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Foreword 
Reimagine RTD’s Mobility Plan for the Future is a comprehensive, forward-thinking plan that identifies 
strategies to address the future mobility needs of the region. Ongoing industry advancements and 
societal shifts are substantially altering how and when people travel, how cities function, and how 
mobility factors into broader visions and goals; transit agencies must evolve and adapt to remain a 
relevant part of the mobility equation. The MPFF, intended to help guide RTD’s long-term decision 
making, is the culmination of extensive technical analysis, stakeholder and public engagement, and 
intra-agency coordination, as well as several previous planning efforts. Key context, findings, and 
recommendations are broken into a series of technical memoranda focusing on individual components 
of the overall planning effort. This report documents the work done to support the parking component 
of the plan.
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1.  Introduction 
As it operates today, the parking system generally supports the Reimagine RTD Guiding Principles, 
referenced in Figure 1, related to Mobility, Financial, and Partnerships goals. However, the existing 
policy of incorporating the costs to provide daily parking in the transit fares and assessing parking fees 
for overnight parkers subsidizes daytime parking for those individuals at the expense of those who do 
not use parking. Including the cost of parking within the transit fare disparately impacts low-income 
transit riders and those who do not use the service. The provision of “free” parking by including its cost 
in the transit fare also does not support sustainability goals to reduce environmental impacts related to 
using and accessing Regional Transportation District (RTD) services. However, any parking goals 
related to sustainability will likely always conflict with financial goals. Financial and sustainability goals 
and strategies employed to support them should be weighed carefully against each other and in the 
context of the overall collection of the Guiding Principles and their intent. 

Figure 1. Reimagine RTD Guiding Principles 

 
Source: RTD 

In evaluating the current RTD parking system, its facilities, and policies, Walker developed a matrix 
that analyzed the existing strategies and policies related to parking. Walker evaluated each strategy 
based on how many guiding principles it did or did not support. The matrix is provided in Appendix A, 
with the results summarized on the heat graph presented in Figure 2. 

 

Figure 2. Reimagine RTD Guiding Principles Heat Graph 

 
Source: Walker Consultants 
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As of the 2019 RTD Utilization Report, RTD is served by approximately 33,000 parking spaces located 
at 90 facilities throughout the district. These parking facilities provide access for many commuters to 
RTD’s transit and rail services. RTD currently collects parking fees at 58 facilities for certain user 
groups, including those who park overnight, out-of-district patrons, and parkers who reserve parking 
access through permits at select locations. Daily parking for vehicles registered at residences within the 
RTD boundary is provided without a fee.  

Legislative changes enacted in recent years have enabled RTD to charge in-district patrons for parking 
and consider third-party concession or management agreements to offer paid parking for all user 
groups at most park-and-ride locations.  

Overall, parking facilities serving RTD stations were 63 percent occupied on average in 2019, as 
summarized in Figure 3. Although the overall average system utilization increased by approximately 
380 vehicles from 2018, bus station parking experienced little growth in use over the 5-year analysis 
period. When the G Line came online in 2019, it contributed an average of 863 daily parked vehicles. 
Comparing these two categories indicates that the existing stations in operation in 2018 experienced a 
net loss of approximately 470 vehicles between 2018 and 2019. This net loss represents an overall 
decrease of occupied parking stalls of 2 percent of the 2018 total at those existing stations. 

 

Figure 3. Average Parking Facility Utilization by Station Type, 2018 & 2019 

 
Data Source: RTD   
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2.  Current Planning Documents 
2.1  Mobil i ty  Choice Blueprint   
The Mobility Choice Blueprint Report stresses a future where transportation planning is collaborative 
and regionally focused, with an eye for emerging technologies and trends. As it relates to parking, the 
Blueprint speaks to optimizing the use of the parking system through smart parking systems. These 
systems include automated parking guidance with digital signage, real-time wayfinding, and dynamic 
pricing that reflects parking demands. The Blueprint predicts that as ride-hailing services grow, the 
need for vehicle storage at stations decreases. It opines this trend will continue as first and last-mile 
options and adoption of alternatives grow. The Blueprint discusses how further parking reduction, 
ahead of decreasing demand, will support increased mode choice and sustainability initiatives of RTD 
and its partner agencies.  

2.2  Equitable  Transit-Oriented Development Pol icy  
The Equitable Transit-Oriented Development (TOD) Policy approved by the RTD Board of Directors in 
February 2021 provides staff flexibility in discussions with developers proposing new projects on RTD 
land adjacent to stations. It allows RTD to work with developers to provide parking needed for 
multifamily developments while encouraging those developers to house the people who can most 
benefit from living in close proximity to stations. For example, a developer may be eligible for a 
reduced parking requirement in exchange for providing a minimum proportion of the residential project 
at a specific level of the median area income.  
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3.  Future Trends 
3.1  Impact  of  E lectr ic  Vehic les on Parking 
Electric vehicle (EV) ownership is increasing, along with the associated regulatory requirements. As 
auto manufacturers produce more EVs or, in some cases, adopt an all-electric line1, ownership will 
continue to rise. For these reasons, ensuring that the parking system is ready for EVs is becoming 
more important and urgent.  

Based on national data and according to information provided by three industry sources, the share of 
the vehicle fleet projected to consist of EVs by 2030 ranges from 3.05 percent as a “low adoption 
scenario”2 to 6.76 percent as a “high adoption scenario,” 3 with a “mid adoption” scenario projection of 
4.68 percent.4  

Based on the latest data from RTD, the International Council on Clean Transportation, the US Census, 
and the Atlas EV Hub, Walker projected the percentage of EVs representing RTD’s overall parking 
demand at its park-and-rides in 2019 to 2030 based on these low, mid, and high adoption rate 
scenarios. These projections, summarized in Figure 4, are in relative order of magnitude to represent 
the number of vehicles on the road by type and are not intended to be absolutes. It should be noted 
that not all EVs parked at a park-and-ride require active charging. For example, local commuters may 
choose to charge their vehicle at home each evening rather than pay for charging away from their 
residence. Ongoing evaluation of charging use and commuter trip origination and distance should be 
considered in planning for future charging station needs.  

In 2019/2020, within the nine-county Denver metro area, there were approximately 1,267,800 total 
vehicles, of which about 25,300, or 2 percent, were electric. Applying this figure to RTD’s 2019 
systemwide demand, approximately 416 electric vehicles were parked throughout the park-and-ride 
system on a typical day.  

 
1 Washington Post. “General Motors to eliminate gasoline and diesel light-duty cars and SUVs by 2035.” January 28, 2021. 
https://www.washingtonpost.com/climate-environment/2021/01/28/general-motors-electric/. 
2 US EIA. “Annual Energy Outlook 2020.” https://www.eia.gov/outlooks/aeo/data/browser/#/?id=49-AEO2020&region=0-
0&cases=ref2020&start=2019&end=2035&f=A&linechart=~ref2020-d112119a.10-49-AEO2020~ref2020-d112119a.11-49-
AEO2020~ref2020-d112119a.12-49-AEO2020~ref2020-d112119a.13-49-AEO2020~ref2020-d112119a.14-49-
AEO2020~~ref2020-d112119a.16-49-AEO2020~ref2020-d112119a.4-49-
AEO2020&map=&ctype=linechart&chartindexed=0&sourcekey=0%20annual%20energy%20outlook%202020.  
3 BloomberNEF. “Electric Vehicle Outlook 2020.” https://bnef.turtl.co/story/evo-2020/page/1?teaser=yes. 
4 EPRI. “Summary Report on EVs at Scale and the U.S. Electric Power System.” November 2019. 
https://www.energy.gov/sites/prod/files/2019/12/f69/GITT%20ISATT%20EVs%20at%20Scale%20Grid%20Summary%20Rep
ort%20FINAL%20Nov2019.pdf. 

