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5.0  IMPROVEMENT ALTERNATIVES AND 
EVALUATIONS 

The traffic forecasts for 2020 and 2026 (see Table 3.7) show that there may be potential 
capacity issues on US 40 at Screenlines #2 (just north of Winter Park) and #3 (just north of 
Fraser). Traffic volumes should be monitored through this area so that measures can be taken 
in a timely manner to either reduce the amount of traffic on US 40 or provide more capacity for 
traffic projected for US 40. Several transportation alternatives have been developed and 
analyzed which include improvements to US 40 and extension of the Fraser Valley Parkway. 
Other measures to address transportation and downtown development issues that were 
analyzed intensively during the study include: development of a more complete downtown grid, 
increased transit service, and/or completion of a gondola system in downtown Winter Park. 
Each of these potential improvements impacts the travel patterns on US 40 in the downtown 
area and around the Winter Park Resort in differing ways. 

A. Potential Roadway Improvements 

Widen US 40 

One feasible alternative to provide additional 
capacity on US 40 would be to widen the 
roadway to a four-lane section north of the Town 
of Winter Park and through the Town of Fraser 
to County Road (CR) 8. By adding one 
additional travel lane in each direction, the 
capacity of the road would be doubled. Table
5.1 shows a summary of the volume to capacity 
ratios during the peak hour of the design day in 
the future with and without the additional lanes 
on US 40. 

Table 5.1 Comparison of V/C Ratios with and without  Additional Lanes  

2020 2026

Screenline
Base Condition

New Lanes 
North of Winter 

Park thru 
Fraser

Base 
Condition 

New Lanes 
North of Winter 

Park thru 
Fraser

1 (Just East of Tabernash) 0.86 0.86 0.96 0.96 
2  (North side of Fraser) 1.03 0.52 1.15 0.57 
3  (Between Fraser and 

Winter Park) 1.35 0.67 1.49 0.74 

4  (Between Winter Park 
and Resort) 0.68 0.68 0.73 0.73 

5  (Berthoud Pass) 0.72 0.72 0.76 0.76 
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As can be seen in the table, with an additional 
travel lane on US 40 in each direction, the 
highway would be able to handle the design 
hour volumes projected for 2020 and 2026. The 
widening could occur in three phases as the 
surrounding land develops (which creates the 
increases in traffic that would need to be 
addressed). The section of US 40 from just 
north of the Town of Winter Park to the 
intersection US 40/CR 72 would be the first 
section. This segment of US 40 is relatively 
unconstrained today and the current right-of-way 

should be wide enough to accommodate the two additional through lanes. The second section 
would be from the intersection of US 40/CR 72 to the intersection of US 40/Eisenhower Drive in 
the Town of Fraser. The third, and final section, would be from the intersection of US 40/Eastom 
Avenue to the intersection of US 40/CR 8. Within the Town of Fraser there is a roadway 
segment that is 74 feet wide between Eisenhower Road and Eastom Avenue that does not need 
additional pavement. The roadway segments proposed to be widened need to accommodate 
four lanes which would require the existing sidewalk to be set back an additional 11 feet. In 
Fraser, existing development is close to the existing road and widening will need to be closely 
coordinated with adjacent businesses to minimize disruption. US 40 is under the jurisdiction of 
CDOT and the widening can potentially be funded as a regional improvement through the 
Northwest Colorado Regional Planning Commission planning process. 

Fraser Valley Parkway 

The Fraser Valley Parkway is a partially 
completed roadway that parallels US 40 to the 
west. It utilizes Lions Gate Drive through the 
Town of Winter Park and will continue through 
the Grand Park development as the main north-
south road. An informal connection to CR 72 will 
be provided through the commercial area in the 
northwest corner of Grand Park.

The Parkway will use CR 72 and the existing 
railroad underpass.  There is an existing 
segment of the Parkway between CR 72 and CR 73 on the west side of the tracks.  A new 
section of road will be required between CR 73 and CR 50.  From CR 5, the alignment of the 
Parkway would initially follow CR 514 to its current end and a new alignment would need to be 
constructed to the Tabernash area.  The existing roads have a gravel surface and will need to 
be paved in the future. Figure 5.1  shows the general location of the Parkway alignment. The 
Fraser Valley Master Road Plan, completed by Grand County in 1999, analyzed this roadway 
and showed the proposed route. When this roadway is completed, it will provide another option 
for local-oriented traffic traveling north/south between the Towns of Winter Park and Fraser.  
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The transportation model was used to determine what the volumes would be if the Parkway 
were built. With the construction of the Parkway from Winter Park to Tabernash, traffic volumes 
on Screenlines #1, #2, and #3 are affected. The total traffic at each of these screenlines does 
not change but there is a shift in traffic from US 40 to the Fraser Valley Parkway. Figure 5.1
shows how much traffic is expected to be shifted in both the 2020 and 2030 future scenarios. 

