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EXECUTIVE SUMMARY

Introduction

The Mountains and Plains 2030 Transportation Plan specifies a coordinated system of
transportation facilities and services to address existing and future problems through the year
2030. Itincludes:

A set of preferred transportation improvements (the Metro Vision improvements for the
mountains and plains areas) unconstrained by budget limits.

A subset of fiscally constrained improvements that are expected to receive funding by
2030.

The mountainous and plains area plan incorporates pedestrian, bicycle, transit, highway
facilities and services, and aviation. The improvements assumed in this plan are also included
in the overall 2030 Metro Vision Regional Transportation Plan (RTP), which covers the entire
nine-county region.

Clear Creek and Gilpin counties form the mountainous area of the region, and the portions of
Adams and Arapahoe counties east of Kiowa Creek form the plains area. These areas are an
integral part of the overall nine-county DRCOG region as they provide recreational opportunities
and open space. In turn, the urban area provides goods and services to the mountains and
plains areas.

Metro Vision 2030 Plan

DRCOG’s Metro Vision 2030 Plan is the long-range growth and development strategy for the
nine-county region. The Metro Vision 2030 Plan integrates plans for growth, development,
transportation, and water quality management into a single comprehensive foundation for future
regional planning efforts. It also provides a regional context for local decision-making on growth
and development issues. The Metro Vision transportation goal is to provide safe,
environmentally sensitive and efficient mobility choices for people and goods; and integrate with
and support the social, economic and physical land use development of the region and state.

Mountainous Area

Residents of the mountainous area are concerned with balancing the preservation of their rural
lifestyle with the development of their economic base. In addition, mountain towns wish to
retain their historic nature and sense of community. The residents who live in the mountains
have often chosen to do so at some inconvenience because they value the lifestyle offered by
the mountainous area, including small towns and natural environment.

The area has a high-altitude mountainous terrain. Much of the land is under the jurisdiction of
the U.S. Forest Service. The mountainous area is outside the air quality maintenance area of
the Denver metropolitan region. Water quality problems associated with highway runoff are a
major concern.



While Gilpin and Clear Creek counties are contiguous, each has different transportation issues.
Gilpin County is significantly affected by legalized gaming in Black Hawk and Central City.
Maintaining adequate access to the gaming region is an important issue. Increased gaming
traffic has also affected roadway safety. The number of crashes in Gilpin County rose
dramatically after gaming was established.

The major concern of Clear Creek County is the weekend recreational traffic on 1-70.
Congestion on I-70, primarily during peak weekend use, restricts the mobility of Clear Creek
County residents. Much of the I-70 traffic simply passes through Clear Creek County, but the
county endures environmental impacts as well as the cost of items such as emergency
response.

The major roads serving the mountainous area include 1-70 as the major east-west highway
through Clear Creek County; US-40 extending from I-70 through the town of Empire, up
Berthoud Pass to Grand County; US-6 on Loveland Pass to the Western Slope; US-6 extending
from SH-119 in Gilpin county and connecting to I-70 east of Idaho Springs; and SH-119 and the
Central City Parkway, which are the primary access routes for the Gilpin County gaming area.

The mountainous area is outside the Regional Transportation District (RTD) service area. The
only public transit system serves the gaming district of Black Hawk. Volunteers of America and
Senior Resource Center provide limited transportation services for the elderly of Clear Creek
and Gilpin counties. The demand for transit service between the metropolitan area and the
gaming district is currently met by private transportation services, which provide over 170
vehicle trips per day.

The mountainous area relies on the Denver metropolitan area for major medical and retail
services. However, some basic services are available in local communities, with Idaho Springs
acting as the major service center. Limited services are available in the smaller towns. Gilpin
County relies on Idaho Springs or the metropolitan area for grocery stores and gas stations.

Between 1980 and 2005, the mountainous area population increased 50 percent from 9,745 to
16,410 residents. The population is projected to increase to 27,970 by 2030.

The mountainous area economy is based on service provision, retail trade, recreation/gaming
services and mining activities. Employment opportunities have increased dramatically from
4,950 jobs in 1980 to 10,525 in 2005, with a projected increase to 16,370 in 2030. The majority
of the residents of the mountain counties rely on the Denver urban area for jobs. Commuters
from the metropolitan area fill much of the employment in the gaming district.

Travel in the mountainous area is projected to increase significantly, particularly on 1-70, during
weekend peak travel periods. Significant roadway or rapid transit improvements will be needed.
Before a decision can be made on the improvements, further studies to identify cost, funding
sources and environmental impact mitigation must be completed. The Colorado Department of
Transportation (CDOT) is conducting the interregional and multimodal 1-70 Programmatic
Environmental Impact Study (PEIS) that is considering all options to address congestion,
environmental impacts associated with those options, and investment strategies for the corridor.
I-70 is an important facility for the nine-county region as well as the entire state. This plan
supports determining ways to increase I-70’s person-carrying capacity, within its current right-of-
way, through Clear Creek County.



Improved access to the gaming district is needed since US-6 and SH-119 have capacity
problems and high numbers of motor vehicle crashes. CDOT is currently preparing the Access
to Gaming Environmental Impact Statement (EIS) to consider options to reduce congestion and
improve safety in the area.

Local communities favor the Metro Vision transportation system improvements, including
infrastructure improvements for alternative modes. Safety improvements, such as widening
shoulders along highways, are needed on many roadways for bicyclists and pedestrians.
Expansion of the area’s bicycle facilities is also included to complete the regional bicycle
system.

The improvements outlined for the Mountains and Plains transportation system are estimated to
cost over $4 billion. These improvements are in addition to routine maintenance. The
financially constrained element is based on the estimated $1.24 billion that will be available for
improvements in the mountainous area through the year 2030. This major shortfall in funding
must be addressed.

Projects to be funded through the financially constrained plan consist of safety improvements,
operational improvements, environmental mitigation, surface treatment, enhancements and
specific projects to be defined by the ongoing environmental impact statement studies. These
types of projects are included in the 2005-2010 CDOT State Transportation Improvement
Program (STIP).

Plains Area

The residents of the plains area value their small communities and would like to preserve their
agricultural land and way of life. The residents desire a transportation system that facilitates
convenient and safe access within the plains and to the Denver metropolitan area.

The two primary roads in the plains are 1-70 and US-36. 1-70 extends from Bennett to the
southern boundary of Arapahoe County. US-36 extends east from Byers along the county
boundaries to the eastern edge of the plains area. A network of county roads, primarily
unpaved, supports these two roads.

The plains area is outside the RTD service area. Public transit in this area is limited to special
transit. Metro Mobility provides some local transportation within the plains area as well as
limited transportation into the Denver metro area.

These flat, high plains are generally suitable for dry land farming. The plains rely heavily on
ground water, which could lead to water quality and quantity problems as new development
continues. The plains region is outside the air quality maintenance area of the Denver
metropolitan area.

Towns in the plains area are clustered near the 1-70 and Union Pacific Railroad corridors. The
small towns act as limited service centers for the surrounding farms; however, the Denver
metropolitan area provides major services to the plains residents.

Between 1980 and 2005, the plains area population increased 142 percent from 4,900 to 9,637
residents. The population is projected to increase to 34,310 by 2030. Employment
opportunities have increased from 905 jobs in 1980 to 1,692 in 2005, with a projected increase



to 7,892 in 2030. Despite the anticipated increase in population and employment, regional
roadway capacity should be sufficient to meet the demand.

Beyond normal maintenance, the transportation system will be improved by rebuilding the
roadways as appropriate at the end of their service lives, widening and improving the shoulders
of the area’s major thoroughfares for motor vehicle and bicycle safety, and paving some roads
to improve the quality of access. There are a variety of local safety issues. CDOT needs to
study the identified problems and make warranted improvements.

As the population grows, the current demand-responsive transit service should be expanded to
provide increased local service and more frequent service to metro Denver. Funding for
additional service is a major problem. The area is not inside the RTD boundaries, and no
statewide or local tax sources are currently available.

The Metro Vision transportation system improvements in the plains area will require about $55
million in funding through 2030. The expected available funding, $37 million, limits project
selection to reconstruction and safety improvements on the roadways.

Future Directions

Maintaining the current country and small town character of the mountainous and plains areas
should be achieved concurrently with the attainment of other goals, including maintaining the
guality of local and interregional mobility, supporting economic development, minimizing
environmental impacts of the transportation infrastructure and improving transportation safety.

Enhancing and maintaining the current transportation infrastructure as well as supporting
alternative modes of transportation can help meet these needs. Careful planning will allow
successful economic development through improved mobility while, at the same time, an
enhanced awareness of environmental impacts will influence decisions about the transportation
infrastructure. Financial constraints will limit the options that can be implemented. Additional
funding sources must be identified and developed to achieve the locally preferred systems.



1. INTRODUCTION
Overview

The mountainous and plains areas of the Denver region have a long and enduring history of
combining small-town environment with a high quality of life. However, there are concerns that
growth and congestion will have significant impacts, thereby disrupting the high- quality lifestyle
experienced by residents.

The Mountains and Plains Transportation Plan is the long-range plan that specifies a
coordinated system of transportation facilities and services to solve existing problems and
identify Metro Vision and fiscally constrained improvements through the year 2030. The main
purpose of the plan is to serve as a guide to orderly growth, development and maintenance of
the transportation system. Public officials and private citizens can use the plan as a source of
information in implementing decisions regarding the future development of the region.

Clear Creek and Gilpin counties comprise the mountainous area, and the portions of Adams
and Arapahoe counties east of Kiowa Creek form the plains area of the Denver Regional
Council of Governments (DRCOG). The transportation planning process in the mountainous
and plains area involves local citizens, cities, towns, counties, elected officials, the Colorado
Department of Transportation (CDOT) and DRCOG. The mountains and plains planning areas
are part of the state designhated nine-county DRCOG Transportation Planning Region (TPR).
The remainder of the TPR is an area known as the DRCOG Transportation Management Area
(TMA). Figure 1 displays the Mountains and Plains Planning Areas.

As required by state and federal law, CDOT produces a statewide, multimodal transportation
plan. CDOT uses long-range plans from 15 TPRs as sources. The long-range plans, using 20-
year horizons, identify needs and financially constrained priorities for transportation
improvement projects. The DRCOG Metro Vision 2030 Plan (Metro Vision) represents the
regional transportation and development plan. Metro Vision serves as a comprehensive guide
for the future development of the region. The 2030 Metro Vision Regional Transportation Plan
(RTP) represents the transportation element of Metro Vision and also includes the Fiscally
Constrained 2030 RTP.

The Mountains and Plains Transportation Plan provides a more detailed review of the
transportation system in these areas than the Metro Vision plans provide. In the mountainous
and plains areas, the State Transportation Improvement Program (STIP) is prepared by CDOT.
The STIP is a six-year program that specifies short-term funding for specific transportation
projects. The 2005-2010 STIP is incorporated into the 2030 Mountains and Plains
Transportation Plan. Figure 2 displays these transportation plan relationships.
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The Mountains and Plains Transportation Plan is multimodal, incorporating aviation, transit,
bicycle, pedestrian, and highway facilities and services. Travel demand management strategies
have also been incorporated into the plan.

Mountains and Plains Plan Process

DRCOG staff began meeting with numerous local government officials and staff in 2000 to
update the 2020 Mountains and Plains Plan to 2030. These individuals provided significant
assistance in defining issues, identifying alternative solutions to the problems and developing
the Metro Vision system. Steps taken during plan development include:

County commissioner meetings

Member government staff meetings

Policy and staff committee participation

Public participation process

Vision statement, goals and objectives

Inventory of transportation system and socioeconomic profile
Mobility demand analysis

Metro Vision Plan

Fiscally Constrained Plan

Recommendations

Document Format

The following chapter describes the regionally developed vision for the DRCOG nine-county
region. The goals and policies that apply to the mountains and plains portions of the DRCOG



region are included. Individual goals and objectives of the mountains and plains regions are
then further described in each area’s chapter.

The remainder of the document has two major subcomponents, the mountainous section and
the plains section. Each of these two sections discusses the following topics in order: local
vision and issues in the area, demographics of the area, existing transportation system, current
regional studies and planning activities, mobility demand analysis, Metro Vision transportation
system and financially constrained plan. Because the issues and needs facing the mountains
and plains regions are very different, the topics are listed separately under each planning area
rather than combining the planning areas under each topic.

A summary section describing future directions follows the mountains and plains chapters.
Lastly, there are four appendices at the end of the document to describe roadway conditions
and acronyms used in this report.



2. METRO VISION 2030 PLAN

Regional Vision

The Metro Vision 2030 Plan is the long-range growth, development and transportation plan for
the nine-county DRCOG region. It provides a regional context for local decisionmaking. The
plan calls for a more efficient development pattern that supports transit, protects valuable
recreation and open space areas, and provides for diversity in community structure and housing
choices. Metro Vision policies and strategies enhance the region’s quality of life and position
the region to benefit from economic growth.

Several key elements of the Metro Vision 2030 Plan related to the mountainous and plains areas are
presented below. The visions of each of the local communities are presented in the following
chapters. There are several distinct but interconnected elements of Metro Vision dealing with growth,
development, transportation, parks, open space, water quality and air quality. Each has a defined
vision and overall goal. Those that apply to the mountainous and plains areas are as follows:

1. Extent of Urban Development Vision: A defined urban growth boundary/area (UGB/A) will
promote a more orderly, compact and efficient pattern of future development within the region.
Containing development within the growth boundary/area will prevent the unnecessary and
inefficient extension of roads, transit services, water and sewer. It will reduce regional vehicle travel,
help achieve greater density, conserve open land outside the boundary/area for growth beyond
2030 and provide separation between communities.

Goal: Ensure that urban development occurs within a defined urban growth boundary/area (of
750 to 770 square miles) to promote a more orderly, compact and efficient pattern of future
development.

The UGBJ/A will focus future regional growth within the contiguous urban area of the Denver
region. It will reduce household growth pressure in the rural portions of the mountainous and
plains areas.

2. Semi-Urban Development Vision: A limited amount of low-density semi-urban development will
continue to occur beyond the urban growth boundary/area, contributing to the region’s diversity of land
uses. Careful planning will minimize its financial, environmental and visual impacts. Special care will
be taken to avoid developing in potential future open space or urban reserve areas. Semi-urban
development will not interfere with the logical future expansion of the urban area beyond 2030.

Goal: Minimize the extent of low-density, large-lot development occurring on the periphery of
the urban area.

The Metro Vision semi-urban goal will discourage household growth in the rural portions of the
mountainous and plains areas.

3. Rural Town Centers Vision: Small, established towns and villages are found in rural places
beyond the region’s urban area. They will provide services, employment and entertainment for
residents of the surrounding trade area, as well as tourists and travelers. Although they will serve the
rural area, the communities themselves will be relatively compact, with a town center, small lots and
a street grid. They also will have the necessary infrastructure to accommodate population growth.



Goal: Recognize the small communities located in the rural and semi-urban areas of the region
and more clearly define and support their regional role.

This element of Metro Vision applies directly to the many communities of the mountainous and
plains areas in particular. The plan supports the unique role that these communities play in the
local and regional setting.

4. Senior-Friendly Development Vision: The housing, transportation, social, recreational and
service needs of a growing senior population will be accommodated in the future by improved
development patterns and urban design sensitivities. Local governments wanting to create
communities that provide for their citizens throughout their lifespans will embrace these changes.

Goal: Promote development patterns and urban design features that meet the needs of
seniors.

Just as in the overall region, the mountainous and plains areas are expected to have a much
greater share of the elderly population in the future. The needs of these citizens will be met
more efficiently if concentrated developments within communities are established. Services to
widely spread-out elderly residents are much more difficult to provide. Design features must be
implemented that make it easier for seniors to navigate through communities.

5. Parks and Open Space Vision: By 2030, the region will have protected its major natural
resource areas including the mountain backdrop, riparian corridors and other key open space
wildlife habitat. Several key working farms and ranches adjacent to the urban area will be
preserved. Recreational areas in both developed parks and passive open space will be readily
available and accessible to the region’s residents. The region’s open space will help define the
urban area and separate communities.

Goal: Establish an integrated, linked, permanent parks and open space system. This system
will include a variety of open space and make appropriate open space accessible to all of
the region’s population.

Parks and open space are extremely important to maintaining the character of the mountainous
and plains areas. Ranches and farms on the plains and the national forests in the mountains
are a key component to the lifestyle of those areas and must be protected. Support must also
be provided to communities that bear the burden of recreational traffic going to and from the
mountain recreation areas.

6. Water Quality Vision: As a semi-arid region, the Denver area values its water resources. To
the extent possible, every stream, lake and reservoir will be fishable and swimmable. The Colorado
Water Quality Control Commission identifies standards for the anticipated uses of water resources
in the state. These standards will be achieved to protect water quality.

Goal: Restore and maintain the chemical and physical integrity of the region’s waters to
ensure clean water for residents and a balanced, healthy, ecological community.

A wide range of water quality issues are important to the mountainous and plains areas. Mining
waste and runoff from highways into streams must be addressed in the mountainous area.
Aquifer pollution is critical in both areas.

7. Air Quality Vision: Growth, land development and regional transportation have a significant
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effect on the region’s air quality. The region will develop in a way that reduces growth in
transportation-related air pollution. Metro Vision's development pattern will reduce growth in vehicle
trips and miles of travel. Slowing the expansion of the urban area, supporting mixed, higher-
intensity land uses, and increasing density around mass transit will be key urban development
strategies to increase transit usage. Helping freestanding communities become more self-sufficient
will also help contain the growth of vehicle trips and miles of travel. Because regional air quality is
closely linked to automobile emissions, it will be critical to provide alternatives to the private
passenger vehicle, as proposed in the regional transportation plan.