https://www.washingtonpost.com/climate-environment/2021/01/28/general-motors-electric/
https://www.eia.gov/outlooks/aeo/data/browser/#/?id=49-AEO2020&region=0-0&cases=ref2020&start=2019&end=2035&f=A&linechart=%7Eref2020-d112119a.10-49-AEO2020%7Eref2020-d112119a.11-49-AEO2020%7Eref2020-d112119a.12-49-AEO2020%7Eref2020-d112119a.13-49-AEO2020%7Eref2020-d112119a.14-49-AEO2020%7E%7Eref2020-d112119a.16-49-AEO2020%7Eref2020-d112119a.4-49-AEO2020&map=&ctype=linechart&chartindexed=0&sourcekey=0%20annual%20energy%20outlook%202020
https://www.eia.gov/outlooks/aeo/data/browser/#/?id=49-AEO2020&region=0-0&cases=ref2020&start=2019&end=2035&f=A&linechart=%7Eref2020-d112119a.10-49-AEO2020%7Eref2020-d112119a.11-49-AEO2020%7Eref2020-d112119a.12-49-AEO2020%7Eref2020-d112119a.13-49-AEO2020%7Eref2020-d112119a.14-49-AEO2020%7E%7Eref2020-d112119a.16-49-AEO2020%7Eref2020-d112119a.4-49-AEO2020&map=&ctype=linechart&chartindexed=0&sourcekey=0%20annual%20energy%20outlook%202020
https://www.eia.gov/outlooks/aeo/data/browser/#/?id=49-AEO2020&region=0-0&cases=ref2020&start=2019&end=2035&f=A&linechart=%7Eref2020-d112119a.10-49-AEO2020%7Eref2020-d112119a.11-49-AEO2020%7Eref2020-d112119a.12-49-AEO2020%7Eref2020-d112119a.13-49-AEO2020%7Eref2020-d112119a.14-49-AEO2020%7E%7Eref2020-d112119a.16-49-AEO2020%7Eref2020-d112119a.4-49-AEO2020&map=&ctype=linechart&chartindexed=0&sourcekey=0%20annual%20energy%20outlook%202020
https://www.eia.gov/outlooks/aeo/data/browser/#/?id=49-AEO2020&region=0-0&cases=ref2020&start=2019&end=2035&f=A&linechart=%7Eref2020-d112119a.10-49-AEO2020%7Eref2020-d112119a.11-49-AEO2020%7Eref2020-d112119a.12-49-AEO2020%7Eref2020-d112119a.13-49-AEO2020%7Eref2020-d112119a.14-49-AEO2020%7E%7Eref2020-d112119a.16-49-AEO2020%7Eref2020-d112119a.4-49-AEO2020&map=&ctype=linechart&chartindexed=0&sourcekey=0%20annual%20energy%20outlook%202020
https://www.eia.gov/outlooks/aeo/data/browser/#/?id=49-AEO2020&region=0-0&cases=ref2020&start=2019&end=2035&f=A&linechart=%7Eref2020-d112119a.10-49-AEO2020%7Eref2020-d112119a.11-49-AEO2020%7Eref2020-d112119a.12-49-AEO2020%7Eref2020-d112119a.13-49-AEO2020%7Eref2020-d112119a.14-49-AEO2020%7E%7Eref2020-d112119a.16-49-AEO2020%7Eref2020-d112119a.4-49-AEO2020&map=&ctype=linechart&chartindexed=0&sourcekey=0%20annual%20energy%20outlook%202020
https://bnef.turtl.co/story/evo-2020/page/1?teaser=yes
https://www.energy.gov/sites/prod/files/2019/12/f69/GITT%20ISATT%20EVs%20at%20Scale%20Grid%20Summary%20Report%20FINAL%20Nov2019.pdf
https://www.energy.gov/sites/prod/files/2019/12/f69/GITT%20ISATT%20EVs%20at%20Scale%20Grid%20Summary%20Report%20FINAL%20Nov2019.pdf
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Figure 4. Projected Electric Vehicles on the Road  

 
Source: Walker Consultants  
 

According to the International Council on Clean Transportation, EV purchases in 2019 in Metro Denver 
represented approximately 6 percent of new vehicle purchases, well ahead of the national average.5 
Therefore, the Denver metro area may trend closer to the “high adoption” scenario by 2030. If that 
occurs, an estimated 1,581 vehicles will be electric within the RTD park-and-ride system by 2030, 
assuming projected population growth applied to 2019 ridership figures and not accounting for 
significant changes in mode share in the long term. Based on these projections, Table 1 shows the 
range of electric charging stations that should be deployed across the RTD park-and-ride system in 
2019 and 2030 according to each adoption scenario. The range was developed through a 15:1 and 
20:1 ratio of parking spaces to EV parking spaces recommended by the International Council on Clean 
Transportation6.  

Table 1. Range of EV Charging Stations Needed at All RTD Park-and-Rides by 2030 

Range of Future Electric 
Vehicle Supply 2019 

2030 Projections* 

Low Mid High 

EV Parking Spaces 20–30 40–50 60–70 80–100 

*Assumes 2030 parking demand and associated growth in EV ownership from 2019 to 2030 
 
  

 
5 Bui, Anh et al. “Update on electric vehicle adoption across U.S. cities.” International Council on Clean Transportation. August 
2020. https://theicct.org/sites/default/files/publications/EV-cities-update-aug2020.pdf 
6 International Council on Clean Transportation. “Quantifying the Electric Vehicle Charging Infrastructure Gap Across U.S. 
Markets.” January 2019. 
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3 .2  Impact  of  Autonomous Vehic les on Parking 
There are several levels to consider in planning for the future of autonomous vehicles (AVs). The 
Society of Automotive Engineers defines six levels of driving automation, adopted by the U.S. 
Department of Transportation, ranging from manual at Level 0 to Level 5 and fully autonomous. 
Vehicles with Level 2 features, such as adaptive cruise control and lane-departure warnings, are 
common in new vehicles sold today. Level 3 vehicles, such as Teslas equipped with their proprietary 
Autopilot feature, are on the roads today. However, the driver must be available and alert to assume 
control and avoid a potential accident at this level. While Level 4 and 5 testing is underway, much of 
the focus is on fixed-route shuttles and shared mobility services. The EasyMile shuttle, which ran 
between the RTD 61st/Peña Station Park-and-Ride and the Panasonic Smart City Campus, and briefly 
operated on the Colorado School of Mines central campus in the City of Golden7, is an example of this 
type of fixed-route testing for fully automated vehicles. 

Walker has projected that up to 90 percent of vehicle sales by 2040 could be Level 4 and Level 5 
autonomous, given the rate of technological improvement and regulatory change. However, the vehicle 
fleet will take time to transition. Level 4 and 5 AVs are still years away, and fully autonomous vehicles 
will have to share the road with non-AVs for decades to come (the average vehicle is now on the road 
for approximately 11 years). Therefore, AVs are not projected to represent a third of all vehicles on the 
road until after 2050.  

Under a “high disruption” scenario, where most drivers have mostly or fully adopted a fully 
autonomous driving operation most of the time, potential reductions in parking demand are projected 
at 10 to 40 percent, assuming no population growth. However, reductions are likely to be more modest 
with population growth, assuming no significant per capita increase in parking supply, and parking 
demand may increase. 

The level of disruption specific to the RTD parking system is difficult to predict. In one scenario, fleets 
of fully autonomous vehicles could become an effective and economical solution for the first and last 
mile, increasing the long-term competitive advantage of transit relative to single-occupancy vehicles. In 
another scenario, where drivers can disengage from driving and enjoy less congested roadways due to 
autonomous coordination, transit may experience a decrease in demand. In any scenario, high levels of 
disruption due to AVs are likely over 30 years away. 

Table 2 summarizes potential parking demand outcomes as a factor of systemwide boardings by 2050 
according to various disruption scenarios. These potential outcomes assume population growth within 
the Denver metro area of about 29 percent by 2050 based on the latest 2020 estimates provided by 
the Metro Denver Economic Development Corporation. 

