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Definitions 
The following terms are defined as used in this document. For terms not specifically defined, 
adopted City and regional documents (including the City Code and Comprehensive Plan) 
should be consulted where applicable 

Bus Rapid Transit – Buses or bus-like vehicles on a fixed guideway system in traffic lanes, 
median or shoulders of existing street; faster and more efficient than standard bus service. 
In one variation, rubber-tired buses operate on-street in semi-exclusive traffic lanes and/or 
signal priority is provided.  

Corridor – The approximately 6-mile segment of Academy Boulevard between Drennan 
Road (Proby Parkway) and Maizeland Road, including directly associated public and private 
properties, structures, easements and facilities. 

Form Based Zoning – Form-based codes foster predictable built results and a high-quality 
public realm by using physical form (rather than separation of uses) as the organizing 
principle for the code. They are regulations, not mere guidelines, adopted into city or county 
law. Form-based codes offer a powerful alternative to conventional zoning. (From the Form-
Based Codes Institute, at http://www.formbasedcodes.org/what-are-form-based-codes.) 

Headways – The frequency with which buses arrive at a given station. 

Horizontal Mixed Use – A planned, integrated and connected combination of more than 
one distinct category of use within the same developed property, typically involving a 
combination of residential with some form of non-residential use. 

Neighborhood Oriented Development – A broad concept encompassing the level of 
support and promotion of development and redevelopment of properties within nodes and 
close to Academy Boulevard in a manner that complements the residential neighborhoods in 
the vicinity, and also directly supports the needs of local residents for shopping, services, 
employment opportunities, community facilities and other uses.   

Node – A well-interconnected concentration of land use density and activity typically in 
proximity with high capacity roadway networks and/or robust transit, and often including 
mixed uses.  

Perceptual Width – The perceived look and feel of the Academy Boulevard Corridor is 
based not as much on the actual width of the right-of-way and/or pavement, but on the 
overall sense of separation between one side of the street and the other. This reflects a 
combination of buildings being oriented way from the road, large set-backs, poor quality 
streetscape and lack of non-motorized and motorized connectivity across the road and 
between the road and related uses.  

Planning Area – The approximately 12-square-mile area including all property within 1 mile 
of Academy Boulevard between Drennan Road (Proby Parkway) and Maizeland Road (also 
refer to vicinity map for more detail). 

Robust Transit – A transit system designed and operated with sustainably high levels of 
service and with fixed stations and stops, along with other facilities and amenities of a 
quality, permanence, visibility and multi-modal access sufficient to provide an incentive for 
significant transit-oriented development and other related investment. Such a system may or 
may not include a fixed guideway. 
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Transit Oriented Development (TOD) – Refers to high density development adjacent to a 
transit station. It typically combines residential, retail and office uses and includes ample 
pedestrian and bike connections to the transit station to reduce the need to travel by private 
auto. 

Value Capture – The concept of creating additional private or public development 
opportunities as a result of reducing or vacating unneeded right-of-way or easements, 
thereby increasing the structural development options and value of the impacted or adjacent 
properties.   

Vertical Mixed Use – A combination of more than one distinct category of use within the 
same structure, typically involving a planned combination of residential with some form of 
non-residential use. 
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Acronyms  
BRT bus rapid transit 

CDOT Colorado Department of Transportation 

City City of Colorado Springs 

CONO Council of Neighbors and Organizations 

HUBZone Historically Underutilized Business Zone 

LRT light rail transit 

MICD Mayors Institute on City Design 

MU mixed use 

PPACG Pikes Peak Area Council of Governments 

PPRTA Pikes Peak Rural Transportation Authority 

PRT personal rapid transit 

PUD Planned Unit Development 

TAZ Traffic Analysis Zone 

TIF Tax Increment Financing  

TIP Transportation Improvement Program 

TND Traditional Neighborhood Development 

TOD Transit-Oriented Development 

V/C volume to capacity ratio 
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Executive Summary 

This Great Streets Plan establishes a vision for this segment of Academy Boulevard that 
integrates land use and transportation at the Corridor level.  Its overall purpose is to support 
the needs of existing residents and businesses in the area while encouraging reinvestment, 
revitalization, and long-term sustainability. The goal of this Plan is to re-purpose Academy 
Boulevard to be a Great Street, meeting the seven elements listed below.  

Great Streets… 
…are representative of their places.   
…allow people to walk comfortably and safely.   
…contribute to the economic vitality of the city.   
…are functionally complete.   
…provide mobility.   
…facilitate place-making.  
…are “green.”  

The interconnected relationship between the Land Use Vision Plan and the transportation as 
recognized in the project Vision Statement.  

 

 
 

The planning area (from Drennan Road on the south to Maizeland Road on the north and 
1 mile wide to each side of Academy Boulevard) accounts for approximately 15 percent of 
the City’s population. Key attributes of the planning area, which is illustrated on the following 
page, are listed below.  

 Shopping center vacancy rates for second quarter of 2010 are 25 percent, as compared 
with 12 percent in the region; higher than the 19 percent for all of Academy Boulevard in 
2008 and 2009.  

 Office vacancies are 20 percent, as compared with 16 percent for the region.   
 Crime rates in this area, measured on a per capita basis, are higher than City-wide 

averages.   
 The area lags the overall City and region in average incomes and net worth.  
 Demographically the area is considerably more diverse than the overall City.  
 Overall, the planning area is a “net exporter” of workers as it contains more people in the 

workforce than available jobs.  
 The area has substantial capacity for new growth and redevelopment in the form of 

vacant land, underutilized buildings, redevelopment sites and available infrastructure. 

Vision Statement 

Promote, support and adaptively redevelop the Academy Boulevard Corridor as a Great Street with 
access to alternate modes of transportation, public/private investment in business and residential 
development, and enhanced connectivity with the street, between land uses, and with neighborhoods. 
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FIGURE ES-1 
Planning Area 

 

ES-1 Public Participation Process 
The public participation process was a major element of this Great Streets Plan. Public 
outreach was frequent and continuous, and involved engagement with numerous and 
diverse stakeholder groups through various outreach methods and communication 
strategies. Communication tools were used to increase the public’s awareness of planning 
and participation activities and to encourage their involvement. Public participation was 
solicited at every stage of developing the Plan through open discussions, written comments, 
a project website, news media reports, electronic newsletters, one-on-one discussions, well 
publicized stakeholder meetings, public gatherings, and small group roundtables.  

ES-2 Land Use Vision Plan 
The recommended Land Use Vision Plan is intended to build on the City’s 2001 
Comprehensive Plan by encouraging a nodal and street-oriented approach within this 
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Corridor. This takes advantage of and supports the market-driven trend which focuses 
higher density or intense development activity at or near key intersections and activity 
centers.  Land uses within these nodes can currently take advantage of high volumes of 
intersection motor vehicle traffic.  In the future these nodes can be expected to also be the 
focal points for enhanced transit, alternative vehicles, and non-motorized traffic.  

The Vision Plan encourages density, mixed use, and multi-modal connectivity within these 
nodes, all with the goal of encouraging transit-supportive and ultimately, transit-oriented 
development.  The proposed nodes have differing characters and sizes depending on a 
combination of existing conditions, their scale and their potential for development or 
redevelopment. Included in these recommendations are the expectations that development 
will support the needs of associated neighborhoods and will reflect the unique identity and 
demographics of each area.  Four maps are provided (electronic files in appended CD) to 
identify more site-specific challenges and opportunities as well as short- and long-term 
recommendations.  The Land Use Vision Plan recognizes the need for adaptability and 
flexibility given the scale of the planning area, its dynamism and its uncertainty.  The 
expectation is that private and public projects and investments will be evaluated based not 
on prescribed land use details but instead on whether they do or do not contribute to the 
overall vision as articulated in this Plan. 

ES-3 Transportation Elements 
Through analysis of the existing and future transportation system, and after considering 
various alternatives, the study team identified key transportation elements needed to 
improve Corridor mobility, support the existing community, and encourage Corridor 
revitalization.  

1. Enhance transit service and access to: 
a. Maintain important existing local routes and stops 
b. Provide both local and express service to serve the varying transit user needs 
c. Establish transit oriented development nodes that increase economic viability 

and improve ridership 
d. Increase service frequency and provide a better transit experience 

2. Maintain 6 through-lanes (3 lanes in each direction) on Academy Boulevard to: 
a. Serve existing and future travel demands and patterns 
b. Accommodate automobile, bus, truck, and potential future transit 
c. Maintain the perceptible roadway width to encourage street-oriented 

development and use of alternate transportation modes. 
3. Provide multi-modal enhancements to: 

a. Encourage bicycle and pedestrian activity 
b. Reduce automobile demand 
c. Allow better access to daily shopping needs for short trips and to transit for 

longer trips 
4. Reclassify Academy Boulevard from an expressway to a major arterial to: 

a. Better match existing surrounding land uses 
b. Support and reconnect neighborhoods 
c. Encourage revitalization of the Corridor 
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d. Reduce speed limit, provide narrower travel lanes, and modify access to 
individual properties 

e. Better serve local and intermediate trips, since Powers Boulevard primarily 
serves regional traffic  

The methodology used to formulate these conclusions and to evaluate and  recommend 
transportation alternatives consisted of close integration with the Corridor Land Use Vision 
process, compiling data, assessing existing conditions, evaluating future travel demands, 
identifying criteria for screening and evaluating alternatives, brainstorming potential 
improvements with stakeholders, screening viable alternatives, evaluating alternatives to 
determine those that best met the study objectives, and packaging the most effective 
alternatives into the final study recommendations. 

A systematic two-step screening process was implemented to evaluate transportation 
alternatives. In the first step, 15 different elements – comprising features focused on transit, 
roadway and non-motorized transportation – were compared to each other using 25 criteria 
in five categories. The criteria ratings revealed nine separate elements that were considered 
feasible to advance to the second screening step. The categories of criteria included:   

 Safety/Access/Design,  
 Multi-Modal Mobility,  
 Community, Land Use and Economic Development Impacts,  
 Environmental Impacts, and  
 Implementation/Cost Feasibility/Risk Mitigation.  

In the second step, the nine elements advanced from Step 1 were compared to each other 
using more detailed, refined criteria.  

Based on the results from the screening process, Alternative 2: Express Bus / BRT-Rubber 
tired and Alternative 3: Streetcar / Existing Service “Enhanced” are recommended for 
implementation on the Academy Boulevard Corridor. Alternative 2 would incorporate either 
the Reconfigured 6-Lane Roadway Alternative or the Dedicated Bus Lanes in the Peak Hour 
Alternative. Alternative 3 would incorporate the Reconfigured 6-Lane Roadway Alternative 
with rails in the outside lanes, if the streetcar is steel-wheeled. Both of these Alternatives 
include the construction of non-motorized elements throughout the Corridor, with specific 
characteristics varying by segment. Streetscape elements also would be implemented under 
both Alternatives, and designed for compatibility with themes or nodes in specific areas. 

These two Alternatives fared almost equally well: Alternative 2 would be less expensive to 
implement, and could be more easily phased in segments. Alternative 3 was considered 
more in alignment with the Corridor vision and more compatible with land use and economic 
development.  

ES-4 Funding Options and Implementation 
Although the scope for this Plan did not include analysis of costs or formal funding priorities, 
it is recognized that securing and effectively allocating consistent and ongoing public and 
private funding will be essential to the success of the Plan. Funding options will need to be 
explored further and priorities will be identified and then refined as this effort moves forward. 
It is recognized in this Plan that a combination of public and private investment will be 
needed over a long period to support and adaptively redevelop this Corridor.  
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1.0 Introduction 

1.1 Study Background  
In early 2007, Colorado Springs Mayor Lionel Rivera convened a roundtable meeting of 
shopping center owners to discuss the increasing vacancies within many of their properties 
in the Corridor. This “apex” issue was highlighted in the Mayor’s State of the City address in 
the summer of 2007.  

To address this vacancy issue, City of Colorado Springs (City) staff undertook a study of 
commercial properties along the south and central segments of Academy Boulevard that 
appeared to be in commercial decline. In October 2007, the City Council formally designated 
a number of these areas as “Mature/Redevelopment Corridor” properties in the 2020 Future 
Land Use Map. This map is a component of the City’s Comprehensive Plan 
(http://www.springsgov.com/Files/AnnualReport_2004-05.pdf).   

In the summer of 2008, City staff initiated a comprehensive analysis of this Corridor and the 
surrounding planning area. The analysis summary was provided to City Council in early 
2009. The summary included a recommendation to proceed with the development of a multi-
modal transportation and Land Use Vision Plan for the Corridor.  

In October 2008, jurisdiction over Academy Boulevard from Drennan Road north to I-25 was 
formally transferred from the Colorado Department of Transportation (CDOT) to the City. 
This transfer served to end the designation of Academy Boulevard as a State Highway. 

During 2009, the City made the decision to advance a study and develop a Plan that would 
serve as a blueprint to reverse the Corridor’s economic degradation. This decision was 
hinged on the premise that a “do nothing” action would result in further decline of the 
economic standard of the businesses and neighborhoods within the planning area. 

In January 2010, the City engaged a team of consultants, led by CH2M HILL, to develop the 
multi-modal transportation element envisioned in 2008, and to collaborate with City staff as 
the Land Use Vision Plan was developed internally. These two planning efforts were 
undertaken simultaneously to complement and support the elements contained in each plan. 
This Great Streets Plan (Plan) includes these two components:  the Multi-modal 
Transportation Plan and the Land Use Vision Plan.  

1.2 Intent and Purpose 
The intent of this Great Streets Plan is to establish a vision for this segment of Academy 
Boulevard that integrates land use and transportation at the Corridor level.  Its overall 
purpose is to support the needs of existing residents and businesses in the area while 
encouraging reinvestment, revitalization, and long term sustainability.  In short, facilitating 
the re-purposing of Academy Boulevard to be a “Great Street.”  
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This Plan sets a vision of the roadway as a multi-modal Corridor which transforms the role of 
the roadway over time into a more accessible and vibrant focus of this community and its 
neighborhoods and businesses. A specific intent is to position the Corridor to successfully 
support phased implementation of enhanced transit facilities and services. 

This Plan will serve as an overall framework to direct and inform more detailed prioritization, 
planning, design, project collaboration and implementation to support the vision. This Plan is 
also intended to add detail and refinement to the existing City Comprehensive Plan for this 
area. The emphasis in this Plan is on the role of public facilities and investments within the 
Corridor and on those decisions which impact the public realm.  At this time the 
recommended regulatory approach to private development is generally permissive and 
flexible so long as the activity does not preclude the long term vision or adversely impact 
public investments made in the Corridor. 

As encompassing as this Plan is, it is also recognized that it is only one part of what will 
need to be a broader approach by the City, Colorado Springs Utilities, school districts and 
other organizations within the community to provide the supporting conditions necessary to 
allow this Corridor to adapt and thrive.  

 

What are Great Streets? 
7 key characteristics embodied by a Great Street 

 
Great Streets are representative of their places.  A Great Street reflects the neighborhood through 
which it passes and has a scale and design appropriate to the character of the abutting properties 
and land uses. 
Great Streets allow people to walk comfortably and safely.  The pedestrian environment on, 
along, and near the street is well-designed and well-furnished. The relationship between the street 
and its adjacent buildings is organic, conducive to walking, and inviting to people. 
Great Streets contribute to the economic vitality of the city.  Great Streets facilitate the 
interaction of people and the promotion of commerce.  They serve as destinations, not just 
transportation channels. They are good commercial addresses and provide location value to 
businesses that power the local economy. 
Great Streets are functionally complete.  Great Streets support balanced mobility with appropriate 
provision for safe and convenient travel by all of the ground transportation modes:  transit, walking, 
bicycling, personal motor vehicles and freight movement. 
Great Streets provide mobility.  Great Streets strike an appropriate balance among the three 
elements of modern mobility:  through-travel, local circulation, and access. The right balance varies 
with the function of the street and the character of its neighborhoods and abutting properties. 
Great Streets facilitate place-making. Great Streets incorporate within them places that are 
memorable and interesting. These may include plazas, pocket parks, attractive intersections and 
corners, or simply wide sidewalks, fostering an active street life. 
Great Streets are green.  Great Streets provide an attractive and refreshing environment by working 
with natural systems. They incorporate environmentally sensitive design standards and green 
development techniques, including generous provision of street trees and other plantings and 
application of modern storm water management practices. 
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1.3 Planning Area 

Boundaries 
The project area boundary extends along Academy Boulevard from Drennan Road on the 
south to Maizeland Road on north. The length is approximately 6 miles and spans an area 
2 miles wide, centering on Academy Boulevard. This total area encompasses 12 square 
miles. 

FIGURE 1-1 
Planning Area 

 

The project limits correspond with the segment of Academy Boulevard designated as a 
Mature/Redevelopment Corridor in 2007. The southern limit also corresponds with the Proby 
Parkway/Academy Boulevard Interchange and both the jurisdiction and the functional 
character of the roadway changes from this point south. The northern project limit is less 
distinct and likely will extend farther north as some of the additional planning, design, and 
implementation steps are incorporated, particularly in relation to transit implementation 
options. 
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The 12-square-mile planning area includes all property within 1 mile on either side of 
Academy Boulevard. Generally, this planning area extends west to Circle Drive and east 
half the distance to Powers Boulevard. To simplify and classify this extensive area, the 
planning area is divided into three sub-areas of approximately 4 square miles each. These 
areas are: 

 North (Maizeland Road to Platte Avenue) 
 Central (Platte Avenue to Fountain Boulevard) 
 South (Fountain Boulevard to Drennan Road/ Proby Parkway) 

Analysis was primarily limited to those properties within about 0.5 mile of Academy 
Boulevard. In particular, these were the general extents of the area for which detailed land 
use and transportation scenario building and modeling was completed. 

Particular attention was paid in the inventory, analysis, and outreach processes to key 
properties located in the immediate vicinity of the Corridor. A specialized database was 
created for these parcels; a map included in Appendix 4 shows the location of these key 
parcels. 

Area Characteristics 
A comprehensive profile of the planning area was undertaken by City staff in 2008 and 
2009.  The Summary Profile presented to City Council in February 2009 is included in 
Appendix 1.  Information from this document was used for this Plan, and in many cases is 
reflected in content and recommendations.  

The planning area has significantly higher 
land use density than the overall City. 
This area first began developing in the 
mid-to-late 1950s, with growth proceeding 
generally from northwest to southeast.  
By the 1980s the pace of development 
had slowed considerably.  

Currently, about 12 percent of the 
planning area consists of vacant 
undeveloped land, with most of the 
vacant parcels located in the southern 
half of the planning area. Much of the 
vacant land currently is zoned for 
commercial purposes.  

Shopping center and office vacancy rates increased from 2008 to 2010 in the Corridor, and 
exceed average regional vacancy rates, as shown in Figure 1-3.  Shopping center vacancy 
rates in the Corridor for second quarter 2010 were 25 percent, well above the 19 percent 
rate of the two prior years, and more than double the region’s 11.5 percent figure in 2010.  
Office vacancies are 20 percent, much higher than the region’s 15.6 percent. 

  

FIGURE 1-2 
Vacant Retail Stores Near Rustic Hills 
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FIGURE 1-3 
Vacancy Rates for the Corridor and Region 

 

The planning area has higher proportions of rentals than owner-occupied housing and a 
higher proportion of multi-family housing, especially in the Central sub-area. The planning 
area lags the overall City and region in average incomes and net worth. Measured on a per 
capita basis, crime rates in this area are 30 to 50 percent higher than City-wide averages.  

Demographically, the planning area is considerably more diverse than the overall City. The 
relatively recent upsurge in the Hispanic or Latino population is noteworthy. A preliminary 
analysis of 2010 Census data indicates that within the planning area, the Hispanic 
proportion of the population has increased from about 21 percent to approximately 
30 percent over the past decade. Although relatively smaller, the planning area’s proportions 
of persons of African-American and Korean ancestry are considerably higher than the 

City-wide numbers.  

The population of the planning area is 
somewhat younger than the overall City. 
However, residents of the Northern sub-
area have higher average ages, whereas 
residents of the South and Central 
sub-areas are younger. This is likely due to 
a combination of the higher proportions of 
multi-family housing units in these areas, 
relatively newer development, and/or the 
greater influence of Fort Carson in the 
south sub-area. Although data need to be 
extrapolated, approximately 10 percent of 
all area households have at least one 
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FIGURE 1-4  
Academy Boulevard near Pikes Peak Avenue
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member who is assigned to, or works at, Fort Carson.  

Overall, the planning area is a net exporter of workers because the area contains more 
people than there are available jobs. Employment in the planning area is concentrated in the 
retail and service sectors.  

Key attributes of the planning area compared to the City are provided in Table 1-1. 

TABLE 1-1 
Summary Profile of the Planning area Compared with Colorado Springs  

 Colorado Springs Planning area 
Planning area 
Comparison 

Land Area 194 square miles 12 square miles 6.2% 

Population (2010) 416,000 64,000 15.3% 

Shopping Center 
Vacancy Rate (2010)* 

11.5% 25.2% More than double the 
City-wide rate 

Office Vacancy Rate 
(2010)* 

15.6% 20.2% About 1.3 times higher 

Average Age (2009) 34.7 years old 30.2 years old 4.5 years younger 

Per Capita Income (2008) $60,000 $46,000 77% 

Per Capita Violent Crime 
(2009) 

Refer to Profile 
Summary, Appdx A 

Refer to Profile 
Summary, Appdx A 

About 1.5 times the City-
wide rate 

Per Capita Non-Violent 
Crime (2009) 

Refer to Profile 
Summary, Appdx A 

Refer to Profile 
Summary, Appdx A 

About 1.3 times the City-
wide rate 

Owner Occupancy Rate 
for Housing (2008) 

64% 50% About 78% of the City-
wide rate 

Multi-family Housing 
Percentage (2000)** 

37% 49% About 1.3 times the City-
wide proportion 

Percent Hispanic Origin 
(2010) 

16% 30% Almost double the City-
wide proportion 

Percent Black or African- 
American (2010)*** 

6% 16% More than double the 
City-wide proportion 

Notes: 

Table 1-1 was created by City of Colorado Springs Land Use Review Division from a variety of sources; refer to 
Area Profile for more information and explanation; numbers and percentages are rounded in most cases. 

*Comparisons in this case are with El Paso County. 

**Percent of all housing not including single-family or mobile homes. 

***Planning area population totals and proportions are estimated from local sources. 

The two school districts serving the planning area, Colorado Springs District 11 and Harrison 
District 2, each have 10 facilities physically located in the area, with others schools serving 
area residents within their boundaries. Additional information on these facilities is provided 
in Section 6.2-Supporting Conditions, and the Profile Summary in Appendix 1.  

The southern part of the planning area is well served by neighborhood parks, sports 
complexes, and several major trail corridors.  Three community centers are located here,  
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including the City’s Deerfield Hills 
Community Center, the Boys and Girls 
Club near the Leon Young Sports 
Complex, and the Southeast YMCA.  The 
northern part of the planning area 
generally has a lower density of such 
facilities.  There are fewer public parks and 
gathering places associated with non-
residential development, such as 
commercial or business use, which are 
predominate immediately along Academy 
Boulevard.  As further described in Section 
6.2-Supporting Conditions, relatively few 
neighborhoods in the planning area 
presently have high levels of organization 
or community engagement.  

Key Assumptions 
The following key assumptions were used to guide this Plan’s development: 

Market Response – A key tenet of this Plan is that it is intended to support and respond to 
the private development market. A primary focus is on aligning investments in, and 
decisions made for, public improvements and the public realm, with the market in a manner 
that supports the long term sustainability of this area.  

Pikes Peak Area Council of Governments (PPACG) 2035 Regional Population, 
Employment and Transportation Forecasts and Plans – the PPACG regional population 
and employment forecasts, and their adopted network and Long Range Transportation Plan 
are all assumed to be unchanged from currently adopted regional plans. The only exception 
is for the study and analysis of alternate scenarios. 

