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Was an INFRA application for this project submitted previously?..............YES, as a FASTLANE 

Application 

If yes, what was the name of the project in the previous application? ...Route 6/10 and Interstate 

95 Interchange Project 

Previously Incurred Project Cost................................................................................$3,484,509.24 

Future Eligible Project Cost...................................................................................$339,398,362.59 

Total Project Cost (This should be the sum of the previous two rows) .................$342,882,871.83 

INFRA Request .............................................................................................................$60,000,000 

Total Federal Funding (including INFRA) ..................................................................$144,800,000 

Are matching funds restricted to a specific project component? If so, which one? ....................NO 

Is the project or a portion of the project currently located on National Highway Freight 

Network?....................................................................................................................................YES 

Is the project or a portion of the project located on the NHS?...................................................YES 

• Does the project add capacity to the Interstate system?.................................................YES 

• Is the project in a national scenic area?............................................................................NO 

Do the project components include a railway-highway grade crossing or grade separation 

project?.......................................................................................................................................YES 

Do the project components include an intermodal or freight rail project, or freight project within 

the boundaries of a public or private freight rail, water (including ports), or intermodal 

facility?.........................................................................................................................................NO 

If answered yes to either of the two component questions above, how much of requested INFRA 

funds will be spent on each of these projects components?..............................................$12 Million 

State(s) in which project is located …………….…………….......................................Rhode Island 

Small or large project? ..............................................................................................................Large 

Urbanized Area in which project is located, if applicable...................................Providence, RI-MA 

Population of Urbanized Area.................................................................................1,190,956 (2010) 

Is the project currently programmed in the:  

• TIP..................................................................................................................................YES 

• STIP................................................................................................................................YES 

• MPO Long Range Transportation Plan...........................................................................YES 

• State Long Range Transportation Plan............................................................................YES 

• State Freight Plan............................................................................................................YES  

http://www.planning.ri.gov/documents/trans/freight/2017/freight-plan_july%202017_PD2.pdf
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If selected, would you be interested in participating in a new environmental review and permitting 

approach?....................................................................................................................................YES 
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Dear INFRA Review Team: 

A chain is only as strong as its weakest link, and the Providence I-95 Northbound Viaduct, one of 

the critical highway connectors along the northeast corridor, is dangerous and crumbling. The 

Viaduct was originally constructed in the 1960s to carry Interstate 95 through the heart of 

Providence. It serves as a gateway for traffic to-and-from New England, and a vital link for people 

and commerce across the Northeast megaregion, a powerhouse of density and economic output, 

producing 20% of the nation's GDP with 17% of the population on 2% of the nation's land area. 

We stand on the cusp of a once-in-a-lifetime decision: to alleviate the current ills of third-

most traveled segment of interstate in all of New England, or simply replace the Viaduct in-

kind, which would lock in longstanding safety and congestion challenges that currently 

plague this stretch of I-95 for the next 70 years. The recently-completed Southbound Viaduct 

did not include such mitigation measures, making reconstruction of the Northbound Viaduct an 

especially important opportunity.   

To that end, this application builds on one that the Rhode Island Department of Transportation 

(RIDOT) submitted last year to the FASTLANE program by introducing a new proposal to – with 

the benefit of an INFRA grant – execute the project as a Public Private Partnership (P-3), 

amortizing higher project costs of an ambitious solution over fifteen years and providing an 

opportunity for additional innovation in designing, implementing, and financing. 

Growing pressures on the system drive urgent need  

As the Northeast megaregion grows, so do the demands on I-95, causing key intersections like this 

one to become chokepoints and safety risks. The 53-year-old viaduct was designed to handle a 

daily volume of 57,000 vehicles, but now carries over 220,000. The Viaduct has long been 

identified as requiring full replacement due to its poor structural condition, a function of its age 

and the traffic loads it has carried over its lifespan, which have far exceeded those for which it was 

originally designed. Bridges within this project are in a poor state of repair, either structurally 

deficient or functionally obsolete. One bridge is fracture critical, necessitating frequent and costly 

patchwork repairs just to keep it and the surrounding stretch of I-95 functional.   

The current configuration of the viaduct also compromises safety and efficiency. More than 1,000 

vehicle crashes have occurred in this area over a recent five-year-period, the results of tight merges 

and weaves that become even more treacherous as congestion worsens. There are also numerous 

other crashes that occur along the Route 6/10 eastbound approach, I-195 westbound approach, and 

on I-95 northbound beyond the limits of the Viaduct, that could be attributed to this bottleneck. 

The construction of the collector-distributor roadway proposed in this application is projected to 

mitigate this reoccurring bottleneck through additional capacity and the reduction/elimination of 

weaving segments. However, RIDOT’s traffic models estimate that if the bottleneck is not 

addressed, by 2035, a typical 7-mile afternoon rush hour trip from Reservoir Avenue in Cranston 

R.I. to Branch Avenue in Providence will take 35 minutes. 

While the importance of the safety and efficiency of this intersection is outsized relative to 

the dimensions of Rhode Island – the smallest state – so are the costs of improving it to meet 

the scope of the demands that it faces. RIDOT’s State Transportation Improvement Plan (STIP) 

accounts for an in-kind replacement, which would bring it to a state of good repair but preserve 

inefficiencies and operational safety risks. From a budgetary standpoint, the magnitude of the 
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project is immense; fixing the viaduct’s many problems will cost significantly more than simply 

replacing it. The total project cost will exceed an entire year of the RI formula allocation. 

Expanding project scope will yield safety and economic improvements  

The Providence viaduct spans the Woonasquatucket River, the Amtrak Northeast Corridor, city 

roads, and the Exit 22 interchange ramps which presently provide access between I-95 Northbound 

and the major US Route 6/State Route 10 east-west expressway (the “6/10” Connector). RIDOT 

proposes to rebuild the interchange to a state-of-good-repair and also improve the system of ramps 

which will eliminate a major bottleneck and vastly improve the efficient movement of people and 

goods through reconfiguration of ramps, separation of a conflicting merge that causes dangerous 

weaving, and addition of a collector-distributor road. These improvements would result in up to 

an 82% reduction in queueing from the Route 6/10 approach as compared to the no-build or replace 

in-kind options. RIDOT would also modify the Dean Street interchange in Providence to eliminate 

weave movement just prior to the existing Viaduct interchange, where vehicles accessing Route 

6/10 eastbound from the Dean Street on-ramp (and destined for I-95 northbound) pose conflicts 

with through traffic. This would yield a 5 percent reduction in highway footprint that could be 

applied towards economic development.  

All told, the proposed project would yield significant safety and efficiency improvements over the 

current configuration.  For example, the travel time for the 7-mile stretch described above would 

be reduced by more than 80 percent in 2035, down to only 6 minutes. We estimate a total saving 

of 2,024 Vehicles per Mile Traveled once this project is complete. 

To support this expanded scope, RIDOT is taking a number of steps to support project 

delivery and pay for ambitious projects: 

Leveraging project management and innovative procurement to improve program impact  

Rhode Island ranked last on overall bridge condition in 2015. That’s why, in 2016, Governor Gina 

M. Raimondo signed into law the “RhodeWorks” plan to repair more than 150 structurally 

deficient bridges and to prevent more from becoming deficient and costlier to repair.  RhodeWorks 

is projected to save close to $1 billion over a decade by fixing bridges sooner. The asset 

management program directed in RhodeWorks now dictates RIDOT’s STIP, which is focused on 

implementing bridge improvements identified in order to yield a structural sufficiency rate of 90% 

over a decade.   

