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4.0 4.0 TRANSPORTATION IMPACTS AND MITIGATION MEASURES  
This chapter examines the effects of the Draft Environmental Impact Statement (DEIS) alternatives 
described in Chapter 3, Alternatives Considered, on transportation facilities within the project area, 
including roadways, transit systems and services, pedestrian and bicycle facilities, and truck and rail 
freight service. Analysis of existing and expected future traffic impacts is based on design concepts 
developed for the DEIS alternatives, accepted analysis methodologies defined in the Highway Capacity 
Manual 2000 (Transportation Research Board, 2000), and traffic forecasts for the year 2030 based on 
the Denver Regional Council of Governments’ (DRCOG) adopted 2030 Metro Vision Regional 
Transportation Plan (2005) and its corresponding regional travel demand model. 
 
4.1 TRANSPORTATION OVERVIEW 
The existing transportation system in the project area is a mix of mature state and local highways and 
streets, interstate highways, freight railroad lines of the Union Pacific railroad (UPRR) and the 
Burlington Northern Santa Fe railway, bus transit service provided by Denver’s Regional Transportation 
District (RTD), numerous truck freight carriers, and both on-road and off-road bicycle and pedestrian 
ways. Denver International Airport (DIA) is located northeast of the project area and is served by E-470 
and Peña Boulevard.  
 
I-70 is part of the national interstate highway system and is the transportation backbone for east-west 
travel in the Denver region and the State of Colorado. I-70 connects with several other interstate 
highways to form a part of the Denver region’s system of freeways and other limited access, high-speed 
highways: I-25, I-270, and I-225.  
 
I-70 is a fully access-controlled freeway, generally with six lanes from I-25 to I-270, eight lanes from   
I-270 to I-225, six lanes from I-225 to Peña Boulevard, and four lanes east of Peña Boulevard. Add/drop 
lanes and continuous acceleration/deceleration (auxiliary) lanes are provided between many of the 
interchanges for vehicles entering and exiting I-70. The speed limit on I-70 within the project area is 55 
miles per hour (mph). The portion of I-70 from Washington Street to Colorado Boulevard is an elevated 
viaduct, with 46th Avenue located beneath the viaduct. 
 
I-70 crosses numerous roadways in the project area that provide north-south connectivity. Currently no 
major roadways are bisected by I-70; that is, all major north-south roadways are continuous over or 
under I-70. Between Washington Street and Colorado Boulevard, all of the minor roadways provide 
continuous north-south connectivity beneath I-70 or intersect with 46th Avenue. Between Colorado 
Boulevard and Quebec Street, all of the minor roadways intersect with one-way frontage roads located 
either north or south of I-70. The frontage roads travel east-west and provide access to the major 
roadways. East of Quebec Street, only the major roadways that connect with I-70 provide continuous 
north-south connectivity across I-70. All of the minor roadways in this area terminate at local roadways 
that parallel I-70 and travel east-west between adjacent major roadways. 
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4.2 PROJECT AREA ROADWAY SYSTEM 
An operational analysis of existing and projected future traffic conditions was performed to identify 
needed improvements and to determine the potential effectiveness of the roadway improvements 
contained within each of the evaluated alternatives. Details of the analyses and methodology used to 
evaluate the roadway system can be found in the I-70 East Traffic Technical Report (2007). The analysis 
includes an assessment of I-70 mainline (basic freeway and weaving), ramp junctions (merge and 
diverge points), interchange intersections, and the evaluation of additional performance measures (travel 
times, average travel speeds, hours of congestion, and peak-hour person-hours of delay). Existing and 
anticipated operations on 46th Avenue were also included in the analysis.  
 
4.2.1 Existing Traffic (2003) 
Average daily traffic volumes and vehicle classification counts were collected in October and November 
of 2003 on I-70 and the local roadway network. Heavy vehicle percentages ranged from 7 to 14 percent 
of total daily traffic. Exhibit 4-1, Exhibit 4-2, and Exhibit 4-3 display the existing average daily traffic 
volumes and peak hour volumes at I-70 mainline and local street locations within the project area. 
General patterns on I-70 include: 

• Mainline daily traffic volumes range from about 37,000 vehicles per day (vpd) east of Airport 
Boulevard to more than 195,000 vpd between I-270 and Havana Street. 

• Eastbound volumes range between 58,000 vpd and 77,000 vpd between I-25 and I-270, rise to a 
high of over 101,000 vpd, and then steadily decrease to a low of about 16,000 vpd east of Airport 
Boulevard. 

• Westbound traffic steadily increases from about 21,000 vpd east of Airport Boulevard to a high 
of about 95,000 vpd east of I-270, where the volumes then drop to about 57,000 to 66,000 vpd 
between I-270 and Washington Street. 

• During the morning peak, traffic volumes are higher in the eastbound direction between I-25 and 
I-270, but then are higher in the westbound direction from Tower Road to I-270. 

• During the evening peak, eastbound traffic is generally higher than westbound traffic for all 
sections of I-70 between I-25 and Tower Road. 
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Exhibit 4-1 
Existing Traffic Volumes (2003) 

I-25 to Monaco Street 

 
Source: PBS&J, October/November 2003 
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Exhibit 4-2 
Existing Traffic Volumes (2003) 

Monaco Street to I-225 

 
Source: PBS&J, October/November 2003 
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Exhibit 4-3 
Existing Traffic Volumes (2003) 

I-225 to Tower Road 

 
Source: PBS&J, October/November 2003 
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Local Street System  
Generally, traffic volume on streets north of I-70 are highest in the southbound direction toward I-70 in 
the morning and in the northbound direction away from I-70 in the evening. Traffic volumes on streets 
south of I-70 show a reverse trend. Volumes are highest in the southbound direction away from I-70 in 
the morning (AM) peak and in the northbound direction toward I-70 in the evening (PM) peak. 
 
Westbound traffic on 46th Avenue is heavier than eastbound traffic on all sections of the roadway 
during both peaks of the day. The PM peak period volumes tend to be higher in both directions 
compared to the AM peak. Eastbound traffic decreases between Washington Street and Josephine Street, 
increases on the approach to Steele Street, and then decreases toward Colorado Boulevard. Westbound 
volumes increase between Colorado Boulevard and Steele Street and then gradually decrease on each 
link west to Washington Street. Exhibit 4-4 shows the peak hour traffic volumes for sections of 46th 
Avenue between Washington Street and Colorado Boulevard. 
 

Exhibit 4-4 
Existing Peak Hour Traffic Volumes on 46th Avenue (2003) 

Peak (AM/PM) Hour Traffic 
Roadway Section 

Eastbound Westbound 

Washington Street to Brighton Boulevard 124/126 128/275 
Brighton Boulevard to York Street 108/164 241/382 
York Street to Josephine Street 94/183 467/492 
Josephine Street to Steele Street 177/256 481/539 
Steele Street to Colorado Boulevard 99/58 109/183 
Source: PBS&J, October/November 2003 

 
 
4.2.2 Existing Traffic Operations and Performance 
An existing conditions operational analysis was conducted to determine baseline performance within the 
project area. The analysis was based upon existing geometry and traffic volume data collected in 2003 
and used base year data reported from the DRCOG regional model. The following paragraphs present 
existing levels of service (LOS), hours of congestion, and travel speeds and travel times. 
 
Level of Service 
Roadway traffic congestion is expressed in terms of LOS as defined by the Highway Capacity Manual 
(Transportation Research Board, 2000). LOS is a letter code ranging from A for excellent conditions to 
F for heavily congested flow and traffic demand exceeding capacity. LOS B through LOS E represents 
progressively worse traffic conditions.   
 
During the AM peak, eastbound I-70 generally operates at LOS E or F from I-25 to Colorado Boulevard. 
The remainder of eastbound I-70 operates at LOS D or better except for the section between I-270 and 
Havana Street. All sections of eastbound I-70 operate at LOS D or better during the PM peak. 
 
