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Executive Summary 

This report on the “Evaluation of Potential Sites for the Relocation of the 
Burlington and Rutland Railyards” responds to a mandate from the 
Vermont State Legislature.  During the 1999 legislative calendar, House 
Bill 537 was passed.  Section 12 of this bill directs the Agency of 
Transportation “to study the feasibility of relocating the Rutland City 
and Burlington railroad yards and to develop a list of proposed sites for 
each yard and their associated cost estimates.”  The evaluation of the  
relocation of the two yards is based on specific criteria identified in the 
legislation and incorporates input from an advisory Committee of 
stakeholders.  The final report is hereby submitted by the Agency of 
Transportation (VTrans) to the Vermont Rail Council and the Vermont 
House and Senate Committees on Transportation.  
 
The purpose of the “Evaluation of Potential Sites for the Relocation of the 
Burlington and Rutland Railyards” is to determine the feasibility of 
relocating the existing railyards located in Burlington and Rutland City.  
The evaluation  was accomplished through the following study process: 

 Description of the infrastructure and operation of existing facilities, 
 Development of the evaluation criteria, 
 Identification of the candidate sites, 
 Analysis of the sites including development of order of magnitude 

cost estimates, and 
 Summary of the next steps required including environmental and 

funding considerations. 
 
To assist VTrans in identifying potential railyard sites, an Advisory 
Committee of local and regional officials was developed to provide input 
into the feasibility study.  The Advisory Committee assisted in the 
development of the list of proposed sites and provided input into the 
evaluation process. 
 
A total of sixteen locations, including both of the existing railyard sites, 
were identified for the Burlington and Rutland facilities.  Each of these 
sites were evaluated on criteria defined by the Vermont legislature.  This 
criteria included: 
 

Size (acreage) and availability 
Potential for adjacent industrial development 
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Municipal and State permit requirements 
Compatibility with local land use and development planning 
Availability of power, water, and sewer 
Access and proximity to municipal and State highways 
Environmental impacts including wetlands, floodplains. 
Archeological and historical resources, contaminated soils, and 
topography. 

 
In addition, impacts to railroad operations were also considered in the 
evaluation of each site.  The factors assessed in determining these 
impacts included but were not limited to the following: 
 

Administrative facilities 
Existing railroad lines and routing  
Storage of rail equipment, infrastructure materials and fuels 
Repair facilities 
Freight cargo storage and handling 
Service to existing customers on site 

 
In addition, order of magnitude capital costs were developed for each of 
the proposed alternatives.  It is important to note that these costs do not 
include engineering and design fees, real estate acquisition, 
environmental mitigation, VTR moving costs or costs associated with the 
impacts to operations caused by the relocation. 
 
 Evaluation matrices of these criteria for Burlington sites and Rutland 
sites are included on Tables EX.1 of this report and have been included 
in this executive summary for reference.  These tables represent the 
results of the evaluation of each of the sites based upon the criteria set 
forth by the  legislation.  This data has been summarized to allow a side-
by-side comparison of the alternate sites.  The tables do not rank the 
proposed sites, however, they do provide a comprehensive summary of 
each of the location’s attributes. 
 
Based on these results, the State of Vermont should determine whether 
to pursue the relocation of the Burlington and/or Rutland City railyards.  
The study has identified several potentially feasible sites for the 
relocation of the Rutland railyard.  In Burlington, however, no clear 
choices for sites were identified.  
 
Should the state of Vermont decide to pursue the relocation of the 
Burlington and/or Rutland railyard, it is likely that federal funding will 
be a component of the overall project funding plan.  All major capital 
investment projects that utilize any federal funds are subject to a project 
development process.  This process must be followed to be eligible for 
federal funds.  The specifics of the process vary depending on the lead  
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federal agency.  The five major steps of the process leading from project 
conception to construction are: 
 

 Systems planning 
 Alternatives analysis/draft environmental impact statement 
 Preliminary engineering 
 Final design 
 Construction 

 
Each of these steps is eligible for federal funding participation. Prior to 
initiating the federal process however, the state may want to further 
explore the funding options.  It is often appropriate to develop a 
financial feasibility or funding options study that explores federal, state, 
local, and private options. The purpose of such a study is to examine 
potential funding scenarios.  These scenarios help to establish the basic 
funding strategies or parameters of the project.  This step is particularly 
important given the limited availability of federal funds for freight 
projects.  Even with the flexible provisions included as part of the 
Transportation Efficiency Act for the 21st Century (TEA-21), few 
programs with limited dollars exist to fund freight initiatives.  The 
majority of the funding is targeted for highway and transit development. 
 
This study document represents the initial step in the project 
development process.  It identifies the need for the action, defines the 
issues, presents an initial list of potentially feasible sites, and presents a 
range of conceptual level cost estimates.  Once the state evaluates the 
funding options and makes a decision to pursue a project, then the 
alternatives analysis efforts can commence.  These efforts will involve 
completion of a draft environmental impact statement under the 
National Environmental Policy Act (NEPA) guidelines that will result in 
the identification of a locally preferred alternative (LPA).  The step 
concludes with the development of a specific financial plan to fund the 
LPA.  It is recommended that the effort be split into two separate 
projects: the relocation of the Burlington railyard and the relocation of 
the Rutland City railyard.  Splitting the relocation of the railyards into 
two separate projects allows the State flexibility in pursuing funding 
strategies that may be better suited to the conditions of one railyard. 
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Introduction 

1 
This report investigates the feasibility of relocating the state owned 
railroad yards in the cities of Burlington and Rutland, responding to a 
mandate from the Vermont State Legislature.  During the 1999 legislative 
session, House Bill 537 was passed.  Section 12 of this bill directs the 
Agency of Transportation to study the feasibility of relocating the 
Rutland City and Burlington railroad yards and to develop a list of 
proposed sites for each yard and their associated cost estimates.  The 
feasibility of relocating the two yards is based on specific criteria 
identified in the legislation and incorporates input from the regional 
planning groups in the area and the operating railroad companies.  The 
final report is hereby submitted to the Agency of Transportation 
(VTrans) to the Vermont Rail Council and the Vermont House and 
Senate Committees on Transportation.  

Background 
The State of Vermont owns both the Burlington and Rutland railyards.  
These two facilities were acquired by the State in 1962 when Vermont 
entered the railroad business by purchasing the former Rutland 
Railroad.  The Rutland Railroad had been shut down in 1961 due to a 
walkout following a stalemated 1960 strike.  To preserve this important 
piece of transportation infrastructure, the state stepped in and purchased 
the property.  In October 1963, a new privately held railroad, the 
Vermont Railway (VTR), was incorporated.  The VTR was awarded the 
right to operate service over the state owned line between Burlington 
and Bennington.  The first VTR train operated on the Burlington to 
Rutland segment of the railroad in January 1964.  This was a significant 
day in railroad history as it was the first time a privately held railroad 
operated over a state owned line. 
 
The Burlington and Rutland railyards are important to the overall 
operation of the VTR. Both of these yards contain facilities supporting 
administrative, shipping, storage, operations, and maintenance functions 
for the 125-route mile railroad.  The railroad operates from White Creek, 
New York to its terminus in Burlington to the north.  At its Rutland 
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facility, Vermont Railway connects with the Clarendon & Pittsford (CLP) 
that provides a route to the Delaware & Hudson Railroad (D&H) via 
Whitehall, New York.  A connection with the Green Mountain Railroad 
Corporation (GMRC) is also provided in Rutland.  The GMRC operates 
to Bellows Falls and a connection with the New England Central 
Railroad (NECR).  Figure 1-1 illustrates the relationship of the Burlington 
and Rutland railyard facilities to the overall rail system in the state. 
 
The Burlington railyard is located on the waterfront of Lake Champlain 
at the west end of the downtown area.  The railyard in Rutland is located 
in the downtown.  There has been significant interest expressed by 
representatives of both Burlington and Rutland to relocate the railyards.  
It is felt that the relocation of these facilities could potentially open the 
existing properties to redevelopment opportunities more in keeping with 
the economic and land use goals of the communities.   

Study Purpose 
The purpose of the study is to develop a list of candidate sites, evaluate 
the potential sites based on the criteria identified by the legislature, and  
identify order of magnitude capital costs associated with the proposed 
relocations.   
 
Several major issues are associated with the potential relocation of the 
railyards.  One issue is the costs associated with the relocation.  Potential 
federal funding sources are limited so that the majority of the cost would 
most likely be shouldered by the State.  Another issue associated with 
the proposed relocation would be environmental mitigation of the 
existing railyards.  If the existing site were to be redeveloped, it would 
likely require environmental mediation.  The costs of this clean up 
would be the financial responsibility of the State of Vermont.  Finally, the  
selection of a potential railyard site must consider each of the criteria  
defined by the legislature.   
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Study Process 
The study process consisted of five major tasks including: 

 Description of the infrastructure and operation of existing facilities, 
 Development of the evaluation criteria, 
 Identification of the candidate sites, 
 Analysis of the sites including development of order of magnitude 

capital cost estimates, and 
 Summary of the next steps required including environmental and 

funding considerations. 

The process also consisted of stakeholder outreach including meetings 
with a project advisory committee and individual meetings with 
representatives of VTR and VTrans. 

Advisory Committee 

To assist in identifying potential railyard sites, an Advisory Committee 
of local and regional officials was developed to provide input into the 
study.  The following organizations were represented on the Advisory 
Committee:   

 City of Burlington  
 New England Central Railroad 
 Vermont Railway 
 The Village of Essex Junction 
 Rutland Regional Planning Commission 
 Rutland Redevelopment Authority 
 City of Rutland 
 Chittenden County Metropolitan Planning Organization 
 Chittenden County Regional Planning Commission 

Through advisory committee meetings and direct one-on-one interviews, 
the project team was able to incorporate the first-hand knowledge 
committee members had to offer.  While there is an abundance of data 
and statistics available, the experience of those living and working 
within the two communities was invaluable to the process. 

Report Organization 
This report presents the findings of the Railroad Yard Relocation Site 
Evaluation Study.  It documents the function of the existing facilities, the 
identification and screening of potential railyard sites, and provides a 
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summary of the next steps in the relocation process.  The information is 
contained in five chapters and a technical appendix.  Chapter 2 
documents the infrastructure and operations of the existing railyards in 
Burlington and Rutland.  The development of the evaluation criteria is 
presented in Chapter 3.  The fourth chapter presents the identification 
and analysis of the sites considered for the relocation of each facility.  
The fifth and final chapter discusses the financial and environmental 
considerations of advancing this study through the construction of the 
new railyard. 
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Existing Railyards 

2 
This chapter provides an overview of the two existing railyard facilities 
in located in Burlington and Rutland.  The chapter begins with a general 
description of the function of a railyard.  The infrastructure and 
operation of the two existing facilities are then summarized.  A detailed 
description of the Burlington Yard is provided in Appendix A and the 
Rutland Yard in Appendix B. 

Definition of a Railyard 
According to Railway Age’s Comprehensive Railroad Dictionary, a 
railyard “is a system of tracks within defined limits providing for the 
making up of trains, storing of cars, and other purposes”1.  The function, 
size and location of the yard will vary depending upon the yard’s 
primary uses.  The railyard forms a hub between two forms of transport, 
rail and road, and functions as an interchange and distribution center.   
 
To perform these various functions, the railyard has to be able to move 
or split the trains, known as “consists”, into various sub-yards for 
loading, unloading or sorting.  This is achieved via a series of tracks 
connected with turnouts.  The turnouts and track allow the cars to be 
sorted while in the yard.  Depending on its function, the railyard is split 
into various areas such as the receiving yard, the classification yard, and 
the departure yard.  These various functional areas allow the cars to be 
organized within the yard based on their next use. 
 
As mentioned above, a railyard may be considered a distribution center.  
The final destination for an article of freight however, may be in the 
railyard itself.  Often, freight customers have large fixed facilities located 
on railroad property.  These facilities are built by the customer and used 
exclusively for handling their own freight.  The fixed facilities may be 
something as simple as a loading dock with a ramp or as complex as a 
petroleum tank farm and pipe network.  Other rail customers may not be 
within the railyard at all.  These customers are served by industrial 

                                                           
1 Railway Age’s Comprehensive Railroad Dictionary, Simmons-Boardman Books, Inc., 1992, page 159. 
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tracks that connect the customers off site with the fixed facility with the 
railyard. 
 
Railroad equipment maintenance is another important function 
performed in a typical railyard.  Specifically, maintenance refers to the 
daily up keep of locomotives and freight cars. Equipment maintenance 
can be something simple and performed regularly like lubrication, or 
something more complex, such as a complete engine over haul. 
Equipment maintenance is performed in a building called an engine 
house or shop.  This facility ensures protection from the elements as well 
as a place where expensive maintenance tools can be stored safely. 
 
Another basic function of any railyard is storage which refers to the safe 
handling and temporary accommodation of trains.  The stored trains can 
contain freight, like coal, or they may in fact be empty.  Regardless of 
freight, the railyard may serve as a holding area for any piece of rolling 
stock operating on the railroad.  
 
The operation of trains in a railyard is different than the operation of 
trains as they travel along a stretch of track.  In a railyard, there is 
necessarily a higher concentration of trains and a higher level of 
interaction between humans and machinery.   This combination lends 
itself to a need for higher safety standards including reduced running 
speeds. 

Burlington Yard 
The Burlington railyard is the northern terminus for VTR’s operations.  It 
is located on the western edge of the city adjacent to Lake Champlain.  
The yard extends approximately 2 miles from Home Avenue in the south 
to King Street in the north.  The majority of the approximate 47-acre 
facility is located between the barge canal and King Street.  The existing 
downtown Burlington railroad station, Union Station, is located 
immediately north of the yard between King Street and College Street.  
Figure 2-1 illustrates the general location of the yard within the city of 
Burlington.  Approximately 50 people are employed by VTR at the 
Burlington railyard location. 
 
A number of intermodal activities and functions occur at the Burlington 
Yard.  Its primary function is to handle the freight traffic that terminates, 
originates, and passes through the yard each day.  Traffic through the 
yard can vary significantly on a day to day basis.  On the average, VTR 
receives 50 to 60 cars per day and generally has approximately 100 cars 
within the limits of the yard.   Approximately 15 to 30 cars are  
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interchanged daily with the NECR.  The rest of the traffic comes from the 
south via the CLP and GMRC connections in Rutland.   The rail traffic 
that terminates or originates at the yard is typically loaded from trucks 
or directly to the customer’s facility that is located within or adjacent to 
the yard.  Six facilities are currently serviced directly from the yard. 
Truck and train traffic is especially heavy during the months of April, 
October, and November.  These months represent overlaps of high 
demand for salt, heating oil, and ballast businesses.  
 
Other functions of the Burlington yard include: 
 

Equipment Maintenance – Burlington serves as a base for all VTR 
locomotives and rolling stock.  The facilities in the yard are used for 
both running (daily), servicing, and heavy maintenance (major 
repairs and overhauls).  The yard also serves as a base for 
maintenance of way.  Both track maintenance equipment and 
supplies such as ties, rail, ballast, and other track items are stored 
within the yard. 

 
Storage of Equipment - Four to five locomotives are stored daily at 
the facility.  Off-season storage (late spring and summer) for a 
customer’s fleet of 24 to 36 oil tank cars is provided.  There are 
usually 15 grain cars stored within the yard.  The VTR also stores 
approximately 30 to 35 cars on the old Rutland Main (CLV Track) 
north of the yard. 

 
Administrative Base - The main administration building for VTR is 
located on the west side of the yard.  All of the administrative 
aspects of the railroad are handled in this building. 

 
In the immediate future, another function will be introduced to the 
railyard.  It will serve as the operational base for the Burlington to 
Charlotte commuter rail service.  Storage capacity will be provided for 
the layover of passenger trains.  All of the train’s daily servicing will also 
be based out this facility. 
 
The following paragraphs summarize the general layout of the yard, the 
facilities, and the railroad dependent customers located within or 
adjacent to the yard.  The functions described in the preceding 
paragraphs are integrated into the following sections to further describe 
the function of the facility. 
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Yard Layout 

There are a number of tracks with varying functions located in the 
existing Burlington railyard.  Figure 2-2 depicts the general layout of the 
yard.  As shown in the figure, a single main line track roughly splits the 
yard in half.  Even though it is considered the main or through track, 
VTR uses approximately 7,900 feet of it for train consist assembly, 
staging, and storage.  This track will need to be kept clear of rail 
equipment once commuter rail service between Charlotte and Burlington 
commences. 
 
