REGIONAL
TRANSPORTATION
NEEDS
The objective of a regional transportation
plan is to provide a framework for the
development, operation, and management
of the transportation system within the larger
context of the area’s social, economic, mobility,
and environmental goals.

transportation needs

CHAPTER SIX
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PACG’s goal is to involve the public in how the funds
they pay in taxes are invested in the transportation system. With this in mind, PPACG undertook the outreach
detailed in Chapter 3. Thirteen goals were identified
for the regional transportation system during this process, as
detailed in Chapter 4: Planning Framework. Also, MAP-21 lists
seven national performance goals for Federal highway programs.
There are six relevant national performance goals that also have
a corresponding goal in this RTP, they are: Safety, Maintenance,
Congestion, Reliability, Freight and Economics, and Environmental
Sustainability. The USDOT also has Department of Transportation
Order 5610.2(a) addressing distribution of positive and negative
impacts upon low income and minority populations in comparison with the population in general.
In order to maximize the life and effectiveness of transportation
systems, careful management is required. Pavement and bridge
management extends the life of roads and bridges. System management preserves the capacity of roadways. Demand management improves the effectiveness of the transportation system by
reducing the number of vehicle miles traveled (VMT). These three
management strategies are discussed in this below.
The funding needed to meet all of the goals for the regional
transportation system is approximately $12 Billion. This is approximately four times (400%) the forecasted revenue available during
this time frame. With insufficient funding available to meet all
of the needs, it is important that information regarding tradeoffs
among which investments best meet the regional needs is used to
inform decision-making.

IMPROVE SAFETY FOR ALL TRAVELERS
PPACG undertook a detailed study of crash locations during the
2035 RTP and updated the data for this 2040 RTP. While overall
regional crashes continue to decline in parallel to national and
state crash rates, crashes on the National Highway System (Figure
6-3) in the Pikes Peak region are stable or rising. Another area of
concern, given the state leading 19 fatal pedestrian crashes, is
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nonmotorized safety. Many of these bicycle crashes occur in areas that lack
nonmotorized facilities. Crashes that occur on bicycle lanes and trails typically result from poor street crossings. High pedestrian crash locations usually
occur in areas with high pedestrian utilization, such as the Colorado Springs
downtown area or Manitou Springs. Additional safety needs are detailed in
Chapter 10.

MAINTAIN OR IMPROVE INFRASTRUCTURE CONDITION
Proper maintenance of existing transportation infrastructure is rapidly growing in importance. System preservation was repeatedly identified as a priority
investment area throughout public and stakeholder outreach efforts and MAP21 places clear emphasis on the need to first maintain and preserve existing
assets before adding new capacity. Road and bridge infrastructure deteriorate
at known predictable rates, taking into account materials, craftsmanship,
weather conditions, traffic type and volume, along with several other factors.
As part of 2040 RTP needs identification, PPACG defined existing conditions for
both road and bridge assets in the region. Using this base-case condition information, a technical analysis was conducted to define funding levels needed to
maintain existing conditions in the next 25 years. Adequately maintaining the
transportation system is a major challenge for the Pikes Peak region, the state
of Colorado, and the entire country.
The cost of neglecting maintenance is not limited to simply repairing roads
and vehicles. Poorly maintained transportation systems cost the local economy by deterring private investment, creating unsafe conditions for travelers,
adding unnecessary delays due to mechanical failure, and causing potential
limitations for emergency vehicle services. The condition and aesthetic quality
of the region’s infrastructure is a reflection of regional values and community
pride. Continuing to keep preservation of the transportation system as the top
priority can mitigate these undesirable consequences of poor maintenance.
Preventive maintenance, if institutionalized, can extend the life of the infrastructure, pushing off major rehabilitation / reconstruction for a decade or
more. Just as private cars deteriorate under heavy wear and tear and many
miles of service, so do transit vehicles and assets. However, the condition of
transit assets has a much greater influence over the success of the transit
system than the condition of the roads do on vehicular traffic. Compounding
the issue is that vehicular deterioration, both public and private, is increased
when the roads themselves are in poor condition.
In the 2013–2018 TIP, PPACG programmed 42% of the total program, or $402

million in federal, state, and local funds for road, bridge, and transit preservation needs. Nearly 51% or $3.3 billion of the investments identified in the
2040 Regional Transportation Plan are dedicated to maintenance, rehabilitation, and reconstruction of existing highways, bridges, and transit assets.
Additional maintenance funding is needed to maintain a progressive approach
to management of the region’s transportation system and to continue improving its condition. Deferring this responsibility due to the increasingly tight
fiscal environment is not a feasible option. Preservation of the existing system
is fiscally responsible and will remain the basic tenet of the transportation
planning and programming process.
The current condition of the transportation system provided a basis for developing investment targets. The condition of these assets is summarized below.
The costs needed for periodic resurfacing and reconstruction of roads is estimated to be between $1.85 and $2 Billion. The backlog of bridge maintenance
is estimated to be $300 million. Overall the estimated costs to maintain the
regional transportation system infrastructure exceed available funding by $4
Billion.

