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3.5  Visual and Aesthetic Qualities 
3.5.1  Introduction to Analysis 
3.5.1.1  Summary of Results 
Implementation of the Preferred Alternative would involve the installation of track, structures, 
retaining walls, stations, catenary electrification, and a CRMF. Major structures would be 
constructed across the South Platte River, at 38th Avenue, and over the BNSF Railway 
Company Jersey Cutoff in the Denver Section. An electric substation would also be 
constructed in the Denver Section. A CRMF that straddles both the Denver and Adams 
sections would be constructed to support the FasTracks commuter rail operations. These 
facilities would be constructed on industrially zoned land adjacent to similar uses and are 
considered visually compatible with their surroundings. 

Additional structures would be built over the freight rail tracks at Utah Junction, Federal 
Boulevard, Clear Creek, and over the Moffat freight line in the Adams Section. In the Arvada 
Section, new bridges would be placed over Ralston Creek, Wadsworth Bypass, and Kipling 
Street. No new bridges are required in the Wheat Ridge Section. Retaining walls would be 
constructed along the majority of the alignment. Overhead power (catenary) would be 
constructed along the entire 11.2-mile alignment. 

As shown in this analysis, all of these features would represent a visual change, with the 
degree of change dependent on the surrounding environment. The area most sensitive to 
these changes would be from Lamar Street to Kipling Street in Arvada due to the proximity 
of the Preferred Alternative to three historic districts and residential uses. In most other 
instances, the visual change would be minor due to the fact that the project is being 
constructed within or adjacent to, existing BNSF Railway Company/UP ROW that is 
surrounded by existing commercial and industrial land uses.  

Under the No Action Alternative, the three roadway projects would increase the amount of 
paved area and structure in the Gold Line study area. In the Adams Section, 1.9 miles of the 
Northwest Rail project would be constructed adjacent to the existing BNSF Railway 
Company ROW. This would widen the trackway by approximately 40 feet as it travels 
through an area characterized by industrial and vacant land uses 

3.5.1.2  Purpose 
The addition of a rail transit project is a major community investment with the potential to 
shape the future land use of the cities located within the Gold Line study area. The visual 
impact of the rail project has been a concern identified in the public involvement process for 
the Gold Line study area, especially with respect to overhead catenary and the architecture 
of the transit stations. This section discusses these visual changes. 

3.5.2  Affected Environment 
Visual sensitivity is based on the number and types of users, viewers, or sensitive receptors 
typically found in the Gold Line study area. Generally, viewers in parks and residential areas 
are assumed to be the most sensitive to visual and aesthetic impacts, and viewers in 
industrial areas would be the least sensitive. 

Visual quality is evaluated based on consideration of landscape qualities related to natural 
and man-made features, specifically: 
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• Natural features including topography, water courses, rock outcrops, and natural 
vegetation. 

• The positive and negative effects on visual quality due to man-made alterations to the 
environment and built structures. 

• Visual composition, including an assessment of the complexity and vividness of patterns 
that exist in the landscape. 

Table 3.5-1 presents a summary of the visual quality of each section within the Gold Line 
study area. 

TABLE 3.5-1 
Visual Quality Summary for the Gold Line Study Area 

Section Denver Adams County Arvada Wheat Ridge
Overall Visual 
Quality Score1 Medium to High Low to Medium Medium to High Medium to High 

Visual Elements DUS to I-25: 
Historic urban 
center, interesting 
architectural lofts, 
Platte River 
Greenway, and city 
parks 
I-25 to 44th 
Avenue: 
Residential west of 
the rail yards and 
industrial east of the 
rail yards. 
I-70 North to City 
Limits: Industrial 

52nd Street to 
Federal Boulevard: 
CDOT, Broderick 
Wood Products, and 
other industrial 
uses, I-76, and 
Fisher Ditch 
Federal Boulevard 
to Sheridan 
Boulevard: Clear 
Creek Greenway, 
Jim Baker 
Reservoir, Lake 
Sangraco, open 
fields, gravel ponds, 
and industrial uses 

West to Lamar Street: 
Industrial uses and 
Ralston Creek Greenway 
West to Old Wadsworth 
Boulevard: Mixed use 
residential 
neighborhoods, Arvada's 
historic business district, 
and industrial uses 
West to Kipling 
Boulevard: Water tower, 
mixed-use residential, 
and the back yards of 
primarily single family 
residents 

West to Ward 
Road: Residential, 
industrial, and 
institutional uses, 
and open fields with 
livestock 

Viewer Types Commuters, 
tourists, recreational 
users, office 
workers, residents, 
and industrial 
workers 

Industrial workers, 
recreational users, 
and travelers on 
I-76 

Industrial workers, 
recreational users, 
residents, and shoppers 

Industrial workers 
and residents 

Source: Gold Line Team, 2007 
1 The FHWA Visual Impact Assessment Manual (FHWA, 1990) includes definitions of vividness, intactness, and 
unity. With this methodology, each sub area is ranked by these visual elements and averaged for an overall score 
(1=low to 7=very high). 

