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History of the Road 
Development 
The Mohawk Trail was originally 
a Native American foot trail along 
the Millers River.  It evolved into a 
stagecoach route during the late 
1700s.  In 1799, the 
Commonwealth of Massachusetts 
established the Fifth Massachusetts 
Turnpike, a toll road when state 
leaders sought to connect Boston 
to Albany, New York. 

The Fifth Massachusetts 
Turnpike traveled west from 
Leominster in Worcester County to 
Franklin County via Fitchburg, 
Athol, Montague, and Greenfield.  
A tollbooth for the Fifth 

Massachusetts Turnpike was 
located in Athol in the Uptown 
Common area, which at the time 
was Athol’s town center.  Situated 
at the junction of five main roads, 
the common served as a major 
stagecoach stop.  Branches of the 
Fifth Massachusetts Turnpike ran 
north from this location to New 
Hampshire and south along the 
Petersham and Monson Turnpike 
which connected Athol to Stafford, 
Connecticut. 

Between Leominster and 
Orange, the Fifth Massachusetts 
Turnpike’s route included portions 
of the present day Route 2 and 
Route 2A (historic Route 2) 
through Athol and Orange.  West 

his chapter contains a comprehensive inventory of 
transportation related resources along the Mohawk Trail 
East Scenic Byway which is defined as Routes 2A in 
Athol, Orange and downtown Greenfield and Route 2 

through Erving, Gill and the eastern area of Greenfield (to the 
intersection of Route 2 and 2A).  This chapter includes information 
on road, bridge, public transportation, bicycle, pedestrian, and 
railway facilities.  The information contained in this chapter is 
from the Massachusetts Highway Department (MHD), the 
Massachusetts Registry of Motor Vehicles, the Franklin Regional 
Council of Governments (FRCOG) and the Montachusett Regional 
Planning Commission (MRPC). 

The goal of this chapter is to assess the existing transportation 
facilities and to identify any concerns or needed improvements 
within the Byway study area.  As part of this work, the FRCOG 
completed assessments and recorded information on the aesthetic 
qualities, landscape characteristics, and dimensions of the road.  
This information specifically included travel lane widths, shoulder 
width, surface materials, existence or absence of sidewalks, type of 
guardrails, signs, retaining walls, roadway layout at major 
intersections, and the locations of existing turnoffs. Additionally, 
any issues related to safety, maintenance, historically significant 
features and aesthetic character were documented.  The chapter 
concludes with recommendations that are intended to enhance the 
utility and safety of this transportation corridor while retaining its 
scenic, historic, and rural character. 

T 
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of Orange, the Fifth Massachusetts 
Turnpike traveled through Erving 
Center and Millers Falls where it 
crossed the Millers River.  From 
M i l l e r s  F a l l s ,  t h e  F i f t h 
Massachusetts Turnpike ran west 
through the Town of Montague 
crossing the Montague City Bridge 
into Greenfield.  In Greenfield the 
Fifth Massachusetts Turnpike trav-
eled around Sachem’s Head to 
Highland Avenue and then to Main 
Street.  There it linked to the 
F o u r t e e n t h  M a s s a c h u s e t t s 
Turnpike, which traveled between 
Greenfield and Shelburne, and the 
Second Massachusetts Turnpike, 
w h i c h  t r a v e l e d  b e t w e e n 
Charlemont and Berkshire County. 

In approximately 1914, the 
Fifth Massachusetts Turnpike was 
widened to accommodate cars, and 
the Massachusetts Legislature des-
ignated the Mohawk Trail west of 
Greenfield as a scenic tourist route. 
In 1931, bridges were built to 
allow for a bypass of the Fifth 
Massachusetts Turnpike around 
the Village of Ervingside.  Concur-
rently, the French King Bridge 
across the Connecticut River be-
tween Gill and Erving was con-
structed permitting traffic to travel 
directly to Greenfield bypassing 
Millers Falls and Turners Falls in 
the Town of Montague.  

In 1954, Route 2, a limited 
access highway, was build around 
the town centers of Athol and 
Orange.  The bypasses drew traffic 
and activity away from the town 
centers and contributed to their 
slowing population and economic 
growth. The bypass around 
Greenfield was built in the early 
1960s. 

 
 
 
 

 
Inventory of the Road 
Characteristics and 
Conditions 
The study area extends approxi-
mately 28 miles. The eastern ter-
minus is the intersection of Route 
2 and Route 2A in Athol (at Exit 
18 on Route 2).  The western 
terminus is the rotary of Route 2 
and Route 2A at the Interstate 91 
interchange in Greenfield.  The 
Byway study area follows Route 
2A as it travels through downtown 
Athol and Orange.  At the western 
end of Orange the Byway route re-
connects with Route 2 as it enters 
Erving. The Byway travels on 
Route 2 through Erving, Gill and 
into Greenfield.  At the intersec-
tion of Route 2 and Route 2A 
(French King Highway) in 
Greenfield the Byway route 
follows Route 2A (the original 
Mohawk Trail route) through 
downtown Greenfield and recon-
nects with Route 2 (bypass) at the 
rotary with Route 2, Route 2A and 
Interstate 91.  This is also the east-

The French King Bridge over the 
Connecticut River between Erving 
and Gill  



MOHAWK TRAIL SCENIC BYWAY  
Eastern Section — Athol to Greenfield 

119 

ern terminus of the study area for 
the previously completed Mohawk 
Trail Scenic Byway Corridor 
Management Plan (June 2002) for 
the western section of the Byway. 
 
National Highway 
System 

Route 2 is an important travel 
route.  It is the major East-West 
connection through northern 
Massachusetts.  It extends from 
Boston to New York State.  Route 
2 serves as a commercial truck 
route, a commuter route, a scenic 
recreational route, a local road and 
a “Main Street”. Route 2 and the 
section of Route 2A through 
Greenfield are designated as part 
of the National Highway System 
(NHS).  The NHS was developed 
by US Department of Transporta-
tion in cooperation with the states, 
local officials and Metropolitan 
Planning Organizations with the 
purpose of identifying the core 
road network that was considered 
critical to the nation’s economy, 
defense and mobility.  The US 
Congress approved the NHS in 
1995 with the intent that the States 
would prioritize federal-aid funds 
appropriately to ensure that the 
NHS was adequately maintained. 
 
Ownership and 
Maintenance 

Approximately two-thirds of 
the Mohawk Trail East Scenic 
Byway is under the jurisdiction 
(owned and maintained) by the 
M a s s a c h u s e t t s  H i g h w a y 
Department (MHD).  In Athol, be-
tween Petersham Road and Mount 
Pleasant Street, approximately 2.3 
miles is under the jurisdiction of 
the Town of Athol.  In Orange, 
between Whitney Street and the 
Erving Town Line, approximately 

3.6 miles is maintained by the 
Town of Orange (from South Main 
Street to Shelter Street is a county 
road).  Through Greenfield, be-
tween Gill Road and Solon Street, 
approximately 3.4 miles are main-
ta ined by the  Greenf ield 
Department of Public Works 
(while the section from Silver 
Street to Solon Street is a county 
road). 
 
Functional Classification 

“Functional classification” is a 
method for labeling roads based on 
the service that the road provides 
within the regional roadway 
network.  This categorization is 
generally based on the level of ac-
cess and mobility that the road pro-
vides within the system. This cate-
gorization was mandated under the 
Intermodal Surface Transportation 
Efficiency Act (ISTEA) of 1991.  
According to this functional classi-
fication system the highest level 
are interstates, then arterials, col-
lectors and local roads.  Within 
these classifications the roads are 
further categorized as principal, 
major or minor, and rural or urban. 

For the most part the Byway is 
functionally classified as an 
“arterial” but varies several times 
between “urban” and “rural”, and 
“principal” and “minor” sub-
classifications.  “Arterials” are 
roadways that connect major cen-
ters of activity and are the highest 
traffic volume corridors.  Roads 
classified as “urban” are those 
which travel through or adjacent to 
the US Census Block Groups with 
population totals of between 5,000 
and 50,000 people (defined by the 
Census as “urban clusters”).  
Through the Byway area many of 
these “urban” block groups encom-
pass whole communities, and re-
sult in areas that are generally rural 
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being labeled as urban for roadway 
classification purposes.  Functional 
classification is primarily used to 
determine the design standards for 
a particular road and determine eli-
gibility to receive federal-aid fund-
ing.  Table 6.1 summarizes the 
jurisdiction and functional classifi-
cation along the length of the 
Byway. 

 
Roadway Characteristics 
An inventory of the roadway 
condition was completed.  Data on 
the travel lane widths, shoulder 
width, paving materials, and exis-
tence or absence of sidewalks was 
compiled.  This information was 
collected by field measurements 

and supplemented with data from 
the MassHighway Department 
Road Inventory Files.  Please note 
that shoulder refers to the paved 
shoulder area. In addition, at the 
time that the field assessment was 
being conducted the section of the 
Byway from Petersham Road to 
Mount Pleasant Street in Athol 
was under construction making it 
difficult to determine lane widths 
and the types of on-street parking 
provided.   

Along the length of the Byway 
the geometry and characteristics of 
the road varies. It travels through 
three different downtowns, one 
small village center, rural areas 
with minimal residential develop-

Table 6.1 – Byway Jurisdiction (Maintenance) and Functional Classification 

 
Source:  2007 Road Inventory File – Executive Office of Transportation and Planning 
*From South Main Street to Shelter Street within this section is a County Road. 
**From Silver Street to Solon Street within this section is a County Road. 

Town From To Length 
Maintained 

By 
Functional 
Classification 

Athol Route 2 Exit 18 Petersham Road 1.19 
Miles 

MHD Urban Minor 
Arterial 

Petersham Road Approx 200ft East of 
Mount Pleasant Street 

2.27 
Miles 

Town Urban Principal 
Arterial 

Approx 200ft East of 
Mount Pleasant Street 

Orange Town Line 1.61 
Miles 

MHD Urban Principal 
Arterial 

Orange Athol Town Line Whitney Street 1.97 
Miles 

MHD Urban Principal 
Arterial 

Whitney Street* Holtshire Road* 2.32 
Miles 

Town Urban Principal 
Arterial 

Holtshire Road Erving Town Line 1.28 
Miles 

Town Rural Minor 
Arterial 

Erving Orange Town Line Bypass Connector to 
Route 2 

0.37 
Miles 

MHD Rural Minor 
Arterial 

Bypass Connector to 
Route 2 

Prospect Street 7.39 
Miles 

MHD Rural Principal 
Arterial 

Prospect Street Gill Town Line 1.50 
Miles 

MHD Urban Principal 
Arterial 

Gill Erving Town Line Greenfield Town Line 3.48 
Miles 

MHD Urban Principal 
Arterial 

Greenfield Gill Town Line Gill Road 0.66 
Miles 

MHD Urban Principal 
Arterial 

Gill Road** Solon Street** 3.42 
Miles 

Town Urban Principal 
Arterial 

Solon Street Greenfield Rotary 0.44 
Miles 

MHD Urban Principal 
Arterial 
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ment and wooded areas that paral-
lel the Millers River. In general, 
the roadway consists of one travel 
lane in each direction, the excep-
tion is at major intersections where 
additional lanes have been added 
to accommodate specific turning 
movements, and the area between 
the east and west intersections of 
Old State Road in Erving where 
climbing lanes are provided in 
each direction.   

Table 6.2 “Summary of 
Mohawk Trail Scenic Byway Road 
Layout” provides a summary of 
the roadway’s geometric details.  
The following description is in-
tended to provide a sense of the 
character and layout traveling from 
east to west.  
 
Athol 
From Exit 18 off of Route 2 to the 
intersection with Petersham Road 
the roadway narrows to 29-foot, is 
marked with 12-foot travel lanes, 
and has a 2.5 foot paved shoulders 
in each direction.  The roadway is 
rural in nature. It is characterized 
by long sweeping curves and short 
inclines and declines as the road-
way navigates the topography.  
Guardrails line a significant length 
of the eastbound side of the road-
way and there are guardrails occa-
sionally on the westbound side.  
Sparse residential development is 
present along this section.  
 
From Petersham Road to the Town 
Common the roadway widens to 
between 39 and 42 feet.  The den-
sity of development increases sub-
stantially, consisting of a mixture 
of residential, commercial and 
retail.  There are numerous drive-
way curb cuts and intersecting 
roadways through this section.  
There is on-street parallel parking 
on both sides of the street.  There 

is also a sidewalk on the eastbound 
side between Petersham Road and 
the Bearsden Conservation Area, 
and on both sides of Route 2A 
b e t w e e n  t h e  B e a r s d e n 
Conservation area and the Town 
Common.  At the time that the vis-
ual survey was complete, a new 
traffic signal was being installed at 
the intersection of Pleasant Street 
and Route 2A.   
 
West of the Town Common to 
School Street the roadway grade 
declines and then widens to 50 
feet.  There are retail establish-
ments in this area, but the roadway 
is framed predominantly with large 
houses set back from the edge of 
the roadway.  For a short section 
between the common and Central 
Street there is angled parking in 
front of some of the stores and the 
roadway is wider.  On-street paral-
lel parking is allowed along the 
rest of the length of this section 
and there is sidewalk along both 
sides of Route 2A.   
 
Between School Street and 
Crescent Street the grade steepens 
and the roadway narrows to ap-
proximately 30 feet.  Residential 
units primarily line the westbound 
side of the roadway and are close 
to the edge of the street.  No on-
street parking is allowed and a 
sidewalk is present on the west-
bound side of the road only.  New 
granite curbing was installed dur-
ing the reconstruction of the road-
way between Petersham Road and 
Crescent Street.   
 
A t  C r e s c e n t  S t r e e t  t h e 
“Downtown” begins and the road-
way levels out and widens to 44 
feet.  A variety of single and multi-
ple story buildings frame the street.  
There is on-street parallel parking 
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and sidewalks on both sides of the 
street.  At a number of the marked 
crosswalk locations there are “curb 
extensions” or “build-outs” which 
extend the sidewalk to the edge of 
the travel lanes narrowing the dis-
tance for pedestrians to cross the 
street and increasing their visibility 
to approaching drivers. At the 
Exchange Street signalized inter-
section there is a right turn only 
lane and a through/left turn lane on 
both the eastbound and westbound 
approaches to the intersection.  
There is a pedestrian activated 
walk signal at this signalized inter-
section.   
 
West of Exchange Street to Mount 
Pleasant Street the roadway nar-
rows to 39 feet.  The buildings are 
less imposing traveling west away 
from the Exchange Street intersec-
tion.  The architecture changes 
from multi-story buildings to two-
story residential buildings with 
small front yards or no buildings 
where there are gas stations or car 
dealerships.  Parallel parking 
(some of it marked) and sidewalks 
exist on both sides of the street.   
 
From Mount Pleasant Road to 
Daniel Shays Highway the layout 
of the commercial and residential 
development continues to become 
more rural in character.  The paved 
roadway is 33 feet wide with 
marked 12-foot travel lanes and 
4.5 foot paved shoulders in each 
direction.  In the  westbound direc-
tion the sidewalk ends after 
approximately 1,200 feet, while 
the eastbound sidewalk continues 
to Daniel Shays Highway.  A 
pedestrian activated walk traffic 
signal is located at a roadway 
crossing to the west of Bickford 
Drive.  There are separate through 
and left turn lanes in the west-

bound direction, and a shared right 
turn and through lane in the east-
bound direction at the Daniel 
Shays Highway signalized inter-
section.  The development pattern  
becomes more sparse.  There are 
guardrails located at the back of 
the sidewalk on the eastbound side, 
while periodic sections of ledge 
and small retaining walls (mixture 
of concrete and stone construction) 
line the westbound side.   
 
West of Daniel Shays Highway to 
the Orange Town Line there is 
little development and the roadway 
is rural in character.  The roadway 
continues to be 33 feet wide to the 
grocery store plaza where it begins 
to widen.  There are no sidewalks 
along this section. 
 
Orange 
From the Athol Town Line to East 
Main Street the roadway is 37 feet 
wide, marked with 12-foot travel 
lanes and has a 6.5 foot paved 
shoulder in each direction.  There 
are some commercial develop-
ments along this section of the 
Byway and an abundance of 
mature trees. There are no side-
walks along this section.   
 
