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I-15 EIS: 
Alternatives Advanced for further Study

Provo to Salt Lake FrontRunner ESR: 
Alternative Advanced for further Study

In 2005, the Utah State Governor’s O�ce of Planning and Budget updated 
population and employment projections from those used in these two 
planning studies.  2030 population projections increased from 453,977 to 
804,112 in Utah County and from 970,748 to 1,381,519 in Salt Lake County.  
The new population and employment projections were utilized in the Travel 
Demand Model which indicated that one additional travel lane was needed 
for I-15 above that recommended in the previous planning studies.

Evaluated highway/arterial only and 
transit only alternatives

�t�� �/�#���������������/�P���#�V�J�M�E
�t�� �.�����	�5�4�.�
�������5�4�.���.�B�O�B�H�F�N�F�O�U���0�Q�U�J�P�O�T

Combined highway and transit 
�t�� �"�M�U�����������/�#
�t�� �"�M�U�����������)��
�t�� �"�M�U�����������.���������)����

Re�ned combinations of highway and transit alternatives from Level 2
�t�� �"�M�U�����������/�#
�t�� �"�M�U�����������.���������)��
�t�� �)�Z�C�S�J�E���"�M�U�����������.���������)���������5����

�t�� �"�M�U�����������/�#
�t�� �"�M�U�����������.��
�t�� �"�M�U�����������)��

�t�� �"�M�U�����������/�#
�t�� �"�M�U�����������.��
�t�� �"�M�U�����������*���������8�J�E�F�O�J�O�H���B�O�E���3�F�D�P�O�T�U�S�V�D�U�J�P�O

�t�� �"�M�U�����������/�P���#�V�J�M�E                                                                                                                                                                                                          T1
�t�� �"�M�U�����������*���������8�J�E�F�O�J�O�H��                                                                                       

�B�O�E���3�F�D�P�O�T�U�S�V�D�U�J�P�O
�$�P�N�N�V�U�F�S���3�B�J�M

�t�� �"�M�U�����������*���������8�J�E�F�O�J�O�H���B�O�E���3�F�D�P�O�T�U�S�V�D�U�J�P�O�������5��
�t�� �"�M�U�����������*���������8�J�E�F�O�J�O�H���B�O�E���3�F�D�P�O�T�U�S�V�D�U�J�P�O�������5��

�t�� �"�M�U�����������5��
�t�� �"�M�U�����������5��
�t�� �"�M�U�����������.���������)���������5��

�t�� �)�Z�C�S�J�E���"�M�U�����������.���������)���������5�����	�U�P���"�M�Q�J�O�F�
�������5��
�t�� �"�M�U�������������.���������)���������5�����	�U�P���%�S�B�Q�F�S�
�������5�����	�P�O���P�S���B�E�K�B�D�F�O�U���U�P���*�������

�t�� �"�M�U�������������.���������)���������%�.�6

�t�� �"�M�U�����������.���������5���������5��
�t�� �"�M�U�����������.���������5���������5��
�t�� �"�M�U�����������.���������5�����)�Z�C�S�J�E���	�%�J�F�T�F�M���.�V�M�U�J�Q�M�F���6�O�J�U��

�7�F�I�J�D�M�F�T�
�������5��

�t�� �)�Z�C�S�J�E���"�M�U�����������.���������)���������5�����	�U�P���"�M�Q�J�O�F�
�������5����
�t�� �"�M�U�������������.��

�t�� �"�M�U�������������.���������)���������5�����	�U�P���%�S�B�Q�F�S�
�������5�����	�P�O���P�S���B�E�K�B�D�F�O�U���U�P���*�������

�t�� �"�M�U�������������.���������)���������%�.�6

�t�� �"�M�U���������.���������)���������5����
�t�� �"�M�U�����������.���������)���������5����
�t�� �"�M�U�����������.���������)���������.�P�E�J�ö�F�E���5����

�t�� �"�M�U�������������.���������)���������5���������5����
�t�� �"�M�U�������������.���������)��������

�$�P�N�Q�P�O�F�O�U�T���P�G���)����

�t�� �)���������*���������*�N�Q�S�P�W�F�N�F�O�U���0�O�M�Z�
���U�P���B�D�D�P�N�N�P�E�B�U�F���Q�F�B�L���E�F�N�B�O�E���B�U���-�0�4���%
�t�� �)���������*���������*�N�Q�S�P�W�F�N�F�O�U���0�O�M�Z�
���Q�S�J�N�B�S�J�M�Z���X�J�U�I�J�O���F�Y�J�T�U�J�O�H���*���������3�J�H�I�U���P�G���8�B�Z
�t�� �)���������8�F�T�U���P�G���6�U�B�I���-�B�L�F���$�P�S�S�J�E�P�S
�t�� �)���������.�J�E���6�U�B�I���-�B�L�F���$�S�P�T�T�J�O�H
�t�� �)���������&�B�T�U���7�B�M�M�F�Z���'�P�P�U�I�J�M�M���$�P�S�S�J�E�P�S
�t�� �)���������/�F�X���B�O�E���8�J�E�F�O�F�E���"�S�U�F�S�J�B�M�T

�t�� �3�F�D�P�N�N�F�O�E�B�U�J�P�O�T���G�S�P�N���U�I�F���*�O�U�F�S���3�F�H�J�P�O�B�M���"�M�U�F�S�O�B�U�J�W�F�T���"�O�B�M�Z�T�J�T���	�+�B�O�V�B�S�Z�����������

�t�� �3�F�D�P�N�N�F�O�E�B�U�J�P�O�T���G�S�P�N���U�I�F���*���������$�P�S�S�J�E�P�S���.�B�O�B�H�F�N�F�O�U���1�M�B�O���	�"�V�H�V�T�U�����������

�t�� ���������*�E�F�B�T���G�S�P�N���4�D�P�Q�J�O�H���	�0�D�U�P�C�F�S�����������


�t�� �5���������$�P�N�N�V�U�F�S���3�B�J�M���	�$�3�5�

�t�� �5���������-�J�H�I�U���3�B�J�M���5�S�B�O�T�J�U���	�-�3�5�

�t�� �5���������#�V�T���3�B�Q�J�E���5�S�B�O�T�J�U���	�#�3�5�


October 11, 2007



 

Decision Document A-1 January 2008 

Attachment A 

RESOLUTIONS ADOPTING LOCALLY PREFERRED ALTERNATIVE 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 





















 

Decision Document B-1 January 2008 

Attachment B 

FINAL ESR COMMENTS AND RESPONSES 
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Provo to Salt Lake City FrontRunner Project 
Comments on the Final Environmental Study Report 

 
Commenter Comment Response 

Rick Marshall, 
Lehi, UT 
 

You state in section 4.4.5.1 of the ESR 
that there are no moderate to severe 
noise impacts. Are you kidding me? 
You are adding 64 trains a day and 
your tracks will be 40 feet closer to my 
house than the current tracks. Sure 
EACH train will not create any more 
noise than the current trains but the 
total noise per day will be considerably 
more. This is equivalent to replacing a 
residential road with a freeway and 
stating that there is no noise impact 
because each car makes the same 
amount of noise.  

You are correct that there will be additional noise generated by 
the FrontRunner trains. However, the noise is not at a level that 
requires any mitigation.  UTA conducted the noise analysis in 
accordance with the Federal Transit Administration (FTA's) 
Transit Noise and Vibration Impact Assessment guidance 
manual. Per the guidance, noise impacts are determined by 
comparing existing outdoor noise levels and future outdoor 
noise levels from the proposed project. Based on the results of 
the analysis, the increase in Day-Night Average Sound Levels 
(Ldn) expected from train operations (excluding horn noise), will 
be approximately one decibel. Based on the existing noise 
environment, this increase falls within FTA’s “No Impact” 
criteria.  
 
