5. The Department of Natural Resources (DNR) did not desire joint 
development or a consortium. That concept was not considered 
appropriate by State Forest Management. 

Arcehological Resources 

6. There is no arabiquity in the Section 106 Process or 4(f) Policy 
as indicated in the Memorandum of Agreement. 

7. Report sent to DOI for their information. The decision regarding 
intensive work rests with the State Archeologist and the State 
Historic Preservation Officer and will be undertaken, if appropriate. 

Recreational Resources 

8. We are aware of the program, and work with DNR, the Maryland DOT, 
and DOI on establishing the inventory. 

9. There will be no significant recreational impact on the three rivers 
potentially eligible for the National Recreational Rivers inventory 
program. 15 Mile Creek and Black Sulphur Run are included in the 
Maryland SHMDNR MOA. Mitigation for Evitts Creek are discussed 
on pages V.6-V.10 of this FEIS. 

10. Elk Lick Run requires 400' of stream relocations. See Figure 14. 
Relocation is required for the bridging of this stream. 

OIHER CaWENTS 

11. See pages III.4 and V.14. A copy of the traffic data was sent to DOI. 

12. Discussions with the Heritage Conservation and Recreation Service, and 
with the superintendent of the C&O Canal National Historical Park, 
indicate that AGBF^ would have no adverse impact on the routing of the 
proposed Potcmac Heritage Trail. The trail will follow the existing 
C&O Canal towpath to its terminus in southwest Cumberland city before 
proceeding west through the Cumberland Narrows. AGBF- begins on the 
northeast side of Cumberland. 

13. The FHWA SHA and SHPO are in agreement as to the potential eligibility 
of these 17 sites. The 17 sites determined to be "probably eligible" 
were identified and included in the EIS because of the wide range of 
corridors being considered for this project. However, even though 
the 17 sites are not located within the area of the project's potential 
envirormental impact, they will be sufcmitted to the Keeper of the 
Register at sane future time. 
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'*'V-> Mr.   Janes  J,  Ctonne 11 
Secretary 
Department of   Transportation 

FKO:-::    K. s. Caltrider 
State Highway Adminis^^- isi&ssG  fc 

SUHJECT: National Freeway Consultation Meetinac 
with u.i-. rich and Wildlife Service 
ana Fener&l highway Administration 
u.L. Koute 4 8 
Section I 

proi'ct^rfSff^n^61' ^ inl0•e*  •  Progress for this >.tujet-t, r.j, stdtt unc meinberF of the Fdn^T--! ^i«i,.. 
MTMnistration r,et with C.E. rUh and KU«ifc " ^Lc 
rcpL-cSentatlve3 or. May 12, 1500, to anair. go ovot th'ir 
concerns repardinq the selection of AGBF?.9 ro nev ar" 

cur«., -s, ioaoy°L^ngr(^f^nrcf ^rit::;r;^!on at 

^i^ t ?   t rederal "igwnay Adrr.iniEtration have expedited 
-o^fLi-M^V PrCeGSeS SO that thc document will eXpedlttn 
olficicily" be forwarded to the Washington offices of the 
Fpaeral Highway Ariministration during the week ol  Kay  2C 

i-iie feellhit^t n^^i f^"'*1 Hi?lhw6y Ministration' o.^ice teel that it may take the Federal Hinhwav 

^"be^e"?^"^^ 0ffiCe '^ 2-3 ---'-^itional 
sui; i^? tTKnfS;1^trt^^0So^n?f^f^^1-J .„, 
eating uace  will the document be forwarded to thcM'Jce 
o. the Secretary of Vrencportation for their review and 
concurrence.  The Office of tne Secretary of Transposition 
levxew, comment, and approval process could take aroth^r °% 
rconthr., before approval could be £orthcor;i g! %ht   coul/" 
«.ea«, anditxonal delays to our July, ISfcO location ^oval 
ticu , to possibly Septenuer or October, l^bO. 
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v;:e will nake every effort to expedite these structured 
review processes from our level of contact.  It ir.iqht be to 
our advantaoe to aaain request assistance fror: our 
delcostion in Washington when we are inforneci that the 
reviev? and concurrence process is "bogqinq down" in the 
Warninqton Offices. 

Ki^C :r cr 

Attac ihnent 

bcc: Mr. Hal Kassoff 
Mr. Thomas Cloonan 
Mr. J. Ha ifley 
Mr. Charles Adams 
Mr. E. T. Camponeschi 
Mr. R. S. Krolak 
Mr. Frank Koller 
Ms. Cynth: La Simpson 

(w/attach.) 
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PLEASE  REPLY  TO 

3-.REA-J CF  l-*.-,D5CAPE ARCHITECTURE 
.CPPA i FALLS ROADS 
SROOKLANDVLLLE,   MARYLAND     21022 

May 13, 1980 

MEMORANDUM OF CONFERENCE 

Contract No. A 519-033-670 

F.A.P. No. APD-155-1(42) 

On May 12, 1980, a meeting was held in the Bureau of Landscape 

Architecture offices at 10:00 a.m. to discuss the preliminary 

Final Environmental Impact Statement with Mr. Robert Zepp of the 

U.S. Fish and Wildlife Service.  The following persons were in 

attendance: 

Mr. Robert Zepp—U.S. Fish & Wildlife Service 
Mr. Tim Hall--U.S. Fish & Wildlife Service 
Mr. Ed Terry—FHWA, Maryland Division 
Mr. Dennis Merida—FHWA, Maryland Division 

t^ffs. Cynthia Simpson—SHA, Bureau of Project Planning 
Mr. Frank Koller—SHA, Bureau of Project Planning 
Mr. Charles Adams—SHA, Bureau of Landscape Architecture 
Mr. William Branch—SHA, Bureau of Landscape Architecture 
Mr. Jack Hett—SHA, Bureau of Landscape Architecture 

The following is a summary of the comments and discussions 

which arose during the meeting: 

1. Mr. Zepp pointed out that the mapping in the FEIS 

was confusing in that the numerous areas of special 

concern were not presented on the same map, making 

it difficult to relate them to one another. 

2. Next, a fairly lengthy discussion of historic impacts 

ensued.  Bob Zepp did not feel the FEIS contained 

enough pertinent data about the historic resources 

along existing U.S. Route 40.  This made it 

My telephone number is       3 21-3523 
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difficult for him to interpret the direct impact 

upgrading the existing route would have on each 

and why Alternate AGBF2 was a better selection. 

It was noted that a technical report discussing the 

upgrading of U.S. 40 was prepared which contained 

this data. 

The potential impact upon wild turkey habitat was 

discussed at some length.  U.S Fish & Wildlife 

asked if any map depicting general turkey habitat 

in the study area was available.  No data base of 

this type is available.  The discussion indicated 

SHA/DNR coordination on the topic of habitat in 

Green Ridge State Forest and Warrior Mountain and 

the "featured species" management concept employed 

by DNR.  The area of Green Ridge Forest to be 

traversed by Alternate AGBF2 is considered "prime" 

turkey habitat and is so managed.  Impacts upon 

turkey population were discussed.  U.S.F.&W. stated 

that the impacts upon turkey habitat were one of the 

reasons they felt Alternate AGBF2 was a poor choice. 

Also discussed was the potential for vehicle/deer 

collisions with AGBF2 and the severence of habitat 

with the completed highway acting as a barrier to 

wildlife movement. 

The SHA/DNR mitigation agreement calls for 

construction of numerous underpasses through Green 

Ridge Forest.  The general feeling is that these 

will not provide for passage of larger animals, 

deer, turkey, etc.  It was pointed out that this 

underpass concept was initially considered as a means 

to continue existing drainage courses after completion 

of the highway.  These could also serve as wildlife 

passages. 
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Fencing of the completed highway will be 

accomplished, but no decision on fence type has 

been made.  The potential for deer kills will be 

one of the considerations which comprise a design 

decision. 

4. The area nominated for "wildland" status on Polish 

Mountain was discussed along with the criteria used 

by DNR for designation, present impacts on the area 

(primarily traffic noise from U.S. Route 40), impacts 

from AGBF2, and a brief review of other alternates 

studied that would have bisected the wildlands unit. 

The unit would not be directly impacted by AGBF2. 

Traffic noise from the highway would become part of 

the background noise environment. 

5. U.S.F.&W. took exception to the replacement land 

concept, particularly the decision by DNR to use the 

money from Maryland D.O.T. to purchase lands already 

within their "take" limits.  They feel that this is 

not considered as mitigation since no new acreage 

would be acquired for the forest area.  Several points 

were made regarding this: 

1) The limits of Green Ridge Forest have 

been set by the Maryland Legislature and, 

therefore, their options regarding land 

purchase are limited. 

2) The agreement as written will allow DNR 

to concentrate acquisition on priority 

areas and incorporate these into the forest 

earlier than might otherwise be possible. 
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6. Potential erosion and sedimentation impacts are 

considered to be severe by U.S.F.&W. given soil 

and rock conditions along AGBF2.  It was pointed 

out that this does present a major challenge but 

the methodology to design controls into the project 

is available.  A design team comprised of SHA/DNR/EPA 

personnel will be utilized in this and other critical 

areas.  U.S.F.&W. was invited to become a member of 

the team and accepted. 

SHA recognizes that there will be impacts from 

sedimentation but the intent is to minimize these 

through involvement of the design team and partici- 

pation of an inspector from DNR throughout construction. 

7. U.S.F.&W. asked the status of the DNR Indiana Bat study, 

To date, DNR has completed location and preliminary 

investigation into use of caves in the area as a 

hibernaculum.  The second phase of the study will 

involve mist netting at cave entrances through the 

summer of 1980.  No evidence of the presence of 

Indiana Bat has been found to date.  Proximity of 

Devils Hole Cave to AG3F2 was discussed.  An alignment 

shift in the area to obtain a 200-300" offset from 

the entrance appears feasible and will be pursued in 

the design phase. 

8.  U.S.F.&W. has been added to the project mailing list 

in order that they may receive a copy of the FEIS 

earlier in the review process than through the 

circulation to D.O.I.  This will allow tor more 

timely review and comment. 
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9.  In summary, U.S.F.&W. conveyed the thought that they 

feel AGBF2 is a poor choice from a natural environmental 

viewpoint based upon conflict with wildlife habitats, 

water quality impacts, loss of state forest land, etc. 

They also stated that no conclusion has been made 

regarding official disposition of their comments. 

If those present at the meeting feel there have been any 

omissions or inaccuracies in this summary, please contact the 
writer. 

•nsiS 

Charles B. Adams, Chief L/ 
Environmental Design Section 
Bureau of Landscape Architecture 
State Highway Administration 

CBA:cls 

cc:  Attendees 
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Honorable Neil Goldschmidt 
Secretary 
U.S. Department of Transportation 
400 - 7th Street, S.W. 
Washington, D.C. 20S90 

Dear Neil: 

^\P 

 420678       ^4 

One of Maryland's highest transportation priorities is 
the completion of the National Freeway in Western Maryland. 
This facility, which is part of the Appalachian Development 
System, is essential to our hopes for stimulating economic 
activity in this part of our State. Our reason for writing 
is to request that you expedite the final Environmental 
Impact Statement (EIS) for the remaining 17 mile gap of the 
Freeway which has been submitted to the Federal Highway 
Administration. 

This document represents years of negotiation, restudies, 
delays, and finally, agreement on how this essential highway 
gap can be closed in a manner consistent with environmental 
concerns. An extensive environmental mitigation program has 
been developed by the Maryland Department of Transportation 
and the Department of Natural Resources to address these 
concerns. Similarly, an agreanent has been reached with the 
Federal Advisory Council on Historic Preservation which 
addresses long-standing issues concerning the relationship of 
the proposed highway to historic resources in the area. 

There is widespread support for this project throughout 
Maryland. Labor groups, business groups, elected officials 
and citizens have strongly supported the completion of the 
National Freeway. The Mayor of Baltimore, noting the importance 
of the roadway to the Port of Baltimore, has also been a very 
strong advocate. 
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It has taken many years to address and resolve the 
problems that have been raised concerning this last section of 
the National Freeway. Now that the final EIS has been submitted, 
you can understand why we are extremely anxious to insure its 
prompt approval. We are advised by the Maryland Department of 
Transportation that location approval for the project can be 
achieved by July 1980. Given this, we would like to knov 
whether you foresee any difficulties in having this project 
approved. • If there are any such problems which would cause 
delay, we would like to meet with you to discuss them at the 
earliest possible date. 

We hope you will understand the urgency of the matter and 
give it your prompt attention. 

With best wishes, 

Paul S. Sarbanes 
United States Senator 

Sincerely, 

Charles McC. Mathias, Jr 
United States Senator 

Beverly B. Byron 
Member of Congress 

1/I'll. 20 



j!""*^ 

% 

\ 

i 1 

UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 
REGION III 

6TH AND WALNUT STREETS 
PHILADELPHIA. PENNSYLVANIA    19106 

MAY 1 1980 
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Mr. Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
Maryland State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21203 

Re: National Freeway, U.S. Route 48, Section 1 

Dear Mr. Camponeschi: 

Thank you for sending us a copy of the preliminary-Final EIS for Section 1 
of National Freeway. We have reviewed the document, and a member of my staff, 
Mr. Eric Johnson, attended an informal project meeting at the FHWA Baltimore 
office on April 24, 1980.  Our primary concern at this point is the impact 
that the proposed project will have on water quality. We do not believe that 
the pre-Final EIS adequately addresses such issues as stream relocations and 
erosion and sedimentation control procedures.  Since the proposed alignment 
will cross areas of steep slope, and will impact several streams that are 
currently of high quality, we believe that the EIS should include a more 
detailed examination of the water quality impacts of the project. Our 
specific comments on this, and other issues, are included below: 

1. It is indicated on page 21 that construction of the proposed highway 
would require 400 feet of stream relocations, but there is no further dis- 
cussion of this subject. EPA does not generally comment favorably on a 
Section 404 permit for a stream relocation unless it can be shown that it 
is absolutely necessary. We believe that the FEIS should include more detailed 
information documenting the need for the relocations, as well as their location, 
length and the anticipated water quality impacts. 

2. There is some question concerning the actual number of major stream 
crossings, and this issue should be clarified in the FEIS. 

3. The major stream crossing over Elk Lick Run is not addressed in the EIS, 
and it should receive substantial attention in the final document. 

4. The discussion of water quality issues on pages 79 (erosion of road cuts) 
and 84 (mitigation measures) does not include enough information to adequately 
assess the nature of the impacts or the effectiveness of possible mitigation 
techniques. The FEIS should include a more complete discussion of the poten- 
tial impacts of roadway construction and operation, and should identify what 
measures will be used to protect nearby streams. 
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5. We believe that the traffic parameter for truck mix, estimated at 13% of 
ADT (p. 105), should receive further documentation.  Since stimulating 
economic development by providing an improved highway facility is one of the 
major reasons for this project, we believe that this estimate of truck 
traffic may be too low. This issue is of concern to us because the noise 
analysis already shows significant impacts in several locations along the 
proposed alignment. Additional truck traffic would aggravate this situation, 
and may change the conclusions of the noise analysis. 

6. It is apparent that noise levels will increase substantially in several 
areas along the proposed alignment. Although noise barriers may not be 
feasible in these areas, we encourage the continuation of efforts to reduce 
these noise impacts through landscaping and plantings. 

We hope that these comments will be of assistance during the preparation of 
the Final EIS. 

Sincerely yours. 

John R. Pomponio 
Chief 
EIS & Wetlands Review Section 

1) The location, length, and water quality impact have been discussed in 
Chapters ;5*J7 The absolute necessity will be further documented during 
final design activities. EPA will be consulted in these activities. 

2) These questions and issues further clarified in Chapter 3 and 5" . 

3) Discussion has been expanded,  Consultation with DNR and EPA will 
continue during design phases. 

4) Traffic Report Analysis provided to EPA. 

5) We will continue to address the feasibility of partial abatement 
techniques during final design. 
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Q  Maryland Department ofTmnsportation 
State Highway Administration 

April   30,   1980 

MEMORANDUM 

TO: 

FROM: 

SUBJECT: 

Mr. Hal Kassoff, Director 
Office of Planning and 
Preliminary Engineering 

Eugene T. Camponeschi, Chief 
Bureau of Project Planning 

James J. O'Donneli 
Secretary 

M. S. Cattrider 
Adminlstritor 

<$tw(M)0U**i 

Contract No. A 519-033-619 
Preliminary Final Environmental 
Impact Statement - National Freeway 
Section I, Wolfe Mill to M. V.* Smith Road 
SUMMARY OF MEETING 

A meeting to discuss the subject document was held on April 24, 
1980 at the Federal Highway Administration offices at the Rotunda. 
Attendees are listed on the attached sheet. 

After distributing handouts, which summarized the project's 
status, Richard Krolak opened the meeting with a brief discussion of 
the project's need, history, and present schedule. Agency comments 
were requested after a discussion of prior Agency positions and 
comments on previous Environmental Documents. 