Pavement Maintenance
Pavements represent the largest capital investment in any modern roadway
system. Maintaining and operating pavements typically involves complex decisions about how and when to resurface or apply other treatments to keep the
highway performing and operating costs at a reasonable level. Neglecting the
pavement preservation needs of the Pikes Peak region is not a rational policy
choice; deferring maintenance due to fiscal pressure would necessitate spending substantially more on transportation investments in the future. As shown
in Figure 6-1, the worse the condition of a roadway surface, the exponentially
greater the cost to repair it. The existing backlog of needed pavement maintenance exceeds $1.35 Billion region-wide. Needed routine maintenance costs
for the region are estimated at $300 million/year.
Pavement management uses a scientific approach to investment. It consists of
three major components as shown below.
• A procedure to regularly collect highway condition data
• A computer database to sort and store the collected data
• An analysis program to evaluate repair or preservation strategies and suggest cost effective projects to maintain optimal highway conditions
To translate current pavement condition data into pavement preservation
funding needs – both current and projected – FHWA’s state version of the
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Highway Economic Requirements System (HERS-ST) was applied. HERS-ST is
a computer model used to estimate investment requirements for pavement
preservation and system expansion, and to evaluate alternative highway
investment levels based on performance objectives. HERS-ST generates an optimal pavement preservation work program based on engineering standards
and economic analysis to minimize pavement preservation deficiencies over
the years of the transportation plan.
International Roughness Index (IRI) data for all roadway segments (collector and above) within the PPACG planning area incorporated into a single
geo-database for analysis of existing and future system conditions, preservation needs, and improvement costs. This inventory, along with other data
gathering, makes it possible for PPACG to forecast both the amount and cost
of future preservation needs. It also makes it possible to forecast resulting
conditions with different investment levels.
Pavement conditions data was gathered in 2014. Pavement condition was
rated relative to IRI for all facilities. IRI ratings are: very good (IRI <= 60), good
(IRI = 61 – 95, no visible signs of deterioration), fair (IRI = 96 – 120, moderate
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Delayed Repair: Current Practice in Many Places
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Bridges are another critical element of the transportation system that requires
constant upkeep and maintenance. Current bridge conditions in the Pikes Peak
region were determined from the National Bridge Inventory (NBI) data. The
NBI database is a collection of information covering all the nation’s bridges
over 20 feet in length, located on public roads, including Interstate Highways,
U.S. highways, State and county roads, as well as publicly accessible bridges
on Federal lands. States are required to annually submit a summary analysis of
the number, location, and general condition of the bridges in their states. The
Pikes Peak region currently has 457 bridges (major structures) to maintain.
The state maintains 209 or 46% of those bridges; the rest are the responsibility of local governments. The backlog of bridge maintenance is estimated to be
$300 million. Over the next 25 years needed bridge maintenance is estimated
to cost $690 million.
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Table 6-1, Figure 6-2, and Figure 6-4 show the pavement condition of all regional roads relative to the IRI metric.
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highways focus on improving the condition of interstates first. Because that
portion of the system supports a majority of regional travel (VMT), it provides
the most traveler benefit per dollar invested.

Asset Management: Cost-Eﬀective Repair Policy
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deterioration), poor (IRI = 121 – 170, severe deterioration), and very poor
(IRI > 170). State facilities were also rated relative to Drivability Life which is
categorized as high, moderate and low. Pavement with High Drivability Life
is expected to have acceptable driving conditions for more than 10 years.
Pavement with Moderate Drivability Life is expected to have four to 10 years
of acceptable driving conditions. Pavement with Low Drivability Life is expected to have fewer than four years of acceptable driving conditions. Having
“unacceptable” driving conditions doesn’t mean that a highway is impassable.
However, drivers may need to endure rough rides, reduce speeds to navigate
around potholes and other types of pavement damage, or otherwise compensate for deteriorating conditions.

Figure 6-1. Preferred vs. Deferred Pavement Maintenance Life-Cycle
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Table 6-1. 2014 Roadway Pavement Conditions (Lane Miles)
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Regionally, 41% of vehicle miles of travel (VMT) is carried by roadways with
pavement condition of very good/good. Another 20% of regional VMT is carried by roadways with a pavement condition of fair, and 39% of regional VMT
is carried on roadways with poor or very poor pavement condition. This distribution results from the prioritization of high-level facilities within the region
to receive maintenance funding resources.
It follows that regional pavement condition varies by roadway classification,
with 71% of high-level functional classification roadways (interstate/freeway)
in good/very good condition and only 17% of the region’s minor arterial roadways in good/very good condition. Pavement condition policies for the state

Because of past investment practices, pavements on the state-maintained highways in the region are in reasonably sound condition, with approximately 64%
of the pavement rated as good/very good, 18% fair, and 18% in poor/very poor
condition. In 2014, only 35% of the City of Colorado Springs’ roads are in good or
fair condition, and 65% are in poor or very poor condition. This can be attributed
to a combination of deferred maintenance and severe weather conditions.

Bridge Maintenance
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Figure 6-3. National Highway System
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Figure 6-2. Pavement Condition (Lane Miles)
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To be categorized as poor, a bridge must have a sufficiency rating of less than
50 and be either structurally deficient or functionally obsolete. The sufficiency rating is a numerical rating for bridges that takes into account structural
adequacy and functionality and is based on a 100-point scale where 100 is a
perfect rating. A sufficiency rating from 50 to 80 with a structurally deficient
or functionally obsolete status is categorized as fair condition. The criteria for
determining the sufficiency rating, structural deficiency, and functional obsolescence is established by the Federal Highway Administration and used by all
state Departments of Transportation.
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• A bridge is structurally deficient when the structural condition or
weight-bearing capacity of the bridge is less than fully adequate. Elements
of the bridge need to be monitored and may also need maintenance, rehabilitation, or replacement. Monitoring of the bridge’s condition is accomplished by maintenance patrols. Structurally deficient bridges may have
load restrictions to ensure their safe use.
• A bridge is functionally obsolete when its size or geometric clearances are
less than fully adequate. Bridges that do not have adequate lane widths,
shoulder widths, or vertical clearances to serve current traffic demands are
categorized as functionally obsolete. Bridges used for water crossings that
have inadequate openings for floodwaters are also categorized as functionally obsolete.
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Bridges in poor condition (Figure 6-5) do not meet all safety and geometry
standards and require reactive maintenance to ensure their safe service. Thirty (7%) of the bridges in the region are in poor condition. For the purpose of
determining bridge-funding needs, it is assumed that bridges in poor condition have exceeded their economically viable service life and require replacement.
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Overall, approximately 11% (49 of 457) of the bridges, carrying 92,000 vehicles
per day, are deficient (either structurally deficient or functionally obsolete).
Structural deficiencies are characterized by deterioration of significant bridge
elements and reduced load-carrying capacity. Functional obsolescence refers
to the geometrics of the bridge not meeting current design standards. Neither
deficiency necessarily indicates that a bridge is unsafe; it refers to bridges that
require significant maintenance and repairs to remain in service as designed.
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Bridges in fair condition marginally satisfy safety and geometry standards
and require preventative maintenance or rehabilitation. Eighteen (4%) of the
bridges in the Pikes Peak region are in fair condition.
Bridges in good condition typically adequately meet all safety and geometry
standards and typically only require preventative maintenance. Four-hundred
and nine of the bridges in the Pikes Peak region are classified in good condition.
Similar to pavement conditions, data shows the region’s dedication to preservation has begun to improve the condition of both state and locally maintained bridges. Nineteen percent of locally maintained bridges are deficient

compared with 0% of state-maintained bridges. Preservation of the local
system is a particular challenge in today’s fiscal environment, in which all local
governments in the Pikes Peak region are faced with extremely tight budgets,
an aging system, and growing investment needs. A compounding factor is that
older areas are experiencing a loss in tax base as development moves further
away from the central core of the region. A limited amount of federal funds
are made available through the Transportation Improvement Program. Local
governments must compete against one another on a statewide basis for the
relatively small amount of funds. Given the great level of investment needs
throughout local communities in the region, competition for the funding is
intense.