From East Main Street to Whitney 
Street the density of the develop-
ment gradually increases. There is 
a mixture of large and small com-
mercial and retail establishments 
mixed with residential develop-
ment.  The roadway is 32 feet 
wide, marked with 12-foot travel 
lanes and has a 4-foot paved shoul-
ders along this section.  There is a 
sidewalk along the entire section in 
the westbound direction, and a 
sidewalk begins in the eastbound 
direction approximately 1,000 feet 
east of Whitney Street.  In the 
locations where there is curbing it 
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is primarily constructed from 
asphalt.   
 
West of Whitney Street to 
Mechanic Street the roadway has 
more downtown characteristics in 
this section, which is more densely 
developed with the buildings 
closer to the street.  The roadway 
widens slightly to 35 feet, is 
marked with 12-foot travel lanes 
and has 5.5-foot paved shoulders.  
Granite curbing lines the edge of 
the roadway.   
 
From Mechanic Street to South 
Main Street is part of the down-
town with dense development on 
both sides of the street.  There are 
no pavement markings except to 
the west of Water Street where on-
street parallel parking spaces are 
marked on both sides of the street.  
The roadway is 39 feet wide 
through this section and there are 
sidewalks on both sides of the 
street.  Due to the right of way 
constraints (the buildings are close 
to the edge of the roadway) there is 
only a single approach lane at the 
South Main Street signalized inter-
section.  This causes problems for 
turning traffic especially tractor 
trail trucks and limits options to 
improve the operation of the traffic 
signal.  On the eastbound approach 
to the intersection the roadway is 
wider and allows for two lanes 
although they are not designated 
for specific turning movements.   
 
West of South Main Street to 
Cherry Street the roadway narrows 
to 12-foot travel lanes and 2-foot 
paved shoulders in each direction, 
although the shoulders do widen 
for short distances on the back side 
of a couple of the curves.  The de-
velopment pattern changes and be-
comes more residential in nature 

with a couple of large factory com-
mercial buildings mixed in.  There 
are sidewalks on both sides of the 
roadway to Cherry Street and 
granite curbing lines the edge of 
the roadway.   
 
West of Cherry Street to the Route 
2 intersection in Erving the road-
way characteristics change as the 
density of residential development 
diminishes and the roadway 
becomes rural in nature, framed on 
both sides by large mature trees 
with occasional openings for 
pasture fields and the odd commer-
cial development.  The roadway is 
27 feet wide, marked with 12-foot 
travel lanes and 1.5-foot paved 
shoulders in each direction.  Some 
sharp curves are present along this 
section as are short inclines and 
declines as the roadway navigates 
the topography.  Guardrails line 
much of the eastbound side of the 
roadway and a slope and ledge 
lines sections in the westbound 
direction.  There are no sidewalks 
along this section of the Byway 
and where curbing is provided, 
primarily for drainage, it is 
constructed from asphalt. 
 
Erving 
Route 2 and Route 2A intersect at 
a 90-degree angle. In the west-
bound direction, there is a stop 
sign, and in the eastbound direc-
tion a right-turn slip lane forks off 
from Route 2.  On Route 2 the 
vehicle speeds are higher than on 
Route 2A.  Route 2 is 40 feet wide, 
marked with 12-foot travel lanes 
and has 8-foot paved shoulders.  
The character of the roadway is 
much different than that of Route 
2A.  The curves are long and 
gentle and the vegetation is 
trimmed well back from the edge 
of the roadway.  This section 
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includes the new road alignment 
around the Erving Paper Mill, 
which was opened in 2006.  The 
road relocation work included the 
construction of three large sections 
of retaining walls using stones that 
were blasted during the construc-
tion and a tall rock face lines much 
of the westbound side of the new 
road alignment.  There is a left turn 
lane at the Erving Paper Mill 
driveway and rumble strips in the 
paved shoulders to alert drivers 
when they stray outside of the 
travel lane. 
 
1,200 feet east of East Prospect 
Street at the western end of the 
Erving Paper Mill realignment the 
roadway narrows substantially to 
25 feet, is marked with 12-foot 
travel lanes and has minimal to no 
shoulder.  Curves in the roadway 
become sharper and guardrail lines 
the edge of the eastbound lanes.  A 
small stone retaining wall and 
slope line the westbound lane as 
the road approaches the town 
center.  Within the town center, 
there are small commercial estab-
lishments, some retail businesses, 
the town hall and fire station.  A 

sidewalk is located on the east-
bound side of the roadway from 
the Paper Mill to North Street and 
a sidewalk is located on the west-
bound side from East Prospect 
Street (westerly intersection) to 
North Street.  Granite curbing lines 
the roadway through the town 
center. 
 
West of the Town Center to the 
eastern most Old State Road inter-
section the roadway maintains its 
narrow 25-foot wide cross section 
and is located close to the Millers 
River.  Through much of this sec-
tion there is little development and 
the tree canopy almost encases the 
roadway.  Guardrails line much of 
the eastbound side of the roadway 
next to the river, and slope and 
ledge line much of the westbound 
side.  Gravel pullout areas are 
located on both sides of the road-
way in this area.  Where curbing is 
provided, primarily for drainage, it 
is constructed from asphalt. 
 
Approaching the eastern most Old 
State Road intersection the road-
way crests and begins to widen to 
39 feet.  There are 12.5-foot travel 

Route 2A  
Eastbound 
Slip Road 

Route 2 
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lanes and 8-foot paved shoulders 
in each direction.  The character of 
the road layout changes and takes 
on a more high-speed feel with 
long sweeping curves.  The vegeta-
tion is trimmed back from the 
roadway edge and there are rumble 
strips along the paved shoulders.  
There is no development in this 
area.  At the crest of the hill in the 
westbound direction there is a 
spectacular panoramic view across 
to the forested hills in Wendell.  
There is a climbing lane in the 
eastbound direction, which is 
approximately three-quarters of a 
mile long and ends as the roadway 
begins to decline.  Guardrails line 
the eastbound side of the road.  
Near the bottom of the hill the 
roadway returns to a 12.5-foot 
travel lane and 10-foot paved 
shoulders in each direction for a 
short distance before a climbing 
lane begins in the westbound 
direction up the incline to the west-
erly Old State Road intersection. 
 
West of the Old State Road inter-
section the roadway narrows to 40 
feet wide, is marked with 12- foot 
travel lanes and has 8-foot paved 
shoulders through Ervingside 
Village.  Much of the Village is 
away from Route 2 with only a 
few small commercial and retail 
businesses lining the roadway.  
Reconstruction of two bridges and 
construction of an eastbound left 
turning lane at the intersection 
with Semb Road were completed 
in the fall of 2008. 
 
West of Ervingside and approach-
ing the Gill Town Line the paved 
shoulders narrow to 4 feet in each 
direction and the roadway is pre-
dominantly lined with trees and 
guardrails on both sides. 
 

Gill 
The French King Bridge crosses 
high above the Connecticut River 
at the Erving/Gill Town Line.  
From the bridge, there are spec-
tacular views of the river and the 
mountains to the north.  There are 
parking areas on both sides of the 
bridge and a sidewalk on the west-
bound side along the length of the 
bridge. 
 
To the west of the French King 
Bridge has a rural high speed feel.  
The roadway is 40 feet wide, is 
marked with 12-foot travel lanes 
and 8-foot paved shoulders in each 
direction all the way to the Main 
Road signalized intersection.  The 
roadway curves are long and 
sweeping and there are rumble 
strips in the shoulders.  Limited 
development is located along much 
of the length of this section, but as 
the roadway approaches the Main 
Road intersection the density of 
both small residential and retail 
establishments begins to increase.  
There is a shared right turn and 
through lane and a separate left 
turn lane on the eastbound and 
westbound approaches to the Main 
Road intersection. 
 
West of the Main Road intersec-
tion the roadway widens slightly to 
43 feet, is marked with 12-foot 
travel lanes and has 9.5-foot paved 
shoulders.  The roadway curves 
through a sharp S-curve on either 
side of the bridge over the Falls 
River before beginning an incline 
up to the Adams Road (in 
Greenfield) signalized intersection. 
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Greenfield 
At the intersection of Route 2, 
Route 2A (French King Highway) 
and Adams Road there are separate 
right, through and left turn lanes in 
the westbound direction.  The 
Byway study area turns left onto 
Route 2A (French King Highway) 
and separates from Route 2 (by-
pass).  Heading eastbound on the 
Byway approaching this intersec-
tion there is a separate right turn 
lane and shared through and left 
turn lanes.  Eastbound Byway 
traffic would take a right turn at 
this intersection (French King 
Highway or Route 2A, Route 2 
and Adams Road). 
 
West from the Adams Road inter-
section the roadway maintains its 
high-speed rural feel. It is 37 feet 
wide, marked with 12-foot travel 
lanes and 6.5-foot paved shoulders 
in each direction.  The roadway is 
primarily lined with trees on both 
sides with occasional small clear-
ings for small commercial devel-
opments.  As the roadway 
approaches the Loomis Road inter-
section there is a large grocery 
store located on the eastbound side 
of the road.  The character of the 
streetscape changes to a more 
commercialized area.  At the 
Loomis Road signalized intersec-
tion, there are separate through and 
left turn lanes in the westbound 
direction, and a shared through and 
right turn lane in the eastbound 
direction.  There is a sidewalk on 
the eastbound side of the street 
from the grocery store driveway 
entrance to Loomis Road and there 
is a pedestrian activated walk sig-
nal to help pedestrians across the 
street to the sidewalk that begins 
on the westbound side of the road. 
 
 

Between Loomis Street and Silver 
Street the roadway widens to 40 
feet in width and is marked with 
12-foot travel lanes and 8 foot 
paved shoulders in each direction.  
A small retail plaza is located on 
the southeast corner of the Loomis 
Road intersection and other small 
commercial developments appear 
along this section.  A sidewalk 
runs the length of this section on 
the westbound side of the road.  At 
the Silver Street intersection there 
is a single shared through and right 
turn lane in the westbound direc-
tion and separate through and left 
turn lanes are provided in the east-
bound direction.  There is a pedes-
trian activated walk signal at this 
signalized intersection to allow 
pedestrians to cross Silver Street. 
 
Between Silver Street and Lincoln 
Street the density of development, 
which is primarily commercial and 
retail with some residential mixed 
in, increases significantly.  The 
roadway is 31 feet wide and 
marked with 15.5 feet wide travel 
lanes in both directions.  On-street 
parking is not  allowed, and off 
street parking for the commercial 
establishments is accessed from 
the many curb cuts.  A sidewalk 
runs the length of the westbound 
side of the street and a sidewalk on 
the eastbound side begins at 
Riddell Street. 
 
Between Lincoln Street and Main 
Street/Crescent Street Intersection 
the lane markings change to 
provide a 12-foot travel lane in the 
eastbound direction and an 18-foot 
travel lane with parallel parking in 
the westbound direction.  Along 
this section the development is 
primarily residential and sidewalks 
are provided along both sides.  The 
Byway takes a sharp right hand 
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turn at the Main Street intersection 
and enters the Downtown. 
 
Between Main Street/Crescent 
Street Intersection and Federal 
Street the roadway widens to 51 
feet in width with parallel parking 
bays marked on both sides of the 
street.  There are sidewalks on 
both sides of the street.  West of 
Franklin Street to the Federal 
Street signalized intersection there 
are three and four story buildings 
located close to the edge of the 
street and the roadway widens to 
58 feet.  Angled parking is 
provided in front of the post office 
just west of Franklin Street and 
marked parallel parking is 
provided along both sides of the 
street.  A median island separates 
direction of travel approaching the 
signal, which has separate right, 
through and left turn lanes in the 
westbound direction and a shared 
right and through lane and a 
separate left turn lane in the east-
bound direction.  There are side-
walks along both sides of the street 
and a pedestrian activated walk 
signal at the Federal Street 
signalized intersection. 
 
 
From Federal Street to Colrain 
Street is the heart of downtown 
Greenfield.  Through this section 
of the Byway there is a mixture of 
single and multi-story structures 
that line the street.  The roadway is 
67 feet wide with angled parking 
along both sides of the street 
except where left turn lanes are 
located at the Chapman Street, 
Wells Street and Conway Street 
intersections in the eastbound 
direction and there is parallel park-
ing instead. There is a left turn lane 
for both eastbound and westbound 
traffic at the town common. At a 

number of the marked crosswalk 
locations “curb extensions” or 
“build-outs” are provided which 
extend the sidewalk to the edge of 
the travel lanes narrowing the 
crossing distance for pedestrians 
and increasing their visibility to 
approaching drivers.  There are 
sidewalks along both sides of the 
street through this section.  Colrain 
Street marks the end of the 
“downtown”. 
 
From Colrain Street to Solon 
Street the roadway narrows to 35 
feet wide, is marked with 12-foot 
travel lanes, with a 6.5-foot 
shoulder both directions and 
inclines downward in the west-
bound direction.  The type of com-
mercial development changes 
through this section as it transi-
tions to lower buildings with some 
spaces between.  There is a 
mixture of a car dealership, a small 
office/retail center and some resi-
dential dwellings.  There is a side-
walk along the full length of this 
section in the eastbound direction 
and a sidewalk from Solon Street 
to River Street in the westbound 
direction.  There is a pedestrian 
activated walk signal at the River 
Street intersection.  At the Solon 
Street intersection there is a sepa-
rate left turn lane in the eastbound 
direction.  At the River Street sig-
nalized intersection there is a 
shared right turn, through lane and 
separate left turn lane in the west-
bound direction, and a separate 
right turn lane, and a shared 
through and left turn lane in the 
eastbound direction. 
 
From River Street to the Newton 
Street signalized intersection the 
roadway is 35 feet wide, marked 
with 12-foot travel lanes and 6.5-
foot paved shoulders in each direc-
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tion. Commercial/retail establish-
ments line the eastbound side of 
the roadway and there is an 
elementary school on the west-
bound side of the road.  At the 
Newton Street signalized intersec-
tion there are shared right turn and 
through lanes and separate and 
left-turn lane in both directions.  
There are sidewalks on both sides 
of the roadway through the full 
length of this section and a pedes-
trian activated walk signal was 
recently added to the Newton 
Street traffic signal. 
 
West of Newton Street the road-
way is marked as a 12-foot travel 
lane and 3-foot paved shoulder in 
the eastbound direction and the 
width of the shoulder in the west-
bound direction varies from 3 to 12 
feet.  This section is lined with 
three gas stations, a motel and two 
restaurants.  There is a separate left 
turn lane at the Miner Street inter-

section in the eastbound direction 
and a sidewalk is provided along 
the westbound side only.  
Approaching the Greenfield 
Rotary the opposing lanes are split 
by an island and the westbound 
lane widens to two entry lanes onto 
the Rotary.   

Mileage Description Town Travel 
Lane 

width* 

Paved 
Shoulder 
width* 

Comments 

Start End Start End 

0.00 1.20 Route 2/Route 
2A intersection 
[Exit 18] 

Petersham 
Road 

Athol 12 ft EB 
12 ft WB 

2.5ft EB 
2.5ft WB 

Rural - No Sidewalk 

1.20 1.70 Petersham Road Bearsden 
Conservation 
Area 

Athol 39 ft 
Total 
Width 

Not 
Marked 

Road under construction no 
pavement markings. 
Sidewalk on EB side 

1.70 2.05 Bearsden 
Conservation 
Area 

Town Common Athol 42 ft 
Total 
Width 

Not 
Marked 

Road under construction no 
pavement markings. 
Sidewalk on both sides 

2.05 2.40 Town Common School Street Athol 50 ft 
Total 
Width 

Not 
Marked 

Road under construction no 
pavement markings. 
Roadways widens in front of 
stores on west side of common. 
Sidewalk on both sides 

2.40 2.95 School Street Crescent Street Athol 30 ft 
Total 

Not 
Marked 

Road under construction no 
pavement markings. 

Table 6.2: Summary of Mohawk Trail Scenic Byway Road Layout Details 
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Table 6.2: Summary of Mohawk Trail Scenic Byway Road Layout Details 

 

2.95 3.20 Crescent Street Exchange 
Street 

Athol 44 ft 
Total 
Width 

Not 
Marked 

Road under construction no 
pavement markings. 
Sidewalk on both sides 
Parallel Parking both sides 
Sidewalk build-outs at select 
intersections 
WB Right Turn lane provided 
at Exchange Street signalized 

3.2 3.55 Exchange Street Bridge over 
Millers River 
just east of 
Mount Pleasant 
Road 

Athol 39 ft 
Total 
Width 

Not 
Marked 

Road under construction no 
pavement markings. 
Sidewalk on both sides 
Parallel Parking both sides 
Sidewalk build-outs at select 
intersections 
EB Right Turn Lane provided 
at Exchange Street signalized 
intersection. 

