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Executive Summary

The East Hollis Street area was historically the center of rail
transportation and industry in Nashua, and played an important role
in the City’s growth. Rail activity continues, but transportation in the
area has largely evolved from rail to vehicles, and the heavy industry
and foundries have largely been replaced by construction material
suppliers, warehousing and incubator space for small businesses.
There has been limited private and public investment in the area
during recent years. The Nashua 2000 Master Plan identified the need
for a district plan that addresses City objectives for the area, and this
Plan is the result.
The area, proximate to downtown, has much latent opportunity. It
is a significant east-west arterial and regional gateway, funneling
traffic over the Taylor Falls Bridge and across the Merrimack River.
At the confluence of the Nashua and Merrimack rivers, the area has
the potential to become an important regional open space resource.
In addition, the area has been identified for a potential commuter
rail station. Recognizing that these issues affect the quality of life
in the district for residents and businesses, this Plan evolved with
their input. The consultant firm of Von Grossmann & Company was
retained to provide technical expertise and guide a planning process
that engaged a range of public and private interests over the course
of half a year. Several public meetings were held, and many more
individual interviews and small group meetings were held. A Steering
Committee comprised of a cross-section of interests in the district
evaluated analysis and alternatives at each stage of the process.
A theme emerged from the varied input – a strong desire to address
the area’s traffic issues and “fix what’s there” before planning for longterm change and growth. This theme is represented in the “Vision for
Today,” a strategy of improvements that can be implemented in the
near-term, to create visible improvement in the district within the next
five to eight years. This Plan also includes proposals and concepts
for more significant infrastructure and land use changes, for future
consideration.
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Near-term recommendations are summarized as follows:

Transportation
• Relieve roadway congestion by creating a third lane for
left-turns on Bridge and East Hollis Streets, by making
signal improvements, and by implementing a future,
comprehensive access management study.
• Slow traffic on residential streets by incorporating traffic
calming measures.
• Improve the comfort and safety of the street environment for
pedestrians and bicyclists by implementing Streetscape and
Open Space Standards.
Land Use
• Preserve existing uses, but allow for more flexibility of land
use through application of a mixed-use overlay zone that
incorporates transit-oriented development and good urban
design principals in anticipation of a possible future rail
station.
• Use tax increment financing to help fund infrastructure
improvements in the district.
Other recommendations include:

• Expand open space networks along the riverfronts and
extend them into the district to connect to new pedestrian/
bicycle greenways on old railroad rights-of-way, and create
new parks and play lots.
• Improve maintenance and infrastructure in the district.
• Promote reuse of historic properties to preserve the
character of the district, a link to its industrial history.
• Identify opportunities to add community facilities and
services including police, fire and social services.
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Future economic development of the district will proceed largely based
on information dissemination and cooperation between City agencies,
business interests and developers, and this Plan recommends several
strategies to achieve this.
A neighborhood rail station could be part of the district’s future. A rail
station would enhance access to jobs, housing and commerce for this
district and Nashua. This station, conceived with a neighborhoodorientation, would primarily serve passengers arriving by foot, bicycle
or bus. This planning process looked at alternative station locations
and their impacts and benefits to the area. A preferred site for a
station was identified at the area south of Crown Street because
implementation seems most feasible there.
This Plan includes an implementation plan that sets out priorities and
phasing for the plan elements, identifies potential funding sources
and provides timeframes to bring them to reality. Concepts for longerterm planning are also documented in the final section, “Vision for
Tomorrow.” These recommendations may be considered in the future,
as more detailed studies of specific elements are undertaken. They
present improvements that could allow the district to achieve its full
potential as a walkable, urban transit-oriented district.
Streetscape and Open Space Standards are included in the Plan.
These provide a system of design features to set standards for
sidewalks, street trees and open spaces in the district, and define
common goals for both private and public interests, to enhance area
aesthetics. Finally, supporting technical documentation and analysis
is provided in a second volume.
The implementation of this Plan will enable the City to achieve the
goal of “fixing what’s there,” and set the stage for the evolution of the
East Hollis Street area. With new attention to and investment in the
district, businesses and residents will prosper. New open spaces
along the riverfront, connected to pedestrian/bicycle greenways, will
become regional recreation destinations. These measures will support
the type and density of development necessary to revitalize the area
and ultimately promote rail transit, creating an attractive environment
for investment of federal transit funds. The East Hollis Street Area will
function as Nashua’s “Gateway District.”
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Vision for Today

CHAPTER

INTRODUCTION

PLAN ORIGINS

The groundwork for the East Hollis Street Area Plan was laid in the
Nashua 2000 Master Plan. This Plan addresses multiple policies
that are supported in the Master Plan, and identifies opportunities
to implement them. In the Master Plan, it is noted that this area is
home to many of the City’s oldest industrial sites. The area is nearly
all zoned GI (General Industrial), a reflection of the historic heavy
industrial uses located here in proximity to the rail yards. However,
as many industrial sites cease operation, they are shifting to other
land uses. The Master Plan suggests that the area should be carefully
studied to determine whether a mixed use zone, or residential and
commercial zones, would be more appropriate to and more consistent
with current and future land use in the area.
For housing policy, the Master Plan promotes pedestrian-oriented,
mixed use neighborhoods and the provision of expanded home
ownership opportunities in the City’s inner city neighborhoods. This
Plan supports those goals, and identifies tools to achieve them. The
Master Plan also recommends preservation of historic properties
and resources, particularly the adaptive reuse of historic industrial
buildings, which is a key goal of this Plan.

Rail area and station in the flood of 1936.

This Plan addresses multiple policies

The Transportation Element of the Master Plan provides many

that are supported in the Nashua

recommendations and strategies that are studied and recommended in
this Plan, including:

2000 Master Plan, and identifies

•

promote and actively plan for passenger rail service to Boston;

•

explore the feasibility of expanding the City’s bus transit system;

•

explore the potential for a regional transportation system for all
segments of the population; and,

•

improve pedestrian and bicycle amenities to enhance transit
ridership.

V I S I O N F O R TO D AY

opportunities to implement them
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The study began with the goals
of identifying strategies for
improvement for the East Hollis
Street Area, connection to Main
Street, and the integration of
the future rail station into its
context, and to document those
strategies in a Plan

To create this Plan, the City of Nashua hired a consultant team of
urban designers, transportation experts, economic development
strategists and landscape architects to study the existing conditions
of the district, examine alternative courses of action with the City and
area residents and businesses, then propose actions to achieve the
goals of the Master Plan and objectives identified in the process. The
East Hollis Street area, with its considerable infrastructure, character,
premium location at the confluence of two rivers, and potential for
future rail service, offers unique opportunities for “Smart Growth”
development. Overall, the recommendations contained in this Plan
promote the principles of “Smart Growth” – to plan development to
take advantage of existing resources and infrastructure capacity in
settled areas, in order to preserve natural areas into the future and
provide opportunity to work and live in the same area.

THE STUDY AREA
The study area for the East Hollis Street Area Plan includes the area
east of Harbor and Spruce streets to the Merrimack River, and north
of Bowers Street to the Nashua River. The area is defined not only

Figure 1 - The Study Area. Shaded area represents the Study Area
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Figure 2 - Subdistricts. The East Hollis Street Area has some clearly identifiable sub-districts.

by boundaries but its unique circumstances. The study area is
an historic crossroads for transportation – water, rail, roads - and
industry within the City. The four rail lines that served the area in
the 1880’s are now reduced to two since trucking deregulation, one
of which is in poor condition. After the Civil War, the abundance of
rail access attracted a concentration of heavy industry that helped
build Nashua, and attracted housing clusters for the workers of
those businesses. Fires and floods in the 1920’s and 1930’s had
a large impact on area businesses and homes. More recently, the
shifting economic emphasis from heavy industry and production
to information- and service-based industries has contributed to an
erosion of heavy industry in the area, so that heavy industry is no
longer the predominant land use. Small-scale retail and service startups, construction materials businesses, light industrial, parking or
warehousing uses have replaced the heavy industry over time and at
lower densities. The area’s General Industrial (GI) zoning throughout
most of the area has not been sufficient to maintain a concentration of
industry in the area, and has had the negative effect of discouraging
investment in non-conforming housing neighborhoods.

V I S I O N F O R TO D AY

The rapid growth in southern New
Hampshire communities in recent
decades has impacted the major
east-west roadways through this
district, resulting in substantial traffic
congestion during peak travel hours
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Figure 3 - Existing Conditions in the East Hollis Street area, color-coded by land use.

By building on the success of other
areas in Nashua, there is opportunity
to strategize for the improvement of
the East Hollis Street area
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The rapid growth in southern New Hampshire communities in recent
decades has contributed to congestion during peak travel hours on
the major east-west roadways through this district, in particular
East Hollis Street and Bridge and Canal streets. These two corridors
converge at the Taylor Falls Bridge, one of only two Merrimack River
crossings in New Hampshire south of Manchester. The same corridors
are the strongest link between this district and the successful Main
Street and Amherst Street commercial areas.
Over many years, the East Hollis Street area’s infrastructure and
economic base has eroded, creating a visually undistinguished area
at an important crossroads within and gateway to the City. Despite
two major east-west arterials crossing the district, there has been
minimal infrastructure improvement. The district’s unique location at
the confluence of two rivers has not been capitalized upon, and there
has been virtually no new residential development in the area for fifty
years. By building on the success of other areas in Nashua like Main
Street, there is opportunity to strategize for the improvement of the
East Hollis Street area.
East H ollis Street A rea Pl a n

The area will gain a catalyst for activity and investment with the
anticipated extension of MBTA commuter rail service from Lowell
to Nashua, and on to Manchester. Planned in two phases, the
implementation of Phase 1 of this service, including a rail station with
a large park-and-ride lot at East Spit Brook Road (approximately 3.5
miles south of the study area) is underway. Phase 2 would extend
service to Manchester. The Nashua Regional Planning Commission
(NRPC) is currently working with the Southern New Hampshire
Regional Planning Commission to identify possible station sites along
the Phase 2 segment of rail. It is anticipated that a rail station will be
located in central Nashua; however, this decision will be dependent
on future planning and engineering efforts. A potential downtown
Nashua station is envisioned as a neighborhood rail station, oriented
for access by pedestrians, bicycles and transit. It is not planned to be
a major park-and-ride station; by including fewer parking spaces and
limiting parking in surrounding areas, a proposed station’s pedestrian
orientation can be maintained.
A new rail station is both a transportation amenity and a catalyst for
market expansion and new development that contributes greatly to the
livability of a district and the host City and neighborhood. Although
implementation of Phase 2 may be as much as a decade away,
Nashua is in an advantageous position, able to plan and advocate
for a commuter rail station in the East Hollis Street area in a way
which benefits the East Hollis and Main Street districts’ residents
and businesses. Through advance planning for the integration of the
rail station into the community, the City of Nashua can also help the
communities and agencies involved in Phase 2 compete and qualify for
transit infrastructure funding under the federal “New Starts” program.
This study follows the recent adoption of the Nashua Downtown
Master Plan. The urban fabric and transportation networks of
these two areas are intimately linked. This Plan attempts to build
on the Downtown Master Plan while also acknowledging the unique
characteristics, situations and identity of the East Hollis Street area.
With this situation as a starting point, the study began with the goals
of identifying strategies for improvement of the East Hollis Street area,
and to document those strategies in a plan. Early issues included:
the area’s connection to Main Street, integration of a future rail
station into its context, traffic congestion and the overall physical
environment.
More detailed data regarding existing conditions in the study area is
available in Appendix A: Existing Conditions.
PA G E
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CHAPTER

COMMUNIT Y OUTREACH

Over the course of approximately seven months, analysis, design
and planning work was augmented and guided by a series of seven
meetings with a Steering Committee composed of City staff, Nashua
Regional Planning Commission (NRPC) staff, area residents and
business owners, a representative from the Planning Board, the Board
of Aldermen and the Conservation Commission, and representatives of
civic organizations such as the Chamber of Commerce and the Great
American Downtown. The role of the Steering Committee was to bring
a diverse group of viewpoints to the table.
At key milestones in the planning process, three public meetings
were held to solicit a broader range of input. Invitations to the
public workshops were sent to all landowners, and distributed to
homeowners and businesses in the district. Attendance and energy
at the public meetings was high, and the valuable input gathered at
these sessions greatly influenced the outcome of this study.

Above: The planning process included three public
meetings to gather input from residents and
neighborhood businesses.
Below: Government leaders Alderman Cardin and
Mayor Streeter speaking at the second
public workshop.