•> 

Environmental Protection Agency (EPA) - Eric Jofahson questioned: 

1. The relationship of the National Freeway to U.S. Routes 
219 and 220. 

Response: Mr. Krolak - The State Highway Administration 
does not plan to conduct further studies on the 
U.S. 219 corridor and location studies are 
presently being conducted on U.S. 220. Also, 
this relationship of other ARC corridors will 
be discussed in the final document. 

2. The 400 feet of stream relocation and the rationale for 
the relocation. This was not discussed in the document. 

Response: Mr. Krolak - The location of and a discussion of 
stream relocation will be included in the final 
document.  Further, coordination with the Depart- 
ment of Natural Resources will insure that only 
necessary relocations will be undertaken. Also, 
Vail Pass mitigation concepts will be implemented 
throughout the entire corridor, not just in 
Green Ridge State Forest. 

Has ^>t*M\ 
xncWdtA 

My 
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Mr. Hal Kassoff ^S^ 
April 30, 1980 
Page 2 

Further, the EPA was invited to serve in an 
advisory capacity to the interdisciplinary team 
that oversees the project. 

3. Water Quality Impacts 

Response:  Bill Branch commented on the actual streams to 
be crossed and reiterated that Vail Pass concepts 
would be adhered to.  Also, the SHA will send Mr. \,*e**er%>i 
Johnson a copy of the Erosion and Sedimentation  C«»*»|pM*4 
Plan for Maryland, adapted by SHA/DNR. M^»%o 

4. How the traffic figures were derived and the effects the 
percentage of trucks would have on noise levels. Mr. 
Johnson felt that the percentage of trucks was low if a 
justification for the construction of the National Freeway 
is economic development. 

Response:  The SHA will provide Mr. Johnson a copy of the J Mio«   . 
traffic data for this project, including the  I Cc^titA 
truck percentages. M*| rt«o 

DPI - Heritage Conservation and Recreation Services (HCRS) - 

Barbara Becker questioned: 

1. The reason historic sites could not be completely avoided. 

Response: Ms. Miller, Ms. Ballard, Mr. Krolak - Moving the 
» alignment in either direction is hindered by other 

historical sites and properties, mountains, and 
conditions of the terrain.  Earthen berms, forests, 
and other natural features will be used to miti- 
gate historical site impacts. 

Alternate AGBF- was selected because it had the 
least impacts on the Breakneck Valley Historic 
District. Mitigation to minimize impacts to indi- 
vidual sites in the district were then considered. 
The MOA with ACHP covers these historic impacts in 
an adequate fashion. 

2. Whether we knew that Evitts Creek and Fifteen Mile Creek were 
being considered as part of the recreation river system or if 
AGBFj were near the Warrior Mountain Wildlife area on the • 
Potomac Trail. 

i  Response: Investigations will be conducted to determine u^'^vta^fcm 
impacts, if any, to these sites. ipn»«6«x9iwHl 

U.S. Fish and Wildlife Service (U.S.F.W.S.) - i^Jgacj*** 
Robert Zepp was unable to comment because he did-   f^f', 

I •*** VIII. 24 prt^ifM*«flfc>vi*(*fel*, 



Mr. Hal Kassoff 
April 30, 1980 
Page 3 \tir 

not receive a copy of the preliminary document. 
It had been assumed that DOI would have made 
internal distribution.  Charles Adams, Bill 
Branch, Dick Krolak, and Ed Terry will meet with 
him during the week of April 28, 1980 to discuss 
his comments. 

Both EPA and HCRS will provide written comments 
on the pre-FEIS as soon as possible (first week 
of May, 1980) . 

4© Lont'fsuA. 

ETC:CS:bh 

cc: Attendees 
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ATTENDEES 

William Sageman 
Dennis L. Merida 
Edward Terry 
Tommy L. Beatty 
Barbara E. S. Becker 
Robert Zepp 
Eric Johnson 
Nancy Miller 
Margaret Ballard 
Richard S. Krolak 
Charles Adams 
Francis J. Koller 
William Branch 
Cynthia D. Simpson 

Federal Highway Administration, Region 3 
Md. Division 

DO! - Heritage Conservation § Recreation Service 
U.S. Fish and Wildlife Service 
Environmental Protection Agency 
Maryland Historical Trust, Deputy SHPO 
Washington Regional Office, MOOT 
Bureau of Project Planning, SHA 
Bureau of Landscape Architecture, SHA 
Bureau of Project Planning, SHA 
Bureau of Landscape Architecture, SHA 
Bureau of Project Planning, SHA 

\   .*••?? 
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PRESS CONFERENCE 

May 10, 19 79 

ohan Shrine Country Club 
Cumberland, Maryland 

K 4
V 

GOVERNOR:  I d like to open the press conference by saying that I'm delighted to be back 
in Allagany and also Garrett County.  It'* beom sometime since I was here.  I was 
here during the pzinary and was just rer^ndec1 of the fact that the last time I 
was here I was at the Lions Club and they had a drawing of fifty-fifty and they 
asked me to draw and guess who won   1 won.   I haven't been back since.  My 
wife, Pat, and I spent the last two days in Garrett County and here in Allegany and 
I might say that I'm very much impressed with what I see in the way of local efforts 
to improve the economic situation in this region of the State.  I have seen 
evidences of tremendous cooperation between government, all levels, Federal, State, 
and local, and the private sector and labor.  As we were saying a while ago, 
trying to pull themselves up by the bootstrap   you coulu see real evidences 
of it. But we nre also aware of the fact that there are tremendous econcmic needs 
in this region of the State and I have assured the people here thfet I am concerned 
about it as they are and that my Administration will do whatever it can to help 
through State government to improve the employment situation in this region of the 
State. I think one of the things that has impressed me as much as anything in 
addition to what I have already said, are some of the things that I have seen in 
the way of the Thomas B. Finan Center, what's going on at the Garreu County 
Comnunity College with the mining technology center, the Allegany Community 
College. All of these things are important from a lot of standpoints, but one is 
economic development standpoint because industry looks at a lot of things in 
making the determination as to where it's going to locate.  It doesn't look at any 
one thing. It doesn't look at just tax structure or just labor market.  It looks 
at a lot of things and some of those things are the amenities of the community in 
the way of educational facilities, in the vay of cultural facilities, medical 
facilities, and it's very obvioua to me that in this region of the State you are 
doing an excellent job in providing th.s* kinds of amenities that are very helpful 
^to the community at large and certainly htlp'.ul to any economic development effort. 

i«*<ul k ^i^J^^^^^:^&s^^^iS^siies^S=^9 •x& •fc-O A. —'xiSfHL*—w^w- SUgQB 
3SE£*C3PE^S5w- •~z=3zxstt    The 

other section. Section One, is the one that is giving the most problem. As Secre- 
tary of Transportation, I guess it's been three or four years ago, when we made 
the selection of what I consider to be the middle route and as you know since 
then that's run into some problems, most of which are due to circumstances over 
which the State of Maryland has really no control, in the rigid requirements to 
comply with, oh, the environmental rules tnd regulations and laws primarily of 
the Federal government.  In the past few weeks I have met with the Department of 
Transportation, State Highway officials, Departr.ent of Natural Resources and the 
two Secretaries of those two departments in an effort to get them to come together 
with a common point of view on the selection of what you might call, I guess, 
an alternate route over the one that was selected three or four years ago 

mor*" 
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GOVERNOR: 

- 2 - 4 & 

cv-^i'  A tivcaaaF.    As you may know, in the past two or three weeks, 
representatives from each of those two departments have walked the'line 
to personally look at and address the environmental problems involved in 
that line with particular reference to the wildlife.  The result of that 
is that they have reached agreement on several items which will be imple- 
mented ii the construction that will mitigate some of those problems   
the biggest one, I suppose is Fifteen Mile Creek and they have reached 
agreement on that. So what this all means is that the State of Maryland 
and the agencies of the State government that are involved in this 
project have reached total agreement on selecting the southern route and 
I will be continuing my efforts with them and anyplace else that I can 
move this project along as rapidly as possible now that we have that 
agreement. With that I think I'll just open it up to questions. 

t 
Governor, is that the route that goes through the State forest and how 
many mixes in that State forest would . . . 

My recollection is that it- touches a small comer of the State forest 

!?? \in vW0 SPOtS, aS I reca11-  I thil>k the important thing is that 
this has been a cooperative effort in a positive way of two State depart- 
ments to look at a problem and come up with a single solution. Fo- too 
long we ve had not enough of that, we've had too much of the lack of 
coordination between State departments, too ouch of a lack of a positive 
effort to reach a common goal. That has been reached. 

ENERGY PLAN - PHASE II 

REPORTER: 

GOVERNOR: 

Mr. Hughes, late reports have indicated that it is likely that you will 
begin the second phase of your energy plan next week and will you do 
this, and as the situation progresses, how far will you carry that? 

Well, the second phase of my energy plan was a plan that I have sent, to 
governors of all fifty states with the idea that if there were enough of 
the other states willing to go along with that kind of program, then ve 
should inplerent it. My reason for that is that I didn't want business 
In Maryland, for example, to be singled out for harm or injury that would 
not be elso shared by businesses in other states. So far we haven't 
had much response, to be very frank with you. The District of Columbia 
has said that if they are going to impose an energy plan and Virginia 
has really said this also, that they would impose the same one that we 
have  I think that's important from a regional standpoint   not 
saying when they would do it.  I haven't made any decision yet as to 

^ec^r^%K0t t0.tIka ^^ SeCOnd Step- That dePends uPon wh« response we get in the next few days. 

MEETIiiS WITH LABOR-MAXAGENENT COMMITTEE 

REPORTER: Governor,  rlfcht before your news conference  today you met with individuals 

more 
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MARYLAND DEPARTMENT OF NATURAL RESOURCES 

FISHERIES ADMINISTRATION 

ROBEF.T   J.  RUBELMANI. 

ADMtNISTR A TO:' 
\ 

CHARLES M. FRISBIE 

DEPUTY   ADMINISTRATOR 

TAWES STATE OFFICE  BUILDING 

ANNAPOLIS    21401 

AREA    (301)    269-3SS8 

March 20, 1979 

MEMO TO:  Carlo Brunori 
Environmental Review Information 
MARYLAND WILDLIFE ADMINISTRATION 

FROM: David E. Woronecki 
Non-Tidal Fisheries » 
MARYLAND WILDLIFE ADMINISTRATION 

SUBJECT:  NATIONAL FREEWAY SOUTHERN ROUTE - ALLEGANY 
COUNTY 

Since an early week meeting was not scheduled for the matter; 
I now have additional time to provide input relative to the 
projects possible effect upon the aquatic resources of the area 
which will be affected. 

To the best of our present knowledge, there are no natural trout 
populations within any of the streams affected by the proposed 
road construction.  Significant game fish populations are 
probably limited the the main stem of Town Creek in the form of 
smallmouth bass. 

Adverse impact upon the Aquatic resources of the area can be 
minimized if this route is selected by completely spanning 
the two major streams which are crossed (Town Creek and 
Fifteen Mile Creek) with bridges, designed structures for iall 
other stream crossings which do not block the passage of fish 
at any level of flow, and requiring adequate sediment and erosion 
provisions within the permit to assure minimal damage to the 
stream.  Special consideration should be given to Town Creek during 
the period when smallmouth bass spawning takes place in the spring 
as well as when trout are being stocked into Fifteen Mile Creek 
which is also in the spring. 

One benefit which might be derived from this road construction 
project is the possibility of building parking areas for 
fishermen along Town Creek and Fifteen Mile Creek where secondary 
access roads cross the construction right-of-way. 

DEW/dl 

cc:      David  A.   Vi'harton *See pages lV28andv.5   in the document. 
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MARYLAND DEPARTMENT OF NATURAL RESOURCES 

FISHERIES ADMINISTRATION 

ROBERT   J.  RUBELMi M 
AOMINISTR iTO1 

CHARLES  M.  FRISBIEI 

DEPUTY    ADMINISTRATOR 

TAWES STATE OFFICE BUILDING 

ANNAPOLIS    21401 

AREA    (301)    269-3558 

March 18, 1979 

MEMO TO:  Carlo Brunori 
Environmental Review Information 
MARYLAND WILDLIFE ADMINISTRATION 

FROM:    David E. Woronecki 
Non-Tidal Fisheries 
MARYLAND WILDLIFE ADMINISTRATION 

SUBJECT: NATIONAL FREEWAY ROUTE THROUGH ALLEGANY 
COUNTY ~ — 

I did not have much time to review the proposed route of the 
National Fre^w^r through Allegany County.  I have circled in 

The following red every ggafTon crossing that I could find, 
is a summary of these crossings: 

Roll #1 

Starting grid 315 to 338 — 23 grids 

4 grids have potential sediment problems. One 
major stream crossing - Collier Run (330-332). 
Concerned with sediment only. 

Roll #2 

Starting grid 338 to 365 — 27 grids 

11 grids have potential sediment problems. 
One major stream crossing - Town Creek (359-360). 
Concerned with providing fisherman access to stream 
(including parking) and potential sediment damage. 
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MEMO TO:  Carlo Brunori March 18, 1979 

Roll #3 

Starting grid 365 to 395 — 30 grids 

22 grids have potential sediment problems.  One 
major stream crossing - Fifteen Mile Creek (389-390). 
Concerned with providing fisherman access to1 stream 
(including parking) and potential sediment damage. 

Natural trout populations do not exist in any of the streams 
affected by this proposed route of the National Freeway. 
Smallmouth bass are known to exist within Town Creek.  They are 
very likely to also be present within Fifteen Mile Creek and 
may also be present within Collier Run.  From a fishery point 
of view, I have no major objection to this proposed route for 
the National Freeway.  However, special emphasis should be 
placed upon sediment and erosion control at all stream 
crossings and headwater areas to protect them during construction. 
Fisherman access and parking should be provided at Fifteen Mile 
Creek and Town Creek.  If this route is selected, detailed 
ecological studies of the affected streams should be undertaken 
as soon as possible. 

If you should desire additional information relative to the fishery 
resource of the area, or the possible impact of road construction 
upon this resource, please advise and we will attempt to 
provide it as soon as possible. 

DEW/dl 

cc:  David A. Wharton 

^Throughout the study process, every effort will be made 
to address the concerns of the Maryland Department of 
Natural Resources, Fisheries Administration. 
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August   17,   1978 

Dr. Clement M. Silvestro, Chairman 
Advisory Council on ftistoric Preservation 
1522 K. Street, Suite 530 

STATE HfYAtoshineton' D.C.  20005 

Dear Dr. Silvestro: 

21 AU6 •-. 11*    With respect to the public iniormation meeting in Cum- 
berland on August 22 on the National Freeway completion, the 
Maryland Chamber of Commerce wishes to go on record in support 
of the Freeway route through Breakneck Valley.  The Maryland 
State Highway Administration has been working on this vital 
road since 1973, and its great economic benefits demand ear- 
liest possible approval and construction. 

The highway connection of Baltimore with economically 
{— depressed Western Maryland and with the Ohio Valley is essen- 

tial.  Any adverse action by your Council will mean at least 
a two year delay.  Meanwhile, inflation causes the cost to 
go up by $6.5 million for each year construction is postponed. 

We are totally sympathetic with the goals of 
but you must balance your thinking with the great 
factor. 

your Council 
economic 

We ask that you approve the Breakneck Valley route as 
soon as possible. 

Sincerely, 

WFH:cls 

/fee: Mr. M. Slade Caltrider 
State Highway Administrator 

William F. Holin 
Vice President - Public Affairs 

r- 
*Ths Memorandum of Agreement with the Advisory Council specifies 
mitigation measures in the Breakneck Valley Historic District. 
See Page X.A-8 to X.A-10. 
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DIREICTOK 

TUMIS J. LYOK 

DEF-UTY DIRrCTO' 

it.-*.- 

MARYLAND FOREST SERVICE 
DEPARTMENT OF NATURAL RESOURCES 

Tawes State Office Building 
Annapolis. Maryland 21401 

301-269-3776 

qo 

October 9, 1978 

•o 

Mr. Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
Maryland Department of Transportation 
P. 0. Box 717 
300 West Preston Street 
Baltimore, Maryland 21203 

Dear Mr. Camponeschi: 

c_ —-. 

04 

Reference is made to your letter of September 29, in which you request 
certain information about Green Ridge State Forest. 

Regarding Program Open Space funds used for state forest land acquisition, 
I am informed that these are 100 percent state funds. I cannot find that 
federal funds vere used in purchasing state forest lands in the Green Ridge 
area. In addition, no donations of land were received from the federal 
government, As near as I can determine, all Green Ridge State Forest tracts 
were acquired by the state in fee simple, with no restrictions of any 
significance. 