 
7 Easy Mile. “The USA’s Largest Fleet of Autonomous Electric Shuttles Launches in Colorado.” August 2021. 
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Table 2. Impact on Parking Demand from AVs at All RTD Park-and-Rides by 2050 

Selected 
Estimated/Projected 2050 
RTD Systemwide Statistic 

No Disruption 
Scenario 

(Increase at the 
same rate as 
population 

growth) 

Low Disruption 
Scenario 

(10% reduction 
after accounting 
for population 

growth) 

Mid Disruption 
Scenario 

(25% reduction 
after accounting 
for population 

growth) 

High Disruption 
Scenario 

(40% reduction after 
accounting for 

population growth) 

Total Number of Boardings 136,512,82 122,861,539 102,384,616 81,907,69  
Park-and-Ride Parking Demand  
(Number of Vehicles) 

26,900 24,200 20,200 16,200 

Percent of Total Parking Supply 
(Assuming 2019 Capacity) 82% 73% 61% 49% 

 
  



Park ing S t ra tegies  Memorandum 

  

 8  

4.  The Role of Parking in RTD 
Parking is one means of accessing RTD services at transit and rail stations, working in collaboration 
with Mobility on Demand and other first and last-mile options to connect riders with RTD routes. In 
evaluating opportunities to better support RTD’s core services through parking management, Walker 
identified the following opportunities: 

 Customer-Driven Access. Parking and other forms of service connectivity should focus on 
passengers and promote their choices and needs in traveling. This focus includes providing 
equitable options that accommodate RTD passengers who do and do not use the parking 
supply to access services. 

 Multimodal Access. Connections to RTD services should focus on trip satisfaction and 
providing options that meet the myriad of passengers’ unique needs and available resources. 

 Data-Informed Decisions. Technology supporting parking, access, and mobility is evolving 
at an unprecedented pace. Investments in technology should focus on integration capabilities 
and connecting data points rather than on obtaining a specific technology. 

 Management Framework. Based on the legislative limitations in place and RTD’s 
understanding of the future legislation climate in which they will continue to operate, 
leadership should look to leverage available opportunities and partnerships to achieve goal 
satisfaction over solution satisfaction. 
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5.  RTD Park-n-Ride Gap Analysis and 
Recommendations 

Each parking strategy discussed below includes a matrix demonstrating how the strategy supports the 
Reimagine RTD Guiding Principles.  

5.1  Paid Parking 
More park-and-ride parking systems are moving to a demand-based rate schedule. Some, such as 
TriMet serving the Portland market, charge hourly for parking in their highest demand facilities, 
whereas others, such as the METRO Park-and-Ride serving the Houston market, charge daily. In both 
examples, low-demand park-and-ride parking facilities remain free. The Metro system serving the Los 
Angeles market keeps daily parking charges relatively consistent at $3, with the exception of Union 
Station. However, the LA Metro system does provide demand-based monthly permits that vary from 
$20 to $59 and demand-based carpool permits at $25 to $45 per month. Carpool permits are priced 
lower to incentivize commuters to choose to carpool over commuting in single-occupant vehicles.  

Amsterdam’s park-and-ride system provides a demand-based parking pricing option that reflects the 
time of day the parking system is accessed. Here, parking is provided at 8€ per day (approximately 
$9.71) for those arriving before 10:00 AM. After 10:00 AM, the daily parking rate is reduced to 1€ per 
day (approximately $1.21). This pricing reflects the higher demand for parking at park-and-ride 
facilities during the early morning hours and the typical duration of stay of those arriving during that 
timeframe. It also accounts for the demand vehicles place on roadways and supports sustainability 
goals to reduce vehicle emissions related to traffic congestion by levying a higher parking price on 
those who travel during prime commuting hours. 

The demand-based pricing approach is recommended for the RTD park-and-ride system, with rates 
reflecting parking demand for the location. For example, facilities that experience typical parking 
occupancies over 75 percent would be priced highest, while those that experience typical parking 
occupancies from 50 to 75 percent would be priced lower. Park-and-ride facilities that experience 
typical parking occupancies below 50 percent would be free.  

Pricing tiers allow individuals to choose the parking option that best meets their unique needs and 
available resources. For instance, an individual may choose to pay a higher parking fee for a location 
closer to their destination. In contrast, someone else may be open to parking at a station further from 
their destination that adds an extra 10 minutes to their transit or rail travel to pay a lower cost for 
parking. Monthly permit options reflective of the daily rate could also be offered. It is recommended 
that these permits, like those provided by TriMet and Metro, waive parking fees in the designated park-
and-ride facility but not guarantee space. Metro’s $3 per entry (or per day with no in and out 
privileges) was sufficient to redistribute parking demands to underused facilities while generating 
revenues to support their park-and-ride parking system’s overall operations and maintenance.  

Many factors and variables influence parking decisions and potential parking, demands, and operating 
income. Any financial modeling is intended to guide strategic parking management decisions and their 
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impacts on the financial health of the parking operations. Walker has compiled the following 
information and assumptions based on its past work on other similar projects and from market 
research. The assumptions included in the analysis to project future performance and events are not a 
guarantee of performance or representation of a fact that will eventually exist or be reached. Walker 
uses these assumptions to analyze program performance based on the available variable information. 
Because of the assumptions’ inherent uncertainty and probable variation, actual results will vary from 
estimated results, and such variations may be material. 

The variable rates proposed in the 2016 Parking Pricing Technical Assessment, summarized in Table 3, 
continue to present a below-market rate option that will support a reduced impact on demand from 
pricing elasticity. Walker continues to recommend these rates. Carrying these rates forward and using 
the 2019 demand data, annual parking revenues of approximately $12.87 million are projected for the 
park-and-ride stations under this rate scenario. This projection does not account for potential discounts 
for permitted vehicles, income-qualifying individuals, or other potential discounts. Appendix B 
summarizes the updated modeling output per managed park-and-ride station. It should be noted that 
the impact of the COVID-19 pandemic on transit ridership has been substantial, and the recovery to 
pre-COVID levels is anticipated to take up to five years or more. 

Table 3. Variable Rate Scenario, 2016 Parking Pricing Technical Assessment 
Base Parking Charge High Utilization Parking Charge 

In-District Out-of-District In-District Out-of-District 
$2 $4 $4 $6 

 
 

 
Mobility 

Increasing revenues from parking operations enables investment in 
RTD’s other mobility offerings. 

 
Equity 

Charging user fees to all parkers who access park-and-ride facilities 
eliminates the additional fee included in the cost of the transit fare 
for those who do not use the parking supply. 

 
Financial 

Extending user fees to all parking system users increases the 
revenue potential of the system’s park-and-ride facilities. 

 
Partnerships 

Monthly permits at park-and-ride facilities provides an opportunity to 
partner with nearby land uses to lease underutilized parking at park-
and-rides for a fee. 

 
Workforce 

Increased revenue resulting from charging all park-and-ride facility 
parkers increases potential funding available to support the funding 
of personnel, benefits, and training. 

 
Sustainability 

Charging all parking users, regardless of taxing district status, 
encourages the use of other first and last mile connections to arrive 
at park-and-ride facilities. 
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5.1.1 Parking Subsidies for Qualifying Individuals 
Offering a discounted monthly permit to those who live in an area without reasonable access to a lower 
demand park-and-ride parking facility and meet income qualifications for discounted transit fare passes 
provides an equitable solution to those individuals. In Figure 5, on the following page, existing park-
and-ride facilities, shown with an approximately quarter-mile buffer walking tolerance, and existing bus 
routes leave several localized areas with a median household income at or below 185 percent of the 
Federal Poverty Level without reasonable access to a transit station. These areas include 
neighborhoods within the same census tract as the Jefferson County Government Center-Golden 
Station, Lafayette Station, and Commerce City & 72nd Station. This analysis does not represent an 
underserved need for parking at these locations. Rather it demonstrates the potential for increased 
need for parking to serve transit connections relative to areas with closer transit access or where 
households may be less impacted by increased travel costs to connect with transit. 

 

 
Mobility 

Discounted monthly parking passes provide reliable transportation connecting 
those less likely to have reasonable access or means to benefit from other first 
and last-mile options. 

 
Equity 

Qualifying discounts increase the ability of those with fewer resources to access 
desired and needed destinations. 

 
Financial 

Charging even a discounted parking fee for all users increases the available 
funding for the operations and management of park-and-ride facilities. 

 
Partnerships 

Similar to the LiVE program’s partnership for processing through the state’s 
public benefits website, discounted parking permits could be provided. 

 
Workforce 

Subsidies support members of the Denver metro area workforce who meet 
income qualifications. 