Goal: Protect human health and environmental quality by achieving and maintaining ambient
air quality standards.

This issue is most important to the health of residents in the communities that are tucked in
mountain valleys along busy highways such as I-70. The haze of Denver area pollution also
impacts views of the mountains from communities on the plains.

8. Transportation Vision: A balanced multimodal transportation system will include rapid transit,
a regional bus system, a regional highway system, local streets, bicycle and pedestrian facilities,
and associated system and travel demand management services. This system will provide reliable
mobility choices to all of its users: residents and visitors of all ages, incomes and physical abilities,
as well as businesses that provide services and produce or sell goods. Users will find it easy to
access, and it will permit efficient state and nationwide connections for people and freight.

Goals: Provide safe, environmentally sensitive and efficient mobility choices for people and
goods; and integrate with and support the social, economic and physical land use development
of the region and state.

To achieve these goals, the transportation system must be well maintained and the region’s
agencies and governmental bodies must work cooperatively to develop strategies for obtaining
sufficient funding.

Metro Vision 2030 Plan Transportation Policies

The transportation goals and policies of Metro Vision are applicable to the mountains and plains
areas. Most of the following policies apply to the mountainous area, except where noted.

1. System Preservation. Assure the preservation and maintenance of existing facilities.

2. Transit. Provide increased transit service and facilities that stimulate travel by means other
than the single-occupant motor vehicle (SOV), encourage transit-oriented developments and
provide mobility options.

3. Highways. Expand capacity of existing highways in the most critically congested corridors and
at key traffic bottlenecks and encourage access controls to maintain capacity.

Any capacity improvements proposed in the mountainous area must be environmentally
sensitive, as well as sensitive to the socio-economic, historic and cultural resources of the area.
Transit as an alternative or in combination with highway capacity improvements must be given
priority consideration.
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4. Rights-of-way Preservation. Reserve rights-of-way in newly developing and redeveloping
areas for pedestrian, bicycle, transit and roadway facilities.

5. Denver Central Business District. Improve and maintain transportation access to downtown
Denver.

The support of the Denver central business district is important as residents from throughout the
region travel to Denver to utilize the cultural, educational and health service facilities.

6. Safety. Develop a transportation system that promotes increased safety and security for all of
its users.

7. Management and Operations. Make the best use of existing transportation facilities by
implementing measures that actively manage and integrate systems, improve traffic operations
and reduce the demand for single-occupant motor vehicle travel.

8. Bicycle and Pedestrian. Provide bicycle and pedestrian access through and between
developments, and provide links to transit facilities.

9. Interconnections. Improve interconnection of the transportation system within modes,
between different modes, and between the metropolitan area and the rest of the state and nation.

10. Efficient Housing and Business Developments. Design hew developments within
communities to be accessible to allow the efficient movement of pedestrians, bicyclists, buses and
motor vehicles within and through the area.

11. Land Use Integration. Implement transportation system components that support Metro
Vision’s urban growth boundary/area, urban centers and associated concepts.

12. Transportation for the Disadvantaged. Provide a transportation system that considers the
needs of and impacts on minority, low-income, elderly and disabled persons.

13. Air and Water Quality. Develop a transportation system that contributes to improved air
guality and minimizes impacts on water quality.
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3. MOUNTAINOUS AREA

Vision, Values and Issues

Residents of the mountainous area are concerned with balancing preservation of their rural
lifestyle with the enhancement of their economic base. In addition, the towns of the
mountainous area wish to retain their historic nature and sense of community. Residents are
also concerned with the impact of large numbers of travelers passing through their area. The
residents who live in the mountains have often chosen to do so at some inconvenience because
they value the quality of the area, such as its small towns and natural environment.

Gilpin County is significantly affected by legalized gaming in Black Hawk and Central City..
Transportation problems that have occurred as the result of increased tourist/gaming traffic
include traffic congestion, emergency access and the lack of in-town parking. The high growth
in traffic volumes associated with tourism has also increased the travel times and safety
concerns of county residents.

Clear Creek County residents have concern with the lack of economic development and with the
potential expansion of I-70. Over the past decade, the county has experienced a decline in its
tax base caused by long-term cutbacks in production at a major mining operation, the
Henderson molybdenum mine. Clear Creek County is intent on attracting environmentally
sustainable development that does not conflict with the historic and natural values of its
mountain setting.

Most of the traffic on I-70 simply passes through Clear Creek County with little direct financial
benefit to the residents. 1-70 was built using 1950s design standards, having minimal concern
for environmental and visual impact or multimodal accommodation. An important goal is to
bring the I-70 corridor up to current environmental standards, particularly with regard to water
guality, historic preservation and multimodal transportation. Another goal is to accommodate
the increased travel demand on I-70 by utilizing Intelligent Transportation Systems (ITS) and
other technology within the existing right-of-way. One of the major concerns is the potential
widening of the current cross-section of I-70 at the expense of the communities’ economic and
environmental visions.

Specific transportation issues described in the county and local municipality plans are
summarized below.

The Clear Creek County Master Plan outlines several goals and objectives for the county,
including actively pursuing economic plans that build on existing quality of life, and preserving
natural and cultural resources®. Many of these goals and objectives include improving the
transportation and communications systems.

Transportation system changes and improvements envisioned by the Clear Creek
Commissioners include:

A full interchange at Floyd Hill (currently only a partial diamond).
A high-speed elevated transit system in the 1-70 corridor.

! Clear Creek Board of County Commissioners, Clear Creek County Master Plan, 01/15/2004.
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I-70 improvements that emphasize maintenance, safety and rockfall mitigation.
Transit improvements to the Gaming Area.

The eastern portion of SH-103 incorporated as a Scenic Byway under the Forest
Service. This will provide a connection between the Lariat Loop Scenic and Historic
Byway and the Mount Evans Scenic Byway.

A connection between Fall River Road and the south Frontage Road.

Frontage Road connections from Idaho Springs to Floyd Hill.

Upgrades to CR-314 near the Twin Tunnels.

Better data supporting the state’s use of magnesium chloride as a deicer.
Connection from east parking lot of high school to EImgreen Lane in Jefferson County
for emergency vehicles.

The Clear Creek County Commissioners also oppose tolling on I-70 at the Twin Tunnels.

The Town of Empire Comprehensive Master Plan states a vision of preserving and
enhancing the historic integrity and mountainous atmosphere of the Empire valley. The Town of
Empire has several transportation policies, as described in the Plan. US-40 is a safety concern
for pedestrians. The small-sized town allows for efficient pedestrian travel, but crossing US-40
can be difficult as a result of seasonal traffic volumes, high motor vehicle speeds, and lack of
adequate sidewalks. However, the town would not support construction of a bypass for US-40.
The town intends to work closely with CDOT to address alternative solutions for reducing
speeds and constructing pedestrian walkway upgrades for US-40°.

Another goal of the town is to upgrade public parking facilities. Empire residents recognize that
currently the automobile is the dominant mode of transportation and support the concept of
alternative modes of transportation.

The Georgetown Comprehensive Plan recognizes the need to balance economic
development against the preservation of the status quo. Georgetown is conscious of the impact
its transportation system has on the character of the community. The residents realize that
while Georgetown is significantly dependent on the automobile, it also encourages walking and
bicycling within the community. The town supports additional walkways and adequate
separation of vehicles and pedestrians®.

Concerns and projects of interest to Georgetown residents include:
Drainage and sloughing of rocks from 1-70.
Rocks falling on Argentine Street from [-70.
Noise and blowing snow from I-70.
Visibility problems on frontage road caused by I-70 eastbound traffic.
Magnesium chloride’s effects on vegetation and fish populations.
A new Gateway roundabout adjacent to the new visitor center at Argentine and 15"
Street.
The cost of supplying emergency services (for fire department in particular).

% Colorado Center for Community Development, Town of Empire Master Plan. 1995.
® Brisco, Maphis, Murray, Lamont, Inc., The Georgetown Comprehensive Plan, 2000.
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The 1994 City of Idaho Springs Comprehensive Plan contains goals, policies and
recommendations based upon a balanced perspective of economic development and
preservation®.

The fact that Interstate 70 traverses the City of Idaho Springs presents the city with both
opportunities and challenges. From an economic generation standpoint, the 35,000 cars that
daily use this transportation corridor generate significant service trade via such activities as
restaurant patronage, gasoline sales and retail sales at local businesses. As improvement
plans are developed for the I-70 corridor, the city encourages that alternative modes of transit
be explored and that the existing footprint not be expanded.

Future growth and development in Idaho Springs will be influenced by such improvements to I-
70 and the recent construction of a Central City Parkway to Central City. Expansion of the city
limits shall be encouraged east of the city limits on lands adjacent to the I-70 corridor. Motoring
public-related businesses (e.g. restaurants, service stations, convenience stores) are
envisioned at the Hidden Valley interchange on properties within the corporate limits of Idaho
Springs. Future recreational opportunities exist at the 422-acre parcel of land to the north,
deeded by the county to the city in 2003. The city envisions a pedestrian- and bicycle- friendly
road to this site. The western half of Colorado Boulevard has recently received a combination
of state and local financing for drainage, sidewalk and road surface improvements. The City
envisions that future enhancements of a similar nature will improve the remaining eastern half of
the boulevard when funding becomes available. Such improvements on the east end would
serve as a catalyst for this area that historically has provided the majority of overnight
accommodations for travelers.

The historic downtown Miner Street area is expected to continue to thrive because of its unique
historic charm and its diverse mix of shops and restaurants.

Principles of the 1992 Gilpin County Master Plan include:

Preserving the country and mountain character,
Encouraging a stable economic base, and
Minimizing the impact of new development.

The county plan envisions a high quality transportation system that is compatible with the area’s
heritage and natural environment. It recognizes that the system must serve both the travel
demands of its residents, as well as visitors to the area. Improvements must be balanced
between these demands; serving one should not come at the expense of the other®.

SH-119, Gilpin County’s north-south “main street” should retain its scenic nature. South of
Black Hawk improvements are needed that will accommodate traffic demands as well as future
commercial development. The Central City Parkway between the gaming district and I-70 is set
to open in late 2004. It will lessen the traffic demand on SH-119. Limited development is
planned along other facilities, such as SH-72, SH-46 and county roads. These facilities should
be adequately maintained, but no major improvements are desired so that the current
characteristic of primarily local use is preserved.

* City of Idaho Springs, 1994 City of Idaho Springs Comprehensive Plan, 1994, revised in 2001 and
2004.
® David H. Williams Consulting, and Eye Systems, Gilpin County Master Plan, 1992.
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The Gilpin County Master Plan supports the concept of transit. Transit service for residents’
mobility needs is a priority. Central City, Black Hawk and the Public Utilities Commission need
continued consideration and cooperation to ensure that transit services for gaming patrons from
the metropolitan area are provided.

The City of Central, Colorado Comprehensive Plan Update includes a vision to establish a
year-round diverse economy and revenue base sufficient to enable Central City’s public and
private sectors to provide services and preserve and restore its nationally significant historic
resources. Policies specific to transportation include:

A shuttle bus route should be continued and improved within the city and surrounding
areas.

Non-residential traffic should be kept out of residential neighborhoods.

The City should encourage a pedestrian and bicycle pathway network, and provide the
ability to walk, work, and shop while minimizing pedestrian auto conflicts.

Emergency access requirements should be met in all transportation planning and
implementation programs.®

The City of Black Hawk, Colorado Comprehensive Plan outlines principles, policies and
actions to be utilized by community leaders in implementing the 2025 vision for the community.
These principles, policies and actions are grouped into seven categories:

Natural resources/parks and open space/open lands, and
Community character.

1. Economic sustainability and tourism,
2. Land use,

3.  Transportation,

4.  Ultility infrastructure,

5. Services,

6.

7.

There are four principles related to transportation. These include:

1. Expand the regional transportation system to alleviate pressures on SH-119.

2. Upgrade and add to the existing pedestrian and vehicular circulation facilities for improved
pedestrian and vehicular safety and traffic flow.

3. Manage the amount of automobile traffic in the core area.

4.  Phase road construction and street improvements to minimize impacts on businesses and
traffic flow.’

There are also approximately 12 Intergovernmental Agreements (IGAs) between various towns
and counties in the mountainous area. Many of these IGAs address such issues as where and
how much growth can occur in the future as well as public safety and emergency response
issues.

® City of Central, Comprehensive Plan Update, 2003
" EDAW, Comprehensive Plan: City of Black Hawk, Colorado, November 2004
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Demographic Profile

Rural Town Centers

The mountainous area relies on the Denver metropolitan area for major medical and retail
services. However, some services are available in the local communities.

Idaho Springs is the major service center in the mountainous area. Smaller towns in Clear
Creek and Gilpin counties have limited services. Many of the governmental services for Gilpin
County residents are in Central City. The judicial center is located about one mile east of SH-
119 on SH-46. Georgetown provides many of the governmental services for Clear Creek
County.

A problem in Gilpin County is the scarcity of such basic services as grocery stores and gas
stations. A number of residents would like to see one or both of these services. The gaming
industry has increased the value of the land to the extent that service operations are often not
financially feasible.

Activity centers that generate significant numbers of trips include the gaming towns of Central
City and Black Hawk, Loveland ski area and the Georgetown Loop Railroad.

Population, Household and Employment Trends

Between 1980 and 2005, the mountainous area’s population increased 68 percent from 9,745 to
16,410 residents. Population growth was less than 10 percent in the 1980s, before increasing
32 percent in the 1990s with the general economic recovery of the metropolitan area and the
introduction of limited-stakes gaming in Central City and Black Hawk. Most growth occurred
outside the small urban centers in the unincorporated portions of the mountainous area. Since
1990, local planners report renewed growth pressures associated with the establishment of the
gaming industry. Figure 3 displays the population in the mountainous area.

Figure 3
Population in the Mountainous Area
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The number of households has increased during the past 25 years for Clear Creek County by
66 percent, while the average household size has decreased from 2.6 to 2.3 persons. Figure 4
displays the household numbers in the mountainous area.

Figure 4
Households in the Mountainous Area
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The population of the mountainous area is relatively young. Approximately 62 percent of the
population in the two mountain counties is younger than 45 years, with a median age of 39.
About 6.5 percent of the mountain counties’ population is over 65 years, while 11 percent of City
and County of Denver’s population is over 65 years. This reflects that the older population often
must live close to services, which are more accessible in Denver. Table 1 displays the 2005
population by age in the mountainous area.
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Table 1

2000 Population by Age in the Mountainous Area

Mountainous
Age Clear Creek Gilpin Area Total
Under 5 534 269 803
5-9 582 258 840
10-14 583 298 881
15-19 571 252 823
20-24 354 203 557
25-34 1,117 778 1,895
35-44 1,923 1,002 2,925
45-54 2,025 1,003 3,028
55-59 592 284 876
60-64 396 142 538
65-74 414 184 598
75-84 197 73 270
85 & over 47 13 60
Male 4,864 2,522 7,386
Female 4,471 2,237 6,708
Median Age 40.02 38.3 39.16
Total 9,335 4,759 14,094

Source: 2000 Census

The mountainous area’s economy is based on service provision, retail trade,
recreation/amusement services and mining activities. Recreational opportunities include year-

round outdoor activities and limited-stakes gaming in Black Hawk and Central City. The

population and number of households do not accurately reflect the number of people present in
this area, since there are constantly travelers on I-70 in Clear Creek County and gaming patrons

in Gilpin County.

Employment in the mountainous area is displayed in Figure 5. Employment opportunities have
increased 113 percent from 4,950 jobs in 1980 to 10,525 jobs in 2005.
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Figure 5
Employment Trends in the Mountainous Area
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A number of the mountainous area’s residents rely on the Denver urban area for jobs and
services. 2000 Census results show that 54 percent of the mountainous area’s workforce
commutes to employment in six metropolitan counties (Adams, Arapahoe, Boulder, Denver,
Douglas and Jefferson). As such, the economy of the mountainous area is highly dependent on
the metropolitan area economy. There are also commuters from the metropolitan area to the
mountainous area. A significant portion of the gaming workforce in Gilpin County resides in the
metropolitan area.

Future Population, Household and Employment Projections

DRCOG's forecasts for the mountainous planning area predict significant growth between 2005
and 2030 with:

DRCOG's forecasts for the mountainous planning area reflect continued growth between 2005
and 2030 at a rate similar to the past 25 years. Table 2 displays the current and forecast
population, households, and employment levels. The growth is more difficult to forecast than the
overall Denver region because of the relatively low 2005 base values. The completion or stalling
of a few significant developments could cause wide variations in the demographic measures. For
example, the potential redevelopment of the Henderson Mine site west of Empire could have a
significant impact on Clear Creek County. It would affect population, households and
employment levels on the site and in the existing communities throughout the county.

These rates of increase are significantly higher than projected growth in the rest of the

metropolitan area, although the numerical change of 11,506 people, 4,875 households and
5,845 jobs is only a small part of the region’s growth.