A description of the visual characteristics for each 
of the sections is given below. 

The Kerouac Lofts were recently built near existing 
tracks in Denver. 

Denver Section 
This section of the proposed alignment runs from 
West 20th Avenue to West 52nd Avenue and 
includes three landscape zones. In the first zone, 
from West 20th Avenue to I-25, the landscape is 
highly urban with an existing high density 
neighborhood, a proposed mixed-use commercial 
district, the City of Cuernavaca Park, and the 
Platte River Greenway.  

3.5-2 
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In the second zone, located between I-25 and 
West 44th Avenue, the landscape consists of 
light industrial and some residential uses west of 
the alignment (west of Inca Street). In this area, 
the proposed alignment crosses over West 38th 
Avenue, a heavily used road that connects 
northwest Denver to downtown. The tracks are 
visible where they cross over West 38th Avenue. 
The proposed alignment runs through light and 
heavy industrial land uses immediately east of 
the rail yards.  The existing tracks are visible to the adjacent 

neighborhood where they cross over West 38th Avenue. 
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In north Denver, short-range views are primarily 
industrial and long-range views are of downtown. 

Looking west from the Broderick Superfund site just 
east of the alignment, mountains are visible in the 
background.  

In the third zone, north of I-70, the visual 
landscape consists of railroad tracks and 
bordering industrial properties. Existing railroad 
tracks dominate the immediate landscape as the 
width of tracks ranges from approximately 200 to 
800 feet. The shared alignment runs 
immediately east of the rail yard and continues 
to run through industrial land uses. A CR
would be constructed on the border of the 
Denver and Adams sections on industrial land 
surrounded by other in

MF 

dustrial uses. 

d 

o 
nd I-76 

 

 with 

on 
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Adams Section 
This section of the proposed alignment runs 
from the southern border of Adams County on 
West 52nd Avenue to Sheridan Boulevard. 
Large industrial properties generally surroun
the tracks throughout the section, with the 
exception of some large vacant areas and a few 
residential properties. From 52nd Avenue t
Federal Boulevard, industrial land uses a
dominate the visual character. Rows of boxcars 
and tracks are the main view to the west, and 
typical industrial buildings are located due east. 
Looking west from the Broderick property are 
expansive long-range mountain views and a 
600-foot-long building in the foreground. This 
building dominates the immediate landscape. 

The visual character of the alignment is 
industrial and/or vacant from 52nd Avenue to
Federal Boulevard, with the exception of a 
residential development approximately 550 feet 
south of the alignment where it intersects
I-76.  

From Federal Boulevard to Tennyson Street, the 
proposed alignment runs through a small secti
of the Clear Creek Greenway and adjacent t
Jim Baker Reservoir, Lake Sangraco, open 
fields, gravel ponds, and a few single family 
residences. It is the largest area of designated 

Heavy vegetation buffers Lake Sangraco and the 
holding ponds from the tracks at Lowell Boulevard. 
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open space along the proposed alignment. 
From Tennyson Street to Sheridan Boulevard, 

 characterized as industrial. 
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the landscape is

Arvada Section 
This section of the alignment runs through th
City of Arvada, from Sheridan Boulevard to 
Kipling Street. Throughout this section, there 
are three visual zones with very different visual 
characteristics that generally follow existing 
land use and topography. From Sheridan 
Boulevard to Lamar Street, the tracks run 
through a light industrial landscape, with the 
exception of briefly passing through Gold Strik
Park and across Ralston Creek. From Lamar 
Street to Olde Wadsworth Boulevard, the tr
pass historic residences east of the Wadsworth
Bypass, and then through historic

The open landscape allows for mountain views at Jim 
Baker Reservoir. 

west of the Wadsworth Bypass. 

From Olde Town to Kipling Street, the track
run through a neighborhood of single and 
multi-family homes. Backyards and fence
the main views from the tracks, an Residential backyards line the existing tracks between 

Olde Town Arvada and Kimountain views are v pling Street. 

