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Alternatives Assessment for the Quebec Street Improvements,
Denver County
The project’s purpose is to increase north-south person trip mobility on Quebec Street
between 6th Avenue and 26th Avenue in a manner that enhances the overall
transportation system to:




Improve multi-modal access/safety, mobility, and connectivity
Respect the community context, neighborhood livability, and the environment
Implement in a near-term or phased fashion

Near-term for the study is defined as an early-action focus on solutions that could be
implemented for $20 million or less, and at a maximum duration of 5 to 10-years for
successful implementation.
The project completed a three-tier screening process. This environmental assessment
was conducted at the start of the third and final tier of screening, at which point there
were three alternatives still under evaluation:
1. Reconfigure Quebec Street 2-Lane: Includes a reconfiguration of Quebec Street
between 6th Avenue and 26th Avenue to relieve congestion and improve
mobility. Optimization of Quebec Street would include upgrading intersections.
Right-of-way (ROW) width would remain the same, except at intersections where
additional land for transit stops, intersection capacity (i.e., additional turn and
through lanes), and/or the construction of sidewalk connections or curb ramp
improvements. Dedicated left turn lanes would be introduced at all signalized
intersections, with additional shared through/right-turn lanes at high-traffic,
signalized intersections. This alternative makes no changes to lanes on Syracuse
Street.

2. Reconfigure Quebec Street 4-Lane: Similar to the 2-Lane reconfiguration
alternative, this approach optimizes intersections through the addition of turnand through-lanes, but also increases corridor capacity by connecting the
intersections with two lanes in each direction on Quebec Street between 6th
Avenue and 26th Avenues. Dedicated left-turn lanes would be introduced at all
signalized intersections, with additional shared through/right-turn lanes at hightraffic, signalized intersections. This alternative makes no changes to
intersections on Syracuse Street.
3. Directional Priority: Under this alternative, both Quebec and Syracuse Streets
would remain two-way streets, but would favor couplet type movement and
encourage southbound travel on Quebec Street and northbound travel on
Syracuse Street. On Quebec Street, this alternative has two southbound lanes
and one northbound lane (three lanes total). Between 23rd and 26th Avenues
where there are already two lanes in each direction, the existing vehicular crosssection would be retained. On Syracuse Street, this alternative retains existing
lanes, with one lane in each direction.
In order to favor southbound travel, this alternative would add dedicated leftturn lanes at all signalized intersections on Quebec Street. Left turns would be
prohibited at all signalized intersections for northbound traffic. On Syracuse
Street, in order to favor northbound travel, this alternative would add dedicated
left-turn lanes at all signalized intersections for northbound traffic only.
Southbound traffic would use a shared turn/through-lane. There would be no
permanent ROW impact along Syracuse Street as the footprint would not change
from existing conditions.
Every alternative includes a Baseline Package that creates a consistent and complete
system for pedestrians, cyclists, and transit patrons. The Baseline Package results in a
continuous, Americans with Disabilities Act (ADA) compliant sidewalk on both Quebec
Street and Syracuse Street varying between attached and detached from the back of
curb dependent on the specific conditions of each block and the amount of ROW
available. Additional pedestrian enhancements on both streets include ADA-compliant,
directional curb ramps at all four corners of all intersections, as well as marked
crosswalks at all signalized intersections. Enhancements to pedestrian facilities also
include improving access to bus stops and the overall transit system, as well as the
installation of concrete pads at bus stops. Additionally, the Baseline Package extends
existing north-south bicycle facilities from their current terminus on Syracuse Street,
between 23rd and 24th Avenues, to the existing east-west bike lane on 8th Avenue.
The City and County of Denver has contracted AECOM to complete the feasibility
assessment. AECOM has subcontracted Pinyon Environmental, Inc. (Pinyon), to provide

support in comparing the environmental impacts to key resources of these three
alternatives.