East-West Plan Assumptions – Recommendations of the City-adopted 2001 East-West 
Mobility Study are assumed to be generally accommodated, although there are 
recommendations from this Plan that could influence future refinements of the East-West 
Mobility Study. In particular, the plans for a grade-separated interchange at Fountain 
Boulevard and Academy Boulevard are considered as a contingency in this Plan. 

Complete Streets – This Plan was developed to be as consistent as reasonably possible 
with the City’s adopted Complete Streets Policy, although there will need to be sub-
optimization among modes and objectives 

Fixed Condition of Most Single-Family Neighborhoods – Generally, this analysis and 
Plan assume that existing single-family areas will not physically convert to other uses 
(including higher density residential) during this forecast period. However, the demographic 
and socioeconomic make-up of these neighborhoods should be expected to change over 
time. 

Demographic Changes – This Plan has been developed primarily to support existing 
neighborhoods and businesses and does not assume major demographic changes will or 
should occur (replacing existing population and businesses with new generally more affluent 
residents and businesses, sometimes referred to as “gentrification”). However, incremental 
change is expected within redevelopment areas which could attract more affluent residents. 

FIGURE 1-5 
Several Community Parks are in the Planning Area 
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Supporting Conditions – this Plan assumes that sustainable regional governance and 
funding for transit will be available to operate any capital facilities and services that are 
implemented in the Corridor. Similarly, this Plan assumes that adequate resources will be 
available to meet the public safety needs of area residents and businesses; adequately 
maintain and operate parks, community centers; and provide related community services.  

Public Investment – For this transportation and land use vision to be realized, it is assumed 
that public investments will be made in the Corridor to leverage and supplement the 
anticipated private investment by developers, businesses, and residents. 

1.4 Relationship to Other Plans and Studies 

Comprehensive Plan 
This project team will seek formal adoption of this Plan as an element of the City 
Comprehensive Plan as a tool in directing implementation of the City Comprehensive Plan 
for this Corridor and planning area. This Plan should be used as guidance for evaluating 
public and private projects for implementation consistency.  

This Plan should also inform and influence future updates of the City Comprehensive Plan. 

Intermodal Transportation Plan  
It is anticipated that this document will form the basis for an interim amendment of the City’s 
2001 Intermodal Transportation Plan with respect to the functional classification of Academy 
Boulevard south of Platte Avenue.  

PPACG Long Range Transportation Plan  
It is anticipated that this Plan will be used to inform both the ongoing and future updates to 
the PPACG 2035 Long Range Transportation Plan, particularly with respect to network 
assumptions, future fiscally constrained projects, and transit planning. 

Future Environmental Assessment for Transit Services and Facilities 
It is anticipated that this Plan – and specifically its extensive modeling, alternatives analysis, 
and public involvement process – will be foundational to a future environmental assessment 
that may be required to support transit facilities and services planning related to the 
Corridor. 

Streetcar Feasibility Study 
A major transit element under consideration for this Plan is the streetcar. A separate study 
was conducted to evaluate and recommend streetcar lines for future city-wide development. 

Transit Governance and Funding 
A major element of this Plan is to incorporate and utilize sustainable transportation 
elements, particularly transit elements, to drive economic revitalization. A separate study is 
being conducted by Mountain Metropolitan Transit to define a recommended future structure 
for transit governance and funding for the region.  
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2.0 Vision, Goals, and Objectives 

2.1 Introduction 
The purposes of the project include developing a comprehensive assessment of the existing 
characteristics of the Corridor, evaluating and screening multi-modal options and cross 
sections of the roadway, and developing a Plan that would best support revitalizing the 
Corridor. Another purpose, in conjunction with concurrent land use planning efforts by City 
staff, is modeling future land use alternatives to consider the impact on the transportation 
system.  

The initial act of the project team was to convene key stakeholders and subject matter 
experts to explain the project and charter to the group to ensure a shared vision for the 
project. This helped to align participants and clarify roles from the beginning.  

 

2.2 Goals and Objectives 
The project team established the following goals for the Academy Boulevard Corridor Great 
Streets Plan:  

 Support Corridor revitalization to enhance livability of neighborhoods and the economic 
climate for business.  

 Recommended functional classifications for Academy Boulevard appropriate for future 
surrounding land uses. 

 Recommended Corridor cross sections and profiles that attain Complete Streets 
conditions. 

 Identify transit elements (including contingent and phased options) best suited for the 
future condition of the Corridor and consistent with ongoing regional transit planning 
efforts. 

 Integrate with and support the land use vision concurrently developed by the City. 

Critical Success Factors for the Project 
The project leadership team identified the items listed below as critical success factors, and 
participants in the chartering session confirmed this list. For the project to be considered a 
complete success, these items must be achieved or obtained.  

Vision Statement 

Promote, support and adaptively redevelop the Academy Boulevard Corridor as a Great Street with 
access to alternate modes of transportation, public/private investment in business and residential 
development, and enhanced connectivity with the street, between land uses, and with neighborhoods. 
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1. Establish clearly defined set of goals, objectives, and definitions for the project that 
support the overall Corridor vision. 

2. Provide for effective cooperation and participation among all the potentially affected 
interests involved with the project by following the principles of Bleiker Systematic 
Development of Informed Consent.  

3. Identify feasible multi-modal alternatives, implementation schedule or thresholds, and 
strategy in concert with overall land use vision. 

4. Provide a solution that results in a fundable and adoptable Plan with clear direction and 
actionable recommendations, which dovetails with overall land use vision. 

5. Identify and share lessons learned for future process improvements. 

6. Meet schedule deadlines within the allocated budget. 

2.3 Big Ideas 
Throughout the past year, the project team has compiled “big ideas” proposed by 
stakeholders, citizens, and subject matter experts involved in developing this Plan. These 
big ideas, listed below, complement and expand on the goals and objectives identified 
above.  

 Promote the Place 
 Promote the Corridor as destination and not just a road 
 Emphasize place-making for businesses and neighborhoods 

 Support the Community 
 Address public safety needs 
 Support transit, parks, community centers, and schools 

 Focus on Nodes and Intersections 
 Take advantage of traffic and transit 
 Promote concept of Neighborhood Oriented Development at nodes 
 Encourage density, mixed uses, and Transit Oriented Development at nodes 
 Promote large nodes where there is room and capacity 

 Construct Complete Streets Cross Sections 
 Support all transportation modes, including non-motorized travel 
 Install and maintain streetscape improvements  

 Provide Connections 
 Connect uses and properties in activity centers 
 Connect neighborhoods with nodes in both concept and access 

 Implement Robust Transit 
 Plan and then phase facilities and services 
 Build robust transit system 
 Expect transit to be a redevelopment focus and catalyst 
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 Phase the Land Use Vision 
 Move toward the full vision 
 Be flexible in the interim 
 Support residential land use conversion 

 Adopt an Arterial Roadway Classification 
 Allow more planned access at some locations 
 Recognize speed limit and congestion trade-offs 

 Bury the Power Lines 
 Improve aesthetics  
 Free up easements for development to encourage buildings closer to the road 

 Invest Strategically 
 Leverage public and private resources and investment 
 Invest toward the full vision 

2.4 Essential Questions 
A key element of this Plan is a series of questions that should be asked of and responded to 
by all private development or public investment proposals of any consequence with a 
potential impact on the Corridor. Activities and projects with a preponderance of affirmative 
responses to these questions would be consistent with the vision, goals, and objectives of 
the Academy Boulevard Corridor. 

Questions to Be Asked of all Proposals Affecting the Corridor 
1. Will this result in or support population and/or employment density, and preferably both, 

focused toward the Corridor and its emerging nodes and robust transit facilities? 

2. Will this promote horizontal and/or vertical mixed uses especially in association with 
nodes and transit facilities? 

3. Will this contribute toward reducing the perceptual width of the Academy Boulevard 
and/or enhance its attractiveness as a multi-modal Corridor? 

4. Will this encourage or allow for multi-modal transportation options and access? 

5. Will this enhance local street and non-motorized connectivity between and among 
businesses, neighborhoods, and the Corridor, and in particular will it promote a more 
walkable community? 

6. Will this positively contribute to a more attractive, functional, vital and secure public 
realm? 

7. Will this support Neighborhood Oriented Development, as defined in this Plan, including 
supporting the employment, service, transportation and community development needs 
of existing and future residents, and will it contribute to neighborhood identity and 
engagement? 

8. Will this encourage the retention and expansion of existing businesses within the 
Corridor and primary or professional employment in particular? 
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9. Will this result in and/or likely attract new business investment to this area, attract 
customers from throughout the region and contribute to an enhanced tax base within the 
Corridor? 

10. Can this be expected to improve public safety and security within the Corridor? 

11. Is it likely that the project or action will result in a long term public service and fiscal 
benefit to the Corridor and/or the general City through any net-positive combination of 
leveraged public investments, increased revenues available for facilities and services 
benefitting the public, reduced public service and facility costs, and improved public 
service efficiency? 

12. For projects and actions that do not positively respond to many of the above questions, 
and especially interim activities, can they be accommodated without precluding the 
ultimate vision for the Corridor? 
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3.0 Public Participation Process 

A major element of the Multi-modal Transportation and Transit Readiness study has been 
the ongoing public participation process. Public outreach has been frequent and ongoing 
since the project startup, and has involved engagement with numerous and diverse 
stakeholder groups through various outreach methods and communication strategies. 

3.1 Stakeholders 
Two separate stakeholder groups were identified as important groups to communicate with 
during the project development. The groups were generally described as: 

Internal Stakeholders – Industry and community leaders who had technical knowledge and 
awareness of the project and could work with the project team to help influence and direct 
the project development. Stakeholders making up this group consisted of: 

 Council of Neighbors and Organizations (CONO) – an active member of the project team 
 Greater Colorado Springs Chamber of Commerce – an active member of the project 

team 
 American Institute of Architects 
 Bike Colorado Springs 
 Green Cities Coalition 
 Dream City Vision 2020 

This group was engaged in two workshops and in the initial chartering session. The 
members that participated in the project team represented the internal stakeholders’ 
interests during team meetings and conference calls.  

External Stakeholders – This group generally consisted of all other stakeholders who had 
an interest in project development and recommendations. This group was engaged through 
small group meetings, one-on-one meetings, and during open public meetings, and 
included: 

 Shopping center owners (group and 
individuals) 

 Apartment Association 
 Members of the Greater Colorado 

Springs Chamber of Commerce  
 Citizens Transportation Advisory Board  
 Planning Commission  
 CONO Board of Directors 
 School Districts 2 and 11 
 Pikes Peak Regional Transportation 

Authority – Board, Citizen Advisory 
Committee 

 Transit advocates 

FIGURE 3-1 
Public Input Shaped the Plan
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 Colorado Springs Urban Renewal Authority 
 Several homeowners associations and neighborhood boards 
 Trails and bicycle advocates 
 Housing and Building Associations 
 Colorado Springs Police Department, Sand Creek Citizens Advisory Committee 
 Neighborhood block captains 
 Military planners and committees 
 PPACG 
 Faith-based organizations 
 Hispanic community 
 Black Chamber of Commerce 
 Korean community 
 Primary employers 
 Commercial developers 
 State and federal elected officials (or their representatives) 
 Cultural facilities advocates 
 Construction Specifications Institute 

3.2 Outreach Methods and Communication Strategies 
The public outreach plan was developed with several key elements that guided our 
approach to community engagement and communication:  

 Awareness – Encouraged public and stakeholder participation in the study process. 

 Education – Helped the public and stakeholders better understand the purpose and 
need, the possibilities, and issues/parameters involved in studying and implementing the 
Plan.  

 Public and stakeholder input – Helped identify issues and opportunities important to 
citizens, businesses, and stakeholders.  

 Documenting and evaluating input – Provided evidence of the public participation 
activities and the results of public input/influence into the planning process, and provided 
the information needed to evaluate progress and identify problem areas or concerns. 

Public Input Communication Methods/Tools 
Communication tools were designed to increase the public’s awareness of planning and 
participation activities and to build their capacity to become further involved. Public 
participation was solicited at every stage of the Plan development through open discussions, 
written comments, a project website, news media reports, electronic newsletters, one-on-
one discussions, and well publicized stakeholder meetings, public gatherings, and small 
group roundtables. These communication methods and tools are further discussed within 
the following strategy descriptions. 
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Key Communication Strategies 
Project Brand/Logo – A key strategy in assuring awareness of the study as a first step 
toward revitalizing this important City Corridor was to establish a brand/logo for the project. 
The project brand and logo developed by the project team was designed to communicate 
the geographic location of the study as well as the community benefit of the “Great Streets” 
approach and neighborhood revitalization. All communications materials for the study were 
consistently branded with the project name and logo, “Academy Boulevard Corridor Great 
Streets: Community Building Blocks for Revitalization.” 

 

Stakeholders Chartering Kick-off Meeting—Building Partnerships – The project team 
hosted a collaborative kick-off meeting on March 30, 2010, with the project consultants, City 
staff, and key stakeholders to introduce the study, review the timeline, establish goals and 
objectives, and discuss critical success factors and team roles/responsibilities. In addition to 
the key stakeholder organizations representing businesses and neighborhoods – The 
Greater Colorado Springs Chamber of Commerce and CONO – other participants in the 
Chartering meeting included:  

 Colorado Springs Utilities 
 City Land Use Review 
 City Traffic 
 City Streets Division 
 City Parks and Recreation Department 
 Colorado Springs Police Department 
 Mountain Metropolitan Transit 
 PPACG 
 Green Cities Coalition 
 Fort Carson 

More than 30 individuals participated in the session, which resulted in a Project Charter 
endorsed and signed by all participants. 

Internal-Core Stakeholders – Critically important to the study was to build partnerships 
with the business community and neighborhood groups by actively involving them in the 
study. A key strategy of the Great Streets Plan was the active participation by The Greater 
Colorado Springs Chamber of Commerce (represented by Stephannie Finley, Chamber 
President of Government Affairs and Public Policy), CONO (represented by Dave Munger, 
President), and the Colorado Springs Police Department Sand Creek Citizens Advisory 
Committee. Throughout the study process, these organizations participated in planning 
meetings, public and stakeholder meetings and guided the overall development of the Plan 
and provided input from their respective constituencies. Partnerships with these 
organizations were built during this planning effort that will extend on into subsequent 
phases of the project. 
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Neighborhood Engagement – The project team worked extensively with CONO to facilitate 
outreach to and engagement with citizens throughout the planning area. With more than 
60,000 citizens living in numerous neighborhoods within the planning area, it was important 
to work with an organization like CONO, which has better access to citizens through the 
various Homeowners Associations. Neighborhood engagement challenges included the 
following:  

 Limited active neighborhoods included in the City Planning database. 

 Limited active CONO neighborhoods from the planning area. 

 Particular challenges with aging or transient populations and high multi-family/rental 
populations in many parts of the planning area. 

To mitigate these concerns, the project team met several times with active neighborhoods 
and Homeowners Associations. The team also provided additional focus on various 
neighborhood groups by working extensively with the following organizations of influence: 

 CONO Board of Directors 
 Local neighborhood news media outlets 
 Colorado Springs Police Department Sand Creek Citizens Advisory Committee, block 

captains 
 Apartment owners and managers  
 Southern Colorado Apartment Association 
 Southeast YMCA 
 School Districts 2 and 11 

During future phases of Corridor revitalization efforts, it will be important to continue to foster 
further engagement of neighborhoods and influential organizations as follows: 

Business Community Engagement – The 6-mile stretch of the Corridor is home to 
numerous small business and large employers, each potentially impacted by various issues 
of Corridor revitalization. In addition to the businesses currently located within the planning 
area, there is tremendous opportunity for new business development and business 
expansion within the Corridor. Their perspective, opinions, and ideas were critical to the 
study. The project team conducted focused outreach to individuals who either owned 
property along the Corridor or who had potential business interests in the Corridor. The 
project team also received input from business growth and expansion organizations within 
the community such as the Greater Colorado Springs Chamber of Commerce, the Black 
Chamber of Commerce, and the Colorado Springs Regional Economic Development 
Corporation. The following business-focused outreach methods were used: 

 Met with numerous business/property owners, shopping center owners, and developers 
in small group settings or one-on-one. 

 Conducted four meetings specifically with business/property owners to address issues of 
specific interest and concern. Two of these meetings were organized and conducted 
with the help of the Greater Colorado Springs Chamber of Commerce and Delta 
Solutions, a defense contractor located within the Corridor. 
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 At two key points during the study, the project team mailed letters to more than 500 key 
property owners with interests in the immediate proximity to the Corridor informing them 
of the study process and issues specific to the business community, and inviting them to 
the business-focused meetings. 

 Worked with the chambers of commerce to promote the study and business and 
property owner/manager meetings in the Chambers’ electronic newsletters. 

 Added business owners and managers to the project database, sending out seven 
electronic newsletters of updated information, reports, and documents throughout the 
duration of the study, and follow-up summary reports of the business-focused meetings. 

As with the neighborhood outreach efforts, it will also be important to continue to foster 
further engagement of business owners, property owners, and developers throughout future 
phases of Corridor revitalization efforts. 

Regular Public Communications Meetings – Twice a month, the project team met to 
discuss Public Communications to assure all efforts were being made to reach and actively 
involve interested and affected stakeholders, community and business groups, citizens 
(including minority populations) and businesses.  

Corridor Walk-Abouts – The study was introduced and meetings promoted through a 
Walk-About in which project team members walked the 6-mile Corridor meeting business 
owners and managers, introducing them to the study, handing out flyers about the project, 
and inviting them to the public meetings. This was a key activity to engage the business 
community.  The Walk-Abouts team included a bi-lingual Hispanic public outreach 

representative who also handed out study 
information to Hispanic businesses that was 
printed in Spanish. 

Stakeholder Roundtable Discussions – A 
key strategy of the Great Streets public 
involvement program was to include 
numerous small group meetings in which 
informal and open discussions could take 
place with the project team in more detail 
and on focused topics of interest to each 
group and their constituents. More than 30 
small group roundtables were conducted in 
which participants were asked a series of 
questions about various elements of the 
study. Stakeholders were asked to help 

develop their vision for the Corridor that reflected community values and depicted what they 
want the future to look like. Roundtable discussions included minority organizations, 
business and shopping center owners, developers, employers, citizens, community and 
business organizations, transit riders, bicycle and environmental groups, school districts, 
military installations, faith-based community leaders, neighborhood groups, and 
homeowner’s associations. Through this process, the project team met with approximately 
400 citizens in small roundtable discussion groups, building relationships, partnerships and 
trust, which led to valuable, detailed, and focused input into the Great Streets Plan.  

FIGURE 3-2 
More than 140 Citizens Attended Two Public Gatherings
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Large Interactive Public Gatherings – Two interactive public gatherings were conducted 
within the planning area. These large gatherings were held at sites along public transit 
routes and in facilities accessible in accordance with the Americans with Disabilities Act. 
More than 140 citizens attended the two public gatherings where they heard about the study 
goals, provided ideas on transportation improvements, land use, and revitalization, and 
actively participated in a review of Corridor issues and opportunities. The meetings included: 

 Initial Project Scoping and Visioning, as well as context for the Great Streets Plan (held 
at Sierra High School in June 2010). 

 Alternatives Review and Comment meeting (held at the Jack Swigert Aerospace 
Academy in January 2011). 

The meetings incorporated displays and handouts, room-length Corridor planning and 
design maps and aerial photo maps. Meetings included a presentation designed to 
familiarize citizens with key study planning information and to generate citizen ideas. 
Citizens were given an opportunity to comment and provide feedback about planning 
information at various times, including during the presentation question and answer period, 
one-on-one with the project team and City staff before the presentation, through written 
comment forms, and by posting comments directly on the Corridor maps. 

Project Website – To assure complete transparency and to make all information related to 
the study and its progress available and accessible to the public and stakeholders, a project 
website/landing page was established on the City of Colorado Springs website. The site was 
accessible 24-hours a day, and maintained by the City throughout the duration of the study. 
It included information about the study, history, timeline, planning area, purpose and scope, 
and how citizens could get involved. Maps, photos/illustrations, frequently asked questions, 
meeting notices and summaries, progress reports, contact information, links to resources, 
and other study documents were also posted. Citizens were able to submit comments about 
the study and provide input through the website email.  

Minority and Underserved Population Group Outreach / comunidades de base 
(grassroots) Strategies and Tactics – As noted in the 2010 Census report, there was a 
profound increase in Hispanic population within the planning area. Hispanic population in 
the planning area grew to 30 percent of the total Corridor population of about 60,000; up 
from about 21 percent in 2000. In addition to Hispanics, there is a large population of 
African-Americans and Asian/Korean-Americans living and working in the planning area. 
Given the large population of minorities, as well as the traditionally underserved populations 
of the elderly, transportation disadvantaged, persons with disabilities, and low-income 
populations living along and owning businesses in the planning area, it was critical that 
public outreach to communities be culturally-correct in context and sensibilities. Although 
Hispanic community outreach was given considerable attention and effort, it was particularly 
challenging in part because of limited groups to engage with and the fact that the Hispanic 
Chamber of Commerce has been inactive in the region. A continued effort to involve this 
community going forward is recommended.  

The following outreach methods and public involvement tools were used for minority 
community outreach: 

 Public meeting ad, news release, flyer, and meeting handouts translated into Spanish. 

 Hispanic and Korean translator at large public gatherings. 
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 Outreach to senior, Hispanic, African-American, and Korean-American publications. 

 Public outreach during Korean Independence Day Festival in Memorial Park. 

 Distribution of study materials and e-newsletters to El Pomar Emerging Leaders 
members and to members of the Diversity Forum. 

 Presentations at local churches in the Corridor that have large minority congregations. 

 Small group meetings with senior groups; transit-dependent individuals; Asian/Korean-
American, Hispanic, and Black Chamber of Commerce; and Black/Latino Coalition 
community leaders. 

News Media Relations – A media relations program served as a conduit for keeping the 
general public informed of the progress of the study. At the start of the study, prior to every 
large public gathering (and at key milestones during the study process) press releases and 
letters to the editor were written and distributed to the reporters and editors of local news 
media outlets (print, electronic, and web-based). The project team facilitated interviews 
between the news media and the project team spokespersons. Ongoing news coverage 
accurately describing the study, as well as web-based news postings and coverage of the 
large public gatherings, appeared in numerous local publications and in radio and television 
station news reports. The news coverage served as a means to further inform and involve 
citizens throughout the community in the study. 

Other Communications Tools/Tactics – 

 A project stakeholder/contact database was developed and expanded throughout the 
study to include all stakeholders and groups/individuals interested in or potentially 
impacted by the study and who would be actively solicited for participation. 

 E-newsletters were distributed monthly to more than 10,000 interested individuals and 
stakeholders that included progress reports, updates, links to documents and resources, 
meeting notifications, and opportunity for citizen comment via email. In addition to the 
more than 500 individuals in the project database who received the e-newsletters, they 
were also distributed to the nearly 10,000 constituents of the following organizations:  

 American Institute of Architects 
 Artemis Women 
 Bike Colorado Springs 
 Black Chamber of Commerce 
 CONO 
 Colorado Springs Downtown Partnership 
 Colorado Springs Regional Economic Development Corporation 
 Colorado Springs Urban Renewal Authority 
 Diversity Forum 
 Dream City Vision 2020 
 Experience Colorado Springs at Pikes Peak/Convention and Visitors Bureau 
 The Greater Colorado Springs Chamber of Commerce 
 Green Cities Coalition/Transportation Working Group 
 Leadership Pikes Peak 
 Pikes Peak Association of REALTORS 
 Pikes Peak Historical Street Railway Foundation 
 Quality of Life Indicators of the Pikes Peak Region 
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 Meeting notice advertisements were placed in local daily, weekly, and minority 
newspapers. Press releases were distributed to all local news media outlets. 
E-newsletters were distributed to citizens through the project database and by several 
local organizations to their constituents. E-newsletters were also promoted on the project 
website and through the City’s regular electronic communications vehicle, CityWire. 

