COMMITTEE ON INFRASTRUCTURE
AUGUST 29, 2007

A meeting of the Committee on Infrastructure was held Wednesday, August 29, 2007, at 7:02 p.m.
in the Aldermanic Chamber.

Chair Robert A. Dion presided.

Members of the Committee present: Alderman Marc W. Plamondon, Vice Chair
Alderman-at-Large David W. Deane
Alderman Mark S. Cookson
Alderman Brian S. McCarthy

Members not in Attendance:

Also in Attendance: Alderman-at-Large David Rootovich
Alderman-at-Large Fred S. Teeboom
Alderman David MacLaughlin
Alderman Richard L. LaRose
Alderman Richard P. Flynn
Alderman Daniel L. Richardson
Jean-Marie Kennamer, City Traffic Engineer
Stephen Williams, Executive Director, NRPC
Mr. Frank O’Callahan, Vanesse Hangen Brustlin, Inc.
Tim Roach, Principal Transportation Planner, NRPC

Chairman Dion

| want to thank the members of the Board of Aldermen who are not members of the Committee on Infrastructure
for being here this evening. It shows your dedication and wanting to know exactly what is going on and on top of
things. | appreciate your coming. The forum for this evening is that Mr. Stephen Williams from the NRPC will do
the opening and pass it on to Mr. Frank O'Callahan.

What | would like the committee and the rest of the members of the Board of Aldermen to do is to hold their
questions until after the presentation so we don't interrupt them. This presentation will take approximately 25
minutes.

PRESENTATION

Stephen Williams

With me this evening | have Tim Roach whose primary job is going to be to push the buttons on the
PowerPoint, and we hope that he doesn’t have to do anything else.

| am Stephen Williams. | am the Executive Director at the Nashua Regional Planning Commission. We have
been the project manager for the supplemental analysis for the Broad Street Parkway, and we are here this
evening to give you a report on the status of that project and really summarize for you the findings of the study
that we have been conducting since February.

To kind of take you back to some introductory material to kind of set the scene for those of you who are not
members of the committee and who may not have been involved as much in this process in the last couple of
months. The decision that the Board of Aldermen ultimately has to make is whether to approve a municipal
management agreement between the City of Nashua and the NH DOT for the Broad Street Parkway, and
make a commitment therein for the required local funds.
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There are really three choices the city faces in that situation. Obviously you can choose to approve the
municipal management agreement, commit the funds, and build the roadway. As you will see we have
determined that the roadway is going to be quite a bit more expensive than we had from the last costimate that
was done earlier in this decade. You could choose to study further and look at methods to reduce the cost of
the project. Finally, you could determine that the Broad Street Parkway is no longer a priority for the city, end
development of the project, and discharge whatever responsibilities remain with the federal government and
funds that were previously expended.

Just some project history; the first public meeting on the Broad Street Parkway was held in 1978. In the mid
‘90s a record of decision was entered for an environmental impact statement. In 1997 the NH DOT agreed, at
the city’s request, to take the lead for project development. There was a referendum in November of 1997. A
concept was approved in August of 2001 that was moving towards construction. In 2002, the process of right-
of-way taking began. In 2002 and 2003, the city leadership decided to enter into a process to revise the
project concept. Out of that we ended up with a reduced concept for the project that was based on a traffic
only study. Then in February of this year we entered into a contract with the city to move forward with the
supplemental study of that 2003 concept looking at other issues related to it including land use impacts, the
engineering design, a thorough cost estimate (as you may recall, a cost estimate had not been done for this
project since about 2002), a further look at traffic operations at some specific intersections, and finally the
development of a scope for the remaining environmental studies.

During the course of our study, we have conducted what we think is an extensive public input process. This
process involved two sort of general public outreach meetings one of which was held on June 14" in the
auditorium upstairs and the second one June 17" at the Welcome Center at Exit 6. We also held two
meetings that were aimed at areas that we knew were going to have some specific impacts from the project;
there was one held in the Millyard on June 27" and then one held at Milette Manor on August 2" specifically
aimed at outreach to the residents and business owners of the Pine Street/Palm Street neighborhood.

