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Figure 4-9 
No Action (2030) FasTracks Transit Network 
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Figure 4-10 
No Action (2030) Bus Service 

 
Source: RTD, 2009. 
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Table 4-22 
Comparison of Existing (2009) to No Action (2030) Bus Service 

Routes 

Service Frequency  
(minutes: peak/off peak) 

Existing 
Conditions 

No Action 
Alternative 

Local Routes 

7 - North Washington 10/15 full 
30/60 short 

10/15 full 
30/60 short 

24 - University Crosstown 30/30 30/30 
28 - 28th Avenue 15/30 7.5/30 
38 - 38th Avenue 15/30 7.5/30 

43 – Martin Luther King Boulevard 30/30 full 
30/30 short 

60/60 full 
60/60 short 

44 - 44th Avenue 15/30 7.5/30 
48 - 48th Ave/Commerce City 30/30 30/30 
89 - Stapleton/Fitzsimons Connector   60/60 
148 - 56th Avenue   30/30 
156 - 56th Avenue   60/60 
164 - Picadilly Road/Gun Club Road   60/60 
185 - Tower Road   60/60 
Limited/Express Routes  
47X - Green Valley Ranch/Montbello 
Express 

40/-- 
peak direction only   

48X - Green Valley Ranch Express 50/-- 
peak direction only   

Regional Routes 

R/RC/Rx - Brighton/Denver 30 peak direction, 75 
reverse direction/-- 

30 peak direction, 75 
reverse direction/-- 

skyRide Routes  
AF - Downtown/DIA (no Stapleton) 30/60    

Source: East Corridor Transit Operations Plan (2008). 
 
 
4.4.2.2 Access-a-Ride Service 
There would be no change to the Access-a-Ride service as a result of the No Action Alternative. 
 
4.4.2.3 Light Rail Service 
In the No Action Alternative, light rail service in the downtown area would remain similar to the 
existing conditions with similar headways and frequency of service for the C, D, E, F, and H 
lines. 
 
4.4.3 Preferred Alternative Transit Services 
The Preferred Alternative for the Central Corridor Extension includes the addition of light rail 
service along Downing Street and 36th Street between the 30th/Downing station on the existing 
D Line and the future 38th/Blake station as part of the East Corridor (see Figure 4-11). This 
would result in changes to the operating conditions of bus and other light rail services in the 
area. 
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Figure 4-11 
Central Corridor Extension Preferred Alternative 
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4.4.3.1 Bus Service 
In the Preferred Alternative, bus service in the area of the Central Corridor Extension is 
expected to remain the same as the No Action Alternative. Central Corridor Extension bus 
service connections to the 38th/Blake station and 30th/Downing station consist of bus routes 
shown in Table 4-23 
 

Table 4-23 
Central Corridor Bus Service Connections 

Stations/Stops Bus Service 
Routes 

38th/Blake 7, 44 

30th/Downing 7, 28, 38, 43 
Source: RTD, 2009. 

 
 
4.4.3.2 Access-a-Ride Service 
There would be no change to the Access-a-Ride service as a result of the Preferred Alternative. 
 
4.4.3.3 Light Rail Service 
In the Preferred Alternative, light rail service in the downtown area would remain similar to the 
existing conditions with similar headways and frequency of service for the C, E, F, and H lines. 
The D Line would experience some changes in operations. It would continue to operate 
between the Mineral station and the downtown loop, but would no longer provide service along 
Welton Street to the 30th/Downing station. This portion of the existing D Line would be serviced 
by the Central Corridor Extension transit vehicles instead. 
 
The Central Corridor Extension would provide light rail service every 15 minutes between the 
East Corridor 38th/Blake station and the existing downtown Denver light rail loop. The trains 
would run in traffic on Downing Street and 36th Street between the proposed East Corridor 
38th/Blake station and the existing light rail station at 30th/Downing, then along the existing light 
rail tracks on Welton Street and into the downtown loop via 19th Street, Stout Street, 14th 
Street, and California Street.  
 