Regarding horn noise, currently freight trains are required per 
the Federal Railroad Administration (FRA) regulations to blow 
their horns at every grade crossing along the corridor. UTA 
trains would be required to sound their horns as well, unless 
Quiet Zones are implemented. UTA is working with the local 
municipalities to establish Quiet Zones throughout the corridor. 
While the cities must apply to the FRA for the Quiet Zones, UTA 
is incorporating the supplementary safety measures required for 
Quiet Zone approval into the commuter rail project. With the 
establishment of Quiet Zones, neither UTA nor the existing 
freight trains would have to blow their warning horns at grade 
crossings, except for in emergency situations.  This would result 
in a significant noise reduction along the corridor. 

Richard Pyne, 
Provo, UT 
 

What is happening with moving the 
Salt Lake City Amtrak station to the 
intermodal center and what is being 
planned relative to incorporating the 
Provo Amtrak station into the Provo 
intermodal center? 

In Salt Lake City, Amtrak is unwilling to move into the 
Intermodal Hub building.  They are currently located in a 
modular building at the south end of the Intermodal Hub site. 
 
In Provo, the Amtrak station is located on the north side of the 
rail corridor between 200 West and 400 West. The FrontRunner 
station is planned to be located on the south side of the tracks 
between 200 West and University Avenue.  Amtrak operates on 
the Union Pacific tracks and FrontRunner will operate on UTA 
tracks, so it is impractical for both services to operate out of the 
same intermodal center.  Also, Amtrak trains are scheduled to 
arrive and depart at night when FrontRunner is not operating so 
there would typically not be any passenger transfers between 
the two operations.  
 

Vaughn Pickell, 
Bluffdale City, UT, 
Community 
Development 
Director 

See attached letter from Bluffdale City UTA is working with Bluffdale City and UDOT to find funding 
sources to enable the construction of the realignment of 14600 
South and new bridges for FrontRunner commuter rail and the 
Union Pacific Railroad.  
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Commenter Comment Response 

Michael Packard, 
Sandy, UT 

See attached comments from Michael 
Packard 

Mr. Packard reiterates several comments that he had submitted 
on the Draft Environmental Study Report, specifically regarding 
air quality impacts, automated bus rapid transit, and a van pool 
alternative. As stated in UTA’s previous response: 
 
The Commuter Rail locomotives have diesel engines and the 
burning of diesel fuel produces high quantities of nitrogen 
dioxide. While UTA will only use locomotive engines that are in 
compliance with EPA requirements, it is true that there will be 
an increase in NOx emissions over what is reduced by 
decreasing vehicles miles traveled in passenger cars and what 
the locomotive engines will produce. But there will also be a 
much more significant overall decrease in carbon monoxide and 
carbon dioxide emissions, as well as hydrocarbon emissions as 
a result of the reduced passenger vehicle miles traveled due to 
the commuter rail project. There will also be additional 
emissions reductions for all pollutants due to the reduced 
roadway congestion benefit of the commuter rail project. 
 
Development of transit alternatives for the project corridor 
began as part of the I-15 Corridor Utah County to Salt Lake 
County EIS. Bus Rapid Transit (BRT) was studied as an 
alternative, as were other transit alternatives, but were 
eliminated because they did not perform as well as commuter 
rail in meeting the project’s purpose and need. 
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Attachment C 
SUMMARY OF IMPACTS AND MITIGATION MEASURES 
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SUMMARY OF IMPACTS AND MITIGATION MEASURES 
UTA’s proposed mitigation commitments for the Provo to Salt Lake City Project are based on the Final ESR findings 
for the Project.  The construction and operation of the Provo to Salt Lake FrontRunner Project will be accompanied 
by the implementation of these mitigation measures, or by other measures that are found to accomplish similar 
reductions in the impacts identified in the Final ESR. 
In addition to the mitigation commitments, UTA is also committed to obtaining all permits and approvals required 
under local, state and federal law to build and operate the commuter rail system.  The Final ESR addressed 
environmental impacts from construction and operation of the Project in the following topic areas and identified 
mitigation to minimize significant impacts:  