Wheat Ridge Section 
The final section of the proposed alignment, 
primarily located within the cities of Arvada and 
Wheat Ridge, runs from Kipling Street to Ward 
Road. This most western section runs along a
ridge and is surrounded by a variety of uses, 
including single-family residential, agricultur
commercial, and heavy and light industrial 
properties. Mountain views to the west a
distant city views to the east are visible 
throughout this section. The combination of 
agricultural fields (over a quarter of the adja
property), residential properties, and large
established trees creates a unifying rural 
character for the section. The Rocky Mo
Bottle Company and Wheat Ridge Box 
Company are two large industrial properties tha
are the ex

Olde Town Arvada and the existing tracks are visible 
from the southern shopping district. 

3.5.3  Impact Evalu
3.5.3.1  Methodology  
Determination of impacts to the visual qu
the existing landscape for the Preferred 
Alternative are based on site visits, review of local planning documents, project drawings
aerial photography of the project area, and typic

Large trees, open fields, and mountains in the 
background dominate the western views along the 
tracks in Wheat Ridge.
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For the purposes of this analysis, implementation of the Preferred Alternative would have an 
impact on visual resources if the project: 

• Blocks or impedes scenic views. 

• Damages the natural environment and/or the built environment. 

• Changes the existing visual character or quality of the site by adding inappropriate 
design elements. 

• Creates a new source of substantial light or glare.  

Multiple visual simulations have been developed to demonstrate potential for visual change 
throughout the project area. These graphics simulate the potential future view; however, 
they do not show the specific final aesthetic treatments, styles, and colors that may be used. 
The final aesthetic treatments and colors for walls, stations, fencing, etc., may change as 
final design develops. 

3.5.3.2  Results 
No Action Alternative 
The No Action Alternative assumes that existing and committed improvements, as defined in 
Chapter 2, Alternatives Considered, would be implemented by others as planned. 

Direct Impacts 
Roadway Projects 
Implementation of all three roadway projects would increase the amount of hardscape and 
structural elements in the immediate area. The new aerial ramps for the I-70/SH 58 
Interchange would result in a visual change to the residential neighbors located immediately 
southeast. The land uses in the remaining three quadrants of the interchange are 
developing as commercial and industrial. It can also be anticipated that the I-70/Kipling 
Interchange would result in a visual change due to the probability that some of the new 
ramps would be aerial. These ramps would be visible to the users of Fruitdale Park and to 
travelers on I-70. Implementation of the Wadsworth Boulevard project may involve a sliver 
acquisition of the Town Center Park. The parkland acquisition would be a permanent visual 
change.  

Transit Projects 
North of the Pecos Station, the Northwest Rail project merges with the Gold Line alignment 
and travels north for approximately 1.9 miles parallel to the BNSF Railway Company ROW 
to the northern border of the study area. The addition of commuter rail track would visually 
widen the cross section of the trackway by about 40 feet, through areas that are primarily 
characterized by vacant and industrial properties, but with some residential properties. A 
new commuter rail bridge over Clear Creek would also need to be constructed for the 
Northwest Rail project under the No Action Alternative (total structure length, including 
abutments and bridge deck are assumed at approximately 275 feet).  

Indirect Impacts 
The No Action Alternative would involve no indirect impacts to visual resources.  

Temporary Construction Impacts 
Construction of the above-referenced interchange and roadway projects would involve 
temporary visual degradation due to the presence of exposed soils, stockpiles of materials, 
construction equipment, and construction operations. These activities would add to the 
visual clutter of the area surrounding these projects.  
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Construction of the track and bridge for the Northwest Rail project would present impacts 
similar to the roadway construction mentioned above. Residents of the Goat Hill 
neighborhood would be the most effected. 

Cumulative Impacts 
The gradual visual changes associated with the conversion of the Gold Line study area from 
semi-rural to urban in the western portions is an anticipated condition of the No Action 
Alternative. The proposed interchange and roadway projects would contribute to the 
conversion to an urban character. The visual effects of adding 1.9 miles of commuter rail for 
the Northwest Rail project would be cumulative to the total of 119 miles of rail that would be 
added under the FasTrack program. 

Preferred Alternative  
The project features of the Preferred Alternative that present the potential for changing 
visual conditions in the Gold Line study area include: 

• Structures 
• Numerous retaining walls located throughout the length of the alignment 
• Up to four pedestrian bridges (41st Avenue East, Pecos, Olde Town, and Arvada Ridge) 
• Seven transit stations and pnR facilities 
• 11.2 miles of new trackway and overhead catenary 
• Electric substation 
• Fencing along the alignment 

Direct Impacts 
Denver Section 
Structures and Retaining Walls 
The implementation of the shared alignment for the Preferred Alternative would involve 
construction of retained fills, ramps, and structures in the Denver Section. Little of the 
alignment would be constructed at grade due to topographic challenges and the presence of 
the freight railroad. FRA regulations require that commuter rail and freight rail lines can not 
cross and thus must be grade separated.  