Methods:
AECOM supplied Pinyon with graphical representations of each alternative and physical
impact information for key environmental resources. It should be noted that the design
is very preliminary at this stage and impact information and data are expected to
change as design is refined. Identification of key resources was based on input
gathered from stakeholder outreach efforts, high-level evaluations of resources which
may be present and/or likely to be impacted, and whether the potential impacts
associated with the three alternatives would differentiate the options from one another.
These resources, along with general notes and high-level discussion of possible effects
(positive and negative) that the project could have on each resource can be found in
Table 1 at the end of the document.

Results:
Since this evaluation was generally based on negative impacts to environmental
resources, the results indicate that the environmental effects for the three alternatives
are generally moderately undesirable. This is expected as all options have impacts to
the surrounding land uses and environmental resources. The evaluation shows that
larger footprints, which have great ROW impacts, are associated with greater
environmental impacts. In terms of improving mobility and operations, the opposite is
true; alternatives with a larger footprint provide more capacity and greater
improvement to level of service (LOS). The improved mobility and multi-modal
connectivity also benefits the larger transportation network.
The 4-Lane configuration includes the largest physical footprint for improvements
outside of existing pavement due to the addition of travel lanes along Quebec Street.
Correspondingly, it has the greatest amount of impact to the surrounding land uses and
environmental resources. The 2-Lane configuration has less environmental impact than
the 4-Lane alternative because it includes fewer improvements outside of existing
pavement resulting in less impact. The Directional Priority alternative requires fewer
anticipated acquisitions along Quebec Street, but has greater impact (due to upgrading
of sidewalks) along Syracuse Street.
Below is a discussion, by resource, of the anticipated environmental impacts. It
compares the level of impact amongst the three alternatives under evaluation. The text
also provides a recommendation as to the next step of analyses for each resource. It is
important to note the distinction between “acquisition” and “impact.” The City and
County of Denver right-of-way boundary extends into the frontages (front lawns) of a
number of property owners. Thus, although the property may be impacted, it would not

necessarily need to be acquired (in full or part) since the property is within City and
County of Denver ROW.

Transportation Mobility
The alternatives vary according to improvements in transportation mobility, as
measured by Level of Service (LOS), longevity of congestion mitigation (in years), and
travel time improvement (in minutes). Accommodations for multi-modal travel (bicycle,
pedestrian and transit) would not vary by alternative. The findings below indicate that
the 4-Lane Reconfigure Quebec would result in the highest level of service and
longevity, as well as the greatest reduction in travel time.

Level of Service

Under existing conditions, six of the ten intersections in the study area are functioning
below the minimum LOS C specified in the evaluation criteria. Level of service would
continue to drop in the No Action alternative. Both Reconfigure Quebec options would
improve all intersections to LOS C or better, with four of the ten intersections achieving
a higher level of service in the 4-lane option than in the 2-lane option. The Directional
Priority option fails to achieve the minimum LOS C at all intersections, with two
intersections remaining at LOS D or E and an additional four intersections only barely
achieving LOS C.

Longevity of Congestion Mitigation

Reconfigure Quebec would provide 17 years of mitigation under the 2-lane option, and
26 years of mitigation under the 4-lane configuration. Due to continued poor
performance of a number of intersections under the Directional Priority option, this
configuration would provide an aggregate congestion mitigation of only one year.

Travel Time Improvement

Under existing afternoon rush hour conditions, a northbound motorist can expect an
average 8.8-minute travel time between 6th and 26th Avenues. Under the No Action
alternative, this time would continue to decline as volume increases, reaching an
estimated 13.3 minutes by 2022 for travel along the same segment. In contrast, the 2Lane reconfiguration would reduce this travel time to 6.8 minutes and 5.5 minutes with
the 4-Lane reconfiguration. Due to the nature of Directional Priority which has more
southbound than northbound lanes and capacity, travel time would improve to
approximately 6.2 minutes southbound, but worsens to 10.2 minutes northbound.

Multi-Modal Accommodations

All of the build alternatives would provide similar pedestrian, cyclist and transit
improvements. Both Reconfigure Quebec configurations as well as Directional Priority
would provide continuous sidewalk along the length of the project on Quebec and

Syracuse, on-street bicycle facilities on Syracuse, and improved transit stops on
Quebec.

