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Transportation networks influence patterns of land use and development. Likewise, location and types of land uses can have a profound effect on the adequacy and efficiency of roadway infrastructure and traffic patterns. of transportation networks.   In Springfield, the first major road through Town was the Crown Point Military Road, which extended from Charlestown, NH to Crown Point, NY.  As the town moved to the Black River for power to drive industry, Later, roads and railroad spur were located in the flat Black Riverriver  valley to serve the industrial development. due to the topography of the surrounding hills and the use of waterways for powering early industry.


The roadway network in Springfield is largely the same as it was 100 years ago. A few local roads have disappeared, several have been improved and paved, but the pattern remains very similar.  Three major transportation developments influenced the modes of transportation in town.  In 1868, Springfield interests businesses contributed time and labor to cut through a hill and build a railroad to reach Sullivan County, NH.  at a point closer to the Cheshire Bridge than Charlestown.  This point became known as “Springfield Station” — on what is now Mineral Street — and thereafter became the destination to which most Springfield freight was delivered.  The railway and its tracks have long since been removed. The Bike and Recreation Trail (BART), Toonerville Trail, bike and pedestrian path, a bike and pedestrian trail, is located on a portion of the rail bed. The second major addition to the Springfield transportation network was Hartness State Airport, constructed in the early 1920s; it was served by commercial airlines and was an important addition for the machine tool industry that was for many decades the center of Springfield’s economy. While today this airport is little used for commercial air transportation has dwindled at Hartness, it is an important transportation asset for shipping people and products for the burgeoning industries primarily located in the movement of personnel and shipment of manufactured products for industry located in the North Springfield Industrial Park. The third addition to the transportation infrastructure, and the most important in terms of its impact on the current land use and economy was the development of Interstate 91 and the Exit 7 interchange in 1965. 

Though the location of the interstate in relation to the current primary location of industry in Springfield requires heavy truck traffic through town to North Springfield, this traffic intensity The location of the interstate in relation to industrial areas impacts the number of trucks and heavy vehicles using Route 11 through the center of town. However, the current amount of such traffic is but a shadow of the truck and commuter traffic generated by the machine tool industry in its day.   

The highway and road system serves Springfield, its residents, business owners and industries as best it can, having been set out in simpler times when more people walked and motor vehicles were smaller. This is the transportation Springfield must, for the most part, live with. The topography, widths of rights-of-way, and lack of unlimited finances inhibits addressing the shortcomings of the transportation network. There are not enough financial resources or wide enough rights-of-way to address all the shortcomings. There are some traffic delays and some circulation congestion because of the narrow Black River Valley, in which the system is located. the location of Route 11, some intersection misalignment, and narrow and varying road widths. Fertile minds constantly look at these restrictions and search for solutions to get us out of this tight box, and one day there will be a solution. For now we fix things on at a time. When the time is right, money is available and private property rights are not unduly infringed, some of these should be addressed.     


This chapter examines the existing transportation infrastructure in Springfield and discusses possible solutions to transportation problems. In spite of the constraints of topography, there are some solutions to circulation issues. In congested areas, the principles of access management may be used to increase mobility, safety, and access for pedestrians, bicyclists, and motorists. Access management allows proper and economically sound development of land use along these corridors, while maintaining the functional capacity and efficiency of the abutting highways.  When affordable and practicable, alternative forms of transportation, and, the facilities to accommodate and make them possible can relieve congestion. 


Public Works Facility
The Springfield Public Works Department operates out of a facility located on Fairgrounds Road.  An architect is being hired in 2016 to evaluate the existing facility and explore improvement or relocation options.  

Roads and Bridges
The Town of Springfield maintains 123.55 miles of Class I, II and III town roads and owns an additional 5.051.8 miles of Class IV roads and 4.7 miles of Trails that are not maintained.  US Routes 5, and VT Routes 11, 10, and 106, and I-91 are State-maintained Roads (see Map 1), which serve the Town of Springfield.  Class I Town Highway portions of state highways within the urban compact lines are municipally maintained.



	
Route 143 is a Class II Town Highway. As part of the “Correctional Facility Agreement” with the State, Route 143 was reconstructed in 2009. 

Road Condition Assessment  
The Public Works Department maintains databases with of road and bridge conditions, and schedules maintenance based on that datainformation as the budget allows. Of the 123.55 miles of Town maintained road, 85.39 miles have a condition rating of 71 (out of a possible 100) points or better. The Public Works Department last surveyed the Town roads in 1998, and since that time have repaved, rebuilt or added gravel to approximately 44.72 miles of road (27.11 miles rebuilt and repaved, including state aided paving, 17.39 miles gravel added). After this work these sections of the Town roads are rated 80 points or better. The Town is in the process of adopting and RSMS program to use as a tool for future road program funding.A roadway condition assessment was completed in 2015, indicating that about 39 percent of the town-maintained roads are in good to very good condition.  It is most cost-effective to prioritize keeping those good roads in good condition.  The assessment found that about 22 percent of the roads need preventative maintenance, such as crack sealing, shim and overlay treatments.  The remainder, about 39%, of the roads need more substantial work.






Priority roadway needs are summarized at the end of the chapter.  In 2016, the paving budget was increased from approximately $400,000 to $700,000 a year.  This has allowed the Public Works Department to make improvements to a larger network of roads.  Maintaining this increased level of funding and taking advantage of Class 2 Roadway grants and other funding opportunities is the only way to continue to address the roadway maintenance needs.

Bridge ConditionDrainage Structures
There are 41 Town bridges, with a span of less than 20 feet in length, or culverts exceeding 36 inches in diameter; and 17 Town bridges with a span exceeding 20 feet. In addition, there are two state maintained bridges of less than 20 feet and 6 state bridges exceeding 20 feet.  Within the last 10 years, improvements to the following bridges has been completed: the historic Paddock Road Bridge, Community Center Bridge on Main Street in Downtown Springfield, and the Harry Hill’s Bridge on Main Street in North Springfield.  Priority bridge needs are listed at the end of this Chapter.

The Town also maintains an extensive network of stormwater infrastructure, drainage ditches, and culverts.  In 2016-17 the Public Works Department is assessing retaining walls and updating the bridge and culvert inventory.  Priority needs for larger projects are summarized at the end of this chapter.  In addition, routine maintenance is required to keep these structures in good condition.  

The Criteria for Evaluating Bridge Sufficiency are as follows:
	
Criteria
	
Total possible points
	
Description

	
Structural Adequacy and Safety
	
55 points
	
Condition of the superstructure, substructure or culvert to support traffic.

