Chapter 4.0 Preferred Land
Use Alternatives
4.1 Introduction
The Preferred Land Use Alternatives are based on the long-term planning
vision for this area and are intended to create a rich mix of land uses within
convenient walking or circulation distance of the station. The Preferred
Alternatives also support the location of employment opportunities within
this area. These recommendations are an example of how TOD could evolve
in the station area. Actual development will depend heavily on the local
economy and real estate market, local developer response to those market
conditions, incentives that may be offered by the City, and RTD investment
and construction.

The Preferred Alternatives
were defined through
multiple working sessions
with staff, stakeholders,
the public, and, at the final
stage of the process, the City
Council.

The intent of the Preferred Alternative is to provide a
framework for a level of increased density that supports
transit ridership, respects the lower density character of
surrounding neighborhoods, focuses on employment uses, and
ensures quality development that increases the market value
of the entire area.

4.2 Overall Preferred Alternative Development Concept
Figure 4.1 summarizes the overall Preferred Alternative development
concept recommendations for the project area. The proposed ratios and
densities of land use types shown in the Preferred Alternative would create
a strong residential community near the station and allow for a modest
amount of retail to serve transit users and support both new and established
neighborhoods.
Land uses planned for the Preferred Alternative include residential in the
primary station area, with the highest density multifamily uses located
adjacent to the station and residential densities stepping down as they near
the surrounding neighborhood.

The Preferred Alternative
would also focus on a strong
employment base in the
western part of the Project
Area, with ample parks,
open space, and amenities
incorporated throughout the
area to create a cohesive,
well-connected station area.
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Figure 4.1: Preferred Land Use Alternative
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Table 4.1 summarizes the types of land use for the Eastlake at 124th Station
Project Area.

Table 4.1: Proposed Station Area Land Uses and Densities
Proposed Land Uses

Components

Residential (Northeast)

1,300 du (avg 30 du/acre)

Multifamily

1,100

Single-family detached and attached

200

Commercial/Retail (Northeast)
Primary station area

5,000 s.f.

North study area

30,000 s.f.

Light Industrial (Northwest)

1,000,000 s.f.*

Institutional (Southwest)

500,000 s.f.+

* Does not include 105,000 s.f. of light industrial already planned for northeast corner of Washington
and 126th Ave.
+Option for Southwest Planning Area: either 226 residential units (senior housing) or 500,000 s.f. of
institutional (health care/medical, etc.)

Planning Area A/Northeast: Residential Focus
The project team is recommending a residential focus for the area
immediately adjacent to and west of the RTD station. As described earlier,
the residential development consists of two primary areas:
•

A moderate-to-high-density transit core, consisting of multifamily
apartments, condominiums, and/or townhomes along with potential
ground-floor commuter- or neighborhood-serving retail closest to the
station; and

•

A transition zone west of the core, consisting of moderate-to-highdensity condominiums, townhomes, garden homes, and/or live-work
spaces and limited employment uses.
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Figure 4.2a: Preferred Development Concept for Planning Area A

The initial assumptions for density in Planning Area A is approximately 40-50
dwelling units per acre in the transit core closest to the station, scaling back
to approximately 20 dwelling units per acre in the farthest west portions of
the transition zone, resulting in an average density throughout the area of
approximately 30 dwelling units per acre, for a total of approximately 1,300
dwelling units. Figure 4.2a is a conceptual illustration showing a potential
layout for the planning area.
The concept consists of the following key features:
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•

A small-block street grid throughout;

•

A central east-west boulevard with open lands forming an internal park
as an open space ‘spine’ for the development area. It also allows a
continuous viewshed from the west side of the development to the
station and its future east side plaza bordering First Street in Eastlake,
and continuing eastward along Lake Avenue to the core of Eastlake to
the east;

•

A central landscaped plaza immediately west of the RTD station;

•

Highest-density development immediately adjacent to the station
consisting of multifamily apartments and/or condos, transitioning to
lower-density townhomes and garden homes to the west;

•

Ground-floor neighborhood- or commuter-serving retail on the corners
bordering the central plaza west of the station; and

•

A greenspace buffer separating the residential area from the industrial
areas to the west and north.