3.3 Agency Coordination 
Throughout the study, the project team coordinated with various agencies and governing 
bodies, keeping them informed about the progress of the study, soliciting their input and 
generally gauging their support for the Great Streets Plan. Presentations about the study 
were made during regularly scheduled meetings to:  

 Federal Transit Administration 
 Colorado Springs City Council 
 Colorado Springs Planning Commission 
 Pikes Peak Rural Transportation Authority (PPRTA) – Board, and Citizen Advisory 

Committee 
 El Paso County Commissioners (through the PPRTA) 
 PPACG’s Transportation Advisory Committee 
 Citizens Transportation Advisory Board 

It is recommended that the following be maintained on an ongoing basis to facilitate the 
public outreach and communications efforts as the Corridor revitalization efforts progress:  

 Content maintained on the City website 
 Contact lists/project database 
 Engagement with neighborhoods, businesses, agencies, and advocates for the project 

3.4 Industry Peer Input 
In addition to conducting a thorough and rigorous community stakeholder process, the 
project team also reached out to or otherwise took advantage of local, state, and national 
planning, design, and engineering expertise on a number of occasions. This involvement 
included participation in conferences, design charettes, and seminars. These activities are 
highlighted and summarized below.  

Mayors' Institute on City Design 
The City of Colorado Springs Mayor Lionel Rivera was invited to participate in a Mayors’ 
Institute on City Design (MICD) meeting held at the MICD’s Institute from February 9 to 11, 
2011 in Santa Fe, New Mexico. At the event, eight mayors representing large U.S. cities 
presented case studies of ongoing design-related projects for their communities. Mayor 
Rivera selected the Academy Boulevard Corridor Revitalization study for presentation at the 
session. Each of the mayors then received feedback from the seven other mayors and 
approximately eight community design professionals with national expertise. The MICD 
report and related materials are included in Appendix 3. More information on the MICD 
program is also available at www.micd.org.  
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Conferences 
The project team presented this Plan at the Colorado chapter of the American Planning 
Association annual conference in Steamboat Springs, Colorado, in October 2010. This 
session was well attended and provided valuable feedback.  

In November 2010, the Plan was presented as a poster session at the first National 
Transportation and Development Institute’s Green Streets & Highways Conference in 
Denver, Colorado. A great deal of industry leading insight was obtained from the conference 
participants, which was directly applicable to this Plan. 

The project team presented this Plan as part of the Pikes Peak Justice & Peace League’s 
World Environment Day event at Colorado College in Colorado Springs on June 5, 2010. 
The project was one of five local environmental initiatives presented. 

Planning and Design Charette 
The Academy Boulevard Corridor Great Streets Plan was featured prominently as part of the 
American Institute of Architects Colorado South Chapter Livable Communities Charette and 
Sustainability Plan held at Colorado College in Colorado Springs in June 2010. Based on 
this charette, a number of key ideas for the project were identified and refined. Based in part 
on the groundwork undertaken at this charette, the Great Streets Plan is expected to be 
highlighted as part of the upcoming American Institute of Architects Sustainable Design 
Assessment Team process in 2011.  
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4.0 Land Use Vision Plan 

This chapter was developed by City staff, concurrent with the multi-modal transportation 
plan elements presented in the following chapter.  

4.1 Introduction 
The Land Use Vision Plan recommended for the Academy Boulevard Corridor planning area 
is based on the concept of land use nodes as depicted in the four maps on the 
accompanying CD, and as further described in this Plan. The intent of the nodal concept is 
to focus on the interrelationships among land uses and Academy Boulevard as a unifying 
feature along with its key east-west intersections and planned robust transit stops as further 
points of focus or development and activity.  

Nodes are purposely generalized and stylized based on the premise that the land use 
pattern along Academy Boulevard will evolve incrementally and dynamically over time to 
support this vision. This evolution will occur in response to a combination of market 
conditions, public investments, incentives, and a largely permissive land use regulatory 
system that promotes the vision. There is significant uncertainty related to both the type of 
use that may be proposed for a given area and the potential timing of that redevelopment. 
Additionally, redevelopment may happen more incrementally in some areas and potentially 
occur as an evolution of uses for some properties. 

It is considered both impractical and inadvisable to attempt to fully predict and prescribe 
specific land uses at particular locations, and in a predetermined sequence. Although the 
Plan makes more detailed recommendations regarding the density, orientation, and 
manifestation of uses as they relate to the public realm (and particularly the transportation 
system) the market will dictate the need and timing for specific private land uses.  

A nodes-based approach is also recommended because it supports the concept of orienting 
redevelopment toward key intersections, which in turn benefit from intersecting automobile 
and transit traffic. These nodes also provide the logical location for enhanced transit 
improvements. Planning literature and experience also support this approach toward 
revitalization of obsolete commercial strips (ICF International et al., undated).  

There are also annotations that are integral to the usefulness of this Plan. These provide 
more detail related to the Challenges, Opportunities, Short Term and Long Term 
Recommendations, which have either Corridor-wide or more site-specific applicability. 
Section 4.6 further describes these recommendations. The intent of these annotations is to 
provide substantially more guidance beyond a simple generalized nodal concept, while at 
the same time allowing for the responsiveness and flexibility needed to address such a large 
and dynamic Corridor.  
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4.2 Land Use Categories and Assumptions 

Levels of Land Use Dynamism 
The concept of “levels of land use dynamism” or propensity for land use change is of 
importance to both the technical land use modeling approach and the resulting land use 
vision and plan. Generally, either faster or more pronounced rates of development or 
redevelopment can be expected to occur in those areas that have a high potential for 
dynamism. These dynamic properties include undeveloped land, as well as developed 
property with some combination of high vacancy, low intensity utilization, additional 
development capacity (e.g., from excess parking areas or recoverable utility easements), 
favorable locations and/or a relatively low investment basis. The more dynamic a property or 
area is, the more likely it is for its land use to change in response to a combination of public 
actions and the private market. 

Essentially, properties have a higher or lower potential for or vulnerability to change based 
on a number of often inter-related factors, including but not limited to the following: 

 Land use or structural vacancy, with vacant properties most often being the most 
dynamic 

 Total value or basis of the property per square foot or acre, with lower value 
properties generally being the most dynamic 

 Type of use, with commercial and especially retail uses often having the highest 
propensity for change due to rapid changes in the retail market 

 Location of property, with higher potential for change at higher value locations and/or 
where the property is located nears a transition of more than one use 

 Pattern of ownership, with a higher potential for change if associated with less 
fragmented ownership patterns- all other factors being equal 

In this study and Plan, the following categories of land use dynamism were used (noting that 
a lower number corresponds to a higher level of dynamism): 

Fixed – In this category, the underlying land use was not expected to fundamentally change 
throughout the forecast period (i.e., through the year 2035). Most single-family residential 
areas located away from Academy Boulevard were assigned to this category. Similarly, 
certain uses such as parks, cemeteries, or utility substations were assumed to have little or 
no vulnerability to major physical change. Using single-family housing areas as an example, 
these larger areas seldom undergo demolition and major redevelopment unless they are in 
the path of extremely high value growth and development. Normally, the combination of 
stability of the use, location away from major traffic Corridors, limited potential for high 
volume traffic access, and patterns of separate ownership make these areas relatively 
invulnerable to land use change. That said, it needs to be recognized that a fixed (i.e., very 
low) level of physical land use change should not infer so that the demographics and 
physical condition of a given neighborhood might not change dramatically over time. In 
these “fixed areas” it should be expected that demographic and socioeconomic measures 
such as race and ethnicity, household size, age, proportions of home ownership, average 
physical condition of buildings and others, will occur. 
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D-3 – This is the least dynamic category where some potential land use change is predicted 
to potentially occur during the forecast period. These are typically developed properties with 
traditionally stable land uses and/or relatively high values. These properties may or may not 
have multiple separate ownership patterns which might complicate the land assembly 
needed to accommodate redevelopment. All else being equal these uses may be located 
away from more dynamic or high value locations, such as nodes and intersections. 
Examples of D-3 properties include most multi-family developments where these are in 
reasonably good condition, and higher value office buildings. 

D-2 – Properties in this category are assumed to have a moderate potential for dynamism, 
which may occur in the form of a wholesale change (with less near term likelihood) or a 
series of more incremental changes (each with more likelihood). The Citadel Mall area is an 
example. There is a very high likelihood of incremental change in the tenant mix of some 
buildings, along with some major remodels or new construction in certain locations within 
the larger area. However, there is also potential for a more encompassing redevelopment of 
a large part of the property, which would involve possible demolition and/or major 
re-orientation of the site. This second potential is considered further off and not as certain. 
This is in part because the value and occupancy of the overall site remains high and in part 
due to the presumed difficulty in achieving the land assembly and other agreements among 
multiple owners which would be necessary to undertake a major redevelopment at this 
location. 

D-1 – These properties are considered the most dynamic and are generally assumed to 
experience significant land use change in all but the Worst Case or Existing Conditions 
scenarios as described below. The classic D-1 properties are vacant but otherwise 
developable parcels. These necessarily have the most vulnerability for change because they 
are both planned for it and ordinarily have no impediments to change other than the market.  

The dynamism categories outlined above were assigned for modeling and planning potential 
purposes and not as part of any assertion of or prescription for actual change. As noted 
above, two different properties or areas might be given the same “D-2” designation when 
one might be expected to undergo a series of incremental changes over time while the other 
has more potential for changing rapidly all at once. In the modeling and scenario building 
exercise further distinctions were sometimes made when a property appeared to be on the 
edge between two categories. Accordingly, a property might be assigned a “D-1.5” 
designation on the basis that it is developed but otherwise has a high potential for near-term 
change. Commercial properties and other areas with high vacancy rates or lower values are 
annotated with dynamism designations as “high” as 1.5. 

Continuum of Capacity 
The continuum of potential development and redevelopment capacity within the Corridor is 
related to, but not exactly the same as, the categories of dynamism. For the concept of 
capacity there is a continuum that collectively adds up to all of the potential for development 
or redevelopment within the Corridor. This overall capacity is composed of the following 
categories which are integral to both the development and eventual implementation of the 
land use vision: 

 Vacant Developable Properties 
 Unoccupied or Partially Vacant Structures  
 Underutilized Structures 
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 Excess Parking Convertible to Other Uses 
 Existing Uses and Properties That Could Otherwise be Re-developed 

The land use assumptions for the Phased and Full Vision Plans represent a response to 
each of these categories of potential capacity, as applicable. 

Vacant Developable Properties 
Vacant land capacity is largely self explanatory. Based on the existing land use inventory 
approximately 10 percent of the privately held developable property in the 12-square-mile 
planning area consists of vacant land with the majority of these properties located within 
0.5 mile of Academy Boulevard. Much of this vacant land is concentrated south of Airport 
Road.  

Unoccupied or Partially Vacant Structures  
Unoccupied or partially vacant structures contribute to the next increment of capacity. Once 
a natural vacancy rate is factored in, all of this capacity is available for either absorption by 
historic types of uses or new and different uses. The term natural or “structural” vacancy rate 
refers to the assumed vacancy that is needed to keep rental and building resale markets 
working properly. As a rule of thumb this rate is understood to be about 5 percent for 
multi-family and commercial developments. Any vacancy beyond that figure can be 
considered additional capacity within existing structures. For example, since the planning 
area shopping center vacancy rate was approximately 25 percent in mid-2010 (and is not 
assumed to have changed significantly) approximately 20 percent of all shopping center 
space is considered to be available for absorption by either traditional retail or alternative 
uses. About 15 percent of all office space would be similarly available.  

Underutilized Structures 
Underutilized structures represent a more difficult category of potential capacity because a 
given user of a property can almost always argue that their use or activity is a function of the 
“highest and best use” of the property at any given time, especially if they are the property 
owner. However, the concept of underutilization is nonetheless important, especially for 
shopping centers and other structures that were originally developed to support a higher 
intensity use. So for example, the use of former shopping center retail space as a religious 
use will often underutilize the infrastructure associated with the center, including the parking, 
for much of the week. Such a use may not contribute potential customers to patronize the 
remaining retail uses in the center. Similarly, the use of a former big box store building for 
indoor storage may not take full advantage of not only the access and parking capacity as 
originally constructed, but also the prime location of the building next to a major roadway 
and/or intersection.  

From the perspective of this Plan, the intent is not to automatically categorize any 
“non-traditional” use of a property as underutilization. Furthermore, it is assumed that the 
range of potential land uses should be widened in many locations in order to address the 
“over-retailing” of the Corridor. Therefore, the use of a former retail structure for higher 
intensity educational or medical use, for example, might not be considered underutilization 
of the space. Moreover, this might contribute to a desired mix of uses, more efficient use of 
parking, streets, and other capacity over a longer period of each week, and a more vibrant 
and safe streetscape and public realm. 
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Excess Parking Convertible to Other Uses 
A number of shopping center and related properties within the planning area were “over 
parked” by City Code even as originally developed. With the evolution of uses over time, 
some of these centers now have an even higher overcapacity of parking. Oftentimes these 
higher-than-required numbers of parking spaces were the result of a combination of 
planning for the very highest potential demand (e.g., 20th busiest shopping hour of the year) 
or as an attempt to assure that each individual retailer had an adequate supply of space 
most conveniently located for use of their customers. Some of these underutilized areas 
could be available for structural development of various types. In some cases, this 
conversion could be accomplished without the need to provide relief from current parking 
standards. In other situations, the added density could be accommodated through alternate 
parking formulas that address the opportunity for more “shared” parking when there is 
broader mix of uses, and even the potential for overall reduction in parking demand, which 
comes as a response to mixed use development and/or transit oriented development (TOD). 

With excess parking capacity, it needs to 
be acknowledged that patterns of 
ownership and agreements may 
complicate these conversions. With many 
larger projects, parking areas are 
controlled by a variety of agreements 
pertaining to some combination of cross-lot 
access, shared use, and/or common 
maintenance. In some cases, there are 
further limits that address visibility or 
non-compete clauses. These relationships 
and agreements would need to be 
addressed as a part of freeing up any 
excess parking capacity. 

Existing Uses and Properties That Could Otherwise be Re-developed 
The last important category of potential capacity within the Corridor consists of existing 
development that could be either substantially reconstructed to accommodate new uses, or 
removed and replaced entirely. These most intensive and radical increments of capacity are 
most likely to result in situations where there is a combination of a strong market for new 
development, considerable vacancy, and obsolescence associated with the existing 
property. In this case, new uses and additional density and intensity can come in the form of 
major redevelopment and reconstruction of what is already there. This scenario is most 
likely to occur for properties with a low current valuation and/or a high value location.  

4.3 Land Use Scenarios 
As previously introduced, five land use scenarios were chosen for evaluation and modeling:  

 Worst Case 
 2010 Existing 
 2035 PPACG 
 Phased Vision Plan, and 
 Full Vision Plan. 

FIGURE 4-1 
Retail Store with Excess Parking Capacity 
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Worst Case 
The Worst Case scenario for land use assumes a potential for continued disinvestment in 
the Corridor, especially for non-residential development. Under this scenario there would not 
only be very limited new development or redevelopment but also higher-than-current retail, 
office, and multi-family vacancy rates. There would also be an increase in the 
underutilization of properties and structures. The net result would be lower-than-existing 
total employment within the Corridor along with erosion of the quality of jobs that did remain. 
Under this scenario there would also be a corresponding deterioration of existing housing 
stock along with the potential for higher residential vacancy rates. 

This Worst Case scenario was not formally quantified, nor was it evaluated in the modeling 
process, in large part because its manifestation would not trigger much demand for future 
transportation or land use capacity. However, this scenario is worthy of consideration 
because it could occur if private and public investments are not made and supporting 
conditions are not maintained. The result would be underutilization of current public and 
private investments in land, buildings, and infrastructure, along with reduced revenues to the 
City and Colorado Springs Utilities. In addition to the greater degree of difficulty in 
quantifying social costs associated with this scenario, it very likely would generate greater 
per capita public service needs and expenses in areas including law enforcement, public 
health, education, and community services. 

The Worst Case scenario for land use is not recommended because, although it is 
something to be concerned about, it is diametrically opposed to the overall vision for the 
Corridor. 

2010 Existing – No Action 
The first actively modeled land use scenario assumes that little change to land use occurs in 
the planning area between now and 2035. Most currently vacant properties would remain 
vacant, relatively little major redevelopment would occur (on a net basis) and there would be 
little change to the intensity and type of uses in current buildings.  

This is essentially the “No Action” land use alternative. Because it assumes no net change 
in land use, population or employment, it is simple to model and, by definition, this scenario 
predicts very few new or unknown demands for roadway or transit capacity. As further 
described in Chapter 5 and the Appendices, for modeling purposes for this scenario, the 
existing PPACG Traffic Analysis Zones (TAZ) were disaggregated to better allocate 
population and employment within smaller zonal areas within 0.5 mile of Academy 
Boulevard in the planning area. Other than that, there would be no change assumed. 

As with the Worst Case scenario outlined above, there is the very real possibility that this 
scenario could end up being fairly representative of the land use outcome for the forecast 
period. In actuality, there is bound to be ongoing investment, disinvestment, and land use 
change during the next 25 years. However, in the absence of proactive community planning 
and investment, it is quite possible that the population and employment numbers in the 
planning area might not change much in the aggregate. More particularly, in the absence of 
a change in the market demographics or overall desirability of the area, it is not necessarily 
logical to expect the employment absorption predicted by PPACG to actually occur in the 
Corridor (see “2035 PPACG Scenario,” below).  

This scenario is not recommended because it represents current conditions, including the 
considerable unused development capacity, higher than acceptable vacancy rates, and 
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some manifestation of deteriorated aesthetics and blight conditions. The existing condition 
does not allow for full transportation connectivity nor does it allow for a high standard of 
access to alternative transportation modes including transit. 

2035 Pikes Peak Area Council of Governments 
The 2035 PPACG land use scenario essentially represents an assumption that the adopted 
PPACG population and employment forecasts for the planning area do in fact occur 
primarily via absorption of currently vacant or underutilized properties consistent with 
existing zoning and approved plans. The adopted PPACG scenario projects about 12,000 
new employees within the Corridor along with a few thousand added residents, as shown in 
Table 4-1 and Figure 4-2. This scenario is highly logical from a basic land use absorption 
perspective because it reflects the potential to build out existing land use capacity more or 
less consistent with available or planned additions to transportation capacity. From a 
modeling standpoint, what the team did was disaggregate this added population and 
employment growth into the smaller more refined TAZs, which have been identified for the 
portion of the Corridor generally within 0.5 mile of Academy Boulevard. This disaggregation 
was done generally on the assumption of little or no change to existing land use or structure, 
and “more of the same” assumption for the new development that would have to occur to 
accommodate these new jobs and residents. As an important detail, the PPACG adopted 
employment projections predict very large employment increases for the TAZs located in the 
far southwest quadrant of the planning area. Although these areas are large and have the 
theoretical potential to absorb large numbers of added employees, the generally heavy 
industrial nature of this area suggests the probability of lower employment density. For each 
of the new land uses scenarios uniquely generated for this planning effort, a significant 
number of jobs were shifted from these far southwestern zones to other parts of the 
planning area. 

Although this land scenario is consistent with the adopted PPACG Long Range 
Transportation Plan, there is nonetheless a concern that the assumed growth in 
employment will not occur to the extent projected unless additional demand for these jobs is 
generated either from the local area or the region. Without a combination of both public 
improvements and new residential construction, it is not likely that the majority of these new 
jobs would materialize in the Corridor. Moreover, this scenario would not fully advance the 
adopted vision for the Corridor because it necessarily does not accommodate a full mix of 
both residential and employment development/redevelopment in the immediate vicinity of 
the Corridor. 

Phased Vision Plan 
The Phased Vision Plan is the first of two new and fully developed land use scenarios 
considered for the planning area. For this scenario, significant development or 
redevelopment is expected to occur primarily in association with properties that are currently 
undeveloped, have a low basis of valuation, or are closely associated with planned transit 
nodes. Larger scale demolition and reconstruction of higher quality and value buildings is 
not anticipated except in cases where there appears to be some combination of chronic high 
vacancy or obsolescence. With this scenario, certain low intensity uses such as mini-
warehouses are not expected to convert to more intensive uses except in a few cases 
where they appear to be especially amenable to incorporation within a major redevelopment 
node. Similarly, in this scenario existing multi-family (apartment and townhome) 
development is largely assumed to remain static with most new higher density residential 
development taking place on vacant properties or non-residential properties assumed to be 
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converted to residential or mixed use. Conversely, there is expected to be more dynamism 
associated with existing non-residential properties. New development that occurs is 
generally expected to be mixed use in nature, although often of a horizontal rather than 
vertical configuration. An exception would occur in close proximity to key multi-modal nodes. 
Although significant densification is anticipated to occur (especially at key nodes and 
intersections) redevelopment is not generally expected to occur at a density that will require 
significant use of structured parking. Medium-rise buildings may be constructed at high 
value locations. The assumption is that there is enough overall capacity both along the 
Corridor and near the nodes to effectively preclude higher cost construction at most 
locations. However, at high value locations, densities are expected to “push” the floor area 
ratios, which typically drive the need for structured parking. The assumption is that at TOD 
nodes there will be enough overall demand to create pressure on parking ratios and there 
will also be significant benefit derived from an increased transit mode share and a further 
reduction of motor vehicle demand because of mixed use proximity. 

An example of this approach and these assumptions would be the larger 0.5-mile-square 
Citadel Mall area bounded by Academy Boulevard, Platte Avenue, Galley Road, and 
Chelton Road. Under the Phased Vision assumptions, a major transit center would be 
constructed near Academy Boulevard east of the Citadel Mall, with the current transfer 
center being relocated. This area and others along Academy Boulevard would be the focus 
of TOD. The Citadel Mall itself might be significantly “repurposed” (as would other buildings 
within the larger property) with a further shift away from a strict reliance on retail uses. An 
institutional user might take over existing space with some major remodeling. New, mixed 
use buildings would be constructed to include residential uses. Structured parking, if any, 
would be limited to areas in the immediate vicinity of the transit center or associated with 
uses that have a special need, such as hospitals. Most structures, including the Citadel Mall 
itself, would not be demolished and entirely reconstructed under this scenario. 

For the Phased Vision land use plan to significantly occur, there are a number of assumed 
pre-conditions or concurrent activities. Most important, investments must be made in robust 
transit services, infrastructure, and streetscape improvements. The access guidance 
proposed in Chapter 5 of this Plan also will need to be implemented, and it will be helpful to 
implement transmission line undergrounding at least at selected locations. 

Full Vision Plan 
The Full Vision Land Use Plan is essentially a more encompassing, mature, and robust 
version of the Phased Vision Plan. It carries forward the absorption and land use change 
assumptions of the Phase Vision scenario, and further assumes a higher degree of 
intensification of uses in association with nodes. This scenario also assumes considerably 
more conversion of existing uses and structures throughout all potentially dynamic areas of 
the Corridor. There are a number of cases where adaptive non-residential uses assumed for 
the Phased Vision would convert a second time to residential and/or mixed uses.  

With this Full Vision Land Use Plan, the assumed densities at the highest value mixed use 
TOD nodes would push past the threshold for structured parking. Examples of these 
locations would be certain areas near the Citadel Mall and the large mixed use employment 
node(s) near the intersection of Fountain Boulevard and Academy Boulevard. To a lesser 
extent, higher density nodes would be centered near all key intersections and robust transit 
stops. Areas such as the node at Hancock Expressway and Academy Boulevard and the 
Rustic Hills area would undergo a major conversion to transit-focused mixed use centers.  
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Under this scenario, it is assumed that there will be sufficient market demand in the vicinity 
of Academy Boulevard and its key nodes to drive a significant conversion of some currently 
viable uses and structures to higher density and higher value uses. 

