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ABSTRACT:   The Metro Vision 2025 Interim Regional Transportation Plan, 

the Fiscally Constrained Element (2025 Interim RTP), is the 
region’s fiscally constrained transportation plan.  It includes 
those regional transportation facilities identified in Metro 
Vision that can be provided through the year 2025, based on 
reasonably expected revenues.  The 2025 Interim RTP focus 
is on improving facilities for a variety of transportation 
modes; improving the intermodal connections between the 
various transportation modes; and providing programs and 
services to support the transportation system.  The plan 
consists of a network of highways of various roadway 
classifications, high-occupancy vehicle (HOV) and rail rapid 
transit facilities, bus service, specialized services for the 
elderly and disabled, airports of various classifications, 
provisions for freight travel, a regional bicycle network, 
sidewalks for pedestrians, and intermodal facilities to provide 
connections among and between transportation modes.  
This plan document also summarizes the transportation and 
transportation-related portion of Metro Vision 2020. 
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I.  INTRODUCTION 
 
 
The Denver region’s vitality and the quality of life of its residents depends on the ease of 
moving people and goods from place to place, and on the variety of travel opportunities.  
The Denver Regional Council of Governments (DRCOG), as the designated Metropolitan 
Planning Organization (MPO) for the Denver area, is charged with developing a regional 
transportation plan that defines the integrated, multimodal, metropolitan transportation 
system.  The Metro Vision 2020 Plan (Metro Vision), adopted by the DRCOG Board of 
Directors in March 1997, represents the preferred regional transportation and 
development plan, unconstrained by the region’s ability to fund improvements.  Metro 
Vision supports the rational and environmentally sensitive physical, social, and economic 
development of the Denver region, thereby preserving and improving quality of life.   
 
Development of Metro Vision 2025 Interim Regional Transportation Plan, the Fiscally 
Constrained Element (2025 Interim RTP), to guide provision of regional transportation 
facilities while considering reasonably expected revenues is a Metro Vision 
implementation action.  The 2025 Interim RTP was developed in accordance with the 
objectives and action strategies set out in Metro Vision, and represents the ”next step” for 
implementing Metro Vision’s transportation element.  The 2025 Interim RTP was adopted 
in April 2002. 
 
The 2025 Interim RTP defines transportation facilities, improvements, and services for 
the entire DRCOG region, including the MPO Transportation Management Area (TMA) 
and the mountainous and plains areas of the region, as shown in Figure 1.  It first 
considers the region’s growth and development patterns, environmental concerns, limits 
on funding, options available to solve the region’s transportation problems, and 
environmental justice.  It then specifies an affordable, multimodal transportation system 
that includes transportation management actions, rapid transit, bus service, and roadway 
improvements, and bicycle and pedestrian facilities to address mobility and accessibility 
concerns.  Improvements for transportation corridors and regional subareas vary in order 
to provide cost-effective answers that will work.  2025 Interim RTP elements are 
described in Chapter IV. 
 
The 2025 Interim RTP is the fiscally constrained, long-range plan.  In other words, the 
estimated costs of identified improvements do not exceed reasonably expected revenues 
through the year 2025.  Limited public dollars reduce the extent of proposed 
improvements. 
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Figure 1 
Nine-County Denver Region 

 

 
 
Transportation improvements included in the 2025 Interim RTP are eligible for federal 
funds, with the exception of improvements designated in the plan to be paid 100 percent 
with local or other non-federal sources.  The decision on when an identified 
improvement receives federal funds is subject to the short-range (six-year) 
Transportation Improvement Program (TIP) process. 
 
As part of the region’s transportation planning process, DRCOG developed the 2025 
Interim RTP in cooperation with local governments, the Colorado Department of 
Transportation (CDOT), the Regional Transportation District (RTD), the Regional Air 
Quality Council (RAQC), and the Air Pollution Control Division (APCD) of the Colorado 
Department of Public Health and Environment.  Decisions on the 2025 Interim RTP, 
including the trade-offs between capacity expansions and management actions, and 
investments in transit, highways, or other transportation modes, are made through the 
MPO committee structure and the DRCOG Board of Directors. 
 
 
 
 
Public Involvement Process 
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The framework for involving the public in the 2025 Interim RTP process is defined by 
Public Involvement in Regional Transportation Planning, adopted by the DRCOG Board 
on November 16, 1994.  The public was notified about the 2025 Interim RTP and 
involved in its development through the DRCOG newsletter and other publications, news 
releases to the local media, including minority publications and radio stations, the 
DRCOG web site, post cards, and public forums and hearings.  Public comment was 
formally taken at four public forums held in late 2000, and a DRCOG Board-sponsored 
hearing in March 2002.  The public forums each focused on a general topic.  One served 
as a kick-off to the 2025 RTP process.  The others dealt with congestion, mobility 
choices, and regional vision.  DRCOG staff also made six outreach presentations to low-
income, minority, and environmental organizations.  Over 15 agencies were represented 
at these presentations.  Summaries of testimony received at the public forums and 
hearings are available at DRCOG. 
 
In addition, a questionnaire was prepared in English and Spanish that asked residents 
questions about transportation issues in the Denver region.  Over 10,000 questionnaires 
were distributed via the DRCOG mailing lists, libraries, city and county offices, churches, 
interest groups, neighborhood groups and major employers.  Some local governments 
included the survey with employee paychecks.  It is not known how many additional 
surveys were copied and distributed.  In addition, the questionnaire was available on the 
DRCOG web site for people to fill out online.  As of December 31, 2001, over 550 
questionnaires had been completed. 
 
Decisionmaking Process 
 
The decisionmaking process recognizes that transportation issues and solutions to 
regional problems transcend the boundaries and responsibilities of individual jurisdictions 
and organizations.  The DRCOG Board of Directors acts on the advice of numerous 
committees including the Regional Transportation Committee (RTC), the Transportation 
Advisory Committee (TAC), and other specialized committees.  The interrelationship 
between the various committees is illustrated on Figure 2.  The RTC was formed 
pursuant to the MPO Memorandum of Agreement to address surface transportation 
issues.  The RTC, which includes elected public officials, Colorado Transportation 
Commissioners, RTD Board members, and the public reviews regional transportation 
issues and DRCOG transportation program issues and provides policy recommendations 
to the DRCOG Board. 
 
Each of the partners in the transportation planning process brings a unique perspective. 
CDOT is responsible for the management, construction and maintenance of state 
highways, as well as statewide transportation planning efforts.  RTD is responsible for 
the development, maintenance and operation of a public transportation system within its 
six-county geographic area; and the provision of service meeting Americans with 
Disabilities Act (ADA) requirements.  Member jurisdictions bring particular knowledge of 
their local areas.  The APCD and RAQC reflect the air quality interests of the state and 
the region.  DRCOG is responsible for regional development and transportation 
planning, coordination of the planning efforts of RTD and CDOT, and representation of 
the various perspectives of its 50 local government members. 
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Air Quality Conformity Determination Process 
 
The Clean Air Act (CAA) of 1990 requires that federally funded transportation plans, 
programs, and projects in non-attainment or maintenance areas conform to the State 
Implementation Plan (SIP) for air quality.  An air quality analysis of the 2025 Interim 
RTP was prepared, consistent with the U.S. Environmental Protection Agency guidance 
dated November 1993, as amended on September 15, 1997, and reflect the March 2, 
1999 ruling of the U. S. Court of Appeals for the District of Columbia Circuit. 

 
Figure 2 

DRCOG Committee Structure (for transportation purposes) 
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The DRCOG Board of Directors determined that the 2025 Interim RTP conforms with 
the State Implementation Plan on April 17, 2002. 
 
Coordination of transportation planning with the SIP for air quality is accomplished 
through the participation of the responsible air quality agencies at policy and technical 
committee levels in the decisionmaking process detailed above. 
 
The mountains and plains areas are comprised of Gilpin and Clear Creek counties, and 
the portions of Adams and Arapahoe counties east of Kiowa Creek.  These areas are 
outside the air quality nonattainment areas of the Denver region. 
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II.  TRANSPORTATION CHALLENGES, PLAN PURPOSE 
AND REGIONAL DEMOGRAPHICS 

 
 
Transportation Challenges 
 
Challenges to transportation planning, particularly at the regional level, go beyond 
simple cause-and-effect solutions in individual congested corridors.  Regional 
transportation planning must consider growth rates, development patterns, the region’s 
social structure, details of the region’s travel demand, the environment, and the 
availability of funds.  Each of these items is interrelated, and affects and is affected by 
the region’s transportation system.  Mobility: A Report on the Status of Transportation in 
the Denver Region provides an overview of the facilities and utilization of the existing 
transportation system.  Further information is available in the DRCOG publication, 
Surface Transportation Data File. 
 
Growth Challenges 
 
• Expected growth - Growth in the region has and continues to occur at high levels, 

increasing the demand for transportation improvements and new facilities.  Population 
is expected to increase from 2.48 million in 2001 to 3.45 million in 2025, an increase 
of about 39 percent.  Employment will increase from 1.47 million in 2001 to about 2.10 
million in 2025, an increase of over 42 percent. 

 
Land Development Challenges 
 
• Location of growth - Most of the region’s new population and employment growth will 

occur in the suburbs and at an increasing distance from the Denver Central 
Business District (CBD).  This will result in traffic congestion on major suburban 
roadways that are limited in number and capacity.  As the region spreads outward, 
many trip lengths are increasing.  In addition, new developments change travel 
demand patterns, impacting where people travel from and to.  In the Denver region, 
changes in travel markets include increased circumferential and suburb-to-suburb 
trips.  Peak travel patterns expected in 2025 are illustrated in Figure 3. 

 
- Most trip-making (54 percent) will continue to be within a subregional travel 

shed. 
 
 - Travel between suburban travel sheds will continue to be a significant 

component of trip-making (32 percent). 
 
 - Trips between the central Denver travel shed and other regions will continue to 

be an important share of all trips (14 percent). 
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Suburban development patterns - Suburban developments with circuitous streets and 
separation of residential and commercial areas have resulted in an increased reliance 
on the automobile.  The lack of direct pedestrian or bike passageways from within 
subdivisions to arterial streets, commercial centers, or other community resources (e.g., 
bus stops) may increase trip lengths beyond a reasonable walk or bike distance. 
 
• Suburban development densities - Many suburban areas have and continue to 

develop with densities of approximately four households per acre or ten employees 
per acre.  Densities of at least seven households per acre are usually required to 
serve areas with conventional public transit cost-effectively.  Suburban office parks 
are also difficult to serve with conventional public transit because of their low 
density. 

 
• Existing infrastructure - Approximately 500 square miles of the region were built-out 

or classified as urban development in 2000.  It is often difficult and costly to retrofit 
existing developed areas to better accommodate the various transportation modes.  
In addition, roadway capacity expansion along a developed corridor is costly in 
terms of residential and business relocations, disruption to the community, and the 
cost of right-of-way acquisition.  

 
• Developments near airports - Development of non-airport compatible uses is 

occurring within the influence area of airports, which may limit the regional airport 
system’s ability to grow or respond to changes in service market. 

 
Social Behavioral Challenges 
 
• Increased person-trips - The social interactions of the region’s residents have 

resulted in the total number of trips per day increasing faster than the population 
growth rate.  The number of person-trips is expected to increase 40 percent from 9.7 
million in 2001 to 13.6 million in the year 2025.  This increase in person-trips is 
principally due to employment and population growth, and increases in external trips 
from such areas as Colorado Springs and Fort Collins.  Person miles of travel is 
expected to increase even faster than the growth of person-trips--50 percent 
between 2001 and 2025. 

 
• Automobile dominance - The automobile continues to be the region’s dominant form 

of transportation.  For the work commute, trips by transit, carpool, bicycling, and 
walking modes combined decreased from 35 percent in 1980, to about 20 percent in 
2000. 

 
• Increased travel -Vehicle miles traveled (VMT) increased 4.7 percent annually 

between 1990 and 2000, higher than the preceding two decades, and greater than 
the rate of increase in population or employment.  Past VMT trends and future 
forecasts are displayed in Figure 4.   
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Figure 4 
Weekday VMT Trend and Forecast 
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• Jobs/housing balance - Lack of a jobs/housing balance in an area can lengthen the 

average distance between home and work.  It also makes it less likely that 
nonmotorized modes can be used and that workers can find housing near their work 
location.  However, a jobs/ housing balance in an area, including the region’s free-
standing communities, does not ensure that people will live and work within the 
same community.  Many of the region’s households contain two or more wage 
earners.  A residential location may be chosen to split the commute distances for 
household members.   Even if a residence location was originally selected to reduce 
commute times, it is likely that one or both wage earners will change jobs over time.  
In addition, the cost of housing in an area may not be affordable to workers at 
nearby employment sites. 

 
• Difficult to institute change - Changing personal travel habits is difficult, particularly 

when persons are not aware of options, options do not exist or are not viable, and 
benefits are not clearly understood or realized.  For example, though changing travel 
to transit may result in increased travel time, the full monetary benefit of leaving 
one’s car at home may not be known.  Travel behavior changes will be necessary to 
more fully use the people-carrying capacity of the roadway, rapid transit, and 
nonmotorized transportation facilities systems. 

 
• Increase of elderly and disabled population - Both the elderly and disabled 

populations are growing faster than the general population.  Between 2001 and 
2025, the number of area residents 60 and older is expected to increase from 
approximately 299,250 to 683,000, or by 128 percent.  In contrast, the overall 
population is expected to increase by 39 percent.  The growth of the elderly and 
disabled population will affect transportation agencies over the next 20 years.  For 
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instance, those retiring now have fewer children than did previous generations.  
Americans have also become a mobile society; extended families are geographically 
dispersed.  The unavailability of family members to aid retired persons during their 
older years may mean increased reliance on formal transportation networks and 
service systems.  Through advanced technology and different lifestyle choices, the 
elderly will live longer and remain healthier than their ancestors did.  It is expected 
that a large percentage of older adults will choose to live in suburban locations, 
which are difficult to serve with traditional fixed-route transit services.  These trends 
will exert a considerable impact on future transportation service needs. 

 
Transportation Challenges 
 
• Limited existing transportation system capacity - Without improvements, the region’s 

existing transportation system cannot provide a desirable level of mobility to meet 
expected demand, and does not provide reasonable travel alternatives for many of 
the region’s residents.  The regional system, as of January 1, 2001, had 4,550 lane-
miles (number of lanes multiplied by centerline miles) of regional highways; 14 miles 
of light rail transit service; a transit bus fleet of 1,096 vehicles (805 peak period 
buses); a 5-mile barrier-separated, reversible high-occupancy vehicle (HOV) lane 
from downtown Denver to 70th Avenue; 20 miles of continuous access HOV lanes 
on US-36 and Santa Fe Drive; 2.5 miles of bus lanes along Broadway; and over 700 
miles of designated bicycle facilities. 

 
• Increased congestion - The high growth in VMT since 1990 (almost 5 percent 

annually) with little commensurate increase in highway capacity (less than 1 percent 
annually) has resulted in about 455 lane-miles of freeways and arterials with 
pervasive severe congestion.  This number is expected to more than triple between 
2001 and 2025 without additional transit or highway improvements.  Severe 
congestion is defined as the directional traffic volume-to-capacity ratios exceeding 
0.95 for one hour.  Severe congestion is considered to be pervasive if it occurs for at 
least three hours.  Figure 5 depicts weekday congested segments on the 2025 
Interim RTP roadways in 2001, and in 2025 with the existing plus committed (E+C) 
road network.  In addition, while certain rural highways (such as I-70 west) do not 
experience severe traffic congestion on a daily basis, there is severe weekend 
congestion due to a high volume of recreational trips to and from the mountainous 
areas of the state. 

 
• Increase in traffic crashes - The number of crashes on the roadway system 

increased 4 percent annually between 1990 and 2000.  While this increase is lower 
than the average annual increase in VMT over the same period (5 percent), the 
increase in traffic crashes represents a disturbing trend.  Of the approximately 
75,000 reported crashes in the Denver region in 2000, about 19,000 involved 
injuries, and 216 involved fatalities. 
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Figure 5 Weekday Pervasive Severely Congested Roadway Segments 

 
To be inserted when complete. 
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Environmental Challenges 
 
• Air quality - Emissions from automobiles are a major contributor of air pollutants.   The 

Denver area, however, did not violate the federal standard for carbon monoxide, PM10 
or ozone in 2000.  The number of violations recorded in the region has decreased 
from the early 1980s primarily due to automobile pollution control equipment, the 
state’s inspection and maintenance program, the oxygenated fuels program, and 
changes in street sanding and sweeping practices.  Without continued technological 
improvement, expected VMT growth may jeopardize air quality. Consequently, 
continued efforts to slow the growth in travel demand and to pursue technological 
improvements and cleaner fuels need to be made.  Mobile source contributions to 
pollutant emissions in 2000 are listed in Table 1.  The past trends in emissions 
violations are illustrated in Figure 6. 

 
Table 1 

Percent of Pollutants Attributable to Mobile Sources  
 

Pollutant 

Percent of Total 
Pollutants Attributable 

to Mobile Sources 
Carbon Monoxide 73% 
Small Particulates (PM10) 49% 
Volatile Organic Carbons 21% 
Nitrogen Oxide (summer) 40% 
Nitrogen Oxide (winter) 39% 

 
   Note: based on 2000 data 
   Source:  Air Pollution Control Division of the Colorado Department of Public Health and 

Environment 
 
• Water quality - Water pollution is caused by many factors related to regional 

development, including the construction and operation of the transportation 
infrastructure.  As the transportation network grows, more runoff from roadways and 
other transportation facilities will occur.  To maintain, restore, and protect the Denver 
region’s water resources, environmental considerations during design, construction 
and operation of the transportation system are needed. 

 
• Socio-economic concerns - Much of the region has been developed for many years.  

Roadways in these areas are lined with residences and businesses, many times in 
close proximity to the travelway.  The ability to widen a roadway or provide a rapid 
transit corridor is difficult if additional right-of-way is needed.  Often this requires 
residential and business acquisitions that may cause community and economic 
impacts. 
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Figure 6 
Trends in Air Quality Violations 
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Mountainous and Plains Area Challenges 
 
• Maintaining the current country and small town character of these areas is desired.  

Yet this needs to be achieved concurrently 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. 

 
• Recreational travel using the west I-70 corridor is straining the capacity of the existing 

facility on many weekends.  Existing land development, geographic and 
environmental factors severely limit the provision of additional roadway capacity. 

 
Funding Challenges 
 
• Limited funds - Financial resources for transportation over the next 24 years are 

expected to be extremely limited.  In fact, the 2025 Interim RTP is able to fund less 
than half of the capacity improvements identified and called for in Metro Vision.  The 
Colorado Department of Transportation (CDOT) expects about 2 - 3 percent annual 
increases in total statewide revenues due to increases in sales and use tax receipts, 
federal TEA-21 funds, continuation of SB97-01, or other combinations and sources.  
Local government revenues used for transportation purposes are expected to track 
with population growth and inflation.  RTD revenues will increase due to increased 
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revenues from the existing sales and use tax, and increased fare box revenues with 
an expanded system. 

 
Purpose of the Plan 
 
To address complex problems, especially when important factors cannot be directly 
controlled by DRCOG or the transportation agencies (e.g., development decisions, social 
behavior), and funding is limited, a plan of action is required.  To further complicate the 
problems, transportation issues are regional or interregional in nature, not usually 
solvable by a single jurisdiction.  Transportation trips cross regional and jurisdictional 
boundaries, and congestion in one municipality is contributed to by residents and 
businesses in neighboring jurisdictions and from vehicles from outside the region. 
 
Travel demand is increasing, causing more facilities to be severely congested.  
Additional transportation programs and infrastructure will be required to maintain 
mobility.  A regional plan should: 
 
• articulate decisions on the types of services and/or improvements to be pursued for 

various travel corridors; 
 
• prioritize competing improvements considering limited resources; 
 
• integrate plan components to result in a connected and complete system; 
 
• furnish a common understanding of regional facilities to be provided and their 

location; thereby encouraging coordination between neighboring communities and 
between agencies on both regional and subregional facilities; 

 
• support the implementation of the Urban Center, Extent of Development, and Free 

Standing Community core elements of Metro Vision; and 
 
• enhance the relationship between transportation and development. 
 
The 2025 Interim RTP provides for maintenance of the existing system; incorporates 
transportation management actions to increase the existing system’s efficiency; 
encourages travel demand management efforts to slow the growth of single-occupant 
vehicle trips; supports capital improvements to increase the system’s people-carrying 
and freight movement capacity, including extensive rapid transit and new and widened 
highway improvements; and adds bicycle and pedestrian facilities. 
 
Federal funds are available to help maintain the existing transportation system, for 
transportation capacity improvements, and to support management efforts that improve 
the efficiency and effectiveness of the existing transportation system.  The use of federal 
funds, however, must be based on a regional plan that reflects expected revenues.  The 
federal Clean Air Act Amendments of 1990 further requires transportation plans, 
programs, and projects in non-attainment areas for air quality to conform to the State 
Implementation Plan (SIP) for air quality.  The 2025 Interim RTP serves as the fiscally 
constrained regional transportation plan for federal funding purposes, and has been 
determined to assure conformity with the SIP. 
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Regional Demographics 
 
A region’s population and its distribution affects the demand for transportation facilities and 
services.  This demand creates many transportation challenges, as discussed previously.   
Details follow on existing population and employment in the Denver region, and growth 
forecasts; the distribution of the population and employment, both now and in the future; 
and Metro Vision policies that may influence where and how growth may occur. 
 
Existing Population and Employment, and Growth Forecasts 
 
The Denver region is the economic center of the Rocky Mountain region and the state of 
Colorado.  Table 2 displays population and employment data for the Denver region.  Past 
trends and forecasts of regional population and employment for the nine-county Denver 
region are depicted in Figure 7.  In 2001, approximately 2.48 million people resided in the 
Denver region.  The Denver region experienced a recession in the late 1980s, followed by 
a growth boom in the 1990s.  From 1990 to 2001, total population increased by about 
623,000; with 406,250 (65 percent) of those persons having moved into the Denver region 
from elsewhere.  The population will continue to increase, with an additional 967,000 
people expected between 2001 and 2025, for a total estimated population of 3.45 million. 
 
Employment opportunities have and are expected to continue to increase.  The region 
provided more than 1.47 million jobs in 2001.  Employment opportunities are expected 
to increase by about 623,000 to 2.10 million by 2025.  This represents an increase in 
jobs of 42 percent between 2001 and 2025. 
 
The mountainous area’s population increased by nearly 35 percent between 1990 and 
2001.  The population is projected to nearly double to 26,254 by 2025.  Mountainous 
area employment opportunities have more than doubled from 3,500 jobs in 1990 to 
8,600 in 2001, with a projected increase to 12,000 in 2025.  Between 2001 and 2025 
the Plains area population will increase from 6,540 to 17,700, and employment in the 
Plains will more than triple from 793 to 2,654. 
 
Population and employment growth expected for Elbert County and southern Weld 
County, outside the current DRCOG planning area, will also affect the Denver region.  
In addition, growth in Fort Collins, Greeley and Colorado Springs will affect travel on 
north-south interregional routes, particularly I-25; growth in the mountainous area of the 
state will affect travel to Denver International Airport and along I-70. 
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Table 2 
Denver Region Population and Employment 

 
Population Employment  

1990 2001 2025 1990 2001 2025 
Denver TMA 1,844,178 2,460,761 3,387,021 1,044,436 1,465,361 2,071,699
Mountain Counties 
(Gilpin and Clear Creek) 10,689 14,396 26,254 3,497 8,577 12,001
Plains Area 
(east of Kiowa Cr.) 4,141 6,540 17,738 693 793 2,654
Portion of Broomfield 
County outside of TMA 4 10 17,500 0 33 13,000
9-County Region Total 1,859,012 2,481,707 3,448,513 1,048,626 1,474,764 2,099,354

 Sources: U. S. Census and DRCOG projections 
 
 
 

Figure 7 
Regional Growth Trend and Forecast: 1970-2025 
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The median household income was estimated to be $51,266 in 2000, as compared to 
$47,861 in 1990 (in constant 2000 dollars), a change of 7.1 percent (with inflation taken 
into account).  During this same period of time, the total change in the Consumer Price 
Index (Denver-urban) was over 33 percent.  The real growth in household income can 
be attributed to the economic expansion nationally and in the region.  This expansion 
caused upward pressure on all wages in the region.  At the same time, there was also a 
change in the mix of employment by industry sector.  Several parts of the region 
experienced greater increases in their median household incomes, as household and 
firm compositions adjusted during the last ten years.  For example, it is estimated that 
median household incomes grew faster in the City and County of Denver than in other 
parts of the region. 
 
Development Patterns and Details 
 
Most of the region’s population and employment growth since 1970 has occurred in the 
suburbs.  Although the region’s population doubled between 1970 and 2001, the City 
and County of Denver’s population rose by less than 8 percent.  In 2001, City and 
County of Denver residents constituted only 23 percent of the region’s population, 
compared to 41 percent in 1970.  Its share of the region’s total employment has 
declined from 67 percent in 1970 to 34 percent in 2001. 
 
The projected increase in population and employment (2001-2025) is shown 
geographically by traffic analysis zones (TAZ) on Figures 8 and 9, respectively.  When 
preparing the distribution patterns of households and employment (as well as the 
placement of transportation facilities), environmental features and constraints were 
considered (see Figure 6 in Metro Vision 2020).  These factors included aquifer 
discharge and recharge areas, airport influence areas, lakes and streams, private 
farmland, open space, and sand and gravel deposits.  The most significant population 
growth is expected to occur in the northern areas of the region, near C-470/E-470 in the 
south and southeast areas, and in central Douglas County.  Employment increases are 
greatest in the Denver CBD; along US-36; along I-25, between Lincoln Avenue and I-
225; at DIA/Gateway; and in the freestanding communities. 
 
2025 population and employment densities per square mile by TAZ are shown on 
Figures 10 and 11, respectively.  It should be noted that the greatest population 
densities will be located in the Denver CBD and adjacent areas to the southeast.  The 
greatest employment concentration will occur in the Denver CBD and the southeast 
corridor along I-25, between Lincoln Avenue and I-225. 
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III.  METRO VISION 2020 
 
 
The Metro Vision 2020 Plan (Metro Vision), adopted by the DRCOG Board in March 
1997, is the long-range growth and development strategy for the Denver region.  Metro 
Vision integrates previously separate plans for growth, development, transportation, and 
water quality management into a single comprehensive foundation for future regional 
planning efforts; and provides a regional context for local decisionmaking on growth and 
development issues.  Metro Vision recognizes the impact continued expansion will have 
on the provision of infrastructure, water supply, clean air, and the environment.  Metro 
Vision calls for a more efficient development pattern that supports transit, protects 
valuable recreation and open space, and provides for diversity in community structure 
and housing choices.  Metro Vision strategies preserve and enhance the region’s quality 
of life and position the region to benefit from economic growth.  Metro Vision is the 
region’s vision of the desired future. 
 
Metro Vision has six core elements: 
 
• Extent of Urban Development - Urban development will occur within 747 square 

miles by 2020; 
 
• Open Space - A regional open space system that shapes the region’s form, protects 

environmental resources and provides recreational opportunities; 
 
• Free-standing Communities - Separation between the free-standing communities of 

Boulder, Brighton, Castle Rock and Longmont, and the larger urban area; 
 
• Balanced, Multimodal Transportation System - A balanced, multimodal transportation 

system, including rapid transit, a regional bus network, regional beltways, bike and 
pedestrian facilities, and improvements to the existing roadway system; 

 
• Urban Centers - Urban centers to serve as transit origins and destinations, 

supporting retail, employment and housing development, and encourage pedestrian-
oriented travel; and 

 
• Environmental Quality - The location, type of growth, and land development have 

significant effects on the region’s air and water quality. 
 