Socioeconomic Resources
The quantitative indicators used to assess potential socioeconomic resource impacts
that could result from implementation of the three alternatives included the number of
parcels affected by ROW acquisition and the decrease in the distance between the curb
to the façade of the building.
Right-of-way acquisitions and a decrease of distance from the curb to building would
not occur along Syracuse Street for any alternative, but would need to occur on Quebec
Street under any of the options. Right-of-way acquisitions and reductions in the
distance between the curb and the façade of the building would occur due to widening
of Quebec Street including widening at intersections to accommodate travel lanes, turn
lanes, bicycle lanes, and improved bus stop areas. Decreases in the distance between
buildings and the street could reduce the value of the property, and could discourage
potential buyers from considering the property. Properties with a shorter distance
between the building and traffic could be less desirable as domiciles due a perceived
increase in noise and danger from traffic. In addition, acquisition of ROW from
residences, businesses, and community amenities would decrease the size and
availability of properties and could reduce values of the affected and surrounding
properties.
The 4-Lane alternative, which has the largest footprint, also impacts the greatest
number of properties: 65 parcels on Quebec Street. The 2-Lane alternative impacts 60
parcels adjacent to Quebec Street. Directional Priority would impact 50 parcels along
Quebec. Under the Directional Priority, any impacts along Syracuse Street would be
limited to installation of sidewalk, not a widening of the roadway itself. Of the three
alternatives, the 4-Lane alternative would have the highest impact on the
socioeconomic resources based on decreased distance from building to curb.
It is important to note that these numbers are approximate based on a very preliminary
level of design. In the next phase of study, impacts should be updated based on design
refinement. Temporary impacts due to construction easements should be distinguished
from permanent impacts. Additional types of impacts that could affect socio-economics
such as change in parking and the benefits associated with improved mobility should be
included in the assessment as well as changes in property tax revenues that may result
from conversion of private property to a public transportation use should full acquisition
by required based on reduction of curb to building.

Environmental Justice Populations
Environmental justice populations are those that have a higher percentage of lowincome and/or minority residents than the City and County of Denver on average.
Environmental justice (EJ) populations are present along both Quebec Street and
Syracuse Street, on both sides to the street. Due to the dispersed nature of the EJ
population throughout both corridors, impacts to households that are minorities and/or
low-income are anticipated under any alternative, and would not be considered
disproportionate. These households would also benefit from the improved mobility,
which includes vehicular, transit, pedestrian, and bicycle modes of travel.
The 4-Lane alternative is the least desirable since it could have a greater ROW impact.
The 2-Lane alternative has the second largest number parcels that would experience a
reduction in curb to building distance. The Directional Priority would have the least
amount of impact with relation to EJ households.
As a part of the next study, more specific data on the property owners and residents
should be gathered. The potential for disproportionally high and adverse effects from
the project and the No-Action Alternative to environmental justice populations in the
Study Area should be determined. A disproportionally high and adverse effect occurs
when:
 the EJ population bears predominately borne by a minority population and/or a
low-income population; or
 suffered by the minority population and/or low-income population in an
appreciably more severe or greater magnitude than the adverse effect that
would be suffered by the non-minority population and/or non-low-income
population
When making this determination, mitigation enhancement measures and potential
offsetting benefits to affected minority and/or low-income populations should be
considered. Outreach to households along the corridor was made as part of this study;
this should continue as part of future studies.

Land Use
Transportation improvements proposed as part of any alternative would alleviate
congestion, improve mobility and provide a greater ability to access destinations along
the corridor (as well as east Denver) more efficiently. Improvements are consistent with
existing and future land use, zoning and transportation plans. The 4-Lane alternative
provides the most capacity and could accommodate a larger amount of growth in travel
demand.

