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TABLE 2-6

Summary of Major Environmental Impacts!

GOLD LINE DRAFT ENVIRONMENTAL IMPACT STATEMENT

0.5 mile of stations
(2005)

Alternative 6G — Alternative
Alternative 6DD — LRT: 7BB/7BB+ —
Level 3 (Detailed Alternative 3 — LRT: Sheridan/ Harlan/Ridge Streetcar:
Evaluation) Criteria EMU: BNSF/UP Ridge Road Road 38th/Harlan
Employment within 59,600° 35,800 36,350 35,300

Property acquisitions

0-6 residential
15-20 commercial

100-120 residential
30-36 commercial

50-60 residential
35-40 commercial

0-6 residential
7-14 commercial

Historic properties
within 300 feet

120

103

99

100

Parklands potentially | 2.4 acres® 3.3 acres 0.5 acre 0.2 acre
affected

Biological habitat 1.2 acres 0.2 acre 0.4 acre 0.4 acre
Wetlands impact 0.15 acre* 0.23 acre 0.03 acre <0.01 acre
estimate

Acres disturbed 106 to 118 93to 113 99 to 119 61to 82
during construction

Parking need Highest Second highest Lowest Lowest
Public support Highest Low Low Mixed

Source: Gold Line Team, 2007

L All measures such as travel times, ridership, costs, and environmental impacts of the Preferred Alternative
(Alternative 3) were updated at the conclusion of Basic Engineering. The costs are now higher and many of
the impacts are lower due to avoidance measures taken during Basic Engineering.

% This estimate of employment for Alternative 3 includes portions of the downtown area due to the location of
the commuter rail platform at DUS. The location of the LRT and Streetcar platforms are less inclusive of the
employment centers within 0.5 mile of DUS due to the location of their respective platform just to the west of

DUS.

% Permanent parkland impacts were eliminated due to avoidance and minimization efforts during Basic

Engineering.

* Wetland impacts were found to be 0.20 acre after the completion of Basic Engineering, but were estimated
at 0.15 acre during Level 3 (Detailed Evaluation) screening.

Based on the overall detailed evaluation process, the following alternatives were carried
forward into the selection of the Preferred Alternative process:

e Alternative 3 — EMU: BNSF/UP
e Alternative 7BB — Streetcar: 38th/Harlan

2.2.9 Level 4 (Preferred Alternative) Screening Results: Selection of a Preferred

Alternative

One objective for each public milestone meeting was for the project team to consider and
incorporate concerns and other input received from the public, local governments, and
regulatory resource agencies. As a result of Public Workshop No. 3: Results of Detailed
Evaluation, the project team refined Alternative 7BB to determine if its performance could be
improved to compete better with Alternative 3. These refinements included the use of a
dedicated travel lane on 38th Avenue, solely for the Streetcar, in the morning and evening

peak travel periods, and testing new station locations on the proposed alignment to improve
access. A value engineering study was also performed to reduce the cost of the alternative.
It was found that none of these refinements improved ridership to the point that Alternatives
7BB or 7BB+ would compete with Alternative 3.
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This information, summarized in Table 2-7, was presented to the public and agencies in
Public Workshop No. 4: Selection of the Preferred Alternative. Alternative 3 was
recommended as the Preferred Alternative because it performed better than Alternative 7BB
with respect to the Purpose and Need, with comparable environmental impacts. It has the
best travel time and ridership, provides better connectivity to other FasTracks corridors and
results in slightly higher benefits to air quality than Alternative 7BB. Alternative 3 was also
supported by the public by a 2:1 factor over Alternative 7BB as the Preferred Alternative.

