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Introduction

Over the past several years, the Roaring Fork
Transportation Authority (RFTA) has been
working cooperatively with local government
partners to develop the nation’s first rural bus
rapid transit (BRT) system. The 40-mile highfrequency VelociRFTA BRT service primarily
follows the Highway 82 corridor between
Glenwood Springs and Aspen and includes nine
dedicated BRT stations. With service opening in
September 2013, the communities throughout
the Roaring Fork Valley are witnessing the success
of the system – with increasing ridership and
overwhelming use of park & rides and bicycle
parking in many locations – and are poised to
leverage this transit investment in support of
transit-oriented development (TOD).

A regional approach to TOD is an important first
step to understand the relationship of the
stations to each other and the region. This
project is intended to help RFTA and local
government partners engage in a regional
dialogue and build broad support for TOD. It is
also intended to ensure community planning staff
and local decision-makers have a better
understanding of each station area’s challenges
and opportunities, the most promising locations
for TOD, and a model TOD plan for one station
that illustrates how appropriate density, mixeduse, transit joint development and livability
principles can be adapted to a variety of station
areas within the Valley to meet community goals.

With the goal of creating vibrant, walkable station
areas that promote transit ridership and meet
market realities and community aspirations, RFTA
partnered with local jurisdictions to conduct a
Regional TOD Assessment of five of the nine BRT
stations, including:
I Glenwood Springs/27th Street
I El Jebel
I Carbondale
I Basalt
Another station area that is served by the service
was also included in this report:
I Snowmass Village Mall
1

Figure 1.1: Bus Rapid Transit Station Sites

2

This document details the process and results of
the RFTA Regional TOD Assessment and is
organized as follows:
I Section 2 describes the technical and
outreach components undertaken during
each phase of the seven-month planning
process.

Area Framework as well as short and longterm concept plans, development
programs and a series of next steps for
advancing TOD in the station area.
I Section 6 provides common TOD principles
that can be applied to each of the five BRT
station areas.

I Section 3 presents existing conditions at
each of the five BRT station areas, which
include the Glenwood Springs/27th Street,
El Jebel, Carbondale, Basalt and Snowmass
Mall stations. This section also presents
the results of the Strengths/Weaknesses/
Opportunities/Challenges analysis
conducted for each station.
I Section 4 presents the regional station
evaluation results for the five BRT station
areas. It describes the process of
evaluating each station area against an
established set of criteria to determine
which station area(s) have the greatest
likelihood to catalyze transit-supportive
development and can best serve as a
model TOD plan for other station areas.
I Section 5 presents a conceptual-level TOD
plan for the Carbondale BRT station area,
which was the station prioritized from the
regional evaluation. It includes a Station

3

TOD DEFINED
Transit Oriented Development (TOD) has many definitions, but in general it has three major characteristics:
1~ It has a mix of uses. Instead of land being designated for just one purpose such as single-family housing, commercial or
industrial, TOD zoning allows a mix of uses on the same piece of land. Often this means having retail or office uses on
lower floors of buildings, with residential above; or it could mean having different uses located next to each other on the
same block.
2~ It is pedestrian-oriented with a transit focus. It is located within walking distance of a transit facility and provides the
ability for residents or employees to walk to and from their origins and destinations, reducing the need for driving. For
example, local residents might have easy walking access to stores and restaurants, or employees who arrive at the site by
BRT could easily walk to their places of work. A key goal is to reduce the need to drive and encourage the use of
alternative travel modes such as BRT, bus, bicycle and walking.
3~ It includes compact and compatible development. TOD allows higher density – or units per acre – than other
traditional neighborhoods. As mentioned above, it might have residential development located above ground-floor retail
or office uses, meaning that more and different types of development could occupy a smaller ‘footprint’ of land than
traditional development. Obviously, the rural communities within the Roaring Fork Valley are not appropriate for highrise, very-high-density development that you might see in much larger cities. But BRT station areas might be appropriate
for higher density development than is seen in other areas of the valley, thereby mitigating development pressures in the
rural areas of the valley and providing a more efficient provision of services. Growth management is not a new concept in
the valley, nor is mixed use. Surrounded by mountains, the constrained geography of the valley makes for a variety of
development types within close proximity to each other. Places like downtown Glenwood Springs, Basalt, and Carbondale
are vibrant areas with a mix of uses and activity. Over the past several years, live-work developments have sprouted up in
these rural towns, as have mixed use communities like Willits Town Center. TOD has the potential to build on this
precedent for mixing uses. To do so successfully however, and to garner support by the local communities, TOD must be
designed to complement, rather than compete with, the existing character of these unique places. And it should do so in
a scale that is appropriate to the rural character of the region.

4
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Planning
Process

The project team conducted the Regional TOD
Assessment in three distinct phases over a sevenmonth timeframe between October 2013 and
April 2014. Throughout the process, a Project
Oversight Committee, made up of staff members
from each of the local jurisdictions, helped to
guide the planning process. The following is a
description of each phase of the planning process:
Phase 1: The first phase of the Regional TOD
Assessment involved (1) collecting and analyzing
data on existing conditions within approximately
half-mile of each station area; (2) conducting a
high level market analysis of station areas; and (3)
holding focused discussions to assess land use
planning and development opportunities and
constraints within the BRT station areas. These
discussions were conducted in a variety of
formats, and included:
I Interviews with key stakeholders who
represent a cross-section of interests
within each community. Interviews were
conducted between November 13th and
18th, 2013.
I Project Oversight Committee Workshop
#1. The purpose of the kick-off workshop
held on October 8, 2013, was to confirm
the purpose of the Assessment, the roles
and responsibilities of the Committee, and

engage in an initial discussion of station
area conditions.
I Site audits at each of the station areas.
On-the-ground tours were conducted to
visually inspect conditions. Site audits

Stakeholders discuss conditions of Carbondale
station area during site audit.

were conducted on November 20th and
21st, 2013.
I A Strengths/Weaknesses/Opportunities/
Challenges (SWOC) analysis. Following site
audits, the Project Oversight Committee
collectively conducted an analysis of the
physical, regulatory, market, and political
factors related to each area. The SWOC
analysis was conducted as part of the
Project Oversight Committee Workshop #2
held on November 21st, 2013.

5

Phase 2: In the second phase of the Assessment,
the project team used the information gathered
in Phase 1 to evaluate each station area against
an established set of criteria to determine which
station area(s) have the greatest likelihood to
catalyze transit-supportive development and can
best serve as a model TOD plan for other station
areas. Categories of evaluation factors included
corridor-wide relevance, land use and
infrastructure, property and ownership, and
market conditions. It was not the intent of this
evaluation to determine which station areas are
best suited for TOD, but rather which station
areas should be prioritized for more focused
planning to serve as model for BRT station areas
throughout the Valley.

Carbondale BRT station area was carried forward
into the next phase for more focused planning.
Phase 3: The third and final phase of the
Assessment involved developing conceptual level
land use and transportation concepts for the
Carbondale BRT station area.
The project team conducted a stakeholder design
charrette involving over 10 participants on March
10, 2014. The half-day charrette began with an
introduction to TOD principles and a brief

The purpose of the Project Oversight Committee
Workshop #3 held on January 30, 2014, was to
review the results of the evaluation process and
recommend one station to carry forward for
more detailed planning. From this discussion, the

Figure 2.1 illustrates each phase of the planning
process.

Design charrette participants use game chips to
illustrate development ideas.
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overview of the physical context and market
conditions of the study area. Stakeholders were
then asked to participate in breakout sessions to
offer conceptual ideas for the future of the
station area. Following the charrette, the project
team used the products developed from this
process to inform the development of an overall
planning framework and more refined short and
long-term concept plans for the station area. The
station area framework, concept plans, design
principles and potential next steps were
presented at the RFTA Regional Roundtable
meeting on April 22, 2014. The concept plans
were intended to be flexible blueprints that
illustrate concepts that can accommodate change
over time while still maintaining the overall vision
for transit-supportive development within the
station area.

Figure 2.1: RFTA Regional TOD Assessment Planning Process
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3

Station Area
Existing
Conditions,
Issues &
Opportunities

This section documents findings from the first
phase of the Regional TOD Assessment.
Specifically, it describes existing conditions at
each of the five BRT station areas and presents
results of the SWOC analyses. The station area
existing conditions and assessment for each
station area is organized as follows:
I Circulation and Access: Includes a map and
corresponding narrative of existing
transportation conditions and proposed
investments in and around the station
areas, including transit, roadways/parking,
and pedestrian and bicycle access and
circulation.
I Land Use and Zoning: Includes maps
(based on readily-available data) and
corresponding narratives of existing and
planned land uses, as well as applicable
zoning regulations, that describe the
development setting in which each station
is located.
I Land Ownership: Includes a map of land
ownership (based on readily-available
data) and a corresponding narrative to
illustrate private and public ownership and
to assess land ownership patterns, both of
which are key indicators of development
potential.

I Environmental Constraints: Includes a map
of environmental constraints (based on
readily-available data) and a
corresponding narrative to describe
physical features that may limit
development potential in a station area.
I Market Conditions: Includes a high level
market analysis based on a review of
readily accessible data and discussions
with area real estate experts, developers,
brokers, and property owners.
I SWOC Analysis: Includes an inventory map
of station area issues and opportunities as
defined by the Project Oversight
Committee, photos of the station area,
and results of the SWOC analysis
conducted for each station area. SWOC
analysis results are organized as follows:
 Strengths: observable characteristics of
the station area and its surroundings
that can be a positive factor in any
revitalization effort.
 Weaknesses: observable characteristics
of the study area that are less-thandesirable and that could hinder or slow
down revitalization of the area without
proper mitigation or policy changes.
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 Challenges: larger issues facing the area
as it attempts revitalization that can be
overcome with proper planning and
policy decisions.
 Opportunities: larger issues that can
ultimately be factors for successful
revitalization of the study area.