Just to kind of summarize for you one of the things that NRPC did as a part of this project was that we looked
at the traffic forecasts. We review the traffic forecasts from the 2003 Rizzo study, we did some new traffic
forecasts based on our updated modeling, and | am not going to bore you this evening with a whole lot of
traffic forecast information, but just to kind of summarize this (referring to the PowerPoint presentation — copy
attached) shows the 2027 forecast for downtown traffic with and without the Broad Street Parkway, and it also
shows 2007 current traffic levels at the same four locations.

If you look at Main Street, current traffic on the Main Street Bridge over the Nashua River is just over 33,000
vehicles per day. Our forecast with the Broad Street Parkway is that it will be at about 34,000 vehicles per
day, but without the Broad Street Parkway we expect it to exceed 46,000 vehicles per day. On Amherst Street
just west of the Railroad Square intersection, we're at about 22,800 vehicles per day. With the Broad Street
Parkway we expect a slightly lower figure, just about 21,500, but without the Broad Street Parkway up almost
at 27,000. On West Hollis Street, we see a similar story; current traffic is about 13,000 vehicles per day. With
the Broad Street Parkway we expect it to be slightly lower at about a little over 12,000, but without the Broad
Street Parkway up at about 15,000. The same thing on Kinsley Street at approximately the same location,
about 12,400 currently, with the Broad Street Parkway in 20 years about 12,900, and without the Broad Street
Parkway about 14,942.
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| guess | would summarize the — well one thing | would say to you is those numbers for 2027 without the Broad
Street Parkway are almost exactly the same traffic numbers that we saw in the late ‘90s when the turnpike
was under construction. At that point, the Main Street Bridge over the Nashua River was just over 40,000
vehicles per day. Amherst Street was actually a little bit higher than that. It was up in the mid 27,000 range.
West Hollis Street was right about 15,000 and Kinsley Street was right at about 15,000 as well.

Those are the kind of traffic conditions you can expect to see we think in 20 years if the Broad Street Parkway
is not built. In essence, the Broad Street Parkway gives the city the opportunity to absorb about 20 years
worth of growth without the need for significant improvements, additional lanes, etc. on Main Street, Amherst
Street, West Hollis Street, or Kinsley Street.

This is the project study area, and at this point what | would like to do is turn things over to our principle
consultant, our team leader on this project Frank O'Callahan of Vanesse Hangen Brustlin, Inc. He is going to
introduce the specific engineering studies and cost estimates that were done for the project. Then when he is
finished with his part of the presentation | will be returning to kind of sum things up.

Frank O’Callahan

As Stephen mentioned, | have been the Project Manager at VHB, and VHB has been assisted by CEl
Environmental in our study. | think everyone here is familiar with the study area; the turnpike is on the left on the
west side, Broad Street to the north, Main Street over on the east, West Hollis, Kinsley Street to the south Little
Florida neighborhood, and the Nashua River coming in that fashion.

The current Broad Street Parkway concept is approximately a mile and a half extending from the north. Again
here is the aerial, here is Exit 6, here is Broad Street, here is the intersection with the Parkway — traveling to the
south essentially paralleling the PanAm Railroad right of way, the parkway would then go under Baldwin Street,
under Fairmount Street, we then traverse over the Nashua River, come south into the millyard area, continue
further south, cross the canal, come down into Ledge Street at Pine Street, and then included in the
recommendation is the conversion of Pine Street, the block between West Hollis and Kinsley to be one way
south, and that would operate in a one way couplet with Palm Street heading back to the north. We will look at
that in a little closer detail as we come south. ‘

As Stephen mentioned earlier, there were a number of public information meetings, and | just wanted to briefly
summarize the major consistent themes that came out during a very interactive public process. We had a great
opportunity to listen to what was on the minds of both residents and property and business owners within the
study area. The general design comments as you can see range from engineering to environmental to property
and railroad impacts. For example, from a general design, from a roadway cross section perspective, again
going back in history, previously the original concept was a four lane limited access facility. That was modified in
2003 to a narrow footprint and essentially a two way facility — still controlled access, but generally one travel way
in each direction. If you compared the cross sections they would be 105 versus —81 is 24’ and that would be the
two travel lanes that are not included in the modified cross section.

