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by 2030 through a combination of technological improvements 

for vehicles, traffic controls, and intelligent transportation 

systems, behavioral changes, and effective enforcement. 

• Development of emphasis area action plans for addressing 

impaired and distracted driving, speeding, vehicle 

occupant protection, teen drivers, older drivers, crash 

locations, vulnerable roadway users, comprehensive 

safety data, and education and public outreach. 

• Linking with other planning efforts to address challenges 

• Develop a communications plan & educational programs. 

• Target messaging to at-risk drivers combined with high-

visibility enforcement. 

Regional Crash Data 

Current trends in traffic crashes in the region are showing a recent 

growth in the number and rate of crashes per 100 Million VMT  

 

 

(Refer to Figures 3-14  to 3-18  in Chapter 3) after many years of 

decreases. The five-year average fatality rate over that time 

period has remained steadily around 0.71 deaths per 100 Million 

VMT however the rate of serious injuries has declined from 26.3 

per 100 Million VMT in the 2002-2006 five-year period to 19.1 per 

100 Million VMT in the 2011-2015 period.  

Between 2002 and 2015 there were nearly 80,000 automobile 

related crashes that occurred within the region involving over 

141,000 vehicles, bicycles, and pedestrians. Over that same 

period, distracted driving was cited as an apparent contributing 

factor just over 15,300 times which averages to just under 11% of 

the units involved. The trend generally has shown increased 

instances of distracted driving being cited as a contributing factor 

over the last 15 years peaking in 2010 and 2014 at 12.3%.  

Figure 4-8: Teen and aged 65+ portion of operators involved 

in crashes with some causative factor (distracted driving, failure 

to yield, etc.) 

Figure 4-7:  Percentage of operators cited with distracted 

driving as a contributing factor 
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The State of New Hampshire recognized distracted driving as a 

growing issue and in 2015 laws went into effect banning the use 

of handheld electronic devices while driving or temporarily halted 

in traffic. The percentage of motor vehicle operators involved in 

crashes where that was cited as a contributing factor declined in 

2015, however additional data will be needed to determine if this 

is a continuing trend or not. 

Another interesting trend has been the shift in the distribution of 

crashes involving teen drivers and individuals aged 65 and older. 

Examining five-year averages, in the 2002-2006 period, teen 

drivers made up 18.8% of all motor vehicle operators involved in 

a crash where there was some contributing factor. At the same 

time, those 65 and older made up 9.8% of those involved. By the 

2011-2015 five-year period, teen involvement had declined to 

13.2% and older drivers had increased to 13.2%. This can likely 

be traced back to improved driver’s education, somewhat fewer 

teen drivers, and a growing number of older drivers. 

Identified Safety Needs 

Based on the information above and in Chapter 3, there are a 

number of safety needs that have been identified, and that can be 

addressed in the Long Range Transportation Plan: 

• Work to improve accuracy of crash data 

• Continue to work with NHDOT on Road Safety Audits and 
follow-up improvements for crash locations with fatalities 
and serious injuries. 

• Continue efforts in developing corridor based crash rates 
and incorporating crash analysis into corridor studies. 

L A N D  U S E  I N T E G R A T I O N  N E E D S  

 

In recent years there has been increased interest in multiple 

communities in the MPO region in updating zoning regulations to 

encourage more compact mixed-use development in their town 

centers, while leaving open and rural areas for agriculture, 

recreation and other suitable uses. Providing for more diverse 

housing opportunities in close proximity to town centers, schools 

and employment centers increases accessibility by walking, 

bicycling or transit. It also boosts the vitality of downtowns as 

easier access supports increased patronage of downtown 

businesses. Stratham, Seabrook, Hampton Falls and Portsmouth 

have adopted form-based type zoning to achieve this result.  

 

Other key components of what has been dubbed Smart Growth 

including siting community facilities close to town centers for 

efficiency and accessibility by all users; maximizing the use of 

existing developed lands and buildings through redevelopment; 

and otherwise guiding growth into areas with existing 

infrastructure and away from undeveloped areas. 

 

Needs of an Aging Population 

The projected growth in the senior population will have 

significant implications for land development and the 

transportation system. Many communities in the MPO region have   

Goal 5 – Land Use Integration 

New commercial and residential development supports multiple 

modes of transportation and minimizes the need for expanding 

capacity of adjacent roads.  
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permitted elderly housing and 55+ housing in the past two 

decades, but typically those developments have been sited distant 

from grocery stores, medical facilities, public libraries other 

services. As many residents of these communities eventually age 

out of driving, this siting will become a problem as residents are 

not able to walk to needed destinations, and low density areas 

cannot be effectively served by regular public transit. Aside from 

age restricted developments, national data show retirees looking 

to downsize from the 3 and 4 bedroom homes in which they raised 

families to smaller more easily maintained 1-2 bedroom units 

with proximity to downtowns in which they can age in place 

independently. There is currently limited supply of this sort of 

smaller unit. It will be important in the coming years for 

communities to assess how they will need to develop in the next 

10-15 years to become more Age Friendly; including housing mix 

and supply, walkability of downtowns, transit access, and 

community services. The AARP has developed national guidance 

for such community assessments, and the Southern NH Planning 

Commission is already piloting this work. A similar initiative is 

needed in the near future for the RPC MPO region.  

 

Autonomous Vehicles & Land Use 

Eventual integration of fully autonomous vehicles is likely to have 

significant land use implications. Key among these land allocation 

for parking. Self-driving vehicles are likely to reduce the need for 

downtown parking, as travelers can be dropped off and vehicles 

programmed to park at a remote location until needed. This could 

eventually free up land in downtowns for redevelopment, and 

create new demand for satellite parking facilities. Another 

potential implication is longer commute trips and sprawl, if 

autonomous vehicles reduce the perceived time and convenience 

cost of longer commutes.  

E N E R G Y  &  E N V I R O N M E N T  N E E D S  

 

Stormwater Runoff, Impervious Surfaces and Water Quality:  

Increasing rates of land use change in the region have had a direct 

impact on declining surface water quality. According to the New 

Hampshire Department of Environmental Services (NHDES), over 

90 percent of water pollution in the region is caused or 

attributable to stormwater runoff. The main source of this runoff 

originates from impervious surfaces (e.g. parking lots, roads and 

rooftops) which have nearly doubled in the last twenty years. The 

best practices to preventing stormwater pollution are to minimize 

stormwater runoff and to protect areas adjacent to water ways 

with buffer areas. 

 

The infrastructure that helps to move stormwater off roads, 

buildings and parking lots has traditionally been constructed to 

move water from these locations as quickly as possible and to 

direct it into waterways. This allows for little if any removal of 

pollutants or chance for water infiltration into the ground, and can 

increase the potential for erosion and flooding issues. Stormwater 

infrastructure is often considered forgotten infrastructure, as the 

cost to construct or maintain it is often incorporated into the 

construction and maintenance of roadways and parking lots. 

Maintaining and retrofitting stormwater infrastructure is critical 

in combating water pollution. This work will likely be expensive: 

Goal 6 – Energy & Environment 

The region’s transportation system is proactive in protecting 

natural and historic resources; and is forward looking regarding 

energy use, energy efficiency and conversion to renewable energy 

sources 
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NHDES has estimated the RPC region’s total stormwater 

infrastructure costs to be almost $37 million dollars. The cost of 

protecting water quality through maintaining stormwater 

infrastructure is directly tied to the Federal MS4 Stormwater 

Permit for municipalities. The MS4 Permit is intended to address 

and reduce stormwater pollution originating from municipally-

owned facilities and land, including local roads. The NHDOT is 

require to address stormwater pollution via a similar permit. 

 

With many roadways, both local and state, and parking lots being 

located near water the maintenancnce and treatment of these 

areas also has a direct impact on water quality and stormwater 

runoff. The sanding and salting of paved areas during winter 

month is directly attributable to the chloride and total suspended 

solids (TSS) levels in waterways, leading pollutants for both 

aquatic organisms and impacting drinking water sources. 

Currently, New Hampshire law incentivizes private property 

owners to reduce their salt use on parking lots by reducing 

liability through the Green Snow Pro program. NHDOT and 

municipalities have been working to reduce salt usage, 

particularly near water supplies, but are often expected to provide 

perfectly cleared pavement.  

 

Groundwater is particularly impacted by increases in land use 

change and imperious surfaces specifically due to the change in 

recharge areas for precipitation to infiltrate into the ground.  

Increases in development, wider. In 2008, U.S. Geological Survey 

(USGS) released the Seacoast New Hampshire Groundwater 

Availability Study, an assessment to determine the long-term 

availability of groundwater in a region where groundwater is the 

primary source of drinking water. The overall finding, is that there 

are sufficient groundwater supplies to meet this growing demand 

in the RPC region. However, the land use and other policy 

decisions made at the state and municipal level could alter this 

scenario. Simply put, the more impervious surfaces allowed the 

greater the potential impact to water quality. 

 

Wildlife, Habitat, and Open Space 

In the RPC region there is a tremendous variety of wildlife and 

habitat types due to its unique position along the coast and the 

various types of wetlands, forests, grasslands and freshwater 

resources found within the region’s boarders. Preserving large 

areas of forests and open space are critical for sustaining wildlife. 

Development of the natural landscape results in the loss of habitat 

and habitat fragmentation. Fragmentation reduces the quality of 

habitat by altering its size, shape and distribution, creating more 

“edge” and less “interior”.  The construction of new roads 

increases this fragmentation unless efforts are made to connect 

existing open spaces to protect critical lands.  

 

As growth continues in the region, development is working its 

way into difficult areas, those with marginal soils, adjacent to 

wetlands and aquifers, and with other environmental constraints. 

It was often believed that these lands would remain open space 

because of the expense and difficulty to develop them. However, 

these marginal lands are now being developed, particularly in 

areas where water and services have been extended.  For example, 

when roads cross streams and rivers the structures that allow the 

water pass under the road can often cause problems by changing 

the shape and structure of the stream, degrading aquatic habitat, 

disrupting water flows, and by restricting the movement of fish 

and other wildlife (NHDES, 2008). 

 

Amongst RPC comminutes, several of the highest priorities 

identified in local master plans include protecting natural 

resources for water quality protection, recreation, open space,  
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and wildlife. Currently, only 14.8 percent of land in the RPC region 

is permanently protected and ranges greatly by community. 

 

A number of planning efforts have occurred in the region and the 

state in recent years that can inform the transportation planning 

process and aid in understanding the impacts of projects on the 

natural environment. Several data sources for natural resources 

exist which can provide detailed information on the location, 

quality, and extent of discreet natural resource types as map 

“layers”, such as wetlands, aquifers, forest areas by type, and soils. 

However, there are fewer sources which look at these resource 

layers in combination and assess the value of different 

geographical areas based on the presence, quality, and interaction 

of two or more of these resource layers based on their value as a 

functioning ecosystem.  

 

Air Quality 

After nearly 20 years as part of a Non-Attainment Area for the 

NAAQS, New Hampshire was designated as being in Attainment 

for NOx and VOCs in July, 2015. During that time as a Non-

Attainment Area, many efforts were focused on reducing the 

impacts of the transportation system on air quality through 

projects and policies that reduce Vehicle Miles of Travel and 

promote less polluting modes of travel. While the region no longer 

needs to conduct Transportation Conformity and emissions 

analysis to demonstrate that the projects being constructed and 

implemented do not have a detrimental impact on air quality, air 

pollutants and greenhouse gas emissions remain a concern and a 

component of the over-arching RPC strategy for continuing to 

maintain and improve the air quality of the region. 

 

 

 

Energy 

Transportation is the highest energy use sector in New 

Hampshire, accounting for over 35 percent of total energy 

consumption in the state versus approximately 28 percent 

nationwide. The transportation sector also features heavy use of 

fossil fuels across all modes, accounting for about 70 percent of 

total U.S. oil consumption. While federal CAFÉ standards and 

technological advances have significantly improved average fuel 

economy over the past 40 years, low fuel prices have increased 

demand for trucks and sport utility vehicles and decreased 

demand for hybrid vehicles in recent years. Nationally hybrid 

vehicle sales peaked in 2013 at 3.2 percent market share, falling 

to 2.0 percent of new car sales by 2016. (PIRA Energy Group). 

These factors, along with the resumption of annual increases in 

total Vehicle Miles Traveled (VMT), raise concerns for air quality 

as well as efforts to reduce regional greenhouse gas emissions. 

 

Statewide planning efforts in climate change and energy serve as 

guides for all regions of the state to work toward a more resilient 

and secure energy future. The New Hampshire Climate Action 

Plan (2009) and State Energy Strategy (2014) contain 

recommendations to guide collaborative efforts across multiple 

sectors, including transportation, towards common goals of 

energy efficiency. Specifically, the New Hampshire State Energy 

Strategy (2014) calls out the following needs for reducing energy 

consumption related to transportation: 

 

• Promoting better fuel economy. 