In addition to the public meetings and Steering Committee meetings,
two meetings were held to discuss business interests in the district,
and a series of interviews conducted with:
• Major local property owners;
• Nashua Fire Rescue and the Nashua Police Department;
• Nashua Chamber of Commerce;
• City of Hudson Community Development; and,
• Nashua Public Works, Health and Human Services, Conservation
Commission, and the staff of Community Development.

V I S I O N F O R TO D AY
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ISSUES R AISED
The discussions of the three public meetings, and several small group
meetings and interviews are available for review in the Community
Development Division, Nashua City Hall. Issues raised focused
strongly around quality-of-life issues:
•

relieving traffic congestion;

•

improving pedestrian safety and walkability;

•

supporting and expanding the business and residential base of
the district with the goal of creating a mixed-use character;

•

improving the building, street and utility infrastructure;

•

adding parks and green space;

•

preserving area historic buildings; and,

•

improving the general appearance of the area.

Fire of 1930 at Spruce Street.

Residents and business owners in
the area expressed a concern to “fix
what is already there,” in particular
area traffic congestion

At the first public workshop, the consultant team presented the
concept of new development planned around a future neighborhood
transit station within the district, and explained the benefits such
infrastructure investment could provide. Residents and business
owners in the area expressed a concern to “fix what is already
there,” in particular area traffic congestion. Many residents
expressed concerns about noise, traffic and other station-related
impacts. Separate meetings were held with major area and business
landowners to address their concerns regarding station location and
land use proposals. For this Plan, emphasis was placed on short-term,
easily implemented solutions at economical cost. These elements
became the focus for the Vision for Today, presented in the next
chapter.
By the third public workshop, many residents and business owners
expressed interest in the concept of a neighborhood transit station in
the district. It became clear that more study of transit station location
and traffic would be beneficial, due to the long-term time frame of
transit planning. Concepts explored as part of this process, that can
inform later decisions, are included as part of a Vision for Tomorrow,
presented in Part II.
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CHAPTER

V I S I O N F O R T O D AY

THE PLAN

K E Y F I ND I N GS

This Vision for Today proposes near-term, implementable
improvements for the East Hollis Street Area, and policy
considerations for the district’s longer-term future. It evolved over
the course of several months, based on input from several Steering
Committee meetings and three public meetings. Early alternatives
emphasized the rail station’s role in neighborhood redevelopment,
and showed a range of infrastructure “packages” from modest to
substantial. Over time, feedback shaped the resulting plan as a nearterm (roughly a 5-year time frame), practical and distinctly feasible set
of strategies. These strategies include:

•

Make traffic and transportation improvements, with the addition
of a channelized left-turn lane on both Bridge and East Hollis
Streets and adjustments to signal timing;

•

Refine land use policy to preserve the core businesses in the
district, to make significant existing uses such as housing
conforming, and to encourage mixed use and higher densities
near the anticipated site of the future rail station;

•

Improve maintenance and infrastructure, promoting aesthetics
and reinvestment in the district by both public and private
interests, and promoting the streetscape design guidelines
created by this study;

•

Expand open space networks, taking advantage of Nashua’s two
riverfronts and abandoned rail corridors to create a linked green
space network in the district;

•

Encourage reuse of key historic properties to both preserve the
area’s identity and to foster economic development;

•

Add community facilities for a civic presence and convenient
service in the district;

•

Promote economic development in the area; and,

•

Integrate a future rail station into the district.

It is recommended that the East Hollis Street area be restudied in five
years.

13

PA G E

TR AFFIC AND TR ANSPORTATION IMPR OVEMENT S:
RECOMMENDATIONS
[illustration, Figures T1 and T2]

The consultant team reviewed existing and future traffic volumes*
for the area roadways, and conducted traffic counts at 8 major
intersections (See Figures 4 and 5). Traffic within the East Hollis
Street area of Nashua is a major concern as operations along the East
Hollis Street, Bridge Street and Canal Street corridors have significant
congestion during the peak periods and during train crossings.
These roadways serve as major urban arterials that provide access to
communities east and west of Nashua. Although car traffic is heavy,
despite common perception, the proportion of truck traffic in roadway
flows is somewhat low - 4%, instead of a typical 7% in a New England
city. In addition to roadway congestion, vehicle safety at unsignalized
intersections, pedestrian safety crossing East Hollis Street and Bridge
Street, and parking have been cited as issues that require resolution
in order to enhance opportunities for development and revitalization in
the area.
The capacity of these roadways is limited by a variety of constraints:
Ruins of the Infant Jesus School following
the 1930 fire.

• Limited alternative routes due to expense of river crossings;
• Limited right-of-way on historic roads;
• Many conflict points due to frequent and sometimes poorly
designed intersections, and frequent driveways; and,
• Inefficient signal timings.
Goals for transportation in the East Hollis Street area include:
• Relieve congestion on major arterials during peak hour and at
rail crossings;
• Control or divert cut-through traffic in residential neighborhoods;
• Reduce vehicle/vehicle, pedestrian/vehicle conflicts and safety
concerns;
• Support all transportation modes - cars, pedestrians, bicycles,
and transit;
• Minimize land use or right-of-way impacts; and
• Focus on near-term, implementable strategies.
* Traffic count data provided by NRPC and Howard/Stein-Hudson
Associates, Inc.
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Recommendations
Third lane, channelized left
turns,

1
2
3

- Belknap to D Street on
Bridge Street
- Belknap to Denton Street
on East Hollis Street

7

4

- Marshall to Hudson Street
on East Hollis Street

1
BRIDGE

B
Taylor Falls

ridge

Signal timing improvements

5

- East Hollis Street/Spruce
Street/Harbor Street

6
7

COMMERCIAL

- Bridge Street/Amory Street

NAP

BELK

4

- East Hollis Street/Main
Street (Off map)

2

9
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- Canal Street at Chandler
Street

New signal
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5
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3

- East Hollis Street at Allds
Street

VISION FOR TODAY:

- Arlington Street at East
Hollis Street

TRAFFIC IMPROVEMENTS

Rail grade-crossings

Note: For detailed diagrams, see Appendix H

T1

Recommendations
Implement a street tree
program

2

Acquire abandoned rail
rights-of-way and create
pedestrian-bike paths

3

Create a dynamic public
space on the Merrimack
- “Gateway Park”

4

Create safer pedestrian
crossings with signs,
lighting and striping

5

Create new playground
within the existing Acre

6

Repairs to sidewalks
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East Hollis Street Area Plan
Howard/Stein-Hudson Associates, Inc.

Figure #. Existing Average Weekday Traffic Volumes, Existing Roadway Network

T.

CT S

ST.

CS

ES

T.
T.

DS

T.

T.
PS
KNA
BEL

E.

ST.
URN
COLB

V
BS A
HOB

T.

ES
AS
CH

T.
S
ON
NT

ERS
BOW

L
MIL

ON
GT
LIN

.
ST

.
ST

AVE.

ST.

GRAY

ST.
COPP

4,200

R ST.

TO
PROC

AR

ALLDS
ITY ST.

S
GILLI

MULVAN

NEW ST.

E AVE.
KEHO

NGTO
ARLI

ST.

VE .
NA

N CT.
HEO

4,200

ALL

CRO

SANDERS

N ST.

ST.

VAN BURE

.
HAVELIN AVE

MURRAY CT.

COMMERCIAL ST.

ST.
VARD
HAR

R AV

SPE

N

.
WN ST

ST.

E.

PRO

.
ST

LIS

9,500

AVE.
WLEY

00

12,0

CRO
SON
HUD

SH
MAR

AVE.
HARBOR
TYLE

2,500
ST.

00
12,0

L
HO

E.

T.

S
ARD
HOW

9,500

PLE

PE

WORCESTER ST.

22,000

2,500

ST.

2,400

SPRUCE ST.

WOR

ST.

2,400

R
CESTE

JACKSON

ST.

ROBINSO
AMORY ST.

TEM
GORMAN AVE.
SHEDDS AVE.

SCRIPTURE ST.

0

ST.

22,000

TEMPLE ST.

4,80

BRIDGE

10,000

UNION ST.

5,100

HOYTS LN.

10,000

2,800

2,800

WARREN

N CT.

Figure 4 - Existing Average Weekday Traffic Volumes, Existing Roadway Network

ST.

AMS
WILLI

ST.

Not to
East
Hollis Street Area Plan
Scale
Howard/Stein-Hudson Associates, Inc.
Source: NRPC 2025 No Build Traffic Forecast

Figure #. Future Weekday Traffic Volumes, Existing Roadway Network

AMORY ST.

N

NEW ST.

ST.
SANDERS

N ST.

ST.

T.
ES
AS
CH

T.
ES

ST.

VE.
BS A
HOB

T.
CS

T.
DS

ST.
P
KNA
BEL

.
ST

URN
COLB

PE

CTOR

PRO

.
ST
L
MIL

LIN
AR

CT.

ON
GT

.
ST

VE .
NA

NGTO
ARLI

N
HEO

.
S ST

ST.

ERS

BOW

ST.

AMS

WILLI

AVE.
GRAY

GILLI
ST.

E AVE.

T ST.

ST.

ST.
MULVAN
ITY ST.

AV

4,100

ALLDS

ST.
ALL

E.

C
SPE

JACKSON

VARD
HAR

KEHO

PRO

IS
LL

HO

.
N ST

SH
MAR

AVE.
HARBOR

R
TYLE

00

13,5
.
ST

W
CRO

0

CR

00

ST.
SON
HUD

0
10,00
E.

VAN BURE

ST.
WARREN

MURRAY CT.

COMMERCIAL ST.

E.

ST.

10,00

Y AV
OWLE

14,2

COPP

SPRUCE ST.

ARD
HOW

ST.

3,200

ON
NT

WORCESTER ST.

26,200

.
HAVELIN AVE

PLE

4,100

R ST.

CESTE
WOR

3,200

TEM
GORMAN AVE.
SHEDDS AVE.

SCRIPTURE ST.

2,200

2,200

4

ST.

26,200

TEMPLE ST.

HOYTS LN.

BRIDGE

12,700

UNION ST.

5,600

,500

12,000

3,100

3,100

ROBINSO
N CT.

Figure 5 - Future Weekday Traffic Volumes, Existing Roadway Network

ST.

Not to
Scale
Source: NRPC 2025 No Build Traffic Forecast

V I S I O N F O R TO D AY

15

PA G E

The recommendations are based on a commitment to short-term
implementation. That commitment prevents consideration of right-ofway acquisition, new river crossings, and substantial readjustments in
travel patterns. As a result, recommendations are geared towards
adjustments to signal timing, safety improvements, and improved
accommodation of left turns.

Traffic Improvements
[See Figure T1 and detailed illustrations of elements in Appendix H ]

Create “turn pockets” where necessary for channelized left turns.
The existing paved area of Bridge and East Hollis streets is generally
sufficiently wide to accommodate three traffic lanes after restriping.
A third lane segment can be introduced on Bridge and East Hollis

Recommendations are geared
towards adjustments to signal timing,
safety improvements, and improved
accommodation of left turns

streets to create channelized left turns where there is need. Because
there are already left-turn lane segments, or “pockets”, in operation
at the key turning locations on both roads, this new facility will serve
some of the secondary left-turn patterns, accessing residential streets
and individual businesses. Small medians could be strategically
placed between lanes to channelize traffic, and to avoid expanding the
existing roadway width.
Signalize East Hollis Street/Allds Street intersection and add an
exclusive left turn lane on East Hollis.
The majority of left turns to and from East Hollis Street would be
made at this new traffic signal, which would operate as a fully
actuated, three-phase traffic signal, accommodating first the left turn
and through movement on East Hollis Street westbound, then the
through movements on East Hollis east and westbound, and finally
all movements from Allds Street. Also, an exclusive pedestrian phase
would be available upon push-button actuation. This improvement
would increase capacity and enhance safety for both turning vehicles
and pedestrians.
Adjust signal at Arlington Street and East Hollis Street to a two-phase
operation.

Tracks over the Nashua River to what is now BAE
Systems; the Fire of 1930 began at this site.