 As can be seen on this figure, even with the construction of the Fraser Valley Parkway, US 40 
between Winter Park and Fraser will still be over capacity in both 2020 and 2026. However, 
Fraser Valley Parkway will still provide some relief for US 40 and the timing of widening will 
depend on the amount of Main Street use by locals. 

 Improved Downtown Winter Park Roadway Grid 

There are several roadway improvements recommended for downtown Winter Park to help 
improve connectivity and provide circulation alternatives to using Main Street for short distance 
trips. Some improvements are recommended for existing roadways while others are new 
connections to Main Street. Chapter 4  provides a comprehensive discussion of the context of 
these for new roads and extensions. Figure 5.2  shows the existing and proposed roadways. 
Improvements recommended for Lions Gate Drive include widening the roadway (where 
necessary), striping the roadway to provide on-street parking in front of businesses along this 
road, and the construction of curb and gutter on Lions Gate Drive throughout the downtown 
area.

The existing railroad crossing along Kings 
Crossing Road is anticipated to be closed in the 
near future (possibly by Fall 2007), and a grade 
separated crossing will be constructed to the 
north in the Grand Park development so there 
will be access for residents and emergency 
vehicles at all times. Currently, trains 
occasionally obstruct both crossings at Kings 
Crossing Road and Vasquez Road so the grade 
separation near Grand Park will provide 
continuous access. The possibility of a grade 
separated crossing at Vasquez Road was 
conceptually investigated but grades and nearby 
residential accesses preclude building a grade separated crossing in the foreseeable future at 
an affordable cost. 
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Figure 5.1

Future Daily Traffic Projections &
Anticipated Roadway Improvements
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Figure 5.2

Downtown Roadways
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In addition to improvements to existing roadways, some connections are proposed to be added 
in order to begin to develop a downtown grid pattern. These include: 

�y An extension of Miller Road to Ski Idlewild Road to the east of Main Street. This 
extension is a long-term project that would need to be accomplished in conjunction with 
a redevelopment of the Alpenglo Lodge, should that occur. 

�y An extension of Wanderers Way to Lions Gate Drive on the west side of Main Street.  
This would occur in conjunction with the redevelopment of the area north of Cooper 
Creek Square and may only be open to pedestrians. 

�y An extension of Ski Idlewild Road from Midtown Road to Vasquez Road. This extension 
might be initiated to provide access to the parking lot owned by the Town when the 
amphitheater in Hideaway Park is built. Further extension to the south would probably 
pass west of the telephone switching facility and may displace several trailer homes. 

�y An extension of Vasquez Road to Ski Idlewild Road on the east side of Main Street. This 
would primarily involve widening and paving the existing private gravel road. There 
would be a further east-west extension of Vasquez Road across the Fraser River as the 
Beavers property develops. 

�y Construction of a future connection to the Beavers development on the east side of the 
Fraser River. This would start at Ski Idlewild Road and travel south at the base of the 
hillside. 

All of these roadway improvements and additional connections will be constructed as 
development of new properties or redevelopment of areas in downtown occurs over the next 20 
or more years.  An in-depth discussion of the entire downtown sub-area plan can be found in 
Chapter 4  of this report. 

Intersection Improvements at Winter Park Resort

There are several intersection related improvements recommended for the intersections of 
Winter Park Drive South/US 40 and Old Town Drive/US 40. These improvements are driven by 
20-year development plan for the Winter Park Village that is currently underway.  A traffic 
analysis entitled Winter Park Resort Traffic Impact Analysis was completed by Felsburg Holt & 
Ullevig in May of 2006 to address the impacts of the proposed development.  Intersection 
improvements on US 40 at Winter Park Drive South and Old Town Drive were recommended in 
this traffic analysis. The proposed land use in this report was taken into account in the 
development of the transportation model for the overall transportation plan. The following 
intersection improvements are recommended: 

�y Winter Park Drive South/US 40 

�x Lengthen the eastbound right turn lane to provide a continuous lane between US 40 
and the first access onto Winter Park Drive South. 