	
Serviceability and Functional Obsolescence
	
30 points 
	
Evaluates other maintenance and performance issues, the volume of traffic that the bridge serves, and the ability of the bridge to accommodate current traffic demands.

	
Essentiality for Public Use
	
15 points
	
Evaluates the impact of retiring the bridge in terms of traffic volume and length of the consequent detour.


A Municipal Roads General Permit will soon be required for the roadway network in accordance with the recently adopted Vermont Clean Water Act.  As such, the Town will need to update the existing inventories and identify additional projects to improve water quality within the next few years.  A few funding programs exist to help pay for these improvements, such as the Better Roads Program and Ecosystem Restoration Program.
The State categorizes the bridges, based on the above criteria, with the following categories for structural condition ratings:

Points	Category
0-50		Poor: Eligible for replacement
50-80	Fair: Eligible for rehabilitation
80-100	Good.

The town bridges are on average in the “Fair” category, with most of them in the 60 to 90 point range. Since 1998 eight bridges have been reconditioned. There are ten remaining bridges in the low “Fair to Poor” category. 

The Paddock Bridge is an historical Town-owned bridge. Because of its “historical” designation, there is 100% non-Town funding to rehabilitate this bridge. The bridge was completely restored, the roadway paved and striped, all completed in the spring of 2010. 

Two state-assisted, on-system bridges are the McDonald’s Bridge and the Community Center Bridge, both on Route 11. The Community Center Bridge has been completely reconditioned, with the work completed in the spring of 2010.  The McDonald’s Bridge is in the State Capital Budget for reconditioning potentially within the next five to seven years.  

Improvements to Harry Hill’s (Bridge 57) bridge in North Springfield have been completed. The small bridge (Bridge 56 Main St N Springfield) west of Fairbanks Rd. is posted and needs rehabilitation for weights above five tons. No work has been scheduled for this bridge. 

Intersection Traffic Congestion
Peak morning and afternoon traffic congestion and conflict of movement occur downtown and at three signalized intersections: 
1) 	Main/Park/Summer Hill: Main Street exhibits about 10,000 vehicle trips a day on average.  That traffic volume, combined with the narrowness of Summer Hill and Park Streets and on-street parking, cause congestion at this signal. However, the new signals and accompanying computer controls have greatly alleviated the congestion and time delays at this intersection.  in the downtown, 
2) 	at Main/Clinton/ and South Streets:, and This  intersection has a confusing set of islands, and an abrupt change in direction for main traffic flow. It has been on the High Crash List in recent years.  The traffic signal was removed a few years ago.  It is being evaluated in 2016-17 as part of the Strong Communities, Better Connections Main Street corridor project.
3) 	VT Routes 11 and 106 by the in the area of the Springfield Plaza: at both the Plaza signal and at the intersection of Routes 11 and 106. This intersection has been on the High Crash List off and on for a number of years.  The irregular configuration and number of turning movements, combined with the traffic volumes at this intersection contribute to the problem.
4)	Main Street/Valley Street: This intersection is also a safety concern.  There are a number of accidents reported in and around this intersection on VTrans’ crash database.  The irregular configuration of the adjacent Main Street/Elm Hill Street intersection may also influence crashes in this area.

If an incident occurs within the area of congestion during peak traffic hours anywhere along Main Street, River Street and the Old Chester Road, response by fire, ambulance or police personnel is extremely difficult, as there are very few alternative routes or a bypass around the congestion, if any at all.


Scenic Roads
The Connecticut River Scenic Byway corridor includes roads on both sides of the Connecticut River from Massachusetts to northern Vermont and New Hampshire.  In Springfield, the designated Byway includes US Route 5 on the eastern side of town and VT Route 11 from the Exit 7 Interchange to the downtown.  There are currently no state scenic highways nor town scenic roads designated within Springfield.
Main/Park/Summer Hill
The narrowness of Summer Hill and Park Streets and the westbound Main Street at this intersection, as well as on-street parking on Main Street in both directions, cause congestion at this signal. The location of the State Office Building on nearby Mineral Street adds to the traffic count and conflicting turning movements at this intersection. However, the new signals and accompanying computer controls have greatly alleviated the congestion and time delays at this intersection. 

The narrowness and on-street parking make improvements, in addition to the signal system, difficult to implement.  Parking is at a premium in the downtown area.  If the on-street parking were eliminated on Main Street for a short distance on both approaches to the intersection, the added width could be used for dedicated right turn lanes for Main Street traffic onto Park and Summer Hill Streets. This could relieve some of the back up on Main Street in both directions. 


Clinton Street/South Street/Mineral Street

The Clinton Street/South Street/Mineral Street intersection has a confusing set of islands, and an abrupt change in direction for main traffic flow. A “roundabout” solution has been suggested, however, the State of VT has control over this intersection and any solution rests with them.  

Springfield Plaza
The location of the Springfield Plaza, McDonald’s intersection, and the number of turning movements in and out of these locations, lack of a dedicated right-turn lane into the plaza from Route 11 eastbound, and the alignment of the Route 11 and Route 106 create congestion. Should major reconstruction take place at this site, realignment or reconfiguration of Route 106 southbound as it approaches this intersection may relieve some of the congestion here. In the past few years the signals have been updated with a better computer program that has improved the traffic flow at this intersection. 


The town would greatly benefit from collecting information on traffic counts along local roads, turning movements at the main intersections, and parking usage at the municipal lots.  Presently, data on traffic volume on municipal roads or the usage of municipal parking areas is not available.  It is important to know if and how any of these are changing, to identify areas needing improvements, and to plan the implementation of improvements according to a needs priority.

Exit 7 Interstate Interchange
The Exit 7 Interchange serves several purposes. It is the gateway to the town for commuters, tourists, goods transportersshippers, and those who are traveling through town to other destinations. The interchange area also serves travelers on Interstate 91 who need to stop for fuel, lodging, and food. Although some services for those traveling on the Interstate are desirable, commercial activities located at the interchange should complement rather than compete with those located in the downtown. Particular attention should be paid to retaining the present natural and scenic characteristics of the interchange area, and traffic should continue to move efficiently to take people from the Interstate to the downtown.