PA G E

16

This signal serves an important pedestrian safety function, allowing
children to cross East Hollis safely on their way to schools to the
south. The intersection has poor sight distances due to buildings
fronting on the right-of-way. With the installation of a signal at Allds
and East Hollis and the diversion of left-turning traffic, the phasing
of this signal should be adjusted and timed in coordination with

East H ollis Street A rea Pl a n

the new signal. The phasing should be adjusted to remove the lead
left turn phase, allowing left-turns from East Hollis onto Arlington;
the signal could then operate as a two-phase signal, allowing more
vehicle throughput on East Hollis eastbound. Left turns into Crown
Hill would be handled in the newly signalized East Hollis/Allds
intersection.
Slow traffic using traffic calming measures.
Traffic calming measures are recommended, particularly on Allds
Street, to address concerns about speeding traffic and pedestrian
safety on roads in residential areas. Tools could include striping
vehicle lanes to a standard 12’-0” or perhaps to 11’-0 (and possibly
creating bike facilities simultaneously); highly visible or textured
crosswalks; curbside parking; and, bulb-outs at intersections
among others. Specific traffic calming measures for any road will
be recommended with input from Nashua Fire Rescue and Police
departments, because some roads (such as Allds Street) are important
emergency vehicle routes. More traditional streetscape elements such
as sidewalks and street trees can also serve as visual cues to prompt
motorists to drive at lower speeds.
Improve traffic signal timing/phasing.
Much of the congestion along the corridor is a result of the traffic
signal operations at major intersections both within and outside the
study area. Traffic signal timing and phasing improvements can
be made to reduce delays and shorten queuing. The intersections
that can be improved by signal timing, coordination and phasing
improvements include:
• East Hollis Street/Spruce Street/Harbor Street
• East Hollis Street/Main Street
• Bridge Street/Amory Street
• Improvements in Hudson
Reorganization of the three key intersections in Hudson – their
lane assignments and signal phasing – can do much to relieve
congestion on both the Hudson and Nashua sides of the Taylor
Falls Bridge. Detailed proposal sketches are featured in Appendix
B. In general, removing the Derry Street through move to Chase
Street and restriping for additional approach and departure lanes
within existing curb lines will allow for better signal phasing and
intersection operations.
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Limit new curb cuts on East Hollis and Bridge streets.
No new curb cuts should be allowed if a feasible alternative exists,
such as access from a side street or via an adjacent property’s curb
cut.

Bicycle lanes encourage cyclists and provide an
option to driving.

The following table estimates the degree of improvement in intersection
operation that would result from the implementation of the above
recommendations, using the “level of service” unit of measure. Level
of Service A indicates free flow of traffic in an intersection; C indicates
modest congestion, and F indicates substantial delay. The numbers
in parentheses indicate second of delay.

Figure 6 - Estimated Level of Service Improvement at Intersections, Based on Recommendations

East Hollis St/Harbor Ave/Spruce St

East Hollis St/Allds St/Hudson St

The raised crosswalks along Temple Street shown
here are examples of a traffic calming technique
that could be used in the East Hollis Street area.

East Hollis St/Arlington St

Bridge St/Amory St

Pedestrian safety is an issue on East Hollis Street,
especially at this crossing near C Street. The safety
improvements shown below, and others, will help to
make crossings in the district safer.
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EXISTING
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PM
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AM
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PM

F (>100)
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AM
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B (11.3)

PM

B (16.3)

A (6.7)

AM

A (7.5)

B (10.3)

PM

B (11.3)

B (14.6)

Pedestrian and Bicycling Improvements
A significant characteristic of a livable neighborhood are the number
of pedestrians and cyclists found there. Walking and biking are
gaining importance as transportation modes, in addition to their
importance for health and recreation. Walking and biking connections
from the future rail station to homes, jobs, schools and shopping can
greatly reduce automobile trips. Currently there are few pedestrians
and cyclists in the East Hollis Street area except children going to
school.
In many parts of the district, it does not feel comfortable or safe to be
a pedestrian. Traffic speeds down the arterials, in close proximity to
people on narrow sidewalks. One particular uncontrolled crossing
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at East Hollis and Belknap Street has had three pedestrian/vehicle
accidents in recent years. Street crossings are often long distances,
with free right-turn traffic in conflict. In addition, sidewalks in the
East Hollis Street area are often in poor condition, discontinuous and
lacking in adequate lighting or landscaping. A goal of this Plan is to
make the district a safe and enjoyable place to walk and bike.
The East Hollis Street Area Streetscape and Open Space Standards
included in this Plan address streetscape design, with the goal of
improving walkability in the district. The general findings of this Plan
are as follows:
• Given the substantial constraints to creating on-street bicycle
facilities and wider sidewalks along Bridge and East Hollis
Streets, the City should pursue the creation of an off-street
network of pedestrian and bike facilities along rail rights-of-way
and the Nashua and Merrimack riverfront, connecting to major
destinations.
Pedestrians
• Every roadway should have continuous sidewalks on both
sides of the street. In general, there is sufficient room within
the existing right-of-way to accomplish this goal, although in
some locations topography or other situations create barriers.
Continuous sidewalks will eliminate the need for people to walk
in the street and reduce required street crossings, thus increasing
safety.

Warehouses and vintage cars in the East Hollis
Street area circa 1932. Warehousing and
distribution has historically been a major function
in this district.

• A street tree program would create a noticeable improvement in
the environment and should be a priority. Where there is limited
space within the right-of-way, the City should work with private
landowners to plant trees behind the sidewalk.
• Each signalized intersection should include exclusive pedestrian
phasing, actuated only at locations with low pedestrian and high
traffic volumes.
• Designs for the pedestrian environment must comply with the
Americans with Disabilities Act guidelines.
• Improve pavement markings and signs as an additional means
to improve safety. Particular attention should be paid to creating
high-visibility, well-lit crosswalks. New technologies such as inroad lighting may be considered.
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Bicycles
• Where feasible, roadways should feature continuous bicycle
facilities. The difficulty of creating them on Bridge and East
Hollis streets increases their importance on other streets – Allds,
Arlington, Amory, and Temple, in particular. In some cases, it is
a case of restriping the road, a relatively low-cost solution.
• Bicycle parking spaces or lockers should be provided at each
multi-family residential building at a rate of one space per two
units, and for other uses at a rate of one space per ten parking
spaces, calculated prior to reduced parking bonuses.
• A bicycle route from Downtown to Hudson through the East Hollis
Street area should be designated.

Access Management means
working with involved agencies
and private land owners to control

Longer Term Transportation Improvements
Three large-scale infrastructure proposals could significantly reduce
the amount of regional traffic traveling through the study area.

access onto roadways

• Advocate for a new bridge across the Merrimack River, between
the Taylor Falls Bridge and the next bridge twenty-five miles to
the north in Manchester, as an alternative means for vehicles to
cross the river. This and other options for improving regional
traffic are under active study by NHDOT and NRPC.
• Advocate and plan for a rail station in the district, to provide
connections to South Nashua, Lowell and Boston, and north to
Merrimack, Manchester Airport and Manchester. Eventually
the station would be part of a Boston to Montreal high-speed
service as well, with a regional draw similar to that of Amtrak
or commuter air services. The introduction of rail transit, and
the supporting bus feeder system connecting people to the
station, has the potential to transfer many regional car trips from
roadways to rail.
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• Plan for expansion of bus service to accommodate the train
station and other destinations in the district. Currently, there is
no fixed-route bus service to the study area except along Bowers
Street. With implementation of the proposed rail station, feeder
routes connecting Main Street and downtown residences, Crown
Hill, French Hill and Hudson to the station will be important. It
may be advantageous to design the rail station as a second bus
transfer point in the City, much like the existing facility near
City Hall. This service will also help local businesses attract
and retain workers who do not rely on automobiles, further
contributing to congestion relief.
East H ollis Street A rea Pl a n

Additional Suggested Roadway Design Improvements
• Improve intersections for vehicle and pedestrian safety by
identifying projects to improve intersection design, introducing
pedestrian phasing, creating better sight lines, etc.
• Work towards 80’ rights of way on major roads such as East Hollis
Street. This is a long-term objective. It would be implemented
by working with landowners to increase right-of-way on
redevelopment sites. This width allows for road widening, bike
lanes, improved sidewalks and streetscapes, and utility corridors.
Refer to the Streetscape and Open Space Standards later in this
document.
• Provide continuous sidewalks so that pedestrians – especially
school children – are not forced to walk in the street because there
is no sidewalk.

Market analysis for the East Hollis
Street area confirms a strong market
for housing, tempered by a strong
need for affordability

• Implement Access Management planning in the East Hollis and
Bridge street corridors. Access Management means working with
involved agencies and private land owners to control access onto
roadways. One of the key causes of congestion on these arterial
roadways is the large number of turns occurring. While turns onto
major roadways must be maintained and are already well-provided
for by left-turn pockets, the turns into private property are greatly
contributing to congestion - in particular, left-turns into and out
of driveways. There are a substantial number of driveways onto
Bridge and East Hollis streets, often more than one per lot. The
Plan recommends convening an Access Management Task Force in
the study area, through which these entities should work together
to achieve the following goals:
-

Work towards one curb cut per property for existing uses,
and shared driveways for new site plans.

-

Work with adjacent landowners to create shared on-site
circulation – for example, all cars for two businesses enter
on a driveway on Parcel 1, then exit on Parcel 2.

-

Identify driveways that are too close to intersections, or
situated in an awkward manner, and seek alternative access
for those sites.

-

Confirm that sign locations do not obstruct sight lines for
safe turning.

-

Create a right-turn-in/right-turn-out at problem locations,
precluding left turns with medians or barriers.
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Parking Improvements
In some locations in the East Hollis Street area, there are not enough
public parking spaces. Two examples are the Jackson Square and
Crown Street areas, where there is insufficient space for on-site
parking for many residential and business lots. Because overnight,
on-street parking is not permitted, residents must park in lots, and
off-street space must be arranged. This situation encourages the
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demolition of houses for residential parking, eroding the fabric of the
neighborhood. Opportunities for shared, off-street parking should
be identified throughout the study area to address these needs in an
organized fashion. Some alternatives:
• Create public parking along the Bridge Street frontage of the Cityowned former Johns Manville site, for use by area businesses
during the day, residents at night and recreationists on weekends.
This could be temporary until a desirable development is proposed
for the site, and the parking could then be included in new
development.
• Maintain communication with KeySpan and PSNH to determine
if creative land swaps or acquisitions in the Jackson Square
neighborhood can create parking resources for those residents.

For residents, train service offers
convenient transportation to more
employers, and for businesses, it offers
access to a larger workforce

• Negotiate with private interests controlling large, underutilized
parking lots in the district (there are several) for after-hours
parking by neighbors, particularly along Crown Street where
parking is at a premium.
• Locate new buildings near the street edge, and organize parking to
the rear of a lot. This principle is especially important on corner
lots. The fronts of the buildings help reinforce the space of the
street and sidewalk as an “urban room,” a more pedestrianfriendly environment than a series of parking lots. Existing
parking lots must include landscape buffers that use street trees
and shrubs to accomplish a similar effect. Refer to the Streetscape
and Open Space Standards for further guidance.
• Pursue on-street, overnight parking within the district in the
future. Reducing the need for off-street parking will allow for
greater building and population density, in support of the goals of
pedestrian-friendly environments, transit-oriented development,
and the overall livability and attractiveness of the district.

L A N D U S E R E COMMENDATIONS
The goal of land use policy in this district is to continue to build upon
the diversity of uses in the area: residential, industrial, and business
uses. This goal evolved from the vision expressed at public workshops
held during this planning process, and the refinements of the Steering
Committee (see Appendix C: Land Use and Development Goals). The
desire to have more shops and services in the district and to support
small business growth were also expressed in the workshops, as was
the desire to improve the aesthetics of development in the area and to
create new public recreational space. A complementary goal is to work
V I S I O N F O R TO D AY
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towards a mixed-use environment - in which homes and businesses
could be combined on a lot, in which the density, location and variety
of uses create an active street edge, a walkable neighborhood and
support future transit ridership. Neighborhoods designed so that
people can walk to work, run errands or catch their train have the
beneficial effect of reducing automobile trips and congestion - the land
use/transportation balance.
Most of the study area is zoned General Industrial (GI). This zoning
evolved from the historic uses in this district, which were primarily
heavy industry situated to take advantage of the rail transportation
in the area. The uses allowed in this zone include businesses
and a range of industrial uses, including “heavy” industrial uses;
construction materials distribution and processing; outdoor storage of
materials or vehicles; research and development, and manufacturing.
These uses are viewed as playing an important role in the district’s,
and the city’s, future. However, housing is not a permitted use in the
GI zone, which means that housing generally cannot be expanded or
replaced without Zoning Board of Adjustment approval. In that way,
housing reinvestment is discouraged.
A portion of Crown Hill within the study area is zoned for residential
use. Input from the Steering Committee and public meetings clearly
outlined the importance of preserving the Crown Hill neighborhood, so
no zoning changes will be recommended there.
The market analysis conducted for the East Hollis Street area
(Appendix E) confirms a strong market for housing in central Nashua,
tempered by a strong desire for affordability, or “workforce housing”
as expressed in the public workshops. This market demand would be
enhanced with amenities such as neighborhood shops and services.
In particular, in an inner-city neighborhood there is higher demand for
housing among single adults, young families, first-time home buyers
and empty-nesters.