In the westbound direction, I-70 operates at LOS E or F from Tower Road to Quebec Street in the AM 
peak. The remainder of I-70 operates at LOS D or better during the AM peak with the exception of the 
section between Steele Street and York Street. In the PM peak, westbound I-70 generally operates at 
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LOS D or better with the exception of the section between Steele Street and York Street and the sections 
between Peoria Street and Quebec Street. 
 
Hours of Congestion 
As shown in Exhibit 4-5, daily hours of congestion on mainline I-70 range from zero percent (0 hours) 
between I-225 and Tower Road to twelve percent (3 hours) of the day between I-270 and I-225. 
 

Exhibit 4-5 
Existing Highway Congestion (2001) 

Highway Section 
Percent of Day 

Highway is 
Congested  

I-25 to York Street 3% 
York Street to Holly Street 7% 
Holly Street to I-270 3% 
I-270 to I-225 12% 
I-225 to Tower Road 0% 

Source: 2001 DRCOG Travel Model 
 
Travel Times and Travel Speeds 
As shown in Exhibit 4-6, in 2003 it took more than 15 minutes during the evening peak period to travel 
between Tower Road and I-25 in both directions. This corresponds to an average travel speed of less 
than 45 mph. 
 

Exhibit 4-6 
Existing I-70 Evening Peak Travel Times and Speeds 

(2003) 

Highway Section Travel Time 
(minutes)  

Average Speed1 
(mph) 

Westbound 
I-25 to York Street 3.4 28 

York Street to Holly Street 5.1 23 

Holly Street to I-270 1.5 50 

I-270 to I-225 4.5 42 

I-225 to Tower Road 4.2 49 

Total 18.8 37 
Eastbound 
I-25 to York Street 2.4 40 

York Street to Holly Street 2.6 47 

Holly Street to I-270 2.6 35 

I-270 to I-225 3.8 49 

I-225 to Tower Road 4.3 49 

Total 15.6 44 
1. Average speeds are based on entire length of section or entire project area 
 Source:  PBS&J, 2030 AIMSUN Microsimulation model 
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4.2.3 Future Traffic (2030) 
The DRCOG 2030 travel demand model was used as the basis for forecasting future traffic volumes on 
I-70 for the No-Action and build alternatives. 
 
No-Action Alternative 
Exhibit 4-7, Exhibit 4-8, and Exhibit 4-9 display future (2030) average daily traffic volumes and peak 
hour volumes on the I-70 mainline and local project area streets if improvements are not made. A 
comparison of existing and future (2030) mainline I-70 traffic volumes shows a substantial traffic 
increase by the year 2030. Some sections of I-70 will experience as much as a 220 percent increase (east 
of Peña Boulevard) in daily traffic. Without improvements, this increase in traffic will add to the 
congestion along the corridor in the future. Traffic on I-70 mainline and local streets exhibit similar peak 
period directional patterns as existing conditions. 
 
For the No-Action Alternative, all access conditions to I-70 would be similar to existing conditions with 
the exception of the York Street interchange. For the No-Action North Alternative, access would be the 
same as existing conditions. For the No-Action South Alternative, the exit ramp would shift to the west 
side of York Street. In this scenario, drivers exiting eastbound I-70 that want access to 45th Avenue or 
northbound Josephine Street would have to travel south to 44th Avenue and then east to Josephine Street 
where they could return to 45th Avenue or continue north on Josephine Street. Because the No-Action 
Alternative would not change the surface street grid, it would have no effect on local street circulation, 
other than the access change at the York Street interchange. 
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Exhibit 4-7 
No-Action Alternative Traffic Volumes (2030) 

I-25 to Monaco Street 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-8 
No-Action Alternative Traffic Volumes (2030) 

Monaco Street to I-225 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-9 
No-Action Alternative Traffic Volumes (2030) 

I-225 to Tower Road 

 
Source: 2030 DRCOG Travel Model 
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Build Alternatives (Alternatives 1, 3, 4, and 6) 
Year 2030 traffic forecasts for Alternative 1 are shown in Exhibit 4-11 through Exhibit 4-13, for 
Alternative 3 in Exhibit 4-14 through Exhibit 4-16, for Alternative 4 in Exhibit 4-17 through Exhibit 
4-19, and for Alternative 6 in Exhibit 4-20 through Exhibit 4-22. Exhibit 4-10 shows a comparison of 
mainline I-70 traffic volumes for the No-Action Alternative and build alternatives.  
 

Exhibit 4-10 
Future Daily Traffic Volumes (2030) 

Daily Traffic Volume (vehicles per day) by Alternative 

Alternative 1 and 3 Alternative 4 and 6 
Highway Section 

No-Action Average 
Daily 

Traffic 
Average 

Difference 
Average 

Daily 
Traffic 

Average 
Difference 

I-25 to Brighton 
Boulevard 210,100 250,500 20% 204,300 -3% 

Brighton Boulevard to 
Dahlia Street 

189,100 – 
222,000 

263,500 – 
267,900 29% 

Dahlia Street to I-270 171,100 – 
200,300 

249,200 -
251,200 35% 

169,200 – 
196,500 -7% 

I-270 to I-225 253,900 – 
266,900 

296,700 – 
347,900 24% 278,900 – 

331,800 17% 

I-225 to Chambers Road 271,900 324,400 19% 317,300 17% 
Chambers Road to           
Tower Road 

108,100- 
128,500 

150,400 – 
162,900 32% 147,300 – 

159,300 30% 

Note: Traffic volume ranges represent differences in daily volumes between interchanges within each section. 
For Alternatives 3 and 6 the average daily traffic values represent a sum of the general purpose and toll lanes. 
 
 
Alternatives 1 and 3 have similar traffic patterns as the No-Action Alternative with lower volumes at 
either end of the project area and highest volumes in the section between I-270 and the ramps to Peña 
Boulevard. For Alternatives 4 and 6, traffic volumes are highest on the sections between I-270 and the 
Peña Boulevard ramps and tend to be lower near the ends of the project area. When comparing to the 
No-Action Alternative, traffic on the sections between Brighton Boulevard and I-270 would be lower for 
the realignment alternatives. This is primarily because 46th Avenue would be improved to a continuous 
four-lane arterial to replace the original I-70. This arterial would carry about 40,000 vpd.  
 
Reconstruction and widening of I-70 under Alternatives 1 and 3 would result in configuration changes to 
most interchanges. However, with the exception of York Street, all crossing streets that can currently be 
accessed from I-70 either directly or through use of frontage roads or collector-distributor roads would 
continue to have similar access. As a result of removing the York Street interchange, this traffic would 
either use the Brighton Boulevard or the Steele Street interchange. Traffic exiting at Brighton Boulevard 
to or from the west would be able to use Brighton Boulevard and 46th Avenue to access York Street. 
Traffic exiting at Steele Street to or from either the east or the west would be able to use Steele Street 
and 46th Avenue to reach York Street. Both of these alternative exits are less than one-half mile from 
York Street. For most trips that would otherwise use the York Street interchange, the added travel 
distance would be less than one-half mile.  
 