As employment centers in the Upper Valley continue to expand, more and more commuters are expected to drive from locations to the north and south of the Hanover/Lebanon areas. The temporary Park & Ride facility is well used and should be improved and made permanent. 
Park and Ride 
Park-and-ride lots are effective in reducing single-occupant vehicle use when they are located along routes that are heavily used by commuters and served by local and inter-community public transit providers.  Many Springfield residents commute to jobs in the Upper Valley.  The Exit 7 Park and Ride facility is well used by commuters, who may park and take the bus or share a ride with another driver(s) to work.  The Park and Ride lot is also used by people accessing the Toonerville Trail multi-use path.  

Improvements to the state-owned Exit 7 Park & Ride facility were completed recently, including lighting and improved bus circulation.  Twelve electrical vehicle charging hook ups are available at this site, in addition to the 2 charging stations located next to the Town Hall.  

Parking 
Town-owned parking facilities consist of on-street parking, where allowed, and municipal parking lots, including at the Town Hall, Factory Street and Valley Street.  Public parking is also available in the People’s Bank parking lot through a lease with the bank.  Changes were made to public parking spaces a few years ago to optimize the availability of parking for commerce downtown.  A Parking Enforcement Officer enforces parking in and around the downtown.  Other parking in Springfield is generally available through private, on-site parking.  The Zoning Ordinance regulates parking for new developments.  The 2015 Downtown Master Plan identifies a number of parking improvements for downtown Springfield. 

The BART bike and pedestrian path crosses under the Interstate. Any development activities that take place in the area should ensure the safety of bicyclists and pedestrians using this path. In order to address the issues of concern around the Exit 7 Interchange, the town could consider the following: 1) assure compliance with the Town’s access management program to control curb cuts; and 2) support a permanent Park & Ride lot.

Downtown
While the number of parking spaces in the downtown may be adequate for the needs of local businesses, on-street parking on Main Street is at a premium. There are two factors that cause the parking crunch: inadequate signage directing drivers to nearby parking, and owners and employees parking in spaces that were planned for or should be left available (e.g., on-street parking) for their customers and patrons.

There is a need for clear and visible directional signs and better line markings for the parking lots across the Park Street Bridge. There is also a need to designate certain areas for employee parking for both downtown businesses and the State office building, and others for short-term parking for customers of Main Street businesses. The State employee parking lot that lies between Mineral Street and the river is underutilized.  Likewise, the parking lot behind the Bank Building is underutilized and, provided arrangements could be made with the owner of that building, could accommodate downtown business owners, employees and their customers. State employees often use the lot on the westerly end of the Park Street Bridge, whereas it would be an ideal location for short-term overflow parking for customers of Main Street businesses.

The Parking Enforcement Officer is enforcing the two-hour parking limit for on-street and some Municipal lot parking. His efforts have reduced the use of Municipal lot parking spaces by unauthorized users, including State employees and downtown tenants. Many of the latter have not leased spaces for their vehicles. This enforcement, along with a cooperative effort of owners and employees to park in the proper off-street lots, will continue to assist in keeping the street parking available for customers and patrons.  However, the “cooperative effort” lacks unanimity among those owning businesses and/or employees of such businesses in the downtown. 100% cooperation is needed to make the effort work. It does no good for one owner to leave the on-street parking for his customers, if the owner or employee of a neighboring business parks in front of his store.  A master plan was developed in 2015 for downtown Springfield.  It includes a number of recommendations to help revitalize the downtown, improve the transportation network and enhance the streetscape.  The 2015 Springfield Downtown Master Plan is adopted by reference as part of this Town Plan.

In 2016-17, a number of those recommendations are being further evaluated in a Streetscape Master Plan being developed for the Town by Greenman-Pedersen, Inc., an effort that is funded by a Strong Communities, Better Connections grant from the State.  This project is developing conceptual improvements to the Main Street corridor, including a Riverwalk, parking improvements, wayfinding signage, intersection improvements, and improvements to the streetscape, including trees, pedestrian crosswalks, access to and views of the river.

Traffic Flow and Emergency Response
Traffic flow through downtown is congested during peak hours. Factors, which have an impact on westbound traffic, are: on-street parking and traffic signalization at the Main Street/Park Street/Summer Street intersection. Factors impacting the flow of eastbound traffic entering downtown from the head of the Square are: no left turn lane for the movement to Elm Street and Valley Street and on-street parking.  Of these factors  a.) The new signals and computer system at the Main, Park, Summer Sts. Signal have made the problem dramatically less severe, and b.) Installing right turns lanes on Main St. both the westbound and eastbound at this signal would reduce the congestions, but would further reduce parking for the downtown businesses.

If an incident occurs within the area of congestion during peak traffic hours anywhere along Main Street, River Street and the Old Chester Road, response by fire, ambulance or police personnel is extremely difficult, as there are very few alternative routes or a bypass around the congestion, if any at all.

Ski Traffic and Commerce
While congestion is a problem in downtown Springfield during the week, at other times businesses in the downtown would like to see more traffic travel through town. Much of the ski traffic to and from Okemo Mountain and Killington bypasses Springfield, using Route 103 through Chester and Rockingham instead of Route 11 through Springfield. Signage on I-91 giving motorist the information that Okemo can be accessed from Exit 7 and signage at Gassetts, emphasizing that I-91 can be reached by a left turn onto Route 10 might bring more skiers through Springfield. Additionally, after Ludlow, there is little opportunity for inbound skiers to grocery shop and for outbound skiers to stop and eat on the way home. There are businesses and services unique to Springfield and not available in Chester or Ludlow. By routing traffic through Springfield, all businesses are exposed to more persons, who may return during their visits to Okemo or Killington to shop in Springfield.

Signage
Traffic flow and congestion, traffic safety, touring motorists, truck delivery services, and businesses on the Routes 11, 106 and in the downtown, and emergency services could all benefit from better signage in the Town.  Street and Highway names and numbers, lane directional arrows, directions to I-91, State Building, Town Offices, Police, Fire, Emergency Rooms, Schools, Community Recreational Centers and Parks, to name a few, could be more obvious and placed more conveniently to give motorists earlier notice and clearer directions to these facilities.

E-911

Enhanced 911 or E911 is a system that selectively routes 911 calls to Public Safety Answering Points (PSAPs) based on a locatable address assigned to a phone number. Using the address provided by the Enhanced 911 Database, the call takers map display is also populated with the mapped location of the caller.

When a 911 call is made from a landline phone, call – takers are automatically provided with the caller’s phone number, address, and the designated emergency service providers (police, fire & EMS) for the caller’s location. When a 911 call is made from a wireless phone, call – takers are provided with the caller’s phone number, the address of the tower that processed the call, as well as the latitude/longitude coordinates of the caller, which coordinates, depending on the instrument being used by the caller, may not be exact.