The addition of four trains each hour would not adversely affect loop operations of the 
Southwest Corridor D Line and the Southeast Corridor F and H Lines. Even though D, F, and H 
Lines operate with relatively short spacing, adequate time gaps exist for introduction of Central 
Corridor Extension light rail vehicles into the downtown loop. Future service would operate in a 
scheduled sequence on a first in, first out basis within parameters of the downtown traffic signal 
network. 
 
Results from the DRCOG travel demand model were used to develop a transit operating plan 
for the Central Corridor Extension. The operation plan consists of the hours of operation, service 
frequency, train consist and fleet size. The Central Corridor Extension operates between 4:00 
a.m. and 2:00 a.m. Frequency of service was determined using the 2030 ridership projections 
from the model as summarized in Table 4-24. 
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Table 4-24 
Central Corridor Extension Operations 

Period Time Headway 
(Minutes) 

Number of 
Trains  

(both directions) 

Number of 
Cars  

(per train) 

Number of Car 
Passbys  

(both directions) 

Early Morning 4 a.m. – 6 a.m. 15 16 1 16 

Morning Peak 6 a.m. – 7 a.m. 15 8 1 8 

Morning Peak 7 a.m. – 9 a.m. 15 16 1 16 

Midday 9 a.m. – 4 p.m. 15 56 1 56 

Evening Peak 4 p.m. – 7 p.m. 15 24 1 24 

Evening 7 p.m. – 9 p.m. 15 16 1 16 

Night 9 p.m. – 12 a.m. 15 24 1 24 

Night 12 a.m. – 2:00 a.m. 30 8 1 8 
Source: RTD, 2009. 

 
 
4.5 TRANSIT RIDERSHIP 
Transportation statistics presented are based on results of the 2030 DRCOG regional travel 
demand model. The model uses projected population, employment, land use, and transit and 
roadway network information to forecast future ridership. Future ridership for the Central 
Corridor Extension is expected to be 4,900 average weekday riders. Table 4-25 shows the 
projected weekday boardings by stop location along the Central Corridor Extension. The 
remaining riders (2,300 daily) would board the transit vehicles at stops and stations along the 
existing Central Corridor alignment, including Welton Street and the downtown loop. The 
Preferred Alternative would result in 12,000 less vehicle miles of travel in the region than the No 
Action. 
 

Table 4-25 
2030 Projected Central Corridor Extension Ridership 

Station Weekday  
Boardings 

38th/Blake 1,960 

35th/Downing 180 

33rd/Downing 460 

Total 2,600 
Source: RTD, 2009. 

 
 
Based on ridership projections, an operational analysis indicates the maximum peak hour line 
load (or the maximum number of passengers within one hour of the peak period) can be 
accommodated by a single light rail vehicle. Although there are 64 seats per vehicle, peak 
period loading standards will allow for 155 passengers per vehicle, based on standing room 
availability. The model predicts that the peak line load will occur at the 20th/Welton station. 
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The operations plan will be optimized as design progresses such that the project minimizes 
operational costs while maximizing ridership. Expansion capacity for modified projections, or for 
future demands beyond 2030, would likely be accommodated by providing longer (two-car) 
trains during the peak periods, as necessary. Increased frequencies would not be an option 
based on the assumption that the Welton Street alignment would remain a single track. RTD will 
coordinate with CCD and the public regarding the feasibility and need for longer trains prior to 
implementation. 
 
Transit ridership, regional linked transit trips, vehicle miles of travel (VMT), and vehicle hours of 
travel (VHT) comparisons for the Preferred Alternative and the No Action Alternative are 
outlined in Table 4-26.  Projected ridership for the Preferred Alternative shows that 
approximately 500 more regional linked transit trips than the No Action Alternative. The 
Preferred Alternative would result in 12,000 less VMT than the No Action Alternative. 
 