I-70 East Draft Environmental Impact Statement   Chapter 4: Transportation Impacts and Mitigation Measures 

 Chapter 5: Affected Environment, Environmental Consequences, and Mitigation 
 

November 2008   4-13 

Exhibit 4-11 
Alternative 1 Traffic Volumes (2030) 

I-25 to Monaco Street 

 
Source: 2030 DRCOG Travel Model  
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Exhibit 4-12 
Alternative 1 Traffic Volumes (2030) 

Monaco Street to I-225 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-13 
Alternative 1 Traffic Volumes (2030) 

I-225 to Tower Road 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-14 
Alternative 3 Traffic Volumes (2030) 

I-25 to Monaco Street 

 
Source: 2030 DRCOG Travel Model  
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Exhibit 4-15 
Alternative 3 Traffic Volumes (2030) 

Monaco Street to I-225 

 
Source: 2030 DRCOG Travel Model and PBS&J (AIMSUN) 
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Exhibit 4-16 
Alternative 3 Traffic Volumes (2030) 

I-225 to Tower Road 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-17 
Alternative 4 Traffic Volumes (2030) 

I-25 to I-270 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-18 
Alternative 4 Traffic Volumes (2030) 

I-270 to I-225 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-19 
Alternative 4 Traffic Volumes (2030) 

I-225 to Tower Road 

 
Source: 2030 DRCOG Travel Model 
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Exhibit 4-20 
Alternative 6 Traffic Volumes (2030) 

I-25 to I-270 

 
Source: 2030 DRCOG Travel Model and PBS&J (AIMSUN) 
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Exhibit 4-21 
Alternative 6 Traffic Volumes (2030) 

I-270 to I-225 

 
Source: 2030 DRCOG Travel Model and PBS&J (AIMSUN) 
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Exhibit 4-22 
Alternative 6 Traffic Volumes (2030) 

I-225 to Tower Road 

 
Source: 2030 DRCOG Travel Model 
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Construction of I-70 on a new alignment (Alternatives 4 and 6) would have a greater effect to local I-70 
access than would the existing alignment alternatives. New access points to and from the east at 
Brighton Boulevard north of 46th Avenue and at Vasquez/Colorado Boulevard would improve interstate 
highway access in Commerce City. Each of the build alternatives would also provide a new access point 
for Stapleton at Central Park Boulevard.  
 
Realigning I-70 between Brighton Boulevard and Quebec Street in Alternatives 4 and 6 would reduce 
access in the areas previously served by this section. Removing the existing viaduct between Brighton 
Boulevard and Colorado Boulevard and converting I-70 east of Colorado Boulevard to serve as 46th 
Avenue would require traffic currently using I-70 between these points to access local land uses by 
exiting I-70 at either Brighton Boulevard or Quebec Street and traversing an upgraded and converted 
46th Avenue to reach local destinations.  
 
Each of the proposed build alternatives would result in changes to existing circulation patterns on the 
surrounding roadway network primarily between Brighton Boulevard and Quebec Street. The changes in 
access for these alternatives are illustrated in Appendix A. All build alternatives have the potential to 
affect circulation on the local street. The primary function of 46th Avenue is to serve local residents and 
businesses along the existing I-70 alignment. While the changes to existing access conditions include the 
removal of ramps and elimination of cross connectivity below I-70, some of the changes include the 
addition of ramps and greater connectivity of adjacent north-south roadways through the addition of 
frontage road or collector-distributor road systems.  
 
More specifically, the proposed improvements for Alternatives 1 and 3 would result in the following 
changes to the local roadway network within the project area. The tolled express lanes in Alternative 3 
would not have additional impacts to local streets access or circulation. 

• I-25 to Brighton Boulevard. No changes to surface street circulation would occur in this 
section. 

• Brighton Boulevard to York Street. For Alternatives 1 and 3 North, the eastbound Washington 
Street exit ramp and 46th Avenue would be shifted to the north. This would result in the 
construction of a new frontage road north of I-70 between Williams Street and Gaylord Street. 
This change would not affect traffic circulation, but would result in a new connection between 
Williams Street and High Street. 

• York Street to Steele Street. In this section, only York Street, Josephine Street, and Steele 
Street would maintain north-south connectivity across I-70. The Steele Street ramps would 
represent the eastern terminus 46th Avenue. The changes to 46th Avenue would result in 
changes to circulation and connectivity of numerous local roadways. 

For Alternative 1 and 3 North, both Columbine Street and Elizabeth Street would be converted to 
right-in, right-out access at 46th Avenue. The remaining roadways between Elizabeth Street and 
Steele Street (Thompson Court, Clayton Street, Fillmore Street, and Milwaukee Street) would no 
longer intersect with 46th Avenue, but would terminate at new frontage roads (north and south of 
I-70) that would provide east-west connectivity between these roadways. Motorists normally 
using these roadways to travel east west on 46th Avenue would use other east-west roadways, 
and motorists normally using these north-south connections can use east-west roadways to either 
Josephine Street, York Street, or Steele Street to cross I-70. 

For Alternative 1 and 3 South, Columbine Street and the north leg of Elizabeth Street would be 
converted to right-in, right-out access at 46th Avenue. North of I-70, the remaining roadways 
between Elizabeth Street and Steele Street (Thompson Court, Clayton Street, Fillmore Street, 
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and Milwaukee Street) would no longer intersect with 46th Avenue. South of I-70, these 
roadways plus Elizabeth Street would all terminate at 45th Avenue. Motorists normally using 
these roadways to travel east-west on 46th Avenue would use other east-west roadways, and 
motorists normally using these north-south connections can use east-west roadways to either 
Josephine Street, York Street, or Steele Street to cross I-70. 

45th Avenue would terminate at St. Paul Street just west of Steele Street and would no longer 
intersect with Steele Street. Motorists would use north-south roadways to access 44th Avenue or 
43rd Avenue and then travel east to Steele Street. 

• Steele Street to Colorado Boulevard. 45th Avenue east of Steele Street would no longer 
intersect with Steele Street. Motorists would use north-south roadways to access 44th Avenue or 
43rd Avenue and then travel west to Steele Street. 

• Colorado Boulevard to Dahlia Street. The existing westbound and eastbound slip ramps 
between Stapleton Drive North and I-70 and Stapleton Drive South and I-70 at Dahlia Street 
would be eliminated. These traffic movements would be accomplished by sharing ramps with 
Colorado Boulevard and the frontage road system connecting from Colorado Boulevard to 
Dahlia Street. 

• Dahlia Street to Quebec Street. While the configuration of the frontage roads and slip ramps 
would be altered, all circulation elements provided by the connection of local streets to the 
frontage roads would be maintained. There would be no change in circulation under this 
alternative. 

• Quebec Street to Tower Road. No changes to surface street circulation would occur in this 
section. 

 
The proposed improvements for Alternatives 4 and 6 would result in the following changes to the local 
street network and circulation along the existing I-70 alignment. The tolled express lanes in Alternative 
6 would not have additional impacts to local street access or circulation. 

• I-25 to Washington Street. No changes to surface street circulation would occur in this section. 
• Washington Street to Brighton Boulevard. Under existing conditions, 47th Avenue crosses 

Washington Street and then turns into 46th Avenue. In Alternatives 4 and 6, the westbound 
approach of 46th Avenue would be realigned to intersect at the westbound I-70 entrance ramp 
intersection along Washington Street. Eastbound 47th Avenue to 46th Avenue traffic would 
travel south on Washington Street and then turn left onto 46th Avenue. 

• Brighton Boulevard to Vasquez Boulevard. Brighton Boulevard would remain on its existing 
alignment between 46th Avenue and 48th Avenue at and would terminate at 48th Avenue. 
Brighton Boulevard would resume at Race Street and would travel east west along the south side 
of I-70 across York Street and Columbine Street before turning north, while passing under I-70 
and back onto its original alignment. Motorists wanting to complete a continuous trip on 
Brighton Boulevard through the section of discontinuity would use Race Street and 48th Avenue. 

• Vasquez Boulevard to Colorado Boulevard. In this section, only York Street, Josephine Street, 
and Steele Street would maintain north-south connectivity across I-70. 46th Avenue would no 
longer exist beneath I-70 between Columbine Street and Steele Street, but would be part of one-
way frontage roads that parallel I-70, with eastbound travel south of I-70 and westbound travel 
north of I-70. The changes to 46th Avenue would result in changes to circulation and 
connectivity of numerous local roadways. 
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• Colorado Boulevard to Quebec Street. As a part of the conversion of I-70 to 46th Avenue, the 
existing grade separations of Dahlia, Holly, and Monaco Streets would be removed, and the 
crossing of 46th Avenue by those streets would be at signalized intersections. No changes to 
local street circulation or to existing property access to the frontage roads would occur in this 
section. 

• Quebec Street to Tower Road. No changes to surface street circulation would occur under 
Alternatives 4 and 6. 

