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The following list represents revisions to the 16th Street Mall Alternatives Analysis and
Environmental Clearance: Cultural Resources Technical Report since it was completed in June

2018.

Page and Section No.

Correction

Page 5-6; Section 5.2
Historic Properties

The introductory sentence is corrected from 33 historic properties
to 32 historic properties. (Table 5-1 is correct, with 32 properties
listed.)

No page number;
Section 6 Findings of
Effect

An LPA Design Option was developed in response to input received
during Section 106 consultation. The LPA Design Option would have
the same Section 106 determination of effects as the LPA, with 1
Adverse Effect, 30 No Adverse Effect, and 1 No Historic Properties
Affected determinations. The details of the effects of the LPA Design
Option on cultural resources are described in the 16th Street Mall
Alternatives Analysis and Environmental Assessment (EA) (Section
3.2, Cultural Resources, pages 3-30—3-33) (FTA, 2019).

Page 6-5; Section
6.2.1.4 Design Options
for Transitway
Delineation

A hybrid of vertical and pan curbs has been included in the Project
curb design. The hybrid curb option is described in Section 2.4.1.4
Edge Delineation of the EA (page 2-12) A description of the effects
of this edge delineation on the historic 16th Street Mall property is
presented in Section 3.2 Cultural Resources of the EA (pages 3-26
and 3-27).

Page 6-11, Section 6.3
Summary

The Madison Hotel/Harris Hotel is removed from Table 6-2 because
it has been demolished.

No page number;
Section 7 Avoidance,
Minimization, and
Mitigation

The discussion of avoidance, minimization, and mitigation measures
is updated in the Draft 16th Street Mall Section 4(f) Evaluation
(Section 4) (FTA, 2019) and Section 3.2.5, Cultural Resources
Avoidance, Minimization, and Mitigation Measures, in the EA.

Title page and page 2;
Attachment 2 — 16th
Street Mall Form 1403

The final 16th Street Mall Architectural Inventory Form 1403
replaces the form in Attachment 2.

Attachment 3 —
Section 106
Consultation Record

Attachment 3 contains the Section 106 consultation record through
February 2018. The EA Section 5.3, Section 106 Consultation,
summarizes the Section 106 consultation through March 2019. EA
Appendix C (Agency Coordination and Correspondence) contains the
Section 106 consultation record through March 2019.

Attachment 4 —
Historic Properties
Map Book and
Attachment 9 — Map
Book Project Limits

Property 5DV.500 (1555 Welton St) is added to the Attachment 4
map book showing historic properties and the Attachment 9 map
book showing the project limits in relation to historic properties.
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SECTION 1
Introduction

Cultural resources are protected by a number of statutes and regulations at all levels of
government and must be taken into consideration during the National Environmental Policy Act
(NEPA) process and documented in an environmental assessment (EA). This report examines
potential impacts on cultural resources as a result of the 16th Street Mall (Mall) Alternatives
Analysis and Environmental Clearance Project (Project). The Project is funded in part by a grant
from the Federal Transit Administration (FTA), which makes it a federal undertaking under the
National Historic Preservation Act (NHPA). The FTA is the lead federal agency.

Using existing materials and additional research, this report was written and compiled by Sara
Orton, an architectural historian with CH2M HILL, Inc. (CH2M), who meets the Secretary of the
Interior’s Professional Qualifications Standards for architectural history and history.

There are 33 identified historic properties within the project Area of Potential Effects (APE): the
Mall and 30 structures adjacent to the Mall, two districts that intersect with the Mall, and one
archaeological site. The analysis presented in this report finds that the undertaking would have
No Adverse Effect on the 33 properties adjacent to the 16th Street Mall and an Adverse Effect
on the 16th Street Mall historic property. This adverse effect will be addressed through
consultation in a legally-binding agreement document.

This report takes information from the Project EA and its associated technical reports, and is
organized as follows:

e Section 1, Introduction, defines the Project purpose and need, as well as its goals.
e Section 2, Project Alternatives, describes the Project and its components.

e Section 3, Regulatory Context, discusses the regulations pertinent to cultural resources in
relation to this undertaking.

e Section 4, Methodologies, defines the process used in this evaluation and analysis.

e Section 5, Identified Historic Properties, identifies and discusses historic properties in the
APE.

e Section 6, Findings of Effect, presents the effects analysis and findings.

e Section 7, Avoidance, Minimization, and Mitigation, discusses avoidance, minimization,
and mitigation measures as they relate to various Project alternatives.

e Section 8, Conclusions, provides the effect finding for the undertaking.

e Section 9, Bibliography
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SECTION 1 - INTRODUCTION

1.1  Project Description

The 16th Street Mall is Denver’s busiest transit artery and premier public space; it is one of the
longest pedestrian and transit malls in the world and is federally designated as a fixed
guideway. The Mall was designed in the late 1970s as a transit and pedestrian mall by the
renowned designers I.M. Pei & Partners and Hanna/OLIN. Construction of the Mall was
completed in 1982, with an iconic diamond-patterned granite paver surface inspired by the
design of a Navajo blanket and resembling a diamondback rattlesnake skin. Through the free
bus service on the Mall, known as the Free MallRide, the Mall eliminated hundreds of bus trips
from downtown Denver streets, reducing traffic congestion, and helped revitalize the
downtown business environment with a unique pedestrian- and transit-oriented public space.

The original 12.5 blocks of the Mall, from Market Street to Broadway, are now over 35 years old
and in need of repair and revitalization. Multiple recommendations and studies to address the
Mall’s infrastructure have been put forth over the past decade by the City and County of
Denver (CCD), Regional Transportation District (RTD), Downtown Denver Partnership (DDP), and
Downtown Denver Business Improvement District (BID), but none of them have resulted in a
comprehensive program of improvements.

RTD, CCD and DDP, with funding support from the FTA, propose to implement, through the
Project (undertaking), improvements to the Mall to address infrastructure, mobility, safety, and
public use. The Project limits cover the length of the Mall from Market Street to Broadway, the
80-foot width of the Mall from building face to building face, and portions of cross streets
intersecting the Mall (Figure 1-1).

Figure 1-1. Project Limits and Study Area
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SECTION 1 - INTRODUCTION

1.2 Project Purpose and Need
1.2.1 Purpose of the Undertaking

The purpose of the Project is to develop and implement a flexible and sustainable plan for the
Mall to address deteriorating infrastructure, provide equitable and sufficient space for high-
quality public gathering opportunities, improve pedestrian and vehicle safety, and continue
reliable two-way transit shuttle service on the Mall while honoring the Mall’s use and iconic
design.

1.2.2  Need for the Undertaking

The Mall has failing and outdated infrastructure and limited space for safe and engaging public
gathering activities. The deteriorating infrastructure causes safety hazards for both pedestrians
and vehicles, and requires frequent and costly maintenance. The Mall attracts large numbers of
people, but a low percentage of people stop to spend time on the Mall. The current
configuration of the Mall creates a situation in which pedestrian corridors are constrained,
creating frequent pedestrian and shuttle conflicts. The following improvements are needed:

e Address deteriorating infrastructure to allow reasonable maintenance frequency and costs
to businesses and taxpayers.

e Improve safety for pedestrians and vehicles.
e Maintain mobility for desired transit operations and for all users.

e Increase opportunities for public use of the Mall as an iconic civic space for leisure,
commerce, and tourism.

1.2.2.1 Infrastructure

Most transportation projects are assumed to have a 30-year design life, which was reached in
2012 for the Mall. Improvements are needed to address the original design and construction of
the Mall and its deteriorating infrastructure, which causes safety concerns, a high frequency of
maintenance activities, and expense.

The transit way was constructed with 4-inch-thick granite pavers that were installed in a mortar
setting bed over a series of concrete slabs supported by footers. The Mall’s pedestrian area
consists of 2-inch granite pavers in a mortar setting bed, which overlays a series of concrete
slabs. Figure 1-2 illustrates the design of the Mall’s pavement system.
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SECTION 1 - INTRODUCTION

Figure 1-2. Existing Pavement System
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The Mall’s pavement system does not provide drainage for water that seeps into the mortar
setting bed below the pavers; when moisture infiltrates below the surface of the pavers, it can
be trapped there for an extended period of time. The mortar setting bed stays saturated with
water for much of the year and is subjected to numerous freeze-thaw cycles. Each time water
within the pavement system freezes, it expands and erodes the saturated material, causing
severe deterioration over time. The deteriorated mortar setting beds do not provide the
necessary support for the pavers, and pavers become dislodged and sometimes damaged,
requiring replacement (Atkinson, 2015).

1.2.2.2 Safety

The original granite pavers had a flamed finish to provide traction for pedestrians and vehicles.
To create a flamed finish, a high-intensity flame is applied to the surface of the stone, causing
the stone crystals to pop and creating a highly textured, rough surface with no shine. Over time,
dirt has filled the rough texture of the granite pavers, creating a smooth surface that presents a
safety hazard for pedestrians and vehicles. When wet or icy, pedestrians slip on the slick
surface, and the transit shuttles have difficulty gaining traction to start and stop.

Pedestrians and transit shuttles use the Mall very close to each other. The walkway, curb, and
transit lanes are constructed of the same granite material and do not provide consistent visual
indicators or obvious delineation between the pedestrian walkways and transit lanes. Current
RTD standards and guidance recommend visually and physically separating walkways from
transit lanes to minimize instances of pedestrians inadvertently walking into transit lanes (RTD,
2016a; NACTO, 2013; NACTO, 2016; FHWA, 2017).

The current configuration of the Mall, particularly in the median blocks, creates a condition
where space is constrained for pedestrians during peak hours. Pedestrians may walk into the
transit lanes or immediately adjacent to transit lanes, where they could be hit by shuttle bus
mirrors or cause buses to stop sharply; this creates safety concerns for bus riders as well as
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SECTION 1 - INTRODUCTION

pedestrians. A review of existing pedestrian crash and RTD claims data reveals that five times
more pedestrian/bus crashes occur in the existing median blocks than in the asymmetrical
blocks (reference the 16th Street Mall — Pedestrian, Bicycle, and Transit Vehicle Crash Analysis
technical memorandum included in Appendix B of the EA). Conflicts between pedestrians and
shuttles need to be reduced through a design of the Mall that incorporates current best
practices for pedestrian and transit way safety.

1.2.2.3 Mobility

In the 1970s, downtown Denver was experiencing high rates of bus congestion, especially on
16th and 17th streets, which limited convenient access to those streets. In addition, the design
of pedestrian areas was secondary, which discouraged pedestrian activity. The Mall was a joint
solution put forth by the downtown Denver business community and RTD to reinvent 16th
Street as a pedestrian destination and relieve bus congestion in downtown Denver (RTD, 1978).
The Mall was designed to operate with a free transit shuttle bus service (called the Free
MallRide) and transfer stations at each end (BID et al., 2010).

Sidewalks and transit ways provide and accommodate mobility on the Mall. The Free MallRide
shuttle ridership is 39,000 riders each weekday, which is anticipated to increase to
approximately 70,000 passengers per day by 2035 (RTD, 2017a and 2017b). The current
capacity of the two 8-foot pedestrian walking areas on the median blocks is approximately
3,840 pedestrians per hour, while the current capacity of the 8- and 14-foot pedestrian walking
areas on the asymmetrical blocks is approximately 5,280 pedestrians per hour (Gehl, 2016). The
8-foot pedestrian walking areas do not meet City and County of Denver (CCD) standards for
downtown sidewalk width of 10 feet (CCD, 1993). During peak hours, the capacity is further
reduced, as people gathering at Free MallRide bus stops obstruct the pedestrian walkways on
the median blocks and narrow sides of the asymmetrical blocks.

Although the design of the Mall preceded the 1990 Americans with Disabilities Act (ADA), the
Mall incorporates features of accessibility that are now required. Currently, furnishings and
other elements (for example, fountains) in the median and the volume of pedestrian traffic at
times makes access by people using wheelchairs difficult (BID et al., 2010). A Discussion of
Accessibility Issues for the 16th Street Mall Project (MTC, 2010) provides an evaluation of
existing conditions and notes, among other observations, that the medians present challenges
for accessibility.

1.2.2.4 Public Use

Improvements are needed to provide a flexible configuration that allows for transit use and
pedestrian circulation to safely and comfortably continue while providing adequate space for
quality public gathering opportunities.

RTD completed an EA in 1978 and selected the Transitway/Mall Alternative based on the
following criteria: (1) Provide more efficient bus service to city and suburban neighborhoods,
(2) Lessen traffic congestion in downtown, and (3) Create a new pedestrian environment in the
downtown, a place for people (RTD, 1978). The Mall opened in 1982. Today, the Mall is a
diverse retail destination with a variety of retailers, hybrid retail and entertainment venues,
drugstores, tourist-oriented shops, and a variety of restaurants all accessible via the Free
MallRide. The Mall has become the spine of downtown Denver.
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SECTION 1 - INTRODUCTION

The CCD study Downtown Denver 16th St Mall: Small Steps Towards Big Change (Gehl, 2016)
evaluated how people currently use the Mall and recommended steps to increase its use as a
destination. The study found that only 1 percent of people moving through the Mall stop to
spend time on the Mall on an average weekday; this number increases to 3 percent on
weekends. The Mall needs to attract more people engaged in staying and gathering activities
such as sitting, eating, and playing.

The study evaluated which conditions within the Mall’s existing configuration increased the
number of people spending time on the Mall by setting a baseline for Mall use without special
programming, then experimenting with selected conditions and observing the results. Patio
seating had the largest positive effect on people spending time on the Mall, followed by live
music and elements such as interactive water zones and interactive art. Removable seating and
other temporary installations provided additional invitations for people to stay on the Mall. The
Mall’s physical design needs to provide the space and multifunctionality to accommodate a
variety of uses and installations for placemaking.

Within the median blocks, where transit lanes separate the public realm and pedestrian space
into three separate zones, opportunities for safe and engaging public use and amenities are
limited by space constraints. These blocks contain two 8-foot-wide pedestrian walking areas,
two 9-foot-wide patio and gathering spaces, two 12-foot-wide transit lanes, and a 22-foot-wide
median (Figure 1-3). The pedestrian spaces in these blocks are not wide enough or separate
enough from the transit lanes to provide a comfortable public gathering experience.

Figure 1-3. Cross Section of Existing Median Blocks
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The median is set apart from other pedestrian areas physically and by transit service, which
isolates the space, restricts natural surveillance, and results in low ownership of the space by
adjacent businesses and users; as a result, the space lacks consistent activation. The median
space, while slightly larger than the sidewalks to the sides of the Mall, is too small to provide
adequate and comfortable gathering space for pedestrian in between the transit lanes. The
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SECTION 1 - INTRODUCTION

space is underused, as people prefer to gather along the edges, and inherently back away from
fast-moving objects like the buses (Gehl, 2016).