IMPROVE THE OPERATION OF TRANSPORTATION SYSTEMS
During outreach efforts for the 2040 RTP, the need to apply system operations
strategies as cost-effective solutions to address congestion and mobility needs
was emphasized by technical experts and the general public. Reducing congestion and improving regional mobility have consistently been identified as two
of the highest priorities in the PPACG regional planning initiatives. Because
the regional roadway system carries the largest share of trips made within the
Pikes Peak region, addressing congestion of the roadway system figures prominently in the identification and prioritization of transportation system needs.
Both the regional roadway system and the National Highway System can be
considered by jurisdiction or by functional classification with respect to needs
assessment. By jurisdiction, we mean who “owns the road”—that is, who is
responsible for maintaining the road, including securing funding for the construction and maintenance of the facility. Consideration of functional classification irrespective of jurisdiction provides a different perspective, grouping
roadways into classes based on their roles and functions in serving traffic
mobility and land access in the overall roadway system. The distinct and occasionally conflicting services that roadways perform are accommodating the
movement of people and goods versus providing access to property. Typically,
the better roadways perform one function, the worse they perform the other.
The relationship between mobility and property access is shown in Figure 6-6.
The functional classes are shown and described in Figure 6-7 and Figure 6-8.

Roadway Congestion
Roadway improvements account for approximately 65% of the fiscally-constrained projects.
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Figure 6-4. Pavement Conditions Map
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Figure 6-5. Bridge Conditions Map
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Figure 6-6. Relationship between Mobility and Property Access
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Chapter 9: Transportation System Management and Operations (TSMO),
contains detailed information regarding the federally mandated Congestion
Management Procedures (CMP) and regional approaches and definitions of
congestion. Figure 6-9 and Figure 6-10 provide mapping of existing roadway
and intersection congestion and 2040 roadway and intersection congestion
with no additional improvements beyond those already included in the current adopted Transportation Improvement Program. This “no-build” roadway
network would include 587 lane-miles of “congested” links (volume/capacity
ratio > 1.0) and 516 lane-miles of “congesting” (volume/capacity ratio 0.85 ≥
1.0) links in 2040. Similarly, there would be 383 “congested” (volume/capacity
ratio > 1.0) intersections and 238 additional “congesting” (volume/capacity
ratio 0.8 ≥ 1.0) intersections.

Public Transportation System
Public transportation is a key ingredient of desirable, livable cities with vibrant
economies. Transit provides mobility and economic opportunity particularly
to the young, the elderly and the poor, and has environmental benefits that
include reduced emissions and reduced dependence on imported oil. For all
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the focus on new major transit investments, the vast majority of transit use
in the region takes place, and will continue to take place, on existing routes.
Preserving these existing services is essential to the success of transit in the
region. Preservation for transit includes maintenance of capital facilities and
continuation of existing transit operations. All of MMT’s bus service is impacted by highway congestion. In order to keep its current service schedule in the
face of increasing vehicle delays, several improvements will need to be made
to the highway system in order to preserve existing bus system operations.
The techniques used for this preservation effort will likely require a combination of signal priority and queue jumper equipment and policies at select
traffic signals.
In addition to typical bus service that uses the same route every day, the
region has a number of specialized transit services that target specific populations. These services receive funding from sources such as the Area Agency on
Aging and the Pikes Peak Rural Transportation Authority. They provide more
taxi-like service for trips that meet basic quality-of-life needs, usually starting
at the houses of riders. Often these services start or end beyond the boundaries of the MPO, in rural areas of El Paso, Park and Teller counties. More detail
on these specialized transit trips is provided in Tables 6-6, 6-7 and 6-8.

Existing Public Transportation Services and Providers
Mountain Metropolitan Transit, the transit services division of the City of Colorado Springs, operates fixed-route services referred to as Mountain Metro,
complementary ADA paratransit service (referred to as Metro Mobility) and
travel demand management programs (referred to as Metro Rides). In addition, there are a number of human service transportation providers in the
region that work to augment Metro Mobility’s ADA paratransit services with
systems that complement rather than overlap each other. The 2040 Regional
Transit Plan is included in Appendix E. The 2040 Specialized Transportation
Plan is included in Appendix C.
Mountain Metropolitan Transit is primarily funded by PPRTA, the City of Colorado Springs, and the Federal Transit Administration. In 2013, MMT operated
with a budget of approximately $15.7 million and ran approximately 238,519
service hours. In previous years the system has operated over 275,000 annual
service hours. In 2010, the City of Colorado Springs’ budget cuts reduced the
transit agency’s budget substantially and required numerous cuts in fixedroute transit. Table 6-2 summarizes actual revenues for Mountain Metropolitan Transit in 2013. Table 6-3 summarizes actual expenditures for Mountain
Metropolitan Transit in 2013.

Table 6-2. Mountain Metropolitan Transit Revenues (2013)
Source
Fare Revenues
Local and PPRTA Funds
State Funds
Federal Assistance
Other Funds

2013 Dollars
$3,193,161
$8,299,602
$16,932
$3,759,215
$475,116

Table 6-3. Mountain Metropolitan Transit Expenditures (2013)
Source

2013 Dollars

Salary, Wages, and Benefits
Materials and Supplies
Purchased Transportation
Operating Expenses

$2,018,350
$2,848,677
$10,165,920
$711,078

In 2015, Mountain Metropolitan Transit’s budget was set at approximately
$27.9 million. Just over 1/3 (35%) of the funding is from federal sources, and
just over 1/3 is from the state (Faster) and region (PPRTA), with the remaining
15% ($4.3 million) from the Colorado Springs General fund.