 
46th Avenue 
Average daily traffic volumes on 46th Avenue for all build alternatives are shown in Exhibit 4-23. For 
Alternatives 1 and 3, the traffic volumes almost double compared to the no-action levels with volumes 
higher in the middle sections of the roadway and lower on the outer sections. Alternatives 4 and 6 show 
a large increase in traffic volumes primarily because the roadway will be improved to a four-lane arterial 
and will provide continuous connectivity between the I-70/Brighton Boulevard interchange on the west 
and the I-70 interchange east of Quebec Street. The traffic volumes are lowest near the Dahlia Street 
intersection and increase volumes toward both the east and west ends of the roadway, with the highest 
volumes being near the I-70 interchange at the east end of 46th Avenue, as 46th Avenue collects traffic 
and funnels it in both directions to I-70. 
 

Exhibit 4-23 
Future Traffic Volumes on 46th Avenue (2030) 

Daily Traffic Volume by Alternative 
(vehicles per day) Roadway Section 

No-Action 1 and 3 4 and 6 

Washington Street to Brighton Boulevard 700 1,000 10,000 
Brighton Boulevard to York Street 4,600 10,600 49,600 
York Street to Josephine Street 5,600 10,200 40,900 
Josephine Street to Steele Street 6,600 3,700 36,900 
Steele Street to Colorado Boulevard 2,200 N/A 28,800 
Colorado Boulevard to Dahlia Street N/A N/A 27,700 
Dahlia Street to Holly Street N/A N/A 20,800 
Holly Street to Monaco Street N/A N/A 23,200 
Monaco Street to Quebec Street N/A N/A 51,700 
Quebec Street to I-70 N/A N/A 59,500 

Note: 46th Avenue terminates at Colorado Boulevard in the No-Action Alternative and west of Steele 
Street in Alternatives 1 and 3. For Alternatives 4 and 6, the I-70 viaduct between Brighton Boulevard 
and Colorado Boulevard will be removed and 46th Avenue will be improved to a four-lane arterial 
between Brighton Boulevard and Quebec Street/I-70. 

 
 
Heavy Vehicles on the Corridor 
The percentage of heavy vehicles on a roadway affects traffic operations. Heavy vehicles typically travel 
at slower speeds than passenger vehicles and require longer acceleration and deceleration distances. As 
the percentage of heavy vehicles in the traffic stream increases, passenger vehicle movement becomes 
restricted and traffic operations deteriorate. The future heavy vehicle mix is expected to remain 
consistent with existing conditions (7 to 14 percent of total daily traffic), reflecting the continuing 
importance of the corridor for both through movements and local distribution of warehousing of freight. 
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4.2.4 Future Traffic Operations and Performance 
Operational analyses were performed to determine expected year 2030 operating conditions for the No-
Action Alternatives and build alternatives. The following paragraphs present level of service, hours of 
congestion, travel speeds, and travel times for each of the alternatives under consideration. 
 
Mainline Level of Service 
For the No-Action Alternative, nearly all sections of mainline I-70 would operate at LOS E or F during 
both peak periods. Alternatives 1 and 3 both have sections of the I-70 mainline that would operate at 
LOS E or F in 2030. The combination of short weaving areas between adjacent merge and diverge areas, 
multiple lane weaving sections at major interchanges such as I-270 and I-225, and location where lanes 
would be dropped, such as near I-25, would result in congested conditions during the peak periods. In 
Alternatives 3 and 6, tolled express lanes would be added to the highway, which would result in these 
alternatives having fewer general purpose lanes compared to Alternatives 1 and 3, which effectively 
results in these alternatives having lower overall capacity. This is because the tolled express lanes would 
be managed through pricing strategies to ensure that free flowing conditions are maintained, resulting in 
a lower maximum hourly volume than could be processed by the general purpose lanes. For this reason, 
the tolled alternatives would have more sections of mainline I-70 that would operate at LOS E or F for 
the general purpose lanes. For comparative purposes, Exhibit 4-24 provides peak period mainline 
operation results. 
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Exhibit 4-24 
Future Highway Level of Service (2030) 

I-70 Mainline LOS by Alternative 
AM/PM – CD Roads (Braided Ramps) 

No-Action Alt 1 Alt 3 Alt 4 Alt 6 Highway 
Sections EB WB EB WB EB WB 

Highway 
Sections1 EB WB EB WB 

I-25 to 
Washington 
St. 

F/F F/D E/D E/D F/D E/D 
I-25 to 
Washington 
St. 

E/E E/E E/E E/D 

Washington 
St. to Brighton 
Blvd. 

F/F F/F E/D F/E E/D F/F 
Washington 
St. to Brighton 
Blvd. 

D/D D/D E/D D/D 

Brighton Blvd. 
to York St. F/F F/E E/D F/E E/D E/D 

York St. to 
Steele St. F/F F/E D/D E/D E/E E/D 

Steele St. to 
Colorado Blvd. E/F F/F D/D D/D F/F D/D 

Brighton Blvd. 
to Colorado 
Blvd.  

D/D D/D F/F F/F 

Colorado Blvd. 
to Dahlia St. F/F F/F E/F D/D F/F E/E Colorado 

Blvd. to I-270 E/D D/D F/F E/F 

Dahlia St. to 
Holly St. F/F F/E E/E D/D E/F F/F 

Holly St. to 
Quebec St. F/F F/D D/D 

(D/D) 
D/D

(D/D)
E/F 

(E/F) 
F/F 

(F/F) 

I-270 to 
Quebec St. 

E/E 
(E/E) 

E/E 
(E/E) 

F/F 
(F/F) 

F/F 
(F/F) 

Quebec St. to 
I-270 F/F F/D E/E 

(E/D) 
D/D

(D/D)
F/F 

(F/F) 
D/D
(F/F) 

I-270 to 
Central Park 
Blvd. 

F/F F/F D/D 
(D/D) 

D/D
(D/E) 

F/F 
(F/F) 

E/F 
(F/F) 

Quebec St. to 
Central Park 
Blvd. 

D/D 
(D/D) 

D/D 
(D/D) 

F/F 
(F/F) 

F/F 
(F/F) 

Central Park 
Blvd. to 
Havana St. 

F/F F/F F/F 
(F/F) 

E/D 
(E/D) 

F/F 
(F/F) 

F/F 
(F/F) 

Central Park 
Blvd. to 
Havana St. 

F/F 
(F/F) 

E/D 
(E/D) 

F/F 
(F/F) 

F/F 
(F/F) 

Havana St. to 
Peoria St. F/F F/F D/D E/E F/F F/F Havana St. to 

Peoria St. D/D E/E F/F F/F 

Peoria St. to I-
225 F/F F/F D/D D/D F/F F/F Peoria St. to     

I-225 D/D D/D F/F F/F 

I-225 to 
Chambers Rd. F/F F/F D/D D/D F/F F/F I-225 to 

Chambers Rd. D/D D/D F/F F/F 

Chambers Rd. 
to Airport Rd. E/F F/F D/F E/D D/F E/D Chambers Rd. 

to Airport Rd. D/F E/D D/F E/D 

Airport Rd. to 
Tower Rd. F/C F/F E/F F/D F/F F/D Airport Rd. to 

Tower Rd. F/C F/F E/F F/D 

1. LOS was analyzed for different highway sections due to the different alignments. 
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Interchange Merge/Diverge Level of Service 
All of the eastbound I-70 merge and diverge areas in the No-Action Alternative would operate at LOS E 
or F with the exception of the Steele Street diverge, Chambers Road merge, Airport Road 
merge/diverge, and the Tower Road diverge. These areas would operate with LOS D or better during 
both peaks. For the westbound merge and diverge areas, Tower Road diverge, Quebec Street diverge, 
and Washington Street merge all would operate at LOS D or better during the PM peak, but the 
remaining ramp junctions would operate at LOS E or F during both peaks. All of the ramp junctions in 
2030 show degradation in operations for the No-Action Alternative compared to the existing conditions. 
 