3.55 5.10 Bridge over 
Millers River 
just east of 
Mount Pleasant 
Road 

Athol/Orange 
Town Line 

Athol 12 ft EB 
12 ft WB 

4.5 ft EB 
4.5 ft WB 

Sidewalk on EB side ends at 
Daniel Shays Highway 
Sidewalk on WB side ends 
1,200ft west of Mount Pleasant 
Street. 
WB left turn lanes provided at 
Daniel Shays Highway 
signalized Intersection. 

5.10 6.20 Athol/Orange 
Town Line 

East Main 
Street 

Orange 12 ft EB 
12 ft WB 

6.5 ft EB 
6.5 ft WB 

No Sidewalk on either side 

6.20 7.20 East Main 
Street 

Whitney Street Orange 12 ft EB 
12 ft WB 

4.0 ft EB 
4.0 ft WB 

Sidewalk on WB side 
Sidewalk on EB side starts 
opposite Pete’s Tire Barn 
EB left turn lanes provided at 
Walmart Driveway 

7.20 7.55 Whitney Street Mechanic 
Street 

Orange 12 ft EB 
12 ft WB 

5.5 ft EB 
5.5 ft WB 

Sidewalk on both sides 

7.55 7.70 Mechanic Street South Main 
Street 

Orange 35ft 
Total 
Width 

Not 
Marked 

Marked parallel parking  both 
sides 
Sidewalk both sides 

7.70 8.20 South Main 
Street 

Cherry Street Orange 12 ft EB 
12 ft WB 

2 ft EB 
2 ft WB 

Sidewalk on both sides 
Shoulder widens in a couple of 

8.20 9.10 Cherry Street Route 78 Orange 12 ft EB 
12 ft WB 

1.5 ft EB 
1.5 ft EB 

Rural - No Sidewalk 

9.10 11.20 Route 78 Route 2A/
Route 2 
Intersection 

Orange/ 
Erving 

12 ft EB 
12 ft WB 

1.5 ft EB 
1.5 ft EB 

Rural - No Sidewalk 

11.20 12.35 Route 2A/Route 
2 
Intersection 

Auto Shop on 
Westside of 
Erving Paper 
Mill 

Erving 12 ft EB 
12 ft WB 

5.5 ft EB 
5.5 ft WB 

Rural - No Sidewalk 
New alignment around Erving 
Paper Mill 
WB left turn lane provided at 

Mileage Description Town Travel 
Lane 

width* 

Paved 
Shoulder 
width* 

Comments 
Start End Start End 
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Mileage Description Town Travel 
Lane 

width* 

Paved 
Shoulder 
width* 

Comments 
Start End Start End 

12.35 13.35 Auto Shop on 
Westside of 
Erving Paper 
Mill 
realignment 

Mountain Road Erving 12 ft EB 
12 ft WB 

0.5 ft EB 
0.5 ft WB 

Shoulders widen to 2 ft through 
Village center. 
Sidewalk on EB side from start 
to west side of Village 
Sidewalk on WB side starts at 
East Prospect Street to Westside 
of Village center. 

13.35 16.10 Mountain Road Old State Road 
(east side) 

Erving 12 ft EB 
12 ft WB 

0.5 ft EB 
0.5  ft WB 

Rural - No Sidewalk 
Travel close to the Millers River 
for a distance 

16.10 16.30 Old State Road 
(east side) 

End of EB 
Climbing Lane 

Erving 12.5 ft EB 
12.5 ft 

WB 

8 ft EB 
8 ft WB 

Rural - No Sidewalk 
Rumble Strips in shoulders 

16.30 17.15 End of EB 
Climbing Lane 

Start of EB 
Climbing Lane 

Erving 13 ft EB 
12 ft EB 
12 ft WB 

2.5 ft EB 
11.5 ft 
WB 

Rural - No Sidewalk 
EB Climbing Lane 
Rumble Strips in Shoulder 

17.15 17.55 Start of EB 
Climbing Lane 

Start of WB 
Climbing Land 

Erving 12.5 ft EB 
12.5 ft 

WB 

10 ft EB 
10 ft WB 

Rural - No Sidewalk 
Rumble Strips in Shoulder 

17.55 18.00 Start of WB 
Climbing Lane 

End of WB 
Climbing Lane 

Erving 12 ftEB 
12 ft WB 
13 ft WB 

11.5 ft EB 
2.5 ft WB 

Rural - No Sidewalk 
WB Climbing Lane 
Rumble Strips in Shoulder 

18.00 18.40 End of WB 
Climbing Lane 

Old State Road 
(west side) 

Erving 12.5 ft EB 
12.5 ft 

WB 

10 ft EB 
10 ft WB 

Rural - No Sidewalk 
Rumble Strips in Shoulder 

18.40 19.60 Old State Road 
(west side) 

MassHighway 
Maintenance 
Yard 

Erving 12.5 ft EB 
12.5 ft 

WB 

8 ft EB 
8 ft WB 

Ervingside Village – No 
Sidewalk 
EB Left turn lane provided at 
Semb Drive intersection 
Rumble Strips in Shoulder 

19.60 20.15 MassHighway 
Maintenance 
Yard 

Erving/Gill 
Town Line 

Erving 12 ft EB 
12 ft WB 

4 ft EB 
4 ft WB 

Rural - No Sidewalk 
Rumble Strips in Shoulder 
  

20.15 23.45 Erving/Gill 
Town Line 

Main Road Gill 12 ft EB 
12 ft WB 

8 ft EB 
8 ft WB 

Rural - No Sidewalk 
Rumble Strips in Shoulder 
WB Left turn lane provided at 
Main Road signalized 
Intersection 

23.45 24.35 Main Road Adams Road Gill/ 
Greenfield 

12 ft EB 
12 ft WB 

9.5 ft EB 
9.5 ft WB 

Rural - No Sidewalk 
Rumble Strips in Shoulder 
EB Left turn lane provided at 
Main Road signalized 
Intersection 
WB Right and Left turn lanes 
provided at Adams Road 

24.35 25.25 Adams Road Loomis Road Greenfield 12 ft EB 
12 ft WB 

6.5 ft EB 
6.5 ft WB 

Rural – No Sidewalks 
EB Right turn lane provided at 
Adams Road Intersection 
WB Left turn lane provided at 
Loomis Road signalized 

Table 6.2: Summary of Mohawk Trail Scenic Byway Road Layout Details 
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Mileage Description Town Travel 
Lane 

width* 

Paved 
Shoulder 
width* 

Comments 

Start End Start End 

25.25 25.60 Loomis Road Silver Street Greenfield 12.5 ft EB 
12.5 ft 
WB 

8 ft EB 
8 ft WB 

Sidewalk on WB Side 

25.60 26.50 Silver Street Sanderson Street Greenfield 15.5 ft EB 
15.5 ft 
WB 

Not 
Marked 

Sidewalk on WB Side 
Sidewalk on EB side starts at 
Riddell Street. 
EB Left turn lane provided at 
Silver Street signalized 
Intersection 

26.50 27.05 Sanderson 
Street 

Crescent Street Greenfield 12 ft EB 
18 ft WB 

Not 
Marked 

Sidewalk on both sides 
Parallel Parking along WB side 

27.05 27.15 Crescent St. Franklin St Greenfield 25.5 ft EB 
25.5 ft 
WB 

Not 
Marked 

Sidewalk on both sides 
Marked parallel parking on 
both sides 

27.15 27.25 Franklin Street Federal Street Greenfield 58 ft 
Total 
Width 

Not 
Marked 

Sidewalk on both sides 
Marked parallel parking on 
both sides 
Angled parking provided on 
WB side in front of Post Office 
WB Right and Left turn lanes 
provided at Federal Street 
signalized intersection 

27.25 27.80 Federal Street Colrain Street Greenfield 67 ft 
Total 
Width 

Not 
Marked 

Sidewalk on both sides 
Marked angle parking on both 
sides. 
Curb extensions provided at 
some crosswalks 
EB Left Turn lanes provided at 
Federal Street Signalized 
intersection and at Chapman 
Street Wells Street and 
Conway Street intersections. 
WB Left Turn lane provided at 
Bank Row intersection. 

27.80 28.00 Colrain Street River Street Greenfield 12 ft EB 
12 ft WB 

6.5 ft EB 
6.5 ft WB 

Sidewalk on EB Side 
Sidewalk on WB side starts at 
Solon Street. 
WB left turn lane provided at 
River Street signalized 
intersection. 
EB left turn lane provided at 

28.00 28.20 River Street Newton Street Greenfield 12 ft EB 
12 ft WB 

6.5 ft EB 
6.5 ft WB 

Sidewalk on Both Sides 
WB left turn lane provided at 
Newton Street signalized 
intersection. 
EB left turn lane provided at 
River Street signalized 
intersection. 

28.20 28.40 Newton Street Greenfield Rotary Greenfield 12 ft EB 
12 ft WB 

3.0 ft EB 
Varies 

from 3.0 ft 
to 12 ft 

WB 

Sidewalk on WB Side 
EB left turn lane provided at 
Newton Street signalized 
intersection 
EB left turn lane provided at 
Minor St intersection 

Table 6.2: Summary of Mohawk Trail Scenic Byway Road Layout Details 

*EB is the abbreviation for Eastbound and WB is the abbreviation for Westbound. 
Note – Measurements recorded using vehicle odometer and vary slightly from those measurements taken using GIS mapping tool. 
Sources:  Data collected by field survey completed by FRCOG staff and MHD Road Inventory File Year 2007, MHD Planning. 
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Roadside Features: 
Curbing, Guardrails, 
Retaining Walls and 
Signs 
For the purpose of maintaining and 
enhancing the scenic qualities of 
the Scenic Byway, roadside 
features such as curbing, guard-
rails, retaining walls and signage 
along the Byway were examined.  
These features are important con-
siderations to ensure that the 
scenic and rural qualities of the 
Byway corridor are maintained. 

 
Curbs 

There are curbs along large 
sections of the Mohawk Trail.  
Within the downtowns and village 
centers, granite curbing has 
predominantly been used.  In areas 
outside of the downtown, whether 
along the edge of sidewalks or 
constructed to channel water 
runoff to drainage structures, 
asphalt curbing has been used in 
most cases. 

 
Guardrails 
Guardrails are an important safety 
feature along a roadway and are 
typically constructed from stan-
dard galvanized steel, which when 
new tends to look shiny.  Due to 
the topography and geometry there 
is a considerable amount of 
guardrail along the eastern section 
of the Mohawk Trail Scenic 
Byway, all of which is galvanized 
steel.  “Cor-Ten” steel or high 
strength steel guardrails are an 
alternative to galvanized steel 
guardrails.  Cor-Ten guardrails are 
patented guardrails that naturally 
look rusted, and are thought to be a 
more appropriate material for use 
in rural settings.  “Cor-Ten” steel 
guardrails are an aesthetically 

pleasing alternative for use along 
the Byway as construction projects 
that involve replacing or installing 
guardrail are completed. Steel 
backed timber guardrails are 
another alternative that may be 
appropriate for use along the 
Byway.  Steel backed timber 
guardrails have a natural look and 
has been used along other scenic 
byways across the country as a 
more aesthetically pleasing 
alternative.  According to the 
MHD Design Guidebook, steel 
backed timber guardrails are 
allowed on low volume roads with 
design speeds that are lower than 
55 miles per hour (mph). However, 
Route 2 does not qualify as a low 
volume road. In addition, these 
guardrails can be cost prohibitive 
in many cases where long sections 
of guardrail are needed. There may 
be some locations that require only 
short sections that are away from 
the travel lanes where the use of 
steel back timber guardrail may be 
appropriate and useful.  Such an 
application may be at scenic pull 
out areas. 
 
Retaining Walls 

There are a number of retain-
ing walls of varying sizes along the 
Byway.  The largest of these 
retaining walls was constructed on 
the north side of Route 2 during 
the construction of the Route 2 by-
pass of the Erving Paper Mill near 
Erving Center, which was com-
pleted in 2006.  These retaining 
walls were constructed from the 
material blasted from the hillside 
during the construction project.  
The smaller retaining walls located 
within the project area are made 
from varying materials, some from 
natural rocks and others from con-
crete, and most do not have a 
major visual impact to passing 
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drivers because they are small and 
in many instances at least during 
the spring, summer and fall they 
are partially disguised by roadside 
vegetation.   

 
Signs 

Most of the signs along the 
Byway are standard road signs 
installed in accordance with the 
Manual on Uniform Traffic 
Control Devices (MUTCD) and as 
approved by the Massachusetts 
Highway Department.  For the 
most part there are not an exces-
sive number of signs.  However, 
there are a couple of intersections 
where there may be an opportunity 
to consolidate some of the signs.  
Warning signs for such things as 
intersections and sharp curves are 
appropriately provided, as are 
speed limit signs.  Route markers 
appear to be provided at all the 
appropriate decision points and 
periodically along the Byway to 
assure drivers that they are still on 
the correct route.  At the major 
intersections, there are large signs 
to inform drivers of their options 

and major destinations.  For the 
most part, the signs are in good 
condition, but some signs may 
require replacement. Additionally, 
in some locations, roadside vegeta-
tion obscures the signs.  It would 
be useful to complete an assess-
ment of the signs along the Byway 
in order to assess the locations, 
content and conditions. During the 
review of this chapter the Byway 
Advisory Committee it was noted 
that it is important to be cautious 
of sign clutter. 

There are also a number of 
non-traffic related signs located 
along the Byway.  Some of these 
signs are in keeping with the 
scenic nature of the Byway and 
others are not. For example the 
“Welcome” sign for the Town of 
Erving is in keeping with the 
scenic nature of the roadway.  
However, other signs seem incon-
sistent with the scenic character of 
the Byway, including large signs 
and signs with distracting lights or 
moving components. The Scenic 
Resources and the Land Use and 
Zoning chapters of this corridor 
management plan recommend the 
creation of a model sign bylaw that 
could be adopted by the communi-
ties along the Byway, and 
strengthen local regulations to 
discourage signs that may detract 
from the Byway’s scenic nature. 

There are also some historic 
markers and signs for historic sites 
along the Byway.  These markers 
indicate locations of historical 
significance.  There are a number 
of existing historic markers on 
Route 2A in Athol which are part 
of the Athol History Trail and that 
identify important sites in the 
town’s history.  Along the Byway 
there are historic markers currently 
located at the site of the Fifth 
Massachusetts Turnpike tollgate, a 

The newly constructed retaining 
wall along the relocated section of 
Route 2 at the Erving Paper Mill, 
which was built with stones that 
were excavated during the 
construction 
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former stagecoach stop, the sites of 
historic town meetinghouses in 
Athol and Erving, a former Town 
Hall, a homestead site, and impor-
tant Native American sites.  It was 
noted during the planning process 
that there are some historic sites, 
which lack signs or have signs that 
need to be replaced (including the 
toll house in Erving Center on 
South Prospect Street and the sign 
at the Farley Flats which shows the 
1938 flood level).  In addition, it 
was noted that it is important that 
there are turn-out areas at the loca-
tions where the historic marker 
signs are located along the Byway.  

 
 

Context Sensitive 
Design 
Maintaining the scenic, historic, 
and rural qualities of the Byway is 
an important goal.  This should be 
taken into consideration whenever 
roadway improvement projects are 
undertaken. The design of future 
roadway improvements should 
include the consideration and 
application whenever possible of 
context sensitive and aesthetically 
pleasing roadway design. 

This topic has received a lot of 
attention in recent years.  After a 
comprehensive revision of their 
design manual, MassHighway 
introduced a new Project Develop-
ment and Design Guide in 2005.  
The completely overhauled guide-
book was developed with the 
participation of an extensive group 
of stakeholders representing all 
modes of transportation. The new 
guidebook stresses the importance 
of Context Sensitive Design 
(CSD), and requires the early and 
regular involvement of towns and 
project proponents in planning for 
road maintenance and construc-

tion. These are both important 
issues in this region, where the 
preservation of rural character and 
active involvement by local inter-
ests is very important to building 
and maintaining an excellent trans-
portation network.   

