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ALTERNATIVES CONSIDERED 

 

This chapter provides background information on the range of alternatives considered for 
implementing an extension of light rail in the Southwest Corridor and defines the alternatives 
that are analyzed in this Environmental Evaluation. 

As described in Chapter 1, the proposed action extends the existing Southwest Corridor light rail 
line from the end-of-line station at Mineral Avenue into Highlands Ranch. RTD prepared the 
Southwest Extension Transit Corridor Planning and Conceptual Engineering Study (Planning 
and Conceptual Engineering Study) (RTD, 2002) in December 2002 to investigate alternatives 
to extend light rail service into northern Douglas County. The recommendation from the 
Planning and Conceptual Engineering Study serves as the basis for the Build Alternative 
developed during the Environmental Evaluation and Basic Engineering Process. 

2.1 ALTERNATIVES DEVELOPMENT AND SCREENING PROCESS 

The development and screening of alternatives for the extension of the Southwest Corridor light 
rail line was initiated in 2002 as part of the Planning and Conceptual Engineering Study (RTD, 
2002). With the opening of the light rail system along the Southwest Corridor in 2000, the 
current alignment, technology and interim end-of-line station at Mineral Avenue were 
established.   

2.1.1 Recommendation from Planning and Conceptual Engineering Study 

The 2002 study considered several alignment alternatives that focused on the travel markets in 
the study area, an initial assessment of viable right-of-way, and comments received in the 
agency and public scoping process. The Build Alternatives that were considered are depicted in 
Figure 2.1-1 and summarized briefly below: 

Alternative 1 Locally Preferred Alternative (LPA), Mineral to Lucent Boulevard: This 
alternative proceeded south to C-470 from Mineral Station parallel to the Burlington Northern 
Santa Fe (BNSF) and Union Pacific Railroad (UPRR). It then crossed over the rail lines and 
C-470 on a flyover and proceeded adjacent to C-470 to a new end-of-line station southwest of 
the C-470/Lucent Boulevard interchange. 

Alternative 1A, Mineral to County Line Road: This alternative proceeded south to County 
Line Road from Mineral Station parallel to the BNSF and UPRR rail lines. It then crossed over 
the rail lines and terminated north of C-470. 

Alternative 2, Santa Fe Drive (US-85): This alternative proceeded south to C-470 from 
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Mineral Station parallel to Santa Fe Drive and the railroads. Once south of C-470, the 
alignment ran adjacent to Santa Fe Drive to a new end-of-line station in the vicinity of Santa 
Fe Drive and Highlands Ranch Parkway. 

Alternative 3, Railroad Alignment: This alternative proceeded south to C-470 from Mineral 
Station parallel to Santa Fe Drive and the railroads. Once south of C-470, the alignment 
continued along the railroad corridor to a new end-of-line station in the vicinity of Santa Fe 
Drive and Highlands Ranch Parkway. 

Alternative 3A, Railroad Alignment to Blakeland Industrial Park: This alternative was a 
shortened version of Alternative 3 that, after crossing over C-470, terminated at a new end-of-
line station at the Klode Salvage Yard in the Blakeland Industrial Park. 

The Planning and Conceptual Engineering Study carried these five Build Alternatives through a 
screening process and fatal flaw analysis. Evaluation criteria included fulfillment of the Study’s 
purpose and need, capital and operating costs, and community and environmental impacts. 
Based on these evaluations, the Study’s Political Advisory Committee (PAC) and Technical 
Advisory Committee (TAC) selected an extension of the Southwest Corridor light rail line to 
Lucent Boulevard, along the east side of Santa Fe Drive and the south side of C-470 
(Alternative 1), as the LPA. 

2.1.2 Alternatives Eliminated from Further Consideration 

Following the initial fatal flaw screening, Alternative 3 was dropped due to potential impacts to 
threatened and endangered species and parklands. It also involved more aerial structure with 
visual impacts. 