A majority of the ramp junction areas would operate at LOS D or better for Alternatives 1 and 4. For 
Alternatives 3 and 6, a majority of the ramp junction areas would operate at LOS D or better in the areas 
outside of where the tolled express lanes would be added. In the area where the tolled express lanes 
would exist, a majority of the ramp junction with the general purpose lanes would operate at LOS E or 
F. 
 
Interchange Intersection Level of Service 
Most of the interchange intersections in the No-Action Alternative would operate at LOS E or F. 
Exceptions where interchange intersections operate better than LOS E include York Street, Vasquez 
Boulevard, and Holly Street during both peaks, and Dahlia Street and Monaco Street during at least one 
peak period. 
 
In all build alternatives, all but few interchange intersections would operate at LOS D or better, as these 
intersections would be designed to accommodate the projected traffic volumes. 
 
Hours of Congestion 
By 2030, all sections of I-70 would experience a significant increase in the daily number of hours during 
which they are congested. Under the No-Action Alternative, I-70 would operate in a congested state 
between 20 percent and 42 percent of the day, as shown in Exhibit 4-25.  
 
Exhibit 4-25 also compares the percentage of the day during which the highway would be congested for 
each build alternative. All of the build alternatives would reduce the hours of congestion for I-70 
compared to the No-Action Alternative.  
 
For the existing alignment alternatives, Alternative 1 would have lower overall congestion, although the 
tolled express lanes in Alternative 3 would be managed to operate in a free-flow condition throughout 
the day. Because the tolled express lane alternative has fewer general purpose lanes, effectively reducing 
the overall capacity of the freeway, Alternative 3 would experience a higher number of congested hours 
in the general purpose lanes over the sections of the highway where tolled express lanes are proposed. 
 
The same is true when comparing the realignment alternatives. Alternative 6 would experience more 
hours of congestion in the general purpose lanes than Alternative 4 for the sections of the highway 
where tolled express lanes are proposed, although the tolled express lanes in Alternative 6 would be 
managed to operate in a free-flow condition throughout the day. Overall Alternative 4 would have 
lowest daily hours of congestion because it would not have tolled express lanes, there are fewer 
interchanges along the realignment section compared to the existing alignment, and it would have the 
greater available capacity compared to the tolled express lane alternatives. 
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Exhibit 4-25 
Future Highway Congestion (2030) 

Percent of Day Highway is Congested by Alternative 
3 6 Highway Section 

No-Action 1 
GP Toll 

4 
GP Toll 

I-25 to York Street1 
I-25 to Columbine Street2 26% 13% 13% 10% 10% N/A 

York Street to Holly Street1 
Columbine Street to I-2702 30% 8% 10% 

N/A 
2% 5% 

Holly Street to I-2701 
I-270 to 46th Avenue2 20% 20% 25% 31% 37% 

I-270 to I-2251 
46th Avenue to I-2252 42% 9% 37% 

0% 
6% 37% 

0% 

I-225 to Tower Road 32% 17% 16% N/A 16% 16% N/A 
Note: GP=general purpose lane, Toll = tolled express lane. Italicized text denotes realignment sections. 
1. Existing alignment alternatives (1 and 3) 
2. Realignment alternatives (4 and 6). 
Source: 2030 DRCOG Travel Model 

 
 
Exhibit 4-26 and Exhibit 4-27 compare expected PM peak period travel times and speeds, respectively, 
for westbound and eastbound travel for all alternatives. For the No-Action Alternative, it would take 
approximately 61 minutes in 2030 to travel westbound on I-70 from Tower Road to I-25. This 
corresponds to an average travel speed of approximately 12 mph. For westbound traffic, travel speeds 
would reach a high of 24 mph for the section between I-270 and Holly Street, and reach a low of 8 mph 
for the section between Tower Road and I-225. Eastbound travel between I-25 and Tower Road would 
require approximately 32 minutes, which equates to an average travel speed of about 23 mph. For 
eastbound traffic, speeds would fluctuate between a high of 33 mph between York Street and Holly 
Street and a low of 15 mph between I-25 and York Street. Compared to existing conditions, westbound 
travel times in 2030 would increase by 220 percent, while travel speeds would decrease by more than 67 
percent. Eastbound travel time would more than double, while the travel speeds would be cut in half. 
These values are consistent with the majority of mainline freeway sections, ramp junctions, and 
intersections operating at LOS E or F. 
 
For the build alternatives, westbound travel during the peak period for the non-tolled alternatives 
(Alternatives 1 and 4) would take about 18 minutes at an average speed of approximately 40 mph. 
Eastbound travel would take 21 to 23 minutes with average speeds ranging between 32 and 39 mph. 
Compared to the No-Action Alternative, westbound travel time would be improved by about 70 percent 
and eastbound travel time would be improved by about 30 percent.  
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Exhibit 4-26 
Future Evening Peak Travel Times (2030) 

Travel Time (minutes) by Alternative 

3 6 Highway Section No-
Action 1 

GP Toll 
4 

GP Toll 

Westbound 
I-25 to York Street1 

I-25 to Columbine Street2 
8.7 3.5 3.5 2.1 2.7 N/A 

York Street to Holly Street1 
Columbine Street to I-2702 

9.1 3.4 3.8 
N/A 

3.6 3.8 

Holly Street to I-2701 
I-270 to 46th Avenue2 

3.8 2.2 2.2 3.4 6.7 

I-270 to I-2251 
46th Avenue to I-2252 

14.3 4.2 13.4 
6.0 

4.3 11.3 

8.3 

I-225 to Tower Road 25.0 4.3 6.3 N/A 4.3 6.3 N/A 

Total Travel Time 60.9 17.6 29.2 19.63 17.7 31.0 21.03 
Eastbound 
I-25 to York Street1 

I-25 to Columbine Street2 
6.3 2.5 3.2 2.0 3.1 N/A 

York Street to Holly Street1 
Columbine to I-2702 

3.6 3.4 3.6 
N/A 

2.1 7.1 

Holly Street to I-2701 
I-270 to 46th Avenue2 

3.9 4.2 4.4 4.4 6.9 

I-270 to I-2251 
46th Avenue to I-2252 

9.0 4.9 7.2 
6.1 

5.1 7.5 

8.4 

I-225 to Tower Road 9.7 7.8 10.6 N/A 8.0 10.6 N/A 

Total Travel Time 32.3 22.8 29.0 23.53 21.6 35.0 29.23 
Note: GP=general purpose lane, Toll = tolled express lane. Italicized text denotes realignment sections. 
1. Existing alignment alternatives (1 and 3) 
2.  Realignment alternatives (4 and 6) 
3. Tolled express lanes include times spent in general purpose lanes plus tolled express lanes and total travel length for 
both. 
Source:  2030 DRCOG Travel Model 
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Exhibit 4-27 
Future Evening Peak Travel Speeds (2030) 

Travel Speed1 (mph) by Alternative 

3 6 Highway Section No-
Action 1 

GP Toll 
4 

GP Toll 

Westbound 
I-25 to York Street2 

I-25 to Columbine Street3 
11 27 27 40 31 N/A 

York Street to Holly Street2 
Columbine Street to I-2703 

13 35 31 
N/A 

33 32 

Holly Street to I-2702 
I-270 to 46th Avenue3 

24 41 42 41 21 

I-270 to I-2252 
46th Avenue to I-2235 

13 45 14 
56 

44 17 

59 

I-225 to Tower Road 8 49 33 N/A 48 33 N/A 

Average Speed 12 40 24 36 41 27 37 
Eastbound 
I-25 to York Street2 
I-25 to Columbine Street3 

15 38 30 41 27 N/A 

York Street to Holly Street2 
Columbine to I-2703 

33 35 33 
N/A 

46 17 

Holly Street3 to I-2702 
I-270 to 46th Avenue3 

23 22 21 19 20 

I-270 to I-2252 
46th Avenue to I-2253 

21 39 26 
55 

37 25 

58 

I-225 to Tower Road 21 27 20 N/A 26 20 N/A 

Average Speed 22 32 24 30 39 22 26 
Note: GP=general purpose lane, Toll = tolled express lane. Italicized text denotes realignment sections. 
1. Average speeds are based on entire length of section or entire project area.  
2. Existing alignment alternatives (1 and 3). 
3. Realignment alternatives (4 and 6). 
Source: 2030 DRCOG travel model 

 
 
For the tolled express lane alternatives, westbound travel during the peak period for the non-tolled 
express lanes would take between 29 and 31 minutes at average speeds between 24 and 27 mph. 
Eastbound travel for the non-tolled express lanes would take 29 to 35 minutes with average speeds 
ranging between 22 and 24 mph. Compared to the No-Action Alternative, westbound travel times for the 
general purpose lanes would improve by about 50 percent and eastbound travel times would be degrade 
by about ten percent. Better results are seen for Alternative 3 than for Alternative 6. 
 