In the Denver Section, the alignment crosses the South Platte River, 38th Avenue, the 
BNSF Railway Company Jersey Cutoff, and freight tracks near Utah Junction. These 
structures would range from 33 to 37 feet in width, be 35-feet high at track level at the 
highest point, and vary in length as described below. Railings (3.5-feet high) for protecting 
patrons during emergency exit events would be placed along the length of the structure.  

The effects of the 3,000-foot structure over the South Platte River are softened by other 
highway and rail structures in the area (Figure 3.5-1). The new structure would be visible 
from City of Cuernavaca Park, loft development in the Central Platte Valley, and by 
motorists on Park Avenue and I-25.  

The 80-foot bridge crossing of 38th Avenue would need to be elevated approximately 
10 feet higher than the existing freight rail bridge to maintain minimum clearances with the 
street below. As shown on Figure 3.5-2, this represents a visual change compared to 
existing conditions. Additionally, approximately 1,400 feet of retained fill approach wall to the 
38th Avenue Bridge would need to be constructed from the underpass of I-25 to the station 
area. After a short section of at-grade track north of the station area, a second 2,600-foot 
structure would be constructed to grade-separate the BNSF Railway Company Jersey Cutoff 
track from the commuter rail track. This 35-foot high structure is located just west of the 
Denver Post building near 45th Avenue. 
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FIGURE 3.5-1 
South Platte Visual Simulation (Before and After) 
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FIGURE 3.5-2 
38th Avenue Underpass – Looking West (Before and After) 

 
 

 



GOLD LINE FINAL ENVIRONMENTAL IMPACT STATEMENT 

3.5-9 
AUGUST 2009 

Stations and pnRs 
As described in Chapter 2, Alternatives Considered, a station and pnR would be placed at 
41st Avenue. The station would be elevated on retained fill approximately 10 feet higher 
than the pnR to accommodate differences in topography. It is probable that the addition of 
the station would improve local visual quality due to inclusion of landscaping and other 
urban design elements such as the overhead canopy and station design elements that are 
not currently found in this industrial area. The general visual character of the station was 
developed through IFT meetings with local stakeholders. This process and a graphic of the 
station are shown in Figures 2-17 and 2-18, Chapter 2, Alternatives Considered. 

The proposed pedestrian bridge and pnR would be the most visually dominant elements of 
the station. The pedestrian bridge would be approximately 400-feet long and over 40-feet 
high. It would have a moderate impact due to its height and visibility to the residential 
neighborhoods to the west. However, the pedestrian bridge is blocked from the view of 
residences to the west by a row of industrial uses that occupy the first block on Inca Street.  

The pnR would require approximately 7 acres1 of surface parking on opening day (2015). By 
2030, a new parking structure would be added to accommodate additional parking demand 
by 2030. The 7-acre footprint would remain the same, split between surface and structured 
parking. The approximate 24-foot height of the parking structure proposed in 2030 would be 
compatible to the other buildings associated with the future TOD surrounding the station 
site. The addition of the 7 acres of hardscape would not change the visual character of the 
existing condition, which is dominated by existing industrial uses, as stated earlier.  

The platform and canopies would not detract from the visual quality of the area because 
they would be located in industrial land uses as discussed above. Night lighting would be 
visible to drivers on Fox Street. However, light pollution would be minimized by directing all 
lighting downwards to reduce off-site transmission of light. Additionally, the neighborhoods 
to the west would be shielded due to the row of industrial uses located along Inca Street and 
the width of the freight rail corridor between them and the station. 

Visual simulations have been developed to represent the effects of the 41st Avenue East 
Station as shown on Figures 3.5-3 and 3.5-4.  

Electric Substation (Denver Section only) 
The electric substation would be located immediately west of the existing Xcel Argo 
substation located near 44th Avenue and Inca Street. The transit substation would be 
integrated with improvements to the Xcel facility. While this would represent an expansion of 
an intensive industrial use, the site is surrounded on all four sides by industrial uses.  

                                                 
 
1Note that the station size and the amount of property acquisition required may differ due to the size of the parcels acquired. In 
many cases the amount of property acquired is larger than what is required for the station. 
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FIGURE 3.5-3 
41st Avenue East Station – View from 41st Avenue/Fox Street Looking West (Before and After) 
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FIGURE 3.5-4 
41st Avenue East Station – View from Inca Street/41st Avenue Looking East (Before and After) 
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Track and Catenary 
The placement of the new shared alignment in the Denver Section is considered compatible 
with its surroundings. The entire alignment is characterized by freight track, the North Yard, 
and supporting industrial properties. The impact of the new catenary would represent a 
visual change that is again compatible with the industrial setting of the Denver section of the 
alignment. 