20



Demographic Forecasts in the Mountainous Area

Table 2

Population Households Employment

Community 2005 2015 2030 2005 2015 2030 2005 2015 2030
Idaho Springs 1,901 1,947 1,994 845 866 886 940 1,007 1,074
Empire 371 397 424 170 182 194 83 89 94
Georgetown 1.154 1,471 1,788 506 645 784 720 848 976
Silver Plume 207 258 310 94 118 141 220 211 201
Rest of County 7,571 9,989 | 12,722 3,300 4,966 5,479 2,222 3,800 5,451
Clear Creek County | 11,204 | 14,062 | 17,238 4,915 6,777 7,484 4,185 5,955 7,796
Black Hawk 131 360 589 57 157 256 3,120 3,415 3,709
Central City 532 1,088 1,643 273 558 843 2,010 2,397 2,783
Rest of County 4,543 5,768 8,500 1,947 1,689 3,484 1,210 1,683 2,082
Gilpin County 5,206 7,216 | 10,732 2,277 2,404 4,583 6,340 7,495 8,574
Area Total 16,410 | 21,278 | 27,970 7,192 9,181 | 12,067 | 10,525 | 13,450 | 16,370

Source: 2000 Census and DRCOG Forecasts

Inventory of Existing Transportation System

Roadway System

Figure 6 displays the mountainous area transportation system and area features. For this plan,
the roadways are classified as either interstate, state highway or county roads. There are
approximately 240 miles of roadway. In Clear Creek County, there are approximately 120 miles

of paved roads, and 30 miles of unpaved or gravel surface roadways. Gilpin County contains

approximately 54 miles of unpaved and 38 miles of paved roadways, many of which travel
through national forest lands.

The roadways through the mountains are difficult to maintain because of the extreme
temperature variations, steep terrain and high snowfall amounts. A description of the main
roadways in the mountainous area follows and is also presented in figures 7-10.

I-70 is the major east-west highway running through the area, with speed limits of 50-65 miles

per hour (mph). The roadway width ranges from 48 feet to 72 feet, divided into four to six lanes.
Inside shoulder widths range between two and nine feet. Outside shoulders are 12 feet wide.
Concrete barrier or grassy swale medians exist. Figure 7 displays that a significant portion of

the facility is below current design standards. The average annual daily traffic (AADT) on I-70

ranges from approximately 26,000 to 39,000 vehicles with the least traffic at Eisenhower Tunnel
and the most in the Idaho Springs area. Weekend traffic is higher than weekday traffic. 1-70
eastbound carries 1,500-2,000 vehicles per hour on a winter Sunday afternoon compared to
less than 1,000 vehicles per hour on a weekday afternoon. A Programmatic Environmental
Impact Study (PEIS) is currently underway to analyze the benefits and potential impacts of
potential improvements on |-70.

US-40 is a paved road with three lanes from the I-70 exit to the town of Empire. The speed limit
on this two-mile section is 45 mph. On the west side of Empire, the road has two lanes and

allows speeds of 35 to 55 mph until it begins the winding climb toward Berthoud Pass. Speed

limits on the Berthoud Pass segment range from 25 to 45 mph. US-40 has a road width of 24 to
36 feet; shoulder widths vary from one to 16 feet. This road serves as the main access to
recreational opportunities in Grand County. Parts of this road travel through national forest
lands. The 2003 AADT was 5,900 in the town of Empire and 5,700 on Berthoud Pass.
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US-6 in Clear Creek Canyon is a winding and paved two-lane road that runs from Jefferson
County to I-70 east of Idaho Springs. The road width is 24 to 36 feet with outside shoulders that
are gravel or asphalt and two to three feet wide. In addition, it is a primary access route to
SH-119 and gaming activities in Gilpin County. The road has an AADT of 7,100 vehicles near
the SH-119 interchange.

US-6 to Loveland Pass serves as an alternative route to Summit County at the Continental
Divide. It is the designated route for the transportation of hazardous materials across the
Divide. This portion of US-6 has a width of 22 to 24 feet with shoulders varying from two to 10
feet in width. The speed limit varies from 30 mph to 40 mph, and the AADT is 1,400 vehicles.
Bicyclists commonly use this route over the pass.

SH-119 is the only continuous north-south facility in Gilpin County. It joins US-6 at its southern
boundary. The two-lane road has speed limits ranging from 25-45 mph depending on the
curvature. The width of the road is 20 to 24 feet and the outside shoulder varies in width from two
to five feet. The winding road has some dangerous blind curves. There are limited opportunities
for passing between US-6 and Black Hawk. The northern section of SH-119 from the county line
to just north of Black Hawk is surrounded by land zoned for residential and commercial use.
Consequently, there are many access points on SH-119 in this area. The southern section of
SH-119, between US-6 and the Central City/Black Hawk area has absorbed most of the
increased traffic as a result of gaming. The road is frequently closed as a result of crashes or
severe weather conditions. According to the Gilpin County Land Use Plan, the southern section
of SH-119 is viewed as a prime corridor in which to build new commercial services.

The AADT for SH-119 varies from 17,300 vehicles in the southernmost roadway section to
2,800 vehicles in the northernmost roadway section in Gilpin County. 24,300 vehicles traveled
this section of SH-119 on an average Saturday in July of 2000. Approximately 53 percent of
them were traveling to or from the Black Hawk/Central City gaming area®.

The Central City Parkway serves as an alternative route to the gaming area. The 8.4-mile long
roadway connects the Hidden Valley interchange at I-70 (Exit 243) to Central City. It has two
lanes in each direction with 8-foot shoulders on both sides. The roadway width is 80-90 feet
and the design speed is 50-55 miles per hour.

The mountainous area enjoys three roadways that are designated as Scenic Byways based on
exceptional natural, historic and recreational features:

The Peak-to-Peak Highway, northward from the Black Hawk area on SH-119.
Guanella Pass road from Georgetown south into the town of Grant in Park County.
The road to the summit of Mount Evans, on SH-103 and SH-5.

The roadway inventory is continued with a listing of minor roadways in Appendix A.

Pavement Condition

Figure 7 displays the mountainous areas roadway characteristics including paved roadways,
unpaved roadways and pavement conditions. CDOT has a rating methodology for evaluating

8 URS Corporation and Colorado Department of Transportation, Gaming Area Access Traffic Counts,
2001.
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the surface condition of state highways into good, fair and poor condition. CDOT data from
2003 indicates that in the mountainous area, 56.1 percent of the state roadways were in poor
condition. Table 3 displays specific state highway pavement conditions. A tabulation of the
condition ratings by facility is also provided. For example, 44 percent of I-70 in the mountainous

area was in poor condition.

Table 3
Mountainous Area State Highway Pavement Conditions
Centerline 2003 Pavement Condition
Roadway Miles Good | Fair | Poor
I-70 33.2 53% 3% 44%
SH 103 22.5 0% 0% 100%
SH 119 22 68% 0% 32%
SH5 14.9 0% 100% 0%
UsS 6 7.3 55% 0% 45%
SH 46 6.6 0% 0% 100%
UsS 40 14.7 5% 0% 95%
Total 121.2 30.8% 13.1% 56.1%

Source: CDOT

Bridges and Structures

There are a number of bridges in the mountainous area that need some reconstruction or
rehabilitation. Bridges must score under 80 on CDOT’s bridge sufficiency rating to be
considered for reconstruction. A bridge that scores above 80 is rated at good, a bridge that
scores from 50 to 79 is considered in fair condition, and a bridge that scores below 50 is
considered to be in poor condition. Bridges that score under 50 usually qualify for replacement
and can be eligible for federal funding. The bridges that scored under 80 in the mountainous
area, and their respective scores, are presented in Table 4. Bridges that are on and not on the
state highway system are included in the table, as CDOT is responsible for all bridge
maintenance in Colorado.
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Table 4
2003 Bridge Sufficiency Ratings in the Mountainous Area

CDOT Sufficiency

County Roadway Feature Intersected Location Rating
Clear Creek 1-70 US 6 1 mile east of Eisenhower Tunnel 79.7
Clear Creek Us 6 Clear Creek 1.5 mile east of Junction |-70 79.2
Gilpin SH 119 Draw 0.2 mile north of Junction US 6 78
Clear Creek US 40 I-70, Clear Creek Empire Junction 77.9
Clear Creek CR 314 Clear Creek 0.7 mile west of Hidden Valley 76.4
Clear Creek I-70 Mine Track Spur 0.1 mile east of Idaho Springs 76.1
Clear Creek I-70 County Road 1 mile east of Junction SH 103 75.2
Clear Creek I-70 Soda Creek Road In Idaho Springs 75
Gilpin Bobtail Road Bobtail Creek South of Mardi Gras Casino 73.8
Clear Creek SH 103 Clear Creek In Idaho Springs 73.7
Gilpin SH 119 Draw 1 mile north of Junction SH 6 71
Clear Creek 1-70 Clear Creek 4.7 mile east of Junction SH 103 70.6

0.4 mile northeast of Junction US
Clear Creek 1-70 Clear Creek 40 68.5
I-70 (ramp to US
Clear Creek 6) Clear Creek 5.7 miles east of Junction SH 103 67.7
3.7 miles east of Georgetown
Clear Creek I-70 Clear Creek interchange 65
Clear Creek SH 103 I-70 In Idaho Springs 62.3
Spring Gulch Service
Clear Creek I-70 Road 3 miles west of Idaho Springs 61
Clear Creek 1-70 US 6, Clear Creek 8.7 miles west of Junction SH 74 60.5
I-70 Business
Clear Creek Route Clear Creek In Idaho Springs 58.2
Gilpin Gregory Street Gregory Gulch 0.01 mile west of SH 115 57.6
Clear Creek Silver Lake Road | Clear Creek Silver Lake Road & Frontage Road 50.7
0.4 mile north of Junction 279 [Mill
Gilpin SH 119 North Fork Clear Creek | Rd] 50.3
Clear Creek CR 487 Bear Creek Bear Creek 50.2
I-70 Frontage
Clear Creek Road Clear Creek 7.2 miles east of Junction US 40 49.3
Clear Creek Gilson Avenue Clear Creek Clear Creek 23.5

Source: Colorado Department of Transportation

The bridges listed in poor condition and eligible for federal funding include:

I-70 Frontage Road over Clear Creek, 7.2 miles east of Junction US-40.
Gilson Avenue over Clear Creek near Colorado Street.
I-70 Business Route crossing I-70 at 1.5 miles east of Junction SH-103.
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Crash Data

CDOT compiles crash data for state highways in Clear Creek and Gilpin counties. Analysis of
crash data often provides guidance for ranking transportation improvement projects. There were
2,508 total reported crashes in the years 2000 through 2002 in the mountainous area. There were
23 fatalities and 1,212 injuries in these crashes. Figure 8 displays the crashes and fatalities by
roadway segment and Table 5 displays the type and year of the crashes from 2000-2002.

Table 5
Mountainous Area Crash Statistics (2000-2002)

2000 2001 2002 Total
Clear Creek County
Total Crashes 742 462 747 1,951
Injuries 375 265 353 993
Fatalities 9 5 6 20
Gilpin County
Total Crashes 173 202 182 557
Injuries 66 84 69 219
Fatalities 0 0 3 3
Mountainous Area Total
Total Crashes 915 664 929 2,508
Injuries 441 349 422 1,212
Fatalities 9 5 9 23

Source: Colorado Department of Transportation

Clear Creek County has a high number of crashes when compared to other counties across the
state. It has the second highest number of crashes per capita, at 1,545 crashes per 10,000
residents. This high rate is a result of the volume of through traffic and creates a burden for
Clear Creek County’s emergency service responders.

In the mountains planning area, hazardous materials are restricted to traveling on specified
routes. The designated hazardous materials routes are I-70 from the Jefferson/Clear Creek
County border to the junction of US-6. At the junction of US-6, hazardous materials must cross
the Continental Divide via US-6 at Loveland Pass. Hazardous materials are also permitted to
travel on US-40. There is no designated nuclear materials route in the mountains planning area.
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Traffic Volumes

Historical Trends

CDOT Automated Traffic Recorders (ATR) collected data for 365 days per year on I-70 at the
Eisenhower Tunnel, US-40 west of Empire and SH-119 north of US-6. The average annual
daily traffic (AADT) by year is displayed in Figure 9.

Figure 9
Traffic Volumes on Mountainous Roadways
35,000
30,000
[-70 at Eisenhower Tunnel
25,000
20,000 -

AADT

SH-119 south of Black Havv/k‘/k—i/‘\A
15,000 A/A/k,‘_\‘_A/‘/
10,000

US-40 west of Empire

Source: CDOT
Over the years 1991 to 2000, traffic at the Eisenhower Tunnel grew almost four percent per
year, from about 20,000 in 1991 to 28,400 in 2000. On SH-119, traffic volumes grew from
11,000 in 1991 to 17,500 in 2003. The growth rate equals 4.5 percent per year. Traffic
increased rapidly after gaming was introduced in 1992.
Current Volumes
The 2003 AADT volumes for roadway segments throughout the area are displayed in Figure 10.
Traffic volumes vary widely from over 42,000 vehicles per day on I-70 east of Idaho Springs to
only about 200 vehicles per day on SH-103 east of Echo Lake.
Peak and Recreational Traffic

Recreational traffic comprises a significant amount of the demand on the transportation facilities
in the mountainous area. Clear Creek and Gilpin counties offer many desirable locations for
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fishing, hiking and other pastimes. The gaming area in Central City and Black Hawk is also a
major recreational destination. Furthermore, the I-70 and US-40 roadways serve as key access
facilities for the metropolitan area to western Colorado.

Data by month on I-70 at the Eisenhower Tunnel, US-40 west of Empire and SH-119 north of
US-6 is displayed in Figure 11. CDOT Automated Traffic Recorders (ATR) collected the data.

Figure 11
Monthly Distribution of Traffic Volumes on Mountainous Roadways in 2003
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Peak demand on the transportation facilities is largely a result of recreational trips. The
impact can be discerned by comparing monthly average daily traffic (ADT) or average
weekend daily traffic. The figure above illustrates that July and August have the highest
monthly traffic of the year on I-70 and SH-119. August and September have the highest
monthly traffic on US-40. This is attributed to the outdoor recreational activities in the
mountains and the gaming activities in Black Hawk and Central City. Eastbound I-70 in
the summer carries over 4,000 vehicles per hour on a Sunday afternoon, compared to
just over 1,000 vehicles per hour on a weekday afternoon.

There is an abundance of recreational traffic that travels I-70 in the winter also. Figure
11 shows an ADT of about 30,000 ranges from December to March. Figure 12 displays
typical winter hourly traffic on I-70 on a Saturday. High peaks in traffic occur in the
morning going westbound and in the afternoon going eastbound. Weather conditions
and crashes can cause further congestion resulting in longer travel times for those
traveling through the area. Mobility for local residents is severely impacted by
congestion on 1-70.
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Figure 12
Hourly Traffic on a Typical Winter Saturday on |-70
(East of Idaho Springs, 2003)
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The peak hour Level of Service (LOS) on I-70 in all of Clear Creek County is E-F. This
LOS was based on a Sunday in February in 2000. The E-F service range characterizes
maximum service flow (full capacity), heavy congestion, significant delays, and stop-and-
go traffic.

The Guanella Pass Road volumes are highest between late spring and fall. These traffic
volumes can be expressed at Seasonal Average Daily Traffic (SADT), which is the
average number of vehicles traveling the road over the course of one day during this
high traffic season. The SADT of the Guanella Pass Road was recorded in summer
1995 at 1,100 vehicles per day at a location just south of Georgetown. The winter traffic
volumes are estimated to be 75 percent less than the summer volumes since the road is
often closed at the top of the pass.

In the mid-1990s, the state legislature passed legislation for implementing the chain law
to minimize the impact that trucks have on general traffic congestion on mountain
roadways. All single-drive axle commercial vehicles will have to be chained up in the
first tier, with tandem-drive axle vehicles only having to chain up when the conditions are
very poor. Hazardous material vehicles must chain up only when the roadway is
snowpacked or icy to lessen the danger of chains on dry pavement generating sparks
which could ignite a fire. CDOT must provide chain inspection stations at which trucks
may be inspected and those vehicles not in compliance may be turned around, held or
towed. The rule also encourages commercial vehicles to use the right lane; the center
or left lane should only be used for passing.

Transit System
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There is limited public transit currently serving the mountainous region. RTD does not operate
in either Clear Creek or Gilpin Counties. Greyhound provides service to ldaho Springs from
Denver, making three daily stops. In 2002, Gold Mine Services also began operating transit
service to serve areas along I-70 between Georgetown and Denver International Airport. It may
soon expand the airport service as far west as Summit County. However, many transit services
pass through Clear Creek County, but do not stop to pick up or drop off passengers within the
county because of licensing restrictions. Residents would benefit if vehicles could pick-up or
drop-off passengers in Clear Creek County.

A variety of transit providers offer transportation to the Black Hawk and Central City area.
Presently, 11 offer chartered service, and five offer daily service. Table 6 displays information
for each transit provider including the number of trips, passengers, and fares. Daily transit
providers make 170 trips per day (round trips) to the gaming area. Chartered trips vary based
on customer demand, ranging from ten trips per month to three trips per day (round trip). Most
of the trips to the gaming area are from the Denver region. Summit County provides a
chartered service three times a day to the area (Aces and Eights). Harvey Shuttle operates
from a casino in Central City and serves the gaming area.

Separate transit service is provided to gaming employees by some of the private carriers.
Several casinos share the cost of the bus fare with their employees. The subsidies range from
40 to 100 percent.

The Volunteers of America provides limited transportation services for the elderly in both
counties. The primary purpose of their no-fare service is to take older adults to meal sites in
Idaho Springs or north of Black Hawk. Transportation for other purposes, such as grocery
shopping and medical and dental appointments is also provided. This service is available from
approximately 7:30 a.m. to 3 p.m. daily in Clear Creek County and from 10 a.m. to 2 p.m. daily
in Gilpin County.

The Developmental Disabilities Resource Center (DDRC) also provides services to people with
developmental disabilities in Clear Creek and Gilpin counties. Through an arrangement with
Seniors’ Resource Center (SRC), DDRC provides demand-responsive transportation to non-
disabled seniors. Many of the trips are to medical sites, though some are to social/recreational
sites, nutrition sites, and other locations.