The quantitative indicator used to assess potential land use impacts related to the three
alternatives was a decrease in frontage that would result in a curb to building distance
of 28 feet or less. Much of the area along Quebec Street has a minimum 28-foot
setback requirement for residential areas. If the decrease of the curb to building
distance results in some parcels not meeting the minimum setback, the land use for
that parcel may need to change. The number of parcels with a setback of 28 feet or
smaller varies between the three alternatives. The 4-Lane alternative has the greatest
number of parcels that would no longer have the minimal required setback, followed by
the 2-Lane and then Directional Priority.
Through design refinement in the next study, opportunities to further avoid and
minimize impacts to the surrounding parcels should be made. Should land use or
zoning change, compatibility of the proposed improvements should be re-evaluated. If
full parcels need to be acquired, any redevelopment needs to be consistent with land
use and zoning plans and policies.

Historic Resources including Section 4(f) Properties
One property, the Paddington School at 1301 Quebec Street, is listed on the National
Register of Historic Places (NRHP)1. Other than replacing sidewalks and curbs, which
may necessitate the removal of some trees and which would occur under any
alternative, there are no ROW impacts anticipated for the Paddington School parcel.
There are dozens of potential historic properties that have not been formally assessed
for eligibility; these were identified through assessor’s data as having been built over 50
years ago. Many of these parcels may lack the criteria needed to qualify for eligibility to
the NRHP, and need more detailed analysis in the next phase. From a conservative
point of view, if one were to calculate all properties 50 years old or older, the 2-Lane
alternative could impact approximately 45 potentially eligible parcels, the 4-Lane could
impact 44, and the Directional Priority could impact 36 (along Quebec).
A high priority next step is to complete an eligibility assessment and effects
determination for the parcels of interest. Historic resources are protected under Section
106 of the National Historic Preservation Act and also Section 4(f) of the 1960
Department of Transportation Act. Section 4(f) only permits conversion of a historic
property to a transportation use if there is no other feasible and prudent alternative.
Given the high number of potentially historic properties, it is important to identify which
parcels are actually eligible for listing on the National Register of Historic Places and
incorporate measures to avoid and minimize impacts into the design of alternatives.
There is the possibility that an individual Section 4(f) would need to be completed
1

Note that the listing on the NRHP states the name of the school as the Stanley School; however, the Stanley School
is located at 350 Quebec Street, which is south of the project area

should a finding of “adverse effect” be made for any of the anticipated impacts; this
process can take a year or more to complete making it an immediate action item for the
next study.

Parklands/Recreational Section 4(f) Properties
There are two parks adjacent to Quebec Street, Denison Park and Fred Thomas Park.
The indicator used to assess effects is the amount and type of physical impact to these
properties. Denison Park is located on the west side of Quebec Street between 11th
Avenue and 12th Avenue. It has a basketball court, playground, picnic facilities, and a
horseshoe pit. Fred Thomas Park is on the east side of Quebec Street between 23rd
Avenue and 26th Avenue. This large park has several playing fields and picnic facilities
as well as a bike/pedestrian path that provides connectivity to Greenway Park. Fred
Thomas Park is also adjacent to Syracuse Street on the west side and the Greenway
Park, to which it connects, is on the east side of Syracuse. McNichol’s (William H) Park
encompasses a full block between 17th Avenue and 18th Avenue immediate to the west
of Syracuse Street. This park has several playing fields, a picnic area, and a
pedestrian/bicycle path. The only impact would be due to the replacement of sidewalks
and curbs. Access to both parks would be enhanced through upgrading of the sidewalks
and bicycle facilities; this impact would occur under any alternative.
In subsequent studies, the design should be refined to continue to avoid ROW impacts
to the parks except for enhancements such as sidewalk improvements and curb
installation. Public parks are protected under Section 4(f) of the 1960 Department of
Transportation Act which applies to federal transportation agencies or any agency that
utilizes funds from a federal transportation agencies. Any impact, including those that
consider beneficial enhancements, need to be assessed to determine if an individual
Section 4(f) analysis must be completed, or if the work falls under a programmatic
category, or if it is a de minimis impact. Since funds from CDOT have been secured for
the proposed improvements, an initial step will be to identify the magnitude and nature
of any impact to the parks and consult with the agency as to the level of study and
documentation required.