This rail corridor is planned for MBTA commuter rail
service, and eventually high-speed rail connections
to Boston and Montreal.

PA G E

24

In the near-term, demand for new commercial space is likely to be
limited. There has been very little redevelopment in the district in
recent years, due to the high cost of brownfields remediation and
building demolition in relation to the property values. Given the
lack of easy and convenient access to the regional highway system,
existing district traffic congestion and the overall condition of the
existing building stock, commercial demand is not expected to grow.
Near-term commercial development will likely involve conversion or
redevelopment of residential properties to commercial use, especially
along the Bridge and East Hollis corridors.
East H ollis Street A rea Pl a n

The introduction of a rail station would expand demand for both
residential and commercial uses within its area of influence. For
residents, train service offers convenient transportation to more
employers, and for businesses, it offers access to a larger workforce.
If mixed-use, walkable neighborhoods are planned in support of
transit ridership, the area will have the added advantage of a highquality environment that would increase demand for all uses in the
district.
There are some distinct objectives to be met in planning for future
land uses in this district:
•

Make existing housing a conforming use, thereby allowing
investment in and expansion of the housing stock.

•

Support flexibility in land use by allowing a range of uses within
the district and within a parcel (“mixed-use”). This will allow the
district to take advantage of market forces to create redevelopment
momentum, while also reinforcing the quality of the environment
in the neighborhood.

•

Support existing industrial uses, and encourage new light
industries.

•

Promote land use at a density that will support ridership at a
future rail station. The study area is within a half-mile radius
(roughly a 10-minute walk, an accepted standard of walkability
used for commuter rail planning) of the anticipated station
location.

•

Reinforce existing small businesses and employment sites.

•

Require building siting, scale, site design, and pedestrian/
vehicular circulation standards that are consistent with a vibrant,
walkable, mixed-use neighborhood within zoning regulations.
(Refer to Appendix G for examples of standards that may be
considered in the East Hollis Street area.)

Environmental Resources
The East Hollis Street area is located at the confluence of the
Nashua and Merrimack Rivers. The land area within the oxbow
of the Nashua River, owned by PSNH, is almost entirely within the
100-year floodplain. Much of the rest of the study area is in the 500year floodplain, indicating the area could be affected by unusually
large flood events. Both rivers are designated as prime wetlands by
both the State Department of Environmental Services (DES) and the
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Nashua Conservation Commission (NCC). In 1991, the City adopted
a wetlands protection ordinance that established a 75-foot buffer to
prime wetlands. Any project that proposes impact to the buffers or
wetlands (and water resources) must be reviewed by the NCC and
Zoning Board of Adjustment, and meet special exception criteria.
In general, the Conservation Commission believes that walking
trails along a waterfront area can be a wonderful enhancement
when developed in an environmentally friendly manner. Preserving
naturally vegetated portions of the wetland buffer and restoration of
disturbed areas are priorities.
The Lower Merrimack River Local Advisory Committee is composed
of members appointed from the Commissioner of the New Hampshire
Department of Environmental Services from Nashua, Merrimack,
Litchfield, and Hudson. This Committee reviews projects that qualify
for the State Site-Specific and Dredge and Fill permits along the River
corridor, and seeks to protect riparian resources, promote public
access to the waterfront, and educate landowners about potential
adverse environmental impacts.
The banks of the Merrimack River in the project area are steep and
high – twenty or more feet high. A flood control berm was constructed
directly behind the banks following the flooding in the 1930’s. It is
notable that, although this is a well-developed urban area, the banks
have been relatively unaffected by development. There are also
asbestos deposits in the study area; some have been mitigated.

Zoning Recommendations
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•

Create a “mixed-use, transit-oriented development” overlay for
the GI zone. The City’s existing Mixed Use overlay zone is a good
starting point. Within the overlay area, all uses permitted in
the underlying zoning apply, but the overlay permits alternative
uses such as multifamily residential, elderly housing, community
facilities, retail, service and commercial, educational facilities, day
care, movie theaters, amusement and recreation services.

•

Create a system of bonuses to encourage transit-oriented densities
(in excess of twenty units per acre), affordable housing and a range
of unit types to serve a range of households, including families.
The Preliminary Draft of the Nashua Land Use Code (Appendix F)
features bonuses and incentives commonly used to accomplish
these goals:

East H ollis Street A rea Pl a n

- streamlining permits,
combining zoning and
site plan review;
- establishing a range
of housing categories
to achieve goals,
defined by rental
versus owned units,
relative densities;
- defining higher
allowable densities
within a quarter- or
half-mile radius of a
transit station;
- allowing for lower
parking requirements,
creating more space
for other uses; and,
- allowing a density bonus for meeting a threshold of affordable
units.

Figure 8 - The former McElwain shoe factory
building has potential for reuse as a mixed-use
complex.

Other possibilities include allowing a density bonus for
meeting a threshold of larger, family-oriented units or other
underrepresented unit type, or for structured parking that allows
for more site coverage.
•

Parking requirements should be greatly reduced within the overlay
district - especially in light of the significant amount of parking
already available in the district – again, to create a walkable,
transit-oriented district. Not less than one space per residential
unit, or three spaces per 1,000 square feet of retail/commercial
space, should be allowed. This provision is also dependent in the
long-term on the availability of efficient bus service in addition
to the rail station improved pedestrian connections, and greater
degree of mixed land use in the district. Reduced parking
requirements may need to be phased in, as the supportive policies
listed above are put in place and yield results. In the short-term,
prior to the start of rail service, alternative parking resources
must be created or identified, whether through shared use of
existing lots, on-street parking, or temporary municipal lots that
absorb the overflow. These lots are a method of “land banking” for
development once transit service is initiated.
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Create a new mixed-use base zone that includes light industrial
uses but excludes heavy industrial uses, for application to key
properties identified as catalysts in this Plan. Care should be
taken in identifying allowed uses to ensure that existing uses
remain conforming. The catalyst sites are located at the periphery
of the GI zone, and have unique value as historic resources,
gateways, river frontage, or residential enclaves. They include:
-

Former McElwain shoe building, and the adjacent Acre
neighborhood;

-

Alphabet neighborhood, Belknap Street to E Street.

-

Riverside property (formerly Maine Manufacturing) on Bridge
Street;

-

Triangle Pacific property and adjacent 29 Crown Street
building;

-

Capitol Plumbing property, Temple Street at Amory; and,

-

The Henry Hanger building.

•

Limit retail uses to less than 20,000 s.f., to promote small and
neighborhood businesses.

•

Create a Tax Increment Financing (TIF) district to apply future
enhanced tax revenues to needed infrastructure projects. The
first such ordinance was passed in Nashua in the Fall of 2003, for
the “Jackson Falls” residential development in Railroad Square,
at the intersection of Canal and Main streets. The funds will be
used to develop a public walkway along the Nashua River. With
a TIF district in place, the increase in tax revenue that results
from rising property values is captured and reinvested in on-site
infrastructure improvements, such as right-of-way acquisitions,
sidewalks, landscaping, public open space, intersection
improvements, or other civic elements.

•

Augment the provisions of the mixed-use base and mixeduse/transit-oriented development overlay zones to address the
aesthetics of corridor development along East Hollis and Bridge
streets. Sign controls, access management policy, requirements
that buildings front on the road right-of-way with parking located
behind, and shared parking provisions are the key variables
to address. Sample building siting standards are included in
Appendix G.

•

Add provisions to discourage drive-through uses.
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M A I N T E N A N C E AND INFR ASTRUCTURE
•

Advocate for improvements in street sweeping, snow removal, trash
collection, water and sewer infrastructure, and general maintenance
activities.
Area residents noted low water pressure and rusty tap water.
Pennichuck Water Works (PWW) is responsible for public water
infrastructure in this area. Portions of the East Hollis Street area
contain unlined cast iron water mains, which may release rust.
PWW replaces a limited distance of such mains yearly, and has
agreed to focus efforts in the East Hollis Street area. This would
probably occur with street reconstruction. Coordination would be
at the preliminary design level between the City of Nashua DPW
and PWW, and involve telephone, gas, and electric utilities.

•

Work with Guilford Transportation on freight rail noise and traffic
congestion resulting from switching activities in the rail yards.
Area residents were concerned about noise from trains. The
primary noise impacts can be attributed to switching activities
rather than through-travel by trains. These same switching
activities sometimes use rail extending north of Crown and East
Hollis streets, with trains moving at very slow speeds blocking
rush hour traffic on arterial roadways approaching an important
bridge connection. Discussions with the rail owners, Guilford
Transportation, may yield opportunities to coordinate their
switching activities around peak hour traffic.

Area residents and business
operators consistently identified
significant opportunities to improve
the district through maintenance
activities

O P E N S PAC E NET W ORKS
The East Hollis Street area is distinctly lacking in improved, public
open space, and yet there is tremendous opportunity to create a
high-quality green space network that can be an amenity for Nashua
and adjacent communities. The opportunity is significant in that
the City owns some key waterfront parcels in the district. Given that
the district’s future includes a rail station, that green network can
provide attractive connections to the station, a destination for rail
travelers, and a natural amenity and incentive for the new businesses
and residences that will someday be part of the rail station’s transitoriented neighborhood.
•

Implement the Streetscape Guidelines, beginning with a street tree
planting program.
The space of the streets is perhaps the most important open space
of any urban district. The Streetscape and Open Space Guidelines
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The Nashua and Merrimack rivers provide
unparalleled opportunities for beautiful natural
views.

for the East Hollis Street Area, produced as part of this project,
offer guidelines for landscaping and sidewalk standards that
may be implemented immediately by requiring that its standards
be met in any new development proposal. However, because
of the limitations of the right-of-way on East Hollis and Bridge
streets, they pose the greatest challenge to implementing a quality
streetscape environment or street trees. Through a coordination
process with area property owners, street trees may be located
behind the curb at locations where there is insufficient space
within the right-of-way for street trees (the existing condition).
Also, particular attention should be paid to the many parking lots
in the area, some currently featuring landscape buffers and some
without. The City should work with property owners to create
buffers planted with street trees on every parking lot, to soften
their appearance and reinforce the street edge.
•

Acquire rail rights-of-way to create walking/biking green
connections through the district.
The Community Development Division has initiated discussions
with Guilford Transportation to acquire abandoned railroad rightsof-way, including:
-

The Worcester-Nashua Railroad, parallel to East Hollis Street
and extending from the walk/bike path that connects to City
Hall; and,

-

The Nashua-Acton Railroad, which connects from the center
of the Plan area to South Main Street and Main Street
Marketplace.

Also, the opportunity to extend the existing rail trail connecting
to Main Street alongside the Wilton Line and further into the Plan
area, and to connect it to other paths, should be investigated.
With plantings, lighting, paved pathways and regular gateways,
these corridors can be reused as transportation connections,
public open spaces and recreational amenities. Although the
corridors end in the center of the Plan area, connections must
extended to the train station, the planned waterfront open
spaces, and Hudson. In addition, both of these corridors offer
opportunities for interpretive historic and environmental exhibits
because of their role in the development of Nashua.
•
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Plan for a waterfront open space network.
There is excellent potential for land at the confluence of the
Nashua and Merrimack Rivers to become a regional playground,
with walking and biking paths connecting to surrounding
East H ollis Street A rea Pl a n

neighborhoods and Main
Street. The City already owns
two significant parcels east of
the railroad bridge, but much
planning and coordination with
area land owners is required to
make this vision a reality. Public
access areas would need to be
well defined from private ones.

•

The Army Corps of Engineers
(ACOE) has jurisdiction over the flood control berm and inspects
it annually. There are limitations on what can be located on the
berm. ACOE will likely not allow benches; a paved trail is likely to
be acceptable.

Historic resources are both landmarks and part of
the fabric and character of the East Hollis Street
Area.

Create a dynamic public space on the riverfront.

Bottom: A smokestack in the 29 Crown Street
complex.

The City owns an 8.5-acre parcel on Bridge Street on the banks of
the Merrimack River near the confluence with the Nashua River.
The City’s skateboard park is there, and an alternative stormwater
treatment facility will occupy space near Bridge Street. This
waterfront location is a prime site for water-related uses, such as
a boat house, as well as a riverfront trail and other recreational
uses. Viewed on the westbound approach across the Taylor Falls
Bridge, this waterfront site can reinforce the City’s gateway - a
Gateway Park.
•

Left and above: Row houses on Amory Street and
historic worker housing in the Acre.
Below: St. Casimir’s Church.