I will try to travel briefly from north to south. At the Broad Street Parkway intersection, there were a number of
issues which came up both from an engineering and from a right of way perspective. If you look at the concept,
back here is Exist 6. This is Blue Hill Avenue. As you come east this would be the intersection with Broad Street.
The intersection would be under traffic signal control. It would allow a rather smooth flow in both directions on
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Broad Street, and a relatively smooth flow onto and off of the parkway. You would be able to exit turning left or
turn right if you wanted to go back into the city.

A number of issues became apparent very quickly. There are some property impacts with regard to the
proposed intersection improvement. Is this the Nashua outdoor power supply facility that would be acquired as
part of the process? There are two smaller properties on the other side, the Gate City Tire and a part
residential/part real estate operation adjacent to the Nashua Tire. Those properties would be acquired. There
would be strip takings as well along Broad Street in addition. That would provide the continuation of two lanes in
each direction east of Blue Hill Avenue to the intersection. They would then taper back as you cross the existing
railroad right of way back traveling east on Broad Street.

There would be two lanes providing storage to the intersection that would take it back to a single lane in each
direction. What this intersection alternative avoids is a new railroad crossing. This is the existing railroad line
today. This was the 2003 concept that was previously developed, which we picked up when we initiated our
study earlier this year. One thing that struck us very quickly was the alignment would bring all of the traffic on the
parkway across the railroad right of way, we would introduce a new railroad crossing, and then the majority of
that traffic would then cross the existing crossing in this fashion. That would certainly be opposed by the railroad.
It is the introduction of an additional at grade crossing in the context of a feasible alternative that would avoid
that. The lighter shade is the alternative.

In addition, one of the other issues in the general area is providing access to abutting properties. This is the
former Fimble site, city owner, will be re-developed at some point in time. This assumes that there would be an
access to that site in the future only from the parkway, and if you compare the storage requirements if you were
coming back that distance from the intersection to that driveway versus the intersection to the west back, a
difference of aimost 500 feet — if this intersection was developed the widening of this section of roadway would
be increased. It would be wider because the storage lanes would have to be increased a greater distance.

| should point out just one final thought — there was concern raised about access to abutting property both
commercial and residential. What you see here coming back from the signal at Blue Hill Avenue is a raised
median. What this intersection operation will provide is opportunity for traffic traveling east who want to come
back and access those properties they could execute a U turn on demand at the signalized intersection. The
signal would allow that U turn in that fashion.

Additional impacts again these were raised as we went through the public information process — some of the
issues; enforcement of existing speed limits, traffic controls — that is an issue independent of the Broad Street
Parkway, but it was a legitimate issue raised by neighbors. Issues such as noise and wildlife impacts, those
would be addressed as the project gets further developed into design assuming it is up for development.

One of the issues, and again this is traveling south, as you approach the underpass at Baldwin and the
underpass at Fairmount Street, one of the other issues that was railroad related was the vertical clearance
underneath these bridges to the active rail line. The existing vertical clearance at Fairmount Street is 21". The
existing vertical clearance over the railroad line on Baldwin Street is 18.5. The current state and federal
standard for vertical clearance is 22.5’. There is a vertical clearance issue there. This concept development
represents an attempt to hold the 21’ on Fairmount Street vertical clearance and raise the vertical clearance
on Baldwin Street from 18.5’ to 21’. Preliminary discussions with the railroad indicated they would likely
support 21’ given that the existing bridge here was 21’. The 18.5’ would be inadequate.
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