Table 4-26 
Transit Ridership (2030) and Regional Travel Characteristics  

within the Central Extension Project Area 

 No-Action 
Alternative 

Preferred 
Alternative 

Central Extension  N/A 4,900 
Bus Ridership on Other Routes Serving Central Extension Area 
(2030 Average Weekday) 
Local Routes 19,200 18,900 
Regional Routes 100 100 
Regional Travel Characteristics (2030 Average Weekday) 
Regional Linked Transit Trips 419,600 420,100 
Regional VMT 112,218,000 112,206,000 
Regional VHT 3,506,000 3,506,000 

Source: FasTracks Travel Demand Model Runs (2009). 
N/A = not applicable 
Note: Local routes include 7, 28, 38, 43, and 44; Regional route is R 

 
 
4.6 BICYCLE AND PEDESTRIAN FACILITIES 
Providing adequate and safe access to the transit systems for all users of the roadway system, 
including bicyclists/pedestrians, is critical to the overall success of the project. This section 
identifies existing and future conditions for bicycle and pedestrian facilities within the project 
area and possible mitigation measures required as a result of operating in-traffic rail transit on 
the Central Corridor Extension. 
 
The Denver Comprehensive Plan 2000 requires that CCD address mobility in multiple ways, 
including providing more choices, encouraging modes that reduce impact on the urban 
environment, and cooperating with metropolitan jurisdictions and quasi-governmental agencies 
on mobility plans and projects. Guidelines are set forth in the City and County of Denver 
Pedestrian Master Plan (CCD, 2004). This plan is a systematic strategy to build, improve, and 
maintain the pedestrian infrastructure citywide. The City and County of Denver Pedestrian 
Master Plan makes recommendations for CCD to take a more active role in maintaining this 
asset. In order to do so, CCD will have to modify current funding mechanisms. In addition to 
using existing mechanisms to fund upgrades, the City and County of Denver Pedestrian Master 
Plan proposes to study the use of three new mechanisms to fund small to medium projects: 
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• Citywide Sidewalk Fee. Similar to the way the city’s wastewater fee works, the city 
would collect a small annual sidewalk fee from each property owner for the lifetime 
building maintenance and replacement of a city-standard sidewalk required on their 
property. The city would then take on the responsibility to repair and replace all public 
sidewalks. 

• Public Works Manager Authority. Although rarely exercised, the city’s public works 
manager maintains the authority to require adjacent property owners to upgrade their 
sidewalks to meet city standards. 

• Capital Improvement Project Budget Annual Maintenance Program Funding. 
Currently, there is no annual construction and maintenance program to handle ongoing 
small to medium projects. An annual maintenance program for sidewalks would provide 
an accessible source of funds to make regular progress toward completion of the 
improvements identified in the City and County of Denver Pedestrian Master Plan. 

 
The Denver Bicycle Master Plan Update 2001 (CCD, 2002b) develops and implements a 
comprehensive bicycling program by developing a physical bicycle system and education, 
public policy, and information distribution programs. The plan identifies a number of planned on-
street and off-street bicycle routes. The goal of Denver’s bicycle system is to make it possible 
for a person anywhere in the city to be no more than 0.5 mile from a designated bicycle route.  
 
4.6.1 Existing (2009) Conditions Bicycle and Pedestrian Facilities 
Some elements that are part of the overall bicycle/pedestrian facilities are: 

• Designated bike routes 
• Bike lanes 
• Multi-use pathways/trails 
• Sidewalks 
• Crosswalks (marked and unmarked) 
• Pedestrian signal heads at signalized intersections 

 
Existing grid or regional bicycle routes within the project area that may be directly impacted by 
the Central Corridor Extension include route D-4 and D-9. Both of these existing routes currently 
travel along Curtis Street from the Downtown area to Downing Street before crossing Downing 
Street at a designated crosswalk at 33rd Avenue. This crosswalk includes a center median 
refuge area that allows the users to cross half of the roadway at a time. The grid bicycle routes 
then continue to the east and north through the adjacent street system.  
 
The current RTD bike-n-Ride program allows bikes on both light rail and buses. All buses 
except the 16th Street Free MallRide are equipped with bicycle racks on the front of each bus. 
On regional and skyRide buses, bicycles can be stored on bike racks or inside baggage bins. 
Bicycle lockers are located at RTD park-n-Rides and transit stations. Bicycle lockers can be 
used by anyone once they have purchased and signed a locker lease agreement and 
purchased an RTD-issued padlock.  Bicycle parking is also available through the use of 
traditional bike racks at RTD park-n-Rides and transit stations. 
 