Through RhodeWorks, RIDOT is delivering projects efficiently and effectively by deploying a 

project management approach and leveraging a range of innovative procurement techniques such 

as design-build contracting and bundling of multiple proximate projects under a single contract to 

accelerate delivery. The Department received a 2017 AASHTO award for “Best Use of 

Technology & Innovation, Large Projects” for RhodeWorks.  Notably, Federal Fiscal Year 2017 

(FFY17) was RIDOT’s most successful year, advertising $293 million in project work, surpassing 

even the $268 million in 2009, the year that the American Recovery and Investment Act (ARRA) 

was passed.  

RIDOT is also focused on integrating best practices for permitting and project delivery. With 

respect to this project, RIDOT is working in collaboration with the FHWA RI division office to 

develop a clear schedule for completing environmental review. While the original in-kind 
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replacement was approved via a categorical exclusion, RIDOT is prepared to complete an 

environmental assessment for consideration of the new alternative and is working with FHWA to 

set early and clear expectations about the scope and schedule for review to accelerate the process. 

Moreover, while the project had been complicated for years by tangled implementation of Section 

106, current RIDOT leadership is focused on achieving resolution, making progress together with 

FHWA. Thus, in addition to funding the project, there is an opportunity to drive resolution of a 

longstanding permitting hurdle across the finish line, consistent with the Administration’s focus 

on cutting red tape and accelerating the permitting process.    

Incorporating innovative financing to pay for improvements with long-term benefits  

Rhode Island is taking ambitious steps to increase the availability of revenues to support the 

RhodeWorks program, including this project. Importantly, RhodeWorks includes charging a toll 

on large commercial trucks only (Vehicle Class 8 and higher) to help fund repairs to Rhode Island’s 

roads and bridges.  These funds will be instrumental in providing the resources necessary even to 

complete an in-kind replacement of the Northbound Viaduct. However, to make the 

improvements that passengers and freight transportation across the I-95 corridor demand, 

additional funding, financing, and innovation will be vital.   

To that end, RIDOT seeks an INFRA grant that would, in essence, function as an incentive 

payment to make a P-3 financially viable, such that Rhode Island could leverage the benefits 

innovation in the procurement process as well as an amortized cost structure executed together 

with a private partner.    

As detailed in this application, RIDOT has – in response to the criteria identified in USDOT’s 

funding criteria for INFRA – developed a 15-year proposed financing plan to pay for the 

project as a P-3 using a combination of federal formula funds, state funds, tolling revenue, 

and federal support from an INFRA grant.  The requested INFRA grant of $60 million would 

offset expected costs of interest as well as RIDOT’s projection of the private sector rate of return, 

helping to spread those costs beyond the limited tax base within Rhode Island, in light of the 

project’s regional and national significance. The grant would cover less than 20 percent of the total 

project, when these costs are accounted for.   

RIDOT is excited about the opportunity to incorporate these innovations into our project and we 

thank you in advance for your careful consideration of our request.  

Sincerely, 

 

Peter Alviti, Jr., PE,  

Director 

Rhode Island Department of Transportation 
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I. Project Description 

Having successfully partnered with the USDOT and the Federal Highway Administration (FHWA) 

on a number of regionally and nationally significant projects over the past several decades, RIDOT   

is   now   requesting  that the Providence Viaduct Northbound Project be considered  for  federal  

funding  assistance  through  award  of  an Infrastructure for Rebuilding America (INFRA) grant. 

Originally constructed in the 1960s   to   carry   

Interstate Route 95 (I-95) through the heart of 

Providence, the Providence Viaduct   (Bridge   

No.  578) spans  the   Woonasquatucket  River, 

the Amtrak Northeast Corridor (NEC), city 

roads, and the interchange ramps of Exit 22,  

which presently provide access between I-95 

Northbound and the major  U.S.  Route 6 / 

State Route 10 east-west expressway (the 

“6/10 Connector”). The Viaduct  has long been 

identified as requiring full replacement due to 

its poor structural condition, a function of its 

age and the traffic loads it has carried  over  its  

lifespan  (which  have  far  exceeded  those  for  

which  it  was originally designed). To  address  

this  pressing  infrastructure  need  while  fully  maintaining traffic on the  Interstate,  RIDOT  has  

developed  a  phased  program  through  which separate  replacement northbound and southbound 

facilities are being constructed along  the existing Viaduct corridor. 

With  the  project  to  construct  the  new I-

95 Providence Viaduct Southbound structure  

now  complete,  RIDOT is seeking to    

advance   construction of the Providence 

Viaduct Northbound Project, which will 

include a new I-95 Providence Viaduct 

Northbound crossing along with major 

improvements to the existing  system  of  

interchange  connections with other  arterial  

freeways (i.e.,    the    6/10    Connector,    

State Route 146 and the local roadway 

network in the area.)  

Completion of this project will: 

• Bring this critical segment of the Interstate 95 – a vital link on both the National Highway 

System and National Highway Freight Network – up to a full state of good repair, with 

replacement facilities having an anticipated 100-year design service life 

• Achieve significant improvements in traffic operations, safety, and efficient commodity 

flow through this hub in the regional surface transportation network 

All I-95 Southbound traffic has been shifted to the 

replacement Viaduct Southbound structure (at left) 
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• Provide local quality of life benefits to the City of Providence and the residents of its urban 

core through improvements in pedestrian facilities and access to transportation options, 

while also freeing more than five acres of urban land in the Federal Hill neighborhood 

(previously taken for the construction of ramp facilities along the 6/10 Connector) for 

potential future neighborhood redevelopment. 

The Providence Viaduct Northbound Project will include integral access facility improvements 

that will serve to remedy critical deficiencies in the existing freeway network. The following 

elements of the project design will, upon completion, significantly reduce congestion, travel times, 

and the frequency (and severity) of vehicle collisions throughout the system: 

• A new collector-distributor (C-D) road will be constructed along the easterly, right side the 

new Viaduct Northbound structure, effectively eliminating the weaving conflicts and 

congestion that presently afflict the segment of I-95 Northbound from the 6/10 Connector (and 

Downtown) on-ramp at Exit 22 to the State Route 146 (and Orms Street / State Offices) off-

ramp at Exit 23. The construction of this C-D road and reconfiguration of ramp facilities will 

effectively disentangle these conflicting movements, improving motorist safety and comfort, 

reducing congestion and delay, and providing new, efficient connections between  the arterial 

freeway facilities of I-95, the 6-10 Connector, and State Route 146. 

• The Dean Street ramps along the 6/10 Connector Inbound will be reconfigured, such that the 

existing on-ramp inbound will be eliminated and the off-ramp realigned to terminate at the 

present intersection of Dean Street and West Exchange Street. This will both  (a) eliminate the 

weaving conflict posed by vehicles entering from the on-ramp and (b) allow for more than 5 

acres of urban land (originally taken for construction of the 6/10 Connector freeway and ramps) 

to be reclaimed for potential future neighborhood  redevelopment. A new movement from 

Dean Street northbound to the 6/10 Connector Outbound (turning lane and slip ramp) will be 

provided to balance the local traffic effects of eliminating the substandard (and congestion-

exacerbating) inbound on-ramp. 