• Increasing use of electric and natural gas vehicles, 

including building out infrastructure to support these 

technologies for consumers and fleets. 
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• Increasing use of transportation options beyond the single 

occupant vehicle, including transit, ridesharing and active 

transportation.  

• Implementing smart growth strategies to reduce VMT and 

efficiency. 

• Exploring pricing programs to reduce VMT 

 

Historic Resources 

The MPO region is rich in American history, dating to its original 

European settlement in 1623; but also extending into pre-history 

with the earliest Native American sites dating back 9,000 years. 

Among these resources are buildings and sites that trace the 

history of not just individual towns or cities, but the State of New 

Hampshire and the nation as a whole. These resources help to 

define the character of our communities, and contribute to the 

region’s quality of life and economic vitality. 

 

The rapid growth and land development of the 1970s-1990s has 

changed somewhat in the past decade with demographic shifts 

and extensive planning and land conservation efforts; and the 

economic downturn of the late 2000s temporarily reduced or 

removed development pressure in many communities. While the 

region as a whole is not likely to see growth on the order of the 

1980s again, development pressure has returned as the economy 

has rebounded from the Great Recession, and indeed it never 

really slowed in communities such as Portsmouth and Seabrook. 

As the supply of open land diminishes, there is also increasing 

emphasis on redevelopment in some communities, with 

implications for existing lower density historic development. 

More communities are facing up to the dilemma: how to allow for 

necessary growth while preserving traditional community 

character.  

 

In the past twenty years municipalities in the Rockingham 

Planning Commission region have made strides in recognizing the 

value of their historical resources – buildings, structures, 

neighborhoods, and landscapes – and the role they play in 

economic development and a community’s sense of itself. 

Seventeen of the twenty-six communities in the RPC region 

currently have Historic Resources chapters in their local master 

plans. An increasing number of communities have established 

Heritage Commissions to raise local awareness of the value of 

Historical resources and protect those resources. Local, regional 

and statewide initiatives in land conservation over the past 

decade have protected thousands of acres of environmentally and 

culturally valuable lands, and supported a resurgence of small 

scale farming as part of a nationwide local agriculture movement. 

Heritage tourism is an increasingly important component of the 

regional visitor industry, not just in communities with 

concentrations of high style buildings like Portsmouth and Exeter 

but in other communities that have banded together to designate 

Scenic Byways including the American Independence Byway, the 

NH Coastal Byway and the Robert Frost/Old Stage Coach Scenic 

Byway. Lastly, as communities have looked to manage sprawl 

there has been increasing recognition that contemporary models 

of compact, mixed use development draw largely on traditional 

New England village development patterns.  

 

Data on historic resources tend to be less complete, as few 

municipalities have comprehensive and up to date historical and 

cultural resource inventories. Much of the cultural resource 

inventory data from the past 20 years has been compiled for 

limited geographic areas as part of regulatory requirements for 

permitting public infrastructure projects such as highways or 

utility lines. These data are compiled at the NH Division of Historic 

Resources, but most are not readily available to municipalities as 

they have never been digitized and made available through 
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GRANIT. RPC has digitized locations of all resources listed on the 

the State and National Registers of Historic Places, but this doesn’t 

include resources identified through NEPA inventories as eligible 

for the Register but not listed.  Making these data more readily 

available to municipalities and the MPO is a significant need, as is 

updating municipal resource inventories to capture resources 

that have become eligible for the National Register since many 

inventories were last updated in the 1980s.  

 

R E S I L I E N C Y  N E E D S  

 

 

 

 

New Hampshire’s roadways and transportation infrastructure are 

highly susceptible to climate change impacts including increased 

precipitation, rising temperatures and rising seas. These changes 

in environmental conditions result in inland freshwater flooding, 

flooding from daily tides, pollution entering waterways and 

wetlands from increased stormwater runoff from roads and 

parking lots, impacts to pavement surfaces from extreme summer 

temperatures, and impacts to roadway subbases and pavement 

surfaces from rising groundwater levels.  

 

New Hampshire and its municipalities have ample opportunities 

and time to prepare and adapt to a changing climate. This effort 

will require understanding of recent climate projections and 

assessments, applying technology and data to solve problems, and 

learning from other states and communities that have successfully 

implemented effective strategies and solutions.  

 

With respect to climate change, mitigation is the reduction of 

greenhouse gas (GHG) emissions achieved through energy 

efficiency and conservation, use of renewable and alternative 

energy sources, and CO2 storage in forests and biomass. 

 

Incorporating the latest future projections of sea-level rise and 

storm flooding into municipal planning and projects will minimize 

vulnerability and prove beneficial even if future hazards turn out 

to be less extreme than anticipated. Adaptation to changing 

conditions means designing buildings and facilities that account 

for flooding or modifying uses of land that are compatible under a 

wide range of conditions. The process of adapting creates 

buildings and systems that are more resilient and better able to 

perform with fewer impacts. 

 

C l i m a t e  C h a n g e  

Carbon dioxide (CO2), a primary contributor to the problem of 

global climate change, is emitted through the combustion of fossil 

fuels and the concentration of this compound has increased 

substantially since the industrial revolution and continues to do 

so today (EPA, 2014). The transportation sector contributes 

roughly 28 percent of the total US greenhouse gas emissions each 

year and is an area where we can continue to make changes to 

reduce the impacts. Increased frequency and severity of storm 

events over the past decade, and anticipated continuation of this 

trend in the coming decades related to climate change, has 

significant implications for transportation system operations, 

maintenance and future investment planning. It is the 

responsibility of the MPO to identify the measures that are 

necessary to plan for a transportation system that is resistant to 

damage from extreme weather and more resilient when weather- 

  

Goal 7 – Resiliency 

The region’s transportation system is adaptive and 

resilient to climate change and natural and other hazards. 
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Map 4-2 - Coastal Inundation in Six Foot Sea Level Rise Scenario with 100-Year Storm (Tides to Storms Vulnerability Assessment) 
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related impacts do occur. The challenges that the MPO faces from 

this include: 

 

• Development of the data necessary to estimate the 

vulnerability of the transportation system to increased 

storm activity and sea level rise. 

• Finding the funding to address specific facilities that are 

vulnerable to sea level rise and increased storm activity. 

 

Climate change can have a variety of impacts on the 

transportation system of the region and coastal areas are 

particularly vulnerable to those impacts. Higher temperatures can 

cause problems with softening pavement and expanding bridge 

joints creating stresses on the affected facilities. More intense 

storm activity results in more frequent flooding causing traffic 

problems as well as damage to roadways, culverts, railroads, and 

bridges. Coastal inundation from storm events brings the addition 

of damage from wave action and salt water. 

 

RPC’s Tides to Storms Vulnerability Assessment (2015) examines 

the impacts of flooding due to sea level rise and inundation from 

storm surge. This analysis found that under the highest expected 

sea level rise scenario, 100-year storm events (1 percent 

probability per year) will impact over 80 miles of roadway and 

bridges in the Seacoast. Map 4-2 shows the extent of these 

impacts under that scenario. The impacts from this flooding are in 

many of the regionally significant economic centers along the 

coast and could have substantial negative effects on tourism and 

the economy of the region and work needs to continue to mitigate 

these issues before the problems occur. 

 

 

 

Accommodating Future Conditions 

 

Sea-Level Rise: Coastal Vulnerability Assessments 

The Tides to Storms (RPC, 2015) and Climate Risk in the Seacoast 

(RPC and SRPC, 2017) Vulnerability Assessments evaluated 

impacts to the 17 coastal NH municipalities from sea-level rise of 

1.4 feet, 4.0 feet and 6.3 feet, as well as these three scenarios plus 

storm surge. Affected critical facilities and infrastructure, 

transportation infrastructure, and natural resources were 

inventoried and mapped. Reports and maps are available on the 

RPC website at: http://www.rpc-nh.org/regional-community-

planning/climate-change/resources.  

 

These assessments document sections of state roadways, and 

their associated infrastructure, that are vulnerable to flooding 

from sea-level rise and storm surge at the year 2100. Roadways 

affected include Routes NH1A, NH1B, NH101, NH286, NH108, 

and NH16; US1 and US4; and I-95. 

Rising Groundwater 

Researchers at the University of New Hampshire have modeled 

the effects of rising groundwater and rising temperature on 

pavement condition and performance [Knott, 2017]. The Knott et 

al study (2017) evaluated several functional classifications of 

roadway to determine the magnitude of fatigue and rutting life 

reduction expected from four scenarios of sea level rise. All sites 

evaluated experienced service life reduction, the magnitude and 

timing of which depended on the current depth to groundwater, 

the pavement structure, and the subgrade. The report suggests 

the use of this assessment methodology will enable pavement 

engineers to target coastal road adaptation projects effectively. 

 

 

http://www.rpc-nh.org/regional-community-planning/climate-change/resources
http://www.rpc-nh.org/regional-community-planning/climate-change/resources
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Rising groundwater levels may also result in increases in 

freshwater wetlands throughout the Seacoast region which might 

influence the scale and complexity of permitting requirements for 

freshwater wetland, saltmarsh and riverine impacts 

related to expansion and modification of existing 

roadways and transportation infrastructure. 

 

Rising Temperature 

Researchers at the University of New Hampshire have 

modeled the effects of rising temperature on 

pavement condition and performance [Rajib, 2016]. 

The model results found a significant increase in 

deterioration of roads resulting from projected 

climate change-related temperature parameters 

compared to a ‘no climate change’ scenario. The model 

can be used to estimate the risk of negative impact of 

such change on pavement lifecycle and performance, 

and evaluate the effectiveness of various adaptation 

approaches.  

 

Spatial Variability 

Analysis of climate change impacts from sea-level rise 

must factor in the variability of water surface 

elevations and hydraulic dynamics resulting from rising sea levels 

along the Atlantic coast, tidal riverine systems and the Great Bay. 

The presence of saltmarsh and freshwater wetlands in tidally 

influenced areas may also effect the spatial extent of sea-level rise 

as these systems act as buffers that can store large amounts of 

water.  

 

With respect to bridges, under certain scenarios bridge structures 

themselves may be situated above the projected elevation of 

rising sea levels but the lower lying approaches are inundated and 

highly susceptible to flooding even under the lowest sea-level rise 

scenarios.  

 

With respect to culverts, coastal vulnerability 

assessments report that a number of existing 

freshwater culverts could be inundated by rising sea 

levels. These freshwater structures were designed for 

unidirectional flow, not to withstand bidirectional 

tidal flow  

and currents. In many instances the road surface 

elevation at these culvert locations is also susceptible 

to inundation. These culverts and road segments 

should be considered highly vulnerable infrastructure 

and prioritized for analysis and modifications. 

 

Coastal vulnerability assessments recognize that 

modifications to state roadways to adapt them to sea-

level rise impacts would also affect all connecting local 

roadways, driveways and other access points. Changes 

to surface elevation, orientation and location would 

need to factor in all of these other connection points. 

Close coordination with municipalities and affected 

property owners in high risk flood areas is necessary 

to plan transportation system modifications in the short-term and 

long-term to respond to changing conditions as sea levels rise. 

 

Additional Considerations and Resources 

 

Site Specific Analyses 

Site specific analyses and modeling are necessary to quantify 

these various climate change impacts. For example, modeling 

groundwater rise can project future hydrologic conditions but 

those conditions will impact transportation assets and resources 

Adaptation – adjustments 
in ecological, social, or 
economic systems in 
response to actual or 
expected climatic change 
and their effects or impacts. 
It refers to changes in 
processes, practices, and 
structures to moderate 
potential damages or to 
benefit from opportunities 
associated with climate 
change. 
[http://unfccc.int/focus/ad
aptation/items/6999.php] 
 
Resilience - a capability to 
anticipate, prepare for, 
respond to, and recover 
from significant multi-
hazard threats with 
minimum damage to social 
well-being, the economy, 
and the environment. [EPA 
http://epa.gov/climatechan
ge/glossary.html] 

http://unfccc.int/focus/adaptation/items/6999.php
http://unfccc.int/focus/adaptation/items/6999.php
http://epa.gov/climatechange/glossary.html
http://epa.gov/climatechange/glossary.html
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in different ways and different degrees of severity based on 

factors such as: roadway and infrastructure location; roadway 

and infrastructure construction and design specifications; age of a 

roadway, culvert or bridge; and current condition and intensity of 

use of a roadway or infrastructure.  

 

Planning and Environmental Linkages 

With respect to Planning and Environmental linkages, future 

growth will further distribute roads and parking areas that serve 

development across the landscape, intensifying their secondary 

impacts such as increased impervious surfaces, increased 

stormwater runoff and nonpoint source pollution, water quality 

impairments, and habitat fragmentation. These growth-related 

impacts may be magnified particularly in rural areas of the region 

where thousands of acres of land have development potential and 

land use and environmental regulation are implemented 

primarily by local land use boards one municipality at a time. 