Overall, there would be a significant conversion of acreage from non-residential to 
residential uses, in part to address the current imbalance between supply and demand, but 
also to reflect an assumption that future non-residential uses themselves will be designed to 
be more dense and oriented closer to the key nodes and the roadway.  

Using the Citadel Mall area as an example, in this case more intensive TOD development 
would continue with a focus in the direction of Academy Boulevard. Land uses requiring 
some structured parking would be constructed at some locations. With this scenario there is 
the potential for major reconstruction or significant demolition of larger buildings including 
the Citadel Mall and/or one or more of its anchors, along with a large-scale modification of 
the internal circulation patterns and building orientations within the site. The redeveloped 
property would incorporate significant higher density mixed use residential and TOD 
generally comparable with the Belmar development in Lakewood, Colorado.  

Comparison of Phased and Full Vision Plans 
Table 4-1 provides a side-by-side summary comparison of the Phased Vision Plan and Full 
Land Use Vision Plan. 

Population and Employment Impacts 
Figure 4-2 summarizes the population and employment impacts of the four modeled 
scenarios for the analysis areas generally within 0.5 mile of Academy Boulevard (the Worst 
Case scenario for land use was not modeled). For the purposes of this analysis, land use, 
population, and employment change for those parts of the planning area more than 0.5 mile 
from Academy Boulevard and the rest of the region were assumed to follow the currently 
adopted PPACG Small Area Forecasts. 

Figure 4-2 shows that the planning area has considerable potential for added land use 
density and intensity, especially associated with properties located fairly close to Academy 
Boulevard. The 2035 PPACG forecasts essentially increase employment by about 
50 percent with little change to housing. The Phased Vision Plan still anticipates 
considerable employment growth but augments this with increased housing. The Full Vision 
Land Use Plan forecasts and accommodates both higher than currently forecasted 
population and employment. 

Recommended Land Use Scenario 
The recommended land use scenario is a combination of, or more accurately an acceptance 
of, both the Phased and Full Vision Scenarios. The Phased Vision Plan is acknowledged as 
more pragmatic and achievable over the shorter term, while the Full Vision Plan scenario is 
recommended as the ultimate vision. It is probable that not all of the Full Vision Plan can 
occur within the 2035 forecast period. In part, this is because market conditions might not 
yet be in place to incent all of the assumed conversion of existing land uses within the 
forecast period, even if the recommended roadway and transit improvements have been 
implemented, and considerable redevelopment has occurred at certain nodes consistent 
with the Full Vision Plan. However, it is the intent of the Full Vision Plan to accommodate the 
Full Vision, if and when market conditions are favorable. 
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TABLE 4-1 
General Comparison of Full and Phased Vision Plans 

Topic/Criteria Phased Vision Plan Full Vision Plan 

Forecast Period 2035 with moderate absorption. 2035 with accelerated absorption. 

Buildout All vacant developable parcels assigned 
a land use but are not necessarily built 
out to full potential. 

All vacant developable parcels assigned 
some land use and are built out to full 
potential. 

Land Use Dynamism Major land use change expected only 
with most dynamic parcels (D-1 to D-1.5) 
with additional significant land use 
change to occur with D-2 properties 
closer to key nodes. 

Major land use change is expected to 
occur for all parcels with high or moderate 
levels of dynamism (D-1- D-2) with 
additional redevelopment of less dynamic 
parcels (D-2.5- D-3) especially at key 
nodes. 

Density Significantly higher densities in proximity 
of key nodes. 

Significantly higher densities in all nodes 
from full absorption and substantial 
rebuilding. Some potential for structured 
parking at major TOD nodes where floor 
area ratios may exceed 0.5. 

Number and Location of 
Nodes 

Significant development and 
redevelopment activity would occur at the 
three major nodes, with a limited number 
of the identified minor nodes 
experiencing significant land use change. 

Substantial development and 
redevelopment would occur at the major 
nodes and at the majority of the identified 
minor nodes. 

Mixed Use Considerable additional mixed use at key 
nodes, but primarily limited to horizontal 
mixing based mostly on incremental 
implementation.  

Substantial additional mixed use both 
horizontally and vertically within buildings. 
More intensive and integrated mixed use 
planning.  

Connectivity Improved connectivity among uses. Walkable connectivity in, around nodes.  

Roadway Functional 
Classification 

Unique urban major arterial classification. Same classification with more transit focus. 

East-West Connections A grade-separated interchange at 
Fountain Boulevard would not occur in 
forecast period. However, a major at-
grade reconstruction might occur. Platte 
Avenue expansion to 6 lanes may occur, 
but this interchange would not be 
substantially reconstructed during the 
forecast period. Hancock Expressway 
intersection to be substantially 
reconstructed as at-grade urban 
intersection. 

A grade-separated interchange at Fountain 
Boulevard and Academy Boulevard or a 
major at-grade reconstruction would occur. 
Platte Avenue expansion to 6 lanes would 
occur, and this interchange would be 
substantially reconstructed during the 
forecast period. Hancock Expressway 
intersection to be substantially 
reconstructed as at-grade urban 
intersection. 

Complete Streets Cross 
Section and Access 
implementation 

Selected cross section segments 
implemented. 

Full recommended Complete Streets cross 
section and access guidance implemented. 

Transit assumptions "Juiced" existing bus service including 
express bus in traffic lanes and improved 
stops at planned location in nodes. 

Full bus rapid transit implementation 
including at least peak hour dedication of 
outside lanes or medians. 

Utility undergrounding Assumed to occur along selected 
segments. 

Assumed undergrounding in the roadway 
for entire Corridor. 
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FIGURE 4-2 
Population and Employment Estimates and Projections for Modeled Land Use Scenarios 

 

4.4 Nodes 

Land Use Node Approach 
An essential part of this combined Phased Vision Plan and Full Vision Plan is its nodes-
based approach. Nodes are centers of activity, land use intensity, density, and connectivity 
most often focused on key intersections and planned robust transit facilities. This approach 
is intended to respond to, support, take advantage of, and invest in the market activity 
naturally occurring along this and other suburban arterial Corridors throughout the country. 
Retail and other higher value and intensity land uses are positioning themselves to take 
advantage of exposure to both north-south and east-west traffic flow. A nodal approach 
maximizes this potential by acknowledging this ongoing pattern but also supporting it with a 
combination of multi-modal transportation options, enhancements to access, integration of 
uses, more orientation to the street and the public realm, and increased walkability and 
connections with neighborhoods. This nodal approach recognizes the key role of the 
personal motor vehicle going forward and the critical importance of the provision of access 
to and viability of alternate modes in creating and sustaining an economically vibrant 
framework for sustainable development. 

An intent of this vision is to provide a long-term articulation of the possibilities for 
nodes-based redevelopment consistent with the Phased Vision Plan and Full Vision Plan. 
The priority, timing, and extent of development and redevelopment at a particular node will 
be dependent on a combination of factors, including the relative dynamism and capacity of 
the area, private redevelopment inertia, and priorities for public investment. 
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The “Opportunities” Map provides a generalized depiction of this nodal approach. This 
generalization is purposeful because the concept is most important at this stage of the 
community visioning process. More detail is necessary and will become available as market 
patterns emerge, more detailed planning and design occurs, and investments are made for 
particular areas. Circles are used deliberately to set the vision, but with the clear 
understanding that real world circumstances associated with each node will dictate a 
customized shape at each location. In particular, there will be a host of conditions such as 
topography, interchange impacts, and existing low-intensity uses that will not allow perfect 
implementation of this nodal approach. 

Although the focal point of nodes is Academy Boulevard and its intersections, there should 
and will be centers of activity, land use intensity, and interaction with the public realm at 
places other than intersections. Moreover, because of the scale of Academy Boulevard and 
its projected traffic of all kinds, many of the locations for more intimate pedestrian-scale 
development likely will be setback somewhat or oriented perpendicular to the main 
transportation arteries. However, there will need to be enhanced connections between 
Academy Boulevard and these other centers of activity. 

Node Types and Descriptions 
The types of land use nodes identified for the Corridor are described in Table 4-2 and 
illustrated on the four maps on the CD accompanying this Report.   

Gateway Nodes 
Gateway nodes are the smallest nodes and reflect the limited availability of developable or 
re-developable land available at these locations. These green-shaded nodes are also 
expected to function as entry points to the Corridor, especially from the south. For 
generalized representative purposes, these nodes are depicted with a 1/8-mile radius 
intended to reflect both the potential area of land use intensification and the sense that 
these nodes would be entirely walkable from perimeter to perimeter. 

Mixed Use Nodes 
Mixed use nodes, the core of this nodes-based plan, consist of a series of key intersections 
expected to have a combination of high levels of north-south and east-west traffic supported 
by robust transit facilities. These nodes are assumed have surrounding areas with sufficient 
dynamic capacity to support eventual TOD redevelopment. The intent is to support a 
combination of mixed uses typically including retail or related commercial uses in close 
proximity to the intersections. These nodes are depicted with a radius of 3/16 mile to reflect 
a fully walkable distance from the intersection to any point with the node. These core nodes 
are shaded as brown, red, blue, and magenta depending on their anticipated land use focus. 

Mixed use nodes, because of their scale, may be particularly amenable to supporting 
Neighborhood Oriented Development, as described in the following section.  

Regional Nodes and Activity Centers 
Certain nodes in the Corridor have an existing and/or potential scale that extends beyond 
that of the other nodes in the Corridor. These three larger nodes are depicted with dashed 
circles. They encompass large areas that could support significant development activity and 
draw customers and employees extensively from the larger region. The concept-level radii of 
these major nodes range from 3/8-mile to 0.5 mile. Unlike the other nodes, these areas are 
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too large to be considered entirely walkable from one boundary to another or even from 
Academy Boulevard and its potential transit center to their farthest boundaries. Rather, 
these larger activity centers will need to be composed of more than one area of density 
focus and will require internal circulator service of some kind in order to have fully transit-
supportive land uses. 

Designated within each of these larger nodes are smaller mixed use nodes, described 
above, and oriented directly on Academy Boulevard and each of its proposed robust transit 
facility locations. 

The three designated regional nodes or activity centers are: 

 Citadel Mall Area Regional Activity Node – This node is the largest within the Corridor 
based on existing and potential future density, extent and diversity of primarily non-
residential land uses. It is also noted that the Citadel Mall itself is identified as a regional 
activity center in the City’s current Comprehensive Plan. This larger node is also 
recommended to be served by a regional scale multi-modal transit facility in the future. 
Overall, this larger node is expected to continue to have a regional retail focus, but over 
time the larger area is projected to continue to diversify with a variety of land uses 
including medical, educational, civic, and high density residential development. Within 
this larger node are three smaller designated nodes which are focused immediately 
around robust transit stops. 

 Fountain Boulevard Mixed Use Employment Node – This node has a relatively large 
capacity of currently undeveloped property and is recommended to be a focus of 
continuing professional employment. However, the vision for this node also 
contemplates more of a mix of supporting land uses including but not limited to retail, 
lodging, institutional, civic, and higher density residential uses. 

For this large regional node two contingent scenarios exist. One assumes that a 
grade-separated interchange is constructed at Fountain Boulevard and Academy 
Boulevard to accommodate an extension of US Highway 24 Bypass within the forecast 
period. The scale and design of this interchange would have the effect of pushing the 
areas of street-scale focus to major at-grade intersections to the north and south. To 
address this contingency, two smaller potential nodes are identified about 1,000 feet 
north and south of the main intersection. If the City decides instead to retain and 
re-construct the Academy Boulevard/Fountain Boulevard intersection it will be better 
positioned to be the effective street-oriented center of this node.  

 Hancock Gateway Node – A third, larger node is centered on the intersection of 
Hancock Expressway and Academy Boulevard. This node would take advantage of the 
relatively large area of multi-family property that surrounds this intersection. A sizeable 
proportion of this property is vacant and not developed, and there is a significant amount 
of developed property characterized by some combination of high structural vacancy 
rates or low intensity utilization. Additionally, the area around the intersection itself has a 
large amount of potential capacity in the form of right-of-way and easements that could 
become available for alternative uses if the intersection were reconfigured and the power 
lines were buried. Unlike the two large nodes discussed above, this one would not be 
presumed to have a particular land use focus other than being a mixed use center. 
However, from a demographic, market, and thematic standpoint this particular node has 
potential to support businesses serving multi-cultural customers, particularly the rapidly 
growing Hispanic population in this area. 
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Types of Nodes 
Table 4-2 below generally describes the types of nodes by color type. Generally, the nodes 
depicted in brown are recommended to be generalized mixed-use centers with their specific 
use orientation emerging over time. The magenta-shaded nodes are expected to have a 
professional employment orientation and the red node at the center of the Citadel Mall area 
is expected to reflect a regional commercial orientation. As noted above, the green-shaded 
nodes are anticipated to be of a smaller scale and also to function as entry points. 

TABLE 4-2 
Descriptions of Node Types 

Node Type Description Transit and TOD Approach 

Mixed Use Gateway Node A major intersection functioning as a 
north or south “entry point” for the 
planning area, but with limited area 
available for higher density and/or 
mixed use redevelopment  

In-line transit stops supporting 
intersection-focused TOD  

Mixed Use Redevelopment 
Node 

A neighborhood to community-scale 
redevelopment node with a significant 
potential for new development and/or 
redevelopment supporting Corridor 
traffic and surrounding residential 
neighborhoods 

Enhanced transit stops supporting 
integrated TOD potentially with 
significant connecting transit trips 

Major Mixed Use 
Redevelopment Node 

A community-scale center with 
potential to develop as major higher 
density mixed use development focus 

Enhanced transit facilities 
supporting a major mixed use 
population and/or employment 
center potentially with significant 
intermodal connections 

Regional Commercial Activity 
Center 

A major higher density mixed use 
activity center with some regional 
destination uses and an overall 
commercial focus 

An integrated series of transit 
stops and centers serving the 
larger activity center 

Mixed Use Commercial Center The commercially-focused mixed use 
core area within the larger regional 
commercial activity center 

Integrated multi-modal regional 
transit center with supporting 
intermodal connections including 
a feeder transit system 

Regional Employment Activity 
Center 

A major higher density mixed use 
activity center with a focus on non-
retail employment uses including 
professional primary employers 

A series of transit stops or centers 
and potential feeder connections 
providing integrated service to this 
larger activity center 

Mixed Use Employment Node Employment-focused mixed use core 
areas oriented around the at-grade 
intersections located to the north and 
south of a potential grade-separated 
interchange at Fountain Boulevard  

One or more intersection-focused 
enhanced transit stops serving 
these core professional 
employment nodes 

 

  



4.0 LAND USE VISION PLAN 

 

ACADEMY BOULEVARD CORRIDOR 4-15 GREAT STREETS PLAN 
JUNE 9, 2011 

4.5 Neighborhood Oriented Development and Cultural 
Character 
Neighborhood Oriented Development is a concept developed for this Plan. This concept 
encompasses the support and promotion of development and redevelopment of properties 
within nodes and close to Academy Boulevard in a manner that complements the residential 
neighborhoods in the vicinity, and also directly supports the needs of local residents for 
shopping, services, employment opportunities, community facilities, and other uses. In this 
approach, neighborhoods and businesses are mutually supportive and form sustainable 
urban villages within a larger city.  

The concept of Neighborhood Oriented Development has logical relationship to the 
assumption that Academy Boulevard will evolve from a higher speed regional roadway to an 
arterial with more focus on mobility within the Corridor rather than through the City and 
region. Although certain non-residential uses within the Corridor will continue to attract 
customers or employees from throughout the region, the assumptions and vision hold the 
expectation that more uses will be locally focused as the Corridor evolves. This local focus 
will be particularly pronounced in association with smaller nodes that will not have the scale 
necessary to attract larger regional uses. 

Consistent with the mixed-use approach recommended in this Plan, this mutual support of 
residential and non-residential uses should be expected to extend to full integration of uses, 
either vertically or horizontally. In other areas where residential uses are now segregated 
from commercial and business uses, well planned local street and non-motorized 
connectivity will be very important. This will allow the many single-family neighborhoods in 
the planning area to be supported by locally accessible businesses, while recognizing that 
the land use character within these existing residential areas is not expected to 
fundamentally change. 

Implementation of the Neighborhood Oriented Development concept will need to be 
incremental in many cases and partial in others, due in large part to the existing conditions 
and land use patterns in the Corridor. However, prior to implementing any significant project 
or activity, it will be important to determine whether its impact on Neighborhood Oriented 
Development will be negative or positive. 

4.6 Corridor Identity and Character 
Although this Plan endeavors to knit together, support and promote the entire Corridor as a 
larger place and destination, its scale is too large to accommodate a single unified character 
or approach.  Unique approaches will need to be developed and implemented for smaller 
segments and nodes.  In addition to making the project more manageable, this segment-
specific and node-by-node treatment allows for the individual character of each area of to be 
expressed in a manner which contributes to the neighborhoods and activity centers and 
overall place-making essential to a vibrant, adaptable and successful Corridor.   

This recommendation to approach the Corridor as a series of segments and nodes, each 
with its own character, is supported by the internal stakeholders’ process, national trends, 
peer review and the outcome of this planning analysis. A segment’s or node’s character will 
emerge and be created from a combination of the unique existing conditions in each area, 
the capacity for land use change and the contributions of the larger adjoining and supporting 
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areas.  Although the entire Corridor will be unified by a more robust transit system and a 
more complete street, individual segments of the roadway are expected to vary significantly 
with respect to the resulting streetscape. 

FIGURE 4-3 
Concept for Typical Streetscape 

Cultural Centers and Themes 
Themes should be developed and promoted for individual segments and nodes.  In part 
these should express the cultural and ethnic identity of their areas.  In particular, segments 
and nodes in the southern part of the planning area should celebrate, reflect and serve the 
needs of the various ethnicities and demographic groups residing in or near the specific 
area.  Given the large and growing population with Hispanic heritage, support for this 
group’s interests and business needs should be expected to play an important role in the 
design of the emerging streetscape, other public spaces and private developments serving 
these areas.   

Another important component of development of themes for the Corridor should be a tie to 
the area’s military installations, particularly Fort Carson and Peterson Air Force Base.   

Entry Points and Other Entry Features 
In addition to establishing unique design approaches for individual segments and nodes, it is 
recommended that special attention be given to entry features and other monumentation or 
signage that establish gateways to the Corridor and/or highlight the identities of key 
segments, nodes, or activity centers within it.  Key roles of these features should be to help 
connect the street to the community and to further establish the sense of place.  
Additionally, these features may assist in way-finding by including directions to major 
business and other activity centers in the Corridor.  

4.7 Challenges, Opportunities, Short Term and Long Term 
Recommendations 
The Land Use Vision Plan Node Maps have been separately annotated to identify 
Challenges, Opportunities, and Short-Term and Long-Term Recommendations, which have 
site-specific applicability to particular locations within the larger Corridor. These annotations 
are critical to the usefulness of the Plan. In addition to these more specific annotations, the 
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following Corridor-wide Challenges, Opportunities, and Recommendations are part of this 
Plan. 

Corridor-Wide Challenges 
 Some structures and shopping centers have obsolete designs. 

 Retail and office vacancy rates are high in several locations. 

 The Corridor is generally over-retailed, especially with vacant commercially-zoned 
property in the southern part of the Corridor. 

 Parking is often underutilized. 

 The current roadway cross section does not support “Complete Streets” (e.g., private 
motor vehicles, transit, bicycle and pedestrian). 

 There is poor local traffic and non-motorized connectivity in between different land uses 
and with surrounding neighborhoods. 

 The perceptual width of the Corridor and some intersections makes it less welcoming for 
both Corridor-facing land uses and non-motorized urban scale activity. 

 The overhead transmission lines add to perceptual width and are a negative visual 
amenity. 

 Much of the Corridor has an unfriendly, inhospitable, and poorly maintained streetscape. 

 There are few pedestrian-friendly outdoor public spaces along the Corridor. 

 Limited business access discourages redevelopment and connectivity at some locations. 

 Transit facilities and services are limited and currently do not support either a significant 
transit mode share or a major redevelopment investment. 

Corridor-Wide Opportunities 

 The Corridor has a large existing population and diverse housing options. 

 Vacant properties and structures present an opportunity for adaptive reuse and 
redevelopment. 

 Some underutilized structures can be adapted and converted to higher density mixed 
use development. 

 Excess parking areas can be converted to infill uses. 

 Connectivity can be enhanced in conjunction with redevelopment. 

 The perceptual width of the Corridor can be reduced via transmission line 
undergrounding within the right-of-way allowing “recapture” of some of their easements 
for private and public development. 

 The streetscape can be enhanced via a variety of public and private investments. 



4.0 LAND USE VISION PLAN 

 

ACADEMY BOULEVARD CORRIDOR 4-18 GREAT STREETS PLAN 
JUNE 9, 2011 

 Corridor-focused public outdoor places can be incorporated as part of the public and 
private reinvestment in the Corridor, particularly associated with enhanced transit stops 
and related TOD development. 

 Additional access may be appropriate at some locations if part of an integrated plan and 
approach. 

 The Corridor has the potential to be transit-supportive and suitable locations are 
generally available for transit facilities. 

Corridor-wide Short-Term (Phased Vision) Recommendations 

 Adopt multi-modal transportation and land use plans, incorporate in applicable City and 
other planning documents, and designate nodes. 

 Refine and include first priority roadway and transit improvement projects for inclusion in 
funding plans and recommendations. 

 Develop and adopt generally permissive and accommodating land use regulations 
consistent with the overall vision for and planned physical design of the Corridor 
(possibly a form-based zoning and/or TOD-supportive overlay option). 

 Finalize and adopt a detailed but flexible plan for implementation of transit 
improvements. 

 Encourage incorporation of both local street and non-motorized connectivity to be 
addressed in all applicable development plans. 

 Fully consider options for undergrounding of overhead transmission lines in conjunction 
with any major reconstruction of applicable segments of the roadway and large 
redevelopment projects. 

 Coordinate with commercial and large property owners to create landscape/ streetscape 
maintenance districts where there is general agreement along the Corridor. 

 Promote incorporation of active public and semi-public outdoor spaces in association 
with redevelopment nodes and transit stops. 

 Begin to implement the revised access guidance consistent with reconstruction, 
development and redevelopment along the Corridor. 

Corridor-wide Long-Term (Full Vision) Recommendations 

 Promote and accommodate major higher density redevelopment, especially in 
association with key intermodal nodes. 

 Actively encourage vertical and horizontal integration of uses and orientation toward 
transit and the roadway. 

 Reconstruct the entire roadway as a fully-integrated multi-modal Corridor. 

 Construct the full suite of recommended transit improvements and implement service 
enhancements including local feeder routes. 
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 Further refine land use regulations as needed, including the potential for requiring 
minimum densities and parking maximums at key nodes. 

 Complete full undergrounding of the overhead transmission lines along the Corridor. 

 Complete the implementation of an integrated system of public and semi-public spaces 
within the Corridor. 

 Complete implementation of access guidance. 

Relationship to Existing City of Colorado Springs Comprehensive Plan  
The intent of the Land Use Node approach and vision is to support, refine and extend from 
the existing City of Colorado Springs Comprehensive Plan (adopted in 2001). Its 2020 Land 
Use Map identifies a broad future land use category for all properties within the City. For the 
planning area, these most common categories consist of the following (in general order of 
overall distribution in the planning area): 

General Residential – This category includes most existing single and multi-family 
residential development in the planning area. These properties are typically not directly 
adjacent to Academy Boulevard. 

Mature Redevelopment Corridor – Most of the developed or planned retail and related 
properties along Academy Boulevard are delineated within this category. Within the planning 
area this designation was made by City Council in 2007. 

Commercial Center – This category is used primarily for office and retail properties that 
were not considered to be experiencing the stress associated with the Mature 
Redevelopment Corridor areas. 