The segment of I-95 through Providence’s urban core, which includes major freeway interchanges 

with Interstate 195 (I-195), Route 6/10, and Route 146 within a span of less than two miles, 

provides critical linkages between origins and destinations throughout the state and New England. 

Construction of the Providence Viaduct Northbound  Project will ensure that  these  facilities  

continue  to  serve  the  needs  of  residents,  commuters, and commerce in the 21st century and 

beyond, and will significantly increase efficiency  in  the  movement of people and goods 

throughout the transportation system. 

A CRITICAL HIGHWAY INFRASTRUCTURE ASSET NEEDS REPLACEMENT 

It is difficult to overstate the dire condition of the original Providence Viaduct and its structural   

elements, which have deteriorated to the point where full replacement is the only viable option for 

maintaining this critical highway asset in a state of good repair. 

As  the  FHWA  will  no  longer  authorize  funding for the continued rehabilitation of this 

infrastructure, RIDOT is seeking to  expedite  construction of the replacement Viaduct Northbound 

structure as part of the Providence Viaduct Northbound Project, which – coupled with the 

completed I-95 Providence Viaduct Southbound facility – will see  this  critical  segment of the 
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Design concept for Viaduct replacement, new C-D road, and I-95 Northbound ramp modifications. 
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Schematic depicting current traffic conditions along the bottleneck segment of I-95 (left), and how 

conflicting movements will be eliminated in the proposed ramp configuration (right). 
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interstate fully restored to state of good repair. The most recent 

National  Bridge  Inventory  reports for the existing Viaduct  

(2014, 2016)  have identified numerous deficiencies in the 

structural elements supporting  existing  northbound facilities, 

with the entire bridge classified as both structurally deficient 

(SD)  and functionally obsolete (FO). Due to the severe condition 

of certain members (described and depicted below), RIDOT and 

FHWA have mandated that bi-monthly inspections of the 

structure be conducted as a condition of allowing the facility to 

remain open to traffic. These costly inspections – along with the 

several emergency repair contracts that have been commissioned 

over the past decade to remedy critical deficiencies where and 

when they are identified – are a drain on RIDOT fiscal resources, 

as monies that could be more productively spent elsewhere are 

used to maintain a facility that has long been identified as 

requiring complete replacement. 

Since the early 2000s, extensive spalling throughout the underside of the concrete deck structure 

has necessitated the use of timber shielding to prevent concrete debris from falling on facilities 

beneath the Viaduct, including roads, sidewalks, and the rail corridor. Steel reinforcement is 

exposed in numerous locations, compromising the strength of the decking to support traffic loads 

and exacerbating its deterioration. 

The steel superstructure supporting the roadway deck is also beset by fatigue cracks and fractures 

throughout its various structural members. Testing of the steel material has revealed that the girder 

steel does not meet the minimum specifications for brittle fracture established by American 

Association of State Highway and Transportation Officials (AASHTO). Through bi-monthly 

inspections (conducted since 2009 at an average cost of $5,200 per inspection) new cracks and 

growth in existing cracks continue to be discovered, requiring emergency repairs in order to keep 

the Interstate facility safely open to traffic.  

The concrete piers which comprise the existing Viaduct substructure also exhibit clear signs of 

deterioration and loss of strength. Several of the post-tension anchorage pockets at the end and 

underside of “hammerhead” pier caps are in poor condition, with most of the end anchors exposed 

and rusted. Testing has revealed the strength of concrete in the majority of piers to be less than 

original design values, and many piers have chloride contamination that exceeds acceptable levels. 
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In addition to the Viaduct itself, the condition of interchange ramp and overpass bridges along the 

interstate corridor are in a similarly poor state of repair. Of the six bridges that are to be replaced 

under the project (including the existing Viaduct) four are classified as structurally deficient 

(including the “fracture critical” Atwells Avenue on-ramp bridge), with the remaining two 

identified as functionally obsolete. 

To date, RIDOT has incurred significant (and unsustainable) costs in conducting emergency 

repairs on the existing Viaduct, measures that are necessary to ensure that the Interstate facility 

can safely remain open to traffic. Three such emergency repairs were made in 2009, followed by 

further emergency repairs to structural steel members in 2013. Over a 10-year period, the bridge 

maintenance repair costs and bi-monthly inspections have cost the State of Rhode Island an 

estimated $5.4 million. In addition to the already significant routine maintenance and inspection 

costs, certain emergency repairs to the structure are required nearly every year to address critical 

issues, i.e., those with the potential  to  require  partial  or  full  closure  of  the  facility,  or  worse, 

result in structural failure. The complete replacement of the I-95 Northbound facility is urgently 

needed to ensure that this critical link of the Interstate System (and national freight/ highway 

networks) is restored to a state of good repair. 

AN OUTDATED AND CONGESTED INTERCHANGE SYSTEM 

Unquestionably, the most problematic and precarious section of I-95 

Northbound through Rhode Island is the approximately ¼-mile 

segment between(a) the on-ramp from the 6-10 Connector Inbound and 

Downtown Providence (Memorial Boulevard) and (b) the Exit 23 off- 

ramp to State Route 146 and Orms Street. This “State Offices” exit has 

gained notoriety as one of the most severe bottlenecks in the regional 

highway network, due principally to the short distance over which 

vehicles must weave to complete certain interchange movements. 

Currently, vehicles destined for I-95 Northbound from the 6/10 

Connector Inbound (and Downtown Providence) on-ramp must weave 

left over this short distance to gain access to I-95 through lanes, while 

vehicles approaching the viaduct on I-95 vehicles and destined for Route 146 (and the local Orms 

Street off-ramp) must weave right over this  same  distance. 

In addition to the adverse highway safety conditions posed by this configuration, these directly 

conflicting movements are the principal cause of chronic bottlenecking, with congestion rapidly 

propagating along approaching freeways as traffic volumes increase during peak hours. During 

such periods, peak hour back-ups along I-95 Northbound, the 6/10 Connector Inbound and I-195 

Westbound often exceed several miles in length. 

Congestion along the 6/10 Connector Inbound is further exacerbated by the proximity of the Dean 

Street on-ramp to the project interchange, as vehicles attempting to gain access to I-95 Northbound 

via this on-ramp must complete a two-lane shift left over a distance of less than 700 feet. This 

movement conflicts with 6/10 Inbound traffic destined for I-95 Southbound and the Downtown 

Providence exit, and,  combined  with  the  effects  above-described  I-95  bottleneck, causes severe 

gridlock along the 6/10 Connector Inbound (and the existing interchange ramp to I-95 Northbound) 

during morning and evening peak traffic periods. 
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The existing bottleneck segments described above also pose a significant safety hazard to 

motorists, due to the combined effects of high volumes of traffic, conflicting origin-destination 

movements, substandard lane widths, and other functional deficiencies. More than 1,000 vehicle 

crashes occurred along these segments over a 5-year span from 2009-2014, including seven 

serious-injury crashes and more than 600 collisions on the Interstate itself. 