Additionally, a number of pub-
lications have been prepared and 
widely circulated by the Federal 
Highway Administration (FHWA) 
that support flexibility in roadway 
design.  The FHWA’s Flexibility 
in Highway Design (1997) serves 
as an effective guidebook to 
“explore opportunities to use flexi-
ble design as a tool to help sustain 
important community interests 
without compromising safety.”  
Saving Historic Roads, Design & 
Policy Guidelines (1998) written 
by Paul Daniel Marriott is another 
excellent resource.  This document 
provides several case studies 
where local and state interests 
worked together to design sensitive 
historic road improvements. 

In addition, the FRCOG has 
produced Design Alternatives for 
Rural Roads.  This document, 
which was originally written in 
1994, was updated in 2001.  It is a 
reference guide that provides infor-
mation about the highway design 
process in Massachusetts, and 
what elements of road design can 
be used to help a project to blend 
into the rural landscape and retain 
its natural and historic character.  
This publication was specifically 
written with the rural nature of the 
roads in Western Massachusetts in 
mind. 

As described throughout this 
report, the Mohawk Trail between 
Athol and Greenfield is a scenic 
roadway that winds and curves 
through varied terrain.  While this 
road serves as a critical transporta-
tion route, it is also important that 
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the rural character of the roadway 
is taken into account during im-
provement projects.  Designs for 
the most context sensitive features 
should be considered on a case-by-
case basis given the specific 
location. 

Table 6.3 provides examples 
of alternative design techniques 
and materials that have been used 
on other Scenic Byway projects or 
in other locations in Western 
Massachusetts as more appropriate 
aesthetically pleasing alternatives 
to traditional highway features.  It 
is important to note that technol-

ogy is constantly evolving and that 
all possible engineering features 
available should be considered. 

 
 

Pavement 
Conditions and 
Pavement 
Management 
Analysis 
A Pavement Management System 
(PMS), as defined by the American 
Publ ic  Works Associat ion 
(APWA), is “a systematic method 

Table 6.3: Examples of Alternative Design Techniques and Features  
(Guardrails, Guard-walls and Retaining Walls) 

 
Sources: FHWA, Flexibility in Highway Design, 1997; Marriott, Saving Historic Roads, Policy & Design, 1998; FRCOG, Design Alternatives for Rural Roads, 
2001.   

Alternate Design Technique Description Locations Where Feature Has 
Been Used 

Steel-backed Timber Guardrails Wooden rail surface backed with 
reinforced steel. 

George Washington Memorial 
Parkway, VA. 
Blue Ridge Parkway, VA. 

“Cor-Ten” Steel Guardrails Steel guardrail with a weathered or 
rustic look that blends in with the 
surrounding landscape. 

“Cor-Ten” steel guardrails have 
been used in many locations 
statewide including Williamsburg 
Road in Ashfield, MA. 

Box Beam Rails Box beams located lower than usual 
guardrail allows for view 

Dumbarton Bridge, Potomac 
Parkway, Washington, DC. 

Columbia River Highway Guardrail Whitewashed wooden rail backed with 
reinforced steel 

Columbia River Highway, OR. 

Hidden Guardrails Guardrails hidden by roadside 
vegetation 

In New Jersey. 

Ironwood Guardrail System The post system utilizes composite rails 
that are attached to steel posts set into 
the soil.  The above ground section of 
each post is covered by timber, which 
functions as a block-out while also 
providing an all-wood appearance. 

Watkins Glen, NY. 

“Rockefeller’s Teeth” stone walls Segmented native stone guards Acadia National Park Motor Road, 
ME. 

Concrete-core Stone Masonry 
Guardwall 

The retaining wall has a concrete core 
and native stones are applied to the 
façade for a more natural look. 

Skyline Drive, VA and on Route 66 
in Hampshire County, MA. 

Pre-cast Simulated Stone Wall Pre-cast concrete panels designed, 
textured, and colored to resemble native 
stonework 

Baltimore Washington Parkway, 
MD. 
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for routinely collecting, storing, 
and retrieving the kind of decision-
making information needed (about 
pavement) to make maximum use 
of limited maintenance and con-
struction dollars.”  Historically, 
road maintenance funds were 
channeled to those roads that were 
perceived to be in the worst condi-
tion, or where political influence 
dictated.  Various studies have 
indicated that a pavement regularly 
maintained in a “good” to 
“excellent” condition requires one-
fourth to one-fifth the maintenance 
investment of a road that is not 
maintained until it reaches a 
“poor” or “failed” condition, and 
then is reconstructed.  A PMS is 
intended to provide quantitative 
information to assist when budget-
ing and making decisions regard-
ing road repair and maintenance. 

Route 2 and Route 2A are part 
of the National Highway System, 
and with the exception of the 
sections located in Athol, Orange 
and Greenfield, these roads are 
maintained by the Massachusetts 
Highway Department (MHD).  
Therefore, MHD is responsible for 
conducting pavement condition 
surveys, prioritizing and complet-
ing routine maintenance and 
repairs to the road.  MHD utilizes 
the Automatic Road Analyzer 
(ARAN), a vehicle that is equipped 
to assess the pavement condition 
as it travels along the road.  In fact, 
MHD utilizes the ARAN equip-
ment to survey and analyze the 

pavement conditions of all State 
numbered routes regardless of 
whether they maintain them or not. 

After the data is collected, a 
computer analysis program is used 
to rank the condition of the pave-
ment.  The ARAN analysis 
provides a Pavement Serviceability 
Index (PSI) rating to generally 
rank the condition of the 
pavement.  According to the PSI 
the condition of the pavement is 
ranked on a scale of 0 to 5.  A 
rating of 0 indicates that the road is 
in very poor condition to the point 
of being impassible by vehicles, 
and a rating of 5 indicates a 
perfectly smooth and distress free 
roadway.  At thresholds within this 
scale, roads are determined to be in 
poor, fair, good or excellent condi-
tion.  A summary of the PSI scores 
and the associated general rankings 
are contained in Table 6.4 
“Pavement Condition Index (PCI) 
General Rating Categories”. 

MHD collected the most 
recent pavement condition data for 
sections of the study area, however 
the data was unfortunately com-
promised and is unusable.  There-
fore, our assessment for the 
purpose of this corridor manage-
ment plan is to offer observations 
of pavement conditions and knowl-
edge of resurfacing projects to 
offer a general anecdotal assess-
ment. 

A number of improvements 
have been made to sections of the 
Byway in the last few years.  In 

Table 6.4.   Pavement Condition Index (PCI) General Rating Categories 
Pavement Serviceability Index (PSI) Rating 

3.50 – 5.00 Excellent 

2.80 – 3.49 Good 

2.30 – 2.79 Fair 

0.00 – 2.29 Poor 
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Athol, the section of the Byway 
from Petersham Road to Mount 
Pleasant Street was repaved over 
the last couple of years.  In Erving, 
the section between Forest Street 
and River Street was repaved late 
in 2008.  A visual review of some 
of the sections appearing to be in 
poor condition, such as along Main 
Street in downtown Greenfield 
identified a road surface showing 
distresses, but still in an adequate 
condition to provide a suitable 
driving surface. 

Overall, the condition of the 
roadways along the Byway is 
good.  Some sections of the road-
way are newly paved, while others 
are reaching the stage in their life 
cycle where routine and preventa-
tive maintenance activities are 
required.  A complete Pavement 
Management System assessment 
should be completed to specifically 
determine the Pavement Condition 
Index of the roadway sections, and 
help develop a maintenance 
schedule to keep the corridor in an 
overall Good condition in the 
future. 

 
 

Traffic Volumes 
During the past ten years, the 
M a s s a c h u s e t t s  H i g h w a y 
Department (MHD), the Franklin 
Regional Council of Governments 
(FRCOG) and Montachusett 
Regional Planning Commission 
(MRPC) have collected traffic 
volume data at a number of loca-
tions along the Byway and within 
the study area. The data includes 
traffic volume counts collected 
during a period of at least two con-
secutive weekdays and in some 
cases for a seven-day period.  For 
each location, the weekday count 
data was averaged to calculate an 

Average Weekday Traffic (AWT) 
volume and then multiplied by a 
seasonal adjustment factor to 
produce an Average Annual Daily 
Traffic (AADT) volume.  This 
adjusted count is intended to 
reflect the average daily volume as 
if the count had been conducted 
over a full year. 

Table 6.5 “Traffic Count Data 
from Locations along the Mohawk 
Trail East Scenic Byway” is a list 
of all the traffic counts completed 
along the Byway in recent years.  
Traffic volumes vary dramatically 
from a low of 1,800 vehicles per 
day at the Erving/Orange Town 
Line to a high of 19,600 vehicles 
per day just to the east of the 
Greenfield Rotary.  In Athol the 
volumes vary from approximately 
9,000 vehicles AADT at the 
eastern end of the Byway to more 
than 15,000 vehicles per day in the 
downtown.  In Orange the traffic 
volumes generally decreased trav-
eling from east to west.  East of 
downtown Orange the volumes 
vary from approximately 8,000 to 
10,000 vehicles per day with 
volumes to the west of the town 
center dropping from 4,600 to 
around 1,800 vehicles per day at 
the Erving Town Line.  In Erving 
and Gill the Byway follows Route 
2 and the traffic volumes are con-
sistently between 8,000 and 9,000 
vehicles per day.  At the 
Greenfield/Gill Town Line on 
Route 2 the traffic volumes 
increase to nearly 13,000 vehicles 
per day.  On the section of the 
Byway that travels into and 
through Downtown Greenfield the 
volumes range from 4,400 on the 
French King Highway section to 
between 9,000 and 12,000 vehicles 
per day on High Street.  On Main 
Street in the Downtown Greenfield 
the volumes are approximately 
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Table 6.5: Traffic Count Data from Locations along the Mohawk Trail East Scenic Byway 

 
AADT is the abbreviation for Average Annual Daily Traffic; AGR is the abbreviation for Annual Growth Rate. 
Sources:  Traffic counts completed by MHD, FRCOG, and MRPC.   

Town – Street/Route Location 
Past Year Most Current 

Average Year AADT Year AADT 

Athol – Route 2A West of South Royalston Road - - 2007 9,100 - 

Athol – Route 2A East of Petersham Road - - 2005 9,600 - 

Athol – Route 2A/32 West of Petersham Road - - 2005 12,900 - 

Athol – Route 2A/32 Between Common Street and - - 2005 14,700 - 

Athol – Route 2A West of Crescent Street - - 2005 15,300 - 

Athol – Route 2A West of Exchange Street - - 2007 10,600 - 

Athol – Route 2A West of Daniel Shays Highway - - 2007 11,600 - 

Orange – Route 2A Athol Town Line 2001 9,700 2007 10,000 0.51% 

Orange – Route 2A West of East Road - - 2007 9,000 - 

Orange – Route 2A West of Brookside Road - - 2007 9,600 - 

Orange – Route 2A East of North Main Street - - 2006 7,800 - 

Orange – Route 2A West of North Main Street - - 2006 4,600 - 

Orange – Route 2A East of Route 78 2005 3,300 2007 3,000 -4.65% 

Orange – Route 2A Erving Town Line 2005 1,770 2007 1,780 0.28% 

Erving – Route 2/2A West of North Street 2001 8,900 2007 7,800 -2.17% 

Erving – Route 2/2A East of High Street 2001 9,500 2007 8,500 -1.84% 

Erving – Route 2/2A West of Mountain Road 2001 9,000 2007 8,100 -1.74% 

Gill – Route 2/2A Erving Town Line 2000 8,400 2007 8,300 -0.17% 

Gill – Route 2/2A Greenfield Town Line 2000 12,700 2007 12,800 0.11% 

Greenfield – Route 2A South of Canada Hill Road 2003 4,600 2007 4,400 -1.11% 

Greenfield  - Route North of Silver Street 2000 13,900 2006 11,600 -2.97% 

Greenfield – Route 2A South of Silver Street - - 2006 9,500 - 

Greenfield – Route 2A South of Beacon Street - - 2004 9,500 - 

Greenfield – Route 2A North of Main Street - - 2006 6,600 - 

Greenfield – Route 2A West of High Street 2002 8,900 2005 9,000 0.37% 

Greenfield – Route 2A East of Davis Street - - 2005 13,900 - 

Greenfield – Route 2A East of Solon Street 2001 14,100 2007 13,700 -0.48% 

Greenfield – Route 2A Between Minor Street and Rotary 2003 19,500 2007 19,600 0.13% 
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14,000 vehicles per day.  As men-
tioned the highest recorded 
volumes along the Byway are just 
east of the Greenfield Rotary at 
just under 20,000 vehicles per day. 

The average Annual Growth 
Rate (AGR) is calculated by using 
the Average Annual Daily Traffic 
(AADT) volume from different 
years at the same location.  It 
quantifies the percent of traffic 
volume growth over time.  As part 
of the Franklin County 2007 
Regional Transportation Plan, 
data from throughout Franklin 
County was compiled by the 
FRCOG and a regional average 
AGR was calculated.  This calcula-
tion showed an average AGR of 
one percent (1%) per year for the 
region.  The MRPC did a similar 
calculation for Athol and the 
Montachusett Region for its 2007 
Regional Transportation Plan.  
MRPC’s calculation also showed 
an average AGR of one percent 
(1%) per year overall for its region 
also. 

In the locations along the 
Byway where multiple years of 
data were available the average 
AGR was examined.  With a few 
exceptions there has generally 
been a reduction in traffic volumes 
between early 2000 and the last 
year or two.  The one exception 
where there was reasonable growth 
was at the Athol/Orange Town 
Line.  In recent years there has 
been some commercial growth in 
this area, which may account for 
the increased traffic volumes. 

There are numerous intersect-
ing roadways along the length of 
the Byway, ranging from local 
roads and streets up to other 
significant regional roadways.  
Significant regional roadways 
include Route 32 and Daniel Shays 
Highway in Athol, Route 122 and 

Route 78 in Orange, Route 63 and 
Route 2 (from the east) in Erving, 
and Route 5/10, Interstate 91 and 
Route 2 (from the west) in 
Greenfield.  Table 6.6 “Traffic 
Count Data from locations on the 
roads that intersect with the 
Mohawk Trail East Scenic Byway” 
includes the available traffic 
volume data on the major road-
ways (defined as roadways other 
than locally classified) that 
intersect with the Scenic Byway. 

 
 

Types of Vehicles 
Traveling the Byway 
At a number of the count locations 
data on the type of vehicles was 
also collected.  Generally, cars, 
sport utility vehicles (SUV’s), 
pick-up trucks and motorcycles 
typically make up around 95% of 
the vehicles on the roadways and 
this holds true for the sections of 
the Byway that are located on 
Route 2A.  On Route 2 (AADT ≈ 
8,000) which is a major commer-
cial truck corridor, 600 to 700 
tractor trailer units were recorded 
each weekday, and cars, SUV’s, 
pick-up trucks and motorcycles 
made-up approximately 87% of the 
total traffic.  Interstate 91 is the 
only road that carries more tractor-
trailers each day through Franklin 
County.  The majority of these 
tractor-trailers do not appear to be 
making stops in Franklin County.  
Some of the tractor trailer trucks 
continue west on Route 2, but 
many are using Route 2 to get to/
from Interstate 91 and to destina-
tions to the north and south.   

By comparison Route 2A at 
the Orange/Athol Town Line 
(AADT = 10,000), carries an aver-
age of 60 tractor trailers per week-
day and Route 2A in Greenfield 
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Table 6.6: Traffic Count Data from locations on the roads that intersect with the Mohawk Trail East 
Scenic Byway 

 
AADT is the abbreviation for Average Annual Daily Traffic. 
Sources:  Traffic counts completed by MHD, FRCOG, and MRPC.   