The SRC provides some non-emergency transportation for citizens in Clear Creek County who
are Medicaid recipients. SRC will also begin providing limited fixed-route transit service for the
general public in Clear Creek County in 2005. A second route may be added in the future.
Mountain Wheels, a subunit of SRC, provides some demand-responsive service in Idaho
Springs. Project Support offers service to those 60 and older in and around Idaho Springs.

The Black Hawk Transportation Authority operates fixed-route transit service in both Black
Hawk and Central City. In addition to providing transportation for casino guests, the shuttle
service serves the service employees of the casino. The shuttle buses currently provide service
seven days a week, year-round. Service is provided from 8 a.m. to 2:30 a.m. Monday through
Thursday. On Friday, Saturday, and Sunday, service is available from 6 a.m. to 3 a.m.
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Table 6
Transit Providers to the Gaming Area

Average

Type of | Daily | Annual Number of
Transit Provider Trip Trips* | Trips* Passengers | Average Fare
People® Choice Daily 75 27,375 30 per trip $10
Coach USA Daily 91 33,215 | 20-30 per trip $10-$15
Casino Transportation, Inc,| Daily 31 16,425 [200-400 per day $15
Ramblin€Express Daily 3 260 N/A $17-$22
Boulder Co. Express Daily 1 365 N/A N/A
Boulder Co. Express Charter N/A N/A N/A N/A
A Charter Co. Charter (10/month| 120 up to 32 $225/bus
Arrow Stage Lines Charter N/A 300 45 $325/bus**
Casino Tours Int® Charter 20/month| 240 N/A $170-$435/bus|
Colorado Charter Charter (10/month 120 32-56 $250-$310/bus
Double Decker Tours Charter |2/month 24 up to 74 $450/bus
Express Charters Charter | 4/week 208 N/A N/A
Laidlaw Transit Charter |3/month 36 N/A N/A
Pacesetter Charter 3-4 1,300 N/A N/A
Queen City Trans. Charter 6-7 338 35 $325***
/Aces and Eights Charter 3 500 15 $30

Source: Gaming Area Access EIS

*Round Trips

**Casino pays for bus if 30-35 passenger minimum.
***Casinos pay for charters of 30 or more people.

Laidlaw Transit also provides a fixed bus route, running every 15 minutes, 24 hours a day. It
stops at various locations in Black Hawk. There is no cost to the public to ride the buses.

Rail System

The Union Pacific Railroad (UPRR) line is located in the northern part of Gilpin County.
Regional freight trains and Amtrak passenger trains pass through the area. The Ski Train also
travels from Denver to Winter Park. It operates from December through March and from June
through August. The only operating rail line in Clear Creek County is the Georgetown Loop
railroad, which serves as a tourist attraction to residents and visitors.

Bicycle and Pedestrian

Clear Creek and Gilpin counties provide a number of opportunities for bicycling. Figure 13
displays the existing bicycle facilities in Clear Creek County. There are three segments of
paved, multipurpose trail that traverse the Clear Creek Valley, paralleling I-70:

The Georgetown to Silver Plume Express, which opened in 1999.

The Scott Lancaster Bike Path runs from Floyd Hill into Idaho Springs.

The Bakerville-Loveland Trail travels on national forest lands from Bakerville to the
base of Loveland ski area.

These three segments are the beginning of a planned bicycle trail from Jefferson County to
Summit County.
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Bicyclists and hikers also utilize national forest lands in Clear Creek and Gilpin counties, as well
as Golden Gate Canyon State Park for recreational bicycling and hiking. Numerous single-track
bike and hiking paths exist for these uses.

Sidewalks exist on several local streets within the mountain communities. Additional sidewalks
should be considered where there are high pedestrian volumes.

Off-road motorized vehicles are also a significant component of recreational use of trails and
forest roads in the mountains areas.

Travel Demand Management (TDM)

Travel demand management strategies assist in reducing the number of cars on the roadways,
especially during peak travel times. TDM strategies that are used include:

Carpooling
Vanpooling
Teleworking
Flexible work hours

Carpooling occurs when two or more commuters that live and work near each other share
commuting responsibilities, including the driving and the costs associated with driving.
Vanpools are ideal for up to 14 commuters who travel more than 15 miles one-way to work.
Passengers share the ride and pay a low monthly fare to the designated driver. Teleworking,
also known as telecommuting, replaces travel to, from and for work with telecommunications
technologies. It refers to working at home or another location on a full- or part-time basis.

Promotion of flexible work hours has the opportunity to reduce the extent of peak period
weekend traffic through the mountains. Traffic congestion could be reduced if a greater number
of people could begin or end their weekend trips on a weekday.

DRCOG Commuter Services, a division of the Denver Regional Council of Governments,
assists businesses and individuals in organizing:

Carpools
Vanpools
Telework

Aviation

There are no public-use airports or heliports in either Gilpin or Clear Creek counties.

Athanasiou Valley, in Gilpin County, is the sole private airport in the mountainous area of the
planning region. Athanasiou Valley is 13 miles north of Black Hawk at an elevation of 8,900
feet. The airport is privately owned and used. The runway is 2,000 feet long and is composed
of turf. There is also one private heliport, Miner's Mesa, in Gilpin County. There are four private
heliports in Clear Creek County: Arapahoe, Berthoud Pass, Henderson and Henderson Mine.
Figure 6 illustrates all aviation facilities, airport and heliport, in the mountains area.
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Current Regional Studies and Planning Activities

The following is a summary and description of the current studies that are in progress in Clear
Creek and/or Gilpin counties.

Gaming Area Access Environmental Impact Statement (EIS)

Since 1991, roadways providing access to the gaming communities of Black Hawk and Central
City (SH-119 and US-6) have experienced increases in traffic volumes of approximately 300
percent. Motor vehicle crashes have increased over 200 percent. Consequently, CDOT
launched an EIS process to evaluate the need for improvements in this area. Alternatives of the
EIS include improvements to transit, improvements to SH-119, and/or construction of a new
alignment. The ultimate product will be an overall plan of action and recommended combination
of improvements that will improve the safety and mobility in the region through year 2020. The
Final EIS and a preferred set of improvements are expected in Fall 2004.

The tentative Preferred Alternative in the Draft EIS is composed of the Silver Dollar Metro
District (SDMD) Tunnel and widening SH-119 from the tunnel to Black Hawk. The SDMD
Tunnel is an alternative considered in CDOT'’s Access to Gaming EIS.

I-70 Programmatic Environmental Impact Study (PEIS)

The 1-70, Denver to Glenwood Springs PEIS is providing a decisionmaking process for
determining the preferred transportation investments to address short-term and long-term
mobility needs in the corridor. Rail, bus/HOV, highway and system management aspects are
under consideration. At this time, the 2030 Metro Vision RTP network does not incorporate any
specific freeway improvements pending the completion of the I-70 PEIS. Figure 14 illustrates
the 1-70 PEIS Corridor. The alternatives that are still under consideration in the PEIS include:

Bus in guideway (diesel and electric)

6-lane, 55 mph

6-lane, 65 mph

Reversible, HOV/HOT lanes

6-lane, with preservation for bus in guideway

6-lane, with preservation for rail with an intermountain connection
6-lane, with preservation for Advanced Guideway System®

Colorado Maglev Project

The U. S. Department of Transportation, Federal Transit Administration (FTA), commissioned
the Colorado Maglev Project to study the feasibility of a high-speed transit system in the 1-70
mountain corridor from Denver International Airport to Eagle County Airport. The final report,
completed in June 2004, stated that a cost-effective, reliable and environmentally sound system
based on linear induction motors could feasibly be deployed in this corridor. This type of
advanced guideway system is the central component of the alternative preferred by many of the
mountainous communities.

% In the alternatives with preservation components to them, one mode (rail or transit) will be considered the build
portion and the other mode will be considered "preservation”. What preservation means is not entirely clear. It does
not mean to acquire right-of-way, but building one mode to best accommodate the other mode at a later date.
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Figure 14
|-70 PEIS Corridor

Source: CDOT,FHWA, & JF Sato. I-70 Mountain Corridor Website. http://www.i70mtncorridor.com
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Mobility Demand Analysis

Traffic in the mountainous area is composed of three groups of trips: trips with one end in the
mountainous area, trips that begin and end in the mountainous area, and through trips with both
origin and destination outside of the mountainous area.

Through trips may be further subdivided into interstate trips and interregional trips. Interstate
trips will use 1-70 almost exclusively as they pass through the mountainous area. The
completion of I-70 through Glenwood Canyon may have diverted some of these trips from such
parallel interstate facilities as 1-80 and I-40 to I-70. However, as the terrain of 1-70 is more
extreme than 1-80 or I-40, this diversion of traffic is likely moderate. Growth of long-haul trips on
I-70 is anticipated to only slightly exceed the general growth rate of east-west long-haul trips in
the intermountain west.

Interregional trips that pass through the mountainous area consist primarily of travel between
the Denver metropolitan area and the area west of the Continental Divide. DRCOG is
forecasting a Denver nine-county population of approximately 3,875,200 million in the year
2030, compared to 2,641,000 million in 2005, a 47 percent increase. This should translate into
a similar level of increase in the travel on 1-70 generated by the Denver region.

Trips with one or two trip ends in the mountainous area are also projected to increase
significantly. DRCOG projects a total population increase in the two mountainous counties of 92
percent, from 14,589 in 2005 to 27,970 in 2030. Households are projected to increase 92
percent during this period, from 6,292 to 12,067. Employment is projected to grow from 10,525
to 16,370. These figures suggest that commuting between the mountainous area and the
Denver metropolitan area will increase, as people move farther from the city seeking more
affordable housing or a mountain setting. The figures also suggest a significant increase in
local traffic in the mountainous area.

The most dramatic increase in traffic is projected on SH-119 north of US-6 and Black Hawk. It

will have an AADT of 31,700 vehicles in 2030, up from the 2003 AADT of 17,300. Figure 15
displays the mountainous area forecasted 2030 average annual daily traffic.
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Metro Vision Mountains Area Transportation System

The 2030 Metro Vision transportation system and associated improvements are based on
consultations with county and municipal officials, CDOT personnel, the U.S. Forest Service,
transit providers and other interested parties. The system includes major improvements that are
needed in the mountainous area. Their cost is estimated to be well over $4 billion. Each
specific improvement cannot be identified at this time. There are some issues that warrant
study of many alternatives before a specific improvement can be recommended. The
descriptions listed below contain updated information based on current studies, funding
allocations and other activities. The 2030 Metro Vision transportation system is displayed in
Figure 16.

Corridor visions were also prepared for I-70 and other state highways as part of the process to
develop the Statewide 2030 Plan (see Appendix C).

I-70 Corridor: Floyd Hill to Eisenhower Tunnel

The I-70 PEIS will identify overall solutions and incremental steps toward their implementation
on I-70 from C-470 to Glenwood Springs. The I-70 PEIS completion is anticipated in 2005.

New safety and operational improvements are needed throughout the corridor. A full diamond
interchange has been proposed at the top of Floyd Hill. The interchange at I-70 and US-6 also
needs to be improved. 1-70 from Georgetown to Silver Plume needs considerable rockfall
mitigation.

About $848,500,000 in 7" Pot and future Senate Bill =1 funds are expected to be available for
this entire corridor. The total cost of needed improvements will likely total more than $4 billion.

US-40 (Berthoud Pass)

CDOT is currently working on improvements on this corridor. Three miles of climbing lanes and
one downhill lane are being constructed in addition to retaining walls, snow and sand storage
areas, paved shoulders and animal underpasses.

However, CDOT estimates that an additional $10 million is needed for future work on this
roadway in the next 25 years. One additional improvement that is needed is a pedestrian
overpass or underpass across the roadway at the top of Berthoud Pass.

US-6 (Loveland Pass)

Safety and major improvements are needed including road runoff/sedimentation control,
hazardous material spill containment measures, widening of shoulders for emergency vehicles
and bicyclists, and construction of a snowshed.

Silver Dollar Metro District Tunnel

An alternative being considered in the Gaming Area Access EIS is a tunnel from 1-70 to SH-119.
The interchange with I-70 will be reconstructed. The total cost estimate is $150 million. The
tunnel and I-70 interchange would be funded with private dollars. A Draft EIS will be released in
2005.
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SH-119

An alternative being considered in the Gaming Area Access EIS is widening SH-119 from the
proposed SDMD tunnel to Black Hawk with a grade-separated interchange at the tunnel. A
Draft EIS will be released in 2005. The total cost estimate is $101 million, and includes safety
improvements on US-6 from 1-70 to Golden.

SH-46, Golden Gate Canyon Road

Safety and major improvements are needed, including widening of shoulders and sight distance
safety improvements to the intersection at SH-119.

SH-103, Squaw Pass

SH-103 from Bergen Park in Jefferson County to Echo Lake should be designated a Scenic
Byway as part of the Forest Highway System. It should be an extension of the Mount Evans
Scenic Byway and extend to the Lariat Loop Scenic and Historic Byway.

Sight-distance safety improvements are needed for the bridge over Clear Creek. Future
widening of shoulders and adding guardrails along the roadway would be beneficial to
pedestrians and bicyclists. Improvements are also needed for vehicle pull-outs at scenic
locations.

SH-5, Mount Evans Road

Safety and major improvements are needed, including widening of shoulders and improved
safety for bicyclists. Presently, the 2005-2010 STIP identifies $1,700,000 of Federal Lands
Highway funds for allocation to SH-5. The funds are subject to federal reauthorization.

Gregory Street, Black Hawk, Central City

Erosion and drainage improvements are needed. Improved sidewalks are also needed
interconnecting Black Hawk and Central City.

CR 381, Guanella Pass Scenic Byway

A combination of the following is needed; rehabilitation, light construction, full construction, and
a change in functional classification of the roadway from a local rural collector to a rural local
road. A Draft Environmental Impact Statement (DEIS), Supplemental DEIS and Record of
Decision (ROD) have been completed for the improvements of Guanella Pass Road.

The projected cost of needed improvements within Clear Creek County is $45 million. The
project is in the process of receiving Federal Lands’ funds.

Colorado Boulevard, Business Route 70

Sections of this road through Idaho Springs must be reconstructed with improved drainage.

Bridge Reconstruction/Replacement

Bridges in Clear Creek County considered to be in poor condition include:
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I-70 Frontage Road 7.2 miles east of Junction US-40 over Clear Creek
Gilson Avenue over Clear Creek (near Colorado Street)

These bridges will definitely need funding for reconstruction by 2030. 21 other bridges listed are
considered to be in fair condition. These bridges will likely also need rehabilitation or
reconstruction through 2030.

Georgetown Gateway Roundabout

Georgetown has proposed constructing a roundabout at the intersection of 15th Street and
Argentine Street adjacent to I-70 Exit #228. This project will also include associated
improvements on the approach streets and to the streetscape to clearly make this location the
gateway to Georgetown.

Transit

Because a large percentage of residents work in Denver and Jefferson counties, residents have
expressed an interest in new transit service to the Denver metropolitan area. The municipalities
and counties of the mountainous region could request inclusion into the RTD district. The
demand and feasibility of adding a ski-train stop in Rollinsville should be evaluated.

Aviation

Public-use heliports need to be located across the region to facilitate access. DRCOG recently
updated the Air Transportation Data File, which contains all aviation data information in the
region, in 2001.

Bicycle and Pedestrian

The pedestrian and bicycle element of the Regional Transportation Plan notes that a separate
path parallel to I-70 is needed from Summit County at US-6 (Loveland Pass) east to US-6
(bottom of Floyd Hill). CDOT and the US Forest Service need to complete the Loveland to
Bakerville segment and the Bakerville to Georgetown Lake dam segment. The Clear Creek
County Non-Motorized Routes Master Plan identifies primary and secondary non-motorized
routes to connect towns and activity centers®. In Gilpin County, facilities needing improvement
have been identified from the Golden Gate State Park along SH-46 to SH-119, and south to
Clear Creek Canyon.

1% Clear Creek County, Clear Creek County Non-Motorized Routes Master Plan. 1990.

43



Fiscally Constrained Mountains Area Plan

The fiscally constrained plan is a subset of the Metro Vision mountains area transportation
system. It takes into account the estimated amount of available funds through 2030. It
includes:

Projects that have already been programmed into the STIP.

Future fiscally constrained major improvements.

Pools of funding for smaller scale projects and maintenance activities (to be identified in
the future).

Figure 16 displays the programmed, fiscally constrained and Metro Vision improvements in the
mountainous area.

The amount of revenues available is severely limited. CDOT has provided, for planning
purposes, projected statewide revenues through the year 2030. Table 7 displays the estimated
CDOT 2005- 2030 revenues for the mountainous area by category.

Table 7
2005-2030 Projected Highway Funding for the Mountainous Area
Mountains Area
Funding Category Estimate

Regional Priority Projects $10,000,000
7" Pot Strategic Corridor (I-70) $850,000,000
Enhancement $5,000,000
Bridge $14,000,000
Safety and Traffic Operations $40,000,000
Surface Treatment $55,000,000
System Maintenance $40,000,000
Snow and Ice Maintenance $30,000,000
Other Maintenance $50,000,000
Gaming Construction $101,000,000
Guanella Pass Road (U.S. Forest Service) $45,000,000

Total:  $1,240,000,000

Source: June 15, 2001 CDOT Resource Allocation
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There is a large disparity between the needed improvements of the mountains region and the
expected available funding. The shortfall will likely be well over $1 billion depending on the
outcome of the I-70 PEIS. The plan recommends that the first priority in allocating funding
should be for safety improvements to the roadways.