In addition, strongly regulating the built form to create a high-quality design
will help to ensure that the core station area is distinct as a place. A mix of
land uses that are designed to encourage pedestrian activity will enliven the
area and encourage walkability. This includes:
•

A new east-west roadway on the north end of the development along
with a landscaped buffer to separate the residential area from the
Adams 12 School District facility to the north.

•

A new east-west roadway on the north end of the development along
with a landscaped buffer to separate the residential area from the
Adams 12 School District facility to the north;

•

Buildings built to the front right-of-way line/zero-front setback from
property line;

•

Storefront design at the street level; and

•

Full-width sidewalks with streetscape amenities (such as trees
in tree grates, pedestrian light fixtures, and bicycle lanes where
appropriate).

To provide an example of this built form, Figures 4.2b and 4.2c illustrate,
with example building footprints, a conceptual build-out of the Preferred
Alternative for Planning Area A.

Example of high-density residential near rail station in transit core

Example of moderate-density
residential in transition zone
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Figure 4.2b: Conceptual 3-D Layout for Planning Area A (looking west)
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Figure 4.2c: Conceptual 3-D Layout for Planning Area A (looking east)

In addition, the project team laid out preliminary concepts for the triangular
area to the north of 128th Avenue across from the Adams 12 school facility
(called the North Project Area in this project); those concepts are shown
in Figures 4.2d (residential concept) and 4.2e (office/commercial/retail
concept).
Figure 4.2d: Preliminary Residential Concept for North Project Area

Example moderate-density
residential in North Project Area

Example office/commercial/retail
in North Project Area
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Figure 4.2e: Preliminary Office/Commercial/Retail Concept for North Project Area

The concept consists of a row of buildings bordering the northeastern and
northwestern edge of the parcel that could be moderate-density residential
(such as townhomes), neighborhood-oriented office or retail fronting 128th
Avenue, educational/athletic fields/open space, or a combination of the
above. Potential uses could include approximately 70 dwelling units or
approximately 30,000-35,000 square feet of commercial/retail.

Planning Area B/Northwest: Light Industrial Focus
The boundaries of the earlier planning areas were revised to include the
parcels immediately south of the Thornton maintenance facility site into
Planning Area B primarily due to the market analysis and recommendations
from the City’s Economic Development Department to focus on light
industrial and employment-based uses in this portion of the Project Area (it
was formerly part of Planning Area C), as shown in Figure 4.3.
Figure 4.3: New Boundaries of Planning Area B: Northwest

Example high-tech/light industrial
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Recommendations for the revised Planning Area B are as follows, for
location see figure 4.3:
•

Its primary uses should consist of a high-tech business park and/or
light industrial development. This coincides with the city’s goal of
increasing its employment base and is also consistent with previously
planned uses for many of the parcels. The two sites could attract up to
1,000,000 square feet of light industrial uses. The area also could also be
marketed as an “eco-innovation district” to attract development (see the
information on the next page describing those types of districts).

•

Secondary uses: Incubator (start-up) spaces.

•

In the event a college extension campus or vocational training campus,
or combination of the two contemplated locating in this area additional
consideration would be given to these land uses.

•
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For the portion of Planning Area B located along Washington Center
Parkway the City would also consider a residential/non-residential
mixed-use master planned, Transit Oriented Development (TOD)
community, consisting of higher density residential along with two
or more non-residential preferably employment based uses. Senior/
assisted housing could be counted as one of the non-residential uses.
To be successful, an integrated mixed use development of this nature
would specifically need to outline how negative impacts between
land uses are mitigated through design or buffering in the Planned
Development Zoning (PD). The master plan would have to identify
adequate open space, trail and recreation amenities for the area and
ensure that there are adequate safe connections to existing trails and
sidewalks, particularly those that link to the nearby transit station.