The remaining alternatives underwent further screening. The PAC favored Alternative 1, which 
was more consistent with land use plans and was likely to have few environmental issues. 
Alternative 2, while providing good access for Highlands Ranch residents, required more right-
of-way, conflicted with Colorado Department of Transportation’s (CDOT’s) plans to widen South 
Santa Fe Drive, and could not offer an end-of-line station with a sufficient supply of parking. 
Alternative 3A had few impacts but did not fulfill the purpose and need as well as other 
alternatives; specifically, it did not adequately serve the Highlands Ranch community and would 
do less to alleviate current problems at the Mineral Station. 

2.1.3 Refinement of Locally-Preferred Alternative During Basic Engineering 

The LPA (hereafter called the Feasibility Alternative) from the Planning and Conceptual 
Engineering Study (RTD, 2002) served as the basis for this phase of study. The Feasibility 
Alternative and the changes made during the study process for the Environmental Evaluation 
and Basic Engineering process are described below.  
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2.1.3.1  Feasibility Alternative 

The light rail extension for the Feasibility Alternative continued at-grade from the existing tail 
track then crossed Dad Clark Gulch and the freight rail lines on a bridge. The light rail alignment 
then assumed the existing BNSF alignment to County Line Road, where the existing BNSF 
bridge was widened and double-tracked to accommodate light rail trains. A double-tracked 
flyover bridge spanned C-470 and returned to grade at the future intermediate station near 
Erickson Boulevard. 

The Feasibility Alternative required the relocation of both the BNSF and UPRR railroads. It 
assumed the construction of two new freight rail bridges: a double-tracked span for both 
railroads at Dad Clark Gulch and a single-tracked span for BNSF at County Line Road. The new 
BNSF alignment also necessitated a modification to its existing bridge over C-470. The existing 
freight bridges at Dad Clark Gulch were removed. This alternative decreased the average buffer 
distance between the UPRR track and the residential neighborhood south of Mineral Avenue, 
and it imposed some impacts to freight operations during construction. South of C-470, the 
Feasibility Alignment crossed Erickson Boulevard on a bridge and continued along mostly 
CDOT right-of-way to the end-of-line station near Lucent Boulevard. The box culverts under C-
470 for the bike path and High Line Canal were extended southward to pass under the light rail 
alignment. 

2.1.3.2  Build Alternative 

The Feasibility Alternative underwent further refinement to reflect updated conditions and 
respond to agency, stakeholder, and public comments. This process yielded modifications to the 
extension’s horizontal and vertical alignment. This refined alignment will optimize construction 
cost, operational efficiency and integration with the existing and planned transportation facilities; 
it constitutes the Build Alternative for this study. A summary of changes made to the Feasibility 
Alternative relative to the current Build Alternative is contained in Table 2.1-1 on the next page. 

The Build Alternative will minimize impact on the freight railroads. The BNSF tracks will remain 
untouched and only one new bridge is required for the UPRR line at Dad Clark Gulch. 
Immediately south of Mineral Avenue, the UPRR track is relocated closer to the BNSF 
alignment until it resumes its existing alignment just north of County Line Road. 

Between Mineral Avenue and County Line Road, the light rail alignment will run adjacent to 
Santa Fe Drive, crossing Dad Clark Gulch along the existing UPRR alignment. A new structure 
is added at Dad Clark Gulch to accommodate a double-tracked light rail crossing. Further south 
the alignment crosses County Line Road, both freight rail lines and C-470 on a fly-over bridge.  
The light rail bridge will cross over a new CDOT flyover and return to grade just west of the 
future intermediate station. 

The Build Alternative differs from the Feasibility Alternative south of C-470. The tracks will follow 
RTD right-of-way further south of CDOT’s right-of-way at Erickson Boulevard to avoid 
interference with the C-470 bike path south of the highway. The Build Alternative will cross the 
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High Line Canal path on a box culvert extended north from Plaza Drive.  The light rail alignment 
then moves into CDOT right-of-way and extends to near Lucent Boulevard in a similar fashion to 
the Feasibility Alternative.  