East of the main line track there are nine active yard tracks.  VTR uses 
the four tracks closest to the main track for staging and switching.  The 
total length of these four tracks is approximately 4,750 feet.  A fifth track 
provides access to a loading dock and ramp facility owned and operated 
by the VTR. Three tracks are primarily used for tank car storage and 
staging.  One of these three tracks (Track 8) is also used to access VTR’s 
salt shed and ballast storage area.  The last track in this complex is the 
Pine Street Lead Track.  The Pine Street Lead Track is used to service an 
off-site rail customer. 
 
There are five tracks located on the west side of the main track.  The 
track immediately west of the main is the primary track used for the 
interchange of freight cars between VTR and NECR.  Adjacent to this 
track are two tracks used for passenger coach storage, as well as layover 
and storage of broken or damaged equipment destined for repair in the 
engine house maintenance facility.  The last two tracks are used for 
access into the engine house and maintenance unit storage respectively. 
  
In addition to these tracks, there are several yard tracks located south of 
the barge canal.  Located east of the main is a 4,500 feet long siding. An 
industrial spur diverges from this siding to the east serving a rail 
customer.  Further south of the siding is a track that serves a VTR salt 
shed. West of the main line is a 2,000 foot siding which, as part of the 
commuter rail project, will become the main track.  The Mobil facility is 
also connected to the Main line. 
 
There is a runaround track proposed as part of the Burlington to 
Charlotte Commuter Rail Project.  This track will be constructed to allow 
commuter rail trains to bypass the central portion of the yard. 
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Yard Facilities 

The Burlington Yard contains several fixed facilities related to the 
operation of the railroad.  As noted previously, there is an 
administration building on the west side between the western limit of 
the yard and Lake Champlain.  The building was constructed in 1985 as 
part of the Southern Connector Project and houses Vermont Railway’s 
administrative offices. 
 
Located adjacent to the administration building is a roundhouse (engine 
house) that contains seven bays.  All locomotive maintenance and heavy 
repairs for the VTR are performed in this facility. An above ground fuel 
tank used to store the diesel fuel for the locomotives is located adjacent 
to the roundhouse.  The roundhouse is accessed via a turntable that is 
used to turn trains upon entry or exit from the engine house.  It should 
be noted that both the turntable and the engine house have the potential 
of being classified as historic structures. 
 
VTR also operates several facilities that handle a variety of freight within 
the yard.  These facilities are included as part of the following discussion 
of yard customers.  

Yard Customers 

The VTR has several freight customers within or adjacent to the limits of 
the Burlington Yard.  Each of these customers has different needs and 
facilities.  Several of these customers have fixed facilities located on 
railroad property.  The VTR leases the land for the facility to the 
customers.  The leases are based on a guaranteed delivery of freight cars 
per year.  If the customer generates the number of deliveries specified in 
the lease, the annual lease payment is waived.  Table 2-1 provides a 
summary of the Burlington Yard customers.  
 
As shown in the Table 2-1, there are 11 customers within and adjacent to 
the Burlington Yard.  These rail customers account for a majority of the 
locally generated freight activity.  The Mobil Oil Company facility is a 
major tank farm in northern Vermont and serves virtually all of the gas 
stations and heating oil customers in the region.  VTR owns two salt 
sheds within the limits of the yard.  The two sheds have a combined 
capacity of 61,000 tons. The salt sheds are used to store the salt for winter 
roadway salting.   The loading dock operated by VTR is used to handle 
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plywood, lumber, bricks and other carload materials for off-site freight 
customers. 
 
 

Table 2-1 Burlington Yard Rail Customers 
 

Customer Type of Facility Location Carloads (Approx) 
    Mobil Oil Corporation Tank Farm Adjacent 100/week 
Griswold Cement Concrete Yard 6/week 
Ultramar Petroleum Tank Farm Yard 2,000/Year 
Alstate Calcium Chloride Yard  
Specialty Filaments Plastic Pellets Adjacent 10/week 
Casella Recycled Materials Adjacent  
Farrell Distributors Wine Warehouse Adjacent  
Barrett’s Trucking Freight Transfer Adjacent  
VTR Salt Barns Salt Storage Yard Seasonal 
VTR Ballast Stockpile Stone Storage Yard 30 – 70/day: Seasonal 
VTR Loading Dock/Ramp Freight Transfer Yard  

 
 
VTR anticipates Ireland Cement will have their new fixed facility online 
in the spring of 2000.  Ireland will have a new dedicated track within the 
yard. It is estimated that Ireland will be able to spot four cars at their 
new facility and will store at least six cars within the yard. 

Rutland Yard 
Located in downtown Rutland near the fairgrounds, the Rutland City 
railyard is utilized by several railroads including members of the 
Vermont Rail System (VTR, CLP, GMRR), Amtrak and Delaware & 
Hudson (DH).  The 48-acre yard is bordered by Strongs Avenue to the 
east, Depot Lane to the north, Spruce Street to the west, and Park Street 
to the south-west.  The existing downtown Rutland railroad station is 
located at the north end of the yard just north of River Street. This station 
serves as the northern terminus for Amtrak intercity passenger service 
from New York City.  Figure 2-3 illustrates the general location of the 
yard within the city of Rutland.   
 
Similar to the yard in Burlington, the Rutland railyard also provides a 
number of functions.  The primary purpose of this railyard is to facilitate 
the through movement of freight.  As a result of its location and the 
number of railroads accessing the facility, Rutland Yard serves as an 
interconnecting hub.  Freight cars are cut and shuffled here such that  
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they can be sent on to their ultimate destination. There are 
approximately 200 cars per day which run through Rutland Yard.  
 
A second function of the yard is as an equipment and maintenance base.   
On average, four or five of the VTR’s thirteen locomotives are assigned 
to the Rutland Yard. The yard is used to perform light to moderate 
maintenance and repairs on locomotives and cars. In addition, the yard 
serves as a maintenance-of-way base.  Maintenance crews work from this 
facility to maintain the infrastructure of the railroad.   
 
Storage of equipment is a third function of the yard.  There are typically 
60 to 70 cars stored in the yard including covered hoppers, boxcars, and 
tank cars (seasonally).  Maintenance-of-way equipment is also stored in 
the yard. Typically there are 10 to 12 units of maintenance equipment in 
the yard.  Additionally, between four and five locomotives are stored 
daily. 
 
Lastly, the yard also serves an administrative function. There are 
approximately 20 to 40 employees based in the Rutland Yard.  This 
number varies depending on time of year and maintenance schedules. 

Yard Layout 

There are a number of tracks with varying functions located within the 
existing Rutland Yard.  Figure 2-4 depicts the general layout of the yard.  
As the figure illustrates, the existing yard is difficult to describe.  The 
yard is split into two sections called Rutland Proper and Center Rutland.  
Rutland Proper is the portion of the yard south of the West Street 
crossing. Everything north of West Street and the northern yard limit is 
considered Center Rutland.  The Rutland Proper section is actually two 
physically separate facilities that join just south of River Street.  The 
majority of the tracks and facilities are located on the west side of the 
yard adjacent to the VTR main line to Bennington.  On the east side, 
there are two yard tracks adjacent to the GMRR main line to Bellows 
Falls. 
 
On the VTR side (west) of the Rutland Proper section of the yard, there 
are a variety of tracks.  East of the VTR main line are two tracks which 
provide the access to an engine house.  On the west side of the main line, 
there are three through tracks.  These tracks are used for the sorting of 
cars and making of trains.  Connecting to the westerly most through 
track is a wye track.  The wye track is a key piece of track infrastructure.  
It is used by Amtrak to turn their equipment so that the locomotive is 
always on the front end of the consist in-line with the direction of travel.
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Within the triangle formed by the wye and the westerly most through 
track, there are two other tracks.  These tracks service several of the 
businesses located within the yard.  There are several other industrial 
sidings leading from the three through tracks. 
 
The VTR and GMRR main lines converge into a single track just south of 
River Street.  Two tracks extend from the Rutland Proper to Center 
Rutland section of the yard.  One is the combined main line.  Several 
sidings are located in the Center Rutland section.  These sidings service 
industrial customers.  There is a 4,500 foot long siding located between 
East Creek and Ripley Road.  A siding which houses a train weigh scale 
is located just north of Ripley Road.  The CLP main track diverges to the 
west just north of the weigh siding and heads towards Whitehall, NY. 

Yard Facilities 

The Rutland Yard contains several fixed facilities related to the operation 
of the railroad.  VTR has recently relocated their administrative offices to 
a building on Post Street southwest of River Street.  The old 
administration building at Park Street will be used as a crew quarters 
and shop office facility for VTR personnel. 
 
The engine house is adjacent to the old administration building.  It 
contains two stalls each of which can handle two pieces of equipment.  
Minor maintenance and inspection work is performed in this shop.  As 
previously discussed, all heavy equipment maintenance is done in the 
Burlington Yard.  Although not contained within the yard proper, there 
is a train scale located north of Ripley Road on a siding parallel to the 
CLP main line. 

 Yard Customers 

The VTR has several freight customers within or adjacent to the limits of 
the Rutland Yard.  Each of these customers has different needs and 
facilities.  Several of these customers have fixed facilities located on 
railroad property.  The VTR leases the land for the facility to the 
customers.  Similar to the Burlington operations, the leases are based on 
a guaranteed delivery of freight cars per year.  Table 2-2 provides a 
summary of the Rutland Yard customers. 
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Table 2-2 Rutland Yard Rail Customers 
 

Customer Type of Facility Location Carloads 
    McIntyre Oil Tank Farm Yard 2/day summer; 7-8/day 

winter 
Carris Reels Wire Spools Adjacent 50/Year 
Himolene Plastics Adjacent 36/Year 
Mintzer Brothers Lumber Yard  
CVPS Utility Poles Adjacent  
Rutland Solid Waste/Cassella Recycled Materials Adjacent  
General Electric Heavy Machinery Yard  
Rutland Plywood Plywood Adjacent  
VTR Salt Barn Salt Storage Yard Seasonal 
VTR Bulk Transfer Freight Transfer Yard  

 
As shown in the table, there are 10 customers within or adjacent to the 
Rutland Yard.  These customers account for a significant level of the 
locally generated freight activity.  The VTR salt shed has a capacity of 
approximately 26,000 to 32,000 tons.  The salt shed is used to store salt 
for use during the winter.  There are also several nearby customers 
including Suburban Propane, Baker Beer distributors and Qualitad 
(plastics) that receive and ship materials via rail.  In the spring of 2000, 
VTR expects to add Westminster Cracker as a customer.  They will be 
receiving shipments of flour.  

Potential Relocation Benefits 
While a cost-benefit analysis is not within the scope of this study, several 
significant benefits have been identified related to the relocation of the 
existing Rutland City and Burlington Railroad yards.  These potential 
benefits include: 
 

 Relief from existing and projected traffic congestion 
 Improved circulation and access within town centers 
 Increased potential for new economic development 
 Increased opportunity for expansion of existing Vermont businesses 
 Improved railroad operations  
 Improved safety 
 Improved quality of life and economic vitality of the region  
 Attraction of new rail customers 
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The current locations of the Rutland City and Burlington railyards are 
constrained so that future expansion and economic opportunities for the 
railroad are limited.  The relocation of these railyards will allow for 
increased industrial development and the expansion of the railroad. 
Relocation of the railroads will also allow Rutland City and Burlington to 
develop these areas in accordance to higher and better land use goals 
based on their existing land use plans. 
 
Additionally, the relocation of the railyards may improve the efficiency 
of railroad operations.  For example, due to the location of a wye near 
the Rutland City yard, a large number of trains must be routed through 
Rutland City to change direction to the north.  If a new wye is 
constructed as part of this relocation, some northern bound trains will be 
able to circumvent the city entirely improving transportation in and 
around Rutland. 
 
The relocation of the existing Burlington and Rutland City railyards 
could also potentially improve safety by minimizing interaction between 
pedestrians, cars and trains.  By moving the railyards out of the densely 
populated commercial districts of Burlington and Rutland City and 
relocating these facilities to sites in less obtrusive locations the potential 
for safety incidents will decrease. 
 
The relocation of a railyard, however, can also have some disadvantages 
both at its current and future location. These aspects must be fully 
understood and mitigated prior to the relocation of the Burlington and 
Rutland City railyards.  Due to the nature of railroads, it is anticipated 
that the existing sites may require significant clean up/mediation prior 
to site reuse.  Additionally, the travel patterns of the trains will continue 
to require access through the parcel after the railyards are relocated 
requiring subsequent plans for these parcels to respect these ongoing 
uses.  Finally, while several of the proposed locations provide room for 
expansion for new customers, each of the new railyard locations will 
impact the efficiency of the existing network of railroad customers.  
Given these factors, it is necessary that any proposed railyard relocation 
be fully analyzed to determine costs, benefits and impacts to the 
community and the railroad. 
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Evaluation Methodology 

3 
 

This chapter provides a summary of the general methodology used to 
assess each of the potential railyard sites identified in the Burlington and 
Rutland areas.  A brief summary of the approach to the evaluation is 
presented first.  Following the discussion of the approach, the evaluation 
criteria required by the state enacted legislation is presented.  This 
discussion includes the methods used to evaluate each criterion. 

Approach to Evaluation  
The steps in the process of identifying and evaluating the alternate 
railyard sites in Burlington and Rutland are as follows: 
 
1. Through a series of interactive meetings, members of the Advisory 

Committee developed a list of potential sites to be explored for the 
relocation of the railyards. 

2. The existing Burlington and Rutland railyards were reviewed to 
define the various infrastructure components and operational 
functions.  A series of meetings with VTrans staff and Vermont 
Railway personnel were used to document the components of each 
railyard as well as to create a list of customers and operational 
practices employed by Vermont Railway. 

3. Members of the Advisory Committee were provided with the criteria 
identified by the Legislature and were encouraged to expand and 
refine the list.  Through the concensus of the Advisory Committee, 
an additional criteria to address cost was added to the list. This 
additional criteria was added to the evaluation process as an order of 
magnitude cost for comparison purposes.  

4. The various criterion specified by the legislation were reviewed and 
the method of analysis for each was defined.  

5. The results of the evaluation for each alternate site were placed in a 
matrix for comparative purposes. Sites were not ranked and a 
preferred alternative was not selected.  
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6. Following the technical review of this analysis, the results of the 

evaluation were critiqued at two separate meetings of the Advisory 
Committee.  Based on comments received from meeting participants, 
several of the site locations were modified and the results of the 
evaluation matrix were revised to reflect this additional information. 

Evaluation Criteria 
Criterion for the evaluation of the relocation of the Burlington and 
Rutland City railyard was initially identified by the Legislature.  These 
criteria reflect the State’s desire that the relocation be beneficial to the 
environment, community, and economy.  The legislation required that 
the following criteria be used in the evaluation of each potential site: 

 Size (acreage) and availability 
 Potential for adjacent industrial development 
 Municipal and State permit requirements 
 Compatibility with local land use and development planning  
 Availability of power, water and sewer 
 Access and proximity to municipal and State highways 
 Environmental impacts including wetlands, flood plains, 

archeological and historical resources, contaminated soils and 
topography. 

In addition, railroad operations and uses were considered in the 
evaluation of each site.  These uses included but were not be limited to 
the following: 

Administrative facilities ™ 
™ 
™ 
™ 
™ 
™ 

Existing railroad lines and routing 
Storage of rail equipment, infrastructure materials and fuels 
Repair facilities 
Freight cargo storage and handling 
Service of existing customers on site 

In addition, relocation cost estimates were developed for comparison 
purposes. 

Each of the operational components was analyzed with input from VTR 
to determine the potential impacts of the alternate sites on the railroad.  
In identifying potential sites, one important operational criteria not 
previously identified was used to guide the process.  Relocation of the 
railyard can not realistically occur outside a radius of eight to ten miles 
of the existing location without significant operational impacts.   Many of 
these impacts involve scheduling and train crew work rules.  Other 
impacts would involve the ability to continue service to existing 
customers. Also, sites that were not on active rail lines and that would 
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require extensive track work and property takings were not included as 
potential sites in this analysis. 

The following sections briefly describe each of the criteria and how it 
will be applied to the evaluation of potential railyard sites. 

Size and Availability 

Both the existing Burlington and Rutland railyards each contain 
approximately 50 acres.  This acreage is a specific shape which allows the 
various functions and operational requirements of the yard to be 
incorporated.  Long narrow sites are preferable to shorter, wider sites as 
they allow for easier makeup and storage of train consists.  For the 
purpose of this study, each potential railyard site would provide at a 
minimum the current acreage of the existing facility and be of a shape to 
accommodate the functional and operational needs. 
 
A second part of this criterion is the availability of the individual 
parcel(s) that make up each alternative site.  The site identification 
process considered both private and publically held properties and 
developed and undeveloped (as well as under-developed) parcels.  The 
potential availability of the parcel(s) making up each alternative site was 
considered. 
 