The design of the asymmetrical blocks is more conducive to quality public gathering spaces.
Public gathering opportunities are greater on the wider side of the block, with its double row of
trees and ample space for both walking and staying activities, than on the narrower side, which
lacks trees and has less space for both walking and staying. The narrow side lacks the needed
visual delineation between transit lanes and pedestrian zones.

Feedback from the public and stakeholders indicates a negative perception of safety on the
Mall, with references to loiterers, panhandlers, and criminal activity. The negative perception of
safety, lack of natural surveillance in medians, and lack of active edges (for example, building
facades with activity and transparency) in some blocks inhibits positive public use of the Mall.
Activating public space is essential to the perception of safety; when more people gather
outside, the sense of safety increases and negative social behaviors decrease (Gehl, 2016).

1.2.3  Project Goals

Project goals were determined by meeting with agencies and stakeholders during Project
scoping activities (including small group interviews, a stakeholder workshop, a meeting with
historic preservation organizations, and a set of public open houses) and meetings with the
Project Leadership Team. The following goals were developed:

e Maintain and improve transit operations to provide convenient and efficient travel in
downtown Denver, including the Free MallRide and Free MetroRide.

e Maintain and improve economic viability of businesses on the Mall and on adjacent streets.
e Provide a balance of amenities fronting properties on both sides of the Mall.

e Maintain and improve a sense of security on the Mall.

e Enhance the public image of the Mall as one of Denver’s primary identity elements.

e Provide a flexible, dynamic space over time of day, season, and year.

e Provide a cost-effective solution over the total lifecycle of the Mall.

e Honor the Mall’s design, building upon its character-defining features.

1.2.4  Area of Potential Effects

An APE is the area within which the direct and indirect effects of the Project may cause
alterations to the character-defining features of historic properties. The Project APE was
established in consultation with the State Historic Preservation Office (SHPO) through the Office
of Archaeology and Historic Preservation (OAHP); consulting parties were identified starting in
June 2017. The Project APE, which includes the 16th Street Mall from Market Street to
Broadway and one parcel on each side of the corridor (Figure 1-4), was discussed at the first
consultation meeting on July 7, 2017, at the third consultation meeting on September 27, 2017;
a revised APE at the meeting on November 11, 2017. The revised APE did not encompass any
additional properties; parcels and property lines were updated based on a site visit and
additional research. No objections were voiced at any of these meetings regarding the
appropriateness of the APE nor the revised APE.
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SECTION 1 - INTRODUCTION

The APE includes 32 properties listed on or eligible for listing on the National Register of
Historic Places (NRHP), including the Mall itself. Section 5.0 discusses these properties in detail.

Figure 1-4. Area of Potential Effects and Boundary of the 16th Street Mall Historic Property
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SECTION 2

Project Alternatives

2.1 No Build Alternative

The No Build Alternative represents future conditions without the construction and operation
of the Project. The No Build Alternative would maintain the existing alignment and
configuration of the Mall (Figure 2-1), continue standard maintenance activities and targeted
repairs (i.e., repairs to the pavement system and other infrastructure), and continue
implementation of safety strategies, including the 2016 DDP Downtown Security Action Plan.
CCD and RTD have an Intergovernmental Agreement (IGA) through 2022 regarding
maintenance responsibilities for the Mall.

The No Build Alternative would not repair or upgrade the belowground utilities and
infrastructure. The trees and tree boxes would not be replaced, so the condition of the trees
would remain the same and there would be no plan for replacing trees that have died or been
removed. Under the No Build Alternative, the granite pavers would continue to be replaced in
an ad hoc manner as the need arose or replaced with asphalt or other materials. Because the
underlying existing deteriorating infrastructure would not be updated, safety hazards for
pedestrians and vehicles, and the frequent and costly maintenance would continue.

Figure 2-1. Existing Cross-section
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SECTION 2 — PROJECT ALTERNATIVES

The No Build Alternative includes the current transportation system with the committed
transportation improvements in the Denver Regional Council of Governments (DRCOG)
2018-2021 Regional Transportation Improvement Program and 2040 Fiscally Constrained
Regional Transportation Plan.

The No Build Alternative does not meet the purpose and need for the Project but is retained as
a basis for comparison of the environmental impacts of the Locally Preferred Alternative (LPA).

2.2 Locally Preferred Alternative

This section describes the LPA developed by RTD, CCD, and DDP, including capital
improvements, transit operations, traffic operations, and construction activities. Figure 2-2
illustrates the proposed alignments and delineates sidewalks and the transit way within the
proposed alignments. Attachment 1 contains a full corridor plan view of the LPA compared to
the existing conditions. The LPA would maintain current and planned Free MallRide service
levels on the Mall, per RTD’s service plans and Denver’s Downtown Multimodal Access Plan
(CCD et al., 2005).

Figure 2-2. Locally Preferred Alternative Cross Section
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2.2.1 Capital Improvements

This section describes the capital improvements that will comprise the LPA.

2.2.1.1 Alignments and Transitions

From Market Street to Arapahoe Street and from Tremont Street to Broadway, the alignment
would be the new asymmetrical cross-section design (Figure 2-2). The new asymmetrical
cross-section design removes the existing small strip with light fixtures from between the
transit way lanes, pushes the existing two 12-foot transit way sections together into a single
transit way comprising two adjacent 12-foot transit lanes, increases the size of the sidewalk on
the narrow side of the cross section from 17 feet to 24 feet, and reduces the sidewalk on the
wide side of the cross section from 33 feet to 32 feet. Each sidewalk would consist of
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patio/gathering space, tree/amenity zone, and a minimum 10-foot-wide pedestrian walking
area free of encroachments from elements such as furnishings, kiosks, and bus stops.

Between Arapahoe and Tremont streets, the alignment would be the center-running design
(Figure 2-2), which places the two 12-foot transit ways together into a single transit way
comprising two adjacent 12-foot transit lanes, without a median separating them. This center
section has equal amounts of sidewalk space, 28 feet, on each side of the transit way, which
would allow flexibility for programing the space in a manner that will allow more pedestrians to
use it. Each sidewalk would consist of patio/gathering space and tree/amenity zone, and
between them a minimum 10-foot-wide pedestrian walking area free of encroachments from
elements such as furnishings, kiosks, and bus stops.

The LPA could be implemented with curbs, as it exists currently, or with a design option that
implements the center-running and new asymmetrical cross-section designs without curbs.
Constructing the LPA with curbs replicates the existing condition and is preferred for transit
operations. Constructing the LPA without curbs provides a more flexible public space and is
preferred for programming flexibility. With or without curbs, the paver surfaces and grade
changes within pedestrian areas, the transit way, and roadway crossings will be compliant with
ADA.

The LPA would maintain a beginning, middle, and end, for the Mall. Transitions between cross-
section designs would occur at four locations on the Mall:

1. The western Project limits at Market Street

2. At Arapahoe Street, where the design changes from new asymmetrical to center running
3. At Tremont Street, where it changes back from center running to new asymmetrical

4. At the eastern Project limit at Broadway

At the Arapahoe and Tremont street transitions, the east- and westbound transit lanes would
shift 4 feet; under existing conditions the eastbound transit way doesn’t shift, and the
westbound transit lane shifts 16 feet. At the Project limit transitions, the LPA would tie into the
existing transit ways. At Tremont Street, the Project would transition to the existing conditions
at Broadway. Figure 2-3 illustrates the transition from the center-running transit lanes to the
new asymmetrical transit lanes at Tremont Street.

Figure 2-3. 16th Street Mall Transit Lane Transition at Tremont Street
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Note: White lines are for presentation only.
Delineation between Transit Way and Sidewalk
will be finalized in subsequent design phases.

2.2.1.2 Pavement Materials and Pattern

The LPA would be implemented with granite pavers arranged to mimic the Mall’s existing color
and pattern in the transit way and pedestrian areas. The pavement pattern would retain the
original I.M. Pei-designed 45-degree diagonal grid and the small, medium, and large diamond
patterns in the same (or approximately the same) spatial relationships as the original design.
The pattern can be implemented with or without curbs. Localized minor adjustments may be
required during subsequent design phases to accommodate unforeseen design challenges,
accommodate infrastructure needs, or ADA compliance.

The granite pavers will be arranged and secured on new concrete sub-base slabs. The existing
concrete sub-base slabs will be removed and replaced, complete with a new system to drain
moisture that penetrates the surface.

2.2.1.3 Trees and Tree Infrastructure

The LPA will remove the existing trees and replace them with a variety of tree species that fit
within the context of the design and thrive in Colorado’s climate. Tree placement will honor the
existing character of the Mall by retaining geometric and spatial relationships. Tree species
would be selected using current CCD forestry requirements and similar criteria to those used to
select tree species during design of the original Mall.

The LPA would remove the existing tree boxes with 300-cubic-foot soil capacity and replace
them with new suspended tree infrastructure that provides 1,000 cubic feet of soil volume,
such as a silva cell or equivalent system. Existing landscape irrigation systems would be
removed and replaced.

2.2.1.4 Utilities and Technologies of the Future

The LPA will upsize electrical conduits and wiring belowground to allow for expanded capacity
and will remove and replace landscape irrigation and drainage infrastructure. The LPA will also
provide the opportunity to install fiber optic and/or other underground telecommunications
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utilities to meet current and future demands. Wi-fi or other next-generation communication
systems may be installed aboveground, to allow for future technologies, but not as a part of
this undertaking.

The surface and sub-base drainage system will discharge water to inlets connected to the local
storm sewer; water quality treatment features will be installed to remove pollutants and
sediment from the water.

Existing underground utilities (e.g., storm sewer, sanitary sewer, water mains, natural gas, and
steam) will be evaluated in subsequent design phases and in coordination with utility
companies. At that phase, it may be determined that these utilities should be replaced,
upgraded, or left in place.

2.2.1.5 Safety and Security

The LPA will include delineating features between the transit way and the pedestrian areas on
the Mall, including the placement of trees, lights, and other furnishings (in the tree/amenity
zone) between pedestrian walking areas and transit lanes, consistent with RTD standards (RTD,
2016a) and guidance for shared streets (NACTO, 2013; NACTO, 2016; FHWA, 2017). The
following additional delineating features may also be considered:

e Curbs

e Visual delineations such as in-pavement lighting or different color materials

e A strip of textured surface, detectable to the visually impaired

e Bollards

e Other delineating features that would not impede movement across the Mall

The new granite pavers would achieve a minimum coefficient of friction—to be determined by
RTD in a subsequent design phase—to reduce incidents related to slipping and sliding of both
pedestrians and vehicles. Grooved surface material in the transit lanes at bus stops to assist
buses with traction in inclement weather would also be considered.

Crime Prevention Through Environmental Design (CPTED) principles promote the design,
maintenance, and use of the built environment to enhance quality of life and to reduce both
the incidence and fear of crime.

2.2.1.6 Lighting, Signage, and Furnishings

The existing pole lighting on the Mall was replicated and replaced in 2016. The LPA would reuse
the existing lighting as well as provide additional lighting, as needed. New pole lighting fixtures
would replicate the existing pole light fixtures. Other types of light fixtures could be
incorporated into the design using CPTED principles.

The LPA will incorporate signage, furnishings, and water features; the design and location of
these features will be ADA-compliant and determined during subsequent design phases.
2.2.1.7 Changes to Cross Streets

Bulb-outs would be implemented on cross streets to calm traffic and reduce the crossing
distance for pedestrians on those streets, except for streets with space reserved for bicycle or
light rail transit (LRT) infrastructure. The elimination of the median would consolidate
pedestrian crossings to two locations at each intersection. Details potential pedestrian crossing
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controls, such as crosswalks and crossing signals, would be decided during subsequent design
phases.

2.2.1.8 Funding and Intergovernmental Agreements

The LPA would be funded through a cooperation between CCD and RTD. CCD would use
Downtown Urban Renewal Authority (DURA) Tax Incremental Financing (TIF) funds, as well as
funds from the recently passed Denver 2017 General Obligation (GO) Bonds. The DURA TIF
Board of Commissioners approves the use of DURA TIF funds, and those funds must be used on
downtown renewal projects. The use of Denver 2017 GO Bonds was recommended in the 2017
GO Bond — Mayor Recommended Package of Investments (CCD, 2017b). RTD has two federally
funded grants to rehabilitate the Mall, which it intends to contribute to the Project. This
transfer needs the approval of FTA, DRCOG and the RTD Board, and an IGA between CCD and
RTD. The use of FTA grant funds requires FTA and NEPA approval as well as NHPA Section 106
consultation.

Ongoing maintenance of the transit way will be funded through an IGA between CCD and RTD.
The level of maintenance is expected to be significantly reduced from existing levels. Funding
for maintenance of pedestrian areas will continue to be provided through an IGA between CCD
and DDP.

2.2.2 Transit Operations

The LPA would accommodate existing and planned Free MallRide transit operations, LRT
operations, and connecting transit services. Visual or textured delineation between transit
lanes will be provided during subsequent design phases. Operations for the Free MallRide and
connecting transit services would not change as a result of implementing the LPA (reference the
Transit Operations technical memorandum in Appendix B of the EA for additional detail about
existing and planned transit operations).

2.2.3 Traffic Operations

Implementation of the LPA would not change long-term operational characteristics of the cross
streets or permitted vehicles on the Mall. Bulb-outs would calm traffic in cross streets but
would not change traffic operations on the cross streets. Within the cross streets capacity, lane
width, and traffic controls and timing would follow the same concept of operations.

2.2.4  Construction Activities

This section describes important aspects of the construction process required to implement the
LPA within the proposed construction period.

2.2.4.1 Timeline, Phasing, and Access

The LPA would be built using the Construction Manager/General Contractor (CM/GC) project
delivery process. During the CM/GC process, a contractor is selected during design of the
project to provide input on project construction. Development of an innovative Construction
Mitigation Plan (CMP) would be a critical criterion for judging the selection of the successful
constructor.

Construction of the LPA is anticipated to take 2.5 to 4 years. Major construction activities on
each block would last approximately 8 to 12 months; however, minor construction activities or
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unforeseen utility-related construction activities may last longer. Construction would generally
occur in two- to six- block segments and each segment would require multiple construction
phases.

2.2.4.2 Staging

The selection of staging sites will be decided in subsequent design phases. The process for
deciding a construction staging site or sites will include applicable stakeholders (i.e., Project
partners, agencies, and affected landowners and business owners).