Regarding the Maryland Wildlands Act, no state wildlands have been designated 
on the forest yet. However, several areas are presently under consideration 
as potential wildlands. Review of these potential wildlands is presently 
under way. Once designated as a state wildland, no modification of the area 
is permitted by lav;. I would deem this to mean that potential and designated 
wildland areas would not be available for purchase. 

I hope the foregoing will answer your questions adequately. 
additional information, please advise. 

Sincerely, 

If you require 

il^i^C 
/.: 

DB*:WACI:lw 

y'v;;^ II:?0 

2_L^n}poneschi 
—Schneider 
_Helv;ir 

Donald E. MacLauchlan 
SUSBIfig&q^ T- 

—SC/.^oIah vocl-'-         .-"opkans 

•anr^n .rilliainaon 
'l         Peaoody  

VI11.3 2     ____Jloneywell 
to promote forest values for the benefit of people    **• 

1. Polish .Mountain has potential for incorporation into the Maryland 
Wildlands Preservation System. 



State <#i? 

department of 
Economic & 
Community 

evelopment 
Office of the Secretary 

2525 Riva Road, Annapolis, Maryland 21401* 301-269-3174 

-Vo 

1^1 
Blair Lee III 
Acting Governor 

Herbert B. Cahan 
Secretary 

February 6, 1978 

Mr. Frederick Gottemoeller 
Director, Office of Planning 

and Preliminary Engineering 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

REFERENCE: State Project No. A-519-033-619, National Freeway, 
Section I, Supplemental Corridor Public Hearing 
January 24, 1978 

Dear Mr. Gottemoeller: 

The Department of Economic and Community Develppment wishes 
to add to the public record this letter which states its serious 
concern with the delay in construction and completion of the 
National Freewny, Section I in Allegany County, Maryland. 

The State, in cooperation with the Appalachian Regional 
Commission, has been working for over 12 years to complete a 
modern highway between Hancock and West Virginia State line in 
western Garrett County.  The highway becomes part of the thirteen 
state Appalachian Development Highway system and helps to reduce 
the isolation of Maryland's western counties by providing a 
modern highway link with the rest of the State, with the rest of 
the Appalachian Region and with the Midwest. 

The completion of this highway has been and continues to be 
the highest priority project for the State of Maryland in the 
Appalachian Region.  The Appalachian Maryland Development Plan 
(AMDP) has, as its highest priority goal, the development of a 
balanced transportation system which is supportive of economic 
growth and investment potential in the region.  The AMDP is a product 
of the efforts of many professional planners and the elected 
officials of Allegany, Garrett and Washington Counties. 

The basic concept of the Appalachian Regional Development Act 
of 1965 was to assist the region in addressing its special problems, 
to promote its economic development, and to establish a framework 
for Joint Federal and State efforts toward providing the basic 
facil to its growth. 
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In Appalachian Maryland the Federal investment toward 
^V^llo  nSn n^Ve g0&1 h&S  been over $50 million in non-highway 
and $69,000,000 in highway funds., The Tri-County Council of 
Western Maryland, composed of elected officials, professionals 
and laymen have been directing their energies to strike an 
effective balance of investments.  Projects are designed to 
Provide the region with the needed physical and transportation 
facilities and to develop its human resources.  It is intended that 
the network of investments created by the Western Maryland develop- 
ment process will, through its synergy, result in more than the 
sun, of its parts for the benefit of all the citizens. 

It should be remembered that the National Freeway Corridor 
Study proceeded in two stages.  First, a preliminary analysis 
started in August, 1072, studied all feasible locations for the 
Freeway between Hancock and Cumberland, and including identification ' 
of economic development opportunities.  That portion of the Study 
Aeril0bf 1973  ernatiVe highway a:Li&nnie°ts and was concluded in 

The State Highway Administration then began intensive efforts 
to collect and analyze historical, social, economic, environmental, 
engineering, legal and other data for this corridor. Economic 
aevelopment sites associated with each alternative were identified 
A series of community meetings were held to acquaint citizens with* 
the project and finally a formal public hearing was conducted in 
^TrvvK^'   1973-„ Tie f,election of  the best alternative route 
(AGEENA) was made by Maryland's Secretary of Transportation in 
December, 1974 and was recommended to the U.S. Department of 
Transportation. 

/(rrt.v^
ot^ithstaildinE any current objections to accepting the 

AGEENA alignment, this alignment was agreed upon through a proner 
sequence of actions including public involvement. 

During 1975 a study entitled "Sites and Program for Develop- 
ment in Western Maryland" was completed. This study provided new 
insights into potential opportunities in Western Maryland as 
accessibility to the region was improved. From approximatelv 50 
potential opportunities identified, four specific economic 
aeveiopment opportunities were examined in detail and presented to 
City County and State officials for consideration. The analysis 
included industry, second homes, tourist/recreational facilities 
travelers services and natural resources development. All fore- 
casts were based on the Appalachian Maryland Development Plan and 
the new accessibility that would be afforded by completion of the 
National Freeway. 

This Department must go on record as opposing anv further 
deaaye in completing this final link in Maryland's Developmental 
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Highway.  Each month of delay further increases the cost of 
construction and continues to keep Appalachian Maryland from 
benefiting from continuation of the increased economic activity 
which has already begun to be felt as a result of the completed 
portions of the highway. 

William A. Pate 
Deputy Secretary 

WAP:paj 

r* 

This document addresses the impacts of completing Section 
of the National Freeway and is a requirement of the proces of the National Freeway ^^ *.~  ~ 
which leads to location approval, 
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having already completed its section of the National Freeway from Morgantown to the 
West Virginia-Maryland line. Will Maryland now deny access to its own Port by re- 
fusing to build the type of highway agreed upon by both states? If it does do so 
the Port will suffer, the industrial area of Western Maryland will continue to de- 
cline and the Appalachian Development Highway Program in Maryland will have become 
a dismal failure. 

Data regarding Maryland's economic decline in the last five years (loss of 45 000 
manufacturing jobs) require that steps be taken to reverse these unfavorable trends 
Decisions regarding the completion of this highway are not solely within the pro- 
vince of a small group of people in Allegany County or any county. This road con- 
cerns the vital interests of the State of Maryland, and while certainly no one ob- 
jects to the articulation of all views, yet when the time comes to build the road 
it should represent the best interest of the entire State. The arguments raised 
by the highly organized and well-financed group of Flintstone area residents are 
both captious and specious and should not be allowed to strangulate the economy 
of Western Maryland and the State as a whole. 

Sincerely, 

Francis A. Kenney, Chairman 
Transportation Committee 
Greater Cumberland Chamber of Commew 

l.Peasibxlity studies by Ihe State Highway Administration revealed 
that existing plans and right of way are inadequate for upgradino 
U.S.   40 to interstate standards.    Also,  the expansion of right of 
W?yoQ0^ln?^de Saoe?y considerations would require the acquisition 
of 29 dwellings,   8 businesses and one church. 

2.See letters  from the Mayor and City Council of Baltimore. 
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NATIONAL FREEWAY COORDINATING COMMITTEE OF MARYLAND i 

an economic life-line from the midwest to the Port of Baltimore 

Bell Tower Building ' Telephone No. 
City Hall Plaza 301-722-2820 

Cumberland, Md. 
21502 

STATEMENT OF POSITION 

National Freeway - Cumberland to Hancock, Corridor E 
Section 1 from Relocated U.S. 220 to M.V. Smith Road 

Federal Aid No. APD 155-1 (42) 
State Project No. A519-033-619 

In the past, highway building was decided on need, available funds and en- 
gineering. Now the issue is clouded by extraneous material and personality clashes. 

The Hearing conducted at Fort Hill High School on January 24, 1978 was taken 
over completely by opponents to highway building. Nearly three hours had elapsed by 
the time the opponents had stated their case. The testimony of Mrs. Snow, in parti- 
cular, was actually a dissertation by David Morris, contains numerous errors, over- 
statements and simple expressions of opinion, masquerading as fact. 

Mr. Morris is a co-director of a consultant firm in Washington, who purchased 
115 acres in Hinkle Hollow in 1970. The property includes a house and five buildings, 
assessed at $5,055.00. 

In going through the details of the fifteen page "Fact Sheet" which Mr.Morris 
^ wrote and Mrs. Snow read at the Hearing, one gets an uneasy feeling that Mr. Morris 

could use the same reports to prove either side of the case. In fact, if you did 
not misinterpret a number of the facts that he lists from the EIS Reports, it would 
support the two southern routes. 

The most telling statement made during the Hearing however, was made by Dr. 
Mastrangelo, Pathologist at Sacred Heart Hospital ItfhQ was a property owner in the 
general line of the BF2 Route. He stated with no equivocation that if road proponents 
choose BF2, it would go to Court. He certainly is able to make good on that promise 
with the help of the National Wildlife Federation and, presumably, the Environmental 
Protection Agency. At the same time. Dr. Mastrangelo threatened a suit by Dr. Snow, 
Pathologist at Memorial Hospital and a property owner in the area of the AGEENA line, 
if the State Highway Administration chooses to go that route. 

That really leaves no choice other than some version of Route A, presumably 
already eliminated by SHA for good and sufficient reasons. 

While these people, all tied into a group advocating an "Historic District", 
try to sound sincere in convincing us that they are not trying to stop a highway from 
being built, there can be no doubt that that is exactly what they are doing. Some of 
these people, certainly Dr. and Mrs. Snow, Mr. Creeder and Mr. Morris were fully aware 
when they purchased their property, that they were possibly in line with the proposed 
highway. 

Dedicated To A Highway Built To Interstate Specifications 
from 

r^  ~     ,. , „       Monmttifif/m„W#feifa»MMa to Hancock, Maryland Page     1   —..MJftJHMWMrwmT^lTW 

q< 

Maryland Motor Truck Association m}^ Sf 111.38 Maryland State Chamber of Commerce 
Maryland State & D.C. AFL-CIO r" Western Maryland Central Labor Council 
Seafarer's International Union p|B 8     1978 & Affiliated Organizations 

of North America, AGLIWD Western Maryland Chamber of Commerce 



Page -2- \ 

The chief opponents, Dr. Snow, Dr. Mastrangelo, Colonel Patterson, the Hinkles 
f-^   and Mr. Morris are not farmers. None of them, we believe, earn a substantial part of 

their income from farming. Should they, or anyone who subsequently owns these proper- 
ties, decide to replace any of these homes with a modern house, no one can stop them. 

Let's not repeat the mistake we made on the Crosstown Bridge, trying to avoid 
the Queen City Hotel. Have you tried explaining the hook in that structure around a 
building that isn't there? A few years from now you will have to come up with simi- 
larly unacceptable explanations for an inadequate decision on Section 1. 

But such arguments only question the selfish motives of a few people. It does 
not treat the main issue of which is the best route. 

Addressing that issue, it is clear that the SKA proved that BF2 was the best 
route, but because of objections from the EPA, took a second alternative AGEENA even 
though the figures as to stream damage, etc., favored the SHA choice. No allowance 
was made for the fact that the southernmost route (BF2), would have created two fine 
recreational lakes in the process of building the road, that it was, engineering, cost 
and time-wise, the best choice. 

The 4F clause of the Federal Highway Act was presumably an insurance policy 
that no valuable forest would be disturbed for the unnecessary purpose of building 
highways. This is a laudable and understandable concern. Where it falls apart is 
that the same clause used to save a giant redwood from harm, is used to save the 
scrawny Pin Oak and Jack Pine and other species in the contested property. With 
196,000 acres (72% of total acres in County) of forest in Allegany County, the few 

^   (3-400) acres, only .2 of 1% of the County's total acreage, proposed for the road 
would be unmissed. In fact, as in the road westward to Morgantown, a new route would 
open up vistas otherwise unseen by the travelling public. It is pertinent to the ar- 
gument that the Skyline Drive through the South would not be permissible with these 
regulations, nor would most of the roads through other National Parks. Beauty is in 
the eye of the beholderl A view, unseen, is valueless. 

Concerning the West Virginia segment, the concept of the National Freeway 
connecting Hancock to Morgantown was born in Maryland. Marylanders sold the idea 
to West Virginians with the assurance that our section would be built to the speci- 
fications of interstate as was their section. Governor Lee, then Lt. Governor, re- 
iterated these assurances at the ribbon-cutting of the final section of the West 
Virginia portion at a Dedication and Luncheon in the Morgantown area on November 13, 
1975. West Virginia certainly completed their road in record time and with the ex- 
pectation that Maryland would observe its commitment. 

All the arguments as to property damage, families and businesses removed, 
restrictions to improvement of horizontal and vertical grades, restrictions of de- 
velopment have been made. They are in your file. One point that may not be, is 
an estimate of the additional cost of trying to improve any part of the old route 
while maintaining traffic. The expense and time can be greatly cut by building a 
completely new route and simply tying it in on each end. The cost of this facet is 
hard to judge, but the time delays of rebuilding a travelled highway are annoying 
to the travelling public and the occupants of adjoining properties. 

In the final analysis, the SHA and Department of Natonnil Resources have 
^ spent far too much time already in arriving at this point in the decision making. 

Perhaps never before have such a small handful of people held up a major project 
desired by so many. Never have such weak arguoBnts hung on such thin strands of 
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bureaucratic decision. Our elected representatives are unanimously in support of mov- 
ing ahead with the construction as proposed by the SHA. THEY REPRESENT THE PEOPLE! 
WHY, THEN, SHOULD THEY BE DENIED? 

The organizations, both management and labor groups, which support the Freeway 
have never attempted to tell the SHA what Route to take. We do not do so now. We ask 
only that you move ahead on a construction program, using the Route you have already 
decided upon after extensive study. DO IT WITH NO FURTHER DELAY. 

We remind you that the only excuse for the delay to date has been the stated 
pmrpose that your case would hold up in Court if it became necessary. The attempt by 
the Mastrangelo-Snow-Patterson-Hinkle-Creeder-Morris group to confuse the issue at 
this late date, with a new proposal is so transparently an attempt to scuttle the High- 
way that it would be ludicrous, if it were not disastrous to the State of Maryland. 

We ask that you act immediately on 
BUILD THE HIGHWAY ON EITHER BF2 OR AGEENA, 

Pres. ^ste93di Md. Labor Council. 

the Studies you have already developed. 
BUT BUILD IT NOW! 

RespectjaiUy submitted, 

/tMy^y 

Pf»es. W. Md. Bldg. Trades 
Bus. Mgr. Local #307, I.B.E.W. 

Robert C. Petersen. Chairman 
National Freeway Coordinating Committee 

% 
President, Greater Cumberland Chamber 
of Commerce 

n? 
Karyl^yid State Employees Council 
A?3C]Y;E, APL-CIO 

Alva'C. Lewi! 
Field Representative, 
United Pubber Workers 

'eamsters  Local Union #li|i!?3 
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Maryland Department of Trdnsportation 
State Highway Administration 

Harry R. Hughes 
S«cr«tary 

Bernard M. Evans 
Adminrttrator 

February 17, 1978 

RE:  National Freeway 
Section I 
Contract No. A 519-033-619 

Mr. Robert C. Petersen. Chairman 
National Freeway Coordinating Committee 
and President, Greater Chamber of Commerce 
Bell Tower Building 
City Hall Plaza 
Cumberland, Maryland  21502 

Dear Mr. Petersen: . 

Thank ^ott for your letter of February 3, 1978 stating 
your opinion as well as an endorsement by Union Leaders in 
the area advocating either the AGEENA or the AGBF2 align- 
ment. 

Be advised that your letter will be made part of the 
record and available to the public as soon as the Public 
Hearing Transcript of January 24 is published. 

Very truly yours, 

Frederick Gottemoeller 
Director, Office of Planning 
and Preliminary Engineering 

FG:FJK:jef 

cc:  Mr. Eugene T. Camponeschi 
Mr. John D. Bushby 
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PHONE: 301-777-5951 

ALLEGANY   COUNTY 

PLANNING   &   ZONING   COMMISSION 
.   County Office Building - 3 Pershing Street 

CUMBERLAND. MARYLAND 21502 

October 18,  1979 

. J 
—i 

Mr. Dale Billiard 
Room 406 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Billiard: 

=-:  1 
ro 

Re: Allegany County Comprehensive Plan - Route 48 

As I mentioned to you verbally, it is the intent of the 
Allegany County Comprehensive Plan 1978 Revision to include the con- 
struction of U.S. 48 between Cumberland and Hancock as a four-lane 
linlited access divided highway. ' 

Although the map accompanying the Plan shows Route 48 
following basically the AGEENA alignment, this map was drawn at a time 
when it was thought this alignment would be used for construction of 
the road. Bowever, nowhere in the plan is it spelled out that the 
AGEENA alignment is the preferred alignment and the designation of the 
map primarily indicates that the missing link in the roads system should 
be completed regardless of the final alignment chosen. 