Regional Transit Services
The City of Colorado Springs bus system was established in 1976 and funded
by the City of Colorado Springs and contracts with other jurisdictions. In 2005,
with the establishment of the Pikes Peak Rural Transportation Authority, the
new Mountain Metropolitan Transit system was inaugurated. The dedicated
sales tax revenues allowed the system to expand services. The City of Colorado Springs remains the operator and lead planning entity for the contracted
transit services.
Mountain Metropolitan Transit includes both local and express fixed-routes
throughout the urbanized area, serving the City of Colorado Springs, Manitou
Springs, Widefield, and Security. Additionally, Mountain Metropolitan Transit operates Metro Mobility, and Metro Rides services. Most routes operate
approximately 12 hours per day between 6 AM and 6 PM.
Fountain Municipal Transit began operating in 2012, and operates one deviated fixed route, shown in Figure 6-11.
The City of Manitou Springs operates a summer shuttle service.
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Figure 6-7. Roadway Functional Classifications

Figure 6-8. Roadway Functional Classification Descriptions
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Freeways are designed to facilitate fast travel between regions or across the region. They are designed to handle high
volumes of traffic at a high rate of speed. To maintain safety
at these higher volumes and speeds, access is limited.

Arterials are designed for travel within a region or city and
link business districts, major activity centers, and outlying
suburban residential areas. Arterials serve trips of moderate
length at lower speeds than interstates or freeways. Like interstates and freeways, arterials trade-off property accessibility
for increased mobility and safety.

Collectors are designed to connect neighborhoods to one
another or connect local roads to arterials by collecting traffic
from local subdivision areas and channeling it into the arterial
system. These streets provide both property access and traffic
circulations within residential neighborhoods.

Local roads are the streets most people live on. They are typified by many residential driveways, on-street parking is generally permitted, and posted speed limits rarely exceed 25 MPH.
These streets provide a very high level of property access, but
are poor routes for fast, long-distance travel. Through traffic is
deliberately discouraged on local roads.
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Figure 6-9. 2015 Congested Roadways and Intersections
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Figure 6-10. 2040 No-build Congested Roadways and Intersections
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Figure 6-11. Regional Transit and Specialized Transportation Providers (Open Door)

Mountain Metropolitan Transit
Mountain Metro/
Fixed Route

Metro Mobility/
ADA Paratransit*

Metro Rides/ Vanpool/
TDM Program

*in addition to the complementary ADA Paratransit services provided by MMT,
MMT also provides funding to a number of human service providers in the region

In 2015, CDOT began to operate a regional service, Bustang, an interregional express bus service which connects residents along the Front Range. The
types of services and routes provided by Mountain Metropolitan Transit and
other regional transit and open-door specialized transportation agencies are
outlined in Figure 6-11 and described in more detail below.
Approximately 56% of the population in the Colorado Springs Census Urban
Area is outside of the transit service area, which is shown in Figure 6-12.

Mountain Metro Services (Local, Express, Downtown Shuttle)
In 2015, MMT operated fixed-route service on 22 routes, with service primarily focused around downtown Colorado Springs and the main transfer facility
at the Citadel Mall. Table 6-4 lists the existing route numbers, names, and key
activity centers.
Mountain Metropolitan Transit’s current fixed-route fleet consists of 42 buses,
including a 20% spare ratio and 17 service vehicles. Table 6-5 summarizes the
current fixed-route fleet. Mountain Metropolitan Transit follows FTA’s guidance for replacing vehicles when they reach 12 years or 500,000 miles.
Some critical gaps in service exist. One is that, except for Bustang, there are
no public transportation services in some growing parts of the urbanized area
(including Monument). Another is that no public transportation services exist
in much of the northern portion of the City.
The basic one-way fare on all local fixed-route services is $1.75. An economy
fare of $0.85 is available to children, qualified Medicare/disabled passengers,
students, and seniors. Transfers between fixed-routes are free of charge. MMT
also offers 20-ride and 31-day commuter passes.
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Specialized Transportation Providers
Amblicab

El Paso
Fountain Valley
Senior Services

Park County
Silver Key
Mountain
Senior Coalition Senior Services
Community
Senior Services

Fountain Municipal Transit

Teller Senior
Coalition

Table 6-4. Mountain Metropolitan Transit Existing Routes (2015)
Route
#

Route Name

Key Activity Centers Served

1
2
3
4
5
6
7
8
9A
9B
10
11
12
14
15
16
22
23
25
27
32
34

Hillside–Hancock Plaza
Centennial Blvd.–Garden of the Gods Road
Colorado Avenue–Manitou Springs
8th St.–Broadmoor
Boulder St.–Citadel
N. Wahsatch Ave.–Citadel
Pikes Peak Ave.–Citadel
Cache la Poudre St.–Citadel
Cascade Ave.–Voyager Pkwy.
Cascade Ave.–UCCS
Highway 115–PPCC
World Arena–PPCC
Palmer Park Blvd.
Chestnut St–Garden of the Gods Rd.
E. Las Vegas St./CJC–PPCC
Brookside St.–Uintah Gardens
Southborough via Murray Blvd.
Galley Rd.–Tutt Blvd.
N. Academy Blvd.–Voyager Pkwy.
S. Academy Blvd.–PPCC
Security-Widefield
Garden of the Gods Rd.–Austin Bulffs Pkwy.