Estimates of each alternate site’s acreage were developed using GIS 
technology.  Advisory Committee members developed the approximate 
limits for each site.  They also provided input regarding the potential 
availability of the site. 

Potential for Adjacent Industrial Development 

As noted in the description of the existing railyards, there are rail 
dependent industries located adjacent to the yards.  In the evaluation of 
alternative sites, the potential to locate or relocate similar industries 
adjacent to the new railyards was considered.  The potential to locate 
industry adjacent to the alternative sites provides the local communities 
with new opportunities for economic development.  The zoning of 
property for industrial uses coupled with the advantage of direct rail 
access can potentially spur economic development in this area.  Potential 
for industrial development was determined by considering existing land 
uses and by the availablity of undeveloped  land adjacent to the alternate 
site.   
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Municipal and State Permit Requirements 

Each alternative site considered would need to complete the municipal 
and state permitting processes.  The state process will be the same for 
each site while the local processes may vary slightly by site.  The 
potential to meet the permitting requirements however could vary 
significantly.  The criteria assessed the anticipated level of difficulty 
required to meet the permitting process requirements.  More difficult 
sites resulted in a lower rating or ranking of the site. 

Compatibility with Local Land Use and 
Planning 

The two existing railyards are located in developed, industrial areas.  
The activities of a railyard generate noise, air quality, and social impacts 
typically associated with industrial and commercial development.  The 
focus of this criterion evaluated the existing land uses surrounding the 
alternate sites and assessing the overall compatibility of a railyard with 
these uses.  This evaluation considered the local land use plan to assess 
future potential impacts and compatibility issues. In particular, potential 
impacts to existing residential neighborhoods were included.  The more 
compatible an alternative site was with existing and future planned uses 
the higher the evaluation score.  Advisory Committee members 
provided insight into development opportunities that were occuring in 
the vicinity of proposed railyard sites.  Additional field visits to each of 
the proposed sites were conducted to examine existing land uses. 

Availability of Utilities 

The availability of electric, water, and sewer services is critical to the 
development of an alternative site.  Sites where these utilities already 
exist rated the highest score.  If these utilities are not present at the sire, 
the ranking was lower. 

Access/Proximity to Municipal and State 
Highways 

Access to the regional highway system is important to the railroad as 
much of a railyard’s local distribution activity depends on the movement 
of goods by truck.  In evaluating each alternative site, the proximity of 
the site to the regional highway system will form the basis of this 
criterion.  Also part of the consideration was the type and condition of 
the municipal street(s) accessing the regional system.  The shorter the 
distance and the better the access route, the higher the score will be for 
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the alternative site.  It is crucial that the relocated facilities continue to 
provide good access to minimize the impact of the truck traffic on local 
roads. The distance to municipal and State highways was approximated 
using GIS technology based on the current street patterns. 
 
Several of the potential sites would require construction of new roads to 
provide improved access to the site or to better connect the site to the 
regional road network. 

Environmental Impacts  

The environmental impacts criteria includes consideration of wetlands, 
flood plains, archeological and historical resources, contaminated soils, 
and topography.  The criterion considered the presence of and potential 
impact on the environmental and archeological/historic resources at 
each alternative site. Sensitivity to the natural environment as well as 
preservation of archeological and historical resources were important 
considerations in the evaluation of each of the location.  Potential for 
contaminated soils to be present and the impact of the existing 
topography on site development was also a factor.  A rolling topography 
requires more earthwork to prepare it for development as a railyard than 
a site that is relatively flat.  A contaminated site could potentially add 
significant cost to the development process.   
 
Information regarding environmental sensitivity was supplied by the 
State.  Wetland, floodplain, and topographical information was obtained 
from the State’s GIS data base and supplemented by the National 
Wetlands Inventory, the United State Geological Survey, and ortho 
photos.  Field verifications were not conducted as part of this study.  
VTrans provided information regarding potential for historical/ 
archeological significance. 

Administrative Facilities 

Both existing railyards provide an administrative function for the 
operating railroads.  The alternative sites would also provide this 
function.  The capability of each site to perform this function will be 
based on the ability to provide an appropriately sized structure 
containing the necessary operational features and amenities.  In some 
cases, local zoning requirements may restrict the size, height, or function 
of the structure. 
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Proximity to Existing Rail Lines 

The existing railyards are strategically located to serve the function of the 
railroad.  A large volume of locally destined freight moves from each 
facility annually.  The existing locations also provide for convenient 
interchange points between various railroads.  The alternative sites need 
to provide the same functions as the existing yards in a location that is 
conveniently accessed by rail.  The railyard by definition cannot be 
isolated from the main line activity of the railroad.  The location must 
allow for the timely movement of freight into and through the region it 
services.  Ideally, the alternative sites are located adjacent to the existing 
railroad main line and as close as practical to the urban areas they 
service. 

Storage of Rail Equipment and Materials 

The operating railroad needs a place to store (park) unused equipment 
and to stockpile necessary maintenance materials.  The equipment 
storage requirement includes rail mounted and rubber tired track 
maintenance equipment, excess freight cars, and other non-revenue 
railroad cars.  Material storage ranges from sections of rail, ties, ballast, 
other track materials, crossing gate arms, and many other items.  The 
alternate sites have adequate room to fulfill the storage requirements in a 
manner that does not adversely affect the daily operations of the 
railroad. 

Repair Facilities 

The operating railroad needs an area within the railyard to perform both 
the daily servicing of railroad equipment and the overall/rebuilding of 
equipment.  The most important aspect of this function is for an 
appropriately sized and weather-tight facility to service the locomotives.  
The locomotive fleet requires daily servicing and inspection.  The type 
and timing of each inspection is mandated by the Federal Railroad 
Administration.  In addition, the railroad’s rolling stock requires 
maintenance and repair facilities.  The alternate sites considered the 
railroad’s need for these facilities and also the need for space to store 
equipment waiting for repair. 

Freight Cargo Handling and Storage 

The primary function of a railyard is to handle the freight traffic that 
originates, terminates, and passes through it each day.  As a regional 
freight terminal, the facility must be able to efficiently handle the locally 
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generated and destined cargo.  This requirement includes the provision 
of adequate and proper facilities to store, transload, and handle a variety 
of freight.  Each alternative site was evaluated to assess the effects of the 
location on existing customers of the railroad that depend on the railyard 
facilities. 

Service To Existing On-site Customers 

As summarized in the description of the existing railyards, there are 
presently a number of industrial/commercial facilities located within the 
railyards on railroad owned property.  The ability of each alternate site 
to potentially accommodate these users and the potential impact of the 
yard relocation on these businesses must be addressed.  Several of the 
existing on-site businesses have fixed facilities that would be expensive 
to relocate.  The existing yard locations may provide better  customer 
service.  These and other on-site customer related issues must be 
carefully weighed in the evaluation of each proposed site. 

Relocation Cost Estimates 

Relocation costs for each of the potential railyard sites have been 
developed based upon unit pricing of key components.  Each of the 
existing railyards was broken down into individual components and a 
cost estimate for each of these components was identified.  Further 
information regarding these components and their estimated costs are 
included in Appendix E. 
 
Based on these unit prices, estimates were created for each of the 
proposed railyard relocation sites.  It is important to note that these 
estimates do not include costs associated with engineering and design, 
environmental mitigation, or land acquisition costs. 
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Identification /Evaluation of 
Potential Sites 

4 

Chapter 4 summarizes the identification and evaluation of the sites 
considered for railyards in Burlington and Rutland.  As discussed in 
Chapter 3, these alternate sites were identified through a series of 
meetings with the Project Advisory Committee.  These alternate sites 
were then evaluated based on the criterion presented in Chapter 3. 
 
Even if the existing railyards are relocated to new sites, train traffic will 
continue to operate on the rail lines through the existing sites.  These 
lines form vital connections in the state’s rail network and cannot be 
severed.  The number and function of tracks that remain will be based on 
the operating needs of the railroad.  In addition, some of the businesses 
located within or adjacent to the yards may not be able to relocate.  Rail 
service to these facilities will need to be preserved to maintain the 
economic viability of the business. 
 
The alternate sites identified for Burlington and Rutland are summarized 
in the following sections.  A brief description of each site and a summary 
of the evaluation are provided.  An aerial photo base plan of each site is 
provided in the appendices.  These plans graphically depict many of the 
criteria used in the evaluation. 

Potential Sites for the Relocation of the 
Burlington Railyard 

Seven alternate sites and the current location of the railyard were 
considered for the Burlington railyard.  As noted in the methodology 
discussion in Chapter 3, sites that were not on active rail lines and 
thereby would require extensive track work and property takings were 
not included as potential sites in this analysis.  Figure 4-1 illustrates the 
locations of the seven sites in relationship to the existing railyard. 
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As the figure shows, six of the seven sites are located north of the 
existing yard adjacent to rail lines owned and operated by NECR.  Only 
one site, the Shelburne Site, is located south of the existing yard 
adjacent to the VTR main line.  With any of the six sites located north of 
the existing yard, train traffic on the line connecting with NECR will 
likely increase.  Today, the only traffic over the line are the trains 
interchanging traffic between VTR and NECR.  If the yard were 
relocated to the north, all of VTR’s freight trains would have to continue 
along the line to the new yard location. 
 
There is also a significant infrastructure constraint located on the NECR 
line north of the existing yard.  The North Avenue tunnel will not allow 
the passage of double stack cars or wider-width cars.  The tunnel also 
creates a pinch point in the system as only one track is provided.  The 
single track operation complicates the scheduling of service along this 
line.  Alterations to the tunnel could be difficult as it is an historic 
structure subject to historic preservation laws. 
 
It is important to note that commuter rail trains for the Burlington to 
Charlotte service will continue to operate along the main line through 
the existing yard.  It may be necessary to retain a layover facility for the 
commuter trains in the area of the yard. 
 
The following sections summarize the evaluation of the existing railyard 
site and the seven alternate sites identified.  The analysis includes the 
existing railyard as the base line or No-Build alternative.  The base plans 
depicting each site and illustrating some of the evaluation criteria are 
included in Appendix C. 

Existing Burlington Site 

The existing Burlington railyard site was described in Chapter 2.  
Located on the western edge of downtown Burlington on the Lake 
Champlain waterfront, the 47-acre yard includes six on-site businesses: 

 three businesses operated by VTR (ballast operation, salt shed 
storage, and general loading dock/ramp) 

 an oil tank farm and distribution center 
 a concrete plant 
 a liquid calcium chloride operation 

There are also a half dozen significant rail customers located adjacent to 
or in close proximity to the yard.  If the railyard remains in its current 

\\Mabos\projects\51006\Report 29 Identification/Evaluation of Potential Sites 



  
   

 

™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

™ 
™ 
™ 

location, there are no impacts on railroad operations or existing 
customers. 
 
The current parcel is efficiently used but has little room for expansion to 
accommodate increased rail traffic or additional rail customers.  This 
situation will become more constrained with the construction of the 
Champlain Parkway.  A new wye will be constructed in the railyard as 
part of this project.  Construction of this infrastructure will allow greater 
flexibility in the movement of trains.   
 
The railyard facility is not consistent with the re-development that has 
occurred along the Lake Champlain waterfront over the past 15 years.  
The community has expressed interest in redeveloping the property to 
uses more in keeping with existing land use policies and practices.  It is 
important to note that should the present site be relocated train traffic 
will continue to cross this parcel.   
 
All utility connections are in place.  Trucks leaving the facility travel on 
heavily congested roads for a distance 1.5 miles to reach Route 7 and 2 
miles to reach I-89.  The current site has no wetland impacts but is 
partially affected by floodplains.  The area is flat with no topographic 
constraints.  The existing roundhouse and turntable may have historical 
significance.  There is also a high probability of archeological significance 
on the site.  Maintaining the existing site would have no impact on VTR 
and there would be no costs associated. 
 

Size – 47 Acres 
Potential Industrial Development – Limited 
Land Use Compatibility – Incompatible  
Utility Connections – Existing 
Proximity to Highway – 1.5 miles 
Wetlands – No impact 
Flood plains – Partial located within a floodplain. 
Historical/Archeological significance – High: Existing roundhouse 
and turntable; Potential archeological significance 
Topography – Flat 
Impact to Railroad  Operations – No Change 
Cost – No Cost to retain existing site 

CLV Site 

The CLV site is located in Burlington approximately 1.2 miles north of 
the existing railyard on the Lake Champlain waterfront.  It is 
immediately north of the NECR/CLV junction.  The closest street access 
is North Avenue located approximately 1,000 feet east of the site.  The 5-
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acre parcel is the former location of the CLV railyard.  The site is owned 
by the New England Central Railroad and used for equipment storage 
by VTR. 
 
The CLV Site is a single parcel comprised of only 5 acres.  It would not 
be able to accommodate the needs of the existing Burlington yard.  The 
parcel offers no opportunities for economic development and would 
require the extension of utilities.  Additionally, an active rail use on the 
site would be in conflict with current land use plans creating negative 
impacts on the community, local parks, and a bike trail. 
 
The preliminary environmental analysis indicates that there are no 
wetlands or floodplains present.  Supplemental data however, suggest 
that the Lacustrine Wetlands could be impacted and that there are 
species of special concern located nearby.  Topography is not a factor 
although the terrain slopes up on adjacent parcels. 
 
Railroad operations could be impacted by a relocation of the yard to this 
site.  The yard would still be located near the downtown and adjacent to 
and connected to the NECR line.  Operations would be complicated 
however because the yard would be off the main line.  Reverse 
movements and backing of trains into the facility would likely be 
required.  There would also be the potential for trains to queue up on the 
tracks along the waterfront waiting for access to the yard. 
 

Size – 5 Acres 
Potential Industrial Development – None 
Land Use Compatibility - Incompatible 
Utility Connections – None 
Proximity to Highway – 2.3 miles 
Wetlands – Potential Impacts 
Flood plains – None 
Historical/Archeological significance – Low 
Topography – flat 
Impact to Railroad  Operations – Moderate 
Cost – $38 million 

Saint Michael’s Site 

The St. Michael’s site is located in Colchester immediately east of Lime 
Kiln Road and south of Route 15 (College Parkway).  It is adjacent to the 
NECR line approximately 5 miles north and east of the existing railyard. 
St. Michael’s College owns the 33-acre site that is located south of their 
main campus. The site abuts 68 acres of open space preserved by the 
Town of Essex. 
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The proposed site located in a ravine and as such would provide a 
natural visual buffer from the sights and sounds of a working railyard.  
Some fairly significant earthwork would be required to provide street 
access into the site.  Utilities would need to be extended for site 
development.  
 
The St. Michael’s site is estimated at 33-acres which is significantly 
smaller than the existing Burlington facility.  Due to this constraint, there 
would be limited opportunities for industrial development either at the 
St. Michael’s site or in the area surrounding it.  The area would require 
the extension of all utilities.  The St. Michael’s site is located 
approximately 0.7 miles from I-89.  Traffic would access I-89 by Route 15 
using a newly constructed roadway. 
 
Clearance problems exist at the North Avenue tunnel on NECR right of 
way between the existing Burlington yard and the proposed St. 
Michael’s site.  The site is also inadequately sized to handle all the 
functional needs of the railyard. 
 

Size – 33 Acres 
Potential Industrial Development – Limited 
Land Use Compatibility - Incompatible 
Utility Connections – None 
Proximity to Highway – 0.7 miles 
Wetlands – No 
Flood plains – Significant 
Historical/Archeological significance – High 
Topography – Significant 
Impact to Railroad Operations – Moderate to High 
Cost – $51.7 million 

Intervale Site 

The Intervale Site is located in the City of Burlington east of Route 127 
and north of the NECR line.  The site is approximately 1.5 miles north of 
the existing yard just east of the North Avenue tunnel.  The North 
Avenue tunnel provides some clearance restrictions for trains using this 
facility.  A number of additional access issues are associated with this 
site including grade differentials and truck access issues.  It is located 2.3 
miles from I-89. 
 
Approximately 122 acres in size, environmental analysis of this site 
indicated that the potential site is located almost entirely on wetlands 
and within the 100-year flood plain.  A site visit confirmed standing 
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pools of water and vegetation typical of wetlands areas.  These 
environmental constraints and the high probability of archeological 
significance would severely limit any development opportunities 
associated with this site. 
 
The proposed Intervale site would require extension of utilities. 