Implementation of these core elements will affect where future population settles and 
businesses locate, which will, in turn, affect travel behavior and the planned 
transportation infrastructure.  These core elements describe key growth and 
development features or issues that together create a preferred future vision.  Metro 
Vision provides direction for the development of each core element through goals and  
objectives that consider the other plan elements.  Core element goals and objectives 
were developed and accepted by the DRCOG Board as part of Metro Vision 2020: A 
Framework for the Denver Metropolitan Region in November 1995. 
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During the development of Metro Vision, four major land development and transportation 
alternatives were assessed.  These included a compact land development scenario tied 
to a rapid transit system; a dispersed land development scenario tied to assumed 
highway expansion; a corridor land development scenario and a satellite city land 
development scenario, both with supportive transit and highway components1.  Several 
broad themes were evident: 
 
• The Dispersed Alternative was undesirable for a number of reasons, including cost, 

land consumption, increased VMT and environmental impacts. 
 
• The Compact Alternative was judged to have the lowest cost and minimized the 

environmental impacts of future growth, but could encounter public resistance to 
strategies that increased density and mixed-use development to the extent assumed 
in this alternative. 

 
• Any strategy to reduce VMT, increase transit use and improve air quality needs to be 

a combination of land use, transportation and other measures. 
 
For the mountainous and plains areas, the 2020 Mountains and Plains Element of the 
Regional Transportation Plan specifies a coordinated system of transportation facilities 
and services to address existing problems and identify desired and fiscally constrained 
improvements through 2020.  The mountainous and plains area plan is multimodal, 
incorporating aviation, transit, bicycle, pedestrian, and highway facilities and services.  
Residents of the mountainous area are concerned with balancing the preservation of 
their country lifestyle with development of the economic base.  In addition, the towns in 
the mountainous area wish to retain their historic nature and sense of community.  
Residents of the plains area value their small communities and would like to preserve 
their agricultural land and way of life.  The plains residents desire a transportation 
system which facilitates convenient and safe access within the plains and to the Denver 
metropolitan area. 
 
Urban Form Direction 
 
Four Metro Vision core elements address urban form issues and direct the provision of 
transportation facilities and services: the extent of urban development; urban centers; 
free-standing communities; and open space.  The extent of urban development and 
urban centers core elements, in particular, are intrinsically linked with the transportation 
system. 
• The farther development spreads into the countryside, the more it will cost to deliver 

needed facilities and services such as water and sewer, roads, drainage, schools, 
police and fire protection, and public transit, and the more open lands will be lost. 

 
• Growth has continued in separate employment and residential locations, which 

requires extensive use of the automobile with few travel alternatives. 
                                            

   1 Further description and the findings of this alternative analysis were summarized in Metro Vision 
2020: A Framework for the Denver Metropolitan Region, November 1995. 
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Extent of Urban Development 
 
One of Metro Vision’s primary goals is to better define the extent of urban development. 
Objectives developed to guide urban development that pertain to transportation include: 
 
• Taking advantage of existing capacities in the service system of the urbanized area 

and designing it in a way that allows future service to be provided in a regionally 
efficient manner; and 

 
• Designing the development pattern to maximize and complement the efficiency of 

the existing and planned transportation network. 
 
The conversion of land to urban uses will occur within a defined area to prevent the 
unnecessary extension of infrastructure, reduce regional vehicle travel, maintain air quality 
standards and preserve open space.  It is the most essential of the six core elements 
because of its strong implications for the remaining five.  It identifies land which will need 
urban services, and will be defined by local boundaries created through identification of 
open space, environmental constraints, prime agricultural lands, and that which is most 
appropriate to remain as rural reserve.  Urban centers, free-standing communities and 
suburban areas will develop as the population climbs to 3.45 million people. 
 
Urban growth boundaries define the anticipated urban development.   Services and 
infrastructure can then be prioritized and staged within these boundaries. Ideally, growth 
boundaries encourage orderly development, and  prevent inefficient development and 
its burden on infrastructure and service provision.  Urban growth boundaries distinguish 
between land that is urban, and that which is unimproved or rural.  In addition, urban 
growth boundaries provide predictability in planning for local and regional facilities. 
 
Urban Centers 
 
Metro Vision’s goal for the formation of urban centers states: 
 
 A range of urban centers will serve as transit origins and destinations that 

support retail, employment and housing, and contain higher densities than 
average that encourage pedestrian-oriented travel. 

 
Objectives to assist in establishing urban centers that pertain to transportation include: 
 
• Focus a major portion of future growth into urban centers to reduce land 

consumption and the loss of open space while increasing transit ridership; 
• Locate employment, services, housing and other development in proximity to one 

another, so that walking is easier and multipurpose trips are encouraged, thereby 
reducing auto travel and auto emissions; 

 
• Develop a network of urban centers, so that jobs, entertainment, public spaces and 

retail services are closer to a greater number of residents; 
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• Create urban centers designed for pedestrians to achieve a sense of place and 
community identity; and 

 
• Promote a network of connected streets and sidewalks, with buildings oriented 

toward sidewalks rather than parking lots, to create more usable public spaces and 
amenities. 

 
Urban centers are envisioned as pedestrian-oriented, mixed-use locations of higher 
intensity providing a range of retail, business, civic, cultural, and residential opportunities 
for the surrounding trade area.  Current suburban development patterns typically place 
residences, retail and employment in separate locations and rely on the automobile to 
provide linkages.  The resulting auto dependency has increased air and water pollution, 
traffic congestion, and commuting times and distances.  The accompanying low-density 
development pattern has also resulted in increasing land consumption for urban 
development and the loss of agricultural lands and open space.  This auto-oriented 
development pattern makes walking between locations, as well as pedestrian access to 
transit, difficult to achieve.  By focusing growth into center type development, 
transportation or other infrastructure and service investment can be maximized. 
 
A range of urban centers is envisioned, based on function, level of development, 
density, and trade area.  Ranging from the Denver CBD down to the neighborhood 
market, centers can serve as focal points for social, business and community activity, 
and as transportation origins and destinations.  Four types of urban centers have the 
most regional impact: regional centers, town centers, employment-mixed use centers, 
and activity centers. 
 
Regional Centers.  Regional Centers would function like traditional downtowns with a 
mix of uses and transit supportive densities.  A limited number of regional centers will 
occur along rapid transit corridors to assist in organizing the region’s development 
pattern.  Such centers are important to the region's transportation system and its 
configuration. By concentrating density and uses, they provide a critical mass of mixed 
development as a logical destination or origin for transit lines.  Ideally, they should be 
evenly distributed throughout the region at a reasonable distance from the Denver CBD 
and will act to create a focus in suburban locations. 
 
Town Centers.  Town centers are envisioned for the free-standing communities of 
Boulder, Brighton, Castle Rock and Longmont.  Town center densities should be high 
enough to support regional transit service and to provide a focal point for intra- and 
inter-urban transit.  Planning for town centers could also help to reduce the demand for 
travel outside the community and retain community retail dollars. 
Employment-Mixed Use Centers and Activity Centers.  These two center types 
recognize existing major concentrations of single-use employment and retail centers 
that may serve the entire region. Existing shopping and employment centers typically 
are predominantly single-use (retail), auto-oriented, and lack pedestrian scale and 
density.  The single-use district of the 1980s should evolve into a mixed-use center 
designed to encourage a greater share of travel by alternate modes.  Major employers 
should be located where they can best be served by transit and within mixed-use 
centers that permit employees to use alternative modes to get to work and travel during 
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mid-day.  Existing centers would work to consolidate their market share by infill, 
pedestrian and transit improvements, and site revisions to achieve a pedestrian 
accessible, mixed-use design.  Such areas may currently have the critical mass to 
support circulator and commuter transit, but lack pedestrian connections, travel demand 
strategies or transit service. 
 
The identification and implementation of the various types of urban centers will be a 
continuing effort.  Ideally, center commitments will help direct timing and extension of 
transit into those communities whose ridership and land development patterns could 
best support it. 
 
Since Regional Centers are needed to support rapid transit lines, and rapid transit lines 
are needed to fully support a regional scale center, planning for centers will, of 
necessity, be a collaborative exercise.  Most centers will require adjustments to the 
existing circulation system, mostly retrofit design efforts to accommodate a more 
balanced circulation system. 
 
Free-Standing Communities 
 
Metro Vision’s goal for the establishment of free-standing communities is as follows: 
 
 The existing outlying communities of Boulder, Brighton, Castle Rock and 

Longmont will remain separate from the larger urban area, each with an 
adequate employment-housing balance and internal transportation system. 

 
The success of free-standing communities depends, among other things, on the 
transportation system created, as well as being dependent on a balanced mix of 
housing, employment, services and retail to ensure that they are self-sustaining.  To 
address the transportation dependency, Metro Vision included the following objective for 
free-standing communities: 
 
• Create a multimodal transportation network that includes pedestrian and bicycle 

facilities and internal and external transit services, including commuter rail 
connections where feasible. 

 
Open Space 
 
Metro Vision’s goal for the establishment of open space is as follows: 
 
 A regional open space system that shapes the region’s form, protects 

environmental resources and provides recreational opportunities will be planned. 
 
Locations of preserved open space may affect where transportation facilities are 
provided, including roadway widening improvements that could impact adjacent 
designated open space.  Land removed from development consideration through 
preservation as open space affects expected travel demand for those parcels.  In 
addition, open space lands affect travel patterns by limiting access across protected 
open space. 
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Environmental Quality 
 
The integration of air, transportation, development patterns, and water resources is 
crucial to protecting environmental quality in the region.  Metro Vision recognizes that 
the location, type of growth and land development have significant effects on the 
region’s air quality.  Environmental features were identified and mapped during the 
Metro Vision development process.  Four objectives are included in Metro Vision to 
protect and improve the region’s air quality.  Three of these objectives specifically 
recognize the transportation/air quality linkage: 
 
• Protect human health and environmental quality into the future by achieving and 

maintaining national ambient air quality standards; 
 
• Reduce growth in mobile source air pollution emissions by changing key features of 

the pattern of urban development to reduce the dependence on auto travel; 
 
• Modify local comprehensive plans and zoning ordinances to provide greater 

community accessibility and pedestrian, bicycle and transit travel opportunity; and 
 
• Provide pedestrian and transit transportation facilities as needed adjuncts to 

automobile travel in the future. 
 
Transportation Goals and Objectives 
 
The primary purpose of a transportation system is to provide mobility and accessibility 
to support the desired physical, social and economic development of the region.  To 
achieve this purpose, Metro Vision defines the goal for the regional transportation 
system as follows: 
 
 A balanced, multimodal transportation system will include rapid transit, a 

regional bus network, regional beltways, bike and pedestrian facilities, and 
improvements to the existing roadway system.   

 
Metro Vision identifies seven objectives to guide the development of the region’s 
transportation system to achieve this goal.  These objectives are: 
 
• Restore and/or maintain the designed transportation function of existing and future 

transportation facilities; 
 
• Provide high-capital transportation facilities where development actions support the 

efficient use of those facilities; 
 
• Implement rapid transit to reduce the need for additional roadway capacity and 

reconfigure the bus network to serve the rapid transit system; 
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• Implement high service frequency on principal bus corridors and alternative bus 
services for suburb-to-suburb travel and other markets not well served by the rapid 
transit system; 

 
• Enhance the attractiveness and convenience of nonmotorized modes in serving non-

recreational travel; 
 
• Improve the connection of passenger and commercial transportation systems within 

modes, between modes, and between the metropolitan area and other areas of the 
state; and 

 
• Demonstrate the need for increased revenues to close the gap between needed 

facilities and the region’s ability to pay for them.   
 
The objectives demonstrate Metro Vision’s promotion of an efficient transportation 
system achieved by increasing capacity through public transit, managing the system 
and providing for alternative modes, in addition to widening roadways.  Metro Vision’s 
transportation core element represents the preferred plan, unconstrained by available 
revenues. 
 
Metro Vision Transportation Elements 
 
Metro Vision’s rapid transit and highway networks are illustrated in Figures 12 through 
14.  Only rapid transit or highway facilities included in the Metro Vision networks are 
eligible for inclusion in the 2025 Interim RTP. 
 
The Preferred Transit Network 
 
Metro Vision emphasizes rapid transit and bus services in the central portion of the 
region rather than adding highway capacity.  Metro Vision includes rapid transit 
technologies to serve high-volume travel corridors and long-distance trips, while fixed-
route and innovative bus services are applied in lower-volume areas typically serving 
short trip lengths.  The Metro Vision Rapid Transit Network (Figure 12) delineates rapid 
transit corridors with specified technologies (light rail transit and commuter rail); and 
those corridors where the appropriate rapid transit technology has not yet been officially 
determined.  Several intercity rail corridors are also depicted for further consideration, 
including possible service between Denver and Fort Collins, Denver and Colorado 
Springs, and Denver and the mountains along the I-70 corridor. 

 29 



 

 

 30



 

 
31

 

 
 



 

 

 32



 

The transit element of Metro Vision also includes a variety of bus service according to 
the specific requirements of areas.  Express service is expected to continue to be an 
important part of the bus network, principally serving commute trips to downtown 
Denver, Boulder, and the Denver Technological Center/Southeast Employment Corridor 
from areas not served by rapid transit, or operating in HOV-specified rapid transit 
corridors.  Traditional fixed-route bus service is expected to continue to dominate in the 
more densely developed portions of the region, particularly the urban areas in and 
immediately adjacent to the City and County of Denver.  Neighborhood transit service 
will be provided in many suburban areas and in the free-standing communities.  In lower 
density areas, greater use will be made of small buses and demand-responsive (dial-a-
Ride) transit and other innovative services. 
 
Transit intermodal facilities are essential components of the transit system.  
Construction of new park-n-Ride lots and expansion of existing park-n-Ride lots will be 
needed.  Metro Vision also recognizes that the Denver Union Terminal (Union Station) 
has the potential to become a major intermodal terminal. 
 
The Preferred Highway Network 
 
The Metro Vision Highway Network (Figures 13 and 14) consists of a network of 
interconnected freeway, Major Regional Arterial, and principal arterial highway facilities.  
The freeway facilities carry the greatest proportion of regional trips, and provide for 
interregional travel.  Roadways designated as Major Regional Arterials on the Metro 
Vision Highway Network augment the freeway system and are expected to carry a 
substantial number of regional trips.  As such, they are given regional attention with 
respect to capacity improvements and system management efforts.  Principal arterial 
roadways complete the Metro Vision highway network, providing a complete and 
continuous system.  Achievement of the network requires the addition of significant 
roadway capacity, particularly to serve the suburb-to-suburb trip, a fast-growing sector 
of the travel market. 
 
Freeway interchange improvements are also included in Metro Vision, including 
upgrading and reconstructing existing interchanges and constructing new interchanges, 
in particular to serve increased suburban development within areas of planned growth.  
Interchanges are also proposed at high-volume locations on the Major Regional Arterial 
roadway network. 
 
Specific major components of the Metro Vision Highway Network include the completion 
of the regional beltway system, including E-470 and the Northwest Parkway which are 
under construction.  Jefferson County has completed a Northwest Quadrant Study for 
those portions within the county from I-70 to US-36.  The Metro Vision Highway Network 
also improves connections between the Denver International Airport (DIA) and all parts 
of the region; and improves roadways to the free-standing communities of Boulder, 
Brighton, Castle Rock and Longmont. 
 
 
 
Major Investment Studies 
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Major Investment Studies (MIS) were recently completed in four corridors to determine 
the feasibility and/or rapid transit technology and highway improvements.  These MISs 
recommended the following locally preferred rapid transit technologies: 
 
• I-70 West MIS: LRT line along the existing Burlington Northern Santa Fe Railroad 

(BNSF) “Gold Line” from Ward Road (2nd stage extended to Golden) to the Denver 
CBD, 

 
• I-225 MIS: LRT line connecting the Southeast Corridor line at Parker Road to the 

East Corridor Commuter Rail line at Smith Road, 
 
• North Metro MIS: Light Rail Transit (LRT) line along the existing BNSF “Dent Line” 

from 124th Avenue to the Denver CBD.  Extension of I-25 Bus/HOV lanes from US-
36 north to SH-7.  New Bus/HOV lanes along SH-224 and I-76 between I-25 and 
US-85 (Vasquez Boulevard), and 

 
• US-36 MIS: Regional Rail along BNSF railroad line from 30th and Pearl Intermodal 

Station in Boulder to the Denver CBD.  Bus Rapid Transit (BRT) stations (6) along 
US-36 with service provided in HOV lanes from Boulder to downtown Denver. 

 
Other corridor studies that may result in additional rapid transit or highway improvements 
are listed below. 
 
• North Front Range Transportation Alternatives Feasibility Study (I-25, Denver to 

Greeley and Fort Collins): The multi-agency North Front Range Transportation 
Alternatives Feasibility Study has investigated a range of transportation alternatives 
for moving people and goods between northern Colorado population centers and the 
Denver metropolitan area.  Improvements resulting from this study will require 
approval through the DRCOG transportation planning process and inclusion through 
the 2030 RTP planning process. 

 
• I-70 Mountain Corridor Programmatic Environmental Impact (PEI) Study (I-70, Denver 

to Glenwood Springs): The I-70 Mountain Corridor PEI Study 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 
2025 Interim RTP network does not incorporate any freeway improvements within the 
Transportation Management Area, awaiting the outcome of this study and potentially 
additional efforts to define the fiscally-constrained aspects of the recommendation. 

 
Metro Vision recognizes the need for a conceptual feasibility study for the Alameda 
transit corridor. 
 
 
 
Other Transportation Elements 
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Metro Vision supports system management actions and development of transportation 
modes in addition to transit and highways.  Policy directives for system management, 
and for the development of freight, pedestrian and bicycle, and other transportation 
modes follow. 
 
For system management, Metro Vision: 
 
• directs system maintenance to be a high priority.  Rehabilitation and maintenance 

will require a significant portion of the region’s future transportation funds.  System 
maintenance preserves the substantial investments made in the region’s 
transportation system, and ensures the region’s roads and viaducts are safe; 

 
• supports actions to improve the efficiency of the transportation system; and 
 
• supports the pursuit of travel demand reduction measures. 
 
For freight movement, Metro Vision: 
 
• recognizes that there are numerous truck and rail facilities in the region important to 

the area’s economic health.  Improvements to highway accesses that serve these 
facilities and improvements to the freeway network are supported to help freight 
movement. 

 
For pedestrian and bicycle improvements, Metro Vision: 
 
• supports the continued development of pedestrian and bicycle facilities, particularly 

for non-recreational trips, with priority given to facilities in more densely developed 
areas of the region.  Priority is also placed on filling gaps in the pedestrian and bicycle 
networks, and providing connections between non-motorized modes and transit. 

 
For transportation services for the elderly and disabled, Metro Vision: 
 
• calls for service improvements to elderly and disabled transit service, such as the 

provision of wheelchair lift-equipped buses, and compliance with the Americans with 
Disabilities Act (ADA) in retrofit and design criteria for sidewalks and public 
buildings, and in transit provision. 

 
For the development of intermodal facilities, Metro Vision: 
 
• supports upgrades to regional intermodal terminals where additional traffic warrants 

improvements, specifically, the Denver Union Terminal and Denver International 
Airport. 

 
 
 
For aviation, Metro Vision: 
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• recognizes air transportation as an important element of the regional transportation 
system.  The need to maintain the aviation capacity at each of the region’s airports is 
recognized to protect current investments.  In addition, land development adjacent to 
these airports must be managed to protect this investment. 

 
Metro Vision Transportation System Cost 
 
The cost to construct, operate, maintain and manage the highway, rapid transit, bus,  
nonmotorized, and aviation components of the Metro Vision 2020 Plan is estimated at 
about $51 billion (2001 dollars).  Of this sum, about $17 billion would be needed for 
capital expenditures on regional facilities. 
 
Direction for the Development of the Fiscally Constrained Plan 
 
Each Metro Vision core element requires ongoing planning activities.  For transportation, a 
major “next step” is the development of a fiscally constrained transportation plan, the 2025 
Interim RTP.  Metro Vision provides the structure for the development of a fiscally 
constrained transportation plan, articulating action strategies which facilitate achievement 
of the seven transportation objectives.  These action strategies (see below) provide 
accountability by ensuring that key Metro Vision concepts are addressed and pursued 
during development of the RTP, the next step of the Metro Vision implementation process. 
 
Objective 1:  Restore and/or maintain the designed transportation function of existing 
and future transportation facilities. 
 
• Give high priority in the allocation of available transportation system funds to 

maintenance, operations, safety, and management improvements of existing facilities 
to protect previous investments. 

 
• Emphasize system management techniques to manage, adapt, and improve the 

region’s existing transportation system to better use available capacity and 
resources. 

 
• Give implementation priority to projects which eliminate “bottlenecks” in the existing 

system over those which increase the overall laneage of system facilities, or which 
extend the geographic coverage of the system. 

 
• Limit access to roadways to a level consistent with the design function of the facility 

type, including the spacing of curb cuts on arterials and of interchanges on freeways, 
and require that access be granted in accordance with the CDOT Access 
Management Plan. 

 
• Pursue mobility and transportation demand management strategies, including funding 

those adopted in state implementation plans for air quality, and incorporate (where 
appropriate) such strategies when implementing capital improvements. 

• In prioritizing transportation projects, consider the results of the Congestion 
Management System (CMS) as well as other management systems which are 
developed and incorporated into the regional planning process. 
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• Support the provision of incremental capacity enhancements at Denver International 

Airport in response to air-side travel demand. 
 
• Support actions to maintain regional general aviation capacity, with particular 

emphasis on support of compatible land uses in airport environs. 
 
Objective 2:  Provide high-capital transportation facilities where development actions 
support the efficient use of those facilities. 
 
• Include in the Transportation Improvement Program projects which add regionally 

significant, general-purpose, highway lane miles only if they support the objectives of 
the regional plan, and only if sufficient actions are taken to ensure that the integrity of 
the additional capacity will be maintained. 

 
• Give priority in the development of rapid transit facilities to corridors in which the 

affected local governments support transit development and take actions to promote 
transit-oriented development opportunities in the corridor and around rapid transit 
stations. 

 
• Give priority to projects in communities which establish zoning and development 

regulations that foster development patterns which improve network connectivity, 
shorten local trip paths, and improve transit access. 

 
Objective 3:  Implement rapid transit and reconfigure the bus network to serve the rapid 
transit system. 
 
• Focus rapid transit service on key radial corridors to supplement existing roadway 

capacity and reduce the need for additional roadway capacity. 
 
• Include circumferential rapid transit alignments to serve suburb-to-suburb trips where 

ridership projections are competitive with radial corridors or when such alignments 
enhance the operation of the rapid transit system. 

 
• Provide bus feeder and/or circulator service to the rapid transit stations and park-n-

Ride lots. 
 
• Eliminate competing express and regional bus service as rapid transit facilities are 

opened, and shift those resources to the service of other markets. 
 
Objective 4:  Implement high-service-frequency principal bus corridors and alternative 
bus service structures to serve suburb-to-suburb travel and other markets not well 
served by the rapid transit system. 
 
• Designate north-south and east-west crosstown principal bus corridors. 
 
• Designate principal bus corridors in other high transit demand markets. 
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• Provide conventional fixed-route service to other markets in the more densely 
developed areas of the region. 

 
• Provide alternative transit service to serve markets in the less developed areas of the 

region, including small buses and demand-responsive service. 
 
• Provide multimodal transportation options to major destinations such as regional 

shopping centers, business districts, and airports. 
 
Objective 5:  Enhance the attractiveness and convenience of nonmotorized modes in 
serving non-recreational travel. 
 
• Provide secure bicycle parking facilities at rapid transit stations and park-n-Ride lots. 
 
• Provide facilities and supporting policy to permit bicycles on rapid transit vehicles and 

buses. 
 
• Fund bicycle and pedestrian facilities primarily in urban and suburban areas. 
 
• Give implementation priority to projects which improve bicycle or pedestrian facility 

continuity and which link bicycle and pedestrian facilities to rapid transit stations or 
park-n-Ride lots. 

 
• Give implementation priority to highway and transit projects which have included 

bicycle and pedestrian facilities in their design. 
 
• Increase the implementation priority of transportation projects in areas which have 

instituted development and design actions encouraging bicycle and pedestrian use 
and access. 

 
Objective 6:  Improve the connection of the passenger and commercial transportation 
system within modes, between modes, and between the metropolitan area and other 
areas of the state. 
 
• Support projects which improve the interconnection of the transportation system, in 

particular by augmenting or replacing existing intermodal facilities as they approach 
their capacities or design life spans. 

 
• Include in the plan cost-effective segments of a Front Range commuter rail system. 
 
• Include in the plan cost-effective segments of an intercity rail system. 
 
• Support actions to facilitate goods movement, focusing on major highway and transit 

facilities which negatively affect goods flow in the region either through congestion, 
obstruction, physical layout or disconnection. 
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• Include in the plan transportation connections between the region and major trip 
attractors throughout the state, focusing in particular on congested facilities serving 
such sites, and giving increased priority to projects with private-sector financial support. 

 
Objective 7:  Seek increased funding to close the gap between the cost of needed 
facilities and the revenues from existing financing mechanisms. 
 
• Concentrate the expenditure of available federal funds on facilities of regional 

significance. 
 
• Encourage the provision of local and private sector funds to serve local and private 

development access needs. 
 
• Seek an equitable distribution of federal and state transportation funds to the region. 
 
• Support efforts to increase transportation revenues necessary to meet the region’s 

transportation needs. 
 
• Support, at the state and other levels, measures which would establish a closer link 

between the cost of provision of highway facilities and economic activity, which gives 
rise to those costs through encouraging the appropriate use of funding mechanisms 
such as impact fees and benefit assessment districts. 

 
• Pursue creation, at the state level, of a dedicated source of transit funds. 
 
• Actively seek federal discretionary funding for rapid transit facilities and other major 

capital projects. 
 
• Pursue flexible use of state Highway Users Tax Fund money. 
 
Process for Developing the Fiscally Constrained Plan Elements 
 
The region’s transportation system is a large and complex arrangement of facilities, 
policies, and services.  As such, the process for developing the component elements of 
the regional transportation plan did not strictly focus on a quantitative evaluation of 
every possible individual project consistent with Metro Vision.  Instead, it was woven 
into the fabric of the continuing cooperative regional transportation planning process.  In 
many instances, it built on recent past and ongoing efforts, for example, for bicycle and 
pedestrian, elderly and disabled, and aviation elements.  It was incremental and 
evolutionary. 
 
The process framework extended from Metro Vision objectives, with action strategies 
applied within appropriate subject areas.  Trade-off decisions inherent in previous long-
range transportation plans were recognized and used as a point of departure.  As 
discussed previously, there was substantial agency and committee input throughout the 
process, with public review and policy-level concurrence at key interim decision points.  
Level of detail was allowed to vary appropriate to the mode, program, or service subject 
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area under consideration.  The process was sensitive to the source and type of funds 
available, and the opportunities and constraints therein. 
 