Glenwood Springs/27th Street
Circulation and Access (Figure 3.1)
Transit and Park & Ride
The RFTA BRT currently serves the south end of
Glenwood Springs at a BRT station located at the
southeast corner of the Highway 82/27th Street
intersection. The station includes a 60-space park
& ride and is located at the southeast corner of
Highway 82 and 27th Street.
The station area is also served by the City of
Glenwood Springs’ Ride Glenwood bus feeder
service, providing transit access between the
south end of the city, downtown, and the west
side of Glenwood Springs.
Major Roadways
Primary vehicular access to the BRT station is via
Highway 82 and 27th Street, with Midland Avenue
also providing direct access to 27th Street from
the west side of Glenwood Springs. CDOT has an
access control plan in place for this stretch of
Highway 82, with the intent to consolidate

10
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Figure 3.1: Glenwood Springs/27 Street Area Circulation and Access

driveway access fronting the highway and
improve safety within the vicinity of the BRT
station.
Located immediately behind the station, Blake
Avenue provides an alternate route to the station
from the east; however, it is gated just south of
the station and does not provide a through northsouth connection. (Note that RFTA is working
with the City to potentially remove the gate).
Most vehicular access to the station is therefore
channeled through the signalized intersection of
Highway 82 and 27th Street.
Bike and Pedestrian
The major bicycle and pedestrian facility in
Glenwood Springs is the rail-banked Rio Grande

Station Area Photo: Station as viewed from elevated

Trail—a paved trail available to pedestrians,
bicyclists and equestrians. The trail follows the
Roaring Fork River through the northern portion
of the City, then deviates to follow Highway 82
just north of the station area. The trail runs very
close to the station on the west side of Highway
82, but pedestrians using the trail are required to
cross the highway at 27th Street to access the
station via a pedestrian signal and striped
crosswalk. The sidewalk network is disconnected
throughout the station area, with several gaps,
particularly along the south side of 27th Street and
areas east of the station. Blake Avenue, however,
is an on-street bicycle route and provides a direct
connection between the BRT station and
downtown Glenwood Springs.

Station Area Photo: Full parking lot at park & ride.

parking area.
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Zoning (Figure 3.2)
Zoning within the station area is mostly
Commercial (or Commercial PUD) adjacent to the
Highway 82 corridor. There is also Residential
zoning (primarily Single Family) to the south, and
most of the land abutting Bureau of Land
Management property to the east of the station is
zoned for Multi-family residential.
Most of the land to the west and east of the
quarter-mile radius is zoned Rural, Public Lands,
or Suburban Residential as a part of
unincorporated Garfield County.

Station Area Photo: Gate across Blake Street.
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Figure 3.2: Glenwood Springs/27th Street Station Area Zoning
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Figure 3.3: Glenwood Springs/27 Street Station Area Property Ownership

Land within the half-mile radius of the station is
mostly under private ownership, with the
exception of the Highway 82 corridor and the
station itself which is owned by RFTA; tax exempt
school property directly to the west of the station
owned by the Roaring Fork School District; and
property directly below it owned by the Church of
Latter Day Saints.

Station Area Photo: Business next to station as seen from
parking area.

Ownership (Figure 3.3)
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Existing Land Use (Figure 3.4)
A large portion of the land in the northeast
quadrant of the station area is a single-family
residential neighborhood, while the area west of
the Roaring Fork River is primarily multi-family
housing. Land uses between the station and the
river include offices, banks, car dealerships, and
other auto-oriented commercial services. The
Highway 82 corridor itself has alternating
commercial service, big box, warehouse, and
residential uses. There are also several vacant lots
near the station, including one directly east of the
park & ride (however, as noted below, much of
the development potential in this area is
geologically constrained).

Station Area Photo: Single family home behind station.
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Figure 3.4: Glenwood Springs/27 Street Station Area Existing Land Use
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Figure 3.5: Glenwood Springs/27 Street Station Area Environmental Constraints

Environmental Constraints (Figure 3.5)
The station area is heavily constrained by its
surrounding geography. The terrain on either side
of the narrow Roaring Fork Valley, which runs
north/south, is steep and with soil hazards. The
banks near the Roaring Fork River, as well as a
large stretch to north of the station area, are
considered a 100/500-year flood plain.

Station Area Photo: Developable land for sale behind
station.
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Market Conditions
Along the Highway 82 corridor near the station
area, there are a variety of commercial services,
big box, warehouse, and residential uses. The
strip commercial uses immediately adjacent to
the Glenwood Springs/27th Street BRT station
appear to be viable. While there are several
vacant lots near the station, much of the
development potential in the area is geologically
constrained. There are also reportedly title
restrictions inhibiting the development of multifamily residential in the area, which have
prevented the development of affordable housing
adjacent to the station. Given the lack of easily
developable land and the competition posed by
other commercial centers within the Glenwood
Springs area, the market readiness for
redevelopment adjacent to this station area
appears to be lower than the other stations.

16

th

Figure 3.6: Glenwood Springs/27 Street Station Area Inventory of Issues and Opportunities

th

Table 3.1: Glenwood Springs/27 Street Station area SWOC Analysis
th

Glenwood Springs/27 Street SWOC Analysis
Figure 3.6 illustrates an inventory of key station
area issues and opportunities noted by the
project team, followed by representative photos
of the station area, with Table 3.1 summarizing
the results of the Strengths/Weaknesses/
Opportunities/Challenges (SWOC) analysis of the
station area conducted by the project team and
the Project Oversight Committee.

Glenwood Springs/27th Street Station
Strengths
Weaknesses






Sizeable population on west side within walking
distance to station
Direct access to Rio Grande Trail
Existing bicycle lane on Blake Street
Vacant property behind station
Good access to local bus feeder system










Highway 82 is a barrier for pedestrians
Blake Street is gated, limiting connectivity
Auto-oriented station area
th
Traffic congestion at Hwy. 82/27 St. interchange
Steep grade changes to the east
Geologic constraints to the east
School district property unlikely to change
ownership
Lack of adequate parking for RFTA patrons

Opportunities

Challenges













Improve pedestrian infrastructure – potential
pedestrian underpass
Higher degree of connectivity (including Blake St.)
Strong demand for rental and for-sale housing;
potential senior housing
Build on Sonoran Institute study recommendations
Potential for higher density residential development
in station area
Interest in affordable housing
Recreational-oriented development with potential
trail connections east







Aging building stock
Requires extensive design and infrastructure
planning
Commercial uses likely to stay in place for the
foreseeable future
Multiple owners
Unlikely to command premiums found in downtown
core
BRT station viewed as amenity, but not catalyst for
redevelopment
City’s primary focus is on downtown area
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Carbondale
Circulation and Access (Figure 3.7)
Transit and Park & Ride
The RFTA BRT currently serves Carbondale at a
BRT station located at the southwest corner of
Highway 133 and Village Road. The station
includes 80 parking spaces. The Carbondale
station is one of the few stations that is not
located directly on Highway 82. Instead, BRT
vehicles come off Highway 82 at Highway 133,
then turn around at the Carbondale BRT station
before continuing back up to Highway 82.

Station
Area
Photo:
Overflowintroduced
parking at station.
RFTA
has
also
recently
a downtown
Carbondale bus circulator to provide a direct bus
connection between the BRT station and
downtown.
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Figure 3.7: Carbondale Station Area Circulation and Access

Major Roadways

Bike and Pedestrian

The Town of Carbondale lies south of the
intersection of Highway 82 and Highway 133.
Highway 133 runs north-south through town and
serves as an important corridor for commercial
and residential development. Vehicular ingress
and egress at the BRT station is via a signalized
intersection at Highway 133 and Village Road. In
addition to these two major highways, Main
Street serves as a central east-west route, just
below the half-mile radius of the BRT station
area, providing access to low and medium-density
residential neighborhoods.

The major bicycle and pedestrian facility in
Carbondale is the Rio Grande Trail, a former
railroad corridor that is now a paved trail
available to pedestrians, bicyclists and
equestrians. The Rio Grande Trail runs on a
diagonal through the town, from the northwest
corner to the southeast corner. The trail is ideal
for recreational use with its long, scenic stretches
of trail completely separated from car traffic and
connections to the region’s park & rides. It can
also serve as a valuable leg of a local bike or
pedestrian commute or errand trip, provided that
there are safe, easy connections to the
origination and destination points.

CDOT plans for improvements to Highway 133
include an access control plan along with
expanding the roadway to two travel lanes and
one center turn lane, landscaping, a multiuse
path on the west side of the highway, and a
roundabout at the intersection of Highway 133
and Main Street to the south of the station area.
One notable planned improvement within the
station area will be a right-in and right-out only
intersection design at Highway 133 and Dolores
Way. This intersection has been noted as a
conflict point for residents and businesses behind
the BRT station; however, in conversations with
business and land owners in the area, there is not
general agreement that this design solution will
improve vehicular access.

When crossing Highway 133, trail users currently
use a traffic light, but both trail users and BRT
patrons will likely have a grade separated crossing
for safe, efficient travel in the future. The
pedestrian crossing has been designed, but will
need to be updated to reflect the new Highway
133 improvements; in addition, the crossing is not
yet funded.
In addition to the Rio Grande Trail, Carbondale
currently has pathways or sidewalks along many
of its major roadways, and has prioritized
multimodal connectivity (on roadways and at
crossings) in its future planning efforts. The Town
is known for its “bicycle culture” as evidenced by
the well-used bicycle racks at the BRT station. As
noted above, a multiuse path is planned for the
west side of Highway 133, which will provide a

much needed and direct connection to the
station for pedestrian and cyclists between the
BRT station and downtown area.

Station Area Photo: Full bike rack at station.

Station Area Photo: Pedestrian access across Highway 133.
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Figure 3.8: Carbondale Station Area Zoning

Zoning (Figure 3.8)
Zoning within the station area is Commercial
Industrial and General Industrial, with a variety of
other zoning types within a half-mile walking
radius of the station. These include Commercial
Retail/Wholesale, Commercial/Entertainment,
and Accommodations in Carbondale’s downtown
core to the northeast. The Town of Carbondale
values its small town character and has been
intentional with its zoning to maintain the design
elements, building density, and arrangement that
will preserve its Colorado mountain town
character. To this end, much of the area south of
Highway 133 in the station area is zoned Kay
Planned Unit Development (PUD), which allows
for a mix of commercial, light industrial and
residential uses and densities, but with a building
height maximum of two stories.

Station Area Photo: CRMC land west of the station area.
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Figure 3.9: Carbondale Station Area Property Ownership

Ownership (Figure 3.9)
Land adjacent to the station area is mostly under
private ownership, with the exception of the
station itself and the Rio Grande Trail connections
which are owned by RFTA. And, immediately
north of the station, the Public Service Company
owns an electrical substation.
A large portion of the land on the west side of the
station area is Tax Exempt School property,
belonging to the Colorado Rocky Mountain
School, a private boarding high school. The
Carbondale Community School (K-8 public charter
school) can be found northwest of the PNR and
there are other small, school-owned properties in
the residential neighborhoods to the east of the
station: Colorado Mountain College and Ross
Montessori School (K-8).
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Existing Land Use (Figure 3.10)
Much of the land uses found on the east side of
Highway 133 within the station area can be
characterized as commercial services and includes
banks, commercial/office centers, warehouse/
storage, and a gas station among other uses. The
area closer to Highway 82 also includes a number
of hotels and motels, as well as a manufactured
home community. A number of active light
industrial uses can also be found east of the
station.
Residential land uses within a half-mile of the
station are largely single family, such as the
Satank neighborhood northwest of the station. A
few multi-family developments are scattered
throughout the station area, as well as several
live-work condos within the Kay PUD.
Areas farther southeast of the station combine
retail stores, entertainment venues, and
residential developments in neighborhoods that
are categorized as Downtown, Old Town, and
New Urban, each with unique design
characteristics. Access to these shopping and
entertainment destinations is a quarter to halfmile walk from the BRT station.
The station area also contains several vacant lots
along Highway 133 within the Kay PUD.
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Figure 3.10: Carbondale Station Area Existing Land Use

Figure 3.11: Carbondale Station Area Environmental Constraints

Most notably, a 25-acre parcel known as the
Crystal River Marketplace, located at the
northwest corner of Highway 133 and Main
Street, is one of the largest undeveloped parcels
in the area. It has been the subject of at least two
commercial development proposals, neither of
which were approved.
Environmental Constraints (Figure 3.11)
Carbondale is situated between the Roaring Fork
River to the north and the Crystal River to the
west, with their confluence falling at the
northeast corner of the town. These rivers have
100 to 500 year floodplains near their banks, with
a more extensive floodplain to the northeast of
the town’s developed areas. Much of the area
within the floodplain, on the south side of
Highway 82, is currently an RV park, boat launch,
and recreation area.