Fencing 
Fencing is required to prohibit trespassers from entering the commuter rail ROW. Six-foot 
high chain link is the standard fencing material used by RTD. The visual effect of chain link 
fencing was an issue with local governments in the study area. All of these stakeholders 
were invited to provide their input on fencing materials within their jurisdictions. Chapter 2, 
Alternatives Considered, presents pictures of the proposed fencing materials and Chapter 6, 
Public Comment and Agency Coordination, provides a description of the fencing workshop 
process. Generally, the results of the process were that chain link will be used except on 
structures, in historic districts, and close to station areas (500 feet on either side of the 
station area) where post and cable fencing will be used.  The team recommended chain link, 
except on emergency walkways on the bridge over the South Platte River, on the bridge 
over 38th Avenue, and adjacent to the 41st Avenue East Station.  

Adams Section 
Structures and Retaining Walls 
East of Pecos Street, the 4,300-foot flyover of the freight track at Utah Junction represents 
the greatest visual change resulting from the shared alignment. This change is considered 
compatible with its surroundings. The nearest residences are approximately 2,200 feet 
away, located to the west of Pecos Street. Persons driving on I-25 would be about 
3,000 feet from the structure. The land uses immediately surrounding the structure are rail 
oriented and industrial.  

West of Pecos Street, the bridge crossings at Federal Boulevard and at Clear Creek are 
approximately 200 feet long each. These structures would replicate the existing freight rail 
bridges currently in place. The Federal Boulevard Bridge project area is industrial or vacant 
on all four surrounding quadrants, resulting in no impact to sensitive receptors. The Clear 
Creek crossing would visually impact users of the trail that crosses beneath the bridges. The 
combined effect of the existing and proposed bridges would add approximately 40 feet of 
bridge width compared to the existing 17-foot-wide freight rail bridge, increasing the tunnel 
effect of the bicycle and pedestrian underpass.  

New retaining walls would be added along much of the proposed alignment through Adams 
County from I-76 west to Clear Creek and then from Clear Creek to Tennyson Street. From 
I-76 to Clear Creek, these retaining walls would range from 5 feet to 25 feet high near 
Federal Boulevard. Due to the industrial character of this area, the visual change of the 
project would be compatible with its surroundings. Conversely, from Clear Creek to 
Tennyson Street, these walls would be visible to the users of Lake Sangraco and Jim Baker 
Reservoir (Figure 3.5-5) who may be within 100 feet of the proposed alignment. The 
addition of the overhead catenary would add to this visual impact. 

Last, new crash walls would be required where the Gold Line alignment is less than 50 feet 
clear from the UP alignment. These walls are 6 feet above the top of rail and 3.5 feet thick. 
They would be required in two locations in the Adams Section: 1) between I-76 and the 
Federal Station (~1,700 feet) and 2) between the Sheridan Station and Sheridan Boulevard 
(~1,200 feet). The presence of these walls would be a visual intrusion to these localized 
areas.  
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FIGURE 3.5-5 
Jim Baker Reservoir Visual Simulation (Before and After) 
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Stations and pnRs 
The Pecos Station and the Federal Station are visually compatible with their surroundings. 
The general visual character of the station was developed through IFT meetings with local 
stakeholders. This process and a graphic of the station are described and shown in 
Chapter 2, Alternatives Considered.  

The Pecos Station is currently a capped landfill surrounded by vacant land and one 
commercial property to the north. Approximately 9 acres of pavement would be constructed 
for parking facilities at this station site. This and a 300-foot-long, 40-foot-high pedestrian 
bridge would represent the greatest visual change associated with the station. The Pecos 
Station is bounded by I-76 to the north, effectively shielding the sites. Because there are no 
residences, parklands, or other sensitive receptors near the station, the visual impacts 
would be minimal. However, night lighting required for the pnR facilities would be visible 
from I-76 with either option.  

Conditions at the Federal Station are similar to those discussed for the Pecos Station. The 
site is industrial and surrounded by vacant land. Visual changes that result from the station 
would generally improve the surrounding visual environment.  

Track and Catenary  
The new track and overhead catenary would not visually affect the majority of the Adams 
Section due to its industrial and vacant land use character. The potential impacts to the 
users of Lake Sangraco and Jim Baker Reservoir have been discussed under Structures 
and Retaining Walls above.  

Fencing 
The visual impact concerns regarding fencing along the corridor were described under the 
Denver Section. The team recommended chain link in the Adams Section, except along I-76 
where guardrail would be added, where necessary. In addition, post and cable was 
recommended along emergency walkways on the Clear Creek Bridge, along the cantilever 
walkway between Clear Creek and Tennyson Street, and adjacent to the Pecos and Federal 
stations. 