Eco-Innovation Districts
Eco-innovation districts are an emerging theme that many
cities are using to attract new high-tech development
and to focus such development in an identifiable (and
marketable) area. The best resource that describes
these districts comes from the Brookings Institution and
its May 2014 report “The Rise of Innovation Districts: A
New Geography of Innovation in America.” The report
notes that previous high-tech development trends
have focused in widely scattered “suburban corridors
of spatially isolated corporate campuses, accessible
only by car, with little emphasis on the quality of life”
or integrating a variety of uses. A local example of this
type of development is the Denver Tech Center (though
its access is improving through the introduction of light
rail and local circulators, and it is attempting to increase
its mix of uses and densities). The report notes that a
new model of development is emerging in many cities.
“Innovation districts” (which many cities have amended
to include “eco” to focus on sustainable development) are
described as:
“…geographic areas where leading-edge anchor
institutions and companies cluster and connect with startups, business incubators, and accelerators. They are also
physically compact, transit-accessible, and technicallywired and offer mixed-use housing, office, and retail.
Innovation districts are the manifestation of mega-trends
altering the location preferences of people and firms
and, in the process, re-conceiving the very link between
economy shaping, place making and social networking.”

Examples of eco-innovation districts around the
country that could be good examples for Thornton
to study include:
•

The Syracuse Connective Corridor in New
York, connecting higher education institutions
with downtown Syracuse, which includes the
“Syracuse Technology Garden” (an incubator
facility).

•

Boston’s Innovation District, designed to spur
economic development in an underutilized
area, transforming it into an “urban
laboratory” to attract entrepreneurs through
a large marketing campaign.

•

The Pittsburgh Eco-Innovation District, a
public-private partnership designed to attract
new development in Pittsburgh’s re-emerging
Uptown District.

•

Research Triangle Park in North Carolina, a
well-established campus environment (similar
to the Denver Tech Center) that is undertaking
a 50-year master plan to transform the
area into a mixed-use community while
encouraging new innovative businesses to
relocate into the area.

•

Drexel University in Philadelphia is
establishing University City to promote
collaboration between the city’s universities
and research institutions and to create a
mixed-use urban village to support it.

University City in Philadelphia

Source: Drexel University
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Planning Area C/Southwest: Institutional Focus

The parcels could
accommodate up to 226
dwelling units of used for
senior housing, or up to
500,000 square feet of
institutional uses such as
medical facilities.

The Project Team narrowed its focus in the Southwest planning area to
include the two undeveloped parcels along Washington Street west of the
InnovAge senior housing facility (which is planning to expand to the parcel
to the west), as shown in Figure 4.4.
Figure 4.4: New Planning Area C: Southwest

The Preferred Alternative
for this planning area is
to focus on employment
and institutional uses,
primarily senior housing
(to supplement the existing
InnovAge facility and its
planned expansion) and a
health care campus with
medical facilities and/
or health care education
facilities. This emphasis on
health and senior care was
deemed a good focus area
for the undeveloped parcels and was seen as a means to increase the local
employment base and the development attractiveness of the area.
Planning Area D/Eastlake: Community Focus
The following policy options are recommended for the historic Eastlake area
and were discussed in Chapter 3 in more depth. As mentioned earlier, these
will be considered in the upcoming update of the 2003 Eastlake Subarea
Plan.

Example institutional/senior
housing and health care facilities
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•

Focus commercial activity on First Street and Lake Avenue where the
existing commercial is located.

•

Create a gateway, which could include a plaza, at the western terminus
of Lake Avenue to achieve a strong visual and physical connection to the
RTD station.

•

Upgrade First Street to ensure it functions appropriately alongside a
transit station and include design features that contribute towards the
enhancement of the overall urban environment.

•

Reserve the vacant property to the south of 124th Avenue and east
of the railway tracks, presently used as undeveloped Open Lands, as a
possible interim location for overflow transit parking for the Eastlake at
124th Station. Note this possible interim land use was not considered
at the alternatives stage of this planning process because the overflow
parking concept emerged later.

TOD Developer Forum Review
As part of the Preferred Alternatives assessment
process, the Project Team held a meeting on June 10,
2015, with developers specializing in transit-oriented
developments to receive feedback on the proposals.
The forum consisted of developers who have been
working on transit-oriented developments around the
Denver region and who were familiar with Thornton
and its demographic and development patterns. The
comments of the developers who attended the forum
are summarized below.
Planning Area A/Northeast
•

Access to the site could be a problem; a good
development needs good visibility and access, so
the north-south roadways planned by Northglenn
are key to success.