Careful consideration of cumulative impacts especially at the 

watershed scale are necessary to ensure future growth and 

development maintains high water quality, protects sensitive 

natural resources and habitats, and protects resources for public 

health and safety such as drinking water sources.  

 

Technical Resources 

The New Hampshire Coastal Adaptation Workgroup (NH CAW) is 

a collaboration of 24 organizations (state, regional, municipal, 

non-profit, academia, private sector) working to ensure coastal 

watershed communities are resourceful, ready and resilient to the 

impacts of extreme weather and long term climate change. The 

mission of the NH CAW is to assist communities in NH’s coastal 

watershed to prepare for the impacts of extreme weather and long 

term climate change by providing resources, facilitation, and 

guidance that enhance readiness and resilience. NH CAW has 

successfully secured federal funds to support research, analysis, 

planning and outreach throughout the coastal watershed. Refer to 

the NH CAW website for more information at 

http://www.nhcaw.org/. 

 

E C O N O M I C  V I T A L I T Y  N E E D S  

Continued economic success in the region will rely significantly on 

the quality of our infrastructure, including and especially our 

transportation network.  Deferred investment in transportation 

infrastructure is shifting capital costs to the future and adding a 

cost burden on the economy going forward – either through loss 

of services from failed infrastructure or from higher fees and taxes 

required to restore it.  

The Regional Economic Development Center for Southern New 

Hampshire (REDC) annually updates the Comprehensive 

Economic Development Strategy (CEDS) for a region that includes 

the 27 communities in the MPO region, the remaining ten towns 

in Rockingham County plus five communities in the Greater 

Nashua area. The CEDS essentially serves as the economic 

development master plan for the region. The 2017 CEDS 

emphasizes infrastructure investment, as well as regional 

cooperation, workforce attraction and retention, affordable 

housing and sustainable living (REDC, 2017) 

Goal 8 – Economic Vitality 

Through strategic investment, the region’s transportation system 

supports an innovative and competitive 21st century economy 

that connects people, goods, and communities to desired activity 

and economic centers. 

 

http://www.nhcaw.org/
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The goals, implementation strategies and projects included here 

are largely consistent with the goals and objectives of the CEDS.  

The proposals in this plan will benefit the region’s economy by 

providing improved mobility through currently congested areas 

of the region, improving access to employment through transit 

development, improving freight flows, encouraging compact 

mixed-use development and pedestrian friendly downtowns, 

developing a regional trails system for residents and visitors alike, 

and improving safety for tourists and other travelers on key 

roadways in coastal tourism areas.  Discussion and 

recommendations related to transit, compact mixed-use 

development and walkable communities are covered under Goals 

2 & 3. Key aspects of the transportation system related to 

economic development, including the freight system and 

investments to support travel and tourism, are discussed below:  

Freight 

Goods movement continues to be a growing sector of travel in the 

region as well as an important aspect of the regional and national 

economy. The Freight Analysis Framework is predicting that 

overall freight movement will increase by 48 percent between 

2011 and 2040. Overall the share of freight carried by truck has 

peaked and more goods will be shipped by all other modes. Truck 

freight currently carries about 82.5 percent of all goods by weight 

(KTons) but this is expected to decrease to 80.2 percent by 2040 

with all other land based modes showing increased utilization. 

Between 2011 and 2040 the volume of Air freight is expected to 

increase by 195 percent, rail freight by 107 percent, and 

multimodal freight by 109 percent. The increased volume of 

freight being moved in the region brings with it a number of 

issues, concerns and needs. 

 

• Intermodal freight infrastructure - The investment in rail, 

port, and connecting transportation infrastructure has been 

lower than may be needed to adequately manage the expected 

freight volumes. The replacement of the Sarah Mildred Long 

Bridge represents one major investment in the region’s freight 

system as it improves shipping access at the Port of New 

Hampshire and addresses other operational needs at the Port.  

Double tracking the B&M main line through New Hampshire 

is another frequently cited need that would expand freight 

and passenger rail capacity. A less capital intensive but still 

important need is improving truck rest area facilities. The new 

NHDOT State Freight Plan will identify other strategic 

investments to improve the region’s freight infrastructure. 

Completion of the Freight Plan is also key to maintaining 

access to FHWA funding specific to freight projects.  

• Heavy truck damage to roadways - Longer, heavier trucks are 

damaging roadways that were not designed to manage 

current allowable weights and infrastructure not designed for 

the turning radii necessary for the longest trucks. New pricing 

strategies are needed to ensure trucks are contributing to the 

Highway Fund commensurate with their impact on the 

region’s and state’s roads and bridges.  

• Hauling hazardous materials - Public concern has increased 

regarding the safety of moving hazardous materials through 

communities on rail and roadway. This underscores the 

important of public engagement in system planning and 

project programming. 
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Travel & Tourism 

The FAST Act gives new attention to the role of the transportation 

system in supporting travel and tourism by adding a new national 

Planning Factor focused on this area. This is particularly 

appropriate for the MPO region, as coastal tourism is a major 

driver of our economy. In State fiscal year 2014 over 36.6 million 

visitors came to New Hampshire and directly spent approximately 

$4.95 billion dollars. With secondary impacts in supply industries 

and travel industry worker spending the Institute for New 

Hampshire Studies at Plymouth State University estimates total 

contribution of tourism to the state’s economy at $15.2 billion. 

The Seacoast region generates the largest share of this revenue 

among the State’s seven tourism regions, accounting for 15.4% of 

direct traveler spending or $1.064 billion dollars. (PSU/NHDTTD) 

In 2014 & 2015 RPC commissioned the UNH Department of 

Natural Resources to conduct a visitor survey and tourism needs 

assessment as part of the update to the NH Coastal Byway 

Corridor Management Plan. Over 3,000 interviews were 

conducted. Among the top priorities related to the transportation 

system included improved information on parking availability 

(69%), improving shoulders on Route 1A and Route 1B to 

accommodate sharing of the road by people driving, bicycling and 

walking (60%), and improved signage to recreation and historic 

attractions (52%).  

Given the importance of coastal tourism to the region’s economy, 

it will also be critical to begin implementation of 

recommendations from the 2016 Coastal Risks and Hazards 

Commission report to incrementally improve the resiliency of 

NH1A and NH1B and other coastal infrastructure to increasing 

severe storm activity and best available projections for future sea 

level rise.  

P U B L I C  H E A L T H  N E E D S  

The transportation system has implications for public health in 

multiple ways. These include general transportation safety, 

impacts of vehicle emissions on air quality, and the extent to 

which people can access transportation to medical care. Multiple 

agencies have found lack of transportation to be a significant 

barrier to accessing routine health care for seniors and others in 

New Hampshire unable to drive themselves. These factors have 

all been discussed in the previous pages. A fourth facet of public 

health impacted by the transportation system is physical activity, 

and the extent to which our communities are built to support 

active transportation – i.e. walking or bicycling for short trips.  

An often-cited statistic is that in 1969 48 percent of school age 

children typically walked or bicycled to school. In 2011 only 13 

percent of that same age group walked or bicycled to school. 

(National Center for Safe Routes to School). Factors in this change 

include longer travel distances as communities become more 

spread out, parent concern about traffic danger as traffic has 

grown heavier, faster and more distracted; parent concern about 

crime, and more hectic family schedules. 

A public health implication of more kids being driven rather than 

walking or bicycle is a decline in physical activity, which has in 

turn contributes to significant increases in childhood obesity seen 

Goal 9 – Public Health 

The region’s transportation system is designed and built to support 

safe and healthy communities, facilitate active living opportunities, 

and aging in place. 
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over the past three decades. According to the Center for Disease 

Control, in 2009 35.7% of New Hampshire adults were obese, 

compared to fewer than 14% in 1960. In 2009 33% of New 

Hampshire third graders were above a healthy weight, with 21% 

of boys and 15% of girls obese. The National Institute of Health 

has estimated the impact of weight related diseases at $147 billion 

annually on the U.S. healthcare system – or about 10% of all 

medical spending. Lost productivity for employers was estimated 

at an additional $3.4-$6.4 billion annually.  

 

Needs to address the MPOs Public Health goal overlap largely with 

needs identified for other goals, including adoption of complete 

streets policies, development of local Safe Routes to School 

initiatives even in the absence of a state or federal commitment to 

funding these, and expanded community transportation to ensure 

access to medical are for vulnerable populations.   

 

P L A N N I N G  P R O C E S S  N E E D S   

 

As the designated MPO for its 27-community region, RPC is 

responsible for carrying out the federal 3Cs metropolitan 

transportation planning process. The planning process involves a 

coordinated, cooperative and comprehensive effort among local, 

regional, state, and federal agencies. 

The MPO process consists of a number of interrelated elements 

and actions centered on the development and update of the Long 

Range Transportation Plan (LRTP) and the short range 

Transportation Improvement Program (TIP) for the region in a 

performance based planning framework. Integral to the 

development of the TIP and Plan is effective public involvement 

process. Addressing the anticipated needs to maintain an effective 

and efficient process means both continuing to refine current 

efforts as well as undertake new approaches and methods. 

 

Work in recent years has focused on applying consistent 

methodologies and coordinated efforts with neighboring New 

Hampshire MPOs and NHDOT to produce consistent results. In 

that regard, the MPO has worked with those regional, state, and 

federal partners to develop project selection criteria and 

methodologies that are consistent statewide, coordinated data 

collection efforts and methods, and worked to understand the 

requirements for full implementation of the performance based 

planning process required by MAP-21 and the FAST Act. 

 

A critical role of the MPO is to establish project priorities for 

implementation given limited funding for investment in the 

maintenance, preservation, modernization, and improvement of 

transportation infrastructure. Project selection criteria and 

processes have been used by the MPO for many years to quantify 

and justify priorities but until recent iterations, criteria were not 

consistently applied at the state level. For the 2013-2024 Ten Year 

Plan development cycle, a comprehensive process and a common 

set of selection criteria were created based around project 

benefits and impacts as well as project readiness and support. 

Variations on these  criteria have been used as part of the process 

ever since.  

 

Goal 10 – Efficient & Effective Planning Process 

The MPO provides an efficient and effective implementation of the 

cooperative, coordinated, and continuous (3C) federal 

transportation planning process that aids in the efficient and 

effective implementation of projects. 
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There is a strong interest in extending this project prioritization 

process to many types of projects at the regional and state level 

across all modes of travel. To facilitate that, this process and the 

selection criteria need to be further defined and refined to better 

reflect the need for a strong transportation system across all 

modes and scales, and that reflects local, regional, and state 

priorities in the implementation of projects.  

 

The involvement of the communities of the region is a critical 

component to the success of the MPO in putting forward the 

project priorities of the region. Participation in the 

Transportation Advisory Committee and the MPO Policy 

Committee remain at less than 100% and further efforts will be 

needed to engage those that do not participate in the regional 

process. There is also a need to expand the public involvement 

process to include educating community leadership and 

legislators about the MPO planning process and the role that the 

MPO and communities play in understanding and prioritizing the 

transportation needs that are addressed in the region. Work in 

that regard will provide benefits in terms of greater participation 

in the process as well. 

 

With the assistance of a grant from the second Strategic Highway 

Research Program (SHRP2), the implementation of performance 

based planning as required under MAP-21 and the FAST Act is 

currently underway in partnership with the other NH MPOs, 

NHDOT, FHWA, FTA, and NHDES. The effort has produced data 

and methodologies for the required performance measures as 

well as a set of supplemental measures that are important to the 

regions. Just as importantly, it has established a partnership 

between the agencies that can be applied to addressing almost any 

mutual issue.  

While the process will require ongoing coordination of efforts, 

there will be benefits for the content of the Plan and TIP, as well 

as supporting efforts. 

R E S O U R C E  N E E D S  

 

The physical state of transportation infrastructure in the region 

has been a significant issue for many years and maintaining the 

system in the current era of inadequate funding remains a 

challenge.  

 

Bridges are added to the NHDOT’s Red List at a faster rate than 

repairs can be made to remove others from the list, as described 

in the previous chapter. While NHDOT has traditionally targeted 

paving/rehabilitation of 500 miles of roadway on an annual basis, 

in recent years fiscal constraint has allowed less than 300 miles to 

be completed per year. The gas tax and other methods of funding 

the transportation system have remained static since the early 

1990s and when combined with fuel efficiency gains, have not 

kept pace with inflationary pressures that have raised 

construction and materials costs significantly over the same 

timeframe. This has resulted in significant underfunding of 

investment in the transportation infrastructure. 