Town – Street/Route Location 

Most Current 
Year AADT 

Athol – Petersham Road (Rte 32) South of Route 2A (Main St.) 2007 2,600 
Athol – Pleasant Street South of Route 2A (Main St.) 2005 3,300 
Athol – School Street West of Route 2A (Main St.) 2005 2,800 
Athol – Exchange Street North of Route 2A (Main St.) 2007 5,100 
Athol – Daniel Shays Highway South of Route 2A (Main St.) 2005 7,800 
Orange – South Main St. (Rte 122) South of Route 2A (E. Main St.) 2006 7,100 
Orange – North Main Street North of Route 2A (E. Main St.) 2006 3,900 
Orange – Route 78 (Warwick Rd.) Warwick Town Line 2007 1,020 
Orange – Wendell Depot Road. Wendell Town Line 2007 540 
Erving – Route 2 Orange Town Line 2008 7,300 
Erving – North Street South of Swamp Road 2007 910 
Erving – Bridge Street Wendell Town Line 2007 140 
Erving - Prospect Street West of Route 2/2A 2007 1,760 
Erving – Route 63 North of Semb Drive 2007 2,400 
Erving – Route 63 Montague Town Line 2008 3,300 
Erving – River Road South of Route 2/2A 2007 1,090 
Gill – Main Road South of West Gill Road 2007 3,900 
Gill – Gill/Montague Bridge Montague Town Line 2008 6,700 
Greenfield – Route 2 East of Route 5/10 2007 9,200 
Greenfield – Turners Falls Road East of Route 2A (High Street) 2007 3,100 
Greenfield – Silver Street West of Route 2A (High Street) 2006 6,300 
Greenfield – Beacon Street West of Route 2A (High Street) 2006 2,600 
Greenfield – Maple Street East of Route 2A (High Street) 2008 2,100 
Greenfield – Maple Street West Route 2A (High Street) 2008 1,930 
Greenfield – Route 5/10 (Federal St.) North of Route 2A (Main Street) 2005 12,500 
Greenfield – Route 5/10 (Bank Row) South of Route 2A (Main Street) 2005 6,500 
Greenfield – Davis Street North of Route 2A (Main Street) 2008 1,100 
Greenfield – Chapman Street North of Route 2A (Main Street) 2008 2,600 
Greenfield – Conway Street North of Route 2A (Main Street) 2004 2,900 
Greenfield – Solon Street North of Route 2A (Mohawk Trail) 1999 3,900 
Greenfield – River Street West of Wisdom Way 2007 6,600 
Greenfield – I-91 Exit 26 Northbound Off-Ramp 2004 6,500 
Greenfield – I-91 Exit 26 Northbound On-Ramp 2007 3,800 
Greenfield – I-91 Exit 26 Southbound Off-Ramp 2007 3,900 
Greenfield – I-91 Exit 26 Southbound On-Ramp 2004 6,400 
Greenfield – Route 2 East of Colrain Road 2007 22,500 
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(AADT = 4,400) just south of the 
Route 2/Adams Road intersection 
carries an average of 50 tractor 
trailers per weekday.  Other 
arterial roadways in Franklin 
County, such as Route 2 west of 
the Greenfield Rotary (AADT = 
12,700) carries approximately 240 
tractor trailers per weekday; Route 
116 in Sunderland (AADT = 
14,000) carries approximately 150 
tractor trailers per weekday; Route 
202 in New Salem (AADT = 
5,700) carries approximately 180 
tractor trailers per weekday; and 
Route 10/63 in Northfield (AADT 
= 8,200) carries 150 tractor trailers 
per weekday. 

 
 

Level of Service 
Analysis 

Level of service (LOS) analy-
sis quantifies how well a road or 
intersection functions during peak 
hour traffic volume conditions.  
The LOS is calculated based on the 
efficiency of the traffic flow. It is 
measured based on the driver’s 
expectations.  For roadway seg-
ments, the delay is calculated 
based on the difference between 
the travel time actually experi-
enced and the travel time that 
would have been experienced 
under ideal road conditions.  The 
LOS for two-lane rural roadways, 
like the sections of the Byway that 
are located outside the town 
centers, is calculated based on a 
methodology provided in The 
Highway Capacity Manual. Two-
lane highways are categorized into 
two classes for this analysis.  
“Class 1” applies to two-lane high-
ways where motorists expect to be 
able to travel at relatively high 
speeds.  “Class 1” generally 
applies to major intercity routes, 

such as primary arterials connect-
ing major traffic generators, daily 
commuter routes, or primary links 
in state or national highway net-
works.  “Class 2” applies to two-
lane highways where motorists do 
not expect to travel at high speeds.  
This classification applies to road-
ways that serve as scenic or recrea-
tional routes.  The LOS calculation 
method used for the Byway was a 
“Class 2” roadway based on the 
nature of the Scenic Byway. 

The LOS analysis for road 
segments considers the geometry, 
peak hour traffic volumes and 
environmental conditions.  The 
lane and shoulder widths, amount 
of available passing opportunities, 
and the mix of vehicle types are 
considered when calculating the 
LOS rating.  LOS ratings are 
graded a scale “A” through “F”.  
“A” is the best and “F” the worst 
and have the following definitions: 

 
• LOS A – This rating is the 

highest quality of service. At 
LOS A drivers are able to 
travel at their desired speed, 
and there are delays less than 
40 percent of the time.   

• LOS B – The demand for 
passing to maintain a desired 
speed become more signifi-
cant, with drivers being 
delayed in platoons (multiple 
vehicles following closely) up 
to 50 percent of the time. 

• LOS C – Traffic volumes are 
increasing, resulting in a 
noticeable increase in platoon 
formation and size.  Passing 
opportunities begin to become 
infrequent although traffic 
flow remains stable, in that 
reasonable travel speed is 
maintained.  Slow moving and 
turning traffic may cause con-
gestion. Time spent following 
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other vehicles will likely 
increase to 65 percent of the 
time. 

• LOS D – Traffic flow is unsta-
ble and the opposing flows 
begin to operate separately as 
passing opportunities become 
very limited.  Passing demand 
is high, but passing capacity 
approaches zero.  Turning 
vehicles and roadside distrac-
tions cause major interruptions 
in the traffic stream.  Platoon 
size increases to between five 
and ten vehicles on average 
delaying vehicles up to 85 
percent of the time. 

• LOS E – Average travel 
speeds will likely be less than 
40 miles per hour and greater 
than 85 percent of the time is 
spent in platoons behind 
slower or turning vehicles as 
passing becomes virtually 
impossible. 

• LOS F – Traffic flow is 
heavily congested as traffic 
demand exceeds the capacity 
of the roadway. 
 
In general, drivers are most 

comfortable when traffic condi-
tions are at a LOS rating of C or 
better.   

For this LOS analysis, the 
Byway was divided into fourteen 
segments based on similar road-
way and traffic characteristics.  
The LOS analysis was completed 
using the Class 2 methodology in 
order to take into account the rec-
reational nature of the Byway 
traveler. Table 6.7:  “Weekday 
Afternoon Peak Hour Vehicle 
Level of Service along the 
Mohawk Trail East Scenic Byway” 
summarizes the results of the LOS 
analysis reflecting conditions a 
driver would experience during the 
average weekday afternoon peak 

hour (typically between 4:00 and 
6:00 PM) when the highest one-
hour traffic volumes were 
recorded.  This analysis provides 
the worse case scenario for LOS.  
During other times of the day and 
on weekends the traffic volumes 
are lower so there would be less 
congestion than during these peak 
times.  It is important to note that 
this analysis is not applicable to 
the sections of the Byway that 
travel through the more densely 
developed urbanized areas of 
Athol, Orange and Greenfield.  For 
these urbanized areas along the 
Byway, the LOS is instead 
calculated based on the delays at 
the major intersections.   

Overall, from the perspective 
of a “recreational” driver the 
Byway ranks very well with much 
of the corridor scoring a LOS 
rating of C or better.  Three rela-
tively short sections of the Byway 
scored a LOS D during the peak 
period.  These sections are: east of 
Petersham Road in Athol; between 
Bickford Drive and Daniel Shays 
Highway in Athol; and between 
Main Road and Adams Road in 
Greenfield.  These sections experi-
ence the highest peak hour traffic 
volumes along the corridor, 
between 950 and 1200 vehicles per 
hour.  This LOS score of D means 
that it is likely that a driver travel-
ing along these sections of the 
Byway will be in a line of several 
vehicles (referred to as a platoon), 
their speed will be dictated by the 
driver at the front of the platoon, 
and there will be limited opportu-
nities to pass any slower moving 
vehicles. 

The Highway Capaci ty 
Software is also used to calculate 
the capacity of each segment of the 
Byway.  The capacity of a road-
way is defined as the maximum 
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number of vehicles that can pass a 
point on a roadway in an hour.  To 
determine how close to capacity a 
roadway is operating, the peak 
hour volume is divided by the 
capacity to produce the vol-
ume/capacity or “v/c” ratio 
between 0 and 1.00.  A v/c ratio 
equal to 1.00 indicates a roadway 
operating at capacity, meaning no 
additional traffic can be added 
without causing total gridlock.  In 
general, a lower v/c ratio reflects a 
less congested roadway and there-
fore a more enjoyable route to 
drive.  The lower the v/c ratio 
means that the roadway has unused 
capacity or that more traffic can be 
added before delays would be 
experienced. The volume/capacity 
ratio has been included in Table 
6.7 for each of the roadway seg-
ments.  This data illustrates that 
there is plenty of spare capacity 

available along the Byway, with 
the majority of the Byway operat-
ing below 30% of capacity during 
the peak travel times.  The excep-
tion is the section between Main 
Road and Adams Road in 
Greenfield, which is utilizing 
almost 40% of the road’s available 
capacity during peak period. 

To calculate LOS the for the 
roadway segments within the 
urbanized areas in Athol, Orange 
and Greenfield, an analysis was 
conducted at specific major inter-
sections where the flow of traffic 
would be interrupted by traffic 
signal or stop control.  The LOS 
for an intersection is also ranked 
on a scale from A to F.  These 
rankings are also based on a 
driver’s expectation during peak 
traffic periods, but the delay is 
determined by the average wait at 
the intersection.  At traffic signals 

Table 6.7:  Weekday Afternoon Peak Hour Vehicle Level of Service along the Mohawk Trail East Scenic 
Byway 

 
 

Segment From To 
Level of 
Service 

Volume/
Capacity 
Ratio (v/

% Time 
Spent 

Following 
1 Route 2 Exit 18 Petersham Road D 0.33 72% 
2 Petersham Road Bickford Drive No data No data No data 
3 Bickford Drive Daniel Shays Highway C 0.28 68% 
4 Daniel Shays Highway Brookside Road D 0.33 72% 
5 Brookside Road Cherry Street No data No data No data 
6 Cherry Street Route 2/Route 2A B 0.10 46% 
7 Route 2/Route 2A 1,200ft East of East Prospect C 0.25 66% 
8 1,200ft East of East Mountain Road No data No data No data 
9 Mountain Road Old State Road (west) C 0.28 62% 

10 Old State Road (west) Erving/Gill Town Line C 0.27 66% 
11 Erving/Gill Town Line Main Road C 0.27 65% 
12 Main Road Adams Road D 0.39 76% 
13 Adams Road Loomis Road B 0.15 53% 
14 Loomis Road Greenfield Rotary No data No data No data 
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the delay occurs while waiting for 
the green light signal, and at an 
intersection that has a stop signs 
the delay is the time spent waiting 
for a gap in the passing vehicles 
that allows the exiting vehicle to 
safely enter into the main traffic 
flow.  A LOS A indicates minimal 
delays, while a LOS F indicates 
failure of the intersection and long 
delays for drivers (generally a 
delay in excess of one minute). 

There are thirteen intersections 
along the Byway at which traffic 
flow would be potentially inter-
rupted due to a traffic signal or 
stop control.  The thirteen intersec-
tions are: 

 
• Route 2A/Pleasant Street– 

Athol [Traffic Signal]* 
• Route 2A/Exchange Street – 

Athol [Traffic Signal]* 
• Route 2A/Daniel Shays High-

way – Athol [Traffic Signal]* 
• Route 2A/North Main/South 

Main Streets – Orange [Traffic 
Signal] 

• Route 2A Bypass Connec-
tor/Route 2 – Erving [Stop 
Control] 

• Route 2/2A/Main Road – Gill 
[Traffic Signal]* 

• Route 2/2A/Adams Road – 
Greenfield [Traffic Signal]* 

• Route 2A/Loomis Road – 
Greenfield [Traffic Signal]* 

• Route 2A/Silver Street – 
Greenfield [Traffic Signal]* 

• Route 2A/Federal Street – 
Greenfield [Traffic Signal]* 

• Route 2A/River Street – 
Greenfield [Traffic Signal] 

• Route 2A/Newton Street – 
Greenfield [Traffic Signal] 

• Route 2/2A/Interstate 91 – 
Greenfield [Rotary]* 
 

Of these thirteen intersections 
eleven have traffic lights, one has a 
stop sign and one is the Greenfield 
Rotary, which requires drivers to 
yield before entering the circulat-
ing roadway.  The “*” at the end of 
nine intersections in the list indi-
cates that these intersection have 
been recently improved, are under 
design to be improved or have had 
their operation recently reviewed.  
In Athol, the traffic signal at the 
Route 2A/Pleasant Street intersec-
tion is new and was installed 
during the summer of 2008.  The 
existing traffic signal at Route 
2A/Exchange Street intersection 
was upgraded as part of the recon-
struction of Main Street during the 
summer of 2008.  The traffic 
signal at the Route 2A/Daniel 
Shays Highway intersection was 
installed in 2005.  This intersection 
previously had a stop sign.  In Gill, 
the existing traffic signal at the 
Route 2/2A/Main Road intersec-
tion will be upgraded as part of the 
Gill-Montague Bridge reconstruc-

W. Main 

N. Main 

E. Main 

S. Main 
 

South Main Street Intersection,    
Orange 
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tion project, which is scheduled to 
begin construction during 2009.  In 
Greenfield, the traffic signal at the 
Route 2/2A/Adams Road intersec-
tion was upgraded about 10 years 
ago.  This traffic signal was 
recently analyzed as part of a 
major development traffic impact 
study, and was found to operate 
adequately.  The existing traffic 
signals at the Route 2A intersec-
tions with Loomis Road, Silver 
Street and Federal Street are part 
of a multi-intersection signal 
upgrade project currently in design 
by Greenfield.  These improve-
ments are scheduled for comple-
tion during 2009 and 2010.  Safety 
and capacity improvements were 
completed at the Greenfield Rotary 
during the summer of 2008. 

There are four intersections 
(three with traffic signals and one 
with a stop sign) that have not 
been improved or assessed 
recently.  The South Main Street 
intersection in Downtown Orange 
is the intersection that causes the 
most congestion along the 
corridor.  The geometric con-
straints (three of the four 
approaches can only accommodate 
a single lane) of its location means 
that there are limited options for 
increasing the capacity of the inter-
section, which is commonly 
achieved by adding additional 
lanes.  There may be an opportu-
nity to improve the capacity of the 
intersection by upgrading the 
traffic control equipment depend-
ing on the age and type. This 
signal appears to still operate on a 
fixed cycle (i.e. provides the same 
time and sequence of green lights 
regardless of traffic conditions), 
rather than through activation from 
the detected presence of vehicles.  
A manual turning movement count 
was conducted at this intersection 

in March 2009 during the morning 
and evening peak periods.  At that 
time the data that was collected 
indicated that there was no 
prolonged period of congestion 
during either peak period.  During 
a ten-minute period around 3:00 
p.m. which coincided with the 
release of the schools, the intersec-
tion did become gridlocked for 
short periods of time as traffic 
heading down South Main Street 
backed up from the other signal-
ized intersection at the East River 
Street. During that congested time, 
the southbound vehicles queued 
back into the intersection blocking 
the flow of east and westbound 
traffic when there was a green 
light.  Due to the tight geometry 
and proximity of parking to the 
intersection tractor trailer trucks 
encountered difficulty making 
right and left hand turns, causing 
delays in the traffic flows.  There 
were not a large number of tractor-
trailer trucks, so this issue only 
occurred on a few occasions.  The 
intersection is heavily used by 
pedestrians, many of whom did not 
cross the street during the walk 
signal.  Since this intersection is 
located in the heart of the down-
town, it is important to balance the 
historic character of the street-
scape, maintaining a compact 
intersection, the need for on-street 
parking and maintaining a good 
traffic flow.  It may be possible to 
improve the traffic flow at this 
intersection by upgrading the 
traffic signal equipment to a 
vehicle actuated system and coor-
dinating the signal’s operation with 
the East River Street intersection 
located approximately 750 feet to 
the south.  This would potentially 
alleviate the queuing problems 
seen when school is released. 

The other two signalized inter-
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sections are at River Street and 
Newton Street in Greenfield.  
Although these two signals have 
been in place for at least a decade, 
both use vehicle activation to opti-
mize their operation.  Periodically, 
these intersections become con-
gested, but these instances only 
occur for a short period (15 
minutes) and it does not occur on a 
regular basis. 