•

Affordable housing is feasible if it is low-key
and downplayed and integrated into the overall
development.

•

Concerns about development fees imposed by the
city of Thornton. However, staff responded that
those fees may be offset by other lower costs.

•

•

•

•

•

for infrastructure (maybe combine with the
Northglenn site to the south?).
•

Lower rental rates in Thornton make it
somewhat harder to attract developers.

•

There should be some type of financial
incentives provided by the City to attract
developers (why would they come this far north
without financial incentives?).

•

There is work needed at the municipal level on
the regulatory and policy front before TOD can
succeed here.

•

If this area was in an urban renewal district,
the City could reduce development fees for
development within the District (or URA).

•

If the Adams 12 School District moved its
offices to the parcel to the west, it could put
a college in the existing school administration
building.

Related to the triangular piece north of 128th
Avenue, the developers had the following
comments:

Parking is a major concern – it was a major
‘perceived’ issue in Arvada (which reduced
• It is not uncommon to provide good
requirements from 2.2 spaces per unit to 1.5) but
development on a site with this shape and
does not seem to be a problem now. Like other
size.
cities, there will be concern about park-n-ride
• The approximately 3-4 acres could support
parking spilling over into the neighborhood, but it
good development.
can be managed. (Arvada instituted a local circulator
shuttle serving outlying parking areas.)
• It could potentially support up to 50
townhomes if residential was desired.
Thornton may need an intergovernmental
agreement with Northglenn on joint use of the
• It could also support good mixed-use retail and
reservoir site to the south – making it a park would
commercial/office given its frontage.
be a major amenity for both cities.
Planning Area B/Northwest
The best catalyst Thornton can provide is to ‘reduce
risk’ to the market. This area is ‘business-ready’;
• The area west of the Adams 12 School District
the City should make every effort to work closely
site would be more amenable to school-related
with developers and help them develop the site.
uses than the parcel to the south. Perhaps it
could attract a community college campus.
The City should consider other ways to catalyze
development to include infrastructure and
• The ‘Industry’ complex within the River North
development gap financing.
Art District in Denver could be a good model
for this area. It provides office and business
A Metropolitan District is one possibility to help pay
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‘incubator’ space for small and mid-sized
businesses.
•

•
•

If the area is branded with a name like an
Eco-Innovation district, it needs to be tied to
incentives and good amenities for clients (good
open space/trails, some supportive retail,
landscaping). The name alone will not attract
development.
The live-work market is slow and seems to be a
trend that is fading.
The industrial market overall is booming.
The marijuana business has absorbed many
industrial sites in Denver, so new industrial is
migrating to other areas.

Planning Area C/Southwest
•

There needs to be a ‘critical mass’ of people
and activity adjacent to the station to support
commercial and retail activities in Eastlake.

•

Let Eastlake ‘be what it wants to be’.

•

Small businesses should fill underutilized sites as
the market dictates.

•

Let it retain its feeling of a ‘funky
neighborhood’.

•

Its uniqueness could encourage development at
the TOD site west of the tracks and could be a
major attraction.

•

It could potentially be a ‘cultural center’ for
Thornton.

•

While the good structures could be re-used and
re-adapted, new development could provide
more modern architecture while still fitting in
with the historic nature of the area.

•

Could be similar to Olde Town Arvada’s standards
(3-story maximums, with the third story set back);
though most development has been 2-story.

•

There is a need to honor Eastlake but it also needs
a “street wall” of storefront façades.

•

If done right, Eastlake could be as successful as
Main Street Louisville.

Consensus was that senior housing and/or
health-care or other supportive activity would
work well here.

Planning Area D/Eastlake
•

•

Eastlake is a ‘special place’ similar to Olde Town
Arvada; it is a ‘gold mine’ and ‘crown jewel’
that needs urban design upgrades and other
incentives to attract new development.