Air Quality
The quantitative indicator used to assess potential air impacts from the three
alternatives includes the decrease in the distance between the curb to the façade of the
building and improved LOS. The decrease in curb to façade distance might result in the
perception that traffic moving closer to residences and businesses reduces air quality.
In terms of air quality and the curb to building indicator, the 2-Lane alternative is the
most desirable, and the 4-Lane is the least desirable alternative. However, the 4-Lane
alternative would provide the highest level of mobility and most reduction in
congestion; less congestion and reduced idling could actually improve air quality on a

very localized level as LOS improves. Should improved pedestrian and bicycle facilities
and enhanced access to transit promote a reduction in vehicular travel, air quality
would benefit.
Since the project is located in an attainment/maintenance area for carbon monoxide,
two analyses will be required to make a conformity determination. As the first step in a
conformity determination, the agency or their representative will consult with the Air
Pollution Control Division of the Colorado Department of Public Health and Environment
to determine which roadways and signalized intersections will require a LOS analysis.
This typically includes the signalized intersections that will be constructed,
reconstructed, or modified as part of the project. Additionally, if the project could result
in increased traffic at nearby intersections, those intersections may also need to be
evaluated. A LOS analysis is completed for each intersection in the project area based
on all project alternatives under evaluation, including the No-Action Alternative. The
LOS analysis assesses each intersection based on the average wait time per vehicle and
assigns a letter “grade” to each intersection for the morning (AM) and evening (PM)
peak hour periods. An additional analysis, “Hot Spot Modeling”, is required for
intersections forecasted to have a LOS of D or worse after project implementation. Hot
spot modeling is a method of calculating the carbon monoxide concentrations along
roadways and near intersections. The purpose of hot spot modeling is to evaluate
whether a project coaswuld cause, or contribute to, a violation of the carbon monoxide
National Ambient Air Quality Standards (NAAQS).

Traffic Noise
The quantitative indicator used to assess noise impacts from the three alternatives
includes a decrease that would result in a curb to building distance of 28 feet or less.
Much of the area along Quebec Street has a minimum setback requirement for
residential areas based on various factors including noise considerations. A decrease of
the curb to building distance could result in moving the primary source of noise (traffic)
closer to the building on that parcel. In terms of noise and the curb to building
indicator, the 2-Lane alternative is the most desirable and the 4-Lane is the least
desirable alternative.
The next step will to complete a full traffic noise assessment in accordance with the
most-current CDOT Noise Analysis and Abatement Guidelines. The analysis can be
customized based on the scope of improvements, site-specific location of
improvements, and noise-sensitive receptors present. Mitigation measures for the
impacted receptors will be considered. This is an important consideration based on the
extensive number of noise receptors located within the study area that may be
impacted. For mitigation to be considered, a feasibility and reasonableness evaluation
must be performed. Feasibility relates to the ability to construct the mitigation measure
and have it provide a reduction in noise levels. Reasonableness includes assessment of

mitigation benefits and costs. The third consideration is the desire of the property
owners to have the mitigation, should it be found feasible and reasonable constructed,
at least 50% of the affected property owners must support the installation of the
mitigation. Given the context of the properties adjacent to Quebec Street it is unlikely
that a noise wall would be found reasonable as it would need to have few, if any,
breaks in it to reduce the noise levels and there are numerous direct access points off
Quebec Street. Additionally, property owners may not want a wall blocking their access
to the sidewalk, bicycle facility, and transit stops.

Vegetation Resources
Existing trees will likely need to be removed to accommodate the widening of Quebec.
Reconfigure Quebec 2-Lane and Directional Priority would impact 50 to 60 mature
trees, respectively. The more extensive roadway changes required in Reconfigure
Quebec 4 Lane would impact 70 to 80 mature trees. As the process moves into final
design, these impacts should be updated.