The intersection of Route 2A 
and Route 2 in Erving, westbound 
traffic is under stop control (has a 
stop sign).  Due to the relatively 
light traffic volumes approaching 
the stop delays are primarily 
dictated by availability of gaps in 
the Route 2 traffic flow. 

Based on this review of the 
major intersection along the 
Byway it appears that a majority of 
intersections are operating well or 
are in line to be upgraded in the 
near future to improve operation.  
At this time the signalized inter-
section at Route 2A/South Main 
Street in the center of Orange is 
the most in need of a detailed 
review of its operation. 

 
 

Safety Analysis and 
Crash Data 
The National Highway Traffic 
Safety Administration (NHTSA) 
refers to motor vehicle collisions 
as “crashes”.  Crash data is avail-
able from the Massachusetts Reg-
istry of Motor Vehicles (RMV) 
and also local police departments.  
Massachusetts’ law requires that 
all vehicular crashes that result in 
$1,000 or more of property 
damage or an injury or a fatality, 
be reported to the RMV and the 
local Police Department within 5 
days, using a standardized Motor 
Vehicle Crash Operator Report 

form.  For a majority of crashes, 
especially the more serious ones, 
the local or State Police complete 
the crash report.  The RMV main-
tains a database of these crash 
reports, which provides basic 
details on all crashes reported to 
them, such as location, severity, 
weather and road conditions and 
type of collision. 

The RMV’s crash data files for 
the three-year period 2004 through 
2006 (most recently available) 
were reviewed for the Mohawk 
Trail Scenic Byway corridor in 
order to determine locations or 
sections along the Byway that are 
experiencing a high number of 
crashes.  Table 6.8:  Crash Statis-
tics along the Mohawk Trail East 
Byway, 2004 through 2006, pro-
vides general statistics for this 
three-year period from the reported 
crashes that occurred along the 
Mohawk Trail East Scenic Byway. 

During the three years 
reviewed (2004-2006), almost 800 
crashes occurred along the 28-mile 
length of the Byway.  Although the 
Towns of Athol, Orange and 
Greenfield account for just over 
half of the total road mileage along 
the Byway, 80% of the crashes 
occurred in these towns.  These 
statistics reflect the fact that these 
are the more densely developed 
and high traffic sections of the 
Byway.  The traffic volumes along 
the Byway, intersecting roadways 
and driveways are higher. 
Typically, the greater the volume, 
especially conflicting traffic, the 
higher the probability that a crash 
will occur.  This is reflected in the 
fact that approximately 85% of the 
crashes involved two or more 
vehicles (typical to intersection 
crashes) in these three towns.  In 
Erving and Gill, the roadway is 
rural and there is minimal develop-
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Table 6.8:  Crash Statistics along the Mohawk Trail East Byway, 2004 through 2006 

 
* - Does not include crashes occurring at the Greenfield Rotary 
Source:  Registry of Motor Vehicles Crash Data System.   
 

  Athol Orange Erving Gill- Greenfield* Total 
Length of Roadway (Miles) 5.07 5.50 9.26 3.48 4.52 27.83 
              
Total Number of Reported Crashes 232 136 103 54 263 788 
Crash Severity             
Property damage Only 150 95 66 38 179 528 
Injury 76 40 31 10 70 227 
Fatality 0 0 1 0 0 1 
Unknown 6 1 5 6 14 32 
Crash Type             
Single Vehicle 31 47 54 23 44 199 
Multiple Vehicle 201 89 49 31 219 589 
Road Conditions             
Snowy/Icy 22 22 25 8 17 94 
Wet 46 31 17 10 45 149 
Dry 135 82 59 36 195 507 
Unknown 29 1 2 0 6 38 
Light Conditions             
Daylight 175 101 76 37 191 580 
Dawn or Dusk 7 11 8 5 10 41 
Dark 38 24 19 11 60 152 
Unknown 12 0 0 1 2 15 
Month Occurred             
January 25 18 16 8 29 96 
February 22 7 7 3 18 57 
March 14 9 8 4 21 56 
April 22 10 6 2 18 58 
May 17 11 8 6 17 59 
June 22 8 10 8 18 66 
July 25 15 7 4 23 74 
August 13 10 4 6 26 59 
September 15 13 6 4 26 64 
October 22 10 4 3 21 60 
November 18 9 11 3 27 68 
December 17 16 16 3 19 71 
Day Occurred             
Monday 36 20 17 6 37 116 
Tuesday 32 13 20 4 44 113 
Wednesday 33 26 15 7 34 115 
Thursday 43 22 18 11 42 136 
Friday 44 20 9 8 49 130 
Saturday 27 18 13 11 37 106 
Sunday 17 17 11 7 20 72 
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ment for much of its length.  In 
Erving, there are fewer intersecting 
conflict points and longer sections 
where the road is narrow and 
winding.  Along this section of the 
Byway, over 50% of the crashes 
involved a single vehicle.  Gener-
ally single vehicle crashes occur as 
a result of loss of control, exces-
sive speed or falling asleep.  In 
Gill, 47% of the crashes involved 
only one vehicle.  This percentage 
was slightly lower due to the 
number of multi-vehicle crashes 
that occurred at the Main 
Road/Avenue A/Route 2 signal-
ized intersection. 

Further analysis of these 
crashes revealed that, between 65 
and 70% resulted in property 
damage only.  Crashes that 
resulted in injuries to one or more 
of the individuals involved 
accounted for approximately 30% 
of the crashes.  One fatality was 
recorded during this three year 
time period.  It occurred on Route 
2 in Erving approximately 200 feet 
west of Old State Road (does not 
specify which intersection of Old 
State Road which intersects Route 
2 twice) on Wednesday April 21st, 
2004 at 5:45 a.m. (dawn) under dry 
road conditions.  The crash is 
listed as a head-on type crash.   

With respect to road condi-
tions 64% of the crashes occurred 
during “dry” road conditions, 19% 
during “wet” and 12% under 
“snow/ice” road conditions.  In 
Erving 25% of the crashes 
occurred during “snow/ice” road 
conditions.  This higher percentage 
of crashes may be influenced by 
the location of the roadway for part 
of its length running parallel and 
within close proximity to the 
Millers River.  This section of 
roadway next to the Millers River 
is shaded from the sun during the 

winter, which limits the effective-
ness of ice melting materials. 

Since most driving is occurs 
during daylight hours it is not 
surprising that 75% of the crashes 
occurred during daylight while 
only 20% occurred during dark-
ness hours.  This proportion 
appeared to be uniform along the 
length of the Byway. 

The distribution of the crashes 
throughout the year was even, with 
between 7% and 9% of the crashes 
during each month.  The exception 
was January in which 12% of the 
total crashes occurred.  This is 
likely related to the cold weather 
and shortest hours of daylight.  
The distribution of crashes during 
the week generally corresponded 
to distribution of the volume of 
traffic traveling along the corridor.  
Typically, Thursday and Friday’s 
are the peak travel days during the 
week and this corresponded as the 
peak days for crashes also with 
17% and 16% of the crashes 
respectively.  Sundays are typi-
cally the day with the lowest num-
ber of travelers along the corridor 
and this is reflected in the lowest 
percentage of crashes occurring on 
this day. 

Due to the vague descriptions 
of the location of crashes that have 
occurred away from intersections, 
it is often difficult to identify crash 
hot spots along specific sections of 
roadway.  Both the FRCOG and 
the MRPC have conducted more 
detailed analysis of the crash data 
in their respective regions to iden-
tify and prioritize the most hazard-
ous intersections regionally. The 
MRPC study reviewed RMV crash 
data from 2003 through 2005.  
Intersections were ranked based on 
the severity of crashes at each 
intersection.  Three intersections 
along the Byway in Athol were on 
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their list of the top 100 hazardous 
intersections in the region.  Those 
intersections were: 
 
• Route 2A/Daniel Shays High-

way [Rank = 68] 
• Route 2A/Exchange Street 

[Rank = 91] 
• Route 2A/Chestnut Street 

[Rank = 99] 
 
At the Route 2A/Daniel Shays 

Highway intersection a signal was 
installed in 2005 in order to reduce 
the number of crashes at this loca-
tion. Safety issues at the other two 
intersections were reviewed and 
improvements were incorporated 
in the reconstruction work that was 
occurring during the summer of 
2008.  At the request of the Town 
of Athol the MRPC also reviewed 
a number of intersections along the 
Byway in that Town.  They found 
that the improvements being 
constructed during 2008 addressed 
many of the safety issues they 
identified during the hazardous 
intersection study. 

The study completed by the 
FRCOG reviewed data from 2004 
through 2006 and identified eleven 
intersections on the Byway 
corridor in its list of the 50 most 
hazardous intersections in Franklin 
County.  The FRCOG list uses a 
rate based on the volume of traffic 
and the severity of crashes to rank 
its intersections.  Due to the rural 
nature of Franklin County, inter-
sections that are included on the 
hazardous intersection list may not 
necessarily be very hazardous.  
The best measure of hazardousness 
currently available is a comparison 
to regional average crash rates 
based on traffic volumes and num-
ber of crashes calculated by MHD.  
Below is the list of the eleven 
intersections in order of where 

they appear on the Byway.  The 
intersections marked with a “*” are 
those where the crash rate was 
found to be higher than the MHD 
average for this area. 
 
• Route 2A/Wheeler Avenue – 

Orange [Rank= 26] 
• Route 2A/Water Street – 

Orange [Rank =36] 
• Route 2A/South Main Street – 

Orange [Rank = 13]* 
• Route 2/2A/Prospect Street – 

Erving [Rank =34] 
• Route 2/2A/Main Road – Gill 

[Rank = 32]* 
• Route 2/2A/Adams Road – 

Greenfield [Rank = 37]* 
• Route 2A/Beacon Street – 

Greenfield [Rank = 24] 
• Route 2A/Federal Street - 

Greenfield [Rank =17]* 
• Route 2A/Conway Street – 

Greenfield [Rank =41] 
• Route 2A/River Street – 

Greenfield [Rank = 25] 
• Greenfield Rotary – Greenfield 

[Rank=1]* 
 

Five of the eleven intersections 
have a crash rate higher than the 
MHD average.  The Route 
2A/South Main Street intersection 
in Downtown Orange ranked high 
on the hazardous intersection list. 
Based on this and the operational 
issues discussed earlier in the 
chapter is recommended for further 
study.  The Route 2/2A/Main Road 
intersection in Gill is scheduled to 
be improved as part of the Gill 
Montague Bridge reconstruction 
project and the recognized safety 
deficiencies will be resolved as 
part of that project.  The Route 
2/2A/Adams Road ranks relatively 
low on the hazardous intersection 
list, indicating a good proportion 
of the crashes result in property 
damage only.  The crash pattern at 
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this intersection will be monitored 
and if deemed necessary a more 
detailed analysis of safety will be 
conducted in the future.  The 
Route 2A/Federal Street intersec-
tion is scheduled for improvements 
starting in 2009 that should 
address the identified traffic opera-
tion and safety deficiencies.  
Improvements that addressed 
safety and traffic flow at the 
Greenfield Rotary were completed 
during the summer of 2008. 

Based on the review of safety 
along the corridor it appears that 
many of the identified safety 
concerns are being or have already 
been addressed either through 
improvements to individual inter-
sections or as part of the Route 2 
Safety Improvements which is 
looking at safety along the sections 
of the Byway shared with Route 2 
in Greenfield, Gill and Erving.   
 
 
Route 2 Safety 
Improvements 

A number of safety improve-
ments have been implemented 
along Route 2 east of Greenfield. 
The safety improvements are based 
on the recommendations of the 
Route 2 Task Force formed in 
1994 and the Route 2 Safety 
Improvement Study conducted in 
1996. The FRCOG and the 
Montachusetts Regional Planning 
Commission have worked together 
with the communities along the 
Route 2 corridor from Philipston to 
Greenfield to create a safer road-
way. Since that time, significant 
work has been completed to imple-
ment the recommendations for 
Route 2 Safety Improvements. 
Numerous upgrades such as the 
installation of shoulder rumble 
strips, new signs and lines, tree 

clearing for improved visibility, 
the installation of variable message 
signs, and the installation of 
c e n t e r l i n e  s t a n c h i o n s  i n 
Athol/Phillipston have been com-
pleted. In addition, the relocation 
of Route 2 at the Erving Paper Mill 
opened to traffic in November 
2006. This $8 million improve-
ment removed a dangerous "S" 
curve from the public roadway, 
and opened up expansion opportu-
nities for the Erving Paper Mill.  
During 2007, the construction of 
climbing lane and intersection 
improvements, a truck weigh 
station, and innovative centerline 
treatments called "Qwick Kurb" 
were installed along 13 miles of 
highway in Phillipston and Athol. 
In the spring of 2009, the recon-
struction of two bridges on Route 2 
in the Ervingside area of Erving 
was completed.  This work also 
included protected turning lanes 
into Semb Drive, as well as 
improving the site distance in the 
area by lowering the profile of 
Route 2 between the bridges.  
Construction investment in Route 
2 Safety Improvements currently 
stands at approximately $28 
million dollars. 

At this time, planning, design, 
and construction continues in 2009 
on a number of additional safety 
improvement projects. 
 
• Work is underway in the sur-

rounding neighborhoods of 
Ervingside to improve traffic 
flow, turning movements, 
merges, and pedestrian safety.  
This work is expected to be 
complete by the fall of 2009. 

• The design of climbing lane 
and intersection improvements 
in Orange is 100% complete, 
and the project is expected to 
be ready for advertising by 
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February 2010.  It is hoped 
that $28 million of federal 
American Recovery and 
Reinvestment Act funds will 
be used to construct this 
project.  This work also 
includes the rehabilitation of 
the Route 122 Bridge. 

• Three other bridges are cur-
rently under design in Orange 
under separate contracts. They 
include the Lake Rohunta 
Bridge, the West River Street 
Bridge, and the bridge at the 
Route 2/202 overpass. 

• The design firm TetraTech 
Rizzo has been selected to 
begin design of improvements 
for Erving Center.  It is ex-
pected that the design will be 
underway by the summer of 
2009, and that a public infor-
mation meeting about the pro-
ject will be held in the fall of 
2009. 

• The design firm Green Interna-
tional has been selected to 
begin design of improvements 
in Farley. It is expected that 
the design will be underway by 
the summer of 2009, and that a 
public information meeting 
about the project will be held 
in the fall of 2009. 

• Preliminary planning is under-
way related to improvements 
for the Gill/Greenfield area of 
Route 2. 

 
The Route 2 Task Force con-

tinues to meet on a regular basis to 
assist MassHighway in the plan-
ning and implementation of all 
Route 2 Safety Improvements.  
The Route 2 Task Force is 
comprised of representatives of the 
towns, legislators, MassHighway, 
the Massachusetts State Police, 
environmental groups, interested 

citizens and representatives of 
many other organizations. 

 
 

Traffic Calming and 
Pedestrian Safety/
Streetscape 
Improvements 
Traffic calming strives to achieve a 
better balance between the needs 
of the motor vehicle and other 
modes of transportation such as 
bicycles and pedestrians and in the 
process often creates a more pleas-
ing environment that would sup-
port and complement the scenic 
qualities that make it a scenic 
byway.  Traffic calming tech-
niques are most frequently utilized 
in residential neighborhoods or 
village centers where speeding 
and/or aggressive driving behavior 
has been documented. 

Traffic calming and street-
scape projects have been imple-
mented in a number of village 
centers along the Mohawk Trail 
East Scenic Byway in recent years.  
For example, the Town of Athol 
installed bulb-outs or bumps-outs 
on Main Street to slow traffic and 
shorten pedestrian crossing 
distance.  These traffic calming 
measures were part of a larger 
streetscape project that included 
benches, new attractive pedestrian 
level lighting, and other improve-
ments. 

In Erving Center, improve-
ments have included the installa-
tion of historic style pedestrian 
level lighting along Route 2, con-
struction of new sidewalks to 
provide safer pedestrian access to 
downtown stores and offices, new 
landscaping and the installation of 
a stone facade retaining wall to 
aesthetically improve the area and 
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to help define the village center. 
These improvements were funded 
through the Transportation 
Enhancements Program and con-
structed in 1997-1998. 