 

 

Goal 11 – Resource Availability 

Adequate and predictable funding is available to meet current and 

future needs for transportation system maintenance, operation 

and modernization across all modes 
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In 2014 the NH Legislature passed a bill that increased the road 

toll by $0.042/gallon for a period of 20 years. The increased  

revenue is dedicated largely to finishing I93 widening from Salem 

to Manchester, bridge rehabilitation and repair, and a small 

increase in the Highway Block Grant funding given to 

municipalities. While this is a step in the right direction, it falls 

short of providing the funds to address current, let alone future 

system needs. 

 

Funding for public transportation is a particular problem in New 

Hampshire. Most states provide a significant portion of the 

funding needed to match Federal Transit Administration (FTA) 

resources supporting regional public transportation. New 

Hampshire ranks consistently near the bottom nationally in the 

amount of State funding contributed to public transportation 

(Figure 4-9).  

In 2014 the national average per capita state spending on public 

transportation was $47.20. Removing the influence of states with 

major urban rail systems, the median per capita state investment 

was $4.20.  

In comparison, New Hampshire contributed $0.51 per capita to 

public transportation, and most of this was in support of Intercity 

Bus service in the I93 corridor, or other transit services funded 

temporarily as mitigation for highway construction projects. 

Perhaps most important from a public transit operations 

standpoint, New Hampshire provides no regular state operating 

assistance to public transit agencies. The $0.24/capita shown in 

the table is again for services operated by COAST and UNH Wildcat 

Transit as mitigation for the Newington-Dover Spaulding 

Turnpike project. Most matching funding for COAST and CART is 

provided by municipalities together with on-bus advertising and 

interagency partnerships. This reliance on municipal match 

creates challenges in supporting multi-town regional transit 

services, where the loss of funding from one town can make a 

regional route unsustainable.   

 

New Hampshire has even more significant problems in funding 

rail service, as the New Hampshire Constitution prohibits use of 

revenues from gas tax, vehicle registration, or road tolls for rail 

service. Expansion of passenger rail in the state will require 

identification of a dedicated state funding source. 

 

 

Figure 4-9: Per Capita State Spending on Public Transportation 

 Transit 

Public Transit 

Operations 

Massachusetts  $ 229.92   $ 204.46  

Connecticut  $ 129.31   $ 89.55 

Rhode Island  $ 52.90   $ 44.05  

Vermont  $ 11.87   $ 9.65 

Maine  $ 0.87   $ 0.41  

New Hampshire  $ 0.51   $ 0.24  

National Average  $ 47.20  
 

National Median  $ 4.20    

Source: AASHTO & APTA 2016 
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5. The Constrained Transportation Plan 

This chapter contains the fiscally constrained project list for the 
Long Range Transportation Plan.   

P R O J E C T S  A N D  F I N A N C E S  

For purposes of implementing the provisions of the Moving Ahead 

for Progress in the 21st Century Act (MAP-21), and its successor, 

Fixing America’s Surface Transportation (FAST) Act, the Federal 

Highway Administration (FHWA), and the Federal Transit 

Administration (FTA) jointly issued revised planning regulations 

governing the development of the Long Range Transportation 

Plans (the Plan) and Transportation Improvement Programs for 

urbanized areas. These regulations are designed to ensure that 

metropolitan transportation planning and programming are 

adequate and that the areas are eligible for Federal highway and 

transit funds. One part of the planning regulations requires that 

the Plan include a financial plan “that demonstrates how the 

adopted transportation plan can be implemented” and provides 

supporting regulations in 23 CFR Part 450.324(g)(11): 

(i) For purposes of transportation system operations and 

maintenance, the financial plan shall contain system-level 

estimates of costs and revenue sources that are reasonably 

expected to be available to adequately operate and maintain 

Federal-aid highways (as defined by 23 U.S.C. 101(a)(5)) 

and public transportation (as defined by title 49 U.S.C. 

Chapter 53). 

(ii) For the purpose of developing the metropolitan 

transportation plan, the MPO, public transportation 

operator(s), and State shall cooperatively develop estimates 

of funds that will be available to support metropolitan 

transportation plan implementation, as required under 

§450.314(a). All necessary financial resources from public 

and private sources that are reasonably expected to be 

made available to carry out the transportation plan shall be 

identified. 

(iii) The financial plan shall include recommendations on any 

additional financing strategies to fund projects and 

programs included in the metropolitan transportation plan. 

In the case of new funding sources, strategies for ensuring 

their availability shall be identified. 

(iv) In developing the financial plan, the MPO shall take into 

account all projects and strategies proposed for funding 

under title 23 U.S.C., title 49 U.S.C. Chapter 53 or with other 

Federal funds; State assistance; local sources; and private 

participation. Revenue and cost estimates that support the 

metropolitan transportation plan must use an inflation 

rate(s) to reflect “year of expenditure dollars,” based on 

reasonable financial principles and information, developed 

cooperatively by the MPO, State(s), and public 

transportation operator(s). 

(v) For the outer years of the metropolitan transportation plan 

(i.e., beyond the first 10 years), the financial plan may reflect 

aggregate cost ranges/cost bands, as long as the future 

funding source(s) is reasonably expected to be available to 

support the projected cost ranges/cost bands. 

(vi) For nonattainment and maintenance areas, the financial 

plan shall address the specific financial strategies required 
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to ensure the implementation of TCMs (Transportation 

Control Measures) in the applicable SIP.  

(vii) For illustrative purposes, the financial plan may include 

additional projects that would be included in the adopted 

transportation plan if additional resources beyond those 

identified in the financial plan were to become available. 

(viii) In cases that the FHWA and the FTA find a metropolitan 

transportation plan to be fiscally constrained and a revenue 

source is subsequently removed or substantially reduced 

(i.e., by legislative or administrative actions), the FHWA and 

the FTA will not withdraw the original determination of 

fiscal constraint; however, in such cases, the FHWA and the 

FTA will not act on an updated or amended metropolitan 

transportation plan that does not reflect the changed 

revenue situation. 

A N T I C I P A T E D  R E V E N U E S  

Revenues expected to be available for transportation 

improvement projects were estimated utilizing data from the 

2017-2020 Transportation Improvement Program (TIP) and 

State Transportation Improvement Program (STIP), adopted in 

December 2016, as well as the financial plan from the 2017-2026 

State Ten Year Plan approved by the Legislature and signed by the 

Governor in the summer of 2016. Those documents provided the 

total funding estimates for FHWA and FTA apportioned funds, 

State funding sources, and Local (and other) resources for 

projects in the region. Also included are Toll Credits being utilized 

on transportation projects, GARVEE bonds and TIFIA funds for I-

93 and the major infrastructure projects, Turnpike funds, as well 

as revenues from the recent four cent increase in the state road 

toll. Beyond 2026, revenues are projected based on the expected 

trend in Federal (small annual increase) and State (flat future 

year) revenues. This fiscal constraint documentation details the 

Federal, State, and Local/other resources expected to be available 

for the duration of the Plan and is included in this document as 

Figure 5-1.   

  

Figure 5.2 shows projections of Federal Transit Administration 

Section 5307 Urban Formula funding anticipated to be available 

to COAST and CART, the two public transit agencies in the region. 

Allowable uses for Section 5307 differ based on the size of the 

Census-defined Urbanized Area (UZA) in which a transit system 

operates. In Urbanized Areas with population between 50,000 

and 200,000 (Small UZAs), Section 5307 funding may be used for 

operating expense (at a 50% federal/50% non-federal match 

split) as well as capital expenses (at an 80% federal/20% non-

federal match split). In Urbanized Areas over 200,000 in 

population (Large UZAs), Section 5307 funding may only be used 

for capital expenses (at an 80% federal/20% non-federal match 

split). Non-federal funding is typically drawn from municipalities 

in New Hampshire, but may also include state, private sector, and 

other sources. Both systems receive funds based on the New 

Hampshire portion of the Boston Urbanized Area, which may be 

used only for capital expenses. COAST also receives funding based 

on apportionments to the Dover-Rochester and Portsmouth 

Urbanized Areas, which may be used for either capital or 

operating expenses. CART also receives Section 5307 funding 

based on the apportionment to the Derry-Londonderry-Windham 

segment of the Nashua Urbanized Area, which may be used for 

either capital or operating expenses. Beyond apportionments for 

FY2017-FY2020 identified in the FAST Act, future allocations are 

forecast to increase 1.5% annually. The Plan anticipates that the 

two transit systems will provide service levels that can be 

supported by this level of funding, including continuation of 

existing service and proposed service expansions. Although the 

plan is constrained on an annual basis by available federal  

http://www.rpc-nh.org/transportation/tip
https://www.nh.gov/dot/org/projectdevelopment/planning/stip/index.htm
https://www.nh.gov/dot/org/projectdevelopment/planning/typ/index.htm
https://www.nh.gov/dot/org/projectdevelopment/planning/typ/index.htm
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Figure 5.1 
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Figure 5.1 Continued  
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funding, implementation of new services is also dependent on 

local support from communities served by the systems.  

 

Information was provided by NH DOT regarding the expected 

funding available statewide for maintenance and operations of the 

State Highway System, and this is shown in Figure 5.3 along with 

estimates of local funds available for the same purposes.  

Estimates were provided by NH DOT for maintenance and 

operations for Fiscal Years 2007-2010, and utilizing the average 

annual growth rate of funding during those years, estimates 

where extrapolated for each year to 2040. These values were 

divided by the current miles of state roadways to obtain a per mile 

cost for maintenance and operations. This value was then 

multiplied by the miles of state roadway in the RPC region to 

obtain an estimate of funding available for maintenance and 

operations activities on State highways within the region.  Figure 

5.3 also includes an estimate of municipal funding available for 

local transportation infrastructure maintenance, operations, and 

improvements that is derived from the highway budget, warrant 

articles, and Capital Improvement Program (CIP) listings in the 

2016 annual community reports as well as the State Block Grant 

funds distributed to each. The funds available for each community 

are shown in Figure 5.4 as well as an average per mile 

expenditure derived from the total funding available in the region 

divided by the total miles of locally maintained roadways. The 

$21,749 per mile shown is the average based on the highway 

budget, any identified winter maintenance and lighting, as well as 

CIP funding for each community. This number was then applied as 

the starting point for the estimate of local road maintenance and 

operations needs in Figure 5.3. To calculate future needs for 

operations and maintenance, the average value for the 

municipalities was inflated at the same rate as the state per mile 

cost and then combined with State funds to obtain an estimate of 

total maintenance and operations needs for the region.  

Figure 5.2:  Expected Transit funding – Allocations to COAST & 

CART plus matching funds 

 FTA Allocation State Funds Local Match Total 

2017  $4,945,798   $916,750   $3,123,392   $8,985,940  

2018  $3,952,251   $35,125   $2,796,155   $6,783,531  

2019  $3,997,197   $7,125   $3,070,858   $7,075,180  

2020  $3,954,697   $3,375   $3,119,501   $7,077,573  

2021  $4,086,854   $3,750   $3,151,853   $7,242,457  

2022  $4,129,354   $7,500   $3,155,603   $7,292,457  

2023  $4,129,354   $7,500   $3,155,603   $7,292,457  

2024  $4,129,354   $7,500   $3,155,603   $7,292,457  

2025  $4,129,354   $7,500   $3,155,603   $7,292,457  

2026  $4,052,354   $7,500   $3,136,353   $7,196,207  

2027  $4,113,140   $7,500   $3,183,398   $7,304,038  

2028  $4,174,837   $7,500   $3,231,149   $7,413,486  

2029  $4,237,459   $7,500   $3,279,616   $7,524,575  

2030  $4,301,021   $7,500   $3,328,810   $7,637,332  

2031  $4,365,537   $7,500   $3,378,742   $7,751,779  

2032  $4,431,020   $7,500   $3,429,424   $7,867,943  

2033  $4,497,485   $7,500   $3,480,865   $7,985,850  

2034  $4,564,947   $7,500   $3,533,078   $8,105,525  

2035  $4,633,421   $7,500   $3,586,074   $8,226,996  

2036  $4,702,923   $7,500   $3,639,865   $8,350,288  

2037  $4,773,467   $7,500   $3,694,463   $8,475,430  

2038  $4,845,069   $7,500   $3,749,880   $8,602,449  

2039  $4,917,745   $7,500   $3,806,128   $8,731,373  

2040  $4,991,511   $7,500   $3,863,220   $8,862,231  
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Figure 5.3  
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Figure 5.4  



Long Range Transportation Plan   Constrained Plan 

5-8 

 

A N T I C I P A T E D  C O S T S  

The transportation projects included in the Long Range Plan 

encompass all of those in the 2017-2020 Transportation 

Improvement Program (TIP), The 2017-2026 State Ten Year Plan, 

and other project needs identified by communities, transit 

agencies, as well as the RPC. These projects are divided into two 

groups for inclusion in the LRTP to separate those in the TIP  from 

the other proposals. 