Size – 122 Acres 
Potential Industrial Development – Limited 
Land Use Compatibility - Compatible 
Utility Connections – No 
Proximity to Highway – 2.3 miles 
Wetlands – Significant 
Flood plains – Significant 
Historical/Archeological significance – High (Archeological)  
Topography – Moderate 
Impact to Railroad  Operations – Moderate 
Cost – $47 million 

Airport Industrial Site 

Also known as the Highland Industrial Park area, this site is located in 
Winooski.  It is bounded to the south by Route 15, I-89 to the east, the 
Winooski River to the south, and Route 7 and the Winooski Mill retail 
development to the west.   The NECR line passes through the northern 
portion of the site.  The 69-acre site is located approximately four miles 
north of the existing yard east of the North Avenue Tunnel.  The 
addition of a southbound exit on I-89 would likely be required for 
improved truck access to the facility.   
 
The Airport Industrial site is entirely wetlands and floodplains.  
Winooski has recently designated it as parkland.  As such, and given the 
environmental constraints of the site, there is little opportunity for 
economic development opportunities.  
 

Size – 69 Acres ™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

Potential Industrial Development – Limited 
Land Use Compatibility - Compatible 
Utility Connections – No 
Proximity to Highway – 0.3 miles 
Wetlands – Significant 
Flood plains – Significant 
Historical/Archeological significance – High (archeological)  
Topography – Significant 
Impact to Railroad  Operations – Moderate 
Cost – $51 million 
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Shelburne Site 

The Shelburne Site is located south of Bay Road adjacent to the VTR 
main line.  The Platte River passes to the west of the approximately 24-
acre site that is owned by VTR.  It is located five miles south of the 
existing rail yard. 
 
 Some industrial and commercial facilities exist in this area.  A significant 
construction boom has led to the development of many new single 
family homes along Bay Road.  While there is potential for some 
economical development in the area, it would require significant 
investment by the state to completely build and upgrade the required 
infrastructure.   Using the current street network, the parcel is 1.2 miles 
from Route 7 and over 3 miles from 189.  The existing streets and land 
use would not be compatible for trucking operations necessitating the 
construction of a new access road. 
 
Environmental review of this site indicates a small portion of wetlands 
and floodplains. 
 

Size – 24 Acres ™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

Potential Industrial Development – Limited 
Land Use Compatibility - Incompatible 
Utility Connections – No 
Proximity to Highway – 1.2 miles 
Wetlands – Partial 
Flood plains – Partial 
Historical significance – High (archeological) 
Topography – NA 
Impact to Railroad  Operations – Minor to moderate 
Cost – $38.9 million 

Demers Industrial Park Site 

The Demers Industrial site location is located in Colchester just north of 
the Essex town line.  The 48-acre site is located approximately 14 miles 
north of the existing yard on the NECR main line that runs from Essex 
Junction to St. Albans.  The location is zoned industrial and has easy 
access to Route 7.   There is an existing building on the property that is 
currently used seasonally by a snowboard company.  In addition, there 
are adjacent parcels tht could be used for development opportunities.  
There are however, a number of houses along Sand Road that would be 
negatively impacted by a railyard in this location. 
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The site is relatively flat and would not require significant re-grading. 
The utilities serving the Industrial Park may require upgrades to handle 
the requirements of the railroad facility.    
 
Environmentally, the site contains a small area of wetlands that likely 
could be mitigated.  It is not within a flood plain. 
 

Size – 48 Acres 
Potential Industrial Development – Positive 
Land Use Compatibility - Compatible 
Utility Connections – No 
Proximity to Highway – 1.6 miles 
Wetlands – Partial 
Flood plains – Partial 
Historical/Archeological significance – Low  
Topography – NA 
Impact to Railroad  Operations – High 
Cost – $47.5 million 

Williston Site 

The Williston Site is located off Redman Road near Mountain View in 
Williston.  This parcel is owned by the state and contains approximately 
25-acres.  The site is located just south of Essex Junction approximately 
10 miles east of the existing yard. 
 
Located near the IBM facility, the solid waste transfer facility, and the 
regional land fill, this site would complement the existing land use and 
provide development opportunities in the area. The addition of the 
railroad and its complementary businesses would increase truck traffic 
on Mountain View Road and 117.  The Williston site is currently 3.5 
miles from the I-89, however, construction of the Circumferential 
Highway and the local exit at this location would mitigate this impact.  
The Circumferential Highway is scheduled for construction in two to 
three years. 
 
To access this proposed site, a spur, approximately 1/3 of a mile in 
length would need to be laid to connect to the existing track with an 
associated grade crossing at 117.  Additionally new utility lines would 
need to be added to connect this site with the services it would require. 
 
The site is not in a floodplain and has no wetlands issues associated with 
the property.  The site is relatively flat and would not any significant 
earthwork. 
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Size – 25 Acres 
Potential Industrial Development – Positive 
Land Use Compatibility - Incompatible 
Utility Connections – No 
Proximity to Highway – 3.5 miles 
Wetlands – None 
Flood plains – None 
Historical significance – High (archeological) 
Topography – NA 
Impact to Railroad  Operations – High 
Cost –  $47.1 million 

Other Sites 

Two additional sites were also suggested.  One of the sites was located in 
Vergennes.  A large, industrial zoned parcel was suggested to provide 
improved economic development opportunities.  Located about 20-25 
miles south of the current railyard, the proposed location could not 
adequately be substituted without significantly altering railroad 
operations and service to their existing customers. 
 
A second site located in St. Albans was also suggested.  The NECR’s St. 
Alban’s middle yard location could be upgraded to support the 
relocation of the Burlington yard.  This location, however, may be 
operationally infeasible as it is more than 20 miles north of the existing 
facility and would have significant negative impacts on VTR’s existing 
customers.  Scheduling of train crews would also be impacted by this 
move.  This location was suggested as an interim solution. 

Potential Sites for the Relocation of the 
Rutland Railyard 

Seven alternate sites were considered for the Rutland railyard.  As noted 
in the methodology discussion in Chapter 3, sites that were not on active 
rail lines and thereby would require extensive track work and associated 
rights-of way acquisitions were not included as potential sites in this 
analysis.  Figure 4-2 illustrates the locations of the seven sites in 
relationship to the existing railyard. 
 
As the figure shows, six of the seven sites are located north and west of 
the existing yard adjacent to rail lines owned and operated by VTR.  
Only one site, the Otter Creek Site, is located south of the existing yard 
on the VTR line to Bennington.   
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The following sections summarize the evaluation of the existing railyard 
site and the seven alternate sites identified.  The analysis includes the 
existing railyard as the base line or No-Build alternative.  The base plans 
depicting each site and illustrating some of the evaluation criteria are 
included in Appendix D. 

Existing Rutland Site 

The existing Rutland rail yard site was described in Chapter 2.  The yard 
is approximately 48 acres including five on-site businesses: 

 Two businesses operated by VTR (salt storage shed and general 
loading dock/ramp) 

 An oil tank farm and distribution center 
 A lumber facility 
 A heavy equipment transfer facility 

There are also a half dozen significant rail customers located adjacent to 
or in close proximity to the yard.  If the rail yard remains in its current 
location, there are no impacts on railroad operations or existing 
customers. 
 
The current parcel size is efficiently used and has little room for 
expansion.  As the parcel is presently an active railyard, all utility 
connections are in place and operational.  Trucks leaving the facility 
must travel 0.2 miles to reach Route 7 a highly developed road with 
significant traffic issues.  The current site has no wetland and is not 
within the boundaries of any flood plains.  The area is flat with no 
topographic constraints.  Maintaining the existing site would have no 
impact on VTR and there would be no costs associated. 

Size – 48 Acres ™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

Potential Industrial Development – Limited 
Land Use Compatibility - Incompatible 
Utility Connections – Existing 
Proximity to Highway – 0.2 miles 
Wetlands – No 
Flood plains – No 
Historical/Archeological significance – High probability 
Topography – NA 
Impact to Railroad  Operations – None 
Cost – NA 
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South Proctor Site 

The South Proctor site is located on the west bank of Otter Creek 
adjacent to the VTR Burlington main line approximately 7 miles north of 
the existing yard.  This 86.6 acre site incorporates both developed and 
undeveloped parcels in the town of Proctor.  The existing industrial and 
commercial sites in the area are compatible with the proposed rail yard 
use.  Although some portions of the site are developed, an extension of 
existing utilities is anticipated. 
 
The site does not offer optimal connections to major roadways.  It is 
located approximately 4 miles west of Route 7.  Truck traffic would have 
to pass through residential areas to access Route 3 that connects to Route 
7. 
 
The southern portion of the South Proctor site has some wetland areas.  
The site is, fairly large and could be developed to minimize wetland 
impacts.  There are no floodplains or topographical issues associated 
with the proposed site.  Given its location within a developed 
community on a water course, the archeological potential is high. 
 
The selection of this site would require the construction of a wye 
connection in Center Rutland at the VTR/CLP connection.  This wye 
track would allow for the direct movement of trains between the CLP 
and VTR.  Without the wye track, trains to/from Whitehall would have 
to continue past the VTR connection into Rutland to reverse direction for 
access to the yard. 
 

Size – 87 Acres ™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

Potential Industrial Development – Positive 
Land Use Compatibility - Mixed 
Utility Connections – None (extensions required) 
Proximity to Highway – 4.2 miles 
Wetlands – Partial (impacts likely can be minimized) 
Flood plains – None 
Historical/archeological significance – High (archeological)  
Topography – NA 
Impact to Railroad  Operations – Positive 
Cost – $37 million 

South Proctor Site 2 

The South Proctor Site 2 is located approximately 4.5 miles north of the 
existing yard on the VTR Burlington main line.  The 25 acre site is 2.5 
miles north of Center Rutland and the CLP/VTR connection.  The site is 
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bordered by Route 3 to the east and south, the VTR Burlington main line 
to the west, and Otter Creek to the north. While the proposed site would 
not be big enough to accommodate all of the Rutland Railyard functions, 
it could serve as an interim solution to remove the switching function 
from the existing facility. 
 
The area is presently used as farmland.  There is no industrial or 
commercial development present as the area is quite rural. There are no 
known plans for development of any type in the immediate future. 
 
Utilities would need to be extended to serve the site.  There would also 
be some issues with site access as the existing road network does not 
optimally serve the site.  Routes 4 and 7 are approximately 4 miles to the 
south and east. As with all sites located north of the CLP/VTR 
connection, a new wye connection in Center Rutland would be necessary 
to accommodate direct movement of trains to/from the CP connection at 
Whitehall. 
 
The northern and southern portions of the South Proctor Site 2 are 
constrained by wetlands.  The site is not within a floodplain and 
topographical issues appear to be minor.  There is a high probability of 
archeological significance given its river front location. 

Size – 25 Acres 
Potential Industrial Development – Limited 
Land Use Compatibility - Incompatible 
Utility Connections – None 
Proximity to Highway – 4.2 miles 
Wetlands – Partial 
Flood plains – None 
Historical/archeological significance – High (archeological) 
Topography – Minor 
Impact to Railroad  Operations – Moderate (undersized parcel) 
Cost – $35.1 million 

Center Rutland Site 

The Center Rutland Site is located in Rutland town at the intersection of 
Business 4 and Route 3.  The 101 acre site is bordered on the west and 
north by Otter Creek, Route 4 in the south, and Route 3 to the east.  It is 
approximately 2.5 miles north of the existing yard and immediately 
north of the CLP/VTR connection.  Industrial and commercial 
development on or adjacent to this site would be consistent with the 
planning goals established by the region and would complement many 
of the businesses which currently existing along Business Route 4.  
Highway access to the site is good as both Route 4 and Route 3 are 
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within close proximity.  Existing utility lines are also located close by the 
site. As with all sites located north of the CLP/VTR connection, a new 
wye connection in Center Rutland would be necessary to accommodate 
direct movement of trains to/from the CP connection at Whitehall. 
 
The center portion of the site is constrained by an area of wetlands.  The 
site is not within a floodplain.  Minor topographical issues may arise in 
the development of this site.  Given the presence of Otter Creek, the 
likelyhood of archeological significance is high.   

Size – 101 Acres 
Potential Industrial Development - Positive 
Land Use Compatibility - Mixed 
Utility Connections – None (Existing closeby) 
Proximity to Highway – 1.2 miles 
Wetlands – Moderate 
Flood plains – None 
Historical/archeological significance – High (archeological) 
Topography – Minor 
Impact to Railroad  Operations – Minor (Low) 
Cost – $33.6 million 

Florence Site 

The Florence is located in Pittstown approximately 10 miles north of the 
existing yard on the VTR Burlington main line.  The VTR main line to the 
west, Otter Creek to the east, and Kendall Hill Road to the south border 
the 45 acres site.  This site is northernmost of the potential sites 
examined. 
 
VTR recently installed a second track on the west side of the main line 
North of Kendall Hill Road.  If the Kendall Hill Road crossing were 
grade separated, the passing track could be extended south and used as 
a switching lead for the yard. As with all sites located north of the 
CLP/VTR connection, a new wye connection in Center Rutland would 
be necessary to accommodate direct movement of trains to/from the CP 
connection at Whitehall. 
 
There are currently no other commercial or industrial uses in the vicinity 
of the site.  Most of the surrounding land is used for farming.  There is 
the potential however to develop the area between the VTR main line 
and Florence Road as an industrial or commercial park.  The site has 
excellent access to Route 7 that is located within 1.5 miles. 
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There are several pockets of wetlands contained within the site.  There 
are no floodplains or topographical constraints. Given the presence of 
Otter Creek, the likelyhood of archeological significance is high. 

Size – 45 Acres 
Potential Industrial Development – Positive 
Land Use Compatibility - Incompatible 
Utility Connections – None 
Proximity to Highway – 1.6 miles 
Wetlands – Partial 
Flood plains – None 
Historical/archeological significance –  High (archeological) 
Topography – Minor 
Impact to Railroad  Operations – Moderate to High 
Cost – $34.1 million 

East Castleton 

Located between Route 4 and Route 4A at Piontek Road in Castleton, the 
East Castleton site is approximately 12 miles west of the existing yard.  
The site is adjacent to the CLP main line to Whitehall.  Given its location, 
a new wye connection in Center Rutland would be necessary to 
accommodate direct movement of trains to/from the VTR Burlinton 
main line. 
 
There are currently no other commercial or industrial uses in the vicinity 
of the site.  The proposed site is very narrow and provides limited 
opportunities for on-site development.  The surrounding farmlands 
however could be re-developed for industrial/commercial uses. 
 
While the East Castleton site is close to Route 4, it is nearly 10 miles from 
Route 7 the main north-south highway route.  The portion of Route 4 
that the site abuts is a limited access highway.  Local access to Route 4 
would be via Route 4A.  The closest interchange is approximately one 
mile west at Frisbee Hill Road. 
 
There are no wetlands, floodplains or topographical constraints.  There is 
a low probability of archeological significance at the site.  

Size – 33 Acres ™ 
™ 
™ 
™ 
™ 
™ 
™ 

Potential Industrial Development – Positive 
Land Use Compatibility - Incompatible 
Utility Connections – None 
Proximity to Highway – 9.6 miles 
Wetlands – None 
Flood plains – None 
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Historical/archeological significance –  Low 
Topography – Minor 
Impact to Railroad  Operations – Moderate 
Cost – $32.4 million 

West Castleton Site 

The West Castleton site is comprised of  49 acres of land located north of 
Route 4A at Sand Hill Road.  The site is rectangular in shape and would 
allow for the linear layout necessary to accommodate the yard.  The 
existing land use in this area is mainly residential and farmland.  The 
presence of a railyard may be disruptive to local land use patterns.  
 
Approximately 30 percent of the site is developed.  There is limited 
potential however for additional industrial development.  Utilities are 
present although development of the site would require upgrades to 
support the railyard needs. 
 
There is a fairly significant wetland area associated with the Castleton 
River on the north and east sides of the site.  The site is not with a 
floodplain and topography does not constrain the site. Given its location 
on the Castleton River, the probability of archeological significance is 
high. 
 

Size – 49 Acres ™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

Potential Industrial Development – Limited 
Land Use Compatibility - Incompatible 
Utility Connections – Present but upgrade required 
Proximity to Highway – 10.7 miles to Route 7 
Wetlands – Significant 
Flood plains – None 
Historical/Archeological significance – High (archeological) 
Topography – Minor 
Impact to Railroad  Operations – Moderate 
Cost – $32.5 million 

Otter Creek/Route 4/7 Site 

The Otter Creek/Route 4/Route 7 site is located in Rutland City 
immediately south of the existing railyard.  The 78 acre linear shaped site 
is bordered by the VTR Bennington main line to the east, Park Street to 
the north, and Route 4 to the south. A majority of the property is 
currently under state control.  Highway access to the site could be 
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conveniently accommodated through the extension of Randbury Road.  
This extension would connect to existing industrial properties. 
 
The site is presently zoned industrial. The owners of nearby parcels 
currently have no access to their parcels and have indicated a desire for 
access improvements and/or a willingness to sell. The presence of the 
railyard would help to expand the existing industrial area providing a 
good customer base for the railroad.    
 