Create playgrounds in the residential areas.
The area’s residential énclaves are framed by high-traffic arterial
streets. This adverse condition can be improved by providing
small public spaces within the immediate neighborhood. These
opportunities should be sought in Jackson Square, Alphabet and
Crown Street. A parcel in the Acre previously used for a private
playground presents an excellent opportunity for the City to
create a sizable playground and also to extend Scripture Street to
expand the Acre’s street grid - an opportunity to be pursued.

R E U S E O F H I S TORIC PR OP ERTIES
The Nashua community places a high value in recognizing its
origins through historic buildings and resources. The landmark
historic structures within the East Hollis Street area are attractive
buildings that help to tell the story of the railroads and the Industrial
Revolution. Several key properties have been identified as excellent
opportunities for preservation through adaptive reuse:
V I S I O N F O R TO D AY
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• The former McElwain shoe factory
• The Henry Hanger Building
• Triangle Pacific, or the former Gregg mill
• 29 Crown Street
• St. Casimir’s Church
These and other key properties have been identified for rezoning to
mixed use or for a mixed-use, overlay applied to promote preservation
through adaptive reuse, should existing uses vacate the structures
(as has occurred at St. Casimir’s Church). Due to their historically
significant status, these buildings may be eligible for tax breaks
to facilitate redevelopment, or, in the case of Triangle Pacific and
29 Crown Street, proximity to the proposed rail station may create
opportunities to access transportation-related funding. In addition,
the historic themes in the district (rail, foundry, manufacturing) can
be visually reinforced through signage and streetscape materials.

COMMUNIT Y FACILITIES
A greater civic presence in the district, in the form of police, fire
or human services facilities, could improve services within the
neighborhood and could help attract new development interests.
Nashua Fire Rescue is currently searching for a site for a new
station within the district, an excellent first step. The Nashua Police
Department seeks a greater presence in the area, and there is a
possibility of a community policing office in the new Fire Station in the
district. Opportunities for a satellite Public Health and Community
Services office should be investigated.

ECONOMIC DE VELOPMENT
The area’s existing economic base consists primarily of small service,
retail, distribution and light manufacturing businesses seeking
low cost space and convenient access to the suburban Boston and
southern New Hampshire markets. Many firms in the area also
employ local residents for both skilled and semi-skilled positions. The
older mill buildings, including the Riverside Properties complex, serve
as “incubators” for small and growing businesses.
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The redevelopment plan for the area should enhance and expand this
small business focus by providing opportunities for additional light
industrial, distribution and service businesses to start up or expand.
Several of the existing major structures are under utilized, and have
the potential for future mixed development, such as a combination
of commercial and residential uses. For example, the McElwain
East H ollis Street A rea Pl a n

complex currently houses a
number of small businesses, and
could be redeveloped for market
rate and affordable housing and
neighborhood retail (such as a
small grocery store) along with
light industrial, office and service
businesses. The Henry Hanger
Company building houses a viable
industrial use. Should market
conditions shift, it could be used for retail/service on the first floor,
and housing on upper levels. Other vacant parcels, such as those
off lower Crown Street, could be developed for multiple tenant “flex”
space, with a mix of office and light industrial
uses within the same building. There is
a relatively strong demand for such small,
affordable space in the greater Nashua
market, and the East Hollis Street area can
meet some of this need.

The Henry Hanger building is an important and
historic landmark in the district.

The City can pursue several strategies
to encourage the redevelopment of the
neighborhood with this mix of suggested
uses. These include provision of services and
incentives to businesses and property owners.
A partial list includes the following:
•

•

Sponsor a forum (or series of forums) for
the business owners and operators in the
study area to get together to discuss issues
and opportunities amongst themselves
and with the City. This could be done in
conjunction with the Greater Nashua Chamber of Commerce and
might include presentations of the East Hollis Street Area Plan,
along with professional development seminars by service providers
such as the NH Small Business Development Center on such
topics as accounting, business planning and marketing. The goal
is to have the business community know what’s happening in the
neighborhood and to provide feedback to the City on their needs.
Create a Tax Increment Financing (TIF) district for the study
area that will permit additional taxes on new development to
be used to support infrastructure needs required to service the
properties. Target projects for funds might include water and
sewer improvements, roadway and streetscape improvements
or pedestrian walk/bikeways. The TIF district should be
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Figure 9 - The Henry Hanger building is well-suited
for reuse.

With input from residents and
business owners, begin the process
to establish a unique identity for
the East Hollis Street neighborhood
that the rest of the City (and State)
can remember and relate to
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geographically broad enough to cover the entire study area and
any new projects that may ensue. A dedicated TIF fund should be
set up specifically for projects within the study area, guided by the
priorities expressed in the city’s Master Plan.

It is in Nashua’s best interest to
create a transit-orientation in
the East Hollis Street area now, in
anticipation of the future rail station

•

Organize information on tax credit programs that may be available to
developers in the study area, including historic and low/moderate
income programs. Evaluate the potential for pursuing historic
status for the Henry Hanger and Triangle Pacific properties or
others that may have similar standing (e.g. 29 Crown Street), or for
district status for a defined area. Tax credits provide a valuable
financing tool for private sector developers that reduce the overall
cost of redevelopment.

•

With input from residents and business owners, begin the process

planning and funding process

to establish a unique identity for the East Hollis Street neighborhood
that the rest of the City (and State) can remember and relate to.
This might include developing a “name” for the area (e.g. Riverside,
Gateway, Nashua Depot, etc.) that is easily recognizable along with
streetscape improvements that echo a particular theme or concept.
Creating a new image for the area will help attract new investment
and retain existing residential and commercial interests.
•

The City should organize a “Development Conference” for the
Master Plan, inviting real estate brokers, developers, property
owners and other interested parties to an event (luncheon,
breakfast, business-after-hours, etc.) to attend and learn about
the project and the opportunities that may be available. This
would have the benefit of getting everyone “on the same track”
(pun intended) and generate interest in the process. The invitee
list should include Boston-area real estate contacts as well as New
Hampshire brokers and developers.

FUTURE R AIL STATION

Top: A view of the Hudson/Commercial Street wall,
in ruins after the Fire of 1930.
Bottom: The old Nashua Union Station, built in
1875 and demolished in 1965.
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The New Hampshire Department of Transportation (NHDOT) is
planning an extension of the MBTA Commuter Rail Line from Lowell
to Nashua. Preliminary design is underway for Phase 1, which will
create a station at East Spit Brook Road in South Nashua. Phase 2
would extend service to Manchester, with stations potentially located
in Merrimack and the East Hollis Street area pending planning and
engineering analysis. Rail service in Nashua will help reduce roadway
congestion, in particular on Route 3 and on 3A north to Manchester,
and a station in the East Hollis Street area will provide an important
economic stimulus to the district - and Nashua’s downtown - in the

East H ollis Street A rea Pl a n

form of new residents, shoppers and jobs. It will also provide better
access for area residents to points north and south. This investment
of federal dollars in southern New Hampshire’s transportation
infrastructure, with new federal policy allowing some of those dollars
to be spent in support of transit-oriented development and all that
entails, is a great opportunity for the Nashua community. After
reviewing the analysis, the majority of the East Hollis Street Area Plan
Steering Committee supported the concept of a future rail station in
the district.
However, the opportunities for federal funding are dependent to some
degree on competition with other projects for New Starts funding.
The Federal Transit Authority’s (FTA’s) New Starts program gives
priority to communities that have planned ahead for infrastructure
improvements and development patterns that will support
transit ridership. Through annual report filings, each project is scored
for their community’s transit orientation. Communities with the
highest scores have the best opportunity for funding. Even highlyscored projects can wait several years for funding. For this reason,
it is in Nashua’s best interest to create a transit-orientation in the
East Hollis Street area now, in anticipation of the future rail station
planning and funding process.
The consultant team analyzed the district and presented three
alternative sites for a rail station to the Steering Committee for
consideration, along with their advantages and disadvantages. The
selected location for the future rail station is the rail corridor south
of Crown Street. The primary reasons this site was advanced are
that less infrastructure investment would be necessary, and it would
cause less disruption of existing businesses. This site has several
advantages:
•

The rail alignment there is relatively straight, with resulting ease
and economy in constructing safe platforms;
• The location is close to higher existing residential densities; and,
• The rail is adjacent to historic buildings with potential for reuse.
The site also has several disadvantages:
• There is limited potential for new, higher-density development
near the station due to existing single-family and multi-unit
houses;
• The location is not directly accessible or visible from the Bridge
and East Hollis Street arterials, reducing public safety and the
opportunity for related economic development; and,
•

The site is on the edge of the mutable area of the district, instead
of central to it.

V I S IO N F O R TO D AY
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Figure 10 - Illustrative Station Area Plan at Crown Street, Triangle Pacific Site

If the station were located south of Crown Street, the issue of parking
potentially spilling on to neighborhood streets would need to be
addressed. One strategy would be to designate resident-only parking
areas, with effective enforcement. Strategies for addressing this issue
in other communities should be studied.
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A second station location alternative is centrally located within the
district between Bridge Street and East Hollis and west of Belknap
Street, in an area refered to during this study as the “Core”. This
site alternative offers great potential for access and economic and
transit-oriented development, but requires significant infrastructure
investment (relocation of sections of rails and roads), and a significant
change in existing land use. A third option, the former Johns
Manville site north of Bridge Street, also requires a great deal of
infrastructure investment, yet offers fewer benefits than the second
site. It is important to note that any of these three sites is feasible,
East H ollis Street A rea Pl a n

based on this preliminary analysis; however, the selected site seems
to offer the fewest barriers to implementation. Another alternative
considered was to locate the station at Crown Street, and then shift it
to the central location. However, it was determined that the station
relocation would not be feasible.
• • •
Some topics for further study have been recommended within the
Vision for Today:
• Comprehensive access management study/task force.
•

As transit station plans are further advanced, a comprehensive
parking study and recommendation for public parking area and
possible future structure.

•

Feasibility study of the redevelopment
of structures at 25 and 29 Crown
Street for rail station and mixed use
development.

•

Identify additional opportunities for
cooperative planning between Nashua
and Hudson.

In the course of this study, many challenging
planning issues have become apparent.
Often, this occurs because diverse planning
goals and objectives are defined within this
plan. Issues likely to require further definition
and study include:

Existing condition of rail area at proposed
station location, south of Crown Street between
the Triangle Pacific building and 29 Crown Street
complex.

Figure 11 - An illustration of a station and platforms
integrated into the south of Crown Street location.

• Management of the anticipated traffic volume on the constrained
Bridge and East Hollis Street rights-of-way in the long-term may
be necessary.
•

Reassessment of the balance
between the traffic function
of the area’s arterial streets
with the desire to improve
pedestrian access and
“walkability” in the area.

•

Further provisions for
buffering between industrial
uses and residential uses may be required.

•

If the area is not chosen for a transit station, new strategies for
revitalization of the area may be required.
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The Triangle Pacific building on Cross Street,
the former Gregg mill, is a handsome historic
structure that has fallen into disrepair. Adjacent
to the proposed commuter rail station site, it
could be rehabilitated to be part of station area
development.
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The Vision for Today identifies clear and easily implemented actions
that will address the needs of East Hollis Street area. Through
improvements to intersections such as signal timing adjustments and
new turn lanes, traffic congestion will be reduced in the near-term.
Flexibility and reinvestment in the building infrastructure will be
encouraged and guided through new zoning provisions. These and the
many other initiatives for district improvements identified in this Plan
demand funding and staff resources to implement; an implementation
plan follows that sets priorities and schedules, and identifies potential
funding sources.