Arvada Section 
Structures and Retaining Walls 
There are four bridge crossings in the Arvada Section. The first bridge is a crossing of the 
Moffat Line and is 2,980 feet long by 38 feet wide. The flyover is 35 feet higher than the 
existing ground elevation, but due to the surrounding land use, which is generally 
commercial and industrial; this is not considered a visually sensitive area. The second 
crossing is of Ralston Creek with a 280 foot single-track bridge. This bridge would be 
designed to replicate the existing single-track freight rail bridge over Ralston Creek. The 
addition of a second bridge would double (from 18 feet to about 36 feet) the amount of 
bridge deck observable to users of the trail that parallels Ralston Creek and traverses under 
the existing bridge, increasing the tunnel effect to these users. The third bridge (180 feet 
long by 18 feet wide) would cross the Wadsworth Bypass. It would parallel and be designed 
to the same specification as the new grade separation project that has recently been 
completed.  

The fourth crossing is the addition of two new single-track, 150-foot-long, 18-foot-wide, rail 
bridges at Kipling Street. Due to alignment refinements of the freight rail, one of the new 
single-track bridges would be used for freight. The second commuter rail track would use the 
existing freight rail bridge. The two new bridges would be comparable to the existing freight 
rail bridge.  
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Retaining walls2 ranging from 3 to 8 feet high would be required throughout most of the 
Arvada segment. In all cases, these walls would be on the north side of the railroad ROW. 
The industrial land uses from Ralston Creek to Lamar Street would be visually unaffected by 
these retaining walls. The visual impact of the project from Lamar though Olde Town have 
received the greatest amount of interest.  

The retaining walls from Lamar Street to Wadsworth Bypass would not be visible to the 
homes located on Grandview Avenue, approximately 100 feet to the north. This is because 
east of Lamar, these walls are cut into the slope of the existing landscaped median, which 
effectively lowers the train by 3 to 8 feet below this section of Grandview Avenue. The 
differences in topography would also lessen the visual impact of the train to the homes north 
of Grandview Avenue. Views of the train and track from a southern perspective would not be 
hidden (Figure 3.5-6). The majority of the landscaped median from Lamar to Wadsworth 
Bypass would be removed to make room for the trackway. This would result in a loss of 
trees which will be replaced with shrubs were possible. The trees would not be replaced due 
to possible interference with the catenary system.  

Approximately 600 feet of retaining walls are also required to reduce impacts to Grandview 
Avenue through Olde Town from Wadsworth Bypass to Vance Street. These walls would 
generally be 3 feet high and would be visible to pedestrians and motorists on Grandview 
Avenue. Two smaller sections of retaining wall would be located to the west of Olde Town 
and would represent a visual change for the residents located along Ridge Road to the north 
of the alignment. At the request of the Fencing Committee, post and cable fencing would be 
placed through the historic districts in Arvada. 

Stations and pnRs 
Three stations are located in the Arvada Section: Sheridan, Olde Town, and Kipling Street. 
The general visual character and architectural typology of the three stations was developed 
through IFT meetings with local stakeholders. Architectural catenary poles would also be 
installed throughout the historic districts in Arvada. This process and a graphic of the station 
are described and shown in Chapter 2, Alternatives Considered.  

The Sheridan Station is located in a light industrial area and is visually compatible with its 
surroundings. The most evident change to residents located to the north would be the 
conversion of the rental storage units to parking facilities. The landscaping and urban design 
elements, such as the canopies and station design elements, would contribute to the 
architectural quality of the area.  

The Olde Town Station is located on a site that is currently used for parking and a pistol 
range. It would include 500 (including 200 existing) surface parking spaces on opening day 
with conversion to a 600 car parking structure in 2030. An elevator shaft and pedestrian 
bridge to provide patrons with easy access to the station platform would be provided on 
opening day. Compared to existing conditions, the visual change would be minimal. The 
future parking structure would be of comparable mass to the buildings envisioned by the 
City of Arvada in its TOD planning. A simulation of the Olde Town platform location is 
presented in Figure 3.5-7.  