Project costs for the Transportation Improvement Program are 

taken directly from the year of expenditure inflated values 

included in the 2017-2020 Transportation Improvement Program 

(TIP) as of Amendment #2. As the State of New Hampshire does 

not sub-allocate funds to the MPOs for programming the TIPs, the 

assumption is that since the State Transportation Improvement 

Program (STIP) is fiscally constrained, and the MPO TIP is directly 

derived from that document, it must therefore be fiscally 

constrained as well. A similar method is used to determine 

anticipated regional revenues and costs for the remainder of the 

State Ten Year Plan period (2021-2026) and the project costs 

included, are taken directly from that document and are inflated 

to year of construction dollars.   

While the financial picture for the remainder of the Plan is less 

clear than that of the TIP and the Ten Year Plan portion, the costs 

associated with the listed projects are within the estimates of 

funding available to the region based on the methodology 

described, and based on the assumption that the State Ten Year 

Plan is fiscally constrained and that all the projects listed for the 

MPO region will be constructed within that timeframe. Given the 

information available from NH DOT regarding the funds available 

within the Ten Year Plan, and estimates of funding available in the 

later years of the plan, it is expected that the current list of 

projects is financially constrained assuming that there is some 

growth in revenues during the period of the Long Range Plan.   

Figure 5.5 integrates the information included in Figure 5.1 

through 5.4 into a summary of projected total funding available 

each year for the region, as well as anticipated expenditures based 

on current project programming. Figure 5.5 develops an RPC 

share of funding based on an average of the region’s percentage of 

New Hampshire’s population (14.45%) and lane miles of roadway 

(12.4%) for an average value of 13.3%. Turnpike funding is 

calculated somewhat differently as the RPC region has a greater 

share of Turnpike lane miles (28.6%) and that share is used from 

2027-2040. Additionally, it is assumed that the amount of funding 

available to the RPC is equal to the amount programmed in the TIP 

for the RPC region for years 2017-2020, and in the Ten Year Plan 

for years 2021-2026. This means that the percentage of funding 

allocated to the region will vary more through that time period. 

After 2026, the RPC share is constrained to the calculated 13.3% 

rate and 28.6% of turnpike funds. Once expenses are removed, the 

revenues must balance annually with costs so that the region is 

not spending more funding than is anticipated to be available in a 

given year.  
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Figure 5.5  
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F I S C A L L Y  C O N S T R A I N E D  P R O J E C T S  L I S T S  

The projects for the 2040 Long Range Plan are divided into two 

tables.  The first is the 2017-2020 Transportation Improvement 

Program (TIP), while the second contains all of the projects in 

the years after the TIP (2021-2040). Each of these tables is 

described in more detail below. 

T R A N S P O R T A T I O N  I M P R O V E M E N T  P R O G R A M  

( T I P )  

The Transportation Improvement Program (TIP) encompasses 

the first four years of the Plan (2017-2020) and only those 

projects that are committed to be implemented can be listed. For 

that reason, the scope of the project is generally well defined, and 

include cost estimates are more detailed and accurate for the 

work that is anticipated. TIP projects are shown in detail in Figure 

5.6 and Map 5.1. The TIP is organized alphabetically by project 

name, and the listing for each includes the location, scope of work, 

Clean Air Act (CAA) code, funding category, phases included, and 

funding listed by fiscal year and by source. The costs of the 

projects are year-of-expenditure estimates taken directly from 

the NH DOT database for the 2017-2020 STIP and the RPC 2017-

2020 TIP. Project costs for years 2017 and 2018 are uninflated, 

while those for 2019 and 2020 are inflated at 2.55% per year  

T R A N S P O R T A T I O N  P L A N  P R O J E C T S  

Those projects not in the 2017-2020 TIP are listed in the 

Transportation Plan project listing which covers the years from 

2021 to 2040.  As these projects are less well developed than 

those projects in the TIP, the information available regarding the 

scope and cost is less definite. The project list as detailed in Figure 

5.7, includes the RPC assigned project number, the community 

that the project is occurring in, project rank, years for which funds 

are programmed, and cost by project phase.  In addition, the first 

year of construction is listed to indicate when the project is 

estimated to begin that phase of work.  These projects are shown 

on Map 5.2. While some costs have a basis in a corridor study or 

other engineers estimates, most are simply order of magnitude 

estimates of the construction (CON) costs of each project as well 

as considerations for preliminary engineering (PE), right-of-way 

(ROW), and Other costs.  

U N F U N D E D  P R O J E C T S  

There are a number of projects in the Plan project listing that 

have no cost estimates associated with them.  These are projects 

for which no cost estimate is available, the scope is not 

determined, or the need for the project is unclear. These projects 

are included for Illustrative purposes only.  In the case of the 

bridge projects, no estimate has been produced either by the 

community or the NH DOT Bridge Section.  The remaining 

projects have either no estimate available or questions regarding 

their scope, purpose, or ultimate need.  The projects are: 

• 6153006 – Exeter:  Pedestrian improvements linking Amtrak 

station and downtown.   

• 6153007 – Exeter:  Washington St Traffic Calming 

• 6001003 – Exeter to Newton:  NH 108 Shoulder widening  

• 6167002 – Fremont:  Scribner Rd Bridge 

Rehab/Replacement 

• 6187001 – Greenland:  Truck Stop Electrification 

• 6187002 – Greenland:  Capacity Improvements NH 33 

• 6001004 – Hampstead to Plaistow:  NH 121A Shoulder 

widening  

• 6001005 – Hampstead to Sandown:  NH 121A Shoulder 

widening  

• 6197003 – Seabrook-Hampton:  Replace NH 1A Bridge 

• 6197007 – Hampton:  Service Road parallel to US 1 
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• 6327001 – Newfields:  New Road Bridge Replace/ 

Rehabilitation 

• 6341003 – Newton:  NH 108 Shoulders 

• 6375002 – Plaistow:  MBTA Extension 

• 6001009 – Atkinson to Plaistow:  NH 121 Safety 

Improvements 

• 6379009 – Portsmouth:  New travel corridor paralleling 

Islington Street 

• 6399002 – Salem:  Emerson Way Bridge Replacement 

• 6399003 – Salem:  Haverhill Road Bridge Replacement 

• 6399005 – Salem:  Lawrence Road bridge rehabilitation 

• 6409020 – Seabrook:  NH 107 Capacity Expansion 

 

MPO Staff will continue to work with the DOT and communities 

to generate estimates for them as well as determine their scope 

and need. 
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6. Implementation Strategies 

I N T R O D U C T I O N  

The implementation of the Long Range Transportation Plan is 

more than simply the construction of the projects contained 

within it. Many of the goals identified in Chapter 2 are necessary 

additions to the local and regional planning process to ensure that 

all aspects of the transportation system are developed and 

maintained. Implementation strategies and recommendations are 

set out on the following pages organized by the eleven Long Range 

Plan Goals. These include a mix of actions that the MPO, member 

municipalities and other partners can take to help the region 

move toward attaining its goals.  

M O B I L I T Y  

Addressing the ability and ease with which individuals and goods 

can move from place to place has long been a centerpiece of 

making improvements to the transportation system. The 

widespread economic expansion after World War II in the United 

States was facilitated by the addition of interstate highways and 

the overall increase in the capacity of our roadways to move 

vehicles. Over the last twenty years, the high economic and social 

cost of further expansion has necessitated the use of a wider range 

of strategies to ensure that existing capacity is utilized as 

effectively and efficiently as possible. There are a variety of ways 

in which this can be implemented, notably through access 

management strategies and Intelligent Transportation Systems 

(ITS) improvements. Access management typically involves small 

scale policy, regulation, and design changes that minimize traffic 

conflicts and maximize traffic flow on existing facilities. Strong 

Access Management standards are recommended for 

communities to implement on state highways and other 

important roadways within their jurisdiction. This should be 

supplemented with an Access Management Memorandum of 

Understanding (MOU) between the New Hampshire Department 

of Transportation and the community to ensure that each entity 

understands the access control desired on a particular state 

highway.  

 

ITS uses technological advances to improve traffic flow and safety 

and reduce congestion through strategies like traffic signal 

synchronization, electronic tolling, and traveler information 

services. The region has an approved and up-to-date ITS 

Architecture in place that guides investment strategies through 

agreed on policies and technology standards. 

A C T I O N S  

• Continue scheduled updates to Regional ITS Architecture 

and Strategy Plan and participate in updates to Statewide 

ITS Architecture. (Timeframe: 1-5 years) 

Goal 1 - Mobility  

The region’s transportation system offers safe, secure, efficient, and 

reliable access to employment, housing, commerce, services, 

entertainment, and recreation 



Long Range Transportation Plan   Implementation Strategies 

6-2 

 

• Promote integration of ITS and other efficiency strategies 

into the design of transportation projects as appropriate. 

(Timeframe: Ongoing)  

• Continue implementation of improvements from corridor 

studies to address congestion on US 1 and NH 125 

(Timeframe:  Ongoing) 

• Conduct corridor studies of other key congested highways 

(Timeframe:  1-10 Years): 

o NH 108/33 between Exeter and Portsmouth 

o NH 111 between Kingston & Salem 

o NH 101 Interchanges between Raymond & Hampton 

o NH 125 from NH 111 in Kingston to NH 101 in Epping 

• Revisit Congestion Management Process (CMP) as a tool 

for identifying and tracking congested locations in the 

region. (Timeframe: 1-5 Years) 

• Implement improvement to the Regional Travel Demand 

Model. (Timeframe:  1-5 Years) 

A C C E S S I B I L I T Y  &  T R A N S P O R T A T I O N  C H O I C E   

Ensuring that all travelers have options beyond the single 

occupant vehicle is key to meeting the accessibility goals of the 

region. Beyond simply planning for and providing bicycle and 

pedestrian facilities and transit services, though, there is a role for 

the MPO in actively encouraging use of these options. The New 

Hampshire Climate Action Plan identified the transportation 

sector as the source of 33 percent of greenhouse gas emissions in 

New Hampshire, and identified actions for reducing those 

emissions including promoting alternatives to driving alone. 

Experience nationally in promoting safe walking and bicycling to 

school has shown that building new sidewalks or bikeways alone 

is often not enough to induce more kids walk or bicycle. There is 

a need for the other four elements of the 5Es model (Education, 

Encouragement, Enforcement and Evaluation) to build 

awareness, incentive behavior change and ensure safety. 

A C T I O N S  

• Work to expand transit access in key underserved 

communities lacking basic Monday-Friday demand 

response or volunteer driver transportation services. 

(Timeframe: 1-5 Years) 

• Provide technical assistance to COAST, CART and TASC in 

developing regional community transportation options. 

(Timeframe: Ongoing) 

• Facilitate regional efforts to coordinate public transit and 

human service transportation as a key strategy to expand 

access to community transportation. (Timeframe: Ongoing) 

• Work with State and regional partners to sustain and 

expand inter-city rail and bus transportation options. 

(Timeframe: Ongoing) 

• Ensure adequate capacity at Park and Ride facilities in the 

region (Timeframe: Ongoing)  

• Support continued funding for the commuteSMARTseacoast 

TMA following completion of Spaulding Turnpike widening  

• Work with transit agencies, TMAs, and others to expand 

employment transportation options in the region. 

(Timeframe: 1-5 Years) 

Goal 2 – Transportation Choices  

The region’s transportation system offers equitable and reliable 

multi-modal transportation choices to better connect people to jobs 

and services.  
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• Evaluate potential for TMA along southern I-93 corridor. 

(Timeframe: 1-10 Years) 

• Work to expand Federal and State funding available for 

transit services. (Timeframe: Ongoing) 

• Collaborate with TMAs and other regional and statewide 

partners on initiatives to encourage alternative commutes 

such as Seacoast Bike/Walk to Work Day and Commute 

Green New Hampshire (Timeframe: Ongoing) 

• Develop a stand-alone bicycle and pedestrian plan for the 

RPC region. (Timeframe: 1-5 years) 

• Implement a complete streets policy for the region and 

corresponding approach for all federally funded 

transportation projects. (Timeframe: 1-5 Years) 

• Expand data collection on bicycle and pedestrian volumes 

and routes. to provide a better basis for evaluating bicycle 

and pedestrian project needs. (Timeframe: 1-5 Years) 

• Assist communities in implementing bicycle improvements 

on key regional bicycle and pedestrian routes. (Timeframe: 

Ongoing) 

• Collaborate with regional and statewide partners on public 

education and enforcement initiatives to promote safe 

travel on the region’s transportation system for all users.  

(Timeframe: 1-3 years and ongoing) 

• Facilitate local Safe Routes to School programs and safety 

improvements connecting neighborhoods to schools. 