CDOT has a rockfall mitigation program that has benefited the I-70 Corridor, US-6 and SH-119.
Recent activities include scaling, fencing, meshing, blasting and bolting projects. CDOT is
currently conducting a Georgetown Incline Feasibility Study, which will be completed in early
2005. The study will present cost benefit ratios of rockfall safety improvements for Georgetown
Hill. The five-year plan for CDOT’s Rockfall Mitigation Project Program has $1.55 million
dedicated to US-6 and SH-119 in fiscal year 2007.

Local governments also contribute a significant amount of funding toward such roadway
elements as right-of-way, engineering, construction and roadway maintenance. Table 8
displays municipal allocations towards roadways. The total spent in 2002 was $338,952 on
right-of-way, $7,875 on engineering, $370,763 on construction and $3,686,957 on maintenance.
If this level of expenditure continues, local governments will spend about $92 million from 2005
to 2030.

Table 8
Local Government Roadway Expenses in the Mountainous Area in 2002

Right of Way  Engineering Construction Maintenance Total
Black Hawk 56,706 602,891 659,597
Central City 331,225 49,700 400 381,325
Idaho Springs 28,639 307,979 336,618
Silver Plume 9,992 9,992
Empire 4,486 4,486
Georgetown 3,438 10,514 90,060 104,012
Clear Creek 4,437 89,642 1,658,716 1,752,795
Gilpin 7,727 135,562 1,012,433 1,155,722
338,952 7,875 370,763 3,686,957 4,404,547

Table 9 displays the major improvement projects needed through 2030. They are listed in four
categories:

Projects in the 2005-2010 State Transportation Improvement Program (STIP)
Projects in Fiscally Constrained Plan — eligible for future STIP funds

Projects in Fiscally Constrained Plan — 100 percent local/private funding
Unfunded projects in the Preferred Plan — no funding currently expected

pPwpnpPE
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Table 9
2030 Major Transportation Improvements in the Mountainous Area

Funding Cost
Project Location Type of Improvement Source (2005 $)
1. Projects Programmed in the 2005-2010 State Transportation Improvement Program (STIP)
Mt. Evans Highway Reconstruction FHWA $1,700,000
SH-119 (phase 1) Safety CDOT-Safety $4,500,000
Guanella Pass Reconstruction Federal Lands $10,000,000
2. Projects in Fiscally Constrained Plan - Eligible for Future STIP $
SH-119 (phase 2+) Highway widen + safety Gaming, RPP $96,500,000
I-70 PEIS improvements (1) To be determined 7th Pot $848,500,000
Colorado Boulevard (Idaho Springs) Reconstruct RPP $2,000,000
Other projects elegible for pooled revenues: Bridge, safety, surface treatment, maintenance, etc. $200,000,000
3. Projects in Fiscally Constrained Plan - With 100% Local/Private Funding
lllustrative project to be included if it is the preferred alternative of Gaming Area Access DEIS:
SDMD Tunnel (I-70 to SH-119) New 4-lane tunnel + interchanges  100% Local $150,000,000
4. Unfunded projects in the Metro Vision Plan - No Funding Currently Expected
I-70 PEIS improvements (2) Additional transit improvements PEIS $
I-70 PEIS improvements (3) Additional highway improvements PEIS $
Georgetown Gateway (Argentine Street) Roundabout and appoaches $5,000,000
US 40 Berthoud Pass Operational and safety $10,000,000
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4. PLAINS AREA

Visions, Values and Issues

Communities in the plains area, such as Bennett and Strasburg as well as unincorporated plains
county areas, are facing significant development and growth pressures. The residents in areas
experiencing significant growth enjoy and look forward to a higher quality of life, while insisting
that the rural characteristics of the plains are maintained.

The plains area’s comprehensive plans reflect a need to preserve and enhance the natural and
human-made environment; reduce congestion and improve mobility; improve safety; support
economic development; and adequately maintain existing facilities. General goals and
objectives in various plains area plans follow.

The Arapahoe County Comprehensive Plan envisions the county maintaining the viability of
the eastern communities along the 1-70 corridor, while recognizing distinctions between the
county’s urban and rural areas and incorporating strategies to maintain and enhance the rural
character and natural areas. Goals in the comprehensive plan that are specific to transportation
include maintaining rural roads at a rural level of service standard, and improving north-south
and east-west road connectivity in the rural areas™.

The 2001 Arapahoe County Transportation Plan goals and objectives reflect the overall goals
and obijectives established in the Arapahoe County Comprehensive Plan. In particular, the
transportation plan recognizes the issue of establishing a mechanism for identification and
preservation of potential high-use transportation corridors in the eastern plains area and offers
solutions to address this issue. Not only are feasible solutions given to address the
deficiencies, but funding options are also identified*?.

The 1999 Adams County Comprehensive Plan goals include:

Establishing Municipal Growth Areas,

Attracting high-quality commercial development and rural residential development without
undermining the residential quality of life or the viability of the agricultural economy,
Developing in a manner compatible with the preservation of wildlife habitat and
environmental quality, and

Supporting and implementing transportation objectives as set forth in the Adams County
Transportation Plan®.

The Adams County Transportation Plan goals and policies include:

Improving public transportation,

Developing a comprehensive bicycle and pedestrian trail system, and

Preserving the unique character of select roadways that have special environmental,
aesthetic, or historic qualities™.

1 Department of Development Services and Infrastructure Management Planning Division, and Clarion
Associates, Arapahoe County Comprehensive Plan, 2001.

2 Carter & Burgess, Arapahoe County Transportation Plan, 2001.

'3 Ballofet & Associates, Inc., and Clarion Associates, Adams County Comprehensive Plan, 1999.

1 Felsberg, Holt, & Ullevig, Adams County Transportation Plan, 1996.
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The 1999 Bennett Comprehensive Plan community goals are as follows: to ensure that
development enhances the efficient use of land and fiscal resources, to provide municipal
services for projected growth, to strengthen economic tax base, to protect the built and natural
environments, and to enhance the rural atmosphere of the town. Specific transportation policies
include maintaining compatibility with the regional transportation plan, improving the north-south
transportation in Bennett, discouraging traffic generated by commercial lands from traveling
through adjacent neighborhoods, and evaluating and determining the location and classification
of the town’s street system by function, which in turn depends on a number of traffic and land
use factors™.

The Town of Deer Trail Comprehensive Plan goals include:

Retaining the town’s rural, small town atmosphere,

Preserving its water resources, and

Attracting businesses that meet the everyday needs of residents, while managing how,
when and where growth occurs.

Deer Trail's specific transportation goal is to maintain a system of streets that will ensure safe and
efficient movement of people and goods throughout the town. The town plans to achieve this
goal by creating a street plan that identifies existing and proposed street extensions and sets
standards for maintenance and construction, requiring new development to provide adequate
street access, and encouraging pedestrian and bicycle connections throughout the town™.

The residents of the plains area value their communities and would like to preserve their
agricultural land and way of life. The plains communities recognize that the region®
development and transportation problems must be jointly addressed. Some of the issues that
residents articulated at public meetings and in their plans as needing to be addressed follow.

The impact of the transportation infrastructure on the environment is a major concern.
Future and existing transportation projects must be examined so that their effects on air
and water quality, noise levels, scenic views, wildlife, and historical and archaeological
sites are minimized. Specifically:
o Old Victory Highway should be preserved.
0 The existing road network in Bennett will be configured to loop around the
community in order to divert traffic from the center core of neighborhoods.

Maintenance of roadways can be a significant problem throughout the plains planning
area. There are not always sufficient resources to maintain the existing state highway
system at a desirable standard. Maintenance problems are associated with bridge
structures and culverts as well as the roadway surface itself.

Safety issues are also a major concern of residents of the plains area. These issues range
from crashes occurring where gravel roads join paved highways and locations where
substandard vertical or horizontal curves exist. Specifically, the SH-79 corridor should be
considered a major north-south corridor serving the Town of Bennett, Arapahoe County,
and Adams County. Future funding for this roadway should be considered.

'* John Mullins, John Mullins & Associates, Karen Lind, Dave Clark, Coover-Clark & Associates, Bennett
Comprehensive Plan, 1999.
16 Community Matters, Inc., Town of Deer Trail Comprehensive Plan, 2000.
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The Strasburg Plan was a coordinated effort between Adams and Arapahoe counties and is in
fact an amendment to both the county’s comprehensive plans. The general goal in the plan is to
maintain the small town, agricultural character of the community. The plan classifies Headlight
Mile Road and Piggott Mile Road as major arterials for north/south travel in eastern Adams County.
The Plan also includes 200-foot open space buffers between development and arterials within the
planning area. *’

The growth in Strasburg will have transportation effects on US-36. There will likely need to be
operational improvements to US-36 as well as improvements dealing with parking, pedestrian, and
vehicle conflicts as growth occurs in Strasburg. Specifically, residents would like to see sidewalks
added on US-36 in town.

Demographic Profile

The federally designated boundary between the DRCOG TMA and the plains planning area is
Kiowa Creek. Though roadway needs and funding data are relatively easy to tabulate using this
boundary, tabulating demographic data is not as easy. The most accurate historical and
demographic data source is the U.S. Census. Census tract boundaries are not contiguous with
the Kiowa Creek. DRCOG has chosen to include the tracts that include land west of the Kiowa
Creek, so that all of Bennett's demographic data is included. Consequently, the demographic
data in this chapter represents not just the federally-designated plains planning area but also an
“extended” plains area.

Rural Town Centers

The communities in the plains area are clustered near I-70 and the railroad corridor. This
enables them to act as limited service centers for the surrounding farms and ranches, to support
light industry, and to still maintain easy access to the metropolitan region. Bennett is the only
incorporated town in eastern Adams County, and acts as the largest service center for the
farming activities within the county. Strasburg, five miles east of Bennett, is unincorporated and
serves as a local community center. Strasburg is located in both Adams and Arapahoe counties
and receives services from both counties. Byers and Deer Trail are the other two service
centers in eastern Arapahoe County located along the 1-70 corridor. Deer Trail is incorporated
while Byers is unincorporated.

Population, Household and Employment Trends in Plains Census Area

Growth in the past 25 years occurred in the small communities along I-70 as well as the more
rural areas. Figure 17 displays the population trends in the plains area. The population of the
plains area almost doubled between 1980 and 2005, from 4,900 to 9,637.

" Adams County and Arapahoe County, Strasburg Plan, May 2002
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Population in the Plains Census Area

Figure 17
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Households in eastern Adams County have more than tripled from 725 in 1980 to 1,812 in 2005.
Eastern Arapahoe County’s households increased from 975 in 1980 to 1,780 in 2005, a two-fold
increase. Since 1980, household size has decreased from 2.9 to 2.6 in the plains area. Figure

18 displays the number of households in the plains area.
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An examination of the population by age in the communities of eastern Arapahoe and Adams
counties shows that 73 percent of the population is younger than 44 years. The median age in
plains-area towns is 34 years of age. In contrast, 69 percent of Denver's population is younger
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than 45 years. About 8 percent of the plains population is over 65 years, while 11 percent of the
Denver population is over 65 years. This reflects that the older population often must live close
to services, which are more accessible in Denver. Table 10 displays the 2000 population by
age in the plains area.

Table 10
2000 Population by Age in Plains Area Communities
Incorporated
Age Bennett  Byers Deer Trail Strasburg Plains Total

Under 5 725 86 49 92 952
5-9 134 104 46 112 396
10-14 134 138 42 127 441
15-19 135 98 48 122 403
20-24 60 58 34 43 195
25-34 201 159 81 160 601
35-44 293 204 87 250 834
45-54 182 181 71 220 654
55-59 44 71 21 73 209
60-64 32 45 23 57 157
65-74 43 46 53 70 212
75-84 25 33 28 56 142
85 & over 13 10 15 20 58

Male 1,029 627 307 701 2,664

Female 992 606 291 701 2,590
Median Age 30.9 33.7 34.8 36.5 34

Total 2,021 1,233 598 1,402 5,254

Source: 2000 Census

Employment in the plains area has increased almost 87 percent in the 25 years between 1980
and 2005. In 2005, there were 1,692 jobs in the plains area. Figure 19 displays the
employment in the plains area.

Figure 19
Employment in the Plains Census Area
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Future Population, Household and Employment Projections

Forecasts for the plains Census area project significant growth between 2005 and 2030 with:
Population increasing by 256 percent (from 9,637 to 34,310)
Households increasing by 258 percent (from 3,592 to 12,868)
Employment increasing by 366 percent (from 1,692 to 7,892)

Table 11 displays the growth forecasts in the plains Census area.

Table 11
Demographic Forecasts in the Plains Census Area
Population Households Employment
Community 2005 2015 2030 2005 2015 2030 2005 2015 2030
Bennett 2,237 5,201 8,140 803 1,838 | 2,877 630 1,755 | 2,880
Strasburg 1,391 | 2,780 | 5,174 | 499 | 1,000 | 1,848 | 116 318 | 666
Rest of County 1,032 5,176 6,288 510 1,862 | 2,262 102 600 1,018
Adams County 4,660 | 13,157 | 19,602 | 1,812 | 4,700 | 6,987 | 848 | 2,673 | 4,564
Strasburg 821 1,826 2,501 274 653 906 302 1,200 | 1,951
Byers 1269 3,545 5,634 456 1,254 | 1,993 360 617 873
Deer Trail 617 1,429 2,248 259 600 943 90 202 314
Rest of County 2,270 3,133 4,325 791 1,506 | 2,039 92 104 190
Arapahoe County 4,977 9,933 14,708 | 1,780 | 4,013 | 5,881 844 2,123 | 3,328
Area Total 9,637 | 23,090 | 34,310 | 3,592 | 8,713 | 12,868 | 1,692 | 4,796 | 7,892

Source: DRCOG Forecast

These rates of increase are significantly higher than projected growth in the rest of the
metropolitan area, although the numerical change of 24,573 people, 9,726 households, and
6,200 jobs is only a small part of the region’s growth.

Inventory of Existing Transportation System

Roadway System

The official plains area defined for federal and state transportation and air quality planning
purposes is made up of the portions of Adams and Arapahoe counties east of Kiowa Creek. This
area is outside of the Denver Transportation Management Area (TMA). The data presented in
this plan includes all of the Town of Bennett, even though the town is split by Kiowa Creek. This
was done to match up with geographic areas used by the U.S. Census, keep community data
intact, and reflect logical interconnections of facilities and services on the plains.

Figure 20 illustrates the plains area transportation system and features.
Major access points to and from the Denver metropolitan area include:
I-70, on the Adams/Arapahoe border
88" Avenue in Adams County

Quincy/Airline Road (CR-30) in Arapahoe County
County Line Road (CR-50)
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A description of major roadways in the area follows.

I-70 is a four-lane divided interstate highway that runs east west along the Adams and
Arapahoe county line to Bennett. |-70 then heads southeast and cuts through Arapahoe County
serving the communities of Strasburg, Byers, Peoria and Deer Trail. Average annual daily
traffic volumes (AADT) in 2003 ranged from 9,000 to 19,000 vehicles. The speed limit on this
section of the interstate is 75 mph and the highway width is 48 feet with 19- to 27-foot medians.
Inside shoulder widths are four feet while the outside shoulder width is eight feet.

US-36 is a major connector between Bennett, Strasburg, Byers, and the far eastern portion of
both Arapahoe and Adams counties. It is a well-maintained, paved, two-lane road. The speed
limit is 55 mph outside of Bennett. Outside of Bennett, the roadway runs along the Adams and
Arapahoe county border into Washington County. Near the intersection of SH-79 and US-36,
the average annual daily traffic is 3,200 vehicles, while the AADT for US-36 near Byers is 4,000.

SH 40 is a two-lane paved road that runs in Arapahoe County parallel to I-70 and the Union
Pacific Rail line from Byers to Deer Trail. It has a 22-foot paved width with either no shoulders
or 10-foot gravel shoulders. The speed limit ranges from 35 mph to 55 mph. The AADT in 2003
was approximately 600 vehicles.

Kiowa-Bennett Road/SH-79 and CR 137 is a paved road with two lanes and runs north-south
in Adams County through the town of Bennett. It intersects I-70 at the county line. The road is
22 feet to 24 feet in width with shoulders varying from two feet to six feet. Kiowa-Bennett Road
extends south from the Adams County line through Arapahoe County as CR 137. lItis a paved
road for nine miles south of the county line. Itis a gravel road for the remaining six miles to the
southern county boundary. The right-of-way for Kiowa-Bennett in Arapahoe County is 60 feet.
Land use on both sides of the road is primarily agricultural. As the road approaches Bennett,
the area becomes more residential and borders the district school grounds. The speed limit on
this road is 55 mph outside of Bennett. The AADT of Kiowa-Bennett Road/SH-79 ranges from
1,200 vehicles in Adams County to 1,400 vehicles in Arapahoe County.

Appendix B includes a roadway inventory of additional minor facilities in the plains area.
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Pavement Condition

Figure 21 displays plains area roadway characteristics including paved roadways, unpaved
roadways and pavement conditions. The conditions and status of state highways within the
plains area are outlined in Table 12. CDOT has a rating methodology for evaluating the surface
condition of state highways into good, fair and poor condition. In 2003 about 44 percent of the
state highways in the plains area were in fair or poor condition.

Table 12
Plains Area State Highway Pavement Conditions

Centerline 2003 Pavement Condition

Roadway | Miles Good | Fair | Poor
I-70 28 82% 0% 18%
UsS 36 40 26% 13% 61%
SH 79 19 79% 0% 21%
Total 87 55.6% 6.0% 38.4%

Source: CDOT

A majority of the county roads do not have posted speed limits. However, the standard speed
limit is 55 mph.