2.2.4.3 Construction Activities

Construction activities will generally include, and require equipment for, deconstruction,
construction of temporary facilities for maintenance of access and safety, construction of
permanent subsurface features, and construction of permanent surface, aboveground
communications, lighting, and landscape features. It is anticipated that night work may be
performed, and 24-hour construction may be required in some cases to accommodate the
construction schedule, maintenance of access, or related stakeholder requirements.

Access to the construction site will be controlled through appropriate standards set forth by the
Colorado Department of Public Health and Environment, CCD Occupational Safety and Health
Administration, the ADA, the Manual on Uniform Traffic Control Devices (FHWA, 2009), and the
National Fire Protection Association Standard 130 for Fixed Guideway Transit and Passenger
Rail Systems, and by other applicable regulatory requirements. Haul routes to and from the
construction site or staging sites will be determined during subsequent design phases. Existing
haul routes will be used to the extent practicable.
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Regulatory Context

The term “cultural resources” encompasses properties of the built environment, archeological
sites and artifacts, and Native American sites, artifacts, and cultural properties. Native
American cultural resources may include human skeletal remains, funerary items, sacred items,
and objects of cultural patrimony. Native American traditional resource procurement areas and
culturally important regional landscapes are also considered Native American cultural resources
and may be traditional cultural properties if they are places that define tribal identity and meet
NRHP eligibility criteria.

Archeological sites are places where past peoples left physical evidence of their occupation.
Sites may include ruins and foundations of historic-era buildings and structures. Alternatively,
they may be surface ruins or underground deposits of Native American occupation debris such
as artifacts, food remains (shells and bones), and former dwelling structures. Important
archeological sites can qualify as historic properties.

Other types of cultural resources include cultural institutions, lifeways, culturally valued
viewsheds, cultural landscapes, places of cultural association, and other valued places and
social institutions. Under the 1992 NHPA amendments, these types of resources can be eligible
for listing in the NRHP because of their association with cultural practices or beliefs of a living
community that are rooted in that community’s history and are important in continuing its
cultural identity.

3.1 Federal Regulations

There are various federal laws, regulations, and executive orders that pertain to the
identification, treatment, and significance of cultural resources. Federal projects that affect
cultural resources are subject to the following primary federal regulations:

National Environmental Policy Act of 1969 (83 Stat 852; 42 United States Code [U.S.C.] 4321).
The responsible federal agency for this Project, the FTA, (with support from RTD, CCD, and DDP)
is charged with ensuring compliance with the Act. NEPA requires that all major actions
sponsored, funded, permitted, or approved by federal agencies (generally referred to as federal
undertakings) undergo planning to ensure that environmental considerations, such as effects
on cultural resources, are given due weight in decision-making. The federal implementing
regulations for NEPA are in 40 Code of Federal Regulations [CFR] Parts 1500 through 1508
(Council on Environmental Quality [CEQA]); regulations for FTA actions are in 23 CFR 771. The
NEPA regulations include sections on urban quality, historic and cultural resources, and the
design of the built environment (40 CFR 1502.16(g)).

National Historic Preservation Act of 1966 (80 Stat 915; 16 U.S.C. 470). The NHPA was passed
in 1966 as a reflection of the importance of those resources to our national, regional, and local
culture. The primary agency for enforcement of this act is SHPO, which implements the
regulations (36 CFR 800) issued by the Advisory Council on Historic Preservation (ACHP). When
a project receives federal funding or permits, the possible impacts of the project on historic
properties must be reviewed. Section 106 of the NHPA requires federal agencies to consider the
effects of actions they fund or approve on any district, site, building, structure, or object that is
listed in or eligible for listing in the National Register of Historic Places (NRHP).
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The regulations implementing Section 106 are codified at 36 CFR 800. The Section 106 review
process involves four steps, as follows:

1. Initiate the Section 106 process by establishing the undertaking, developing a plan for public
involvement, and identifying other consulting parties.

2. Identify cultural resources within an APE and evaluate their eligibility for inclusion in the
NRHP.

3. Assess adverse effects by applying the criteria of adverse effect on historic properties.

4. Resolve adverse effects by consulting with the SHPO and other agencies and consulting
parties, including the ACHP, if necessary, to develop an agreement that addresses the
treatment of historic properties.

The implementing regulations of the NHPA, 6 CFR 800.16(1)(1), define historic properties as any
prehistoric or historic district, site, building, structure, or object included in or eligible for the
NRHP (36 CFR 800.16). Under the NHPA, a property is significant if it meets the NRHP criteria
listed in 36 CFR 60.4. In addition to significance, a property must retain enough integrity to
convey that significance. There are seven aspects of integrity: setting, location, feeling,
association, materials, design, and workmanship. Section 106 requires federal agencies and
others to consider the effects of proposed projects on historic properties and to provide the
ACHP and SHPO with a reasonable opportunity to comment on any undertaking that would
adversely affect properties listed in or eligible for listing in the NRHP. Section 106 encourages
maximum cooperation with NEPA. This cultural resources report meets the requirements of
both NEPA and Section 106 of the NHPA.

Department of Transportation Act of 1966 (49 U.S.C. 303). For transportation-related projects,
Section 4(f) of the Department of Transportation Act of 1966 (49 U.S.C. 303) and its
implementing regulations (23 CFR 774) is another federal regulation that protects historic
properties. Section 4(f) resources include any significant publicly owned park, recreation area,
or wildlife refuge, or any publicly or privately owned historic property listed in, or eligible for
listing in, the NRHP. Section 4(f) applies to all projects that require approval by an agency of the
U.S. Department of Transportation, including FTA. Under Section 4(f), FTA and other
Department of Transportation agencies cannot approve the use of land from publicly owned
parks, recreational areas, wildlife and waterfowl refuges, or public and private historic
properties unless there is no feasible and prudent alternative to the use of land, and the project
includes all possible planning to minimize harm to the property. The Section 4(f) evaluation of
this Project is a chapter in the EA.

3.2 Section 106 Consultation

The Section 106 consultation process for this undertaking was initiated in June 2017. The FTA
and RTD had six consulting party meetings between June 2017 and February 2018 (inclusive) to
discuss the definition of the Project APE; historic properties identified within the APE; the
alternatives analysis; the design, materials, and trees; OAHP Form 1403, which describes the
Mall’s NRHP-eligibility, character-defining features and significance (Attachment 2); and the
effects to the identified historic properties from the LPA. The consultation process is ongoing.

SHPO has not had an opportunity to concur with FTA’s finding of effects, but the effects have
been discussed with the consulting parties at the consulting party meetings. Upcoming
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meetings will discuss appropriate mitigation measures to address the adverse effect on the
Mall historic property. Resolution of the adverse effect will be stipulated in an Memorandum of
Agreement (MOA) to be developed among the consulting parties and the federal agency. The
MOA will be executed prior to completion of the NEPA agreement document.

These are the organizations participating in the Section 106 consultation process as consulting
parties.

e Colorado SHPO

e Historic Denver

e National Trust for Historic Preservation
e Federal Transit Administration

e Regional Transportation District

e City and County of Denver

e Downtown Denver Partnership

e Lower Downtown District

e Colorado Preservation, Inc.

e Landmarks Preservation, Community Planning and Development
e The OLIN Studio

e Cheyenne and Arapahoe Tribes

Representatives of the Cheyenne and Arapaho Tribes, Comanche Nation, and Apache Tribe
have been invited to participate and receive meeting notifications, materials, and summaries. A
representative of the Cheyenne and Arapaho Tribes requested to be copied on all consultation
materials, but is not actively participating in the consultation. No responses were received from
the other tribes.

Attachment 3 contains a summary of the Section 106 consultation process and correspondence
through February 27, 2018.
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SECTION 4

Methodology
4.1 Records Search

A review of previous studies and nominations, maps, aerial photographs, and historical
photographs provided an understanding of the history of the 16th Street Mall. No additional
field investigations were conducted for this Project.

The Project area is covered entirely with structures and roadways. Construction activities
would take place in areas previously disturbed during construction of the Mall in 1982.

There is an identified historic archaeological site partially within the APE: Site 5DV.9217.1, a
former tramway line, begins at E. 16th Avenue and Broadway and is within the APE from E. 16th
Avenue to Cleveland Place, but is outside the limits of construction for this Project. The entire
Denver Tramway Trolley system is eligible for listing in the NRHP under Criterion A and B. It
played an important role in early public transit in Denver and facilitated the development of
more distant neighborhoods by giving residents a way to travel between work, home, and
recreational opportunities. The South Broadway line was the first electrified line to operate in
Denver. It continued in operation from December 1889 to June 1950 when South Broadway
was paved over for vehicular traffic and has been buried under the road since then. There
would be no direct or indirect impacts to this resource from the undertaking because it is
outside the limits of construction.

The vast majority of the properties within the APE have been previously surveyed. However,
some of those surveys were completed in the 1980s and 1990s, which indicates a need to
reevaluate their NRHP eligibility because of the passage of time since they were last evaluated.
RTD met with the OAHP in January 2018 to discuss how to treat the properties within the APE
that will not be directly impacted by the LPA. FTA and RTD proposed treating properties as
NRHP-eligible in the following cases:

e Assessment status of Needs Data or No Assessment — Built before 1975
e Assessment status of Not Eligible — Field surveyed before 2015, built before 1975
e Assessment status of Noncontributing — Field surveyed before 2000, built before 1975

For the purposes of this undertaking, the properties that meet these criteria are being
considered NRHP-eligible for the effects analysis.

4.2  National Register of Historic Places Eligibility

To qualify for listing in the NRHP, a property must have historic significance and integrity, and
generally be at least 50 years old; certain properties are exempt from the 50-year rule if they
possess exceptional importance. Historic significance may be present in districts, sites,
buildings, structures, and objects that possess integrity, which is defined as the ability of a
property to convey its significance. The NRHP recognizes seven aspects of integrity: location,
design, setting, materials, workmanship, feeling, and association. A property must retain
sufficient integrity to demonstrate significance in at least one of the following areas:
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A. Association with events that have made a significant contribution to the broad patterns of
our history;

B. Association with the lives of persons significant in our past;

C. Embodiment of the distinctive characteristics of a type, period, or method of construction
or representative of the work of a master, or possessing high artistic value, or
representative of a significant and distinguishable entity whose components may lack
individual distinction;

D. Yielding, or likely to yield, information important in prehistory or history.

Historic significance is the importance of a property to a community, state, or the nation. In
addition to the previously described criteria, significance is defined by the area of history in
which the property made important contributions and by the period of time during which these
contributions were.

For transportation projects that could impact cultural resources, Section 4(f) of the Department
of Transportation Act of 1966 also protects historic resources. Section 4(f) applies to all projects
that require approval by an agency of the U.S. Department of Transportation. Section 4(f)
resources include any publicly owned park, recreation area, wildlife refuge, or publicly or
privately owned historic site. The Section 4(f) evaluation is provided in Section 5 of the EA.

4.3  Effects Analysis Methods

Section 106 of the NHPA requires federal agencies to take into account the effects a proposed
undertaking may have on historic properties. The NHPA's implementing regulations (36 CFR
800) include specific criteria for adverse effects that must be applied to historic properties that
may be affected by federal undertakings. When considering the potential for adverse effects, all
reasonably foreseeable impacts must be taken into account, including direct, indirect, and
cumulative.

The ACHP has developed regulations that guide federal agencies on how to assess effects of
their undertakings on historic properties and mitigate those effects, if necessary. Effects to
historic properties are defined in the following ways:

e No Historic Properties Affected: Either no historic properties are present, or there is no
effect of any kind, neither harmful nor beneficial, on the historic properties.

e No Adverse Effect: There is an effect, but the effect is not harmful to those characteristics
that qualify the property for inclusion in the NRHP.

e Adverse Effect: There is an effect, and that effect diminishes the qualities of significance
that qualify the property for inclusion in the NRHP.

An adverse effect is found when an undertaking may alter any characteristic of a historic
property that qualifies the property for inclusion in the NRHP in a manner that would diminish
the integrity of the property. This includes diminishing the integrity of the property’s location,
design, setting, materials, workmanship, feeling, or association. Adverse effects may include
reasonably foreseeable effects caused by the undertaking that may occur later in time or be
further removed in distance, or effects that may be cumulative.
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Examples of adverse effects to historic properties outlined in 36 CFR 800.5 include, but are not
limited to, the following:

1.
2.

Physical destruction of, or damage to, all or part of the property;

Alteration of a property, including restoration, rehabilitation, repair, maintenance,
stabilization, hazardous materials remediation, and provision of handicapped access, that is
not consistent with the Secretary of Interior’s standards for the treatment of historic
properties (36 CFR 68) and applicable guidelines;

Removal of the property from its historic location;

Change of the character of the property’s use or of physical features within the property’s
setting that contribute to its historic significance;

Introduction of visual, atmospheric, or audible elements that diminish the integrity of the
property’s significant historic features;

Neglect of a property which causes deterioration, except where such neglect and
deterioration are recognized qualities of a property of religious and cultural significance to a
[Native American] or native Hawaiian organization; and

Transfer, lease, or sale of property out of federal ownership or control without adequate
and legally enforceable restrictions or conditions to ensure long-term preservation of the
property’s historic significance.
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Section 5.1 presents a brief historical context of the downtown area, primarily of the 16th
Street Mall. Section 5.2 provides a listing of the historic properties within the APE and a
detailed description of the 16th Street Mall, its NRHP eligibility, significance, and character-
defining features.

5.1 Historical Context

Properties dating from the early twentieth century were present when the Mall was installed in
the 1980s. The downtown commercial area started to decline by the 1960s and 1970s as a
result of population shifts to suburban settings, new trends in retail, and the rise of the
automobile. Developers started to create large-scale shopping plazas on readily available land
near new suburban tracts, reducing the importance and draw of a downtown commercial
corridor. By the 1970s, at least 15 different shopping centers existed in the Denver area outside
of the downtown core. As Denver-area residents relied more on the automobile, city streets
became more congested and polluted, deterring downtown business growth and pedestrian
use (Denver Partnership, Inc. and DRCOG, 1982).

In the 1970s, 16th Street was a two-way vehicular public street with busses and vehicular traffic
(Figure 5-1), similar to the current 17th and 18th streets. The corridor was lined with mostly
early twentieth-century, midsize structures (of 2 to 10 stories) with residential and commercial
uses. There were also some mid-century modern buildings designed and built the 1960s and
early 1970s.