 
Sustainability 
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Figure 5. Median Household Income by Census Tract with Park-and-Ride Facilities 

 
Data Source: U.S. Census Bureau, RTD  
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5.1.2 Monetization of EV Charging Stations 
As a member of the Colorado Electric Vehicle Coalition, RTD has committed to the organization’s 
mission of “promoting policies and actions that facilitate the deployment of electric vehicles on a mass 
scale in order to combat economic, environmental, and national security dangers caused by our 
dependence on oil.8” While making EV charging stations available to support the growing demand for 
EVs is an important action, only two charging spaces are available throughout the park-and-ride 
system. These charging stations are located within the same park-and-ride facility (Central Park 
Station). However, installing these systems can be cost-prohibitive, with the energy demands of an EV 
being roughly the equivalent of adding a small new house to the neighborhood grid. Power 
management systems are now being developed to spread out the charging of vehicles that stay longer. 
This technology prevents charging EVs from being “topped off” simultaneously shortly after arriving 
and connecting. By spreading out charging, the draw on the electric grid is reduced. Partnerships 
should be leveraged to expand the necessary infrastructure to support the installation of chargers and 
power management systems at park-and-rides.  

The City and County of Denver has identified RTD for a potential partnership to expand publicly 
accessible charging stations, specifically looking to prioritize park-and-ride stations near underserved 
communities and multifamily housing.9 The City and County of Denver has an existing agreement with 
ChargePoint to provide EV charging stations at publicly accessible locations. Whether by leasing spaces 
to the City or ChargePoint or collecting a portion of revenues generated by charging activities, an 
agreement by which RTD shares in the revenues should be explored. 

 
Mobility 

Providing EV charging stations at park-and-ride facilities extends the potential 
total trip distance for EV owners commuting from outside the district, improving 
their ability to move throughout the RTD region and increasing accessibility to 
more destinations. 

 
Equity 

Providing EV charging stations at park-and-ride facilities extends the potential 
trip distance for those traveling from out of the district, especially early model 
EVs with a typical per trip distance of 100 miles round trip. 

 
Financial 

Fees for EV charging present a potential additional revenue stream. EV spaces 
may be leased directly to third-party EV charging providers, or the agreement 
may be structured to reflect revenue sharing from the fees charged. 

 
Partnerships 

Existing EV charging spaces are provided through a partnership with the City 
and County of Denver and their agreement with ChargePoint. Additional spaces 
present an opportunity to partner with local municipalities and other third-party 
vendors. 

 
Workforce 

 

 
Sustainability 

EVs support the use of clean energy and reduce emissions associated with 
internal combustion engines. However, exacting fees for EV charging without 
charging for parking may not align with sustainability goals. 

 
8 Electrification Coalition https://www.electrificationcoalition.org 
9 Denver Electric Vehicle Action Plan, April 2020 

https://www.electrificationcoalition.org/for-immediate-release-electrification-coalition-applauds-colorado-electric-vehicle-plan/#:%7E:text=The%20Electrification%20Coalition%20is%20a,by%20our%20dependence%20on%20oil.
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5.1.3 Single Payment Platform for RTD Fares and Parking Fees 
It is recommended that RTD use a single mobile application for app-based transit fare and parking fee 
payment collection to keep the park-and-ride experience convenient for system users. For similar 
reasons, the Washington Metropolitan Area Transit Authority (WMATA) allows riders to use their 
SmarTrip card to complete payments for parking fees. The SmarTrip card can also be linked to the 
Apple wallet for mobile payments completed at kiosks at the parking facilities. RTD should develop a 
Request for Proposal that, among other potential considerations, requires potential vendors to 
integrate with the transit fare platform. 

 

 
Mobility 

Fewer passes and permits to track make the park-and-ride experience more 
convenient for customers, visitors, and residents. 

 
Equity 

By providing an opportunity to combine transactions, additional fees charged 
per transaction by third-party vendor apps will keep the overall costs down for 
parkers. 

 
Financial 

By combining transactions, RTD can reduce per-transaction fees associated with 
processing credit payments. 

 
Partnerships 

To accommodate single payments for parkers who benefit from fare discounts, 
increased and ongoing partnerships with the state’s public benefits website will 
be necessary. 

 
Workforce 

 

 
Sustainability 

 

 

5.1.4 Carpool and Vanpool Parking 
Providing free or reduced-cost parking permits for carpool and vanpool vehicles can support increased 
transit ridership and the use of park-and-ride facilities. These permits can accommodate individual 
carpool and vanpool participants at low-demand locations, where riders park their personal vehicles 
and commute into the core area. Carpool and vanpool members may also park in a low-demand 
location to rideshare to a high-demand facility where the shared vehicle is parked, and then members 
use transit to complete their connections.  

While RTD has previously explored this strategy, these permits must be specifically tied to the license 
plate of each permitted vehicle at the appropriate facility. This requirement supports increased transit 
ridership for RTD and provides a potentially reduced parking cost for vanpool participants. In the King 
County and LA Metro park-and-ride systems, carpool and vanpool permits are prioritized both in the 
annual renewal of permits and in fulfillment of waitlist permits on an ongoing basis over single-
occupant permits. These agencies offer their high occupancy vehicle (HOV) parking permits at a 
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reduced cost, prioritizing increased transit ridership and revenue over parking revenue generation. A 
citation is issued in King County for those found to violate the HOV permit, for instance, observed 
permit use with one rider in the vehicle. Here, three citations for any violation will result in towing and 
impounding the vehicle on the fourth instance of unauthorized parking in a permit parking area.10 
While vanpools are not required to register for an HOV permit, those without one are not guaranteed a 
space at a park-and-ride. Additionally, spaces for vehicles belonging to vanpool riders without a single-
occupant vehicle permit are not guaranteed in facilities where vanpool riders may meet to transfer to 
the shared commute vehicle.11 

 

 
Mobility 

Increased use of carpools and vanpools can reduce congestion on major travel 
ways, such as I-25, leading to improved commuting conditions for all drivers. 

 
Equity 

Carpool and vanpool spaces can be provided for participating individuals whose 
commutes originate in areas not as transit-rich as others to increase access and 
mobility. 

 
Financial 

While these spaces can decrease parking revenues, they can support increased 
transit ridership and overall system revenue gains. 

 
Partnerships 

Mountain Metro Rides, VanGo, and WayToGo are existing carpool and vanpool 
operators within the region that present partnership opportunities to increase 
carpool and vanpool use of park-and-ride facilities. 

 
Workforce 

 

 
Sustainability 

Carpools and vanpools support reduced emissions from vehicle miles traveled 
associated with single-occupant vehicles. 

 

5.2  Parking Capacity 
5.2.1 Monetization of All Parking Assets 
RTD currently provides branding and sponsorship opportunities at transit stops and park-and-ride 
stations. Expansion of these opportunities to include naming facilities, advertising at and within 
shelters, or providing vehicle-related services at park-and-ride facilities can benefit both partners and 
parkers. For example, a windshield repair company could sponsor a park-and-ride facility, and as part 
of their sponsorship, the facility would be named for the company, and they would have exclusive 
access to provide windshield repair services to vehicles parked at the lot, which is an added 
convenience for parkers.  

 
10 King County Pricing, Enforcement, and Requirements for Renewal of HOV and SOV Parking Permits, 2019. 
https://kingcounty.gov/~/media/operations/policies/documents/FES-7-2-1PR.ashx?la=en  
11 https://kingcounty.gov/~/media/depts/metro/travel-options/rideshare/resources/commuter-van-bulletins/bulletin-2020-
03.pdf  

https://kingcounty.gov/%7E/media/operations/policies/documents/FES-7-2-1PR.ashx?la=en
https://kingcounty.gov/%7E/media/depts/metro/travel-options/rideshare/resources/commuter-van-bulletins/bulletin-2020-03.pdf
https://kingcounty.gov/%7E/media/depts/metro/travel-options/rideshare/resources/commuter-van-bulletins/bulletin-2020-03.pdf
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Other services such as vehicle maintenance provide partnership opportunities. In these instances, 
rather than services provided on-site, a sponsoring business could provide concierge service where 
owners leave their keys in a secure lockbox for attendants to retrieve. Such an arrangement could 
encompass services for detailing, oil changes, tire replacements, and more. This type of partnership is 
common at offsite airport parking facilities. For example, The Parking Spot, Canopy Airport Parking, 
Fine Airport Parking, Way, and Wally Park near the Denver International Airport all offer maintenance 
services at an additional cost to their base parking fees.  