Bridges and Structures

There are a number of bridges in the plains area that need some reconstruction. Bridges must
score under 80 on CDOT's bridge sufficiency rating to be considered for reconstruction. A
bridge that scores above 80 is rated at good, a bridge that scores from 50 to 79 is in fair
condition, and a bridge that scores below 50 is in poor condition. Bridges that score under 50
usually qualify for replacement. The plains-area bridges scored under 80, and their respective
scores are presented in Table 13. Bridges that are on and off the state highway system are
included in the table, as CDOT is responsible for monitoring bridge maintenance in Colorado.
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2003 Bridge Sufficiency Ratings in the Plains Area

Table 13

CDOT Sufficiency
County Roadway Feature Intersected Location Rating
1.5 mile west of Strasburg Mile
Adams 72nd Avenue Wolf Creek Road 79.9
Arapahoe I-70 Draw 7.4 mile east of Junction US 36 79.1
Arapahoe CR 42 Wolf Creek 2.4 miles east of CR 137 79
Arapahoe UsS 36 Creek 0.5 mile east of Strasburg 78.2
Arapahoe I-70 Eastbound | Farm Access/Draw 1.8 mile east of Strasburg 78.1
Arapahoe I-70 Eastbound | Farm Access 4.8 miles east of Strasburg 78.1
I-70 Strasburg
Arapahoe  Spur I-70 4.8 mile east of ramp to US 36 77.8
Arapahoe CR 38 East Bijou Creek 0.3 mile west of 1st Avenue 77.7
Adams 168th Avenue Antelope Creek 0.1 mile west of Peoria Crossing 77.2
I-70 Service 4.4 mile east of Junction US 36
Arapahoe Road Rattlesnake Creek (Byers) 76.9
I-70 Strasburg
Arapahoe  Spur UPRR 0.15 mile north of Junction I-70 74.2
Adams 96th Avenue Bijou Creek 0.8 miles east of Horrogate Road 72.7
0.1 mile east of Wolf Creek Mile
Adams 88th Avenue Kiowa Creek Road 71.8
Arapahoe UsS 40 Draw 1.5 mile northwest of Deer Trail 70
Calhoun-Byers
Adams Road Bijou Creek 0.1 mile north of Road 76 67.9
Arapahoe UsS 36 Comanche Creek 0.4 mile east of Strasburg 67
Arapahoe UsS 36 Draw 2.4 miles east of Junction 1-70 63.9
Adams Strasburg Road Kiowa Creek 0.6 mile south of Road 144 63.6
Arapahoe CR 42 West Bijou Creek 3.2 mile east of CR 157 60.1
Arapahoe UsS 36 Draw 0.5 mile east of Junction I-70 59.4
Adams Converse Road  Trib. of Lost Creek 0.2 mile south of 88th Avenue 58.3
0.3 mile east of Strasburg Mile
Adams 56th Avenue Comanche Creek Road 58.3

Source: Colorado Department of Transportation

The 22 bridges listed are considered to be in fair condition.

Crash Data

Crash data is annually compiled by CDOT. Between 2000 and 2003, there were a total of 346
crashes in the plains area. There were 9 fatalities and 200 injuries. Eight fatalities occurred on
I-70. In addition, one fatality occurred on SH-79. Table 14 displays the crash numbers by
county and roadway and Figure 22 displays the plains area crashes by roadway segment.
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Table 14
Plains Area Crash Statistics (2000-2002)

2000 2001 2002 Total
Adams County
Total Crashes 24 26 21 71
Injuries 12 6 7 25
Fatalities 1 0 0 1
Arapahoe County
Total Crashes 82 96 97 275
Injuries 66 58 51 175
Fatalities 2 4 2 8
Plains Area Total
Total Crashes 106 122 118 346
Injuries 78 64 58 200
Fatalities 3 4 2 9

Source: Colorado Department of Transportation
Note: Table 14 tabulated for SH 49, SH 40, I-70 and US-36 only.

In the plains planning area, hazardous and nuclear materials are restricted to traveling on
specified routes. 1-70, US-36 and SH-79 are the designated hazardous materials routes, while
I-70 is the only designated nuclear materials route in the plains region.

Traffic Volumes

Historical Trends

Figure 23 display historical traffic volumes for I-70 west of Byers. The graphs show that the
AADT has increased almost 4,000 vehicles in the 1990s. CDOT Automated Traffic Recorders
collected the data.

Current Volumes

Figure 24 displays 2003 estimated AADT for roads where traffic counts were conducted.

Peak and Recreational Traffic

Figure 25 displays monthly AADT for I-70 west of Byers. The graphs show that there is a

significant rise in traffic in the warmer months. CDOT Automated Traffic Recorders collected
the data.
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Figure 23
Traffic Volumes on I-70 West of Byers
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Figure 25
Monthly Distribution of Traffic Volumes on I-70 in 2003
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Transit System

There is limited public transit currently serving the plains region. RTD does not operate in
eastern Adams and Arapahoe counties. Greyhound provides service to Byers from Denver and
vice versa, making one daily morning stop.

Special Transit is a private, nonprofit agency that offers demand-responsive transportation and
Americans with Disability Act services for senior, low-income, and people with disabilities in the
rural portions of Adams and Arapahoe counties, including the Tri-Valley area (Bennett,
Strasburg, Byers and Deer Trail).

Volunteer organizations also provide some limited transit service. The Tri-Valley Senior
Citizens Organization provides demand-responsive transportation for residents of rural Adams
and Arapahoe counties, primarily within the three-town area of Bennett, Byers and Deer Trail.
Service is provided by one vehicle (hon wheelchair accessible), driven by one volunteer, on
weekdays from 7:30 a.m. to 5 p.m. Another volunteer organization, the Commanche VIPs,
provides local trips for senior members of the club in Strasburg by relying on volunteer
members. Trips are provided on a limited basis with a single van that is not wheelchair
accessible to destinations such as meal sites and medical appointments.

Rail System

Union Pacific Railroad (UPRR) runs a line parallel to I-70 through Adams and Arapahoe
counties for freight transport only. UPRR makes stops on demand in Bennett, but does not
have scheduled stops. Communities are concerned about the transporting of hazardous
materials near schools and residential areas.
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Bicycle and Pedestrian

Most bicycle and pedestrian transportation is for short trips and concentrated in the small
communities. There is a small but growing group of bicyclists who travel longer distances
connecting communities. Most streets in the plains area small communities have adequate
width to serve bicyclists and have sidewalks for pedestrians. Some of the rural roads in the
area have narrower travel lanes (less than 12 feet wide) with no shoulder.

TDM

Travel demand management strategies assist in reducing the number of cars on the roadways,
especially during peak travel times. There are a number of TDM strategies that can be utilized in
the plains area including:

Carpooling
Vanpooling
Teleworking
Flexible work hours

Carpooling occurs when two or more commuters who live and work near each other share
commuting responsibilities, including the driving and the costs associated with driving.
Vanpools are ideal for up to 14 commuters who travel more than 15 miles one-way to work.
Passengers share the ride and pay a low monthly fare to the designated driver. Teleworking,
also known as telecommuting, replaces travel to, from and for work with telecommunications
technologies. It refers to working at home or another location on a full- or part-time basis.

DRCOG Commuter Services, a division of the Denver Regional Council of Governments, helps
businesses and individuals find ways to ease congestion and reduce pollution by encouraging
methods of travel beyond the single-occupant vehicle. DRCOG will assist in organizing
carpools, vanpools and telework in the plains region.

Aviation

There are no public-use airports in the eastern portions of Adams and Arapahoe counties.
Denver International Airport is located about 18 miles to the west of Kiowa Creek and Front
Range Airport is located about eight miles west of Bennett. There are 10 private airports
scattered throughout the Plains region used for purposes such as crop dusting. The private
airports located in Adams County are Bijou Basin, Comanche Airfield LLC, Comanche
Livestock, Morris and Singleton Ranch. The private airports located in Arapahoe County are
Comanche Springs Ranch, East Moore Field, Sky Haven, Spickard Farm and Young's Strip.
There are no public or private-use heliports in the eastern portions of Adams and Arapahoe
counties. Table 15 and Figure 21 display the plains area aviation facilities.
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Table 15

Plains Area Aviation Facilities

Distance / Runway
Direction from | Ownership/ | Runway |Surface
Airport County |Associated City Use Length Type |Elevation
Bijou Basin Adams 13 mi. (NE) Byers Private/Private 2200 feet  Dirt 4885 feet
Comanche 1 mi. (E)
Airfield LLC Adams Strasburg Private/Private 3000 feet  Dirt 5350 feet
Comanche 6 mi. (N)
Livestock Adams Strasburg Private/Private 2400 feet Dirt 5230 feet
Comanche 1 mi. (S)
Springs Ranch | Arapahoe Strasburg Private/Private 2837 feet  Turf 5435 feet
East Moore Field | Arapahoe 6 mi. (SE) Byers Private/Private 2600 feet  Dirt 5250 feet
30 mi. (N)
Morris Adams Deer Trall Private/Private 2300 feet Dirt 4750 feet
2600 feet,
1000 feet,
Singleton Ranch | Adams 9 mi. (NE) Byers Private/Private 1000 feet  Turf 4940 feet
Sky Haven Arapahoe 2 mi. (E) Byers Private/Private 1500 feet  Dirt 5215 feet
Spickard Farm | Arapahoe 2 mi. (SW) Byers Private/Private 3000 feet  Dirt 5320 feet
3 mi. (SW)
Young® Strip | Arapahoe Bennett Private/Private 2400 feet  Dirt 5650 feet

Source: 2000 FAA 5010-1 Forms
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Current Regional Studies and Planning Activities

Public Benefits and Cost Study of the BNSF/UP Rail Rationalization Project

CDOT is conducting study of the proposed BNSF/UP Railroad Rationalization Project. One
component of the proposal is the construction of a 35-mile north-south bypass rail line from
vicinity of Wiggins to Peoria. This would directly impact the plains area. Another component is
the relocation of intermodal freight terminals to a consolidated facility east of DIA, possibly
adjacent to I-70 and the Front Range Airport. Though not in the plains area, it would provide
many jobs in close proximity.

Ports to Plains Corridor Study

The Ports to Plains corridor is one of 43 U.S. high-priority corridors, designated by the National
Highway System (NHS) Designation Act of the Intermodal Surface Transportation Equity Act
(ISTEA). The corridor, designated as Corridor 38, traverses Denver to the Texas/ Mexico
border. The states included in the study area are Colorado, Oklahoma, New Mexico and Texas.
The importance of Corridor 38 is its connection with the Mexico border and potential as an
international trade route. Figure 26 displays the Ports to Plains project area.

The Ports to Plains Corridor Preliminary Feasibility Study, completed June 2001, identified and
evaluated various alternative highway alignments within the proposed corridor. The alternative
identified in the feasibility study places a section of the corridor route on I-70 from Limon to
Denver. Much of the I-70 corridor from Limon to Denver is in the DRCOG plains area.

The project entered the corridor management phase in Summer 2004. The purpose is to create
a development and management plan for the Ports to Plains Corridor. The plan will serve as
an essential tool for securing federal funding for corridor development. The consultant and the
four states will define where specific roadway improvements need to be done. They will also
inventory environmental resources and define mitigation measures.
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Figure 26
Ports to Plains Project Area

Source: Port to Plains Corridor Website. http://www.portstoplainscorridor.com/index.html



Mobility Demand Analysis

Trips in the plains planning area can be divided into three types of trips: trips with one end in
the plains areas, trips that begin and end in the plains area, and trips with both origin and
destination outside of the plains area. Long haul through trips are expected to grow in
accordance with the general trend of east-west trips through the intermountain region. Growth
in through trips with one end in the Denver metropolitan area will be affected by growth in the
Denver nine-county population (projected to increase 47 percent between 2005 and 2030).

CDOT projects an increase in AADT on I-70 near Bennett from 19,000 vehicles in 2003 to
29,900 vehicles in 2030, representing a growth rate of 2.5 percent per year. Serious congestion
is not predicted for I-70 in the plains area. Figure 27 displays the DRCOG 2030 traffic
forecasts. Demographic figures suggest that the western part of the plains area will experience
an increase in residents who work in the Denver metropolitan area. People are expected to
move farther from Denver seeking more affordable housing and a country setting. The location
of DIA augments this trend. There is considerably more traffic on I-70 west of Byers than east
of Byers. 1-70 west of Byers has an AADT of 18,200 vehicles and is expected to grow to
26,100 by 2030. I-70 east of Byers has an AADT of 10,200 vehicles and is expected to
increase to 14,400 by 2030.

Although population and employment in the plains area are projected to increase, major traffic
congestion problems are not anticipated. The current traffic patterns reflect the economy and
lifestyle in the plains area: agricultural activities centered on towns along the I-70 corridor as
service centers. This pattern is expected to remain largely in force for the foreseeable future.

Future localized traffic congestion may increase adjacent to specific new developments or at the

I-70 interchange ramp intersections. New developments should be strongly encouraged to
provide improvements that mitigate on-site or adjacent traffic safety or congestion impacts.
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Metro Vision Plains Area Transportation System

The Metro Vision transportation system and associated improvements are based on
consultations with county and municipal officials, CDOT personnel, transit providers, and other
interested parties. This system includes many specific improvements that are needed, totaling
about $55 million. Also, the plan recognizes that there are some issues that warrant study of
alternatives before a specific improvement can be recommended. The Metro Vision plains area
transportation system is displayed in Figure 28.

Also, corridor visions were prepared for I-70 and other state highways as part of the process to
develop the Statewide 2030 Plan (see Appendix C).

Roadways

The transportation infrastructure in the plains area will need to be maintained and reconstructed
through the year 2030. Beyond normal maintenance, the growing population will be served well
by rebuilding the roadways as appropriate at the end of their service lives, widening and
improving the shoulders on the area’s major thoroughfares for vehicles and bicycle safety, and
paving some roads to improve the quality of access. ldentification of specific needs along with
cost estimates is discussed below.

The I-70 freeway serves as the major thoroughfare of the area. Since no capacity problems are
projected through the year 2030, the only likely need will be for additional roadway
improvements at the I-70 interchanges in the areas of Bennett, Strasburg, Byers and Deer Trail.
A new rest area along I-70 near Bennett is proposed to serve eastbound travelers. The existing
rest area at Bennett (westbound) also needs to be reconstructed to bring it to current design
standards.

US-36 and SH 40 will not have capacity problems through 2030. However, the roadways
should be brought up to design standards by adding proper shoulders and improving the
drainage. About 56 miles (40 miles of US-36 from Bennett to the Washington County line and
16 miles of SH 40 from Byers to Deer Trail) of minor widening along with normal overlay work
will be needed through 2030.

There are safety concerns on SH-79 at the intersection of SH-79 and SH 36 in Bennett. SH-79
may need to be re-aligned through Bennett when significant growth occurs. The curve on SH-
79 as it approaches SH 36 is narrow and accommodation for simultaneous northbound and
southbound vehicles is limited. A new alignment could require a railroad crossing along with a
possible pedestrian underpass. To avoid a closed dump, the new route might take advantage
of a new county bridge slightly north on Old Victory Road. CDOT should study the problems
and consider warranted improvements.

Improvements need to be made to 120" Avenue, including the bridge at Kiowa Creek, to
facilitate access into the plains planning area. The northwestern access could also be improved
by paving four miles of Imboden Road between 88" and 120" Avenues.

The 2001 Arapahoe County Transportation Plan dictates a number of county roads that will
need paving by 2020. If the forecasted ADT is projected to surpass 700 vehicles, roadways
should be considered for paving. Roadways that could be considered for paving by 2020
include Quincy Avenue, Wolf Creek Road, Strasburg Road, Bradbury Road, Exmoor Road,
Calhoun Road, Woodis Road, Kiowa-Bennett Road and County Line Road. New roadways and
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roadway extensions are needed on Quincy Avenue from Bradbury Road to Exmoor Road, and
on County Line Road from Wolfcreek Road to 1-70. Figure 29 displays the roadways that will
need paving through 2030.

The Adams County 2020 Roadway Network Plan identifies Old Victory Road to be upgraded to
a minor arterial and Scenic Byway designation. The residents of Bennett and Adams County
also desire to see the road preserved.

The SH-83-86 Corridor Optimization Plan (March 2004 draft) identifies a SH-79 connection to
Kiowa-Bennett Road. The connection’s alignment, in or around Bennett, will be determined
through future study.

Bridge Reconstruction/Replacement

Eight bridges listed in Table 20 are considered to be in fair condition. These bridges will likely
need funding for improvements in the form of reconstruction through 2030.

Transit

The 2001 Arapahoe County Transportation Plan recommends supporting those towns that do
desire to have fixed RTD service. Until then, the current demand-responsive service would have
to be expanded to provide local and more frequent service to metro Denver. Multiple trips per
day by such vehicles as vans and small buses need to be provided for more convenient service.

Mobility in the area would be enhanced by a local rideshare matching service. ldentification of
people with common transportation needs and routes would increase the use of carpools both

within the area as well as to metropolitan Denver. DRCOG Commuter Services will provide
assistance for carpool matching and would help set up the local office.

Freight Rail

CDOT has initiated a feasibility study to determine if an alternative freight rail bypass to the east
of the Front Range urban areas would provide significant benefits. Such benefits could include:

More efficient rail movements

Less road congestion caused by train crossings
Improved safety

Less air pollution

The proposal includes constructing a north-south rail alignment in the plains area north of
Peoria.

Aviation
There are no identified needs for improvements to aviation facilities in the plains region.

