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South of Whittier Bridge. Construction of the temporary crossover from 

the existing I-95 southbound alignment to the new I-95 northbound 

alignment would be completed. Construction of the I-95 southbound 

inside widening for the 4-lane section under final conditions would also 

commence in this stage.  

Whittier Bridge/Evan’s Place Bridge. No construction would take place in 

this area under this stage. 

Route 110 Interchange. No construction would take place in this area 

under this stage. 

North of Route 110 Interchange. Construction of widening in median 

necessary for I-95 southbound crossover to be implemented in Stage 2B 

would begin while construction of widening of I-95 north- and southbound 

barrels within the median would continue. 

Stage 2B 

Stage 2B would shift the southbound traffic onto the north-south interim 

condition of the new northbound Whittier Bridge to allow for demolition 

of the existing Whittier Bridge and construction of the new I-95 

southbound Whittier Bridge. 

Traffic. Southbound traffic would be shifted to the new I-95 northbound 

and shared-use path alignment, including the new northbound Whittier 

and Evans Place Bridges. Near the Route 110 interchange, the southbound 

traffic would be shifted onto pavement and bridges constructed in the 

median in Stage 1A to allow for the eastern portion of the existing 

southbound Route 110 and railroad ROW bridge decks to be replaced. 

Access to Route 110 east and west from I-95 southbound and access to 

temporary I-95 southbound alignment from Route 110 would be 

maintained via temporary ramps, which would cross over the existing I-95 

southbound lanes. The northbound traffic would remain in the 

configuration set up in Stage 2A. 

South of Whittier Bridge. Construction would continue widening the 

existing I-95 southbound alignment north of the Pine Hill/Ferry Road 

Bridge and include installing the roadway embankment and retaining walls 

southwest of the new I-95 southbound Whittier Bridge.  

Whittier Bridge/Evan’s Place Bridge. Demolition would be completed on 

the existing Whittier and Evans Place Bridges. Construction would begin on 

the new I-95 southbound Whittier and Evan’s Place Bridge. The existing 

I-95 southbound alignment would be widened in this area and portions of 

the exiting I-95 northbound alignment would be demolished.  

Route 110 Interchange. Work would include relocating the temporary 

southbound concrete median barrier, constructing the existing I-95 

southbound Route 110 and railroad ROW bridge deck replacements, and 

constructing the widening of the existing I-95 southbound alignment in this 

area.  

North of Route 110 Interchange. Construction in this area would have 

been completed.  

Stage 2B-1 

Stage 2B would shift the access to temporary I-95 southbound alignment 

from Route 110 via reconfigured temporary ramps to allow for western 

portion of the existing I-95 southbound Route 110 and railroad ROW 

bridge decks to be replaced. 

Traffic. The I-95 northbound and southbound traffic would remain in the 

configuration set up in Stage 2B. Access to Route 110 east and west from 

I-95 southbound and access to temporary I-95 southbound alignment from 

Route 110 would be maintained via reconfigured temporary ramps, which 

would cross over the existing I-95 southbound lanes.  

South of Whittier Bridge. Construction would continue as in Stage 2B.  

Whittier Bridge/Evan’s Place Bridge. Construction would continue as in 

Stage 2B.  

Route 110 Interchange. Work would include relocating the temporary 

southbound concrete median barrier, replacing western portion of the 

existing I-95 southbound Route 110 and railroad ROW bridge decks, and 

continuing constructing of the widening of the existing I-95 southbound 

alignment in this area.  

North of Route 110 Interchange. Construction in this area would have 

been completed.  

Stage 3 

Stage 3 would begin once the new southbound I-95 Whittier and Evans 

Place Bridges and existing I-95 southbound widening segments are 

completed. Stage 3 would shift traffic to the final configuration. 

Traffic. Southbound traffic would be increased to four lanes and shifted 

onto the widened existing I-95 southbound alignment—the new 

southbound Whittier and Evans Place Bridges and the re-decked Route 110 

and railroad ROW bridges. Northbound traffic would then be realigned to 

the final proposed configuration with four lanes through the project area. 

The shared-use path would be opened for pedestrian use. 

South of Whittier Bridge. The temporary southbound crossovers would be 

demolished in this stage.  

Whittier Bridge/Evan’s Place Bridge. Construction in this area would have 

been completed.  