Figure 5-1. 1977 Conditions on 16th Street

Source: RTD, 1977-1979
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In the 1970s, city leaders, through federal assistance from the Urban Mass Transportation
Administration (UMTA [known after 1991 as the FTA]), sought to disrupt this trend and
revitalize the 16th Street corridor through addressing three major concerns: downtown blight,
transportation, and noise/air pollution. The 16th Street Mall’s distinctive design and unified
concept, pedestrian and transit uses, and electric and diesel-powered bus-fleet addressed these
issues, providing a resurgence in the area that was celebrated as a success almost immediately
following its opening. The 16th Street Mall sparked not only a noticeable economic boom in the
area, the transformed corridor fostered a civic spirit previously diminished by post-World War Il
transportation and development trends (Denver Partnership, Inc. and DRCOG, 1982).

By the early 1970s, cities across the United States initiated similar urban renewal projects like
the 16th Street Mall, renovating under-used and decayed urban spaces with new commercial,
pedestrian, civic, and transit purposes (McKnight et. al, 2010). Decorative landscaping,
hardscape features, and restricted automobile use were often cornerstones of these projects,
typically completed in a Modern-style aesthetic (McKnight et. al, 2010). The Fulton Mall in
Fresno, California (completed in 1964) is one of the earliest examples, as are the Portland
(Oregon) Transit Mall (completed in 1977), Nicollet Mall in Minneapolis (completed in 1968),
and the Chestnut Street Transitway in Philadelphia (completed in 1976) (Judge, 2013). These
projects also received federal assistance through agencies like UMTA (McKnight et. al, 2010;
Judge, 2013).

During the planning of the 16th Street Mall Project, the Project team was admittedly influenced
by the eight-block Nicollet Mall, which had a Modern-inspired design and a public bus
component and sought to improve a fledging business district (Denver Partnership, Inc. and
DRCOG, 1982). To guide the 16th Street Mall project, designers traveled to Minneapolis and
cities with similar projects, to meet with business leaders, transportation experts, and elected
officials (Denver Partnership, Inc. and DRCOG, 1982).

Denver leaders, downtown merchants, and the RTD considered numerous plans and solutions
to the post-World War Il decline of downtown business and recreation, loss of longtime
streetcar public transportation once centered on 16th Street, and the simultaneous rise of
automobile congestion on Denver’s city streets. Following popular trends but also lessons of
what worked and did not work in other cities with similar challenges in the 1960s and 1970s,
CCD, business groups such as the 1970s Sixteenth Street Mall Corporation (1973-1974), RTD,
and federal planners decided to convert the city’s longtime downtown retail-commercial street
to a pedestrian mall with frequent and free transit buses.

By 1977, RTD’s review of design proposals resulted in commissioning the New York
architectural firm of I.M. Pei & Partners, teamed with Philadelphia landscape architecture
consultant Laurie Olin of Hanna/OLIN and ultimately the Denver landscape architecture firm of
Phillip E. Flores Associates, Inc. (RTD, 1977-79; .M. Pei & Partners, 1977). Paving material is
called out in the original planning document as the “single element” that would “establish the
character of the mall,” and is one of the primary character-defining features of the Mall

(I.M. Pei & Partners, 1977).

As summarized in The Transitway/Mall: A Transportation Project in the Central Business District
of Metropolitan Denver, the goals of the project were to “lessen traffic congestion” in
downtown Denver, “provide more efficient bus service” to Denver’s downtown and suburban
neighborhoods, and to “create a new pedestrian environment in the downtown — a place for
people” (.M. Pei & Partners, 1977).
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The design concept took into consideration the existing scale of the street, with its variety of
visual elements, buildings sizes and uses, and unique interest of the street. The challenge for
the designers was to “create a unifying theme and common identity for the street, while
protecting its distinctive personality” (I.M. Pei & Partners, 1977). The designers believed that
landscaping, in particular, trees, would create the desired unifying theme as well as provide
physical protection from the elements: “The location of trees is crucial” (.M. Pei & Partners,
1977). Thus, the design placed them in the center, diagonally spaced, 32 feet apart so as not to
block accessibility or visibility of the structures lining the mall and to maintain the visibility and
unique visual qualities of the exiting street. The sidewalks were widened and considered quasi-
private spaces that were essentially adjuncts to the shops lining the street. The transit lanes
were physically depressed from the sidewalks, but visually cohesive with the pavement pattern.
The designers wanted to define the vehicular lanes for safety reasons, but also to make this
definition in the least visually obtrusive way.

With its benches, fountains and other amenities, the design intentionally created a framework
and a setting for both present planned uses and for the future. “Ample space is provided for
sidewalk cafes, kiosks, vending carts, and displays which can evolve into permanent elements
or change as different needs emerge” (I.M. Pei & Partners, 1977).

OLIN and Pei’s principal designer, Henry Cobb, discussed a design approach of Southwestern
geometric patterns including Navajo blankets with polychrome diamond motifs. While still
discussing the final design, OLIN visited a souvenir shop along 16th Street Mall and encountered
trouser belts decorated with diamondback rattlesnake skins. From those inspirations, the
architects and landscape architects crafted the Mall’s overall design, precisely interwoven
within three shades of granite pavers and unified by the tree plantings, and light standards.
Signage, planters, street furniture (e.g., benches and shelters), fountains, banners and other
moveable objects (such as mailboxes, phone boxes, and trash receptacles) were part of the
overall plan and were given a uniform design and placed along the street in a planned pattern
to blend with the rest of the mall’s design features.

The tree selection process was extensive and began with the evaluation of 72 species, based on
criteria created by the design team; among them, “height and diameter, trunk, branch, leaf and
root form, shade characteristics, sun, water and maintenance needs, disease and insect
susceptibility, wind and pollution tolerance, availability and cost” (I.M. Pei & Partners, 1977).
Based on their evaluation, the team selected the honey locust for the center blocks and red oak
for the ends.

Following general plans and public input throughout the 1970s (Sixteenth Street Mall
Corporation, 1973-1974; RTD, 1977-1979), construction began in early 1981 (Figure 5-2) based
on the approved 1980 design from the architects/landscape architects team (Historic Denver,
Inc., 2012a). Funding of $76 million came from UMTA and RTD, operator of the Mall buses
(Marritz, 2014). The project began on the northwestern end at Market Street and proceeded
southeast in increments along the entire 80-foot-wide 16th Street right-of-way. The design
cross section specified a transit way concrete base sloping to each curb from an apex centered
between the transit lanes (I.M. Pei & Partners, 1980).
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Figure 5-2. Overview of Block Design Used on 16th Street Mall, 1981

Source: Photograph courtesy of the Denver Post (2012).

Subsequent maintenance and replacement of the granite pavers indicated the concrete base
was ultimately not built with slopes, or with inadequate slopes and disposition of surface water
that permeates into the base through deteriorated paver joints (Harvey, 2015).

Because of the narrow roadway, the placement of the trees into the specially designed,
irrigated, and drained concrete root chambers under the Mall surfaces presented challenges,
especially when completed and paved to match the continuous pavement of the transit lanes
and sidewalks (Historic Denver, Inc., 2012b). Construction concluded with a public dedication
attended by 200,000 on October 4, 1982.

Following the Mall’s completion in October 1982 (Figure 5-3), the project won the University of
Colorado’s 1983 “Honor Award for Excellence in Urban Design,” the Associated Landscape
Contractors of America’s 1984 “Environmental Improvement Award of Distinction” (Historic
Denver, Inc., 2012a), and the American Society of Landscape Architects’ 1985 “Professional
Award, Design Category” (Cultural Landscape Foundation, 2009). The Urban Land Institute (ULI)
in 2008 named the Mall “public art of the highest international quality” (ULI, 2008). Henry Cobb
is now a Fellow of the American Institute of Architects; Laurie Olin is a Fellow of the American
Society of Landscape Architects and recognized as a “Pioneer” by the Cultural Landscape
Foundation (2009).
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Figure 5-3. The 16th Street MaII, 1987, Facing Southeast
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Source: Photograph courtesy of the Dever Post (2012).

Originally, the transit way vehicles crossed Broadway and had a turnaround area in the Civic
Center between the Concourse Level (lower level) and the Plaza Level (upper level, which lead
to the nearby government offices). This turnaround area has since been removed and is not
part of the historic property.

RTD separately contracted designs and construction for its Civic Center Transfer Facility (later
named Civic Center Station) as the southeastern Mall bus terminal, and the Northwest Transfer
Facility (later named Market Street Station) as the northwestern terminal, including Mall bus
drop off and turnaround in the block between Market and Blake streets. The Civic Center
Station was a part of the .M. Pei design, but is no longer extant. Following removal of the 16th
Street viaduct across the Union Station railyard, RTD and FTA extended the 16th Street transit
way from Blake Street to the northern side of Union Station and the new LRT terminal there.
After 2010, that transit way and LRT terminal underwent further reconfiguration to their
current services north of the intersection of 16th Street and Chestnut Place in the former Union
Station railyard. RTD, with FTA assistance, performs continual maintenance on the transit way,
including replacing broken granite pavers and special units.
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5.2 Historic Properties

Thirty-three historic properties have been identified within the project APE, one of which is the
16th Street Mall itself (Attachment 2, Form 1403). Table 5-1 lists the historic properties and
their NRHP status. Attachment 4 contains a map book showing the locations of the historic
properties within the APE. Attachment 5 contains an expanded table with additional

information on each property.

Table 5-1. Historic Properties within Area of Potential Effects

ID No. Historic Property Name Address NRHP Eligibility
5DVv.47 Lower Downtown Historic ~ Multiple NRHP-eligible
District
5DV.47.15 Waters Building — Market 1642 - 1644 Market Contributes to Lower
Center Street Downtown Historic District
5DV.47.37 Hitchings Block 1620 Market Street Contributes to Lower
Downtown Historic District
5DV.47.7 Liebhardt-Linder Building— 1624 Market Street Contributes to Lower
Market Center Downtown Historic District
5DV.47.96 McCrary Block — Market 1628 Market Street Contributes to Lower
Center Downtown Historic District
5DV.500 Steel Building; Fontius 1555 Welton; 600 16th Listed on NRHP
Building; Sage Building Street
5DV.5297 Liebhardt Building; Cottrell 601 16th Street Listed on NRHP
Clothing Company
5DV.118 Daniels & Fisher Tower 1101 16th Street; 1601 Listed on NRHP
Arapahoe Street
5DV.135 Denver Dry Goods 702 16th Street; Listed on NRHP
Company Building California Street; and
16th Street
5DV.136 Masonic Temple Building 1614 Welton Street, 535 Listed on NRHP
16th Street
5DV.139 Kittredge Building 511 16th Street Listed on NRHP
5DV.142 A.C. Foster Building; 910-918 16th Street Listed on NRHP
University Building
5DV.1913 Joslin Dry Goods Company  934-938 16th Street Listed on NRHP
Building; Tritch Building
5DV.494 A.T. Lewis and Son 800-816 16th Street Listed on NRHP
Department Store;
Holtzman and Appel Block
5DV.496 Neusteter Building 720-726 16th Street Listed on NRHP
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ID No. Historic Property Name Address NRHP Eligibility
5DV.499 McClintock Building 1554 California Street Listed on NRHP
5DV.1725 Independence Plaza; 1001 16th Street NRHP-eligible

Prudential Plaza 1050 17th St.
5DV.1760 Bridgepoint Plaza; Park 1110 16th Street; 1515 NRHP-eligible
Central Arapahoe Street; 1111
15th Street
5DV.1832 Security Life Building; 1616 Glenarm Place NRHP-eligible
1600 Glenarm Place
5DV.1854 Hilton Hotel; Radisson 1550 Court Place NRHP-eligible
Hotel; Adams Mark Hotel
5DV.1856 Dome Tower; Great West 1625 Broadway NRHP-eligible
Plaza; World Trade Center
5DV.1877 Zeckendorf Plaza; 350 16th Street; 1550 NRHP-eligible
Hyperbolic Paraboloid Court Place
5DV.1878 Colorado Federal Savings 200 16th Street NRHP-eligible
5DV.1880 Petroleum Club Building; 110 16th Street NRHP-eligible
Petroleum Building; 110
Building
5DV.1914 Federal Reserve 1020 16th Street NRHP-eligible
5DV.493 Symes Building; F.W. 820 16th Street NRHP-eligible
Woolworth Company
5DV.497 Hayden, Dickinson & 1609-1615 California NRHP-eligible
Feldhauser Building; Street
Colorado Building
5DV.5298 Walgreens 801 16th Street NRHP-eligible
5DV.7044 16th Street Mall 1-1300 16th Street NRHP-eligible
5DV.8274 Skyline Park 1500-1800 Arapahoe NRHP-eligible
Street
5DV. 842 16th Street Historic District Multiple NRHP-eligible
5.0V.9217.1  Denver Tramway Trolley Broadway NRHP-eligible

Lines archaeological site
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5.2.1 16th Street Mall

5.2.1.1 Property Description

The 16th Street Mall historic property includes 16th Street from Broadway at its western line of
intersection with 16th Street, from building face to building face for 12.5 blocks, to Market
Street at its eastern line of intersection with 16th Street, plus the small triangular block
bounded by Broadway, 16th Street, and Cleveland Place. This boundary encompasses the
original design limits of the 1980 Transitway/Mall design by I.M. Pei & Partners and
Hanna/OLIN landscape architects (OAHP, 2018).

The property is a transit way and pedestrian corridor (Figure 5-4) with three distinct zones: a
central zone with a 22-foot-wide median with two parallel rows of trees, and end blocks where
the transit lanes are adjacent with two parallel rows of trees on one side. The essential
elements of the design, according to the 1977 design concept document, are “paving, planting,
and lighting” (.M. Pei & Partners, 1977).

Figure 5-4. 16th Street Mall

=

Source: CH2M (Phoi“o_graphed by Sd;'ra Orton) Februar)) 28, 2018
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According to the 1977 design concept (I.M. Pei & Partners, 1977):
...[the] “basic elements of the 16th Street urban design concept include:

e A double row of mature Honey Locust trees flanking a 22-foot wide
promenade in the center of the street.

e Two 10-foot-wide transitway paths on either side of the central zone.
o Widened sidewalks along the storefronts.

e Patterned paving over the entire street surface in varying tones of muted
grays and red.

e A combination light fixture creating a variety of lighting levels at dusk,
during the evening, and for late-night security.

e Shelters, benches, fountains as well as places for displays, sidewalk cafes,
and special events.

This basic arrangement is modified on the end blocks of the mall. Here, the
transitway paths come together and are flanked by a single row of trees offset to
open the street to views of the mountains and the D & F Tower at one end, and
the Capitol dome at the other.”