Partnerships can also support park-and-rides through indirect financial benefits. For example, Caltrans 
in San Diego County, California, supports the placement of drop-off receptacles for donation 
organizations, such as Goodwill Industries and Salvation Army, within park-and-ride facilities. They 
have found that these receptacles increase traffic, which provides additional security through the 
general presence of individuals coming and going from the park-and-rides. Caltrans also asks these 
organizations to clean general debris from the park-and-ride when collecting donations from the 
receptacles.12  

 

 
Mobility 

Monetization of parking assets can offset the cost of park-and-ride operations 
and maintenance, decreasing the cost of parking for users. 

 
Equity 

Newly monetized assets and service offerings can create revenue opportunities 
for RTD. 

 
Financial 

Partnerships could increase through newly identified monetization opportunities. 

 
Partnerships 

 

 
Workforce 

 

 
Sustainability 

Partnerships that extend services to riders can reduce emissions and vehicle 
miles traveled associated with additional trips to complete these tasks. 

 

5.2.2 Convert Underused Parking  
RTD already converts underused park-and-ride parking supplies to serve other needs, for example, 
licensing spaces for temporary uses. RTD also has the TOD Policy described in Section 2.2 above, 
which considers the potential for converting surface spaces into structured parking supplies that 
accompany development to increase ridership.  

 
12 Caltrans Park and Ride Program https://dot.ca.gov/caltrans-near-me/district-11/programs/ 

https://dot.ca.gov/caltrans-near-me/district-11/programs/district-11-planning-local-assistance/district-11-park-ride-program
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Underused parking can and should be leveraged to benefit the agency by increasing ridership and 
generating revenues. A conversion may keep the space under RTD’s ownership and management, 
which can then transition some or all of the parking facility to a mobility hub serving multiple access 
modes, as further discussed in Section 5.2.3. Conversion may also be achieved by selling or leasing all 
or a portion of the parking facility. In areas where RTD may have a strategic benefit from land 
ownership in the future, RTD may consider a land lease to retain ownership and conserve its rights to 
make future land use decisions. Where no future transit need for the land is apparent, RTD may 
consider selling all or a portion of underused parking facilities. Where the market allows high-density 
development, RTD should consider converting underused parking spaces for residential and commercial 
units that will provide a net increase in ridership at the station. 

Based on the 2015–2019 RTD Utilization Reports, 12 parking facilities at bus stations have been 
identified that should be further considered for conversion, including four facilities RTD previously 
identified for potential sale in 2017.  

Facilities were identified based on the following preliminary metrics: 

 The surrounding area of influence for each station should consider both the existing and future 
land use density and development potential, along with the existing and future anticipated first 
and last-mile infrastructure that will impact the station’s future parking utilization. 

 The existing and projected future parking utilization should inform the extent to which the 
facility is reduced, sold, or partially converted to serve alternative RTD services. 

 Where applicable, stations with eliminated parking facilities that continue to serve transit 
lines would need to add a transit stop to continue providing service access.  

The stations summarized in Table 4 and shown in Figure 6 were identified for further consideration of 
converting their parking supplies using the available utilization data, the existing and future land use 
context and transportation infrastructure, and the projected future parking use per station. The 
following evaluation demonstrates a preliminary analysis given the available data. Alteration of any one 
of these facilities will impact surrounding park-and-rides, some of which are also listed here. 
Recommendations are not intended to be cumulative, and consideration of how one facility’s 
conversion may impact its surrounding facilities should be considered. 

Table 4. Preliminary Evaluation of Park-and-Ride Facilities for Potential Conversions 
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Station Capacity 2019 2018 2017 2016 2015 Recommendation 
Alameda & Havana 128 22% 29% 31% 42% 43% Partial sale or lease 
Aspen Park 162 23% 33% 35% 40% 41% Mobility conversion 
Bergen Park 160 34% 35% 32% 37% 41% Mobility conversion 
C470 & University Blvd 440 3% 5% 4% 4% 5% Full sale or lease 
Ken Caryl & C-470 268 4% 4% 5% 5% 7% Full sale or lease 
Pine Junction 90 43% 48% 44% 45% 43% Mobility conversion 
Pinery 79 31% 35% 27% 32% 31% Mobility conversion 
Smoky Hill & Picadilly 58 30% 30% 31% 31% 30% Mobility conversion 
Tantra Dr. & Table Mesa 105 12% 9% 8% 8% 23% Full sale or lease 
US285 & Mountain View 183 11% 12% 12% 16% 15% Full sale or lease 
US285 & Twin Forks 77 35% 32% 29% 29% 31% Mobility conversion 
US85 & Bridge St 234 36% 45% 42% 37% 40% Mobility conversion 

Blue shading indicates the facility was identified in the 2017 analysis for potential conversion. 
Source: RTD, Walker Consultants 
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Figure 6. Conversion Recommendations per Park-and-Ride Facility 

Source: Walker Consultants  

Alteration of one of these facilities will impact 
its surrounding park and ride facilities, some 

of which are also shown here. 
Recommendations are not intended to be 
cumulative and consideration of how one 

facility’s conversion may impact surrounding 
facilities should be considered.  
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Shared parking agreements present another opportunity to convert underutilized parking. In this 
scenario, rather than parking at the park-and-ride exclusively provided for transit riders, it is available 
to nearby residents, employees, or visitors through an agreement with that land use owner or 
manager. Two common forms of shared parking that apply to RTD park-and-ride stations are the 
private lease or sale of spaces to the public and the private lease or sale to a private entity. 
  
Under a private lease or sale to the public agreement, RTD would contract with a public entity to open 
their parking to the public. Agreements can be made to open the parking during all times, specific 
times, or leased on a long-term basis. The public agency benefits by providing additional public parking 
without funding capital and maintenance costs associated with building a parking facility. RTD would 
benefit from collecting additional parking revenue from the public (if there is paid parking) or through a 
lease payment from the public agency.  
 
Under a private lease or sale to a private entity, RTD would enter a contract with a private owner to 
park a development’s overflow parking demand or satisfy all or a portion of its parking requirements 
through the lease of underutilized park-and-ride supplies. An otherwise unused RTD parking asset has 
a financial value and can catalyze development because there is a high cost to a private developer in 
replicating those parking spaces.  
 

 
Mobility 

Where alternative modes are expanded as a result of converting parking 
supplies, increased mode choice access provides more options for those without 
a personal vehicle.  

 
Equity 

Shared parking agreements have the potential to reduce development costs 
associated with residential developments, which in turn can reduce the cost of 
living for tenants to the greatest benefit of many equity populations. 

 
Financial 

Converting underutilized parking assets reduces the operational and 
maintenance costs associated, and the potential revenue generated through 
shared parking agreements and the lease or sale of assets can providing funding 
for the overall park-and-ride system. 

 
Partnerships 

Shared parking agreements present an opportunity to partner with both local 
municipal agencies and directly with private developers.  

 
Workforce 

 

 
Sustainability 

Conversion of underutilized parking supplies can reduce heat island effects 
related to large concrete parking lots.  
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5.2.3 Transition to Mobility Hubs 
Where feasible, RTD should be working to ensure that its park-and-ride facilities accommodate 
alternative transportation options, including micro-mobility. Park-and-rides, especially those identified 
for reduction to support alternative modes of access and travel, should be prioritized for consideration 
for conversion to a mobility hub. 

Immedia te/Shor t -Term Add i t iona l  Mobi l i ty  Uses 
All park-and-ride facilities should be outfitted with infrastructure to accommodate bicycles, bike share 
parking, and scooter parking, complete with protected or semi-protected bike and scooter parking 
areas. Links to and improvements of the multiuse path and trail system should be established where 
feasible.  

Additional electric charging stations should be installed to accommodate existing RTD users and 
provide charging opportunities for non-RTD users. As RTD and other commercial fleet electrification 
grow, accommodations for fleet charging and battery swap should also be considered.  