Downing Street has an extensive set of pedestrian facilities. There are continuous sidewalks 
along both sides of Downing Street between California Street and 36th Street.  The majority of 
the sidewalk is detached from the travel lanes on Downing Street. All signalized intersections 
have clearly marked crosswalks and stop bars and are equipped with pedestrian signal heads. 
There is also a clearly marked crosswalk, with a center median refuge area, that crosses 
Downing Street on the south side of 33rd Avenue and is shared by pedestrians, school children, 
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and bicyclists. 36th Street has sidewalks on both sides of the roadway between Downing Street 
and Walnut Street, and on the northeast side of the road between Walnut Street and Blake 
Street. There are no sidewalks along the southwest side of 36th Street between Walnut Street 
and Blake Street. 
 
Figure 4-12 shows the existing bicycle route and trail system in the project area. 
 

Figure 4-12 
Existing Bicycle and Trail Facilities 
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4.6.2 No Action (2030) Alternative Bicycle and Pedestrian Facilities 
For the No Action Alternative there would not be any planned changes to the bicycle and 
pedestrian facilities outside of those identified as part of the East Corridor project near the 
38th/Blake Station. The recommendations from the East Corridor at the 38th/Blake station are 
summarized. 
 
At the 38th/Blake station, 38th Street and the Union Pacific railroad (UPRR) are barriers 
between the platform and the park-n-Ride sites. In order to safely and conveniently get 
pedestrians between the platform and the parking sites, two pedestrian structures are proposed. 
The first structure would cross over 38th Street connecting the platform to the northeast parking 
site. 38th Street is depressed below the commuter rail alignment. The pedestrian structure 
would be at generally the same elevation as the platform and the northeast park-n-Ride. The 
second structure would cross over the UPPR corridor connecting the northeast park-n-Ride to 
the northwest park-n-Ride. This pedestrian structure would be approximately 30 feet above the 
existing ground, exceeding the UPRR clearance requirement of 27 feet above their tracks. 
 
RTD would provide pedestrian connections (walkways) at key locations near the station: 

• Blake Street between 36th Street and 39th Avenue including a pedestrian bridge across 
38th Street adjacent to the rail alignment 

• Pedestrian bridge over the UPRR connecting the two park-n-Rides 
• 39th Street from Brighton Boulevard to the park-n-Ride 
• 40th Street from Brighton Boulevard to the park-n-Ride 
• 40th Avenue (south side) 

 
RTD and CCD coordinated to identify off-site connections required to enhance the connectivity 
from the adjacent community and existing pedestrian network to the station. These enhanced 
connections would be implemented by CCD or other parties. RTD would actively support others 
in their requests for outside funding of these non-project related improvements. New or 
improved pedestrian connections are recommended along the following roadways: 

• 38th Street 
• Brighton Boulevard 
• 36th Street 
• Walnut Street 
• 39th Avenue 

• 37th Avenue from Downing Street to Franklin 
Street 

• Franklin Street 
• 40th Avenue (north side) 
• Blake Street 

 
CCD has initiated a next steps study that will analyze the vehicular and pedestrian access to the 
38th/Blake and the Colorado stations in more detail. The outcome of the next steps study and 
this EE may result in modifications to access at the 38th/Blake station. Some of the primary 
concerns CCD wants to address in the study are to focus pedestrian access from the 
neighborhoods to the south and east along 36th Street and avoid using 38th or 39th streets and 
modify the street network to promote a safer pedestrian environment. 
 
4.6.3 Preferred Alternative Bicycle and Pedestrian Facilities 
It is assumed that bicyclists may typically ride as far as 2 to 4 miles to stations and pedestrians 
may typically walk as far as 0.5 to 1 mile to access the light rail system. Based on these 
assumptions, impacts to bicycle/pedestrian facilities were evaluated for the Preferred 
Alternative. 
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4.6.3.1 Stations 
Improvements by RTD to bicycle/pedestrian connections to the light rail system are generally 
limited to within the station site. Other offsite improvements may be made on a case-by-case 
basis, but are generally expected to be constructed by others. The following subsections 
discuss each station and how pedestrians (and bicyclists) approach station sites, generally 
within 0.25 mile of the station. These discussions consider pedestrian connections and how they 
would also be used by some bicyclists who choose to walk their bicycles when arriving at a 
station site. 
 