Regional Center – Within the planning area, this designation is unique to the larger Citadel 
Mall property bounded by Platte Avenue to the south, Academy Boulevard to the east, 
Galley Road to the north and Chelton Road to the west. The other designated regional 
centers in the City include Downtown, the Chapel Hills Mall area, a center focused on the 
intersection of Powers Boulevard and Woodmen Road, and a few future centers designated 
in the Banning Lewis Ranch property.  

Open Space or Golf Course/Cemetery – These designations are fairly self explanatory 
and include the Valley Hi Golf Course, the Memorial Gardens Cemetery, and the Sand 
Creek Open Space Corridor. 

With the exception of the General Residential areas (which are typically not recommended 
for major change in this Plan), these designations accommodate a wide variety of mixed 
uses. Therefore, they are generally compatible and consistent with the further refined 
nodes-based concept recommended in this Plan. 
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5.0 Transportation Elements 

5.1 Introduction 
Transportation planning studies historically have been completed relatively independent of 
the land use planning process. This approach has contributed to urban sprawl, divided 
neighborhoods, and economic decline in the Academy Boulevard Corridor and on similar 
urban arterials across the country. Throughout this study, participants were challenged to 
“Think Beyond the Pavement” to develop alternatives that integrated transportation and land 
use, supported the existing residential and business communities, provided better transit 
mobility, enhanced multi-modal opportunities, and included elements that were consistent 
with Great Streets planning principles. 

Through analysis of the existing and future transportation system, consideration of a 
reasonable range of alternatives, and significant stakeholder and public participation, the 
project team identified the following key transportation elements needed to improve Corridor 
mobility, support the existing community, and encourage Corridor revitalization: 

 Enhance transit service and access to: 
 Maintain important existing local routes and stops 
 Provide both local and express service to serve the varying transit user needs 
 Establish TOD nodes that increase economic viability and support ridership 
 Increase frequency and provide a better transit experience 

 Maintain 6 travel lanes on Academy Boulevard to: 
 Serve existing and future travel demands and patterns 
 Accommodate automobile, bus, truck, and potential future transit 
 Maintain or avoid expanding the perceptible width to encourage bicycles and 

pedestrians 

 Provide multi-modal enhancements to: 
 Reduce automobile demand 
 Encourage bicycle and pedestrian activity 
 Allow better access to daily shopping needs for short trips and to transit for longer 

trips 

 Reclassify Academy Boulevard from an expressway to a major regional arterial to: 
 Better match existing and planned land uses that surround the Corridor 
 Support and reconnect neighborhoods 
 Encourage the revitalization of the Corridor 
 Reduce the Corridor speed limit, provide narrower travel lanes, and modify access 
 Better serve local trips since Powers Boulevard accommodates regional traffic  

The methodology used to formulate these conclusions and to evaluate and recommend 
transportation alternatives consisted of close integration with the previously discussed 
Corridor land use vision process, compiling data, assessing existing conditions, evaluating 
future travel demands, brainstorming potential improvements with stakeholders, applying 
criteria to evaluate and screen alternatives, and packaging the most effective transportation 



5.0 TRANSPORTATION ELEMENTS 

 

ACADEMY BOULEVARD CORRIDOR 5-2 GREAT STREETS PLAN 
JUNE 9, 2011 

elements into the final study recommendations.  The process to develop Alternatives began 
with travel demand modeling to estimate the number and type of travelers in the Corridor in 
future years.  

5.2 Travel Demand Modeling 
In support of the larger project goal of evaluating how the transportation system and land 
use can work together to promote the revitalization of the Corridor, the PPACG regional 
travel demand model was used to assist in developing and evaluating alternatives. In 
coordination with the parallel City Land Use Vision Plan, the project team identified and 
tested different land use and transportation scenarios. The travel model was primary used to 
determine the necessary future roadway capacity in the Corridor and to determine the 
potential change in transit ridership. The analysis further assisted the alternative evaluation 
process by considering key multi-modal criteria such as: 

 Can this idea accommodate current and future automobile demand?  

 What is the change in Corridor volume-to-capacity ratios? 

 Does this idea provide additional transit options in the Corridor, increase ridership, or 
improve transit service?  

Methodology 
In order to effectively evaluate different land use and transportation scenarios in the Corridor 
and to ensure that results of the travel modeling analyses were useful for decision makers, 
the project team developed consensus among key stakeholders on the appropriate use of 
the travel model. In addition to identifying City, PPACG, and Consultant staff roles and 
responsibilities at the initial project kickoff and chartering meeting, the project team also 
determined that the PPACG travel demand model should be used for the Corridor 
alternative analysis.  

Throughout the study, a number of workshops were conducted to communicate initial model 
results, to discuss proposed model modifications and assumptions, integrate data provided 
by the City land use vision study, define evaluation criteria, and develop and refine 
alternatives to be modeled. The same key stakeholders were engaged in these meetings to 
ensure that the travel model analyses were meeting their needs as well as informing the 
larger study process. This systematic approach was implemented so that the technical 
approach to the travel modeling was well defined and understood by the entire project team 
leading to appropriate use of the PPACG travel model and ultimately a level of confidence 
with the model results. 

The combined transportation and land use alternatives were modeled resulting in 
12 alternatives being evaluated to fully test the benefits and impacts of implementation of 
transportation solutions as well as different potential future land use. Key metrics for 
comparing and evaluating alternatives were future daily traffic, segment PM peak volume-to-
capacity ratios, and changes in transit ridership. 

Transit 
The ability to forecast future transit ridership is a relatively new component to the PPACG 
travel model. Like many models of similar size and complexity, the transit mode share of the 
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PPACG travel model comprises a very small percentage of the overall trips in the region. 
Based on existing ridership surveys, historical trends, and travel behavior data, the model is 
good at replicating existing transit use but less reliable when evaluating different transit 
modes and future scenarios. Like most traditional 4-step travel demand models across the 
country, the PPACG travel model does not effectively represent TOD or 
Neighborhood-Oriented Development that may result in much higher transit ridership and 
multi-modal trips. Regardless of some of the known technological limitations, the PPACG 
travel model was used to determine the potential change in transit ridership. Subsequent 
study may be needed to refine the use of the travel demand model or devise an alternate 
evaluation process for transit ridership.  

Daily Traffic 
Future daily traffic is expected to be highest in the No Build scenario, particularly in the 
northern portion of the Corridor. The planned changes in access, slower speeds, and 
improved multi-modal elements of the Build Alternatives slightly decrease the expected daily 
traffic volumes in the Corridor. This suggests that some regional traffic is using parallel 
transportation Corridors for longer distance trips. By creating a more Complete Street cross 
section, the Build Alternatives are expected to better accommodate local trips, improve 
neighborhood connectivity, provide easier access to transit, and generally increase the 
walkability of the Corridor.  

Congestion  
Volume to capacity (V/C) ratio is a measure of congestion. V/C ratios below 0.75 are 
considered uncongested, between 0.75 and 0.95 are nearing congestion, and over 0.95 are 
congested. It is typical in urban areas to observe V/C ratios near or above 1.0 for all or a 
portion of the peak hour. The proposed changes in access, reduction in speed limit, 
increase in transit frequency, and multi-modal Corridor activity is likely to slightly reduce the 
automobile capacity along Academy Boulevard. Many of the Build Alternative Corridor 
segments are expected to operate above 0.95 in 2035 but few operate above 1.20. The 
project team deemed this level of Corridor congestion an acceptable consequence of 
accomplishing the larger Great Streets goals.  

Conclusions  
Given the context of the Corridor, current land use policies, and transportation funding 
constraints, it is likely that Academy Boulevard will remain a primarily auto-oriented Corridor 
in the immediate and near future. Nevertheless, some important conclusions can be drawn 
from the travel modeling results: 

 All of the alternatives can adequately accommodate future Corridor travel demand. 

 The Great Streets concept increases PM peak hour volume-to-capacity ratios but few 
segments operate above 1.20. 

 Transit alternatives should be revisited in subsequent study to refine ridership forecasts. 

 Transit services and facility improvements for this Corridor are not likely to have as great 
a benefit it they are not supported by a more robust regional system. 
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 Without changes in land use policies, the suburbanization of the City will continue, and 
lead to the degradation of inner-city Corridors, including Academy Boulevard.  See 
Chapter 4 for the Land Use Vision Plan for the Academy Boulevard Corridor.  

 Land use changes alone cannot stimulate the type and magnitude of desired Corridor 
changes. 

 Reducing Academy Boulevard from 6 lanes to 4 lanes would work against the goal of 
land use densification and attracting traffic using the Corridor and its businesses.  

5.3 Components 
This section describes the transit, roadway and non-motorized elements that were 
considered as components for potential alternatives. A systematic two-step screening 
process was implemented to evaluate alternatives, as described below and in Appendix 5e. 
Details of the alternative components considered in each step of evaluation are included in 
this section for readability of this chapter. The following sections describe why alternatives 
were considered for further evaluation, screened out from consideration, or recommended to 
be included in the Corridor improvement recommendations. 

Transit 
Existing Service provided by Mountain Metro Transit is based on a hub-and-spoke system 
consisting of local and regional bus routes. Route 25 traverses Academy Boulevard north 
and south, and is among of the highest per route ridership in the City. Current headways 
(that is, the frequency with which buses arrive at a given station) are 30 minutes during peak 
periods with local stops at and between major intersections. The route serves major 
destinations such as Pikes Peak Community College, the Citadel Mall, and Chapel Hills 
Mall. The Citadel Mall serves as a major transfer point to routes destined downtown, and 
other regional and local routes cross Academy Boulevard at major east-west arterials.  

Because of the high ridership on Route 
25, Academy Boulevard is envisioned to 
someday serve as a high capacity transit 
corridor. This future system may extend 
to the Colorado Springs Airport, 
downtown, and Fort Carson in the form of 
bus rapid transit (BRT) or some other 
technology. However, achieving this 
vision is contingent on being able to 
capture those riders that choose to use 
transit rather than those that are 
dependent on transit. Between 2008 and 
2010, the proportion of “transit 
dependent” ridership using the overall 
Mountain Metro system has been on the 
order of 80 to 90 percent.  

At the time this study was conducted, Mountain Metro operations were drastically reduced 
due to recessionary cuts in the City’s budget. Within the planning area, the primary 
reductions have been the elimination of evening and weekend service. To compare this 

FIGURE 5-1  
Many Transit Stops Exist on Academy Boulevard
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option as a more accurate picture of the City’s long-term transit service, this study used 
operations levels from 2008 to represent Existing Service.  

Existing Service “Enhanced” is a regularly scheduled fixed-route bus service with frequent 
stops. It effectively connects users to other routes and local destinations but does not 
provide competitive travel times for longer-distance travel. The existing Route 25 is 
considered local bus. An “enhanced” alternative to this local bus would include providing 
more frequent service with longer hours of service each day.  Minimal capital investment is 
associated with this type of service, and it typically is limited to shelters and not the travel 
way.  

Express Bus is a regularly scheduled, 
fixed-route bus service with fewer stops 
than local bus service. It is often combined 
with local bus service to provide riders 
traveling longer distances a faster trip. 
There is minimal capital investment 
associated with this type of service 
(typically limited to shelters and not the 
travel way). It can provide efficient travel 
over short or long distances. Speed and 
reliability would not be as good as BRT but 
would be an improvement over today’s 
local bus service.  

BRT – Rubber tired is a regularly 
scheduled, fixed-route bus that operates 
on an exclusive or semi-exclusive 

guideway/roadway. Other features typically include short headways, low-floor multi-door 
buses, off-board fare collection, enhanced station amenities such as next bus technology, 
and a distinct brand. BRT is a flexible service that can be used to provide efficient travel 
over short or long distances. While its speed and reliability would not be as good as BRT – 
Fixed Guideway, it would provide users with a substantially faster and more reliable service 
than today’s local bus service. It often operates as a commuter service linking residential 
developments to key activity centers such as downtowns, hospitals, malls, and universities.  

Streetcar is a rail transit that typically operates parallel to an arterial street in both shared 
and exclusive travel ways over short 
distances. It typically provides frequent 
stops and has short headways. It is 
reliable but is not known for fast travel 
times. In recent years, a number of 
communities have invested in streetcar 
systems as both a transportation 
improvement and economic generator. 

Light Rail Transit (LRT) is a fixed 
guideway rail-based transit mode that can 
operate in exclusive and semi-exclusive 
right-of-way in suburban areas and in 
mixed traffic flow in urban areas. LRT is 
an effective option for serving point-to-

FIGURE 5-2 
Transit Options Include Dedicated Bus Lanes

FIGURE 5-3 
Light Rail Transit Operates on a Fixed Guideway 
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point commuter traffic, and for connecting very large activity centers in metropolitan areas 
with relatively few widely spaced stations. Where feasible, LRT systems have the advantage 
of oftentimes stimulating substantial higher density development and redevelopment 
including TOD.  

BRT – Fixed Guideway is a system for serving point-to-point commuter traffic at high speed 
along an exclusive or semi-exclusive guideway. Because of its fixed guideway and 
permanent station locations, this option can provide a significant incentive for 
redevelopment in association with its stations. Dedicated bus lanes are sometimes 
combined with high-occupancy-vehicle lanes to increase the mode shift from single 
occupant automobiles and maximize the use of the infrastructure. Having an exclusive 
guideway increases the speed at which the transit vehicles can operate, thereby reducing 
transit travel times and increasing reliability. 

Personal Rapid Transit (PRT) is a system 
for moving commuters in individual vehicles 
carrying two to four people on fixed rails or 
guideways between stations. The ultimate 
advantages include its potential to most 
directly emulate the independence and 
flexibility of a private vehicle, high reliance 
on technology, low demand for labor 
(drivers), a relatively limited guideway 
footprint, and potential stimulus of TOD and 
mixed use development. Today, PRT is best 
suited for contained small-scale applications, 
or sites with limited footprints (airports or 
college campuses, for example), with a limited rail network. PRT is an experimental 
technology in use today at a few locations including Morgantown, West Virginia. The 
feasibility of installing PRT is being evaluated at a few locations in the country.  

Roadway  
In order to improve automobile mobility and multi-modal conditions, in the first step of 
alternative evaluation the study considered a range of potential roadway improvements 
including: maintaining the existing 6-lane cross section, reconfiguring the 6-lane cross 
section, dedicating two through-lanes for transit in the peak hours, and a multiway with 
frontage roads. 

Existing 6-Lane describes today’s roadway 
in the planning area. Academy Boulevard 
consists of six 12-foot-wide travel lanes, three 
in each direction, with one or 2 dedicated turn 
lanes at intersections, and acceleration and 
deceleration lanes in the southern portion of 
the planning area. Existing 6-Lane is 
essentially a no-build option that does not 
encompass any roadway-related upgrades or 
modifications that could promote more and 
better multi-modal mobility through and 
across the Corridor.  

FIGURE 5-4 
Personal Rapid Transit Fits Best in Small-Scale Settings

FIGURE 5-5  
Academy Boulevard Today Contains Six Through-Lanes
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Reconfigured 6-Lane alternative maintains the existing 6-lane roadway cross section but 
uses narrower 11-foot lanes to reduce the perceptible width of the Corridor. Multi-modal 
enhancements include strategic intersection improvements, 8-foot sidewalks, improved 
cross walks, bike facilities, and additional access guidelines. 

Dedicated Bus Lanes in the Peak Hour alternative dedicates two of the existing 6 lanes 
for transit and right-turn vehicles during the peak hour. Transit signal priority could be 
implemented easily with this roadway configuration to improve transit mobility. The same 
multi-modal enhancements as the Reconfigured 6-Lane alternative would be implemented. 

Multiway with Frontage Roads is a configuration that separates regional through-traffic 
from local trips by using raised medians. For this alternative, 4 travel lanes (2 lanes in each 
direction) would be implemented on Academy Boulevard with 2-lane, one-way frontage 
roads separated from the central lanes by raised medians. The frontage roads would 
provide on-street parking and access to local businesses. These frontage roads would likely 
relieve demand for Academy Boulevard and help to mitigate congestion. Travelers would 
access the frontage roads at intersections along the cross streets.  

This scenario creates two additional intersections for a total of three at each cross-street – 
one at each frontage road and one at Academy Boulevard itself. The advantage of this 
option is that it potentially accommodates larger volumes of higher speed through-traffic 
while at the same time creating a localized traffic environment more conducive to a 
pedestrian scale. The additional intersections introduce more delay and conflicting 
movements for cross-street auto traffic as well as pedestrians and bicyclists. A variety of 
multiway roadway concepts have been implemented throughout the world. However, in the 
US these ordinarily have been confined to segments of a limited length.  

Non-Motorized  
Transportation facilities designed for pedestrian and bicyclists are an essential element for a 
Great Street. While non-motorized improvements alone would not be sufficient to re-purpose 
the Academy Boulevard Corridor, sidewalks and bike lanes or paths are necessary for a 
comprehensive Complete Street strategy for improvements to the Corridor. 

This Plan focuses primarily on transit types and roadway cross sections.  Detailed planning 
was not necessary for non-motorized routes along the Corridor because the three types 
considered – Sidewalks, On-street Bike Lanes, Parallel Bike Paths – are almost equally 
compatible with the transit and roadway alternatives. These non-motorized options could be 
implemented with every type of transit and roadway cross section considered for the 
Corridor.  Further, sidewalks, bike lanes and bike paths are not mutually exclusive, and 
could be constructed in close proximity to each other.  

Sidewalks  
Paved sidewalks adjacent to roadway. Sidewalks may be attached or detached depending 
on location, and typically are 6 feet wide.  

On-street Bike Lanes   
Painted bike lanes are located between the right lane of roadway and the curb. On-street 
bike lanes typically are 6 feet wide, and are used primarily by bicycle commuters.   
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Parallel Bike Paths   
Bike paths constructed parallel to but separate from roadway and sidewalks, with widths 
ranging up to 12 feet for a Tier 1 trail, and a surface that may be paved. Bike paths are used 
by bicycle commuters and recreational riders.   

5.4 Selecting Among Alternatives  
The components described above that were considered as options for accomplishing the 
project vision and goals were evaluated through qualitative and quantitative criteria in a two-
step process to reach this Plan’s recommended Alternatives. See Appendix 5e for additional 
detail. 

In Step 1 the project team assessed the feasibility and reasonability of the components. The 
intent of Step 1 screening was to screen down the large set to a group of components that 
could be combined to form comprehensive Alternatives and evaluated in more detail.  

The 15 transportation elements – 8 transit, 4 roadway, 3 non-motorized features – were 
identified by the project team and stakeholders to represent a reasonable range of options 
that could be implemented. Even before selecting the components or combining them into 
Alternatives, the project team identified 25 criteria in five categories with which to screen the 
components: 

 Safety/Access/Design 
 Multi-Modal Mobility 
 Community, Land Use and Economic Development Impacts 
 Environmental Impacts 
 Implementation/Cost Feasibility and Risk Mitigation 

The components were evaluated with three possible scores: 

 Element fully meets criteria, was awarded 1 point 
 Element partially meets criteria, was awarded ½ point 
 Element does not meet criteria, was awarded 0 point 

The components scoring 60 percent or more of all possible points were forwarded to Step 2 
screening for further consideration. This threshold represents fulfilling a majority of the 
criteria and provides a reasonable range of alternatives, yet does not require an element to 
perfectly meet criteria to be considered. An element that fully met all criteria would receive 
25 points; thus, an element that received 15 or more points was forwarded to Step 2 
screening.  

In Step 2, the components advanced from Step 1 were combined into complete 
transportation system Alternatives – each comprising an element of transit, with 
assumptions about routes and frequency; roadway cross section; and non-motorized 
features.   

The project team identified 22 criteria in six categories with which to screen the components: 

 Corridor Vision 
 Safety/Access/Design 
 Multi-Modal Mobility 
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 Community, Land Use and Economic Development Impacts 
 Environmental Impacts 
 Implementation/Cost Feasibility and Risk Mitigation 

The components were evaluated as High, Medium, Low for each criterion and category of 
criteria. The Alternatives with the highest rank were recommended for implementation.  

Step 1 Screening 
Step 1 screening included a “fatal flaw” assessment to eliminate any elements that were not 
physically or technologically feasible, or that lacked the ability to stimulate economic activity 
on Academy Boulevard. Nine elements were advanced for further consideration and six 
were eliminated from the screening process upon completion of the Step 1 screening. 
Though eliminated from further evaluation at this time, these six elements were retained in 
project archives for future reference as appropriate. In some cases these elements may 
have still have applicability at some point in the future and/or for specific segments of the 
roadway. For example, although the Multiway with Frontage Roads was screened out on 
Corridor-wide basis, it may be feasible to implement this option within limited segments 
associated with key activity nodes. 

Alternative Elements screened out from further evaluation – Several alternative 
elements are eliminated from further consideration in this study for reasons described 
below. Some of these alternatives may be viable in future years, for limited segments of the 
Corridor or under future conditions. For example, LRT might be feasible as east/west 
connections through the planning area, particularly if the Citadel Mall area was one of the 
stops. 

Transit 
Existing Service – Among all transit options, this is the least expensive and most adaptable 
option. However, fixed route bus service ordinarily does not stimulate substantial long-term 
economic development investment, including TOD because, among other things, there is 
limited reliance on the system remaining in place over a typical capital investment horizon.  

Between 2008 and 2010, the proportion of “transit dependent” ridership using the overall 
Mountain Metro system has been 80 to 90 percent. This is not consistent with the City’s 
vision of a system also used significantly by “choice” riders. Also, it is generally estimated 
that the total mode share of fixed route 
buses along Route 25 falls in the range 
of only about 1 percent of total person 
trips. This share does not meet a 
minimum standard for a fully viable 
multi-modal system. Finally, as noted 
above, although fixed route transit 
service can be a vital component to 
support transit-dependent users and 
associated land uses, it ordinarily does 
not directly stimulate large-scale land use re-investment. For these reasons, Existing 
Service was eliminated for failing to meet the vision for the Corridor.  

LRT – In Colorado, there are no LRT systems planned or operating outside the Denver 
metro area, and other local studies have not yet found this a feasible option for the Pikes 
Peak Region. If ultimately implemented in this region, LRT would likely be a better candidate 

FIGURE 5-6 
Mountain Metro's Vehicles are Currently Rubber-Tired Buses
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along Corridors such as I-25 and possibly Powers Boulevard where it could connect with a 
sufficient number of larger employment and activity centers including downtown. In addition 
one or more LRT lines might be feasible as east/west connections through the planning 
area, particularly if the Citadel Mall area was one of the stops. The recommended 
alternative does not preclude the possibility of incorporating LRT along the Corridor under 
future conditions. 

LRT along Academy Boulevard was screened out from further evaluation because it fared 
poorly in several of the criteria. LRT was perceived to not be able to accommodate future 
auto demand because its fixed guideway requires a reduction in the current number of all-
purpose lanes, and it does not preserve future mobility options because of the rails (also 
referred to as a “fixed guideway”) on which the vehicles would run are not flexible once 
constructed. LRT did not fully support the land use vision because this system would be 
more difficult to implement as an integral part of the street design, with sufficient stop 
frequency to support a vibrant, more local streetscape. Among transit options, LRT is the 
most expensive and inflexible option.  

BRT - Fixed Guideway in the planning area was screened out from further evaluation 
because it fared poorly in several criteria. This technology does not preserve future mobility 
options because of the dedicated guideway is not flexible once constructed. Among transit 
options, BRT-FG is an expensive option due to the dedicated travel lanes. Once 
constructed, this system would lack both the flexibility to be relocated and (depending on the 
option) the potential to flexibly accommodate automobile demand within the travel way. 
BRT-FG systems typically cost $500,000 to $20 million per mile to construct, based on the 
type of travel way. By comparison, BRT-Rubber tired is considered more flexible, adaptable 
and less expensive to implement, and Streetcar is considered more adaptable for shared 
right-of-way use. 