Route 110 Interchange. The temporary southbound crossover and 

temporary ramp alignments would be demolished in this stage.  

North of Route 110 Interchange. Construction in this area would have 

been completed. 

5.18.2 Conceptual Network Tied Arch Bridge Construction Staging 

Construction of the new bridges at the Merrimack River will be completed 

in three overall stages. The first stage would involve the construction of 

the new I-95 northbound bridge, on a parallel alignment immediately east 

(downstream) of the existing Whittier Bridge. The bridge would be 

constructed wide enough to accommodate all six lanes of I-95 traffic 

(northbound and southbound) during the subsequent demolition of the 

existing Whittier Bridge and the construction of the new I-95 southbound 

bridge. Construction of the new I-95 northbound bridge will be completed 

during construction Stages 1A and 1B as described in Section 5.18.1.  

Once all I-95 traffic is diverted onto the new bridge, demolition of the 

existing Whittier Bridge would begin. The first step would be the removal 

of the existing roadway deck. Then the arch truss main span would be 

disassembled piece by piece and removed from the construction site, and 

then the remainder of the existing bridge superstructure would be 

demolished. The existing bridge abutments and one or more of the 

existing piers would be retained to be used as temporary supports as 

necessary for the construction of the new southbound bridge.  

In the final phase, the new southbound bridge would be constructed along 

the alignment of the existing Whittier Bridge. Once completed, the 

remaining piers and abutments from the existing Whittier Bridge would be 

removed. The piers in the Merrimack River would be removed and the 

river bottom restored. After completion of the southbound bridge, all 

southbound traffic would be moved to the new bridge. 

Figure 5-17H illustrates a conceptual construction staging plan for the 

construction of the new I-95 northbound bridge. 
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FIGURE 5-17H: CONSTRUCTION STAGING – NETWORK TIED ARCH BRIDGE (1 OF 3)  
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FIGURE 5-17H: CONSTRUCTION STAGING – NETWORK TIED ARCH BRIDGE (2 OF 2)  

 



Whittier Bridge/I-95 Improvement Project EA/DEIR 

Chapter 5.0:  Environmental Consequences (5.18 Construction Impacts) 

 5-87 

FIGURE 5-17H: CONSTRUCTION STAGING – NETWORK TIED ARCH BRIDGE (3 OF 3)  
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5.18.3 Construction Noise 

Construction of the Preferred Alternative is expected to occur for 42 

months from winter 2012/2013 through summer 2016. It will necessitate 

the use of demolition and construction equipment, some of which has the 

potential to cause short-term noise impact or disruption for neighboring 

residences and businesses. While most of the construction activity will 

occur during daytime hours, there remains the likelihood that bridge 

renovations will require work at night in order to work over closed traffic 

lanes.  

To assess potential noise consequences, construction noise levels were 

predicted at the 10 receptor locations (as described in Section 4.7) using 

the Cadna-A® and FHWA RCNM® noise models. The predicted noise levels 

were then evaluated against criteria limits contained in the FHWA’s 

Regional Construction Noise Model (RCNM).  

The results indicate that construction noise levels are expected to comply 

with criteria guidelines during limited nighttime activities, but may exceed 

criteria guidelines during the daytime for receptors at Whittier Point 

Condominiums and Hawkswood Estates in Amesbury due to the expected 

use of pile drivers to set new bridge piers in the Merrimack River. It is 

anticipated that particularly noisy activities such as pile driving, hoe 

ramming, rock drilling and pneumatic tools will only be allowed to operate 

during the daytime. Blasting is not anticipated for the project. 

Potential construction noise mitigation measures are discussed in 

Section 6.15.4 of Chapter 6. 

Construction Equipment 

Construction of the project will require typical heavy equipment to widen 

and build the new roadway, renovate existing overpasses, construct new 

bridges over the Merrimack River and demolish the existing Whittier 

Bridge. The equipment anticipated for use during the daytime (7:00 a.m. to 

10:00 p.m.) would include excavators, dump trucks, graders, pavers and 

milling machines for roadway surfaces, and pile drivers, rock drills, cranes, 

concrete mixers, hoe rams and pneumatic tools for bridge construction. 

Equipment anticipated for use at night (10:00 p.m. to 7:00 a.m.) would 

include excavators, dump trucks, graders, pavers and milling machines for 

roadway surfaces, and cranes and concrete mixers for bridge construction. 