The two principal “capital” elements of the 2025 Interim RTP evolved in different ways.  
The rapid transit network of the transit element was initially defined to reflect substantial 
realization of the Metro Vision rapid transit network by 2020.  To demonstrate that such 
an extensive network was within reasonably anticipated resources, additional tax 
revenues directed to transit were needed.  A November 1997 public vote denied a sales 
tax increase to fund this network and other services.  Accordingly, the rapid transit 
network had to be scaled back.  Many months were spent in policy-level consideration of 
alternatives.  The decision, reflected originally in the 2020  RTP and retained in this Plan, 
was that the rapid transit network would consist of existing facilities, committed (under 
construction) projects and the rapid transit elements recommended in the East, West, 
and Southeast MISs.  This decision was confirmed through a 1999 RTD financial 
analysis which demonstrated fiscal constraint with the three MIS rapid transit projects, as 
well as the November 1999 public vote, which provides a mechanism for RTD to supply 
the local match for the Southeast Corridor LRT (T-REX) project. 
 
For roadway capacity improvements within the highway element, a more formal, 
quantitative prioritization process was followed.  This is described in Appendix 1.  This 
process was used to select projects for the original 2020 RTP.  It was also used to 
remove projects for the 2025 Interim RTP, a result of decreased revenue forecasts and 
increased project cost estimates. 
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IV.  2025 INTERIM REGIONAL TRANSPORTATION PLAN ELEMENTS 
 
 
The 2025 Interim RTP consists of a multimodal network of integrated and 
interconnected regional transportation facilities; the programs, policies and services that 
guide their development, maintenance and operation; and the programs and policies 
that influence travel.  The physical network of facilities constitutes the Metropolitan 
Transportation System (MTS).  The program and policies comprise the management 
component of the 2025 Interim RTP. 
 
The 2025 Interim RTP recognizes that a multimodal and regional transportation system 
is needed to address mobility.  A multimodal transportation system includes an array of 
transportation modes: transit, highways, carpools and vanpools, bicycle, pedestrian, 
freight, and aviation.  A regional emphasis recognizes that transportation needs cross 
jurisdictional lines and joint solutions are essential to address the metro area’s 
transportation problems and to maintain mobility for area residents and other travelers 
in the region. 
 
The 2025 Interim RTP attempts to strike a balance between needed improvements for 
each travel mode, the provision of a network of facilities for each mode, and offering 
area residents travel choices.  The 2025 Interim RTP provides an approach that is 
complementary among modes. 
 
Although each travel mode is important, plan elements do not function in isolation.  For 
example, buses travel on roadways, and automobile trips may involve transfers to 
transit at park-n-Ride lots.  The 2025 Interim RTP emphasizes the integration and 
interconnection of the various plan elements.  Integration refers to travel modes acting 
in unison along the same corridor (e.g., a roadway with bike lanes and sidewalks).  
Interconnection refers to the transfers between modes.  Effective and efficient mode 
transfers are essential if travel by alternative modes is to be encouraged. 
 
The 2025 Interim RTP represents the fiscally constrained transportation plan for the 
region. Facilities, services, and programs described in this chapter represent the fiscally 
constrained elements.  The Denver region is committed to the preferred plan for the 
region, but considering reasonably expected revenues, all elements of Metro Vision are 
not affordable. 
 
Maintenance and Preservation of the Existing System 
 
In recognition of the considerable investment in existing facilities, preserving and 
making better use of the existing system is a high-priority Metro Vision objective.  The 
transportation system naturally deteriorates over time, due to use and climate.  The 
influence of these two varies, but the condition of freeways and arterials is very much 
related to use, especially by heavy trucks.  Appropriate design, recognizing future use, 
climate, and soil condition, along with proper construction, provides a firm basis for 
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longevity.  Once a facility is constructed, however, maintenance becomes the critical 
factor in its long-term serviceability. 
 
Approximately 90 percent of the expected 2025 Interim RTP roadway infrastructure is in 
place today.  Similarly, most of the physical facilities for bus transit expected in year 2020 
and most of the pedestrian infrastructure currently exist.  Only the rail portion of the fixed 
guideway transit network, currently 14 miles of light rail transit (LRT), and off-street 
bicycle facilities are expected to substantially increase relative to current configuration. 
 
The plan places priority on maintenance and preservation of existing infrastructure 
before new facilities are added to the transportation system. 
 
Highways 
 
In 1998, more than 16 percent of the region’s bridges were rated as structurally deficient 
or functionally obsolete; and there were nearly 80 structures in the region with a 
sufficiency rating below 50 (on a 100 scale).  There are about 150 bridges more than 50 
years old in the region, and this number will increase to more than 900 bridges by 2025.  
Of the more than 4,000 lane-miles of state highway in the region, approximately 46 
percent have a “poor” surface condition.  Many freeways, and a few arterials, are now so 
congested during daylight hours that lane closures for resurfacing are acceptable only at 
night.  As traffic grows, this will be true of more facilities.  Night work increases 
construction cost.  In many locations, the complete reconstruction of major facilities may 
be possible only if the roadway is being widened, as “new” pavement may need to serve 
as a detour while the “old” pavement is removed and replaced. 
 
For all of these reasons, the resources required to maintain and preserve the existing 
system will be substantial.  To optimize these activities, the 2025 Interim RTP embraces 
a systems philosophy, comprised of two major actions--the collection of condition 
information (recurring over time) and the analysis of that data to identify and prioritize 
actions.  CDOT has generally assumed the responsibility for bridge data collection and is 
developing a management system for bridge structures on state highways.  Similarly, 
CDOT gathers pavement condition data on state highways and National Highway System 
(NHS) roadways, and has developed a pavement management system.  Nurturing these 
systems to become meaningful tools is encouraged.  Similarly, the 2025 Interim RTP 
encourages local governments to embrace the underlying system philosophy and to 
adopt these or similar tools for effectively managing their infrastructure. 
 
The plan’s highway capital element specifically identifies several major reconstruction 
and bridge replacement projects.  It also assumes that many older roadways targeted 
for additional through-lanes will be reconstructed coincident with adding that capacity. 
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Transit 
 
Maintenance of transit stations, on-street boarding stops and vehicles is critical to 
passenger comfort and transit service reliability.  Poor interior station or vehicle 
maintenance (e.g., torn seats, poor heat) affect the comfort of the transit patrons.  On-
street boarding locations that fall into disrepair with uneven or missing pavements affect 
the ability and safety of transit access.  Vehicle breakdowns may cause severe hardships 
to transit patrons, affecting future ridership.  Continued support of ongoing vehicle 
maintenance and replacement programs is emphasized in the 2025 Interim RTP. 
 
Maintenance of transit operational facilities including park-n-Ride lots, light rail trackage 
and bus-only ramps, similar to roadway maintenance, is critical to the long-term 
serviceability of the facilities.  Poorly maintained trackage or pavement may damage 
vehicles or cause slower operations.  In the case of park-n-Ride lots, where private 
vehicles use the site as well as transit vehicles, deteriorating conditions affect a facility’s 
use, and therefore transit ridership. 
 
Safety 
 
Another subject of critical importance in a regional transportation plan is safety.  Traffic 
crashes result in economic loss from damaged vehicles and goods, personal pain and 
suffering due to injury, and occasionally and catastrophically in loss of life.  They are 
also a major and growing cause of urban congestion.  The benefits of facility 
improvements that directly or indirectly improve safety must not be undervalued.  The 
2025 Interim RTP strives to reduce and minimize the risk of crashes occurring on the 
system, and encourages the integrated consideration of roadway, vehicle, and driver 
elements in a system perspective. 
 
Except in the mountainous areas, safety-related improvements are not specifically listed 
or mapped herein.  Safety will be given due consideration during the development of 
Transportation Improvement Programs; cost-effective improvements on highway 
segments with higher than average crash experience will be given priority. 
 
The design of capital and operational projects and the pursuit of maintenance/ 
preservation activities across all plan elements must thoroughly consider safety 
implications and incorporate appropriate features and actions.  For highways, safety 
improvements could include, but are not limited to, the following examples: 
 
• Upgrading barriers in narrow freeway medians and between freeways and frontage 

roads; 
 
• Installing and upgrading traffic control devices; 
 
• Improving facility geometrics (vertical and horizontal curvature, and sideslopes); 
 
• Building auxiliary lanes for entering/departing traffic or for slow-moving vehicles; 
• Improving sight distances at intersections; and 
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• Removing fixed obstructions from the area adjacent to the travelway or providing 
proper protection. 

 
Maintenance is a key requirement for safe bicycle facilities.  Persons riding bicycles are 
more sensitive to variations in surface conditions than persons in motor vehicles; debris, 
standing water and pavement cracks become obstacles.  Sunken manhole covers, 
drainage grates, potholes and pavement cracks can lead to either losing control of the 
bicycle or swerving into the motor vehicle travel lane, a safety concern.  Paved 
shoulders or widening substandard existing shoulders to serve bicyclists (as 
appropriate) would help address safety concerns in rural areas. 
 
Maintenance of pedestrian facilities is necessary for safe, usable facilities.  Badly 
displaced joints, cracks, or missing pavement may affect a facility’s use, or cause 
personal injury.  Additional problems are created by utility poles, fences and signs in the 
sidewalk, unmaintained vegetation, narrow sidewalks, inadequate lighting and poorly 
marked crosswalks. 
 
In the mountainous area of the region, specific safety improvements in the 2025 Interim 
RTP include the addition of climbing lanes to Berthoud Pass, and safety improvements 
to SH-119.  Beyond normal maintenance, the growing plains area 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 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. 
 
System Management and Operational Improvements 
 
The objective of system management and operational improvements is to make existing 
(and future) transportation facilities operate efficiently, with efficiency measured in the 
context of reducing person hours of travel.  This can be accomplished by reducing delay 
and by increasing vehicle capacity at bottlenecks. 
 
Areas of emphasis were established considering the following observations: 
 
• The traditional view of transportation systems was that they could be passively 

managed (i.e., through static signs, pretimed signals, etc.), and still yield reasonable 
performance.  However, capacity under this operating philosophy has been reached.  
With much of the region’s core freeway and arterial system subject to substantial 
congestion on a recurring basis, a new operating paradigm must be established if 
the existing system is to handle increased demand. 

 
• Correspondingly, the transportation system becomes increasingly vulnerable to 

traffic crashes, stalls, equipment malfunctions, inclement weather, and special 
events.  Nationally, more than half of daily freeway congestion is estimated to be 
related to such incidents.  Where facility elements do not currently reflect modern 
design standards, this problem is particularly severe. 
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• Today, travel decisions are based primarily on past experience, but the amount of 
real-time information available to travelers is growing.  Travelers may, in the future, 
be more willing to base decisionmaking on real-time information, but only if that 
information is reliable, timely, and easily accessible. 

 
• The performance of transportation systems is often governed by bottleneck locations.  

However, improvements to the worst bottlenecks may yield minimal corridor 
improvements.  The system management emphasis in the 2025 Interim RTP is 
broader than “spot locations.”  While optimal treatment may eventually focus at one or 
two “points,” the assessment of problems and identification and implementation of 
solutions must begin with a corridor perspective, at a minimum. 

 
System operational improvements in the 2025 Interim RTP focus on two classes of 
actions:  
 
• making physical improvements and 
• actively managing facilities, for which advanced technologies may be required. 
 
Physical Improvements 
 
Physical operational improvements do not add major capacity and are of low to moderate 
cost.  Operational improvements that add major capacity or are extremely costly are 
included in the roadway or transit element of the plan; this includes projects such as 
adding through-lanes, building rail transit trackage, reconstructing existing interchanges, 
upgrading intersections to interchanges, and building rail/highway grade separations. 
 
On the freeway system, emphasis for physical operational improvements is placed on 
upgrading design elements that will reduce the frequency or duration of incident 
impacts, and on smoothing freeway entrance/exit maneuvers.  Actions specifically 
emphasized include: 
 
• Provide paved outside shoulders at critical locations where sufficient shoulders do 

not exist. 
 
 Shoulders allow vehicles that are stalled or involved in minor incidents to be moved 

quickly out of the way, provide for maneuvering space around longer-duration 
incidents, and create a less-constrained and less crash-prone environment.  
Innovative design is encouraged to minimize right-of-way acquisition and 
implementation costs.  In some locations, it will be necessary to remove vertical 
curbing and replace it with a more easily mounted variety. 

 
• Build continuous acceleration/deceleration lanes between closely-spaced 

interchanges, and build multilane off-ramps at high-volume locations that have 
continuous acceleration/deceleration lanes. 

 
 Freeway merging and diverging movements disrupt mainline flow and have a high 

potential for traffic crashes.  Multilane off-ramps and auxiliary lanes between 
interchanges allow smoother integration into and separation from main traffic flows.  
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Such treatment is generally appropriate when interchange ramps are a mile or less 
apart, since motorists tend to view longer-distance auxiliary lanes as through-lanes. 

 
Two additional freeway actions may be emphasized on a spot basis: 
 
• Provide HOV bypasses at metered on-ramps at locations where justified by bus and 

HOV use.  Applicability may be highest in freeway corridors with bus/HOV lanes.  
This action would not be pursued in corridors targeted for rail transit. 

 
• Build hill-climbing lanes or “flex lanes” (extra-wide shoulders which traffic is 

permitted to use during certain periods) in locations where the combination of grades 
and the volume of slow-moving vehicles is the primary cause of future congestion. 

 
On the roadway arterial system, emphasis for physical operational improvements is 
placed on upgrading the primary constriction points, typically intersections, and 
managing access.  Actions specifically emphasized include: 
 
• Build traditional intersection improvements as warranted including curb radii 

sufficient for trucks/buses, multiple left-turn lanes, right-turn lanes, sufficient 
sidestreet lanes (approach, turn, departure), and subsurface drainage structures.  
Intersections, particularly arterial-arterial intersections, are increasingly the choke 
points along the arterial system.  Improvements to these choke points undertaken 
systematically along a corridor can greatly benefit system operations.  In select 
corridors where a high level of bus transit service is provided, physical 
improvements specifically to improve transit operations should be considered.  
These could include signal priority treatments, queue bypasses, channelization 
adjustments, and relocation and improvements to bus stops. 

 
• Provide a basic level of traffic signal coordination.  Traffic signals control the arterial 

system’s choke points; coordinated signals enhance the traffic flow along the corridor.  
A basic traffic control system allows: synchronization of signals to a common clock 
reference, allowing coordination across jurisdiction and system boundaries; remote 
monitoring of operations to more easily spot malfunctions; and remote implementation 
of timing parameters.  These systems are appropriate for most of the region’s arterials 
under normal operating conditions.  A commitment by operating agencies to 
cooperatively improve and maintain timing plans is inherent to this action. 

 
• Improve access management including controlling left turns via medians, removing 

unwarranted signals or phases, consolidating access points, reconstructing 
driveways for proper width and gradient, and installing acceleration/deceleration 
lanes for right-side traffic.  Access management enhances the safe and orderly flow 
of traffic along the arterial system. 

 
An additional emphasis action that would be appropriate for higher volume rural arterial 
roadways is the provision of shoulders. 
 
The 2025 Interim RTP also emphasizes physical operational improvements in urban 
centers.  For the most part, these actions are the same as the traditional intersection 
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improvements and basic level of signal coordination actions described for arterial 
roadways.  Because urban centers emphasize facilitating travel demand via nonmotorized 
and transit modes, intersection improvement actions in these areas must be designed to 
accommodate that emphasis.  Intersection design must take into account the needs of 
pedestrians through such actions as refuge areas and minimization of intersection width in 
high pedestrian areas such as downtown Denver and the urban centers. 
 
Active Management 
 
The second class of actions for operational improvements is active management of the 
system.  These programs are classified into two areas.  The first is the use of incident 
management strategies to maximize the reliability of the transportation network by 
reducing the impacts of incidents upon the roadways.  The other is the deployment of 
Intelligent Transportation Systems (ITS) to improve the effectiveness and efficiency of 
the transportation system through the use of advanced technologies.  
 
Implementation of an active, robust, and coordinated system for managing incidents 
continues to be a priority to maximize the reliability of the region’s freeways.  The 
objectives are to minimize the amount of time from the onset of an incident to its 
disposition, subject to the needs of attending the injured and assuring safety to 
emergency workers and facility users, and to manage travel demand to reduce traffic 
through the incident area.  There are three primary elements in such a system: 
 
• Reduce the time required to identify an incident and deploy proper equipment at the 

incident; in other words, minimizing incident detection, verification, reaction, and 
response times.  Creating a multi-agency freeway operations “center” (which is not 
necessarily a single location), forming corridor incident management teams, 
recording and coordinating maintenance and construction activities, installing road 
condition and weather sensors, providing more mainline traffic detection, deploying 
video monitors at select locations, and providing roving response vehicles within 
certain corridors are proposed to accomplish this. 

 
• Reduce the time required to clear an incident.  Emphasis is placed on legislative 

action that enables drivers involved in minor crashes to promptly move their vehicles 
from the travelway and allows law enforcement agencies to rapidly remove 
abandoned vehicles. 

 
• Manage traffic.  Emphasis is placed on providing information to travelers (as 

discussed subsequently) and, on select freeway corridors, identifying detour routes 
that can be used in the event of a major incident and properly equipping them to 
fulfill that function. 

 
The deployment of ITS programs should be in response to specific transportation related 
problems.  The anticipated benefits of ITS should be identified as part of any 
implementation strategy.  ITS includes a broad array of services targeted to specific 
areas. 
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• Advanced Transportation Management Systems (ATMS) use technology to control 
the transportation system to achieve optimal performance.  ATMS on the freeways 
will include programs such as ramp metering, real-time data collection, transit priority 
treatments and proactive management centers to coordinate and monitor 
transportation activities.  The basis for ATMS on the arterial system will include 
advanced signal systems, transit priority treatments and the linking of arterial and 
freeway systems to optimize traffic flow. 

 
• Advanced Transportation Information Systems (ATIS) incorporate the dissemination 

of real-time traveler information including speeds, congestion levels, incidents, 
weather, and transit operations.  When reasonable alternative travel routes or modes 
are available, ATIS is emphasized for the freeways.  ATIS could also be included on 
major arterial roadways if appropriate and demonstrated to be beneficial.  Travelers 
will be able to use this information to adjust their travel mode, time, or route--in a 
sense, becoming “part of the solution” by modifying their behavior to take advantage 
of the more underutilized resources of the transportation system.  Variable message 
signs, highway advisory radio, commercial media, kiosks and the Internet will be used 
when warranted to target audiences that would benefit from this information. 

 
• Commercial Vehicle Operations (CVO) are used to improve the efficiency of the 

delivery of goods and services to the public.  There is one port of entry in the Denver 
region.  Upgrading this location to include “smart” technologies for trucks such as 
electronic credential checking and weigh-in motion will be a focus area for ITS. 

 
• ITS programs would be emphasized in the Denver CBD and regional centers.   

Direct linkages to certain freeway and arterial management systems will be 
necessary to allow such efforts to achieve maximum benefits. 

 
Since active management utilizes advanced telecommunications and computer 
technologies, it will also entail deployment of additional operating staff and a 
commitment to a high level of maintenance of system components in order to achieve 
maximum benefits. 
 
A more specific description of ITS projects appropriate for the Denver region are 
included in the ITS element of the 2025 Interim RTP (to be prepared for action by the 
DRCOG Board of Directors). 
 
Location Emphasis 
 
As there are not sufficient financial resources in the fiscally constrained transportation 
plan to implement all of the system management emphasis actions across the entire 
region, the 2025 Interim RTP identifies corridors of emphasis for operational attention.  
Any major road construction included in the 2025 Interim RTP (new road, widening, 
major reconstruction) and transit guideway implementation will be expected to include 
appropriate physical attributes and management infrastructure as part of the project. 
 
Figure 15 shows the corridors of emphasis for freeway, major regional arterial and 
principal arterial operational improvements.  All freeways east of the foothills are 
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included except I-70 east of Peña Boulevard, I-76 east of Vasquez, SH-58, and US-285.  
The capital element of the plan proposes new construction, widening, or major 
reconstruction for 80 centerline miles of the freeway network.  Operations improvements 
would be pursued without other major construction on an additional 250 miles.  Specific 
improvements to I-70 west of the hogback will be defined by CDOT.  Only on about 80 
miles of freeway would operations improvements not be emphasized--about half of 
those are I-70 east of E-470. 
 
The primary focus for arterial operational improvements is on the Major Regional 
Arterials.  These arterials are expected to carry large volumes of longer-distance trips 
and facilitate regional travel.  Of the approximately 222 centerline miles of Major Regional 
Arterials depicted on the 2025 Interim RTP, the capital element proposes improvement or 
widening of 44 miles and depicts new interchanges and railroad grade separations at 10 
other locations.  “Operations only” projects would be emphasized along the 120 
remaining miles. 
 
A secondary emphasis is proposed for a limited number of principal arterial segments.  In 
the urban areas, emphasis is based on current levels of congestion, congestion forecast 
in 2025, linkage to and support of freeways and MRAs, and connection to or extension of 
principal arterial segments targeted for capacity improvements (which also incorporate 
operational improvements).  Ten principal arterial roadways totaling about 40 centerline 
miles are included in the secondary list and depicted on Figure 15.  Two other principal 
arterials are identified for operational improvements emphasis in the mountainous areas: 
US-40 west of I-70 (Berthoud Pass), and SH-119 from US-6 to north of Black Hawk. 
 
Specific aspects for advanced technology will be more clearly articulated in the Regional 
Intelligent Transportation Systems Strategic Plan. 
 
Travel Demand Management 
 
The primary objective of travel demand management (TDM) is to alter the characteristics of 
travel by reducing vehicle demand, especially in the peak travel periods.  Demand 
management is particularly appropriate as a strategy because (depending on the action) it 
could cost less to reduce trips than to add capacity.  For example, rather than adding lane 
improvements to a corridor serving an office or shopping district, it may be cheaper to 
operate a shuttle that would take workers or shoppers off the streets.  In addition to avoiding 
the capital costs of lane improvements, the shuttle might produce air quality benefits, and 
reinforce needed behavior changes to support continued use of alternative modes. 
 
One set of actions is directed at reducing vehicular travel during peak periods, which 
can be measured by reductions in vehicular trips and vehicle miles traveled.  Vehicular 
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Figure 15 Emphasis Corridors for Operational Improvements 
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travel reductions can be accomplished by changing single-occupant vehicle (SOV) trip-
making to carpools, vanpools, transit, or nonmotorized modes, or by reducing the length 
of trip or eliminating it altogether.  Other actions seek to change trips from peak periods 
to non-peak periods.  Since making a trip can be viewed in the context of facilitating 
personal wants or reflecting overall economic activity, the intent of this objective is not to 
diminish the end goal of the trip but to provide a way the goal can be attained with less 
stress on the transportation system.   
 
There are many possible actions that could be pursued to address the demand modification 
objective.  One broad category of actions concerns land development, as it is recognized 
that the pattern of land use has a primary bearing on travel demand.  At a macro scale, the 
development principles embraced in Metro Vision are expected to yield a level and pattern 
of trip-making that is more readily accommodated by the transportation system.  Urban 
growth boundaries, urban centers, higher densities in the vicinity of fixed-guideway transit 
stations, jobs/housing balance in free-standing communities, mixed-use development--all of 
these concepts and the means to nurture and support them are within Metro Vision. 
 
In considering the numerous possible actions, the following observations are relevant: 
 
• Given the freedom of choice produced by the SOV, it is very difficult to change 

travelers’ modes from SOV to carpool, vanpool, transit, or nonmotorized modes.  
Facilities and adequate services for those modes must be provided in a user-friendly 
manner.  The rapid transit system proposed in the 2020 RTP will have extensive 
potential capacity (can run more frequent service, add cars to trains, etc.) and as 
such must be viewed as the largest reservoir of transportation system capacity.  
Accordingly, a primary demand-modification emphasis must be on getting travelers 
to use the rapid transit system. 

 
• Rapid transit is not dependent on the existing highway system, as are SOVs, buses, 

carpools and other modes.  Therefore, rapid transit is not affected by highway 
congestion, nor is its effectiveness dependent on future highway improvements.  It 
adds people- (and possibly goods-) moving capacity.  Existence of rapid transit also 
may generate land use changes that promote trip reduction, in ways that bus stops 
and shuttle services do not.  Developers often regard transit stations as a permanent 
amenity, and are a needed incentive to design denser development.  Developers are 
less willing to design denser development in areas served only by bus stops and 
shuttles, whose routes might change with ridership. 

 
• Today, the SOV is the primary mode of choice for metro-area travelers.  The 

infrastructure to accommodate it is universal.  SOV travel is direct, has low out-of-
pocket cost, and is flexible.  The SOV is personal, specifically purchased and 
equipped to meet the needs of the individual traveler.  The provision of non-SOV 
infrastructure does not alter basic SOV attributes.  While legislation could be enacted 
that would restrict SOV use (e.g., mandates for trip reduction, driving restrictions) or 
would change SOV appeal (e.g., increasing the cost of SOV travel), such legislation 
does not appear to be currently embraced by the public.  For the 2025 Interim RTP, 
the expectation is that basic SOV attributes will not change substantially over the 
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plan’s horizon, except that travel times will be increased on many routes during many 
periods of the day. 

 
• It is also evident that society’s pattern of trip-making is heavily shaped by the 

institution of “work,” including such traditional paradigms as Monday through Friday 
work weeks, eight-hour work days, physical presence required at work, and free 
parking at the work place, to name a few.  The development principles of Metro 
Vision may affect the location of work, but not other aspects.  While transportation, 
per se, has little ability to radically change the broad institution of “work,” it is evident 
that at least selectively employers are willing to consider alterations that can 
decrease transportation demand, such as teleworking. 

 
• When given the choice, travelers have shown reasonable willingness to adjust their 

times of travel to non-peak periods when the highway system has excess capacity.  
In the year 2025, however, numerous corridors will experience peak-type conditions 
during many hours of the day.  Travelers may find it increasingly difficult to shift an 
automobile trip into a non-peak period. 

 
Understanding these issues, the 2025 Interim RTP proposes to accomplish the demand 
modification objective by: 
 
• minimizing the barriers to use of alternatives to the SOV; 
• actively promoting alternatives to the SOV; and  
• encouraging changes to normal work patterns. 
 
Minimizing Barriers to Alternative Mode Use 
 
To minimize barriers to use of alternatives to the SOV, emphasis is placed on the 
following four subject areas: 
 
• Provide several basic demand management services.  One service is matching 

commuters for carpool and vanpool formation.  Carpooling and vanpooling can be 
viable alternatives to SOV travel for the work trip, particularly in areas with low 
developed densities, and especially in areas with minimal or no transit service.  
Another service is a guaranteed ride home program, which acts as an “insurance” 
policy for non-SOV travelers, providing them a means to quickly return home when 
faced with an unanticipated event.  These services are delivered at the regional and 
subregional level by DRCOG’s RideArrangers program. 

 
• Incorporate appropriate transit, bicycle, and pedestrian-friendly design elements in 

new development and highway projects, and encourage reconfiguration of existing 
development.2  This subject area also includes preferential carpool and vanpool 
parking areas, secure bicycle parking facilities, and direct sidewalk linkage to transit 
stops.  Site design can influence travelers’ mode choice.  Designs which eliminate 

                                            
    2 Appropriate designs are articulated in such DRCOG documents as the Suburban Mobility Design 
Manual and A Checklist for Designing a TDM-Friendly Development, and in RTD’s Creating Livable 
Communities: A Transit Friendly Approach. 
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obvious impediments to non-SOV travel are encouraged.  These elements are key in 
urban centers. 

 
• Promote development at and near transit stations that could either eliminate subsequent 

secondary auto trips or could facilitate transit use as a primary mode.  Examples include 
banking, dry cleaning/laundry, a convenience store, or a child care center. 