4.6.3.1.1 38th/Blake Station (Part of East Corridor) 
Improvements near this station were previously discussed and would be constructed as part of 
the East Corridor project. 
 
4.6.3.1.2 30th/Downing Station 
This station was constructed as part of the original Central Corridor project and the Center 
Corridor Extension project is not planning on making changes to the station or the sidewalks in 
the area immediately surrounding the station. The exception is for improvements to the 
pedestrian ramps at the California Street/Downing Street intersection as part of the overall 
intersection improvements to install traffic signals and accommodate transit vehicle movements. 
 
4.6.3.1.3 33rd/Downing and 35th/Downing Stops 
Both the 33rd/Downing and 35th/Downing stops are intended to serve walk-up traffic, parking 
will not be provided. A review of the area surrounding these stops reveals a fairly complete 
sidewalk network leading up to and away from the platform areas. RTD will make necessary 
improvements to the sidewalks in the area of the stops to ensure safe access to the platforms 
including improvements that satisfy Americans with Disabilities Act of 1990 design criteria. 
 
4.6.3.2 Bicycle/Pedestrian Crossings 
The Central Corridor Extension would involve in traffic rail transit operations. Because the transit 
vehicles would operate at grade, pedestrians would be required to cross the tracks at all 
locations where they would normally cross the roadway, which is primarily at intersections. 
There is one location along the corridor where changes to existing pedestrian/bicycle crossings 
will be required as part of the Central Corridor Extension Preferred Alternative, which occurs at 
the: 33rd Avenue/Downing Street intersection crossing. 
 
The crossing at 33rd Avenue (see Figure 4-13) is located directly to the north of the planned 
33rd/Downing stop. The location of the existing crossing would be located behind a stopped 
southbound train and in front of a stopped northbound train. Such a configuration would create 
safety issues for the crossing bicyclists/pedestrians at this location due to limited sight distance 
around stopped trains. In addition, the placement of the crosswalk in relation to the platforms 
could prevent automobile drivers that are passing the trains from seeing bicyclist/pedestrians 
using the crossing. For this reason, the Preferred Alternative includes moving the crosswalk 
north to a location that would provide a safer location to cross and would eliminate sight 
distance issues for automobile drivers. 
 
The recommendation (see Figure 4-13) is to move the crosswalk to the north approximately 150 
feet, which would not require an excessive amount of additional travel for pedestrians and 
bicyclists using the crossing. This would place the crosswalk at the Curtis Street intersection. As 
part of the traffic operations analysis it was recommended that Curtis Street be converted to a 
right-in, right-out access, which would include the construction of a raised island to manage 
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vehicle movements. The new raised island would provide an opportunity to create a new 
crossing location. The new location would be similar to the existing location. The road width at 
this location is sufficient to allow for a center median refuge to be constructed similar to the 
existing location. This crosswalk could also be equipped with some type of active warning 
device that can be activated by bicyclists/pedestrians to warn the motorists of their movements. 
These active warning devices are very common at mid-block crossing locations and may 
include in-pavement warning lights, flashing beacons on ground mounted signing, or a form of 
traffic signal designed to stop vehicles while bicyclists/pedestrians are crossing the roadway. 
 
The movement of this crosswalk to the corner of Curtis Street and Downing Street would still 
allow for this facility to be used as part of a safe route to school and would require minimal out 
of distance travel by school students to use the crossing. Students that cross at the new location 
would then walk south to 33rd Avenue, east along 33rd Avenue, and then cross 33rd Avenue at 
the intersections adjacent to or directly in front of Cole Elementary/Middle School and Skyland 
Community High School, which are located 2 to 3 blocks to the east. 
 