                                                 
 
2 Both retained fill (supporting backfill) and cut walls (supporting an excavation) are required in this section. 
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FIGURE 3.5-6  
Grandview Avenue Visual Simulation (Before and After) 

 
 

3.5-16 
AUGUST 2009 



3.5-17 

GOLD LINE FINAL ENVIRONMENTAL IMPACT STATEMENT 

AUGUST 2009 

FIGURE 3.5-7  
Olde Town Arvada Visual Simulation (Before and After) 
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The Arvada Ridge Station is envisioned to be built in conjunction with a proposed TOD 
development. Should this occur, structured parking for transit users would be co-located 
underground with tenant parking being proposed by the developer. A 75-foot pedestrian 
bridge would also be added to convey transit users over the freight rail tracks. Should the 
TOD not be implemented, RTD would provide 150 surface parking spaces in 2015, with an 
additional 180 surface parking spaces added before 2030, for a total of 330 surface parking 
spaces. The visual effects of the proposed TOD are unknown but anticipated to be 
compatible with its surroundings. 

Track and Catenary 
Construction of an overhead catenary system through historic Arvada would add visual 
clutter to the proposed alignment, which may be objectionable to some receptors. This 
impact is reduced by the single track configuration in this section of the alignment because 
only a single catenary system is required. Most other sections require a double catenary 
system due to the two tracks. The addition of the single track through this area would widen 
the trackway by 22 feet and remain within the existing BNSF Railway Company ROW. 

Fencing 
The visual impact concerns regarding fencing along the corridor were described under the 
Denver Section. The team recommended chain link, except on the emergency walkway on 
the Ralston Creek Bridge, between Lamar Street and Carr Street, in the historic districts, 
and adjacent to the Sheridan and Arvada Ridge stations. 

Wheat Ridge Section 
Structures and Retaining Walls 
There are no major bridge structures in this section of the proposed alignment. Small 
retaining walls from 1 to 3 feet high would be located throughout this section of alignment. 

Stations and pnRs 
The Ward Road Station has been configured to align with existing TOD and development 
plans conducted by the City of Wheat Ridge. The existing site is industrial and used for boat 
and recreational vehicle storage. The general visual character of the station was developed 
through IFT meetings with local stakeholders. This process and a graphic of the station are 
described and shown in Chapter 2, Alternatives Considered. It is possible that the Ward 
Road Station would encourage an improvement to the visual character of the area as it 
transitions from industrial to TOD. 

Track and Catenary 
The construction of the catenary system from Kipling Street to Ward Road would add to the 
visual clutter resulting from the overhead electrical wires that currently exist along this 
portion of the proposed alignment (Figure 3.5-8).  

Train storage track would be located between the Ward Road Station and Ward Road. This 
facility would include two additional tracks approximately 1,000 feet long located in the 
BNSF Railway Company/UP ROW. The visual affect would be similar to that of the majority 
of the BNSF Railway Company alignment – a trackway that is approximately 38 feet wider 
than present. This change would be compatible with the surrounding industrial land use.  

Fencing 
The visual impact concerns regarding fencing along the corridor were described under the 
Denver Section. The team recommended chain link, except for adjacent to the Ward Road 
Station where post and cable was recommended.  
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FIGURE 3.5-8 
Wheat Ridge Visual Simulation (Before and After)  
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End of Line EMU Storage 
To avoid deadheading (operating in a reverse mode with no passengers from the CRMF), it 
is probable that up to six EMUs, in the form of three, two car consists would be stored on the 
tail track at the Ward Road Station. Lighting would be provided for security purposes and 
fencing would be provided regardless of train storage in response to RTD’s policy to secure 
the trackway. The storage of trains represents a small visual change but is compatible with a 
freight corridor and the surrounding industrial land use. 

Indirect Impacts 
The principle indirect affect of the Preferred Alternative is associated with the planned 
increase in urban density caused by the TOD planning around the proposed stations. The 
extent of this development would depend on the TOD feasibility of the sites. It is probable 
that areas surrounding the 41st Avenue East, Olde Town, Arvada Ridge, and Ward Road 
Stations would experience the development of taller buildings, greater density, and a higher 
level of urban design with the implementation of the Preferred Alternative. The majority of 
impact would be within 0.5 mile of the station platforms. The Pecos, Federal, and Sheridan 
stations are anticipated to experience higher density and become more urban when 
compared to the No Action Alternative but are not anticipated to generate the same level of 
TOD as the other stations.  

Temporary Construction Impacts 
Throughout construction, the visual setting of the Gold Line study area would change 
because of the intermittent presence of equipment, staging areas, machinery, vehicles, 
construction materials, construction workers, and excavated material piles. Temporary 
construction would create the biggest impact when adjacent to the open space areas where 
vegetation would be disturbed and take time to reestablish. 

Cumulative Impacts 
The Gold Line study area has gone from being partially developed in the 1950s to almost 
entirely developed today. Over this period, the visual quality of the area has changed from 
rural and agricultural to urban and industrial. 