 
• Keep travel costs for non-SOV modes as low as possible.  Since the 2025 Interim RTP 

does not advocate raising the cost of SOV travel, the only other way the cost dynamic 
can be adjusted is by keeping out-of-pocket non-SOV travel costs at a minimum for the 
user.  The broader aspects of transit fare box recovery are dealt with in the Financial 
Plan Chapter.  Some specific actions that can be emphasized are encouragement of 
employer-provided subsidized or free transit passes (such as EcoPass), operation of a 
consolidated vanpool service (administration, bulk vehicle purchase, insurance 
discounts), support of reduced parking rates for carpools/vanpools at targeted parking 
facilities, and electronic payment of transit fares. 

 
Another action that warrants consideration on a spot basis is the construction of park-n-
pool lots.  These could be deployed in outlying areas not served by transit. 
 
It is acknowledged that other actions may have potential for applicability under certain 
circumstances (for instance, parking caps in the vicinity of transit stations, parking 
cash-out, event start-time management).  Local governments, businesses, and other 
organizations are encouraged to explore innovative actions to verify their applicability 
and usefulness. 
 
Actively Promoting Alternative Modes 
 
Travelers are not easily lured out of their SOV, and experience has demonstrated that 
all non-SOV modes must be actively promoted.  This activity includes basic elements 
such as preparing and providing information maps and schedules; educating the public 
on the existence, use, and benefits of these modes; marketing these modes via 
promotional events, prizes, and incentives; and publicizing these modes using kiosks, 
websites, and other media. 
 
Active promotion can be pursued at three levels of delivery:  regionally, in subareas and 
corridors, or at individual business sites.  Regionally operated programs, which focus on 
the broad aspects of demand management and on supporting lower-level efforts across 
the region, are emphasized in the 2025 Interim RTP.  Subarea programs, which focus 
on the specific opportunities within individual corridors or urban centers, could be 
funded and operated by local governments who may partner with business or 
community associations.  The start-up of such programs may be supplemented or 
leveraged by other regionally funded projects or programs.  Programs tailored to the 
specific needs of unique work sites would be appropriately implemented by individual or 
organizations of businesses.  Subarea and site-based programs may be voluntary, or 
may fulfill local development requirements.  Site-based programs have demonstrated 
effectiveness as a tool for mitigation of local traffic impacts. 
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Encouraging Changes to Normal Work Patterns 
 
The 2025 Interim RTP encourages employers to consider changes to the normal work 
pattern.  Emphasis areas are identified partly on the basis of potential benefits to the 
travel system and partly on the expected level of success in affecting these changes.  
The two emphasis areas are: 
 
• Alternative work schedules.  Non-traditional work day start/end times (either fixed 

schedule or flexible or variable work hour programs) allow trips to shift to non-peak 
periods and have proven acceptable to some employers and many employees.  
Alternative work weeks, such as a compressed 4-days per week schedule, will warrant 
increased emphasis, as there will be fewer non-peak periods in many corridors. 

 
• Teleworking.  Whenever an employee works at home, trip-making, particularly at 

peak times and in heavily traveled corridors, can be reduced.  There are numerous 
obstacles to teleworking, both physical and institutional, but the transportation 
benefits are obvious.  Encouragement of teleworking should focus on employers 
with jobs that do not require physical presence on-site every day and with a 
management philosophy that supports employee empowerment and responsibility. 

 
Locational Emphasis 
 
To a large extent, the process of defining emphasis for demand modification focused on 
actions that are either regional in implementation or are widely applicable across the region.  
For example, active promotion could target a specific mode regionwide for education and 
encouragement.  Programs could be tailored around component elements as they come on 
line (e.g., a rail line or HOV lane segment) and at recurring intervals thereafter.  Some 
actions emphasized are specifically focused geographically in that they directly support the 
rapid transit system (e.g., joint development at transit stations), and others may warrant 
greater emphasis in areas where rapid transit is not provided (e.g., alternative work 
schedules, rideshare matching).  Many of the emphasized actions are directed principally at 
work trips and are best implemented at the employment end of the trip. 
 
Transit 
 
The transit element includes the rapid transit system, comprised of rail and 
high-occupancy vehicle lanes; all classifications of bus services, including fixed-route 
and alternative transit service programs; and capital facilities (e.g., park-n-Ride lots, 
transit centers) that provide access to the transit system. 
 
Rapid Transit System 
 
The 2025 Interim RTP rapid transit system consists of rapid transit corridors of varying 
but integrated transit technologies. The selection of the appropriate rapid transit 
technology to service corridors considers the travel market, availability of capital 
facilities (e.g., railroad tracks), costs, and other factors.  Figure 16 illustrates the rapid 
transit corridors and their planned technologies which include light rail, commuter rail, 
and HOV facilities.  Included in the 2025 Interim RTP are all existing plus committed 
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facilities (such as the Southwest and Southeast Light Rail projects).  The plan also 
includes all rapid transit improvements identified in the West Corridor (LRT), and East 
Corridor (commuter rail and central corridor LRT extension). The rapid transit network 
includes 93 centerline miles of rail or HOV lanes.  The rail system is expected to carry 
about 158,000 trips per day.  Additional trips would be on buses using the HOV lanes.  
Details of the rapid transit corridors, grouped by technology type, follow. 
 
Light Rail Transit 
 
2025 Interim RTP light rail transit lines include: 
 
• The existing Central Corridor line from Broadway and I-25, to the 30th/Downing 

Street intersection in central Denver; and its single-track extension along Downing 
Street to the vicinity of the 40th Street/40th Avenue intersection, to connect with the 
future East commuter rail line;  

 
• The existing Southwest line, with track along Santa Fe Drive, between Mineral 

Avenue and the existing I-25/Broadway light rail station; 
 
• The Central Platte Valley line from Colfax to the Denver Union Terminal (DUT); 
 
• The West line, providing service from south of Golden to the Central Corridor line at 

Colfax; 
 
• The Southeast line, with track from the existing I-25/Broadway light rail station 

southeast along I-25, to the vicinity of the I-25/Lincoln Avenue interchange, and 
along I-225 from I-25 to the I-225/Parker Road intersection. 

 
Trains operating on the West, Southwest, and Southeast lines will serve the Denver 
CBD either directly or through transfers to other lines.  The LRT lines will allow inter-
connection so that suburb to suburb travel can occur (for example Lakewood to DTC). 
Commuter Rail 
 
The 2025 Interim RTP includes a commuter rail line along the East corridor with service 
between the DUT and Denver International Airport (DIA).  The East line interconnects 
with light rail transit service at the DUT and at the 40th Street/40th Avenue station. 
 
Bus/HOV Lanes 
 
The Bus/HOV lane component of the 2025 Interim RTP includes: 
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• The existing, reversible, barrier-separated HOV lanes in the North I-25 corridor 
between 70th Avenue and the Denver CBD, including a direct connection from 
southbound I-25, north of US-36; 

 
• The existing, continuous-access HOV lane on eastbound US-36, between Sheridan 

Boulevard and I-25; a continuous-access HOV lane for westbound US-36, between 
the same limits; and the construction of direct connections to and from the US-36 
HOV lanes and the HOV reversible lanes on I-25; 

 
• The existing bus lanes on Broadway and Lincoln between I-25 and the Denver CBD; 

conversion of these lanes to HOV lanes is a SIP contingency measure.  Denver is 
proceeding with signal interconnection which would facilitate lane conversion if 
necessary; and 

 
• The HOV lanes currently in operation along Santa Fe Drive between Bowles Avenue 

and I-25. 
 
Continued operation of the US-36 and I-25 HOV lanes may be affected by the Major 
Investment Study recommendations for these corridors as discussed in Chapter III. 
 
Bus Network and Services 
 
In addition to the rapid transit system, fixed-route and shuttle bus services complete the 
transit network.  Fixed-route and shuttle bus services provide area residents access to 
and from the rapid transit system, provide transit to destinations not served by rapid 
transit, and provide transit for short trip lengths where travel on the rapid transit system 
is not practical.  In areas with characteristics not supportive of fixed-route bus services, 
alternatives such as circulator, route deviation and subscription service have been 
started and need to be investigated further.  The majority of this service is operated by 
the Regional Transportation District (RTD). 
 
Demand-responsive service operated by a variety of providers currently serves the 
elderly and disabled populations.  As discussed in the Elderly and Disabled Service 
Element, these services have not prospered.  Other models of transportation service 
and funding may need to be pursued.  Local governments are provided an opportunity 
through the Transportation Improvement Program process to apply for flexible highway 
dollars for additional bus transit service.  In addition, school buses provide children with 
transit service to school and other school functions throughout the region.  A concern 
with both school and transit buses is the use of diesel engines, which contributes to 
both PM10 and nitrogen oxide emissions. 
 
Fixed-route Bus Service 
 
The 2025 Interim RTP fixed-route bus network is based on the existing fixed-route bus 
network as defined by RTD and supplemented by service provided by local 
governments.  RTD performs regularly scheduled updates to the fixed-route bus 
network three times per year; other necessary interim changes may also occur.  The 
fixed-route bus service component for 2025 includes about a 1.7 percent annual 
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increase over existing service (including the replacement of bus service with rail transit 
in the southwest, southeast, east and west corridors).  Between 2001 and 2025, the bus 
fleet is expected to increase from 1,096 to 1,493 vehicles (not including ADA service 
vehicles).  Bus redeployments that result from the construction of rapid transit corridors 
also free up existing fixed-route bus service to provide increased service elsewhere. 
 
RTD bus service operates on many regional roadways that comprise the 2025 Interim 
RTP Highway Element.  Figure 17 illustrates the highway facilities that are expected to 
carry high-volume RTD bus services by service classification (Regional, Express, 
SkyRide, and local).  Consideration of transit during highway redesign or operational 
improvements is essential.  Actions to decrease bus travel times where feasible and 
warranted (high number of daily bus trips) should be considered to encourage increased 
ridership by making transit travel times more competitive with the automobile. 
 
Intercity and Gaming Area Bus Service 
 
Private bus service (charter and fixed-route) is also provided for the gaming 
establishments of Black Hawk and Central City.  Customers and employees utilize these 
services.  Greyhound Lines and Texas, New Mexico, and Oklahoma Coaches (TNM&O) 
provide scheduled city-to-city and interstate bus service.  Bus stations are located in 
Aurora, Brighton, Byers, Castle Rock, Denver, Idaho Springs, Littleton and Longmont. 
 
Community-based Bus Service 
 
RTD has begun providing community-based services to the bus network.  These services 
feature smaller vehicles and potentially a mix of fixed-route/non-fixed route and scheduled/ 
non-scheduled applications employed in community settings.  Service hours will increase 
by 1.7 percent annually and the number of vehicles will increase to 180 by 2020. 
 
Transit Passenger Facilities 
 
Access to the transit system affects its use.  Passenger facilities provide transit patrons 
access to transit services, and provide for transfer between transit modes.  Access to 
transit may be via an automobile, by bicycle or walking, or by airplane in the case of 
Denver International Airport (DIA).  Transfers between transit modes may be between 
innovative suburban paratransit service and a fixed-route service, or between either of 
these modes and rapid transit service.  Facilities that provide for transfers between 
transit modes are discussed below.  Facilities that provide for the intermodal transfers 
(e.g., DIA, park-n-Ride lots) are discussed in the Integration of Plan Elements section.  
It is recognized that some passenger facilities that primarily provide for transfers 
between transit modes may also provide intermodal connections. 
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Transit Centers (Central Terminals or Intermodal Passenger Facilities) 
 
The Denver Union Terminal (DUT) will provide a central location to transfer between rapid 
transit lines; will provide access to downtown destinations for rapid transit patrons through 
walking, biking, or transfer to the downtown shuttle; will provide access to some fixed-route 
bus services; and will provide access to other non-RTD transit services such as AMTRAK 
and the Winter Park Ski Train.  In addition, the Market Street and Civic Center stations will 
continue to provide an interface between the regional and express buses and the 
downtown shuttle.  The Boulder and Longmont Transit Centers, provide transfers to and 
from buses that operate within those cities and access to buses traveling to other parts of 
the region.  Two additional transit centers are proposed in Boulder, one on the University 
of Colorado campus and one in south Boulder in the vicinity of Crossroads Mall or the 
Table Mesa park-n-Ride lot.  Another transit center is the Stapleton Intermodal Terminal. 
 
Rail Transit Stations 
 
A total of 49 light rail transit stations and four commuter rail stations are included in the 
2025 Interim RTP.  Two stations (DUT and 40th St./40th Ave.) serve both light rail and 
commuter rail patrons.  All of these stations will be serviced immediately, or in close 
vicinity, by fixed-route bus and/or other transit service.  Twenty-nine of these stations 
provide parking, therefore also serving as park-n-Ride facilities (see Integration of Plan 
Elements).  Station locations are identified on Figure 16.  Passenger amenities for on-
street bus stops, addressed in the following section, are also encouraged for rail stations. 
 
Transfer Stations 
 
There will be nine designated transfer stations located at shopping and other activity 
centers in the area.  Two or more bus routes meet at these locations to permit efficient 
transfers between routes.  Transfer stations will be located at the following locations: 
Applewood Shopping Center, Aurora Mall, Denver Tech Center, Federal/Evans, Front 
Range Community College, Northglenn Mall, Pioneer Monument, Thornton Town 
Centre, and Villa Italia Mall.  Note that the existing Stapleton transfer station will be 
replaced by a rail station. 
 
park-n-Ride Lots 
 
A total of 96 park-n-Ride lots are included in the 2025 Interim RTP.  Transit patrons can 
park their car or bicycle and board the bus, or carpoolers can meet and leave their extra 
vehicles.  Note that several park-n-Ride lots are adjacent to transit centers, rail transit 
stations, and transfer stations. 
 
On-street Bus Stops 
 
On-street bus stops are located throughout the RTD service area and serve as the 
major access points to transit, as well as providing transfers between routes.  
Passenger amenities provided along fixed-route service stops are essential to the 
success of any transit system.  These amenities include shelters, benches, lighting and 
other security devices, the connection of bicycle and pedestrian pathways, and  bicycle 
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parking (including bicycle lockers).  Expansion of these elements and inclusion in future 
designs is encouraged. 
 
Transit Maintenance Facilities 
 
The 2025 Interim RTP also includes construction of a light rail transit maintenance facility, 
a commuter rail maintenance facility, and one bus maintenance facility.  
 
Highway 
 
The highway element of the 2025 Interim RTP consists of a network of regionally 
significant roadway corridors of specified facility size and classification.  The size of a 
facility is designated by the number of lanes that serve general-purpose, through-traffic 
during the peak periods.  Turn lanes, acceleration/deceleration lanes, HOV lanes, 
bus/HOV lanes, and parking lanes are not included. 
 
A 2025 Interim RTP roadway may be classified as one of three facility types: 
 
• Freeways - divided highways with access restricted to grade-separated 

interchanges. 
 
• Major regional arterial roadways - divided and undivided highways that permit 

at-grade access and crossings; however, they also provide for high traffic volumes 
by minimizing left-turns, side access, and cross-streets.  

 
• Principal arterial roadways - major streets primarily used by regional through-traffic, 

with at-grade intersections and side access permitted but regulated. 
 
The 2025 Interim RTP highway network, Figures 18 and 19, contains approximately 
1,830 lane-miles of freeways, 1,030 lane-miles of major regional arterial roadways, and 
3,020 lane-miles of principal arterial roadways. 
 
Highway capacity improvements are an integral part of the 2025 Interim RTP.  
Highways provide the conduit for regional and interregional automobile travel, local and 
regional bus travel, and freight movement.  Without improvements, severe congestion 
(volume-to-capacity ratios over 0.95) would be experienced on many freeway and 
arterial roadways for more than three hours per day (see Figure 5). 
 
Highway capacity improvements included in the 2025 Interim RTP for the Transportation 
Management Area (TMA) are illustrated on Figure 20.  In addition, the construction of a four-
lane South Access Road (I-70 to SH-279) in the mountainous area is also included with 100 
percent local funds.  All 2025 Interim RTP capacity improvements are listed in Appendix 2, 
including capacity improvements in the 2001-2006 Transportation Improvement Program 
(TIP).  The selection of roadways for capacity improvements (excepting existing 
commitments) is based on 2025 congestion levels, cost per person-miles- traveled, gap 
closure, spacing needs, and roadway classification as described in Appendix 1. 
In addition to the roadways, the interconnection between highway facilities is an important 
component of the 2025 Interim RTP.  The interconnection may be interchanges, as required 
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where one or both facilities are freeways, or at-grade intersections that provide most of the 
interconnections for major regional arterial and principal arterial roadways.  All interchange 
locations are identified on the 2025 Interim RTP highway network (Figures 18 and 19). 
 
Highway Network Description 
 
Freeways 
 
The freeway component of the 2025 highway network includes the interregional north-
south and east-west facilities of I-25, and I-70, respectively; and I-76 that extends beyond 
the Denver region to the northeast.  Intraregional freeway facilities include: C-470, E-470, 
Northwest Parkway, I-225, I-270, Peña Boulevard, SH-58, and SH-270; and portions of 
US-6, US-36, and US-285.  All 2025 Interim RTP freeway facilities contain a minimum of 
four lanes.  The number of lanes for each freeway segment is indicated on Figures 18 
and 19.  All freeway facilities are also state highways except E-470, the Northwest 
Parkway, and Peña Boulevard.  E-470 is a four-lane toll facility for its entire length from 
South I-25 to North I-25, owned and operated by the E-470 Public Highway Authority.  
Peña Boulevard is a City and County of Denver freeway facility.  The Northwest Parkway 
Public Highway Authority will own and operate its facility with Broomfield. 
 
Significant freeway widening improvements are also included in the 2025 Interim RTP, 
and include portions of I-25, C-470, I-70, I-76, and I-225 (see Figure 20).  Two or more 
through travel lanes will be added to I-25 in the Southeast Corridor from Broadway to 
Lincoln Avenue in Douglas County.  Widening of I-76 (I-70 to I-25) may require auxiliary 
lane reconstruction east of I-25.  The 2025 Interim RTP freeway network has 14 percent 
more lane-mile capacity than the 2001 freeway network. 
 
Major Regional Arterial Roadways 
 
The 2025 highway network includes improvements to major regional arterial roadways.  
The majority of the increase in lane-miles is attributed to improvements on the following 
five roadway corridors: 
 
• 120th Avenue;  
• Arapahoe Road (Arapahoe County);  
• US-85 (Castle Rock -  Littleton);  
• US-285 (Foxton Road - Parmalee Gulch);  
• Wadsworth Boulevard. 
 
The 2025 Interim RTP includes the construction of 12 interchanges to replace at-grade 
intersections at high traffic locations, and includes the construction of a railroad grade-
separation on Wadsworth Boulevard at Grandview Avenue, to further improve 
Major Regional Arterial travel.  Interchange improvement details are discussed in a 
subsequent section. 
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Principal Arterial Roadways 
 
Twelve centerline miles (45 lane miles) of new principal arterial roadways are planned 
for construction as part of the 2025 Interim RTP.  About 180 lane miles will be added to 
existing facilities, yielding a total of 3,020 lane miles of principal arterial roadways on the 
2025 highway network. 
 
Improvements to principal arterial roadways are detailed in Appendix 2.  Significant 
principal arterial roadway improvements include: 
 
• The reconstruction of Founders Parkway in Castle Rock as future SH-86; 
 
• The widening of 56th Avenue, between Peña Boulevard and Powhaton Road; 
 
• The closure of gaps and connection of offset roadways in the western portion of the 

region: on 72nd Avenue, between SH-72 and 86th/88th Avenue, between Ward 
Road and Alkire Street, and between McIntyre and Indiana Streets. 

 
To the extent practical, existing principal arterial roadways along the eastern edge of the 
TMA are extended as two-lane facilities to connect to freeway facilities, with the 
possibility that they would be widened to four lanes with local or private revenues or 
beyond the year 2025. 
 
Interchanges 
 
The 2025 Interim RTP calls for 26 new full interchanges and two new partial 
interchanges, and adds movements at six locations.  Eight new full interchanges are 
part of the E-470 and Northwest Parkway construction.  New full interchanges on the 
freeway network (excluding E-470 and the Northwest Parkway) include: 
 
• C-470/Alameda Parkway; 
• C-470 at 1 mile north of Morrison Road; 
• I-25/Douglas Lane; 
• I-25/Ridgegate; 
• I-25/144th Avenue; 
• I-25/136th Avenue; and 
• US-285/Simms Street. 
 
New partial freeway interchange locations include E-470/Cottonwood, and US-36 at 
92nd Avenue (which supplements and partially replaces the US-36/ Sheridan 
interchange).  New interchanges to be constructed to replace at-grade intersection 
locations on the Major Regional Arterial roadway network include: 
 
• Parker Road/Hampden Avenue 
• Longmont Diagonal/Mineral Road 
• Longmont Diagonal/Jay Road 
• Santa Fe Drive/Dartmouth Avenue 
• US-85/Titan Road 
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• US-285/South Turkey Creek Road 
• US-285/Meyer Parkway 
• US-285/Barkley Road 
• US-285/County Road 73 
• US-285/Foxton Road 
 
Movements will be added to the following freeway interchange locations: 
 
• I-25/Colfax Avenue 
• I-70/SH-58 
• I-225/DTC Boulevard 
• C-470/I-70 
• I-76/I-270 
• I-25/US-36/SH-270 
 
Many other interchanges are expected to be reconstructed as part of roadway widening 
improvements for various corridors (see Appendix 2).  The US-36 interchange at Federal 
Boulevard and all structures on US-36 east of Sheridan Boulevard are expected to be 
reconstructed, leaving a design envelope sufficient to accommodate six general-purpose 
lanes and two HOV lanes in the future.  Other interchanges will be reconstructed due to 
facility obsolescence.  The existing interchanges at I-25/US-85 in Castle Rock, I-25/ 
Surrey Ridge Road, and I-25/Schweiger (exit 191) are proposed to be eliminated as part 
of the South I-25 project currently in the 2001-2006 TIP. 
 
Other Highway Improvements 
 
2025 Interim RTP improvements not illustrated on the highway network map but 
considered components of the highway element include: 
 
• Safety, operational improvements, and viaduct replacement recommendations from 

the Southeast Corridor Major Investment Study, as detailed in the highway 
improvement list (Appendix 2); 

 
• Operational improvements at locations to be determined through the TIP project 

selection process; and 
 
• Geometric/safety improvements on state highways which are not on the regionally 

significant highway network (i.e., minor arterials and collector roadways). 
 
Mountains and Plains 
 
Highway capacity improvements are included for principal arterial roadways in the 
mountainous area of the region.  No capacity improvements are needed in the plains 
area (see discussion in Safety section). 
 
In the mountainous area, the two most pressing transportation issues are reducing 
weekend congestion on the I-70 corridor and improving access to the Gilpin County 
gaming district.  CDOT has initiated the Programmatic Environmental Impact Statement 
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process to determine improvements to ameliorate congestion and environmental impacts 
and will identify an investment strategy for I-70.  I-70 is an important facility for the nine-
county region as well as the entire state.  The 2025 Interim RTP supports determining 
ways to increase I-70's person-carrying capacity, within its current footprint, through Clear 
Creek County. 
 
Additional access to the gaming district is needed since US-6 and SH-119 have 
capacity limitations and experience high numbers of traffic crashes.  The 2025 Interim 
RTP supports CDOT recommended actions, which include safety, signage, and 
management actions for the current infrastructure and widening the segment of SH-119 
within Black Hawk.  The 2025 Interim RTP also includes the construction of the South 
Access Road from I-70 to Central City with 100 percent local funds.  A possible tunnel 
between SH-119 and I-70 at the bottom of Floyd Hill may be considered following the 
completion of the Access to Gaming Area EIS. 
 
Freight 
 
The efficient movement of freight is extremely important to the Denver region’s economy.  
Freight moves to and from the region by air, rail, truck, or combinations of these modes.  
Freight distribution within the region is handled almost exclusively by trucks. 
 
Data from the U.S. Bureau of Transportation Statistics’ 1993 Commodity Flow Survey 
indicates that 63 percent of freight tonnage originating in Colorado is shipped less than 
50 miles, and about 75 percent of freight tonnage is carried by truck.  This implies that 
most freight shipments traveling in the metropolitan Denver region have origins and 
destinations within the region, and that they are moving by truck on the region’s 
freeways and arterial roadways. 
 
In 1998, about 50 million tons of freight originated in the Denver region and were 
shipped by rail or truck to destinations outside of the region.  In contrast, about 80 
million tons were shipped into the region. 
 
Freight Rail in the Metropolitan Region 
 
Freight rail traffic in the Denver metropolitan region is predominated by Class I railroads 
Union Pacific (UP) and Burlington Northern Santa Fe (BNSF).  These are the only Class 
I railroads that operate in Colorado.  As defined by the Surface Transportation Board, a 
Class I railroad has operating revenues of at least $255.9 million per year.  No Class II--
regional--railroads operate within the Denver metropolitan area.  There are two Class 
III--local--railroads operating within the Denver metropolitan region.  Active rail lines in 
the region and (where available) number of trains per day are illustrated in Figure 21 
along with intermodal terminals and major transfer facilities. 
 
Class I 
 
The BNSF railroad’s principal line through the Denver region runs north-south carrying 
trains from Wyoming to Texas.  Its primary cargo is coal.  Other BNSF lines which 
operate in the metropolitan region include a Golden to Denver branch which mainly 
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services the Coors brewery, the Broomfield-Lafayette branch, the Longmont-Barnett 
branch, and a branch which connects Denver, northeastern Colorado, and Nebraska on 
its way to Texas. 
 
The UP operates north-south lines which connect Denver with Cheyenne and Pueblo 
(joint line with BNSF).  East-west lines from Utah and western Colorado pass through 
Denver on route to Kansas.  UP also operates a 33-mile branch line which connects 
Commerce City to the Boulder area. 
 
Note that BNSF and UP have joint operations and track sharing agreements south of 
Denver.  The joint line is operated as paired track, with one track used for southbound 
trains, and the second track for northbound trains. 
 
Class III (Local) 
 
Denver Rock Island Railroad (DRIR) has a switching and terminal spur line north of I-25 
and 58th Avenue, which travels roughly along I-270.  DRIR connects with both UP and 
BNSF.  Great Western Railway of Colorado (GWR) operates branch lines connecting 
North Front Range communities such as Fort Collins, Loveland, and Longmont.  GWR 
has an interchange point with BNSF at Longmont (switching only). 
 
At-Grade Railroad Crossings 
 
Over 500 at-grade rail crossings exist in the Denver metropolitan region.  Many of these 
at-grade crossings are found north of the I-70 corridor in predominantly industrial areas.  
At-grade rail crossings can pose safety concerns as well as problems of delay to auto 
traffic and emergency services.  The 50 rail crossings of the regional highway network 
are shown in Figure 22. 
 
Western Transportation Trade Network 
 
The Western Association of State Highway and Transportation Officials, of which CDOT 
is a member, established the Western Transportation Trade Network (WTTN) 
consortium in 1994.  The purpose of WTTN is to promote economic growth and to 
maximize trade opportunities among Canada, the United States, and Mexico by defining 
and implementing a multimodal transportation and trade network within the 17 western 
states.  The Western Transportation Trade Network Study, completed in 1997, identified 
20 regional trade corridors in the western United States.  These corridors are broad 
geographic bands connecting major endpoints over which regionally significant 
interstate freight is carried.  Corridors may include a single mode or a combination of 
road, rail, and waterway routes.  Of the 20 regional trade corridors, three traverse the 
Denver region.  Two are north-south and are coincidental in the Denver region: 
Wyoming to Galveston, and Wyoming to Mexico.  I-25 for truck freight and the UP and 
BNSF rail lines are primary facilities in these corridors.  The third regional trade corridor 
is Utah to St. Louis, which includes I-70 (truck route) and the UP rail line. 
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The WTTN study identified transportation deficiencies associated with the regional 
corridors.  Portions of the I-25 route through the Denver metropolitan region were noted 
for problems of congestion and impacts due to weather.  I-70 was noted for problems of 
congestion, weather impacts, vehicle height restrictions, and poor pavement conditions. 
 