The design, precisely interwoven granite pavers in three colors and unified by the tree plantings
and light standards, took into consideration the existing scale of the street. Specifically,
designed signage, planters, street furniture (e.g., benches and shelters), fountains, banners and
other moveable objects (such as mailboxes, phone boxes, and trash receptacles) were part of
the overall plan and were given a uniform design and placed along the street in a planned
pattern (OAHP, 2018). Figures 5-5 and 5-6 show the original cross sections of the end blocks
(asymmetrical) and the median blocks (symmetrical), respectively (I. M. Pei & Partners, 1980).

Figure 5-5. Cross Section, Original Asymmetrical End Blocks
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Source: I. M. Pei & Partners, 1980
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5-6. Cross Section, Original Symmetrical Median Blocks

(EREYMMETRICA, BLoCK SECTIEN

e

The design team considered the paving material a critical element of the design in establishing
a character of the Mall, consistent for the 12 blocks and ultimately selected granite for the
material. As significant to the design as the paving material is the paving pattern; the geometry
of the pattern was based on a 45-degree diagonal grid, a reflection of the 45-degree
intersection of 16th Street and Broadway and the downtown street system (Figure 5-7). This
grid is represented in large and small diamond shapes throughout the pattern and the spatial
arrangements of the trees and light standards. It also encourages diagonal movement of
pedestrians within the Mall (1.M. Pei & Partners, 1977).

Figure 5-7. Overview of Block Design Used on 16th Street Mall, with Colored Planters

Source: SWCA, Inc. (photographed by James Steely), June 6, 2016
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The pattern, which visually progresses via the color, shape and size of the pavers, “begins along
the street wall as a field of gray paving block which gradually builds in scale as it reaches the
center of the mall. The pattern at the edges is deliberately neutral to avoid competition with
the varied dimensions of storefronts and doorways. In the center zone the pattern becomes
more colorful and dominant. The adjacent transit paths, depressed three inches, are clearly
delineated by tone and pattern” (I.M. Pei & Partners, 1977). The depression today measures
between 3 and 4 inches along the length of the Mall.

The original design team went to great lengths to find the most appropriate trees for the Mall.
A single species, honey locust (Figures 5-8 and 5-9), was selected for the median blocks and red
oaks for the end blocks, in an intentional monoculture design. In 1977, the design team
evaluated 72 species using the following criteria, to select appropriate tree species and arrive at
the honey locust and red oak (I.M. Pei & Partners, 1977):

Height and diameter

Trunk

Branch form

Leaf shape

Root form

Shade characteristics

Sun, water and maintenance requirements
Disease and insect susceptibility
Wind tolerance

Pollution tolerance

Availability

Cost

Source: CH2M (Photographed by Sara Orton) June 30, 2017
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Source: CH2M (Photographed by Sara Orton) January 12, 2018

The design document says the honey locust has a “branch and leaf structure that is light and
lacy” and “provides shade,” but also creates “dappled, flickering light on pavement surfaces”
(I.M. Pei & Partners, 1977). It was also selected for its long lifespan. I.M. Pei also designed the
system of tree boxes into which the trees would be planted (Attachment 6).

The character-defining features of the 16th Street Mall, as identified in the 2018 Form 1403
(OAHP, 2018), are as follows:

e Consistent paving pattern design

e Granite paver units/modules, 1-foot 5-inch by 1-foot 5-inch, in three shades: charcoal gray,
light gray, and “Colorado red” (specified as White, Black, and Red on the 1980 plans)

e Granite special units of charcoal and light gray for curbs, cuts, drains, and other applications

e Red oak and honey locust trees planted in specially-designed under-pavement concrete
root boxes and ringed at the surface with custom-designed grates

e Custom-designed and -built light standards (Figures 5-10 and 5-11)
e Street furniture of custom-designed and -built fiberglass trash and flower receptacles

e Custom metal street signs on traffic signals (Figure 5-12) and overhead lights
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Source: CH2 (Photogrphd by Sara Orton) February 28,2018
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Figure 5-12. Original Street Sign at 16th Street Mall and Market Street

Source: SWCA, Inc. (photographed by James Steely), June 6, 2016

These features are retained on the Mall today. The light standards have been replicated and
returned to their original locations and most of the red oaks have not survived, but the majority
of the honey locust trees remain or have been replaced. Other alterations include the removal
of the Civic Center Transfer Facility at the Broadway end of the Mall. The original I.M. Pei design
included this transfer facility, but it was removed prior to the determination of eligibility for the
Mall, so it is not within the boundaries of the historic property. The majority of the drinking
fountains and telephone stands have been removed, but a few examples remain. In addition,
some features of the design were never implemented, such as runway lighting in the transit
lanes, waist-high lighted bollards, transit shelters, and transit stop signs.

The design features of the major fountains at Curtis Street and Tremont Place are extant, but
the fountains are not used. The 16th Street Mall Fountain Report (Waterline Studios, 2010)
notes that the water from the fountains, when in use, comes into contact with humans and
animal droppings, but lacks proper filtering and sanitation so the fountains have the potential
to transmit water-borne illness. The report identified structural and maintenance concerns:
nozzle basin leaks, unreliable water level controls and oversized nozzle pumps, as well as being
difficult to properly clean.

5.2.1.2 Statement of Significance

This statement of significance comes directly from Form 1403 (OAHP, 2018), prepared by
SWCA, Inc and CH2M.

The 16 Street Mall meets NRHP eligibility Criterion Consideration G, as a property that is
identifiable as historically significant at less than 50 years old. The property is eligible for listing
in the NRHP under Criterion A at a local level and Criterion C at the state and local level of
significance. It’s period of significance is 1980 through 1982, the period of its final design and
construction. In meeting the Criterion Consideration G, the original design and construction
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elements from 1982 transformed Denver’s downtown streetscape, when the transit way and
mall opened, and best represent the exceptional conceptualization of its architects.

NRHP Criterion A. The 16th Street Mall is eligible for listing in the NRHP under Criterion A at the
local level in the areas of Transportation and Community Planning and Development. The Mall
is significant for transforming Denver’s downtown and revitalizing a fledging commercial district
affected by post-World War Il development outside the city. As Denver-area residents relied
more on the automobile, City streets became more congested and polluted, deterring
downtown business growth and pedestrian use (Denver Partnership, Inc., et al. 1982). The 16th
Street commercial area was in decline by the 1960s and 1970s, caused by population shifts to
suburban settings, new trends in retail, and the preeminence of the automobile. Developers
started to create large-scale shopping plazas on readily available land near new suburban
tracts, reducing the importance and draw of a downtown commercial corridor. By the 1970s, at
least 15 shopping centers existed outside downtown Denver. The Public Mall Act was signed
into Colorado law in 1970, “allowing municipalities to close off downtown streets” and “in
reaction to businesses moving out of downtown areas to suburban indoor malls” (Aspen
Historical Society, 2015).

In the 1970s, Denver leaders, through federal financial assistance from the Urban Mass
Transportation Administration (UMTA), sought to disrupt this trend and revitalize the

16 Street corridor through addressing three major concerns: downtown blight, transportation,
and noise/air pollution (Denver Partnership, Inc., et al. 1982). The 16th Street Mall’s distinctive
design and unified concept, pedestrian and transit uses, and electric and diesel-powered
bus-fleet addressed these issues, providing a resurgence in the area that was celebrated as a
success almost immediately following its opening (Denver Partnership, Inc., et al. 1982). On its
emergence in 1982, the Mall sparked not only a noticeable economic boom in the area, the
transformed corridor fostered a civic spirit diminished by post-World War Il transportation and
development trends (Denver Partnership, Inc., et al. 1982). Therefore, the 16th Street Mall has
made a significant contribution to Denver’s recent past and is significant under Criterion A at
the local level (OAHP, 2018).

When considering this historic context, the Mall has not definitively achieved significance at a
national or state level under Criterion A. Its local significance and contributions are evident, but
more historical perspective and time is needed to fully understand if it has state or national
significance for a resource using Criteria Consideration G. Per NPS guidance, additional scholarly
evaluation and historical perspective over time will help the public understand the role
properties from the recent past have played at a national level (NPS 2002; NPS 1998). Other
properties determined significant under Criterion A at the national level less than 50 years after
they were constructed, tend to have broader implications on the history of the United States,
associated with major national themes like the United Farm Workers’ movements and Apollo
11 launch. Few pedestrian and/or transit malls developed in the post-World War Il context are
listed on the NRHP. The notable example is the Lincoln Road Mall, a pedestrian mall
constructed in Miami, Florida, ca. 1950 and itself needing revitalization by the late 1960s/early
1970s (Harden 2013), was listed on the NRHP in 2011 (NPS 2011). The Fulton Mall is eligible but
not listed on the NRHP. The Nicollet Mall was redeveloped from 2015 to 2017. Although
pedestrian and transit malls continue to be developed and redeveloped across the nation, few
from that initial era of post-World War Il downtown redevelopment remain. A national study
found that, by the mid-1980s, “85% of the original 200 U.S. pedestrian malls had been
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reopened to traffic” (Judge 2013:3; Harden 2013). South Burdick Street in Kalamazoo,
Michigan—credited as being the first pedestrian mall established for downtown
redevelopment, in 1959—reopened for vehicle traffic in 1998 (Harden 2013). Comparatively,
the Denver Business Journal notes that, for Denver, “closing more than a mile of a downtown
street to cars has been an unusual—and much-studied—success” (Harden 2013). As presented
by the Denver Business Journal, many of the less enduring pedestrian malls were not as well
planned and designed as the 16™" Street example (OAHP, 2018).

NRHP Criterion C. Denver’s 16th Street Mall is also significant at the local and state level under
NRHP Criterion C in the area of Landscape Architecture, as an award-winning design by master
designers, built with granite units in a unique, enduring, western-style pattern consistent along
12.5 blocks. It is also significant under Criterion C in the area of Engineering for its largely
hidden but sophisticated matrix of drainage, irrigation, wiring, and “suspended pavement
system” that accommodates large and deep root chambers for its 220 shade trees. As noted by
Pei’s team in their approach for the project, the designers successfully complemented the
existing diversity of buildings and uses along the corridor (Pei, 1977; Pei, 1980). They developed
a unifying theme and path of travel for pedestrians and buses that created a defined, new
experience in the downtown (Pei, 1977). The scope and design of the project was unique at the
time in Denver and Colorado, and its master designers received awards almost immediately
following its completion (Historic Denver, Inc., 2012a; Denver Partnership, Inc., et al, 1982).
Though constructed less than 50 years ago, it is a unique design and surviving example of
Denver’s late twentieth century Modern style-inspired urban renewal efforts. As a result, it is
eligible for listing in the NRHP under Criterion C at the state and local level (OAHP, 2018).

Though significant for its design and engineering at the state and local level, the Mall has not
yet achieved significance at the national level under Criterion C. As a less than 50-year old
property, the Mall represents one of the exceptional works composed by the design team
(NPS, 2002; NPS, 1998). NPS guidance advises that time and perspective are needed to
understand how properties fit within with the life work and contributions of masters to their
field (NPS, 2002; NPS, 1998). Although each of the principal designers is still living, Pei, Cobb,
and Olin have had full careers within which to understand the importance of their projects,
including the 16%™ Street Mall. Pei is about 101 years old, Cobb 92, and Olin 80 years old (as of
2018), and Pei and Cobb have important projects that are now over 50 years old and
considered historic on that basis. The Mall remains essential in representing their full body of
work and is directly recognized as being among the noteworthy projects of these renowned
designers (CLF, 2018). The 16 Street Mall is historically important and exceptional within the
history of Colorado at the state level as an enduring example of important works by these
recognized masters, even though completed less than 50 years ago (OAHP, 2018).

Colorado was where I. M. Pei and his associates, including Henry Cobb, first conducted and
completed a project as a fully independent design firm, after splitting from the firm of Webb
and Knapp in 1960—where they had begun their careers (Wiseman 2007). They garnered
national recognition with development of the National Center for Atmospheric Research
building in Boulder 1961 and 1967. In that Colorado design, Pei incorporated Southwestern
elements reflective of Mesa Verde cliff dwellings and natural elements intended to incorporate
and display aspects of nature while remaining monumental in a Modern style (Wiseman 2007).
Distinctive influences from nature and Native Americans of Colorado and the Southwest would
again be reflected in the design of the 16™ Street Mall. The natural and cultural accents
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employed by the Pei team’s architects and landscape architects were in contrast to the starker
concrete construction of most Modern design at the time, which has led this unadorned,
function-driven construction style to sometimes be called “brutalism” (OAHP, 2018).

While the 16" Street Mall further demonstrates Post-Modern influences, it’s design and
concept reflect the earlier Modern examples completed in Philadelphia, Minnesota, and Fresno
through federal and local agency involvement. As a Post-Modern structure, the 16 Street Mall
incorporates elements of Denver’s Old West in a contemporary interpretation; however, while
advancing beyond earlier Modern examples, it has not led to a transformation of the property
type throughout the country (ULI, 2008). The 16t Street Mall has not achieved significance at a
national level under Criterion C at this point in time (OAHP, 2018).

Criteria Consideration G. Although the 16th Street Mall is not yet 50 years old, it meets NRHP
Criteria Consideration G as exceptionally important for its enduring design and for its
celebrated role in helping to revitalize downtown Denver at a critical time for the city as it
struggled with urban flight, insensitive urban renewal, and the decline of its mining and
petroleum image and economy. The property is exceptionally significant at the state and local
level due to the project’s role in shaping downtown Denver and embodying a distinctive design
by a team of master designers that is unique in the state (OAHP, 2018).

5.2.1.3 Integrity

Portions of the design have been interrupted with subsequent repaving of cross-street
intersections through the omission of scoring—called “sawcut joints” —the concrete pavement
to match the granite pavers and general diagonal hash-pattern. This scoring was a part of the
original design, intended to bridge the design across the opposite running cross streets, but it
was not constructed. Some integrity of materials has been lost with ad hoc replacement of
granite pavers as they are damaged by vehicular wear or harsh weather (Harvey, 2015). The
replacement granite pavers in the transit way between Larimer and Lawrence streets are an
example of the large number of pavers replaced in the transit way since its construction in 1982
(Figure 5-13).

Figure 5-13. Paver Replacement in the Mall Transit Way from 2004 to 2014, Larimer to Lawrence
Streets
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Note: Red areas signify replaced pavers.
Source: RTD, 2015

Some integrity of materials and feeling has been lost through subsequent removal of most of
the custom-designed telephone stands and the inactivity of fountains. Some trees have been
lost to disease or age, but this has had little overall impact to the setting, feeling, and



SECTION 5 — IDENTIFIED HISTORIC PROPERTIES

association of the Mall. The original turn-around at Civic Center was removed, but the Mall
retains integrity of design and workmanship on the remaining 12.5 blocks, even with the loss of
that portion of the original design.