It is my opinion that the Plan is basically conceptual in 
nature, and is not intended to tie down specific road alignments, just 
as much as it does not attempt to tie specific water line and sewer 
line locations.  These things should be decided in actual design of 
such improvements. 
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Sincerely, 

6^) CtA/"*^ 
Benjamin R. Sansom 
Dir^t'or 



John J. Coyle, President 
Arthur T. Bond 
Linda A. Golden 

a* 
fflmmtg (Eommtgstimers of ^Ifcgang fflountg, $&&, 

February 2,   1978 

Mr. Frederick Gottemoeller 
Director, Office of Planning 

and Preliminary Engineering 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Gottemoeller: 

The Board of Commissioners of Allegany County requests the 
following statement be included with the testimony recorded in 
the January 24, 1978, Supplemental Corridor Public Hearing, 
National Freeway, Section I: 

The Board of Commissioners of Allegany County 
favor the most expeditious completion of the National 
Freeway, choosing the alignment that the State Highway 
Administration and the Federal Department of Trans- 
portation deem in the best interest of the public. 

The County Commissioners favor a modern highway that will meet 
the accepted standards of the national interstate system. 

Sincerely, 

COUNTY COMMISSIONERS OF 
ALLEGANY COUNTY, MARYLAND 

r rae 19/8 

„,,     OlKECTflR, m^i J 
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ACC:eb 
P.O. Box 1439 

JLJL ti.J&M^ 
Commissioner 

/^Mj^yj-^f 
CUMBERLAND, MARYLAND 21502 

Teleohone 301—777-5911 

Commissioner 
County Office Building 
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CASPER R. TAYLOR, JR. 

ALLEGANY-WASHINGTON  COUNTIES 

COMMITTEE  ON   ECONOMIC  MATTERS 

CHAIRMAN.   COMMITTEE 

ON   COMPULSORY  AUTO 
INSURANCE 

JOINT COMMITTEE  ON  ENERGY 

ALLEGANY COUNTY 
GOVERNMENTAL  STUDY COMMISSION 

Mr. Frederick Gottemoeller 
Office of Planning and Preliminary 

Engineering 
State Highway Administration 
P. 0. Box 717 
Baltimore, Maryland 21203 

HOUSE OF DELEGATES 
ANNAPOLIS, MARYLAND 21401 

February  9,   1978 
HOME: 

316   PRINCE  GEORGE'S   STREET 

CUMBERLAND.   MARYLAND  21502 

722-7874 

CUMBERLAND OFFICE: 

SOI N. MECHANIC STREET 

724-9234 

ANNAPOLIS  OFFICE: 

429  LOWE  BUILDING 
269-3289 

1 

Reference: National Freeway-Cumberland to Hancock, 
Corridor E Section 1 from Relocated U.S. 220 to 
M.V. Smith Road 
Federal Aid No. APD 155-1 (42) 
State Project No. A519-033-619 

Dear Mr. Gottemoeller: 

Due to the General Assembly being in session, I was unable to 
attend the recent public hearing held at Fort Hill High School to 
consider alternate alignments•for the above referenced project.  It 
is my purpose in writing to implore the State Highway Administration 
to proceed as rapidly as possible to completion of the National 
Freeway. 

During all the years of alignment studies the State Highway 
Administration has held the position that the BF2 alignment creates 
the best engineered highway, and does the least amount of damage. 
This highway will be in existence for a long time, and therefore 
your original position should not be compromised. 

This entire project is located within my legislative district. 
No one is more vitally concerned about its completion. As a Western 
Maryland businessman as well as a member of the General Assembly, I 
have worked in evCTyjWp«/^9^fJrW^fP promote the completion of this, 
the only east-west sWpw^Mgwai\ which connects the Midwest with 
the Port of BaltimorM\,i"     ^ *M 

FEBl'. 1578      VIII. 44 
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Mr. Frederick Gottemoeller 
February 9, 1978 
Page 2 

I apologize for the delay in sending this statement to be 
recorded as part of the record of the project. Thank you for your 
continued cooperation. 

CRTrrm 

Sincere 

fc-^TZ^y, 
Casper R. Taylor, Jr. 

vril.45 
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WILLIAM DONALD SCHAEFER, Mayor 
OFFICE OF Till- MAYOR   •   CITY OF BALTIMORE 

250 City H.1I, UalUmon, M.ryl.nJ 21202, (301) 396-3100 

In reply refer lo:   MO-19 

February 6, 1978 

Mr. Frederick Gottemoeller 
Office of Planning and Preliminary 

Engineering 
State Highway Administration 
P.O. Box 717 
Baltimore. Maryland 21203 

Reference: 

npi 

National Freeway-Climber land to Hancock, 
Corridor E Section 1 from Relocated U.S. 220 to 
M.V. Smith Road 
Federal Aid No. APD 155-1 (42) 
State Project No. A519-033-619 

Dear Mr. Gottemoeller: 

I have received rather disturbing reports concerning the failure 
to present more than one distinctly minority viewpoint at the re- 
cent public hearing held at Fort Hill High School to consider al- 
ternate alignments for the key segment of the National Freeway 
between Cumberland and Hancock. It is my purpose in writing to 
implore the State Highway.Administration to move ahead toward 
implementing this project as rapidly as possible. 

A handful of individuals should not be permitted to sidetrack a 
project which is so vital to our State's economy. The Port of. 
Baltimore enjoys a natural geographical advantage over its com- 
petitors to the north and south. This advantage is only meaningful 
so long as access to and from the port is adequate. We must be in 
a position to move cargo to the nation's midwestern industrial 
heartland.  Under current conditions, the lack of satisfactory 
highway linkage is hampering our ability to compete for tonnage. 
KeY.il££liSi6ns by industry on which port to utilize often turn on 

ariables like adequacy of highway access. To impose undue 
ompleting the National Freeway is to handicap the State's 

single ifrtfst important economic entity, the Port of Baltimore. 

FEB8   1978 

Gtom wra OF 
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Mr.  Frederick Got'   -noeller . /^^\\    ; 

February 6,   1978 ^1 
Page 2 

To consider a fourth alternate alignment at this late date 
is to jeopardize a properly reasoned and deliberative process. 
The time to,present a fourth alternate was in 1973 when the 
process began.  Some years ago, the States of Maryland and 
West Virginia jointly agreed to accelerate the development 
of that link of the National Freeway connecting Morgantown 
and Baltimore. West Virginia has honored its commitment 
Maryland continues to wrestle with its.portion. Further 
delay only means more time lost and additional expense. 

It is time to select a final alignment. The City of Baltimore 
supports either the Ageena or BF2 alignments. Both have been, 
determined by the State Highway Administration to be cost ef- 
ficient with minimal impact on the surrounding environment. 

Ma^or /f 

cc:  The Honorable Blair Lee, III 
The Honorable Charles McC. Mathias 
The Honorable Paul S. Sarbanes 
The Honorable Goodloe E. Byron 
The Honorable Edward J, Mason 
The Honorable Victor Cushwa 
The Honorable William B. Byrnes 
The Honorable Thomas B. Cumiskey 
The Honorable Casper R. Taylor, Jr. 
The Honorable DeCorsey E. Bolden 
The Honorable John J. Coyle 
The Honorable F. Perry Smith, Jr. 
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OFFipE OF THE PRESTOENT 
WALTER S. ORUNSKY 

396-4804 
9» ^ 

February 8, 1978 

Mr. Frederick Gottemoellerf Director 
Office of Planning & Preliminary Engineering 
State Highway Administration 
P. O. Box 717 
Baltimore, Maryland 21203 

Reference: National Freeway - Cumberland to Hancock, Corrider E 
Section 1 from Relocated U.S. 220 to M.V. Smith Road 
Federal Aid No. APD 155-1 (42) 
State Project No. A519-033-619 

Dear Mr. Gottemoeller: 

For more years than one would care to remember, this road known as 
the National Freeway has been under discussion and review. Extensive 
studies have been made on every conceivable impact this road may 
have. 

It is generally agreed that Ageena Route is the best possible al- 
ternative balancing all factors including those of the environment. 
At this late date, it seems manifestly wrong for opponents to argue 

r^'       for some new route setting off once more a series of delays in this 
national road link. 

Historically, America's seventh largest city was founded on its 
ability to link its port with the heartland of America. This 
linkage spawned a series of cities in Maryland, including Frederick, 
Hagerstown, and Cumberland; and this formed the basis for Maryland's 
manufacturing and commercial economy.  It also enabled Americans 
in the Midwest to trade effectively with the rest of the world. 
Whatever changes in modes of transportation may have taken plac6, 
the Port is still there and essential not only to Maryland, but to 
this nation's ability to trade with the world in a cost effective 
manner. 

The advent of trucks as a major form of transportation has made it 
imperative that this vital road link be built in order to retain 
the vitality not only of Maryland's economy, but of our national 
ability to trade competitively with the rest of the world. 

r^ 
F£B9 
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Mr. Frederick Gottemoeller 
February 8, 1978  Page 2 

r^ 

I am sorry that this letter is late, but the notice of right to 
conunent has just been called to my attention.  I am also enclosing 
a copy of the Baltimore City Council's Resolution urging the prompt 
completion of this road.  I hope you will consider my comments in 
making a final judgment on this matter. 

Walter S. Orlinsky 

r* 
WSO/scc 

cc: Mr. Robert C. Petersen, President 
Greater Cumberland Chamber of Commerce 

Enclosure 
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ITHVIT, 

CITY  COUNCIL  OF  BALTIMORE 

Walter S. Orlinsky, jEresident and Councilpersons DiPietro. 
Hammen, Schaefer, &ar§rc\atrke, jrbyMCurran, Fitzgerald,' 
Galhgher, Adams, Julian, Mitchfell/Ckpiin; Sector, Waster 
Delia, Murphy and Myers 

INTRODUCED DECE3IBER S, 1977 

 .caMmndaaawSjJJj f 

A BILL ENTITLED 

Resolution of the Baltimore City Couridl endorsing the 
prompt Completion of the National Freeway. 

1 WHEREAS, the National Freeway represents that vital 
2 economic link between the Midwestern United States and 
3 the Port of Baltimore, and 

4 WHEREAS, the economy of Maryland has suffered and 
5 continues to suffer as a result of the failure to complete this 
6 vital segment of Interstate-70 which stretches from Han- 
7 cock, Maryland westward into West Virginia and the Mid- 
8 western United States; and 

9 WHEREAS, the need for the completion of the National 
10 Freeway has been recognized by officials of the City of 
11 Baltimore and Western Maryland and the National Freeway 
12 Coordinating Comtflittee of Maryland; and 

13 WHEREAS, due to the passage of time, the cost of com- 
14 pletion of the National Freeway has risen and continues to 
15 rise; therefore, be it 

16 Resolved by the City Council of Baltimore, That the City 
17 Council urges the government of the State of Maryland and 
18 the government of the United States of America to act 
19 promptly for the completion of the National Freeway so that 
20 the economic interests of the State of Marviand and the 
21 United States can be protected and strengthened; and be it 
22 further 

EXPLANATION: Jtaliea mdieaU nc» matttr addtd U exutino lav. 
IBrnelteUJ indicate matter etrickcn {ran exiating low. 
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23 Resolved. That a copy of this Resolution be sent to the 
24 President of the United States, Jimmy Carter, Secretary of 
25 Transportation Brock Adams, Secretary of Apriculture 
26 Cecil Andrus, Acting Governor Blair Lee, and Maryland 
27 Secretary of Transportation Hermann Intemann. 
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URBAN ENERGY RESOURCE? 

URBAN POOD PRODUCTION 

COMMUNITY GOVERNANCE 

COMMUNITY ECONOMICS 

INFORMATION ACCESS 

WASTE UTILIZATION 

WSTEVUTE FOR LOCAL SELF-FiELLAKSE 
1717 18th Street NW   Wtshingtoa, DC 20009    (202)232-4108 

January 23, 1978 

Herman Intemann 
Secretary of Transportation 
P.O. Box 8755 
Baltimore-Washington International Airport 
Maryland 21240 

Dear Mr. Intemann: ... 

I realize that you know relatively little aboutr"the""foabional Freeway 
in Aliegany County. You inherited the problem from Secretary Hughes. You 
may be unaware that there is a great deal of opposition to the alignment 
reconrnended bv the state and that much of this opposition comes from pdople 
who believe that there is a common sense solution to the problem. The recommended 
alignment of the state would take rich agricultural land, displace people's 
homes and businesses, go right through the middle of an historic district, 
create severe environmertal problems with respect to local flooding, and would 
ignore the Vviry dangerous conditions on existing route 40- 

M,ny cf the people in this county would enthusiastically support 
tL2 vapid construction of a. modem divided 4-lane highway. We want to 
-jTiOiro-Te route 40, to such a highway where it is now 2 and 3 lanes. But I 
•ipposj the overdesigned highway that now is recommended for route 40. I 
opposa requiring service roads, interchanges and a fully-controlled access 
.-.ighvav. A safe, dualized 4-lane highway would meet all the conditions 
necassary to support future traffic and would, at the came time, almost 
eliminate the need to ruin people's farms, businesses, and homes. 

I know that the cost of this alternative, an alternative which has 
never been seriously presented to the people of this county, would be much 
lower than the present alternative.. I strongly reconmend that the savings 
to the state be used in Aliegany County for transportation related job creation. 
This could provide a real push for «conomic development. 

I think this is a viable, alternative. People in this area want a 
highway, but don't think that the State Highway Administration has been 
flexible in taking into account the needs of the county, -and  the new situation 
created by the 55 m.p.h. speed limit. 

I am enclosing a paper which I wrote on this alternative; it was 
prepared without state support and, I think, accurately reflects the reality 
of the fourth alternative. 

Sincerely, 

David Morris VIII. 52 
*See Page  III.8  for the results of the feasibility study 
on upgrading U.S.   40. 

Enc, 
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ENVIRONMENTAL HEALTH ADMIN'ISTRATION 

DEPARTMENT OF HEALTH AND MENTAL HYGIENE 
201 WEST PRESTON STREET       •       BALTIMORE. MARYLAND   21201       •       AreaCodeSOl       •       330-3245 

Harry Hughes. Governor     _.. Charles R. Buck, Jr.. Sc.D. Secretary 

February 20, 1980 

Mr. Charles R. Anderson, Chief 
Bureau of Landscape Architecture . ' 
Jcppi. & Falls Roads 
Brooklandville, Maryland 21022 

Dear Mr. Anderson: ' 

RE: Contract A 519-033-619 U.S. Route A8 - 
East of Cumberland to M. V. Smith Road 

We have reviewed the Air Quality Analysis for the above subject project and have 
found that it is not inconsistent with the Programs' plans and objectives. 

Thank you for the opportunity to review this analysis. 

Sincerely yours, 

William K. Bonta, Chief 
Division of Program Planning & Analysis 
Air Quality Programs 

VKB:bab 
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^7 |       UNITED STATES ENVIRONMENTAL PROTECTION AGENCY iJ^iSi ^ 
%, ^ REGION 

6TH AND WALNUT STREETS t 
PHILADELPHIA, PENNSYLVANIA    19106 f 

'i 

pc:, •-. ,.   •-   •: • j 

Mr. Charles R. Anderson, Chief j 
Bureau of Landscape Architecture 
Maryland State Highway Administration 
2323 West Joppa Road , 
Brooklandville, Maryland 21022     > 

Re: U.S. Route 48, East of Cumberland to M.V. Smith Road 

Dear Mr. Anderson: 

We have reviewed the air quality analysis for the project referenced 

above, and we have no objections to the project from an air quality stand- 

point . 

Sinparely yours, ^ 

John R. Pomponio   ' 
Ctfief 
EIS & Wetlands Review Section 
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UNITED STATES DEPARTMENT OF AGRICULTURE 

SOIL CONSERVATION SERVICE   _ 1^21 Hartvick Rd. .  Rn.   ^22 

College Park, Maryland 207^0* 

November 2, 1976 o: 

Mr. Eugene T. Camponeschi, Chief 
Btcreau of Project Planning ,.      liuil 
State Highway Administration PROl';. - , i./.lilUHG 
300 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Camponeschi: 

_        This is in response to your letter of October 11, 1976 to thte Office 
of the Secretary, U. S. Department of Agriculture, Washington, D. C. 
regarding the "Supplement to Draft Environmental Statement l»(f) Statement 

j for Historical Sites" for National Freeway, Section I in Allegany County, 
Maryland. 