There are several small wetland areas contained within the site. The site 
is not located within a floodplain and topography does not appear to be 
an issue.  The probability of archeological significance is high given the 
close proximity of Otter Creek to the west. 

Size – 78 Acres 
Potential Industrial Development – Positive 
Land Use Compatibility – Compatible  
Utility Connections – None 
Proximity to Highway – 0.3 miles 
Wetlands – Partial 
Flood plains – None 
Historical/archeological significance – High (archeological)  
Topography – Minor 
Impact to Railroad  Operations – Minor 
Cost – $35 million 

Other Sites 

One other potential site was considered for the Rutland yard.  This other 
site, located in Brockway Mills on Stearns Road, is adjacent to the Green 
Mountain Railroad (GMRR) main line to Bellows Falls 43 miles south of 
Rutland.  Given the distance from the existing facility, this site was not 
considered feasible. 

Summary of Evaluation 
The previous sections have summarized the evaluation of seven 
potential alternate sites each in Burlington and Rutland.  These 
evaluations examined the 14 criteria identified in the legislation.  As 
noted in the Chapter 3 discussion of the criteria, the Advisory Committee 
recommended one additional criterion, cost.   The following sections 
present a summary of the order of magnitude capital cost estimates and 
a summary of the evaluation for each railyard. 
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Order of Magnitude Capital Cost Estimates 

Capital costs for each of the potential railyard sites have been developed 
based upon unit pricing of various key components associated with the 
relocation.  Each existing railyard was broken down into individual 
components and a cost estimate for each of these components was 
identified.  Each of the components and their estimated costs are 
included in Appendix E.  Based on these unit prices, estimates were 
created for each of the proposed railyard relocation sites.  It should be 
noted that the capital costs developed for this study were prepared for 
comparison purposes between the various sites.  Due to the level of this 
study, the estimates do not include costs associated with engineering 
fees, environmental mitigation, real estate acquisition, VTR moving costs 
or impacts to operations.  It is not anticipated that the existing railyard 
equipment will be salvagable but rather that all new materials will be 
used in the site. 
 
The capital cost estimates for the Burlington railyard ranged from $38 
million to $59 million. The capital cost estimates for the Rutland City 
railyard ranged from $32 million to $37 million.  The following chart lists 
the proposed costs for each of the alternative sites.  Tables listing the 
individual components of each proposed site are included in Appendix E 
of this report. 
 

Table 4-1 Order of Magnitude Capital Cost Estimates (1999 Dollars)* 
 

Site Cost** Site Cost** 
Burlington Sites  Rutland Sites  
CLV $38,016,030 South Proctor 1 $37,047,857 
Saint Michael’s $51,679,227 South Proctor 2 $35,140,491 
Intervale $46,995,990 Center Rutland $33,600,678 
Airport Industrial $51,016,839 Florence $34,051,227 
Shelburne $38,913,399 East Castleton $32,407,122 
Demers Industrial $47,524,990 West Castleton $32,496,549 
Williston $47,122,897 Otter Creek Route 4/7 $34,953,093 
* For comparative purposes only.  See Appendix E for detailed cost breakdowns. 
** Costs do not include engineering and design fees, real estate acquisition, environmental 
mitigation, VTR moving costs or impacts to operations.   

Evaluation Summary 

A significant amount of information has been presented in this chapter 
on the alternate sites considered.  This data has been summarized to 
allow a side-by-side comparison of the alternate sites for each of the two 
existing railyards.  Table 4-2 presents this summary.  While this table 
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does not rank the proposed sites, it does provide a summary of each of 
the location’s attributes based on the criteria developed by the state. 
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Next Steps 

5 
This fifth and final chapter presents the next steps should the state of 
Vermont decide to pursue the relocation of the Burlington and/or 
Rutland railyard.  Given the range of potential costs identified in 
Chapter 4, it is likely that federal funding will be pursued as part of the 
overall project funding plan.  All major capital investment projects that 
utilize any federal funds are subject to a project development process.  
This process must be followed to be eligible for federal funds.  The 
specifics of the process vary depending on the lead federal agency.  The 
five major steps of the process leading from project conception to 
construction are: 
 

 Systems planning 
 Alternatives analysis/draft environmental impact statement 
 Preliminary engineering 
 Final design 
 Construction 

 
Each of these steps is eligible for federal funding participation. Prior to 
initiating the federal process however, the state may want to further 
explore the funding options.  It is often appropriate to develop a 
financial feasibility or funding options study that explores federal, state, 
local, and private options. The purpose of such a study is to examine 
potential funding scenarios.  These scenarios help to establish the basic 
funding strategies or parameters of the project.  This step is particularly 
important given the limited availability of federal funds for freight 
projects.  Even with the flexible provisions included as part of the 
Transportation Efficiency Act for the 21st Century (TEA-21), few 
programs with limited dollars exist to fund freight initiatives.  The 
majority of the funding is targeted for highway and transit development. 
 
This study document represents the initial step in the project 
development process.  It identifies the need for the action, defines the 
issues, presents an initial list of potentially feasible sites, and presents a 
range of conceptual level cost estimates.  Once the state evaluates the 
funding options and makes a decision to pursue a project, then the 
alternatives analysis efforts can commence.  These efforts will involve 
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completion of a draft environmental impact statement under the 
National Environmental Policy Act (NEPA) guidelines that will result in 
the identification of a locally preferred alternative (LPA).  The step 
concludes with the development of a specific financial plan to fund the 
LPA. It is recommended that the effort be split into two separate projects: 
the relocation of the Burlington railyard and the relocation of the 
Rutland City railyard.  Splitting the relocation of the railyards into two 
separate projects allows the State flexibility in pursuing funding 
strategies that may be better suited to the conditions of one railyard. 
 
The following paragraphs provide a brief summary of the next steps 
included in the systems planning and AA/DEIS process.  Appendix G 
contains a more detailed description of the environmental review 
process.  

Financial Feasibility 
Critical to the state’s decision regarding the pursuit to one or both of the 
proposed railyard relocations is the availability of funding.  It is often 
appropriate to develop a financial feasibility or funding options study 
that explores federal, state, local, and private options.  This study is 
general done as part of the Alternatives Analysis.  Given the uncertainty 
regarding funding for freight related projects, it is appropriate to 
consider this as a necessary step before the state commits to one or both 
of the proposed relocation projects.  If the state elects to undertake the 
financial feasibility study prior to initiating the federal project 
development process, it will need to be completed with state funds.  
Also, some of the technical work may need to be re-done once the project 
enters the federal process. 
 
The purpose of such a study is to examine potential funding scenarios.  
These scenarios help to establish the basic funding strategies or 
parameters of the project. Using the conceptual level cost estimates 
summarized in Chapter 4 an analysis of reasonably viable funding 
options can be developed.  These options can be used to develop a 
general funding strategy for each of the sites under consideration. This 
step is particularly important given the limited availability of federal 
funds for freight projects.  Appendix H provides some initial information 
related to potential funding strategies based on the findings contained in 
this report. 
 
The results of the financial feasibility analysis will be the identification of 
potential funding sources and strategies.  It is important to note that the 
study does not represent a commitment of specific funds but rather 
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identifies the potential availability and how it may become part of an 
overall strategy.  Part of this step will be to identify funding sources for 
the project development process.  A final decision on a specific funding 
plan can not be made until a locally preferred alternative is identified as 
part of the AA/Draft EIS step.  With limited federal funds available, this 
will be a critical step for the state to undertake.  The financial feasibility 
analysis will likely need to fully explore innovative funding mechanisms 
as a key component of the funding strategies.   

System Planning 
The System Planning step is focused on establishing the need for a 
project and defining the transportation (and other) issues that could 
potentially be addressed through a major capital improvement.  The 
basic methods to conduct the study are identified as part of this step.  
The elements of this step are typically focused on highway and transit 
related project development.  It has only been over the past nine years 
since the passage of the Intermodal Surface Transportation Efficiency Act 
of 1991 (ISTEA) that more attention has been paid to the movement of 
goods.  The guidelines for this planning process continue to evolve to be 
more encompassing of all transportation modes including the movement 
and handling of freight.  Nonetheless, the project will be subject to some 
form of overall System Planning.  The degree of analysis required will be 
subject to the lead federal agency identified. 
 
As noted previously, this study document has identified many of the 
issues typically associated with the System Planning process.  Some 
additional input from the metropolitan planning organizations may be 
required to fit the proposed project into the overall context of the 
regions.  Given the economic and development impacts in the two 
communities currently hosting the railyards, additional local input may 
also be necessary to fully define the proposed action.  With this data and 
information, the project should be able to advance to the next step or 
phase of the project development process.   

Alternatives Analysis/Draft EIS 
The purpose of the Alternatives Analysis/Draft EIS process is to 
determine the locally preferred alternative (LPA).  In order to identify 
the LPA, a set of alternatives must be developed that includes:  
 

the necessary baseline options ™ 
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all reasonable sites but only those determined to meet the goals and 
objectives of the project 
all options that have a reasonable chance of becoming the locally 
preferred alternative 

 
The AA/Draft EIS process is typically divided into six major steps.  
These steps, which vary depending on the lead federal agency, include: 
 

 Initiation of the alternatives analysis step 
 The scoping process 
 Development of alternatives and analysis methodology 
 Analysis and refinement of the alternatives 
 Preparation of a draft environmental impact statement 
 Selection of the locally preferred alternative 

 
These steps are typically sequentially with the results of each step 
serving as input to following step.  The following paragraphs summarize 
these steps.  A general discussion of the NEPA process follows. 
 
The entire process is initiated with the identification of a lead federal 
agency and the consent of that agency to develop the alternatives 
analysis.  The lead federal agency is typically the agency through which 
the federal funding will be directed.  The efforts completed by the state 
prior to this formal initiation step (this current study and the financial 
feasibility analysis) may be used as a starting point at the discretion of 
the lead agency. 
 
The second step involves the scoping of the alternatives analysis.  At this 
time, the roles of the various agencies involved in the decision making 
process are identified and a public involvement program is formalized.  
The basic need for the project and key issues to be addressed by the 
analysis are identified.  This step typically results in a detailed work 
plan, a conceptual definition of the alternatives, and a first draft of the 
Purpose and Need for the proposed project. 
 
Once the project scoping is complete, the next step involves further 
defining the alternatives and analysis methods.  This is a critical step 
towards achieving general consensus from the project participants on the 
alternatives being considered and methods of evaluation. 
 
The fourth step of the process is the heart of the technical effort.  As part 
of this step, conceptual level (10 %) design plans are developed to aid in 
the assessment of infrastructure requirements and environmental 
impacts.  Capital and operating costs are developed and refined at a 
conceptual level to help identify the economic impacts of the 
alternatives. 

\\Mabos\projects\51006\Report 51 Next Steps 



  
   

 
 
Once the technical analysis is complete of the alternatives, the draft 
environmental impact is prepared under NEPA guidelines.  These 
guidelines are discussed in more detail in the following section.   The 
process concludes with the selection of the LPA.   

National Environmental Policy Act (NEPA) 

If the railyard relocations are funded, even in part, with federal funds, 
the project will be subject to NEPA. One of the first steps to advance the 
railyard relocations will be for VTrans to initiate the NEPA review 
process in conjunction with the appropriate federal (USDOT) agency.  
The USDOT's regulations implementing NEPA indicate that railyard 
relocations are a "Major Action".  The process of considering the 
environmental impacts of a proposed major action begins at the earliest 
practical time in the planning process for the proposed action preferably 
when technical and economic studies are being conducted. To the fullest 
extent possible, steps to comply with all environmental review laws and 
regulations (e.g., Act 250, Section 106, and Section 404) are undertaken 
concurrently. 
 
In the process of considering impacts to environmental resources, all 
reasonable alternatives to the proposed action are identified, including 
the "no action" alternative. The goal is to select a preferred alternative 
that best balances the benefits of the project against its social and 
environmental impacts. Consultation with appropriate federal, state, and 
local authorities, and to the extent necessary, with the public, is initiated 
at the earliest practicable time. 
 
The proposed relocation projects will be documented in either an 
Environmental Assessment or Environmental Impact Statement 
document.  Based on the level of evaluation completed in this study, it is 
likely that an EA will be sufficient.  The environmental review process 
must be started no later than when an application is made to the lead 
USDOT agency for funding. The lead USDOT agency will not approve 
funding requests until the NEPA process is completed.  

 
Based upon the information presented in the EA, the lead federal agency 
will determine whether the proposed action (i.e., relocation of the 
railyard) will have a significant impact on the quality of the human 
environment. If not, a "Finding of No Significant Impact" (FONSI) will be 
drafted for the lead federal agency to approval. Among the information a 
FONSI must include is a list of the alternatives considered, the expected 
environmental effects of the preferred alternative, and a discussion of the 
mitigation measures that will be taken. Importantly, if the proposed 
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relocation will require wetland filling, the FONSI must make a 
determination that there is no practicable alternative to the location that 
would not require wetland filling and that the proposed action includes 
all practicable measures to minimize harm to wetlands. 

Other Environmental Requirements 
As previously discussed, the relocation of the Burlington and Rutland 
railyards by VTrans is subject to the federal environmental review 
process.  In addition to the federal NEPA process described in the 
previous section of this chapter, the project may be subject to other 
federal agency and state environmental reviews.   The state review is 
governed by the Vermont Act 250 guidelines. In addition, if any 
wetlands must be filled to accommodate the new railyards, a Section 404 
Permit from the U.S. Army Corps of Engineers and a Wetlands 
Conditional Use Determination (CUD) from Vermont Agency of Natural 
Resources (ANR) will be required.  These processes are discussed briefly 
in the following paragraphs. 

Section 404 

Section 404 of the Clean Water Act is administered by the U.S. Army 
Corps of Engineers (ACOE). Section 404 regulates the discharge of fill 
material into waters of the United States, which includes wetlands. The 
New England Division of the ACOE has a developed a joint NEPA/404 
review process designed to expedite review of projects and lead to better 
decision making. Consultation with the ACOE should be initiated at the 
same time as the NEPA process. The Section 404 review process is based 
on three-step methodology of avoidance, minimization, and mitigation. 
 
Because of the regulatory protection provided wetlands, avoidance of 
wetlands is a key factor in the site selection alternatives analysis 
performed under NEPA, and wetland avoidance typically drives the 
NEPA/404 review process.2 ACOE regulations allow it to only permit 
the "Least Environmentally Damaging Practicable Alternative" (LEDPA). 
Therefore, the potential railyard sites must be analyzed carefully to 
determine what the likely wetland impact at each site would be. Sites 
that would have a significant negative impact on wetlands should be 
dropped from further consideration. 
 

                                                           
2 Avoidance of Section 4(f) properties, historic properties protected under Section 106, and 

endangered species, are also key environmental factors in the alternatives analysis. 
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Once a site (or sites) has been selected based on the alternatives analysis, 
measures to minimize wetland impacts will need to be designed and 
incorporated into the site planning. After impacts are minimized, 
appropriate mitigation can be designed to offset unavoidable losses. 

Act 250 

Act 250 is Vermont's primary means of reviewing large developments. 
For state-sponsored projects, Act 250 applies to those sites greater than 
ten acres. Since the railyards will require an area greater than 10 acres, 
they will require Act 250 review.  
 
Many of the Act 250 review criteria are similar to the issues examined 
during the NEPA review. And, although, the Act 250 process is 
subsequent to the NEPA process, the Act 250 criteria should be kept in 
mind during the alternatives selection process to ensure that the 
preferred alternative is permittable. 
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Existing Burlington Yard 

The Burlington railyard is the northern terminus for the Vermont 
Railway.  As such, the Burlington railyard serves as an intermodal 
freight transfer center.  It is at this point, that products are transferred 
between trains and truck-beds.  Also, in the case of Mobil Oil, this 
location serves as a transfer point between oil tanker boats, oil tanks and 
tanker train cars. 

 
The Burlington yard is used to perform all heavy maintenance on 
Vermont Railway locomotives and cars and also houses much of the 
railroads track maintenance equipment.  The Burlington facility provides 
significant track storage capability.  Four to five locomotives are stored 
daily at the Burlington railyard.  Additional locomotives are stored 
throughout the service area including three at Bellows Falls, four to five 
in Rutland and, depending on the season, one in Manchester Vermont.  
In addition, one locomotive works out of Florence and one will be based 
at Barre on the WACR.  The majority of Vermont Railway’s track 
maintenance equipment is stored at this location although equipment 
currently in use may be stored along an active spur of the mainline.  The 
Burlington facility also provides off-season storage (late spring and 
summer) for Macintyre’s fleet of 24-36 oil tank cars. 
 