The congestion and safety issues posed by the subject interchanges confer significant impacts  onto  

the  local,  state,  and  national  freight  networks  these  arterial  freeways  serve. In developing 

Rhode Island’s Statewide Freight and Goods Movement Plan, the Department of Administration 

and RIDOT have identified the State’s two highest highway freight project needs to be: 

1. Replacement of the I-95 Viaduct at U.S. Route 6 

2. Improvements to the diverge on I-95 Northbound at Route 146 

As described below, the  proposed  Providence  Viaduct  Northbound  Project  will  effectively 

address both of these priority needs, significantly improving the efficiency, safety, and reliability 

of the highway freight network while providing similar benefits to all users of the system. 

THE SOLUTION  

Through construction of the Providence Viaduct Northbound Project, the current deficiencies in 

the highway infrastructure at this location will be fully addressed, restoring this artery of  the 

system to a  state  of  good  repair  and  achieving  substantial  operational  benefits,  including 

improvements to safety and significant reductions in congestion and travel times. These 

improvements stem largely from the innovative incorporation of a C-D road and access ramp 

modifications in the proposed Viaduct Northbound replacement design, which effectively 

eliminate conflicting weave movements and provide more accommodating, streamlined access 

between freeway facilities, particularly in the movements from the 6/10 Connector to I-95 

Northbound, the 6/10 Connector to Route 146 Northbound, and I-95 Northbound to Route 146 

Northbound. 

View of the I-95 corridor looking north along the 6/10 Connector / Downtown Providence on-ramp, 

with the overhead sign for the Route 146 / State Offices exit visible in the distance 
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To analyze and quantify performance benefits, microsimulation traffic models for the project 

(build) and do-nothing (no-build) scenarios were developed using the VISSIM software package 

and appropriate inputs, including traffic volumes and composition, origin-destination patterns, 

design speeds, and lane/ramp configurations. Model  results  for  the  morning  and  evening  peak 

hour in the design year (2035)  are  presented  in  the  tables  below  and  clearly demonstrate the 

improvements that will be realized through the project. 

The traffic modeling and analysis also accounts for the proposed improvements at the Dean Street 

ramps, which include removal of the looping 6/10 Connector Inbound on-ramp to eliminate the 

weaving problems posed by the current access configuration. While this measure will further 

improve safety and traffic flows, it does involve elimination of an access point to the freeway 

network, albeit one that is quite deficient with respect to modern highway design standards. 

Locally, users who gain access to the Interstate at this location will need to seek alternate access 

points (e.g., the Atwells Avenue on-ramp), however this slight increase in local travel time is more 

than offset by the widespread travel time savings that the project provides for users of the freeway 

system. The project improvements at Dean Street – including elimination of the inbound on-ramp 

– have been developed in close coordination with (and are fully supported by) the City of 

Providence.  These elements closely align with the local vision for this urban freeway corridor, on 

which plans for the separate (but highly related by proximity and purpose) Route 6/10 

Reconstruction Project are based. Copies of Letters of Support may be found at the grant 

application website located at,  http://www.providenceviaduct.com/ 

 

The benefits depicted in Tables 1 and 2 have been quantified through prudent economic analysis 

to demonstrate that the cost of constructing the project is justified by the positive economic impacts 

that will occur as a result of vastly improved traffic flow and operating conditions over the analysis 

period. The results of the BCA developed in support of this INFRA application demonstrate that 

At Left: A visual rendering of the proposed C-D road, access ramp modifications, and I-95 

Northbound replacement.  

http://www.providenceviaduct.com/
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construction of the Providence Viaduct Northbound Project will provide tangible and quantifiable 

improvements to the local and regional economy, and to all users of the system. The economic, 

mobility, safety, and community outcomes that will be realized upon completion of the project are 

overwhelmingly positive and demonstrably aligned with the merit criteria of the INFRA program. 

 

The project has many community development benefits, as the project budget includes more than 

$15 million in improvements to enhance the safety and aesthetics of the area beneath the viaduct, 

which serves as the primary pedestrian access between Providence’s downtown core and its West 

End, Olneyville, and Valley neighborhoods, where economic activity and real estate development 

have dramatically increased in recent years, including significant residential and commercial 

development that is poised to increase in the years to come. In its present state, however, the 

Viaduct underpass dissuades pedestrian access, limiting access to downtown despite geographic 

proximity (the road is just blocks from the train station, for example). In coordination with key 

stakeholders throughout the city, many of whom have submitted letters of support for this project, 

RIDOT is working on a plan to significantly improve this area as part of the Northbound Viaduct 

reconstruction.  Plans call for widening sidewalks in the area from 6 and 8 feet width to 12 feet in 

Table 1: Projected Vehicle Queues – 2035 

  Maximum Vehicle Queueing 

Distance (miles) 
Inbound Freeway Segment Peak 

Hour 
No-

build 

Project 

(build) 

Percent 

Reduction 

I-95 Northbound 

(to 6/10 merge) 

AM 2.9 0.1 96% 

PM 1.4 0.1 93% 

I-195 Westbound 

(to I-95 merge) 

AM 2.0 0.2 90% 

PM 0.7 0.1 86% 

Route 6/10 East 

(to I-95 merge) 

AM 3.3 0.6 82% 

PM 3.2 0.6 81% 

 

Table 2: Projected Travel Times – 2035 

  Computed Travel Time (minutes) 

Inbound Freeway Segment Peak 

Hour 
No-

Build 
Project 

(Build) 

Percent 

Reduction 

I-95 Northbound  

Thurbers Ave. to Route 146 diverge 
AM 9.2 6.5 29% 

PM 7.0 6.1 13% 

I-195 Westbound   

Broadway (E. Providence) to I-95 NB merge 
AM 12.2 5.5 55% 

PM 4.7 4.6 2% 

Route 6/10 East 

Reservoir Ave. (Cranston) to I-95 NB at Branch 

Ave. (past Route 146 diverge) 

AM 20.7 6.1 70% 

PM 35.1 6.0 83% 

Results based on VISSIM 8 Travel Time Evaluation and compiled based on the average of 5 model runs. 

Average travel times are for simulated vehicles traveling between the approximate locations indicated, 

with actual locations for measurements consistent under no-build and build scenarios. 
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those sections, to improve safety by expanding the area between a fast-paced road and a steeply 

inclined grade.  Plans will also call for improved lighting and aesthetics, encouraging further 

development along an up-and-coming area of the Woonasquatucket River Waterfront. 

 

 

II.  Project Location  

The I-95 Providence Viaduct is located in Providence, Rhode Island (41.826° N, 71.419° W), 

carrying the interstate facility over the Woonasquatucket River, and the I-95 interchange with U.S. 

Route 6 / State Route 10 (the “6/10 Connector”). Extending west from this interchange, the 6/10 

Connector continues southwest for a distance of approximately 1.4 miles to another major urban 

interchange, which provides access between U.S. Route 6 (east-west), State Route 10 (north-

south), and the local roads in the Providence neighborhood of Olneyville. 

From this interchange–also slated for full replacement under the separate Route 6/10 

Reconstruction Project noted in the preceding section–Route 10 continues south, reconnecting 

with I-95 into neighboring Cranston and completing a beltway loop through Providence’s densely 

inhabited Olneyville, Federal Hill, Silver Lake, and West End neighborhoods. U.S. Route 6 is the 

primary link between Providence and points west (including Hartford, Connecticut), extending 

from the 6/10 Interchange to Interstate Route 295 (I-295) along a 4-mile segment of limited access 

freeway before continuing west into Connecticut as an undivided four-lane highway.  