For the tolled express lanes, westbound travel from Tower Road to I-25 would take about 21 minutes at 
an average speed of about 36 mph. Eastbound travel for the tolled express lanes is expected to take 24 to 
29 minutes with average speeds ranging between 26 and 30 mph. Compared to the No-Action 
Alternative, westbound travel would be improved by as much as 67 percent and eastbound travel would 
be improved by as much as 28 percent. As with the non-tolled express lanes for Alternatives 3 and 6, the 
better results are seen for Alternative 3. 
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4.2.5 Future 46th Avenue Traffic Operations and Performance 
As part of the build alternative analysis, the level of service for the major signalized intersections along 
46th Avenue was determined for both the AM and PM peak periods. Exhibit 4-28 shows the expected 
2030 level of service for intersections along 46th Avenue for the No-Action Alternative and build 
alternatives. All of the intersections would operate at LOS C or better for the No-Action Alternative. 
 
For Alternatives 1 and 3, the intersections along 46th Avenue would operate at LOS D or better during 
both the AM and PM peak periods. In these alternatives, Columbine Street has right-in, right-out access 
only to 46th Avenue, while Clayton Street and Steele Street do not intersect with 46th Avenue, so no 
analysis was conducted for these locations. 
 
For Alternatives 4 and 6, a majority of the intersections along 46th Avenue would operate at LOS D or 
better during both the AM and PM peak periods, even with the increase in traffic volumes under these 
scenarios. The intersections between Dahlia Street and Monaco Street would operate at LOS E or F 
during most peak periods. The primary reason for the poor operations at these intersections is the close 
proximity of the frontage road intersections to the 46th Avenue intersections. At these cross streets near 
the frontage roads, there are three intersections within a distance of less than 300 feet that would need to 
be signalized for future conditions. The close spacing of signals at these locations results in negative 
impacts to operations resulting in LOS E or F. 
 

Exhibit 4-28 
Future 46th Avenue Signalized Intersection Level of Service (2030) 

Intersection 
No-Action 
Alternative 

(AM/PM) 

Alternatives 
1 and 3 
(AM/PM) 

Alternatives 
4 and 6 
(AM/PM) 

York Street C/C D/D F/C 

Josephine Street C/C C/C B/B 

Columbine Street B/C -- C/C 

Clayton Street C/B -- C/C 

Steele Street B/B -- C/C 

Colorado Boulevard SB Ramp -- -- C/C 

Colorado Boulevard NB Ramp -- -- C/C 

Dahlia Street -- -- F/D 

Holly Street -- -- E/D 

Monaco Street -- -- F/F 

Quebec Street EB Ramp -- -- B/A 

Quebec Street WB Ramp -- -- C/B 
Note: SB=southbound; NB=northbound; EB=eastbound; WB=westbound. 
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4.2.6 Travel Demand on North-South Streets 
Compared to the No-Action Alternative, traffic volumes on I-70 will increase under any of the build 
alternatives due to the additional capacity that would be provided by the proposed improvements. This 
increase in I-70 traffic could filter to the interchanges and access roads since travel patterns for reaching 
destinations within the project area may shift from surface streets to I-70 itself.  
 
Changes in demand (traffic volumes) on intersecting north-south streets were analyzed for each 
alternative. The analysis compared no-action (2030) peak hour traffic volumes to each of the build 
alternatives for the north-south roadways in the vicinity of the existing I-70 alignment (Alternatives 1 
and 3) and proposed realignment (Alternatives 4 and 6). The results of this analysis are summarized in 
Exhibit 4-29.  
 

Exhibit 4-29 
Future Local Street Volume and Level of Service (2030) 

No-Action 1 and 3 4 and 6 
Roadway Section 

Volume1 LOS2 Volume1 LOS2 Volume1 LOS2 

Washington Street 
47th Avenue to I-70 1,600/1,400 E/D 1,700/1,400 F/D 1,000/1,100 C/D 
I-70 to Ringsby Court 2,100/1,500 F/D 2,000/1,700 F/F 2,700/1,600 F/E 
Brighton Boulevard 
47th Avenue to I-70 800/1,000 E/F 700/600 D/D 600/300 D/C 
I-70 to 44th Avenue 800/700 C/C 1,700/1,400 F/D 700/800 D/E 
Steele Street 
Vasquez Boulevard to I-70 2,100/1,500 F/D 2,000/1,600 F/D N/A N/A 
I-70 to 43rd Avenue 1,000/900 C/C 1,100/1,200 D/D N/A N/A 
Colorado Boulevard 
48th Avenue to I-70 1,800/1,500 D/C 1,800/1,400 D/C 1,900/1,600 D/D 
I-70 to Smith Road 2,800/2,700 F/F 3,300/3,100 F/F 3,000/2,400 F/F 
Quebec Street 
Sand Creek to I-70 2,700/3,100 F/F 2,500/2,600 F/F 2,500/2,100 F/F 
I-70 to Sandown Road 2,500/2,900 E/F 3,100/2,800 F/F 2,400/2,200 D/D 
Central Park Boulevard (proposed) 
47th to I-70 1,600/1,600 C/C 2,300/2,000 D/D 2,100/1,400 D/C 
I-70 to Smith Road 1,600/1,600 C/C 1,400/1,200 C/C 1,800/1,400 C/C 
Havana Street 
47th Avenue to I-70 1,500/1,300 D/D 1,300/1,600 D/D 1,200/1,100 D/D 
I-70 to Smith Road 900/600 F/D 900/700 F/D 900/700 F/D 
Peoria Street 
47th Avenue to I-70 2,600/2,700 F/F 2,600/2,400 F/E 2,300/2,100 D/D 
I-70 to Smith Road 3,000/2,100 F/F 3,100/2,300 F/F 3,200/2,400 F/F 
Chambers Road 
40th Avenue to I-70 3,200/3,000 F/F 3,100/3,000 F/F 3,100/3,000 F/F 
I-70 to Smith Road 2,500/2,800 E/F 2,500/2,800 E/F 2,600/2,800 E/F 
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Exhibit 4-29 
Future Local Street Volume and Level of Service (2030) 

No-Action 1 and 3 4 and 6 
Roadway Section 

Volume1 LOS2 Volume1 LOS2 Volume1 LOS2 

Airport Road 
40th Avenue to I-70 2,300/2,500 D/E 2,100/2,000 D/D 2,200/1,900 D/D 
I-70 to Smith Road 2,700/2,500 F/E 2,800/2,500 F/E 2,800/2,500 F/E 
Tower Road 
32nd Avenue to I-70 3,100/3,500 F/F 3,100/3,600 F/F 3,100/3,600 F/F 
I-70 to Smith Road 2,600/2,600 F/F 2,600/2,900 F/F 2,700/2,900 F/F 

1. XXXX/XXXX – northbound/southbound PM peak hour volumes. 
2. X/X – northbound/southbound PM peak hour LOS. 
Source: 2030 DRCOG Travel Model; PBS&J 
 
 
Compared to the No-Action Alternative, the I-70 build alternatives, both on existing alignment 
(Alternatives 1 and 3) or on the proposed new alignment (Alternatives 4 and 6) would not result in 
significant changes to traffic volume or levels of service connecting roadways. Minor changes to traffic 
volumes would result in only minor degradation in the LOS expected for the local roadway sections. 
Improvements to I-70 would not result in the need for mitigation measures to the local roadway network 
due to minimal changes in the traffic volumes. 
 