PRT – PRT for the Corridor was screened out from further evaluation primarily because 
insufficient information is available on documented peer systems to perform a complete 
evaluation. The only example of a comparable PRT system commercially operated in the US 
is in Morgantown, West Virginia, which is a successful experiment built in the 1970s. Other 
studies have not evaluated this option for the Pikes Peak Region. PRT was perceived to not 
accommodate future auto demand because the system would not be comprehensive 
enough to attract the users that comprise a significant portion of the current and projected 
future auto demand. Further, PRT does not preserve future mobility options because the 
rails (fixed guideway) on which the vehicles would run are not flexible once constructed. 
PRT did not support the land use vision because as “prototype” technology PRT would be 
cost-prohibitive to implement. However, it is anticipated that the Recommended Alternative 
could be compatible with and adaptable to future PRT. 

Roadway 
Existing 6-Lane – Without the features to promote more desirable multi-modal use of the 
Corridor, this alternative does not fit the Corridor vision and scored poorly in the Community, 
Land Use and Economic Development Impacts, and Multi-Modal categories. Accordingly, 
the Existing 6-Lane is not likely to stimulate economic activity in the planning area, and was 
eliminated from further consideration in Step 1 screening alternative evaluation.  

Multiway with Frontage Roads – Was screened out because it would be very expensive to 
implement, and once established would provide little flexibility for surrounding land uses. 
Concern about the complexity of navigating the multiple intersections (particularly for 
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nonmotorized users) resulted in low scores for this alternative in the Community, Land Use 
and Economic Development Impacts, and Multi-Modal categories. Although screened out on 
Corridor-wide basis, it may be feasible to implement this option at specific locations 
associated with key activity nodes. 

Components Forwarded to Step 2 Screening  
The four transit components that were retained and evaluated in Step 2 screening included: 
Existing Service “Enhanced,” BRT–Rubber tired, Streetcar, and Express Bus. The two 
roadway components evaluated further were the Reconfigured 6-Lane and Dedicated Bus 
Lanes Peak Hour alternatives. All three non-motorized components were retained into 
Step 2 screening.  

Step 2 Screening 
Step 2 screening an assessment of complete transportation systems comprised of individual 
components that were forwarded from Step 1 screening.  

BRT-Rubber tired was evaluated with two roadway types: Dedicated Bus Lanes Peak Hour 
and Dedicated Bus Lanes (i.e., separate travel lane for transit at all times).   

Because Express Bus and BRT-Rubber tired both would operate on similar roadway 
configurations and varied only by the type of transit vehicle they were evaluated together.  
Alternative 3 includes a combination of Existing Service “Enhanced” for longer trips and 
Streetcar for local transit trips.  

Non-Motorized Features are compatible with all transit types and roadway cross sections, 
and are included but did not differentiate among these Alternatives.  Streetscape elements 
would be included, adapted for all transit types and roadway cross sections, and so were not 
included in Step 2 screening as a stand-alone element.  

Recognizing that this study may serve as an initial step in a long series of planning, funding, 
and design efforts, the project team evaluated a no build alternative and implemented other 
processes typically found in an environmental document. This approach was taken so that 
recommendations from this Plan can be referenced in subsequent efforts and be effective at 
linking planning and the National Environmental Policy Act.  

Transit Operations 
Changes could be made to the transit operations in the future that would enhance the 
service provided to riders. Several changes could be applied programmatically, regardless 
of the type of transit system that is developed on Academy Boulevard. For example, 
locations where queue jumps/bypass lanes or transit signal priority could be implemented 
along the Corridor to improve bus travel time and reliability for Express Bus are illustrated in 
Figure 5-7.  

 Transit signal priority would not require modification of the road geometry but would 
likely require an update of the signal system. The transit signal priority would extend 
green time to allow an approach bus to pass through the intersection or initiate the green 
phase early to reduce the amount of delay experienced by the bus. This is a modification 
of phase split times and not the same as signal preemption used by emergency vehicles.  
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FIGURE 5-7 
Potential Transit Priority Locations 

  



5.0 TRANSPORTATION ELEMENTS 

 

ACADEMY BOULEVARD CORRIDOR 5-13 GREAT STREETS PLAN 
JUNE 9, 2011 

 Queue Jumps use a right turn lane or a separate lane developed for buses only between 
the through and right turn lane. At stops, buses would stop to board and alight on the 
near side of the intersection and then would be provided a separate early green phase of 
about 3 seconds to merge from the right turn lane back into the through-lanes before the 
through-lanes are given a green indication. 

 Queue Bypass Lanes are similar to queue jumps but the intersection would be modified 
to provide a bus lane on the far side of the intersection from which buses would merge 
back in to through-traffic. This modification would not require the early green phase that 
the queue jump requires. This type of transit priority could be used for both near and far 
side bus stops. 

Existing Service “Enhanced” – This transit element was paired with the Full Vision land use 
scenario. It was assumed that the existing local bus service would be enhanced by providing 
more frequent service with longer hours of service each day.  What capital investment that 
would be made with this option would be limited to shelters and not the travel way.  

BRT – This transit element was paired with the Full Vision land use scenario. It was 
assumed that the existing local bus service would be retained and a new BRT system would 
be added. The BRT system would operate in dedicated BRT lanes to ensure the highest 
level of reliability and best travel time for the system. In some areas, this would result in an 
8-lane cross section to retain the 6-existing lanes for private auto travel along Academy 
provide a multi-modal, pedestrian friendly environment along Academy Boulevard. The 
transit service plan assumed the following: 

 The existing Route 25 along Academy Boulevard and Route 5 along Platte Avenue 
would continue to operate as today.  

 Major transit hubs would be provided at Maizeland Road, Palmer Park Boulevard, Platte 
Avenue, Pike Peak Avenue, Airport Road, Fountain Boulevard, Chelton Street, Astrozon 
Drive, and Hancock Expressway. These hubs would be designed to provide quick and 
easy boarding and alighting, off board fare collection, and technology to inform riders 
when the next bus will arrive. At a minimum, passenger shelters, seating, and BRT 
branding would be present at these major transit hubs. Other amenities could include 
public art, public address system, and temperature control. Development of TOD 
adjacent to the major transit hubs and within a 0.25-mile walk distance would be 
encouraged. 

 Three new services would be added to these travel Corridors. All routes would utilize 
dedicated bus-only lanes and other transit priority features along Academy Boulevard. 
 25X – This new BRT route would travel along Academy Boulevard but would only 

stop at major transit hubs along the Corridor. This route would substantially improve 
travel time for people making longer trips along the Corridor. 

 25XN – This new BRT route would travel along Platte Avenue and Academy 
Boulevard north of Platte Avenue stopping only at major transit hubs. This route 
would provide a single-seat ride between north Academy Boulevard and downtown 
destinations. Travel time would be superior to using the existing Route 25 and 
transferring to the Route 5 to make this same trip. 

 25XS – This new BRT route would travel along Platte Avenue and Academy 
Boulevard south of Platte Avenue stopping only at major transit hubs. This route 
would provide a single-seat ride between south Academy Boulevard and downtown 
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destinations. Travel time on this route would be superior to using the existing Route 
25 and transferring to the Route 5 to make this same trip. 

Express Bus Option – This alternative was paired with the “full vision” land use scenario to 
provide a comparison to the BRT option. However, it was viewed as a possible means of 
phasing in transit improvements to reach the full BRT option. Like BRT, the existing local 
bus service would be retained and a new express bus system was added. The express bus 
would operate primarily in the existing travel lanes but could be provided localized transit 
signal priority or queue jumps to improve travel time and reliability of the service. Like BRT, 
the roadway classification was reduced from Expressway to Principal Arterial to reflect the 
community’s desire to provide a multi-modal, pedestrian friendly environmental along 
Academy Boulevard. The transit service plan assumed the following: 

 While the express bus would serve the major transit hubs described under the BRT 
Option, the major transit hubs would provide few passenger amenities and would look 
more like a standard bus shelter. Off board fare collection would not be provided and 
boarding and alighting times would be somewhat slower than BRT, impacting the overall 
travel time. While TOD might occur near the major transit hubs, it is unlikely that this 
level of investment in the transit system alone would be enough to encourage 
development or redevelopment.  

 Under this scenario, the existing Route 25 (along Academy Boulevard) and Route 5 
(along Platte Avenue) would continue to operate the same as today.  

 Similar to the BRT option, three new services would be added to these travel Corridors. 
However, a dedicated bus only lane would not be available and therefore travel time 
savings on the Express Bus Option would not be as great at the BRT Option. 

 25X – This new limited-stop bus route would travel along Academy Boulevard but 
would only stop at major transit hubs along the Corridor. This route would improve 
travel time for people making longer trips along the Corridor. 

 25XN – This new limited-stop bus route would travel along Platte Avenue and 
Academy Boulevard north of Platte Avenue stopping only at major transit hubs. This 
route would provide a single-seat ride between north Academy Boulevard and 
downtown destinations. Travel time would be shorter than using the existing Route 
25 and transferring to the Route 5 to make this same trip. 

 25XS – This new limited-stop bus route would travel along Platte Avenue and 
Academy Boulevard south of Platte Avenue, stopping only at major transit hubs. This 
route would provide a single-seat ride between south Academy Boulevard and 
downtown destinations. Travel time on this route would be shorter than the existing 
Route 25 and transferring to the Route 5 to make this same trip. 

Streetcar – This alternative was paired with the Full Vision land use scenario to provide a 
direct comparison to the BRT option. However, unlike BRT and Express Bus, the existing 
local bus service would not be retained but would be replaced with a streetcar serving local 
stops. In addition, a second streetcar route would serve only the major transit hubs, enabling 
faster service for longer trips. The streetcar would operate primarily in the existing travel 
lanes but could be given localized signal priority or queue jumps to improve travel time and 
reliability. Like BRT, the roadway classification was reduced from Expressway to Principal 
Arterial to reflect the community’s desire to provide a multi-modal, pedestrian friendly 
environmental along Academy Boulevard. The transit service plan assumed the following: 
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 The major transit hubs would be designed to provide quick and easy boarding and 
alighting. Off board fare collection and technology to inform riders when the next 
streetcar will arrive would be provided. At a minimum, passenger shelters, seating, and 
streetcar branding would be present at these major transit hubs. Other amenities could 
include public art, public address system, and temperature control. Development of TOD 
along the entire streetcar Corridor would be encouraged. 

 The Streetcar service plan was developed to be comparable and competitive to the BRT 
and Express Bus options. 

 The existing Route 25 would be replaced with a Streetcar that would provide the same 
frequent stops along Academy Boulevard. 

 In addition, a second service pattern (Route 25SCX) would also be in place. The Route 
25SCX would only stop at the major transit hubs and would provide faster travel times 
along Academy Boulevard than the existing Route 25.  

 A new limited-stop bus route would be added to Platte Avenue. The streetcar routes 
along Academy Boulevard would connect to these routes at the Citadel Mall. 
Passengers traveling to and from downtown would be required to transfer to the existing 
Route 5 or the new limited-stop Route 5X at the Citadel Mall. 

Implementation 
The key characteristics of the three new transit elements considered in Step 2 are 
summarized in Table 5-1. The potential service options, including the number of routes, 
frequency of service, and stops needed to implement the transit alternative are illustrated in 
Figure 5-8. Because Express Bus and BRT can be incrementally added to what the City has 
in place today, implementation of these two systems would be relatively easy and have 
minimal impact to vehicles traveling along Academy Boulevard.  

The Streetcar option would require a segment be completed long enough to provide a 
meaningful connection between a primary transit origin and destination. Ideally, the streetcar 
along Academy Boulevard would tie into a larger streetcar network within the City. 
Construction of the Streetcar option would take longer than construction of bus 
improvements and would occur within in 2 of the 6 travel lanes along Academy Boulevard. 
This would disrupt travel along Academy Boulevard for a longer period of time. If other 
streetcar lines were not in place in the Colorado Springs area, a new streetcar maintenance 
facility would also need to be constructed along Academy Boulevard. 

TABLE 5-1 
Summary of Transit Alternative Characteristics 

 
Daily 

Ridership 

Travel 
Time 

(minutes) 

Potential to 
Encourage 

Economic Growth Cost 

Ability to 
Implement in 

Phases 

BRT 1,990 18 Medium 
$0.5 – $5 million 

per mile 
High 

Express Bus 2,080 20 Low 
<$10,000  
per mile 

High 

Streetcar 2,250 24 High 
$15 - $20 million 

per mile 
Medium 
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FIGURE 5-8 
Summary of Transit Service Options 
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FIGURE 5-8 (CONTINUED) 
Summary of Transit Service Options 
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TABLE 5-2 
Transportation System Alternatives Evaluated in Step 2 

Element/Feature 
Alternative 1  

No Build 

Alternative 2  
Express Bus or  
BRT – Rubber 

tired 

Alternative 3  
Streetcar and 

Existing Service 
“Enhanced” 

Alternative 4  
BRT – Rubber tired
in Dedicated Bus Lane 

Land Use Scenario Full Vision Full Vision Full Vision Full Vision 

Roadway: Typical 
Section  
(from Step 1) 

Existing 6-Lane  Reconfigured 6-Lane 
or  
Dedicated Bus Lanes 
Peak Hour 

Reconfigured 6-Lane;  
if steel-wheeled, rails 
would be in pavement 
of outside lanes 

Dedicated Bus Lanes 

Roadway: Facility 
Class 

Principal Arterial Principal Arterial Principal Arterial Principal Arterial 

Roadway:  Number of 
Travel Lanes 

6 (3 each direction) 6 (3 each direction) 6 (3 each direction) 8 (3 vehicle lanes  
plus 1 dedicated transit 
lane in each direction) 

Transit: Line Definition Route 25 Transit operates in 
mixed flow  

Routes 25, 5 remain 
for local service 

New Route "25X" from 
PPCC to Chapel 
Hills Mall 

New Route  
"DTXS-BRT"  
Downtown Express 
from PPCC to CBD 
via Platte 

New Route  
"DTXN-BRT"  
Downtown Express 
from Chapel Hills 
Mall to CBD via 
Platte 

Transit operates in 
mixed flow  

Streetcar vehicles 
replace buses on 
Route 25, serve 
new Routes 5X, 25X 

Routes 25, 5 remain 
for local service 

New Route "25X" from 
PPCC to Chapel 
Hills Mall 

New Route "5X" 
Downtown  
Express from 
Citadel Mall to CBD 
via Platte; riders 
destined for 
downtown  
MUST transfer 

BRT operates in 
exclusive lanes  

Routes 25, 5 remain for 
local service 

New Route "25X" from 
PPCC to Chapel Hills 
Mall 

New Route  
"DTXS-BRT" 
Downtown Express 
from PPCC to CBD 
via Platte 

New Route  
"DTXN-BRT" 
Downtown Express 
from Chapel Hills Mall 
to CBD via Platte 

Transit: Frequency [Total 2 buses / hour] 

Route 25: 30 min  

Route 5: 30 min  

[Total 6 buses / hour] 

Route 25: 30 min  

Route 5: 30 min  

Route 25X: 30 min  

Route DTXS: 30 min  

Route DTXN: 30 min  

[Total 6 buses / hour] 

Route 25: 30 min  

Route 5: 30 min  

Route 25X:15 min  

Route 5X: 15 min  

[Total 6 buses / hour] 

Route 25: 30 min  

Route 5: 30 min  

Route 25X: 30 min 

Route DTXS: 30 min  

Route DTXN: 30 min  

Transit: Stop Definition Local service stops Local service stops 

Express buses stop 
only at major 
intersections 

Streetcar serves local 
service stops 

Express streetcars 
and buses stop only 
at major 
intersections 

Local service stops 

Express buses stop 
only at major 
intersections 
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Element/Feature 
Alternative 1  

No Build 

Alternative 2  
Express Bus or  
BRT – Rubber 

tired 

Alternative 3  
Streetcar and 

Existing Service 
“Enhanced” 

Alternative 4  
BRT – Rubber tired
in Dedicated Bus Lane 

Transit: Regional 
Service Assumptions 

Planned service 
(Route 5 to CBD and 
transfers to other 
routes at Citadel Mall) 

Improved transit 
frequency on 
Academy, Platte with 
"single seat" rides into 
downtown (i.e., no 
transfer) 

Improved transit 
frequency on 
Academy, Platte with 
transfers at the Citadel 
Mall 

Improved transit 
frequency on Academy, 
Platte with "single seat" 
rides into downtown 
(i.e., no transfer) 

Non-Motorized 
Features 
(from Step 1) 

On-street Bike Lanes, 
Parallel Bike Paths 
and Sidewalks would 
be compatible in  
some segments 

On-street Bike Lanes, 
Parallel Bike Paths 
and Sidewalks would 
be compatible in  
some segments 

On-street Bike Lanes, 
Parallel Bike Paths 
and Sidewalks would 
be compatible in  
some segments 

On-street Bike Lanes, 
Parallel Bike Paths and 
Sidewalks would be 
compatible in  some 
segments 

 

The four alternatives – three build alternatives and the no build alternative, the latter 
included for information to use in future studies conducted under the National Environmental 
Policy Act – were compared to each other using criteria in six categories, listed above.  

Alternative 1 was eliminated from further consideration because it does not meet the 
Corridor vision and would not be effective at stimulating economic activity.  

Alternative 4 was eliminated from further consideration because it was considered costly to 
implement, difficult to construct in small phases, and inflexible with respect to future land 
use.  

5.5 Recommended Alternatives 
Alternative 2: Express Bus / BRT-Rubber tired and Alternative 3: Streetcar / Existing Service 
“Enhanced” fared equally well in Step 2 screening, and both are recommended for 
implementation on the Academy Boulevard Corridor.  These two Alternatives fared equally 
well:  Alternative 2 would be less expensive to implement, and could be more easily phased 
in segments.  Alternative 3 was considered more in alignment with the Corridor vision and 
more compatible with land use and economic development.  

These recommendations include the construction of Non-Motorized elements throughout the 
Corridor under both Alternatives, with specific characteristics varying by segment.  These 
elements and Streetscape Concepts and Access Guidelines would be developed to be 
compatible with themes or nodes in specific areas.  

5.6 Enhancing Alternatives 
The project team developed concepts for Streetscapes Concepts and Access Guidelines 
that could be implemented with the Recommended Alternatives.  Improvements to 
streetscape elements including signage, street trees, planters, pavements, and other related 
elements along the street represent an important element of planning for Complete Streets.  
The general principals and concepts for Access Guidelines apply equally to all alternatives 
regardless of land use, transit service, and roadway cross sections. 
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Streetscape Concepts 
This initial planning for the Academy Boulevard Corridor did not include detailed design or 
the creation of final design concepts for streetscape elements along the Corridor. However, 
the design team did create some initial concepts for streetscapes, tied to various types of 
intersections or nodes along the Corridor, to provide guidance for the city and subsequent 
design efforts as the revitalization of Academy Boulevard continues. These concepts 
provide an idea of how various locations along the Corridor would look or feel to drivers and 
pedestrians traversing the Corridor. Streetscape improvements alone usually are not 
sufficient to help transform a challenged Corridor such as Academy Boulevard. However, 
when paired with a comprehensive and multi-modal strategy for improvements to the 
Corridor, effective streetscape improvements can help stimulate reinvestment, improve the 
appearance of the Corridor, and restore community pride and vitality.  

FIGURE 5-9 
Concept for Median Treatment 

 

Concepts by Node Type 
The design team created conceptual streetscape concepts for each of the types of nodes 
articulated as part of the study (Gateway, Employment Center, Mixed-use Center, and 
Citadel Mall). The following outlines the key attributes of the conceptual streetscape ideas 
presented for each type of node: 
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Gateway Node – Maizeland Road 
Planning for Academy Boulevard identified two intersections at either end of the planning 
area (at Maizeland Road, and at Drennan Road) that would represent “gateway” locations to 
this portion of Colorado Springs in the future. The north gateway at Maizeland Road would 
provide a gateway for residents travelling from the northern portion of the City into the South 
Academy Boulevard area. It would also link the park areas to the north and west of this 
intersection to the commercial districts stretching to the south from Maizeland Road. The 
southern gateway at Drennan Road would provide an official gateway into the City from Fort 
Carson and other points to the south. The design team provided conceptual concepts for the 
Maizeland intersection as an example of how a gateway node would appear along the 
Corridor in the future. 

The streetscape concepts for the Maizeland Road intersection depicted the view looking 
along Academy Boulevard to the south from the main intersection. The roadway currently 
features a median with limited vegetation. This area between the travel lanes often collects 
trash and other debris that significantly detracts from the visual quality of the Corridor. The 
City has constructed a bike and pedestrian lane along the west side of Academy Boulevard, 
south of Maizeland Road, in order to provide connectivity to the nearby park on the 
northwest corner of the intersection. However, the bike and pedestrian trail lacks any 
substantive landscaping along the frontage with Academy Boulevard. 

The suggested streetscape concept calls for the installation of ground cover including 
shrubs, grass, and flowers along the median running down the middle of Academy 
Boulevard. It also articulates the placement of new street lighting and decorative banners 
along the median in order to improve the visual appearance and, importantly, to detract from 
the presence of the high voltage power lines running down the middle of Academy 
Boulevard in this part of the Corridor. Along the west side of Academy Boulevard, new street 
trees and shrubs would improve the visual quality of the bike / ped trail and provide shade 
for individuals using this amenity.  

The plan view depicts the overall streetscape concept for the gateway node at Maizeland 
Road. In addition to the improvements along the median and along the west side of 
Academy Boulevard to the south of the intersection, improved pavers for crosswalks at the 
intersection would improve access for pedestrians and bicyclists and improve aesthetic 
quality at the intersection. 

Together, these streetscape concepts would improve the aesthetic quality of the gateway at 
Maizeland Road and help link the amenities of Palmer Park with the Corridor, running to the 
south, as shown in Figure 5-10. 
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FIGURE 5-10 
Gateway Node - Maizeland Road  

Employment Center Node – Academy Boulevard at Academy Park Drive Loop South 
The overall planning for the Corridor identified two nodes primarily geared to corporate 
users and employment centers, on either side of Fountain Boulevard at the intersections 
with Academy Park Drive Loop North, and Academy Park Drive Loop South. The suggested 
streetscape concepts for the intersection at Academy Park Drive Loop South improve 
walkability for workers in the area and improve safety and connectivity along this portion of 
the Corridor. The existing condition along Academy Boulevard (looking north from the 
intersection) features fairly limited street trees and very little in terms of ground cover to add 
aesthetic quality. Pedestrians walking along the sidewalk attached to the Academy 
Boulevard roadway enjoy very little shade. The roadway dominates the overall streetscape 
to the detriment of walkability and other modes of travel. These views and conditions are 
shown in Figure 5-11. 
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FIGURE 5-11 
Employment Center Node - Academy Boulevard at Academy Park Drive Loop South 

 

The suggested streetscape concept for the employment node calls for the installation of a 
range of street trees along either side of Academy Boulevard, both the north and to the 
south of the intersection, as well as improved street lighting and banners. A landscaped 
median would eventually include street trees and ground cover as well, and bus shelters 
along either side of Academy Boulevard would help anchor major bus stops at this location 
serving major employers. 

Typical Mixed-Use Node – Hancock Expressway and Academy Boulevard 
The design team identified a number of intersections along south Academy Boulevard as 
potential locations for mixed-use developments. These locations could feature a variety of 
commercial, residential, office, and entertainment uses. The design team considered how 
future streetscape improvements could help stimulate and support mixed-use development 
concepts at a key intersection – Hancock Expressway and Academy Boulevard in the 
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southern portion of the planning area. One concept for the streetscape in this area is 
illustrated in Section 6.7-Hancock Intersection Prototype.  

The existing Hancock Expressway intersection features right turn ramps that leave 
considerable open space between the ramps and the actual intersection between Academy 
Boulevard and Hancock Expressway. This open space currently is not used and has a 
negative effect on the Corridor. Landscaping is non-existent and this zone – on all four 
corners of the intersection – is a magnet for trash and debris. This condition contributes to 
the barren appearance of the intersection area. 