After reviewing the section U(f) statement, our comments are the same 
as in our November 21, 1973 letter regarding this draft impact statement. 

i We appreciate the opportunity to review this proposal. 
i 

Sincerely, 

^^tJerald R. Calhoun 
State Conservationist 

cc: R. M. Davis, Administrator 
Office of the Coordinator of Envir. Quality Activities 
Council on Environmental Quality (5 copies) 

-••t.V.Arfr.j 
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APPENDIX   A / 

Advisory w) 
CouncU On ^ 
Historic 
Preservation 

1522 K Street NW. 
Washington D.C 
20005 

February 27, 1979 

Mr. Erail Elinsky 
Division Administrator, Maryland Division 
Federal Highway Administration 
U.S. Department of Transportation 
The Rotunda, Suite 220 
711 West 40th Street 
Baltimore, Maryland 21211 

Dear Mr. Elinsky: 

The Memorandum of Agreement for the construction of Section I 
of the National Freeway affecting the Breakneck Valley Historic 
District in Allegany County, Maryland, has been approved by 
the Chairman of the Council.  This document constitutes the 
comments of the Council as required by Section 106 of the 
National Historic Preservation Act of 1966 (16 U.S.C. Sec. A70f, 
as amended, 90 Stat. 1320) and completes the "Procedures for 
the Protection of Historic and Cultural Properties" (36 CFR Part 
800).  A copy of the Agreement is enclosed. 

A copy of this Memorandum of Agreement should be included in any 
environmental assessment or statement prepared for this undertaking 
in compliance with the National Environmental Policy Act and should 
be retained in your records as evidence of compliance with Section 
106 of the National Historic Preservation Act of 1966.  The 
Council appreciates your cooperation in reaching a satisfactory 
solution to the issues raised in this matter. 

Sirxcerely,  ^^____. 

Jordan E. Tannenbaum 
[Chief, Eastern Office 

of Review and Compliance 

Enclosure 
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Historic 0* 
Preservation 

1522 K Street NW. 
Washington RC 
20005 

MEMORANDUM OF AGREEMENT 

WHEREAS, the Federal Highway Administration (FHWA), Department 
of Transportation, proposes to provide Federal aid to the Maryland 
Department of Transportation, State Highway Administration (MDSHA) , 
in the construction of the National Freeway between Cumberland and 
the M. V. Smith Road, Allegany County, Maryland; and, 

WHEREAS, the FHWA, in consultation with the Maryland State 
Historic Preservation Officer (SHPO), has determined that this 
undertaking as proposed would have an adverse effect upon the 
Breakneck Valley Historic District and the Liller-Geiger Farm, 
properties determined on the authority of the Secretary of the 
Interior to be eligible for inclusion in the National Register of 
Historic Places; and, 

WHEREAS, pursuant to Section 106 of the National Historic 
Preservation Act of 1966 (16 U.S.C. Sec. 470f, as amended, 90 Stat. 
1320), the FHWA has requested the comments of the Advisory Council 
on Historic Preservation (Council); and, 

WHEREAS, pursuant to the procedures of the Council (36 CFR 
Part 800), representatives of the Council, the FHWA, and the Maryland 
SHPO have consulted and reviewed the undertaking to consider feasible 
alternatives to avoid or satisfactorily mitigate the adverse effect; 
and, 

WHEREAS, the MDSHA was invited and participated in the 
consultation process; 

NOW, THEREFORE, it is mutually agreed that implementation pf 
the undertaking,in accordance with the attached stipulations of 
the Draft Memorandum of Agreement of December 22, 1978, from 
Mr. Emil Elinsky, Division Administrator, Maryland Division, 
Federal Highway Administration, with the exception of Point 1(E) 
for which the following stipulation will be substituted, will 
satisfactorily mitigate adverse effects on the above-mentioned 
properties. 
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Page 2 
MCiTiorandum of Agreement 
Federal Highway Administration 
Breakneck Valley Historic Disttlct 

Stipulation 

^ 

An archeological reconnaissance report has been completed for 
the AGBF2 modified corridors and is described in the 
"Reconnaissance Report #137" (Report). 

FHWA will ensure that, to the maximum extent feasible, in the 
planning and study of alignments within the AGFB2 or AGBF2 
modified corridors, the MDSHA will seek to avoid effects to 
those archeological properties already identified in the Report. 
If an alignment in the corridors is selected that affects 
archeological properties identified in the Report, the MDSHA 
will, in consultation with the FHWA and the Maryland SHPO, 
undertake the steps outlined in the Report, including further 
testing and survey. The MDSHA will then apply the National 
Register Criteria to each identified property. The FHWA will 
submit the documentation on these properties to the Keeper 
of the National Register for determinations of eligibility 
in accordance with 36 CFR Part 63 (Attachment #1). The MDSHA 
will treat those properties determined eligible by the Secretary 
of the Interior in accordance with the Council's "Guidelines 
for Making 'Adverse Effect' and 'No Adverse Effect' Determina- 
tions in Accordance with 36 CFR Part 800"(Attachment #2). 

Deputy Executive Directof * 
Advisory Council on Historic Preservation 

ideral Highway Administra()ton 

Z/f/Z? 

HtrWz 
(date) Z-tr-ff 

ry/and State Historic Preservation Officer 
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Memorandum of Agreement 
Federal Highway Administration 
Breakneck Valley Historic District 

QU-x^   U-i JWOG       (date)   •A/Tf 
Chairmanf] 
Advisory CouhciJ on Historic Preservation 

Concur: 

^^? UZ^Sfr.     (date) -z/r/r? 
Maryland State Highway Administration 
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U. S. DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

RUCION THREE 

'i;s?rsr'r The Rotunda - Suite 220 
711 West l»0th Street 

Baltimore, Maryland 21211 

December 22, 1978 

IN REPLY REFER TOl 

Mr. Robert R. Garvey, Jr. 
Executive Director National Freevay - Section I 
Advisory Council on Historic Preservation   Draft Memorandum of Agreement 
1522 "K" Street, N.W. Project AFD-155-l(U2) 
Washington, D.C. 22005 

Attention: Ms. Amy Schlagel 

Dear Mr. Garvey: 

In September 1977, we requested the initiation of Advisory Council 
coordination and comment on the proposed completion of Section I of 
the National Freeway in Allegany County, Maryland. With that letter, 
we enclosed a number of documents as a preliminary case report. Further 
documentation was also submitted in March 1978, and a public informa- 
tion meeting was conducted in August 1978. Throughout this process, 
there has been continued coordination involving your staff, the 
Maryland State Historic Preservation Officer, the Maryland State 
Archeologist, the Maryland State Highway Administration and  our 
office. This extensive discussion and coordination has now culminated 
in a Draft Memorandum of Agreement addressing potential highway alter- 
natives along the AGBF2 or modified AGBF2 corridor. We Relieve that the 
content of this Memorandum is consistent with the position expressed in 
your September 22, 1978 letter on this matter. We have enclosed a 
copy of the Draft Memorandum of Agreement for your consideration. The 
Maryland SHPO has indicated in a November 29, 1978 letter (copy enclosed) 
his concurrence with this Draft. 

We have enclosed with this submission a copy of the archeological 
reconnaissance report prepared by the Maryland Geological Society under 
the guidance of the State Archeologist. This report documents a 
complete reconnaissance of the entire AGBF2 and AGBF2 modified corridor 
and has been coordinated with the Maryland SHPO. A stipulation 
addressing the possible involvement with archeological resources is 
included in the Draft Memorandum. Should archeological resources be 
involved with the selected alignment, we expect to coordinate the 
effects in accordance with the Council's "No Adverse Effect" Archeo- 
logical Guidelines. r * '"r     \! * V V |«r 

-more- 
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2. 

In addressing other historical matters related to this facility, ve 
have concurred vith an opinion of the Maryland SHPO that the Old 
National Pike is not eligible for the National Register. We have also 
concurred with the SHPO that two other sites, the Carleton Farm and 
the Concrete Block House, will both not "be affected by the proposed 
construction. 

Based upon these determinations and the extensive coordination among 
the various offices on this proposal, we have concluded that the enclosed 
Draft Memorandum of Agreement fully addresses the procedures for 
mitigation of all adverse effects anticipated by the construction of 
this facility. We hope that further processing of this Memorandum can 
proceed rapidly toward the completion of the Section 106 requirements 
under the National Historic Preservation Act. 

Sincerely yours. 

7^yi«J(  £^Cwvrf4U> 

Enclosure s 

Emil Elinsky     /J 
a^or 

X.A-6 



qA 
M1M0RANDUM OF AGREEMENT 

NATIONAL FREEWAY, SECTION I 

WHEREAS, the'U.S. Department of Transportation, Federal Highway 
Administration, proposes to provide Federal-aid assistance to the 
Maryland Department of Transportation, State Highway Administration, 
in the construction of the National Freeway between Cumherland and 
M.V. Smith Road, Allegany County, Maryland; and, 

WHEREAS, the U.S. Department of Transportation, Federal Highway 
Administration (FHWA), in consultation with the Maryland State 
Historic Preservation Officer (SHPO), has determined that this undertaking 
as proposed would have an adverse effect upon the Breakneck Valley 
Historic District (as a unit and eight sites individually), and the 
Liller-Geiger Farm, all located in Allegany County, Maryland, all 
determined on the authority of the Secretary of the Interior to "be 
eligible for inclusion in the National Register of Historic Places;     # 
and, 

WHEREAS, pursuant to Section 106 of the National Historic 
Preservation Act of 1966 (l6 U.S.C. UTOf, as amended, 90 Stat. 1320), 
the Federal Highway Administration has requested the comments of the 
Advisory Council on Historic Preservation; and, 

WHEREAS, pursuant to the procedures of the Advisory Council on 
Historic Preservation (36 CFR, Part 800), representatives of the 
Advisory Council on Historic Preservation, the Federal Highway 
Administration, the Maryland State Highway Administration (SHA) and 
the Maryland State Historic Preservation Officer have consulted and 
reviewed the undertaking to consider feasible and prudent alternatives 
to avoid or satisfactorily mitigate the adverse effects; 

NOW, THEREFORE, it is mutually agreed that implementation of the 
undertaking in accordance with the following stipulations will 
satisfactorily mitigate any adverse effect on the above mentioned 
properties. 

Stipulations 

I. General Conditions 

A. This Memorandum of Agreement addresses the construction of 
the proposed National Freeway along either the corridor 
designed as AGBF2, or a modification of this corridor, 
including » portion of AGEENA, east of Town Creek, previously 
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Memorandum of Agreement 
Federal Highway Administration 
National Freeway, Section I 

described in the Draft Environmental Impact Statement, which 
does not involve adverse effects on other sites (on or 
eligible for the National Register) than those identified in 
this Memorandum. Selection of an alternate not fulfilling 
this stipulation will require the reapplication of the con- 
sultative process described under 36 CFR, Part 800. 

B. Design of the Freeway will embody aesthetically pleasing 
concepts and sensitivity toward minimizing damage to 
natural and cultural environments. A design approach similar 
to that in the 1-70, Vail Pass Colorado Report will be 
employed. The spirit and intent of this design approach will. 
be ensured by the FHWA and SHA. 

C. To formulate and incorporate aesthetic elements into the design, 
an interdisciplinary approach will be utilized. To accomplish 
this, expertise in the following areas will be involved: 
historical preservation, landscape architecture, environmental 
planning, and highway and bridge engineering. The Maryland 
SHPO will provide the historical preservation expertise; the 
FHWA and SHA will ensure that the meaningful input from these 
disciplines is incorporated into the design of this corridor. 

D. The SHPO and other members representing the interdisciplinary 
approach will participate in the review of each phase of the 
design. In the event that agreement cannot be reached on the 
mitigation measures appropriate to a specific site, FHWA will 
request the comments of the Council pursuant to Section 800.l+(e) 
et seq. of the Council's Procedures. 

E. If an alignment in the corridor is selected which affects 
archeological resources identified by the archeological 
reconnaissance already completed for the corridor and described 
in the "ReconnaissanceReport No, 137," the Maryland SHA, in 
consultation with the Maryland SHPO and the FHWA, will apply 
the National Register Criteria to each resource. FHWA will 
submit the results of these consultations in accordance with 
36 CFR Part 63 to the Keeper of the Register for determinations 
of eligibility. Those sites determined eligible will be treated 
in accordance with the Council's "Guidelines for Making 'Adverse 
Effect' and 'No Adverse Effect' Determinations in Accordance 
with 36 CFR Part 800" (Council's Archeological Guidelines). 

II. Specific Conditions 

A. Breakneck Valley 

> 
f 
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Memorandum of Agreement 
Federal Highway Administration 
National Freeway, Section I 

The design of the Freeway will be developed to optimize 
maintenance of localized terrain, drainage and vegetation. 
Acoustical and visual mitigation measures will be developed 
as appropriate for the historical sites identified below. 
Each of the potential mitigation measures indicated will be 
further refined and evaluated during the design process using 
the interdisciplinary approach. Final decisions specific to 
each site and throughout the corridor will be made through 
this process. The design will reflect the endeavor to maintain 
the rural character of local service roads. 

1. Mey Long House, Sta. 1308, Site B-23. 

Acoustical and visual measures appear warranted and 
will be developed with the design in this area. 
Additional easement toward the house may be taken to 
accomodate the aesthetic measure employed. 

2. Tewell Stone House, Sta. 1307+50, Site B-2U. 

Acoustical and visual measures appear warranted and 
will be developed with the design. Additional easement 
on the northern edge of the right-of-way may be required 
to accomodate the desired landscaping technique. 

3. Scott Robinette House, Sta. 132h,  Site B-21. 

Acoustical and some visual attenuation may be effective 
along the northern edge of the mainline right-of-way. 
The existing terrain and vegetation will also influence 
the degree of mitigation necessary. The design approach 
will maximize the benefits of each factor. 

U. Wilson House, Station 1350, Site B-22. 

Acoustical and visual mitigation may be provided along 
the northern edge of the right-of-way. Existing structures 
and vegetation will influence the desireability, magnitude 
and type of measures employed. 

5,6. Rush Church and Rush School, Sta. 1368 and 1366+50, 
Sites B-19 and B-20. 

No specific mitigation measures are required for these 
sites as the proposed facility will be primarily "hidden" 
from view by natural terrain. 

fr 
# 
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Memorandum of Agreement 
Federal Highway Administration 
National Freeway, Section I 

7. Luther MacElfiah House, Sta. 1380, Site B-17. 

No specific mitigation measures are required for this 
site as the proposed facility will he "hidden" by an 
existing steep hill. 

8. Browning Farm House, Sta. lU35+25, Site B-28. 

Acoustical and visual attenuation appear warranted. 
Natural contours of the affected ridge will also be 
maintained as much as possible, as will existing 
vegetation through a design approach aimed at balancing 
the required width of right-of-way with the needed 
blending of cut slopes. 

B.  Other sites. 

1. Liller-Geiger House, Sta. 1112+25, Site 12. 

Existing topography in relation to the roadway profile 
will result in acoustical and visual attentuation. 
Natural contours of the affected ridge to the rear of 
the structure will be maintained as much as possible, as 
will existing vegetation. Additional easement may be 
desireable to provide more "natural" side slopes. 

Executive Director Date 
Advisory Council on Historic Preservation 

Federal Highway Administration Date 

MD State Historic Preservation Officer Date 

Chairman Date 
Advisory Council on Historic Preservation 

I concur: 

MD State Highway Administration Date 

•v   7\„i r\ 
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MARYLAND DEPARTMENT OF TRANSPORTATION 

AND 

MARYLAND DEPARTMENT OF NATURAL RESOURCES 

AGREEMENT GOVERNING THE AGBF2 LINE 

FOR U. S. 48 IN GREEN RIDGE FOREST 
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Introduction 

Since the last segment of the National Freeway (Section I) in Western 
Maryland must pass through the Green Ridge Forest.'in some location, the 
Department of Natural Resources and the Department o£ Transportation, State 
Highway Administration, have had.joint meetings, discussions, and field 
inspections in an attempt to determine conditions under which the highway 
could pass through ^he Forest. The decision has been made that the route 
should follow AGBF2. This decision is based upon the joint determination 
that this alignment represents the most appropriate, feasible and acceptable 
of all alignments considered, from the point of view of service, engineering, 
and impact on the forest, and the proposed wildland in the Town Creek Area. 
It is clearly understood that the following conditions do not supersede or 
obviate the need for any permits or approvals, but are intended to set forth 
those concepts of design and construction that the Department of Natural 
Resources, in its custodial responsibility for these lands, believes necessary 
to minimize the intrusive nature of the proposed freeway on the Forest. The 
purpose of this document is to set forth the areas of understanding between 
the two agencies concerning the alignment known as AGBF2. Financing the 
construction of this alignment and associated mitigation measures is, of 
course, contingent upon availability of funds through the State's normal 
budgeting process. 

It is understood that the design of the freeway would embody aesthetically 
pleasing and environmentally sensitive design concepts that are appropriate 
to the Green Ridge State Forest. A design approach, similar to that documented 
in the 1-70, Vail Pass Colorado report, would be the foundation on which to 
build these mitigative and mutually beneficial concepts. 

With this goal in mind, the following stipulations form the basis of 
an understanding between the two agencies under the assumption that line 
AGBF2 would be implemented. 