The 16th Street Mall retains strong integrity of location, design, materials, workmanship,
setting, feeling, and association, and continues to convey its significance under NRHP Criteria A
and C, and Criterion Consideration G.

5.2.1.4 Skyline Park

The Skyline Park (5DV.8274) is located along Arapahoe Street from 15th Street to 17th Street,
parallel to the Mall (Figure 5-14). It was designed by Lawrence Halpern and constructed in 1973
(its period of significance). It includes green spaces, open spaces, planters, sculptural play areas,
and water features (Figure 5-15 contains a photo of the park). Only the portions between 16th
Street and 15th Street are currently open to the public. The Daniels and Fisher Tower is within
the park boundaries, but was constructed in 1911, prior to the creation of the park.

Figure 5-14. Map of Skyline Park
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Flgure 5-15. Skyllne P k, facmg 17th Street
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Source: CH2M (Photographed by Sara Orton) March 1, 2018

5.2.2 Historic Districts

5.2.2.1 Lower Downtown Historic District

The Lower Downtown Historic District (5DV.47) was formed in 1988 and is significant for its
mid- to late-19th century architecture. The period of significance for the district is 1860 through
1941. There are four properties that are contributing elements to the district (5DV.47.7,
5DV.47.15, 5DV.47.37, and 5DV.47.96) that are within the APE (Figure 5-16). These contributing
properties are along Market Street at the northeastern edge of the APE. The district boundaries
are roughly the alley between Larimer and Market streets, 20th Street, Wynkoop Street in front
of Union Station, and two blocks of Wewatta Street to Speer Boulevard (Colorado Historical
Fund, 2000) (Figure 5-17 contains a map of boundaries).
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Figure 5-16. Market Center in the 1600 Block of Market Street in the Lower Downtown Historic
District

Figure 5-17. Lower Downtown Historic District Map
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5.2.2.2 16th Street Historic District

The property listed as 5DV.842, the 16th Street Historic District (Figure 1-4), is eligible for listing
in the NRHP under Criterion C for its unique collection of architectural styles from various eras
in retail/wholesale and commerce themes. Surveyed in 1979, the period of significance for the
district is 1889 to 1930, which encompasses the build dates of the 25 contributing buildings
(Glassman, 1979; Norgren, 1982). The district’s significance is based in part on “its role in the
economic development of Denver for along the street lie many structures that have played
important roles in the city's commerce. ...the buildings in the District reflect the historical
development of the city and its architectural tradition” (Glassman, 1979).

5.2.2.3 Downtown Denver Historic District

Not listed in Table 5-1 is the Downtown Denver Historic District (5DV.7989), a locally designated
landmark, which is a discontiguous district that does not include the Mall but includes some
buildings along the Mall between Arapahoe Street and Glenarm Place. The 43 buildings
included in the district date from the 1870s to the early 20th century (Denver Infill, 2018). This
property is not further discussed or evaluated in this report because it has not been determined
eligible for listing in the NRHP and the Mall is not listed as one of the properties within the
Downtown Denver Historic District.

5.2.3 Archaeological Resources

There is an identified historic archaeological site partially within the APE: Site 5DV.9217.1, a
former tramway line, begins at E. 16th Avenue and Broadway and is within the APE from E. 16th
Avenue to Cleveland Place. The entire Denver Tramway Trolley system is eligible for listing in
the NRHP under Criterion A and B. It played an important role in early public transit in Denver
and facilitated the development of more distant neighborhoods by giving residents a way to
travel between work, home, and recreational opportunities. The South Broadway line was the
first electrified line to operate in Denver. It continued in operation from December 1889 to
June 1950, when South Broadway was paved over for vehicular traffic, and has been buried
under the road since that time. There would be no direct or indirect impacts to this resource
from the undertaking because it is outside the limits of construction.



Findings of Effect

Section 106 of the NHPA creates a process for reviewing the effects of federal undertakings on
properties listed in or eligible for the NRHP. A proposed project would have an effect if it
changed the characteristics that qualify the property for inclusion in the NRHP. A proposed
project would have an adverse effect on historic properties if it diminished the integrity of
those characteristics. The Project team applied the Criteria of Effect to determine whether the
proposed Project alternatives would affect the historic properties in the APE and whether those
effects should be considered adverse.

6.1 No Build Alternative

The No Build Alternative would not change the current alignment of 16th Street Mall and would
not repair or upgrade the belowground utilities and infrastructure. The trees and tree boxes
would not be replaced, so the condition of the trees would remain the same and there would
be no plan for replacing trees that have died or been removed. Under the No Build Alternative,
the granite pavers would continue to be replaced in an ad hoc manner as the need arose or
replaced with concrete, asphalt or other materials. Because the underlying existing
deteriorating infrastructure would not be updated, safety hazards for pedestrians and vehicles,
and the frequent and costly maintenance would continue.

There would be No Adverse Effect on the 16th Street Mall under the No Build Alternative;
however, there would be impacts including the loss of trees and the loss of granite pavers, as is
currently the case, through repair and replacement.

6.2 Locally Preferred Alternative

The following sections discuss the effects of the LPA on the historic 16th Street Mall and the
other historic properties within the APE. There would be no property acquisitions and no direct
impacts from the LPA to the identified historic properties within the APE that abut the 16th
Street Mall.

6.2.1 16th Street Mall Historic Property

There would be an adverse effect on the 16th Street Mall historic property from
implementation of the LPA. Impacts to the Mall would include realignment of the asymmetrical
ends, relocation of the transit lanes, conversion of the current median to transit lanes, and
replacement of the existing granite pavers with new granite pavers. There would also be
impacts to the original design through shifts in some of the tree locations, removal of the
specifically designed tree boxes, a change in the number and kinds of tree species, and an
additional row of trees added on the asymmetrical ends, increasing the overall number of trees
on the Mall.

The key elements of the |.M. Pei-designed landscape are paving, planting, and lighting.
Implementation of the LPA would affect each of those elements of the 16th Street Mall historic
property.
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6.2.1.1 Character-defining Features

Paving. Although the LPA would retain granite pavers in three colors as part of the design, as
called for in the original I.M. Pei—~Hanna/OLIN design, it would not replicate or preserve the
original pattern. The existing pavers would not be reused and the new pavers would have a
different surface to improve traction.

The LPA design would shift the paving pattern on the asymmetrical blocks roughly 2 feet to
accommodate safety, pedestrians, and other elements of the purpose and need (Attachment
1). This shift would likely not be perceptible to the casual Mall user, but it means none of the
pavers would be in exactly the same location as in the current design. Through the LPA design
process, this shift has been reduced to accommodate the original design. The design concept of
a carpet covering the space between the existing buildings on an intimate scale would be
retained. The LPA design is reverential of the original design and uses the same three colors of
pavers with grey tones at the buildings moving to larger pavers with more intense colors and
greater scale at the center.

The paver pattern on the current median blocks would be retained. In this area, there would be
no shift in the carpet pattern, but there would be a change in programming. In the current
design, the paving pattern corresponds to uses; a pattern of large diamonds defines the
pedestrian promenade and a distinct pattern of medium diamonds defines the transit lanes. A
smaller diamond pattern is used in the pedestrian area. The design team considered
reconfiguring the paving pattern to correspond the use (such as transit lanes, pedestrian
spaces, or patio spaces) with the paver pattern, as in the current design, but the feedback from
consulting parties was a preference for retaining the pattern regardless of the programming.
Thus, the paver pattern would be retained in the center-running blocks, and the programming
on each pattern would change; the transit lanes would run on the larger diamonds and the
trees and amenities would be on the surface with the medium sized diamond pattern.
Additional markings on the transit lanes to visually clarify the lane locations could be installed
so drivers would know recognize the transit lanes on big pattern. Pedestrian walking areas
would continue to use the smaller diamond pattern.

The preliminary LPA paver pattern (Attachment 1) retains the 45-degree diagonal grid originally
designed as a reflection of the 45-degree intersection of 16th Street and Broadway and the
downtown street system. This grid would be retained and would continue to encourage
diagonal movement within and across the Mall.

Other changes to the pattern could be required to accommodate federal ADA requirements,
local bus loading and unloading requirements, or other unforeseen safety or drainage issues
that could arise as the project proceeds. The goal is to retain the pattern geometry, spatial
relationships, massing, size, scale, and color where possible, changing these only if it is
absolutely necessary to meet functionality, operations, safety, and regulations.

Measures have been taken throughout the design development and consultation process to
retain the I.M. Pei-Hanna/OLIN design concepts and philosophies in the proposed paver
pattern (Attachment 7) contains the Project team’s Pattern and Geometry Studies). However,
the undertaking would alter the paver pattern, the programming of the paver patterns, and the
exact locations of the current pavers, and the pavers themselves.
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Planting. The trees selected by the original design team—honey locust for the median blocks
and red oaks for the end blocks—were part of the intentional monoculture design. City
regulations and best practices regarding tree species have changed since the 1980s to
discourage monoculture plantings, to keep the tree canopy healthy and full and to avoid single
species die-offs (as happened with the red oaks).

Tree species will be selected using the historic design criteria, while also meeting current
Denver Parks and Recreation Forestry Division requirements and diversity regulations.

Table 6-1 provides a comparison of the criteria used in in 1977 for the original design and in
2018 for the current Project. There are tree spacing and diversity requirements that were not in
effect in 1982 that need to be accommodated. To protect the overall downtown canopy and
the health of the trees, there are maximum numbers of family, genus, and species that can be
planted within a certain area.

Table 6-1. Historic and Current Tree Criteria Comparison
Original 1977 Criteria®

2018 Criteria

Design Elements

Height and Diameter: 35 feet tall Height and Diameter: 35 feet tall

e Ability to create straight trunk with first
branching at 20-foot height

e Crown spread: 20 to 25 feet for promenade
trees, 30 to 35 feet minimum for shade trees

Branch and leaf structure: Lacy and Open Branch and leaf structure: Lacy and Open

Shade characteristics: Dappled Shade Shade characteristics: Dappled Shade

Leaf color:
o Yellow fall color for shade trees

e Contrast for promenade trees

Leaf texture

Tree Health Elements

Sun exposure: thrives in partial shade

Sun exposure: thrives in partial shade

Water requirements: moderate

Water requirements: moderate to Xeric

Drought resistant

Drought resistant

Tolerant to wind and air pollution

Tolerant to wind and air pollution

Disease and insect resistance

Disease and insect resistance

Salt tolerant

Tolerant of high pH soils

Growth Rate: fast to moderate preferred
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Original 1977 Criteria® 2018 Criteria

Other Elements

Availability Availability

@ Source: |.M Pei & Partners, 1977

The design team and the CCD City Forester’s office will work closely to meet both the design
criteria and the intent of the design criteria, when selecting the tree species (Attachment 8).
But it will not be possible to have one species along the center-running blocks and one along
the new asymmetrical blocks. This alters the original design by disrupting the intentional
selection of just two species.

The original design had 199 trees, while today 143 trees can be found on the Mall. The LPA
proposes approximately 250 total trees in the new design. Along the asymmetrical blocks, an
additional row of trees would be added between the transit lane and the sidewalk where
previously there were no trees. In the original design, the narrow sidewalks on the end blocks
did not have any trees, but the designers felt that these sidewalks could be landscaped to
“augment the mall greenery without diminishing street vistas” (I.M. Pei & Partners, 1977).

The LPA would also remove the existing, character-defining tree boxes that have a
300-cubic-foot soil capacity and replace them with new, suspended, tree infrastructure that
provides 1,000 cubic feet of soil volume, such as a silva cell or equivalent technology. The
Pei-designed tree root ball containers would not be retained or replicated. Landscape irrigation
would be removed and replaced.

The undertaking would alter the number of tree species, the total number of trees, the precise
location of the trees, and the specifically designed tree boxes.

Lighting. The existing light standards are replicas of the original design, and the pole light
standards under the LPA would replicate this same design. Where the new rows of trees would
be added, replica pole light standards would be added, in keeping with the original staggered
design of trees and lights.

Alignment. The LPA effects the historic alignment of the Mall by repurposing the medians to
transit lanes in center-running blocks, which would move the amenity spaces to the outer
sidewalks, shortening the width of the transitions at Tremont Place and Arapahoe Street, and
discontinuing a single transit lane that runs the length of the Mall without shifting.

The original design concept of three distinct zones with a sense of beginning, middle, and end
would be retained, but the distinction between each zone would be lessened. Currently, one
transit lane remains on the same alignment between the median and asymmetrical blocks, and
one transit lane shifts 16 feet from its location on the median blocks to its location on the
asymmetrical blocks. The LPA would result in both transit lanes shifting 4 feet from their
location on the median blocks to their location on the asymmetrical blocks. While the locations
of the transitions along the linear feature would be retained, the shifts at each transition would
be smaller and less distinct.

Other Features. Other character-defining features would also be affected by the undertaking.
Although final decisions have not been made, it is likely that most of the original street
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furnishings would be removed and replaced. The trash receptacles do not meet current safety
standards and are difficult to use successfully, particularly for the disabled. Most of the
specifically designed drinking fountains and telephone stands have already been removed, as
have some of the original benches. Examples of each of the original features could be
preserved, but that has not been decided. Some of the round planters could be refurbished and
reused in some capacity on the Mall, but the majority would be removed. The same is true for
other specifically designed movable structures; examples could be preserved, but most would
likely not be retained along the Mall.

The major fountains at Curtis Street and Tremont Place are extant, but are not used because of
filtration, safety and maintenance problems. The LPA at this stage of design does not include
specific locations or specifications for fountains; although water features are planned to be
included in the ultimate design, the existing fountains would not be retained or replicated.

The simple street signs on the traffic signals (Figure 5-12) would be retained. The pianos are not
part of the original design, so the ultimate decision regarding their retention would not affect
the historic property.

6.2.1.2 Visual Effects

Visual effects on the historic 16th Street Mall would not be distinct from the long-term effects
on the character-defining features of the Mall from the LPA.

6.2.1.3 Construction Effects

There would be no additional effects to the 16th Street Mall historic property from construction
that have not already been considered in the implementation of the Project.

6.2.1.4 Design Options for Transitway Delineation

Under either design option, additional delineating features that may be considered include
visual delineations such as in-pavement lighting or different color materials; a strip of textured
surface, detectable to the visually impaired; bollards; or other delineating features that would
not impair movement across the Mall. The effects of these type of features on the historic
property would be evaluated as they are further studied and would be included in the

Section 106 agreement document developed as a part of this undertaking.