�x Construct a second eastbound left turn lane. 

�x Reconstruct the signal installation once the second eastbound left turn lane is added. 
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�x Construct a southbound right turn lane. 
�y Old Town Drive/US 40 

�x Widen the eastbound approach to provide a three lane cross section (one lane in 
and two lanes out). 

�x Construct an additional left turn lane for the eastbound approach. 

�x Construct a southbound right-turn lane. 

Most of these improvements were recommended to be completed in the next two to three years 
with the exception of the additional eastbound left turn lane which was recommended to be 
completed in conjunction with the residential development in Tract 41 and North Bench. 

B. Potential Transit System Alternatives 
Three transit alternatives have been developed, illustrating differences in: (1) what markets or 
travel movements are served and (2) when service is provided. All of the alternatives are based 
on a relatively conservative level of transit service, with ridership levels similar to what occurs at 
present.

The Visitor Focused Transit Service Alternative focuses on 
visitor travel, in the winter season. If only the winter visitor 
movements are considered, a winter-only service is acceptable. 
Options are to include summer service (Memorial Day to Labor 
Day) or to contract for specialized services in the County. 

�y Travel Movements: Visitors to slopes and downtown. 

�y Service Area: Winter Park and Fraser. 

�y Seasons: Winter (150 days). 

�y Options:

�x Add summer season (Memorial Day through Labor 
Day weekend). 

�x Develop contracts for specialized services in County. 

�x Allow contracts for large employers or for summer activities. 
�y Institutional Options: Intergovernmental Agreement (IGA) or Regional Transit Authority 

(RTA) has been redefined. 
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The Community Focused Transit Service Alternative takes 
more of a community transportation focus for the Fraser 
Valley, with an emphasis on serving employee 
transportation needs. For this alternative, year-round 
service will be needed. Employment service might be a mix 
of commuter bus service and/or vanpool services. Over 
time, the importance of employment transportation is likely 
to grow unless significant employee housing is provided 
within the Fraser Valley.  

�y Travel Movements: 

�x Visitors to slopes and downtown. 

�x Employees to jobs. 

�x Residents to varied destinations. 
�y Service Area: 

�x Winter Park and Fraser for primary bus service. 

�x Granby for commuter service (bus and/or vanpool service). 
�y Seasons:  Year-round with service levels based on demand in 3 seasons – winter, 

summer, and shoulder. 

�y Options:

�x One-month break in Spring, at end of winter season. 

�x Develop contracts for specialized services in County. 

�x Support contracts for summer activities. 
�y County-wide Transit Service Institutional Options: Intergovernmental Agreement (IGA) or 

RTA.

The County-Wide Transit Service Alternative extends 
both the employment and specialized service 
transportation in the County to destinations that could 
include Hot Sulphur Springs or Kremmling. Providing 
direct service to individuals with disabilities or seniors 
who live in other portions of Grand County or supporting 
the efforts of the Council on Aging provides good value 
for the region if the transit system is already operating in 
much of the County. This support would include regional 
specialized services (even if one day a week or less 
often) for people who need to access medical or other 
services outside their community. This is something that 
it can be difficult for a senior center or volunteer drivers 
to accomplish, but which provides significant benefits to 
County residents.
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�y Travel Movements: 

�x Visitors to slopes and downtown. 

�x Employees to jobs. 

�x Residents to varied destinations. 

�x Individuals who are elderly or have disabilities for varied trips. 
�y Service Area: 

�x Grand County, with core bus service in Winter Park and Fraser. 

�x Other destinations as warranted based on demand - Granby for commuter service or 
ridesharing (carpool or vanpool programs) and Hot Sulphur Springs / Kremmling for 
trips for people who are elderly or who have disabilities. 

�y Seasons:  Year-round with service levels based on demand in 3 seasons – winter, 
summer, and shoulder. 

�y Options:

�x One-month break in Spring for fixed route service, at end of winter season. 

�x Support contracts for summer activities. 
�y Institutional Options: Intergovernmental Agreement (IGA), RTA, or County District. 