TABLE 2.1-1:  BUILD ALTERNATIVE – SUMMARY OF CHANGES FROM FEASIBILITY ALTERNATIVE 

Alignment Segment Feasibility Alternative Build Alternative 

Mineral Station to Dad 
Clark Gulch 

Alignment parallel to Sante Fe Drive to 
just north of Dad Clark Gulch. 

Alignment turns east and crosses Dad 
Clark Gulch on flyover. 

UPRR track shifted east. 

BNSF track shifted west. 

New double-tracked freight bridge over 
Dad Clark Gulch for BNSF and UPRR. 

Alignment parallel to Santa Fe Drive 
past Dad Clark Gulch. 

Alignment crosses Dad Clark Gulch at 
current UPRR bridge (to be replaced). 

UPRR track shifted east. 

New single-track freight bridge over 
Dad Clark Gulch for UPRR. 

Dad Clark Gulch to 
County Line Road 

Alignment spans both freight railroad 
tracks on flyover. 

Alignment returns to grade in eastern 
edge of railroad right-of-way. 

New double-tracked light rail bridge 
over County Line Road. 

Alignment continues at-grade in 
western portion of railroad right of way. 

Alignment begins on flyover just north of 
County Line Road. 

County Line Road to 
Erickson Boulevard 

Alignment on flyover across C-470. 

Light rail flyover crosses underneath 
CDOT flyover (future) south of C-470 
travel lanes. 

Alignment on flyover across freight 
railroad lines and C-470. 

Light rail flyover crosses over CDOT 
flyover (future) south of C-470 travel 
lanes. 

Erickson Boulevard to 
High Line Canal 

Erickson Boulevard bridged over. 

Alignment turns closer to C-470 right-of-
way and across High Line Canal on 
extended box culvert. 

Box culvert for multi-use path extended 
south from C-470. 

Erickson Boulevard bridged over. 

Alignment continues straight and across 
High Line Canal on extended box 
culvert. 

Box culvert for High Line Canal Path 
extended north from Plaza Drive. 

High Line Canal to 
Lucent Boulevard 

Alignment follows mostly CDOT right-of-
way to just west of Lucent Boulevard. 

No substantial change. 

Stations 

C-470/Lucent Station At-grade, kiss-n-Ride, bus. 

Parking included; 1,000 spaces. 

No substantial change. 

Intermediate Station 
(Not part of FasTracks Plan) 

At-grade, kiss-n-Ride, bus. 

Parking included; 400 spaces. 

No substantial change 

2.1.4 Role of Public Involvement in Alternative Refinement 

RTD worked cooperatively with the City of Littleton, the Highlands Ranch Metro District, 
Douglas County, CDOT, key stakeholders, and property owners throughout the Environmental 
Evaluation and Basic Engineering process. A series of stakeholder, local government, and 
public meetings was held to coordinate plans and allow multiple opportunities to provide input 
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on the alignment and station locations. The public involvement process and comments received 
are detailed in Chapter 5. 

2.2 NO ACTION ALTERNATIVE 

The No Action Alternative includes all existing highway and transit infrastructure and services 
within the Denver region and in the Southwest Corridor and any that are committed to be 
implemented by 2035, aside from the Southwest Corridor Light Rail Extension project. The 
following elements are included: 

 Existing highways; 

 Existing light rail infrastructure; 

 Existing RTD bus services; 

 Planned highway and transit improvements through 2035 included in the 2035 Metro 
Vision Regional Transportation Plan (DRCOG, 2007b), which was adopted on 
December 19, 2007 and subsequent updates;  

 Marginal increases in local transit service and capacity commensurate with forecast 
population growth in the corridor through 2035; and 

 Improvements to RTD’s light rail operations to meet travel demand and to improve 
reliability. 

The No Action Alternative provides a basis for comparison to the Build Alternative. It also serves 
to educate the public and decision-makers about the effects of not extending light rail.  

2.2.1 No Action Transit Network 
The No Action transit network is described below in terms of the existing and future transit 
service and facilities in both the corridor and the region. 