MassDOT will require that particularly noisy activities such as pile driving, 

hoe ramming, rock drilling and pneumatic tools to operate only during the 

daytime. Blasting will not be required for the Preferred Alternative.  

MassDOT will require the design/build contractor to submit a noise control 

plan for review and approval. The noise control plan will be implemented 

to minimize noise during construction. Noise monitoring will be required 

to document compliance with the noise monitoring plan. Predicted or 

measured noise levels that exceed or approach the recommended 

construction noise limits shown in Table 5-38 will be mitigated. 

TABLE 5-38: CONSTRUCTION NOISE LIMITS 

Site Receptor Address 

Existing Noise Level 
(dBA L10)  

Noise Limit 
(dBA L10) 

Daytime Nighttime Daytime Nighttime 

1 8 Curzondale Court 68 64 75 69 

2 93 Clipper Way (Village at 
Newburyport) 

63 61 75 66 

3 16 Laurel Road 67 63 75 68 

4 525 Main Street #4 (Whittier 
Point Condos) 

68 64 75 69 

5 503 Main Street #18 
(Hawkswood Estates) 

68 64 75 69 

6 57 Old Merrill Street 63 59 75 64 

7 47 Rabbit Road 78 74 83 77 

8 25 Lena Maes Way 69 66 75 71 

9 24 Locust Street 73 68 78 73 

10 4 Natowich Way 68 65 75 70 

 

Regulatory Setting 

The relevant construction noise regulation is FHWA’s Procedures for 

Abatement of Highway Traffic Noise and Construction Noise, Title 23 CFR 

Part 772, which recommends with use of the RCNM model to evaluate 

construction noise. The default noise criteria in the RCNM model focuses 

on the L10 noise metric, or the noise level exceeded 10 percent of the 

time, evaluated at the exterior of the receptor. The criteria allow for a 

relative increase or 3 or 5 decibels above existing (or baseline) L10 noise 

levels in A-weighted decibels (dBA). Separate criteria are provided for 

residential and commercial receptors and for daytime and nighttime 

periods due to the greater sensitivity of residents to noise at night. 

In this case where all 10 receptors are residences, the daytime 

construction noise limit is 75 dBA L10 or Baseline L10 + 5 dBA, whichever is 

louder. At night the noise limit would be Baseline L10 + 5 dBA if the 

baseline level is less than 70 dBA L10, or Baseline L10 + 3 dBA if the 

baseline level is equal to or greater than 70 dBA L10.  

Given the existing noise levels measured during the summer of 2009, as 

reported in Section 4.6, Table 5-38 summarizes the 10 receptors, their 

daytime and nighttime existing L10 noise levels, and their respective 

construction noise criteria limits. 

Construction Noise Model 

Construction noise levels were modeled at receptor exterior locations 

using the Cadna-A® Noise Model developed by DataKustik, GmbH. The 

Cadna-A model implements ISO Standard 9613 for environmental noise 

sources and outdoor sound propagation. It is a comprehensive three-

dimensional model in which noise sources are assembled from point, line 

and/or area components; each emitting sound power in octave bands or 

broadband A-weighted format. Distance losses, elevation differences, 

ground attenuation, wind effects, building shielding, and barrier/berm 

effects are computed in the Cadna-A model, and the resulting sound 

pressure levels are predicted at any number of receptor locations of 

interest. 

The Cadna-A model for this project was configured by importing a Google 

Earth® base map of the area. In this manner, the positions of affected 

roadways, work zones, existing noise barriers and berms, receptor 

locations and distances could be modeled to a high degree of accuracy.  

The construction equipment described above was entered into the Cadna-

A model through the use of linear vertical sources (for roadway work) and 

point sources (for stationary equipment). Given the significant difference 

in equipment use and criteria limits, daytime and nighttime construction 

conditions were modeled separately. It was assumed that all the 

equipment within a given stage of work would be working simultaneously. 

While this may be an overly conservative assumption, it does yield the 

loudest potential noise levels, and thus mitigation measures can be 

developed in response to these conditions. 