Traffic through in the Burlington railyard can vary significantly on a day 
to day basis.  Burlington gets 30 to 32 ballast cars with a maximum of 70 
ballast cars for CP Rail.  Additional stores of ballast are located on site 
within the Burlington facility. 

Track Layout 
There are several different tracks located in the Burlington railyard that 
serve the VTR, commuter rail, and existing freight customers within the 
limits of the yard.  Each track has a name and a specific function.  A map 
of these tracks called a ‘track diagram’ as shown in Figure A-1.  The track 
MAIN is the main line track through the Burlington Yard. The 
Burlington Yard has a stretch of uninterrupted track between Maple St. 
(MP 121.64) and Flynn Ave. (MP 120.42).  This is a distance of 
approximately 1.22 miles.  The VTR uses approximately 7870 ft of the 
MAIN for train consist assembly, staging and storage. There are nine  

\\Mabos\projects\51006\Report A-2 Appendix A - Description of Existing Burlington Yard 





  
   

 
 

 
active tracks east of the MAIN Track.  Each track has a specific function.  
Track numbers 1, 2, 3, and 4 are used by the VTR for freight staging and 
switching.  The total length of these four tracks is approximately 4750 ft.  
Track 5 serves a dock and ramp facility owned and operated by the VTR.  
The VTR transfers plywood and lumber on two sides of the ramp.  One 
side of the ramp is used for end loading of cars.  Sometimes this facility 
is used to serve the off-site freight customer via truck.  Track 4 and Track 
6 can also be accessed via the dock and ramp facility from the sides of 
the ramp. Tracks 6, 7, and 8 are primarily used for Tank Car storage and 
staging.  There is a fixed facility adjacent to Track 8 that is owned and 
operated by MacIntyre.  This facility loads oil and other petroleum 
products.  MacIntye also has a small tank farm adjacent to Track 8, which 
is used for on site storage of petroleum and heating oil.  Additionally, 
the south end of Track 8 is used to unload salt onto the conveyor system. 

 
The HORN Track is east of Track 8 and the MacIntyre facility.  The 
HORN Track is used for VTR’s ballast operation.  Consequently, a ballast 
stockpile is located next to the HORN Track.  VTR owns two salt sheds 
on the property.  The first VTR salt shed is located adjacent to the Track 8 
and the HORN Track.  The capacity of the salt shed is approximately 
11000 tons. There is one truck scale near this salt shed.  The salt sheds are 
filled at the end of season, and activity increases after the first snow.  The 
Pine Street Lead Track can be accessed from the HORN Track.  This track 
is used to access Specialty Filaments off site. 
 
There are five tracks located on the west side of the MAIN Track.  The 
CV Track is approximately 635 ft long and is the primary track used for 
the staging of freight cars between the VTR and the New England 
Central Railroad (NECR).  The COACH Track is adjacent to the CV 
Track.  The COACH Track is used for commuter rail consist storage and 
layover.  The CRIPPLE Track is adjacent to the COACH Track.  This 
track is used to store broken or damaged equipment destined for repair 
in the engine house maintenance facility.  The SOUTH ENGINE HOUSE 
LEAD and PLOW Tracks are also west of the MAIN.  These tracks are 
used for access into the engine house and maintenance unit storage 
respectively.  For future considerations, there is a proposed runaround 
track being constructed within the Burlington Yard as part of the 
Burlington to Charlotte Commuter Rail Project.  There is a portion of 
track north of the yard and the commuter rail station left over from the 
old Central Vermont Yard (CLV).  This track is used by the VTR for 
additional storage of approximately 30 freight cars. 
 
The Lake Champlain Canal bridge splits the Burlington Yard.  All of the 
preceding tracks are located north of this bridge.  The following tracks 
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and facilities are located to the south of this bridge.  The BURLINGTON 
SIDING is located east of the MAIN and is approximately 4488 ft long.  
An industrial spur diverges from this siding to the east, which serves 
Casella.  The BEACH Track is west of the MAIN.  The length of the 
BEACH Track is approximately 2006 ft.  The BEACH Track will become 
the Main track when set-up for commuter rail operation.  At this point, 
Track 1 will extend south of Drawbridge.  Further south of the 
BURLINGTON SIDING is the SALT Track, which serves the VTR’s 
second salt shed.  The track and the salt shed are on the east side of the 
MAIN.  This salt shed has a capacity of approximately 50000 tons. 
 
There are several parcels of property in the vicinity of the Burlington 
Yard that are owned by VTR and are leased out to various tenants.  Some 
of these businesses are served by rail, however most are not. The VTR 
owns the old Exxon property (8.8 acres) on the waterfront.  This property 
is located west of the railroad and south of Flynn Ave.  VTR is actively 
seeking a tenant for this parcel of land. 

Facilities 
The existing Burlington Yard is located on the western edge of the city of 
Burlington, adjacent to Lake Champlain.  The Burlington Commuter Rail 
Station is located immediately north of the yard between King Street and 
College Street.  The yard’s property lies between Home Avenue to the 
south and King Street to the north.  The yard is located on property that 
is owned by the State of Vermont and operated by the Vermont Railway 
(VTR). 
 
The Burlington Yard contains several fixed facilities that are owned and 
operated by the VTR as part of their daily routines.  There is an 
administration building on the west side of the yard.  This building is 
located between the western limit of the yard and Lake Champlain.  The 
building was constructed in 1985 as part of the Southern Connector 
Project and houses Vermont Railways administrative offices. 
 
There is also an engine house on the property.  The engine house is 
located adjacent to the administration building and the CRIPPLE Track.  
The engine house has a semicircular shape and houses seven (7) bays 
within the engine shop. The Burlington Yard engine house serves all 
locomotive maintenance and heavy repairs for the VTR.  Some of the 
heavy repairs performed here include generator replacement and wheel 
truing.  The engine house is accessed via a turntable, which is used to 
turn trains upon exit or entry from the engine house.  The turntable has a 
diameter of approximately 80 ft and can accommodate one piece of 
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equipment (engines or cars) at a time.  It is suspected that the turntable 
and the engine house are historic structures. 
 
There are two (2) salt sheds within the limits of the Burlington Yard.  The 
first shed is located east of the MAIN and has a capacity of 
approximately 11,000 tons.  The second salt shed is located on the east 
side of the MAIN but is on the south end of the Burlington Yard.  The 
second salt shed has a capacity of approximately 50,000 tons.  Both salt 
sheds are owned and operated by the VTR.  The salt sheds store the salt 
used for roadway salting during the winter. 
 
As mentioned earlier, there is also a dock and ramp facility within the 
Burlington Yard.  This facility is located at the end of Track 5 and 
between Tracks 4 and 6.  This configuration allows freight to be 
transferred from rail to water and land modes of transportation.  The 
dock and loading ramp allows access to a maximum of three cars.  Two 
cars can be accessed from their sides and one car can be accessed from its 
end. 
 
The Burlington yard has an above ground fuel tank with its own 
containment perimeter.  The fuel tank is located adjacent to the 
roundhouse and store fuel for trains coming into the depot. 
 
There are also a number of facilities adjacent to the Burlington Yard and 
although they are not owned, operated, or maintained by the VTR, they 
may be impacted by the relocation of the yard.  The Burlington 
Commuter Rail Station is located immediately north of the yard along 
the MAIN.  The station is also located between King Street and College 
Street.   A station platform runs along the track to permit boarding of the 
vehicle.  There is also a station building and parking lot adjacent to the 
platform area.  The station building is small and provides for the 
distribution of tourist pamphlets and materials.  This same area contains 
a parking lot with parking spaces for tourists, train excursion riders or 
persons using the bicycle or pedestrian paths. 

 
The Burlington Wastewater Treatment Plant is located adjacent to the 
yard. The VTR and the Burlington Commuter Rail have an arrangement 
where toilet dumps from commuter coaches are emptied into a manhole 
in the yard that has direct access to this treatment plant.  This service 
saves the railroad approximately $10-20k per year. 

Operations 
All of the VTR’s dispatching is done from their operations center in  
Rutland.  All railroad forces on the property communicate via radio with 
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the dispatcher as well as the yard master in Burlington.  The maximum 
allowable operating speed within the limits of the yard is 20 mph.  This 
speed limit is for both freight and passenger equipment.  In addition to 
the VTR’s freight operations, they also lease one locomotive to the state 
for the Burlington to Charlotte Commuter Rail. 

 
BDSW handles switching at the Burlington Depot including Mobil and 
NECR.  Road crews can cut Mobil cars on the spot as well as switch 
delivery cars.  Cutting cars refers to the separation of individual tank 
cars from the train set.  The NECR enters the yard from the north just 
beyond the Burlington Commuter Rail station. 
 
The VTR’s Burlington Yard usually receives one large train consist per 
day.  On a typical day, there are usually 100 cars within the limits of the 
yard.  Truck and train traffic is especially busy during the months of 
April, October, and November.  These months represent overlaps in the 
business of salt, heating oil, and ballast.  Otherwise, all freight coming 
into the Burlington Yard is seasonal.  Burlington Yard also 
accommodates commuter train storage.   

Customers 
The Burlington Yard is a terminus or the end of the line for the VTR.  
Freight terminates and originates in Burlington and is transloaded on to 
trucks in this facility or is interchanged with New England Central 
Railroad.  The VTR has several freight customers within the limits of the 
Burlington Yard.  Each of which has different needs and facilities. 
Several of these customers have fixed facilities on railroad property.  The 
VTR leases land to each of these customers and bases the lease on a 
guaranteed delivery of freight cars per year.  In other words, the 
customers do not have to pay their lease on the land provided they get a 
minimum amount of rail cars per year.  A brief discussion of each 
customer is shown below. 
 
Mobil Oil is the VTR’s biggest customer.  Mobil has a fixed facility on 
private property located off of Flynn Street.  The Mobil industrial spur is 
located on the southern portion of the yard near the south end of the 
BURLINGTON SIDING.  Mobil usually receives 15 tank cars per day 
and once a week they receive 30 tank cars.  On average, Mobil receives 
approximately 120 cars per week.  The Mobil train comes in from 
Whitehall, NY and gets into Center Rutland, then pushes the tank cars 
north along the Burlington Line and ultimately another car brings the 
tank cars into the Mobil spur, which diverges to the northwest.  The 
Mobil property is adjacent to the VTR right of way.  Mobil is the last tank 
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farm in northern Vermont and serves virtually all of the gas stations and 
heating oil customers within the region. 
 
As mentioned earlier, VTR owns and operates two Salt Sheds within the 
Burlington Yard.  The VTR usually stages approximately 40 to 50 cars of 
salt along the LONG SIDING.  The VTR also owns and operates a dock 
and ramp facility within the heart of the Burlington Yard.  This fixed 
facility is used to transload such items as lumber, plywood, and brick. 
The VTR also transports ballast from a quarry in Winooski and 
stockpiles the stone within the Burlington Yard.  Approximately 30 to 70 
ballast cars per day are moved between April and October from the 
Burlington Yard via CP Rail in Whitehall for use along their lines.   
 
The VTR also has a strong relationship with a local trucking company in 
Burlington.  Barretts Trucking provides virtually all of the trucking 
required into and out of the yard.  Barretts handles an assortment of 
freight including ballast, salt, lumber, and timber.  Barretts Trucking is 
located at the end of Flynn Ave on the southern portion of the yard, 
adjacent to railroad property.  Along with Barretts fixed facility, they 
also have a truck scale.  Barretts Trucking can economically move freight 
to and from the yard due to the proximity to I-89 and the practice of back 
hauling freight.  In other words, trucks may leave the yard with plywood 
and come back with ballast. 
 
Griswold Cement receives cement at a fixed facility within the yard on 
property it leases from the VTR.  Griswold is located on the eastside of 
the MAIN and have their facility at the end of Track 8.  Griswold can 
accommodate four cars on their track.  There are usually six cement cars 
within the limits of the yard. 
 
The Rock-Ten Company receives approximately two to four cars of clay 
slurry per week.  Their facility is located in St. Albans. 
 
Ultramar Petroleum has a new fixed facility within the limits of the 
Burlington Yard.  Their facility is located on the eastside of Track 8, 
however, Ultramar can access tank cars staged on both Tracks 7 and 8.  
MacIntyre operates this plant.  Ultramar receives approximately 2,000 
cars of fuel oil and gas per year.  On any given day there are 24-36 oil 
tank cars staged for this customer.  The tank cars are stored in the yard in 
the late spring and summer since the demand for fuel oil decreases 
during the warmer months. 
 
Alstate receives cars of liquid calcium chloride at their fixed facility is 
located on the east side of the Pine Street Lead.  Alstate’s facility is on 
railroad property.  Specialty Filaments, formerly Whiting, is another 
customer served from the Pine Street Lead.  While Specialty Filaments is 
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not on railroad property, they own track that they pay the VTR to 
maintain.  Specialty Filaments receives approximately 10 cars of plastic 
pellets each week. 
 
VTR anticipates Ireland Cement will have their new fixed facility online 
in the spring of 2000.  Ireland will have a new dedicated track within the 
yard. It is estimated that Ireland will be able to spot four cars at their 
new facility and will store at least six cars within the yard. 
 
Casella ships recyclable materials via the VTR.  The Casella spur 
diverges from the BURLINGTON SIDING towards the southern portion 
of the yard.  Farrell Distributors is another customer served by the VTR.  
Farrell is a wine distributor who receives wine via the railroad.  Farrell 
has a dedicated warehouse facility outside of the yard. 
 
The VTR and the NECR move rail cars between each other on the CV 
Track.  Approximately 15 to 30 cars per day are exchanged between the 
VTR and the NECR.  On average, the VTR receives 50 to 60 cars per day.  
Cars for the Burlington Depot come mainly from D&H (CP Rail) via CLP 
from Whitehall.  Loads come out of OMYA and the Green Mountain 
Railroad.  Additional empties return to New England Central Railroad.  
Also, on any given day, there are usually 15 grain cars stored within the 
yard.  The VTR also stores approximately 30 to 35 cars on the old 
Rutland Main (CLV Track) north of the yard. 
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Rutland 

Located in downtown Rutland near the fairgrounds, the Rutland City 
railayard is utilized by several railroads including Vermont Railway, 
Clarenden and Pittsford (CLP), Green Mountain, and AMTRAK.  The 
primary purpose of this railyard, however, is to provide a transfer point 
for Vermont Railway operations.  In addition to its intermodal 
capabilities, the yard is used to light to moderate maintenance and 
repairs on Vermont Railway locomotives and cars.  All heavy 
maintenance is on vehicles and equipment is performed in the 
Burlington Yard. 
 
As the Rutland railyard is significant as both a through route and 
transfer point for Vermont Railways, it is imperative that the relocated 
yard provide adequate interstate access and that provisions are made for 
the relocation of Barrett’s Trucking the primary carrier for Vermont 
Railways and its customers.  Relocation of Barretts Trucking will involve 
the construction of new administrative offices, vehicle storage, fueling 
and maintenance facilities. 
 
The Rutland railyard services a large and diverse client base.  Major 
customers and relationships established at this location include salt, oil 
and trucking.  Additional businesses working with the railroad at this 
location include bars, paint shops and auto repair facilities.  It will be 
necessary to determine which businesses will be relocated along with the 
railyard. 

Track Layout 
There are several different tracks located on the property that serve the 
VTR, CLP, GMRC and Amtrak, and existing freight customers within the 
limits of the yard.  Figure B-1 illustrates the yard layout.  Each track has a 
name and a specific function or functions.  The Rutland Yard is a though 
point for four branches of the VTR. These four branches are the Bellows 
Falls Main, the Bennington Main, the Whitehall Main, and the Burlington 
Main.  The Bellow Falls Main travels southeast from Rutland towards 
Cold River, New Hampshire.  The Bellows Falls Main is the current 
Green Mountain Railroad mainline.  The Bennington Main departs 
Rutland in a southwesterly direction towards Hoosick Junction, New 
York.  The Burlington Main heads due north to Burlington and connects 
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with the New England Central Railroad (NECR).  The Whitehall Main 
also terminates in Rutland.  The Whitehall Main is the CLP Main which 
departs Rutland heading west towards Whitehall, New York where it 
meets the D&H mainline. 
 
The northern limit if the Rutland Yard is at MP 56.27, in the vicinity of 
Carris Reels.  The south end of the Rutland Yard on the Bellows Falls 
Main is at MP 51.30 and also the beginning of the Bellows Falls 
Subdivision.  The south end of the Rutland Yard on the B&R Subdivision 
is at MP 52.80.  Rutland Yard is also broken up into two different 
sections.  These two sections are designated as Rutland Proper and 
Center Rutland.  Rutland Proper is the portion of the yard south of the 
West Street Crossing.  This includes all tracks on the Bennington Main, 
between West Street and Park Street, and the Bellows Falls Main, 
between West Street and South Main Street.  Everything north of West 
Street and the northern yard limit is considered Center Rutland.  A 
description of each track and its function is described as follows.  In 
addition, a track diagram is provided on the preceding page to describe 
the layout of the existing Rutland railyard. 