PA G E

38

East H ollis Street A rea Pl a n

4

CHAPTER

I M P L E M E N TAT I O N P L A N

CO S T S

The following elements are compiled from the recommendations
contained in the Vision for Today. Rough costs have been assigned to
each and totaled.
[note: numbers indicate priority]
Transportation Improvements
Order of Magnitude Costs
1. Third lane - striping/signing E Hollis
$ 20,000
(includes pedestrian treatment at the Variety Store)
2. Third lane - Striping/signing Bridge Street
$ 10,000
3. Traffic signal modifications
Arlington @East Hollis
$ 5,000 (max)
East Hollis Street/Spruce Street/Harbor Street
$ 5,000 (max)
East Hollis Street/Main Street
$ 5,000 (max)
Bridge Street/Amory Street
$ 5,000 (max)
4. Traffic signalization Allds/E Hollis Street
$ 150,000 to $ 200,000
5. Traffic calming
$ 500,000
Assume restriping at $5,000 per quarter mile; installation of pavers at crosswalk at $20,000
per installation; and curb extensions at $100,000 per intersection. Budget item is a
placeholder for an unknown package of improvements.
Streetscape Improvements
Order of Magnitude Costs
1. Street tree program
$ 1,000,000
2. East Hollis Identity (design, manufacture, installation)
$ 60,000
3. Sidewalk repairs/streetscape implementation
$ 6,000,000
Parks
Order of Magnitude Costs
1. Acquire rail right-of-way
$ 850,000
2. Initiate Gateway Park Master Plan/Design with DPW
[Note: Costs of implementation may be reduced due to shared siting with a stormwater
treatment facility in development]
Construction of Boathouse
$ 200,000
Design
$ 60,000
Park construction
$ 640,000
2 ball fields, parking for 40 cars, playground, walkways, lighting and drainage
2 basketball courts, boat launch, access, ramp
3. City services task force – Police, Fire, Health and Human Services, DPW
4. Acre Playground – acquire property and commission design
20,000 s.f. @
Land acquisition
$ 120,000
Design/build
$ 120,000
V I S I O N F O R TO D AY
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5. Design/construct rail trails
Approx. 3800 feet at $95/ft.
$ 375,000
6. Waterfront Task Force
Key issues to be addressed are environmental remediation, right-of-way acquisition, and
security. Note that cost does not account for remediation.

Design and construct waterfront trail
Approx. 8000 feet at $25/ft.
TOTAL

$ 235,000

approx.

$ 10,500,000

Implementation/Coordination Issues (no capital costs)
1. Rezone
2. Development Conference
3. Coordination with Guilford RR
4. Hudson/Nashua River Crossing coordination
5. Access Management Task Force
6. Create TIF, proposed through resolution to Board of Aldermen

PRELIMINARY SCHEDULE
SCHEDULE
Transportation Improvements
1. Third lane - striping/signing
East Hollis (includes pedestrian
treatment at the Variety Store)

FY2005

FY2006

FY2007

FY2008

FY2009

DESIGN/
ACQUIRE
FUNDING/
IMPLEMENT

$20,000
2. Third lane - Striping/signing
Bridge Street

DESIGN/
ACQUIRE
FUNDING

IMPLEMENT

$10,000

3. Traffic signal modifications:
Arlington @East Hollis

DESIGN/
ACQUIRE
FUNDING/
IMPLEMENT

$5,000
East Hollis Street/Spruce
Street/Harbor Street

DESIGN/
ACQUIRE
FUNDING/
IMPLEMENT

$5,000
East Hollis Street/Main
Street

DESIGN/
ACQUIRE
FUNDING/
IMPLEMENT

$5,000
Bridge Street/Amory Street
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DESIGN/
ACQUIRE
FUNDING/
IMPLEMENT

$5,000
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SCHEDULE
Streetscape Improvements
2. East Hollis Identity (design,
manufacture, installation)
3. Sidewalk repairs/streetscape
implementation

FY2005

FY2006

FY2007

FY2008

FY2009

$2,000,000

$2,000,000

$2,000,000

$160,000

$160,000

$160,000

$60,000
ACQUIRE

ACQUIRE

FUNDING

FUNDING

Parks
1. Acquire rail right-of-way

$850,000

2. Initiate Gateway Park Master
Plan/Design with DPW
Design
Park construction

$60,000
ACQUIRE

$160,000

FUNDING

3. City services task force – Police,
Fire, Health and Human
Services, DPW
4. Acre Playground – acquire
property and commission
design
5. Design/construct rail trails
- excluding ROW

ACQUIRE

SECURE

DESIGN

CONSTRUCTION

FUNDING

PROPERTY

$15,000

$120,000

$125,000

$125,000

$117,500

$117,500

$80,000
ACQUIRE

ACQUIRE

FUNDING/

FUNDING

$125,000

SECURE
PROPERTY

6. Waterfront Task Force

ACQUIRE

ACQUIRE

FUNDING/

FUNDING/

SECURE

SECURE

PROPERTY

PROPERTY

Design and construct
waterfront trail – excluding
remediation
Coordination
1. Rezone

JUNE 04

2. Development Conference

JUNE 04

3. Coordination with Guilford RR

ONGOING

ONGOING

4. Hudson/Nashua River
Crossing coordination

ONGOING

ONGOING

ONGOING

5. Access Management Task
Force

ONGOING

ONGOING

ONGOING

6. Create TIF
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FUNDING SOUR CES
Funding applications are very competitive, for Federal or state funding
- and also within the City of Nashua for the City’s capital funds.
Advancement of any or all of the projects for the East Hollis Street
Area will require sustained advocacy to gather funding and implement,
by public and private parties. In recent years, projects that
leverage public funds with private funds gain advantage in funding
applications, so the involvement of local foundations, developers and
business interests is critical to overall success.
In January 2004, the Congress will continue its work reauthorizing
the next transportation funding bill, the successor to ISTEA and TEA21. Early indications are that enhancement funding is not receiving
the same priority as highway funding. Advocacy for enhancement
projects to receive funding, and for earmarks, is in process.

H. Stearns Flour & Grain Warehouse and Elevator:
one of many historically rail-dependent uses in the
area.

Critical elements in the potential siting of a rail station in the East
Hollis Street District are: one, the successful implementation of the
Phase 1 Lowell-Nashua Extension; and two, successful application
of the Phase II elements (of which the station is one) for New Starts
funding. That application process is highly competitive, with scoring
based on the degree to which the applicant has planned for and
implemented an infrastructure that will support transit. Elements of
this Plan, and further study of the future visions, will be important
to helping NHDOT secure New Starts funding, in addition to the
continuing advocacy of the government, residents and businesses of
Nashua.
The Nashua Regional Planning Commission identifies the region’s
transportation needs for inclusion in the State’s ten-year plan, and
other short- and long-range transportation plans. The City will
continue to work with the NRPC to include the East Hollis Street
projects in these plans.
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Some potential sources of funding:
Roadway Improvements
• State DOT funding on Rt. 111 – East Hollis Street - Canal/Bridge Street/
State 10-year Plan (City match submitted for City Capital Improvement
Funding)
• The Surface Transportation Program (STP)
• The Congestion Mitigation and Air Quality Improvement Program (CMAQ)
Open Space Improvements (including trails)
• Trust for Public Lands – Parks for People
• The National Recreational Trails Funding Program
• Transportation Enhancements Program
• The Surface Transportation Program (STP)
• The Congestion Mitigation and Air Quality Improvement Program (CMAQ)
• Land and Water Conservation Fund, DOI
• Brownfields funding – rail and waterfront trails, parks
• State Recreation and Parks Division
• Utility leases for rail corridors
• The Wallop Breaux Fund
Housing and Streetscape
• The Surface Transportation Program (STP)
• The Congestion Mitigation and Air Quality Improvement Program (CMAQ)
• Land and Water Conservation Fund, DOI
• The Community Development Block Grant Program (CDBG)
• HOME
Rail Station/Transit
• New Starts Funding
• Bus transit improvements/expansion of source: Federal Transit
Adminstration
Historic Preservation
• Land and Community Heritage Investment Program (State of New
Hampshire)
• Bus transit improvements/expansion of source: Federal Transit
Adminstration
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1
CHAPTER

par t 2

Streetscape and
Open Space Guidelines

ASPECTS OF THE STREETSCAPE

I D E N T I T Y, F U NCTIONALIT Y AND ACTIVIT Y
The design guidelines set forth in this document set standards for
redevelopment of the East Hollis Street area with respect to district
Identity, Functionality, and Activity. These standards will guide the
planning and design of such diverse applications as street width and
public open space, as well as street tree species and roadway lighting
standards. The application of these guidelines is further defined
in the East Hollis Street Area Plan, into which these guidelines are
incorporated.
Identity: Streets connect places of business, homes, parks and play
spaces, plazas and to other streets. Streets also need to be viewed
as places; as destinations in and of themselves, where civic life
occurs. Consistent themes in design directed though streetscape
standards will help establish a sense of place and a vibrant
neighborhood through environmental sensitivity, functionality of
design, and diversity of uses, scales and views. To make the streets
of the East Hollis Street area unique to Nashua, the elements and
furnishings that make up the streetscape should reflect the culture
and history of the neighborhood. References to the neighborhood’s
industrial past (iron foundries, smokestacks, mills, the Nashua and
Lowell Railroad, the old Union Station, the Nashua and Merrimack
Rivers, and perhaps even the Crown Hill Fire of 1931) should be
made through the design of signage, benches, pavements, lighting,
etc. While the goal to achieve historic references is appropriate,
these references should express themselves in the context of a
contemporary setting. That which is deemed historic should be
preserved; that which is newly created should make reference to its
historic antecedents, but with a contemporary aesthetic.
Functionality: Streets and streetscapes must create the access
necessary to make the district a success. Access must accommodate
all transportation modes: automobiles, delivery vehicles, transit,
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bicycles, and walking, the mode that begins and ends every
trip. Movement and orientation must be easy and comfortable
for all users of the district. Functionality also incorporates the
issues of maintenance and affordability; that is, the streetscape
types defined by the guidelines must be easily and affordably
constructed, and easily and affordably maintained over a long life
cycle, while still providing the highest quality environment.
Activity: People enjoy spaces where there are other people. The
streetscape is the space of public interaction in cities, providing
a backdrop not just for transportation but also for recreation,
events, and gatherings large and small. Landscape designs must
not be only appropriate for specific uses but also synchronized
with uses in adjacent buildings – restaurants, residences, offices,
entertainment and transit uses all have different landscape
requirements. Activities in outdoor spaces extending beyond the
hours of the workday can contribute to the creation of an active,
vibrant district, and will further create a sense of security. These
guidelines will call for design to support a range of activities
fostering that security. A key urban design concept that supports
pedestrian activity on streets is to locate buildings near the street
edge. In particular, parking should not be placed between the
sidewalk and the building. Parking should be placed behind the
building.

GATE WAYS AND TR ANSITIONS
There are two existing, strong natural gateways into the East Hollis
Street district; the entrance to Nashua from the east across the
Taylor Falls Bridge; and Canal to Bridge Street from the west over
the Nashua River. Gateway landscapes should be developed to
provide a dramatic demarcation between districts, and they should
help identify the distinctiveness of the neighborhood. For this
district, the physical boundaries are the bridges at the two rivers
one must cross to enter the district. We recommend development
of a significant piece of architecture and/or landscape to
reinforce both gateways. This may take the form of a literal gate,
development of a building with unique design, special landscape
treatment with a display of color, and/or water feature.
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The boundaries of the district as defined by the study area in the
south and west are less distinct. Along these boundaries, the
movement from one neighborhood to another is a more gradual
STREET SC AP E GUIDE L I N E S

transition between land uses and development density. The
use of streetscape elements will reinforce the transition into the
East Hollis Street district by virtue of the change in pavement
type, signage type and graphics, regular spacing of street trees,
unique lighting standards, etc. As people move from one district
to another, they will ‘feel’ the change in aesthetic and the level of
activity that is associated with that district.

S T R E E T H I E R AR CHY
The design of the streets is an orientation tool, sending messages
to travelers—encouraging or discouraging the choice of a route.
Because vehicular and pedestrian patterns of movement within the
East Hollis Street neighborhood will be changing over time, existing
and proposed streets should be classified to reflect a hierarchy as
follows (note, this classification system is independent of roads
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Figure 12 -� Street Hierarchy in the East Hollis Street

Area.

������ ���

����

��
����� �

Bridge Stree
t

���������� ���

������ ���

East

� ���
����

H

s St
olli

reet

�
��
���

����
��� �
������

���
���

������ ������

���
����

Crown

Street

��
���

����� ���

��
��
���

���
������
���� ����

�
���
���
�� �
�
�
����

�
�������

Major Roads
Main Street
s

����� �����
���� �������
��������� �����

Colle
ctor Roads
Local Roads

Potential Future Streets

47

PA G E

classified for vehicular traffic, and is intended to reflect future,
desired conditions):
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Major Roads - East Hollis Street and Bridge Street. These
roads carry the majority of vehicle traffic traveling
through and within the district. Their character will
reflect this, in that they will support more commercial and
retail enterprises over time, with a primarily automobile
orientation. Accommodations for pedestrians still must be
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Figure 13 - Typical right-of-way plans and cross
sections for Major Roads and future “Main Streets.”
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made, although due to limited rights of way, the pedestrian
environment will not be ideal.
•
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“Main Streets” – Temple Street is a logical pedestrian and
bicycle connection between the Downtown and the East
Hollis Street neighborhood. West of Harbor Street, both
Temple and Pearl streets have already been reconstructed to
enhance walkability. The current Vision for Today does not
include an eastward extension of Temple Street, but future

STREET SC AP E GUIDE L I N E S

long-term plans could accommodate a new roadway. Because
the City will presumably be able to obtain a wider right-ofway for new streets, there is an opportunity to create a more
pedestrian-oriented street.
•

Collector Roads – Allds Street, Arlington Street, Commercial
Street, Marshall Street. Collector Roads reflect a primarily
residential character, but may carry significant vehicular
traffic loads certain times of the day. These roads function
as local roads that connect local homes, businesses, schools
and parks to each other, and less regional traffic. On street
parking and a pedestrian oriented environment should be
encouraged.