TABLE 2-7

Key Discriminators for Level 4 (Preferred Alternative) Screening® 4

Preferred Alternative
(Alternative 3 — EMU:

Alternative 7BB — Streetcar:
Harlan/Ridge Road

Key Discriminator BNSF/UP)
Capital cost in million (2007 dollars/ $383/$484 $362/$456
2015 dollars)
Travel time in minutes 19 41
Ridership (2030) 2 18,500 to 20,000 10,500 to 11,000
Individually National Register of Historic 7 14
Places (NRHP)-Eligible Resources
Potential parkland impacts in acres 2.4° 0.2

Property acquisitions

0-6 residential
15-20 commercial

0-6 residential
14 commercial

Traffic impacts Low Moderate
Wetland impact estimate in acres 0.2 0
Biological impacts in acres 1.2 0.4
Public support Highest Mixed

Source: Gold Line Team, 2007

L All measures such as travel times, ridership, costs, and environmental impacts of the Preferred Alternative
(Alternative 3) were updated at the completion of Basic Engineering. The costs are now higher and the
impacts are lower due to avoidance measures taken during Basic Engineering. The most current estimates
can be found in Chapter 5, Evaluation of Alternatives.

2 Ridership increased from the previous level of screening due to travel forecasting and improved travel times

from detailed operational analysis.

® permanent parkland impacts were eliminated due to avoidance and minimization efforts during Basic

Engineering.

‘FTA Headquarters has not reviewed or approved the travel forecasting, Summit modeling, or model

calibration of the Preferred Alternative.

2.2.10 Level 5 (Preferred Alternative Refinement) Screening Results

As discussed earlier, Level 5 (Preferred Alternative Refinement) screening was initiated to
investigate a shared alignment for the Northwest Rail project and Gold Line Preferred
Alternative that would be outside of the North Yard to avoid effects to railroad operations.
These alignment refinements, their evaluation, and the results of the agency and public
involvement processes are discussed below.
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2.2.10.1 Description of New Options

The alignment refinement options between DUS and the Pecos Street Station are shown in
Figure 2-11 and are presented below. The alignment refinements do not change the basic
functions of the Gold Line project, because the following remain unchanged:

Ridership

Travel times

General station locations
Parking requirements
Environmental impacts

arwnhpE

Features that do change with any of the alignment refinements include:

1. Increased aerial structure

2. Increased private property acquisition

3. Increased capital cost

4. Additional station options now feasible at 38th Avenue (discussed in Section 2.3.3.4,
Stations, below)

FIGURE 2-11
Preferred Alternative Refinement Options
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Each of the alignment refinement options are described below.

Option A — East: From DUS, the new tracks would be located about 200 feet east of the
Railroad Alignment and rise approximately 35 feet above grade to cross the consolidated
mainline (CML) tracks and South Platte River, which remains consistent for all three of the
alignment refinements. From this point, the tracks would return to grade and pass under the
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existing easternmost span of the I-25 Bridge. From 1-25, the alignment would ascend on
retained fill and fly over 38th Avenue. The alignment would remain above existing grade
(approximately 10 feet) from the 38th Avenue area to 41st Avenue. Near 42nd Avenue, the
alignment would ascend on a third structure to clear the BNSF Railway Company Jersey
Cutoff and then return to grade and pass under I-70, parallel Fox Street, and then merge
back into the approximate location of the Preferred Alternative alignment.

Option B — East (Direct): From DUS to I-70, Option B would follow the same alignment as
Option A. This option would be more direct and 200 feet shorter than Option A because the
alignment would parallel the Railroad Alignment as closely as possible, rather than traveling
along Fox Street. From [-70 north to Pecos, this option would merge with the Preferred
Alternative similar to Option A.

Option C — East (Structure): This option would be essentially the same as Option A. To
reduce property acquisition impacts, it would use a 2,700 foot viaduct over Fox Street
(rather than at grade along the west side of Fox Street as with Option A). This would allow
property owner’s access to their properties west of the alignment from Fox Street by
traveling under the viaduct.