Bicycle and Pedestrian

Sidewalks are needed along selected streets within existing communities and should be
provided in new developments. They should also be constructed along key roadways that
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connect residential and commercial areas and schools. Crossings of railroad tracks should be
improved where high pedestrian activity occurs.

On rural highways where space is available, and where bicycling and walking is expected, a
minimum five-foot paved shoulder should be provided. The 2030 Metro Vision Regional
Transportation Plan and associated Bicycle and Pedestrian Element of the Regional
Transportation Plan identifies policies of pedestrian and bicycle improvements that should be
considered.

Future Needs Summary

Many transportation improvements will be needed in the plains area. The total cost will likely be
more than $55 million through 2030. Existing funding sources will not be able to meet this
amount. To help address these needs, developers should be encouraged to assist in paying for
improvements to roads impacted by new traffic.

Fiscally Constrained Plains Area Plan

The fiscally constrained plan is a subset of the Metro Vision plains area plan. It takes into
account the estimate of available funds through 2030. It includes:

Future fiscally constrained major improvements
Pools of funding for smaller scale projects and maintenance activities (to be identified in
the future)

Figure 34 displays the programmed, fiscally constrained, and Metro Vision improvements in the
plains area.

The amount of revenues available is severely limited. For planning purposes, CDOT has
provided projected statewide revenues through the year 2030. Available revenue forecasts
include funding for roadway improvements, surface treatment, safety projects and bridge
projects. Funding is also allocated toward maintenance and operations through 2030. Table 16
displays CDOT 2005-2030 resource allocation statewide and estimates for the plains area in the
above categories.

Table 16
2005- 2030 Projected Highway Funding in Plains Area
Plains Area
CDOT Funding Category Estimate

Regional Priority Program $2,600,000
Bridge $ 3,540,000
Safety and Traffic Operations  $ 8,180,000
Surface Treatment $13,740,000
System Maintenance $9,330,000
Total = $37,390,000

Source: Derived from July 15, 2004 CDOT Resource Allocation
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Past trends indicate that the DRCOG plains area receives less than 1 percent of the statewide
total. The plains area share equals $37.4 million of statewide highway funding through 2030.
There will be about $3.5 million for bridge projects, $8.2 million for safety projects, and $2.6
million for Regional Priority Program projects. In addition, $13.7 million will be available for
surface treatment projects and $9.3 million for system maintenance through 2030.

Local maintenance, operations and improvements will be implemented by Adams County,
Arapahoe County, and the towns of Bennett, Byers and Deer Trail.

There is a large disparity between the needs for the Metro Vision transportation system of the
plains region, estimated at about $55 million, and the anticipated funding, estimated at $28.0
million, excluding operations and maintenance. The first priority in allocating available dollars
should be for safety improvements to the roadways. Shoulders should be added to US-36 to
improve safety for all users including motorists and bicyclists. Enhancement dollars could
possibly be used to help fund this project.

Additional funds should be spent on the paving of roadways in order of need. Unpaved
roadways with the highest average daily traffic should be paved before those with lower average
daily traffic.

Arapahoe County is currently using recycled asphalt to pave the following roadways:

Kiowa-Bennett (Quincy/Airline - County Line), 2004
Exmore Road (Byers-Richardson), 2003

Exmore (Richardson-Knudtson), 2004

Strasburg (6th Avenue-Quincy), 2002

6th Avenue (Manilla-Brick Center), 2001

Brick Center (6th Avenue-Highway 36), 2004
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5. FUTURE DIRECTIONS

The primary future direction for the mountainous and plains areas is the preservation of the
country and small town character. This will be concurrent with the attainment of other goals,
including maintaining the quality of local and interregional mobility, supporting economic
development, minimizing environmental impacts of the transportation infrastructure, and
improving transportation safety.

Rebuilding the current infrastructure as well as supporting alternative modes of transportation
will help to meet these goals. Financial constraints will limit the options that can be
implemented.

Mountainous Area

The current and future demands on the transportation infrastructure require a proactive
approach to tackle controversial issues. Similar to circumstances of 30 years ago, when I-70
was initially constructed, the area is at a stage when it is appropriate to define its future. Careful
planning will maintain the quality of life while allowing appropriate economic development
through improved mobility. At the same time, an enhanced awareness of environmental and
visual impacts should influence decisions about the transportation infrastructure.

There are immediate steps that must occur. Long-range decisions must be made for the I-70
corridor. The comprehensive multimodal and interregional 1-70 PEIS should provide the basis
for these decisions. In addition to describing alternative improvements, cost estimates and
funding sources, the PEIS must also account for mitigation of environmental impacts, including
those on water quality. The regional economic impact of the no action alternative must also be
determined. The PEIS recommendation must consider the views of all stakeholders including
citizens, local community leaders, neighboring regions, environmental and bicycle
organizations, the U.S. Forest Service, Federal Highway Administration and other affected
agencies.

Improved access to the gaming area is another major effort. The Central City Parkway planned
by Central City will be funded with private dollars. However, preliminary Gaming EIS study
results show that additional capacity improvements will be needed to meet the 2030 travel
demand in this area. Proactive planning by all affected parties and agencies will help ensure
that additional needed capacity improvements are made in the gaming area.

Plains Area

The current infrastructure in the plains area needs to be maintained and upgraded over the next
25 years. Some improvements should be made to reflect new demands of a growing population
and expanding employment bases. An examination of sources for additional funding of transit
service needs to be undertaken. The area will need to monitor progress on the proposed Front
Range Rail Bypass from the vicinity of Wiggins to Peoria. It could have significant impact on the
plains area.

77



This page intentionally left blank.

78



APPENDIX A - MOUNTAINOUS AREA ROADWAY INVENTORY SUPPLEMENT

Apex Valley Road (CR 4S) is a gravel road from SH-119 to Mammoth Gulch Road. The
segment of the road from SH-119 to CR 3 is in good condition. However, the condition of the
road becomes worse as it approaches Mammoth Gulch Road. The road is mostly surrounded
by national forest lands and does not have shoulders.

Fall River Road (CR 275) runs north from 1-70 to St. Mary’s Glacier. The paved, two-lane road
is in good condition with a 30 mph to 40 mph speed limit. Residential property borders this
road.

Gap Road (CR 2) is a two-lane, gravel road that runs east from SH-119 into Jefferson County
where it connects to SH-72. The road travels through the northern part of Golden Gate State
Park and is relatively smooth until the intersection with Mountain Base Road. East of this point
the road is in poor condition from water runoff. The speed limit is 25 mph.

Guanella Pass Road (CR 381) is a designated Scenic Byway. It leaves the western edge of
Georgetown and immediately climbs toward Guanella Pass, which is located on US Forest
Service land. This road initially is a two-lane, paved road in relatively good condition, but
becomes a gravel surface. The paved portion of the road has a speed limit of 35 mph, and the
gravel sections have speed limits of 20 mph. The road is highly utilized in the summer and fall
season for mountain touring. To date, traffic counts conducted by CDOT indicate that most of
the traffic is on the Georgetown side of the pass. Forest Highway Program Agencies (the
Federal Highway Administration, US Forest Service, and the Colorado Department of
Transportation) are conducting an EIS to analyze potential alternatives to improve Guanella
Pass Road.

Little Bear Creek Road (CR 151) is a gravel road extending south to SH-103. This two-lane
road has a smooth surface condition and a 30 mph speed limit. Residences and commercial
activities exist on both sides of the road. The gravel section has steep switchbacks and the
speed limit is 20 mph. There are no guardrails and some parts of the road are rutted and can
be treacherous when wet.

Mammoth Gulch Road (CR 4N) is a rough, washed-out gravel road that winds through US
Forest Service land. The road extends from Apex Valley Road to the town of Tolland. This
road does not have shoulders.

Mountain Base Road is a state park road that runs south from SH-46 to near the Gilpin -
Jefferson County Line. Itis a paved road in good condition with no paved shoulders. The
speed limit is 25 mph. The road is part of the Golden Gate Canyon Park road system.

Mount Evans Road (SH-5) is a two-lane, paved road that begins at the junction of SH-103 and
ends at the peak of Mount Evans. The road is closed in winter. It is a Scenic Byway accessing
national forest lands and Mount Evans. This road is 18 feet to 22 feet in width with no
shoulders. The speed limit is 30 mph.

Smith Hill Road (CR 7) is a gravel road that runs northeast from the southern portion of SH-119.
The road is in good condition but has steep inclines with switchbacks as it crests over a
mountain. The road serves as access to SH-119 for residences on the east side of the peak
close to the Jefferson County border, and the speed limit is set at 25 mph.

79



Squaw Pass Road (SH-103) is a two-lane, paved road in good condition that accesses I-70 in
Idaho Springs and makes a loop in the southern portion of the county through national forest
lands and private property. It is designated a Scenic Byway from 1-70 to SH-5 as the main
access to Mount Evans. This road winds up to Juniper and Squaw Passes. Along the pass, the
speed limit ranges from 30 to 45 mph. This section is a ridge road with no guardrails and no
shoulders. SH-103 is 24 feet to 26 feet in width with an outside shoulder that extends from two
feet to 14 feet depending on the segment of road. At the intersection with I-70 the ADT for SH-
103 is 2,000 vehicles, and at Echo Lake it is 500 vehicles. At CR 151, the State Highway
designation ends and the road becomes Squaw Pass Road (CR 103).

Squaw Pass Road (CR 103) continues east to Jefferson County. The road is a two-lane, paved
road with no shoulders. Most of the surrounding land is private property. Closer to the
Jefferson County border there are several residential communities that access this road. The
speed limit is 30 mph. The ADT on this road is 400 vehicles.

Upper Bear Creek Road (CR 480) runs from the Jefferson County line to the Mount Evans State
Wildlife Area. It has two miles of pavement and 2.2 miles of gravel surface, with gravel
shoulders.

Virginia Canyon Road (CR 281) is a well-traveled route between ldaho Springs in Clear Creek
County and Central City in Gilpin County. The facility splits into two alternate routes. CR 279,
also known as Oh My God Road, is a winding road; while CR 281, known as the Two Brothers
Road, is a steep road directly up the canyon. A short section of CR 279, paved as it heads
north from ldaho Springs, has a width of 24 feet and an eight-foot outside shoulder. The gravel
portion of the road in Clear Creek County was improved in 1993 with magnesium chloride to
stabilize it and reduce dust. Traffic flows on this road have increased substantially since gaming
was established. The ADT recorded in July 1993 was 2,000 vehicles.

The Gilpin portion of this road is standard gravel that is in good condition. The speed limit is 25
mph. The road becomes Gregory Street at Spring Street in Central City.

Witter Gulch Road is a five-mile road of which 2.6 miles are paved and 2.4 miles south of CR
103 are gravel. The speed limit is 35 mph on the paved section and 20 mph on the gravel
portion. The road serves the Mount Evans Wildlife Preserve as well as local residential areas.
Witter Gulch Road intersects Squaw Pass Road and extends southeast into Jefferson County
connecting to SH-74.

SH-46 is a route that travels east from SH-119 to the Gilpin County boundary. This road is
called Golden Gate Canyon Road within Golden Gate State Park. When the road enters
Jefferson County from Gilpin County, it becomes a county road. SH-46 is a 22-foot wide, paved
road in good condition with no shoulders. The speed limit ranges from 30 to 35 mph. One mile
east of SH-119, on both sides of SH-46, the land is zoned for commercial development. The
ADT is 1,500 vehicles.

SH-72 is a two-lane, 20- to 22-foot wide, paved highway in good condition. It has a four-foot
outside shoulder that varies from asphalt to gravel in different sections. It winds along the
border of Boulder and Gilpin counties and lies within each county at various stages. The speed
limit on this road ranges form 25-50 mph depending upon the section of road and its contours.
It is used as one of the major transport routes from Gilpin County to the east. There is
residential and undeveloped land surrounding the road. The ADT for SH-72 is 1,900 vehicles.
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Gregory Street, formerly SH 279, is a paved, two-lane road with a speed limit of 20 to 25 mph.
Gregory Street intersects SH-119 in Black Hawk and carries traffic through Black Hawk and
Central City. It turns southward and becomes Virginia Canyon Road (CR 279). The narrow
road width varies through the towns. It does not appear to be feasible to widen the road as
casino establishments extend to the sidewalk.
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APPENDIX B - PLAINS AREA ROADWAY INVENTORY SUPPLEMENT

Baughman Road (CR 46) runs east west between Strasburg Road and Wolf Creek Road in
Arapahoe County. Itis a 24-foot gravel surface without shoulders.

Behrens Road (CR 48) — Horrogate (CR 49) — Peoria Crossing (CR 50) are gravel roads that
form a corridor connecting 88" Avenue north to the Weld County line, providing access to
farms. The right-of-way of these roads is 60 feet and the roadway width varies from 15 feet to
30 feet. The ADT on Behrens Road is 140 vehicles.

Bixler Road (CR 241) is a gravel road that runs from US-36 south to Jolly Road. The land use
of surrounding property is primarily agricultural. Bixler Road has a width of 24 feet without
shoulders and an ADT of 80 vehicles.

Bradbury-Krebs Road (Adams CR 43/Arapahoe CR 173) is a graded, gravel road that extends
south from the northern Adams County boundary to Airline Road in Arapahoe County. In
Adams County, the road width is 26 feet to 28 feet and the shoulders, where present, are no
greater than one foot. In Arapahoe County, the right-of-way is 60 feet with 24 feet of actual road
and no shoulders. This road cuts through land used primarily for dry land farming and livestock.
The average daily traffic is 230 vehicles immediately south of the railroad.

Calhoun-Byers Road (CR 46) is a paved, two-lane road in Adams County from Irondale
Road/88™ Avenue to US-36. The right-of-way is 60 feet with a gravel shoulder. This road
extends through both dry land and irrigated farms.

County Line Road (CR 50) has a 24-foot gravel surface in good condition. It heads west along
the Arapahoe-Elbert county line from Wolf Creek Road to Aurora and Smoky Hill Road.

Deter-Winters Road (CR 229) is a gravel road that extends from US-36 south to Jolly Road in
Arapahoe County. Itis surrounded by agricultural land use. The road has a very rocky surface,
with no shoulders and ranges from 24 feet to 30 feet in width.

East Road (CR 269) runs north-south in Arapahoe County connecting US-36 and Jolly Road.
The gravel road does not have shoulders, but has 24 feet of gravel surface on the 60-foot right-
of-way. The ADT on East Road is 60 vehicles.

Exmoor Road (CR 181) is a gravel road in good condition extending from the town of Byers to
the southern Arapahoe County boundary. The uses of the land surrounding the road are
primarily agricultural. The road does not have shoulders and its surface ranges from 22 feet to
28 feet. Arapahoe County estimates the ADT at 560 vehicles near Byers with much lower traffic
near the south county line.

Hanks Crossing is a gravel road in Adams County from the southern border to 112™ Avenue.

Jolly Road (CR 34) is a gravel road that runs from the town of Deer Trail east for 11 miles,
where is becomes East Road. The surrounding land is used for agricultural purposes. Jolly
Road, like most of the other roads in eastern Arapahoe County, does not have any shoulders.
The road is 24 feet to 30 feet wide. The ADT is 140 vehicles on Jolly Road west of Deter-
Winters Road and 60 vehicles further east.
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Knudtson/Wall Road (CR 42), in Arapahoe County, has a 24-foot gravel surface with no
shoulder. It is in good condition and it runs east west between Exmoor Road (CR 181) and
Strasburg Road (CR 157). The ADT is 40 vehicles.

Price Road (CR 217) is a paved two-lane road that extends south from US-36 to the town of
Deer Trail in Arapahoe County. The condition of the road is good and is generally surrounded
by agricultural land uses changing to residential uses near Deer Trail. Price Road has a
pavement width of 24 feet. The ADT is 200 vehicles.

Quincy/Airline Road (CR 30) is a gravel road serving as an east-west connection from Aurora to
Bradbury-Krebs Road. It is gravel east of Kiowa Creek. The surrounding land use is
agricultural. The road width ranges from 24 feet to 30 feet and has no shoulders. The ADT is
2350 vehicles west of Kiowa-Bennett Road and decreases as it heads east. The ADT is 290
vehicles closer to Bradbury Road.

Rector-Leader Road (CR 52) and Mimosa-Bartlett Road (CR 53) provide a north-south corridor
in Adams County extending to Weld County. This facility is paved from US-36 north to 96"
Avenue. From 96™ Avenue north to 112" Avenue, the road is less maintained with patchy
paved portions and no centerline or shoulder. The width of the road is 22 feet to 30 feet. The
road follows the Mimosa-Bartlett alignment north of 112" Ave as a paved, two-lane road to
approximately 128™ Avenue. The road is gravel from 128™ Avenue north to the Adams / Weld
county line. The road has a 60-foot right-of-way and a road width of 14 to 30 feet with a
shoulder not exceeding one foot. The last recorded ADT (1992) was 390 vehicles. DRCOG
has estimated the current ADT to be 450 vehicles.

Shamrock Road (CR 66) is a gravel road with good surface conditions and a width of 25 to 30
feet. The road extends from 168™ Avenue to 96" Avenue bordering grazing and dry farming
land. The DRCOG estimated ADT is 200 vehicles.

Strasburg Road (Adams CR 39/Arapahoe CR 157) is a paved road in good condition that
extends from 144™ Avenue south to the county line in Strasburg and continues into Arapahoe
County. Surrounding land is used for dry-land farming, with some areas devoted to grazing and
irrigated farming. In Arapahoe County, there is some residential use contiguous to the road.
The width of the road is 25 feet. Strasburg Road extends into Arapahoe County to Baughman
Road (CR 46) as a two-lane road. It is paved from Strasburg to Mississippi-Hollingsworth Road
(CR 14); further south to Baughman Road it is gravel and in good condition. No shoulders exist.
The gravel surface is 25 feet wide.