Existing Transit Service and Facilities in the Corridor 
Transit service in the Southwest Corridor includes a combination of light rail and fixed route bus 
service centered on the end-of-line light rail station at Mineral Avenue. The station area includes 
a 1,227-space park-n-Ride, bus bays, a kiss-n-Ride drop-off area, and a pedestrian bridge 
spanning US-85. 
Fixed-route bus service is operated along six routes. They connect Mineral Station to the 
neighboring communities of Littleton, Columbine and Highlands Ranch, including major area 
employers and nearby park-n-Ride facilities. These routes generally maintain moderate 
headways of between 30 and 60 minutes, but two routes operate only at peak times.  

Planned Transit Improvements in the Corridor 
The No Action Alternative includes transit service changes or enhancements that are planned to 
occur in the near term, as well as committed bus service enhancements that will occur by 2035. 
The No Action Alternative assumes that no additional light rail facilities are constructed in the 
Southwest Corridor study area and the Mineral park-n-Ride remains at its current capacity.  
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Table 2.2-1 summarizes the proposed bus route changes assumed as part of the No Action 
Alternative. The existing light rail and fixed-route bus service in the corridor will be continued but 
with only incremental increases in the frequency of light rail trains. This transit service will 
continue to be oriented around the end-of-line station at Mineral Avenue. These routes are 
shown in Figure 2.2-1.  

TABLE 2.2-1:  SOUTHWEST CORRIDOR NO ACTION ALTERNATIVE TRANSIT OPERATIONS PLAN 

Transit Line 

2008 Service Frequency 
(Peak/Off Peak) 

(Minutes) 

2035 Service Frequency 
(Peak/Off Peak) 

(Minutes) 

Light Rail Line C at Mineral Station 30/-1 15/15 

Light Rail Line D at Mineral Station 10-15/15-30 10/15 

Route 77 30/- 30/- 

Route 401 30/60 30/60 

Route 402Ltd 30/60 30/60 

Route 403 30/602 30/60 

Route 470Ltd Not in Service 30/- 

Route 63X 50/-3 50/-3 

Source:  RTD 2008 Published Schedule; RTD 2035 Travel Demand Model.   

Notes:  1. No off-peak service from Mineral Station; 2. No evening service 3. Three AM and PM trips, no off-peak service.   

Other Existing and Planned Services and Facilities in the Region 
Fixed-route bus service, under the fiscally constrained RTP, will increase 36 percent by the 
2035 horizon year over 2005 levels, with expanded suburb-to-suburb routes and new feeder 
routes supporting rapid transit stations. The No Action Alternative also includes the entire 
FasTracks Plan of rapid transit service with the exception of the Southwest Corridor Light Rail 
Extension project. 
By 2035 RTD plans to operate 110 park-n-Ride lots around the region with approximately 
48,000 parking spaces available throughout the system. Many lots will be constructed jointly 
with new rapid transit stations and several existing park-n-Rides will be expanded. There are not 
plans, however, to expand the park-n-Ride facilities at Mineral Station or nearby facilities at C-
470/University Boulevard, C-470/Ken Caryl and Highlands Ranch Town Center. 

Assumed Operational Improvements for RTD System 
The region’s transit system will, over time, undergo operational and technological 
improvements. The fixed-route bus network envisioned in the RTP will include 41 integrated 
timed-transfer points to improve system efficiency. Added investments in transit technologies 
are to include these features: 
 Transit vehicle tracking equipment and schedule assessment software to allow transit 

managers to dictate schedule adjustments or allocate fleet resources in response to 
real-time traffic, passenger demand, and availability conditions. 
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 Electronic collection of transit fares and parking fees. 

 Parking facility management to inform transit riders of park-n-Ride lot parking space 
availability and alternatives. 

While these features can improve system efficiency and reduce transit travel times, the 
associated impacts are not quantified in regional modeling or ridership forecasts. 

2.2.2 No Action Highway Network 

The No Action highway network is described below in terms of the existing and future facilities.  