Option D — West: This option was evaluated to test the feasibility of an alignment west of
the North Yard. From DUS, it would parallel the Railroad Alignment until it reaches the South
Platte River; it then would fly over the river slightly to the west crossing over the UP leg of
the Fox/Prospect railroad junction. It would pass under the existing 1-25 bridge through its
westernmost span (requiring relocation of a bike path here). North of I-25, the track would
turn northwest to intersect with the Inca Street alignment to reach 38th Avenue. It would be
elevated to clear 38th Avenue, travel along the Inca Street ROW, and remain aerial over
I-70 to near 56th Avenue. Where the Gold Line alignment diverges from the Northwest Rail
project, it would remain on structure and fly over the UP tracks and Pecos Street. After
crossing Pecos, the alignment would remain elevated to clear driveways into a self-storage
facility. Then it would then return to grade and parallel the existing BNSF Railway Company
track before passing under I-76.

Table 2-8 summarizes the engineering characteristics of the four Preferred Alternative
Refinement options.

TABLE 2-8
Characteristics of the Preferred Alternative Refinement Options: DUS to Pecos Street
Option Length Amount of Structure Engineering Feasibility
(feet) (feet) (1 = best)
Preferred Alternative 18,800 ~6,800 1
Option A — East 19,000 ~9,900 2t03
Option B — East (Direct) 18,785 ~9,900 2t03
Option C — East 19,000 ~12,900 4
(Structure)
Option D — West 16,900 ~13,050 5

2.2.10.2 Evaluation of the Preferred Alternative Refinement Options: DUS to Pecos Street

Table 2-9 summarizes the preliminary evaluation of the Preferred Alternative Refinement
options.
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TABLE 2-9
Preliminary Evaluation of Options: DUS to Pecos Street

GOLD LINE DRAFT ENVIRONMENTAL IMPACT STATEMENT

Evaluation Options: DUS to Pecos Street
Criterion Railroad Option A East Option B East Option C East Option D West
Alignment (Direct) (Structure)

Potential 2 full, 4 partial, 13 full, 11 partial, | 13 full, 11 partial, | 8 full, 16 partial, 37 full, 12 partial,

property 0 residential 0 residential 0 residential 0 residential 9 residential

acquisitions

Cost of Pending railroad Same as all Same as all Less than other Same as all

potential estimate options except options except options but options except

property Preferred Preferred structure adds Preferred
acquisitions Alternative and Alternative and more than is Alternative and
Option C Option C saved from ROW | Option C

Capital cost $135 million $157 million $155 million $211 million $280 million

(without ROW)

Historic No impacts are No impacts are No impacts are No impacts are Greatest potential
anticipated from anticipated from anticipated from anticipated from impact; removes
the alignment the alignment the alignment the alignment properties along
based on based on based on based on Inca Street
screening screening screening screening

Wetlands No impact No impact No impact No impact Possible impact

Parkland One trail crossing | One trail crossing | One trail crossing | One trail crossing | One trail crossing

affected during

affected during

affected during

affected during

affected during

construction construction construction construction construction
Impact on TOD | Supportive Supportive Supportive Supportive Not supportive of
Plans Adams County
TOD planning
Visual Impact Least visual Greater impact Greater impact Greater impact Greatest impact
change due to due to more due to more than Option Aor | due to the most
the rail yard structure structure Option B due to structure and

surroundings

more structure

acquisition of
buildings on Inca
Street

Source: Gold Line Team, 2008

The table shows several discriminators among the options:

Potential property acquisitions: The Railroad Alignment has the fewest impacts, while
Options A, B, and C have roughly the same impacts. Option D has a larger number of
full acquisitions and residential acquisitions. The cost of property acquisition is lowest for
Option C, although the cost of the bridge structures more than offsets the savings in

ROW. Options A, B, and D are roughly equal.

Historic impacts: The Railroad Alignment and Options A, B, and C could be designed
to avoid historic properties. Option D would have the potential to affect historic structures
along Inca Street.

Local TOD planning: The Railroad Alignment and Options A, B, and C would support
local TOD planning. Option D would not support the TOD plans of Adams County since it
would require a completely different location for a Pecos Street Station.

Visual impacts: Options A and B would have slightly more impacts than the Railroad
Alignment since they would require more retaining wall and aerial structures; Option C
would have greater impacts; and Option D would have the greatest impacts.

2-24
JULY 2008