Water Quality Resources
Water quality was assessed in terms of the area that would be served by an improved
drainage system. Stormwater Best Management Practices (BMPs) would be installed
along Quebec Street as part of any alternative, but would only be installed along
Syracuse Street should the Directional Priority alternative be implemented. Additional
impervious surfaces could reduce water quality because they could allow for more
concentrated water flows with pollutants from vehicles. Implementation of BMPs would
address these issues. The 2-Lane and Directional Priority alternatives would result in an
approximately 11 and 12% increase, respectively, while the 4-Lane alternative would
add approximately 21% more impervious surface area than existing conditions.
Water quality BMPs should be incorporated into the final design of the proposed
alternative. This project is within both the City’s and CDOT’s Municipal Separate Storm
Sewer (MS4) permit area. Should the next phase of study be an Environmental
Assessment, the project will qualify as a priority project under CDOT definitions and will
require design and implementation of on-site water quality mitigation. If the project is
completed as a Categorical Exclusion, the amount of impervious surface and area of
disturbance should be recalculated based on final design to determine whether it is a
priority project. If it is not a priority project, the City’s requirements for water quality
will be followed.

Hazardous Materials
A total of 63 facilities were identified in the agency database report which documents
regulated facilities within one quarter mile of both Quebec Street and Syracuse Street.

Those facilities noted in the database report may have the potential to contaminate soil
and/or groundwater, which could impact the implementation of any alternative. For the
purpose of the hazardous materials assessment, facilities identified in the agency
database were categorized as either having a low or high potential to impact the study
area, which is dependent on different factors, including: the distance between a
potential source of a regulated material and the project; status of regulated facilities
(e.g., active or inactive); known or suspected releases into soil, surface water or
groundwater; and the hydrogeologic relationship of the source of a regulated material
to the project.
There are a total of eight facilities (with 40 listings) that have a high potential to impact
construction along Syracuse Street. There are a total of six facilities (with 17 listings)
that have a high potential to impact construction along Quebec Street. Most of these
facilitates are located at the intersections with Colfax Avenue; this area has been
historically developed with commercial facilities (i.e., gasoline stations, automotive
repair facilities, dry cleaners). A known trichloroethylene (TCE) groundwater plume
extends in a north/northwest direction from Lowry, and crosses Syracuse Street in the
vicinity of East 22nd Street. Remediation activities have reduced TCE concentrations to
levels acceptable to the state; however, there is still a potential for the project to
encounter TCE-impacted groundwater in the vicinity of the plume. The depth to
groundwater for the plume ranges from approximately 10 to 24 feet below the current
grade in the area. In addition, two landfills are in the vicinity of Quebec Street,
including one between 11th and 12th Avenues, and a second between 21st and 22nd
Avenues.
Environmental contaminants may be encountered during ground-disturbing activities at
or near the hazardous materials facilities located within the study area. The most
fundamental management for hazardous materials is to avoid activities within
contaminated sites, which often is not feasible. After refinement of the alternative(s), a
Modified Phase I Environmental Site Assessment or CDOT Initial Site Assessment should
be conducted at site-specific locations to further evaluate hazardous materials.

Right of Way
The total number of parcels adjacent to Quebec Street and Syracuse Street that would
have property acquired from them was the measure used to assess ROW impacts. The
2-Lane and 4-Lane alternatives could require acquisition of ROW of approximately 60
and 65 parcels, respectively, along Quebec. The Directional Priority alternative could
impact a total of 50 parcels. Any impacts along Syracuse Street under the Directional
Priority would occur due to construction of a continuous, ADA-compliant sidewalk and
are not anticipated to result in permanent ROW acquisition. As design progresses,
opportunities to avoid or further minimize ROW impacts should be made.

Conclusion
Most of the impacts evaluated are related to the physical disturbance that could result
from implementation of each of the alternatives. As a result, both the 4-Lane and 2Lane configurations have the highest impact to the key environmental resources which
were analyzed and pose the same level of risk for implementation (Table 2). However,
improvements to mobility, multi-modal connectivity, and the overall transportation
network may off-set these impacts.
The next step, anticipated to be a study under the National Environmental Policy Act,
will need to examine all resources present for potential impacts based on more detailed
design. Opportunities for mitigation and cumulative impacts will also need to be
considered in identifying a Preferred Action.

Table 1: Environmental Resources Description and Potential Effects
Resource

General Notes

Potential Effects
Positive

Negative

Transportation
Network

Purpose of this mobility plan is to
improve the transportation
network.