Service Characteristics 

Although the level of ridership is anticipated to more than double in the next 20 years, other 
characteristics would not necessarily increase at the same pace. The peak periods are 
anticipated to not be as strong in the future, so the peak vehicle requirements won’t be as high 
(when compared to daily average vehicle requirements). First, the effort the Resort is making to 
draw more destination skiers, filling in the weekdays, will result in the transit system carrying 
more riders on weekdays. Therefore, the weekend peaks will not be as strong compared to the 
weekdays. Second, with the development of lodging units near the base, more visitors will be 
within walking distance of the base, so their transit trips will occur at night, not during the peak 
morning and afternoon times. This will soften the peaks that occur throughout the day. A third 
factor that will affect the peak periods is employee ridership. Employees will be stable daily 
riders and many of their trips will occur outside the peak skier travel times. 

Table 5.2  identifies the anticipated service hours for each alternative. An average of 20 to 22 
passengers per service hour was used for the winter (20 for current and 22 for outlying years). 
Ten passengers per hour were estimated in the spring/summer/fall as it will take some time to 
build ridership in the off-season. For all alternatives, the service configuration would initially be 
fairly similar to the present one, with additional routes added to serve new development as 
warranted. Thirty-minute service is assumed in the Fraser Valley initially, building to 20 minute 
service as warranted by demand. Commuter service would be provided with six morning and 
afternoon trips in the winter – double what is provided today in order to serve all employees in 
the Valley. In the winter, three trips were provided morning and evening. To expand by three 
trips in the winter, an additional three vehicles would be needed. The service for individuals who 
are elderly or have disabilities has been estimated at around 2.5 passengers per hour. 
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Table 5.2 Characteristics of Transit Alternatives:  Annua l Estimated Service Hours 

Markets Served Current 2020 2026

Visitors and Local Employees 
    Winter 
    Spring/Summer/Fall 

28,000
5,000 50,000

10,000
57,000
10,000

Commuters from Granby 
    Winter (all employees) 
    Spring/Summer/Fall 

5,000
4,000

5,000
4,000

5,000
4,000

Elderly or Disabled Individuals 2,000 4,000 5,000 

TOTAL 44,000 73,000 81,000 

The addition of approximately 9,000 annual service hours for local and commuter service in the 
Spring / Summer / Fall will enable the system to qualify for Federal Transit Administration funds 
for general public services. In the long run, the use of these funds will cover the cost of the 
additional service hours.  

Downtown Bus Routes 

The transit system can play a role in encouraging development/redevelopment activity in 
downtown Winter Park. The northbound legs of several of the bus routes can be shifted to Lions 
Gate Drive. The initial rerouting (see Figure 5.3 ) would have some of the buses turning left at 
Vasquez Road, traveling west to Lions Gate Drive, north along Lions Gate Drive to Midtown 
Road. The buses would utilize the signal at Midtown Road to turn left to continue north on Main 
Street. Bus stops would be added to this loop as development occurs and the encourage more. 

Later phases (see Figures 5.4 and 5.5 ) would extend the bus routes further north along Lions 
Gate Drive before returning to Main Street. This would increase the visibility and attractiveness 
of Lions Gate Drive for developments that are now solely dependent on Main Street traffic. 
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Figure 5.3

Downtown Transit Patterns: Phase 1

N o r t h
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Figure 5.4

Downtown Transit Patterns: Phase 2
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Figure 5.5

Downtown Transit Patterns: Phase 3
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C. Construction of Gondola in Downtown Winter Park 

Impact of Increased Skier Visits on the Base Area

As mentioned previously, the base area capacity at the Winter Park Resort imposes quite a 
strict limit on the business levels of the ski area. If business levels exceed the numbers of 
visitors that the base area can accommodate, then some people are going to be turned away. 
That experience may discourage visitors from ever returning, particularly if they paid a large 
sum of money to vacation at that resort, or if they drove several hours to get there. Therefore, it 
is imperative that actions be taken to ensure the base area capacity is never exceeded. 
Ultimately, due to the prevalent use of the private automobile, this limit is usually directly 
influenced by the amount of day skier parking. One can easily add more transit buses or lodge 
shuttles than develop more day skier parking on a limited land base.  