Downtown Terminal, Hillside Neighborhood, Hancock Plaza
El Paso County Citizens Service Center, VA Clinic, Colorado College, Downtown Terminal
Downtown Terminal, Old Colorado City, Manitou Springs
Downtown Terminal, 8th Street, Broadmoor
Downtown Terminal, Memorial Hospital, Citadel Mall
Downtown Terminal, Bon Shopping Center, Citadel Mall
Downtown Terminal, Citadel Mall
Downtown Terminal, Citadel Mall
Downtown Terminal, Woodmen Park and Ride, Voyager Parkway Transfer Center
Downtown Terminal, UCCS
Downtown Terminal, Myron Stratton Home, Southgate, PPCC
Downtown Terminal, World Arena, PPCC
Downtown Terminal, Space Center Drive
Downtown Terminal, Garden of the Gods Corridor, El Paso County Citizens Service Center
Downtown Terminal, Pikes Peak Community College, Criminal Justice Center
Downtown Terminal, Uintah Gardens
Citadel Mall, Hancock Plaza
Citadel Mall, First and Main Town Center
Citadel Mall, Chapel Hills Mall
PPCC, Citadel Mall
Hancock Plaza
El Paso County Citizens Service Center, UCCS, Marketplace at Austin Bluffs
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Figure 6-12. Regional Transit Coverage
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Figure 6-13. Bustang Service Map
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Table 6-5. Fixed Route Fleet Summary (2015)
Year

Number

Make

Fuel

2002
2005
2006
2007

2
7
12
7
6
5
2

Gillig Phantom
Gillig Low Floor BRT
Gillig Low Floor BRT
Gillig Low Floor BRT
Gillig Low Floor BRT
Chevy CC5VO45
E-450

Diesel
Diesel
Diesel
Diesel
Diesel
Diesel
Unleaded

2008

Bustang
The Colorado Department of Transportation began an interregional express
bus service in 2015. Bustang, the statewide service, connects Colorado Springs
and Monument along the I-25 corridor to Denver with connections available
from there. The Bustang route map is shown in Figure 6-13.
Between Colorado Springs and Denver, the Bustang route costs riders $12.00
one way. Ten-, twenty- and forty-ride passes are also available.

Metro Mobility
Metro Mobility ADA Paratransit service began in 1993 as Springs Mobility and
is currently operated by Veolia Transportation, Inc. under a service contract
with the City of Colorado Springs Transit Services Division. It operates as a
demand-response service for those individuals with special needs that prevent them from using the fixed-route system, meeting all requirements of the
Americans with Disabilities Act.
Paratransit services are provided during the same days and hours as Mountain
Metro’s fixed-route service, seven days a week with various hours. The service
is provided along a 1.5 mile corridor (3/4 mile on each side) around all routes
on which the fixed-route service operates. Customers of Metro Mobility are
required to be certified as ADA paratransit eligible in order to receive this
curb-to-curb service. Metro Mobility has an ADA policy of meeting 100% of
demand, with over-flow passengers carried by Yellow Cab.
There has been a steady increase in Metro Mobility ridership over the years.
In 2004, ridership totaled 104,430; in 2010, that number increased to over
140,000, an increase of over 35%. The cost to operate the service is about
$3.1 million annually. In past years, the average fare per passenger has been
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about $2.00, resulting in a subsidy of approximately $20 per passenger. Table
6-6 illustrates some key characteristics of the paratransit service. Additional
information is available in Appendix C: Specialized Transportation Plan.

Metro Rides
Since 1979, Metro Rides (formerly Ridefinders) has been helping residents and
businesses in the Colorado Springs area try to save time and money through
the following services:
• Carpool matching
• Commuter vanpools
• School Pool for families
• Telecommuting
• Bicycle and pedestrian commuting resources
• Outreach to employers
The goal of the program is to reduce congestion and pollution in the Colorado
Springs region by encouraging more people to use alternate forms of transportation instead of driving a single-occupancy vehicle. The service is available
to residents and employers in the Colorado Springs area, and the program receives approximately 5,000 calls annually. A database of approximately 1,500
clients is continually maintained.
Metro Rides is funded by the Congestion Mitigation Air Quality Improvement
(CMAQ) program, which is administered by PPACG and the State of Colorado
Department of Transportation (CDOT). The CMAQ funds cover capital, operating, and promotional costs; these funds will be unavailable after 2019.
In 2010, the program operated 25 vanpools with 156 riders. Riders and destinations are shown in Table 6-7. The program possessed 35 vans in 2010 but
anticipated retiring several vehicles.
Table 6-8 summarizes the estimated performance measures for Metro Rides
vanpool program. As shown, the subsidy per rider is nearly $12.

Specialized Transportation Providers
A strength of the Pikes Peak Region is the unique services that additional specialized transportation service agencies provide to riders with special needs
in the area. There are four primary providers of specialized transportation
services in the region in addition to Metro Mobility. These include Silver Key
Senior Services, Pikes Peak Partnership (Amblicab), The Resource Exchange,
and Fountain Valley Senior Services. Each of these agencies serves a particular
niche important to the overall transportation network.

Table 6-6. Metro Mobility Characteristics (2015)
Passengers
Cost
Cost per Passenger

2010

2040

141,281
$3,143,113
$22.25

161,864
$4,746,184
$29.00

Table 6-7. Metro Rides Vanpool Route and Rider Summary
From
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Colorado Springs
Total

To
To Denver Metro Area
Greenwood Village
Downtown Denver
DIA/FAA
VA/Anschultz
VA/Cherry Creek
Broomfield
Federal Center
Denver Corrections
Buckley AFB
Raytheon
To Pueblo Area
Chemical Depot
To Colorado Springs Area
Schriever AFB

Riders
12
28
13
6
23
8
19
27
12
5
39
13
205

Table 6-8. Metro Rides Characteristics
Vanpool Boardings (est)
Annual Budget
Fare Recovery
Subsidy per Ride

2013 Estimate

2014 Estimate

80,000
$974,640
$250,000
$11.80

66,204
$696,639
48%
$5.49
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Additional details on these providers, is found in Appendix C: Specialized
Transportation Plan, adopted by PPACG in 2015 for the region.