In 2001, a decision was reached designating the Ports to Plains freight corridor.  The 
route selected in Colorado enters from Oklahoma on US-287, then continues on US-40 
to I-70 and to I-25 in Denver. 
 
Intermodal Freight 
 
A growing volume of freight to and from the Denver region moves by truck/rail or air/truck 
intermodal combinations.  The National Industrial Transportation League estimates that 
about 20-25 percent of domestic trailer shipments of more than 500 miles travel by 
rail/truck intermodal services.  This growing market of intermodal freight relies on 
efficient and reliable truck access to and from rail/truck intermodal facilities in the Denver 
region.  Figure 21 shows the location of the UP and BNSF intermodal freight terminals 
and other major automobile and pipeline transfer facilities. 
 
Air cargo tonnage to and from Denver has grown dramatically over the past 25 years, 
increasing by an average of 5.3 percent per year between 1970 and 1995.  Air cargo 
tonnage at Denver International Airport is projected to grow by 4.5 percent annually 
through year 2020.  Air freight is by nature high value and time sensitive, and is linked to 
the types of retail, service, and manufacturing businesses expected to lead the region’s 
economic development over the coming 24 years.  These business operations depend 
directly on efficient and reliable truck access to DIA from virtually all parts of the region. 
 
Regional Transportation Plan Improvements that Address Freight 
 
Freight concerns largely relate to mobility and access issues.  Mobility issues pertain to 
smooth and reliable traffic conditions on the region’s freeways and Major Regional 
Arterials, and grade crossings on freight railroad tracks.  Access issues deal with road 
geometrics, structure clearances, and severe bottlenecks between the metropolitan 
transportation system roadways and major freight facilities. 
 
Truck mobility tends to be most important during the midday hours between the commute 
peak periods.  This is when most trucking activity occurs, as indicated in Figure 23.  
Trucking operations can be affected by the spreading of peak period congestion into late 
morning and early afternoon hours, and by traffic incidents during the mid-day hours 
between the peaks.  2025 Interim RTP improvements and transportation management 
strategies that address the length of peak period congestion, or that improve incident 
management, contribute the most to improving freight mobility.  The proposed roadway 
capacity improvements will help address peak hour congestion and the spreading of the 
peak, as will investments in rapid transit along major commute corridors.  The completion 
of E-470 between South I-25 and North I-25 provides a bypass around the urban area for 
trucks, particularly during congested time periods.  Investment in system management  
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Figure 23 
Hourly Distribution of Trips by Truck and Car 
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programs and technologies, such as the freeway courtesy patrol and improved incident 
detection and response, will increase the reliability of the road system. 
 
The 2025 Interim RTP includes numerous access improvements for freight movement.  In 
particular, access to DIA is improved by completing E-470, completing a section of the 
Northwest Parkway, extending 120th Avenue, widening East 56th Avenue, and   
widening Peña Boulevard.  Access to the freeway system from the heavy concentration 
of regional freight facilities in the area roughly bounded by I-25, I-70, I-76 and I-270 is 
improved by widening I-270 and improving connections between I-25, US-36, I-76 and 
I-270.  Improvements that would benefit the three WTTN regional corridors include: 
 
• North/south - widening I-25, completing E-470, improving “inner beltway” routes 

(I-225, I-270). 
• East/west - widening portions of I-76 and I-270. 
• Operational improvements including ITS are consistent with WTTN expectations. 
 
Air Quality Concerns with Freight Movement 
 
The economic benefit of freight travel is not without environmental impacts, particularly 
to the region’s air quality.  Most freight movement in the region is by truck.  A large 
percentage of heavy trucks are powered by diesel engines.  APCD estimates that 
heavy-duty diesel vehicles are responsible for about 50 percent of the primary PM10 
emissions from motor vehicles.  Similarly, heavy-duty diesel engines are a large 
contributor to NOx emissions.  Control of heavy duty diesel emissions may be necessary 
due to their contributions to NOx and PM10 air pollution concerns. 
Pedestrian and Bicycle 
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Nonmotorized transportation is an important component of the Denver area’s 
metropolitan transportation system.  The development of on- and off-street pedestrian 
and bicycle facilities, combined with compatible land use design, could help encourage 
non-motorized travel thus replacing auto trips and resulting in air pollutant and energy 
consumption benefits.  There are also many people who are dependent upon walking 
and bicycling to travel to and from work, shopping, school, or the transit stop.  According 
to 1990 Census results, there were more than 55,000 households in the Denver region 
that do not have a motor vehicle.  In addition, many more people do not have access to 
a household vehicle when they need one. 
 
The Pedestrian and Bicycle Element of the Regional Transportation Plan, developed in 
1994 in cooperation with local and state governments, recreation districts and various 
users groups, calls for the provision of pedestrian and bicycle facilities and services to 
encourage walking and bicycling for transportation.  This plan element is updated and 
incorporated by reference in the 2025 Interim RTP.  The emphasis is on functional, 
destination-oriented tripmaking to reduce the number of single-occupant motor vehicle 
trips.  This emphasis on transportation purposes was required by ISTEA and is 
reinforced throughout TEA-21. 
 
Comfort and safety are critical factors related to the use of alternative modes.  
According to CDOT motor vehicle accident records for 1990 through 1992, about 1,300 
bicyclists and pedestrians are injured and 30 are killed each year in the Denver region.  
Many factors contribute to collisions involving motor vehicles, pedestrians and bicyclists.  
Such factors include high-volume and high-speed roadways, poor maintenance, and 
roads that are generally designed only for motor vehicles.  Other human factors include 
alcohol consumption and unsafe walking, bicycling, and driving behaviors. 
 
The provision of pedestrian and bicycle facilities should be specifically addressed in all 
new transportation investment studies and environmental impact statements.  Roadway 
improvement projects in the TIP that are adjacent to planned or existing bicycle and 
pedestrian facilities should address these facilities in their design.  Local governments 
are encouraged to adopt policies that consider the provision of pedestrian and bicycle 
facilities, including parking, in conjunction with all new development and redevelopment. 
 
According to the 1995 Nationwide Personal Transportation Study, approximately 25 
percent of all trips are one mile or less in length and therefore potential walking or 
bicycle trips.  About 50 percent of all trips are three miles or less, and are potential 
bicycle trips.  Although most walking and bicycle trips cover short distances, the 
provision of bicycle facilities at the local level furthers regional objectives.  Local 
sidewalks, off-street trails, and on-street bicycle treatments can encourage people to 
walk or use a bicycle for short trips to the store, work, school or other destinations.  Air 
quality is improved and less fuel is burned every time a motor vehicle is left at home.  It 
is of regional interest to assure that pedestrian and bicycle facilities that cross 
jurisdictional boundaries are coordinated, connected, and consistent. 
 
Bicycle Facilities 
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Bicycling is legally allowed on most roadways within the region, on off-street trails, and 
on some sidewalks.  Thus, in essence, the entire system of roads (with the exception of 
urban freeways) and off-street trails constitutes the available regional bicycle system.  
The system has also been enhanced with the installation of front-mounted bicycle racks 
on the local and express fleet of RTD buses.  Combining bicycle and transit trips can 
extend the effective length of the bicycle trip.  The bicycle may either be stored in a 
secure facility at a park-n-Ride lot or transit station, or the bicycle can be stowed on 
local and express bus route bike racks, regional bus route luggage bays or inside light 
rail vehicles during off-peak hours or directions.  Considering the large investment the 
region is making to develop a rapid transit system, emphasis will be placed on 
developing bicycle facilities which provide access to transit stations. 
 
Bicyclists’ skills vary by age and experience.  Advanced bicyclists often prefer to use the 
existing street system.  Basic adult bicyclists, and children may prefer low-speed, low-
volume facilities such as residential streets and off-street trails. 
 
There are a wide variety of system facility treatments that can make bicycling more 
comfortable for riders of different ability levels.  Examples include: 
 
• Signing designated bicycle routes along bicycle friendly streets (e.g., lower speeds 

and traffic volumes, wide curb lane, or shoulder); 
• Constructing or striping wider curb lanes (e.g., 13 to 15 feet); 
• Constructing shoulders (most importantly on rural highways); 
• Providing marked on-street bicycle lanes; 
• Constructing off-street bicycle and pedestrian multi-use trails; 
• Constructing trail overpasses or underpasses of major roads; 
• Providing bicycle parking at transit stations, park-n-Ride lots, and other activity 

centers. DRCOG’s Pedestrian and Bicycle Advisory Committee has recommended 
the inverted U-shaped rack as a regional standard.  A locker or indoor bike storage 
is generally desired for longer-term parking.  Additional information is available in the 
DRCOG publication A Guide to Bicycle Parking.; and 

• Providing bicycle sensitive detection loops and pavement symbols on intersection 
lane approaches. 

 
All types of facilities must be well maintained and constructed to established guidelines.  
Important maintenance and construction elements include: 
 
• Routine pavement maintenance treatments; 
• Debris removal 
• Vegetation removal (e.g., encroaching weeds and overhanging branches); 
• Provision of appropriate warning and regulatory signs (e.g., stop signs) and 

pavement markings on off-street trails and roadway approaches; and 
• Guidance signs, pavement markings, and traffic control devices that direct off-street 

bicyclists through intersections with roadways or other trails. 
 
Regional and community bicycle corridors (see Figure 24) have been identified to 
assure connection among various parts of the region.  Figure 24 indicates corridors with 
existing bicycle facilities, and corridors in which improvements must be made.  Specific 
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facilities may be directly on the routes depicted in Figure 24 or may be parallel within 
1,000 feet.  In order to encourage more bicycle travel by making it safer and more 
convenient along important routes, the plan calls for the development and maintenance 
of local bicycle facilities to link existing or planned centers (as defined in the Metro 
Vision 2020 Plan), with residential areas and transit facilities. 
 
To assure connections, the Regional Bicycle Corridors will be signed and numbered 
across the region as a Regional Bicycle Route System.  It will consist of several bicycle 
routes that are relatively consistent with the alignment of the region’s freeways and 
major regional roadways shown on the Metro Vision Regional Highway Network.  The 
purpose of these routes is to provide cross-community connectivity across the region. 
The Regional Bicycle Route System will include on- and off-road facilities, supporting 
infrastructure (such as signage, lighting and parking) and maps depicting the system. 
 
In developing local bicycle facility networks, local governments are encouraged to 
pursue the development of more detailed systems which would connect with the 
regional bicycle routes.  Other areas of emphasis include removing obstacles and 
completing breaks in the existing network of facilities.  Priority will be placed on 
completion of bicycle facilities, providing access to transit stations, and providing 
connections to, from and within centers as defined in the Metro Vision 2020 Plan.  
Proposed bicycle projects must be included in an adopted local planning document to 
be considered for the TIP. 
 
Pedestrian Facilities 
 
To make walking a viable travel alternative, the sidewalk and off-street trail system 
needs to be safe, accessible, connected, and well maintained.  Discontinuous sidewalks 
are a significant impediment to pedestrian travel.  Good maintenance is important to the 
provision of safe and usable pedestrian facilities.  Activities such as basic repair, snow 
removal, sweeping and vegetation control can affect pedestrian facility use.  Dual public 
and private responsibility complicates the provision of adequate pedestrian facilities.  
Emphasis should be placed on the provision of pedestrian connections to and within 
activity centers and residential areas and to transit facilities.  All sidewalks, curb-cuts, 
transit stops, signal push-buttons, and crossings should be in compliance with the 
Americans with Disabilities Act (ADA) and should be well maintained. 
 
In urban and suburban areas, continuous sidewalks should be provided on both sides of 
all streets and roadways (except freeways) and where possible, detached from the 
roadway.  Detached sidewalks are less likely to get blocked by street-plowed snow.  
Sidewalks should be built through developments and to the entrances of businesses, 
stores and other activity centers.  Along rural arterial roadways, paved shoulders should 
be provided of adequate width to safely buffer pedestrians from motor vehicle traffic. 
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The provision of appropriate pedestrian facilities should be specifically addressed as part 
of relevant roadway or transit construction improvements.  In urban areas, sidewalks 
must be provided in conjunction with highway and transit projects.  Opportunities for 
pedestrian-friendly elements such as curb bulb-outs on local streets or median island 
refuge areas should be considered, as should underpasses and overpasses that can 
reduce conflicts between pedestrians and motorists.  Sidewalks as inventoried in 1998 on 
the metropolitan transportation system are shown on Figure 253. 
 
Traffic signal designs are sometimes not sensitive to pedestrian needs.  The location of 
signal push-buttons frequently represents an obstacle for the disabled, pedestrian signal 
indications are often not well understood by the public, and standard pedestrian interval 
timing may not provide enough crossing time for children, the aged or disabled. 
 
Local governments should require adequate pedestrian access as part of any 
development proposal.  Sidewalks should be provided along internal streets, from 
parking lots to building entrances, at the end of cul-de-sacs, and as connections to off-
site pedestrian facilities.  Developers should also be encouraged to provide sidewalks 
along adjacent major streets where sidewalks or paths do not presently exist. 
 
Elderly and Disabled Service 
 
Disabled persons in the region now number approximately 70,000 (Table 3).  The 
elderly disabled currently comprise about 55 percent of the disabled population.  
 

Table 3 
2001 Estimated Population by Age and Mobility Impairment 

 
 0-59 Years 60+ Years Total 

Population 2,182,488 299,219 2,481,707 
Non-mobility Impaired 2,147,204 264,441 2,411,645 
Mobility Impaired 35,284 34,778 70,062 

 
Source:  2000 Census and DRCOG Population Estimates. 
 
Issues 
 
Cost of Service 
 
Table 4 shows trends in specialized transportation cost and ridership.  In 1998, 
approximately $22.3 million was spent to provide 1.36 million person-trips by 
specialized elderly and disabled transportation service providers.  Between 1995 and 
1998, there was a reduction in annual ridership.  Over the same period of time, total 
annual expenditures increased from $18.5 million to $22.3 million.  The cost per one-
way passenger trip increased significantly to approximately $16 per trip. 

                                            
    3Based on a survey conducted in July 1994, updated with information where available to February 1998 
conditions. 
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Table 4 
Comparison of 1995 and 1998 Specialized Transportation Cost and Ridership 

Providers of Specialized Transportation for the Disabled and Elderly 
 

 Actual 1995 
Regional Total4 

Estimated 1998 
Regional Total5 

Ridership (millions) 1.43 1.36 
Cost/Passenger Trip $12,94 $16.42 
Total Expenditures (millions) $18.50 $22.3 
FTA Funds6 5310 and 5311 $510,500 $787,000 
Basic Fleet Size 346 400+ 

Source: DRCOG and CASTA surveys of specialized service providers 
 
RTD’s access-a-Ride service has increased in ridership from 190,000 trips in 1995 to 
375,260 trips in 2000.  The cost of RTD’s access-a-Ride system is increasing due in 
part to service expansion from a limited service area to districtwide coverage. Total 
expenditures in 1995 were $6.8 million.  For 2000, total expenditures were $9.7 million.  
In 1995, this ADA mandated service was carrying 0.3 percent of the trips served by 
RTD, while consuming 3 percent of the RTD operating budget.  The cost of providing 
specialized ADA door-to-door services is an issue.  Wheelchair boardings on RTD’s 
regular bus lines totaled 115,109 in 2000.  In 2000, RTD had 1,036 lift-equipped buses 
out of a fleet totaling 1,096 buses, or 95 percent of its fleet. 
 
RTD’s door-to-door access-a-Ride service acts both to supplement regular lift-equipped 
bus service and as a separate bus system for the disabled. 
 
Provision of Service through a Designated Broker System 
 
The type of trip being served has significantly changed since the early 1990's.  In 1990, 
many trips were from home to a central destination such as a senior center.  Now most 
trips are being made to dispersed destinations, greatly increasing the cost per trip.  The 
multiplicity of service providers, the funding source constraints on service provision and 
the competition for limited funding has made service coordination difficult.  This has 
resulted in fragmented and uneven services for elderly and disabled persons.  
Overlapping service areas suggest the possibility for closer coordination of efforts.  
Major obstacles have been the lack of an agency charged with this responsibility, and 
federal programs that have different eligibility criteria and requirements that make it 
difficult to coordinate service. For the above reasons, the need to coordinate trips is 
greater than ever.  The designated service broker for each county will assume this 
responsibility, and will be accountable to the county government to ensure that 
specialized transportation trips are provided. 

                                            
    4Includes RTD’s Specialized Transportation services prior to access-a-Ride. 
    5Reflects RTD’s access-a-Ride service (see 2000-2005 Denver Regional Transit Development Program). 
    6Refers to UMTA-FTA Sections 5310 and 5311 (formerly FTA sections16 and 18) only.  From FTA 
Section 5309 funds, RTD spent $1,946,000 ($2,423,000 with local matching funds) to acquire or upgrade 
ADA vehicles in 1995. 
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Service Providers 
 
Under the designated broker system, service may be provided with any number of 
vehicles originating from a variety of sources including public agencies, private for-profit, 
private non-profit, and public non-profit providers.  The broker within each county may 
buy trips from any number of providers that will most effectively meet the specialized 
transportation needs of those requesting trips.  Specific examples may include but are 
not limited to: RTD's access-a-Ride, vans affiliated with a particular seniors center or 
charitable organization, and privately operated taxis. 
 
Providers requesting FTA section 5310/5311 funds must make themselves available to 
the designated service broker within the county or counties that they operate.  That is, 
eligibility for Federal funds is dependent on the providers' willingness to make available 
capital equipment and drivers to the designated brokers for each county.  If providers 
cease being responsive to the brokers, vehicles acquired through Federal grant money 
may be reassigned. 
 
Regional Policies 
 
• Each county is responsible for assuring that services are provided in the county. 
 
• Service within and between counties should be coordinated by a designated service 

broker for each county.  Services may also be provided by brokers, particularly in 
smaller population counties. 

 
• Federal funding should be provided in each county service area only after a county 

level broker has been identified and established. 
 
• Fully accessible wheelchair lift-equipped bus services, including supplemental 

transportation service for those whose disability prevents them from getting to a bus 
stop, should be provided by RTD.  Attention should be given to the mobility needs of 
low-income elderly, and assistance offered to those who have sight, cognitive, 
hearing or walking problems.  Programs should be developed to encourage the 
disabled population to use the regular bus service rather than RTD’s door-to-door 
specialized service; 

 
• Within its district boundaries, RTD is encouraged to provide trips to the designated 

brokers and to use brokered services provided by non-profit providers. 
 
• Service provision by private non-profit and private for-profit operators is encouraged; 
 
• Federal assistance may be provided to private non-profit operators who agree to 

provide significant services to the broker. 
 
• Sidewalk curb cuts and snow removal policies should be encouraged to improve 

mobility of those using wheelchairs and other aids in urban and suburban areas; 
 
• Transit services user training should be made available; 
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• Community service facilities should be located along existing public transit routes; 

and, 
 

Trips for specialized transportation for the elderly and disabled should be assigned 
by the county's designated broker. 

• 

 
Service Areas 
 
Each of the nine counties represent separate service areas for which the designated 
brokers will be responsible for arranging trips. 
 
Aviation 
 
The aviation element of the 2025 Interim RTP is described in detail in a separate 
document titled, 2020 Denver Regional Aviation System Plan (RASP).  Within the 
context of the RASP, DRCOG established the following goals for the provision of 
aviation facilities: 
 
• Provide aviation facilities to serve the region’s economic development needs and to 

support flight training and recreational pursuits; 
 
• Integrate aviation facilities in a systematic manner so that public costs are 

minimized; 
 
• Coordinate aviation development among local, state and federal planning agencies 

so that aviation facilities are compatible with the region’s goals for landside access 
and land development; and 

 
• Promote programs and policies which preserve public-use aviation facilities while 

minimizing adverse impacts on natural and human environments. 
 
Regional Airport System 
 
Aviation is generally discussed in terms of four categories: air carrier, military, reliever, 
and general aviation.  Air Carrier airports offer scheduled passenger service.  Military 
airports support the aviation activity of the various branches of the U. S. Department of 
Defense.  Reliever airports are designated by the Federal Aviation Administration (FAA) 
to alleviate congestion at commercial airports.  Though general aviation activities may 
occur at all airports, airports are only classified as general aviation if they are not 
already classified as any of the other categories. 
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The region’s 2025 airport system is composed of one air carrier, one military, four 
reliever, and two general aviation airports.  Figure 26 displays the 2025 airports of the 
Denver region.  Denver International Airport (DIA) services airlines providing scheduled 
passenger service as well as cargo service.  DIA is designed to accommodate aircraft of 
greater than 75,000 pounds gross weight.  The region’s only military airport is Buckley 
Air Force Base (AFB).  Buckley AFB supports flights for the Air National Guard and 
Army National Guard, including the 22 fighter jets and 50 helicopters based there. 
 
The region’s relievers are Centennial, Front Range, Jefferson County, and Tri-County 
airports.  Centennial, Front Range and Jefferson County airports provide most of the 
region’s corporate air traffic capacity.  The three airports currently have runways 
designed to accommodate aircraft weighing between 12,500 and 75,000 pounds gross 
weight, though Front Range expects to accommodate aircraft weighing 90,000 pounds 
by 2025.  Boulder Municipal and Vance Brand are the general aviation airports of the 
region.  Boulder Municipal Airport can accommodate aircraft weighing up to 16,000 
pounds gross weight, while Tri-County and Vance Brand can accommodate aircraft 
weighing up to 12,500 pounds gross weight.  Boulder will continue to accommodate the 
majority of the soaring (glider) activity in the metropolitan area. 
 
Regional Aviation Activity Forecast 
 
The data presented in this section was tabulated prior to September 11, 2001 and will 
be revised for the next RTP. 
 
Most aviation growth is forecast to occur in the commercial service industry, and in the 
air cargo and corporate aviation sectors of the general aviation industry.  There is very 
little growth expected in the light piston-engine sector of general aviation. 
 
To accommodate peak-period traffic, airports are normally targeted for expansion when 
they reach 60 percent of design operational capacity.  Three of the region’s airports are 
forecast to reach this milestone by 2025.  The 2020 RASP reports that Jefferson County 
will be at 62 percent capacity, Boulder Municipal will be at 71 percent, and Centennial 
will be operating at 90 percent of capacity. 
 
Based on actual 2000 operations, Centennial Airport is currently operating at 76 percent 
of capacity.  Due to environmental impact issues, expansion projects at Centennial are 
extremely unlikely in the foreseeable future.  For this reason, DRCOG has identified a 
need for a new utility airport in the south or southeast metro area to relieve Centennial 
of some of its light general aviation traffic.  If a public entity can be identified to sponsor 
the development of a new airport, such a facility could help Centennial accommodate 
the forecast growth in corporate aircraft traffic. 
 
While Boulder Municipal and Jefferson County are forecast to exceed 60 percent capacity, 
neither airport has much expansion potential. Tri-County Airport, however, is not 
anticipated to exceed 50 percent of capacity, and can therefore be in a position to accept 
any light general aviation traffic that might be displaced from Jefferson County or Boulder 
Municipal airports due to excessive delays.  Vance Brand Airport in Longmont may also be 
capable of relieving Boulder Municipal of some of its light general aviation traffic. 
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Airports and the Environment 
 
Environmental concerns that have the potential to affect airport planning activities exist 
primarily in three areas: noise, water quality, and air quality.  Perceived noise impact in 
areas around airports is typically at the root of local opposition to any airport expansion to 
meet growing demand.  To help reduce perceived and actual aircraft noise impacts on 
the region’s citizens, airports should develop and implement noise abatement policies 
and preferential runway programs.  Noise concerns also point to the need for airport 
compatible land use policies in the areas that are potentially affected by airport 
operations.  Local governments need to develop and implement land use policies that 
protect the existing airport investment. 
 
Of the regulated air pollutants, the 1994 Colorado PM10 and carbon monoxide State 
Implementation Plans indicate that aircraft contribute most significantly to nitrogen oxides 
(NOx) emissions.  Aircraft contribute an estimated 4.4 percent of the region’s total NOx.  
The Clean Air Act mandates that jet engine manufacturers meet emissions standards for 
smoke and hydrocarbons, but tests are not required for carbon monoxide or NOx.  Aircraft 
piston engine emissions are not currently regulated for any pollutants, and standards are 
not anticipated due to the relatively low emission levels from this source. 
 
Integration of Plan Elements 
 
Development of a multimodal plan is incomplete without development of the intermodal 
connections between travel modes.  For example, few trips begin and end directly on 
transit; often the trip may include a walk, bicycle or automobile segment.  Similarly, long 
transit trips often include transfers between transit routes and service types (e.g., local 
bus to light rail transit).  The existing transportation system currently provides some 
transportation linkages.  The 2025 Interim RTP identifies and encourages additional 
linkages, including major improvements to intermodal facilities.  Improved 
interconnections result in improved mobility.  The 2025 Interim RTP improvements also 
provide shared opportunities between competing modes.  A third aspect of plan 
integration includes management actions to facilitate travel on a specific mode or assist 
decisions regarding mode choice. 
 
Intermodal Connections 
 
Intermodal passenger facilities: 
 
• Denver Union Terminal (DUT) is planned to serve as the main rail transit station in 

the Denver CBD.  The East commuter rail line and the West and Central Platte 
Valley light rail transit lines will terminate at this location.  In addition, other bus 
routes and services, including extension of the 16th Street Mall downtown shuttle, 
will directly serve DUT.  Other transit operators (e.g., AMTRAK, private intercity and 
interstate bus services, and the Winter Park Ski Train) are expected to operate from 
DUT.  In addition, bicycle parking facilities, and bicycle and pedestrian access will be 
provided. 
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• Denver International Airport is a major intermodal passenger facility.  This role will 
be strengthened by the provision of commuter rail service on the East corridor to 
downtown Denver. 

 
• The Stapleton Intermodal Terminal, located on the site of the former Stapleton 

Airport, will serve commuter rail, bus transit and auto modes.  This facility will be 
funded with federal discretionary and local funds. 

 
Highway and rail connections (freight): 
 
• The major truck-to-rail transfer facility is located near 58th Avenue west of I-25.  The I-

25/58th Avenue interchange was recently reconstructed and the overpass widened to 
accommodate additional travel lanes.  Once off the interstate, trucks are faced with a 
difficult local road connection to reach the intermodal facility.  The 2025 Interim RTP 
encourages efforts to upgrade access to the truck-to-rail intermodal facility. 

 
• Construction of East Corridor commuter rail will displace the intermodal yard at 40th 

Avenue near 40th Street.  It is assumed that Union Pacific Railroad will relocate it to 
a more advantageous location. 

 
• There are many other locations throughout the eight-county area where truck and 

rail connections are made.  These include an automobile delivery area near I-76 and 
96th Avenue, industrial areas, and grain elevators in Commerce City and Watkins. 

 
Automobile and transit/HOV connections: 
 
• park-n-Ride Lots 
 
 A total of 96 park-n-Ride lots are included in the 2025 Interim RTP, including 66 existing 

park-n-Ride sites operated by RTD, an existing carpool parking lot at I-70 and US-40/ 
SH-26 operated by CDOT, a proposed carpool lot at I-25 and Castle Pines Parkway and 
33 new park-n-Ride sites.  Twenty-four of the existing park-n-Ride sites are planned for 
expansion.  Considering both new and expanded park-n-Ride sites, the number of 
spaces provided regionwide will double with implementation of the 2025 Interim RTP.  
The location of existing, new, and expanded park-n-Ride sites are detailed on Figure 27.  
Park-n-Ride lots serve two purposes: they provide a location for transit patrons to park 
their automobiles or bicycles and board transit, and they provide a place for carpoolers 
to meet and leave excess vehicles.  It should be noted that several park-n-Ride lots are 
adjacent to transit centers and transfer stations. 