The Master Plan for the Winter Park Ski Resort has included 
the development of a gondola connection into Town for many 
years now. In fact, some years ago, the Resort purchased 3 
acres of land adjacent to Town Hall to accommodate the 
bottom terminal of this lift and the staging facilities necessary 
when it is eventually constructed. As envisioned in the past, 
the construction of this connection into the ski area would be a 
long term solution to allow business levels business levels to 
comfortably exceed the capacity of the Mary Jane and Winter 
Park base areas, to provide a more convenient route into the 
ski area from Town, and to reduce vehicle use in the corridor.  

The base area capacity by year as compared to the demand 
for base area capacity (skiers and employees) was shown on 
Figure 3.5  (page 44) for peak days. This figure shows that 
based on the Valley visit projections, the base area capacity 
could be exceeded on the top day by the year 2020. It also 
shows that the base area capacity could be exceeded on 5 
days per season by the year 2025. These facts could be the ‘trigger’ which initiates the 
construction of the gondola.  

In addition, an analysis was completed to determine the impact the Gondola would have on 
parking in the vicinity of the proposed base in downtown Winter Park. Both a constrained and 
unconstrained scenario was analyzed to determine how many skiers may potentially want to 
park near the Gondola base. Currently, the existing parking garage has approximately 400 
spaces with the potential to expand to about 500 spaces. This constrains the number of skiers 
arriving by automobile at the Gondola to approximately a total of 800. If parking is unconstrained 
near the Gondola base, approximately 1,500 skiers would arrive at the Gondola to park via 
automobile which results in the need for approximately 660 parking spaces. 
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The installation of the gondola would also have many other effects on the Town and the Resort 
by changing the way people move in and between the Winter Park Base and Town. Figure 5.6 
shows the routing plan from the Resort and Figure 5.7  shows a concept for the gondola base in 
downtown Winter Park. 

�y This new gondola terminal would bring a 
substantial number of accommodation 
units within a comfortable walking 
distance of the terminal (see Figure 3.8  - 
page 47), eliminating the need for cars or 
alternative modes of transportation to 
access the ski area. This would remove 
a substantial number of cars off the road 
and reduce the need for some transit 
capacity and lodge shuttles. Currently, 
approximately 1,822 skiers are 
accommodated within 2,000 feet of the terminal and that could increase with 
redevelopment to approximately 2,519 skiers based on current zoning.  

�y Depending on the exact levels of existing bus use from the Town, this could reduce the 
traffic on US 40 by approximately 290 to 540 cars (assuming 50 percent of current bus 
use is from the downtown area – 2,240 / 2 = 1,120 skiers).  

�y Transit would also be dramatically affected. Because many people will be located within 
walking distance of the gondola terminal (see Figure 3.8  – page 47), several bus stops 
would likely become redundant for skier staging. Ridership would drop dramatically. In 
addition, it is anticipated that most buses would unload close to the gondola terminal 
rather than continuing to the Winter Park base because of the convenience and 
proximity. This would dramatically reduce the circuit time for each route. The result is 
that in order to maintain (and likely improve) the level of transit service, fewer buses 
would be required and therefore, cost significantly less money. Savings could be quite 
substantial. 

�y Because this gondola could stage over 6,000 skiers per day in the industry-accepted 
staging period, careful consideration must be made when designing the traffic system in 
and around the terminal. It should be noted that there is parking for only about 500 cars 
adjacent to the lift, so car traffic would be limited. Much of the traffic would be pedestrian 
(about 2,000 to 2,500 skiers) or transit and car/shuttle drop-off.  
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Potential Gondola Routing Plan
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Figure 5.7 Concept for Gondola Base 

�y Due to the convenience of this new third base area, the other two base areas would 
experience an immediate and significant decrease in the number of people using those 
portals. As mentioned previously, there could be up to 1,000 fewer cars at the other two 
base areas (and using US 40), including approximately 540 fewer cars coming from the 
Town and up to 500 cars diverted to the parking structure in Town. Because most of the 
transit would be diverted to the gondola, over 1,000 skiers would not be using those 
areas as staging portals. Many of the lodge shuttles and car drop-offs (as high as 1,200 
skiers) may use the gondola base as well.  

�y It is also believed that the installation of 
the gondola would substantially increase 
the value of properties in downtown 
(obviously price, but more importantly, 
desirability) and could precipitate 
redevelopment. Because developers 
would be eager to develop in this area, 
the Town could encourage more density 
and more public accommodation 
development through zoning changes. 
Public accommodation and increased 
density is beneficial for minimization of 
the transit system and maximization of number of guests and economic impact.  