The Enhanced 911 System reduces the response time in an emergency due to the factors listed below:
· Location Base Calling – As mentioned above, calls are routed to each spell that PSAP based on the location of the caller. Call – takers are also provided with data identifying the emergency response location as well as the appropriate emergency service responders to contact.
· Distance Based Addressing – As detailed in Vermont’s E911 Addressing Standards, E911 addressing is distance based. The address number assigned to a structure will tell emergency service providers approximately how far along a road they need to travel to reach the scene. For example, if a municipality uses the standard 5.28 feet increment the Fire Department will know that a call for a structure fire at 730 Birch Street is located approximately three – quarters of a mile down the road.

Today the E911 system in Springfield exists, and the attributes of “Location Based Calling” are present in the system. Though nE-911umbered addresses are now assigned to all locations., the numbering does not comply with E911 standards. “Distance Based Addressing” is not a part of the Springfield system. In addition there is duplication of street names causing confusion for emergency response personnel. When the proper street is found, because the numbering is not distance based, when looking for the location of an emergency, EMS, Fire and Police do not find the location where it should be. Adding to this problem, and resultant delay in emergency response, is the lack of posted numbers on buildings. If that were not enough confusion, when numbers are posted and visible, the numbers on one side of the street do not correspond to those on the other side, or the numbers are completely out of sequence. This is difficult enough for Springfield EMS, FD and PD, but frequently leaves mutual aid EMS and Fire and out-of-town Police Officers at a loss to find the location of the emergency to which they are responding. The result is troubling and could be life threatening, if not fatal.

The addressing system for Springfield needs to be brought up to E911 state-wide standards. This means removing name confusion by eliminating Streets with same names (e.g. Elm Street, School Street, Main Street in both Springfield and north Springfield) and eliminating “Road,” Street,” “Drive,” “Terrace,” “Place,” or “Court” with the same name (e.g. Cutler Drive and Cutler Street). Once the name confusion is removed, renumber building locations on all streets using the proper numbering by distance standard, and requiring each building have its one number and the apartments or condominiums in the building be separately designate as “Apt.” or “Unit”. 

But accomplishing the above throughout the town, though very helpful for EMS, FD and PD, it is futile if addresses are not posted. Requiring the posting of addresses is necessary and vital. Using a uniform design, which meets E911 standards, for the numbers, as we do with street names, and to the extent possible uniform placement position on the parcel would be ideal, taking all the guess work out of finding a number on a location. 

This latter can be accomplished by a service provided by the Town or by farming out the work of erecting the address devices to nonprofits as a fundraising project. Uniform addressing device could be designed and produced at a VT State prison shop, perhaps.  

 E-911 addresses are intended to allow emergency services to find the place to which they are being summoned, i.e., the place where the emergency exists. E-911 numbers are mandated so that the resident or business owner in peril can be found. These numbers should be 1.) Actually posted, and 2.) Clearly and prominently located on all parcels, rural and downtown, to allow efficient and timely response for emergency services.

Scenic Roads
Route 5 on the eastern side of town and Route 11 from the Exit 7 Interchange to the downtown have been designated scenic byways as a result of the Connecticut River Scenic Byway feasibility study that was completed in 1997.  The Connecticut River Scenic Byway corridor includes roads on both sides of the Connecticut River from Massachusetts to northern Vermont and New Hampshire. State designation of scenic byways allows town’s access to funds for protection and enhancement of resources along the named roads. 

Alternative Forms of Transportation
Public Transit
Connecticut River TransitThe Current, operated by Southeast Vermont Transit, serves the Town of Springfield with in-town services and connecting service to Chester, Bellows Falls, Ludlow, Okemo Mountain, as well as Lebanon, Dartmouth College and Dartmouth Hitchcock Medical Center. 

Connecticut River TransitThe Current also provides van transportation service to the elderly and persons with disabilitiesled for medical appointments, shopping, personal trips, and adult day program and to the Senior Center.  RThe riders can arrange for this Dial-a-Ride service by calling 24 48 hours ahead of time to make the arrangements.


Park and Ride 
Park-and-ride lots are effective in reducing single-occupant vehicle use when they are located along routes that are used by the majority of commuters in a given area, and combined with stops by the local and inter-community public transit providers.  The 1995 Regional Transportation Plan used 1990 Census data to evaluate the commuting patterns in the Region. According to the study ride-sharing and the use of park-and-ride lots is most likely to be utilized when commuters are traveling longer distances and the potential financial savings are greater.  Therefore, external commuting patterns (those trips with destinations outside the Region) were given the greatest weight in determining locations for effective park-and-ride facilities.

Springfield is one of three towns in the Region, which are major sources of persons commuting out of the area for work in, most commonly, Claremont, NH; Lebanon, NH; Rockingham, VT; Hanover, NH; Woodstock, VT; Hartford, VT; and Rutland, VT.

The temporary Park & Ride facility on state land at Route 11 and Missing Link Road serves is well used by commuters. This facility should be paved, properly lit and made permanent. 

Bike and Pedestrian Facilities 	
Springfield has an extensive network of existing or planned facilities for walking and bicycling. There are about 22 linear miles of sidewalk, mostly within downtown Springfield and the village of North Springfield and in the surrounding neighborhoods.  Nearly half of that network is in excellent to good condition, but the remainder needs work to improve the condition or to bring them into compliance with the Americans with Disabilities Act (ADA) Accessibility Guidelines.  The cost to upgrade sidewalks is high; costs often range between $99 and $239 a linear foot of sidewalk.  Due to the high costs, the town will focus sidewalk improvements in the areas surrounding the schools and downtown.  Within the last five years the Town has improved sidewalks along Main Street, Valley Street and Union Street, and developed a scoping study of sidewalks in the Elm Hill School area.  In 2016, final designs are being prepared to complete sidewalk improvements along South Street.  In 2017, the Town also plans to make sidewalk improvements along the remainder of Union Street.  Due to maintenance/upgrade costs, the Town may consider abandoning sections of sidewalk that are in very poor condition and where utilization is extremely low.
   
The BART Toonerville Trailbike and pedestrian facility, a multi-use path, which parallels VT Route 11/Clinton Street runs from the Connecticut River to the trailhead located between the Jones Center and Grappone/Nortrax buildingproperty.  It is the first phase of a much larger planned bicycle facility.  Concepts call for the multi-use facility to eventually reach North Springfield.