Figure 4-13 
Recommended Changes to the 33rd Avenue Pedestrian/Bicycle Crossing 
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4.7 TEMPORARY CONSTRUCTION IMPACTS 
A construction mitigation plan will be developed during the design phase, which will contain 
detailed information regarding traffic operations during construction. As with all construction 
projects, proper traffic management plans will be developed and implemented in coordination 
with the local agencies and in compliance with local agency and federal guidelines in an effort to 
minimize traffic pattern changes and associated impacts. Typical traffic control plans and 
standard construction phasing procedures will be part of the construction process. The 
construction plans will account for impacts to motorists, pedestrians, and bicyclists to attempt to 
ensure all modes of transportation are maintained (on existing facilities or a reasonable 
alternative) during all phases of construction. The plans may require the development of an 
emergency response plan to ensure emergency responders have sufficient and available 
roadway access to respond to their calls. Also, coordination will be conducted with local 
business owners and residents to maintain adequate access to all properties in the area of the 
construction. Finally, all construction plans will incorporate techniques for managing traffic flows, 
while creating and maintaining a safe working environment for the construction workers. This 
may include a public information program to communicate timely information regarding 
construction times, alternatives routes, and other necessary information throughout the duration 
of construction. 
 
During construction of the Central Corridor Extension, the rail tracks are to be constructed within 
the existing roadway creating shared lanes with automobile traffic. Construction phasing may 
require some partial roadway closures and shifting of traffic, and may include temporary 
roadway closures at night. Phasing may also include the need to shift traffic to create safe work 
zones for the construction workers. During all construction phases local access for emergency 
vehicles and other modes of transportation such as pedestrians and bicyclists will be maintained 
at all times. At other locations where the construction passes in front of roadways or access 
points, construction will be handled in a manner that is consistent with the local agencies current 
guidelines for construction traffic control and access management. 
 
4.8 TRANSPORTATION PLAN COMPATIBILITY 
The No Action Alternative and the Preferred Alternative were evaluated to determine their 
compatibility with local and regional transportation plans and policies. Table 4-27 presents a 
summary of the alternatives and the applicable local and regional transportation plans. If the 
plans do not identify the Central Corridor Extension, their compatibility is identified in the table 
as neutral. 
 

Table 4-27 
Local and Regional Plan Compatibility 

Plan Name No Action 
Alternative 

Preferred 
Alternative 

DRCOG Metro Vision 2020 (2000) No* Yes 

DRCOG 2030 Metro Vision Regional Transportation Plan No* Yes 

FasTracks Plan – RTD (2004) No* Yes 

North Metro Major Investment Study – RTD (2001) Neutral Yes 

Denver Union Station Master Plan – FTA, RTD, DRCOG, CDOT, & CCD 
(2004) 

Neutral Neutral 

City and County of Denver Pedestrian Master Plan (2004) Neutral Yes 
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Table 4-27 
Local and Regional Plan Compatibility 

Plan Name No Action 
Alternative 

Preferred 
Alternative 

Denver Bicycle Master Plan Update 2001 – CCD (2002b) Neutral Neutral 

Downtown Multi-Modal Access Plan – CCD (2005) Neutral Yes 

Curtis Park/Five Points Two-Way Conversion Study – Fehr & Peers 
Associates, Inc. (2001) 

Neutral Neutral 

40th Avenue Corridor Infrastructure Improvement Study – CCD (2002c) No Yes 

River North Plan – CCD Community Planning and Development Office 
(2003b) – UPDATE 

Neutral Neutral 

Cole Planning Report – CCD Community Planning and Development 
Office (1998) 

Neutral Yes 

Curtis Park Neighborhood Plan – CCD Community Planning and 
Development Office (1987) 

Neutral Yes 

Denver Strategic Transportation Plan – CCD (2008) Neutral Yes 

38th & Blake Station Area Plan – CCD (2009) No Yes 

Transit-Oriented Development Strategic Plan – CCD (2006b)  No Yes 

Blueprint Denver: An Integrated Land Use and Transportation Plan – 
CCD (2002a) 

Neutral Yes 

* Plans acknowledge that implementation is contingent on the environmental review process. 
 
 
  