(Timeframe: 1-10 Years) 

• Implement signage and lane marking improvements and 

standards that aid in wayfinding and improve safety for 

travelers. (Timeframe: 1-10 Years) 

• Develop an assessment of likely implications of autonomous 

vehicle integration for the region, and local and regional 

actions needed to prepare for this. (Timeframe: 1-5 Years) 

SYSTEM PRESERVATION & MODERNIZATION  

As the condition of roadways and bridge structures declines, the 

cost of repair rises substantially in both time and funds required. 

At appropriate funding levels, these structures are addressed 

prior to declining to the point where extensive and expensive fixes 

are needed to bring the facility back to good condition. NHDOT has 

undertaken a two-prong approach to addressing system 

preservation and modernization needs that differentiates 

between how roads and bridges are treated. 

Bridges & Culverts 

As discussed in the existing conditions chapter, NHDOT’s Bridge 

Strategy consists of three components; establishing bridge 

priorities, making sustainable investments, and assessing the 

utility of redundant bridges, and this methodology sets the order 

in which deficient bridges in the region are addressed. In the RPC 

region, much of the system preservation and modernization 

discussion has centered around the aging bridges in the region 

and, in recent years, a number of the most critical and complicated 

facilities have been replaced or rehabilitated. This has resulted in 

substantial progress in repairing or replacing the state owned 

Goal 3 – System Preservation & Modernization  

The region’s transportation system is maintained in good condition 

and the preservation and modernization needs of existing 

components are prioritized ahead of adding new highway capacity. 

https://www.nh.gov/dot/org/projectdevelopment/planning/amps/documents/bridge_strategy_3-24-15.pdf
https://www.nh.gov/dot/org/projectdevelopment/planning/amps/documents/bridge_strategy_3-24-15.pdf
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“Red List” bridges in the region, and some progress reducing the 

number of municipal bridges that are in poor condition as well.  

The RPC has also been assessing stream crossings (culverts and 

bridges) within the region to provide state agencies and 

municipalities with information to identify critical and hazardous 

crossings. While not fully completed, the objective is to identify 

those stream crossings that may fail, particularly during major 

storm events and to identify if a crossing is a barrier to aquatic 

organisms, fish and other wildlife movement. Knowing the 

condition of stream crossings can help guide municipalities 

prioritize those crossing most in need of retrofit or replacement. 

Results from this assessment can be incorporated into municipal 

and regional hazard mitigation plans, vulnerability assessments 

and site specific restoration and mitigation projects.  

Pavement Condition  

Similar to the NHDOT Bridge Strategy, the NHDOT Pavement 

Strategy is based on three concepts: establishing tiers, focuses on 

sustainable investments, and keeping roads in working order. The 

pavement strategy differs in that the facilities in the worst 

condition will be maintained as best as possible, while those in 

good to fair condition will be maintained in that condition. This is 

based around the tier system which prioritizes preservation and 

rehabilitation work on the Interstate Highways, Turnpikes, and 

major roadway corridors, while the lower tiered state roadways 

are kept in good working order through maintenance paving. Map 

3-3 (Existing Conditions Chapter) shows how the tiered system is 

applied in the RPC region. NHDOT’s short-term paving plan 

covering calendar years 2017-2019 establishes the initial strategy 

A C T I O N S  

• Complete regional stream crossing condition analysis and 
provide information to communities and state agencies 
(Timeframe:  1-5 Years) 

• Continue to dedicate resources to reduce the number of 
Red List bridges in the region. (Timeframe:  Ongoing) 

• Continue to work with NHDOT to ensure that bridge 
designs use materials promoting long lifespans and 
incorporate consideration for bicycle and pedestrian 
needs, minimize the impacts of natural hazards on the 
structures, as well as the potential impacts of climate 
change. (Timeframe:  Ongoing) 

• Continue to encourage the state and communities to 
provide adequate resources for bridge and culvert 
maintenance. (Timeframe:  Ongoing) 

• Encourage communities to adopt and maintain pavement 
management systems to track roadway conditions and 
plan for future maintenance and preservation needs. 
(Timeframe:  Ongoing) 

• Continue to encourage the expansion of resources available 
to maintain all modal elements of the transportation 
system to keep up with identified needs. (Timeframe:  
Ongoing) 

S A F E T Y  A N D  S E C U R I T Y  

A primary focus of roadway improvements in the region is 

improving safety for all users. Based on the information in 

Existing Conditions (Chapter 3) and the Needs Assessment  

Goal 4 – Safety & Security  

The region’s transportation system is safe and secure for all users. 

https://www.nh.gov/dot/org/projectdevelopment/planning/amps/documents/pavement_strategy_3-9-15.pdf
https://www.nh.gov/dot/org/projectdevelopment/planning/amps/documents/pavement_strategy_3-9-15.pdf
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(Chapter 4), a number of project specific actions have been 

identified to address safety and security concerns in the region. In 

addition, the New Hampshire Strategic Highway Safety Plan and 

the State Five Percent Report detailing high crash frequency 

intersections and segments in the region provide areas of focus 

for crash reduction efforts. While the region is seeing recent 

growth in the number and rate of crashes per 100 Million VMT, it 

is unclear if this is a long-term pattern. In either case, a broad 

focus on transportation safety will begin to address the problem. 

 

There are currently few projects in the region that are designed 

specifically to address transportation system security concerns. 

However, ensuring that the network is resilient and adaptive to 

the impacts of natural and man-made hazards and climate change 

is a critical aspect of planning for the future of the region. 

Translating findings from recent vulnerability analyses into 

specific resiliency projects will be an emphasis for the MPO in the 

upcoming decade.   

A C T I O N S  

• Work to improve accuracy of crash data. (Timeframe:  
Ongoing) 

• Continue to work with NHDOT on Road Safety Audits and 
follow-up improvements for crash locations with fatalities 
and serious injuries. (Timeframe:  Ongoing)  

• Support the implementation by NHDOT and NHDOS of 
strategies identified in the Strategic Highway Safety Plan. 
(Timeframe:  1-5 Years) 

• Ensure that safety for all users is included in the design of 
transportation improvement projects. (Timeframe:  
Ongoing) 

• Ensure that transit stop locations have adequate and safe 
pedestrian access to adjacent land uses. (Timeframe:  
Ongoing) 

• Work with state and regional partners to reduce distracted 
driving through a combination of education and 
enforcement. (Timeframe: 1-5 Years) 

• Incorporate mandated Federal Performance Targets and 
metrics into the MPO Long Range Transportation Plan 
(Timeframe:  1-5 Years) 

• Better define the role of safety in the Ten Year Plan project 
selection process (Timeframe: 1-5 Years) 

• Incorporate more substantive safety analysis, including 
corridor-based crash rates, into any corridor studies 
conducted in the region to better identify deficiencies and 
address concerns. (Timeframe:  ongoing) 

• Work to ensure that the movement of hazardous materials 
through communities on rail and roadway is conducted in 
as safe a manner as possible. (Timeframe: Ongoing) 

• Undertake a coastal evacuation route capacity and safety 
analysis. (Timeframe:  1-5 Years) 

• Incorporate outcomes of the Regional Stream Crossing 
Assessment into the MPO Long Range Transportation Plan 
(Timeframe:  1-5 Years). 

• Fully integrate analysis of regional vulnerability to sea level 
rise and storm surge into the Long Range Plan and project 
selection process for the region. (Timeframe: 1-5 Years) 

• Work with state and regional partners to define the MPO 
role in security planning for the transportation system. 
This role should provide tangible benefits without adding 
a level of bureaucracy to the security planning process.  
(Timeframe:  1-5 Years) 
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• Incorporate transportation network planning into the 
current work with FEMA and local communities to develop 
hazard mitigation plans. (Timeframe:  Ongoing) 

• Analyze the transportation system for capacity and safety 
deficiencies that impact security and disaster planning 
concerns, and incorporate security and disaster planning 
into the project design and prioritization process. 
(Timeframe: 1-5 Years, Ongoing) 

• Implement the recommendations from the 2016 Coastal 
Risks and Hazards Commission report for incrementally 
improving coastal infrastructure to increasingly severe 
storm activity and best available projections for future sea 
level rise. (Timeframe:  1-10 Years) 

L A N D  U S E  I N T E G R A T I O N  

 

The pattern of land use and the needs of the transportation system 

are closely linked, and changes to each can have a significant effect 

on the other. Over time it has become clear that development 

patterns can strongly influence the growth in travel demand in a 

region. Regions with compact city centers that have a mix of uses 

and serve as employment hubs can generate 20-30 percent less 

automobile travel per capita than regions that are highly sprawled 

in their pattern. While the RPC region historically was compact in 

its settlement pattern, with many traditional downtown and 

village centers that remain active and viable, most of the 

development that has occurred over the past four decades has 

been far more dispersed and sprawling in character. This led to 

growth in the number of vehicle miles travelled at a rate two to 

three times that of the population growth and was unsustainable 

in the long term. There was a brief decline in VMT that 

accompanied the high energy costs and unemployment of the 

economic downturn. However, starting in 2008, as gas costs have 

declined and the economy has returned to full employment, VMT 

is on the rise again at a rate that is much higher than the growth 

in population.  

 

Despite these rising numbers, market demand for housing in 

mixed-use downtown areas, together with extensive public input 

data, point to growing interest in “walkable” communities. As a 

transportation planning policy this Plan advocates efficient land 

use strategies which, among other benefits, continue to lower 

demand for automobile travel and reduce congestion. These 

strategies are critical mechanisms to maintain healthy air quality, 

as well preserve and maintain other natural resources, mitigate 

natural hazards and adapt to a changing climate, as well as 

minimize land consumption.  

A C T I O N S  

• Promote compact, mixed use development, including 

Transit Oriented Design (TOD) where appropriate. 

(Timeframe: Ongoing) 

• Prioritize transportation investment in the region’s already 

developed areas through weighting of project selection 

criteria. (Timeframe: Ongoing) 

• Promote development of Access Management standards for 

state highways in communities, and assist communities and 

NHDOT with the development of Access Management 

Goal 5 – Land Use Integration  

New commercial and residential development supports multiple 

modes of transportation and minimizes the need for expanding 

capacity of adjacent roads.  
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agreements to guide project permitting. (Timeframe: 1-10 

Years) 

• Promote strong Access Management in designs for 

improvements (publicly and privately financed) along state 

highways and other corridors. (Timeframe: Immediate and 

ongoing) 

• Encourage communities to conduct rigorous traffic impact 

analysis as part of development site review. (Timeframe: 1-

5 Years, Ongoing) 

• Encourage expanded use of the Developments of Regional 

Impact process to address concerns regarding the impacts 

of development beyond community boundaries. 

(Timeframe: 1-5 Years, Ongoing) 

• Require the consideration of hazard mitigation and climate 

adaptation needs in the development of transportation 

projects. (Timeframe: 1-5 Years, Ongoing) 

E N E R G Y  &  E N V I R O N M E N T  

 

The interaction of the transportation system with natural and 

cultural resources and energy use covers a multitude of topic 

areas and issues of concern to the region. Prominent among these 

for the MPO for many years has been reducing the impacts of the 

transportation system on air quality through projects and policies 

that reduce Vehicle Miles of Travel and promote less polluting  

modes of travel. While the MPO region is no longer in Non-

Attainment for the National Ambient Air Quality Standards, 

strategies to reduce emissions of air pollutants and greenhouse 

gases remain a priority. Other work of the MPO under this goal 

includes improving resource inventories to better understand 

natural and cultural resources in the region and minimize impacts 

from new transportation; and conveying that information to 

project designers and the public to shape project development. 

A C T I O N S  

• Expand natural and cultural resource inventory data to 
guide project planning and mitigation efforts. (Timeframe: 
Ongoing) 

• Participate in project development to provide information 
to minimize resource impacts as well as shape mitigation 
efforts. (Timeframe: Ongoing) 

• Continue to track NAAQS criteria pollutant levels in the 
region and prioritize projects that improve air quality. 
(Timeframe:  Ongoing) 

• Complete the stream crossing inventory on the state 
highway system to identify adverse ecological impacts 
from undersized culverts. (Timeframe: 1-5 Years)  

• Incorporate greenhouse gas emissions into regional 
performance based planning efforts. (Timeframe:  1-5 
Years) 

• Promote transportation projects in the region that reduce 
total Vehicle Miles Traveled. (Timeframe: Ongoing) 

  

Goal 6 – Energy & Environment  

The region’s transportation system is proactive in protecting natural 

and historic resources; and is forward looking regarding energy use, 

energy efficiency and conversion to renewable energy sources. 
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R E S I L I E N C Y  

Goal 7 – Resiliency 

The region’s transportation system is adaptive and resilient to 

climate change and natural and other hazards. 

 

Changing weather patterns and the prevalence of extreme storm 

events in the northeast over the last ten years have focused 

attention on the vulnerability of the transportation network. 