TOD Developer Forum
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4.3 Circulation and Transportation Network Analysis
Proposed Roadway Network
Figure 4.5a shows existing and proposed roadways in the Project Area. The
figure shows that a number of additional roadways are planned, including:
•

The realignment of Claude Court to border the west side of the new RTD
station;

•

The realignment of Eastlake Avenue west from 124th Avenue to border
the municipal limits of Thornton and Northglenn;

•

The addition of a roundabout linking Lafayette Street with the realigned
Eastlake Avenue and with Washington Center Parkway to the southwest;
and

•

Potential connections off Lafayette (Irma Drive) and Claude Court (Race
Street) south into Northglenn.

Future Roadway Plans and Traffic Analysis
To evaluate the future transportation network related to the Preferred
Alternative, the Project Team conducted a detailed transportation analysis,
which can be found in Appendix A. The analysis was carried out for a shortterm horizon (Year 2020) and a long-term build out horizon (Year 2035). It
included developing traffic volume projections for each time horizon that
incorporated background traffic already on the transportation network,
trips generated by the planned RTD station, and trips to be generated by the
development of the parcels in the Station Master Plan study area as part
of the Preferred Alternative. This was followed by the operational analysis,
which evaluated the following two key elements:
1. Roadway cross-sections to determine the number of lanes that would
be required for good operations; and
2. Intersection operations to determine the appropriate traffic control
and lane geometry.
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Figure 4.5a: Existing and Proposed Roadways in the Project Area

Source: City of Thornton
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The proposed development plan – including plans of Thornton and
Northglenn – includes a number of new roadways and will result in a total
of fifteen intersections of interest. These internal roadway improvements
include:
•

Extending East 126th Avenue to the east, running just south of the
Adams County School District Building, until it terminates at Claude
Court.

•

The entire alignment of Eastlake Avenue and its intersection with
Lafayette Street will be shifted to the south. A roundabout will
be constructed to serve as the new intersection. Eastlake will be
extended through the roundabout to the southwest until it connects to
Washington Center Parkway at the existing roundabout.

•

Furthermore, the City of Northglenn has indicated a desire to extend
Irma Drive from East 120th Avenue to Eastlake Avenue, becoming the
south approach to the roundabout at Eastlake Avenue and Lafayette
Street.

•

The alignment of Claude Court north of Eastlake Avenue and its
intersection with Eastlake Avenue will be shifted west to make room
for the planned rail station. As with Irma Drive, the City of Northglenn
extends Race Street to meet Eastlake Avenue at the same point as
Claude Court, creating a four-legged intersection. The alignment of
Claude Court south of East 124th Avenue will not change.

In all cases, it is
planned that these
newly constructed
internal roadways
will have a three-lane
cross-section plus bike
lanes with a center
turn lane. A schematic
showing the anticipated
future roadways and
intersections can be seen
in Figure 4.5b. The future
roadways are displayed as
dashed lines.
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Figure 4.5b: Details on Proposed Roadway Improvements in the Project Area

Source: City of Thornton
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Observations and Conclusions
The results of the analysis lead to the following conclusions and
observations:
•

All internal roadways (Lafayette Street, Eastlake Avenue, Irma Street,
Race Street, Claude Court, and East 126th Avenue) will operate within
the City of Thornton’s standard as three-lane roadways.

•

East 128th Avenue will need to be widened from two lanes to four lanes
between the railroad tracks and east of the York Street intersection.
Without this improvement, the East 128th Avenue / York Street
intersection will operate above capacity and may result in drivers
searching for alternate routes such as East 124th Avenue.

•

The existing roundabout on Washington Center Parkway and the
proposed roundabout at Eastlake Avenue/Lafayette Street/Irma Street
will both operate well as one-lane roundabouts through the Year
2035.

•

The Eastlake Avenue/Claude Court/Race Street intersection should be
constructed with all-way stop control. However, it will require additional
turn-lanes which is generally not ideal at all-way stop intersections. If
possible, a one-lane roundabout should be considered here, which will
operate well and create some consistency with the other roundabouts
along Eastlake Avenue/East 124th Avenue.

•

East 124th Avenue in the vicinity of the tracks is expected to operate
well with minimal queues at the Claude Court and First Street
intersection. The eastbound and westbound left-turn movements are
anticipated to experience minimal queues and are not expected to
create any operational issues across the railroad tracks.