The construction of streetscape 
improvements in the Village of 
Millers Falls of Montague 
occurred in 2005-2006.  The 
project included new landscaping 
and street trees, the installation of 
historic period pedestrian level 
lampposts and the enhancement of 
existing sidewalks and the installa-
tion of new sidewalks that reflect 
historic locations and materials.  
Half of the project construction 
funding was secured through the 
Federal Scenic Byway Program 
and the other half was secured 
through the Massachusetts Trans-
portation Enhancement Program. 

Funding has also been secured 
for the design and construction of 
traffic calming and streetscape 
improvements in the Ervingside 
section of Millers Falls along 
Route 63 on the north side of the 
Millers River, and within the 
S c e n i c  B y w a y  C o r r i d o r 
Management Plan study area. A 
scope of work for the project is 
currently under development, and 
the project is expected to advance 
to design and construction in 2009. 

In Greenfield, Transportation 
Enhancement funding was used for 
the design and engineering of 
pedestrian improvements along 
Main Street (Route 2A), Federal 
Street, and Bank Row, in down-
town Greenfield.  The improve-
ments included the replacement of 
the streetlights with historic replica 
pedestrian scale lighting, curb 
extensions at crosswalks, the 
integration of concrete and brick as 
sidewalk materials, and new land-
scaping. The final phase of the 
construction was completed in 

2002.  Also in Greenfield, the 
Route 2-Interstate 91 rotary 
improvements (discussed earlier in 
this chapter) will help calm traffic 
and improve pedestrian and motor 
vehicle safety at that intersection.  
Sidewalks were improved and 
extended within the vicinity of the 
rotary in order to calm traffic and 
provide a safer environment for 
pedestrians. 

Traffic calming measures have 
been proposed in other areas along 
the Mohawk Trail Scenic Byway.  
Concerns have been expressed in 
particular about pedestrian safety 
along the higher traffic volume 
sections of Route 2, and the need 
for more scenic pull-off areas, 
sidewalks, crosswalks, and other 
facilities appropriate to roadway 
conditions to improve the safety 
not only for pedestrians, but also 
for motorists and non-motorized 
vehicles as well. 

 
 

Bridge Inventory 
Bridges are a critical component of 
any transportation system.  Main-
taining the safety and functionality 
of bridges is a top priority.  Millers Falls Streetscape Improvements 
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Bridges are predominantly under 
the domain of the state.  Bridges 
are inspected by MHD, and are 
ranked according to standards 
established by the American 
Association of State Highway and 
T r a n s p o r t a t i o n  O f f i c i a l s 
(AASHTO).  The purpose of the 
AASHTO rating is to provide a 
standard to compare the status of 
bridges in a region and across the 
country.  The ratings are based on 
factors such as the bridge’s struc-
tural integrity, the road’s func-
tional classification, and the 
designed purpose of the bridge.  
The ratings are used to determine 
eligibility for reconstruction or 
replacement. 

Bridges are also further classi-
fied as “structurally deficient” or 
“functionally obsolete.”  These 
classifications can raise the 
bridges’ position on the priority 
list for repair/replacement.  
Bridges are determined to be 
“structurally deficient” if they fall 
below specific thresholds.  A 
“structurally deficient” classifica-
tion may indicate that a vital, but 
relatively minor, repair is needed 
or that a bridge is in need of more 
serious rehabilitation.  Safety 
concerns are paramount. 

The classification of a bridge 
as “functionally obsolete” means 
that it is inadequate to fulfill its 
current function.  An example 
would be a four-lane road leading 
to a two-lane bridge.  The bridge 
itself may be structurally sound; 
however, its use is limited in some 
capacity. 

Information regarding whether 
a bridge has a posted weight or 
height limit is important in assess-
ing a region’s transportation 
network.  These restrictions are 
important determinants affecting 
freight routes and should be 

addressed to improve a region’s 
accessibility to goods, people and 
economic opportunities.  It is also 
important for local fire depart-
ments with heavy fire equipment. 

The historic character and 
design of the bridges within the 
Scenic Byway study area should 
be taken into consideration during 
any rehabilitation/reconstruction 
work.  Table 6.9, National Bridge 
Index Listing from June 2008, 
provides data for each of the 
bridges located within the Byway 
study area.  This information 
includes the condition rating, 
structural evaluation, AASHTO 
ratings and bridge status. 

There are thirty-four bridges 
within the Byway study area, nine 
of which the Byway crosses.  Eight 
of the nine are owned and main-
tained by MHD, and one is owned 
and maintained by the Town of 
Orange.  Six of these nine bridges 
were deemed structurally deficient 
in June 2008.  The Route 2A 
Bridge over the Millers River in 
Athol and the Route 2 Bridges 
over Route 63 and the NEC Rail-
road in Erving were reconstructed, 
making them no longer structurally 
deficient.  The Route 2 Bridge 
over Falls River in Gill and 
Greenfield is currently under 
design for improvements and is 
scheduled to go to construction in 
2010.  There is currently no record 
of any activities to address the 
remaining two structurally defi-
cient bridges over the B&M Rail-
road and Westbrook in Athol.  The 
remaining three bridges crossed by 
the Byway appear to be in good 
condition with AASHTO rankings 
in the 80s and 90s. 

The other twenty-five bridges 
included in Table 6.9 are located 
within the Byway study area adja-
cent to the corridor on intersecting 
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roadways.  Towns maintain twelve 
of these bridges and, and thirteen 
are maintained by MHD.  Of the 
town maintained bridges, four are 
deemed structurally deficient with 
two of these bridges currently 
under design.  Of the MHD main-
tained bridges, four are deemed 
structurally deficient.  One of these 
bridges has been reconstructed 
since this list was completed and is 
no longer structurally deficient.  
The Gill-Montague Bridge, an 
impressive steel truss bridge that 
crosses over the Turners Falls Dam 
into the Village of Turners Falls is 
being reconstructed beginning in 
the summer of 2009. 

 
Historic Bridges 
French King Bridge 
The French King Bridge was 
conceived as part of a MassHigh-
way project to relocate a particu-
larly hazardous seven-mile stretch 
of the old Mohawk Trail Highway 
(State Route 2) between Erving 
and Greenfield. The old route had 
wound through the Villages of 
Millers Falls and Turners Falls on 
a course marked by steep grades, 
sharp curves, narrow bridges, right 

angle turns, and a pair of at-grade 
railroad crossings. The relocated 
State Route 2 now runs north of 
both villages on an alignment 
whose principal challenge was the 
crossing of the precipitous 
Connecticut River gorge near the 
French King Rock (so named by 
the French officer of an Indian 
scouting party during the French 
and Indian Wars). A low-level 
crossing of the gorge was consid-
ered, but was soon dropped in 
favor of a high-level crossing. The 
selection of a specific structural 
type for this high-level bridge was 
based on the Department's desire 
to fit the bridge into this dramatic 
setting, while responding to such 
factors as: the height and steepness 
of the gorge's banks; the presence 
of rock suitable for foundations 
only a few feet below the ground's 
surface; and the relative narrow-
ness, irregular depth, rocky 
bottom, and swift current of the 
river here. The graceful 3-span 
arch design which resulted takes 
advantage of the favorable founda-
tion conditions (critical for an 
arch) while it avoided the con-
struction of either permanent piers 

Historic Postcard of the French King 
Bridge  
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or temporary false-work in the 
river itself since the bridge was 
erected by the cantilever method. 
The construction of the bridge 
began in September of 1931 and 
the bridge was completed (at a cost 
of $385,000) and opened to travel 
on September 10, 1932. 

The French King Bridge is one 
of four known steel deck 
“cantilever arch” bridges identified 
in the MassHighway database, and 
its main span is the sixth longest 
span of all the bridges listed in the 
database. It is of engineering inter-
est as an unusual development of 
the uncommon three-span, 
"cantilever arch" bridge type, in 
that definite reactions were jacked 
into its steel work at the conclusion 
of construction, resulting in a 
bridge which is structurally 
continuous across four supports. 
The bridge was the crucial link in 
the establishment of a safe and 
efficient highway, which replaced 
a very dangerous section of road 
between Erving and Greenfield in 
the early 1930's.  In 1932, the 
French King Bridge won the 
American Institute of Steel 
Construction “Most Beautiful Steel 

Bridge Award” in its category of 
bridges.  In addition, the 1992 
rehabilitation of the bridge won the 
1993 Massachusetts Historic 
Commission Preservation 
Award. 
 
 

Pull–out and Scenic 
Overlook Areas 
There are a number of pull-out and 
scenic overlook areas along the 
Byway.  The locations are docu-
mented in the Scenic Resources 
Chapter of this plan.  It is 
appropriate and necessary to 
discuss these areas in the 
Transportation Resources Chapter 
also as the improvement and long 
term maintenance of these areas 
would likely fall within the 
jurisdiction of the entity that is 
maintaining the roadway. 

In a number of locations, these 
pull out-areas are in need of 
improvement in order to make 
them more pleasant for the travel-
ing public.  In many cases there are 
beautiful views from these areas 
that are obstructed by trees or the 
areas are in disrepair. In addition, 

A view of the French King Bridge 
from the East Mineral Road Bridge  
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safety factors must be considered 
when evaluating these pull-out 
areas.  It is important that these 
areas are located in places where 
there is good visibility for 
incoming and out going vehicles. 

 
 

Rail Facilities 
Existing Rail Lines 
A major east-west freight rail line 
runs along Route 2 and Route 2A 
through the Mohawk Trail Scenic 
Byway study area.  This rail line is 
part of a main freight route for Pan 
Am Systems (formerly Guilford 
Transportation Industries).  The 
line runs from Millers Falls east 
along the Millers River and Routes 
2 and 2A to Fitchburg and then on 
to Boston, with connections to 
New Hampshire and Maine from 
North Station.  There are two north 
south freight lines that intercept 
the Byway.  One crosses the 
Byway at Millers Falls in 
Montague and Ervingside in 
Erving. This rail line is owned by 
Rail America (formerly New 
England Central Railroad).  It is 
the line that is currently used by 
the Amtrak service to Vermont 
(the “Vermonter”) that passes 
through but does not stop in 
Franklin County. The nearest pas-
senger stops are in Amherst and 
Brattleboro, Vermont.  There is 
also a north south rail line that 
travels through Greenfield.  This 
line is the Connecticut River Line 
and it is owned by Pan Am 
Systems.  The line travels from 
Greenfield North to Bernardston, 
Massachusetts and Vermont.  This 
line connects to the east west line 
that services the East Deerfield 
Rail Yard and also travels west to 
New York State. 
 
 

 
Potential Passenger 
Rail Service 
North – South Rail 
Service 
There is currently no passenger rail 
service in Franklin County.  
Amtrak operates “The Vermonter” 
service between Washington, D.C. 
and St. Albans, VT, however the 
train has no stops in Franklin 
County.  The closest stations are in 
Amherst, MA and Brattleboro, VT.  
The current route generally follows 
the Connecticut River along tracks 
known as the Connecticut River 
line.  However, due to the degrada-
tion of track in parts of Hampshire 
and Franklin County, the service 
was detoured in the 1980s away 
from the Connecticut River Line, 
to Palmer and Amherst, and on to 
East Northfield where it rejoins the 
Connecticut River Line into 
Vermont.  This detour adds a 
minimum of 45 minutes to the trip. 

There is an effort underway to 
reroute The Vermonter back to the 
Connecticut River line for its 
entirety.  A study is currently in 
progress looking at the feasibility 
and options for providing 
improved passenger rail service, 
including potential commuter rail 
service, along the north-south 
spine of Western Massachusetts, 
the Connecticut River and I-91 
corridor.  Commuter rail service is 
being implemented between New 
Haven, CT and Springfield, MA, 
and the study expands the effort to 
examine opportunities between 
Springfield and White River 
Junction, VT.  The study is collect-
ing information on travel patterns, 
potential demand, economic condi-
tions and economic development 
opportunities, and possible station 
locations.  It will conclude with the 
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development of an implementation 
and financing plan.  The Pioneer 
Valley Transit Authority and the 
Pioneer Valley Planning Commis-
sion are overseeing the work with 
the guidance of an advisory com-
mittee of stakeholders including 
the Franklin Regional Council of 
Governments. 

Funding for improvement to 
the tracks that will allow the 
Connecticut River line to be 
restored is being sought from the 
American Recovery and Reinvest-
ment Act, the economic stimulus 
package passed by Congress in 
February 2009.  The expectation is 
that the project stands an excellent 
chance of being selected, and will 
allow the re-route of the 
Vermonter sometime in the next 
few years. 
 
East-West Passenger 
Rail 
Establishing an east-west pas-
senger rail connection is important 
to the transportation network of 
Franklin County and western 
Massachusetts.  While local, 
regional, and state officials 
acknowledge that it is as an impor-
tant goal, there are not currently 
any projects being actively pursued 
in our region to study or expand 
east-west passenger rail service.  
However, there is regular 
commuter rail service (13 trips 
inbound and 12 trips outbound 
each weekday) between the 
Fitchburg Intermodal Center and 
North Station in Boston. The 
Massachusetts Bay Transportation 
Authority (MBTA) operates this 
commuter rail line, which is used 
by some Byway area residents who 
commute to Boston. 

One option for traveling to 
Fitchburg is the current G-Link 

bus route run by the Franklin 
Regional Transit Authority 
(FRTA) and the Montachusett 
Transit Authority (MART), which 
provides weekday bus service 
between Greenfield and Athol 
(through FRTA), with connecting 
service from Orange to Gardner 
and the Fitchburg Intermodal 
C e n t e r  ( t h r o u g h  M A R T ) . 
However, for commuters traveling 
from Greenfield (Court Square), 
the trip to Fitchburg is a long one, 
involving transfers between three 
different bus routes, and having a 
total estimated travel time of at 
least two hours given current bus 
schedules. After arriving in 
Fitchburg, commuters still need to 
take the train and then commute 
from their train stop to their final 
destination. 

The MBTA completed a 
Fitchburg Commuter Rail Service 
Expansion Study in February 2005 
to examine the conditions along 
the route and make recommenda-
tions for potential service improve-
ments.  A number of the proposed 
improvements if completed would 
have positive impacts for the 
residents of Franklin County who 
currently ride, or who would like 
to ride, this commuter rail service 
to Boston. 

T h e  r e c o m m e n d a t i o n s 
included a number of station 
improvement projects and other 
changes aimed at reducing travel 
times, and increasing passenger 
comfort, service reliability, and the 
overall quality of the service to 
better meet ridership demands.  A 
new van/bus shuttle service from 
Gardner to the Fitchburg Station 
was recommended. In addition a 
recommendation was included to 
initiate reverse commute service, 
which would provide additional 
transportation opportunities to the 
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Fitchburg area and beyond.  The 
study also included a long-range 
recommendation to extend the 
commuter rail service along the 
Fitchburg Rail line beyond the 
current Fitchburg terminus to 
either Gardner and/or Wachusett. 
The Gardner option includes a 
possible extension to Athol.  

 
 

Public 
Transportation 
Services 
The Franklin Regional Transit 
Authority (FRTA) serves 40 towns 
in Franklin, Hampshire, Hampden, 
and Worcester counties, including 
the 7 towns within the Mohawk 
Trail East Scenic Byway study 
corridor. The Montachusett Area 
Transit  Authority (MART) 
provides service to the towns in the 
Montachusett Region. 

The FRTA’s G-Link Route 
and the Gardner to Orange service 
provided by MART serve the 
Athol-Greenfield section of the 
Mohawk Trail.  The FRTA G-Link 
se rv ice  ope ra t e s  be tween 
Greenfield and Athol, with con-
nections to Fitchburg and to the 
commuter rail line running 
between Fitchburg and Boston 
provided by MART. The FRTA 
runs the western portion of the G-
Link service, with a weekday bus 
route with seven runs per day, 
between Greenfield and Athol 
along Route 2/2A. MART runs the 
eastern portion of the G-Link 
service, with five runs each week-
day from Orange and Athol to 
Gardner, and connecting bus 
service to Fitchburg. In Orange 
and Athol, FRTA riders can 
connect to Community Transit 
Services (CTS) buses. CTS has a 
feeder service which links the 

FRTA’s service along Route 2/2A 
to other parts of the Athol-Orange 
area. 