Increased mobility, safety, and
multi-modal options.

Temporary impacts due to
construction.

Socioeconomics

Socioeconomic conditions within
the study area are extremely
variable, with existing populations
in established neighborhoods and
new neighborhoods continuing to
be developed in Stapleton and
Lowry.

Improved access and mobility
and improved vehicular,
pedestrian, and bicycle
facilities.

Acquisition of community
facilities/amenities.

Environmental
Justice

Federal agencies are mandated to
consider Environmental Justice in
decision-making, including
minimizing impacts to minority and
low-income populations.

Increased mobility would
likely have positive effects on
minority and low-income
populations with increased
access to public
transportation and improved
vehicular, pedestrian, and
bicycle facilities.

Acquisition of right of way
from residences, business,
community amenities.

Land Use

Current land use and zoning in the
project area is mixed; with
population density increasing in
the Stapleton and Lowry
developments.

Likely to enhance local land
uses in the project area
through implementation of
the 2008 Strategic
Transportation Plan and
would accommodate growth
in travel demand.

Reduction of curb to building
setback would impact existing
property owners along the
Quebec Street corridor.

Historic
Preservation

Much of the existing development
within the study area was
constructed over 50 years ago.
Properties that may be disturbed
by implementation of
improvements will need to be
evaluated for eligibility for the
National Register of Historic
Places.

Positive effects to this
resource not anticipated.

Impact to resources that are
potentially eligible for the
NRHP.

Parklands and
Recreation
(Section 4(f)
and 6(f))

Section 4(f) of the US Department
of Transportation Act of 1960
provides protection for publicly
owned parks, recreational areas,
or wildlife and/or wildlife refuges
and historical/archaeological sites.

Connectivity to resources
through provision of a
consistent, ADA-compliant
sidewalk is a public benefit;
thus, a positive effect.

There would only be positive
impacts to these resources
from the alternatives.

The study area is located within an
attainment/ maintenance area for
carbon monoxide and particulate
matter. Carbon monoxide hot
spot modeling may be required for
implementation of improvements.

Possible positive effects due
to:
 Lower congestion, less
idling, improved traffic
movements
 Improved level of service
 Improved intersection
efficiency and increased
bicycle/pedestrian/public
transit use

Likely noise receptors located in
the project area. Noise analysis
may be required during design
phase for specific projects.

Noise levels would be
modeled for existing and
future conditions; should
noise levels exceed CDOT
NAC, mitigation options will
be assessed to determine if
they are reasonable, feasible,
and desirable from the
affected property owners.

Vegetation along existing corridors
likely includes disturbed urbanplant communities, noxious weeds,
and decorative landscaping.

There may be opportunities
for re-vegetation in the
corridor.

Wider road cross section may
lead to vegetation
impacts/disturbance including
loss of trees.

Water Quality

Water quality could be impacted
by increased storm water runoff
from development.

Improvements to water
quality through
implementation of BMPs and
applied engineering.

All alternatives would increase
impervious surface and may
be required to treat surface
run-off.

Hazardous
Materials

Project is located in urban and
developed area with various
commercial and industrial uses
that may have contributed to soil
and/or groundwater
contamination.

Ground disturbance may
encounter hazardous
materials/waste necessitating
remediation and resulting in
clean-up of contamination.

Potential cost increases to
address contaminated media.

Air Quality

Traffic Noise

Vegetation

Right of Way

Current transportation ROW is
inconsistent and may not be
adequate to accommodate
alternatives.

No likely positive effects to
this resource.

Public perception and
potential actual decreased air
quality due to closer
proximity of the roadway to
residences

Alignments moved closer to
residences may increase noise
levels for those receptors.
Free flow moving traffic would
increase noise levels.

Liability through acquisition of
potentially contaminated
properties.
Acquisitions and relocations
or residences and businesses.
Existing
ROW
mapping
indicates that, in certain areas,
the transportation ROW is
occupied by private uses;
property owners may not be
aware of ROW boundaries.
Additional costs may be
incurred by the project for
acquiring ROW.