The equipment noise levels entered into the Cadna-A model were in the 

form of A-weighted sound power levels derived from the sound pressure 

emission levels contained in the FHWA RCNM. Noise emission levels for 

dozens of generic types of heavy equipment are contained in a database in 

the RCNM model. The equipment noise emission levels in the RCNM 

model, which were all measured under actual field conditions, are 

expressed as A-weighted Lmax levels at 50 feet using an RMS “slow” time 

response. The RCNM model also provides typical acoustical usage factors, 

or the percentage of time equipment may operate at full power, thus 

allowing for an estimate of Leq and L10 sound pressure levels and 

equivalent sound power levels to be computed for each piece of 

construction equipment. The resulting equipment sound power levels 

were used as source input in the Cadna-A model. Figure 5-18 presents the 

Cadna-A model results for daytime construction activities, while 

Figure 5-19 presents the model results for limited construction activities at 

night. 
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FIGURE 5-18: CONSTRUCTION NOISE MODEL (DAYTIME) 

 

 

FIGURE 5-19: CONSTRUCTION NOISE MODEL (NIGHTTIME) 

 

 

Construction Noise Results 

As shown in Table 5-39, the results of the construction noise model 

predictions indicate compliance with relevant noise criteria limits during 

nighttime periods, but exceed daytime criteria for receptors at Whittier 

Point Condominiums and Hawkswood Estates in Amesbury due to the 

expected use of pile drivers to set new bridge piers in the Merrimack River. 

Without the noise contribution of the pile drivers it is predicted that 

compliance can be achieved during both daytime and nighttime periods at 

all ten receptor locations. Consequently, construction noise mitigation 

measures should be considered to reduce noise from pile driving 

operations. It should be noted that limited pile driving operations are 

anticipated, due to the presence of shallow bedrock at the river crossing 

location. The presence of the shallow bedrock will greatly minimize the 

amount of required pile driving, required to establish suitable foundation 

conditions for the new bridges. 

TABLE 5-39: CONSTRUCTION NOISE PREDICTION RESULTS 

Site Receptor Address 

Predicted Noise Level 
(dBA L10)  

Compliance or 
Exceedance 

Daytime Nighttime Daytime Nighttime 

1 8 Curzondale Court 57 50 Complies Complies 

2 
93 Clipper Way (Village at 
Newburyport) 

57 51 Complies Complies 

3 16 Laurel Road 64 57 Complies Complies 

4 
525 Main Street #4 (Whittier 
Point Condos) 

78 64 
Exceeds 

(by 3 dBA) 
Complies 

5 
503 Main Street #18 
(Hawkswood Estates) 

79 62 
Exceeds 

(by 4 dBA) 
Complies 

6 57 Old Merrill Street 62 54 Complies Complies 

7 47 Rabbit Road 58 58 Complies Complies 

8 25 Lena Maes Way 51 51 Complies Complies 

9 24 Locust Street 52 52 Complies Complies 

10 4 Natowich Way 50 50 Complies Complies 

 

5.19 INDIRECT AND CUMULATIVE IMPACTS  

5.19.1 Methodology  

Indirect effects of the project are likely to occur near interchanges where 

changes in development and densities can reasonably be expected. The 

cumulative effects analysis considers both the region and study corridor.  

The methodology for the cumulative effects analysis included:  

 Identifying the past and future time periods; 

 Identifying potentially affected resources to be studied for cumulative 

effects; 

 Identifying other planned developments or infrastructure projects; 

 Analyzing overlays and trends of resources and growth patterns; and 

 Interviewing local and regional planners. 

The Indirect and Cumulative Effects Analysis Area (Figure 5-20), which is 

the area in which project-induced development is likely to occur, was 

defined by a 5-mile radius from project interchanges. This is the limit 

within which induced residential development may occur because of 

improvements to project interchanges. In addition, a 2-mile radius area 

was analyzed to account for highway-oriented commercial and industrial 

development that may be induced by improvements to project 

interchanges. 

A qualitative assessment of indirect and cumulative effects was based on 

land use analysis, information gained from planning officials, and MEPA 

and New Hampshire Department of Environmental Services (DES) 

Alteration of Terrain (AOT) records. New Hampshire Alteration of Terrain 

permits are issued by the Department of Environmental Services AOT 

Program. An AOT permit is required whenever a project proposes to 

disturb more than 100,000 square feet of contiguous terrain (50,000 

square feet, if any portion of the project is within the protected 

shoreland), or disturbs an area having a grade of 25 percent or greater 

within 50 feet of any surface water 

The timeframe for the cumulative impacts analysis included both past 

actions and reasonably foreseeable future actions. The year 1980 was 

selected as the starting point for this analysis to provide a historical 

perspective on growth trends in the Indirect and Cumulative Impacts area. 