Station Area Photo: Live/work units behind park & ride.
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Market Conditions
Carbondale has emerged as a community with its
own tourism base, a strong arts community, and a
diverse and strong manufacturing sector. The
station area appears to be at a comparatively
higher level of market readiness, given the stated
interests on the part of property owners for
potential development. Past economic studies
indicate significant retail “leakage” (or spending
outside Carbondale) for items serving the daily
needs of residents. While there have been past
development proposals to help provide these
services, there has been significant opposition to
proposals that appear out of touch with the
nature of the community. Any development
proposal needs to balance market needs with the
desire of residents to maintain the area’s small
town mountain environment.

Station Area Photo: Rio Grande Trail connection.
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Figure 3.12: Carbondale Station Area Inventory of Issues and Opportunities

Table 3.2: Carbondale Station area SWOC Analysis

Carbondale SWOC Analysis
Figure 3.12 illustrates an inventory of key station
area issues and opportunities noted by the
project team, followed by representative photos
of the station area, with Table 3.2 summarizing
the results of the Strengths/Weaknesses/
Opportunities/Challenges (SWOC) analysis of the
station area conducted by the project team and
the Project Oversight Committee.

Carbondale Station
Strengths












Large vacant lots adjacent to station
Existing live-work development
Vacant, developable lots
Mixed use designation
Beautiful views
Good trail access
No environmental constraints
RFTA downtown circulator
Easy downtown connection via Rio Grande Trail
Two schools nearby
Affordable rents

Opportunities











Viewed as fun and “up and coming” district
Area attracts artists
Improve pedestrian connectivity
Improve connection of Rio Grande Trail to
downtown
Seeking “Creative District” designation
Town is updating zoning code
Support for smaller, incremental growth
Recreational potential and bicycle culture
Consider daycare facility and senior housing (aging
in place)
Streamline and update Kay PUD

Weaknesses









Station is “disconnected” from surrounding uses
Peak hour congestion at Highway 133/Dolores
Neighborhood concerns about traffic and density
Lack of adequate bicycle parking
Overflow parking
Lack of adequate bike/ped wayfinding
Lack of restrooms
Lack of adequate parking for RFTA patrons

Challenges






Ensure compatible residential and industrial uses
Complement, but not detract from downtown
Businesses feel isolated from rest of town
Provide adequate roadway access and circulation
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El Jebel
Circulation and Access (Figure 3.13)
Transit and Park & Ride
The RFTA BRT currently serves El Jebel at BRT
stops located along Highway 82 northwest and
southwest of the Highway 82/El Jebel Road
intersection. The 80-space park & ride is located
at the southwest corner of Highway 82 and El
Jebel Road with vehicular access off El Jebel Road.
A RFTA park & ride on the north side of Highway
82 formerly served El Jebel and the communities
of Blue Lake and Missouri Heights, but was closed
with the opening of the new BRT station.
Major Roadways
The community of El Jebel is located along
Highway 82, with its southern border touching

Station Area Photo: Nearby Willits Town Center.
26

Figure 3.13: El Jebel Station Area Circulation and Access

the northern border of the Town of Basalt.
Highway 82 is the main thoroughfare through the
area, with smaller streets branching off to the
east and west for access to residential and
commercial developments, as well as the plentiful
parks and recreational trailheads in the area.
Vehicular access to the station is via El Jebel Road
and Valley Road. However, the configuration of
the El Jebel/Valley Road intersection south of
Highway 82 has been identified as a problematic
intersection requiring reconfiguration. While the
County is in the process of redesigning the
roadway, funds for improvements have not yet
been identified.
Bike and Pedestrian
An important feature for pedestrians and
bicyclists accessing the BRT station is the Highway
82 pedestrian underpass on the west side of El
Jebel Road. While this underpass has been
identified as needing improvements, lighting in
the tunnel has recently been enhanced and it has
been repainted; public art may further add to the
feeling of personal safety. North of Highway 82, a
sidewalk and trail network provides direct
pedestrian access to the BRT stop.
The major bicycle and pedestrian facility in El
Jebel, as in other communities, is the Rio Grande
Trail, a former railroad corridor that is now a
paved trail available to pedestrians, bicyclists and
equestrians. The trail roughly follows the Roaring
Fork River through the southern part of the

community. It runs only about a mile south of the
station area, but a direct connection between the
BRT station and Rio Grande Trail currently does
not exist.
Immediately surrounding the station, the Blue
Lake Open Space trail provides pedestrian and
bicycle access between the back side of the park
& ride and Willits Town Center to the west. And
to the east of the station, a detached multiuse
path along West Valley Road borders the Crown
Mountain Recreation Area, but currently does not
continue east to neighboring residential areas.
There are few formal on-road bike routes,
although many of the local roads are low-traffic
enough that bicyclists may feel comfortable riding
on the road without designated bicycle facilities.

Station Area Photo: Adjacent commercial/office.

Station Area Photo: Movie theatre adjacent to park & ride.
Station Area Photo: Station under construction.
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Figure 3.14: El Jebel Station Area Zoning

Zoning (Figure 3.14)
Most of the zoning within the BRT station area is
consistent with existing land uses. For instance,
the established neighborhoods north and south
of the station are primarily zoned Low Density
Suburban Residential by Eagle County, while the
commercial developments north of Highway 82
are zoned commercial. Other larger parcels, such
as the Crown Mountain Recreation Area, are
zoned Planned Unit Development.
The station area is also close to the northern
border of the Town of Basalt. Within a half-mile
walking radius of the station, the Town of Basalt
has designated the area between the park & ride
and Willits Town Center as Village Commercial/
Mixed Use.
While current zoning is indicative of the land uses
found in the area today, future land use
designations call for much of the station area to
be developed as Mixed Use – including property
owned by a private family north of Highway 82.
Ownership
Data not available.
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Figure 3.15: El Jebel Station Area Existing Land Use

Existing Land Use (Figure 3.15)
Currently, much of the land to the north and
south of the station area is residential - mostly
low and medium density. The El Jebel Mobile
Home Park is located on the north side of
Highway 82 and provides work force housing for
employees working throughout the Valley. Singlefamily detached homes characterize the
residential neighborhoods south of the BRT
station.
On the south side of Highway 82, a
commercial/office center, movie theater, and the
Orchard Plaza retail center (which includes a
CityMarket grocery store) are within easy walking
distance to the station. On the north side of
Highway 82, uses fronting El Jebel Road are as
diverse as auto parts stores, a drive-through fast
food restaurant, a bowling alley, a sports field,
and a number of smaller local businesses.
The undeveloped land located north of Highway
82 and east of El Jebel Road is owned by a private
family and may be ideally suited for workforce
housing. In fact, much of El Jebel fills a need for
lower-rent commercial and office space as well as
workforce housing and it has been suggested that
the owners would like to continue to meet this
need.
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One of the station area’s important assets is the
Crown Mountain Park and Recreation Area
immediately west of the park & ride. While voters
have yet to approve development of a recreation
center on this property, it is likely to be
developed at some point in the future, creating
an even greater draw to the area.
In general, future plans call for integrating mixed
uses and more dense housing within the station
area (Figure 3.16). However, it should be noted
that much of the land to the northeast of the
station has been designated for mixed-use
development, but is currently outside the Town
of Basalt Urban Growth Boundary.

Station Area Photo: Eagle Community Center near the station.
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Figure 3.16: El Jebel Station Area Future Land Use

Figure 3.17: El Jebel Station Area Inventory of Issues and Opportunities

Environmental Constraints
Data not available.
Market Conditions
Development at the El Jebel station area is
constrained from a market and feasibility
perspective by a number of different factors. The
Willits Town Center is very close to the town with
a significant amount of commercial and mixed
use services. While there would appear to be
market for workforce housing, the Highway 82/
El Jebel Road intersection and its current lack of
capacity would impede connectivity between the
station and the rest of El Jebel. While much of
the El Jebel station area is under one ownership,
part of the station area is also outside the Urban
Growth Boundary.
El Jebel SWOC Analysis
Figure 3.17 illustrates an inventory of key station
area issues and opportunities noted by the
project team, followed by representative photos
of the station area, with Table 3.3 summarizing
the results of the Strengths/Weaknesses/
Opportunities/Challenges (SWOC) analysis of the
station area conducted by the project team and
the Project Oversight Committee.
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Table 3.3: El Jebel Station area SWOC Analysis

El Jebel Station
Strengths







Designated Village Commercial/Mixed-Use area
east of station
Adjacency to Orchard Plaza retail/services center
Community gathering spaces at Eagle County
Community Center
Movie theater generates activity in the area
Paved trail between the park & ride and Willits
Open space value is highly prized

Opportunities
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Most property on north side of station area owned
by one family
Hwy. 82/El Jebel/Valley Road intersection
improvements in design, but unfunded
Foot traffic between City Market and park & ride
Add public art (like mural) in the underpass
Potential overflow parking at Crown Mountain Park
Decommissioning sewer lagoons
Owners want to keep residential and commercial
affordable (existing and future)
Improve connection between Rio Grande Trail and
station

Weaknesses





Problematic circulation
Lack of taxpayer support for recreation center at
Crown Mountain Park
Inadequate/old pedestrian underpass
Market for new development is stalled

Challenges










Compatibility of scale and intensity of new
development with existing area
Development focus at Willits Town Center
Access permits are impediments
Roundabout access requires improvements
Park & ride is sparse
Highway 82/El Jebel Road intersection will likely fail
Little appetite for new commercial development
outside downtown
Part of station area outside Urban Growth
Boundary
Neighborhood concerns about growth and traffic