Major Existing and Planned Highway Facilities in Corridor 

The study corridor parallels two major regional highways: US-85 (South Santa Fe Drive) and C-
470. Both of these roadways are programmed or anticipated to undergo capital improvements 
by the 2035 horizon year that will add capacity and address current and projected travel 
demand: 

 US-85 widening to four lanes, from Titan Road to Castle Rock (programmed); and 

 Reconstruction of C-470/US-85 interchange, with flyover from southbound US-85 to 
eastbound C-470, to address deficiencies (programmed); 

 C-470 widening with four new lanes, either tolled or general purpose (studied but not 
programmed). 

Other Significant Roadways 

Other significant roadways cross the study area including several major arterials that serve the 
Littleton and Highlands Ranch communities. The arterials include Mineral Avenue, County Line 
Road, Plaza Drive, Erickson Boulevard, and Lucent Boulevard. No major capital projects are 
slated for these roadways by the anticipated 2016 opening year of the Southwest Corridor Light 
Rail Extension project, nor are there any planned improvements anticipated by the 2035 horizon 
year. Future travel demand will largely be served by existing facilities, except for a select 
number of systems upgrades including: 

 Ramp-metering for eastbound traffic onto C-470 from Lucent Boulevard; and 

 Signal coordination at intersections throughout Highlands Ranch, including Lucent 
Boulevard at Plaza Drive. 

These features will marginally improve system efficiency and reduce travel times, but the 
incremental gains are not reflected in regional modeling. 

2.3 BUILD ALTERNATIVE 

The Build Alternative extends the Southwest Corridor light rail line 2.5 miles from its current 
terminus at Mineral Station to Lucent Boulevard in Highlands Ranch. The end-of-line station in 
the southwest quadrant of the C-470/Lucent Boulevard interchange will include a 1,000-space 
park-n-Ride facility and feeder bus service offering area residents and businesses improved 
access to the region’s rapid transit system and a more viable alternative to the single-occupant 
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vehicle. Accommodations are made for a potential intermediate station west of Erickson 
Boulevard, but the station is not a part of the FasTracks Plan.   

The highway and transit networks defined for the No Action Alternative are used as the starting 
point for Build Alternative. 

2.3.1 Light Rail Technology Characteristics 

Light rail transit is a proven and popular transit technology with the flexibility to effectively serve 
the urban core and a dispersed metropolitan region. Light rail systems are electrically powered 
and primarily operate in exclusive right-of-way offering travel times comparable to, if not better 
than, the personal vehicle. Power is provided by overhead catenary systems, thereby reducing 
urban pollutants. Riders are attracted to light rail by its operational advantages, which include 
reliability regardless of weather conditions, travel time, ride comfort, ease of boarding, pre-paid 
fare technology and station amenities. Ridership on Denver’s existing light rail lines has 
exceeded projections as evidenced by, among other things, full park-n-Ride facilities and 
standing-room-only trains. 

2.3.2 Alignment 

The Build Alternative light rail alignment maintains a double-tracked configuration along the 2.5-
mile extension to the new end-of-line station at Lucent Boulevard. The alignment continues 
south from its current terminus along the west side of the UPRR and BNSF rail lines. It then 
crosses over County Line Road, the two freight rail lines, C-470 and the CDOT flyover as it 
assumes an east-west orientation south of C-470. The light rail alignment then proceeds east, 
parallel to the highway, in RTD right-of-way and in CDOT right-of-way. The alignment 
terminates near Lucent Boulevard. The allotment storage track currently south of Mineral 
Station will be duplicated east of the new end-of-line station, allowing three trains (4-car 
consists) to be stored at any given time. 

There are three road crossings and one railroad crossing along this extent, at all of which the 
tracks are grade-separated. At County Line Road, the freight rail lines and C-470, the alignment 
is elevated on a flyover. At Erickson Boulevard the alignment is elevated on a bridge. 