 
Pedestrian and transit connections: 
 
• Pedestrian access to transit stations and park-n-Ride lots through the construction of 

safe, secure pathways is encouraged. Of particular importance are linkages to 
nearby housing and employment locations.  In urban centers, Metro Vision supports 
a network of connected streets and sidewalks and other design features to 
encourage walking. 
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• Passenger shelters are currently provided at major transfer points between bus 
lines.  The placement of shelters along new bus routes, and at existing bus stops not 
currently provided with shelters, is encouraged where passenger boardings warrant. 

 
In making decisions on future transit stations and park-and-Ride lots, proximity to 
housing or employment centers should be considered to encourage pedestrian travel. 
 
Bicycle and transit connections: 
 
• Fifty-one park-n-Rides and eight transit stations currently provide bicycle parking; 

with 21 locations including bicycle lockers.  Many major bus stops will be equipped 
with inverted “U” bike racks.  Additional bicycle parking is available through bike 
racks provided by local government and the private sector.  The 2025 Interim RTP 
includes an increase in bicycle parking through the districtwide provision of racks 
and locker facilities.  Bicycle parking will be provided at all new rail stations. 

 
• Bicycles may be transported on local and express route RTD buses through front-

mounted bicycle racks and in the luggage compartment of regional and SkyRide 
service. 

 
• Bicycle pathways to transit stations and park-n-Ride lots are encouraged as part of 

the regional bicycle plan. 
 
Transit interconnections: 
 
• Seventeen transit centers and transfer stations currently exist to facilitate transfers 

between bus routes and bus service types.  Fifty-six existing park-n-Ride lots serve 
more than one bus route.  Sixteen light rail transit stops along the Central and 
Southwest Corridor light rail lines accommodate transfers from bus service.  
Numerous on-street transit service transfers occur.  The 2025 Interim RTP calls for 
new transit stations to be constructed along all new rapid transit lines, which will be 
designed to accommodate transfers from fixed-route and other bus services.  In 
addition, transfers between commuter rail and light rail transit service will be 
provided at the DUT, and at the 40th Street/40th Avenue station. 

 
Highway and Aviation Connections: 
 
• The 2025 Interim RTP includes construction of E-470, widening of Peña Boulevard 

east of E-470 and widening of a portion of 56th Avenue, which will improve highway 
access to DIA for private automobiles, buses, vans, and freight.  Arapahoe Road 
improvements should enhance access to Centennial Airport; widening of Wadsworth 
Boulevard and SH-128 will improve access to Jefferson County Airport; and the Pearl 
Street/63rd Street extension will improve access to Boulder Airport.  In addition, the 
regional plan recommends an analysis of access to all airports. 
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Transit and aviation connections: 
 
• The 2025 Interim RTP includes construction of the East commuter rail line to provide 

direct transit service from the Denver CBD to DIA.  The commuter rail station will be 
located immediately adjacent and connected to the DIA terminal. 

 
• RTD currently provides bus service directly to the DIA terminal which facilitates 

transit access for air passengers and employees. 
 
Regional bus service will continue to DIA from the northwest, south and north areas of 
the region. 
 
Shared Opportunities 
 
Highway and bicycle: 
 
• New or improved regional bicycle facilities, along or connecting to the Regional and 

Community Bicycle Corridors, should be provided concurrently with 2025 Interim 
RTP highway improvements.  Additional opportunities will exist concurrently with 
roadway reconstruction, resurfacing, and operational projects.  In urban and 
suburban areas, as roadways and bridges on the metropolitan transportation system 
are reconstructed, curb lanes should be widened through construction or differential 
lane restriping.  Shoulders should be provided if sufficient right-of-way exists or can 
be cost-effectively acquired. 

 
Highway and pedestrian: 
 
• New or improved sidewalk facilities, particularly in higher-density urban locations, 

should be provided concurrently with 2025 Interim RTP highway improvements.  
Additional opportunities will exist concurrently with roadway reconstruction, 
resurfacing, and operational projects.  In fact, TIP project selection policies require 
that all urban area arterial projects funded by DRCOG in the TIP have sidewalks. 

 
Highway and transit: 
 
• Implementing agencies should incorporate appropriate transit features such as bus 

pads in highway widening, reconstruction and operational improvement projects and 
construction of new roadways. 

 
Implementing agencies should consider incorporating grade separations at railroad 
crossings and arterial street crossings in rapid transit improvements. 
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Plan Integration through Management and Program Activities 
 
Management Activities 
 
• The System Management and Operational Improvements and TDM sections 

describe the strategies and actions the region will emphasize to assure that facilities 
operate efficiently and to modify demand in a way that can be more readily 
accommodated by the transportation system.  Any major road and transit 
construction activity in the 2025 Interim RTP will be expected to accommodate 
appropriate system management elements; other aspects of system management 
will be implemented on existing infrastructure. 
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V.  PLAN ASSESSMENT 
 
 
System Characteristics 
 
System characteristics are summarized in Table 4.  A more detailed description for each 
travel mode and type of facility was presented in Chapter IV. 
 
System Performance 
 
The growth in population and employment, the distribution of that growth, and the 
provision of transportation facilities and services will impact travel patterns.  Changes in 
travel indices estimated to occur between 2001 and the year 2025 are shown in Table 5.   
A summary of this information follows: 
 
• The number of person trips will increase proportionally with the projected increase in 

residents as reported in Chapter 2.  Person miles traveled will increase faster than 
person trips as people travel farther to and from new destinations on the fringe of the 
currently urbanized area.  Person hours of travel will increase faster than person 
miles of travel as speeds are projected to decline.  The decline in speeds is a 
reflection of a higher rate of growth in the vehicle trips than in roadway capacity. 

 
• Vehicle miles traveled will increase at slightly more than the rate of increase in  

person miles traveled.  Vehicle hours traveled will increase faster than vehicle miles 
of travel as roadway speeds decline. 

 
• The percentage of miles traveled in severe congestion will increase significantly, 

with person hours of delay nearly quadrupling. 
 
• Transit tripmaking will increase at twice the rate of vehicle tripmaking.  Much of this 

increase will be accommodated on the rail system. 
 
• The highway network will be significantly more congested than it was in 2001, both 

on the freeways and on arterial roads.  Congestion will grow faster on the arterial 
streets system as traffic diverts off the congested freeways.  More roadways will  
experience pervasive congestion (three hours or more). 

 
A comparison of the situation which would occur with the implementation of the RTP 
versus the situation which would occur if only the existing plus committed highway and 
transit network is in place is presented in Table 7.  The existing plus committed network  
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Table 5 

2025 Interim Regional Transportation Plan System Characteristics 
 

Transportation Management 
Area 

 
Eight-County Area 

 
System Characteristics 

2001 2025 2001 2025 
Regional Roadway Lane-Miles (includes 
reclassified roads) 
 Freeways/Tollways 
 Major Regional Arterials 
 Principal Arterials 
 Total New Constructed Lane Miles 

 
 

1,363 
258 

2,603 
-- 

 
 

1,592 
1,026 
2,935 
519 

 
 

1,603 
258 

2,690 
-- 

 
 

1,832 
1,026 
3,022 
546 

Regional Roadway Centerline Miles (includes 
reclassified roads) 
 Freeways/Tollways 
 Major Regional Arterials 
 Principal Arterials 
 Total New Constructed Centerline Miles 

 
 

280 
68 
683 
-- 

 
 

303 
222 
819 
33 

 
 

340 
68 

725 
-- 

 
 

363 
222 
861 
40 

Interchanges 
 on Freeways/Tollways 
 on Major Regional Arterials, not freeways 
 Total new Interchanges 
 Add movement at exiting interchanges 
 Reconstructed or other improvements 

 
182 
12 
-- 
-- 
-- 

 
199 
21 
28 
6 
24 

 
203 
12 
-- 
-- 
-- 

 
221 
21 
28 
6 
24 

Rapid Transit Centerline Miles 
 Light Rail 
 Commuter Rail 
 High Occupancy Vehicle Facilities 

 
14 
0 

20 

 
46 
23 
24 

 
14 
0 
20 

 
46 
23 
24 

Rapid Transit Track/Lane Miles 
 LRT 
 Commuter Rail 
 HOV 

 
27 
0 

34 

 
97 
26 
42 

 
27 
0 
34 

 
97 
26 
42 

Rail Stations 
 LRT 
 Commuter Rail 

 
18 
0 

 
49 
5 

 
18 
0 

 
49 
5 

Rail Vehicles 
 Light Rail 
 Commuter Rail 

 
31 
0 

 
138 
19 

 
31 
0 

 
138 
19 

Bus Fleet (fixed-route systems) 
Bus Hours (millions in annual revenue service) 
Bus Miles (millions in annual revenue service) 
Number of HOV Bypass Ramps 

1,096 
2.66 
45.3 

6 

1,493 
3.60 

? 
4 

1,096 
2.66 
45.3 

6 

1,493 
3.60 

? 
4 

park-n-Ride Lots 
 Number 
 Spaces 
Bicycle facilities (miles) 
Airports 

 
66 

19,0857 
626 

9 

 
96 

32,248+7,8 
891 

8 

 
66 

19,0857 

707 
9 

 
96 

32,248+7,8 

972 
8 

 
Source: DRCOG for highway, bicycle and airport statistics and rapid transit estimates. 
   RTD for bus and rail fleet and park-n-Ride estimates.7 

                                            
7 Does not include Colorado Department of Transportation carpool spaces. 
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Table 6 
2025 Interim Regional Transportation Plan System Performance 

 
 Transportation Management 

Area 
 

Nine-County Area 
 
Average Weekday Estimates 

 
2001 

 
2025 

% 
Change 

 
2001 

 
2025 

% 
Change 

Travel 
 
Person Trips 
Number of person trips 
Person miles traveled 
Person hours traveled 
Average person’s trip speed 
 
Vehicle Trips 
Number of vehicle trips 
Vehicle miles traveled 
Vehicle hours traveled 
Average vehicle speed 
Peak period vehicle speed 
 
Percent of VMT in severe congestion 
Person hours of delay 
Transit trips 
Rail transit trips 
Person miles traveled on transit 
% transit - all day 
% transit - work trips 
 
Network 
Lane-mile hours severely congested 
Freeway 
Major regional/principal arterial 
Lane-miles with 3+ hours severe 
congestion 

9,705,000
77,574,075

2,310,419
34.0

7,445,914
58,498,688

1,663,663
35.0
32.0

11%
308,987
196,000
30,000

1,528,000
2.0%
5.5%

1,600
2,500

455

 
 
 

13,553,461 
116,303,416 

3,777,890 
31.0 

 
 

10,371,929 
87,428,521 

2,728,374 
32.0 
28.0 

 
15% 

790,819 
311,000 
158,000 

2,657,000 
2.3% 
5.6% 

 
 
 

3,000 
4,900 

870 

 
 
 

40% 
50% 
64% 
-9% 

 
 

39% 
49% 
64% 
-9% 

-13% 
 
 

156% 
59% 

427% 
74% 

 
 
 
 
 

88% 
96% 
91% 

 
 
 

9,816,315 
80,573,674 

2,373,246 
34.0 

 
 

7,524,876 
60,760,688 

1,708,903 
36.0 
35.0 

 
10% 

308,987 
196,000 
30,000 

1,528,000 
2.0% 
5.5% 

 
 
 

1,600 
2,500 

455 

 
 
 

13,926,015 
120,776,191 

3,871,512 
31.0 

 
 

10,629,116 
90,809,166 

2,795,987 
32.0 
31.0 

 
14% 

790,819 
311,000 
158,000 

2,657,000 
2.3% 
5.6% 

 
 
 

3,000 
4,900 

870 

42%
50%
63%
-9%

41%
49%
64%

-11%
-11%

156%
59%

427%
74%

88%
96%
91%

Source: DRCOG Travel Models FA01 and BA25 
 
consists of the existing transportation network and those projects committed to in the 
2001-2006 TIP or in local government capital improvement programs.  For example, the 
existing plus committed network includes the Southeast Corridor LRT project and I-25 
widening (but not the West LRT) project or I-76 widening.  A summary of the effects of 
implementing the 2025 Interim RTP follows: 

 
• Person miles of travel enabled by the additional accessibility and mobility provided by 

the RTP would increase.  In contrast, the number of person hours spent in travel 
would decline as congestion is reduced and average speeds improve. 

 
• Vehicle miles traveled would increase with implementation of the plan as new and 

widened roadways would provide better mobility and accessibility. 
 
• Person hours of delay and the percent of VMT in severely congested conditions 

would both decrease. 
 

• Transit ridership, especially on the rail system, would increase significantly. 
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• The extent and duration of severe congestion and pervasive congestion on the 
highway network will be reduced. 

 
Table 7 

Effect of 2025 Interim Regional Transportation Plan 
(Transportation Management Area) 

 
Average Weekday Estimates 

2025 Existing Plus 
Committed 

Network 

2025 RTP 
Network 

% Change

 
Travel 
Person Trips 
 Number of person trips 
 Person miles traveled 
 Person hours traveled 
 Average person’s trip speed 
Vehicle Trips 
 Number of vehicle trips 
 Vehicle miles traveled 
 Vehicle hours traveled 
 Average vehicle speed 
 Peak period vehicle speed 
Percent of VMT in severe congestion 
Person hours of delay 
Transit trips 
Rail transit trips 
Person miles traveled on transit 
% Transit - all day 
% Transit - work trips 
 
Network 
Lane-mile hours severely congested 
 Freeway 
 Major regional/principal arterial 
Lane-miles with 3+ hours severe congestion 

Data Not Yet 
Available 

 
 
 

13,553,500 
116,303,400 

3,777,900 
31 

 
10,371,900 
87,428,500 
2,728,400 

32 
28 
15 

790,800 
311,000 
158,000 

2,657,000 
2.3% 
5.6% 

 
 
 

3,000 
4,900 
839 

 

 
Source: DRCOG Travel Models ___ and BA25 

 
Fuel Consumption 
 
In 2025, fuel consumption by vehicles will have increased approximately 70 percent 
over 1996 levels.  This is slightly higher than the overall VMT increase of 65 percent, 
and is caused by the projected decrease in average speeds expected in 2020.  Vehicle 
fuel efficiency decreases as congestion increases. 
 
Safety 
 
There will likely be many more annual crashes in 2025 than today. If the crash rate per 
million-miles traveled remains unchanged from the 1998 rate, the number of annual 
reported crashes will increase from 74,500 in 1998 to over 100,000 in the year 2025.  
However, this estimate is most likely high since the crash rate is expected to decrease, 
reflecting current trends. 
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Air Quality Conformity 
 
The conformity of the 2025 Interim RTP is documented in Conformity of the Metro 
Vision 2025 Interim Regional Transportation Plan with the State Implementation Plan for 
Air Quality.  This conformity document demonstrates the Denver region’s timely 
implementation of adopted Transportation Control Measures (TCMs) and meeting of 
federally prescribed emissions tests.  The emissions tests involve comparisons with 
budgets which define the maximum amount of pollution which can be generated and still 
assure attainment of the federal ambient air quality standard.  A summary of the 
required emissions tests for the year 2025 follows. 
 
• The Denver Carbon Monoxide (CO) Maintenance Plan provides for a budget of 800 

tons per day within the Denver/Boulder non-attainment area.  The 2025 estimate is 
710 tons per day, which is lower than the budget. 

 
• The Longmont Carbon Monoxide Maintenance Plan provides for a budget of 16.76 

tons per day within the Longmont non-attainment area.  The 2025 estimate is 16.3 
tons per day, which is lower than the budget. 

 
• The Denver PM10 State Implementation Plan provides for two budgets--51 tons per 

day of direct PM10 emissions and 101 tons per day of nitrogen oxides (NOx).  The 
year 2025 estimate is 50.2 tons per day of direct PM10 emissions and 89 tons per day 
of NOx.  Both of these are less than the relevant budgets. 

 
Significant progress has been made on implementing adopted TCMs.  The Santa Fe 
HOV lanes are operating from Bowles Avenue to approximately I-25.  Light rail transit 
service is now open from the Denver CBD to the Littleton Mineral Avenue Station.  An 
EcoPass program has been implemented in the Denver CBD and at the Auraria Higher 
Education Complex.  Transportation Management Organizations have been started in 
the Denver CBD and at suburban locations.  Street sanding has been reduced, deicers 
substituted for sand, and vacuum sweepers have been purchased. 
 
Environmental Justice 
 
An important consideration for the 2025 Interim RTP is its impact on the minority and 
low income populations of the Denver region.  Guidance for evaluating these impacts is 
derived from Executive Order 12898, Federal Actions to Address Environmental Justice 
in Minority and Low Income Populations, which was signed by former President Bill 
Clinton on February 11, 1994.  The Executive Order (EO) and accompanying 
memorandum reinforced the requirements of Title VI of the Civil Rights Act of 1964 that 
focus federal attention on the environmental and human health condition in minority and 
low income communities. 
 
Transportation plans and programs (1) must provide a fully inclusive public outreach 
program (see pages 2-3); (2) should not disproportionately impact minority and low 
income communities, and (3) must equitably distribute resources and funding among all 
parts of the region.  The 2025 Interim RTP addresses these three principles and they 
were considered throughout the decisionmaking process.  These principles must also 
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be considered in the project development and implementation phases for specific 
projects in the RTP. 
 
Geographic Concentrations 
 
The first step in the environmental justice evaluation process was to identify geographic 
concentrations of minority and low income populations.  The process conducted for the 
2025 Interim RTP was limited due to the incomplete availability of 2000 census data. 
 
Figure 28 shows the locations in 2000 (by census tracts) where the percent of minority 
population is at or above the regional value of 28 percent.  The minority population 
definition includes all persons of non-white races plus ethnic Hispanic whites.  The minority 
population is concentrated in census tracts to the north, southwest, and east of the Denver 
CBD.  Other localized concentrations are in Boulder, Brighton, Longmont, and Lafayette. 
 
Travel Characteristics 
 
Evaluations of the travel characteristics of the minority and low income population of the 
Denver region was previously conducted based on 1990 census data.  The analysis 
revealed several key factors: 
 
• 65 percent of minority workers drove alone in a private vehicles to work; 
• Hispanics had the highest carpool rate to work (20 percent); 
• Blacks had the highest use of public transit to work (13 percent); 
• Whites had the highest drive-alone rate to work (77 percent); and 
• Workers with lower incomes were more likely to use public transit or walk to get to work. 
 
Automobile ownership is closely correlated to income.  In 2000, about 55,000 
households in the Denver region did not have an automobile available, roughly the 
same value as in 1990.  It is important that alternative modes of travel such as public 
transit and facilities such as sidewalks and bike paths are provided for as many of these 
households as possible. 
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Benefits of the 2025 Interim RTP 
 
The 2025 Interim RTP recommends many projects, services, and policies that would 
improve transportation for those people unable to use an automobile to travel.  About 60 
percent of the anticipated RTP expenditures through 2025 will be for public transit and 
other non-roadway projects and services.  It should also be noted that many future road 
projects also will include elements that will benefit non-drivers. 
 
The RTD fixed-route bus fleet will increase by about 40 percent over the next 24 years.  
Three new rail lines will be completed that include 12 new stations located in minority 
population areas.  Based on 2000 census data, about 85 percent of the region’s 
minority population is located within a one-third mile catchment area around the 2025 
transit system bus routes or rail stations.  About 1.6 million workplace jobs (70 percent 
of the region’s jobs) will also be located within one-third mile of a transit route.  It should 
be noted, however, that living or working near a transit line does not assure that there 
will be transit service provided when travel is desired (e.g., weekends and evenings). 
 
Other beneficial plan components include extensive additions to the bicycle and 
pedestrian system, expansion of demand-responsive transit service, and further 
outreach by the DRCOG carpool matching service, RideArrangers.  This service can be 
very beneficial in helping to find transportation for persons without access to an 
automobile, if there are common workplaces or school destinations. 
 
Impacts of the 2025 Interim RTP 
 
The recommendations contained within the 2025 Interim RTP should not have 
disproportionate adverse impacts on the low income or minority communities.  Any 
negative transportation impacts, such as air pollution, excessive noise, construction 
effects, right-of-way acquisitions and safety would occur throughout the region.  Major 
construction projects will actually be located primarily in non-minority parts of the region.  
Growth in vehicle miles of travel will also increase more in the suburban areas of the 
region.  There are no new major transportation facilities planned that would create new 
barriers to minority or low income communities. 
 
The 2025 Interim RTP transportation system has passed all air quality conformity tests 
required by the federal Environmental Protection Agency and State Implementation 
Plan for Air Quality. 
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V.  FINANCIAL PLAN 
 
 
The 2025 Interim RTP represents the region’s long-range, fiscally constrained 
transportation plan.  For a plan to be fiscally constrained, the costs of improvements to the 
Metropolitan Transportation System (MTS) must not exceed reasonably expected 
revenues.  DRCOG, in coordination with the Colorado Department of Transportation 
(CDOT), the Regional Transportation District (RTD), local governments, special districts 
and authorities, paratransit operators and various special funding agencies, estimated the 
total revenue available for transportation purposes, and the costs of transportation 
improvements and actions, and matched expenditures to revenue.  Revenues and costs 
associated with the local, non-MTS system were also prepared.  The financial analysis is 
for the 24-year period of 2002 through 2025.  The analysis covers the nine-county area.  
The financial scenario is presented in 2001 dollars. 
 
Surface transportation revenue from the U. S. Department of Transportation, CDOT RTD, 
and local funds for the MTS is estimated to be about $19.4 8 billion for the nine-county 
Denver region over the 24-year period.  In addition, $15.2 billion in revenues are 
identified for non-MTS needs.  Total revenues are then $34.63 billion.  This corresponds 
to the estimated surface transportation expenditures of $34.63 billion; of which $7.58 
billion is the estimated cost of improvements included in the 2025 Interim RTP.  As such, 
revenues match proposed expenditures, and the 2025 Interim RTP is fiscally constrained. 
 
It should be noted that the costs reflect expected levels of expenditures, not funding 
commitments.  Funding commitments are made through the Transportation 
Improvement Program (TIP) process and the State Transportation Improvement 
Program (STIP) for areas outside the Transportation Management Area (TMA). 
 
Estimated Revenues 
 
Estimated revenues are detailed on Table 8 and illustrated in Figure 29.  RTD will 
administer the largest share of revenues, over $11.1 billion.  The largest individual 
funding source is RTD, which is estimated to generate non-federal revenues of $9.21 
billion.  Of this amount, $6.39 billion is estimated to be generated by RTD sales and use 
tax, and $1.46 billion through farebox revenues.  Other revenue sources, such as bond 
proceeds, are expected to generate approximately $1.35 billion.  These revenue 
estimates were generated by RTD assuming the extension of the TABOR exemption, 
and do not assume an increase in their basic sales tax rate.  They do assume that 
transit fares will be increased in line with inflation. 

                                            
    8Includes local match on CMAQ, STP-Metro, Enhancement, and rapid transit projects. 

 103 



 

Table 8 
Summary of Revenues Available to Denver Region 

FY 2002 - 2025, Nine-County Total 
(millions of constant 2001 dollars) 

 
Funding Source/Administrator Revenues 
CDOT Administered Funds 9: 
7th Pot Strategic Program 
CDOT Surface Treatment (TC level) 
CDOT Operations (TC level w/10.2 gaming) 
CDOT Maintenance (TC level) 
 
Bridge On-system 
Bridge Off-system 
Noise Barrier Program 
Safety Program 
 
Other Regional Priorities 
FHWA Discretionary ($10 m/yr) 

CDOT Subtotal 

 
$880.8 
$830.8 
$765.8 

$1,603.8 
 

$176.9 
$57.5 

$2.5 
$213.1 

 
$1,204.0 

$240.0 
$5,975.2 

DRCOG Administered Funds 14 
STP-Metro (FHWA) 
Local Match (40%) for STP-Metro 
STP-Enhancement (FHWA) 
Local Match (40%) for STP-Enhancement 
CMAQ (FHWA) 
Local Match (40% of non-DRCOG Programs) for CMAQ 

DRCOG Subtotal 

 
$411.9 
$274.6 

$56.5 
$37.7 

$298.5 
$72.8 

$1,152.0 
RTD Administered Funds10 
RTD Sales and use tax 
Farebox revenues 
Other RTD revenues, bonds, etc. 
FTA Capital (5307, 5309, Fixed Guideway) 
FTA Discretionary11 
Denver match - East Corridor 
Misc. local match - DUT, rapid transit, etc. 

RTD Subtotal 

 
$6,392.5 
$1,461.6 
$1,351.1 

$784.9 
$991.9 

$85.3 
$55.0 

$11,122.2 
Other Revenues 
Local Funds for off-system streets12 
Private Funds for off-system streets17 
Local/Private Funds (100%) for RTP projects 
Specialized Service Programs (FTA 5310, 5311) 

Other Subtotal 

 
$7,640.0 
$7,560.0 
$1,160.5 

$20.9 
$16,381.3 

Metropolitan Transportation System Subtotal $19,430.7 
Local/Private off-system streets Subtotal $15,200.0 

Grand Total $34,630.8 
 

                                            
9 Source: CDOT June 15, 2001 Resource Allocation.  Includes approximately $1.8 billion of federal funds (FHWA 
Surface Transportation Program, Interstate Maintenance, National Highway System, Bridge, etc.) and $4.2 billion of 
state funds (HUTF, Sales and Use Tax, etc.).  ($14.1 million of STP-Enhancement and $171.6 million of STP-Metro 
local match is overmatch.) 
10 Source: RTD 
11 Funds for DUT ($19) and Southeast ($387), West ($254), and East ($332) rapid transit corridors. 
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Figure 29 
Revenues Available for Use in the Denver Region 

FY 2002-2025 (billions of 2001 dollars) 

RTD - Tax, Fares, 
Bonds, etc. ($9.21)DRCOG - Federal 

($0.77)

CDOT - Fed. 
Discretionary 

($0.24)

CDOT - State TC 
Programs ($3.65)

CDOT - Other Reg. 
Priorities ($1.2)

CDOT - 7th Pot 
($0.88)

FTA - RTD and E&D 
($1.80)

Local Match - 
DRCOG/RTD 

($0.52)

Local - RTP Projects 
($1.16)

Local off-system 
($15.2)

Total: $34.63 billion

Source:  Compiled from Table 8 for 2002-2025.
 