Although many local and regional studies have confirmed that our 

climate may change more rapidly in the future, there is still 

uncertainty about when and how much it will occur. Tackling the 

impacts and in some instances positive opportunities that long 

term climate change pose requires integrating environmental and 

land use considerations with transportation planning. In order to 

accomplish this, integration must be a primary driver in the 

decision-making process supported by translation of sound 

science, research and analyses into policy and practice. The goal 

of resilience is to make decisions that ensure systems can respond 

with less impact and recover from extreme events faster. 

 

The MPO can play a role in conducting the analysis necessary to 

understand where impacts from natural or other hazards may 

occur; and working to mitigate that potential where possible. Map 

4-2 indicates that over 80 miles of roadways in the seacoast could 

be impacted by sea level rise and coastal inundation from storms 

and the region needs to begin addressing and mitigating that risk. 

 
 
 
 

NH Climate Action Plan 
The NH Climate Action Plan (2009) recommends statewide 

actions to address existing and future challenges relating to 

economics, human health, natural systems, and infrastructure. 

The report offers guidance that “The state will need to plan for 

these impacts with the best understanding of the resources that 

are available to address the issue at the state, regional and 

national level. This would require more comprehensive and 

integrated planning with a variety of stakeholders and should 

begin immediately and continue into the future.” Mitigation 

and adaptation are two of the primary strategies recommended 

to slow the rate of environmental change and reduce the 

potentially harmful effects of climate change.  

 

The NH Climate Action Plan is available at 

https://www.des.nh.gov/organization/divisions/air/tsb/tps/clima

te/action_plan/nh_climate_action_plan.htm. 

 
NH Coastal Risks and Hazards Commission 

The NH Coastal Risks and Hazards Commission (CRHC) was 

charged with investigating future impacts of climate change and 

coastal hazards including flooding from increased precipitation, 

coastal storms and sea-level rise. Completing its work in 

December 2016, the CRHC issued a final report which is available 

at http://www.nhcrhc.org/. With respect to state and municipal 

planning, infrastructure management, land use and development, 

and environmental protection, the Commission’s report offers 35 

recommendations relating to the built landscape, natural 

resources, heritage and economy, and recommends the following 

general guidelines and principals to guide informed decisions 

today and in the future. 

 

 

https://www.des.nh.gov/organization/divisions/air/tsb/tps/climate/action_plan/nh_climate_action_plan.htm
https://www.des.nh.gov/organization/divisions/air/tsb/tps/climate/action_plan/nh_climate_action_plan.htm
http://www.nhcrhc.org/
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▪ Act Early. Responding now to the future threat of coastal 

flooding will maximize long-term cost savings that result from 

building a more resilient community. 

▪ Respond Incrementally. Incremental and iterative approaches 

allow the community to refine and correction actions as 

information becomes available and conditions change. 

▪ Revisit and Revise. As climate science is refined, periodically 

revisit climate change projections and assumptions, and 

adjust actions accordingly. 

▪ Collaborate and Coordinate. To decrease costs and increase 

effectiveness of planning and preparation, state and local 

governments need to align policies, plans and responses about 

future coastal hazards to the greatest extent possible. 

▪ Incorporate Risk Tolerance in Design. Buildings and facilities 

that are critical to public functions or safety, that are intended 

to last a very long time or that are expensive to replace, should 

be considered to have low risk tolerance and should consider 

future flood and coastal hazard in their design. 

▪ Make No Regrets Decisions. A no regrets policy or approach 

refers to actions that yield multiples benefits even under the 

lowest flood or coastal hazard scenario, and should incur low 

costs or save money over the medium to long term.  

 

The CRHC guidelines could serve as a standard framework for 

transportation related activities such as long range planning and 

decision making, maintenance of existing assets and resources, 

infrastructure siting and design, and investment in existing and 

future transportation assets and resources to ensure 

implementation of beneficial climate adaptation and resilience 

actions.  

 

A C T I O N S  

• Incorporate impacts from sea-level rise and coastal storm 

surge flooding identified in the Tides to Storms Vulnerability 

Assessment (2015, RPC) and Climate Risk in the Seacoast 

Vulnerability Assessment (2016, RPC, SRPC, NH Coastal 

Program) into infrastructure management and improvement 

plans and other local and state policies and regulations. 

(Timeframe: 1-5 Years) 

• Plan for necessary improvements to roadways and their 

supporting infrastructure to manage additional stormwater 

runoff from more frequent and extreme storm events, and 

adapt to long term sea-level rise. (Timeframe: 1-5 Years) 

• Assess the impact of freshwater and tidal crossings on 

adjacent tidal wetlands, aquatic organism passage, and public 

safety under existing and future climate conditions. 

(Timeframe: 1-5 Years) 

• Implement regulatory standards and/or enact enabling 

legislation to ensure that the best available climate science 

and flood risk information are used for the siting and design 

of new, reconstructed, and rehabilitated state-funded 

structures and facilities. (Timeframe: 1-5 Years) 

• Develop natural resource restoration plans/strategies that 

explicitly consider future coastal risk and hazards, and the 

ecological services that they impact. (Timeframe: 1-10 Years) 

• Work with state and regional partners to define the MPO role 

in security planning for the transportation system. This role 

should provide tangible benefits without adding a level of 

bureaucracy to the security planning process. (Timeframe: 

Ongoing) 

• Incorporate transportation network planning into the current 

work with FEMA and local communities to develop hazard 

mitigation plans. (Timeframe: 5-10 Years) 
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• Analyze the transportation system for capacity and safety 

deficiencies that impact security and disaster planning 

concerns. (Timeframe: 5-10 Years) 

• Incorporate security and disaster planning aspects into the 

project design and prioritization process. (Timeframe: 1-5 

Years) 

• Prioritize projects designed to increase the resiliency of the 

transportation system to anticipated impacts of climate 

change. (Timeframe: Ongoing) 

• Coordinate with coastal municipalities on timely 

implementation of recommendations identified in municipal 

Natural Hazards Mitigation Plans, and consider impacts 

identified in the Tides to Storms Vulnerability Assessment and 

Climate Risk in the Seacoast Vulnerability Assessment. 

(Timeframe: Immediate and Ongoing) 

E C O N O M I C  V I T A L I T Y  

Continued economic success in the region will rely upon the 

efficiency, effectiveness, safety and appeal of the transportation 

network that connects people and goods for commerce and 

recreation. Many of the projects included in the Long Range Plan 

support economic vitality locally or regionally through improved 

personal or freight mobility; access to employment and basic life 

needs; enhancing the safety and attractiveness of downtowns, and 

improvements on key tourism routes.   

A C T I O N S  

• Prioritize projects for funding that are identified as 
regional infrastructure priorities in the Comprehensive 
Economic Development Strategy (CEDS). (Timeframe: 
Ongoing) 

• Participate in the development of the New Hampshire State 
Freight Plan and integrate its recommendations into the 
Long Range Transportation Plan (Timeframe: 1-5 Years) 

• Prioritize investment in rail, the Port of New Hampshire, 
and connecting transportation infrastructure. (Timeframe: 
1-5 Years, Ongoing) 

• Increase the capacity for both freight and inter-city 
passenger travel by constructing double-track on the B&M 
railway through entire region. (Timeframe: 10-20 Years) 

• Implement recommendations from recently completed 
Scenic Byway Corridor Management Plans to improve 
wayfinding and visitor information.  (Timeframe: 1-10 
Years) 

• Implement safety improvements along the NH Coastal 
Byway to accommodate sharing of the road by people 
driving, bicycling, and walking. (Timeframe: 1-10 Years) 

• Undertake a study of tourism-based travel in the region 
and the transportation improvements necessary to 
maintain this economic base of the region. (Timeframe:  1-
10 Years) 

• Implement the recommendations from the 2016 Coastal 
Risks and Hazards Commission report to incrementally 
improve the resiliency of NH1A, NH1B and other coastal 
infrastructure to increasingly severe storm activity and 
best available projections for future sea level rise. 
(Timeframe:  1-10 Years) 

  

Goal 8 – Economic Vitality 

Through strategic investment, the region’s transportation system 

supports an innovative and competitive 21st century economy that 

connects people, goods, and communities to desired activity and 

economic centers. 
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P U B L I C  H E A L T H  

Goal 9 – Public Health 

The region’s transportation system is designed and built to support 

safe and healthy communities, facilitate active living opportunities, 

and aging in place. 

 

Public health is influenced by the transportation system in 

multiple ways. Examples include something as simple as people’s 

ability to travel to medical appointments, the impacts of vehicle 

emissions on air quality which affects heart and lung function, and 

the safety of the transportation system for people traveling by all 

modes – whether driving, walking, bicycling or riding transit.  

A fourth facet of public health impacted by the transportation 

system is physical activity, and the extent to which our 

transportation system and communities are built to support 

active transportation – i.e. walking or bicycling for short trips.  

Each of these aspects, and the strategies below, are addressed 

under other plan goals. However public health is pulled out 

explicitly as a goal, and the following strategies aggregated here, 

to underscore the impact transportation investments have on 

public health and healthcare. While often excluded from measures 

of economic vitality, these sectors account for over 17% of our 

economy, and are central to any measure of quality of life. 

A C T I O N S  

• Facilitate development of volunteer driver program 

capacity or other transit service to provide access to medical 

care and other basic life needs in underserved communities. 

(Timeframe: 1-5 Years)  

• Facilitate development of local Safe Routes to School 

programs to enable children to walk/bike to school safely 

and encourage active transportation. (Timeframe: 1-10 

Years, ongoing) 

• Support safe accommodation of all travelers in roadway 

design through an MPO Complete Streets Policy, and assist 

municipalities in development of local policies. (Timeframe: 

1-5 years) 

• Encourage communities to implement compact, mixed-use 

development patterns that facilitate active transportation. 

(Timeframe: 1-10 Years, Ongoing) 

• Assist in planning and implementation of a regional network 

of multi-use trails as traffic-separated transportation and 

recreation facilities supporting physical activity. 

(Timeframe: 1-5 Years, Ongoing) 

• Continue to prioritize projects that improve air quality. 

(Timeframe: Ongoing) 

P L A N N I N G  P R O C E S S   

 

A critical role of the MPO is to establish project priorities for 

implementation given limited funding for investment in the  

Goal 10 – Efficient & Effective Planning Process 

The MPO provides an efficient and effective implementation of the 

cooperative, coordinated, and continuous (3C) federal 

transportation planning process that aids in the efficient and 

effective implementation of projects. 
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maintenance, preservation, modernization, and improvement of 

transportation infrastructure. Project selection criteria and 

processes have been used by the MPO for many years to quantify 

and justify priorities but until recent years criteria were not 

consistently applied at the state level. In 2012-2013 NHDOT and 

the MPO developed and utilized a comprehensive process and a 

common set of criteria based around project benefits and impacts 

as well as project readiness and support concerns. These criteria 

were used in the development of the 2017-2026 Ten Year Plan 

and resulted in five of the region’s top ten project priorities being 

programmed in the statewide Plan.  

 

There is a strong interest in applying this process to project 

prioritization at the regional and state level for many types of 

projects across all modes of travel. To facilitate that, this process 

and the selection criteria need to be further defined and refined to 

better reflect the need for a strong transportation system across 

all modes and that reflects local, regional, and state priorities in 

the implementation of projects in the Ten Year Plan and the 

Transportation Improvement Program (TIP). Chapter 5 lists the 

current prioritized list of transportation projects for the region. 

A C T I O N S  

• Work with NHDOT to ensure that project selection criteria are 

regularly updated to reflect evolving local and regional 

priorities. (Timeframe: 1-2 Years) 

• Refine the project development process through early data 

collection and scoping to better enable the project selection 

process with more complete information regarding project 

proposals. (Timeframe: 1-2 Years) 

• Update the list of prioritized projects in the Long Range 

Transportation Plan to reflect the latest planning 

assumptions. (Timeframe: 1-2 Years - cyclical)  

• Solicit communities, transit providers, and NHDOT for 

transportation needs over the short and long-term within the 

region. (Timeframe: 1-2 Years - cyclical) 

• Assist communities in developing projects to be constructed 

through the biennial State Ten Year Plan process. (Timeframe: 

1-2 Years - cyclical) 

• Assist communities in developing projects to be constructed 

as part of the Transportation Alternatives and Congestion 

Mitigation and Air Quality Programs. (Timeframe: 1-2 Years - 

cyclical) 

• Expand the MPO’s initial list of federally mandated and SHRP2 

performance measures to address regional needs and ensure 

measures addressing each MPO Goal (Timeframe: 1-5 Years) 

• Maintain and expand participation by communities, 

particularly those lacking planning staff, and other 

stakeholders in MPO process (Timeframe: Ongoing) 

F U N D I N G  A V A I L A B I L I T Y  

 

One of the biggest challenges facing the state, the region, and 

communities is maintaining, operating and updating the 

transportation system in an era of reduced resources and weak 

political will to invest in infrastructure. Traditionally projects 

have been advanced to the State Ten Year Plan to be queued for 

eventual construction. However, given the current financial 

limitations with respect to state and federal funding, waiting for  

Goal 11 – Funding Availability 

Adequate and predictable funding is available to meet current and 

future needs for transportation system maintenance, operation 

and modernization across all modes 
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any individual project to be constructed via that route is likely to 

take a minimum of 10 to 15 years, and might be a viable option 

only for large, long range projects. Even then, funding for 

maintaining the transportation system has not kept up with the 

repair and replacement needs of the infrastructure. The municipal 

and business sectors have a shared interest in working to restore 

state and federal investment in transportation infrastructure. In 

addition, communities will benefit from finding alternate means 

of financing many improvements. This will mean working with 

citizens, other communities, NH DOT, and private interests to find 

appropriate mechanisms. In addition, many communities have 

had success in recent years leveraging private development 

interests to achieve public transportation improvement goals 

through the use of development exactions and public/private 

partnerships. 