The design option to include a vertical curb along the transit way, delineating the transit way
from the pedestrian space, is consistent with the original design separating the transit way from
the pedestrian space, with the transit way 3 to 4 inches lower than the walkway. These curbs
would not be in the same location in which they are currently located.

The design option to have no curb between the transit way and pedestrian space may not
result in noticeable visual change to the Mall’s pavement pattern. One of the character-defining
features of the Mall is the special units of charcoal and light gray granite pavers for the curbs
and curb cuts, so removal of that feature would impact the original design of the historic
property. However, charcoal and light gray pavers could be used in the No Curb design option,
but they would not vertically separate the transit way from the pedestrian area.
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Mitigation Measures

Mitigation measures to address impacts to either design option would not be different; would
mitigate the removal or moving of curbs with similar measures; and would mitigate the loss of
engineering features in the same way. Measures to mitigate the pattern changes will be the
same for each of the design options.

Under either design option, additional delineating features that may be considered include
visual delineations such as in-pavement lighting or different color materials; a strip of textured
surface, detectable to the visually impaired; bollards; or other delineating features that would
not impair movement across the Mall. The effects of these type of features on the historic
property would be evaluated as they are further studied and would be included in the

Section 106 agreement document developed as a part of this undertaking.

6.2.1.5 Summary

In summary, the undertaking would have an Adverse Effect on the historic 16th Street Mall
because of alterations to character-defining features of the property, including the granite
pavers, pavement pattern, tree species and locations, tree boxes, additional trees, additional
lighting, removal of the median in the center-running blocks, and changes to the alignment. The
integrity of materials, design, and workmanship would be lost through these changes. Some
association could remain, but the final product, while honoring the original design, would no
longer be an |.M. Pei-designed property, and thus would lose its association with I.M. Pei. Olin
is on the current design team, so the Mall would retain an association with Olin and would
continue to be an Olin-designed landscape; however, it would not be the same designed
landscape. The Mall would retain its setting, feeling, and location as the footprint would not
change, the surrounding buildings would not change, and it would continue to be a 12.5-block
pedestrian and transit way mall.

6.2.1.6 Skyline Park

Skyline Park is outside the period of significance of the Mall historic property and is not a
contributing element of the Mall. The park was built in 1973, almost 10 years prior to the
conversion of 16th Street to a pedestrian and transit corridor. The park was impacted by that
construction and conversion. The Project would not change the setting, feeling, association, or
location of the park. The materials, design, and workmanship of the park would not be
impacted by the Project on 16th Street. Project elements would be within existing
transportation right-of-way and would not require any property acquisitions within the park.

There would be No Adverse Effect on the Skyline Park from the undertaking. The park would
continue to be a linear, city park intersecting a pedestrian and transit corridor.

6.2.2 Historic Districts

There would be no property acquisitions from the historic districts that intersect the project
corridor. Project elements would be carried out only in the existing transportation right-of-way.

6.2.2.1 Lower Downtown Historic District

The Mall is outside the period of significance of the Lower Downtown Historic District and is not
a contributing element of the district. Only a half block of the 16%™ Street Mall historic property
is within the boundaries of the historic district. The alley between Larimer and Market streets is
the boundary of the district, so the half block between the alley and Market Street would be
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the only area affected by the Project and is a very small portion of the larger district. The
district as a whole would remain intact and retain the key character-defining features that
convey its significance. Project elements would be within existing transportation right-of-way
and would not require any property acquisitions within the district.

The district would retain integrity of setting, feeling, location, association, design,
workmanship, and materials. There would be No Adverse Effect on the Lower Downtown
Historic District from the undertaking.

16th Street Historic District

The Mall is outside the period of significance of the 16th Street Historic District, which was
established prior to the construction of the Mall, which is not a contributing element of the
district. The significance of the district would be retained, and the collection of distinct
architectural styles would not be affected by the Project. The district as a whole would remain
intact and would retain the key character-defining features that convey its significance. Project
elements would only be within existing transportation right-of-way and would not require any
property acquisitions within the district.

The district would retain integrity of setting, feeling, location, association, design,
workmanship, and materials. There would be No Adverse Effect on the 16th Street Historic
District from the undertaking.

6.2.3  Historic Properties adjacent to the Mall

There would be no property acquisition for this Project. The historic properties adjacent to the
Mall are outside the project limits and would not be directly affected by elements of the
project. Attachment 9 comprises a map book showing the historic properties within the APE
and the project limits.

Historic properties dating from the early twentieth century were present when the Mall was
installed in the 1980s and are not from the period of significance of the Mall. The Mall is not
from the period of significance of the majority of the historic properties in the APE. There
would be no new effects on historic properties along the Mall from the LPA beyond those that
occurred from the original Mall construction in the 1980s.

6.2.3.1 Visual Effects

There would be alterations to the viewshed from the historic properties lining the Mall. The
pattern of the granite tiles along the Mall, alignment, tree species, and moveable street
features would change under the LPA. The programming along the Mall is not considered a
character-defining feature, but would also ultimately change, which could change views from
the adjacent historic buildings. The greatest visual effect would be during construction, when
the views from the historic buildings would be of construction materials, rather than
pedestrians and mature trees. The size of the trees would also be a visual alteration; until the
new trees reach maturity, one of the main visual elements of the Mall, the allée of trees, would
be altered.

However, the majority of the historic properties within the APE adjacent to the Mall are early to
mid-twentieth-century buildings and have an earlier period of significance than the Mall. The
visual change to these properties occurred in the 1980s when the Mall was installed, and this
would not present a new affect to the buildings adjacent to the Mall.
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6.2.3.2 Noise and Vibration Effects

Based on the FTA criteria, the noise study area was defined as a screening distance of 150 feet
from the outside edge of the transit way. Existing noise-sensitive uses (resources) in the noise
study area were identified by gathering an inventory of existing land uses. Land uses were
organized based on the land use categories identified in the Transit Noise and Vibration Impact
Assessment manual (FTA, 2006). An inventory of the noise-sensitive resources was collected
within the 150-foot screening distance. A total of 33 noise-sensitive land uses are within the
150-foot noise screening distance.

Based on the FTA criteria, the vibration study area was defined as a screening distance of

50 feet from the transit travel lanes. Resources were again organized based on the land use
categories identified in the Transit Noise and Vibration Impact Assessment manual (FTA, 2006).
An inventory of the vibration-sensitive resources was collected within the 50-foot screening
distance. Three vibration-sensitive land uses are within the 50-foot vibration screening
distance. Details of the analysis are presented in the Noise and Vibration — Sensitive Land Uses
technical memorandum in Appendix B of the EA.

Under the new asymmetrical sections of the design, the transit way would shift 5 feet away
from the building faces on the southern side of the Mall, and 3 feet closer to the building faces
on the northern side. Under the center-running section, the transit way would shift 9 feet
further from the building faces on both the northern and southern sides of the Mall. The 16th
Street Mall has multiple sources of existing ambient noise, including cross street traffic,
pedestrians, and businesses. Because the transit way will be shifting away from the buildings in
most cases, there would be no increase in noise levels. In places where the transit way shifts 3
feet closer to sensitive resources, it is unlikely that the short distance would noticeably increase
the noise levels of the transit way experienced by those sensitive resources. The Free MallRide
shuttle buses are electric, which minimizes the amount of noise they produce. They are so quiet
that they use noisemakers to alert pedestrians that buses are coming. The noisemakers would
remain under the LPA.

Vibration impacts are unlikely for transportation projects that involve rubber-tired vehicles,
except in unusual situations (FTA, 2006). The Free MallRide shuttles have rubber tires, and
there are no unusual situations as a part of this project. No substantial roadway surface
unevenness (i.e., speed bumps) is proposed, no sensitive manufacturing or research land uses
are located within the 50-foot vibration screening distance, and the Free MallRide shuttles do
not operate inside or directly underneath any buildings; as a result, no long-term vibration is
anticipated. Based on this analysis, there would be no effect on historic properties from noise
and vibrations.

6.2.3.3 Construction Effects

Construction impacts identified in the EA would apply to the businesses and residences along
the Mall. The setting and feeling of the structures would be temporarily affected during
construction of the LPA. Transit service would be shifted or moved off the Mall as described in
Section 4 of the EA, pedestrian activity would be reduced, trees would be removed, and the
street would be excavated to repair and replace the infrastructure. These effects would no
longer exist following completion of the construction.
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The current location, setting, feeling and association of these buildings would not be altered by
the LPA, as it will continue to be a transit and pedestrian corridor with two lanes of public
transit, parallel rows of trees and pole lighting, and pedestrian walkways directly adjacent to
the structures. The conversion of the median to transit lanes would not affect the historic
significance of the structures. The basic form, massing, use, and general appearance of the Mall
would remain unchanged; therefore, there would be no visual or atmospheric changes to the
historic properties. Because there would be no direct impacts, the design, materials, and
workmanship of the historic structures would not be affected by the LPA.

In summary, there would be No Adverse Effect on the historic properties within the APE
adjacent to the Mall from the LPA because:

e There would be no property acquisitions

e There would be no direct effects

e These historic properties were affected in the 1980s when the Mall was installed
e The project limits do not cross property lines

e Construction would be outside property boundaries

e No visual or atmospheric changes to the historic properties

e Properties would retain integrity of design, materials, workmanship, location, setting,
feeling and association

The LPA would also have No Adverse Effect on the Lower Downtown Historic District
(Section 6.2.2.1) and the Skyline Park (Section 6.2.2.2), which intersect the Project.

6.2.4  Archaeological Resources

Site 5DV.9217.1, a former tramway line, begins at E. 16th Avenue and Broadway and is within
the APE from E. 16th Avenue to Cleveland Place, but is outside the Project limits. In 1950, South
Broadway was paved over for vehicular traffic, so the site has been buried under the roadway
since that time. There would be no direct or indirect impacts to this resource from the
undertaking because it is outside the limits of construction. For archaeological resources, there
would be No Historic Property Affected.

No previously recorded significant archaeological resources have been identified within the
Project limits. The Project footprint was previously disturbed during the construction of the Mall,
making it unlikely that resources would be discovered during construction; however, as with any
subsurface construction activities, there is the potential for the discovery of unidentified
archaeological resources.

An Unanticipated Discovery Plan will be developed, and if previously unidentified
archaeological resources are identified during Project construction, all surface- and
subsurface-disturbing activities shall cease in the immediate area of the discovery and the
procedures outlined in the project’s Unanticipated Discovery Plan will be implemented. If
previously unidentified archaeological sites are determined to be eligible for listing in the NRHP,
appropriate mitigation measures would be developed in consultation with SHPO, in accordance
with the plan. The development of the Unanticipated Discovery Plan will be included as a
stipulation in the MOA.
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6.2.5 Cumulative Effects

There would be an Adverse Effect on historic properties from this undertaking. Culturally
significant structures along the Mall have been demolished or otherwise lost since the 1970s,
and there has been some infill along the Mall that complements neither the period of
significance of the Mall nor the early and mid-twentieth-century buildings along the Mall. There
have also been beneficial effects on historic properties, including the preservation and
redevelopment of the Denver Union Station and the implementation of design guidelines for
the Lower Downtown Historic District to preserve the historic buildings and the historic
character of the district. The effects from this Project would contribute to the cumulative
impact to cultural resources in the APE. However, it would not be a significant contribution
because 16th Street will remain a pedestrian and transit corridor and because of the
minimization measures taken, such as using granite pavers, retaining trees in the design,
retaining the beginning, middle, and end alignment and replicating the original pole lighting.

6.3  Summary
Table 6-2 summarizes the findings of effect on each of the historic properties within the APE.

Table 6-2. Findings of Effect on Historic Properties within the Area of Potential Effects
16th Street Mall Alternatives Analysis and Environmental Clearance Project, Denver, Denver
County

Historic Property Name

Address

NRHP
Eligibility

Finding of Effect

Waters Building — Market Center

1642 - 1644 Market
Street

District Contributor

No Adverse Effect®

Hitchings Block

1620 Market Street

District Contributor

No Adverse Effect®

Liebhardt-Linder Building —
Market Center

1624 Market Street

District Contributor

No Adverse Effect?

McCrary Block — Market Center

1628 Market Street

District Contributor

No Adverse Effect®

Steel Building; Fontius Building;
Sage Building

1555 Welton; 600
16th Street

District Contributor

No Adverse Effect®

Liebhardt Building; Cottrell
Clothing Company

601 16th Street

District Contributor

No Adverse Effect?

Daniels & Fisher Tower

1101 16th Street;

1601 Arapahoe Street

Listed on NRHP

No Adverse Effect?

Denver Dry Goods Company
Building

702 16th Street;

California Street; and

16th Street

Listed on NRHP

No Adverse Effect®

Masonic Temple Building

1614 Welton Street,
535 16th Street

Listed on NRHP

No Adverse Effect?

Kittredge Building

511 16th Street

Listed on NRHP

No Adverse Effect®
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Historic Property Name

Address

NRHP
Eligibility

Finding of Effect

A.C. Foster Building; University
Building

910-918 16th Street

Listed on NRHP

No Adverse Effect?

Joslin Dry Goods Company
Building; Tritch Building; Savoy
Grille

934-938 16th Street

Listed on NRHP

No Adverse Effect®

A.T. Lewis and Son Department
Store; Holtzman and Appel Block

800-816 16th Street

Listed on NRHP

No Adverse Effect®

Neusteter Building

720-726 16th Street

Listed on NRHP

No Adverse Effect®

McClintock Building

1554 California Street

Listed on NRHP

No Adverse Effect®

Independence Plaza; Prudential 1001 16th Street NRHP-eligible No Adverse Effect?

Plaza 1050 17th St.