Figure 3.18: Basalt Station Area Circulation and Access

Basalt
Circulation and Access (Figure 3.18)
Transit and Park & Ride
The RFTA BRT currently serves Basalt at BRT stops
located along Highway 82 northeast and
southeast of the Highway 82/Basalt Avenue
intersection, with a 93-space park & ride located
on the south side of Highway 82.
RFTA upvalley and downvalley buses also serve
the Town of Basalt just north of the BRT station
area at a park & ride near Two Rivers Road within
the downtown.
Major Roadways
Vehicle access to the BRT station is via Basalt
Avenue and East Cody Lane on the south side of
Highway 82. Because most development in the

Station Area Photo: Pedestrian bridge on north side of Highway
82.
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area is located north of Highway 82, most transit
passengers likely access the station from the
north side of town. There are, however, a handful
of existing and planned residential neighborhoods
on the south side of town. Residents from this
area would access the station via Southside Drive
and Cody Lane.
One of the most significant planned
improvements to circulation within the station
area and the entire portion of Basalt south of
Highway 82 is a Midland Avenue/Basalt Avenue
underpass. Though still in the planning stages, a
new underpass across Highway 82 would provide
vehicular and pedestrian/bicycle access from the
north side of Basalt to the BRT station and
surrounding residential neighborhoods, industrial
areas, and business areas as well as the high
school farther south.
Bike and Pedestrian
The regional Rio Grande Trail for bicycles,
pedestrians and equestrians runs just south of
Basalt, with a connection to Southside Drive. The
Southside/High School Trail is a detached multiuse path between the Rio Grande Trail to the
south and Fiou Lane to the north. The trail
currently runs short of reaching the BRT station,
requiring pedestrians and bicyclists to access the
station on street or via limited sidewalk
connections.
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Station Area Photo: Undeveloped land—opportunity for

Station Area Photo: Retail/services nearby station.

development.

North of the station, a pedestrian activated signal
at Highway 82 provides those on foot or bicycle a
connection to the north side of Basalt Avenue;
however, the pedestrian (or walking) phase is
limited, and the cycle timing is insufficient for all
abilities of mobility. A grade-separated crossing in
the vicinity of Basalt Avenue is a high-priority
project for the Town of Basalt, but funding has
not yet been identified. On the north side of
Highway 82, a pedestrian-only bridge across the
Roaring Fork River connects downtown Basalt and
areas north to the BRT station. The Highway
82/Basalt Avenue intersection has been identified
as an area that needs additional safety
improvements (ideally a pedestrian overpass or
underpass).

Station Area Photo: Single-family residential nearby station.

Figure 3.19: Basalt Station Area Zoning

Zoning (Figure 3.19)
The land directly adjacent to the BRT station area
includes areas zoned as Community Commercial
District to the northeast of Highway 82, Medium
Density Suburban Residential along the highway
to the northwest, and Industrial to the south.
Much of the land in the southern portion of the
half-mile walking radius is zoned Pitkin County
Rural Residential, while areas to the north, closer
to the downtown core of Basalt, are zoned for
other uses such as Traditional Neighborhood/Hill
District (R-3), Planned Unit Development, and
Downtown Business District (C-2).
While current zoning is indicative of the land uses
found in the area today, future land use
designations call for much of the station area to
be developed as Mixed Use – including
Work/Mixed Use to the south and Village
Commercial/Mixed Use to the north.
Ownership
Data not available.
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Existing Land Use (Figure 3.20)
Within the quarter-mile walking radius of the BRT
station, current land use is a mosaic of
Commercial Retail, Mixed Use,
Vacant/Undeveloped, and Residential. To the
northeast of the station, there is a large campus
categorized as Institutional, which houses the
Basalt Elementary and Middle Schools. Basalt
High School is located just outside the half-mile
radius shown on the map, to the south of the
station area.
The large commercial area to the south of the
station (and Highway 82) is a distinct land use
pattern in the Town of Basalt, according to the
2007 Basalt Master Plan. The plans states, “this
commercial/light industrial area is characterized
by large commercial lots, wide streets, lots with
large commercial buildings, parking on the street
side of structures and little or no landscaping.
This part of Town is highly auto-oriented and
exhibits a very different character than the
original town site.” This area, however, also
contains a number of live-work units within close
proximity to the station. These mixed uses are
more reflective of the character found on the
north side of town.
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Figure 3.20: Basalt Station Area Existing Land Use

Figure 3.21: Basalt Station Area Future Land Use

Existing industrial users, such as Myers
Fabrication, and owners of surrounding property,
may be interested in consolidating property and
pursuing transit-supportive development in the
station area. Furthermore, several
vacant/undeveloped areas to the north present
opportunities for developments that could
complement the station, such as the Stotts and
Japelin properties to the northwest of the station.
The Town of Basalt has prioritized development
patterns that promote contained growth, mixeduse development, and pedestrian safety, while
maintaining the open space and small-town
character that residents value. One of the
greatest challenges in developing the station area
with transit-supportive uses, particularly south of
Highway 82, will be to do so in a way that
complements the downtown area and helps to
knit together the north and south sides of the
Town. See Figure 3.21 for the Future Land Use
map.
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Figure 3.22: Basalt Station Area Inventory of Issues and Opportunities

Environmental Constraints
The majority of the station area falls into a 100year floodplain, due to its proximity to the
confluence of the Roaring Fork and Frying Pan
Rivers. More broadly, Basalt also has regulations
in place to limit development where it may
impact riparian ecosystems.
Market Conditions
Existing industrial users and other owners of
surrounding properties have indicated an interest
in consolidating property and pursuing transitsupportive development in the station area. One
of the greatest challenges in developing the
station area with transit-supportive uses will be
to do so in a way that complements the
downtown area and helps to knit together the
north and south sides of the Town. In addition to
the current industrial and retail uses, there are
also live-work units in close proximity to the
station. There is reportedly development interest
in the area. Development proposals for
commercial services, including lodging, would
need to be analyzed on a case-by-case basis to
ensure that the development would be
potentially supportive of downtown. Certain
uses, such as any “anchor” facility, including
special entertainment, recreational, or civic use,
would ideally be located in the town core rather
than at the station.
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Basalt SWOC Analysis
Figure 3.22 illustrates an inventory of key station
area issues and opportunities noted by the
project team, followed by representative
photos of the station area, with Table 3.4
summarizing the results of the
Strengths/Weaknesses/
Opportunities/Challenges (SWOC) analysis of
the station area conducted by the project team
and the Project Oversight Committee.

Table 3.4: Basalt Station area SWOC Analysis

Basalt Station
Strengths







Strong market for live-work development in station
area
Development of Continuous Care & Retirement
Community south of station
Walking distance to downtown and key community
facilities, like schools, library and post office
Vacant/undeveloped parcels in station area
Close proximity to Rio Grande Trail
Live-work units offer full range of price points

Opportunities











Knitting all of Basalt together (particularly northsouth connections)
Proximity of downtown to BRT
Working with RFTA to construct Highway 82
pedestrian underpass/overpass
Council vision to extend downtown south &
encourage more commercial development
Property owner interest in adjacent properties
Potential to transition from industrial to commercial
uses
Niche markets that support Whole Foods (organic
cheeses, sausage, etc.)
Midland Avenue underpass at Highway 82
Public/private development on overflow surface
parking lot
Provision of affordable housing

Weaknesses





Highway 82 barrier separates north and south sides
of town
Station provides many parking spaces in town core
Floodplain through the station area

Challenges









Knitting all of Basalt together (particularly northsouth connections)
Ensure compatible uses in future live-work
developments
Highway 82/Basalt Ave. intersection improvements
Ensure new development is in keeping with town
character and existing fabric
Dense, but not too dense
Avoid another center that competes with
downtown
Transition carefully to support jobs
Danger of gentrification
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Snowmass Mall
Circulation and Access (Figure 3.23)
Transit
The RFTA bus system currently serves a central
station in Snowmass Village; RFTA buses also
serve two stops within the quarter-mile walking
radius and an additional three stops to the east,
within the half-mile walking radius of the
Snowmass Mall transit station.
In addition to RFTA service, Snowmass Village
residents, employees, and visitors can also use a
free shuttle run by the local Transportation
Department.

Station Area Photo: Bus access to station.

The Snowmass Village 2010 Comprehensive Plan
states that the local shuttle carries 6,000 – 7,000
passengers per day at peak periods.
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Figure 3.23: Snowmass Mall Station Area Circulation and Access

The station area offers quick access to the
mountain gondola routes that originate just
southeast of the station.
Major Roadways
The Town of Snowmass Village is located along
Highway 82, south of Basalt and just north of
Aspen. The town’s boundaries fall completely
south of Highway 82, which serves as the only
regional connection for drivers entering and
exiting the town. Highways 10 (Brush Creek Road)
and 12 (Owl Creek Road) are the primary access
points to town from Highway 82.
The station area is located near the center of
town, where Brush Creek Road (Highway 10)
turns into Carriage Way, near the intersection at
Upper Snowmelt Road.

Station Area Photo: View to Base Village.

Bike and Pedestrian
The regional Rio Grande Trail for bicycles,
pedestrians, and equestrians runs outside of
Snowmass, just east of Highway 82. While this
trail would not provide a direct connection to the
station, there is a network of primarily off-street
bicycle paths that can be used to access the
station. These routes connect to the Brush Creek
Trail, which runs directly through the station area.
The Brush Creek Trail connects to the Brush Creek
Road/Highway 82 BRT Station about four miles
north of Snowmass Village.
The Town of Snowmass has prioritized the
development of additional pedestrian and bicycle
infrastructure to alleviate traffic while preserving
its small-town atmosphere.

Station Area Photo: Elevated view of Mall Transit Center.
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Zoning (Figure 3.24)
The station area is located on a strip of land
zoned as a Town of Snowmass Village Specially
Planned Area, which is aligned with a strip of
Recreational zoning to the south. There are also
several Multi-family Residential Planned Unit
Development areas near the station, with Single
Family Residential areas in the half-mile walking
radius.
Most of the land directly west of the station is
Pitkin County Rural Residential. The northern
border of the half-mile walking radius is open
space.
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Figure 3.24: Snowmass Mall Station Area Zoning

Figure 3.25: Snowmass Mall Station Area Property Ownership

Ownership (Figure 3.25)
Ownership in the station area is split primarily
among private owners, the Town of Snowmass
Village, and Snowmass Resort Association.
The land surrounding the condominiums and
lodging areas at the base of the ski resort is
owned by the Resort Association. The land to the
north of the station, including the recreation area
near Brush Creek and some of the commercial
development, is owned by the Town of Snowmass
Village. Most of the area to the south of the
station, including the ski resort itself and the
residential areas, are under private ownership.