4.3 PROJECT AREA TRANSIT SERVICE 
In addition to the roadway system serving the project area, extensive transit services are now operated 
by RTD within the project area, and several service changes are planned by RTD. Improvements to I-70 
East have the potential to affect transit service that is currently operating within the project area or that is 
planned in the future. 
 
4.3.1 Existing Transit Service 
Existing transit service in the project area consists of local, limited, express, regional, and skyRide bus 
routes. Some of the bus services currently use I-70 for a portion of their route, and others cross I-70 
using the surface street network. There is currently no fixed-guideway transit service in the project area.  
 
4.3.2 Future Transit Service 
RTD is currently evaluating and constructing a major expansion of the regional fixed guideway system 
as part of the regional FasTracks program. One element of this program is the East Corridor commuter 
rail line from downtown Denver to the Denver International Airport. This service will operate along the 
existing UPRR corridor from Denver Union Station to Peña Boulevard, and then along a new alignment 
generally parallel to Peña Boulevard from I-70 to DIA. Proposed stations along the East Corridor within 
the project area may be located in the vicinity of 40th Avenue/40th Street, Colorado Boulevard, Central 
Park Boulevard, and Peoria Street. Some existing bus routes will be modified or eliminated as part of 
service restructuring to improve connections to the East Corridor.  
 
Another element of the FasTracks regional system is the North Metro Corridor, a proposed 18-mile rail 
transit corridor between Denver Union Station and 162nd Avenue, passing through Denver, Commerce 
City, Thornton, Northglenn, and unincorporated Adams County. 
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Effect on Transit Services  
The proposed alternatives would have no noticeable effect on either current or identified future transit 
services operating within the project area. The bus routes operating on surface streets in the project area 
use roads that have a functional classification of collector or arterial streets. None of these streets would 
be severed by the No-Action Alternative or the build alternatives, so that both current and future routing 
could be maintained. In addition, none of the interchanges used by skyRide, regional, or express routes 
to reach I-70 would be eliminated, so these routes would similarly be unaffected by the alternatives. 
Reliability of these routes could be enhanced in Alternatives 3 and 6 due to their ability to access the 
tolled express lanes. 
 
4.4 FREIGHT MOVEMENT EFFECTS  
The I-70 East Corridor provides for the movement of substantial tonnage of freight and goods by rail 
and truck. Motor freight uses I-70 extensively for east-west travel through the Denver region and for 
pick-up and delivery to businesses and distribution centers within the project area. Rail lines traverse the 
project area in a north-south direction in the west end of the corridor and also run parallel to I-70 south 
of its alignment. These lines serve many customers within the project area.  
 
4.4.1 Effects on Trucking and Deliveries 
All of the build alternatives would improve highway freight transport through or into the project area by 
adding roadway capacity, reducing delay, and improving safety. These improvements translate to 
increased operating efficiency and reduced operating costs for the trucking industry. Interchange 
improvements would also reduce delay and improve safety for trucks entering or exiting I-70.  
 
Some localized effects for some local shippers or receivers of freight who currently use interchanges and 
the surface streets between York Street and Colorado Boulevard could result from the build alternatives. 
Under the No-Action Alternative and Alternatives 1 and 3, closing the York Street interchange would 
force local freight traffic to exit at either the Brighton Boulevard or Steele Street interchanges for 
movements to and from the west on I-70, and would minimally increase the distance trucks must travel 
on surface streets. While existing truck travel within the Elyria and Swansea neighborhood is a concern 
of local residents, this marginal increase in truck travel should have little effect on other activity along 
these streets.  

Under realignment Alternatives 4 and 6, removal of the viaduct between Brighton Boulevard and 
Colorado Boulevard with improvements to 46th Avenue would result in truck traffic using the surface 
streets for a greater distance in either the pickup or delivery of local goods and freight. Through truck 
movements would remain on the realignment I-70. Under these alternatives, local trucks would either 
use the Brighton Boulevard interchange to access 46th Avenue from the west, or would exit I-70 from 
the east onto the converted 46th Avenue and would traverse 46th Avenue to their destinations. It is not 
likely that truck traffic that is local to 46th Avenue would use realigned I-70 and the Vasquez/Colorado 
Boulevard exit, and then traverse Colorado, Vasquez, or Brighton Boulevards to reach destinations 
along 46th Avenue, as this would increase the length of those trips. Such a trip change would not reduce 
significantly the distance traveled on surface streets compared to traveling east and west along 46th 
Avenue.  
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4.4.2 Effects on Rail Freight Movement 
Currently, UPRR and Burlington Northern Santa Fe railway operate within the project area providing 
through service, train consolidation operations and intermodal transfers or switching to local businesses. 
The Burlington Northern Santa Fe railway operates service on the Front Range Subdivision; the UPRR 
operates on the Limon and Greeley Subdivision and the recently acquired Denver Rock Island Railroad. 
Several rail storage and transfer facilities, lead tracks and industry spur tracks are located in the I-70 
project area, as shown in Exhibit 4-30. 
 

Exhibit 4-30 
Existing Railroads 

 
 
 

None of the proposed alternatives would have any effect on the provision of rail service within or 
through the project area. All existing rail crossings of the I-70 alignment are grade-separated with the 
railroad passing beneath I-70 and all of these crossings would be maintained. In the specific instance of 
the Denver Rock Island crossing beneath I-70 west of Quebec Street, while it is not currently an active 
rail line, Alternatives 1 and 3 would preserve the opening needed for restoration of the service. At 
Havana Street, all build alternatives would include a conversion of the existing partial cloverleaf 
interchange form to a diamond interchange. The existing Denver Rock Island Railroad spur track that 
now runs immediately adjacent to Havana Street would be realigned a few hundred feet to the west as 
part of the interchange reconstruction, preserving service to existing rail line users.  
 
On the realignment alternatives, both of the existing UPRR rail crossings would be preserved by 
building bridges on the new roadway over the rail lines.  
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4.5 PEDESTRIAN AND BICYCLE FACILITIES  
The Denver Comprehensive Plan 2000 (City and County of Denver [CCD], 2000) requires that Denver 
must address mobility in multiple ways: providing more choices, encouraging strategies that reduce 
impact on the urban environment, and cooperating with metropolitan jurisdictions and quasi-
governmental agencies on mobility plans and projects. Guidelines are set forth in the City and County of 
Denver Pedestrian Master Plan (CCD, 2004). This plan is a systematic strategy to build, improve, and 
maintain the pedestrian infrastructure citywide. 
 
The Denver Bicycle Master Plan (CCD, 1993) and subsequent update, the Denver Bicycle Master Plan 
Update 2001 (CCD, 2002) set forth a comprehensive list of bicycle facility recommendations that focus 
on creating an integrated system of on-street bike routes and off-street trails to promote bicycling as a 
viable mode of transportation and an enjoyable recreational activity for Denver residents. The Mayor’s 
Bicycle Advisory Committee, a 25-member committee, oversees the implementation of these plans and 
provides recommendations to city council on bicycling issues. By progressive implementation of the 
recommended projects in these planning documents, CCD has become known as one of the nation’s 
most bicycle friendly communities.  
 
In addition to CCD’s bicycle plans, the Northwest Aurora Bicycle and Pedestrian Master Plan (City of 
Aurora, 2006) identifies strategic goals related to pedestrian facility planning in northwest Aurora. This 
plan identifies that Aurora sidewalks in the northwest area of the city, which falls within the project 
area, typically combine curb, gutter, and sidewalk into one infrastructure element. These types of 
sidewalks place the pedestrian close to the traffic flow. New city street standards require sidewalks to 
have eight or nine foot lawns separating pedestrians from the flow of traffic. That same plan identifies 
strategic goals related to bicycle facility planning in Northwest Aurora and the city in general. 
 