The year 2030 was selected for the study horizon, which is consistent with 

the data available for analysis.  

5.19.2 Regulation and Policies 

The indirect and cumulative impacts were evaluated based on the 

President’s Council on Environmental Quality regulations implementing 

NEPA and the Code of Federal Regulations, Title 40, Section 1508.7. 

Indirect impacts are defined as those impacts: 

“…which are caused by the proposed action and are later in time 
or farther removed in distance, but are still reasonably 
foreseeable. Indirect effects may include growth inducing effects 
and other effects related to the induced changes in the pattern of 
land use, population density or growth rate, and related effects on 
air and water and other natural systems, including ecosystems.” 
(The President’s Council on Environmental Quality [CEQ] 
regulations implementing the National Environmental Policy Act of 
1969 [NEPA])  

Cumulative effects are those impacts: 

“…which result from the incremental consequences of an action 
when added to other past and reasonably foreseeable future 
actions.” (Code of Federal Regulations, Title 40, Section 1508.7) 
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Cumulative effects result from the project and induced development in 

combination with other reasonably foreseeable development that will 

occur anyway with or without the project.  

5.19.3 Consequences of the No Build and Preferred Alternatives 

Indirect Impacts 

The No Build Alternative will not have additional direct, indirect, or 

cumulative effects. 

Future development will be influenced greatly by factors outside the 

influence of the project or other planned projects. Regardless of whether 

the project improvements are constructed, local plans and policies will 

direct development to occur within the study corridor. 

In recent years, there have been significant changes in land-use patterns 

within the Merrimack Valley region; for example, between 1991 and 1999, 

there was a 12 percent increase in the area occupied by residential land 

use. During that same period, there was a 12 percent decrease in the area 

occupied by farmland and a slight decrease in the area of forested land, 

indicating the continuing conversion of open space to suburban residential 

uses in the project area. If induced development does occur, it will be 

expected to be consistent with recent trends; therefore, it is unlikely that 

the Preferred Alternative would alter development patterns. Any 

additional indirect effect is considered minimal.  

Future development will be more influenced by factors, such as national 

and regional economic trends, that are beyond the proposed project 

improvements or other planned projects. The Preferred Alternative would 

not increase or decrease population or the number of jobs; however, it 

could have an influence on the distribution of development. The Preferred 

Alternative would improve mobility and, if combined with supportive 

public policies and favorable real estate market conditions, could attract 

additional residential or commercial development particularly in 

undeveloped areas and near interchanges; for example, undeveloped 

areas in New Hampshire that are within the 5-mile buffer area would 

experience reduced travel time to employment in Massachusetts. It is 

likely that these areas would become more attractive for development.  

Similarly, induced development near interchanges would likely be at a 

higher density than existing development, depending on specific market 

conditions and zoning.  

Cumulative Impacts 

Past Actions. The Merrimack Valley region experienced strong population 

growth from 1980 to 2000. During this period, the region served by the 

MVPC, which includes 15 communities in northeastern Massachusetts (see 

www.mvpc.org), grew twice as fast as the state as a whole; however, since 

that time, growth of this region has slowed considerably. The 2000 Census 

reported that the MVPC region had a population of 318,556, an increase of 

10.5 percent over the 1990 Census population of 288,280. Despite the 

slower rate of growth projected for the next 20 years, the Merrimack 

Valley’s population is expected to exceed 330,000 people by 2020 and 

350,000 people by 2030, an increase of approximately 33,000 or 10 

percent from 2000.7 

To the north of the study area in New Hampshire, the Rockingham 

Planning Commission (RPC) serves 27 communities in southeastern New 

Hampshire, including Seabrook, Kensington, Hampton Falls, South 

Hampton, and Hampton, portions of which are within the 5-mile buffer 

area surrounding the project area (see www. rpc-nh.org website).  