Nonmotorized Transportation
The Pikes Peak region needs a connected multimodal transportation system
that improves accessibility to jobs, goods and services by modes other than
private automobile. Over the last several decades, development of transportation infrastructure has been focused around vehicular trips, which has led
to a decline in the number of walking and biking trips. Research has shown
that communities that provide safe, comfortable, bicycle and pedestrian accommodations improve the quality of life for their citizens. When people are
seen walking within the community for utilitarian or recreation purposes, it
portrays the community as safe, vibrant, and inviting. It is generally accepted
that walking and bicycling, as opposed to driving a personal vehicle, promote
physical health and lower stress, improve health, reduce harmful emissions,
and save money and energy.
Nonmotorized facilities that are part of a well-connected and accessible
system can increase the mobility of people who want travel using an active
mode, those with disabilities, young people not yet old enough to drive, and
senior citizens who no longer drive. Safe, convenient bicycle and pedestrian
facilities also foster vibrant communities and attractive neighborhoods. In the
Pikes Peak region, approximately 4.5% walk to work and 0.5% of commuters
ride their bikes. There are 5.1% of households in the Pikes Peak region do
not have a car, and one out of every three households has either one or no
vehicles available. This makes nonmotorized transportation modes a priority
for these households.

Nonmotorized Transportation Programs
Federal transportation programs increasingly stress the importance of nonmotorized transportation for all of the above reasons. A more thorough, detailed
discussion of transportation funding programs is included in Chapter 7: Financial Plan. Roadways are often designed using a preset list of cross-sections
for each functional classification. These cross sections focus primarily on the
mobility of motorized vehicles instead of the mobility of people, regardless of
their mode choice. As regions grow and existing rights-of-way become more
constrained, creating multimodal, user-based designs that accommodate a
broader set of transportation system users is a priority of PPACG. Design guidance has been issued within the last two years to help engineers and planners
build or retrofit streets that are more accommodating of a variety of modes.
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State (Colorado Department of Transportation – CDOT)
Through its Bicycle and Pedestrian Program, CDOT and the State of Colorado
recognize the benefits of walking and bicycling and highly recommend their
use for commuting to work, to run errands, and for recreation. Many shorter
trips taken by car can be accomplished by walking or bicycling, while longer
trips can be combined with other nonmotorized modes such as bus or light
rail. Through this program, CDOT administers the Safe Routes to School program for the entire state, promotes and sponsors Colorado Bike Month, and
works with municipalities on Share the Road activities. The “Don’t be a Road
Hog” campaign was created to increase awareness of the shared responsibility
for road safety among all users of roadways—specifically motorists, bicyclists
and pedestrians—in the community. More on this activity and its implementation in the Colorado Springs area can be found in Appendix F: Regional Nonmotorized Transportation System Plan.
It is also the policy of the Colorado Transportation Commission to provide transportation infrastructure that accommodates bicycle and pedestrian use of state
roads in a manner that is safe and reliable for all users. The Commission requires
the needs of bicyclists and pedestrians to be included in the planning, design,
and operation of transportation facilities as a matter of routine.
Effective October 22, 2009, a new bike and pedestrian policy and directive was
approved and implemented throughout the Colorado Department of Transportation. The purpose is to promote transportation mode choice by enhancing safety and mobility for bicyclists and pedestrians on or along the state
highway system.
More recently, in September 2014, CDOT’s Chief Engineer issued Bicycle and
Pedestrian Facility Design Guidance. In the guidance, CDOT encourages the
use of specific resources when planning or designing improvements to Colorado’s nonmotorized transportation network, including, but not limited to,
NACTO Urban Street Design Guide (2013, 1st Edition).

Other Local
At the local level, the City of Colorado Springs celebrates and promotes bicycle
use as a realistic, reliable form of transportation, as well as a fun and healthy
way to recreate. The City has adopted a policy (City Ordinance 05-196) for
Complete Streets that calls for routinely providing for travel by all users when
building and reconstructing streets and roads. El Paso County has begun an
informal policy of creating wider shoulders on selected roadways in order to
accommodate bicyclists.

Bike to Work activities were originally planned for one week only; but increased interest has resulted in events being offered for an entire month. Bike
Month is a collaborative effort on the part of area employers, individuals, notfor-profits, and bicycle shops to encourage bicycling and bicycle commuting
and to recognize the open spaces and trails that make bicycling in the Colorado Springs region so enjoyable and convenient.
Bike Month activities include bicycle clinics held by experts at area bicycle
shops, a Bike-to-Work Day Breakfast and a Bike-to-Work Day Mayor’s Ride, a
children’s bicycle safety rodeo, and the Starlight Spectacular, a benefit ride for
the Trails and Open Space Coalition, a local advocacy organization.

PPACG
Since the adoption of the 2008 regional nonmotorized transportation plan,
PPACG has been involved in several efforts to understand and ultimately improve the region’s nonmotorized transportation system.
As part of the 2040 Moving Forward Plan, PPACG has performed a nonmotorized competency-level analysis that studied and measured ease-of-use of
the region’s on- and off-street nonmotorized transportation system. During
the development of the Regional Nonmotorized Transportation System Plan,
PPACG worked with regional stakeholders and members of the public
over a two-year period to identify
priority corridors for improvement.
Details are discussed in more detail
in Appendix F: Regional Nonmotorized Transportation System Plan.

Existing Conditions
During 2013 and 2014, an extensive public involvement process
was conducted during the development of the Regional Nonmotorized Transportation System Plan
(RNTSP). Over 400 comments were
received during the NMTP public
input process. The outreach efforts
included a series of public meetings, an interactive project website