The City’s long term plans for the intersection call for the removal of the right turn ramps. 
The first of these ramps, on the southeast quadrant of Hancock Expressway and Academy 
Boulevard, have already been removed. The removal of all four ramps would free up 
additional land for development and open space, closer to the actual intersection. The plan 
view of the suggested streetscape concept depicts how buildings could be located closer to 
the intersection and may contain a mixture of land uses. Improved streetscape elements 
including street trees, monumentation markers, improved crosswalks, and improved bus 
shelters would add to the visual quality of the intersection as well and help to attract 
pedestrian movement. All of these elements would also help to obscure the views of the 
high voltage power lines running along the east side of Academy Boulevard in this segment 
of the Corridor. 

The integration of additional land for mixed-use development (coupled with potential 
streetscape improvements) would help to establish Hancock Expressway and other 
locations along the Corridor as potential locations for mixed-use development in the future. 

Citadel Mall Node 
The Great Streets effort identified the Citadel Mall (together with adjoining properties and 
outparcels on either side of Academy Boulevard) as a major node along the Corridor that 
would potentially serve not only the South Academy Boulevard Corridor, but the entire City. 
This node could include a variety of land uses potentially oriented around a “Main Street” 
running east-west from one side of Academy Boulevard to the other, as shown in 
Figure 5-12. 
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FIGURE 5-12 
Citadel Mall Node  

 

In the spirit of creating a major mixed-use destination at this location, the suggested 
streetscape concepts aimed to create a more walkable and comfortable environment along 
this portion of the Corridor. As depicted, the streetscape improvements would include 
additional street trees as well as the installation of monumentation that could identify the 
Citadel Mall area as a major destination along the Corridor. Improved pavements and 
treatments for the crosswalks along each side of the main intersection with Portal Drive 
would improve access for pedestrians and bicyclists. All of these improvements would help 
to improve the aesthetic quality of this major destination along the Corridor. 

Access Guidelines 
The access guidance recommendations focused on broad concepts and strategies that 
would be applied as properties redevelop along the Corridor. The recommendations also 
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include intersection spacing recommendations for signalized and stop-controlled 
intersections.  

Much of the existing access along Academy Boulevard was established when the roadway 
was under the jurisdiction of CDOT. In the latter years of their jurisdiction, the State applied 
a strict policy of access management through the requirements of the State Highway Access 
Code (Code). This is evident by the presence of raised medians throughout the Corridor and 
many restricted turn movement intersections. Prior to the Code, CDOT’s access 
management policy was less strict, as evidenced by numerous curb cuts and less than 
standard signalization intersection spacing.  

When the City took ownership of Academy Boulevard, it inherited a roadway with an access 
structure established through decades of development. As a whole, the Corridor has much 
more direct access than similar roadways in the city; however, the divided nature of 
Academy Boulevard provides a fair amount of existing access control that limits turn 
movements to major signalized intersections and a few stop-controlled intersections. 

Access conditions vary throughout the Corridor with much more access provided north of 
Airport Road, as illustrated in Figure 5-13. The 0.5 mile segment from Maizeland Road to 
Constitution Avenue has 4 intersections (3 of which are unsignalized) and 13 driveways. 
The 2.5 mile segment from Constitution Avenue to Airport Road has 13 intersections (3 of 
which are unsignalized) and 13 driveways.  

South of Airport Road, fewer direct access points are provided onto Academy Boulevard. 
The 2 mile segment from Airport Road to Astrozon Drive has 14 intersections (10 of which 
are unsignalized) and 20 driveways.  The 1 mile segment from Astrozon Drive to Drennan 
Road has 5 intersections (none of which are unsignalized) and 6 driveways. 

Just as access conditions vary in different segments of the Corridor, so does potential for 
change, as described in the following recommendations.   

Recommendations  
Generally, the purpose of access guidance is to provide safe and efficient vehicular access 
to land development that best balances community transportation and property owner 
objectives. Good access guidance improves safety for all modes of travel, reduces conflict 
points, provides parameters for new access, allows for the reconfiguration of existing 
accesses, creates a more attractive roadway Corridor, and fosters a friendlier environment 
for bicyclists and pedestrians.  

Given the relatively mature nature of access in the Corridor, the implementation of access 
strategies will track closely with redevelopment in the Corridor. As properties redevelop, the 
following strategies would be effective in improving existing access conditions in the 
Corridor. 

 Consolidate Existing Access – As properties redevelop or combine under a single 
ownership, close existing curb cuts and consolidate property access to reduce direct 
access to the Corridor. This is particularly applicable north of Airport Road, where 71 
driveways provide direct access to Academy Boulevard in 3 miles.  This is nearly three 
times more driveways than in the 3 miles south of Airport Road.  
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FIGURE 5-13 
Access Conditions and Roadway Access Guidelines 
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 Provide New Signals – As properties redevelop, install new signals to improve access 
at select points in some segments.  New signals could be considered between 
Maizeland Road and Constitution Avenue and between Airport Road and Astrozon 
Drive. In these segments circulation also may be improved through partial access 
features including right in/right out, right-in-only or right-out-only.  

 Provide Supporting Street and Circulation System – As opportunities become 
available, seek ways to provide connections between adjacent properties to 
appropriately accommodate redevelopment. Interconnected street and circulation 
systems provide alternative routes to bicyclists, pedestrians, and motorists and removes 
short trips from the Corridor. 

 Provide or Relocate Access to Cross Streets – As properties redevelop or are 
combined under a single ownership, explore opportunities to relocate access from the 
Corridor to a cross street. 

Access Spacing – Based on current access conditions and the recommendation to 
reclassify the expressway portion of Academy Boulevard to a principal arterial, the following 
are the recommended access spacing guidelines for the Academy Boulevard Corridor. 

 Traffic Signals – Average spacing of 0.25 mile. 

 Stop Controlled Intersections – Minimum 500 feet between intersections. In general, 
these intersections will likely be restricted to three-quarters and right-in/right-out types of 
accesses.  

New Access/Signalized Access – Recommendations to lower Corridor travel speeds and 
to downgrade the classification of the expressway portion of Academy Boulevard to a 
principal arterial creates opportunities for new access in the Corridor. Lower Corridor speeds 
decrease the functional area of an intersection. The functional area of an intersection is 
defined as an area upstream of the intersection where motorists need to respond to the 
intersection with deceleration, lane changing, stopping, and/or turning, as shown in 
Figure 5-14. As a general rule, traffic conflicts are reduced when the functional area of 
intersections do not overlap. When travel speeds are reduced the upstream functional area 
of an intersection decreases which creates access “window” in which to provide new access.  

Using the recommended spacing for traffic signal, Figure 5-15 shows the potential locations 
of new traffic signals in the Corridor. It is recommended that the approval of new traffic 
signals be accompanied by an improved traffic study that shows minimal impacts to the 
traffic flow. As shown, there are potentially six locations where new traffic signals could be 
installed with five of these locations being south of Platte Avenue. 
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FIGURE 5-14 
Functional Area of an Intersection 
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FIGURE 5-15 
Existing and Potentially New Locations for Traffic Signals 
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6.0 Funding Options and Implementation 

6.1 Introduction 
Although the scope for this Plan did not include a detailed analysis of funding options or 
formal funding priorities, it is recognized that securing and effectively allocating consistent 
and ongoing public and private funding will be essential to the success of the Plan. Funding 
options will need to be explored further and priorities will be identified and then refined as 
this effort moves forward. It is assumed in this Plan that a combination of public and private 
investment will be needed over a long period to support and stabilize this Corridor. The roles 
of public investment include: 

 Maximizing the effective use and accountability of scarce public resources. 

 Addressing existing system deficiencies and ongoing baseline maintenance. 

 Constructing and operating a share of improvements that will benefit the entire Corridor 
and region. 

 Establishing the overall conditions necessary to incent substantial private investment. 

 Leveraging specific public-private partnerships and catalyst projects. 

 Assuring that private development pays its “fair share” of the public improvements from 
which it will directly benefit and that mechanisms are in place and implemented to 
adequately distribute and recover costs.  

Future Contingencies 
In most cases there are a variety of future contingencies associated with these funding 
sources, including but not limited to the following: 

 Location and extent of private investment interest in the Corridor including formation of 
financing districts 

 City and regional funding allocation decisions throughout the community 

 Future availability of federal funds, particularly for transit 

 Availability of tax increment financing (TIF)  

 Availability of Colorado Springs Utilities Undergrounding Fund 

 Future decisions of the community voters, particularly with respect to a potential PPRTA 
reauthorization and decisions  

As funding plans move forward, they will need to consider and adapt to these contingencies. 
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6.2 Supporting Conditions 
One of the key assumptions of this Plan is that in the absence of certain basic supporting 
conditions, even a comprehensive integrated approach to land use and transportation and 
broad-based public and private reinvestments in development and infrastructure- may not 
result in success.  Some of these supporting conditions and factors fall outside the 
traditional realm of land use and transportation planning.  And, in some cases the City will 
have limited authority or jurisdiction to formally address these topics, and instead will need 
to approach them via partnerships and mutually supportive arrangements. A number of the 
key supporting conditions are discussed below. 

Public Schools 
The role of schools and particularly public school systems is now and will continue to be 
critically important to the success of revitalizing the Corridor.  First and foremost, it is difficult 
to attract and retain families with children to existing or new neighborhoods if the locally-
available schools are perceived as undesirable by those with a choice or inclination to live 
elsewhere based on school preference. The perceived quality of the school system also has 
a direct relationship to overall property values.  Although some neighborhoods and business 
areas can prosper without locally desirable schools, there is a clear and obvious, value-
added component.  Second, schools function as key centers and anchors for neighborhoods 
and the larger community. This holds true whether they perform more traditional roles as 
neighborhood schools or where they have evolved or have been “repurposed” to either draw 
more choice students from a larger area or to provide alternative programs and services. 

Generally, District 11 has engaged in a more active “repurposing” process in conjunction 
with their need to close some facilities as traditional schools due to a long-term pattern of 
lower enrollments.  In particular, District 11 has converted the former Emerson Middle 
School on Pikes Peak Avenue east of Academy Boulevard into the Jack Swigert Aerospace 
Academy in coordination with the Space Foundation.  Irving Middle School, which had very 
low enrollment, is now being reconfigured to support myriad special programs including on-
line learning, adult learning and a hospitality curriculum. These changes are being 
undertaken in cooperation with a variety of community partners including the Chamber of 
Commerce.  In both cases, these facilities are being transformed to serve users from a 
broader geographic area and during periods outside traditional school hours.  

The Harrison School District has not experienced the same level of decline in traditional 
enrollments.  In their case, the changes in the role of facilities have been more modest in 
response to factors such as changing demographics and attendant student needs. Going 
forward it is likely that the programmatic and facility needs of the school districts will 
continue to evolve.  If the recommended mixed-use densification of identified activity center 
nodes does occur, there may be a need for additional school facilities in these redeveloping 
areas. As this revitalization effort progresses, continued communication with, and support of 
the school districts, will be very important. 

Parks and Community Centers 
In addition to addressing certain gaps in physical parks and community center infrastructure, 
there is a concern with providing ongoing operations, programming and maintenance 
support for these facilities.  Continuing and sustainable support for these community assets 
will be critical to the success of this overall effort.  
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Neighborhood Engagement 
Active neighborhood identity and engagement is understood to be an important component 
of more vibrant and livable communities.  Neighborhood engagement in the planning area is 
relatively low compared with the city at large.  Responses to annual surveys conducted by 
the Police Department underscore this fact.  Only a few neighborhoods are organized to the 
degree that their associations meet regularly or they maintain a membership with the 
CONO.  Where there is organized involvement, it tends to be limited to certain discrete 
activities, such as neighborhood watch programs or HOAs meeting for limited and specific 
purposes.  In a number of single-family areas, the older, long-term residents are no longer 
as active in their neighborhoods and the newer, often younger residents are not becoming 
formally involved.  This trend is particularly evident with minority communities, and 
especially with the Hispanic residents who now account for a large proportion of the area’s 
population.  Due to the inherently transitional nature of their residents, it is particularly 
difficult to establish and maintain high levels of neighborhood engagement and interaction in 
the multi-family areas that predominate in many parts of the Corridor.  Somewhat similarly, 
the relatively short tenures of many military families make it more difficult to establish long-
term connections to neighborhoods. 

Going forward, it will be important to establish and maintain higher levels of neighborhood 
identity and engagement throughout the planning area.  This will continue to be a challenge, 
and will require a variety of approaches and strategies.  However, it is expected that the 
combination of land use and transportation recommendations put forward in this Plan will 
contribute significantly to a built environment that is supportive of neighborhood engagement 
and identity.   

Regional Transit Governance, Funding and System Availability 
An adequate governance and funding system for regional transit will need to be in place in 
order to assist with the both the funding and the ongoing operation of the phased transit 
improvements and eventual robust transit system components recommended for the 
Corridor, as discussed in Chapter 5. Moreover, although Corridor-specific transit 
improvements are likely to achieve some benefit in and of themselves, their full value and 
effectiveness can only be achieved if regional service levels and interconnecting transit 
routes are sufficiently robust. 

Crime and Public Safety 
Concerns with both actual and perceived criminal activity need to be addressed in order to 
provide an incentive for private investment in the Corridor and to assure that public 
infrastructure and transportation service investments have their desired positive effect.  As 
noted elsewhere in this report, crime rates in the planning area may not be that high 
compared to national standards, but are comparatively higher than City-wide rates.  There is 
also a perception that crime is a concern, along with a relative lack of community and 
neighborhood engagement.  If existing or prospective residents and businesses experience 
or even perceive a public safety problem they will be less likely to choose to remain in the 
area, relocate into it, frequent its businesses, or invest in them.  This negative perception 
can lead to cycle of decline even if substantial investments are made for public 
improvements.  



6.0 FUNDING OPTIONS 

 

ACADEMY BOULEVARD CORRIDOR 6-4 GREAT STREETS PLAN 
JUNE 9, 2011 

Colorado Springs Police Department and Community Approaches 
Responsibility for and expertise associated with promoting and maintaining public safety, 
falls largely outside the direct scope this Plan.  However it is clear that a successful 
approach to community public safety will need to be multi-faceted, and will need to include 
effective and efficient allocation of sufficient resources to the Colorado Springs Police 
Department to provide both traditional police protection and community policing programs.  
Attention needs to be given to reducing both violent and non-violent crime, including those 
seemingly minor offenses that in aggregate diminish quality of life and reduce pride and 
engagement in neighborhoods and associated non-residential and public areas.   

Additional approaches are needed, in part because traditional policing (deploying fully 
trained officers on the street and providing direct support for their activities) is expensive. 
Enhancement and expansion of the community policing programs currently being 
undertaken in the Corridor is another important facet of the overall solution. This includes 
neighborhood-oriented approaches such as neighborhood watch programs as well as 
initiatives directed toward crime prevention for businesses and schools. 

Neighborhoods and business groups can also provide added value by becoming organized 
and engaged in cooperation with the Police Department. Technology such as camera and 
alarms, and auxiliary security personnel and services can also be used to augment the 
resources of the Police Department.  The Citadel Mall, for example, employs its own security 
personnel which use a variety of technologies.  

A promising approach to long-term crime prevention can be examined within the context of 
the situational policing model. Devised by Nolan, Conti, & McDivitt, situational policing is a 
theoretical framework for understanding neighborhood dynamics and their effect on crime by 
strengthening neighborhoods and reducing crime.1 Situational crime prevention refers to 
measures taken by law enforcement and other agencies to modify the social and physical 
features of a target area in order to make them less attractive to criminals. It is based on the 
idea that law enforcement can help neighborhoods develop interdependent partnerships 
among its residents, and community and civic organizations. Instead of looking at crime 
patterns as one dimensional, it encourages analysts, residents, urban planners, government 
officials, and community groups to work collaboratively to assess the characteristics of a 
neighborhood which may promote or inhibit collaboration with law enforcement.2  

In addition, situational policing assesses the underlying factors that contribute to a particular 
neighborhoods cohesiveness (or lack of) and then helps these neighborhoods create 
collective efficacy. Collective efficacy refers broadly to the community’s ability to control the 
behavior of its inhabitants and to organize when needed to attract amenities and repel 
negative influences.3 This means that residents feel liable for safety and upkeep in their 
neighborhoods, and this feeling of shared responsibility relates generally to the level of 
crime. Researchers have found that neighborhoods high in collective efficacy experience 
crime rates which are 40 percent below those of neighborhoods that have lower collective 
efficacy.4 Collective efficacy can be achieved through increased Neighborhood Watch 
programs and community education. Neighborhood Watch programs can help to reduce 

                                                      
1 Nolan, J., Conti, N., & McDivitt, J. (2004). Situational policing: Neighborhood development & crime control. Policing & 
Society, 14(2), 99-117.  
2 Markovic, J. (2009). Neighborhoods matter: A situational policing perspective. Geography & Public Safety, 2(2), 10-12.  
3 Chamard, S. (2009). Collective efficacy and fear of crime in the Mat-Su Borough. Alaska Justice Forum, 25(4): 4–7. 
4 Sampson, S., Raudenbush, Earls, F. (1997). Neighborhoods and violent crime. A multi-level study of collective efficacy. 
Science, 277, 918-924. 
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crime by promoting citizens to get to know and watch out for their neighbors and to watch 
out for each other’s property.  

Neighborhood Watch also helps to create an identity within the neighborhood which tends to 
foster a sense of pride and belonging for the members. Community education can also help 
reduce crime and increase collective efficacy by educating citizens on the proper ways to 
secure property (closing garage doors, locking doors and windows), the proper use of 
burglar alarms, improving property visibility (trimming trees and bushes for improved line of 
sight), and increasing occupancy indicators (clearing delivered newspapers left on 
driveways, leaving lights on when on vacation, dogs).  

In addition to all of the approaches outlined above, there are a variety of community-based 
approaches that endeavor to address many of the root causes of criminal behavior in order 
to reduce the need for enforcement or strategies that make it more difficult for crimes to be 
committed.  These include myriad public, non-profit and private programs and initiatives 
directed toward issues such as poverty, education, family support, substance abuse, 
community centers, housing and related topics. 

Direct Public Safety Benefits of this Plan 
Notwithstanding the critical importance of broader approaches to crime reduction and 
prevention, there are aspects of this land use and transportation plan that should directly 
contribute to a safer environment throughout much of the Corridor.  There are two primary 
contributing factors.  First, investment in a high quality street and public realm will generally 
encourage existing and more law-abiding residents and businesses to remain in the area.  
These features will also attract new residents and business with the same characteristics.  
Second, more activity, and especially a more vibrant street life, creates an environment that 
is less fertile for crime.  There are more “eyes on the street” associated with mixed use 
activity and an active multi-modal street.  All else being equal, this higher level of activity 
and eyes on the street contribute to an environment this both is and is perceived to be safer.  
The essence of this focus on the built environment in mitigating crime in neighborhoods and 
streets is Crime Prevention Through Environmental Design.  

6.3 Major Funding Options 
A suite of options is available to fund and implement this effort, and a diverse combination 
will be needed to achieve success. However, there are a few key sources that are expected 
to be critical and play an important role. These are discussed below. 

Pikes Peak Regional Transportation Authority Reauthorization 
The portion of the voter-authorized PPRTA sales tax dedicated to capital projects sunsets in 
2014, unless reauthorized by the voters. Currently, 55 percent of net PPRTA revenues are 
earmarked for this category and allocated toward a voter-approved list of projects. As part of 
a potential reauthorization election a new list of capital projects could be presented to the 
voters. Improvements for the Academy Boulevard Corridor could be included in this 
reauthorization effort. Additionally, as part of a reauthorization election, a larger role could 
be established for PPRTA in the governance and/or financing of regional transit. 

PPRTA funding is important in part because other sources often are limited in terms of total 
available dollar amount or limitations on use of the funding, or both. PPRTA annually 
collects and distributes almost $35 million per year for capital projects within its boundaries.  
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Any capital funding from a PPRTA reauthorization would not be available until sometime 
after 2014, and then would become available consistent with the priorities tied to a 
voter-approved list of projects. 

PPACG-Allocated Transportation Funding 
Consistent with its 20-year Long Range Transportation Plan and Transportation 
Improvement Program (TIP), the Urban Area Policy Committee makes recommendations for 
allocation and use of federal, state, local and private transportation funds for a variety of 
programs and categories related to the urbanizing area within the region. The PPACG acts 
as the Metropolitan Planning Organization to facilitate this process. Projects or their 
amendments must be included in these to be eligible for funding. 

Every few years the PPACG Long Range Transportation Plan is updated via a 
transportation modeling and public process, which results in a revised list of fiscally 
constrained projects for the region. Federal funds are then budgeted for these projects via 
the TIP, which is a four- to eight-year programming budget.  

Going forward, access to a share of the funds allocated via this PPACG-facilitated process 
will be an important source of funding for this effort. Because of the nature of this process, 
there is relatively limited flexibility in the first three or four years of the TIP unless new 
unanticipated revenues are identified.  

Federal Transit Funding 
Success of the transit elements of this Plan likely will be contingent on securing significant 
funding through the Federal Transit Administration. Many Federal Transit Administration 
grant programs require a local match, so a source of local funding would be required. 
Securing federal funding for a new system (for example, BRT or streetcar) likely would 
require the completion of planning/environmental studies that comply with the National 
Environmental Policy Act. 

Districts and/or TIF Funding 
Districts and/or TIF funding are likely to be needed to leverage the value of enhanced 
private property values and spread the costs over time via long-term public financing. As 
described in the Incentives section below, TIF allows the property to capture any added 
increment of general tax revenues to offset and finance the public facilities cost needed to 
improve the properties. Various district options, described below, can be used to provide 
access to tax exempt financing and allow the City and/or the developer to shift these costs 
as future tax obligations to the benefiting properties. Districts also provide a mechanism to 
provide ongoing maintenance of amenities such as streetscape and landscaping that would 
typically not be accomplished with general City revenues. 

Other Funding Considerations  

Critical and Time Sensitive Needs 
There are and will be certain critical and time-sensitive funding needs and relationships 
associated with this project as it moves forward.  In the immediate future one of these will be 
the need for coordination of plans and funding for continuing planning and preliminary 
design.  There will be a need to coordinate efforts such as the ongoing update of the 
PPACG Long Range Transportation Plan, plans for a potential reauthorization of the PPRTA 
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capital projects sales tax, the Future of Regional Transit effort, and Streetcar planning all 
with the objective of maintaining flexibility and adaptability.  Projects need to be integrated 
into these plans as they each adapt to rapidly evolving circumstances.  Projects need to be 
included in fiscally constrained plans in order for them to even potentially be funded.  In 
some cases, sources of local match need to be indentified early in the process. 

One of the critical next step planning activities will be to identify a source of funding for the 
Environmental Assessment which will be necessary to support any substantial new transit 
service or facilities in for the Corridor. Funding for planning and preliminary design will also 
need to be set aside for first phase projects, including the segments of roadway in the 
poorest condition and the Hancock Expressway Prototype area. 

As noted elsewhere in this Plan, the segments of Academy Boulevard with poor quality road 
base will require attention within the next several years regardless of other project decisions 
and funding priorities. 

Finally, what are critical and time sensitive needs will evolve over time in part as a response 
to the needs of the development community. 

Value Capture  
In a more general sense, it will be important to align public and private funding investments 
to maximize value and efficiency.  It will also be important to assure the adequate and 
proportional contributions are made to public projects from benefiting property owners. The 
City Code has recently been amended to extend cost recovery to include not only private 
developers when their public improvements extend benefit to other properties, but also to 
public agencies where these improvements benefit future development. The concept of 
value capture is discussed subsequently with the topic of electric transmission line 
undergrounding.   

Taking Advantage of Available Funding 
All other considerations being equal, there will also be a need to take advantage of whatever 
sources of public or semi-public funding may be available.  In order to maximize this 
potential, plans need to be in place with sufficient contingencies included to allow for an 
adaptive response to the inevitable changes in the funding landscape. 