In 2016, aon Clinton Street, was meant to be the first of three stages of a bike and pedestrian way through the Town of Springfield. Provided some river buffer and floodplain issues can be resolved and funding found, this path would be extended westerly to Bridge Street near the recreation center.  path extension is being designed to connect to Bridge Street and the Edgar May Recreation Center.  It is a complicated project as it is coordinated with the ongoing brownfield cleanup work at the Jones and Lamson site.  However, permitting issues are being addressed through the BERA process, which is ongoing in 2016.  In September 2016 the Town was awarded funding through the Bicycle and Pedestrian Program (VTrans) for the design and construction of this path extension.  Plans had called for the bike path to eventually reach North Springfield, in order to provide a non-motorized vehicular access from the Connecticut River to North Springfield.



A scoping study for a multi-use path in the northern part of Springfield was completed in 2015.  The path would connect Riverside Middle School to the village of North Springfield and continue with a connection to the Spring-Weather Recreation Area.  The path was estimated to cost a couple million dollars to design and construct, so grants to pay for it in a phased approach will be necessary.Pedestrian access to most of Springfield via sidewalks is excellent, but the condition of concrete and paved sidewalks is not universally good. As village streets are improved and/or rebuilt, sidewalk retention and maintenance has been and should be a priority. 


Rail Service	
The convenience and efficiency brought to the trucking community by the construction of I-91 ended the need for rail transportation for the movement of most goods. Though rail service is no longer available in Springfield, the New England Railroad (NER) maintains freight lines across the Connecticut River in Charlestown, NH. Amtrak service is available in Bellows Falls and Windsor, VT. Green Mountain Railroad freight service, which runs between Bellows Falls and Rutland, VT along the VT Route 103 corridor, is available at its terminus and in Bellows Falls where it interfaces with NER,  in Bellows Falls, and could be accessed in Chester and Gassets, VT, as well. 

Air Service
Numerous commercial and general aviation airports currently serve the Region. All but one airport is located outside of this Region. The large commercial airports are located in Manchester, NH; Hartford, CT; Boston, MA; and Burlington, VT. These airports provide service for domestic and international flights. In addition, Lebanon Municipal Airport and Rutland State Airport provide general aviation and limited commuter service within New England and the Northeast. For general aviation, the Region is served by Hartness State Airport in Springfield and Claremont Airport in Claremont, NH.  See Table 7.1 below for a summary of these airports.


Table 7.1 – Regional Airport Summary



Hartness Airport
Hartness State Airport, Springfield, VT, is the oldest in Vermont. Facilities at Hartness are among the best in Vermont.  Built in the 1920s, Hartness was host to Charles A. Lindbergh shortly after his Trans-Atlantic Flight in 1927.  Hartness is the home of the first Vermont Civil Air Patrol Squadron, founded in 1941. , andHartness once had regularly scheduled airline service.  The airport’s primary runway, Runway 5/23, at 5,498 feet, is, after Burlington International, the second longest runway in the state. Hartness is served by a crosswind runway, Runway 11/19 of 3000 feet. The airport accommodates corporate jets. 

Federal Aviation Administration (FAA) funding generally pays for 90 percent of aviation projects. Vermont state policy is to use State funds to match FAA grants at state airports. FAA funding is provided through user taxes, which are saved in a trust fund (VTrans, 2007). 

At Hartness, Crown Point Aviation providesa fixed based operator (FBO) provides services, including aircraft maintenance, storage, fuel, charters, and flight instruction. It is one of only a few businesses offering flying lessons and aircraft rentals in the State. Hartness is a center for glider activity, with Celtic Air providing powered tows for gliders (VTrans, 2003). Soaring clubs operate at the airport all summer, and host an annual soaring competition. The airport supports medical emergency flights (both helicopter and fixed wing), on-call organ transplant flights, state police drug enforcement operations, Springfield Police operations, Air National Guard helicopter operations, and search and rescue operation of the Civil Air Patrol and state police. In 2003 VTrans completed an analysis of the economic impact of airports and published the Economic Impact of Vermont’s Public-Use Airports. According to that study, Hartness is estimated to have over $1.2 million in economic impact in terms of business sales and public sector expenditures. Several local businesses, including Hancor and area machine tool parts companies, use the airport for company business. It is also used by Vermont Fish and Game Department, State Police, National Guard, Civil Air patrol (CAP) and by local hospitals for medical helicopter refueling. According to the study, the airport is also used for private aircraft services by a number of second homeowners. The airport is also used for tourist related activities.

VTrans, Maintenance and Aviation Division has a Capital Improvement Program, which has provided more than $3 Million at Hartness for, among other improvements, the refurbishing of the runways, providing pads for the construction of more private hangars and card-lock fuel available 24 hours a day. The Aviation Division has in excess of $3.08 Million of capital improvements under consideration for Hartness over the next 5 years. State and federal funding, a 05/95 match, is prioritized among the ten airports based on points awarded for meeting various criteria. One of the criteria is an Airport Overlay zoning district, which Springfield adopted a few years ago, regulating the designated zone to protect the airport from outside interference.  

There are approximately 30 mostly small, single-engine and a few twin-engine aircraft based at the Hartness Airport.  Several local businesses have customers or suppliers that use general aviation and Hartness to reach them on a regular basis, especially for precision-machined parts to keep out-of-state assembly lines supplied. Those knowledgeable of the airport operations state that as much as 50% of the annual flight operations are business related. Many second homeowners regularly use the airport for traveling between their primary residence and vacation spot or secondary home in Vermont. 

Access Management
Highways perform the dual function of enabling mobility for regional public transit, truck and automobile traffic, and providing access to adjacent land uses. As traffic volumes grow and adjoining land is developed, there is a natural conflict between these two transportation objectives. 

The goal of access management is to continue or generate a safe and efficient flow of traffic along a roadway while preserving reasonable access, and therefore land use, to abutting properties.  Achieving this goal requires a careful balancing actbalance in the application of access design standards and regulations.

The need for better access management is most obvious in strip commercial areas. If there are too many driveways, drivers can be confused about the turning movements into and out of the many access points. Where there are no turn lanes, each turning vehicle slows traffic and reduces the carrying capacity of the road.  By managing access to the highway system during project planning stages, safe access can be provided while preserving traffic flow. 