 
The Bellows Falls portion of VTR’s Rutland Yard is comprised of three 
separate tracks.  The BELLOWS FALLS MAIN is the primary track going 
towards Bellow Falls and also north into the NORTHEN MAIN towards 
Burlington.  The BELLOWS FALLS MAIN has two adjacent sidings.  The 
OLD LONG SIDING is on the west side of the main and is 
approximately 2042 ft in length.  The NEW LONG SIDING is 
approximately 2085 ft long and is on the east side of the mainline.  The 
single track South Main Street (MP 51.69) grade crossing is immediately 
south of the end of the OLD LONG SIDING.  This grade crossing 
currently limits the coupling of large consists in the yard. Howe Crossing 
is a private crossing which crosses all three of the aforementioned tracks. 
The north ends of the OLD and NEW LONG SIDING tracks terminate 
immediately south of the Bennington Branch at the B&R junction switch. 

 
The Bennington Branch has several adjacent tracks within the limits of 
the Rutland Yard.  The B&R MAIN diverges from the NORTHERN track 
immediately south of the River Street overhead (O.H.) bridge and goes 
southwest and turns into the single track main south of Park Street (MP 
53.72).  The B&R MAIN is approximately 2310 ft long within the limits of 
the yard.  On the east side of the B&R MAIN are two tracks, which 
provide the only access to the maintenance shop.  These tracks are 
referred to as EAST and WEST ENGINE HOUSE.  Both tracks terminate 
within the maintenance shop.  There are three through tracks on the west 
side of the B&R MAIN.  The next adjacent track is the EAST track, which 
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is approximately 2090 ft long.  Adjacent to the EAST track is the OLD 
B&R MAIN, which is approximately 2310 ft long.  The OLD B&R MAIN 
turns into the former Mansfield track south of River Street.  The WEST 
track is next to the OLD B&R MAIN.  The WEST track serves several 
customers in the yard. 
 
There is also a wye track that diverges from the WEST track.  The two 
legs of the wye are named SOUTH and NORTH LEG WYE respectively.  
The wye tracks converge to form the CLP LEAD and eventually ends 
after Forest Street.  Within the triangle formed by the wye and the WEST 
tracks, there are two other tracks.  These tracks are the OLD OIL track 
and the SALT SHED track.  The OLD OIL track stub ends within the 
wye.  The SALT SHED track runs through the wye and stub ends at a 
bulk transfer facility.  The SWIFT LEAD track diverges from the south 
end of the WEST track.  The PIG RAMP track diverges from the OLD 
B&R MAIN and stub ends prior to Park Street. 
 
There are two tracks that run north beyond River Street into Center 
Rutland.  These two tracks are called the NORTHERN MAIN and the 
former Mansfield Track which will become the MAIN .  The HIMOLENE 
siding diverges from the Mansfield Track.  The HIMOLENE siding 
terminates just north of the Amtrak station and the CVPS crossing.  The 
RD siding is on the west side of the NORTHEN MAIN.  This siding is 
about 4541 ft long.  The RD SIDING and the NORTHERN MAIN run 
through the Temple and Ripley Road grade crossings.  Immediately 
north of the terminus of the RD SIDING, the SCALE track diverges to the 
west and stub ends prior to Depot Street.  Locomotives are prohibited 
from going over the scale.  The CLP MAIN track also diverges to the 
west from the NORTHERN MAIN and heads towards Whitehall, NY. 

Facilities 
The existing Rutland Yard is located in the center of downtown Rutland.  
The yard is located on property that is owned by the state and operated 
by the Vermont Railway (VTR).  The Rutland Passenger Station is 
located at MP 54.56 north of the River Street overhead (O.H.) bridge. 
This station serves as the northern terminus for Amtrak service.  The 
wye track on the Bennington Branch serves is a key piece of track 
infrastructure for Amtrak’s operations.  The wye track is used by Amtrak 
to turn their equipment, such that the locomotive is always on the front 
end of the consist and always in line with the direction of travel. 
 
The Rutland Yard contains several fixed facilities that are owned and 
operated by the VTR as part of their daily routines.  There is an 
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administration building on the Bennington Branch adjacent to Park 
Street.  The VTR is moving their administrative offices to a building on 
Post Street also owned by the VTR, southwest of River Street.  The old 
administration building at Park Street will be used as a crew quarters 
and shop office facility for VTR personnel. 
 
The Engine House, or maintenance facility, is adjacent to the old 
administration building.  The engine house has two maintenance stalls 
that can handle two pieces of equipment each.  There is a pit track on the 
WEST track within the facility. Medium maintenance and inspection 
work is performed in the Rutland Yard in this shop.  All heavy 
maintenance on vehicles and equipment is done in the Burlington Yard. 
 
A Salt Shed and truck scale are also located within the limits of the wye 
track off of the Bennington Branch.  The capacity of the Salt Shed is 
approximately 26,000 tons to 32,000 tons. The salt shed is owned and 
operated by the VTR.  The salt shed stores the salt used for roadway 
salting during the winter.  There is also a train scale located in Center 
Rutland near Carris Reels. 
  
There are approximately 20-40 employees based in the Rutland Yard.  
This number varies depending on time of year and maintenance 
schedules.  The Tie Crew utilizes eleven (11) units of machinery of the 
approximately 25 units of VTR track machinery.  Typically there are 10 
to 12 units of maintenance equipment in Rutland or Burlington at any 
one time.  When not in use, the Rutland Yard uses the Pig Ramp and the 
Fairgrounds dock to layover their maintenance of way equipment. 

Operations 
All of the VTR’s dispatching is done from their Bellows Falls facility, 
however, the operations center will be moving to Rutland within the 
next year.  All railroad forces on the property communicate via radio 
with the dispatcher as well as the yardmaster in Rutland.  The maximum 
allowable operating speed within the limits of the yard is 20 mph with a 
permanent 10 mph restriction between West Street and Park or South 
Main Streets.  This speed limit is for both freight and Amtrak equipment.  
The VTR dispatching center in Bellows Falls also communicates with the 
Amtrak train, which terminates at the Rutland Passenger Station. 
 
Rutland Yard is a through facility and serves as an interconnecting hub 
between the CP and the NECRR.  Freight cars are cut and shuffled here 
such that they can be sent out to their ultimate destination.  The two 
major routes for the VTR are between Rutland and Burlington and 
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between Bellows Falls and Whitehall.  For Rutland Yard, the VTR 
currently has a stretch of uninterrupted traffic from Park St. (MP 53.72) 
to West St. (MP 54.75).  This length is approximately 1.03 miles. Often 
times, long trains are assembled that run into the adjacent grade 
crossings and block local roads.  The VTR has installed predictors and 
preemption or motion detectors at most grade crossings within the 
vicinity of the Rutland Yard. South Main St., Park St., and West St. 
restrict the building of long consists.  There are approximately 200 cars 
per day which run through Rutland Yard.  On average, four or five of the 
VTR’s thirteen locomotives are assigned to the Rutland Yard. 

Customers 
The Rutland Yard is a through point in VTR’s track network.  Freight 
travels through this yard and cars may be switched from one train to 
another in order to reach a final destination.  The VTR has several freight 
customers within the limits of the Rutland Yard.  Each of which has 
different needs and facilities. Several of these customers have fixed 
facilities on railroad property.  The VTR leases land to each of these 
customers and bases the lease on a guaranteed delivery of freight cars 
per year.  In other words, the customers do not have to pay their lease on 
the land provided they get a minimum amount of rail cars per year.  A 
brief discussion of each customer is shown below. 
 
Rutland Yard stores tank cars for OMYA.  Rutland also stores covered 
hoppers and boxcars within the yard.  Rutland typically stores about 60-
70 cars.  Track maintenance equipment is stored either in New Haven or 
on an active spur along the mainline. OMYA sends approximately 20 
cars per day from Florence. 
 
The VTR owns and operates a salt shed within the limits of the Rutland 
Yard.  The salt shed has a capacity of approximately 26,000 to 32,000 
tons.  The salt usually arrives in 100-ton hopper cars.  The salt shed is 
located within the limits of the wye track, west of the B&R MAIN.  There 
is an under track conveyor located beneath the SALT TRACK used for 
transferring salt from hopper cars into the shed. 

 
MacIntyre Oil has a new fixed facility within the limits of the Rutland 
Yard.  Their facility is located on the west side of the Bennington Branch.  
MacIntyre Oil receives approximately two cars per day during the 
summer and approximately seven to eight cars during the winter.  The 
tank cars are stored in the yard in the late spring and summer since the 
demand for fuel oil decreases during the warmer months. 
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Carris Reels has a fixed facility within the limits of Center Rutland.  The 
Carris Reels siding is accessed from a switchback off the VTR’s Northern 
Main.  The tail track capacity is approximately three cars.  The Carris 
Reels track can hold a maximum of two cars.  Carris Reels manufactures 
wire spools.  This facility recieves approximately 50 cars per year. 
 
Himolene is located on the west side of the NORTHERN MAIN, across 
from the Amtrak station.  Himolene manufactures plastics and receives 
approximately 36 cars per year. 
 
Mintzer Brothers is located off the NEW LONG SIDING immediately 
north of the Howe crossing.  Mintzer receives car loads of lumber and 
plywood. 
 
CVPS is located west of the Bennington Branch, southwest of the River 
Street bridge.  CVPS use VTR for deliveries of flat cars of powerline 
poles.  CVPS stores some of the timber utility poles onsite. 
 
Rutland Solid Waste/Cassella Recyclables ships recyclables from their 
collection site to their customers for processing. 
 
Qualitad receives plastic raw materials by VTR rail.  Qualitad has a fixed 
facility located east of Cold River Road off the Bellows Falls Main. 

 
General Electric utilizes the Rutland Yard to move heavy machinery 
presses. 
 
Westminster Cracker is a new customer of the VTR.  Westminster 
Cracker will receive flour cars beginning in the spring of 2000 
 
Baker Beer Distributors is located on the Bellows Falls Branch.  
 
Suburban Propane is located south of Park Street off the B&R Main.  
Suburban Propane receives approximately two to eight cars per month. 
 
The VTR owns and operates a bulk transfer facility within the limits of 
the Rutland Yard.  This facility is used to transfer scrap plastic and other 
miscellaneous products. 
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Environmental Process 

 
The relocation of the Burlington and Rutland railyards by VTrans would 
be subject to overall environmental review under federal and state 
environmental programs, the primary being: National Environmental 
Policy Act (NEPA) review, Vermont Act 250 review, and Section 106 
Historic Preservation review. In addition, if any wetlands must be filled 
to accommodate the new railyards, a Section 404 Permit from the U.S. 
Army Corps of Engineers and a Wetlands Conditional Use 
Determination (CUD) from Vermont Agency of Natural Resources 
(ANR) will be required. The next step in the environmental review 
process will be for VTrans to initiate the alternatives selection process 
through the NEPA and Section 404 process, to be followed by the Act 250 
and CUD permitting process. These processes are discussed briefly in the 
following paragraphs. 

National Environmental Policy Act 
If the railyard relocations are funded, even in part, by federal funds, the 
project will be subject to NEPA. Therefore, one of the first steps to 
advance the railyard relocations will be for VTrans to initiate the NEPA 
review process in conjunction with the FRA. The FRA's regulations 
implementing NEPA indicate that the railyard relocations are a "Major 
FRA Action". 
 
The lead federal agency begins the process of considering the 
environmental impacts of a proposed major action at the earliest 
practical time in the planning process for the proposed action preferably 
when technical and economic studies are being conducted. To the fullest 
extent possible, steps to comply with all environmental review laws and 
regulations (e.g., Act 250 and Section 404) are undertaken concurrently. 
 
In the process of considering environmental impacts, all reasonable 
alternatives to the proposed action are identified, including the "no 
action" alternative. The goal is to select a preferred alternative that best 
balances the purpose and need of the project against its social and 
environmental impacts. Consultation with appropriate federal, state, and 
local authorities, and to the extent necessary, with the public, is initiated 
at the earliest practicable time. 
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The proposed relocations will likely be reviewed in an Environmental 
Assessment (EA) prepared by VTrans (or its consultant) and approved 
by FRA. FRA can request that VTrans act as a joint lead agency. The EA 
must be started no later than when an application is made to the Federal 
Government for funding.  
 
The EA must discuss the relevant direct, indirect, and cumulative 
environmental impacts of all alternatives; and mitigation measures that 
would be included for each alternative. The following aspects of 
potential environmental impact are generally considered: 

 
Air quality;  
Water quality;  
Noise and vibration;  
Solid waste disposal;  
Ecological systems;  
Wetland impacts;  
Endangered species or wildlife impacts:  
Flood hazards and floodplain management;  
Coastal zone management;  
Use of energy resources;  
Use of other natural resources, such as water, minerals, or timber;  
Aesthetic and design quality impacts;  
Impacts on transportation: of both passengers and freight; by all 
modes, including the bicycle and pedestrian modes; including 
impacts on traffic congestion;  
Possible barriers to the elderly and handicapped;  
Land use, existing and planned;  
Impacts on the socioeconomic environment, including the number 
and kinds of available jobs, the potential for community disruption 
and demographic shifts, the need for and availability of relocation 
housing, impacts on commerce, including existing business districts, 
metropolitan areas, and the immediate area of the alternative, and 
impacts on local government services and revenues;  
Environmental Justice3;  
Public health;  
Public safety, including any impacts from hazardous materials;  
Recreational opportunities;  

 
3 On February 11, 1994, President Clinton issued Executive Order 12898, "Federal Actions to Address Environmental 
Justice in Minority Populations and Low-Income Populations." This Executive Order is designed to focus the attention of 
federal agencies on the human health and environmental conditions in minority communities and low-income communities 
and ensure that they do not bear a disproportionate impact. It requires federal agencies to adopt strategies to address 
environmental justice concerns within the context of agency operations. 
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Locations of historic, archeological, architectural, or cultural 
significance, including, if applicable, consultation with the 
appropriate State Historic Preservation Officer(s);  
Use of 4(f)-protected properties4; and  
Construction period impacts. 

 
Based upon the information presented in the EA, the FRA will determine 
whether the proposed action (i.e., relocation of the railyard) will have a 
significant impact on the quality of the human environment. If not, 
VTrans will draft a "Finding of No Significant Impact" (FONSI) for FRA 
approval. Among the information a FONSI must include is a list of the 
alternatives considered, the expected environmental effects of the 
preferred alternative, and a discussion of the mitigation measures that 
will be taken. Importantly, if the proposed relocation will require 
wetland filling, the FONSI must make a determination that there is no 
practicable alternative to the location that would not require wetland 
filling and that the proposed action includes all practicable measures to 
minimize harm to wetlands. 

Section 404 
Section 404 of the Clean Water Act is administered by the U.S. Army 
Corps of Engineers (ACOE). Section 404 regulates the discharge of fill 
material into waters of the United States, which includes wetlands. The 
New England Division of the ACOE has a developed a joint NEPA/404 
review process designed to expedite review of projects and lead to better 
decision making. Consultation with the ACOE should be initiated at the 
same time as the NEPA process. The Section 404 review process is based 
on three-step methodology of avoidance, minimization, and mitigation. 
 
Because of the regulatory protection provided wetlands, avoidance of 
wetlands is a key factor in the site selection alternatives analysis 
performed under NEPA, and wetland avoidance typically drives the 
NEPA/404 review process.5 ACOE regulations allow it to only permit 
the "Least Environmentally Damaging Practicable Alternative" (LEDPA). 
Therefore, the potential railyard sites must be analyzed carefully to 

                                                           
4 "4(f)-Protected Properties" are any publicly-owned land of a public park, recreation area, 

or wildlife and waterfowl refuge of national, state or local significance or any land of a 
historic site of national, state, or local significance (as determined by the federal, state, 
or local officials having jurisdiction over the park, area, refuge, or site). This 
memorandum assumes that the proposed relocation will not affect any Section 4(f) 
properties, and therefore does not discuss the requirements of Section 4(f). 

 
5 Avoidance of Section 4(f) properties, historic properties protected under Section 106, and 

endangered species, are also key environmental factors in the alternatives analysis. 

\\Mabos\projects\51006\Report F-4 Appendix F – Environmental Process 



  
   

 
determine what the likely wetland impact at each site would be. Sites 
that would require a large amount of wetland filling should be dropped 
from further consideration. 
 