Station Area Photo: Outdoor restaurant patio near Mall
Transit Center.
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Existing Land Use (Figure 3.26)
Within the quarter-mile walking radius of the
Snowmass Mall transit station, current land use
includes a strip of lodging and commercial
development to the south of the station,
including businesses like the Pokolodi Lodge,
Snowmass Inn, Westin Snowmass Resort, and
several restaurants and shops.
Directly north of the station is a strip of Public
Service land, which includes the Brush Creek and
the bicycle/pedestrian trail that runs alongside it.
The area also has several multi-family residential
uses, including the nearby Aspenwood,
Laurelwood, and Top of the Village
Condominiums.
Additionally, there are single-family and low
density residential developments in the southern
part of the half-mile walking radius from the
Snowmass Mall transit station, as well as several
currently undeveloped lots.
Environmental Constraints
Outward development of Snowmass Village will
be limited in the future due to environmental
constraints, such as the steep topography and
current land use of the resort area, along with
self-imposed development restrictions based on
environmentally-sensitive areas.
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Figure 3.26: Snowmass Mall Station Area Existing Land Use

Figure 3.27: Snowmass Mall Station Area Inventory of Issues and Opportunities

Much of the land surrounding Snowmass Village
has been designated as environmentally sensitive
based on its importance to wildlife migration
patterns, ecosystem protection, and preservation
of scenic views. Additionally, the corridor
following Brush Creek and its tributaries has
been protected as a riparian area. This includes
the portion of Brush Creek that runs through the
station area.
Market Conditions
Much like the other station areas, there is an
ongoing need to provide workforce housing for its
employment base. Otherwise, the market
challenges for the Snowmass mall area are very
different from the other station areas. The
Snowmass mall area is competing regionally,
nationally, and internationally for customers who
have potentially a wide range of resorts from
which to choose and who demand a certain level
of services at the resort. Transportation and
mobility have been a concern, as well as the
significant costs of redevelopment.
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Snowmass Mall SWOC Analysis
Figure 3.27 illustrates an inventory of key station
area issues and opportunities noted by the

Table 3.5: Snowmass
MallStation
Station area SWOC Analysis
Snowmass
Mall
Strengths





Weaknesses



Existing density of mixed uses
Strong local and national developer interest
Extensive master planning




Opportunities
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Regionally significant transit hub
Incorporate transit improvements into
redevelopment
Improve pedestrian connections
$6.5M currently set aside from Elected
Transportation Committee Fund
Consider potential to increase transit
headways
Access to skiing (major use) and resort nature
of community
Relationship with developer projects

project team, followed by representative photos
of the station area, with Table 3.5 summarizing
the results of the Strengths/Weaknesses/
Opportunities/Challenges (SWOC) analysis of the

Aging facilities in need of significant redevelopment
Increased local, national and international
competition
Confusion about how all shuttle services and
parking connect
Lack of pedestrian connections on Brush Creek
Road

Challenges






Significant cost to redevelop
Ongoing need to address employee housing
RFTA service connections
Environmental challenges – steep slopes and
wildlife/riparian areas

station area conducted by the project team and
the Project Oversight Committee.

4

Regional
Station Area
Evaluation

This section documents findings from the second
phase of the Regional TOD Assessment.
Specifically, it presents the station evaluation
results for the five BRT station areas under study.
Each station area was evaluated against an
established set of criteria to determine which
station area(s) have the greatest likelihood to
catalyze transit-supportive development and can
best serve as a model TOD plan for other station
areas. The station that was prioritized from this
process (Carbondale) was carried forward into
conceptual-level TOD planning in the third phase
of the RFTA Regional TOD Assessment.
Categories of evaluation factors include corridorwide relevance, land use and infrastructure,
property and ownership, and market conditions.
It was not the intent of this evaluation to
determine which station areas are best suited for
TOD, but rather which station areas should be
prioritized for more focused planning to serve as
model for BRT station areas throughout the
Valley.

Description of Evaluation Results
Corridor-Wide Relevance
Applicability of Conditions To Other Station
Areas
Rationale for prioritization: One of the most
important factors in the selection of station
area(s) to carry forward into conceptual level
planning is that the station area conditions and
concept plans illustrate how TOD principles can

be adapted to a variety of station areas within the
Valley.
Evaluation results: TOD concept plans for any of
the station areas along the Highway 82 corridor
would have principles that could apply to other
station areas. Principles could include
compatibility of uses, the promotion of more
intensive development, affordable housing, and
mixing of uses, to name a few. The Snowmass
Mall Transit Station, however, is unique in that
the area is highly developed and can, at this point
in time, already be characterized as a TOD, given
the density and variety of uses within walking
distance of the station. Redevelopment plans for
the transit station area have been proposed, and
will likely come to fruition if and when major
investments are made in redeveloping the area.
Therefore, for the purposes of this station area
evaluation, Snowmass Mall Transit Station is not
carried forward for further comparison with the
other BRT station areas to advance as a model
TOD plan.
Land Use and Infrastructure Factors
Lack of Environmental Constraints
Rationale for prioritization: A station area that is
unencumbered by environmental constraints,
such as geologic hazards and floodplains, is likely
better positioned for new development and/or
redevelopment because it would have (1) more
developable land area, and (2) would not require
costly environmental mitigation measures.
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Evaluation results: Many of the environmental
constraints documented in the BRT station areas
relate to the proximity of Highway 82 and the
stations to the Roaring Fork River. The Glenwood
Springs/27th Street, Carbondale, and Basalt
station areas all include areas of 100 and 500year floodplains. However, most of the floodplain
in the Carbondale station area is confined to
publicly-owned and/or recreational land. In the
case of the Glenwood Springs/27th Street station,
much of the station area also contains areas of
soil and slope hazards. Property located directly
behind the BRT station is particularly prone to
debris flows given its steep topography. The one
station that appears to lack natural constraints is
the El Jebel station area, which is much farther
from the Roaring Fork River than most stations.
Supportive Land Use Policies and Regulations
Rationale for prioritization: A station area that
has policies and regulations in place to promote
higher density, mixed-use, and walkable
development within close proximity to the BRT
station demonstrates that (1) the local
jurisdiction has considered this area as
appropriate for transit supportive development,
and (2) it would require fewer amendments to
plans and regulations.
Evaluation results: To varying degrees, each local
jurisdiction has planned future land uses around
station areas to promote a mix of uses. As can be
expected however, zoning regulations do not
necessarily reflect desired land uses. And,
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because all stations are located along a highway,
many of the zoning categories in place reflect the
auto-oriented nature of the corridor itself
(including Highway 82 and Highway 133). For
instance, while the Town of Carbondale has
designated much of the station area for mixeduse development, a large segment of the Highway
133 corridor is also designated for auto-oriented
development, and zoned as such. This is common
to most of the BRT station areas under
consideration, and it is expected that further TOD
planning will require updates to both future land
use designations as well as potential TOD overlay
zoning. One notable exception is that much of the
El Jebel station area is located outside the Town
of Basalt’s Urban Growth Boundary. While
Subarea Plans designate future land uses for this
area, new development would require amending
this boundary to incorporate a new growth area,
which would be a significant policy amendment.
For these reasons, with the exception of the El
Jebel station area, this criteria is not a major
discriminator between station areas.
Use Precedent
Rationale for prioritization: TOD that builds on
the existing character and scale of development
within the station area is much more likely to gain
broad support than plans that call for a wholesale
change to an area. For this reason, those station
areas that have a precedent for mixed-use and/or
higher-density development are prioritized over
those that have no use precedents.

Evaluation results: Two station areas Carbondale and Basalt - stand out as examples of
areas that have promoted mixed use
development. Both station areas include livework precedents. On the other hand, the
Glenwood Springs and El Jebel station areas are
primarily characterized by segregated land uses.
Availability of Infrastructure
Rationale for prioritization: Infrastructure
investments in a station area – from water and
sewer utilities to roadways and pedestrian paths
– are indicators of “development readiness.”
Promoting new development and redevelopment
in areas with available infrastructure is also
consistent with regional and local goals to provide
an efficient provision of services and manage
growth throughout the Valley. Note that the
evaluation conducted was a very high level
infrastructure assessment that did not delve into
the location of specific utilities.
Evaluation results: Each BRT station area
considered includes basic infrastructure and
services. This is not to say, however, that
promoting TOD in a station area would not
require infrastructure improvements and
modifications. In fact, most station areas will
likely require some form of infrastructure (at a
minimum roadway and pedestrian/bicycle)
upgrades. Potential improvements include gradeseparated pedestrian crossings across Highway 82
at both the Glenwood Springs/27th and Basalt
stations as well as intersection design

improvements within several station areas.
However, at this point in the regional assessment,
the availability of infrastructure is not a key
discriminator between station areas.
Connectivity To Surrounding Areas
Rationale for prioritization: Those stations that
are located within close proximity to key
community facilities (such as downtown areas,
public facilities, etc.) will connect transit users to
destinations, thereby reinforcing transitsupportive development.
Evaluation results: Several station areas under
consideration are located within walking distance
to downtown areas, including the Carbondale and
Basalt stations. The Carbondale and Basalt station
areas also include a number of schools. And the
Basalt station area, with the future connection of
Midland Avenue, would connect to a library and
post office. The El Jebel station is adjacent the
Crown Mountain Recreation area as well as the
Eagle County Community Center, thereby
connecting transit users directly to recreational
facilities and public facilities.
Property and Ownership Factors
Vacant Or Underutilized Land
Rationale for prioritization: Station areas with
more undeveloped and underutilized property
are more likely to see new development and
redevelopment sooner than those that have
fewer infill sites or transitioning land uses.