•

Local Roads – All other roads. Local Roads service homes, and
are characterized by their narrow width and low pedestrian
and vehicular traffic volume.

In developing these standard roadway section concepts, the following
assumptions were made:
•

Narrow lane widths (11’-0”) were employed to encourage slow
traffic and reduce the length of pedestrian street crossings;

•

At a minimum, bicycles should be accommodated on-street
in striped and marked bike lanes on 80’ rights of way, and in
shared lane facilities in smaller rights of way;

•

Where bike lanes are adjacent to the curb, they should be
allotted 4’-0”;

•

More space should be allotted to bicycles where they travel
adjacent to parallel parked cars (5’-0”);

•

On-street parking should be included wherever roadway
capacity allows; and,

•

Sidewalks should include two zones: a walking corridor
a minimum of 8’-0’ -wide and a 5’-0” -wide signage and
furnishings strip adjacent to the curb. In addition, one foot
allowances should be included at the curb and the building
face, to allow for “friction” or resistance of pedestrians to
passing too close to a stationary object.
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GATHERING SPACES: PL AZ AS AND PARKS
An integrated, interconnected system of public open spaces will
be a central element in the East Hollis Street neighborhood. Open
spaces and the streetscapes that connect them will be places of
community gathering. As such their design should incorporate
materials, forms, and programming which strongly convey a
sense of the East Hollis Street neighborhood and the larger
Nashua community. Each space should connect to others via the
streetscape, and should be designed with a strong relationship
to the streetscape elements - either continuing them or creating
a strong difference through gateways and boundaries, while still
maintaining a common theme.
The Merrimack and Nashua River waterfronts are the major
open space elements and potential recreational resources in the
study area. The waterfront open space must be recognized as a
precious resource and developed to maximize its potential. The
streets will also be part of the open space network, acting as
“green”, pedestrian-oriented ways that will connect future, smaller
public spaces that will be located throughout the district, to the
waterfront. These smaller spaces, or “pocket parks,” will provide
the opportunity and flexibility for a variety of programmed and
non-programmed activities to take place.
Standards for pocket parks - Pocket parks should be located at
places of confluence; at corners adjacent to major intersections, at
district gateways, at the entrance to a civic of community facility,
and anywhere generally where there are concentrations of people.
Pocket parks will typically serve up to a 1⁄4-mile radius. Their size
does not matter: some of the most successful parks are small.
Paley Park in Manhattan is 40’ x 90’ (3,600 square feet) in area,
and has constant comings and goings of people, at all hours of the
day. However, pocket parks range in size from 500 square feet to 2
acres. Standards for development of small open spaces include:
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•

Places for passive and active recreation; sitting, sunning,
reading, play equipment, ice skating, splash parks, chess
boards, and people watching. Provide places that are a part
of the city, not an escape from the city.

•

Provide Direct access from a public sidewalk, and maximum
visibility from the street.

STREET SC AP E GUIDE L I N E S

•

An elevation not greater than 3 feet from street level, up or
down.

•

Access in accordance with the American with Disabilities
Act.

•

Bicycle parking facilities.

•

Places for the dissemination of public notices and
community bulletins; kiosks, bulletin boards, etc.

•

Places for art and theater, formal and informal, to take
place.

•

Opportunities to purchase and consume food and drink.

•

Places to interact with water.

•

A variety of shade and sun. The park should have a
southern exposure if possible.

•

Paving – provide decorative paving that expresses a variety
of textures, patterns and colors.

•

A combination of moveable and fixed seating. Provide 1
linear foot of seating per 30 square feet of plaza or park
space.

•

An illumination level of at least 2 footcandles throughout.
Provide electrical outlets for seasonal displays.

•

Trees: 4 minimum for parks under 1,500 s.f. in area; 6
minimum for parks under 5,000 s.f. in area; 1 tree for every
2,000 s.f. in area for parks larger than 5,000 s.f.1

S TA N D A R D S F OR THE DE VELOPMENT OF THE WATERFR ONT
•

Provide a waterfront, multi-use recreation path, 10’
wide minimum, constructed of bituminous concrete, to
accommodate a variety of modes such as pedestrians,
bicycles, roller blades, and skateboarders.

•

Provide direct access to the water’s edge, fully ADA
compliant at key locations.

•

Locate ‘nodes of entry’ to the waterfront path in association
with major street intersections, gathering spaces, gateways
or at future major buildings.

•

Connect the waterfront path to existing and proposed trail
systems.

•

Provide places to sit.

•

Provide places to launch a boat so people can acces the
water for recreation.
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2

CHAPTER

ELEMENTS OF THE STREETSCAPE

The purpose of these guidelines is to set standards for creating
an environment that balances the needs of all users of the public
right-of-way. Good streetscapes encourages walking, by providing
safe and attractive sidewalks, crosswalks, plazas and other
pedestrian spaces.
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Sidewalks
It is very important that sidewalks be provided continuously on
both sides of every street. Exceptions should only be granted
for roads where the narrow right-of-way causes safety conflicts
with the development of traffic plans for vehicular circulation. In
addition, some local roads are narrow, dead end streets where it
may not be feasible (or desirable) for the construction of sidewalks.
The standard for the design of sidewalks should be employed
throughout the district, to create a sense of continuity. Although
the right of way cross section will vary depending on the street
hierarchy, certain standards will apply to all street types. The
sidewalk standard is separated into two zones: a planting/
furnishings zone and a walkway zone. The walkway zone varies
from 6’-0” to 8’-0”, excluding a 1-foot buffer between the walkway
and building facades. An 8’-0” clear walkway allows two pairs
of pedestrians walking in opposite directions to pass each other
comfortably.
The planting/furnishings zone within the sidewalk standard will
vary from 3’-0” to 6’-0” wide, allowing for a continuous tree pit or
trench beneath it large enough to support healthy street trees.
Lighting, seating, directional signage and newsboxes will be located
in this zone on every sidewalk.
In certain locations there may not be enough right-of-way to
allow for planting of street trees in the sidewalk. In these cases,
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Figure 14 - Section of typical sidewalk with
furnishing zone and walking zone.

Example of driveway design integrated with
sidewalk
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a program of tree planting on private property, at the back of the
sidewalk should be instituted. This would be a partnership effort
between residents and business owners, and the City where the
City would pay for tree purchase and installation and the property
owners giving permission for the planting. Although this condition
is not as desirable as trees located near the curb, it will still result
in a tree-lined street effect.
Refer to Figure 13 for typical sidewalk cross sections.
Elements may be added to these zones to enhance the scale and
interest of the street, but they should adhere to the dimensional
guidelines illustrated at left. Elements include:
•
•
•
•
•

Planters;
Signage projecting from the building face;
Awnings projecting over the sidewalk;
Sign, light or banner poles; and,
Location of furnishings within the planting strip.

Paving

Poured-in-place concrete
with a color additive is the
recommended standard
for the main walkway, with
grey granite pavers in the
furnishings/planting strip
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The primary criteria in selecting paving materials are consistent
availability over a long period of time, ease of maintenance and
replacement, and creation of an attractive, interesting and pedestrian-scaled environment. Poured-in-place concrete with a color
additive is the recommended standard for the main walkway, with
grey granite pavers in the furnishings/planting strip.
In order to enhance the appearance of the concrete, scoring patterns, broom finishing, framing, and gray integral coloration will be
utilized. Where the concrete is troweled, care should be taken to
ensure that no bumps or ridges result above the level of the main
walkway that hamper accessibility or affect the smoothness of the
main walkway surface.
Integral color to be: .25 Pounds 8084 Davis Colors per 94 pounds
bag cement - light gray or equivalent. All installations to comply
with ASTM C979. Scoring should be in a 3-4’ square grid (depending on sidewalk width), with 1” deep control joints and troweled
edges. Paving should be installed directly on a structural soil that
runs continuously beneath the strip, to provide continuous planting medium for street trees. The guideline on street trees, set forth
below, details the use of structural soils beneath the furnishings
strip.
STREET SC AP E GUIDE L I N E S

The furnishings strip should be paved with locally-sourced, gray
granite 4” by 4” cobble stones with a split-faced finish, set on a 1”
sand leveling bed.

Crosswalks and Curb Extensions
Crosswalks should be provided along all paths of travel at
intersections, including “T” intersections. Each sidewalk approach
or side of a street should have a crosswalk. Crosswalks and stop
lines shall meet NHDOT standards. Any crosswalk should be a
minimum of 8’-0” wide, but may be larger at major crossings where
high pedestrian demand is indicated. Accessibility ramps should
be placed in the curb where the sidewalk meets the crosswalk, and
shall be constructed of poured-in-place concrete.
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Figure 15 - Sidewalk details illustrating curb
extensions, turning radii, and furnishing zones.
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The length of each crossing should be minimized to the extent
possible, by limiting the number of vehicle travel lanes to only
those required; and/or by employing “curb extensions” at
intersections wherever possible.
Crosswalks may vary by street hierarchy. Major Roads, the major
vehicular corridors through the neighborhood, will have painted
ladder crosswalks. “Main” Streets will have paving materials in
the crosswalk to match the adjacent sidewalk, giving a preference
to the pedestrian path. Where desirable as a traffic calming device
– such as near parks, plazas, or other highly-used pedestrian areas
– crosswalks can be raised to the sidewalk level. Collector Roads,
such as Allds and Arlington streets will have painted crosswalks,
although individual crosswalks could be raised in high-volume
pedestrian zones as a traffic-calming strategy. Typically, local
neighborhood streets will not have crosswalks.
Curb extensions, or “bulb-outs” shorten the length of roadway
pedestrians need to cross and place pedestrians waiting at the
curb in a location where they are more visible to drivers. Curb
extensions should only be incorporated on a block with curbside
parking, and at an intersection in which the lack of a right-turn
lane does not congest the intersection to create a Level of Service
“F” condition. They should be designed to extend no more than
6’-0” into the parking lane, and should extend 25’ from the corner.
The paving in the curb extension should match that of the adjacent
furnishings strip, with the exception that smooth paving must be
provided in any walking path approaching a crosswalk. Planters
or seating may be placed on the curb extension, well outside of
pedestrian paths of travel.
Curb radii should be minimized to reduce the length of street
crossings and to encourage slower driving speeds. On no-turn
corners the radius may be 10’-0”. On turn corners, radii shall
accommodate turns by delivery trucks so that they do not cross
into the path of on-coming traffic as they turn. This requirement
may be waived on low volume streets. Bus routes and fire lanes
shall be identified and only corner radii specific to a route will be
designed for bus traffic, according to that plan. Larger trucks may
only load at off-street loading facilities, minimizing their affect on
street corner radii.
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On-Street Transit Accommodation
Bus stops are important components of an overall transportation
system serving the East Hollis Street neighborhood. Their
locations should be convenient to passengers and reinforce activity
nodes and street life.
Bus stops should be located at regular intervals along the bus
routes throughout the district. Bus stops should include space
outside of a travel lane for the buses to drop off and pick up. Any
new transit stations should include a bus shelter.
In locations where a shelter is desired, it should be incorporated
outside of the sidewalk space, within a plaza or building setback.
Wherever possible, bus shelters should have on-demand lighting
for waiting passengers. There are kits available to power these
lighting systems with small solar panels which can be incorporated
into the roof of the shelter. Each bus shelter should have a pay
phone adjacent.