Bridgepoint Plaza; Park Central 1110 16th Street; NRHP-eligible No Adverse Effect®
1515 Arapahoe Street

Security Life Building; 1600 1616 Glenarm Place NRHP-eligible No Adverse Effect®

Glenarm Place

Hilton Hotel; Radisson Hotel; 1550 Court Place NRHP-eligible No Adverse Effect®

Adams Mark Hotel

Dome Tower; Great West Plaza; 1625 Broadway NRHP-eligible No Adverse Effect®

World Trade Center

Zeckendorf Plaza; May D & F 350 16th Street; 1550 NRHP-eligible No Adverse Effect?®

Plaza; Hyperbolic Paraboloid Court Place

Colorado Federal Savings 200 16th Street NRHP-eligible No Adverse Effect®

Petroleum Club Building; 110 16th Street NRHP-eligible No Adverse Effect®

Petroleum Building; 110 Building

Federal Reserve 1020 16th Street NRHP-eligible No Adverse Effect®

Lower Downtown Denver Multiple NRHP-eligible No Adverse Effect®

Historic District

Symes Building; F.W. Woolworth 820 16th Street NRHP-eligible No Adverse Effect®

Company

Hayden, Dickinson & Feldhauser 1609-1615 California NRHP-eligible No Adverse Effect®

Building; Colorado Building Street

Madison Hotel; Harris Hotel 1544-1546 Cleveland NRHP-eligible No Adverse Effect®
Place

Walgreens 801 16th Street NRHP-eligible No Adverse Effect®

16th Street Mall 1-1300 16th Street NRHP-eligible Adverse Effect
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Historic Property Name Address NRHP Finding of Effect
Eligibility
Skyline Park 1500-1800 Arapahoe NRHP-eligible No Adverse Effect®
Street
16th Street Historic District Multiple NRHP-eligible No Adverse Effect
Denver Tramway Trolley Lines Broadway NRHP-eligible No Historic
archaeological site Property Affected

2 No property acquisition; no direct effects; Project limits do not cross property lines; construction would
be outside property boundaries; no visual or atmospheric changes to the historic properties; properties
would retain integrity of design, materials, workmanship, location, setting, feeling and association.

In summary, the undertaking would have an Adverse Effect on the 16th Street Mall historic
property because of alterations to character-defining features of the property, including the
granite pavers, pavement pattern, tree species and locations, tree boxes, additional trees,
additional lighting, removal of the median in the center-running blocks, and changes to the
alignment. The undertaking would have No Adverse Effect on the remaining historic properties

in the APE.

Therefore, the undertaking would have an Adverse Effect on historic properties under

Section 106 of the NHPA.



SECTION 7

Avoidance, Minimization, and Mitigation

7.1 Avoidance

In accordance with 36 CFR 800.1(a) and (c), and from early in Project planning, the Project team
and agencies have sought ways to avoid, minimize or mitigate adverse effects on historic
properties. No alternative that meets the purpose and need was identified that would avoid an
Adverse Effect on the 16th Street Mall historic property. One other build alternative (the Center
Running Alternative) would meet purpose and need but, like the LPA, would result in an
adverse effect to the 16th Street Mall under Section 106.

The Project evaluated several potential alternatives that would avoid the 16th Street Mall
historic property. However, none were feasible or prudent because they either could not be
built under sound engineering judgment or did not meet the Project’s purpose and need.

7.1.1 No Build Alternative

The No Build Alternative would maintain the existing alignment and configuration of the Mall.
Maintenance activities, such as repairs to the pavement system and other infrastructure, would
continue as they do now, and there would be continued implementation of safety strategies,
including the 2016 DDP Downtown Security Action Plan.

The No Build Alternative would not be feasible because there is a construction flaw in the
design of the pavement drainage system that causes ongoing maintenance and repair activities
that disrupt transit operations and are increasingly costly.

The No Build Alternative would not act to address the Project’s stated purpose and need. This
alternative would also not include any actions to address the identified safety concerns.

The No Build Alternative would avoid an adverse effect on the 16th Street Mall, but would not
address the deteriorating infrastructure, provide equitable and sufficient space for high-quality
public gathering opportunities, or improve pedestrian and vehicle safety.

7.1.2  Rebuild in Existing Configuration Alternative

The Rebuild in Existing Configuration Alternative would include the following elements,
described further in the Alternative Screening technical memorandum in Appendix B of the EA:

e Reconstruct the Mall in the exact same design as the existing Mall, replicating the existing
spatial configurations of the trees, light fixtures, transit lanes, and pedestrian areas.

e Fully comply with ADA standards, which could result in minor changes to the original Mall
design being replicated.

e Replace the Mall’s pavement system with a new concrete sub-slab that drains properly
e Replace the existing granite pavers with new granite pavers.
e Replace underground infrastructure and trees.

e Continue operation of the Free MallRide at RTD’s current and planned levels of service.
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FTA has determined that the Rebuild in Existing Configuration Alternative could be built as a
matter of sound engineering judgment and would be feasible from an engineering perspective.
The alternative would address the need to improve deteriorating infrastructure and reduce
maintenance frequency and costs to businesses and taxpayers. However, it would not meet the
following Project needs:

Improve safety for pedestrians and vehicles. The Rebuild in Existing Condition Alternative
would reconstruct the Mall in the same physical configuration as its current design, which
would not address safety problems related to the physical design of the Mall. The Rebuild in
Existing Configuration Alternative would result in continued safety issues related to the
need for better delineation between pedestrian walkways and transit lanes.

The Rebuild in Existing Configuration Alternative would continue to lack consistent visual
delineation between pedestrian walking areas and transit lanes, and the attached sidewalk
configuration does not conform with national guidance specific to pedestrian safety. This
design would perpetuate the existing condition where pedestrians intentionally (because of
sidewalk crowding) or accidentally (because of the lack of clear delineation) walk into the
transit lanes or close enough to the transit lanes to be hit by bus mirrors.

Maintain mobility for desired transit operations and for all users. The Rebuild in Existing
Configuration Alternative would continue the use of undersized sidewalks. The 8-foot
pedestrian walking areas do not meet CCD design standards for 10-foot unobstructed
sidewalk width downtown (CCD, 1993) and do not accommodate pedestrian volumes,
which currently reach up to 4,100 pedestrians per hour at the east end of the Mall between
Champa Street and Glenarm Place. At bus stops, the carrying capacity of the 8-foot walking
areas is reduced because people gathering at bus stops obstruct the pedestrian walkway as
a result of its location immediately adjacent to the transit lanes.

Increase opportunities for public use of the Mall as an iconic civic space for leisure,
commerce, and tourism. The Rebuild in Existing Configuration Alternative would continue to
have narrow and divided public spaces on the Mall, perpetuating the limited usability of the
Mall for safe and engaging public use and amenities. The physical design of the medians
would remain too small for comfortable public gathering. The outer sidewalks on the
median blocks, and on the narrow sides of the asymmetrical blocks, would remain too small
to allow for both a standard 10-foot pedestrian walking area and a 9-foot patio and amenity
space.

7.1.3  Partial Repair Alternative

The Partial Repair Alternative is based on the recommendations of the 16th Street Urban
Design Plan (BID et al., 2010). This alternative would retain the existing Mall design and would
include the following infrastructure actions:

7-2

Renovate existing granite paver system in some areas, but not replace the existing concrete
sub-base slab. This alternative would be implemented by reusing the existing granite
pavers. In the transit lanes, the process would include cataloging the existing pattern,
removing the existing pavers, cleaning and refinishing the pavers, and then resetting the
pavers in their original location. In the pedestrian areas, the pavers would not be removed,
but they would be refinished
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e Upgrade surface utilities, including power outlets, where needed.
e Replace failing trees.
e Retain existing tree box infrastructure.

e Renovate and reconfigure furnishings to support public use, pedestrian circulation, and ADA
compliance in pedestrian areas.

e Renovate and repair water features including fountains and irrigation.

FTA has determined that the Partial Repair Alternative would not address the construction flaw
in the design of the pavement drainage system, which causes ongoing maintenance and repair
that disrupt transit operations and are increasingly costly.

The Partial Repair Alternative would not address the other Project needs for the same reasons
stated for the Rebuild in Existing Configuration Alternative, compromising the Project to a
degree that is unreasonable to proceed in light of the Project’s stated purpose and need.

7.1.4 Reduce Transit Service on Mall Alternative

This concept would entail the continued operation of the Free MallRide at a reduced service
frequency to improve safety and reduce pedestrian conflicts with transit service and reduce the
barrier effect of transit service on the medians. To meet transit demand, RTD would need to
accommodate the ridership affected by the reduced service on either a new parallel service or
on the Free MetroRide on 18th and 19th streets.

The Reduce Transit Service on the Mall Alternative could not be implemented as a matter of
sound traffic engineering judgement because RTD cannot meet its service requirements and
ridership demand through service in mixed traffic on parallel city streets. The Free MallRide
shuttle was originally designed as a free transit shuttle bus between Denver Union Station and
Civic Center Station, the major transfer stations in metro Denver. Placing the transit service on
the Mall decreased the number of buses on downtown streets by funneling express and
regional commuter buses to bus terminals. Today, routes along the Mall eliminate
approximately 870 bus trips on downtown streets, reducing congestion in the downtown area.
Current Free MallRide ridership is approximately 39,000 and is projected to increase to

70,000 in 2035. Reducing service on the Mall would require shifting a portion of the current
ridership and all projected ridership to another bus route. Providing bus service in mixed traffic,
such as the Free MetroRide currently operating on 18th and 19th streets, provides a slower trip
and out-of-direction travel, and would not be able to accommodate RTD’s current and
projected ridership demands.

The Reduce Transit Service on Mall Alternative would not address the following Project needs:

e Address deteriorating infrastructure to allow reasonable maintenance frequency and costs
to businesses and taxpayers. This alternative would not fully address the failing and
deteriorating infrastructure on the Mall and would not fix the flawed pavement system that
does not drain water, resulting in the need to reconstruct or replace the infrastructure at a
future point in time. Existing and ongoing maintenance problems would continue.

e Improve safety for pedestrians and vehicles. Fewer buses would travel in the transit way,
reducing the potential for pedestrian/transit conflicts from existing conditions. However,
this alternative would result in the continued safety issue associated with poor delineation
between undersized pedestrian walks immediately adjacent to transit lanes.
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e Maintain mobility for desired transit operations and for all users. The Reduce Transit Service
on Mall Alternative would decrease mobility by reducing transit service on the Mall. Parallel
routes do not have the capacity to accommodate the transit demand and do not provide
equivalent travel times because of longer routes, buses operating in mixed traffic, and
out-of-direction travel for riders to reach bus service on parallel streets. Pedestrian walking
areas would remain undersized.

e Increase opportunities for public use of mall. The reduced transit service would reduce
somewhat the barrier effect of transit service on the medians, but the medians would
remain too narrow to provide both adequate and comfortable gathering spaces and
pedestrian circulation around the gathering space in between the transit lanes.

The outer sidewalks on the median blocks and the narrow sidewalks on the asymmetrical
blocks would remain too narrow for both a standard 10-foot pedestrian walking area and a 9-
foot patio.

/7.2 Minimization

7.2.1 Measures to Minimize Effects on Archeological Resources

There are no identified significant archaeological resources within the limits of construction.
However, an Unanticipated Discovery Plan will be developed, and if previously unidentified
archeological resources are identified during Project construction, all surface- and
subsurface-disturbing activities shall cease in the immediate area of the discovery and the
procedures outlined in the project’s Unanticipated Discovery Plan will be implemented. If
previously unidentified archeological sites are determined to be eligible for listing in the NRHP,
appropriate mitigation measures would be developed in consultation with the SHPO.

7.2.2  Measures to Minimize Effects on Cultural Landscape and Built
Environment Resources

Throughout the design process, the design team has recognized the importance of the 16th
Street Mall to the historic community and to the city. Efforts have been made to reduce
impacts to the historic property while still meeting the purpose and need of the Project. The
following are ways in which the LPA had reduced effects to the character-defining features of
the 16th Street Mall:

e Retain a granite paver surface in the same three colors as the original design.

e Maintain overall design concept of a carpet covering the Mall surface, by retaining a full
80-foot-wide patterned carpet from building face to building face.

e Retain the 45-degree diagonal grid pattern.

e Retain the existing locations of shifts in transit lane alignment in keeping with the
beginning, middle, and end in the original design.

e Maintain spatial relationship between trees and light standards.
e Retain permeability of pedestrians throughout each block.

e Minor changes to the overall pattern of the granite pavers from existing design.
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e Retain a single row of aligned trees for 12.5 blocks.
e Replicated historic light fixtures would continue to be used in current and new locations.
e Retain street signs on traffic signals.

Although minimization measures have been included in the design of the LPA, the project
would have an Adverse Effect under Section 106 of the NHPA on the 16th Street Mall historic
property. The property would retain its integrity of location, setting, and feeling, as it would
remain in the same location, the structures around it would not change, and it would continue
to serve as a transit and pedestrian corridor. The integrity of materials would be impacted by
the replacement of the granite pavers, the removal and replacement of the trees, and the
change in tree species. The integrity of design and workmanship would not be retained because
of the transit way realignments, conversion of the median to transit lanes, shifts in the carpet
pattern, and additional trees on the asymmetrical ends. The I.M Pei-design would not be
replicated, but the LPA is reverential to the original design in the geometry of the pattern,
Navajo rug influence, tree and light spatial arrangement, granite pavers, and three distinct
zones. However, the integrity of association would be lost.

/.3 Mlitigation

Mitigation is required when project activities directly or indirectly cause adverse effects to
historic properties. Throughout the design process for the proposed project, care has been
taken to avoid and minimize effects on historic properties, where possible.

Appropriate mitigation measures to address the adverse effect will be established through the
Section 106 consultation process between FTA, RTD, SHPO, and the consulting parties, which is
ongoing. Mitigation measures will be stipulated in a binding agreement document signed by the
entities with responsibilities under the agreement.

Table 7-1 summarizes the LPA’s effects on historic properties, as well as its appropriate
mitigation.

Table 7-1. Summary of Effects on Historic Properties and Mitigation

Effects

Mitigation

Adverse Effect to the 16th Street Mall historic
property. Effects would include realignment of the
asymmetrical blocks, relocation of the transit
lanes, conversion of the median to transit lanes,
replacement and relocation of trees, introduction
of additional tree species, and replacement of the
existing granite pavers with new granite pavers.

Visual effects on historic properties adjacent to
the APE.

The setting and feeling of the historic properties
would be temporarily affected during construction
of the LPA.

Appropriate mitigation measures to address the
adverse effect will be established through
Section 106 consultation, which is ongoing,
between the lead federal agency and consulting
parties.

Mitigation measures will be stipulated in a
binding agreement document signed by the
entities with responsibilities under the
agreement.

An Unanticipated Discovery Plan will be
developed for archaeological resources.
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SECTION 8
Conclusion

The undertaking would have an adverse effect on the 16th Street Mall historic property
because of alternations to the pavement pattern, granite pavers, tree species and locations,
tree boxes, as well as additional trees and lighting, removal of the median in the center-running
blocks, and changes to the alignment. The undertaking would have No Adverse Effect on the
remaining historic properties within the APE.

Therefore, the undertaking would have an Adverse Effect on historic properties under
Section 106 of the NHPA.

Through Section 106 consultation, which is ongoing, an agreement document will be developed
to address the adverse effect on historic properties from the LPA. Appropriate mitigation
measures to address the adverse effect will be codified in the agreement document. The
legally-binding agreement document will be executed and included with the final NEPA project
agreement document.
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