Evaluation results: The Glenwood Springs/27th
Street station area has very few vacant properties
within the station area (with the exception of the
land immediately behind the station, much of
which is constrained by geologic hazards). On the
other hand, both the Carbondale and Basalt
station areas have several small pockets of vacant
land within close proximity to the BRT station, as
well land that can be considered underutilized
(i.e. industrial and storage). The El Jebel station
area does not have vacant land south of Highway
82, but has large vacant/underutilized parcels
north of the highway which are owned by a
family. Therefore, all station areas, with the
exception of Glenwood Springs/27th Street, can
be characterized as having developable property.
Land In Public Ownership
Rationale for prioritization: Public/private
partnerships are an important mechanism by
which public entities (local jurisdictions, transit
agencies, etc.) can leverage their land holding
assets to pursue joint development and/or sell
land to private entities for transit-supportive
development. Those stations with greater
amounts of land in public ownership are better
poised to pursue these types of public/private
partnerships.
Evaluation results: Because of limited data
availability, this evaluation was confined to
looking at those BRT stations that are owned by
RFTA. It should be noted that it may be very
challenging for RFTA to pursue joint development

on its property due to federal dollars or tax
exempt bonds involved in the purchase. While
joint development may be complicated, it may
not necessarily be precluded by the financing
used to acquire the property, and therefore is still
considered a legitimate factor in comparing
stations. RFTA owns the following park & rides:
Glenwood Springs/27th Street, Carbondale, Basalt
(overflow lot) and El Jebel. Therefore, because
RFTA owns each of the BRT stations under
consideration, land in public ownership is not a
discriminator between station areas.
Large and/or Single Land Ownership Patterns
Rationale for prioritization: Parcels that are
fragmented and under multiple ownership are
generally more difficult to develop as part of a
larger development scheme than those that are
larger in size and/or under single ownership.
Therefore, those station areas characterized as
having large and/or single land ownership
patterns on adjacent or nearby parcels are given
greater priority than those with more fragmented
ownership patterns.
Evaluation results: Each of the station areas, with
the exception of El Jebel, is comprised of many
small (1/4-acre+) and mid-size (3 acres+) parcels
with many individual land owners. The
Carbondale station also includes two larger size
parcels, including the CRMS and Market parcel. As
previously noted, much of the El Jebel station
area is under single ownership and parcel sizes on
the north side of Highway 82 are comparatively
49

larger than most parcels within each station area.
Therefore, a single consolidated development
program for the El Jebel station area is more likely
than at other station areas.
Market Factors
Property Owner/Developer Interest
Rationale for prioritization: Station areas with
property owners and/or developers who are
interested in potential development are better
positioned to see new development and
redevelopment sooner than those with reluctant,
absentee or uninterested property owners and
developers. Interest is often related to a variety
of factors, including market readiness, perceived
ease of overcoming development hurdles, and
the mind-set of area property owners.
Evaluation results: While there has been past
developer interest in the Glenwood Springs/27th
Street station area, title restrictions on parcels
available for development have inhibited
development. In Basalt, there is property owner
interest in relocating an existing business
adjacent to the station area, which would open
up land for development, as well as stated
developer interest in lodging and other
commercial services in the area. In Carbondale,
there is a similar high level of property
owner/developer interest in critical pieces of land
adjacent to the station area. Much of the El Jebel
station area is under single ownership, and there
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appears to be interest in further conversations
related to future development.
Market Readiness
Rationale for prioritization: There is likely
demand throughout the corridor and at each of
the station areas for workforce housing. Providing
workforce housing in close proximity to the
stations makes a lot of sense. Given the
commuting patterns throughout the valley, there
would be a strong crossover between workforce
housing residents and need for access to transit.
However, what would potentially affect the
economic feasibility of development/
redevelopment at each of the stations (and
where the station areas are likely to differ) is their
market readiness for other commercial services
such as retail, restaurants, lodging, and other
types of housing.
Evaluation results: The strip commercial uses
adjacent to the Glenwood Springs/27th Street
station appear to be viable. Given the lack of
easily developable land and the competition
posed by other commercial centers within the
Glenwood Springs area, the market readiness for
redevelopment adjacent to this station area
appears to be lower than the other stations. Both
Carbondale and Basalt appear to be at higher
levels of market readiness, given the stated
interests on the part of development
communities in both areas. One of the challenges
to consider at both stations is ensuring that
future development complements rather than

competes with their respective downtowns.
There may be a greater danger of market
competition in Basalt. While there appears to be
strong demand for workforce housing in El Jebel,
further investigation would be needed to
estimate the level of demand for other
complementary services in the station area.

Summary of Evaluation Results &
Recommendation
The following table summarizes the results of the
evaluation, with a consumer-report style ranking
based on the ability of each station area to meet
each criterion relative to each other. Note that
the criteria are not weighted. A full circle
indicates a station is best able to meet a criterion,
a half circle indicates a station is less able to meet
a criterion and an empty circle indicates a station
is least able to meet a criterion.
The BRT station area evaluation results were
presented to the Project Oversight Committee on
January 30, 2014. Based on the results of the
evaluation, the Committee agreed that both the
Carbondale and Basalt station areas would be
likely candidates to prioritize for more focused
TOD planning. However, neither of the station
areas had a clear advantage over the other based
solely on the results of the evaluation. Therefore,
the Committee considered another factor in
deciding which station to advance: the timing,
interest and willingness of community
stakeholders to pursue a TOD planning study.

Through further discussions, the Project Oversight
Committee determined that each jurisdiction
likely has the interest and willingness to
participate in a more focused study, but the Town

of Carbondale is better positioned at this point in
time to undertake this effort. Moreover, the
Town of Carbondale is currently in the process of
updating its development code; in addition,

investigating TOD opportunities in the station
area could enable the Town to incorporate TOD
principles into the code update.

Table 4.1: Summary of Station Area Evaluation Result
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5

Carbondale BRT
Station Area
Plan

This section documents findings from the third
and final phase of the Regional TOD Assessment,
which entailed more focused planning for the
Carbondale BRT station area. It describes the
results of the station area market assessment and
design charrette, both of which informed the
development of a Station Area Framework and
Long-Term and Short-Term Concept Plans.

Station Area Market Assessment
The market assessment included a review of
existing data as well as discussions with area real
estate experts, developers, and property owners
to understand recent trends and local market
drivers in the station area. In addition to
Comprehensive Plan documents, the project
team reviewed other documents, including the
Garfield County Housing Needs Assessment and
the Carbondale Economic Development and
Community Sustainability Plan. While the
assessment is intended to provide a framework
for long-term development of the station area,
short-term economic considerations also play a
role when considering development potentials,
particularly since this assessment was conducted
as the Roaring Fork Valley, as the state and rest of
the country, is emerging from the recession.
Some of those considerations include:

I Housing values were at a historic high
prior to the recession, and communities
are questioning whether and when these
values will return.
I It has been difficult to launch projects;
banks have been wary of financing.
I Some developers believe that some local
jurisdictions have instituted requirements
on housing projects with respect to
affordability and uses, making it difficult
for residential projects to achieve financial
feasibility during this post-recession era of
lower rents and slower absorption.

I The Roaring Fork Valley is continuing to
see office, industrial, and other
commercial vacancies.
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In Carbondale specifically,
I Householders in the community have
become older, more diverse, and more
non-family.
I One in four homeowners are retired.
I Carbondale has its own tourist industry
with a strong arts/cultural and
manufacturing sector.
I There is a strong desire to expand local
entrepreneurship.
I Carbondale is forecast to grow by 1,200 to
2,200 housing units by 2032 with the need
for an additional 750 units.
I According to the Garfield County Housing
Needs Assessment, most of the demand is
for ownership units at moderate income
levels (120% of Area Median Income).
I There is also significant commercial
leakage in Carbondale to other
communities, mostly for groceries and
“everyday” items.
I The Carbondale Economic Development
and Community Sustainability Plan
projected the need for 600,000 additional
commercial square feet in the town by
2032 based on currently zoned vacant
commercial land and space.
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I There is a strong local interest in a
conference center, hotel, health care
facility, and senior housing offering a
continuum of care.
In order to provide parameters for station area
redevelopment, a range of land uses and
development scenarios was provided for
purposes of developing a Station Area Framework
and Short-Term and Long-Term Concept Plans.
The low end of the range (short-term scenario)
reflects the station area’s current identity as a
mixed industrial area with some housing. It does
not assume any redevelopment of the area’s
electrical substation. It also reflects
conversations with current property owners and
challenges they’ve had with providing additional
residential on the site. It reflects the area’s
gradual emergence from the recession and the
generally widespread commercial vacancy rates
found throughout the Valley. The supportable
land use ranges include the following:
I Industrial – up to 50,000 square feet.
I Housing - up to 50 units with some
live/work units. The assumption includes
a modest amount of live/work units, which
have historically been absorbed somewhat
slowly, although demand exists.
I Commercial services – up to 20,000 square
feet. While some of this demand could

potentially be satisfied at commercial
facilities close to the station, there may
not be enough demand throughout the
day to support services on a full time
basis. Additionally, there is a significant
amount of vacant land south of Dolores
Way, with development interest in largerscale commercial uses. It is anticipated
that the area’s commercial demand would
primarily be satisfied in this location to the
south; just outside of the station area’s
half-mile buffer.
I Highway oriented commercial/mixed use –
Areas closest to the corridor would
redevelop into commercial mixed-use
facilities with retail on the ground floor
and offices above, consistent with existing
development and zoning along Highway
133.
The higher end of the range takes a longer term
view of the station area’s potential. It assumes
that the station area becomes a focal point for
the town’s development and redevelopment
through 2032, with 40% of the town’s future
projected growth potentially occurring in the
station area. The higher end land use ranges
including the following:
I Industrial – up to 150,000 square feet.

I Housing – up to 350 units in a mix of
housing types, including market-rate,
affordable, and mixed-income in both
rental and for-sale units.
I Office – up to 100,000 square feet.
I Retail – up to 40,000 square feet. The
assumption is that the area’s significant
commercial leakage would primarily be
met at the large vacant site west of
Dolores Way.
I Highway oriented commercial mixed use –
This scenario assumes that the areas
closest to the corridor would redevelop
into commercial mixed use facilities with
retail on the ground floor and offices
above.

Carbondale Station Area Photo: CRMC facilities

I The area could also satisfy the
community’s needs, such as lodging,
conference center, health care facilities,
and senior continuum of care facilities,
although some of these uses should ideally
be located in or closer to downtown.
As noted, this scenario represents the high end of
the development range. It is likely that potential
development would fall somewhere in the
midpoint between the low and high ranges.

Station Area Photo: Live/work units in Kay PUD.
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Station Area Design Charrette
Over 15 stakeholders were invited to participate
in a Carbondale BRT station area design charrette
on March 10, 2014. With input from the existing
conditions assessment, SWOC analysis, and the
market findings previously described, charrette
participants developed planning concepts to
inform further planning activities. During the
design charrette, participants were asked to
break out into two design groups. Each group was
given a set of chip pieces that represented
various land uses and sizes. Each group discussed
what principles should govern the placement of
chips or desired improvements, then placed
desired chips pieces on the board to represent
new development, redevelopment and
infrastructure improvements. The two design
groups were asked to assess future station area
development potential with a slightly different
focus:
I Transit Experience Design Group: This
group was asked to develop station area
concept plans that would improve the
transit experience and increase ridership.
As examples, the plans could provide
transit rider amenities at the station, or
within close proximity, such as day care,
coffee shops, drycleaners, etc.
Plans could also consider placing residential,
commercial, or community service development
on, above, or adjacent to the VelociRFTA Park &
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Ride. Figure 5.1 illustrates the outcome of this
group’s work.
I Market Feasibility/Optimization Design
Group: This group was asked to develop
station area concept plans that would

guide TOD within a quarter-mile of the
BRT station. As an example, plans could
phase development over the short and
long-term, responding to immediate
market demands for vacant land and

Figure 5.1: Carbondale Station Area Design Charrette: Transit Experience Design Group Results

transitioning into redevelopment in later
phases. Figure 5.2 illustrates the outcome
of this group’s work.

a Framework that provides the structure for
developing station area concept plans. The
following pages describe this Framework.