4.5.1 Existing and Planned Bicycle Facilities 
Exhibit 4-31 illustrates the existing and planned bicycle route system within the project area. The goal of 
Denver’s bicycle system is to make it possible for a person anywhere in the city to be no more than one-
half mile from a designated bicycle route.  
 
4.5.2 Effects on Pedestrian and Bicycle Facilities 
Alternatives 1 and 3 would close north-south access on Columbine and Clayton Streets. Currently 
Denver Bicycle Route D2 uses Clayton Street to pass under I-70. A realignment of the bicycle route 
would be required. Because of the well-developed grid of surface streets in this portion of the project 
area, numerous opportunities exist to move the route to other streets in the same area. Denver bicycle 
route D2 could use the one-way couplet streets of York and Josephine to cross I-70 to 44th Avenue and 
continue east connecting at Clayton Street with the existing route. 
 
Neither the No-Action Alternative nor Alternatives 4 and 6 would have any permanent adverse effect on 
existing or proposed bicycle or pedestrian facilities within the project area.  
 
Of particular note is the Stapleton Bicycle/Pedestrian Crossing, a non-vehicular bicycle and pedestrian 
overpass west of the proposed Central Park Boulevard interchange, planned as part of the Stapleton 
Redevelopment. This proposed facility was described in Chapter 3.9, DEIS Alternatives. Widening of    
I-70 in this area as part of any of the build alternatives would have no effect on the ability of CCD or the 
Stapleton developer to construct the needed overpass of I-70 to complete this project. 
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Exhibit 4-31 
Existing and Planned Bicycle Route System 

 
 
 
Construction activities, particularly in the vicinity of interchanges and at ramp intersections with 
crossing roadways, could cause temporary impediments to bicycle or pedestrian movement. Steps would 
be taken, however, during construction to minimize these effects. Construction work zones where 
existing sidewalks are present would be developed to comply with the Americans with Disabilities Act 
of 1990. Construction zones involving on or off-street bicycle routes would consider detour routes to 
minimize bicycle travel on high volume or high speed roadways. 
 
4.6 SAFETY IMPACTS  
A key feature of any major transportation investment is its ability to improve safety of the existing 
facility. Safety improvement for this study has been measured by examining expected crash experience 
and the ability of the investment to improve incident management and emergency response.  
 
4.6.1 Safety Experience  
The Colorado Department of Transportation (CDOT) conducted a safety analysis of proposed I-70 
alternatives by using the projected mainline volumes for year 2030 and employing safety performance 
functions to estimate the number of crashes expected for each alternative of I-70. Predicted crash 
experience for Alternatives 4 and 6 includes estimates of crash experience on 46th Avenue, using crash 
rates for similar highways and the predicted 2030 volumes.   
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According to the I-70 East Corridor EIS Safety Evaluation (Colorado Department of Transportation 
[CDOT], 2004), a key factor included in the safety analysis is the spacing between interchanges. 
Interchange spacing between Brighton Boulevard and I-225 for Alternatives 1 and 3 is about 1.0 miles. 
In contrast, interchange spacing for Alternatives 4 and 6 is about 1.8 miles. In addition, the analysis 
indicates that alternatives using the tolled express lanes, with their limited points of access and lower 
levels of congestion, can be expected to operate more safely than alternatives having general purpose 
lanes only. 
 
Predicted crashes for each alternative were calculated based on 2030 volumes and concept laneage. 
Numbers of crashes for each alternative were calculated for earlier years to 2010 using a volume growth 
rate. Based on CDOT’s analysis, the following findings and conclusions can be drawn regarding the four 
build alternatives: 

• Alternative 1 would experience the highest crash experience of the four build alternatives, 
primarily because of close interchange spacing and lack of managed (tolled express) lanes. 

• Alternative 6 would experience the lowest crash experience of the four build alternatives, with 
28 percent fewer total crashes than Alternative 1, because of better interchange spacing and 
availability of managed (tolled express) lanes. 

• On the existing alignment, Alternative 3 would experience 14 percent fewer crashes than 
Alternative 1 due to the availability of the managed (tolled express) lanes. 

• On the realignment, Alternative 6 would experience 8 percent fewer crashes than Alternative 4 
due to the availability of the managed (tolled express) lanes. 

• Realignment alternatives (Alternatives 4 and 6) would operate more safely than would existing 
alignment alternatives (Alternatives 1 and 3), primarily because of the greater average 
interchange spacing of the realignment alternatives; Alternatives 4 and 6 would experience 15 
percent and 28 percent fewer crashes, respectively, than Alternative 1. 

• Tolled alternatives (Alternatives 3 and 6) would operate more safely than would non-tolled 
alternatives, primarily because of the separation of traffic afforded by the separated tolled 
express lanes and general purpose lanes.  

 
4.6.2 Incident Management/Emergency Response 
The second element of the safety evaluation is the ability of the proposed improvements to facilitate or 
otherwise improve incident management and emergency response. Generally, it is concluded that 
Alternatives 3 and 6, which include barrier-separated tolled express lanes for a portion of the corridor, 
would provide greater flexibility for emergency responders to reach incident sites than would 
Alternatives 1 and 4, essentially providing non-congested roadways in either direction that could be used 
to access incidents. In the event of a crash along any of the alternatives, the proposed improvements of 
additional lanes (general purpose and tolled) and improved roadway shoulders that meet current design 
standards (10 to 12 feet wide) would aid and provide for greater movement of traffic and space for 
emergency response vehicles. In addition, response times would be reduced with increased mobility in 
the corridor.  
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4.7 SUMMARY OF TRANSPORTATION IMPACTS AND MITIGATION MEASURES 
Evaluation of the impacts of the four build alternatives and the No-Action Alternative on mobility and 
access needs of the project area has considered the effectiveness of the improvements in improving 
traffic operation and safety on I-70, impact on access and circulation needs on the surface streets in the 
vicinity of I-70, and impact on other transportation system elements in the project area (transit, freight 
movement, and bicycle/pedestrian facilities). Exhibit 4-32 provides a summary of this evaluation.  
 
Generally, any of the four build alternatives would improve I-70 operations compared to the No-Action 
Alternative, due to addition of new lanes on the main line and many ramps, and improvement of 
roadway and interchange geometry. Implementation of the tolled express lane alternatives (Alternatives 
3 or 6) would offer free-flow operation for a substantial portion of the corridor and would allow 
improved incident response, although the general purpose lanes and interchanges in these alternatives 
would operate more poorly than would the general purpose lane alternatives (Alternatives 1 and 4).  
 
Conversion of the viaduct to 46th Avenue under Alternatives 1 and 3 would adversely affect circulation 
in the vicinity of 46th Avenue due to removal of the York Street interchange and severing of several 
north-south streets in the Swansea neighborhood. However, most of the severed streets are low volume 
local streets and the resulting diversion of traffic would have little effect on operations of the streets that 
would remain open. With the removal of the viaduct allowed by realignment of I-70, traffic circulation 
along 46th Avenue would be improved. The realignment, however, would also require partial 
realignment of Brighton Boulevard through the Elyria neighborhood for both the east and west 
connection options.  
  
Freight service within and through the project area via rail will be unaffected, as none of the existing rail 
lines will be severed by I-70 improvements. Through-truck freight movements will be improved by the 
added capacity and improved safety of any of the build alternatives, but local truck traffic along surface 
streets would increase slightly due to the added length of travel along 46th Avenue after trucks leave     
I-70 for the realignment alternatives.  
 
None of the build alternatives would adversely affect any of the existing or planned transit services or 
bicycle/pedestrian facilities in the project area. Access to the tolled express lanes in Alternatives 3 and 6 
would improve transit express route reliability. None of the four would preclude construction of the 
proposed Stapleton area bicycle/pedestrian crossing of I-70. 
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Exhibit 4-32 
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