Two other arterial freeway facilities spur from I-95 in the immediate vicinity of the Route 6/10 & 

I-95 Interchange Project: (1) I-195, which is the primary route between Providence the cities of 

Fall River and New Bedford in southeast Massachusetts and other points east, and (2) State Route 
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146, a four-lane divided highway that runs northwest from the city center and is the primary route 

through northern Rhode Island and into central Massachusetts. Route 146 has a full cloverleaf 

interchange with I-295 approximately 8 miles northwest of the project area, just south of the city 

of Woonsocket, RI, before continuing northwest into Massachusetts and its terminus near the City 

of Worcester, where it connects with Interstates 90 (the Massachusetts Turnpike) and 290. 

The Amtrak Northeast Corridor (NEC) runs in a general north-

south direction through Providence and is spanned by the 

Providence Viaduct where the railway crosses the 

Woonasquatucket River. As the nation’s principal rail right-of-

way along the Eastern Seaboard – extending from Richmond, 

Virginia, north to Boston, Massachusetts, and servicing New 

York, Philadelphia, and Washington, DC – this corridor is host 

to various freight, high-speed, and commuter rail services/uses. 

Locally, Providence Station (just northeast of the Route 6/10 

and I-95 interchange) provides access to intercity (Amtrak) and 

commuter (Massachusetts Bay Transportation Authority) 

services, with the MBTA Providence/Stoughton Line 

providing service to Boston and south to T.F. Green Airport 

(PVD), the latter via the newly constructed InterLink Station. 

The project is situated at the core of the Providence, RI--MA 

Census Urbanized Area, an expansive 545-square mile region of Southern New England that 

encompasses Greater Providence (including the Rhode Island cities of Pawtucket, North 

Providence, Cranston, Warwick, East Providence, Woonsocket and Newport) and extends into 

portions of southeastern Massachusetts to include the cities of Attleboro and Fall River. I-95, I-

195, U.S. Route 6, and State Routes 10 and 146 are all designated by the FHWA as links within 

the National Highway System (NHS) of roadways serving this area, a network that includes the 

Interstate Highway System and other roads critical to the nation's economy, defense, and mobility. 



Page 15 of 24 

 

R I D O T  I N F R A  G r a n t  A p p l i c a t i o n  |  P r o v i d e n c e  V i a d u c t  P r o j e c t  

I-95 is designated as a Primary Highway Freight System (PHFS) facility on the National Highway 

Freight Network, one of the principal surface transportation corridors for the movement of freight 

and goods along the Eastern Seaboard and between origins/destinations throughout the United 

States. Together with the above-noted NHS Routes, the Interstate System is also the backbone of 

state and regional freight networks, with I-95 

providing highway connectivity with the Port of 

Providence and the Port of Davisville (Quonset 

Point, 14 miles south of Providence.) 

Through a joint effort between RIDOT and the 

Rhode Island Statewide Planning Program 

(Department of Administration), and with input 

through an extensive stakeholder working group, 

the State of Rhode Island has completed its 

Statewide Freight & Goods Movement Plan 

(Freight Forward RI). State officials have 

conducted extensive research to date, having 

commissioned studies and compiled data from a 

variety of sources to assess present conditions and 

future trends in all modes of freight movement (air, 

rail, marine, and truck), including the intermodal 

connectivity thereof. Officials have identified the 

state’s two highest highway freight project needs to 

be (1) Replacement of the I-95 Viaduct at U.S. Route 6, and (2) improvements to the diverge on 

I-95 Northbound at Route 146. Construction of the Providence Viaduct Northbound Project will 

effectively address both of these vital needs through a single effort.  

Currently, the state and region are highly reliant on highways and truck transportation for 

commodity flow, with approximately 89% of all freight (by both weight and value) moving in and 

out of Rhode Island transported by truck. This total truck tonnage is anticipated to grow at 2.1% 

per year through 2030, a trend of key consideration in the planning and prioritization of highway 

infrastructure projects over the next several decades. The Port of Providence, the second busiest 

(handling over 7.8 million tons of cargo in 2014) and one of only two deep-water ports in New 

England, also figures prominently in the future of freight movement in the region. With its strategic 

location along the Northeast Seaboard and excellent access to the regional highway network via I-

95, the flow of goods and materials through this port is also expected to increase, as will the 

associated truck traffic connecting this freight with regional and local destinations. 

Routes 6, 10, and 146 are also essential links in the movement of freight and goods throughout the 

state and region. Included among the Freight Plan’s findings is the recommendation that Routes 6 

and 10 be designated as surface transport facilities on the Rhode Island State Freight Map. 

Replacement of the 6/10 Interchange is also included amongst the Plan’s recommended/prioritized 

highway freight project needs, and will be achieved under the separate Route 6/10 Reconstruction 

project. 

Locally, I-95 and other network freeways serve a densely populated region of the Urbanized Area 

(including the cities of Providence, Cranston, Pawtucket, Warwick, and East Providence) within 

which retailers, commercial vendors, and industrial concerns rely upon trucking for the movement 

http://www.planning.ri.gov/documents/trans/freight/2017/freight-plan_july%202017_PD2.pdf
http://www.planning.ri.gov/documents/trans/freight/05-RI_Freight_ExecutiveSumm.pdf
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of goods and materials. Other major users of the system include the United States Postal Service 

(the USPS Providence Central Mail Processing Facility being just 1 mile north of the I-95 Viaduct 

Interchange) and municipal waste haulers delivering recyclables and solid waste to the Rhode 

Island Resource Recovery Corporation (1 mile south of the U.S. 6 / I-295 Interchange). 

III. Project Parties 

The Rhode Island Department of Transportation (RIDOT) is the applicant and primary party 

responsible for this project. RIDOT has extensive experience with federal grant processes and has 

successfully leveraged federal assistance across range of major transportation infrastructure 

projects, including recent TIGER grant awards for the I-95 Providence Viaduct (Southbound) and 

Apponaug Bypass (Warwick, RI) projects. RIDOT will be responsible for administering the grant 

funds and managing the project, and contact information is provided on both the Standard Form 

424 application and the cover page of this project narrative. 

As discussed, RIDOT’s program to replace the Providence Viaduct has been in development for 

some time, and the current plan to construct the replacement Viaduct Northbound facility (with 

integral improvements to address chronic congestion along this bottleneck segment of I-95 

Northbound) enjoys broad support from state and local officials, transportation and business 

advocacy groups, and the general public. RIDOT has coordinated extensively with the City of 

Providence on its plans for the Providence Viaduct Northbound Project to ensure that its broad 

objectives (reducing congestion along the Interstate and other arterial freeways, improving the 

efficiency of regional highway and freight networks) are harmonized with local efforts aimed at 

improving quality of life within this highly urbanized area of the city, such as the $15 million 

worth of improvements in the under-build connections focused on connecting the east and western 

sides of Providence, and on promoting economic development in a growing commercial and 

residential neighborhood to the west of the viaduct.  Local business and developers have long 

requested that RIDOT improve the safety and aesthetics of the current bypass beneath the viaduct, 

which serves as the primary pedestrian route to downtown.   

IV. Grant Funds, Sources, and Uses of All Project Funding 

PREVIOUSLY INCURRED EXPENSES 

Throughout 2016 and 2017, internal 

RIDOT resources and professional 

consultants have been engaged in 

designing and developing the Providence 

Viaduct North project. Total 

expenditures on the project at this time 

total approximately $3.48 million. Table 

3 provides a detailed breakdown of costs 

incurred to date.  