A C T I O N S  

• Work with federal, state and regional partners to increase the 
amount of Federal and State funding available in the region to 
address project needs. In particular, work to establish a 
dedicated state funding stream for public transportation. 
(Timeframe: Immediate and ongoing) 

• Work directly with communities to expand the options 
available for local financing of transportation system 
maintenance, preservation, and improvement. (Timeframe: 
Immediate and ongoing) 

• Promote the use of public/private partnerships to spur 
investment in the transportation system where private 
development goals facilitate achievement of public priorities. 
(Timeframe: Immediate and Ongoing) 

• Assist communities with the development of policies and 
regulations that aid in securing private development funding 
appropriate to the level of impact expected on adjacent 
transportation facilities. (Timeframe: 1-10 Years) 

• Work with NH DOT to identify projects that may benefit from 
non-traditional contracting mechanisms such as design-build 
to expedite implementation. (Timeframe: 1-5 Years, Ongoing) 

P L A N  I M P A C T S  &  M I T I G A T I O N  

Beginning with the enactment of SAFETEA-LU and continuing 

with the FAST Act, MPO Long Range Transportation Plans are 

required to address the issue of environmental mitigation with 

the objective of introducing some forethought into how 

environmental impacts from major transportation projects in the 

region will be mitigated.   While not intended to identify project 

specific mitigation requirements or opportunities, the plan must 

include a generalized discussion of potential mitigation activities 

and compare transportation plans with available State 

conservation plans, maps, and inventories.   As we interpret it, the 

objective is to identify both the types of mitigation that are 

appropriate to the region and the potential opportunities for 

mitigation that are present in the region.    

A P P R O P R I A T E  T Y P E S  O F  M I T I G A T I O N  

Environmental impacts associated with transportation projects 
include both direct and indirect impacts.  Mitigation activities 
considered will differ depending upon the type of impact, the 
specific resource affected, as well as the severity and duration of 
the impact.  The following sequential mitigation strategy applies 
generally to all resources: 
 

1. Avoidance – Alter the project so an impact does not occur 

2. Minimization – Modify the project to reduce the severity of 

the impact 

3. Mitigation – Undertake an action to alleviate or offset an 

impact, or to replace an appropriated resource. 
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Figure 6.1:  Common Resource Impacts and Associated Mitigation Activities for Transportation Projects 

RESOURCE IMPACT TYPE DURATION POTENTIAL MITIGATION 

Air Quality 

 

 

• Emissions from construction activity 

• Impacts from higher vehicle emissions 

Direct and 

Indirect 

Short term 

(construction); 

Long term (VMT) 

• Dust abatement programs during construction 

• VMT reduction/demand management activities 

Noise 

 

 

• Noise from construction activity 

• Noise from facility operation 

Direct and 

indirect 

Short term 

(construction); 

Long term (VMT) 

• Restrict night construction, sound suppression  

• Retain vegetative buffers 

• Build sound barriers 

Water 

Quality 

 

 

• Contamination from stormwater 

• increase in chloride levels  

• steam sedimentation 

Direct and 

indirect 

Short term 

(construction); 

Long term (facility 

operation) 

• Restriction on impervious services/reduced 

pavement, lane or shoulder width 

• Stormwater management 

• Salt application BMPs; Construction BMPs 

Wetlands 

 

 

• Direct filling/destruction from roadway 

construction 

• wetland impairment from increase pollution 

loading 

• Indirect impact from secondary 

development 

Direct and 

indirect 

Short term 

(construction); 

Long term (facility 

location and 

operation) 

• Avoidance through project design  

• Increase wetland buffers from constructed areas 

• Replacement or restoration of impaired wetlands 

• Permanent protection of threatened wetland and 

adjacent habitat through acquisition 

• Improved local planning and zoning  

Floodplains 

 

 

• Loss of flood storage and increased 

potential for destruction of property 

through flooding; 

• Loss of associated riparian habitat 

 

Direct Long term • Avoidance through project design 

• Minimize constructed “footprint” in floodplain 

• Use elevated structures 

• Restore lost floodplain in same sub-watershed 

• Improved local planning and zoning 

Archaeol. & 

Cultural 

Resources 

• Loss of historically or culturally significant 

structures or features 

Direct Long term • Avoidance/minimization through project design   

• Relocation of structures 

• Preservation by documentation (HABS/HAER) 

Prime 

Farmland 

• Direct loss through road construction  

• Indirect loss from ensuing development  

Direct and 

Indirect 

Long term • Avoidance through project design 

• Improved local planning and zoning 

Species of 

Concern 

• Loss, fragmentation or degradation of 

habitat and dependent species; 

• Indirect loss of habitat from secondary 

development 

Direct and 

Indirect 

Long term • Avoidance through project design/location; 

• Implement wildlife crossing facilities in design 

• Protect riparian and wetland buffers; 

• Replacement habitat acquisition and protection  

• Improved local planning and zoning 
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Figure 6.1 shows the most common types of impacts associated 

with constructed transportation projects in the RPC region in the 

past, as well as potential actions that have been or could be used 

to mitigate the impacts. 

I D E N T I F Y I N G  O P P O R T U N I T I E S  F O R  M I T I G A T I O N  

 

Mitigation strategies for most environmental impacts begin with 

an assessment of existing natural and cultural resources.  Several 

data sources for natural resources exist which can provide 

detailed information on the location, quality, and extent of 

discreet natural resource types as map “layers”, such as wetlands, 

aquifers, forest areas by type, and soils. However, there are fewer 

sources which look at these resource layers in combination and 

assess the value of different geographical areas based on the 

presence, quality, and interaction of two or more of these resource 

layers based on their value as a functioning ecosystem. Data on 

cultural resources tend to be less comprehensive, as few 

municipalities have comprehensive historical and cultural 

resource inventories. Much of the cultural resource inventory 

data from the past 20 years has been compiled for limited 

geographic areas as part of regulatory requirements for 

permitting public infrastructure projects such as highways or 

utility lines. 

 

The Rockingham Planning Commission has been involved with 

the development of two sources of natural resource data for the 

region that provide resource information within a framework of 

analysis of the co-occurrence of two or more resource layers:   the 

New Hampshire Natural Services Network, and the Land 

Conservation Plan for New Hampshire’s Coastal Watersheds.   

 

The New Hampshire Wildlife Action Plan provides another 

important data set useful in identifying high-value resource areas, 

and was used in part in the Coastal Land Conservation Plan’s co- 

occurrence data.   Both the Wildlife Action Plan and the Natural 

Services Network contain data at state, regional, and municipal 

scales and are therefore available for the entire RPC/MPO area.  

The Land Conservation Plan contains data for the coastal 

watershed region of New Hampshire, which includes about three-

fifths of the land area of the RPC/MPO.   

 

The two coastal vulnerability assessments completed in the past 

three years (Tides to Storms, 2015 and Climate Risk in the 

Seacoast, 2017) identified natural resource impacts from 

projected sea level rise and storm surge in addition to 

infrastructure impacts.  

 

We have utilized all of these data sources here to identify 

opportunities for mitigation projects that involve habitat 

protection and resource conservation as prescribed in Figure 6.1 

for transportation projects that impact water quality, wetlands, 

floodplains, farmland soils or critical habitat.    

 

Transportation project planners should consult these resources in 

developing mitigation recommendations for transportation 

projects in the RPC/MPO area: 

 

• The Natural Services Network includes the following 

information: Water supply, flood storage, economically 

important soils, significant wildlife habitat, NH Wildlife 

Action Plan supporting landscapes, local natural resource 

inventory data, local land protection priorities, land trust 

protection priorities, class VI roads, recreation trails, active 

farms, and tree farms.   
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• The Land Conservation Plan for Coastal Watersheds contains 

information on the following resources and systems: forest 

ecosystems, freshwater ecosystems, irreplaceable coastal and 

estuarine resources, critical plant and wildlife habitat, and 

conservation focus areas.   

• The NH Wildlife Action Plan:   includes the following resource 

information: NH Wildlife habitat land cover, highest-ranking 

wildlife habitat by ecological condition, conservation focus 

areas, and species distribution.   

• Cultural and Historic Resource Inventories on file with the NH 

Division of Historic Resources (NHDHR). Given the 

requirements of the National Historic Preservation Act of 

1966, inventories have been prepared as part of Section 106 

reviews for any federally funded or permitted public 

infrastructure project in the past 30 years. Some 

municipalities have also taken on comprehensive cultural 

resource inventories, known in NH as Town Wide Area Forms.    

• Coastal Vulnerability Assessments including Tides to Storms 

(2015) focused on the seven Atlantic coast communities, and 

Climate Risk in the Seacoasts (C-RiSe, 2017) focused on ten 

additional communities with frontage on Great Bay or tidal 

rivers.    

 

In addition to the conventional mitigation strategies identified in 

Figure 6.1, land use strategies have become increasingly 

important to mitigate the environmental impacts of 

transportation projects – especially impact related to induced and 

secondary growth.  These include but are not limited to tools such 

as districts or ordinances based on identified natural resources 

areas. Examples include the Conservation Overlay District model 

ordinance found in the Land Conservation Plan, as well as 

ordinances as found in Innovative Land Use Controls: A Handbook, 

prepared jointly by the NH Office of Energy and Planning (now the 

Office of Strategic Initiatives), the NH Department of 

Environmental Services, and the nine regional planning 

commissions.  Tools in the Handbook include model ordinances 

on Transfer of Density Rights, The Village Plan Alternative 

Subdivision, Conservation Subdivisions, Erosion and Sediment 

Control, and Protection of Wildlife Habitat, among others.  

  

Other mitigation strategies include land-trading programs in 

which impacts to natural resource areas may be mitigated by the 

purchase or protection of other high value natural resources areas 

within a defined geographical region.   

 

Examples of such programs include wetland trading programs, 

transfer of density credit programs, and trading programs for high 

value, contiguous habitat areas that connects to existing protected 

areas.  It is important to stress that any mitigation activities may 

involve not only the development community and planning 

professionals, but also must involve natural resource consultants 

and local and regional conservation organizations who can assist 

in the process of formulating successful mitigation strategies. 

E N V I R O N M E N T A L  J U S T I C E  

An important consideration for the 2040 Long Range 

Transportation Plan is the impact of its elements on minority and 

low-income populations in the MPO region. Title VI of the 1964 

Civil Rights Act prohibits discrimination on the basis of race, color, 

or ethnic origin in the provision of transportation benefits and in 

the imposition of adverse impacts.  
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Building on Title VI, Executive Order 12898 (1994) , requires each 

federal agency to achieve environmental justice by identifying and 

addressing any disproportionately high and adverse human 

health or environmental effects, including interrelated social and 

economic effects, of its programs, policies, and activities on 

minority or low income population. Executive Order 12898 

defines “minority” as a person who is African American, Hispanic, 

Asian American, American Indian, or an Alaskan Native. A low-

income person means a person whose household income is at or 

below the federal poverty level. For 2017 the poverty threshold 

was $24,600 for a family of four.  

 

The USDOT’s Final Order to Address Environmental Justice in 

Minority Populations and Low Income Populations requires 

transportation programming and planning activities to: 

 

▪ Include explicit consideration of the effects of 

transportation decisions on minority and low-income 

populations. 

 

▪ Provide meaningful opportunities for public involvement 

by members of minority and low-income populations. 

▪ Gather, where relevant, appropriate and practical, 

demographic information (race, color, national origin, and 

income level) on populations served or affected by 

transportation decisions. 

▪ Minimize or mitigate any adverse impact on minority or 

low-income populations.  

 

 

 

 

 

The Executive Order and Civil Rights Act require this Long Range 

Transportation Plan to address the needs and concerns of 

protected communities, both in terms of benefits received and 

impacts imposed. Procedurally, the MPO is working to address 

these needs through expanding its public outreach efforts. 

Substantively, the MPO is working to expand access to 

transportation for low-income and minority populations. 

 

 

  



 

 