Unfortunately, once an access management problem is obvious, it is often too late to correct.
Access management can benefit properties in all communities and along all types of roads.  Its principles have been a part of roadway design for many years. Freeways function to move large volumes of traffic at high speeds for long distances because access is limited.  In contrast, residential streets function primarily to provide access to homes and low speeds. The key to effective access management is linking appropriate access design to roadway function. Successful access management protects and enhances property values and potential land use, while preserving the public investment in our roads. 

Access management is a cooperative effort on the part of local zoning and planning agencies and VTrans, which has defined the process and set forth guidelines in its “Access Management Program Guidelines” July 1, 1999, Revised: July 17, 2000, July 1, 1999, November 15, 2001 and July 22, 2005.  The document can be found at: 
http://www.aot.state.vt.us/vam/Documents/AccManProgGuidelinesRev072205.pdf

Sections of highways in the Town where access management principles should be carefully considered in future land use decisions and applied to the project are:
· Clinton Street (Route 11) between South Street and the Interstate;
· Chester Road (Route 11) from Route 106 to Snide Road in North Springfield;
· Main Street (Route 11) from Elm Hill Road to North Main Street; 
· River Road (VT Route 106) from Main Street (VT Route 11) to its intersection with VT Route 10. 

It is in these areas of the town where access management guidelines can reduce driver confusion and the number of turning movements made. Access management can also preserve the functional capacity of the road, maintain travel efficiency and related economic prosperity, and ensure the safety of roadways for motor vehicle users, bicyclists and pedestrians. Of particular concern in these areas are the parking lots with open curb lines and no set access points (e.g. Main Street between Elm Hill Rd and North Main Street.), as well as the need to connect existing parking to allow access to many sites from the same access point without the necessity of entering and exiting the highway (e.g., several River Street parcels have provided such a connection, but there are several examples in this same area where the parking lots could, but do not, connect.) On Clinton Street, preservation of the “frontage road” at the Jones and Lamson plant, encouraging the sharing of access points, and discouraging new access points along this street would further the objectives of Access Management.

In 2007, the Town adopted a Highway Corridor Overlay District in order to promote better access management along the major roadways through Springfield.

Transportation System Needs
Unless otherwise noted in this Plan, the existing transportation system in Springfield is generally adequate to support the community’s needs through 2024 based on anticipated future conditions/trends.  Routine maintenance of the existing system is the primary need.  However, a few additional facility improvements or connections are needed to promote transportation goals or to support economic development.  Priority needs are summarized in the Implementation Matrix.

Goals 
1.	Improve the safety and levels of service on the main road through the downtown.  
2.	Improve the safety and levels of service at intersections.
3.	Limit the number of access points on major roadways to improve safety and reduce sprawl.	
4.	Promote the inclusion of alternative modes of transit of persons and goods in design, maintenance, and reconstruction of town and state highways and in land use abutting these highways.
5.	Develop a plan for parking in the downtown that will accommodate the needs of downtown businesses and residences. 
6.	Encourage increased use of public transportation and ride sharing.  
7.	Develop a traffic-counting schedule to collect accurate data on a regular basis.  
8.	Urge and adopt the necessary regulations and/or guidelines to allow the enhancement of the facilities at Hartness State Airport and encourage additional usage of these facilities.
9.	Continue to participate in regional transportation planning efforts through participation in the Transportation Advisory Committee of the Southern Windsor County Regional Planning Commission. 
10.	Adopt and implement proper, VT E911-compliant addressing standards.  

Objectives
1.	Review the traffic impact of development proposals including the impact on the level of service of affected intersections. Development proposals should not cause undue congestion or delay at intersections. A minimum Level of Service Rating "D" should be maintained at all intersections.
2.	Ensure that access management principles are applied to new use and development of parcels abutting town and state highways.
3.	Monitor the present level of congestion at Routes 106/11.  At a minimum, the State should be encouraged to investigate the realignment of this intersection. 
4.	Support Connecticut River Valley Transit in its applications for funding to support its in-town public transit system in Springfield with inter-town connections.  CRVT reports on ridership should be closely monitored to determine whether or not the system serves residents’ needs for access to medical services, shopping, recreation, and employment.
5.	Continue to update the computerized database, which evaluates road maintenance needs based on the municipal road construction standards, municipal road maintenance methods, and municipal road maintenance priorities. 
6.	Maintain and utilize a yearly construction schedule providing for improvement of the town's entire road network.
7.	Work with the Agency of Transportation to install a new sign on I-91, south of Exit 7 along the northbound lane.  Some suggestions are: Signs with phrases like: For Central Vermont Ski Areas Use Exit 7 or For Killington and Okemo Ski Areas Use Exit 7, and Improvement of the To I-91 signage at Gassets to encourage southbound traffic to use Routes 10, 106 and 11 to access the Interstate.
8.	Support the Airport Commission's efforts to maximize and expand the use of the facility. 
9.	Be VT E911 compliant as soon as possible for the convenience and safety of residents and service providers. 
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Microsoft_Excel_Worksheet1.xlsx
Mileage by Class

		Road Mileage by Classification

				Highway Class		Description		Example		Centerline Miles

				Class 1 Town Hwy.		Primary town highways		Main St., River St.		2.9

				Class 2 Town Hwy.		Secondary town highways		South St., Reservoir Rd.		19.9

				Class 3 Town Hwy.		Other town-maintained roads		Common St., Maple St.		100.7

				Subtotal - Town-maintained roads						123.5

				Class 4 Town Hwy.		Non-maintained roads		South end of Fairbanks Rd.		1.8

				Trails		Also called "Legal Trails"		North end of Carley Rd.		4.7

				Subtotal - All Town-owned rights-of-way						129.9

				Interstate Hwy.		Maintained by VTrans		I-91		9.0

				U.S. Hwy.				US Route 5		9.1

				State Hwy.				VT Routes 10, 11 & 106		9.9

				Subtotal - State-maintained highways						28.0

				Total - Public highways						158.0



				Source: VERMONT GENERAL HIGHWAY MAP Town of Springfield (VTrans, 2015)
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Class 1 

(Paved)

Class 2 & 3 

(Paved)

Class 2 & 3 

(Unpaved)

Good or Very Good None or routine only 2.8 18.2 25.9 38.8%

Fair Preventative needed 0.0 26.4 0.0 21.9%

Poor Rehabilitation needed 0.0 18.0 0.0 14.9%

Very Poor Reconstruction needed 0.0 23.2 6.3 24.5%

2.8 85.8 32.2

Note: Updated per VTrans Class 1 paving improvements in 2016

Road Conditions

Condition Maintenance needed

TOTAL mileage

Source: Compiled from Town of Springfield RSMS Paved and Unpaved Road Evaluation (Hammond Eng., March 2015)