Following the design charrette, the project team
further refined the ideas of each focus group into
Figure 5.2: Carbondale Station Area Design Charrette: Market Feasibility/Optimization Design Group Results
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Station Area Framework
The Carbondale BRT Station Area Framework is
based on long-term TOD opportunities and is
informed by the existing conditions analysis as
well as recommendations by the Project
Oversight Committee and design charrette
stakeholders. The Framework is organized into a
series of distinct districts, as depicted in Figure
5.3, that help to organize land use and
transportation patterns as conditions change over
time. The intent of delineating districts is to (1)
understand the unique characteristics and
functions of each area; (2) highlight specific sites
within each district for potential infill and
redevelopment; and (3) identify potential
infrastructure improvements needed to create
convenient access for all modes of transportation
within and between each district.
The project team then used the Framework to
develop a more detailed station area concept
plan (described in pages 74-82). The following
pages describe each district in more detail and
Figure 5.4 -5.7 illustrate potential development
characteristics for each district.
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Figure 5.3: Carbondale BRT Station Area Framework

Transit Core District
The Transit Core District includes the BRT station
and park & ride as well as the immediate vicinity
on either side of Highway 133. Recommendations
for the Transit Core District place a strong

emphasis on connectivity and enhanced public
spaces for BRT transit patrons, visitors, and
residents alike. This would include creating a
more seamless bicycle and pedestrian connection
between the station and the Rio Grande Trail and

surrounding neighborhoods. In addition, signage,
public amenities, and art combine to create a
focal point, or a distinctive and appealing
destination and gateway into Carbondale.

Figure 5.4: Carbondale BRT Station Area Transit Core District
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Highway Corridor District
The Highway Corridor District is focused on
Highway 133 and extends approximately a
quarter-mile in either direction from the Transit
Core. When considering how to integrate an area
that is primarily highway oriented into a larger
TOD area, it will be important to consider two
factors. First, the types of uses permitted along
the highway could be expanded to appeal to both
drivers as well as BRT patrons. Allowing for a mix
of land uses may mean that residential uses could
accompany office/commercial development as
either second or third floor uses and/or behind
office/commercial fronting uses. Second, the
design of new development and redevelopment
should provide safe and convenient auto access
while at the same time facilitating convenient
pedestrian and bicycle access between areas. The
potential realignment of Dolores Way could also
expand development opportunities and improve
access through this District.
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Figure 5.5: Carbondale BRT Station Area Highway Corridor District

Employment/Mixed Use Districts
The Employment/Mixed Use Districts include two
existing industrial/live-work areas on either side
of the Transit Core: the Kay PUD on the west side
of the highway and the Buggy Circle area on the

east side of the highway. New infill and
redevelopment in these areas would build on the
existing live-work model and provide a greater
level of density and transit amenities, as market
conditions allow. Community leaders, charrette
participants and the Town’s Comprehensive Plan

Figure 5.6: Carbondale BRT Station Area Employment/Mixed Use Districts

have stressed the importance of maintaining the
viability of these areas for industrial uses. And,
while some aging uses may lend themsleves to
redevelopment, other areas may be more
important to maintain as industrial uses to
support employment in close proximity to the
BRT station and to retain industrial services
within the Town. Improved pedestrian and bicycle
connections among each of these Districts and
the BRT station, the Rio Grande Trail, and
surrounding neighborhoods will be an important
component to promoting a compact and walkable
area.
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Transition Zone District
The Transition Zone District incorporates the
Mountain Valley workforce housing area, which is
currently located in Garfield County. Its proximity
to the transit station is ideal for residents
commuting up and down the Valley via BRT. The
Town has identified this area as a potential
annexation area, and if and when it is brought
into the Town, the existing housing stock may
transition over time to allow for a greater density
of residential development that incorporates an
affordable housing component. While not part of
the station area planning extent, the Framework
also recognizes that areas further southeast along
the Rio Grande Trail are within convenient
walking or bicycling distance to the station.
Therefore, any potential infill development along
the Trail corridor could provide transit supportive
uses.
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Figure 5.7: Carbondale BRT Station Area Transition Zone District

Station Area Concept Plans
Using the Station Area Framework as a guide, and
incorporating ideas shared by stakeholders in the
design charrette, the project team developed
more detailed concepts to illustrate how the
Carbondale BRT station area could redevelop over
the next few years and beyond. These concepts
are not definitive; however, they are examples of
how TOD could evolve in the station area and will
depend heavily on the local economy and real
estate market, local developer response to those
market conditions, incentives that may be offered
by the Town, RFTA investment and construction,
and investor willingness to facilitate early catalyst
projects in the area. The development concepts
are described in two phases, a short-term (5-10
year) and long-term (10+year) plan.
Short-Term Concept Plan
The short-term (5-10 year) concept plan explores
opportunities to support transit and further
community-wide goals with only minimal impact
to existing development and infrastructure. This

concept leaves all existing buildings and
connections intact and does not require major
infrastructure investments. For instance, the plan
illustrates a few modest bicycle and pedestrian
infrastructure improvements to both formalize
and improve existing connections as well as add
new connections. The short-term concept is also
a fairly conservative approach to introducing new
transit supportive development into the station
area and responds to the near term market
realities as described in the market study results.
Transit Core District
Within the transit district, BRT vehicles and autos
would access the Carbondale station much as
they do today, but urban realm improvements
would create a more well-connected network for
cyclists and pedestrians. Minor improvements,
such as formalizing bicycle and pedestrian links,
enhancing the existing signage/wayfinding, and
the installation of public art would help to create
a well-defined multimodal district. In addition,
the existing trail on the east side of Highway 133

would be slightly realigned to create a better
connection and access to the Rio Grande Trail.
A more significant addition would be the
development of a small gateway park on the east
side of Highway 133. The existing triangular
shaped parcel at the confluence of Highway 133
and the Rio Grande Trail is only partially occupied,
and a portion of the parcel is owned by RFTA. This
creates an opportunity to establish a park along
the Rio Grande Trail that serves as a gateway into
Carbondale, adds a park element along the
highway, and could provide a rest
stop/information area for pedestrians and
cyclists.
Highway Corridor District (North of Rio Grande
Trail)
Along the length of this district, the concept plan
illustrates the existing Highway 133 Trail/Crystal
Valley Trail along the east side of Highway 133 as
well the addition of the pathway on the west side
of the highway as currently planned.
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To the north, the concept plan calls for a mix of
three-story residential buildings and office uses.
Cowen Drive would extend west of Highway 133
to provide access into this newly developed area
as well as the Mountain Valley Workforce
Housing area. Development in this area is
constrained by (1) the electrical substation, which
is perceived as a visual blight, and (2) CDOT
constraints to permitting additional curb cuts
along Highway 133. The concept plan addresses
these limitations by creating a green buffer
between the substation and the new
development and opening up vehicular access
from the back of the property via Cowen Drive
realigned.
On the east side of Highway 133, the concept
plan calls for office/medical uses, which is what
the property is currently slated for, and would fit
well within the parcel, providing a
complementary use to the Heritage Park Assisted
Living facility adjacent to the site.
Employment / Mixed Use District (West of
Highway 133)
The short-term concept plan calls for maintaining
the majority of the Kay PUD as primarily industrial
while allowing for live/work opportunities and
promoting appropriate infill development within
the few remaining vacant parcels. Within the Kay
PUD, the concept plan proposes a three-story
residential product on the vacant property
immediately south of the existing Napa Auto
Parts store. While the Kay PUD currently does not
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permit a single use residential product, this
typology supports the desire for more density and
TOD near the BRT station. Additionally, this
typology is generally easier to develop than
live/work units, with a broader market appeal.
Figure 5.8: Carbondale BRT Station Area Short Term Concept Plan

Farther north, the plan proposes a two-story
residential live-work style that would fit well
within the existing environment of live-work
development.

Employment / Mixed Use District (East of
Highway 133)
Within the Buggy Circle neighborhood on the east
side of Highway 133, the concept plan calls for
maintaining the industrial character of the area.

Town representatives, as well as design charrette
participants, have expressed a need to maintain
areas within town for industrial uses, and this
area currently consists of a number of thriving
industrial businesses. The concept plan calls for
formalizing social trails from this neighborhood to

Figure 5.9: Carbondale BRT Station Area Long Term Concept Plan

the Rio Grande Trail to allow for direct and
convenient pedestrian and bicycle access.
Long-Term Concept Plan
The long-term (10+ years) concept plan explores
opportunities to intensify development around
the BRT station with both major infrastructure
investments and the redevelopment of several
properties. It is a more ambitious development
program and responds to the higher end of the
market demand potential as described in the
market assessment. The concept also expands the
variety of development typologies in the station
area, illustrating that solutions may be multifaceted.
Transit Core District
The long-term concept plan calls for developing a
Rio Grande Trail underpass or overpass across
Highway 133 to create an uninterrupted corridor
for pedestrians and cyclists. Not only would this
infrastructure improvement strengthen the
connection from the center of Carbondale to the
BRT station, but it also would likely create
additional value and development potential for
the station area itself. RFTA and the Town of
Carbondale would need to examine the
underpass/overpass concept in more detail to
understand and address the likely technical
challenges associated with a project of this scope.
While this improvement is shown in the long term
concept plan, steps could be taken as soon as
possible to expedite and secure funding sources.
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Along the Rio Grande Trail itself, a Special Access
Area (extending farther east and west of the
transit district itself) would allow for
development to create active exterior space that
fronts the trail. Examples could include outdoor
restaurant patios, art exhibit space, and bicycle
rental shops. The Special Access Area would help
to create a synergy between the businesses in the
area, residents of Carbondale, and visitors along
the Rio Grande Trail to create an active and lively
environment.
Highway Corridor District (North of Rio Grande
Trail)
Within the northern extent of this district, older
commercial/light industrial uses would redevelop,
transitioning to a mix of retail and residential
uses. The southern portion of this area consists of
an existing vacant parcel with a considerable
grade challenge and access restrictions from
Highway 133. Retail would be located at the
southwest intersection of Cowen Drive and
Highway 133, and additional residential units
could be developed on the back side of the
parcel. Given the good highway visibility and
access, retail uses lend themselves to the
intersection, while buffering the residential uses
from highway noise and traffic.
Highway Corridor District (South of Rio Grande
Trail)
The potential extension of Dolores Way provides
a tremendous opportunity to expand station area
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development potential south of the current Kay
PUD. Redevelopment could build on the existing
base of retail and commercial uses currently
located on the west side of the highway, with
additional retail/office and residential uses to
Figure 5.10: Carbondale BRT Station Area Buildout Densities