STIPULATIONS 

I.  General Conditions 

A. To formulate and incorporate aesthetic and environmentally 
sensitive elements into the design, an interdisciplinary 
approach will be utilized.  To accomplish this, expertise 
in the following areas will be involved: landscape 
architecture, total environmental planning, and highway 
and bridge engineering.  The Maryland Department of Natural 
Resources and State Highway Administration environmental 
staff will provide expertise in the preservation of forests, 
drainage courses and stream protection, wildlife, vegetation, 
and other natural environmental factors.  The Federal Highway 
Administration and State Highway Administration will ensure 
that the meaningful and sustained input from these disciplines 
is incorporated into the design of this corridor. 
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B. The Department of Natural Resources and other members representing 

the interdisciplinary approach will participate in the review of 
each phase of the design and problems arising during construction. 

C. Traffic noise from the National Freeway will have an adverse 
effect upon land adjacent to the proposed right of way. To 
mitigate this disturbance the State Highway Administration 
and the Department of Natural Resources shall acquire replace- 
ment land identified in Attachment I to this agreement. The 
Administration shall attempt to negotiate a purchase of this 
land.  If necessary, the SHA Office of Counsel and Office of 
Real Estat.e will implement condemnation proceedings in the 
name of the Department of Natural Resources for any or all 
of these parcels, in accordance with procedures to condemn 
property for other State agencies. The Administration shall 
pay for the land whether acquired by negotiated purchase or 
by condemnation. The maximum liability incurred by the 
Administration under this paragraph is One Million Dollars 
($1,000,000). Acquisition of this land will begin in the 
first year that State Highway Administration advertises for 
construction within Green Ridge Forest. Provision of the 
replacement land is in addition to payment of the fair market 
value for the right of way for the National Freeway. 

D. Consistent with existing SHA policy, roadway illumination 
will not be used, with the possible exception of interchange 
ramps at the eastern limit of the forest. 

E. Retention ponds to minimize effects of this project will be 
used where necessary, as determined by DNR/SHA during design 
phase. 

F. All signing of the highway in the forest will be held to a 
minimum. 

G. Department of Natural Resources will assist in determining 
limits of construction contracts, construction access routes, 
and in establishing mobilization sites and inspecting restora- 
tion work prior to final acceptance by SHA. Construction 
access points will be predetermined and included in the 
contract documents. 

H. Construction activities will be guided by certain seasonal 
restrictions. 

I. Steel to be weathered, but not painted, if so desired by DNR. 

J. Flexible hose bypass systems, similar to Vail Pass Colorado 
approach, to be used in smaller stream areas in order to 
prevent sediment and erosion wash. 
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K. Revegetation other than for stabilization should blend with 
surrounding area of forest and be indigenous, subject to 
Department of Natural Resources concurrence. 

L. Contractors will be required to submit proposed sites for 
waste disposal to the DNR for review prior to SHA issuances 
of notice to proceed to construction. DNR will not approve 
any sites within Green Ridge Forest or any 100 year flood- 
plains . 

M. Aesthetic treatment of all structures within the Green Ridge 
State Forest shall be jointly developed between DNR and SHA 
during the design phase.  Stone Facing will be used wherever 
feasible and practical. 

N. The State Highway Administration shall provide the funds 
necessary to pay the salary and expenses of a Department 
of Natural Resources' environmental inspector for the 
National Freeway. This person and associated DNR staff 
shall be responsible for direct liaison with SHA construction 
management personnel regarding the strict enforcement of, 
and adherence to, contract specifications in matters affecting 
DNR and the intent of this agreement during and, for a limited 
period (to be determined jointly by DNR and SHA), after the 
construction of the National Freeway in Green Ridge Forest. 
It is anticipated that this inspector will be used full-time 
during the construction phase and part-time during the jointly 
agreed upon period following construction. 

0. This Agreenent shall be construed and interpreted in accordance 
with the law of Maryland; it shall be subject to ratification 
by the Board of Public Works, and it is subject to the budgetary 
constraints contained in the laws and Constitution of the State. 

II.  Specific Mitigation Areas 

A. Continuity of existing trails used to provide access for timber 
management, logging, fire control, emergency evacuation, wild- 
life access and hiker/campers.  The fol]owing areas, identified 
by study line stations, indicate a need to provide access by 
means of structures over or under the main roadway.  Stations 
1804+, 1777+, 1610+, and 1597+.  It is understood that these 
stations may change as more detailed identification (mapping 
field surveys) becomes available.  It is also understood that 
access will be provided from the end of the structure at 
Station 1777+ to the trail located at Station 1781+, as well 
as a connection of the access crossing at Station 1804+ to 
the trail at Station 1797+.  All trail road structures over 
or under mainline will be a minimum 15 feet wide. Trail road 
and crossing grades will not exceed 10%, except where jointly 
agreed by SHA and DNR.  It is anticipated that the services 
of experts in wildlife management will be used to ensure that 
provisions for wildlife crossings will be reasonably effective. 
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B. Continuity and Protection of Natural Drainage Courses 

The following areas have been identified as low points in 
the terrain.  It will be necessary to keep these areas open 
for unrestricted passage of water, wildlife, and hiker/campers 
at Stations 1861+, 1824+, 1815+, 1793+, 1786+, 1771+, 1740+, 
1693+, 1660+, 1658+, 1656+, and 1639+. Department of Natural 
Resources/State Highway Administration iigree that structural 
plate arches (SPA) providing a 12 foot vertical clearance and 
a natural bottom will be used at these locations, except 
where DNR/SHA may agree in the design phase that such a measure 
may not b?. feasible. Where the use of SPA will be structurally 
unsound, concrete box culverts with a natural floor will be 
used. 

C. Major Stream Crossings 
The purpose of these recommendations is to indicate the mitigating 
features necessary to minimize the impact of construction at the 
following stream crossings. They are not intended to supersede 
or exclude specific requirements that may, subsequently be 
included in Sediment Control Plans and Waterway Construction 
Permits as required by law. The additional mitigative measures 
and restrictions on construction activities will be implemented 
pursuant to conditions outlined in the plans and permits which 
may be issued by the Department of Natural Resources. 

1. Fiften Mile Creek - The SHA will construct, and DNR 
accepts in concept, subject to further permit actions 
a four span segmental concrete girder structure (similar 
to Vail Pass) or, as an alternate subject to joint 
DNR/SHA concurrence, a steel box girder structure. The 
structure in this location will involve three piers, two 
of which would be on the valley floor, and a third adjacent 
to existing Fifteen Mile Creek Road. The profile grade 
line of the structure will be designed to a minimum 
elevation of 840 feet at the east slope of the fifteen mile 
creek valley. There will be no relocation of the road 
or the creek.  In order to provide maximum protection for 
the floodplain, stream, mill race, and to prevent erosion 
and sediment problems, there will be no clearing and 
grubbing in the valley or the slopes leading to the valley 
throughout the length of the structure, with the exception 
of that required for construction access and the piers. 
Other mitigation measures and restrictions on construction 
activities will be implemented pursuant to conditions out- 
lined in the Sediment Control Plan and Waterway Construction 
permit to be issued by the Department of Natural Resources. 
The design for access and restoration shall be included 
in SHA's design contract and subject to SHA/DNR design 
team concurrence. The construction of the access roads, 
as well as the restoration of the area upon completion 
of the work in the valley, shall be included in the 
contract for construction of the bridge.  Any proposed 
changes by the contractor shall be subject to joint SHA/DNR 
approval. 
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2. Black Sulphur Run - This run and the entire 100-year flood- 
plain will be bridged.  Piers may be placed in the flood- 
plain but set back from the stream so as not to affect 
the channel. There will be no slope construction within 
100 feet of the stream. 

3. Town Creek - The crossing of Town Creek will have a high 
level, multi-span bridge with no box culverts. Actual 
length will be subject to final determination of the width 
of the 100-year floodplain. 

D. Eliminate relocation of Black Sulphur Road as shown in the existing 
study report and a portion of relocated George Road. Every attempt 
will be made to bridge the existing Black Sulphur Road. The 
existing intersection of Black Sulphur Road and George Road should 
remain undisturbed if possible. 

E. Scenic Overlooks and Picnic/Rest Area (not considered mitigation) 
The Picnic/Rest Area 1670+ is not considered as mitigation and will 
be removed from further consideration.  Scenic overlooks such as 
the one at 1775+ do not create adverse impacts and therefore 
may be retained. 

F. A SPA with 6 foot vertical clearance should be used under relocated 
Jacob's Road.  If the use of SPA at this location is structurally 
unsound, concrete box culvert with a natural floor will be used. 

G. The natural drainage course on the east slope of Polish Mountain 
from Station 1620+ to 1640+ will be retained in its natural state. 
A minimum 100 foot buffer of natural ground will be kept between 
the centerline of the water course and the highway construction 
slopes. This also applies to the drainage course on the west 
slope of Polish Mountain, Station 1595+ to 1605+. 

H. The State Highway Administration will build an acceptable game 
crossing along the Polish Mountain ridge.  If no other access is 
available for logging operations in this area, the structure may 
have to be designed for truck loadings and tie into the existing 
road along the ridge. 

I concur that the conditions noted in this document are adequate to 
mitigate the adverse effects regarding Location Approval of Alignment AGBF2 
through Creep Ridge State Forest. 

  /OJ^J^l s-U"** /7Jo 
Janfes J. OyDonnell Date / /James B. Cdulter     /'/ Date 
Setretary/ 1/ Secretary ^ 

i Department of Transportation Department of Natural Resources 
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ATTACHMENT I 

These properties are listed in order of priority. Acquisition shall proceed 
until the dollar limit in paragraph IC is reached. 

Current Property Ovner 

Helen Rohman 

Samuel Goldberg 

Walter A. McKinney 

Louis C. Norris 

A. L. Fanget McArthur 

Jones A. Potts 

Nellie Issacs 

Ernest Slider 

Sherman M. Wilson 

Lena P. Struckman 

Charles M. Evans 

Estel K. McLaughlin 

Acreage 

274 

. 108a 

300.00a 

37.50a 

187.50E 

300. a 

457  a 

132  a 

49.82a P.T. 

42.20a 

250.0 a 

685 (?) 

Liber/Folio 

479/864 

344/107 

400/1 

470/344 

210/552 

? 

269/337 

161/597 

404/448 

292/37 

347/388 

60/509 
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APPENDIX C 

"SUMMARY OF THE RELOCATION ASSISTANCE PROGRAM. OF THE 

STATE HIGHWAY ADMINISTRATION OF MARYLAND" 

All State Highway Administration projects must comply with 
the provisions of the "Oniform Relocation Assistance and 
Real Property Acquisition Policies Act of 1970* (Public 
Law 91-646) and/or the Annotated Code of Maryland, Article 
21, Sections 12-201 thru 12-209. The Maryland Department 
of Transportation, State Highway Administration, Bureau of 
Relocation Assistance, administers the Relocation Assis- 
tance Program in the State of Maryland. 

The provisions of the Federal and State Law require the 
State Highway Administration to provide payments and services 
to persons displaced by a public project. The payments that 
are provided include replacement housing payments and/or 
moving costs. The maximum limits of the replacement housing 
payments are $15,000 for owner-occupants and $4,000 for 
tenant-occupants.  In addition, but within the above limits, 
certain payments may be made for increased mortgage interest 
costs and/or incidental expenses.  In order to receive these 
payments, the. displaced person must occupy decent, safe and 
sanitary replacement housing.  In addition to the replace- 
ment housing payments described above, there are also 
moving cost payments to persons, businesses, farms and 
non-profit organizations. Actual moving costs for residences 
include actual moving costs up to 50 miles or a schedule 
moving cost payment, including a dislocation allowance, up 
to $500. 

The moving cost payments to businesses are broken down into 
several categories, which include actual moving expenses 
and payments "in lieu of" actual moving expenses. The owner 
of a displaced business is entitled to receive a payment for 
actual reasonable moving and related expenses in moving his 
business, or personal property; actual direct losses of 
tangible personal property; and actual reasonable expenses 
for searching for a replacement site. 

The actual reasonable moving expenses may be paid for a move 
by a commercial mover or for a self-move.  Generally, pay- 
ments for the actual reasonable moving expenses are limited 
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to a 50 mile radius.  In both cases, the expenses must be 
supported by receipted bills. An inventory of the items 
to be moved must be prepared, and estimates of the cost 
may be obtained.  The owner may be paid an amount equal 
to the low bid or estimate.  In some circumstances, the 
State may negotiate an amount not to exceed the lower of 
the two bids.  The allowable expenses of a self-move may 
include amounts paid for equipment hired, the cost of 
using the business's vehicles or equipment, wages paid to 
persons who physically participate in the move, and the 
cost of the actual supervision of the move. 

When personal property of a displaced business is of low 
value and high bulk, and the estimated cost of moving 
would be disproportionate in relation to the value, the 
State may negotiate for an amount not to exceed the dif- 
ference between the cost of replacement and the amount 
that could be realized from the sale of the personal prop- 
erty. 

In addition to the actual moving expenses mentioned above, 
the displaced business is entitled to receive a payment 
for the actual direct losses of tangible personal property 
that the business is entitled to relocate but elects not 
to move.  These payments may only be made after an effort 
by the owner to sell the personal property involved.  The 
costs of the sale are also reimbursable moving expenses. 
If the business is to be reestablished, and personal prop- 
erty is not moved but is replaced at the new location, the 
payment would be the lesser of the replacement costs minus 
the net proceeds of the sale or the estimated cost of moving 
the item.  If the business is being discontinued or the 
item is not to be replaced in the reestablished business, 
the payment will be the lesser of the difference between 
the value of the item for continued use in place and the net 
proceeds of the sale or the estimated cost of moving the item. 

If no offer is received for the personal property and the 
property is abandoned, the owner is entitled to receive the 
lesser of the value for continued use of the item in place 
or the estimated cost of moving the item and the reasonable 
expenses of the sale. When personal property is abandoned 
without an effort by the owner to dispose of the property 
by sale, the owner will not be entitled to moving expenses, 
or losses for the item involved. 

The owner of a displaced business may be reimbursed for the 
actual reasonable expenses in searching for a replacement 
business up to $500. All expenses must be supported by re- 
ceipted bills.  Time spent in the actual search may be reim- 
bursed on an hourly basis, but such rate may not exceed $10 
per hour. 
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In lieu of the payments described above, the State may deter- 
mine that the owner of a displaced business is eligible to 
receive a payment equal to the average annual net earnings 
of the business.  Such payment shall not be less than $2,500 
nor more than $10,000.  In order to be entitled to this 
payment, the State must determine that the business cannot 
be relocated without a substantial loss of its existing 
patronage, the business is not part of a commercial enter- 
prise having at least one other establishment in the same 
or similar business that is not being acquired, and the 
business contributes materially to the income of a dis- 
placed owner. 

Considerations in the State's determination of loss of 
existing patronage are the type of business conducted by 
the displaced business and the nature of the clientele. 
The relative importanoG of the present and proposed loca- 
tions to the displaced business, and the availability of 
suitable replacement sites are also factors. 

In order to determine the amount of the "in lieu of moving 
expenses payment, the average annual net earnings of the 
business is considered to be one-half of the net earnings 
before taxes, during the two taxable years immediately 
preceding the taxable year in which the business is reloca- 
ted.  If the two taxable years are not representative, the 
State, with approval of the Federal Highway Administration, 
may use another two-year period that would be more repre- 
sentative.  Average annual net earnings include any conden- 
sation paid by the business to the owner, his spouse, or 
his dependents during the period.  Should a business be in 
operation less than two years, but for twelve consecutive 
months during the two taxable years prior to the taxable 
year in which it is required to relocate, the owner of the 
busiiness is eligible to receive the "in lieu of" payment. 
In all cases, the owner of the business must provide in- 
formation to support its net earnings, such as income tax 
returns, for the tax years in question. 

For displaced farms and non-profit organizations, actual 
reasonable moving costs generally up to 50 miles, actual 
direct losses of tangible personal property, and searching 
costs are paid.  The "in lieu of" actual moving coot pay- 
ments provide that the State may determine that a displaced 
farm may be paid a minimum of $2,500 to a maximum of $10,000 
based upon the net income of the farm, provided that the 
farm has been discontinued or relocated.  In some cases, 
payments "in lieu of" actual moving costs may be made to 
farm operations that are affected by a partial acquisition. 
A non-profit organization is eligible to receive "in lieu 
of" actual moving cost payments, in the amount of $2,500. 

X.C-3 



- 4 - 

A more detailed explanation of the benefits and payments 
available to displaced persons, businesses, farms, and 
non-profit organizations is available in Relocation Bro- 
chures that will be distributed at the public hearings 
for this project and will also be given to displaced per- 
sons individually in the future. 