Off-Street Parking
Large areas of uninterrupted surface parking are not in keeping
with the long-term vision for the East Hollis Street neighborhood.
Large surface parking areas are not only unattractive, they
negatively effect microclimates, surface stormwater runoff, and the
walkable distance between buildings.
Surface parking lots should be located behind buildings, in the
interior of developments. Buildings should be sited along streets.
Parking lot landscaping should be used to reinforce pedestrian
and vehicular circulation at entrances, islands, and walkways.
Trees should be interspersed among parked cars at a rate of one
tree per ten spaces, in addition to trees located at lot perimeters.
Trees create shade to moderate the parking lot microclimate in the
summer.
Landscaping should also be used to create strong screening and
edges where surface parking abuts a street. A ten-foot wide
landscape buffer should be carefully designed to be visually
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accessible . A visual window to the uses beyond should always be
maintained between three and eight feet in height, through plant
pruning and furnishing selection to promote security. The buffer
should include the following elements:
•
•
•
•

Ornamental, visually open fencing not to exceed four-feet in
height or low walls not to exceed two-feet in height;
Trees planted at a spacing of not more than thirty feet on
center, such that their canopy continues the street wall;
Berms, whose design should not exceed a 40% slope nor threefeet in height; and
A trellis or other structure may also be employed.

Street Furnishings

An example of a cut-off fixture
(Kim Solitaire SRSP18)

Lighting
Street lighting is one of the features that will have the greatest
impact on creating a consistent, identifiable image for the East
Hollis Street district. A consistent approach to lighting throughout
the district will have an enormous affect on people’s perception of
the neighborhood. Criteria for site lighting includes:
•

Provide cut-off optics for every luminaire, in which the lamp
is fully recessed inside the reflector, directing the light of the
lamp in a controlled beam towards the ground plane. This is
done in order to reduce glare, decrease light pollution, protect
the nighttime sky, increase lighting efficiency, and reduce light
trespass onto neighboring properties. All lamps to be Metal
Halide.

Road Type

Major/Collector
Roads

“Main Street”
(Temple St. and
future extension)

Local Roads

Minimum footcandle
illumanance at
ground plane

1.2

0.8

0.5

Average/Minimum
uniformity ratio

3/1

4/1

6/1

Typical spacing

100 feet

48 feet

72 feet

Mounting height

25 feet

12 feet

18 feet

Kim Structural
STP1

Kim Solitaire
SRSP18

Standard
cobrahead or City
standard

Manufacturer/Model
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•

Illuminance standards

•

Lighting design (spacing, wattage, mounting height) should
be performed on a site-specific basis by a qualified engineer.
Acquire photometric analyses based on proposed light
specifications prior to ordering and installing fixtures.

•

Provide lighted bollards in parks and plazas to enhance the pedestrian experience.

News Boxes
News boxes should be set in organized groups, in one of the following locations:
•

Tightly grouped within a sidewalk’s furnishings strip.

•

Within a curb extension, away from the corner with the
nearest edge 5’-0” from a crosswalk.

•

Within a pocket park or plaza behind that sidewalk.

•

Within a piece of street furniture which assembles a series
of news boxes into one structure, either placed in the
furnishings strip or within a building facade.

•

At any new transit station

Bicycle Racks
Bike racks should be permanently mounted in one of the following
locations along the sidewalk:
•

In well lit, active locations.

•

Within the sidewalk’s furnishings strip.

•

Within a curb extension, away from the corner with the
nearest edge 5’-0” from a crosswalk.

•

Within a plaza behind that sidewalk.

•

Bike lockers, supervised bike storage, and/or weather-protected bike storage should be incorporated into any transit
station planning, to promote intermodal connections.

•

Bike racks should be provided in parking areas in
convenient, visible locations.
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3
CHAPTER

PLANTING

“An urban sidewalk without trees is like a building without a
roof. Even if the trees had no functional value, such as providing
shade, they would be useful to give a sense of scale. The street
side near the curb is the best location for trees along sidewalks.
This is one of the few purely aesthetic judgments that should
become a rule in most urban situations.”2
Large shade trees make the difference. Streetscapes should be
designed for pedestrian comfort as well as visual pleasure for bike
riders, car or bus passengers. Planting organized patterns of
shade trees in those spaces where people walk and sit reinforces
the geometry of the surrounding architecture, and extends the
scale of buildings into the landscape. By providing an overhead
canopy, a roof of foliage, trees provide needed summer shade,
seasonal color and winter interest. The environmental benefits
are improved air quality by filtering pollutants, producing oxygen,
and reducing the effects of the urban heat island. Pedestrians and
passengers experience the street by moving through it. Regularly
spaced trees provide the rhythm and repetition to unify the
streetscape; and large shade trees provide the most “bang for the
buck” in streetscape design. Trees that are proven to be hardy in
city conditions must be considered for planting.
Example of Callery Pear

Planting design must reflect the limited maintenance budget of
public authorities. Flowering perennials and annuals on a large
scale cannot typically be maintained, and shrub plantings will not
stand up to the abuse of a streetscape environment unless planted
in large, irrigated beds with suitable soil volumes. This type of
planting will be better maintained by private interests, which
should be encouraged to enhance their own landscapes.
Trees, planted on every street (if possible) in the neighborhood,
make the physical and spiritual connection to the Merrimack and
Nashua Rivers and the parkland on their banks.
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Tree Planting Standards
To help convey the street hierarchy, each street type in the
hierarchy is assigned different tree species. Each type is assigned
two or more species of tree for varieties sake, as well as to avoid
monocultures, where a treeless street may result from one species
dying out. Within each species are available several varieties to
choose from. In order to achieve the basic design goal of rhythm
and repetition, each species or variety will be planted in groups
of 10, as a minimum, before changing species or variety. Where
street trees are able to be planted on both sides of a street, an
equal number of the same species will be planted directly opposite
each other (i.e. 10 minimum on each side for a total of 20 of the
same species). Alternatively, alternate species every two blocks.
Trees must be set back from road intersections so as not to
interfere with site lines. A traffic engineer should be consulted on
a case-by-case basis to determine this setback.

Example of Gingkos in the fall.

The existence of utility poles and overhead power, telephone and
cable lines pose challenges to any streetscape improvement. The
most desirable visual improvement will be to bury these utilities,
but that is not possible in most cases. However, certain tree
species that will not lose their shape when pruned, may be planted
underneath the lines, and in coordination with utility pole spacing.
Tree NOT recommended for under utility lines are listed below.
Shade trees should be planted at a size large enough to have an
immediate physical and visual impact on their surrounding space.
Conversely, smaller trees tend to have a better survival rate after
transplanting. We recommend that shade trees be planted at no
smaller than 3” caliper, and no larger than 5” caliper, unless the
designer/specifier determines that specific site conditions warrant
a variation from this standard.
Tree pits and paving must be designed to allow maximum root
growth. 90% of tree roots grow in the top 24” of soil, and well
beyond the limits of the crown. Air and water must be allowed to
reach the root system. Urban planting technique is an evolving
science and must be considered in any design. The latest research
indicates the following standards:
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Open treeways and planting strips should be designed where
possible, to allow the maximum amount of light, water and air
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to tree roots. Where sidewalks or other pavements must cover
planting areas, continuous tree trenches should be used beneath
sidewalks, utilizing structural soils, irrigation and subsurface
drainage throughout. Tree grates shall be installed consistently
and wherever street trees abut parking at the curb, and wherever
open treeways are not feasible. Tree grates within the sidewalk
must match a standard furnishings palette, and feature breakouts
to accommodate tree growth to a 2’-0” trunk diameter. Tree grates
must meet ADA requirements. Stone or bark mulch may be
incorporated with the tree grate as a ground covering.
Cornell University research suggests a structural soil mix of 80%
angular crushed stone and 20% planting soil by weight, with 30
grams of hydrogel per 100 kilograms of stone. This mix should be
spread and compacted to a depth of 18-24”, and utilized as a base
material for sidewalks of concrete, asphalt, or unit pavers. Tree
pits should include PVC perforated pipe loops and risers to provide
aeration and irrigation. When necessary, stabilize the root ball
with low, 18”-high supports.
Crown size is directly proportional to the volume of soil available
for tree roots. The literature suggests that 500-1,500 cubic feet
of soil is the minimum required for urban, street tree planting.
In locations of proven hardship, provide a minimum pit of 5’-0”
by 5’-0” by 3.5’ deep for tree planting.Species assignments are
as follows. (Note: Due to urban conditions, specimens may not
reach the sizes listed. A slower than average growth rate is also
expected.)

Example of a Zelkova serrata.

Major Roads - The major roads in the neighborhood will require very
hardy trees with large canopies to provide the greatest amount of
tree canopy over these wide roadbeds. The following street trees
should be spaced at 30’-0” on center to provide the volume and
mass that will achieve significant visual impact and environmental
benefits.
Platanus x acerfolia ‘Bloodgood’, ‘Columbia’ or “Metsam’ - Plane
Tree

Plane trees are statuesque, massive formal trees with olivecolored, mottled bark which provides winter interest. Used as an
allee in notable locations such as Memorial Drive in Cambridge
and Cadman Plaza in Brooklyn. 70-100’ high, 65-80’ wide.
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Quercus palustris – Pin Oak

A superior street tree, the Pin Oak has a pyramidal form in
youth, growing broader as it gets older. It has excellent fall
color, with leaves that may hold on all winter. The lower
branches will need to be pruned as the tree ages because they
tend to droop with age. 60-70’ high, 25-40’ wide. Do not plant
under overhead utility lines.
Quercus rubra – Red Oak

A big tree (60-75’ high and wide) the Red Oak has a rounded
growth habit, provides great shade, and superior red fall color.
Main Streets – Temple Street and any future extensions will form the
new, pedestrian spine of the neighborhood. The following street
trees will provide the structure and organization to articulate the
outdoor space adjacent to new housing, shopping and offices.
Space at 20-25’ on center.
Ulmus parvifolia – Chinese or Lacebark Elm - varieties ‘Allee’ or
‘Athena’

Michael Dirr claims this species “…should become the dominant
shade and street tree of the 21st century.”3 The Chinese Elm is
highly resistant to elm leaf beetle and Dutch Elm disease. Elms
are very hardy and fast-growing, with a tall, arching canopy and
dark leaves. Lacebark elms have a fine texture and interesting
bark. 40-50’ high and wide. Do not plant under overhead utility
lines.
Gleditsia triacanthos – Thornless Honeylocust - varieties ‘inermis’,
‘Shademaster’, or ‘Skyline’

Graceful, open branching with finely textured foliage. Provides
light shade/dappled sunlight that allows grass or perennials to
grow underneath. Yellow fall color. 30-70’ high and wide.
Pyrus calleryana – Callery Pear – varieties ‘Capital’ or ‘Chanticleer’

Medium-sized, upright tree with awesome red fall color and
profuse white blooms in spring. 30-35’ high, 15’ wide. Plant 20’
O.C. or closer for maximum effect. Do not plant under overhead
utility lines.
Connector Roads – These spaces, like Major Roads, deserve trees with
large canopies that can stand road salt and heavier compaction.
Plant at 30’ on center.
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Zelkova serrata – Japanese Zelkova – varieties ‘Green Vase’ or
‘Village Green’

Billed as a replacement for Amercian Elm, but somewhat stiffer
in habit. Dark green, dense foliage, with an arching habit. This
tree typically comes into its own about 5 years after they are
planted. 50-80’ high and wide. Do not plant under overhead
utility lines.
Sophora japonica – Japanese Pagodatree – variety ‘Regent’

Upright, spreading, rounded crown with richly-colored green
leaves. Unusual for a tree in that it blooms profusely during the
summer with fragrant creamy-white flowers. 50-70’ high and
wide.
Local Roads – Low traffic volume, high pedestrian volume (especially
children), and narrow sidewalks require trees that are good for
small spaces.
Carpinus betulus - European Hornbeam

Deep green leaves, oval to rounded form of exceptional
uniformity. Smooth sinewy bark and graceful branching pattern
provides winter interest. 40-60’ high; 30-40’ wide.
Gingko biloba – Ginkgo – variety ‘Princeton Sentry’

The Ginkgo is a distinctive street tree with unusual branching,
light foliage and brilliant yellow fall color, and will be
sculptural additions on these streets which double as open
space. Purchase male trees only, as the females’ fruit have a
disagreeable odor. 50-80’ high; variable spread.
Acer rubrum - Red Maple – variety ‘Armstrong’

Armstrong Maples are an upright, narrow form, appropriate
where houses are set close to the sidewalk. The red flowers of
maples are a harbinger of spring. Spectacular yellow and red fall
color. 40-60’ high.

1 Whyte, William H., The Social Life of Small Urban Spaces, The Conservation Foundation, Washington D.C., 1980, pg. 113.
2 Arnold, Henry F., Trees in Urban Design, Van Nostrand Reinhold, New York, 1993, p. 52.
3 Dirr, Michael A., Dirr’s Hardy Trees and Shrub – An Illustrated Encyclopedia, Timber Press, Portland, Oregon, 1997, p. 412.

65

PA G E

PA G E

66

STREET SC AP E GUIDE L I N E S