The population of the RPC service area has increased dramatically since 

1980 and is one of the fastest growing areas in New Hampshire. This is 

attributable in part to its proximity to Boston and employment centers in 

the region.8 Since 1990, employment in the RPC region has increased by 40 

percent, as employment at regional centers has grown.9 While the 

majority of workers from the RPC region commute to jobs in New 

Hampshire, more than 30 percent of workers commute to jobs in 

Massachusetts. Population and employment projections developed by the 

RPC as part of the 2035 Long Range Transportation Plan, indicate an 

average annualized growth rate of 0.8 percent for population and 1.36 

percent for employment. The RPC expects the region to continue to grow 

in the existing development pattern, but the rate of growth is expected to 

be moderate. Residential development will likely continue to be based on 

large-lot zoning and commercial development will be automobile-oriented. 

This pattern of development encourages the further conversion of 

farmland and forests.  

Present and Reasonably Foreseeable Actions. In addition to the proposed 

project improvements, other planned developments and transportation 

improvement projects within the 5-mile buffer area were identified from 

MEPA records, New Hampshire DES AoT records, the RPC Long Range 

Transportation Plan, review of local and regional plans, and interviews 

with local and regional planners. Projects that were expected to have 

potentially major impacts were considered in this cumulative impact 

                                                      
7
  Merrimack Valley Priority Growth Strategy, The Regional Land Use plan for the 

Merrimack Valley Region, Merrimack Valley Planning Commission, 2009. 
8
  Rockingham Planning Commission, 2009-2035, Long Range Transportation Plan, 2008. 

9
  Rockingham Planning Commission 2008. 

analysis. Listed below are the planned and foreseeable development 

projects within the 5-mile buffer area that were considered as part of the 

cumulative impact analysis: 

 1st Lieutenant Derek S. Hines Memorial Bridge: This 2-year project 

involves replacing the Hines Memorial Bridge. The project will have a 

minor impact on traffic during construction, but will be completed 

before construction is scheduled to begin on the Whittier Bridge/I-95 

Widening project. 

 Route 110 Widening: This project will widen Route 110 to provide two 

lanes in both directions from I-495 to Merrill Street in Amesbury and 

Salisbury. This project may have a minor impact on traffic. 

 Route 150 Reconstruction Project (Amesbury): This project will 

improve vehicular and pedestrian safety and traffic operations. It is 

now in design and could be completed before Whittier Bridge 

construction begins. 

 Golden Triangle, Elm Street (Amesbury): Development of this parcel 

located between Elm Street and Routes 95 and 495 is a priority for the 

city and includes reconstructing Elm Street. No specific project 

proposal is under review by the community at this time. 

 TruNorth Commerce Center (Salisbury): This project will now be a 

solar-generating facility.  

The area near Seabrook, New Hampshire, just north of the Massachusetts 

state line, has become a major “big box” retail center with Walmart, The 

Home Depot, Sam’s Club, Lowe’s, and the planned opening of Kohl’s later 

this year. These developments are already occurring without the proposed 

project improvements; however, these projects will generate traffic, which 

will use the increased I-95 roadway capacity provided by the project. These 

developments—together with the proposed project improvements—are 

expected to have a slight impact on traffic generation on local as well as 

regional highways. Based on an analysis of recent and projected growth 

trends, the Seabrook area is already developing and, therefore, it is not 

expected that the proposed project improvements would have a major 

impact. In fact, the development just over the state line may be more 

related to the Massachusetts and New Hampshire state taxes, than the 

influence of the project. 

The Whittier Bridge I-95 Improvement Project would have little or no 

potential impact on the conversion of agricultural land, when compared 

with the current growth that will occur even with the No Build Alternative. 

Much of that induced development will occur within 5 miles of the project 

interchanges. Many of the local plans and regulations already in place 
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channel development where it is wanted and away from protected 

resources. 

5.19.4 Additional Cumulative Impact Analyses 

In addition to potential cumulative impacts described above, the Preferred 

Alternative was assessed for potential cumulative impacts to other 

resource areas. The following describes these potential cumulative 

impacts. 

Land Use  

The Preferred Alternative would remove a restriction on highway capacity 

within the project limits by adding a travel lane thus increasing the 

theoretical capacity of the roadway. It is important to note that the extent 

of the highway widening is limited to the I-95 corridor, and will match the 

highway cross section north and south of the project limits. Therefore, the 

highway widening will not provide for increased capacity along the I-95 

corridor from Danvers north to the New Hampshire state line. This will 

have minor or negligible impacts on land use and is not anticipated to 

contribute to cumulative impacts. 