Excess parking capacity can be used for non-autonomous rideshare staging or staging for delivery 
vehicles. Facilities with or without designated delivery vehicle staging could be equipped for parcel 
delivery, with smart lockers ready to accept packages and accommodate pickup 24 hours a day, seven 
days a week. 

Long-Term Addi t iona l  Mobi l i ty  Uses 
In the long term, if parking demand does not return to 2019 levels or further decreases, RTD could 
diversify the services within mobility hubs to further accommodate changing needs.  

It is important to remember that a high-disruption AV scenario will not necessarily decrease the 
number of personal vehicles on the road but may increase substantially. The idea that vehicles will 
continue to circulate to avoid paying for parking assumes the cost of the additional circulation, the fuel, 
and the wear and tear on the vehicle does not outweigh the cost of the parking, which is unlikely at the 
rates proposed for the RTD parking system. AVs will still need to occupy parking spaces for short-term 
storage while not in use, and these spaces will need to be in a location that provides a convenient 
recall time from which to return to the passenger(s) to pick them up. For example, in most commuting 
scenarios, a vehicle is not likely to return home at increased travel expenses and extend the needed 
time to return to pick up the passenger(s). However, if parking fees exceed passengers’ travel 
expenses and convenience factor, and parking demand associated with autonomous personal vehicles 
decreases in RTD parking facilities, the facilities may be useful in accommodating dynamic staging and 
storage of AVs for rideshare and deliveries. Additionally, in both the high and low adoption scenarios, 
shared AV fleets, combined with expanded transit investment, provide a more efficient option to 
address sustainability goals.  

Air travel on the local scale may also become more widespread as a function of autonomous 
technology. For people, this may translate into “rideshare in the sky.” Even if implemented on a limited 
scale, such services will need landing and takeoff areas supported by their associated infrastructure 
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and amenities. Given their potential available underutilized expanses of parking areas, some of RTD’s 
parking facilities may be well suited to serve as public heliports.  

The concept is not new; the City of Portland owns and operates a public-use helipad on the top of one 
of its downtown public parking structures. A helipad serves a heliport much like a runway serves an 
airport, and a heliport may have one or more helipads. The Portland Downtown Helipad is open 24 
hours a day, seven days a week. The top level of the parking facility provides a landing pad, taxiways, 
and four helicopter parking positions. There are no fueling or maintenance facilities, and it is 
unattended. The Heliport offers a conference room, available on a reservation basis, and WiFi and 
restroom facilities.13 

For commercial deliveries, autonomous delivery vehicles may revolutionize how we receive packages in 
airborne drones and small driverless vehicles. Some parking areas in key areas may serve as desirable 
staging or operations areas for these delivery drones. In this case, the space could become new 
revenue generation opportunities for RTD, leased out to drone delivery operators and ancillary services. 
Drone delivery services are already being tested in Houston through a partnership between FedEx and 
Nuro to complete last-mile deliveries with driverless vehicles14. Amazon Prime Air completed its first 
fully autonomous delivery in December 2016 with ongoing vehicle designs and delivery mechanisms 
testing.15 

Of course, the ultimate adaptive use of parking areas is to convert unneeded parking to serve new 
uses entirely. More RTD park-and-ride facilities may support transit-orientated communities in the 
future, oriented around a mobility hub with little to no parking. This transition does not have to happen 
overnight. Figure 7 demonstrates how existing space within a park-and-ride facility may be 
transitioned to serve additional uses in various environments of different densities, some of which RTD 
has already implemented. 

 

 
13 Portland Bureau of Transportation. “Portland Downtown Heliport Management Plan.” June 2019.  
14 https://www.forbes.com/sites/alanohnsman/2021/06/15/nuros-street-legal-bots-to-deliver-packages-for-
fedex/?sh=4241298d5601  
15 https://www.amazon.com/Amazon-Prime-Air/b?ie=UTF8&node=8037720011  

https://www.forbes.com/sites/alanohnsman/2021/06/15/nuros-street-legal-bots-to-deliver-packages-for-fedex/?sh=4241298d5601
https://www.forbes.com/sites/alanohnsman/2021/06/15/nuros-street-legal-bots-to-deliver-packages-for-fedex/?sh=4241298d5601
https://www.amazon.com/Amazon-Prime-Air/b?ie=UTF8&node=8037720011
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Figure 7. Mobility Hubs in Low-, Medium-, and High-Density Environments 

 

 
 

Medium-Density Mobility 
 

Low-Density Mobility 
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Mobility 

Improved access to and provision of a greater variety of affordable mobility 
options for accessing nearby services, schools, healthy food, and jobs for all 
populations of various means and physical needs. 

 
Equity 

Housing costs can increase near transit stations, forcing equity populations to 
move further from needed services. Expanding first and last mile connection 
options at mobility hubs improves access to transit resources for these 
populations. 

 
Financial 

Monetizing parking alternatives, even at reduced rates relative to parking, can 
provide additional or expanded lines of revenue. 

 
Partnerships 

Providing infrastructure to support alternative modes of transportation can be 
accomplished with outreach to community leaders and organizations that 
promote these options, such as bicycle advocacy groups. 

 
Workforce 

 

 
Sustainability 

Mobility hubs reduce vehicle miles traveled and greenhouse gas emissions by 
replacing car trips with lower-carbon footprint modes through increased mobility 
options. Further, they provide opportune spaces for personal vehicle charging 
stations as well as fleet vehicle charging, including electric buses that can 
charge during layovers. 

 
  

High-Density Mobility 
 

Transit 
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5.2.4 Future Park-and-Ride Parking Supply 
The overall use of the park-and-ride parking system increased from 2015 through 2019, largely 
through the addition of commuter rail lines, as demonstrated in Figure 8. Bus transit and light rail 
stations have been observed to display relatively consistent underutilization patterns that demonstrate 
a pattern of parking oversupply at these types of facilities. While the oversupply is based on the 
aggregated utilization of these categories, Figure 9 shows stations closer in proximity to high-
passenger service directly connecting to Downtown Denver and along the Flat Iron Flyer routes 
experience higher average parking occupancies. These data points demonstrate that parking demand is 
largely related to the type of station and its location relative to high-passenger services. 

Figure 8. Mobility Hubs in Low-, Medium-, and High-Density Environments 

 
Source: RTD 
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Figure 9. Park-and-Ride Average Utilization, 2019 

  
Source: RTD 
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RTD should revise future parking supply requirements to reflect the correlation between parking 
demand for park-and-rides and the station type and location relative to Downtown Denver. Using the 
projected number of passengers boarding per station, RTD should base future park-and-ride parking 
supply rates on the observed utilization patterns at comparable existing facilities throughout the RTD 
system. Comparable facilities upon which to determine parking needs should consider passenger 
demographics such as vehicle ownership, median household income, mode split preferences, and the 
future development potential of the surrounding area of influence. 
 

 
Mobility 

Reduced parking supply requirements increase the available proportion of 
station area available to serve alternative forms of travel, increasing 
transportation options and accessibility for more system users. 

 
Equity 

Increasing the proportion of area available at future stations to serve alternative 
modes of travel supports equity populations that may have no or limited access 
to a personal vehicle. 

 
Financial 

Monetizing parking alternatives, even at reduced rates relative to parking, can 
provide additional or expanded revenue lines. 

 
Partnerships 

Providing infrastructure to support alternative modes of transportation can be 
accomplished with outreach to community leaders and organizations, such as 
bicycle advocacy groups.  

 
Workforce 

 

 
Sustainability 

Conversion of underutilized parking supplies can reduce heat island effects 
related to large concrete parking lots.  

 

5.3  Parking Enforcement 
5.3.1 Enhanced Parking Enforcement 
Implementation of paid parking and premium parking options will require increased parking 
enforcement to operate effectively. The existing license plate recognition (LPR) hardware used by 
enforcement personnel can monitor park-and-rides with plate-based parking fees and permits; 
however, personnel needed to drive and monitor the mobile LPR can represent a significant cost. 
Mobile LPR enforcement may be most effective in low-demand parking facilities where parking is not 
paid and enforcement is performed sporadically. Use in these facilities is typically focused on identifying 
abandoned vehicles or the enforcement of reserved spaces. At higher demand park-and-rides, or 
where hourly and daily parking fees are collected, a fixed LPR system can monitor entering and exiting 
vehicles, alerting a centralized monitoring location of the number of unpaid or unpermitted vehicles in 
each park-and-ride. This automation allows enforcement to be dispatched on a prioritized basis and 
can significantly reduce the costs associated with enforcement patrol staffing.  