In the event comparable replacement housing is not avail- 
able to rehouse persons displaced by public projects or 
that available replacement housing is beyond their financial 
means, replacement "housing as a last resort" will be uti- 
lized to accomplish the rehousing.  Detailed studies will 
be completed by the- State Highway Administration and approved 
by the Federal Highway Administration before "housing as a 
last resort" could be utilized.  "Housing as a last resort" 
could be provided to displaced persons in several different 
ways although not limited to ths following: 

1. An improved property can be purchased ox leased. 

2. Dwelling unito can be rehabilitated and pur- 
chased or leased. 

3. New dwelling units can be constructed. 

4. State acquired dwellings can be relocated, 
rehabilitated, and purchased or leased. 

Any of these methods could be utilized by the State Highway 
Administration and such housing would be made available to 
displaced persons.  In addition to the above procedure, in- 
dividual replacement housing payments can be increased beyond 
the statutory limits in order to allow a displaced person to 
purchase or rent a dwelling unit that is within his financial 
means. 

The "Uniform Relocation Assistance and Real Property Acquisi- 
tion Policies Act of 1970" requires that the State Highway 
Adminiotration shall not proceed with any phase of any pro- 
ject which will cause the relocation of any person, or pro- 
ceed with any construction project until it has furnished 
satisfactory assurances that the above payments will be 
provided and that all displaced persons will be satisfactorily 
relocated to comparable decent, safe and sanitary housing 
within their financial means or that such housing is in 
place and has been made available to the displaced person. 
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APPENDIX    E 

BERNARD F. HAUA 
DIRECTOR 

EARL H. HODIL 
DEPUTY DIRECTOR 

MARYLAND DEPARTMENT OF NATURAL RESOURCES 

WSLDLIFEADlSiSMm 
TAWES STATE OFFICE BUILDING 
ANNAPOLIS, MARYLAND 2 MO I 

(301)269-3195 

January 21, 1980 

Mr. William L. Branch 
State Highway Administration 
Bureau of Landscape Architecture 
Joppa & Falls Roads 
Brooklandville, Maryland 21022 

Dear Bill: 

The status of our western Maryland Cave Dwelling Bats Investigation, 
specifically for those caves located adjacent to the proposed AGBF2 alignment 
for the National Freeway, is as follows: 

1. 
2. 

3. 

4. 

5. 

7. 

Athey's Cave: no bat use as hibemaculum. 
Murley Branch Spring Cave: permission not yet 
secured from owner to investigate cave. Antici- 
pate investigation will be accomplished within 
next 30 days. 
Tewell Caves: not yet surveyed. Survey antici- 
pated within 30 days. 
Devils Hole Cave:  several surveys accomplished 
from October 1979 through last week. Moderate 
use primarily by Eastern pipistrelles, but 2 
little brown bats also documented. 
Stegmaier Caves: access not yet secured.  Survey 
anticipated within 30 days. 
Twiggs Cave:  entrance permanently sealed by 
landowner who denied permission anyway to survey 
cave. 
Horse Cave: entrance not yet located.  Survey 
anticipated within 30 days. 

I'll keep you appraised as our investigations proceed. 

Sincerely, 

Gary J, Ta^lorj    -' 
Nongame & Endangered 
Species Program Manager 

GJT:bw 
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BERNARD F. HALLA 
DIRECTOR 

£ARLH. HODIL 
DEPim DIRECTOR 

M\ 
MARYLAMD DEPA.xTM'i^f OF NATURAL UtSOUXCtf. 

TAV-ZESSVAT^riFf-ICi LULLING 
ANivlAPCMS, MAKYLAS'J '•> I -tO I 

(301) 259-3 i V; 

February 22, 1980 

Mr. yiUiam L. Branch 
State Highway Adtninistvaticn 
Bureau of Landscape Architecture 
Joppa ar.d Fa3.Is Roads 
Brooklandville, Maryland 21022 

Dear Bill: 

Hero's the latest update on survey resaLts fro?., our Maryland Cave dwelling 
Eats Investigation, specifically for those cavjs Jocnted c.djacent to the 
proposed AGBF2 alignment for the National Freeway.  This iufofv.iat.i-in vns 
collected subsequent to that contained in ny letter to you dated January 
21, 1980. Included here is information only on those caves vhich were in- 
vestigated since my previous letter to.you. 

1. Hurley Branch Spring Cave: owner indicated cave is unaccesoiblc to 
investigators since it is a spring, source,  Bat u^e here is question- 
able, but perhaps the entrance could be stapled by mist netting during 
the sucuner. j^      ' 

2. Tcwell Caves:  cave entrances exceedingly small (inaccessible to in- 
vestigators). Mist netting would be the only means of sampling for 
bat use. 

3. Horse Cave: moderate use by Eastern pipistrelles documented in early 
February. 

I'll continue to keep you appraised of our sui-vey results. 

Sincerely, . 

Gary J. .Taylor - 
Nongar.-.e & Enda.i).?.ered . 
Species Program Kana^er' 

CJT:bw • 

X.E-2 



APPENDIX   F 

)    Maryland Department of Transportat/on 
Wh- 

Stare Hignway Aammistration 

James J. O'Dtinnel! 
Secretary 

M. S  Caltrider 
Admmisiraiof 

M E M 0 R A N D U M 

FB 26 1980 ! -•"•' 

TO: 

FROM: 

SUBJECT: 

Mr. Gordon E. Dailey 
Mr. Phillip Sonner 
Mr. Allan Eddy 
Mr. William B. Greerj'e 
Mr. Richard Krolak *» 
Mr. John Knepp 

M.- S. Caltrider s?-/?/? 
State Highway Administrator >V^/ , 

U. S. 48 - Sections I and II 

iSfc. 

Since the design on Section II of the National 
Freeway is now under way and Section I is scheduled to start 
this fall, the above are assigned as the SHA's Vail Pass 
Concept Team for these projects.  This team will stay in 
force throughout the Design and Construction of these projects. 
Mr. Gordon Dailey will be the Team Chairman through the Design 
phases and Mr. John Knepp will be the Chairman throughout the 
Construction phases. 

The purpose of this Team is to incorporate into 
the design and construction as much of the Vail Pass concepts 
as is practicable especially through the Green Ridge State' 
Forest. 

Mr. Dailey and Mr. Knepp are to keep the Maryland 
Department of Natural Resources involved in both Design'and 
Construction of these projects.  Based on the agreement between 
the State Highway Administration and the Department of Natural 
Resources for Green Ridge Forest, they are to become a con- 
tinuous member of the Team for that area. 

The Team Chairman will report to the Chief Engineer 
in his normal Design Review Meetings and under Construction, 
once a month by a written report.  If in between time there is 
any problem, the Chief Engineer is to be notified immediately. 

My telephone nuirber is 383-4202 
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By copy of this memo to the Federal Highway 
Administration. I am alerting them to tne establishment 
of this Team along with an invitation tc assign someone 
from their office to participate as a full tir.e member, 
if thev so desire. 

MSC'eer 

cc:  Mr, Emil Elinsky 
Mr, Frederick Gottemoeller 
Mr. William K. Lee, 111 
Mr. Hal Kassoff 
Mr. William F. Line, Jr. 
Mr. T. W. Beaulieu 
Mr. Paul A. Mi lash 
Mr. Charles R. Anderson 
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APPENDIX   G 0\tA 

A j  •      * o -, *     ''• Billing Code 4310-10 o( Advisory Council on * ^ 
Historic Preservation 
1522 K Street N.W. 
Washington. D.C. 20005 

ADVISORY COUNCIL ON HISTORIC PRESERVATION 

PUBLIC INFORMATION MEETING 

Notice is hereby given in accordance with Section 800.5(c) of the 
Council's "Procedures for the Protection of Historic and Cultural 
Properties" (36 CFR Part 800) that on August 22, 1978, at 7:30 p.m., a 
public information meeting will be held at the Alleghany County Community 
College Theatre, Cumberland, Maryland. The purpose of this meeting is 
to provide an opportunity for representatives of national, State, and 
local units of government, representatives of public and private organi- 
zations, and interested citizens to receive information and express their 
views on the proposed construction of Section I of the National Freeway, 
an undertaking assisted by the Federal Highway Administration, that will 
adversely affect the Breakneck Road Historic District, Alleghany County, 
a property determined by the Secretary of the Interior to be eligible for 
inclusion in the National Register of Historic Places. 

The following is a summary of the agenda of the public information 
meeting: 

I. An explanation of the procedures and purpose of the meeting 
by a representative of the Executive Director of the Council. 

II. A description of the undertaking and an evaluation of its 
effects on the property by the Federal Highway Administration. 

III. A statement by the Maryland State Historic Preservation Officer. 

IV. Statements from local officials, private organizations, and   ' 
the public on the effects of the undertaking on the property. 

V. A general question period. 

Speakers should limit their statements to 10 minutes. Written 
statements in furtherance of oral remarks will be accepted by the Council 
at the time of the meeting. Additional information regarding the meeting 
is available from the Executive Director, Advisory Council on Historic 
Preservation, 1522 K Street, N.W., Washington, D. C.  20005, 202-254-3974. 

X.G-1 

The Council is a* mdeptndent unit of tht Extevtivt Branch of the Federtl Government charged by the Act of 
October 11.1966 to advise the president and Congress in the field of Historic Preservation. 



h 6 
Allegany County 

Contract No.  A 519-033-619 
F.A.P. No.  APD 155-1(42) 
National Freeway - Section I 

Wolfe Mill to M.V. Smith Road 

Summary of the August 22, 1978 meeting conducted by the 
Advisory Council on Historic Preservation. 

The meeting was conducted in the theatre of the Allegany 
Community College located on Willow Brook Road, Cumberland. 
The meeting concerned only Section I of the National Freeway 
from Wolfe Mill to M.V. Smith Road, specifically, the AGEENA 
alignment and the Historic Properties. 

Approximately 225 people attended this meeting.  There 
were 51 speakers given a five minute time limit to present 
their position.  Ms. Myra Harrison introduced herself as the 
Assistant Director of the Office of Review and Compliance of 
the Advisory Council on Historic Preservation.  She introduced 
several of the members on the Council. 

Ms. Harrison was the conductor of the meeting.  She reviewed 
the function of the Advisory Council and the reasons for their 

f^ existance.  Fifty percent were in favor of a freeway concept on 
new location. 

Mr. Elinsky, Mr. Krolak, and Mr. Pearce spoke in turn con- 
cerning the project and problems involving the AGEENA alignment 
and its Historic implications. 

The following speakers represented groups and political 
statements concerning constituency opinions. 

Senator Mathais' statement was read into the record and is 
available upon request. 

Richard Mappin representing the Allegany Economic Develop- 
ment Company of Cumberland recommends the AGEENA alignment. 

AFL-CIO representative Dominic Anfreno favors the AGEENA 
alignment.  r   "" 

Wm. Tate, head of Maryland Economic and Community Devel- 
opment favors the AGEENA alignment, along with the Approval 
Regulation Commission board members.  He said Maryland receives 
10 million dollars A.R.C. money each.year.  John Coyle, Pres- 
ident Allegany County Board of Commissioners is in favor of 
the AGEENA line. 

joe Freno, President Teamsters Union in the area, favors 
the AGEENA line. 

David Wagner, Transportation Advisor to Mayor Wm. D. Shaeffer, 
Baltimore City, also favors completed National Freeway. 
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David Seldon, Congressman Goodloe Byron's Legislative As- 
sistant in Washington County*supports the Administration's 
choice of alignment. 

Senator Cushwa, Represehtating parts of Allegany County 
and Washington Councy cited the benefits of the National Free- 
way and interstate highways in his district.  The Senator asked 
that all interested parties give maximum effort towaud a fea- 
sible settlement of the issues. 

Ms. Helen Hinkle, historian, said that AGEENA land cannot 
be used legally for a highway because it is 4f land. 

Mr. David Morris, Professional Planner, said AGEENA is 
the worst planning concept he has ever seen.  He said that the 
cross-town bridge problems have not been resolved by Highway 
officials.  He said the Cumberland viaduct is inferior.  He said 
a study was recommended by State officials in 1973; and to date, 
nothing has been studied, much less resolved.  He said the E.I.S. 
in 1973 is outdated and, therefore should be rewritten to meet 
1978 conditions and standards.  He said that in 1973 the majority 
of people wanted the BF2 alignment. 

State Senator Edward Mason, representing District 1, said he 
now takes no position because of the problem of getting off of 

r"* dead center.  The Senator made the point that a highway be built 
now to interstate standards.  He cited reasons as loss of funds, 
loss of life, time, etc.  He said that the Feds, may initiate 
an agricultural preservation policy that could further delay 
this project.  He said that we weaved around the city with the 
cross-town bridge because of a hotel declared historical and 
then razed that hotel later.  The Senator said that if we con- 
tinue to delay this project, the plans themsleves could be his- 
torical. 

Mr. Dave Austin, Assistant General, Traffic Manager, Spring- 
field Tire Company, wants the Freeway completed to economically 
compete with other industry in the East.  He advocated the AGEENA 
Route. 

Delegate Tom Cuminski, General Assembly, wants the project 
to get underway as quickly as possible.  He said all must com- 
promise the issues to meet these obligations. 

Gary Teeter, Flintstone, representing the Allegany Soil 
Conservation district Supervisors, said that in 1973 they recom- 
mended in a letter to Mr. Thompson that the Route 40 upgrading 
alignment be built and have not changed, their opinion at this time 

tf* 

r*- 
Mr. James Robinson, Allegany County Farm Bureau, speaking 

for Russell Myers, President, cites opposition to AGEENA Route 
.ind is opting for the AGEA Route'. 
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f^ Mr. Tim Dugan, County Planning Director for Garrett 
County panel, voted to build the AGEENA Line as quickly as 
possible. 

Mr..Harris LaPue representing the West Vaco Corporation 
urged the Council to make a decision quickly for the safety and 
economic factors involved for everyone, favors the AGEENA align- 
ment . r- 

Mr. McVey, County Agriculture Agent, and with the Maryland 
Cooperative Service; favors the upgrading of U/S. Route 40. 

Wallace Ullery, Councilman, speaking for the City Council 
of Cumberland, favors the AGEENA alignment. 

Ms. Harrison explained the procedures by which the Council 
will act upon after the meeting and assured the people that a 
decision regarding the issues will be forthcoming by the second 
week in September, 1978. 

Ms. Harrison closed the meeting at approximately 12:15 a.m. 
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Mr. Emil Elinsky 
Division Administrator 
F«:deral Highway Administration 
U S. Department of Transportation 
The Rotunda Suite 220 . 

* 711 West AOth Street * 
Baltimore, Maryland 21211 * 

Dear Mr. Elinsky: 

We ?re ^vriting to confirm the position of the Advisory Council on the 
proposed completion of Section I of the National Freeway, and to jut- 
line what appear to us to be necessary steps to complete the consult*tion 
p./ocess for this project as required by 36 CFR Part 800. 

On September 14, 1978, you and other representatives of the U.S. Department 
cf Transportation met in our Washington office vith me, Genercl Owen Talbot, 
Director, Maryland Historical Trust, and Ms. Nancy Miller, Acting State 

^ Historic Preservation Officer for Maryland.  At that time, the position of 
the Executive Director of the Council was stated:  that the Council staff 
concurred in your analysis, as found in your letter of September C, ":978, to 
Mr. M.S. Caltrider, that the proposed ACEEHA alignment would cause the 
Breakneck Road Historic District "adverse impacts vhich will be extremely 
difficult, if not impossible, to mitiRate".  Furthermore, in our judgment 
it would be possible to execute a Memorand-ia of Agreement on either of the 
bt'her Two alignments that have been considered:  the AUEA aligi ment of 
Upgrading the existing U.5. 40 to freeway standards, or the southern, BF-2 
'alignment,  flther alternatives not yet presented, including but not limited 
to the modification of the EF-2 alignment currently under consideration by 
the Maryland State Highway Administration, might also be acceptable as the 
basis for an agreement.  General Talbot and Ms. Miller said that of the 
alternatives presented they preferred the BF-2 alignment, or a modification 
thereof, as it would cause the fewest adverse effects on properties included 
in or that may be eligible for inclusion in the rational Register of Historic 
Places.  Therefore, it was concluded that the BF-2 alignment or its variation 
would be the basis for a Memorandum ot Agreement. 

If proceeding with a Memorandum of Agreement on the BF-2 or modified BF-2 
alignment is acceptable to you, additional information will be required. 
First, we understand that a survey has bet-'n performed throughout the 
highway corridor to identify historic properties that would be affected 
by either of these two alternatives.  These properties have not yet been 

., . / ,> . r. .-. <• . »•. .. r . r •• r '  "* 
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Mr. Emil Elinsky 
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determined eligible for inclusion in the National Register of Historic 
Places. As properties must be determined eligible before they can be 
the subject of a Memorandum of Agreement, the Federal Highway Administra- 
tion should seek eligibility determinations for all properties that appear 
to possess significance and that will be affected by the BF-2 alignments. 
Second, the staff of the Council and that of the Maryland SHPO will consult 
and provide you with information, either before or at the time of our next 
consultation meeting, as to the kinds of mitigation that might be appropriate 
for those properties that have been identified through the survey as potentially 
eligible for the Register and likely to ]?e affected by either BF-2 or modified 
BF-2. However, as you know, the responsibility for designing such mitigation 
lies with the project agency; it is our hope that the Council staff and the 
Maryland SHPO can provide you with guidance in accomplishing this task. At 
the time of the next meeting, then, we would hope to be able to begin dis- 
cussions of the specific terms for a Memorandum of Agrt-ement on this project. 