Importantly, the Build Alternative does not interfere with the alignment or accessibility of the C-
470 bike path or the High Line Canal path south of the highway.  

2.3.3 Stations 

The Build Alternative calls for a new end-of-line station at the terminus of the Southwest 
Corridor Light Rail Extension project. The proposed station location and its configuration 
facilitate use by anticipated travel markets and capitalize on current and future developments. 
This section also details a proposed intermediate station east of Erickson Boulevard that is 
neither part of the FasTracks Plan nor funded as part of the Build Alternative.  
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General Characteristics 

It is RTD’s express goal to have light rail stations serve as multi-modal hubs, accessible by 
pedestrians, cyclists, automobiles and other transit vehicles alike. Rapid transit stations attract 
the type of mixed-use, transit-oriented development that fosters a more responsible urban 
growth pattern. At a minimum all stations must meet Americans with Disabilities Act (ADA) 
requirements and fulfill the RTD’s own design guidelines.  

Light rail stations are normally spaced between one and two miles apart, depending upon the 
context of the surrounding built environment. Stations in urban core areas are spaced more 
closely together than those in suburban settings. Where appropriate, park-n-Ride facilities 
complement the transit station and draw a larger segment of riders who might otherwise drive to 
their destinations. 

Station platforms come in several configurations. The Build Alternative proposes the use of the 
side-center platform configuration. The side-center arrangement uses a wide platform between 
the light rail tracks and one outer side platform. This configuration is commonly implemented 
when station access is limited to one side (Figure 2.3-1). 

Lucent Station 

The end-of-line station at Lucent Boulevard will be equipped with a park-n-Ride facility. The 
combination of surface and structured parking will accommodate 1,000 cars. Drive trips will 
constitute the primary mode of access to Lucent Station, but the station design also facilitates 
pedestrian and bicycle access. Lucent station will include kiss-n-Ride drop-off and bus transfer 
areas near the platform. The platform itself will have a side-center configuration owing to the 
single-sided access from the south (Figure 2.3-2). 

Intermediate Station (Not a part of FasTracks Program) 

The Intermediate Station south of C-470 and west of Erickson Boulevard is not included in the 
FasTracks Program, but the Environmental Evaluation and Basic Engineering process was 
conducted so as not to preclude the station’s development in the future. Conceptually, the 
Intermediate Station would be constructed at-grade with a side-side platform. It would include a 
400-space park-n-Ride and bus transfer area accessed from Blakeland Drive. 

The conceptual station design anticipates a high share of riders arriving at and leaving from the 
station on foot. Wind Crest, a major senior living development, is located less than 1,000 feet 
from the station. The station layout includes pedestrian connections to accommodate patrons 
living at Wind Crest, as well as those living in developments planned along Plaza Drive (Figure 
2.3-3). 

2.3.4 Ancillary Facilities 

The FasTracks Plan will upgrade and expand RTD’s Elati Light Rail Maintenance Facility 
between the Evans and Bates Stations, separate from this project. It will have sufficient capacity 
on property already owned by RTD to handle the additional light rail vehicles required for the 
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extended Southwest Corridor light rail line. Systems operation of the light rail extension will 
require construction of other structures, as follows: 

 Signal boxes will be approximately 10.5 feet by 4 feet in size. They will be located at all 
grade crossings and at track switching locations. Most signal boxes will be located in 
RTD right-of-way. 

 Power substations are sized at 40 feet by 15 feet and enclosed within an 85-foot by 40-
foot fenced area. Substations are positioned approximately every 6,500 feet along the 
alignment. 

 Catenary power is supported by poles located between the tracks and spaced 
approximately 100 feet apart. 

2.3.5 Operations 

The Build Alternative maintains frequent light rail service along the Southwest Corridor light rail 
line. Proposed service frequencies on weekdays are summarized in Table 2.3-1. Generally, 2-
car consists will be used on Route C (to Denver Union Station), and 3-car consists will be used 
on Route D (to 18th/California). 