serve BRT patrons as well as provide visible and
convenient access to highway traffic. The longterm concept also envisions a daycare facility
located just south of and within convenient
walking distance to the BRT station. The daycare

would be a larger sized facility and would provide
a needed convenience for BRT commuters and
families.
Employment / Mixed Use District (West of
Highway 133)
Another significant transportation infrastructure
component of the long-term concept is the
extension of Village Drive through the Kay PUD
for emergency vehicles to connect with Dolores
Way, in conjunction with the potential re-routing
of Dolores Way. RFTA has recently purchased
land to the south, adjacent to the current BRT
parking. RFTA is planning to provide one-way
access to Dolores through the design of this
additional parking. Ultimately, Dolores Way
would extend farther south to connect to
Highway 133 at a signalized intersection where
the drive access to La Fontana Plaza is currently
located. From a development perspective, the
realignment of Dolores Way creates a much
larger and more easily developed parcel of land
that ties into the Kay PUD and supports TOD.
Within the existing Kay PUD, the long-term
concept calls for phased redevelopment. As real
estate/market conditions mature and structures
age, many of the older buildings may be prime
candidates for redevelopment. Should this be the

case, additional three-story residential units and
two-story live-work units would both
complement the mixed-use character of the area
and bring more residents within close proximity
to the BRT station. Farther north, the concept
plan calls for additional industrial uses and a mix
of live-work, commercial, and single-use
residential units fronting the Community School
and trail.
Employment / Mixed Use District (East of
Highway 133)
As in the short-term concept, the Buggy Circle
area would continue as a robust light industrial
neighborhood. One exception to this would be
the proposed redevelopment of a vehicle
storage/parking area at the south end of the area.
This site would lend itself well to re-use, and the
concept plan proposes a three-story residential
product and additional light industrial use. While
market demands will ultimately dictate the
residential product type, the units could be a loftstyle residential product that appeals to a
younger demographic or those drawn by the
industrial setting. The long-term redevelopment
plan for this site also orients residential uses
toward the trail to create a strong connection
between the pedestrian “street” and residents.

Concept Plan Densities and Buildout
A key goal of the BRT station area concept plan is
to concentrate higher-density and mixed-use
development around the Carbondale BRT station
so that, by its design, people can drive less and
walk, cycle, and take transit more. In practice, this
resulted in proposed densities that respond to
market realities of what is likely to be supportable
in the area over the long term and densities that
are in keeping with the scale of development
appropriate for a small mountain community.
Figure 5.10 illustrates that development densities
could range from 7 dwelling units per acre further
from the station to 19 dwelling units per acre
closer to the BRT station.
The program illustrated above translates into a
long term buildout of approximately 345
residential units, well within the market
projections for the area. The program also calls
for over 225,000 square feet of commercial/
industrial uses, which also responds to long-term
market projections. Table 5.1 details the
development program for both the short and long
term concepts and compares each scenario to
market projections.
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Figure 5.11: Carbondale BRT Station Area Concept Plan Buildout

Short to
Mid
Term

Long Term

Total

Town Homes

16 units

8 units

24 units

Multi-Story Residential

72 units

192 units

264 units

Live Work - Live Units

18 units

29 units

47 units

10 units

10 units

239 units

345 units

18,000 sf

18,000 sf

58,800 sf

102,200 sf

Light Industrial

34,500 sf

34,500 sf

50,000 sf

150,000 sf

Retail

32,000 sf

32,000 sf

20,000 sf

40,000 sf

Day Care

4,200 sf

4,200 sf

25,500 sf

34,500 sf

Low Market
Projection

High Market
Projection

Residential

Mixed Use - Residential
Total Residential Units

106 units

10 units

50 units

450 units

Commercial/Industrial
Mixed Use - ground floor
Office

Live Work - Work Units
Total
Commercial/Industrial
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43,400 sf

9,000 sf

225,400 sf

100,000 sf

290,000 sf

Concept Plan Visualizations
Figures 5.12 through 5.14 illustrate, from a birds
eye perspective, existing conditions of the station
area and surrounding town and what the station
area could look like with buildout of the short
term and long term concept plans.

Figure 5.12: Carbondale BRT Station Area: Existing Conditions Visualization
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Figure 5.13: Carbondale BRT Station Area: Short Term Visualization
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Figure 5.14: Carbondale BRT Station Area: Long Term Visualization
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Next Steps
Specific actions to implement the station area
concept plan developed as part of this
assessment are essential to the full realization of
TOD potential in the Carbondale BRT station area.
In itself, the introduction of a transit facility could
stimulate land development opportunities near
the station, but it is unlikely to do so alone.
Several other factors, such as a strong market
climate combined with flexible public regulations,
incentives, and possibly public infrastructure
improvements and/or investments should be in
place to realize the ideas outlined in the concept
plan.
Recommendations to advance TOD in the
Carbondale BRT station area include the
following:
Policy Planning & Coordination
I Share the results of the Regional TOD
Assessment with Planning and Zoning
Boards and elected officials to help to
inform decision makers and determine if
and how TOD principles can be
incorporated into future planning efforts.
I Continue to coordinate with RFTA to
understand future transit needs and
explore opportunities to pursue joint
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development and/or shared infrastructure
investments in and around BRT stations.
I Consider refinements to the Town’s
Comprehensive Plan to focus transit
supportive uses and densities in the BRT
station area.
I Continue to pursue on-going dialogue with
land owners and developers to ensure
development plans move forward in a
coordinated fashion with the Town’s plans
and policies for the station area.

Zoning & Regulations
I Re-examine approved land uses, design
standards, mixed use incentives, and
parking requirements in each of the
Framework districts. Particular
consideration should be given to the
concept of permitting single use
residential development within the Kay
PUD.
I Consider incorporating TOD principles and
design standards into the Town’s Unified
Development Code update.

Infrastructure & Financing
I Conduct an infrastructure needs
assessment for the station area and
continue to coordinate with landowners,
RFTA, and CDOT to further explore access
and circulation improvements. Relatively
low-cost infrastructure improvements,
such as trail realignments and improved
signage/wayfinding, may be early action
items. Higher-cost investments, such as a
grade separating the Rio Grande Trail from
Highway 133 and realigning roadways, are
likely longer-term considerations requiring
more study.
I Consider partnering to provide financial
tools, such as special districts and urban
renewal, to potentially help offset needed
public investments. The cost of
infrastructure would potentially be a
financial challenge to redevelopment in
the station area. Should future plans
incorporate structured parking in the
station area, higher densities may be
needed to justify the cost of such a facility.
Therefore, understanding the appropriate
financial tools accessible to RFTA and
partnering jurisdictions will be critical.

6

TOD Principles

This section summarizes those guidelines and
principles that address common themes and
could be applied to each of the five BRT station
areas. There are literally hundreds of TOD
guidelines and principles that have been
established by transit agencies and municipalities
around the country. Rather than provide an
exhaustive list, these principles have been
selected to address the most relevant and
common issues or concerns raised by
stakeholders throughout the planning process.

Appropriately Scaled Mixed Use
Development
A common theme expressed by stakeholders at
each station area is the desire to incorporate a
mix of complementary uses and activities such as
housing, local retail, and office within close
proximity to the BRT station. And while there
appears to be a desire to transition from the
highway industrial/service commercial uses
currently found in the BRT station areas to a
broader mix of uses, TOD in the Valley faces
unique challenges. First, it will be important to
ensure TOD complements, rather than competes
with, nearby downtown areas. And second, TOD
should be well integrated into the existing rural
character of the Valley. Relevant design principles
for consideration in the Valley include the
following:
I Prioritize the highest density close to the
BRT station, and design the form, massing

and height of buildings to be compatible
with existing structures and the scale of
mountain communities.
I Encourage active uses such as restaurants
and retail on the ground floor facing the
street to promote a safe and lively
environment for transit users.
I Encourage a diverse mix of land uses that
are active at different times of day to
encourage a vibrant pedestrian
environment and to maintain informal
surveillance and security at all hours.
I Discourage lower-density and/or autooriented uses (including gas stations,
warehouses, storage facilities, auto repair
shops, and drive-through facilities) near
BRT stations.

Managed Parking
Another issue common to each of the station
areas assessed is the need to balance parking
demand with alternative modes of
transportation. The effective management of
parking is one of the best tools available to
encourage a shift away from single-occupant
autos and toward transit, bicycling, and walking.
Relevant parking management options and design
principles for consideration in the Valley include
the following:

73

I Reduce or eliminate minimum parking
requirements for new developments with
good transit access. Alternatively, or in
addition, consider reducing auto parking
ratios in exchange for increases in bicycle
parking in the urban realm.
I Provide shared parking facilities for uses
with different peak demand periods.
I Place off-street parking out of sight from
the street or wrapped in appropriate
active uses. Screen at-grade parking lots
with landscaping or other architectural
elements to reduce their visual impact.
I Break up large areas of surface transit
parking into smaller decentralized ‘pods’
to provide more visual interest and free up
land for development near transit.
I If needed, consider using residential
permit parking programs to discourage
spillover transit parking into adjacent
neighborhoods.
I Consider requiring developers and
property managers to ‘unbundle’ the cost
of parking from residential properties,
rental housing, and commercial leases to
encourage the use of transit or other
modes.
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I Provide incentives to developers including
reduced development fees or an
expedited approval process for proposed
developments that include reduced
parking or that encourage use of
Transportation Demand Management
measures.

Workforce Housing
With a strong demand for workforce housing
throughout the entire BRT corridor, locating
affordable housing within close proximity to
transit stations is desirable. A mix of housing
types near BRT stations that is focused on
providing a variety of affordability levels can help
promote access for the transit-dependent. An
appropriate housing mix also can help provide
residential development to serve people at all
stages of their lives, including students, single
adults, couples with or without children, and
seniors aging in place. Diverse residential
populations support good transit use and provide
activity around transit facilities at all times of day.
I Encourage a mix of affordable housing
close to BRT stations. In addition,
encourage a mix of residential unit sizes
and pricing levels to encourage a diversity
of residents near transit.
I Promote density within station areas that
is focused on family and workforce

housing needs, including larger units in
multi-family housing and mixed-use
development that includes child-care
facilities, parks and open space, and
schools.
I Locate housing and other services for
seniors and persons with disabilities as
close to BRT stations as possible.
I Encourage a mix of for-sale and rental
housing within station areas to promote
diversity.

Regulatory and Policy Changes
Some jurisdictions expressed support for
regulatory and policy changes that could facilitate
TOD. Those could include but are not limited to:
TOD overlay districts, permanent TOD zoning,
development authorities or other alternative
financing mechanisms, land banking and other
strategies. Each jurisdiction should consider these
on a case by case basis, and not all strategies may
be appropriate for all jurisdictions.
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