Miles of Town Highway

Percentage 

of Subtotal
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Mileage by Class

		Road Mileage by Classification

				Highway Class		Description		Example		Centerline Miles

				Class 1 Town Hwy.		Primary town highways		Main St., River St.		2.9

				Class 2 Town Hwy.		Secondary town highways		South St., Reservoir Rd.		19.9

				Class 3 Town Hwy.		Other town-maintained roads		Common St., Maple St.		100.7

				Subtotal - Town-maintained roads						123.5

				Class 4 Town Hwy.		Non-maintained roads		South end of Fairbanks Rd.		1.8

				Trails		Also called "Legal Trails"		North end of Carley Rd.		4.7

				Subtotal - All Town-owned rights-of-way						129.9

				Interstate Hwy.		Maintained by VTrans		I-91		9.0

				U.S. Hwy.				US Route 5		9.1

				State Hwy.				VT Routes 10, 11 & 106		9.9

				Subtotal - State-maintained highways						28.0

				Total - Public highways						158.0



				Source: VERMONT GENERAL HIGHWAY MAP Town of Springfield (VTrans, 2015)
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		Road Conditions

				Condition		Maintenance needed		Miles of Town Highway						Percentage of Subtotal

								Class 1 (Paved)		Class 2 & 3 (Paved)		Class 2 & 3 (Unpaved)

				Good or Very Good		None or routine only		2.8		18.2		25.9		38.8%

				Fair		Preventative needed		0.0		26.4		0.0		21.9%

				Poor		Rehabilitation needed		0.0		18.0		0.0		14.9%

				Very Poor		Reconstruction needed		0.0		23.2		6.3		24.5%

				TOTAL mileage				2.8		85.8		32.2

				Source: Compiled from Town of Springfield RSMS Paved and Unpaved Road Evaluation (Hammond Eng., March 2015)

				Note: Updated per VTrans Class 1 paving improvements in 2016

														120.8
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Airport Type Ownership Runway Length

Est. Annual 

Commercial 

Enplanements

Est. Annual Tons 

of Cargo

Est. General 

Operations 

(Annual)

Claremont GA

City of 

Claremont, NH

3,100' / 1,600' N/A N/A 10,000

Hartness State GA

State of 

Vermont

5,498' / 3,000' N/A N/A 16,500

Lebanon 

Municipal

GA/CO

City of Lebanon, 

NH

5,496' / 5,200' N/A N/A 47,000

Rutland State GA/CO

State of 

Vermont

5,000' / 3,170' 5,400 550 24,540

Burlington 

International

GA/CO

City of 

Burlington, VT

8,320' / 3,611' 525,000 9,000 129,945

Manchester 

international

GA/CO

City of 

Manchester, NH

9,247' / 6,850' 1,380,000 90,500 25,000

Bradley 

International

GA/CO

Connecticut 

Airport 

Authority

9,510' / 6,847' / 

4,268'

3.48 million

Soures:  Vtrans, NHDOT, UVLSRPC, SWCRPC, CAA

Notes:  GA = General Aviation, CO = Commercial Aviation; All runways have asphalt surface unless otherwise noted.
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Table 5.1

		(Dollar units in constant $)		1990		% of 1990 total		2000		% of 2000 total 		% change 1990-2000

		Total Households		3,877		100.00%		3,886		100.00%		0.23%

		Family Households (Families)		2,670		68.87%		2,500		64.33%		-6.37%

		Married-Couple Families		2,132		54.99%		1,939		49.90%		-9.05%

		Non-family Households		1,207		31.13%		1,386		35.67%		14.83%

		Householder Living Alone		1,025		26.44%		1,186		30.52%		15.71%

		Householder 65 years and over		540		13.93%		586		15.08%		8.52%



		Total Housing Units		4,256		100.00%		4,232		100.00%		-0.56%

		Occupied Housing Units		3,877		91.09%		3,886		91.82%		0.23%

		Owner Occupied		2,558		60.10%		2,624		62.00%		2.58%

		Renter Occupied		1,319		30.99%		1,262		29.82%		-4.32%

		Vacant Housing Units		379		8.91%		346		8.18%		-8.71%

		Seasonal, recreational or occasional use		100		2.35%		106		2.50%		6.00%



		Total Ownership Units		2,579		60.60%		2,667		63.02%		3.41%

		Total Rental Units		1,442		33.88%		1,372		32.42%		-4.85%

		Vacant Ownership Units		21		0.49%		43		1.02%		104.76%

		Vacant Rental Units		123		2.89%		110		2.60%		-10.57%



		Median Value ($)		$81,800				$82,300				0.61%

		Median Contract Rent ($)		$353				$421				19.26%

		Median Gross Rent as % of HH income		27%				24%				-3.00%





Table 5.2

		2000 Units by Type (see note)

		Location		Total Units		Single Family				Multi-Family				Mobile Home				Other

						Total		% Total		Total		% Total		Total		% Total		Total		% Total

		Vermont		294,382		203,309		69.10%		67,768		23.00%		22,631		7.70%		674		0.20%

		Windsor County		31,621		22,135		70.00%		7,003		22.10%		2,410		7.60%		73		0.20%



		Andover		350		322		92.00%		17		4.90%		11		3.10%		n/a

		Baltimore		113		91		80.50%		10		8.80%		12		10.60%		n/a

		Cavendish		852		630		73.90%		117		13.70%		100		11.70%		5		0.60%

		Chester		1,611		1,242		77.10%		245		15.20%		116		7.20%		8		0.50%

		Ludlow		3,001		1,682		56.00%		1,175		39.20%		144		4.80%		n/a

		Reading		404		346		85.60%		12		3.00%		36		8.90%		10		2.50%

		Springfield		4,232		2,782		65.70%		1,232		29.10%		218		5.20%		n/a

		Weathersfield		1,315		971		73.80%		34		2.60%		310		23.60%		n/a

		West Windsor		716		587		82.00%		117		16.30%		12		1.70%		n/a

		Windsor		1,611		945		58.70%		596		37.00%		70		4.30%		n/a



		Region		14,205		9,598		67.60%		3,555		25.00%		1,029		7.20%		23		0.20%

		Notes:  Single family units are attached or detached from other buildings; multi-family units are structures containing 2 or more residential units; other unit used as permanent residence (including campers, vans or other structures not included in any other category).