Table 3: Previously Incurred Expenses (2016-17) 

Expenditure Category Expenditure Amount 

RIDOT Labor Charges $53,612.88 

Professional Services $3,438.89 

Utilities $3,412,798.48 

Miscellaneous $14,658.99 

TOTAL $3,484,509.24 
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FUTURE ELIGIBLE COSTS 

The future costs of the Providence Viaduct Northbound Project for which INFRA Grant funds are 

sought (design/build contract documents, final design, and construction) are eligible costs as 

defined under section C.2. B. of the INFRA NOFO . For the purposes of evaluating its merits with 

respect to the program’s review criteria, the project’s estimated design-build cost of $264 million 

exceeds prescribed minimum size requirements. In addition, our financing model discussed in the 

following section estimates the total project cost—including previously incurred expenses, design-

build costs, and P-3 financing—to be approximately $342.88 million. 

AVAILABILITY AND COMMITMENT OF FUNDING SOURCES & USES 

In the course of deciding to apply for this 

INFRA Grant, RIDOT developed and 

evaluated three potential options to address the 

deteriorating Providence Viaduct North: A No-

Build Option, a Replace In-Kind Option, and 

our final proposal, the P-3 Plan. Both the No-

Build and In-Kind Replacement options have 

critical flaws. 

No-Build 

Choosing to continue to maintain the 

northbound viaduct is an untenable option. 

Maintenance costs are mounting, and the 

entirety of the structure has been identified as 

in need of full replacement for years. Existing 

safety risks, traffic delays, and structural 

deficiencies are unsustainable, making, the No-

Build Option irresponsible and inefficient, with 

a negative return on investment of 0.6 percent. 

In-Kind Replacement 

Replacing the existing viaduct infrastructure as 

it is currently designed would effectively do 

nothing to address the traffic congestion and 

vehicle crash problems that plague the viaduct 

today. RIDOT has estimated that rebuilding 

and replacing only the structural elements of 

the viaduct would cost between $120 and $170 

million, only $120 million of which is currently 

accounted for in the TIP. Any costs beyond that 

could potentially force RIDOT and the State of Rhode Island to take on debt for the sole purpose 

of rebuilding an outdated piece of infrastructure with critical design flaws. Because only the 

structural deficiencies of the Viaduct would be addressed by this option, it generates a 

benefit-cost ratio of 0.22 and a -0.6 percent return on investment. By contrast, the proposed 

plan has a favorable BCA of 1.52 percent. Without support from an INFRA grant, RIDOT would 

ASSUMPTIONS 

Design-build costs of $264 million 

A project term of 15 years 

A private partner securing a TIFIA 

loan for eligible amounts and private 

financing for the balance. 

Assumes that costs associated with 

debt and a rate of return for the private 

partner must be accounted for in 

RIDOT’s project budget.  

Operations & Maintenance costs 

assumed from years 6-15. 

FUNDING SOURCES 

STATE: $198.97 Million 

RICAP: $35.2M 

TOLL REVENUE: $163.77M 

FEDERAL: $144.8 Million 

FEDERAL FORMULA: $84.8M 

INFRA GRANT: $60M 

P-3 ASSUMPTIONS 

https://www.transportation.gov/sites/dot.gov/files/docs/policy-initiatives/buildamerica/259257/infranofofederalregister.pdf
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likely be forced to implement this option, which would perpetuate critical infrastructural problems 

for the next several decades. 

Re-envisioning the Project as a Public Private Partnership (P-3) 

RIDOT has developed a 15-year proposed financing plan to pay for the project as a P-3 using state 

funds, tolling revenue, and federal support from an INFRA grant. RIDOT would lower total costs 

and appeal to private partners by using state and federal funding to “buy down” the design-build 

cost of the project from $264 million to approximately $105 million during the early years of 

construction, corresponding with the most significant project outlays. The remaining project costs 

would be amortized over the life of the project to spread implementation costs as well as ensure 

continued sharing of risk through the duration of the project.  This contract payment schedule 

would limit the amount of debt likely incurred by the private partner, which would lower the cost 

of interest payments. The P-3 model incorporates several sources of public funding in three stages 

over the life of the project. 

In Stage 1 (2020), the procurement process, RIDOT will deploy state-funding from Rhode Island 

Capital Plan HIP to cover the costs of procurement. While procurement costs are estimated at 

$13.2 million, or 5 percent of the total project cost (a deliberately cautious estimate) RIDOT hopes 

to minimize procurement costs and re-invest any cost savings into the TIP, where they can be 

utilized to support other critical assets. The review of RFP submissions and the selection of a 

private partner to complete construction on the viaduct is expected to take place through the spring 

of 2021. 

 

For the purposes of developing a cost estimate, RIDOT has assumed that a P-3 partner will likely 

utilize a TIFIA loan for eligible amounts, as well as private financing for the balance.  As noted 

above, by paying a significant share of costs during the construction phase, early in the lifecycle 

of the contract, RIDOT expects to lower debt service costs substantially, while retaining leverage 

during the operational phase through ongoing payments described below.   

To cover the costs of loan repayment, lending fees, and expected return to the private partner, 

RIDOT will allocate a portion of its truck toll revenues. It is important to note that all interest rates 

and return rates are estimates based on current interest rates and modeling; RIDOT is optimistic 

Development 

2016-18

Phase 1          

2020

Phase 3         

2025-35

Years 2016-18 2020 2021 2022 2023 2024 2025-2035 Totals

Preconstruction Engineering ♦ ♦

Contract Advertisement ♦

Notice to Proceed ♦

Construction: Design/Build ♦ ♦ ♦ ♦

Project Completion ♦

Engineering & Design 3.48 13.20 0.00 0.00 0.00 0.00 0.00 16.68

Construction & Financing 0.00 0.00 41.40 45.35 44.39 32.27 162.79 326.20

Totals 3.48 13.20 41.40 45.35 44.39 32.27 162.79 342.88

Expenditures ($ Millions)

Table 4: Project Funding Schedule

Phase 2                                                                          

2021-24

Schedule
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that a competitive procurement process will generate a range of bids incorporating various cost 

savings and innovations.  

Stage 2 (2021-24) will include project initiation and major construction, as well as the most 

significant share of project costs relative to other stages of the project. In the first year, 2021, 

RIDOT will deploy $5 million in state funding, $24 million in INFRA funding, along with toll 

gantry revenue from key points along I-95 to fund the first stages of construction. The following 

three years will be funded by a combination of state funding, federal match funding, infra support, 

and toll revenue, until INFRA support runs out at the end of 2023. The total payment amounts will 

cover a significant portion of construction costs, and in turn, reduce the burden of debt service 

payments to our private partner. By the end of 2024, RIDOT expects road and bridge construction 

of the viaduct to be complete. 

Stage 3 (2025-2035), project completion and underpass beautification, as well as ongoing 

operations and maintenance, will be funded entirely by truck toll revenues. In addition to lending 

fees, private returns, and annual maintenance costs to maintain the viaduct’s new ramps and 

bridges, toll revenue will also finance $15 million to reconstruct the area beneath the viaduct 

distributed over the life of the project. RIDOT has already convened productive meetings of key 

area stakeholders, including representatives from the City of Providence, Waterfire, GGP Inc. 