Parking enforcement also presents an opportunity for RTD to partner with local agencies or a third-
party parking operator to enforce parking at park-and-ride facilities. Particularly in low-demand facilities 
where parking fees are not collected, local law enforcement can effectively enforce park-and-ride 
guidelines such as hourly limits or overnight parking restrictions. Examples of successful local law 
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enforcement partnerships serving park-and-ride systems include Caltrans, WMATA, and RFTA. 
Alternatively, parking enforcement presents an opportunity to continue partnering with third-party 
operators that specialize in parking operations, management, and enforcement at stations where 
agency partnerships are not available. Where partnerships are undertaken to provide enforcement of 
parking facilities, agreements should clearly outline regulations to be enforced and outline the 
expectations for minimum enforcement standards. These agreements should further provide for regular 
audits to be performed to ensure compliance.  

 

 
Mobility 

The presence of enforcement in park-and-ride facilities increases the perception 
of rider safety and discourages scofflaws and abandoned vehicles that can 
impede access for others. 

 
Equity 

Fair and frequent parking enforcement of parking policies at park-and-ride 
facilities, such as ensuring that vehicles are not double-parked or blocking 
access for alternative modes, supports multimodal mobility and accessibility of 
system users. 

 
Financial 

Parking enforcement revenues can be reinvested in the park-and-ride system to 
support reduced parking user fees, expand and upgrade alternative mode 
infrastructure, and subsidize parking and transit fees for equity populations. 

 
Partnerships 

Enhanced parking enforcement presents an opportunity to partner with local 
law enforcement both for enforcement and potentially for regional data sharing 
to identify and locate vehicles of interest. 

 
Workforce 

 

 
Sustainability 

The use of fixed LPR can more efficiently dispatch enforcement officers to areas 
of higher occurrences of parking violations, reducing emissions and vehicle 
miles traveled associated with mobile LPR patrolling. 

 

5.4  Other Strategies 
5.4.1 Reserved and Covered Parking 
Colorado is well known for its abundant sunshine one day and snowfall the next. For some commuters, 
the potential damage from ultraviolet rays from the sun beating on their vehicle’s paint or interior 
finishes can be as off-putting as the idea of clearing ice and snow from their vehicle. Offering reserved, 
covered parking at a premium can create an additional revenue stream for RTD. While the additional 
fee would not be an equitable solution where parking is located within a structured facility, and most 
spaces are already covered, it could provide a viable option at select surface lot locations with high 
parking demands. At facilities with high solar capture, solar panels built into the covers that contribute 
to EV charging stations’ needs can further support sustainability initiatives. 
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Mobility 

Additional conveniences can improve the quality of life for residents, customers, 
and visitors. Additionally, reducing the need to clear ice and snow from vehicles 
can support safer commutes among drivers who tend not to clear all windows 
and their roofs or to do so only partially. 

 
Equity 

 

 
Financial 

Additional services and premium parking options present an additional revenue 
stream to support the financial needs of the park-and-ride system. 

 
Partnerships 

 

 
Workforce 

 

 
Sustainability 

Providing covered parking options can reduce vehicle emissions related to 
allowing a vehicle to run while windows are cleared. In a 200-vehicle lot, this 
can reduce emissions by more than 62,000 grams per day, assuming 3 minutes 
of idling to clear the vehicle.16,17 

 
16 Environmental Defense Fund, https://www.edf.org/attention-drivers-turn-your-idling-
engines#:~:text=An%20idling%20car%20uses%20between,about%20%242%20an%20hour%20wasted.  
17 U.S. Environmental Protection Agency, https://www.epa.gov/greenvehicles/greenhouse-gas-emissions-typical-passenger-
vehicle  

https://www.edf.org/attention-drivers-turn-your-idling-engines#:%7E:text=An%20idling%20car%20uses%20between,about%20%242%20an%20hour%20wasted
https://www.edf.org/attention-drivers-turn-your-idling-engines#:%7E:text=An%20idling%20car%20uses%20between,about%20%242%20an%20hour%20wasted
https://www.epa.gov/greenvehicles/greenhouse-gas-emissions-typical-passenger-vehicle
https://www.epa.gov/greenvehicles/greenhouse-gas-emissions-typical-passenger-vehicle
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Appendix A. RTD Existing Conditions Alignment with Reimagine RTD Guiding Principles Matrix 
This table evaluates existing and recent strategies employed by RTD in their support of the Reimagine RTD Guiding Principles. 

 

Strategy Mobility Equity Financial Partnerships Workforce Sustainability

Policy Directive: Recommended Updates 
to CRS 32-9-119.9 to expand RTD's ability 
to charge for parking at Park-and-Rides

Expanding the revenue s tream derived from 
parking to include in-dis trict parkers  enables  

investment in RTD's  other offerings . Additional ly, 
an end user fee for parking supports  the use of 

other fi rs t and las t mi le connections  as  a  
dis incentive for s ingle-occupant vehicles .

Charging commensurate user fees  to a l l  parkers  
who access  park-and-ride faci l i ties  el iminates  the 
perceived barrier currently experienced by Out-of-

Dis trict parkers .

Extending user fees  to include in-dis trict parkers   
increases  the revenue potentia l  of system park-

and-rides .

This  potentia l  s tatute amendment offers  
additional  opportuni ties  to partner with nearby 

developments , such as  multi fami ly properties , to 
lease underuti l i zed parking at park-and-rides  for a  

fee.

Charging for parking for a l l  users  supports  
susta inabi l i ty goals  by encouraging other fi rs t and 
las t mi le connections  to arrive at a  park-and-ride 

faci l i ty.

Out-of-District Paid Parking

Out-of-dis trict parkers  may experience a  perceived 
barrier to us ing RTD services  i f they do need to 

park their vehicles , given the substantia l ly higher 
pricing compared to in-dis trict customers  and a  

potentia l  lack of awareness  of equitable 
dis tribution of burden throughthe Sa les  and Use 

Tax in-dis trict. 

Out-of-dis trict parkers  are charged a  higher rate 
than in-dis trict parkers  for parking durations  over 
24 hours , with the understanding that in-dis trict 

parkers  are contributing to the system through the 
RTD Sa les  and Use Tax.

In-District Paid Parking Patrons  who use park-and-ride services  more 
extens ively are charged more

In-dis trict parkers  are only charged when their 
parking duration exceeds  24 hours , which reduces  
the burden on those who only use the park-and-
ride services  for a  shorter period of time such as  
commuting. However, in-dis trict parkers  whose 

parking duration las ts  less  than 24 hours  does  not 
generate revenue even through the system has  the 

same burden on the parking infrastructure 
resource.

Not col lecting parking fees  for shorter parking 
sess ions  means  that in-dis trict riders  may not have 
a  di rect incentive to use an a l ternative fi rs t or las t 

mi le connection.

Daily Parking Integrated with Fare

Incorporating operational  and maintenance 
expenses  into the cost of bus  and ra i l  fares  

provides  for the provis ion and upkeep of 
amenities  such as  bike parking, covered trans i t 

shel ters , and other infrastructure at park-and-ride 
faci l i ties  that i s  not di rectly monetized.

Currently, day parkers  are not charged for parking 
as  a  separate user fee, with the cost to provide 

and mainta in park-and-ride faci l i ties  incorporated 
into the cost of system usage through ra i l  and bus  

fares . This  subs idizes  parking at the expense of 
other RTD system users  that do not access  bus  and 

ra i l  by personal  vehicle or otherwise use the 
parking supply.

Including the cost of parking within the fare fee 
el iminates  potentia l  noncompl iance with payment 

requirement.

Separating the cost of parking from bus  and trans i t 
fares  supports  other fi rs t/las t mi le connection 

choices  that better a l ign with RTD's  susta inabi l i ty 
miss ion.