TABLE 2.3-1:  SOUTHWEST CORRIDOR BUILD ALTERNATIVE TRANSIT OPERATIONS PLAN 

Transit Line 

Service Frequency (Peak/Off Peak) 

(Minutes) 
Change from No Action Alternative 

Light Rail Line C at Lucent 15/15 2.5-Mile Extension 

Light Rail Line D at Lucent 10/15 2.5-Mile Extension 

Route 75 40/120 Reduced Frequency 

Route 77 30/- No Change 

Route 401 30/60 No Change 

Route 402L 30/60 No Change 

Route 403 30/60 Route terminates at Lucent Station 

Route 470L 30/- New route 

Route 63X 30/- No Change 

Route AT 60/60 Route extended into corridor 

Source:  RTD 2008 Published Schedule; RTD 2035 Travel Demand Model.   

 

Local bus service in the study corridor will be modified to take advantage of the new light rail 
station at Lucent Boulevard, as shown in Figure 2.3-4. RTD’s skyRide route, AT, will terminate 
at Lucent Station, and a new local feeder route, 470L, will operate between Lucent Station and 
the C-470/University Boulevard park-n-Ride. Local route 403 will terminate at Lucent Station 
instead of Mineral Station. Table 2.3-1 summarizes the service levels for bus routes in the study 
corridor. 

A rail operations plan has been prepared that consists of hours of operation, service frequency, 
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and headways (minutes between trains).  The operations plan will be optimized as the design 
progresses such that the project minimizes operational costs while maximizing ridership.  The 
change to the operational plan that is most likely will be the reduction of train frequencies.  The 
reduction of train frequencies would reduce traffic, parking, and noise impacts.  Therefore, the 
train frequencies of 7.5 minutes during the peak and 15 minutes in the off-peak, represent the 
“worst case” from an environmental impact perspective. 

2.3.6 Capital Cost 

The cost of construction and capital purchases for the Build Alternative is estimated at $166 
million in 2015 dollars, according to the 2009 RTD Annual Program Evaluation. The cost 
includes the purchase of five additional light rail vehicles to accomplish the operational service 
levels denoted in Section 2.3.2.  

2.3.7 Operating & Maintenance Costs 

Operating and maintenance (O&M) costs for the Build Alternative are forecast for the opening 
year, 2015, and the year 2035 based on 2009 dollars.  In 2015, the O&M costs would total $5.9 
million. By 2035, the costs are expected to be $6.9 million. These sums include the costs of 
operating the supporting bus service feeding the new light rail station. Table 2.3-2 summarizes 
the O&M cost structure for the Southwest Corridor Extension. 

TABLE 2.3-2:  SOUTHWEST CORRIDOR OPERATIONS AND MAINTENANCE COST ESTIMATES ($2009) 

 2015 2035 

 No Action Build No Action Build 

Bus $3.3M $2.7M $3.8M $3.0M 

Light Rail N/A $3.2M N/A $3.9M 

Total $3.3M $5.9M $3.8M $6.9M 

 

2.3.8 Construction Methods and Implementation Schedule 

Table 2.3-3, presented on the next page, summarizes the proposed implementation plan for the 
Build Alternative. The extension of the Southwest Corridor light rail line would likely be 
implemented by RTD through a design/build process, although a final determination has not yet 
been made. The design/build package would specify construction methods and durations. 
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TABLE 2.3-3:  SOUTHWEST CORRIDOR IMPLEMENTATION PLAN 

Phase Major Task Start Date Finish Date Duration 

Phase I 
Environmental Process July 2008 February2010 20 Months 

Basic Engineering (30%) July 2008 February 2010 20 Months 

Phase II 

RTD Procurement – 
Design/Build 

TBD TBD TBD 

RTD Procurement – Right-
of-Way 

TBD TBD TBD 

RTD Utility Coordination TBD TBD TBD 

Phase III 
Design/Build Implementation TBD TBD TBD 

Revenue Service June 2017   

Total Duration July 2008 April 2015 7 years 

Source: FasTracks Southwest Corridor Extension Team, 2009 