The FRTA’s G-Link service 
makes a number of stops along 
Route 2/2A, including at Riverside 
in Gill, Ervingside, Erving Center, 
downtown Orange, downtown 
Athol, and Athol Memorial 
Hospital. Since its start in 1999, 
the route has been popular. In 
2004, the route was extended into 
the Village of Turners Falls, 
providing a transit connection 
between Route  2 /2A and 
Montague, the second largest town 
in Franklin County and an impor-
tant employment center in the 
region. In FY 2008, the FRTA’s 
G-Link service had a total of 
31,954 riders. The ridership figures 
for this route through March 2009 
are 27,888 and represent an 
increase in ridership of 20% from 
2008 to 2009. 

The FRTA is still working to 
secure permanent funding for the 
G-Link.  Since its inception in 
1999, it has been funded by 
earmarks/grants. The FRTA has a 
commitment of funding from the 
towns for their local share. This 
popular route may face significant 
cuts in service if a permanent 
source of funding is not secured. 

FRTA provides several other 
routes from its current hub in 
Greenfield (located at Bank Row 
and within the study area) to loca-
tions throughout Franklin County 
and into Hampshire County.  
These destinations include Turners 
Falls, Millers Falls, Montague 
Center, Amherst, Sunderland, 
South Deerf ie ld ,  Conway, 
Northampton and Charlemont.  
FRTA also offers paratransit and 
dial-a-ride services, also referred 
to as demand-response transporta-
tion, to elderly and disabled resi-



CHAPTER 6: Transportation Resources 162 

dents in their member communi-
ties.  Van transportation through 
the FRTA is available for seniors 
age 60 and over and for people 
with disabilities that affect their 
ability to drive and use regular 
fixed-route transit service.  
Because of the rural nature of 
Franklin County and the limited 
fixed-route transit services avail-
able in the region, for at least half 
of Franklin County towns there are 
no requirements to provide ADA 
transportation services, and a 
number of other towns have only 
minimal requirements. 

Vermont Transit Lines now 
Greyhound provides bus service 
from Greenfield to Springfield, 
Vermont, New York state and New 
York City. 

 
Franklin Regional Transit 
Center 
A regional Transit Center is 
currently under development in 
Greenfield that will provide a hub 
for public transportation in the 
region.  Currently, there is no 
centralized location for passengers 
to buy tickets and wait for buses, 
and the Franklin Regional Transit 
Authority (FRTA) is the only 
Regional Transit Authority in the 
Commonwealth without such a 
facility.  The FRTA, the FRCOG, 
the Town of Greenfield, the 
Massachusetts Executive Office of 
Transportation and the Federal 
Transit Authority are collabora-
tively developing the Transit 
Center.  In addition to providing a 
hub for local transit service, the 
Transit Center will provide 
connections to other transportation 
modes such as intercity bus carri-
ers, demand response services, 
local taxis, and bicycling and 
walking.  The facility will be 
located at the corner of Bank Row 

and Olive Street in Greenfield’s 
Urban Renewal District.  It is 
within a ¼ of the Greenfield Town 
Hall, and is located on the 
Connecticut River line railroad 
tracks, the latter making future 
passenger rail service in Franklin 
County possible and probable.  
The Transit Center is being 
designed as a “net zero” energy 
use green building, and will be a 
model facility in that respect.  In 
addition to the bus station, the 
Transit Center will house the 
offices of the FRTA and the 
FRCOG. 
 
Airports 
There are two public-use airports 
located within the towns along the 
Mohawk Trail East Scenic Byway 
corridor. These airports, the 
Turners Falls Municipal Airport in 
Montague and the Orange 
Municipal Airport in Orange, each 
lie outside of, but close to, the 
corridor study area.  Both the 
Turners Falls and Orange 
Municipal Airports are classified 
as “general aviation” airports. 
General aviation airports provide 
facilities for privately owned 
personal and corporate aircraft, 
and are also used for a variety of 
other aviation activities, such as 
flight instruction, charter services, 
aerial agricultural spraying, aerial 
photography, parachuting and 
similar activities. Both airports are 
expected to remain general 
aviation airports in the future, and 
are not expected to expand into 
commercial airports with sched-
uled passenger or freight service. 
At the same time, however, both 
airports have the ability to accom-
modate increased business and 
flight activity. 

The Orange Municipal Airport 
is located south of the Scenic 
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Byway.  The airport abuts Route 2, 
and its entrance is approximately 
two miles from Route 2.  Current 
tenants at the Orange airport 
include aviation clubs, individuals, 
and four aviation-based businesses 
that offer aircraft maintenance, 
flight instruction, charter services, 
and recreational parachuting 
activity. 

The Turners Falls Municipal 
Airport is located in the Town of 
Montague, and is close to both 
Route 2 and Interstate 91.  Most of 
the current users of the Turners 
Falls airport are recreational flyers. 
Students and families of students 
from private boarding schools in 
the region use the airport to travel 
between school and home. There 
are also some business-oriented 
travelers. On-site at the airport is a 
company that runs a flight school 
and offers services for pilots. 

 
Pedestrian Facilities 
All public ways in Massachusetts, 
except for posted limited-access 
and express state highways, may 
be legally used for walking, bicy-
cling, and other non-motorized 
modes of transportation.  In 2004, 
the FRCOG completed a survey of 
towns in Franklin County with 
regard to existing and needed 
pedestrian facilities.  In Orange, it 
was noted that sidewalk repairs are 
needed in areas all around town 
and the streetscape improvements 
are needed in the Downtown.  In 
Erving, it was noted that a side-
walk and crosswalk was needed at 
the Town Hall and from High 
Street to Main Street.  The Erving 
Pedestrian Survey also noted that 
sidewalks were needed in 
Ervingside on Semb Drive, North 
Street, Union Street, Forest Street 
and Maple Street, but these 
improvements are currently being 

completed as part of the Ervingside 
Route 2 safety improvements.  In 
Wendell, the need for a safe 
walkway on Wendell Depot Road 
was noted. In Montague, the town 
noted that a crosswalk was needed 
on Avenue A between the Town 
Hall and the Great Falls Discovery 
Center.  It was also noted that 
general sidewalk repairs and 
handicapped ramps were needed 
throughout town.  In Greenfield, it 
was noted that many of the 
sidewalks on residential streets 
needed to be reconstructed as they 
were built between 1920s and 
1950s.  The response to the survey 
specifically noted that sidewalk 
reconstructions are needed on 
Davis Street, Sanderson Street, 
Conway Street, Maple Street, 
Wells Street, and Hope Street.  All 
of these streets are located within 
the study area and adjacent to the 
Byway. 
 
 
Bicycling Facilities 
Bicycling on Roads 
Road bicycling is an issue of much 
concern in the rural areas of the 
Scenic Byway.  While bicycling is 
not recommended on the Route 2 
portions of the Mohawk Trail East, 
there may be more suitable routes 
for road cycle touring that intersect 
the Scenic Byway and provide 
opportunities to explore the region 
by bicycle.  
 
Franklin County Bikeway  

The FRCOG has completed a 
majority of the work to implement 
a regional bikeway system that is 
centered along the Connecticut 
River, which includes both shared 
roadway and bicycle path facilities.  
This bikeway system is called the 
Franklin County Bikeway and 
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includes routes in the towns of 
Greenfield, Montague, Gill and 
Erving along the Scenic Byway.  
Four of the six segments of the 
Franklin County Bikeway (the 
Canalside Trail, the Riverside 
Greenway ,  the  Nor thf ie ld 
Connector and Phase IV) travel 
near or intersection the Scenic 
Byway.  In addition, the East 
Mineral Road Bridge is located 
within the Byway project area. 

The Connecticut River Great 
Falls Discovery Center in the 
Village of Turners Falls in 
Montague, is located within the 
study area, is considered to be the 
start and terminus of the Franklin 
County Bikeway loop.  The 
Discovery Center and adjacent 
Unity Park also serve as the north-
ern terminus for the Canalside 
Trail portion of the Byway.  The 
Canalside Trail connects from the 
Connecticut River Great Falls 
Discovery Center and Unity Park 
in the Village of Turners Falls in 
Montague, to McClelland Farm 
Road (located off of River Road) 
in northeast Deerfield.  This sec-
tion of the bikeway is a 3.27-mile 
off-road bicycle path, which 
travels along an approximately 10-
foot wide grass and dirt path adja-
cent to the Connecticut River 
Canal in Turners Falls and along 
an abandoned rail corridor 
(including a railroad bridge over 
the confluence of the Deerfield and 
Connecticut Rivers) in Deerfield 
and Montague City.  

The Northfield Connector is 
located in the towns of Erving and 
Northfield. It is approximately 11 
miles of shared roadway that 
provides a non-motorized link 
from Montague to the Northfield 
Mounta in  Recrea t ion  and 
Environmental Center, and down-
town Northfield.  Northfield 

Mountain, owned by FirstLight 
Power Resources, is both a large 
regional employer (hydroelectric 
power plant pumped storage facil-
ity) and a significant regional rec-
reation destination.  The Northfield 
Connector is located entirely on 
existing roads.  The connector 
includes roadway signage that 
clearly indicates the bikeway route 
and alerts motorists to the road’s 
multiple use.   

The Riverside Greenway in 
Greenfield is part of the Franklin 
County Bikeway and is located 
within close proximity of the 
Byway in Greenfield.  The 
Riverside Greenway is a one-mile 
long off-road bike-path located in 
the Town of Greenfield.  It con-
nects a densely populated residen-
tial area with a heavily used public 
recreation facility; it also connects 
to nearby Greenfield Community 
College and downtown Greenfield.  
The path is owned and maintained 
by the Town of Greenfield, and 
includes a bicycle and pedestrian 
bridge over the Green River.  

Canalside Trail at Unity Park in 
Turners Falls 
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Phase IV of the Franklin 
County Bikeway comprises a 
number of shared roadways con-
nections that link the Canalside 
Trail, the Northfield Connector 
and the Riverside Greenway.  
These shared roadway facilities are 
located in  the towns of 
B e r n a r d s t o n ,  D e e r f i e l d , 
Greenfield, Gill and Montague.   

In addition, the East Mineral 
Road Bridge within the byway 
study area in Montague and Erving 
has been redesigned and recon-
structed for use as a bicycle and 
pedestrian bridge.  The reconstruc-
tion was completed in the summer 
of 2005.  The bridge, a former 
motor vehicle bridge, crosses the 
Millers River from East Mineral 
Road in Montague to River Road 
in Erving, and provides an impor-
tant link in the Franklin County 
Bikeway network.  This link 
makes it possible to keep the bike-
way off of Route 2 and onto less 
heavily traveled roads, while still 
p r o v i d i n g  a c c e s s  t o  t h e 
Connecticut River, as well as the 
Northfield Mountain Recreation 
and Environmental Center, and 

downtown Northfield.   
 

Millers River Greenway 
The towns of Orange and Athol 
have identified the development of 
a bikeway/greenway along the 
Millers River as a priority, and 
have taken the initial steps towards 
completing a design.  In 2000, an 
initial feasibility study and route 
assessment was completed for a 
potential off-road bicycle facility. 
Initially, the proposed project was 
to create a greenway along the 
Millers River connecting Orange 
and Athol. However, after an 
assessment of the right-of-way and 
environmental impacts, this con-
cept was determined to be infeasi-
ble and the idea of an on-road 
bicycle facility was established. 
Another feasibility study was then 
prepared. That report included 
descriptions of the existing condi-
tions and traffic volumes on the 
roads that were being considered 
as a part of the bicycle route, the 
potential bicycle route alternatives 
for the proposed on-road bicycle 
facility connecting Orange and 
Athol, an analysis of the alterna-

East Mineral Road Bridge 
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tives, and a recommended route.  
During 2004 and 2005, the 

FRCOG worked with the 
Montachusett Regional Planning 
Commission, the Town of Athol 
and the Town of Orange to com-
plete additional conceptual design 
work for the Millers River 
Greenway in the two towns. 
Further analysis of the on-road 
route that had been recommended 
as a result of the feasibility study 
was completed.  A revised route 
was developed which included 
much of the on-road route identi-
fied in the 2000 study, but also 
incorporates an off-road bicycle 
path section in Athol.     

The proposed route is approxi-
mately 4 miles beginning at the 
Riverfront in downtown Orange.  
The route continues east on East 
River Street to its intersection with 
Daniel Shays Highway.  The route 
then turns north and follows 
Daniel Shays Highway to an aban-
doned road that is located just 
south of the intersection of Daniel 
Shays Highway and Route 2A.  
The proposed route travels along 
this abandoned road (Procter 
Avenue) and then through land 
that is publicly owned.  The route 
reconnects with residential 
neighborhood streets (Jones Street, 
South Street and onto Canal Street) 
and then terminates in Athol at the 
Millers River Environmental Park, 
which opened in the summer of 
2006.  The design of the Millers 
River Greenway is still conceptual, 
though it appears to be feasible. 
The off-road section utilizes land 
that is almost entirely publicly 
owned.  There is one location 
where a crossing of the Millers 
River would be necessary.  

 

Mountain Biking 
Mountain biking is permitted on 
many of the roads and trails within 
Erving Trail State Forest and 
Wendell State Forest.  Some of 
these areas offer rugged terrain 
that requires more experience, skill 
and conditioning levels.  The 
following is a list of other loca-
tions where mountain biking is 
permitted:  
 
• Bearsden Conservation Area, 

Athol 
• Tully Trail, Athol and Orange 
• Chestnut Hill Trail System, 

Orange 
• Fittz Family Memorial Forest, 

Orange 
• Hosmer Woods, Orange 
• North Pond Ridge Trail, 

Orange 
• Wendell State Forest, Wendell 
• Erving State Forest, Erving 
• Rose Ledge, Erving 
• Barton Cove Campground, 

Gill 
• GTD Griswold Conservation 

Area, Greenfield 
 
More details on these facilities 

are provided in the Recreational 
Resources chapter.   
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ISSUES AND RECOMMENDATIONS 
 
Summary of Transportation Issues 
• Ensure that the Byway is safe for travelers. 
• There are concerns with safety while entering and exiting pull-off areas along the Byway. Particularly at the 

French King Bridge where visitors stop at the eastbound pull-out area and then run across the street to the 
side of the bridge that has the side walk in order to walk out 
onto the bridge. 

• There areas in the historic downtowns areas along the Byway 
that are not pedestrian accessible or friendly.  In some cases 
sidewalk or crosswalk construction or improvements are 
needed. 

• There are potential congestions points along the byway 
including both roadway segments and intersections that 
scored below a C on the LOS analysis, which may become 
worse as traffic volumes increase. 

 
Transportation Recommendations 
• Work to create pedestrian connections in the downtown centers located along the Byway. 
• Complete improvements to existing turnout areas at scenic locations to make them safer. 
• Identify additional locations for turnout areas to be constructed. 
• Construct turnout areas in the locations where there are existing or proposed historic and/or informational 

signs along the Byway in order to ensure that these signs and/or historic markers can be visited safely. 
• Continue to support the implementation of Route 2 safety improvements. 
• Continue to monitor crash data along the Byway and make recommendations for safety improvements where 

necessary. 
• Continue to monitor traffic volumes and patterns along the Byway. 
• Continue to monitor the performance of key intersections along the Byway. 
• Investigate the feasibility of upgrading the traffic signal equipment at the South Main Street intersection in 

Downtown Orange. 
• Review the layout of on-street parking in Downtown Orange to determine if improvements can be made, 

without reducing the number of spaces, to improve flow of traffic, especially turning tractor trailers. 
• Conduct an inventory and evaluation of the signs along the Byway, either as specific roadway improvements 

are being proposed or as a separate project to determine whether signs can be consolidated to reduce sign 
clutter along the Byway and especially at intersections. 

• Collaborate with efforts being completed for the other Scenic Byway in Western Massachusetts, and espe-
cially the western section of the Mohawk Trail Scenic Byway, to develop a unified system of way-finding 
and information signs for the Byway 

• Develop a logo for the Mohawk Trail West which can be used in conjunction with the signs and mapping 
information that is being developed for the other Scenic Byways in Western Massachusetts but that also 
identifies and represents the individual identity of the Mohawk Trail Scenic Byway. 

• Ensure that all improvements to the roadway infrastructure are in line with the scenic character of the Byway 
to the extent possible. 

• Investigate the need to add “Share the Road” and other warning signage to notify drivers to expect cyclists, 
and others sharing the roadway (Note: that bicycling on Route 2 is not recommended). 