Reserved Parking at Park-and-Rides

While reserved hours  coincide with peak parking 
demands , because reservations  are l imited to 

early hours  they do favor those who commute for 
fi rs t shi ft and typica l  bus iness  hours . As  a  resul t, 

those access ing park-and-rides  at midday or in the 
afternoon may experience more di ffi cul ty in 

locating ava i lable spaces  within these faci l i ties .

Parking reservations  provide an additional  revenue 
s tream to support the operations  and maintenance 

of the park-and-ride system.

Monetization of EV charging spaces

Providing charging s tations  at park-and-rides  
extends  the potentia l  dis tance for those travel ing 
from out of dis trict, especia l ly for early model  EVs  
which have a  typica l  per trip dis tance of 100 mi les  

round trip.

Charging fees  presents  a  potentia l  addi tional  
revenue s tream. EV spaces  may be leased di rectly 

to thi rd-party EV charging providers  or the 
agreement may be s tructured to reflect revenue 

sharing from the fees  charged. 

Exis ting EV spaces  are provided through a  
partnership with the Ci ty and County of Denver and 

their agreement with ChargePoint. Additional  
spaces  present opportuni ty to partner with loca l  
municipa l i ties  and/or other thi rd-party vendors .

Electric vehicles  support the use of clean energy 
and reduction of emiss ions  associated with 

internal  combustion engines . Exacting fees  for use 
of EV charging s tations  without charging for parking 

may not a l ign with susta inabi l i ty goals , which 
push for emiss ions  reduction.

Parking Discounts
Discounted trans i t passes  provide increased 

transportation for those who are less  l ikely to have 
access  to a  rel iable personal  vehicle or that are 

unable to drive themselves

Increases  the abi l i ty for those with fewer 
resources  to access  des i red and needed 

destinations .

Providing discounted passes  and fares  reduces  the 
ava i lable financia l  resources  to support the 

operations  and maintenance of the park-and-ride 
system.

LiVE Income-Based Fare Discount Program 
appl ications  are processed by the s tate's  publ ic 

benefi ts  webs i te.

Convert Underutilized Parking to Serve 
Alternative Forms of Transportation

Providing secure bicycle parking infrastructure such 
as  bike lockers  and cages , extends  the potentia l  

trip dis tance of those biking a  portion of thei r 
commute as  wel l  as  supporting fi rs t and las t mi le 

connections . 

For those who do not have access  to a  personal  
vehicle, expanded bicycle infrastructure supports  

increased access ibi l i ty and mobi l i ty options .

Secure bicycle parking faci l i ties  provide an 
additional  revenue s tream to support the overa l l  

operations  and maintenance of the park-and-ride 
faci l i ties . Where use of this  infrastructure i s  high, 

potentia l  expans ion into underuti l i zed vehicle 
parking areas  increases  the additional  potentia l  

revenue associated with these services .

Bicycle infrastructure encourages  growth in use 
and supports  susta inable modes  of transportation 

that lead to overa l l  fewer vehicle mi les  traveled 
and less  congestion that can exponentia l ly 

decrease emiss ions .

En
fo

rc
em

en
t

Enhanced Enforcement of Parking 
Regulations and Programs

The presence of enforcement in park-and-ride 
faci l i ties  increases  the perception of rider safety 

and discourages  scofflaw abandoned vehicles  that 
can impede access  for others .

Enforcement of parking regulations  reduces  unpaid 
use of parking faci l i ties , thereby ensuring effective 

financia l  s tewardship and recovery.  

Enforcement presents  an opportuni ty to share in 
the effort with loca l  agencies . RTD enforcement 

may a lso communicate l i cense plate recognition 
reads  to loca l  law enforcement agencies  to inform 

stolen vehicles , Amber a lerts , and other 
noti fi cations  related to vehicles  of interest.  

O
th

er Pursue branding/sponsorship 
opportunities for RTD services and 
stations

Branding and sponsorship of park-and-rides  and 
RTD assets  increases  ava i lable financia l  resources  

to support the overa l l  sys tem.

The RTD Partnership cri teria  outl ines  
requirements , including fi sca l  and contractua l  
his tory as  wel l  as  ethica l  cons iderations , that 

represent pos i tive partnering opportuni ties  that 
wi l l  most benefi t the service communities .

Pa
id

 P
ar

ki
ng

Red: Supports one or fewer Reimagine RTD Guiding 
Principles 
Yellow: Supports two to three Reimagine RTD Guiding 
Principles 
Green: Supports at least four Reimagine RTD Guiding 
Principles 
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Appendix B. Projected Parking Demand Impacts of Pricing 
Adjustments at Existing Managed Stations 

Station 
Bus 
or 

Rail 

2019 
Demand Capacity 

2019 
Utilization 

Parking 
Demand 
Change 

Parking 
Demand 

% 
Change 

New 
Utilization 

Utilization 
Change 

27th Way & Broadway B 49 59 83% -5 -10% 75% -8% 

30th Avenue & Downing 
Station R 26 27 96% 0 0% 96% 0% 

39th Street & Table Mesa B 36 40 90% -4 -11% 80% -10% 

Arapahoe at Village 
Center  R 554 871 64% -59 -11% 57% -7% 

Belleview Station R 54 59 92% 0 0% 92% 0% 

Boulder Church of the 
Nazarene B 33 49 67% -4 -12% 59% -8% 

Colorado Station R 333 363 92% 0 0% 92% 0% 

County Line Station R 184 388 47% -19 -10% 43% -5% 

Dayton Station R 173 250 69% -19 -11% 62% -8% 

Decatur-Federal Station R 139 461 30% -18 -13% 26% -4% 

Dry Creek Station R 206 235 88% -21 -10% 79% -9% 

Evans Station R 96 99 97% 0 0% 97% 0% 

Federal Center Station R 557 1000 56% -74 -13% 48% -7% 

I-25 & Broadway Station R 1004 1035 97% -135 -13% 84% -13% 

Jefferson County - 
Golden Station R 323 705 46% -33 -10% 41% -5% 

Lakewood-Wadsworth 
Station R 286 1000 29% -37 -13% 25% -4% 

Lincoln Station R 1321 1734 76% -135 -10% 68% -8% 

Littleton-Downtown 
Station R 345 361 96% 0 0% 96% 0% 

Littleton-Mineral Station R 1130 1227 92% 0 0% 92% 0% 

Nine Mile Station R 1079 1225 88% -114 -11% 79% -9% 

Oak Station R 163 200 82% -21 -13% 71% -11% 

Orchard Station R 43 48 90% -4 -9% 81% -8% 

Sheridan Station R 154 800 19% -21 -14% 17% -3% 

Southmoor Station R 664 788 84% -89 -13% 73% -11% 

Table Mesa B 636 824 77% -81 -13% 67% -10% 



Park ing S t ra tegies  Memorandum 

   A p p e n d i x  B - 2  

Station 
Bus 
or 

Rail 

2019 
Demand Capacity 2019 

Utilization 

Parking 
Demand 
Change 

Parking 
Demand 

% 
Change 

New 
Utilization 

Utilization 
Change 

Tantra Drive & Table 
Mesa B 12 105 11% 0 0% 11% 0% 

Thornton B 716 817 88% -91 -13% 76% -11% 

University of Denver 
Station R 462 540 86% -62 -13% 74% -11% 

US 36 & Broomfield B 697 940 74% -87 -12% 65% -9% 

US 36 & Church Ranch B 81 396 20% -10 -12% 18% -3% 

US 36 & E Flatiron Circle B 246 264 93% -31 -13% 81% -12% 

US 36 & McCaslin B 413 466 89% -53 -13% 77% -11% 

US 36 & Sheridan B 1035 1310 79% -132 -13% 69% -10% 

Iliff Station R 262 601 44% -28 -11% 39% -5% 

Aurora Metro Center 
Station R 9 145 6% -1 -11% 6% -1% 

2nd & Abilene Station R 90 242 37% -10 -11% 33% -4% 

13th Ave Station R 17 262 6% -2 -12% 6% -1% 

Wagon Road B 1379 1540 90% -174 -13% 78% -11% 

Yale Station R 117 129 91% 0 0% 91% 0% 

Lincoln & Jordan B 95 102 93% 0 0% 93% 0% 

US 287 & Niwot Road B 39 40 98% 0 0% 98% 0% 
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