 
Federal Transit Administration (FTA) capital funds in the amount of approximately $1.78 
billion will be made available.  Of this, approximately $0.78 billion in formula capital and 
fixed guideway modernization funds will be authorized over the 24-year planning period.  
FTA discretionary funds in the amount of approximately $0.99 billion are necessary to 
complete the East, West, and Southeast rapid transit corridors13.  FTA funds for the 

                                            
13 Whereas, the Metro Vision 2020 Plan, adopted by the Board of Directors in March of 1997 represents the preferred regional 
transportation and development plan; and 
 
Whereas, the achievement of Metro Vision 2020 is dependent upon development of a balanced, multi-modal transportation plan, 
including major investments in the Southeast, East, West, I-225, US36, North Metro and I-70 Corridors; and 
 
Whereas, major investment studies in the Southeast, East and West corridors have been completed on a parallel track by the 
Colorado Department of Transportation (CDOT), the Regional Transportation District (RTD), and the Denver Regional Council of 
Governments (DRCOG), reflecting the critical need and priority of these corridors; and 
 
Whereas, the Southeast, East and West corridors are in the CDOT Strategic Transportation Investment Program, reflecting their 
importance in meeting statewide mobility goals; and 
 
Whereas, the DRCOG Board of Directors May 1998 resolution no. 6 stated the Board of Directors intent to “adopt a fiscally-
constrained 2020 Regional Transportation Plan (RTP) that reflects the priorities of the region, including the Southeast, East and 
West corridors”; and 
 
Whereas the DRCOG Board of Directors May 1998 resolution no. 6 also stated that “DRCOG supports the use of flexible federal 
funds for the Southeast, East, and West corridors”, and 
 
Whereas, the DRCOG Board of Directors fully supports timely implementation of the Southeast corridor multi-modal project and 
recognizes that the timeline for application for federal discretionary transit funding necessitates adoption of the amended RTP at the 
November meeting of the DRCOG Board. 
 
NOW, THEREFORE, BE IT RESOLVED: 
 
1. It is the intent of DRCOG to investigate all possible funding options and aggressively pursue funding for the East and West 

Corridors. 
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elderly and disabled special services should amount to approximately $21 million over 
the plan timeframe. 
 
The second largest allocation of funds are controlled by CDOT.  About $6 billion is forecast 
to be allocated to the Denver region by the State Transportation Commission through 2025 
(June 15, 2001 allocation).  Of this amount, about $1.8 billion will originate from federal 
(TEA-21) sources, with $4.2 billion from state sources.  Federal and state fuel taxes are 
the primary source.  CDOT combines all of the funds and then distributes them through 
several categories as shown in Table 8.  In addition to the routine CDOT funding 
categories, the Plan also assumes receiving $240 million in federal discretionary funding 
over the next 24 years, based on historic trends. 
 
About $1.15 billion of federal (FHWA) funding category revenues will be administered by 
DRCOG.  STP-Metro funds can be used on a wide variety of project types, most 
commonly on roadway improvements.  STP-Enhancement funds are primarily used for 
bicycle and pedestrian improvements.  Local governments, along with private developers, 
are anticipated to contribute about $7.6 billion and $7.6 billion, respectively, for 
transportation expenses on local streets that are not part of the MTS. 
 
In addition to federal revenues identified in Table 7, TEA-21 provides additional funding 
through various grant programs awarded on a discretionary basis, including the 
Recreational Trails Program, the Transportation and Community and System 
Preservation Program (TCSP), and the Access to Jobs/Reverse Commute Program.  
Projects chosen to receive funding must be included in the TIP.  The RTP does not 
include these funds or identify specific projects for these programs.  DRCOG will 
endorse those programs and projects identified in or consistent with the goals and 
objectives of the Metro Vision 2020 Plan, RTP, Pedestrian and Bicycle Plan Element, 
Transit Development Program, and Access to Jobs Plan. 
 
Estimated Expenditures 
 
Operational, Maintenance, and Management of the MTS 
 
Approximately 61 percent of the funds available for the region’s MTS, as detailed in the 
last section, will be needed for operations, maintenance and miscellaneous expenditures.  
Table 9 details the expenditure of $11.86 billion in non-capacity type activities.  The 
largest MTS expenditure should be for bus transit operations and maintenance, where 
$7.23 billion will be needed.  The next largest expenditures are for highway maintenance, 
operations and surface treatment which, combined, will require $4.30 billion.  Nearly $330 
million will be spent on CMAQ-funded management activities and pollution reduction 
programs. 
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Table 9 
Summary of Expenditures on the Denver Metropolitan 
Transportation System (MTS) + All Local Expenditures 

(millions of 2001 dollars) 
 

Category Expenditures 
Improvements to the MTS 
A  Rapid Transit - Rail and Bus/HOV Improvements 
B  Non-rapid Transit Bus Capital, New Service 
C  Roadway Capacity/Capital Improvements 
 C.1 - 2001-06 TIP/STIP - State Highways - 7th Pot 
 C.2 - 2001-06 TIP/STIP - CDOT Highway Improvements - Other 
 C.3 - 2001-06 TIP - Non-State STP-Metro Funded Improvements 
 C.4 - Unprogrammed Future State Highways (CDOT) (not in TIP) 
 C.5 - Unprogrammed Future Non-State STP-Metro (not in TIP) 
D  Pedestrian & Bicycle (STP-Enhancement) 
E  100% Locally Funded Roadway Improvements 

MTS Improvements Total: 

 
$1,958.10 
$1,995.78 

 
$880.83 
$617.52 
$53.01 

$648.80 
$175.08 
$94.20 

$1,160.47 
$7,583.80 

Operational, Maintenance, and Management of the MTS 
F  2001-06 TIP/STIP Other Pools, Operational Projects 
G  Uncommitted Future Highway Operational 
H  Other CMAQ-Funded Programs 
 Regional Traffic Signal Program $84.00 
 RideArrangers Program  $36.00 
 TDM Program    $19.98 
 PM10 Capital Equipment Program $14.54 
 Unallocated CMAQ   $154.10 
I  CDOT Miscellaneous O&M Programs (uncommitted future) 
J  Non-State Bridge & Reconstruction (uncommitted future) 
K  Bus Transit Operations & Maintenance 

MTS O&M, Management Total: 

 
$901.29 
$361.79 
$327.42 

 
 
 
 
 

$2,814.60 
$208.10 

$7,233.80 
$11,860.03 

MTS Total: $19,430.83 
L  Local & Private Non-MTS Expenditures $15,200.00 

Grand Total for Region: $34,630.83 
Note: Letter designated categories correspond to detailed project listing in Appendix 2. 
Source: RTD and CDOT (June 15, 2001 Resource Allocation) for respective expenditures, 2001-2006 TIP, and 
DRCOG estimates based on historical or current patterns. 
 
Plan Improvement Expenditures 
 
About $7.58 billion will be available for capacity and other major improvements to the 
surface transportation system.  Estimated costs for various plan improvements reflect 
the best-known cost estimate available, using a variety of resources.   
 
Specifically: 
 
• Projects listed in the 2001-2006 TIP used costs as indicated in that document or as 

revised by CDOT in 2001. 
 
• Improvements that resulted from corridor or other studies used costs included in 

study recommendations or as revised by CDOT in 2001 as estimates. 
 
• Improvements associated with transit used cost estimates supplied by RTD. 
 
• Other improvements for which no detailed estimates were available used regionwide 

average unit costs to determine the total improvement estimate. 
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Total surface transportation costs associated with the 2025 Interim RTP are listed in 
Table 9 and are illustrated on Figure 30.  Figure 30 also includes operations and 
maintenance costs as shown in Table 9. 
 

Figure 30 
2025 Interim  RTP Surface Transportation Expenditures 

FY 2001-2005 (billions of 2001 dollars) 
 

Highway O & M 
($4.29) Transit O & M 

($7.23)

TDM/CMAQ ($0.3)

100% Local 
Improvements 

($1.16)

Rapid Transit ($1.96)

Bus Capital ($2.00)

Local Non-MTS 
($15.2)

Road Capacity-Non-
State ($0.23)

Road Capacity-State 
($2.15)

Pedestrian and 
Bicycle ($0.1)

Total: $34.63 billion
Source: Compiled from Table 9 for 2002-2025.

 
 
The 2025 Interim RTP budgets $1.96 billion for rapid transit capital improvements.  It 
sets aside $3.54 billion for highway capital improvements; which includes $1.55 billion in 
committed TIP improvements, $0.83 billion in uncommitted future highway 
improvements, and $1.16 billion for 100 percent locally funded improvements.  Over 
$94 million is budgeted for pedestrian and bicycling improvements. 
 
Table 10 lists major improvements included in the 2025 Interim RTP.  A complete list of 
improvements is detailed in Appendix 2. 
 
Other financial assumptions made in developing the 2025 Interim RTP include: 
 
• Other Regional Priority funds from the three CDOT regions were combined for the 2025 

Interim RTP and were not fiscally constrained by individual regions.  These funds will 
be fiscally constrained and programmed by individual regions in the 2003-2008 TIP. 
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Table 10 
Major Improvements Included in 2025 Interim Regional Transportation Plan 

2001-2025(millions of 2001 dollars) 
 
Rapid Transit Corridor Expenditures Total Remaining 

Costs (2002-2025) 
Southeast Corridor Light Rail Transit (includes bond payback) 
West Corridor Light Rail Transit 
East Corridor Commuter Rail Transit/Central Corridor LRT extension 
Denver Union Terminal 
LRT Fleet (Central Corridor) 

$773 
$635 
$427 

$44 
$74 

2001-2006 TIP Committed Improvements (greater than $50 million) 
SH-270/US-36 - Construct a four lane roadway on SH-270 from I-25 to I-76.  Includes I-25/ 
US-36 Bus/HOV direct connection.  Includes westbound HOV lane on US-36 to Sheridan 
I-25 - Lincoln Avenue to Milepost 179 
I-25 - Broadway to Alameda 
I-225 - widen to 6 lanes from Parker Road to I-70 
US-85 - widen from C-470 to I-25 

$64 
 

$98 
$191 
$135 

$97 
Major Roadway Capacity Improvements 
Southeast MIS Corridor (T-REX) 
I-76 - widen to 6 lanes from I-70 to I-25 
I-270 - widen to 6 lanes from I-76 to I-70 

$640 
$96 

$223 
Bus Replacement and Expansion Vehicles $1,020 
RTD Maintenance Facilities and Equipment $689 
Operational Improvements on Emphasis Corridors/ITS $454 
Pedestrian and Bicycle Program $94 
Source: DRCOG summary of major projects presented in Appendix 2. 
 
• For the mountains and plains areas, the plan includes CDOT’s STIP listed planned 

projects for fiscal years 2001 through 2006.  This includes the addition of climbing 
lanes on US-40 at Berthoud Pass, and improvements to I-70 in eastern Arapahoe 
County.  CDOT also has revenues forecast for safety and enhancement projects; 
with surface treatments, maintenance and operations funded with separate monies.  
In addition, local bonds will provide about $40 million for construction of the 
Southern Access Road to the gaming district. 

 
• E-470's construction from 120th Avenue to I-25 north, and all E-470 interchanges are 

assumed to be funded by the E-470 Authority; this improvement is not eligible for 
federal funds.  This roadway has the support of CDOT and local governments that 
have contributed non-federal funds to be used by the E-470 Public Highway Authority 
to supplement bonds for the toll facility.  The various sources available to the E-470 
Authority are assumed to be sufficient to pay 100 percent of the cost of this facility. 

 
• Northwest Parkway construction from 96th Street near US-36 to I-25.  It will be funded 

by the Northwest Parkway Public Highway Authority. 
 
• Existing transit operations, and all necessary capital actions to maintain the existing 

transit system are assumed to be funded by existing RTD funding sources, including 
federal USC Section 5307 (formerly FTA Section 9) revenues. 
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• 2025 Interim RTP highway improvements on Figure 20 indicated to be funded with 
100 percent local funds are not eligible for Federal Highway Administration funds. 



 

 
• All highway improvements included in the 2001-2006 TIP are expected to be funded 

as detailed in the TIP and STIP documents. 
 
• Local roadway capacity improvements using STP-Metro funds, on average, are 

expected to include an approximate 40 percent match. 
 
• For travel demand modification efforts, it is assumed that federal congestion 

mitigation/air quality funding would be used for regionally-operated programs.  Subarea 
programs are expected to be funded and operated by businesses, community 
associations or local governments, with such programs eligible to be supplemented 
with federal funds for special projects.  Programs operated by individual businesses or 
organizations of businesses are expected to be funded by the benefited business(es). 

 
• Nearly all federal STP-enhancement funds are expected to be available to fund 2025 

Interim RTP bicycle and pedestrian improvements.  Some enhancement funds will 
be used for other eligible improvements.  Additional bicycle and pedestrian 
improvements are expected to be part of highway capacity improvements. The 
Pedestrian and Bicycle Program assumes continuation at 2001 program levels. 

 
• Elderly and disabled services are expected to be funded through RTD funding 

sources, USC Section 5310 (formerly FTA Section 16) and USC Section 5311 
(formerly FTA Section 18) funding sources, and money generated by private carriers. 

 
Funding of Rapid Transit Corridors 
 
The Southwest Corridor Light Rail Line was funded by a combination of FTA, RTD, and 
FHWA funds.  The Central Platte Valley line is being paid for with CMAQ, RTD, local, and 
private funds.  The Southeast Corridor will be paid for with FTA New Start Discretionary 
funds, proceeds from the voter approved bonds, RTD funds, and private contributions.  It 
is scheduled to be completed in 2008.  The West Corridor will likely require about $254 
million in FTA Discretionary funds to supplement $381 million from RTD, bonds, and local 
sources.  The City and County of Denver has committed to provide 20 percent matching 
funds for the East Corridor.  RTD would provide about $9 million for preliminary 
engineering and the completion of an EIS.  They would also pay to operate the line.  The 
remaining $332 million would have to be paid for with FTA Discretionary funds.  
 
Aviation Element 
 
Airport funding for capital projects comes from a number of sources as detailed below.  
It is assumed that these funding sources will pay for all airport improvements included in 
the 2025 Interim RTP. 
 
• The Airport Improvement Program, a federal airport grant program administered by 

the Federal Aviation Administration (FAA), is funded primarily through user taxes on 
airline tickets and aviation fuels. 
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• Passenger facility charges (PFC) collected by air carrier airports, subject to FAA 
approval, are assessed to airlines for each passenger who enplanes at the collecting 
airport, with current DIA charges at $3 per enplaned passenger. 

 
• Excise taxes on aviation fuels are charged by the State of Colorado, and 75 percent 

of the tax revenue collected is returned to the collecting airport to be used for 
aviation purposes. 

 
• The Colorado Discretionary Aviation Grant Program, administered by the Colorado 

Aeronautical Board, is funded with the 25 percent of aviation fuels excise tax not 
returned to the collecting airports.  The purpose of the grant program is to benefit the 
state air transportation system, with individual grants generally limited to $50,000. 

 
• Airports may also generate operating revenue by implementing fuel flowage fees, 

landing feeds, lease and rental fees, sale of agricultural crops, etc.  These revenues 
can be used to fund the day-to-day operation of the airport, or as local match for 
state and federal grant programs.  Local match can also be provided through the 
sale of revenue bonds or from local general funds. 

 
Improvements to the region’s airport system will be limited to the funds available from 
the resources identified, and other funding opportunities that may develop.  Table 11 
lists identified needs for the region’s general aviation airports and an estimate of the 
funds that may be available through 2020.  It is expected that DIA will be a self-
contained entity for improvement purposes, generating whatever may be necessary to 
fund required improvements or expansions. 
 

Table 11 
Identified Needs and Estimated Funds 

For the Region’s General Aviation Airports 
(millions of 1998 dollars) 

 
 
GA Project Category 

 
Projected Needs 

Estimated Funds 
Available 

Reconstruction 
Standards 
Capacity 
Planning and Environmental 
Maintenance 
Other 

$61.2 
$32.5 

$9.5 
$3.4 

$58.7 
$1.9 

$31.3
$20.3

$6.3
$0.7
$3.4

0
Total $177.7 $62.0

 
Source: Projected Needs summary of Table 7 of the DRCOG 2020 Denver Regional Aviation System Plan 
increased by 25% to 2001 dollars.  DRCOG estimate of funds available based on past expenditure patterns. 
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APPENDIX 1 
ROADWAY CAPACITY IMPROVEMENTS PRIORITIZATION SCORING SYSTEM 
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Appendix 1 
Roadway Capacity Improvements 

Prioritization Scoring System 
 
Improvement Prioritization 
 
Candidate improvements for the 2025 Interim RTP consist of all new facilities and 
facility improvements necessary to achieve Metro Vision.  The costs of all candidate 
improvements exceed available funds; therefore, the selection of improvements for the 
2025 Interim RTP required a prioritization process.  A three-step prioritization process 
was developed to consider prior DRCOG Board commitments; the need and benefits an 
improvement may provide based on a prioritization scoring system; and the need to 
provide the Denver region with a continuous and complete roadway network. 
 
Committed Improvements 
 
Committed improvements were considered the highest candidates for inclusion in the 
2025 Interim RTP.  An improvement was considered committed based on funding 
commitment.  Improvements for which funds were considered committed include: all 
improvements listed as projects in the 2001-2006 Transportation Improvement Program 
(TIP); all improvements listed in Colorado’s Strategic Transportation Project Investment 
Program; and all improvement for which a local government has committed 100 percent 
of the required funds. 
 
Prioritization Scoring System 
 
All non-committed improvements were subject to a prioritization scoring system to 
determine ranking for inclusion in the 2025 Interim RTP.  An improvement’s score was 
based on prioritization criteria that considered the need, cost, and demand for a facility; 
the closure of gaps and the provision of an adequate network of roads (spacing); and a  
facility’s role in providing for regional travel.  Details of each of the prioritization criteria 
follow. 
 
• Future Need considered the congestion of a facility in 2020 with build-out of the 

Metro Vision rapid transit network, but construction of only the 2001-2006 
Transportation Improvement Program highway network projects.  Congestion was 
based on a 6.5 hour weighted volume to capacity (v/c) ratio which included the a.m. 
and p.m. peak hours, and the highest hour in the midday.  For small communities 
and rural facilities, a 2.5 hour v/c ratio was used to consider the unique expectations 
of these areas. 

 
• The Cost/PMT criteria used unit costs to calculate the total cost of an improvement; 

the expected person-miles of travel (PMT) for a facility is for 2020, and is based on 
build-out of both the rapid transit and highway networks. 

 
• Gap Closure allotted points to those facilities that would construct the missing link 

or missing lanes between two existing facilities. 
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• Spacing allotted points to those facilities where no parallel principal arterial or 
greater facility existed for three or more miles on both sides. 

 
• Facility Classification allotted points to those facilities classified as either freeway 

or major regional arterial in the Metro Vision highway network due to their 
importance in providing for regional trip-making. 

 
Table A lists the points allocated to each prioritization criteria.  The improvements with 
the highest scores were candidates for inclusion in the 2025 Interim RTP. 
 

Table A 
Prioritization Criteria and Allocated Points 

 
Prioritization Criteria Allocated Points

Future Need 35 

Cost/PMT 35 

Gap Closure 10 

Spacing 5 

Facility Classification 5 

TOTAL POINTS 90 
 
 
Complete and Continuous Network 
 
Improvements were added to the 2025 Interim RTP as necessary to form a complete 
and continuous network of roadways.  Specific types of improvements that were 
considered important additions included connections between and to freeway facilities, 
and gaps in the highway network that resulted from the inclusion of improvements from 
Step 1 and Step 2 of the prioritization process, as described above. 
 



Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)

             (A - E) - Metropolitan Transportation System (MTS) Improvements 

(Improvements = new facilities and programs, additional travel lanes, or improved interchanges)

A - Rapid Transit - Rail and Bus/HOV Improvements   

US-36 Bus / HOV w.b. east/of Sheridan Blvd. I-25 I-25/US-36 Bus/HOV direct connection. Includes 
westbound HOV lane on US-36 to Sheridan. 95332

I-25 Bus / HOV at US-36 "Pinch Point" Relocate southbound access point to Bus/HOV lane 01172 $6.50

Southeast Corridor LRT Line I-25/Lincoln Avenue I-25/Broadway LRT Line along I-25 and along I-225 to Parker Road 99027 $772.90

Central Platte Valley (CPV) LRT Colfax Ave/Osage St. DUT LRT Line  (previously included with SE and W Cors.) 99099

West Corridor LRT Line South Golden CPV LRT Spur LRT Line 99101 $634.51

East Cor Commuter Rail Line Denver Union Terminal DIA Includes Central Corridor LRT Extension 99098 $426.49

Denver Union Terminal Partial funding for Intermodal Facility 01217 $43.91

LRT Fleet (Central corridor) $73.80

Rapid Transit (Rail/HOV): $1,958.11

B - Non-Rapid Transit Bus Capital, New Service
Bus Replacement / Expansion $1,008.84

park-n-Ride lots (non-rapid transit) $144.00

ADA Vehicle Fleet $48.07

RTD Maintenance Facilities/Equip $175.60

RTD Debt Service $107.00

Miscl. Facilities / Equipment $483.76

ZIP Local Transit Flatirons Crossing New local bus transit service 01185 $5.61

Stampede Local Transit CU Campuses New local bus transit service 01186 $1.80

B-Line Local Transit Expansion Colorado Boulevard New local bus transit service 01187 $1.90

LINK Local Transit Denver Technology Center New local bus transit service 01188 $4.70

DASH Local Transit Boulder Lafayette New local bus transit service 01189 $6.06

South Boulder Intermodal Center Boulder Transit passenger station 01190 $8.45

CU Campus Intermodal Center Transit passenger station

Bus Transit Capital, New Service: $1,995.78

C - Roadway Capacity / Capital Improvements

     C.1.  2001-06 TIP/STIP - State Highways - 7th Pot (TIP Project Costs in inflated year of construction dollars)

C-470 US-6 I-70
Construct a 4-lane roadway, includes Phase I movements
at I-70 Interchange, construct a new interchange at US-6. 
Phase 2 movements not in TIP

97003

I-25 South MIS - Douglas (1) (total 
project = $103.5) Approx Mile Post 179 Lincoln Avenue Widen from 6 to 8 lanes 99001 $45.00

I-25 South MIS - Douglas (2) Approx Mile Post 179 Lincoln Avenue eliminate existing US-85 interchange, and reconstruct all 
interchanges between MP 179 and Lincoln Avenue 99001 $48.45

I-25 South MIS - Douglas (3) Lincoln Avenue C-470 Widen from 4 to 8 lanes 99001 $10.00

I-70 Washington Street Brighton Boulevard Widen  from 6 to 8 lanes 95185

I-70 East Tower Road Arapahoe County Line Undetermined improvements $20.44

I-76 120th Ave./SH-2/SH-51
Construct a new interchange, new road across I-76 to 
connect SH-2 and SH-51, construct 120th Ave. across I-
76

95182

Parker Road (SH-83)  (1) (total project = 
$19.49) Hampden Avenue I-225 reconstruct I-225 interchange, extend Peoria 95168 $9.49

Parker Road (SH-83)  (2) Hampden Avenue I-225 Widen from 6 to 8 lanes, construct new interchange at 
Hampden Ave., 95168 $10.00

SH-270 I-25 I-76 (on SH-270) Construct a 4-lane roadway.  (Previously included US-36 
Bus/HOV  lane on US-36 to Sheridan.) 95332 $62.68

US-285 Foxton Road Parmalee Gulch Road Widen from 2 to 4 lanes, construct new interchange at 
N.Turkey Creek Rd. 95127

US-40 Berthoud Pass Below Berthoud Pass Addition of climbing lanes $37.17

Southeast I-25 Corridor (T-REX): Broadway / Logan Street C-470 Widen / improve I-25 and I-225 99027-b $637.60

Specific T-REX Elements:
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)
I-25  - Widening C-470 County Line Road Widen by 2+ lanes (5% of total widening $ remainder) 99027-b

I-25  - Widening County Line Road Belleview Avenue Widen by 2+ lanes (30%) 99027-b

I-25 - Widening Belleview Avenue Logan/Broadway Widen by 2+ lanes (about 50%) 99027-b

I-25 C-470 Reconstruct northbound on-ramp at interchange 99027-b

I-25 County Line Road Signing/striping/signal upgrades at interchange 99027-b

I-25 Dry Creek Road Signing/striping/signal upgrades at interchange 99027-b

I-25 Arapahoe Road Orchard Road Add northbound auxiliary lane 99027-b

I-25 Belleview Avenue Signing/striping/signal upgrades at interchange 99027-b

I-25 I-225 Construct half-diamond at DTC Blvd./I-225 interchange; 
braid NB Belleview ramp, preclude SB weave 99027-b

I-25 Evans Avenue Signing/striping/signal upgrades at interchange 99027-b

I-25 Evans Avenue Broadway Drainage improvements 99027-b

I-25 Evans Avenue Broadway Reconstruct and add shoulders 99027-b

I-25 Colorado Boulevard Interchange improvements 99027-b

I-25 University Boulevard Interchange improvements, reconstruct bridge 99027-b

I-25 Evans Avenue Reconstruct bridge 99027-b

I-25 Arapahoe Road (2) Widen Freeway / lengthen bridge (1/2 project remains) 99027-b

I-225 I-25 .2 mi e/of Yosemite Widen to 6 through lanes (6%) 99027-b

I-225 .2 mi e/of Yosemite Parker Road (SH-83) Widen to 6 through lanes (9%) 99027-b

I-225 I-25 Parker Avenue Add full-width outside shoulders 99027-b

TIP / STIP 7th Pot: $880.83

     C.2.  2001-06 TIP/STIP - CDOT Highway Improvements - Other (latest cost estimates - some beyond level in TIP)

(TIP Project Costs in inflated year of construction dollars)

Broadway Viaduct Blake Street Brighton Boulevard Replace existing viaduct structure and widen from 3 to 4 
lanes 95246

C-470 US-6 I-70 Phase 2-A of C-470 Extension / ramps (high prior.) 97003 $4.00

Hogback Park-n-Ride Lot SH-26 01203 $7.50

I-225 Parker Road 6th Avenue Widen to 6 lanes, reconstruct existing pavement 99006 $134.50

I-25 Colfax Avenue Addition of "H" ramp at Colfax, "A" ramp at 6th, and add 
lanes between ramps 99007

I-25 Founders Meadow Pkwy Reconstruct interchange, Phase A/B 95435

I-25 120th Avenue Replace / Widen Bridge to 6 lanes 01156 $17.50

I-25 (not SE MIS) Broadway Alameda Avenue Viaduct Structures (also see interchange recons) 99009 $131.50

I-25 (not SE MIS) Broadway Alameda Avenue Viaduct interchanges reconst. (also see TIP project) 99009 $60.00

I-70 SH-58 / Ward Road Reconstruct interchange, add movements 99008 $44.50

I-70 Ward Road Reconstruct interchange 99008 $12.54

Parker Road (SH-83) Lincoln Avenue 1 mi. s/of Arapahoe Rd Reconstruction, whitetopping, widen portions 01153 $16.38

SH-119 US-6 SH-279 Safety improvements, Widen in Black Hawk STIP $40.00

SH-119 (Longmont Diagonal) SH-52 (Mineral Road) New interchange 99005 $18.80

SH-66 (Ute Rd.) Hover Road US-287 Widen from 2 to 4 lanes 99026 $10.10

SH-7 (Arapahoe Rd.) Cherryvale Road 75th Street Widen from 2 to 4 lanes 97033 $18.10

US-6 SH-58 19th Street Widen from 3 to 4 lanes 01171 $2.00
US-85 (1) (Santa Fe Drive) (total project 
= $100.1) Highlands Ranch Parkway C-470 Widen from 4 to 6 lanes 01154 $14.50

US-85 (2) Meadows Parkway/I-25 Highlands Ranch Parkway Widen from 2 to 4 lanes 01154 $82.60

US-85 (3) Titan Road New interchange 01154 $3.00

TIP/STIP CDOT Highway Improvements: $617.52

     C.3.  2001-06 TIP - Non-State STP-Metro Funded Improvements
120th Avenue Quebec Street Brighton Road New 2 lane road  01202 $13.25

72nd Avenue Pierce Street Kipling Street New 4 lane road 99023 $8.35

Buckley Road Orchard Road Arapahoe Road New 4 lane road 99022 $5.84

County Line Road Holly Street Quebec Street Widen from 2 to 4 lanes 99020

County Line Road Colorado Boulevard Holly Street Widen from 2 to 4 lanes 99018
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)
Federal Boulevard Alameda Avenue 6th Avenue Widen from 4/5 to 6 lanes 01169 $13.83

I-225 Iliff Avenue Reconstruct interchange 99014

Ken Pratt Boulevard Main St./US-287 SH-119 New 4 lane road ($6.29 is CDOT Oth. Reg. Prior.) 99021 $10.74

Sheridan Boulevard 113th Avenue 116th Avenue Widen from 2 to 6 lanes 99019

Sheridan Boulevard 116th Avenue 120th Avenue Widen from 2 to 6 lanes 99019

Wadsworth Boulevard (SH-121) 36th Avenue 46th Avenue Widen from 4 to 6 lanes 01166 $1.00

Highway Operational Projects See Section H. Intersection improvements, turn lanes, etc.