The cumulative impacts to the visual quality of the Gold Line study area resulting from the 
construction of bridges, walls, tracks, the catenary system, and platforms are comparatively 
low when compared to the infrastructure improvements needed to support existing and 
future populations. Most of these built elements associated with the Preferred Alternative 
are located within the existing BNSF Railway Company/UP ROW, have minimal to low 
impacts to the surrounding area, and result in only a small component of potential overall 
visual change for the Gold Line study area.  

The greatest potential impact to the Gold Line’s future visual quality would be determined by 
what type of growth occurs at and around the stations. Currently, the majority of land 
surrounding the proposed stations is industrial, vacant, with low population densities. Land 
use plans, which are adopted by individual cities, would determine if and how these areas 
transform to higher densities and how that development is allowed to occur. Ultimately, the 
development and build out of TOD stations, which is guided by local policy, would have the 
greatest cumulative effect on the future visual quality of the corridor.  

Regionally, the visual affect of FasTracks would be to add 119 miles of rail and supporting 
stations, much of which are anticipated to encourage TOD and the potentially higher 
architectural standards that accompany this type of development. Assuming that the 
remaining FasTracks projects require approximately 10 acres per mile for trackway and 
stations, approximately 1,190 acres would be converted to transit uses and the associated 
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v ison, accommodating increased 2030 populations would require 

s that would 
l change resulting from development of the CRMF. Appropriate fencing and 
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y 

e study 

s under the Preferred Alternative 

isual change. By compar
more than 100,000 acres, assuming a density of 10 persons per acre. 

CRMF 
According to the SEA prepared for the CRMF (FTA 2009), the facility would replace existing 
industrial land uses with a new industrial land use, resulting in no change to the existing 
visual character of the site. The Fox North Site and surrounding area are industrial and 
industrially zoned. There are no adjacent residential or commercial use
experience visua
buffering would be designed to be consistent with local jurisdictions’ development stand
With development of the CRMF, the immediate view and edge along Fox Street would likel
improve over the existing conditions.  

The CRMF would not result in indirect or construction impacts to visual resources. 

3.5.4  Mitigation Measures  
Mitigation measures for impacts to visual and aesthetic resources in the Gold Lin
area are presented in Table 3.5-2.  

TABLE 3.5-2 
Mitigation Measures for Visual and Aesthetic

Impact Impact Type Mitigation Measures for the Preferred Alternative
Construction Construction • Construction material staging areas will be fenced and screened. 

• After project construction, the ground surfaces outside of the trac
will be restored to the original condition, and any vegetation that had 
been removed during the construction process will be replaced with 
like-kind vegetation, where feas

kway 

ible. Vegetation will not be replaced in 
the immediate trackway. 

Visual Operations • Station aesthetics will be coordinated with local agencies and the 
public during final design.  

• Station designs must be approved by the appropriate design review 
committee by each local jurisdiction.  

tation 

tation: Industrial Loft Modern 

 

 
Bridge, along the cantilever walkway between Clear Creek 

• Final designs for stations will follow and build from the Preliminary 
Engineering design. 

• The architecture of new transit structures will match existing designs 
where two structures are parallel, where appropriate. 

• Architectural catenary poles in Olde Town, Arvada. 
• Station canopies will be based on the topologies selected at the s

IFT meetings held during the FEIS: 
– 41st Avenue East Station: Industrial Loft Modern 
– Pecos S
– Federal Station: Town Center Contemporary 
– Sheridan Station: Neighborhood Craftsman 
– Olde Town Station: Main Street Historic 
– Arvada Ridge Station: Neighborhood Craftsman 
– Ward Road Station: Town Center Contemporary 

• Fencing types, excluding station areas, will be provided as shown in 
Table 2-22 including: 
– Denver Section 

 Post and cable on emergency walkways on the South Platte
River and 38th Avenue Bridges and adjacent to the 41st 
Avenue East Station 

 Chain link through other areas 
– Adams Section 

 Guardrail along I-76, where necessary 
 Post and cable on emergency walkways on the Clear Creek
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Impact Impact Type Mitigation Measures for the Preferred Alternative 
and Tennyson Street and adjacent
stations 

 to the Pecos and Federal 

 Chain link fencing through other areas 
  – Arvada 

 Post and cable on emergency walkways on the Ralston 
Creek Bridge between Lamar Street and Carr Street, in 
historic districts through Arvada and adjacent to the 
Sheridan and Arvada Ridge stations 

 Chain link fencing through other areas 
– Wheat Ridge 

 Post and cable adjacent to the Ward Road Station 
 Chain link through other areas 

• ith the 

• The electric substation will be screened. 

 Railings/fencing at station areas will be designed consistent w
station canopy typologies as identified above. 

Source: Gold Line Team, 2007 

 