The next meeting is currently scheduled for October 5, 1978, in your offices 
in Baltimore. We look forward to working with you to reach a satisfactory 
resolution of the issues presented by this Section 106 case. 

Sincere/y yours, 

Myra/SP. Harrison 
Assistant Director 
Office of Review and 

Compliance 
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-vSUto U. S. DEPARTMENT OF TRANSPORTATION 
FEDERAL HICHWAY ADMINISTRATION 

REGION  THREE 
'Urn o* 

The Rotunda - Suite 220 
711 West 40th Street 

Baltimore, Maryland  21211 
November 3, 1977 

Mr. Terry Cederstrom 
Mid-Atlantic Region 
National Park Service 
143 South 3rd Street 
Philadelphia, Pennsylvania 

Dear Mr. Cederstrom: 

IN REPLY REFER TOs 

19106 

Project APD^155-1(42) 
National Freeway 
Section I  '•-' 
Section 4(f) Consultation 

This letter will confirm the recent telephone conservations between our 
offices concerning the meeting which we have scheduled for 10:30 AM on 
November 18, 1977, to discuss the Section 4(f) involvement with the 
studies for Section I of the National Freeway in Allegany County, Mary- 
land. As we indicated during our discussions, we believe that this 
meeting will provide the best opportunity to respond to the comments in 
your December 10, 1976 letter concerning the Section 4(f) Supplement, 
and we hope that this meeting can also resolve the complex issues rele- 
vant to Section 4(f) for this Section of the National Freeway. 

While the majority of the Section 4(f) issues will be concerned with 
historic sites and districts potentially affected by the alternatives, 
there could also be potential involvement with both the Green Ridge 
State Forest and Rocky Gap State Park. These Section 4(f) concerns were 
presented in the original Draft Environmental Impact Statement circulated 
in September 1973. It would, therefore, be appropriate for the Bureau of 
Outdoor Recreation to also participate in the discussions. We appreciate 
the arrangements you have made with Mr. Michael Gordon for his attendance 
at this meeting. 

As you suggested, we will also be in contact with Mr. Robert Zepp of the 
U.S. Fish and Wildlife Service in Annapolis to invite his participation 
in the meeting. 

We also expect representation from the office of the State Historic Pre- 
servation Officer, Mr. John Pearce, whose office has assisted with much 
of the historic inventory work and already been involved with coordina- 
tion both within the State and with the Advisory Council of Historic 
Preservation. 

-more- 
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As we indicated in our conversations, we will make the necessary 
arrangements for your transportation from the railroad station to our 
Division Office where the meeting will be held. We look forward to a 
cooperative and productive discussion which will lead to resolution of 
Section 4(-f) issues. If there are any questions concerning these 
arrangements, please contact our office. 

Sincerely yours, 

EELINSKY 
Emil Elinsky 
Division Administrator 
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STATE HIGHWAY ADMINISTRATION 

Summary of Meeting of November 18, 1977 
State Highway Administration-Federal Highway Administration 

United States Department of the Interior 

9^ 

The meeting was held in the F.H.W.A. Conference Room, Suite 
220,'The Rotunda, 711 West 40th Street, Baltimore, Maryland 
beginning at 10 o'clock a.m.  A list of attendees is attached. 

The purpose of this meeting was to disauss the comments in 
the letter of December 10, 1976 from the United States Department 
of the Interior, regarding the "Supplemental to the D.E.I.S. 
Section 4(f) - Involvement for Historical Sites - Section I 
National Freeway - East of Cumberland to M. V. Smith Road. 

The meeting was opened by Mr. Louis M. Papet, Assistant 
Administrator, F.H.W.A. who welcomed all participants and stressed 
the need to continue to advance this project toward Location 
Approval.  Mr. Camponeschi, Chief Bureau of Project Planning then 
presented a history of the project which started in 197 2.  High- 
lights of this history included the relationship of the study 
procedures to the Maryland Action Plan, the various agencies which 
made up the National Freeway Advisory Committee and the number of 
alignments studied.  The statement was also made that during the 
study we became aware of the development of two major factions. 
One of these factions favored protection of the total natural 
environment, and the other favored protection of the existing 
economic concerns and development of new areas for economic 
expansion.  A copy of the Rationale for selecting alignment AGEENA 
was then distributed. 

Mr. Richard S. Krolak, Chief of the Environmental Evaluation 
Section, Bureau of Project Planning, then distributed a Milestone 
Report showing a chronology of the "Delays" on Section One.  He 
then explained these "Delays" were due to requests for additional 
information from various agencies.  The major delay began in June 
1975 when it was determined that there was a number of potentially 
significant historical sites within the study area.  Due to lack 
of personnel within the Bureau of Project Planning or the Mary- 
land Historical Trust it became necessary to contract with the 
Maryland Historical Trust.  This contract provided for qualified 
historical personnel to conduct surveys on full time basis, inven- 
tory and determine the eligibility of the sites, and determine the 
boundaries of the potential Breakneck Road Historic District.  Mr. 
John Pearce, State Historic Preservation Officer, explained the 
terms of this contract, and also our relationship with the State 
Archeologist in doing preliminary archeological reconnaissance. 
This completed the briefing of the representatives of the Department 
of the Interior. 
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Pri- >r to our discussion on the comments received on the letter 
of December 10, 1976, the representative of the National Park Service 
made a statement clarifying their position.  He said there would be 
no verbal decision or formal evaluation made during an informal 
meeting.  The National Park Service, as lead bureau for the Department 
of the Interior, would provide "Technical Assistance as required by 
law", on written documentation only. 

Discussion of Comments 

1.  Archeology 

Mr. Krolak said that no significant sites had been 
discovered. After Location Approval, proper mitigation would , 
occur in the Design Phase.  National Park Service said they 
would need complete details involving who did the surveys, 
exact site locations and site significance for proper evalu- 
a.-ion by their personnel.  Mr. Krolak stated that :'i^ Staue 
/xcheologist, who performed the surveys was qualified to 
evaluate the sites and effects and had requested thr-.t deLai.'^d 
lo. format ion not be placed in the F.E.I.S.  Mr. Cedev^nrom 
-greed that full technical details are not needed in  F.^..."'" s, 
til: should be available for N.P.S. evaluation.  Mr, Kroiak 
stated that the technical report were always available -•- 
qualified reviewers. 

Mr. Papet, F.H.W.A., asked if a draft of the ^i.ial 
statement could be submitted to D.O.I, for review, prior 
to the normal submission to all agencies.  All repj.ese.a- 
"-.atives of D.O.I, agreed. 

;.  Historic Sites - Insufficient Detail 

Mr. Krolak stated that because of the history of the 
project the supplemental document was not intended to give 
detailed effects of each alternate on individual historic 
sites.  The intent of this document was to serve notice that 
we have identified the sites.  The F.E.I.S. and final 4(f) 
statement will address detailed effects, in regard to the 
recommended alignment. 

3. Historical Sketch of Area, Photos, Better Description 

of Affected Structures 

John Pearce stated a short description of the relation- 
ship of the district to Allegany County could be put in the 
F.E.I.S.  Better descriptions of properties, including struc- 
tures, and photographs are now available. 

4. Warriors Path 

Mr. Pearce explained th&tj Warrior's Path has not been 
located, but that it is known the Indians utilized a path 
the length of Warrior's Mountain.  The trail merits the 
attention of the National Register and he feels that all 
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alignments would involve a similar mitigable impact to the      tA 
path. 

5. Agea and Flinstone 

The 4(f) document contained a typographical error on 
Page 9.  It was pointed out to D.O.T. that shifting trite AGEA 
alignment in the vicinity of Flintstone would be "Highly 
infeasible". 

6. Discussion of Site #32 - B. M. Hinkle Hcfase 

We asked N.P.S. from which perspecitve we should 
evaluate effects:  From the new highway to a site or from 
a site to the new highway. 

After discussion it was agreed to by all parties, that 
\->. would describe the view from the historic site to the 
'•-.-hwav in the 4(f) statement. 

":••••! ' a.as Road" Historic District 

Mr. Krolak explained that the Williams Road dxs'.o-r'.o 
v . rict has been absorbed into the Breakneck Valley Hir-iorJo 
'. •:.; .Lot and will be addressed accordingly. 

,.: Li, 11.ed Proof of Feasible and Prudent Alternates 

h  draft 4(f) document provides discussion of seweiai 
Alternatives, not of a single proposed alignment. There- 
Core, prudent and feasible alternatives cannot be addressed 
uutii the  4(f) statement.  D.O.I, representatives acknowledged 
t.u.s rationale. 

'Statement Does Not Demonstrate Energetic Investigation of 

all Possible Planning to Minimize Harm" 

Same category as #8. A discussion of the difference in 
ensued.  N.P.S. says we must prove we investigated all methods 
to minimize harm in the D.E.I.S; F.E.I.S. is to late. Mr. 
Krolak pointed out that general concepts for all alternates 
are addressed in the draft, while more specific measures would 
be discussed in the final statement for the proposed alternate. 
Mr. Papet reminded D.O.I, representatives that they provide 
consultation, not approval. Mr. Krolak asked if the "Intrusion 
of an alignment should be addressed on an individual site or 
on a district basis. Mr. Cederstrom suggested both impacts 
be addressed; however, Ms. Wolfe expressed uncertainty about 
the proper application. Ms. Miller suggested we check the 
Environmental Documents on 1-85 in Fells Point, as to tech- 
nigues of description. 
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lQm D.O.I, is not satisfied and would like to review 
further documentation.  We will submit a Draft F.E.I.S. 
4(f) to N.P.S. for review and technical assistance prior 
to distribution of F.E.D.  N.P.S. will coordinate all 
comments (N.P.S., B.O.R., Fish and Wildlife).  This 
request should be submitted to the Regional Director, 
National Park Service. This action will satisfy NPS 
as their consultative role. 

^ 
tb 
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inueci Otates jj^pariMent or rrie interior 
OFFICE OF THE SECRETARY 

WASHINGTON, D.C.    20240 

In Reply Refer To: 
17619-460 
•fER-76/997) 

DPI M^OY- 

PEC 10 1976 

Dear Mi.-. Ellnsky: 

TMs ir.; in response to the Maryland DepartBiftnt of Transportation's 
request for otr review of and coraments on the draft Section 4(f) 
statement (Historic Sites) for the National Freeway, "Jlegheny 
County, Maryland. 

* 
Gince PO iaention is made in the statement concerning project impacts 
en the Sideling Hill and Belle Grove Wildlife Management Areas, we 
revterate our comment as stated in the Departmental letter, dated 
'?r:u;uy 4 , 1974, that these effects should be coordiuaced with the 

F. rish and Wildlife Service as well as the Marylard Department of 
i7-  L x Resources. Results of this coordination should be in.-.luced in 
_>.t ^indl environmental statement. 

L.-.'XC COMMENTS 

on . 
act KD s I 

i    . .1) :**:*• : 

if \r mnents below pertain to the adequacy of this document ic : 
1 r' s^a^ed purpose only, namely, impact of the National Kcv.eway upon 

' f .,vorj~c.'al sites. Tliis 4(f) Statement makes no metiov) '.f the. iiipa 
ir ;he National Freev/ay upon known or potential arche..  ical sites 
.••••.&.v^bly, archeoloi.-y is treated in anothe;: document. However, fhe 
4(.f; ^tavement does not reference this matter. If the project v?ere to 
-;.;• land from a significant archeological resource additional Section 
4ft') documentation would be required. 

\..c  ^resent Section 4(f) Statement for the National ?rc.e\'-v7 geir-rally 
ao-t'i-.ot give descriptions of historic structures sufficiently detailed 
to nllov one to judge whether the National Freeway alignmint;, would 
-istrcy or impair valuable properties. For example, f.he Old Wolford 
House (Site #17) is described as "a small two-story, white f rnv.-.  house 
.'circa Mid-lSOO's) with a covered front porch" (p. ."). With auch 

; e.ig«.r information on historic resources, it is difficult fct us 
.^.o fulfill our review responsibilities. 

TT* statement should be revised to contain a brief but informed 
historical sketch of the project area and adequate descriptions jf   —. 
affected structures in terms of historic or architectural importance. [5J 
It  vculd be very valuable to have at least one good photograph of 

-.h  of these structures. 

® 

•c 

% 
&' 
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Based on the information contained in this Section 4(f) Statement, 
and judging from the viewpoint of conservation of historic resources, 
ve rate, the three proposed alignments for the National Freeway in the 
:ollowing order: 

Alignment        Rating 

AGBF- Preferable 
AGEENA    *=-     Less Preferable 
AGEA Least Preferable 

There is no indication whether Site 057,  Warriors' Path (which is 
lifted on the National Register), has current recreational use 

^   (?. 7). If it does, a definite commitment to providing a pedestrian 
MO  route over or under the National Freeway would appear to be appropriate. 
^  Moreover, archeological supervision ought to be provided during 

excavaf.ion of the road in the vicinity of the Warriors' Path. 

.'..'.if. ^-9 should be marked on the two-page general area map. 

If •iiJgMieVc AGEA is chosen, the fact that "relocation of the proposed 
InJ tmt'ot to the north and south is highly feasible in the vicinity 

.>' mnistoue" (p. 9) ought to be considered carefully, provided that 
•M'\h  relocation does not impair or destroy other valuable historical 
"c:..ource£'. 

i vn- Jiccussion of Site ^32, the B. M. Hinkle House, should includf, 
(|| l da estlvnate of visual and aural effects of alignment AGEENA on that 

I p<r. Dttrt.y (p. 11) • 

The discussion of the proposed Williams Road historic district shoaid 
IK U.-.fe an estimate of the aural effect of alignment AGBF2 on that 

•.\\:at?X    (p. 17). ©1: 
When discussing specific historic structures, the statement general.'.y 

rs  i 'Jhcvs *hat rll feasible and prudent alternatives to a taking have 
&  I bee" thoroughly explored. However, detailed proof is lacking in the 

Ji •. roesione of sites #16, 15, 16, 17, 22, 29, and 59 and the Historic 
Districts of Flintstone, Breakneck Road, and Williams Road. 

la \>o  case does the Statement demonstrate energetic investigation of 
I'^ll possible planning to minimize harm." In the discussion of gMfr 

historic structure, such planning is offered only tentatively as a 
•possibility" A firn> commitment to specific tnitiBating devices and 
str. tegies should be presented. 
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STO-iMARY COPffiNTS 

Tha statement does not contain sufficient information to enable 
fulfilltr.'iat of our consultative role under Section 4(f). We cannot 
co.icur at this time that all feasible and prudent alternatives 
to avoid fcignifleant historic siteo havo been considered or that all 
possible planning to minimizfi harm has been undertaken. We request 
the oppo) tunity to review further documentation ".s indicated above 
concerning description of cultural resources, exhaustion of prudent 
«>i.j fPAB-ftfle alternatives to avoid*6(f) land and mitigating measures 
so that we f.an ronm^qte our consultative requirements. Please contact 
the Regional Director, National Park Service, 143 South Third Street. 
Philadelphia, Pennsyj.vanta 19106, telephone 215-^97-7013, who can 
provide technical assistance in this matter. 

Sincerely yours, 

(Sgd) Stanley D. Doreuass 

Deput.T Asalstaut  Secretary of the Interior 

• 

Mr.  Eni.l ElJisky 
jl-'.slo^ Administrator 
Federal t'.ighw.i/ Administration 
The Koti^tda,  Suite 220 
7.1». 'Test ^Oth Street 
Ba.TMtyjre, Maryland    21211 

•'ic:    Mr. Harry R. Hughes 
dryland DOT 
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RESPONSES: 

1. No significant archeological sites have been discovered. 
The technical report is available at the State Highway 
Administration, to qualified reviewers.  Copies were 
sent to NPS on 5/16/77. 

2. Sites are indicated in the Historic Resources and 4(f) 
Section of this document. 

3. See the 4(f) Section of the document. 

4. Section 4(f) contains a discussion of Warriors Path. 

5. Alternate AGEA would have required 12 acres from the 
Flintstone Historic District.  This alternate was 
dropped because of natural environmental and 
socio-economic concerns.  See the "Other Alternates" 
section and the 4(f) section of this document. 

6. See the Historic Impact and 4(f) Sections for a 
discussion of the B.M. Hinkle site. 

7. Williams Road historic district is discussed in Section 
4(f) as part of the Breakneck Valley Historic District. 

8. See the Section 4(f) Statement 

See above comment. 
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