PPACG-SPECIFIC INFORMATION
FROM THE 2011 FRONT RANGE
TRAVEL SURVEY
 Average walk trip distance = 0.4
miles
 Average bike trip distance = 1.7
miles
 Number of (daily) drive to work
trips that are less than one mile =
24,241
 Number of (daily) drive to nonwork trips less than one mile =
411,630
 Number of daily drive trips less
than one mile = 435, 871
 Percent of trips less than one mile
made by driving = 85 %
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to collect location-based comments, the development of a stakeholder and
technical task force, and clearly showed that residents are looking for nonmotorized transportation alternatives to driving. Results also show that the most
desired nonmotorized transportation improvements in the region are more
direct off-road facilities, better connections, more paved shoulders and striped
on-street lanes, and safer trail/roadway crossings.
Regionally, and compared to other metropolitan regions, the Colorado Springs
area has a very respectable nonmotorized transportation system. In May 2012,
the City of Colorado Springs was awarded their second silver-level designation
from the League of American Bicyclists (LAB) for bike-friendly communities. The
LAB’s Bicycle Friendly Community program looks for those cities or towns that
are inviting to cyclists because they provide safe accommodations for cycling
and encourage people to ride bicycles for transportation and recreation.
While this is a credible award, improvements can still be made. The low percentages of work and non-work trips made by biking and walking throughout
the region underscore this. The RNTSP highlights several shortcomings to the
region’s nonmotorized system:
• The network of trails and bicycle lanes is limited in serving as a transportation network to accommodate regional nonmotorized travel within the
PPACG area;
• There is an inconsistent/incomplete wayfinding (signage) system to guide
nonmotorized travelers around the region;
• Many existing facilities have missing links, especially between on- and offroad networks;
• Many existing facilities have difficult and unsafe crossings;
• Trails and bicycle lanes begin and end erratically;
• Many of the trails have major barriers, such as terrain or railroad crossings;
• Existing facilities need repairing or maintenance; some just need routine
maintenance such as sweeping; and
• Bike lanes are often depositories for snow due to plowing, making them
unavailable to bicyclists during winter conditions.
Comments received during outreach efforts reinforced the importance of
maintaining new and existing facilities. Although new facilities are needed to
encourage users toward nonmotorized forms of transportation, maintenance
and upkeep of existing facilities is very important to keep them using the
system. They also show that municipalities have a stake in providing a service
that is important to the region’s quality of life.
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The process led to a list of Priority Improvement Corridors across the region.
These 11 corridors were prioritized from a list of over 70 corridors that were
evaluated. The priority corridors can be seen in Figure 6-14.

needs help to maintain the region’s economy and competitiveness. Greater
detail regarding freight movement is found in Chapter 12: Freight and Commodity Flows in this document.

IMPROVE SYSTEM CONNECTIVITY AND ACCESSIBILITY

INCREASE RESILIENCY AND REDUNDANCY

To a large degree, the economic success of a region depends on its connections to the rest of the world and its ability to facilitate the movement of
people and goods across and within its boundaries. Increased competition in
today’s global economy rewards those regions that actively plan for and implement seamless transportation systems, which depend on efficient connections between all modes of travel. Transportation facilities and service levels
are important elements that companies consider when locating to a new area
because of the cost savings and increased economic competitiveness these
regions provide. Intermodal facilities and connections are the links that allow
passengers to switch from one mode to another to complete a trip.

Resiliency is the ability of communities to rebound, adapt, and thrive amidst
the challenges brought on by natural disasters and other hardships.

Accessibility describes people’s ability to obtain goods, services and reach
activities. It evaluates the reason that people travel. Accessibility is affected
by many factors including mobility (physical movement), the type and cost of
transportation options, system connectivity, and location of desired goods and
services (land use). It is best evaluated using the time and cost that people
and businesses spend on transportation.
Transportation and land use planning decisions involve trade-offs between
different forms of accessibility. Designing a road that maximizes motor vehicle
speeds often reduces walking and bicycling accessibility. It also greatly impacts
transit accessibility because all transit trips include walking and/or cycling. Locations that are convenient to access for automobiles, along highways where
parking is free, are difficult to access using other modes. It is also true that
areas that are easier to access by walking, cycling and public transit tend to
have lower traffic speeds, more congestion and more expensive parking.
A study is needed to define baseline accessibility and connectivity. This study
should define whether connectivity exists within and between modes and at
what distance apart do two facilities no longer offer connectivity? Also, should
the criteria be expressed in feet, city blocks, walking time, or some other
measure?

IMPROVE ECONOMIC VITALITY AND FREIGHT MOVEMENT
The Pikes Peak region fulfills a role as an important link in the regional,
statewide, and national transportation system. At the local level, intermodal
planning activities and ongoing improvements that address freight and other

Greater detail regarding resiliency of the regional roadway system is found in
the Transportation Network Resiliency section of Chapter 11: Regional Transportation Security in this document.

Community Resiliency Partnership Fund
• Provide a stable and sustainable source of funding in support of community
adaptability to sudden shocks and stresses.
• Empower communities to develop and adopt resiliency practices and
codes.
• Integrate risk awareness and risk management into standard development
planning and practices.
• Leverage limited public funds for larger impact.
• Address the needs of disadvantage and hard to reach populations, most
vulnerable to shocks and stresses.
• Support resiliency strategies that provide long term, lasting solutions.
The Pikes Peak MPO needs, in partnership with state, federal, and local agencies, to utilize the Colorado Resiliency Framework to assist in making longterm transportation investments that are more resilient to natural disasters.

MINIMIZE STORMWATER RUNOFF
The 2012 American Society of Civil Engineers report card gave the Pikes Peak
regional storm water system a D- for safety and condition. The individual
construction project needs in the region are estimated to cost $706 million in
current cost with an additional $14 million needed each year in maintenance.
Current expenditures are under $10 million per year combined for capital and
maintenance. Road construction alters the hydrology of watersheds through
changes in water quantity and quality, stream channel morphology, and
ground water levels. Paved roads increase the amount of impervious surface
in a watershed, resulting in substantial increases in peak runoff and storm
discharges. That usually means flooding downstream. Reduced evapo-transpiration within road rights-of-way may also result in increased runoff and
streamflows.
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Figure 6-14. Regional Nonmotorized Priority Improvement Corridors
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Where a road crosses a stream, engineers usually divert or channelize the
stream. Culverts and bridges alter flow patterns and can restrict a passage
of fish and animals. Channelization removes natural stream bottoms and
increase sediment loads. This creates a shifting bed and changes the flow
currents, lowers the stream channel and drains adjacent wetlands. This in turn
reduces the stability of banks and exacerbates downstream flooding.