		ALL FIGURES REFER TO THE NUMBER OF HOUSING UNITS NOT STRUCTURES

		Source:  U.S. Census Bureau, 2000 Decennial Census





Table 5.3

		Town		Total Households		% of Total		Subsidized Units		% of Total

		Andover		215		2.03%		0		0

		Baltimore		92		0.87%		0		0

		Cavendish 		617		5.82%		6		0.79%

		Chester		1,296		12.23%		66		8.70%

		Ludlow		1,060		10.00%		74		9.75%

		Reading		286		2.70%		0		0.00%

		Springfield 		3,886		36.68%		450		59.29%

		Weathersfield		1,167		11.01%		0		0.00%

		West Windsor		456		4.30%		0		0.00%

		Windsor		1,520		14.35%		163		21.48%

		Total		10,595		100.00%		759		100.00%







Table 6.1

		1990				2000

		Total Population		9,579		Total Population		9,078

		Population by Age Group				Population by Age Group

		Under 5 years		627		Under 5 years		486

		5-20		2,062		5-20		1,850

		21-24		392		21-24		358

		25-44		2,788		25-44		2,354

		45-64		1,872		45-64		2,302

		65+		1,838		65+		1,728

		Median Age		36.2		Median Age		41.6

		Total Households		3,877		Total Households		3,886

		Persons per Household		2.43		Persons per Household		2.31





Table 6.2

		School Name		Capacity (approx.)		FY 10 enrollment		FY 11 enrollment		Excess Capacity (est.) 		FY 12 projected enrollment

		Elm Hill School (K - 5)		300		313		299		1		311

		Union Street School (K - 5)		300		280		294		6		305

		Riverside Middle School (6 - 8)		450		326		317		133		309

		Springfield High School (9 - 12)		700		492		458		215		493

		*Source - Superintendent of Schools Office

















Table 7.1

		Airport		Type		Ownership		Runway Length		Est. Annual Commercial Enplanements		Est. Annual Tons of Cargo		Est. General Operations (Annual)

		Claremont		GA		City of Claremont, NH		3,100' / 1,600'		N/A		N/A		10,000

		Hartness State		GA		State of Vermont		5,498' / 3,000'		N/A		N/A		16,500

		Lebanon Municipal		GA/CO		City of Lebanon, NH		5,496' / 5,200'		N/A		N/A		47,000

		Rutland State		GA/CO		State of Vermont		5,000' / 3,170'		5,400		550		24,540

		Burlington International		GA/CO		City of Burlington, VT		8,320' / 3,611'		525,000		9,000		129,945

		Manchester international		GA/CO		City of Manchester, NH		9,247' / 6,850'		1,380,000		90,500		25,000

		Bradley International		GA/CO		Connecticut Airport Authority		9,510' / 6,847' / 4,268'		3.48 million

		Soures:  Vtrans, NHDOT, UVLSRPC, SWCRPC, CAA

		Notes:  GA = General Aviation, CO = Commercial Aviation; All runways have asphalt surface unless otherwise noted.
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			Table 7.1 - Regional Airport Summary 





			Airport 


			Type 


			Ownership 


			Runway Length 


			Est. Annual Commercial Enplanements


			Est. Annual Tons of Cargo 


			Est. General Operations (Annual) 





			Claremont 


			GA 


			City of Claremont, NH 


			3,100'


			N/A


			N/A 


			10,000





			


			1,600' 





			Hartness State 


			GA 


			State of Vermont 


			5,498'


			N/A


			N/A 


			16,500





			


			3,000' 





			Lebanon Municipal 


			GA/CO 


			City of Lebanon, NH 


			5,496'


			N/A


			N/A 


			47,000





			


			5,200' 





			Rutland State 


			GA/CO 


			State of Vermont 


			5,000'


			5,400


			550 


			24,540





			


			3,170' 





			Burlington International 


			GA/CO 


			City of Burlington 


			8,320'


			525,000


			9,000 


			129,945





			


			3,611' 





			Manchester 


			GA/CO 


			City of Manchester, NH 


			9,247'


			1,380,000


			90,500 


			25,000





			


			6,850' 





			Sources: VTrans, NHDOT, UVLSRPC, SWCRPC 





			Notes: GA = General Aviation; CO = Commercial Aviation; All runways have asphalt surface unless otherwise noted. 
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Table 7.1  -   Regional Airport Summary   


Airport   Type   Ownership   Runway  Length   Est. Annual  Commercial  Enplanements  Est.  Annual  Tons of  Cargo   Est.  General  Operations  (Annual)   


Claremont   GA   City of  Claremont, NH   3,100'  N/A  N/A   10,000  


1,600'   


Hartness  State   GA   State of Vermont   5,498'  N/A  N/A   16,500  


3,000'   


Lebanon  Municipal   GA/CO   City of Lebanon,  NH   5,496'  N/A  N/A   47,000  


5,200'   


Rutland  State   GA/CO   State of Vermont   5,000'  5,400  550   24,540  


3,170'   


Burlington  Internatio nal   GA/CO   City of Burlington   8,320'  525,000  9,000   129,945  


3,611'   


Mancheste r   GA/CO   City of  Manchester, NH   9,247'  1,380,000  90,500   25,000  


6,850'   


Sources: VTrans, NHDOT, UVLSRPC, SWCRPC   


Notes: GA = General Aviation; CO = Commercial Aviation; All runways have asphalt surface unless  otherwise noted.   
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Highway Class Description Example

Centerline 

Miles

Class 1 Town Hwy.Primary town highways Main St., River St. 2.9

Class 2 Town Hwy.Secondary town highways South St., Reservoir Rd. 19.9

Class 3 Town Hwy.Other town-maintained roads Common St., Maple St. 100.7

Subtotal - Town-maintained roads 123.5

Class 4 Town Hwy.Non-maintained roads South end of Fairbanks Rd. 1.8

Trails Also called "Legal Trails" North end of Carley Rd. 4.7

Subtotal - All Town-owned rights-of-way 129.9

Interstate Hwy. I-91 9.0

U.S. Hwy. US Route 5 9.1

State Hwy. VT Routes 10, 11 & 106 9.9

Subtotal - State-maintained highways 28.0

Total - Public highways 158.0

Maintained by VTrans

Source: VERMONT GENERAL HIGHWAY MAP Town of Springfield (VTrans, 2015)

Road Mileage by Classification