Daily traffic counts are last recorded in 1991 by Adams County on this road. Between 144"
Avenue and 112" Avenue, traffic volume was 187 vehicles per day. DRCOG estimates the
current ADT to be 200 on this segment. The daily volume increases to 310 for the segment
between 112" and Irondale Road/88"™ Avenue and continues to increase as it approaches
Strasburg. DRCOG estimates the current ADT to be 400 on this segment. On the segment from
26" Avenue to Colorado Avenue, within the town, the ADT for 1991 was 936. DRCOG estimates
the current ADT to be 1,000 on this segment. In the final segment that was recorded from
Colorado Avenue to US-36, the volume was 1,633 per day. DRCOG estimates the current ADT
to be 2,000 on this segment. In Arapahoe County, the county estimates the volume to be 1,100
vehicles per day on the paved portion and about 250 vehicles per day on the gravel portion.

84



Winview Road (CR 70) is the eastern most road that runs the full extent of Adams County from
the northern border to US-36. This gravel road has right-of-way of 60 feet and is in good
condition. It provides access to farms located in the eastern portion of the county.

Wolf Creek Road (CR 149) is an Arapahoe County gravel road that extends north from the
Elbert County line to the town of Strasburg at its northern end. The surrounding land is used for
agricultural purposes and the road is in good condition. This road has a surface width of 26 feet
to 28 feet with no shoulders on a 60-foot right-of-way. The county estimates the ADT between
110 and 160 vehicles.

Woodis Road (CR 38) is a gravel road in good condition that extends from Deer Trail west to
Exmoor Road. The surrounding land use is agricultural. Woodis Road is 30 feet wide, with no
existing shoulders. The ADT on Woodis Road west of Deer Trail is 230 vehicles.

48™ Ave.-56"Ave.-64"Ave.-Yulie Road make up a corridor of roads that provides a link for
farmers between Bennett and Strasburg. The road has a right-of-way of 60 feet with a road
width ranging from 10 feet to 30 feet.

88" Ave. / Irondale Road is a two-lane, paved road in good condition with a 60-foot right-of-way
connecting Kiowa-Bennett Road to Strasburg Road. From Strasburg Road to Bradbury-Krebs
Road, 88™ Avenue/Irondale has a gravel surface with no shoulder. It again becomes paved
from Bradbury-Krebs Road to Calhoun-Byers Road, but has not center line or shoulder. It
continues as a gravel road connecting to Behrens Road, serving northern Adams County.
88"/Irondale serves as a major east-west connector and extends through farmlands. The road
was permanently closed further west because of Denver International Airport. The speed limit
on this road is 45 mph. The ADT for Irondale is 300 vehicles east of SH-79 and 200 vehicles
west of SH-79.

96™ Avenue is a graded gravel road that stretches through grazing land from Behrens Road to
Shamrock Road. A break in the road occurs between Rector-Leader Road and Hanks
Crossing. It has a right-of-way of 60 feet.

104™ Avenue is a gravel road that serves farms in the eastern part of the county between
Shamrock Road and Winview Road. The road has a right-of-way of 60 feet.

112" Avenue is paved between Rector-Leader and Mimosa Roads where it serves to provide a
continuous north-south corridor for Adams County. This segment is paved, although patchy,
and has no center or shoulder line markings. The segment east of Mimosa Road to Hanks
Crossing is gravel and maintains a 22-foot to 24-foot road width. Grazing land as well as dry-
land farming surrounds this road.

144" Avenue serves as a connector from western Adams County to Strasburg-Monroe Road
and is a paved two-lane road with a 60-foot right-of-way and a roadway width of 24 feet. The
paved section from SH-79 travels through dry-farming land. In 1990, the segment of road from
SH-79 to Provost Road had a daily traffic count of 164. This count dropped to 110 on the
segment from Provost to Piggot Road, four miles east of SH-79. The ADT was last recorded in
1991 on the segment east of SH-79 and was 318 vehicles. DRCOG estimates the current ADT
to be 400 on this segment. The roadway continues again at Shamrock Road where it is gravel
and runs six miles to the eastern county border. This portion of the road has a width of 20 feet
and does not have shoulders.
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152" Avenue is an 11-mile stretch of gravel road with no shoulders that extends from Mimosa
Road to Hard Money Road. This road is used as an east-west connector across the northern
portion of the county and is not well maintained. It crosses grazing land and the right-of-way is
60 feet.

168" Avenue is the northern most road in Adams County. It is gravel and the longest piece is
six miles extending between Hard Money Road and Winview Road in the northeastern section
of the county. The 60-foot right-of-way serves farmland on either side of the county line. The
condition of the road is good.
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APPENDIX C - DENVER REGION MULTIMODAL CORRIDOR VISIONS
(Included in 2030 Metro Vision Regional Transportation Plan)

This appendix provides detailed “corridor vision” plan sheets describing the growth,
development and transportation visions for key multimodal corridors of the mountainous and
plains areas. Visions for 36 corridors throughout the Denver region are presented in the 2030
Metro Vision Regional Transportation Plan (2030 MVRTP).

All major projects referred to must still go through an environmental review process (NEPA) and
associated studies to determine specific design attributes and locations for improvements.
Likewise, new interchange proposals on the state highway system must go through the CDOT
1601 Interchange Approval Process before they can be built. Alignments and attributes of
transportation facilities described in the corridor visions are only estimates at this time.

The corridors also include and reference closely parallel rapid transit lines, other state
highways, pedestrian and bicycle facilities, freight facilities and other significant features of the
corridors. Major capacity and capital facilities are identified as well as unique management,
operation, and transit service strategies and facilities. The transportation improvements and
strategies described on the Corridor Vision Plan sheets will be used to help define future
projects to be designed and constructed.

Note that strategies common to nearly every one of the corridors in the region are not repeated
on each sheet. They are listed separately prior to the individual corridor sheets.
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Common Strategies For All Corridor Visions in DRCOG Region

The strategies listed below may be considered in nearly every corridor. They are listed in this
section to avoid duplication in each relevant Corridor Vision.

1. Overall:

Coordinate land use and transportation decisions and implementation;

Support urban centers and transit-oriented developments (TODs);

Complete projects in an environmentally responsible manner;

Maintain the existing infrastructure including pavement, subsurface, bridges, traffic
management facilities, park-n-Ride lots, stations, rail lines, multipurpose trails (bike
paths), and sidewalks; and

Implement safety improvements as stand-alone projects or within larger projects.

2. Transit Facilities and Services:

Implement security and safety features at transit stations, park-n-Ride lots and on
vehicles;

Make modifications to bus routes per changing ridership demands;
Implement timed-transfer points throughout the system;

Provide pedestrian and bicycle connections between transit facilities and adjacent
neighborhoods and developments;

Construct transit-oriented developments (TODs) around stations and park-n-Ride lots;
Increase RTD access-a-Ride ADA transit service as the fixed-route service expands; and
Increase other specialized transit services to elderly, disabled and rural residents.

3. Travel Demand Management:

Baseline assumption: A regional program will facilitate and promote use of alternative
travel modes, carpooling, teleworking, alternative work schedules and efficient site
development designs in all corridors.

4. Physical Improvements as Part of Roadway Projects:
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Construct improvements to current design standards;

Improve ramp terminal and arterial intersections to serve future volumes (turn lanes);
Provide acceleration/deceleration lanes in appropriate locations;

Construct standard paved shoulders on freeways and non-urban arterials;

Provide appropriate curb/gutter/sidewalk section on urban arterials;

Provide appropriate space and/or treatments for on-street bicyclists;

Provide applicable crosswalks markings and devices at locations with pedestrian activity;
Install traffic signals as warranted; and

Control arterial access per assigned state highway access category.



5. System Management Strategies for Relevant Corridors:

Baseline Assumptions:

- All traffic and transit operations centers and emergency management centers are
linked together for advanced transportation management (ATMS) including
incident management, regional traffic control, and multimodal coordination; and
A regional advanced traveler information system (ATIS) is operated and
maintained (by CDOT or other as-yet-undefined agency).

Freeways:
- Meter on-ramps to congested freeways; integrate ramp meters with adjacent

arterial signals;
Implement/operate full network surveillance; feed to regional ATIS;
Implement/use variable message signs (VMSs) to disseminate real-time traffic
information, including real-time park-n-Ride parking occupancy and transit
parking alternatives; from regional ATIS; and
Prepare, implement, and maintain incident management plans; operate traffic-
responsive signal control along key incident diversion routes.

Arterials:
Operate existing and new traffic signals using signal system(s) for surface street
control; and

Update traffic signal timing/coordination plans on a regular basis.

Transit:
Implement/operate transit security features at park-n-Ride lots/stations and on
transit vehicles;
Disseminate real-time transit vehicle arrival/departure information to transit
patrons at park-n-Ride lots/stations and key transfer points and feed to regional
ATIS;
Compile real-time parking space occupancy at park-n-Rides; feed to regional
ATIS; and
Implement/operate transit signal priority selectively at signalized intersections
adjacent to park-n-Ride lots/stations and key bus transfer points.
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I-70 Mountain Multimodal Corridor Vision (F-7): Eisenhower Tunnel to C-470

The transportation vision for the 1-70 Mountain Corridor is to serve as a multimodal interstate
freeway corridor serving regional and statewide trips. Future improvements will primarily
increase mobility as well as maintain system quality and to improve safety. The corridor
provides access to and from recreational areas in the mountains and serves as a major cross-
country travel route. Public and private bus service is provided along with park-n-Ride lots and
a carpool lot. A rapid transit line is envisioned. Significant population and employment growth in
the Denver area along with growth in the corridor and on the Western Slope will cause
increased travel demands.

Primary Goals/Objectives:

Increase travel reliability and improve mobility for private and commercial vehicles;
Support urban development within the Denver region’s Urban Growth Boundary/Area;
Accommodate growth in personal motor vehicle and freight travel;

Improve management of the existing facilities and travel demand;

Provide alternative modes of transportation to travelers;

Reduce motor vehicle crash rates;

Maintain highway to highest possible safety standard,;

Eliminate design deficiencies;

Maintain Eisenhower/Johnson Tunnels;

Maintain or improve pavement to optimal condition; and

Maintain statewide transportation connections.

Primary Strategies:

(See page 88 for description of common strategies for all corridors. Strategies that are part of a
project receiving federal funding or subject to federal action must go through environmental
(NEPA) analyses prior to final definition of specific project attributes.)
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Roadway Capacity and Major Capital Projects
Implement improvements recommended in the ongoing environmental studies; and
Reconstruct the interchange where US-6 and the new Black Hawk Tunnel intersect with
[-70.

Transit
Construct rapid transit paralleling 1-70;
Expand the Hogback carpool lot at the Morrison exit; and
Provide feeder bus service to the West Corridor end of line transit station.

Bicycle/Pedestrian
Complete all sections of the regional bicycle corridor paralleling 1-70.

System Management
Implement/operate probe surveillance in short term; augmented/replaced in long term by
full network surveillance;
Implement ramp metering at spot locations;



Use freeway variable message signs (VMSs) to display mountain travel and weather
advisories; and
Implement courtesy patrol in peak travel days.

Travel Demand Management
Work with employers in the corridor and in Summit and Eagle counties to facilitate car
and van pooling.

Preservation and Safety
Implement measures to reduce the number and severity of traffic crashes at identified
locations along I-70 and SH/US-40 with a potential for crash reductions;
Enhance rockfall mitigation efforts; and
Improve emergency response facilities and services.
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I-70 Plains Multimodal Corridor Vision (F-10): E-470 to Elbert County Line

The transportation vision for the [-70 Plains Corridor is to serve as an interstate freeway
corridor serving regional and statewide trips. Future improvements will primarily increase
mobility as well as maintain system quality and increase safety. The corridor also includes SH-
36/SH-40 from Watkins to Deer Trail. A major intermodal rail-truck facility is planned to the east
of E-470 near the Front Range Airport. The UPRR line parallels the north of I-70. A new freight
railroad bypass of Denver is planned to the east of Bennett. Population and employment growth
surrounding the corridor area will cause increased traffic.

Primary Goals/Objectives:

Increase travel reliability and improve mobility for private and commercial vehicles;
Support urban development within the Denver region’s Urban Growth Boundary/Area;
Serve the proposed Urban Center at the west end of the corridor;

Accommodate growth in personal motor vehicle and freight travel;

Improve management of the existing facilities and travel demand;

Provide alternative modes of transportation to travelers;

Reduce motor vehicle crash rates;

Eliminate design deficiencies;

Maintain or improve pavement to optimal condition; and

Maintain statewide transportation connections.

Primary Strategies:

(See page 88 for description of common strategies for all corridors. Strategies that are part of a
project receiving federal funding or subject to federal action must go through environmental
(NEPA) analyses prior to final definition of specific project attributes.)
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Roadway Capacity and Major Capital Projects
Widen I-70 between E-470 and Manila Mile Road;
Reconstruct interchanges at Monaghan Road and Kiowa-Bennett Road;
Reconstruct the I-70/E-470/Gun Club Road interchange complex;
Construct new interchanges at Harvest Mile Road, Quail Run Road and Harback Road; and
Widen E-470, Harvest Mile Road, Monaghan Road and Quail Run Road where they
cross I-70.

Transit
Construct new park-n-Ride lots along I-70 if RTD bus service is extended into the area;
and

Bicycle/Pedestrian
Provide an east-west bicycle corridor facility along or parallel to I-70.



System Management
On |I-70 east of Bennett, implement/operate select (not full) surveillance and limited
freeway VMSs;
Integrate railroad crossing signals at high volume crossings with adjacent roadway traffic
control signals; feed to regional ATIS; and
Use freeway variable message signs (VMSSs) to display eastern plains travel weather
advisories; west of Monaghan Road.

Travel Demand Management
Use DRCOG Commuter Services to focus TDM activities in high employment areas; and
Targeted activities to increase carpooling and vanpooling from areas outside the
immediate reach of rapid transit.

Preservation and Safety
Implement measures to reduce the number and severity of traffic crashes at identified
locations along I-70 and SH/US-36 with a potential for crash reductions.

Other
Provide connections to proposed intermodal and freight rail facilities.
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Other State Highway Mountain Roads

The transportation vision for other Mountain Roads is to provide access between the Denver
urban area and communities in the mountainous area. Future improvements will primarily
maintain system quality and improve safety, as well as increase mobility at spot locations. The
largest proportion of traffic on these roads is recreational traffic (motor vehicles and bicycles).
They also serve as important local routes for local residents, daily commuters, delivery vehicles,
and some private and public bus service. The rights-of-way of several of these roads contain
communications infrastructure that keep mountains communities connected to outside areas.

Other state highways identified as Mountain Roads:

US-6; I-70/Kermits to SH-93/SH-58 (Clear Creek Canyon)
US-40; Berthoud Pass to I-70 (+ strategies 9 & 10)

SH-119; US-6 to Nederland (+ strategies 9 & 10 s/o Black Hawk)
SH-279; Central City to Black Hawk

US-6 Loveland Pass to I-70

SH-46; SH-119 to Jefferson County line (Golden Gate Canyon)
SH-72; SH-7 to SH-93

SH-103; Idaho Springs to Squaw Pass

SH-5; Mt. Evans Highway

Primary Goals/Objectives:

Maintain or improve pavement to optimal condition

Rehabilitate or replace deficient bridges

Reduce motor vehicle crash rates

Eliminate design deficiencies

Increase travel reliability and improve mobility for private and commercial vehicles
Improve management of the existing facilities and travel demand

Provide alternative modes of transportation to travelers

Maintain statewide transportation connections

Primary Strategies:

Implement intersection improvements (e.g. turn lanes, a/d lanes) at existing and future
signalized intersections

Implement intersection improvements (e.g. turn lanes, a/d lanes, sight distance
improvements) at unsignalized intersections as appropriate

Add traffic signals as warrants met, consistent with access management requirements
Construct passing/slow moving vehicle lanes

Add/improve shoulders

Add pullouts

Safety improvements such as curve flattening, lighting, guide rails, and rockfall mitigation

SH-119 near Black Hawk and US-40 to Berthoud Pass would also have the following
strategies:
Implement network surveillance at key points
Implement/use variable message signs (VMSs) to disseminate real-time traffic information
Add travel lanes to SH-119 southeast of Black Hawk
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APPENDIX D — LIST OF ACRONYMS

AADT
ADA
ADT
ATR
BID
BLM
CDOT
CIFGA
CMS
DDRC
DEIS
DRCOG
EIS
FEIS
FHWA
IGA
ITS
LOS
NHS
PEIS
ROD
RTD
RTP
SADT
SPRR
STIP
STP
TDM
TMA
TPR
UPRR

Average Annual Daily Traffic

Americans with Disabilities Act

Average Daily Traffic

Automated Traffic Recorder

Business Improvement District

Bureau of Land Management

Colorado Department of Transportation
Colorado Intermountain Fixed Guideway Authority
Congestion Management System
Developmental Disabilities Resource Center
Draft Environmental Impact Statement

Denver Regional Council of Governments
Environmental Impact Statement

Final Environmental Impact Statement

Federal Highway Administration
Intergovernmental Agreement

Intelligent Transportation Systems

Level of Service

National Highway System

Programmatic Environmental Impact Statement
Record of Decision

Regional Transportation District

Regional Transportation Plan

Seasonal Average Daily Traffic

Southern Pacific Railroad

Statewide Transportation Improvement Program
Surface Transportation Program

Travel Demand Management

Transportation Management Area
Transportation Planning Region

Union Pacific Railroad
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