ENSURE TRANSPORTATION SYSTEM BENEFITS
ARE EQUITABLY DISTRIBUTED
Equity refers to the distribution of benefits and costs of transportation investments and whether the distribution of these is fair and appropriate. In 1994,
a Presidential Executive Order (12898) directed every Federal agency to make
environmental justice (EJ) part of its mission by identifying and addressing
the effects of all programs, policies, and activities on “minority populations
and low-income populations.” The US DOT’s environmental justice initiatives
should accomplish this goal by involving these populations in developing the
transportation projects that fit harmoniously within their communities without sacrificing safety or mobility. Specifically,
“It is the policy of DOT to promote the principles of environmental justice (as
embodied in the Executive Order) through the incorporation of those principles
in all DOT programs, policies, and activities. This will be done by fully considering environmental justice principles throughout planning and decision-making
processes in the development of programs, policies, and activities
The US DOT is committed to the principles of EJ, which include:
• To avoid, minimize, or mitigate disproportionately high and adverse human
health and environmental effects, including social and economic effects, on
minority populations and low-income populations.
• To ensure the full and fair participation by all potentially affected communities in the transportation decision-making process.
• To prevent the denial of, reduction or significant delay in the receipt of benefits by minority and low-income populations.”
The region needs to analyze all investments to determine disproportionately
high adverse impacts and level and timing of beneficial impacts for protected
status groups.

INCENTIVIZE INFILL AND REDEVELOPMENT
OF EXISTING COMMUNITIES
Infill development is new construction on scattered vacant or underutilized
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lots in established neighborhoods and business districts. These infill sites are
typically located closer to the center of a community and are already served
by public infrastructure, such as roads, water and sewer lines. By instituting
an infill development program, your local governments can encourage more
infill development while, at the same time, guiding this development so that it
enhances the quality of life in established neighborhoods of your community.
An effective infill development program will include the following elements:
• Identification of areas of the region where infill development is desired
• Guidelines for the types of infill development appropriate for each of these
areas.
• Incentives, especially transportation investments, to support building new
infill projects
• Improvements to other public facilities and services to support infill development
• Changes in existing regulations to support infill development
The region needs to identify which areas to prioritize for infill and agree on a
scoring process when evaluating transportation and land-use investments.

REDUCE AIR POLLUTANT AND GREENHOUSE GAS EMISSIONS
The American Lung Association conducted a study published in 2013 that
found that thousands of lives can be saved and millions of missed work and
school days can be prevented if emissions from motor vehicles are reduced.
People who live or work near highways or busy roads bear a disproportionate
health burden from air pollution. The burden of air pollution on people is not
equal. Up to 45 percent of the urban North American population, and well
over that proportion of the Pikes Peak region, live works or goes to school
within a quarter-mile of a major roadway, putting them at greater risk for
harm from tailpipe pollution.
Children, the elderly, people with chronic lung and heart disease and diabetes,
and those with low-incomes bear a greater burden. In fact, living near a major
roadway can cause asthma attacks and may lead to childhood asthma, heart
attacks, and even premature death.
The region needs to utilize project level air quality modeling as a scoring criterion when evaluating investments.

IMPROVE, PROTECT, AND MITIGATE CRITICAL HABITAT
The impacts of roads on terrestrial ecosystems include direct habitat loss;
facilitated invasion of weeds, pests, and pathogens, many of which are not

native to the area; and a variety of edge effects. Roads themselves essentially
preempt wildlife habitat. As lands become increasingly fragmented by busy
roads, housing developments, commercial areas , and other human activities, wildlife habitat is divided into ever-smaller pieces of land for animals to
accomplish everything they require: find food and water, establish territory,
reproduce, and meet other living requirements.
Roads affect species populations in numerous ways, from habitat loss and
fragmentation, to barriers to animal movement, and wildlife mortality. The
impact of roads on wildlife populations is a significant and growing problem:
• Wildlife-vehicle collisions affect wildlife, human safety, and property.
• Road Aversion occurs when species avoid noise from roads. Animals respond to noise pollution by altering activity patterns, and with an increase
in heart rate and production of stress hormones. These behavior modifications can change residing locations by as much as 2000 meters. In areas
with roads more frequent than this total elimination of a species can occur.
• Fragmentation and Isolation of Populations occur because some species of
animals simply refuse to cross barriers as wide as a road. For these species,
a road effectively cuts the population in half. A network of roads fragments
the population further. The remaining small populations are then vulnerable to all the problems associated with rarity: genetic deterioration from
inbreeding and random drift in gene frequencies, environmental catastrophes, and fluctuations in habitat conditions.
• Vehicles emit a variety of pollutants, including heavy metals, carbon
dioxide, and carbon monoxide, all of which may have serious cumulative
effects. The maintenance of roads and roadsides also introduces a variety
of pollutants (especially salts) into roadside ecosystems.
Road rights-of-way should be managed to maximize their potential as native
wildlife habitat and dispersal corridors. Greater detail regarding habitat impacts is found in Chapter 14: Mitigation and Monitoring.

PRIORITIZE FUNDING TOWARD PROJECTS THAT HAVE THE
HIGHEST COST EFFECTIVENESS
We are in a time of scarce public dollars for transportation. Governments are
already facing budgetary pressures that force hard choices about tradeoffs
between which transportation investments to make. As cost containment
occupies a more prominent place on the transportation investment stage,
information that distinguishes between high and low value investments will
help direct spending to its most efficient uses. All else being equal, when two
projects are equally beneficial, it’s better to choose the less expensive option.
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Overtly incorporating cost effectiveness into decision-making assures that
these considerations are transparent to tax payers and the general public.
Unless cost and value tradeoffs are part of the public dialogue about transportation, there will be no societal support for considering additional revenues in
the future, when financial or budgetary pressures will force difficult choices
about how much should be spent and on what.
Cost-effectiveness analysis provides a systematic and transparent framework
to assess the relative costs and consequences of different policies or projects.
It is especially useful in assisting with priority-setting exercises. The broad
objective of this evaluation is optimal allocation of resources across a mix of
projects and programs, which cannot all be fully funded, to produce the greatest gain to society.
The region needs to maintain economic impact modeling as a scoring criterion
when evaluating investments.

REDUCE TRANSPORTATION-RELATED ADVERSE IMPACTS
Besides the impacts listed above for other goals, full consideration of other
negative impacts from transportation must be given. Federal regulations specifically state that decision-makers must
“Use all practicable means consistent with the requirements of the National
Environmental Policy Act and other essential considerations of national policy,
to restore and enhance the quality of the human environment and avoid or
minimize any possible adverse effects of their actions on the quality of the
human environment…and take actions that protect, restore, and enhance the
environment.”
The region needs to agree on what category of impacts to investigate and at
what geographic level it is needed.
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