(owners of the nearby Providence Place mall) and The Foundry. In collaboration with the City and 

other interested parties, RIDOT is confident that the $15 million allocation will enable the 

transformation of the underpass to make improvements for pedestrians, cyclists, and motorists 

along a key East-West corridor. The design and construction of underpass improvements will be 

included in the procurement of design-build proposals. 

Over the 15-year life of the project, we estimate the total cost to be $339.4 million on top of the 

$3.48 million already incurred, including the cost of financing a $60 million TIFIA loan at 3 

percent, a $45 million private loan at 6 percent, and a 15 percent return to the private partner. Total 

project costs are estimated to be $342.88 million. Annual loan repayment costs were calculated 

using a simple amortization model, assuming yearly payments. An INFRA grant will make this 

ambitious plan possible.  

Finally, it is important to note that an INFRA grant of $60 million would offset the interest costs 

associated with presumed TIFIA and private loans, an anticipated private sector rate of return, as 

well as the additional procurement expenses necessary to compete in the private marketplace.  

RIDOT believes that it is appropriate to spread theses costs across a broader tax base than the RI 

population alone, given the regional and national significance of the project.  

V. Merit Criteria  

A. Support for National or Regional Economic Vitality  

• Restores the vital regional surface transportation link provided by the I-95 Providence Viaduct, 

a critical part of both the National Highway System and National Highway Freight Network, 

to a state of good repair, replacing the existing structurally deficient and deteriorating facility 

with a modern, functional and highly resilient design 
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• Strengthens the regional and national highway and intermodal freight networks, improves the 

efficiency of commodity flows throughout the Northeast, supports regional economic growth, 

and creates opportunities for enhanced connectivity through the Port of Providence 

• Relieves the economic burden of maintaining an obsolete facility in need of full replacement, 

allowing funds to be more productively used to address Rhode Island’s infrastructure needs 

• Along with the separate Route 6/10 Reconstruction Project, supports state and local efforts to 

improve quality of life and economic vitality in the State Capital’s urban core. 

• Fully addresses the two highest-priority highway freight project needs identified in the State’s  

Freight and Goods Movement Plan, to [1] replace the I-95 Viaduct at U.S. Route 6, and [2] 

improve the diverge on I-95 Northbound at Route 146 

• Much as the recently completed I-95 Providence Viaduct Southbound, new facilities will be 

constructed with modern materials and methods, with an anticipated 100-year service life 

• Eliminates one of the most severe bottlenecks along I-95 in the region through construction of 

a new collector-distributor (C-D) road and improvements to the existing system of interchange 

ramps providing access between the 6/10 Connector, I-95 Northbound, and Route 146 

• Reduces congestion and backups along the inbound arterial freeways connecting to points 

north (I-95 North, 6/10 Connector, I-195 West) – which during peak hours can extend for miles  

• Eliminates key conflicting weave movements in the existing freeway system, especially the ¼-

mile segment of I-95 over which (a) 6/10 Connector traffic destined for I-95 Northbound must 

weave left and (b) I-95 mainline traffic destined for Route 146 must weave right 

• Reduces vehicle collisions by an estimated 35% along a segment of I-95 Northbound where 

over 1,000 vehicle crashes have occurred over a recent 5-year period 

• Improves safety and comfort for all users of the system 

 

B. Leveraging of Federal Funding 

 

Through economic modelling and analysis, it provides a benefit-cost ratio 

of 1.52, demonstrating that the investments in constructing new facilities 

are well justified by the significant travel time, crash reduction, 

reliability, and related economic activity benefits that will be realized 

through construction of the project. RIDOT has prepared for the 

operating and life-cycle costs to maintain this assets without relying on 

federal dollars. Annual maintenance costs to maintain the Viaduct’s new 

ramps and bridges will be covered using state-funding from gas tax 

proceeds or the state Highway Maintenance budget. 

 

In addition to the innovative P-3 financial structure proposed in section V. B., integration of 

RIDOT Transportation Management Center's advanced construction methods, and 

incorporation of the new Transportation Asset Management program make this an innovative, 

forward-looking project. 

 

Asset Management Innovation 

The Providence Viaduct Northbound Project is an important component of RhodeWorks, 

RIDOT’s Ten Year Plan, which implements an Asset Management approach to achieving state 

of good repair in a cost effective manner that accounts for lifecycle costs, including the future 
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costs of allowing assets to further deteriorate.  RhodeWorks forms the basis of RIDOT’s STIP, 

and, moreover will guide the state’s approach to compliance with the Federal Highway 

Administration’s 2016 rule (23 CFR 515; 23 CFR 667) which "establishes the processes that a 

state transportation department (state dot) must use to develop its asset management plan, as 

required under 23 USC (119)(e)(8)."  (23 CFR 515.1).   

Principles of asset management and sound management of lifecycle costs demand the 

replacement of this structure, which has been structurally deficient for decades and requires 

constant monitoring and frequent palliative repairs, at the expense of using limited dollars for 

other repairs and replacements to achieve a state of good repair.   

 

Construction Phasing Innovation 

While the Providence Viaduct Northbound Project is underway, it is vitally important to ensure 

that this freeway remains open for business. The project will include the use of a temporary 

lane kept after the end of Viaduct South construction, and innovative phasing schemes to 

minimize lane and ramp closures during construction. The construction phasing and traffic 

conditions will be monitored via RIDOT's Transportation Management Center (TMC), the 

state's hub of Intelligent Transportation Systems (ITS) and communication resources. Under 

the TMC Rhodeways program, road side cameras help identify incidents on the highways and 

variable message signs pro vide real-time drive-time information to motorists. As part of the 

project, all construction phasing will be monitored at the TMC.A fiber-optic communications 

backbone will be installed as part of the project to complete the vital communication link be 

tween the TMC and the project location. 

 

C. Potential for Innovation 

Following a months-long effort that led to the Rhode Island Transportation Innovation 

Partnership Expo in September 2017, RIDOT received more than 30 submissions to Request 

for Information (RFI), on technologies related to Connected and Autonomous Vehicles. 

Among the detailed proposals submitted were preparing the state’s signal infrastructure for 

Vehicle-to-Infrastructure (V2I) applications.  

 

The Providence Viaduct Northbound Project will be built as a smart corridor that will embed 

in its infrastructure technologies making the highway ready for autonomous vehicles. 

Dedicated Short Range Communications (DSRC) system and CAV friendly striping and 

signage will be built in to seamlessly work with intelligent transportation systems. The project 

would be a staging ground for a pilot that would use V2I communication to let motorists know 

that there is an active construction zone, using smart traffic apps for freight congestion 

mitigation. In addition, RIDOT could require the use of autonomous attenuator trucks within 

the project’s work zone to improve on worker safety. 