•

All other intersections are anticipated to operate at the City of Thornton
Level of Service “D” threshold or better through the Year 2035.
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4.4 Parking
One of the most common issues raised by the public and stakeholders
during the development of this Plan was parking, including:
•

If and how the proposed RTD Park-n-ride can accommodate commuter
parking and its potential impact on surrounding neighborhoods
(primarily focused on overflow parking);

•

How to manage parking within new proposed residential development
areas, including the proper ratio of parking spaces to residential units,
on-street vs. off-street parking, and related issues; and

•

Improving and enhancing parking in the historic Eastlake community to
improve local access and facilitate new (primarily retail) development in
the area along First Street, Lake Avenue, and other streets.

Note that additional ‘overflow’ parking for the RTD station of approximately
130 spaces is tentatively proposed by RTD to be located on the parcel south
of 124th Avenue, east of the tracks. RTD has stated that it will re-evaluate
the need for this overflow parking if the agency is successful in funding and
constructing the remainder of the North Metro corridor by 2018.
A discussion on the relationship of parking to TOD-type development and
potential measures to manage parking is included in the guiding principles
outlined in Chapter 6 of this document.

4.5 Trails Connections
Figure 4.5c shows the existing and proposed pedestrian circulation network
in the Project Area. It shows proposed additions to the trail network that
include:
•

Addition of a trail north of 128th Ave. and west of the rail line to
correspond with trail connections to the south of 128th Ave.;

•

The closing of the trail that crosses the rail line north of 128th Ave. since
pedestrians will no longer be able to cross the active RTD rail line;

•

The addition of trails bordering the realigned Claude Court west of the
RTD station; and

•

The extension of the trail on the east side of the rail line (along First St.
in Eastlake) to connect with trails south and east-west on 124th Ave.

Existing trail connections and filling trail connections gaps are also
addressed in the conceptual plans developed for the Open Lands portions
of the Project Area and are described in more detail in Chapter 5. The
implementation of these trail improvements in the development area and
the Open Lands should provide significantly improved pedestrian and bicycle
connectivity throughout the Project Area. In addition, the construction
of new roads within the Project Area are planned as “complete streets”
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with bicycle and pedestrian facilities and should provide significant multimodal connectivity for future residents, employees, and visitors. These
improvements, combined with the implementation of bicycle facilities at the
station and potentially other future improvements (such as bicycle sharing
facilities) will greatly improve multi-modal connectivity around the station.
Figure 4.5c: Existing and Proposed Pedestrian Circulation Network
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4.6 Water and Sewer
Sanitary sewer for Planning Area A (station area) will flow north to 128th
Avenue, where it joins an existing 18-inch sewer flowing east. An existing
8-inch line was constructed to serve the “Huffy Business Park” which may
need to be supplemented with a new line along Claude Court for both
depth and capacity. For Planning Area A, north of 128th Avenue, sewer
will connect to the line in 128th Avenue. For Planning Area B, the western
portion will need to flow to an existing sewer in Emerson Street, flowing
north across to 128th Avenue; the eastern portion is served by an existing
sewer that flows past Fire Station #5 to 128th Avenue, then east. Planning
Area C has an existing sewer in Washington Center Parkway that flows north
to the eastern sewer in Planning Area B.
Water service for Planning Area A (station area) would connect to a 12-inch
loop to the north around the Adams 12 property. Planning Area A north
of 128th Avenue would connect into the “Zone 3” line on 128th Avenue.
For Planning Area B, an 8-inch loop water exists in Emerson Street at the
west edge. Planning Area C is served by an existing 12-inch water main in
Washington Center Parkway. All three of the planning areas are “Zone 3”.
The above-mentioned loops connect to a 24-inch main in Washington Street
and/or a 24-inch main in 128th Avenue
There are no public sewer mains crossing the tracks to the east other than at
128th Avenue. The 18-inch sanitary sewer in 128th Avenue initially received
flows from a 136th Avenue Big Dry Creek pump station. This flow now goes
north and the 18-inch line should therefore have adequate capacity. Water
service cannot connect across the tracks into existing Eastlake, as this is on a
lower-pressure water zone.

Signal Ditch Trail at 128th & Lafayette St.
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