Once a site (or sites) has been selected based on the alternatives analysis, 
measures to minimize wetland impacts will need to be designed and 
incorporated into the site planning. After impacts are minimized, 
appropriate mitigation can be designed to offset unavoidable losses. 

Act 250 
Act 250 is Vermont's primary means of reviewing large developments. 
For state-sponsored projects, Act 250 applies to those sites greater than 
ten acres. Since the railyards will require an area greater than 10 acres, 
they will require Act 250 review. Once a site for the railyards has been 
selected, the Act 250 begins when an application, accompanied with 
conceptual plans, is submitted to the appropriate District Environmental 
Commission.6 The Commission then holds one or more hearings on the 
proposal.7 After the hearing, the Commission issues a Draft Permit and 
Findings of Fact. The design of the project is then refined in response to 
the Draft Permit, and a set of plans is submitted to the District 
Environmental Commission for the purposes of obtaining the Land Use 
Permit.  
 
In order to receive a Land Use Permit, the project must meet ten criteria 
contained in the Act. They are: 
 
™ 
™ 
™ 
™ 
™ 
™ 
™ 

                                                          

Will not result in undue water pollution or air pollution; 
Will have a sufficient water supply; 
Will not cause an unreasonable burden on an existing water supply; 
Will not cause unreasonable soil erosion or runoff; 
Will not cause unreasonable traffic congestion; 
Will not cause an unreasonable burden on educational services; 
Will not cause an unreasonable burden on other municipal services; 

 
6 The State is divided into nine districts. Burlington is in District 4, and Rutland in District 1. 
7 Not all projects require a hearing. Depending on a project's impacts, it may qualify as a 

"Minor Application." If the District Commission finds that a project does not appear to 
significantly and adversely affect the environment under any of the Act's ten criteria, it 
will be treated as a minor application. District Commissions automatically determine 
whether applications are major or minor in an initial review. The process for reviewing 
minor applications is simpler than for major ones. The District Commission drafts a 
proposed permit, informs statutory parties of its action, and publishes a notice saying 
the permit will be issued as drafted with a hearing unless someone requests one 
(Corlett Argentine, 1993). 
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™ 

™ 

™ 

Will not have an undue adverse effect on scenic beauty, aesthetics, 
historic sites, or rare and irreplaceable natural areas and will not 
destroy necessary wildlife habitat or any endangered species; 
Will conform to the capability and development plan, including, for 
instance, limiting development on primary agricultural soils, using 
the best available technology for energy efficiency, and using cluster 
planning in rural growth areas; and 
Will and conform to local and regional plans or capital programs. 

 
Many of these criteria are similar to the issues examined during the 
NEPA review. And, although, the Act 250 process is subsequent to the 
NEPA process, the Act 250 criteria should be kept in mind during the 
alternatives selection process to ensure that the preferred alternative is 
permittable. 

Section 106 – Historic Preservation Review 

All projects in the State of Vermont are subject to regulation by Section 
106 Historic Preservation review.  This review will determine if the 
proposed project has any impacts to historic resources.  If a project does 
impact historical assets, Section 106 will provide steps for mitigatation. 

Wetlands Conditional Use Determination 

This permit would be applied for at the same time as the Section 404 
permit application. ANR reviews wetland fill proposals under the 
Vermont Wetland Rules (the Rules), using a similar avoidance, 
minimization, compensation process. 
 
To issue a CUD, ANR must find that the proposed use will not result in a 
undue adverse effect on protected wetland functions. Adverse impacts 
on any protected functions, other than minimal impacts, is presumed to 
constitute an undue adverse effect unless mitigated in accordance with 
the Rules. To properly mitigate for wetland impacts, the Rules require 
that the proposed activity cannot practicably be located on the upland 
portion of the site in question or on another site owned, controlled or 
available to satisfy the basic project purpose; that all practicable 
measures have been taken to avoid adverse impacts on protected 
functions; and that unavoidable impacts are compensated for in 
accordance with standards contained in the Rules. 
 
The project will also require a Section 401 Water Quality Certification 
(WQC) from ANR. Generally, the WQC is issued in conjunction with the 
CUD. No separate permit is required. 
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™ 

™ 

™ 

™ 

™ 

 
The environmental process described above must occur for each of the 
preferred alternatives.  The work associated with this study will 
determine much of the feasibility of building on that particular site and 
will give a good cost estimate of the costs of environmental mediation 
associated with the preferred alternative. 
 
Upon completion of the environmental analysis of each of the proposed 
sites, a Traffic Impact Assessment must be completed.  Depending on the 
location of the site and its proximity to local streets/highways, a traffic 
impact assessment will be prepared following Section 205 of the 
Vermont  Environmental guidelines as earlier discussed.  Existing 
conditions, trip generations, trip distribution future conditions and 
potential mitigation actions will be assessed.   This task is applicable as 
transfers are anticipated between the railroad to trucks.  The following 
items must be included in the traffic impact assessment: 

 
Traffic Volume Networks – Traffic volume networks for average and 
annual weekday AM and PM peak hour conditions should be 
developed for the study area intersections  and associated roadway 
links.  
Safety Analysis – a summary of the safety data for the most recent 
three year period of data available should be developed. 
Capacity and LOS Analysis – Existing conditions capacity and level 
of service analysis should be conducted for the study area. 
Future Traffic Conditions:  Future traffic conditions activities should 
include the development of both No-Build and Build traffic volume 
networks for AM and PM peak hour conditions at the layover site , a 
capacity and level of service analysis, and the identification of 
potential impacts generated by he traffic from the site.   
Mitigation Measures: Locations that could potentially be adversely 
impacted by the site generated traffic should be assessed to develop 
mitigation measures.   

 
Drainage/Hydrology issues must also be incorporated into the report.  
Analysis of potential impacts to existing drainage structures and 
hydrologic conditions resulting from track upgrades and infrastructure 
construction must be conducted.  Potential mitigation measures will be 
evaluated to ensure maintenance of existing drainage and hydrologic 
conditions during and after construction. 
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Engineering Steps 

A significant step in the progression of the relocation of the Rutland City 
or Burlington railyards would be the completion of a field survey.  The 
field survey is a set of base plans to be produced for each of the proposed 
railyard sites.  The base plans should be prepared from a combined effort 
of aerial mapping and ground survey methods. The base plans should 
indicate features as; buildings, track, paved areas curbing, tree line, 
poles, etc.  Elevations should be shown at one (1’) foot contour intervals.  
The base plans should be developed for to perform preliminary (10%) 
design studies at 40 scale with 1’ contours. The base plan will show the 
features mapped from the aerial mapping firm, the approximate location 
of the railroad right-of-way, record utility lines, and areas of wetlands.  
As part of the field survey, the following tasks should be performed by a 
qualified engineering firm: 

 
Site and Right-of-Way Analysis:  
An engineering firm should research the proposed sites as well as the 
impacted right-of-way, easements, and leases.  The engineer would 
research the existing Right-of-Way to obtain copies of Railroad Valuation 
Maps, local assessors maps and critical record survey plans.  The right-
of-way would be researched sufficiently to determine its location 
graphically on the base plans. Critical areas warranting a field survey 
should be noted.  If specific areas are determined to warrant a field 
survey, THE ENGINEER would prepare a cost estimate for said work.  
In addition, the Engineer would research Abandonment Status (if 
applicable) to resolve legal ownership issues. 
 
Control Survey:  
The engineer would establish survey control along the entire length of 
the project.  The control would be used for several efforts including, the 
location of the photo control, Right-of Way, wetlands, utilities, etc. The 
control survey would be performed through a combined method of 
surveying utilizing Global Positioning Systems (GPS) and Electronic 
Total Stations. 
 
Ground Control: 
This survey would allow the engineer to field locate horizontal and 
vertical ground control as required by the aerial mapping to properly 
produce the mapping for the project.  The control can be reduced and 
calculated to the known datum.  The ENGINEER would use this 
information to prepare control sheets to be transmitted to the aerial 
mapping firm for the mapping phase of the project. 
 
In coordination with the ground control, the engineer may require the 
coordination of aerial photographic mapping to produce the base 
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mapping of the corridor.  The width of the mapping corridor would at a 
minimum be 200 ft. centered with the existing roadbed. The mapping 
could be produced at electronically and suitable for 40 scale, contours 
will show at one foot intervals. 
 
As the Rutland area was recently the subject of aerial photography, it is 
likely that these photos could meet the needs of the engineering firm. 
 
The next step in the field survey is the Supplemental Ground Survey.  
This is performed using the following ground survey to supplement the 
aerial mapping as necessary for this phase of the railyard design.  It is 
comprised of two portions: 
 
Topographic Survey-  Locations and elevations are obtained in areas that 
are obscured in the aerial photographs.  These locations and elevations 
will then be added to the Base Plan. 
 
Utility Survey and Misc. Survey:  The engineer researches the 
appropriate utility agencies serving the area to determine the locations of 
underground utility lines along or crossing the Right-of-Way. Utility 
lines shown on the record plans will be shown on the Base Plan as well 
as fences, utility poles, curbing, and culverts. 
 
If the proposed railyard locations are affected by wetlands, a wetland 
survey is required.  The wetland survey would locate the limits of the 
wetland flagging as determined by a qualified wetland scientist.  The 
wetland flag locations are then added to the base plans of the railyards. 
 
The next phase would also require that the engineer prepare conceptual 
design plans of the proposed yard layout.  These layouts would include: 

 
• Coordination and review meetings 
• Site analysis and determination of land use 
• Applicable code review 
• Local development plans 
• Pedestrian and handicap access 
• Planning and Urban Design context 
• Environmental and Physical Constraints 

 
The summary of each of these tasks would then be developed into a site 
assessment.  The site assessment would include: 

 
ASTM Phase I Environmental Site Assessment Report - An ASTM 
Phase I Environmental Site Assessment report to document the findings 
of the assessment activities including a summary of previous site 
assessments, a site history, a description of neighboring property uses, 
and an assessment of known and potential environmental concerns 

\\Mabos\projects\51006\Report F-9 Appendix F – Environmental Process 



  
   

 
associated with oil and hazardous materials, and asbestos-containing 
materials and lead-based paint.  
 
ESTABLISH ENVIRONMENTAL SITE CONDITIONS 
An ASTM Phase I Environmental Site Assessment and a Limited 
Subsurface investigation at the sites.  

 
The environmental site assessment would be conducted to identify 
Recognized Environmental Conditions based on a review of available 
environmental information and visual observations for overt evidence of 
a release or threat of a release of oil and/or hazardous materials on or in 
the vicinity of the sites.  To adhere to the standards established by ASTM 
E 1527-97 for conducting environmental site assessments, the Engineer 
would conduct the following tasks: 
 
Regulatory File Review & Site History – A computer database search of 
federal and state files. The federal databases will include the current 
Comprehensive Environmental Response, Compensation and Liability 
Information System (CERCLIS), National Priorities List (NPL), Resource 
Conservation and Recovery Act (RCRA) Transportation, Storage and 
Disposal CTSD), RCRA Generators, and Emergency Response 
Notification System (ERNS) list. The state databases will include the state 
hazardous waste sites, registered Underground Storage Tanks (USTs), 
Spills list (includes leaking USTs), Solid Waste Landfills (SWLF), and 
Public Water Supply lists. 
 
Review available municipal files to help confirm ownership history and 
past usage. Resources may include tax records, aerial photographs, 
Conservation Commission records, Building Department records, and 
Fire Department records. The site history review may also identify 
reports of historic spills, disposal areas, or other past releases of oil 
and/or hazardous materials on or adjacent to the property. 
 
Review available site assessment reports including available sail and 
ground-water data for the property, as-built plans, and historic maps 
showing the locations of past or present USTs and/or disposal areas on 
the Site.    
 
Interviews and Site Reconnaissance – Interviews of the current owner 
and/or people knowledgeable about the Site for pertinent information 
regarding site history, known release of oil and/or hazardous materials, 
past use, storage, and disposal of oil and/or hazardous materials, past 
environmental violations, reports and/or related documentation; and 
any other relevant information. 
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Perform a site reconnaissance to observe the Site for overt evidence of a 
release or threat of release of oil and/or hazardous materials.  The 
Engineer will also walk the boundaries of the Site to observe and note 
the uses of abutting properties.  
 
LIMITED SUBSURFACE INVESTIGATION 
A Limited Subsurface investigation will be conducted to assess the 
subsurface for a release of oil or hazardous materials in areas of 
suspected releases. 
 
ENVIRONMENTAL CLEAN UP OF EXISTING SITE 
It should be noted that the State of Vermont is responsible for any 
environmental mitigation associated with the current railyard sites.
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Funding Strategies 

Once a preferred alternative has been identified, a funding strategy must 
be developed.  Due to the magnitude of this project, it is important that 
financing reflect the most effective use of federal, state, and local  dollars.   
As documented in Chapter 4, there is a substantial cost associated with 
the relocation of the two railyards.  Although it is too early in the 
planning process to identify a specific strategy, there are several 
traditional funding sources that should be evaluated.  By understanding 
these sources and their limitations, a more comprehensive 
understanding of the overall project can be developed. 
 
The following sections addresses potential funding sources.  While a 
variety of potential sources are discussed, a specific approach to funding 
is not made at this time.  A decision regarding the final relocation 
program will need to be made by the State of Vermont before the full 
financial plan can be developed.  The information contained in this 
chapter should be used as a guide by the local decision makers as the 
relocation plan is reviewed. 

Federal Sources 

Flexible Funding Options  

The two primary sources of flexible funds have been the Congestion 
Mitigation and Air Quality (CMAQ) and Surface Transportation 
Program (STP). 
 
Congestion Mitigation and Air Quality (CMAQ) 

CMAQ funding is targeted for projects that help alleviate existing or 
future projected highway congestion.  In the past, CMAQ funds have 
been used to construct park and ride lots (both free-standing lots and lots 
for transit facilities) and purchase of transit vehicles (buses, passenger 
cars, and locomotives).  This funding could be used to fund various 
aspects of each of the proposed options including the widening or 
construction of new roadways or the development of new interchanges 
to speed connections to various road connection sites. 
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Surface Transportation Program (STP) 

 
Under TEA-21, the Surface Transportation Program (STP) was re-
authorized for $33.3 billion over the six year life of the legislation.  These 
funds may be used by states to fund transportation related capital 
projects, public terminals and facilities, bridge projects on public roads, 
and any federal aid highway project.  Ten percent of each state’s 
allocation is set aside for safety enhancements including grade crossing 
improvements. 
 
Railroad Rehabilitation and Improvement Financing Program (RRIF) 

The RRIF is a new direct loan and loan guarantee program authorized 
but not yet appropriated under TEA-21.  The program could provide up 
to $3.5 billion in loans including up to $1 billion for projects benefiting 
shortline and regional railroads.  Given that the Vermont Railway (the 
owner of the track is the State of Vermont) falls into this category, the 
railyard relocation project may be able to take advantage of the RRIF 
program.  The loans which may become available under the program are 
targeted at the freight railroad market and can be used for infrastructure 
improvements related to track, bridges, and facilities.  

Alternative Funding Options 

A variety of alternative funding options may be potentially available to 
supplement traditional mechanisms.  The revenue sources include those 
directly under the control of the VTrans as well as strategies that could 
involve the private section.  The following sections summarize these 
options. 

Private/Public Joint Development  

Recent efforts of public/private partnerships involve funding efforts 
which have focused on the projects which involve public infrastructure 
and its use by private companies.  Many of these activities have 
leveraged private investment in locations around specialized 
infrastructure to fully exploit the market advantages provided by this 
infrastructure such as access to freight transportation.  Opportunities for 
joint development exist at railyards and industrial park facilities through 
joint payments of shared infrastructure such as roads or utilities.  Joint 
development projects are commercial, or mixed-use developments that 
are induced by or enhance the effectiveness of project.  Joint 
development enables a public agency to produce revenue through its 
land holdings. 
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Linkage Fees 

Conceptually, joint development has been hailed by many public  
agencies across the country in terms of its potential.  In theory, it 
primarily includes private participation either in cash contribution 
through sale or lease arrangements, land donation, or development of 
facilities at or near specialized infrastructure such as a railyard.  

Private Development Fees and 
Contributions 

Developer fees have been implemented in instances where communities 
have concluded that the full extent of the transportation impact of new 
developments is not fully captured through conventional taxing 
mechanisms (i.e., property and business taxes).  As a result, measures 
implemented to solve transportation problems are imposed on 
developers to help finance infrastructure improvements.  This approach 
usually entails the donation of land or cash for infrastructure and rights 
of way.  Access to rail infrastructure across private property or through 
office buildings has also been provided.  In some cases, developers have 
been asked to provide cash to fund infrastructure near or under their 
properties.  This option could potentially help fund the relocation of 
railyards in Burlington and Rutland City. 
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