 

D. Performance and Accountability 

RIDOT issues a quarterly report as part of statutory requirements and also as an important step 

toward earning the public's trust in the Department and being accountable to the taxpayers of 

the State of Rhode Island. Going beyond the statutory requirement of the RhodeWorks 

legislation, the report also includes updates on key accomplishments during the past quarter. 

http://www.dot.ri.gov/projects/trip/index.php
http://www.dot.ri.gov/projects/trip/index.php


Page 22 of 24 

 

R I D O T  I N F R A  G r a n t  A p p l i c a t i o n  |  P r o v i d e n c e  V i a d u c t  P r o j e c t  

 

Accountability is led by RIDOT’s Division of Project Management. Charged with oversight 

and management of all projects from initial design through final completion. Project managers 

at RIDOT closely monitor schedules, coordinate permits and regulatory requirements, and 

ensure that projects are completed on time, on budget and at the highest quality. RIDOT’s 

INFRA-funded project will be delivered on agreed-upon schedules, that will generate clear, 

quantifiable, results, and that will advance both USDOT and RhodeWorks goals. 

 

As a design-build project, RIDOT will include bonuses for early completion of milestones 

during different phases in the contract, following a similar incentive/disincentives method used 

in previous rapid-bridge replacement projects in Rhode Island. 

 

E. Additional Considerations 

• Geographic Diversity 

Geographic diversity would be served by this project because as the capital city of Rhode 

Island, Providence is a hub for everyone in the state, whether they live in rural communities 

and just “come to the city” to do business, are suburban commuters or urban residents. I-

95 is a crossroads for everyone, and even those who choose not to drive on that highway 

have their commerce affected by safety and congestion delays through this unavoidable 

corridor. 

• Project Readiness 

Prior to FY’17, there were long-standing obstacles with respect to project readiness, 

including a years-long standstill due to Section 106 historic preservation discussions. The 

status of key issues is summarized below: 

▪ A previous configuration for the project qualified for a Categorical Exclusion (CE) 

under the National Environmental Policy Act (NEPA).  As described above, RIDOT 

has improved its design to also include features that will reduce perpetual traffic 

congestion.   

▪ Right of Way: All real estate for the project is currently owned by the state or in 

transportation use. 

▪ Section 106:  RIDOT and FHWA are taking immediate actions to resolve the 

longstanding issue and posit that bringing it to closure would be a significant victory 

towards the Administration’s focus on expediting project permitting. 

VI. Project Readiness 

Technical Feasibility 

RIDOT has spent much of the past decade evaluating alternatives for replacement of the I-95 

Providence Viaduct which also eliminate the inherent deficiencies of the interchanges with the 

6/10 Connector and Route 146 along I-95 Northbound. In the Providence Viaduct North Project, 

RIDOT has identified a comprehensive solution that is both technically and economically feasible. 

RIDOT has commissioned a design contract to advance the project through preconstruction 

engineering, an endeavor that is well underway and expected to be complete in 2018. This effort 

will advance all elements of the project design (including but not limited to, highway, structural, 
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traffic, drainage, utilities) to a level sufficient for RIDOT to advertise the project as a design-build 

contract, including plans, specifications, and estimates to a level tantamount to a 30% design 

review submission under a conventional design-bid-build procurement approach. The 

preconstruction engineering consultant will also be preparing and submitting permit 

applications/modifications/extensions to the authorities having jurisdiction over the work. 

To date, RIDOT has developed sufficiently detailed conceptual designs to ensure that the project 

is (a) constructible within the constraints of state and federal funds available, (b) in conformity 

with modern highway design safety standards and performance criteria, and (c) consistent with 

local, regional, and national objectives for transportation efficiency and resiliency in the 21st 

Century. Crucially, all elements of the project are contained in the existing operational right-of-

way, obviating potential risks associated with property acquisitions and ensuring that it remains 

eligible for a categorical exclusion (CE) in accordance with FHWA regulations for compliance 

with the National Environmental Policy Act (NEPA). 

Required Approvals 

RIDOT is working in collaboration with the FHWA RI division office to develop a clear schedule 

for completing an environmental assessment. While the original in-kind replacement was approved 

via a categorical exclusion, RIDOT is working with FHWA to set early and clear expectations 

about the scope and schedule for review to accelerate the EA process and ensure early coordination 

around the scope of the review.  

The project had been complicated for years by tangled implementation of Section 106, related to 

a past programmatic agreement. On February 15, 2017, the FHWA initiated termination of that 

PA and referred the matter to the Advisory Council for Historic Preservation (ACHP) for 

comment.  On May 3, 2017, the ACHP rendered final comments, which called for a continuation 

of construction given critical deterioration of the viaduct, and urged parties to reach a resolution 

regarding the mitigation.  RIDOT is awaiting final FHWA comments regarding ACHP’s 

comments and is eagerly seeking resolution of the matter. Thus there is opportunity to drive 

resolution of a longstanding permitting hurdle across the finish line, consistent with the 

Administration’s focus on cutting red tape and accelerating the permitting process.    

Assessment of Risks and Mitigation Strategies 

As noted in preceding sections of this document, the Providence Viaduct Northbound Project is 

being developed such that all facilities can be constructed within the existing freeway rights-of-

way. This element removes any cost or schedule risks associated with the right-of-way acquisition 

and certification process, components which typically involve a degree of risk to cost and schedule 

in major construction projects. 

The risks associated with this project are limited to the typical schedule uncertainties associated 

with projects of this magnitude, along with the potential for delays associated with obtaining the 

necessary regulatory approvals prior to construction. Informed by the nearly completed I-95 

Providence Viaduct Southbound project, RIDOT is keenly aware of these risks, and will (a) 

leverage key lessons learned on a project that is nearly identical in several respects, including 

bridge construction over the Woonasquatucket River and NEC, maintenance and protection of 

traffic on a critical segment of the interstate, etc., and (b) take every advance measure possible to 
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minimize and mitigate those risks. The preparation of bidding documents for a design-build 

contract is seen as a low-risk endeavor, with the schedule totally under the control of RIDOT and 

its consultant. 

VII. Large Project Determination 

At an estimated design-build cost of $264 million, and a total cost of $342.88 million, the 

Providence Viaduct Northbound project meets the qualifying criteria for consideration as a 

“Large” project as defined under INFRA NOFO. As documented in the preceding section and 

elsewhere within this narrative, the accompanying SF-424 forms, and the BCA conducted, the 

Providence Viaduct North Project:  

 

• Generates economic, mobility, and safety benefits on 

a regional and national level; 

• Is a cost-effective investment in highway 

infrastructure, with a favorable benefit-cost ratio of 1.52, 

with a 13 % return on investment. 

• Contributes to all of the enumerated national goals of 

the Federal-aid highway program listed under 23 USC 150 

(including maintaining infrastructure in a state of good repair, 

reducing congestion, and improving safety, system reliability 

and the efficient movement of freight); 

• Is based on the results of preliminary engineering, 

including traffic, air quality, and economic modelling analyses conducted to assess the project 

design and expected outcomes;  

• Has stable and dependable sources of non-federal funding programmed in the State’s 

Transportation Improvement Program; and 

• Will see construction of improvements begin well within the 18-month period from the date 

of obligation of funds. 

Full implementation of the project cannot be completed without the federal financial assistance 

requested through the INFRA program. With the award of the INFRA funds requested under this 

application, RIDOT will be able to fully implement the proposed design, which will realize the 

full state of good repair, safety, and operational benefits described in this narrative. Absent this 

funding support, the project would need to be scaled back and would likely include construction 

of the Viaduct Northbound replacement structure and limited, if any, operational improvements. 

The significant congestion and safety issues inherent in the current configuration of I-95 

Northbound ramps would remain, and an outstanding opportunity to comprehensively address the 

operational deficiencies in this key link of in the highway network will have been missed. 

 

 