Visual Resources 

There are no other known infrastructure or development projects that will 

have a major impact or alter views of the bridge/roadway alignment or 

from the bridge/roadway alignment; therefore, no cumulative impacts will 

result from the Preferred Alternative. 

Traffic and Transportation  

Multiple bridge and roadway projects exist near the project area that 

could affect traffic on I 95 during construction of the Preferred Alternative 

and proposed inside roadway widening. Construction activity on the Hines 

and Bates Bridges should be completed before construction begins on the 

Whittier Bridge/I 95 Improvement Project, so no additional traffic should 

be shifted during the construction period. The construction for the 

replacement of the Hines is currently underway and the construction 

period will be completed by early 2013. This will be completed before any 

construction would occur on the Whittier Bridge corridor.  

In New Hampshire, the Hampton-North Hampton Open Road Tolling (ORT) 

project is operational as of May 31, 2010. The blend of highway-speed toll 

collection for E-ZPass patrons and conventional toll collection for cash-

paying patrons will increase the vehicle processing and reduce congestion 

at the plaza. As a result, this could increase traffic volumes in the study 

area during the peak period beyond the forecasted growth rates.  

Two additional traffic and roadway projects are currently underway 

adjacent to the study area.  

MassDOT is planning improvements along 0.6 miles of Route 110 from I 

495 to Elm Street in Amesbury. Improvements include widening Route 110 

and constructing sidewalks 5 feet wide on the south side of Route 110 

west of Carriagetown Plaza and on the north side of Route 110 east of 

Carriagetown Plaza. Changes to traffic signal designs at Carriagetown 

Plaza, the Elm Street intersection, and the Rabbit Road/Merrill Street 

intersection are also included. This project is funded through the 2010 

Transportation Improvement Program (TIP) for MVPC. Design has been 

completed and construction is currently underway. 

Signal upgrades along and adjacent to Route 286 in Salisbury are planned 

as a separate MassDOT contract. There are no geometric improvements 

proposed; the majority of the improvements will entail full upgrade of 

signal equipment to accommodate traffic volumes and provide more 

efficient operations and reduce vehicle delay and queuing. Locations 

include Toll Road at Main Street, Main Street at High Street/Rabbit Road, 

Toll Road at Pike Street, and Lafayette Street at Pike Street/Collins Street. 

At each location, improvements include installing a new, fully actuated 

traffic signal assembly with appropriate timing and phasing; installing four 

new mast arms and appropriate signal heads; re-striping intersections to 

include exclusive turn lanes when applicable; providing emergency pre-

emption; and upgrading signage where applicable. Video detection will be 

installed at the Toll Road and Main Street intersection, while wire loop 

detection is planned for the other three intersections. Construction was 

scheduled to begin Autumn 2010. 

Although no overlap in construction period is anticipated for either of the 

two projects and the Whittier Bridge/I 95 Improvement Project, 

coordination between the projects will be needed to minimize congestion 

either on Route 110 or Route 286 or to prevent queuing back onto the 

interstate from each of the off-ramps if any overlap occurs. 

Fisheries 

Other construction activities in the river, including the Hines Bridge and 

Bates Bridge projects, will be completed before construction of this project 

begins.  

5.19.5 Conclusion 

There will be no indirect or cumulative effects with the No Build 

Alternative.  

The Preferred Alternative is not expected to cause major indirect or 

cumulative impacts since the existing transportation corridor is well 

established and the surrounding area is already developed with little 

vacant developable land. While the Preferred Alternative would improve 

the existing transportation infrastructure, it would not alter accessibility 

because there would be no new interchanges constructed. The Preferred 

Alternative would, however, improve mobility because of increased 

capacity throughout the project area, but this is minimized because the 

increased roadway capacity matches the existing capacity of I-95 both 

south and north of the project limits and does not represent substantial 

new roadway capacity for the I-95 corridor in Massachusetts. The 

Preferred Alternative is not expected to induce additional employment 

and population growth in the study area. Any new development would be 

consistent with existing land-use plans.  

No appreciable cumulative impacts to land use, visual resources, or 

Merrimack River fisheries resources would result from the Preferred 

Alternative. Finally, no cumulative impacts to traffic and transportation 

networks are anticipated.  

 