TIP/STIP STP-Metro Highway Improvements: $53.01

     C.4.  Unprogrammed Future State Highways (CDOT)
Arapahoe Road (SH-88) I-25 Parker Road Widen to 8 lanes $63.50

C-470 US-6 I-70 Phase 2-B of C-470 Extension / ramps $11.63

Federal Boulevard Colorado Southern RR 70th Avenue Widen from 4 to 6 lanes $4.90

Federal Boulevard Turnpike Drive 80th Avenue Widen from 5 to 6 lanes $3.10

I-270 I-76 I-70 Widen from 4 to 6 lanes $223.00

I-76 I-70 Sheridan Boulevard Widen from 4 to 6 lanes $24.00

I-76 Sheridan Boulevard I-25 Widen from 4 to 6 lanes, reconst auxil. lanes I-25 to I-270 $74.00

Parker Road (SH-83) Quincy Avenue Hampden Avenue Widen from 4 to 8 lanes $12.09

Santa Fe Drive (US-85) C-470 Church Avenue Widen from 4 to 6 lanes $22.64

SH-119 (Longmont Diagonal) Jay Road New interchange $17.00

SH-83 SH-86 Bayou Gulch Road Widen from 2 to 4 lanes $16.70

US-85 (Santa Fe Drive) Dartmouth Avenue New interchange $12.54

Wadsworth Boulevard (SH-121) Hampden Avenue Ohio Avenue Widen from 4 to 6 lanes $93.60

Wadsworth Boulevard (SH-121) 46th Avenue I-70 Widen from 4 to 6 lanes $15.00

Wadsworth Boulevard (SH-121) Grandview Avenue BNSF RR Grade Separation $16.10

Wadsworth Parkway (SH-121) 92nd Avenue SH-128/ new 120th Ave Widen from 4 to 6 lanes $23.00

Study Pool Candidates: SH-83, US-36 Corridor, C-470, Northwest Quadrant, Wadsworth, I-25 Central, N. Metro, I-225 $16.00

Uncommitted Future State Highways: $648.80

     C.5.  Unprogrammed Future Non-State Highways using STP-Metro
120th Avenue Holly Street Quebec Street Widen to 4 lanes $5.60

120th Avenue Quebec Street Brighton Road Widen from 2 to 4 lanes $9.59

120th Avenue Brighton Road US-85 Widen to 4 lanes $8.60

120th Avenue US-85 E-470 Widen from 2 to 4 lanes $33.60

88th Avenue Dahlia Street I-76 Widen from 2 to 4 lanes $6.50

96th St. / Courtesy Road / SH-42 96th St. extension s/of Pine Arapahoe Ave. (SH-7) Widen to 4 lanes $9.20

96th Street Tape Drive .5 mile n/of Dillon Road Widen to 4 lanes $13.09

96th Street (new) .5 mile n/of Dillon Road Courtesy Rd. (SH-42) New 4 lane road  $12.00

Buckley Road 120th Avenue 136th Avenue Widen from 2 to 4 lanes $9.00

Buckley Road 136th Avenue Bromley Lane New 4 lane road  $13.50

Buckley Road (27th Ave.) Bromley Lane Bridge Street Widen from 2 to 4 lanes $4.34

Pearl Parkway/63rd Street 55th Street Gunbarrel Avenue Construct/widen from 2 to 4 lanes $18.28

Quebec Street Evans/Iliff Avenue .1 mi s/of Iowa Avenue Widen to 4 lanes $2.68

Washingon Street 52nd Avenue 83rd Drive Widen from 2/3 to 4 lanes $29.10

Uncommitted Future Non-State Roadways: $175.08

D. Pedestrian & Bicycle (STP-Enhancement)
Pedestrian & Bicycle Program in 2001-2006 TIP Various Locations Bicycle paths, underpasses, sidewalks, etc. $11.00

Pedestrian & Bicycle Program - Uncommitted Future Various Locations Bicycle paths, underpasses, sidewalks, etc. $83.20

Pedestrian & Bicycle Program: $94.20

E - 100% Locally Funded Roadway Improvements
104th Avenue Melody Drive I-25 Widen from 6 to 7 lanes $2.01

120th Avenue UPRR Garfield St. (plaza) Widen from 4 to 6 lanes $1.30
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)
144th Avenue 120th Street Zuni Street Widen from 2 to 4 lanes $10.24

144th Avenue Huron Street Washington Street Widen to 4 lanes (also see I-25/144th interchange) $5.00

56th Avenue Pena Blvd (w. side) e/of Tower Widen to 4 lanes $5.60

56th Avenue Himalaya Rd. Powhatan Road Widen to 4 lanes $8.20

56th Avenue e/of Tower Rd. Himalaya Road Widen to 4 lanes $4.00

64th Avenue Terry Street Indiana Street Widen from 2 to 4 lanes $7.31

6th Avenue Indiana Street Reconstruct interchange $12.54

86th Parkway/88th Avenue Indiana Street Garrison Street Construct/widen from 0/2 to 4 lanes $4.30

Arapahoe Road 1 mi. e/o Liverpool Street Smoky Hill Road Construct a 6 lane roadway

Arapahoe Road Buckley Road Waco Street Widen from 2 to 6 lanes $10.60

Arapahoe Road Waco Street Himalaya Way Widen from 2 to 6 lanes $3.50

Arapahoe Road Parker Road Buckley Road Widen to 6 lanes $4.75

C-470 Alameda Avenue New interchange $12.54

C-470 Yale Avenue ext. New interchange $11.25

Colfax Avenue I-70 Eldridge Street Widen to 6 lanes $6.02

Colorado Boulevard 136th Avenue 140th Avenue Widen from 2 to 4 lanes $0.27

E-470 120th Avenue (1) I-25 (North) Construct a 4 lane toll road $262.13

E-470 Cottonwood New half-diamond interchange $6.27

E-470 Gartrell Road New interchange $12.54

I-25 136th Avenue New interchange $29.90

I-25 144th Avenue New interchange (also see 144th widening) $15.30

I-25 Douglas Lane New Interchange $18.80

I-25 Ridgegate Parkway New Interchange (to replace Exit 191) $16.50

I-70 E-470 Reconstruct interchange $50.63

I-70 Havana Street Reconstruct interchange $80.00

Isabelle Road (Leon Wurl P.W.) US-287 Weld County Line Widen from 2 to 4 lanes $10.91

Jewell Avenue Tower Road Himalaya Street Widen from 2 to 4 lanes $11.41

Jordan Road Arapahoe Road Douglas County Line Widen from 2 to 4 lanes $6.75

Lincoln Avenue Yosemite Street SH-83 Widen from 4 to 6 lanes $43.41

McCaslin Boulevard SH-128 Rock Creek Parkway Widen to 4 lanes $15.62

McIntyre Street 58th Avenue 64th Avenue Construct 4 lane roadway $5.64

Meadows Parkway US-85 I-25 Widen from 4 to 6 lanes $13.42

Northwest Parkway 96th Street Adams Co. Line New 4 lane Tollway $115.88

Northwest Parkway Boulder Co. Line I-25 New 4 lane Tollway, interchange at I-25 $112.50

Pena Boulevard E-470 Jackson Gap Road Widen from 4 to 6 lanes $6.65

Pena Boulevard I-70 E-470 Widen from 4 to 6 lanes $24.75

SH-128 Indiana Street SH-121 Widen from 2 to 4 lanes $22.50

SH-72 Indiana Street SH-93 Widen from 2 to 4 lanes $23.71

Sheridan Boulevard 136th Avenue 144th Avenue Construct a 4 lane roadway $5.64

Sheridan Boulevard 9th Ave. (Broomfield) 136th Avenue Widen from 2 to 4 lanes $4.70

Smoky Hill Road Pheasant Run Parkway E-470 Widen from 4 to 6 lanes $33.03

Smoky Hill Road E-470 Arapahoe Road Widen from 2 to 6 lanes $8.00

South Access Road I-70 SH-279 Construct a 4 lane roadway $43.90

Tower Road Colfax Avenue I-70 Widen from 2/4 to 6 lanes $10.69

Tower Road I-70 38th Avenue Widen from 2 to 6 lanes $6.58

US-285/Hampden Avenue Simms Street New interchange $12.54

US-36 McCaslin Blvd. Reconstruct interchange $12.00

Washingon Street Elk Place 52nd Avenue Widen from 2/3 to 4 lanes $8.60

US-85 Bromley Lane Study (1601 System Feas.) - New interchange $0.12

100% Locally Funded Improvements: $1,160.47

MTS Improvements Total: $7,583.80

             (F- K) - Operations and Maintenance Expenditures on the MTS
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)

F. 2001-06 TIP/STIP Other Pools, Operational Projects
STP-Metro Highway Operational Various Locations Intersection and roadway operational improvements several $20.10

Safety Pool (Region 1) Various Locations Safety pool projects 01198 $1.20

Reconstruction Pool (Reg. 6) Various Locations Reconstruction projects 99064 $17.50

Intersection Pool Various Locations Intersections - various locations 99065 $8.52

ITS Pool Various Locations Courtesy patrol, ramp metering, incident mgt. 99060 $11.00

C-470 EIS Commitments Various undefined projects 95443 $1.22

Founders Parkway SH-86 I-25 Reconstruction 01155 $10.30

I-70 Business Route-Idaho Springs I-70 I-70 Reconstruction STIP $8.10

Arapahoe Road Parker Road (SH-83) ROW for interchange 01182 $0.25

Santa Fe (US-85) C-470 Church Street Operational Improvements, median 01184 $10.50

SH-74 County Road 73 Intersection Improvement 99024 $1.60

Wadsworth Boulevard (SH-121) Colfax Intersection Improvement (also STP-Metro $) 99017 $0.50

Surface Treatment Program (CDOT) $190.00

Operations Program (CDOT) $175.00

Maintenance Program (CDOT) $350.00

On-System Bridge Program (CDOT) $40.00

Off-System Bridge Program $11.20

Safety Pool $44.30

Other Miscl. CDOT Projects

TIP / STIP Other Pools, Operational: $901.29

G. Uncommitted Future Highway Operational
ITS - (90%) State Highways State Highways Regional Intelligent Transportation Systems Plan $61.00

Operational, Intersect., System Mgt. State Highways Operational / Systems Management $251.14

ITS - 10% local Local Highways (STP-Metro) Regional Intelligent Transportation Systems Plan $9.65

Operational, Intersect., System Mgt. Local Highways (STP-Metro) Operational / Systems Management $40.00

Operational / TSM: $361.79

H. Other CM/AQ Funded Programs
Regional Traffic Signal Impr. Prog. Traffic signal improvements throughout the region (coordinations, new equipment, etc) 97045 $84.00

RideArrangers Program Carpool Matching, Telework, Vanpool, SchoolPool, BikePool, Guaranteed Ride Home 97044 $36.00

Travel Demand Mgt. (TDM) Prog. Funding for various TDM programs 99097 $19.98

CMAQ Unallocated Air Quality Projects Unallocated CM/AQ Revenues $172.90

PM-10 Capital Equipment Prog. Funding for sweeper and deicer equipment $14.54

Other (CMAQ): $327.42

I. CDOT Miscellaneous O & M Programs (Uncommitted Future) 
Surface Treatment Program $640.8

Operational Program $590.8

Maintenance Program $1,253.8

On-System Bridge Program $136.9

Safety Program $167.6

Other Miscl. CDOT Projects $24.73

CDOT O & M Programs: $2,814.6

J. Non-State Bridge & Reconstruction (Uncommitted Future)
Non-State (Off-System) Bridge Program Various Locations $46.30

STP-Metro Reconstruction Etc. Various Locations $161.80

Non-State Bridge and Reconstrution - Future: $208.10
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)

K. RTD Transit Operations and Maintenance
RTD Operations and Maintenance $7,212.90

Specialized Transportation Services and Vehicles $20.90

Bus Transit O&M: $7,233.80

MTS O&M, Management Total: $11,847.03

MTS TOTAL: $19,430.83

L. Local & Private Non-MTS Expenditures 
Local - Construction (minor arterials, collectors, and local) Various Locations Construct new streets or add lanes $1,590.00

Local - O&M, etc. (minor arterials, collectors, and local) Various Locations Operation and maintenance of streets $6,050.00

Private - Construction (minor arterials, collectors, and local) Various Locations Private expenses to build new streets/add lanes $7,560.00

Local (Non-MTS) Streets: $15,200.00

GRAND TOTAL EXPENDITURES: $34,630.83
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)

Appendix 2 - B Cost in Millions

Cost of Remaining 7th Pot Projects (section C.1 above) in Deflated Year 2000 Dollars FY '00 $

I-25 South MIS - Douglas (total project = 
$103.5 inflated) Approx Mile Post 179 Lincoln Avenue Widen to 8 lanes, reconstruct interchanges 99001 $74.10

I-70 East Tower Road Arapahoe County Line Undetermined improvements $17.20

Parker Road (SH-83) (total project = 
$19.49 inflated) Hampden Avenue I-225 reconstruct I-225 interchange, extend Peoria, widen 

Parker Rd., Hampden interchange 95168 $16.40

SH-270 I-25 I-76 (on SH-270) Construct a 4-lane roadway.  (Previously included US-36 
Bus/HOV  lane on US-36 to Sheridan.) 95332 $49.60

US-40 Berthoud Pass Below Berthoud Pass Addition of climbing lanes $26.40

Southeast I-25 Corridor (T-REX): Broadway / Logan Street C-470 Widen / improve I-25 and I-225 99027-b $501.60

Total: $685.30

Table 9
Summary of 2002 - 2025 Expenditures on the Denver 

Metropolitan Transportation System (MTS) + Local System Expenditures
(millions of 2001 dollars)

 Category Expenditures

Improvements to the MTS

A - Rapid Transit - Rail and Bus/HOV Improvements   $1,958.11
B - Non-Rapid Transit Bus Capital, New Service $1,995.78
C - Roadway Capacity / Capital Improvements Pie Chart Data
     C.1.  2001-06 TIP/STIP - State Highways - 7th Pot $880.83 Rapid Transit ($1.96) $1,958.11

     C.2.  2001-06 TIP/STIP - CDOT Highway Improvements - Other $617.52 Bus Capital ($2.00) $1,995.78

     C.3.  2001-06 TIP - Non-State STP-Metro Funded Improvements $53.01 Road Capacity-State ($2.15) $2,147.16

     C.4.  Unprogrammed Future State Highways (CDOT) $648.80 Road Capacity-Non-State ($0.23) $228.09

     C.5.  Unprogrammed Future Non-State Highways using STP-Metro $175.08 Pedestrian and Bicycle ($0.1) $94.20

D. Pedestrian & Bicycle (STP-Enhancement) $94.20 100% Local Improvements ($1.16) $1,160.47

E - 100% Locally Funded Roadway Improvements $1,160.47 TDM/CMAQ ($0.3) $327.42

MTS Improvements Total: $7,583.80 Transit O & M ($7.23) $7,233.80

Highway O & M ($4.29) $4,285.81

Operations, Maintenance, and Management of the MTS Local Non-MTS ($15.2) $15,200.00

F. 2001-06 TIP/STIP Other Pools, Operational Projects $901.29
G. Uncommitted Future Highway Operational $361.79
H. Other CM/AQ Funded Programs $327.42 $34,630.84
     Regional Traffic Signal Program $84.00
     RideArrangers Program $36.00
     TDM Program $19.98
     PM-10 Capital Equipment Program $14.54
     Unallocated CMAQ $172.90
I. CDOT Miscellaneous O & M Programs (Uncommitted Future) $2,814.6
J. Non-State Bridge & Reconstruction (Uncommitted Future) $208.10
K. RTD Transit Operations and Maintenance $7,233.80

MTS O&M, Management Total: $11,847.03
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Appendix 2
2025 Interim RTP - Expenditures (Capacity, New Facilities, Services, and O&M)

(Note:   If no cost estimate is given, funds were allocated prior to FY '02, but project was not complete by 1/1/01.  

(Note: TIP Projects listed show year of construction inflated dollars.) FY 02 - 25
April 2, 2002 Cost

Estimate
T.I.P. (remaining)

Road, Corridor, or Program Begin (or At) End Description # ('01 $millions)

MTS TOTAL: $19,430.83

L. Local & Private Non-MTS Expenditures $15,200.00

GRAND TOTAL FOR REGION: $34,630.83

Note: Letter designated categories correspond to detailed project listing in Table 7.

Sources: RTD and CDOT (June 15, 2001 Resource Allocation) for respective expenditures, 

                  2001-2006 TIP, and DRCOG estimates based on historical or current patterns. 

5/23/2002 Appendix 2 print.xls



 

 
 
 
 
 

APPENDIX  3 
2010 STAGING 

 
 

125 



 

126



 

127 



 

128



 

 
 
 

APPENDIX 4 
CONSIDERATION OF FEDERAL PLANNING FACTORS 
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Appendix 4 
Consideration of Federal Planning Factors 

 
 
The Transportation Equity Act - 21 (TEA-21) calls for MPOs to ensure that the planning 
process provides for consideration of projects and strategies for seven categories as 
described below.  The following lists those categories and describes how the RTP has 
considered them. 
 
Support the economic vitality of the metropolitan area, especially by enabling global 
competitiveness, productivity, and efficiency. 
 
The RTP provides a network of transportation facilities and intermodal connections to link 
major employment centers with major intermodal terminals, both nationally and 
internationally.  The RTP calls for increased attention to intermodal connections and 
specifically addresses connections with DIA, which provides a direct linkage between the 
region’s economy and the global economy.  Connections with the region’s other general 
aviation airports to facilitate business travel are also emphasized. 
 
Increase the safety and security of the transportation system for motorized and nonmotorized 
users. 
 
The RTP specifically addresses safety as “of critical importance in the Regional 
Transportation Plan.”  While safety related improvements, because of their relatively small 
scale, are not specifically listed or mapped, safety will be given due consideration through 
both the UPWP planning activities and TIP project selection criteria to assure that the policy 
direction embodied in the RTP is carried out.  The regional Bicycle and Pedestrian 
Transportation Plan included by reference in the 2025 Interim RTP provides considerable 
direction to improve the safety of nonmotorized travelers. 
 
Increase the accessibility and mobility options available to people and for freight. 
 
A key goal of the RTP is to provide improved mobility for the region’s citizens.  Both roadway 
and transit improvements are called for to reduce delay and enhance mobility through the 
RTP.  The RTP also encourages a number of alternative modes of transportation to provide 
travel choice accessibility.  It calls for the active promotion of alternative modes on three levels: 
regionally, in subareas, and at individual business sites.  Mobility of freight movements is 
specifically addressed in the RTP.  Numerous access improvements are called for.  
Management activities to increase freight mobility include incident detection and response and 
Intelligent Transportation Systems applications.  Further study of freight issues is also directed. 
 
Protect and enhance the environment, promote energy conservation, and improve quality of 
life. 
 
Concern for the environment is an integral part of the transportation planning process.  The 
process provides for the active involvement of the air quality regulatory agencies and citizens 
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APPENDIX 4 (cont.) 
Consideration of Federal Planning Factors 

 
interested in air quality.  The RTP is in conformance with the State Implementation Plan for 
air quality.  Projects identified for inclusion in the transit and highway networks first are 
considered with respect to environmental impact at the system level, using a number of maps 
identifying key environmental considerations at the regional scale.  Further, before individual 
projects are brought forward for inclusion in the plan and for funding through the TIP, 
appropriate environmental reviews at the MIS and Environmental Impact Study levels are 
conducted.  By attempting to minimize travel delay, energy conservation is promoted through 
the RTP.  In addition, as one of its policy-based activities, the RTP promotes the 
synchronization of traffic signals across the region.  DRCOG provides for such 
synchronization through its Mobility Management program.  The traffic signals are timed to be 
more efficient and to be coordinated across corridors.  Time savings and significant fuel 
savings are identified as a result of these activities.  By promoting improved mobility, the RTP 
serves the economic vitality of the region and thereby promotes quality of life. 
 
Enhance the integration and connectivity of the transportation system, across and between 
modes, for people and freight. 
 
The RTP specifically addresses the integration of RTP elements.  It discusses intermodal 
connections with respect to a number of modes, as well as shared opportunities for 
multimodal transportation development.  For example Park and Ride lots are reviewed 
relative to auto, pedestrian and bicycle connections.  Transit to transit connections are 
identified as well as transit and aviation connections.  Key intermodal facilities identified in the 
RTP are the Denver Union Terminal and Denver International Airport. 
 
Promote efficient system management and operation. 
 
The RTP makes specific reference to system management.  It discusses both operational 
improvements and demand modification to ensure that regional transportation  facilities can 
and will fulfill their intended function to direct travel to underused transportation resources 
and to make heavily used transportation resources work as efficiently as possible. 
 
Emphasize the preservation of the existing transportation system. 
 
The discussion of the RTP elements begins with a discussion of the need to maintain and 
preserve the existing transportation system.  The financial analysis of the plan also assures 
that funding for maintenance operations is appropriately considered along with physical 
improvement to the transportation system. 
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Appendix 5 
Response to State Requirements 

 
 
The Colorado Transportation Commission, pursuant to statutory authority in the 
Colorado Revised Statutes, promulgated Rules and Regulations for the Statewide 
Transportation Planning Process (the “Rules”) in 1992, and amended them in July 1997.  
These “Rules” are intended to prescribe the statewide transportation planning process 
through which a 20-year, intermodal, comprehensive statewide transportation plan will 
be developed.  The cooperative process was designed to coordinate regional 
transportation planning endeavors as a fundamental basis for developing the statewide 
plan.  In January 1998, the Colorado Department of Transportation (CDOT) issued a 
Regional Transportation Planning Guidebook to assist regional planning bodies in 
implementing the “Rules,” facilitating consistency between plans and thus easing 
consolidation into the statewide 2020 plan.  It should be noted that Metro Vision, the 
region’s preferred plan, was adopted prior to amendment of the “Rules,” and the 
process for preparing the fiscally constrained 2025 Interim RTP was initiated nearly a 
year before issuance of the Guidebook.  Nevertheless, both Metro Vision and 2025 
Interim RTP were developed in a manner consistent with the spirit and intent of the 
“Rules,” as amplified by the Guidebook. 
 
With regard to the development of regional transportation plans, there are four key 
provisions of the “Rules”: public participation, transportation systems planning, regional 
transportation plan content, and air quality.  That Metro Vision and the 2025 Interim 
RTP are complete in meeting the requirements of the “Rules” is demonstrated for each 
of these provisions. 
 
Public Participation 
 
Chapter I of Public Involvement in Regional Transportation Planning (November 1994) 
provides the framework for involving the public in the transportation planning process.  
The public involvement process is proactive and provides complete information, timely 
public notice, full public access to key decisions, and opportunities for early and 
continuing involvement.  Public participation activities relative to Metro Vision are 
contained in the adoption resolution.  Chapter I of this document provides an overview 
of the public involvement process for the 2025 Interim RTP, and a complete record of 
this has been prepared and is on file at DRCOG offices. 
 
Transportation System Planning 
 
The “Rules” require an intermodal transportation systems planning approach, with 
specific consideration of federal planning factors.  That DRCOG employs an intermodal 
systems approach is demonstrated throughout both Metro Vision and 2025 Interim RTP 
documents.  Federal planning factors are addressed in Appendix 4. 
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APPENDIX 5 (cont.) 
Response to State Requirements 

 

Regional Transportation Plan Content 
 
The “Rules” list nine elements, as follow: 
 
• Preferred plan.  Metro Vision is the preferred plan.  It is summarized in Chapter III. 
 
• Fiscally constrained plan.  Elements of the 2025 Interim RTP are described in Chapter IV. 
 
• Analysis of federal planning “factors”  See Appendix 4. 
 
• Assessment of social, environmental, energy, and economic impacts of the RTP.  See 

conformity statement and Chapter V. 
 
• Identification of the results of completed MISs.  Appendix 2 tabulates the recommended 

and necessary improvements from the East, West, and Southeast Corridor Major 
Investment Studies. 

 
• Prioritization of projects in the regional transportation plan.  The process is described in 

Chapter III and Appendix 1.  Staging is depicted in Appendix 3. 
 
• Funding plan.  Chapter VI describes the financial plan. 
 
• Public notification and participation.  See Chapter I and the public involvement record 

referenced previously. 
 
• Resolution of adoption.  See Appendix 6. 
 
Air Quality 
 
Conformity of the Updated Metro Vision 2020 Regional Transportation Plan, the Fiscally 
Constrained Element and the 2001-2006 Transportation Improvement Program with the State 
Implementation Plan for Air Quality identifies air quality at-risk areas, mobile source 
emissions, and air quality implications. 
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LIST OF ACRONYMS 
 
2025 Interim RTP  Metro Vision 2025 Interim Regional Transportation Plan, the Fiscally Constrained 

Element 
AASHTO  American Association of State Highway and Transportation Officials 
ADA  Americans with Disabilities Act 
AIP  Airport Improvement Program 
APCD  Air Pollution Control Division 
CAA  Clean Air Act 
CAB  Colorado Aeronautical Board 
CAS  Corridor Assessment Study 
CBD  Central Business District 
CDOT  Colorado Department of Transportation 
CO  Carbon Monoxide 
DIA  Denver International Airport 
DUT  Denver Union Terminal 
DRCOG  Denver Regional Council of Governments 
E & D  Elderly and disabled 
FAA  Federal Aviation Administration 
FHWA  Federal Highway Administration 
FTA  Federal Transit Administration 
HOV  High occupancy vehicles 
HUTF  Highway Users Tax Fund 
ISTEA  Intermodal Surface Transportation Efficiency Act 
ITS  Intelligent Transportation Systems 
LRT  Light rail transit 
Metro Vision  Metro Vision 2020 Plan 
MIS  Major Investment Study 
MPO  Metropolitan Planning Organization 
MRA  Major regional arterial 
MTS  Metropolitan transportation system 
NHS  National Highway System 
NOx  Nitrogen oxides 
PFC  Passenger facility charges 
PM10  Particulate matter less than 10 microns in size 
PMT  Person-miles of travel 
RAQC  Regional Air Quality Council 
RASP  Regional Aviation System Plan 
RPAC  Regional Planning Advisory Committee 
RTD  Regional Transportation District 
RTP  Regional Transportation Plan 
SIP  State Implementation Plan 
SOV  Single occupancy vehicle 
STIP  State Transportation Improvement Program 
STP  Surface Transportation Program 
TAC  Transportation Advisory Committee 
TAZ  Transportation Analysis Zone 
TC  Transportation Committee 
TDM  Transportation Demand Management 
TDP  Transportation Development Plan 
TEA-21  Transportation Equity Act for the 21st Century 
TIP  Transportation Improvement Program 
TPC  Transportation Policy Committee 
UMTA  Urban Mass Transportation Association 
USC  United States Code 
VMT  Vehicle-miles traveled 
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