Timing and Segmentation 
Successful implementation of the public projects associated with this Plan will require careful 
consideration of the sequencing of plans and improvements.  This includes whether the 
project can or should be phased and/or constructed in segments.  Many of these 
relationships are addressed in the document “Summary of Phasing, Timing and 
Segmentation Characteristics of Implementation Components,” included in Appendix 6.  

There is a logical progression associated with many of the planning, design and construction 
and service/maintenance activities and projects necessary to implement this Plan.  In many 
cases one activity needs to logically precede another.  For example, certain major changes 
to transit facilities and services cannot be implemented in the absence of an approved 
federal Environmental Assessment. 
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Likewise, some projects or activities are amenable to phasing at a given location while 
others need to be implemented more or less all at one time.  Again, using transit as the 
example BRT is more amenable to implementation in stages within a given segment or area 
compared with streetcar. 

Segmentation refers to the potential for implementation in only certain areas or in different 
areas or segments at different times.  Electric transmission line undergrounding is an 
example of an activity that is amenable to segmentation (so long as the segment is long 
enough) but not to phasing within a given segment. It is not possible to "phase" the 
undergrounding of transmission lines in a given geographical area.  Instead, the overall 
undergrounding process is completed segment by segment along a corridor. 

Potential Costs 
This Plan does not provide a detailed budget or cost estimate for complete implementation.  
This is in part because the full extent of necessary improvements is not entirely decided, 
especially with respect to transit.  Generally, planning, design and regulatory steps are the 
least expensive followed by minor physical improvements such as signalization changes 
and lane modifications.  At-grade roadway reconstruction, streetscape, utility 
undergrounding and phased enhancement to transit service typically fall into the moderate 
funding category.  Major transit facility changes and new interchanges of major Complete 
Streets construction projects ordinarily fall into the most expensive category.  A general and 
qualified list of potential costs for selected projects and activities is provided in Table 6-1; 
these figures are included for general illustrative purposes only. 

6.4 Incentives 
The City, Colorado Springs Utilities, and/or other agencies may desire to provide incentives 
that would assist private development to be successful in the planning area in a manner that 
generally advances the vision, goals, and objectives established in this Plan. Appendix 6 
includes a summary of many of these possible incentives. Some of the incentive options are 
currently available, whereas others would require additional separate action before they 
might become available. 

Generally, these incentives fall into the following broad categories: 

1. Plans in Place – Having plans, designs, regulations, procedures, and public 
improvement plans in place to encourage, allow, or expedite conforming development. 
Plans in Place will include this Great Streets Plan as well as more detailed topical, 
design, transit facilities and possibly form-based zoning or similar zoning plans that are 
expected to be developed or formally updated as this effort progresses. The intent of 
these plans is to assist in providing clear and accepted direction and set of expectations 
that together incentivize private reinvestment in this planning area and Corridor. 

2. Publicly Funded Improvements – Direct public-sector financial participation in the 
improvements that are either necessary for private investment or will contribute to its 
success. Future and ongoing public investment in this Corridor would represent an 
important and critical incentive. 

 



6.0 FUNDING OPTIONS 

 

ACADEMY BOULEVARD CORRIDOR 6-9 GREAT STREETS PLAN 
JUNE 9, 2011 

TABLE 6-1 
Potential / Comparative Project Costs  

Project or Activity Cost Per Mile Total Corridor Cost 

Transit Environmental Assessment  N/A $250-500 Thousand 

Intersection Enhancements to Improve 
Transit Operations 

$20 Thousand to 
$200 Thousand per location 

$1 Million 

Capital costs for BRT and Streetcar 
Options 

Highly variable, from low cost 
up to $20 Million per mile  

From low cost up to $120 Million 
in Corridor 

New Citadel Transit Center on Academy 
Boulevard  

N/A $10 Million** 

Implement Peak Hour 15-Minute bus 
service on Academy Boulevard Route 

N/A  $950 Thousand per year  
for Route 25*** 

Major Roadway Reconstruction Only  $8.75 Million $31.5 Million* 

Complete Streets Reconstruction (in 
addition to above) 

TBD TBD 

Hancock Prototype and 10 percent Design N/A $500 Thousand 

New Traffic Signal Only N/A $250 Thousand per intersection 

New or Fully Reconstructed Grade-
separated interchange (e.g., Academy 
Boulevard/ Fountain Boulevard) 

N/A $50 Million  

Transmission Line Undergrounding $2.8 Million $17 Million 

Notes: 

*Not all of the Corridor requires full reconstruction at this time 

**Very general estimate including pedestrian bridge across Academy 

***Cost is for entire length of Route 25, which extends a north and south of the planning area for a total of 
approximately 17 miles 

3. Property-Specific Designations – Various designations, such as urban renewal areas, 
State Enterprise Zones, Community Development Block Grant designation, and the 
US Small Business Administration’s Historically Underutilized Business Zones 
(HUBZone) programs (see Appendix 6 for more details). Property-specific designations 
that could provide an incentive for redevelopment include: 

 Use existing State Enterprise Zones 
 Expand Enterprise Zone areas 
 Community Development Block Grant Neighborhood Strategy Area designation 
 HUBZone designation 
 Urban Renewal Area designation 

Generally, urban renewal area designation is the most flexible and encompassing of 
these geographic designation options because it is potentially available for any part of 
the planning area that is determined to be “blighted,” and then provides the opportunity 
to take advantage of TIF with its considerable financial advantages to the developer. 
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4. Property-Specific Relief – Various forms of relief or special advantage provided to a 
property owner or developer, possibly in conjunction with special geographical 
designation. These may include some combination of reduced fees, tax credits, or tax 
sharing/abatement. Using the designations described above and other means, the City 
and other public entities can provide financial incentives in a variety of forms that have 
the effect of reducing short- or long-term costs related to fees or general taxes. A variety 
of programs and options have different eligibility criteria and potential applicability. Some 
potentially important examples include the following: 

 TIFs 
 Other tax sharing agreements with local governments 
 State Enterprise Zone tax credits 
 State Low Income Tax Credits  
 New Markets Tax Credits  
 Business Personal Property Tax Rebates 

5. Districts – Several options exist for creating maintenance, improvement or financing 
districts to support redevelopment. Some of these districts would represent a legal 
extension of the City, while others are independent but require City approval; some are 
property-specific, others encompass a wider area. Most districts are authorized to 
impose a property tax following an election by the impacted property owners. Example 
districts include: 

 Metropolitan Districts – An independent option with authority to levy a property tax, 
available for both residential and non-residential areas with a wide variety of 
authorized purposes. 

 Business Improvement Districts – A semi-independent option for non-residential 
areas, authorized to levy a property tax for maintenance, services, or infrastructure 
financing.  

 General Improvement Districts – A semi-independent option most commonly set 
up to finance major public infrastructure 

Recommendations for Incentives 
This Plan recommends that the City put the conditions in place for Categories 1 and 2 to 
incentivize private-sector development and redevelopment that furthers this Plan. This Plan 
also recommends that the City use options encompassed in Categories 3, 4 and 5 to 
encourage development of those projects that further this Plan.  

6.5 Regulation and Codes 
Subject to formal approval of this Plan as a component element of the City Comprehensive 
Plan, the City has the basic regulatory structure in place to accommodate most of the land 
use and transportation recommendations contained in this Plan. The current regulatory 
framework is permissive, meaning that the tools are in place for developers to carry forward 
the vision. However, their compliance and participation is ordinarily not prescribed.  
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Available approaches include existing conventional zone districts, the current Planned Unit 
Development (PUD) zoning option, and the City’s adopted Mixed Use (MU), and Traditional 
Neighborhood Development (TND) zone districts. The City Zoning Code also allows for 
adoption of a form-based zoning regulating plan for applicable areas of the Corridor.  

There are also a number of permissive options for regulatory refinement or broader 
changes. These run along a continuum from minor changes to existing zone districts or 
requirements, though a major reconsideration of the MU District, to the potential for the 
creation of new permissive district or overlay (for example, a TOD-permissive zoning 
overlay). At this time, it is recommended that the City, the development community, 
neighborhoods, and other stakeholders collaborate on those permissive regulatory changes 
that will best position the planning area for successful realization of the vision.  

Achievement of, and consistency with, the Full Vision Plan may require somewhat more 
prescriptive approaches. These might include some combination of parking maximums, 
density minimums, mixed-use requirements, and/or standards related to integration with the 
public realm. Existing and future regulatory options are summarized below. 

Existing Regulatory Options 
Existing conventional zone districts such as the Planned Business Center, C-5, C-6, 
commercial, office, light industrial, and multi-family districts typically allow for the densities 
recommended for the nodes in this Plan, and can accommodate horizontal mixed use to 
some extent, via a combination of multiple zonings and/or the use and design flexibility that 
is allowable in some of these districts. Conventional zone districts have an inherent limit to 
their ability to accommodate fully integrated mixed use, especially when it is vertically 
integrated, and where residential and non-residential uses are combined in the same plan. 
Although the TND zoning option can accommodate many of the desired attributes of transit-
supportive neighborhoods, that option is generally limited to residential and directly 
supporting commercial uses. 

Because of its inherent flexibility, the City’s existing PUD option has the potential to 
accommodate almost any combination of land uses necessary to implement this Plan. A 
limitation of the PUD is that it is a customized and negotiated option that takes time and 
does not provide a high level of certainty to either the property owner or the City until after 
adoption. 

The City’s MU zoning option accommodates most if not all of what is recommended for the 
Phased Vision Plan and Full Vision Plan land use scenarios. This option is permissive in 
terms of its initial application for a property. However, once this district is applied to a 
property, it is fairly prescriptive in terms of both a required mix of uses and a pro-active 
approach to the public realm. Developers have not used the MU option since it was adopted 
in 2004 as part of the Zoning Code. 

Form-Based Zoning  
Form-based zoning is an existing option in City Code. However, to be implemented in any 
part of the Corridor, a customized Regulating Plan would need to be developed for the area 
prior to application of this zoning designation. Form based zoning generally de-emphasizes 
the specific uses within buildings and focuses more on the interrelationships among 
structures, particularly with respect to the public realm. There are requirements for 
pedestrian connections and orientation. Once a form-based zone is in place, the process of 
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gaining land approval is streamlined and administrative in most cases. This provides a large 
degree of certainty.  

The form-based zoning option is most applicable to larger areas with mixed use and density 
potential. Although a high level of involvement by participating property owners is 
necessary, universal agreement of owners is not a prerequisite. If there were substantial 
interest in pursuing form-based zoning for a node or segment along Academy Boulevard, 
this Plan could be used as at least the beginnings of the required community visioning 
process.  

Reconsideration of the Mixed Use Zone District 
Since its creation in 2004, the MU zone district has not yet been used for any property in the 
City. To a significant degree, this option has been supplanted by the alternative of small lot 
residential PUD zoning, which was not available when MU zoning was created. This PUD 
option allowed developers to obtain the mix of uses allowable in MU zoning without 
necessarily having to satisfy many of the requirements of an MU district. It may or may not 
be possible or prudent to refashion the MU zone district to make it more desirable as an 
option for properties within the Corridor. 

Transit or Mixed Use Supportive Overlay Zoning 
Another regulatory option for the Corridor could be the application of an overlay zone, which 
would allow for or require some combination of the land uses, densities, and relationships to 
the public realm that would support the Phased Vision Plan and Full Vision Plan. This 
specialized zoning would effectively act as an addition to rather than a replacement of the 
current or future base zoning. This zoning would presumably allow for the uses and 
relationships that would support TOD at key nodes.  

Other Regulatory Changes 
There are a variety of other or more detailed regulatory changes that could be applied for 
this Corridor and possibly other areas of the City. One possibility would be amendments to 
the sign regulations that would allow for limited shared off-premise signage to promote the 
Corridor and its uses. Other significant Code changes could emanate from a City-wide 
review of infill policies. More minor potential changes could be addressed as part of the 
periodic City Code Scrub Process. 

Recommendations for Regulation and Codes 
This Plan can be substantially implemented without substantially changing existing City 
Zoning Code. However, the development and implementation of one or more form-based or 
overlay zoning districts may provide advantages in the form of a refined vision, added 
predictability, economic development advantages, and ultimate reduction in the time 
necessary to obtain approval of development plans. Ultimately, at key nodes, it may be 
appropriate to implement more prescriptive zoning regulations to fully implement the Full 
Vision Plan in a manner that leverages the full value public and private investments made at 
these locations. 
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6.6 Electric Transmission Line Undergrounding 
Colorado Springs Utilities operates and maintains 115kV overhead double circuit electric 
transmission lines along all of Academy Boulevard within the area. These lines share 
common towers and are maintained within a series of generally 100-foot-wide general utility 
easements primarily located east of Academy Boulevard, but transitioning to the center and 
then to the west of the road toward the north end of the planning area. There is also a 
segment between Galley Road and Constitution Avenue where the easement is offset to the 
east of the roadway. The overhead lines were installed in 1966 on easements originally 

obtained around 1952.  

Within these easements, most non-utility 
uses are precluded other than roadways, 
parking and open space, or landscaping. 
In particular, most building structures of 
any kind are not permitted. This line is a 
major component of the City’s system, 
and Colorado Springs Utilities is reserving 
the option of someday adding circuits. 
Colorado Springs Utilities also maintains 
a fiber optic line along this Corridor, with 
some segments being overhead and 
thereby affected by potential transmission 
line relocation. 

The overhead lines themselves have a significant visual impact on the Corridor. The 
conductor (tower) heights and spacing between towers varies significantly along these 
transmission easements. The current view of the transmission lines along Academy 
Boulevard is shown in Figure 6-1. 

Additionally, the presence of distinct utility easements exacerbates the impacts by adding 
significantly to the perceptual width of the Corridor. Although these easements are available 
for a variety of generally low profile transportation, landscaping, and parking uses, in most 
cases they cannot be used for most structures or for higher profile landscaping. Regardless 
of whether the lines might be undergrounded at some point in the future, it is not possible to 
fully realize a narrower, more vital and transit-supportive roadway cross section with the 
current restrictions in place. 
Some or all of these overhead lines can be relocated underground, and this option is 
consistent with City policy. Colorado Springs Utilities maintains an Undergrounding Fund 
which is available to match with other revenues. This Fund matches up to 50 percent of the 
undergrounding cost, subject to annual appropriation. The cost of undergrounding these 
lines ranges from $1.3 to $1.4 million per circuit-mile. The Academy Boulevard transmission 
lines have double circuits, so the estimated cost to bury the lines is $2.6 to $2.8 million per 
mile. Transmission lines can be buried in part or in whole, though a minimum project 
threshold must be at least 0.5-mile of line. The photo in Figure 6-2 provides an example of 
how the access vaults appear on the surface if the lines are buried beneath the pavement 
within road right-of-way.  

There are several alternatives for relocating transmission lines, including locating 
above/below ground, and locating in the median or roadway, or in front/behind businesses. 
Additional information is provided in Electric Transmission Line Undergrounding, in 
Appendix 6.  

FIGURE 6-1 
Electric Transmission Lines North of Astrozon Boulevard
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Recommendation for Transmission 
Lines 
Burying transmission lines within the 
roadway is the only undergrounding 
option that is fully consistent with the 
objectives of this project. This option fully 
addresses both the direct visual impacts 
of the overhead lines and towers and the 
negative impacts their easements have 
on the perceptual width of the roadway. 
This is also one of the few options that 
could be implemented along the entire 
length of the Corridor.  

This option would do the most to reduce 
constraints on the high-value properties 

closest to the roadway, thereby creating opportunities for private development and public 
facilities and amenities oriented toward the roadway and otherwise consistent with the vision 
of more livable and street-oriented development. To the extent that this undergrounding 
effectively opens up additional private property for structural development it will result in a 
“value capture” for these owners. This development potential may in turn create added value 
for developers, some of which can be used to help finance either the undergrounding itself or 
other public improvements. 

6.7 Hancock Intersection Prototype 
The intersection at Academy Boulevard and Hancock Expressway (and the land use node 
surrounding it) is recommended as a prototype for implementing this Great Streets Plan. 
This area has a combination of the physical characteristics, scale, opportunity, and timing 
considerations that together could encompass almost all of the concepts and 
recommendations contained in this larger Plan. It is recommended that a detailed but 
adaptable preliminary design be completed for this intersection to provide a template for 
what could be accomplished in the future, as funds become available and if there is a 
sufficient level of private-sector interest in the project. A concept for reconstructing the 
Academy Boulevard/Hancock Expressway intersection is shown in Figure 6-3.  

Prototype Attributes 
Attributes of this prototype could include the following: 

 Substantially reduced perceptual width of the intersection 
 Value capture from excess right-of-way and easements 
 Enhanced access to businesses and other land uses 
 Undergrounding of electric transmission lines 

FIGURE 6-2 
Access Vaults for Underground Transmission Lines on North 
Nevada Avenue 



6.0 FUNDING OPTIONS 

 

ACADEMY BOULEVARD CORRIDOR 6-15 GREAT STREETS PLAN 
JUNE 9, 2011 

FIGURE 6-3 
Hancock Intersection Concept Prototype 

 

 Absorption of existing capacity 
 Vacant land 
 Vacant structures 
 Underutilized structures 
 Excess parking 

 Accommodation and promotion of mixed uses and higher densities 
 Enhanced Transit Facilities and Services 

 Either constructed initially or accommodated in the design 

 Improved streetscape and non-motorized access  
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 Enhanced connections between uses and with surrounding neighborhoods 
 Public and private investment and cost sharing 
 Provisions for long-term maintenance 
 Involvement of impacted properties and neighborhoods  

Components of this prototype should include the following: 

 Right-of-way and easement inventory and analysis to include potentially benefitting 
property owners 

 Inventory of properties, existing uses, plans, and entitlements 

 Include inventory of potential capacity 

 Preliminary conceptual design of new at-grade intersection with ramps removed and 
Complete Streets attributes including non-motorized facilities 

 Include concept-level cost estimates 
 Conceptually design transmission line undergrounding 
 Identify potential access locations  

 Preliminary conceptual design of transit facilities  

 Include and accommodate phased improvements 
 Plan for and incorporate phased BRT-Rubber tired, but accommodate a future option 

for streetcar 

 Create and graphically depict prototype Phased Vision Plan and Full Vision Plan land 
use scenarios to test the intersection prototype 

 These would not be binding on properties 
 Generally evaluate utility capacity and identify associated major limitations, costs, or 

other issues 

 Evaluate funding options 

 Generally evaluate potential urban renewal area designation including potential 
boundaries, estimates of current tax increment, and concept level projections of 
future TIF revenues 

 Generally evaluate financing and maintenance district options including existing and 
potential revenue estimates and projections 

 Further identify sources of, eligibility for, and timing considerations associated with 
potential sources of public funds 

 Generally evaluate cost recovery options 

 Develop an adaptable phasing plan 

Once some of the more detailed inventory and analysis work is completed, a community 
charette process could be used as a method for determining and/or refining the design 
concepts for the intersection and the surrounding node. Various sources of local and 
national expertise could be drawn upon to complete the prototype. These resources may 
include those associated with the PPACG Regional Sustainability process, the American 
Institute of Architects South National Sustainable Design Assessment Team process and/or 
various technical assistance grants provided through the U.S. Environmental Protection 
Agency and others. 
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6.8 Measures of Success 
Implementing the Full Vision Plan will occur over a long period, and progress will occur 
incrementally. The key is that progress continue be made on many of these measures over 
time. Reporting should be in the form of a simple and standardized assessment provided to 
City elected leadership, City Management, and the community on an annual basis. In most 
cases, the baseline for comparison will be existing conditions at the time of the completion 
and acceptance of this Plan.  

 Overall progress toward roadway and transit projects including securing funding and 
dedicated funding streams. Reporting in a brief annual report identifying progress toward 
projects or funding Corridor-wide.  

 Progress toward Complete Streets, access guidance, utility undergrounding, or 
streetscape recommendations. Reporting in a brief annual report identifying locations of 
progress Corridor-wide. 

 Progress toward node redevelopment. Reporting for each node in a brief annual 
summary that includes land use mix, density, connectivity and public improvements, with 
input from the Land Use Review planner responsible for that area, and other sources. 

 Comparative retail and office vacancy rates. This metric has been and will need to 
continue to be provided by private-sector market researchers. A limited source of 
funding may be required to obtain this data going forward. The owners or 
representatives of the major shopping centers also could be interviewed annually to 
obtain a sense for their status, progress, and perceptions.  

 Comparative changes in property tax or sales tax density. Change in total property tax 
assessed valuation for the planning area computed every two years and then compared 
with regional trends. Total sales tax generated from the planning area could be tracked 
on an annual basis and compared with regional trends. 

 Major retail and other business announcements, openings, and closings. This reporting 
may need to be based on generally available information and samples from certain 
centers or properties rather than on a rigorous analysis using a Corridor-wide database.  

 Changes in employment in the Corridor. This measure may be difficult to report on a 
statistically reliable basis, given data sources and collection protocols.  

 Per capita crime including comparisons with the City. A baseline is available for both 
crime statistics and comparative community perceptions by ZIP code. However, the 
provision of ongoing analysis will be contingent on resources available to the Police 
Department to fund for their community surveys. 

 Increased person trips on the Corridor. Vehicle counts are made by the City every few 
years. Although reliable methods do not exist currently to comprehensively measure 
non-motorized trips, counts can be gathered efficiently from pedestrian-activated traffic 
signals.  

 Increased transit mode share. This data would be available from Mountain Metropolitan 
Transit if they continue to take on-board surveys. 
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 School district vitality and progress. This would comprise comparison of year-over-year 
enrollment changes for all public schools in the planning area, and possibly a reporting 
of comparative changes in overall student achievement, augmented with a summary of 
any major changes during the past year.  

 Active engagement of residents and business interests in the area. Information for this 
measure could be collected from sources that include statistical and anecdotal 
information. This could include the number and extent of neighborhoods and 
Homeowners Associations in the planning area registered with the City, or included as 
members of the CONO, participation in Colorado Springs Police Department community 
programs, status of minority chambers of commerce related to the area, and similar 
measures. 

6.9 Next Steps  
While the process of implementing this Plan will be flexible and adaptable, several steps 
must occur; in some cases preliminary steps already are underway.  

 Encouragement and support of development and redevelopment projects within the 
Corridor that support,(or do not detract from), the Vision including catalyst projects 
proposed by the private sector. 

 Support urban renewal area designations for applicable areas subject to qualification, 
sufficient evidence of active redevelopment potential, and financial resources.  

 Support regulatory and policy changes as deemed necessary to support this Vision.  
Support of Form Based Zoning and/or overlay zoning approaches subject to sufficient 
property owner interest within a given area in the Corridor.  

 Adopt this Academy Boulevard Corridor Great Streets Plan as an element of the City 
Comprehensive Plan, following review and recommendation by the Planning 
Commission.  

 Amend the City’s Intermodal Transportation Plan to change the functional classification 
of Academy Boulevard south of Platte Avenue and to make other conforming changes 
as necessary. 

 Integrate into comprehensive updates of the Comprehensive Plan and Intermodal 
Transportation Plan. 

 Incorporate recommendations in the PPACG 2035 Long Range Transportation Plan 
Update, and its component Transit element, as appropriate and applicable. 

 Incorporate priority projects in plans for potential reauthorization of the capital portion of 
the PPRTA sales tax. 

 Undertake detailed evaluation and implementation of initial transit recommendations 
such as increased bus service, intersection enhancements to improve bus service, and 
related transit improvements. 
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 Prepare an environmental assessment to allow for requests for federal funding of robust 
transit services and facilities such as BRT or Streetcar.  Include a more detailed transit 
facilities location study to support this effort. 

 Prepare a Hancock Intersection prototype study and initial design. 

 Undertake additional planning and design for Complete Streets roadway cross sections 
and streetscape improvements for segments prioritized for major reconstruction.  

 Support and encourage financing and/or maintenance districts potentially in conjunction 
with major private redevelopment projects or public investments within areas of the 
Corridor. 

 Report regularly on performance measures. 