• Land Use, Parklands and Farmlands  

• Socioeconomic Conditions  

• Air Quality 

• Noise 

• Ground-Borne Vibration 

• Water Resources 

• Biological Resources (Wetlands, Vegetation, Wildlife/Fisheries, Threatened & Endangered Species) 

• Hazardous Materials and Hazardous Waste 

• Historical and Archaeological and Paleontological Sites  

• Public Safety and Security 

• Transportation 

Land Use, Parklands, and Farmlands 
In general, the overall land use impacts within the Project corridor and at station locations will be positive.  However, 
there will be localized impacts to adjacent property owners and to those that may have partial or total acquisitions of 
their properties.  Impacts to adjacent property owners and the planned mitigation measures are discussed further in 
the following sections on socioeconomic impacts, noise, vibration, and traffic. 
No parkland will be acquired or displaced by the Project.  In addition, access to parklands will not change or be 
restricted.  Although some parklands may experience increased use with more access to public transportation, no 
adverse effects are anticipated.  Since no impacts to parklands are anticipated, no mitigation measures are 
necessary 
No prime or unique farmlands or any farmlands with Agricultural Protection status will be impacted by the Project.   
Agricultural property owners whose property will be acquired for the Project will be compensated at the fair market 
value.   

Socioeconomic Conditions and Impacts 
No adverse effects to socioeconomic conditions will occur, except for impacts related to property acquisitions, 
displacements and relocations.  In the Final ESR it was estimated that 282 parcels will be affected, with 67 full 
property acquisitions and 215 partial acquisitions from affected tracts of land.  The total parcel area to be acquired for 
the Project will be approximately 204 acres.  Potential corridor right-of-way acquisitions will result in 39 building 
displacements (23 residential and 16 commercial).  For all property owners and residents affected by property 
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acquisition, UTA will provide appropriate compensation and assistance, in accordance with applicable law and UTA 
policy.  No individual or family will be required to relocate until adequate, decent, safe, and sanitary housing is 
available, and relocation assistance will be provided to businesses in finding new space.  
There may be temporary utility impacts such as service disruption during construction activities. All affected utility 
companies will be contacted, and proper coordination will ensure minimum disturbance to system users. 

Air Quality 
The Project will not have long term negative impacts to air quality and is included in conforming long-range plans.  No 
localized exceedance of carbon monoxide standards will occur as a result of the Project.  No impact on particulate 
matter emissions will occur, other than short-term fugitive dust emissions during construction activities.  This impact 
will be mitigated by implementing appropriate dust control measures.  As required by the Utah Air Quality Rules, UTA 
will develop a dust control plan for the construction phase of the Project.  Dust control measures may include planting 
vegetative cover, providing synthetic cover, providing watering and/or chemical stabilizations, and/or providing 
windbreaks. These measures or others will be implemented during construction activities as appropriate. 
Construction of the Project will temporarily increase construction equipment tailpipe emissions and evaporative 
volatile organic compounds (VOCs) from paving and painting operations.  These emissions will be short-term in 
nature and localized to the area adjacent to the construction zones.  

Noise 
The train operations of the Project will increase the existing noise level by 0 to 1 dBA in 2030.  The change in noise 
levels will be barely perceptible for most people.  The Project train operations will have acceptable impacts, based on 
the Federal Transit Administration (FTA) noise impact criteria.  Since no moderate or severe noise impacts have 
been identified for the train operations, no noise mitigations measures are needed for operational noise. 
Although there will be no noise impacts from operating trains, warning devices at grade crossings should produce a 
minimum sound level of 96 dBA at 100 feet forward of the locomotive, per federal guidelines.  Warning horns cause a 
sharp increase in noise for a short period of time, which may cause a potential annoyance to residents living near at 
grade crossings.  There are 22 at-grade crossings with sensitive-receiver land uses nearby, where the warning 
devices resulted in a noise impact.  To address this concern, UTA has modified train horn configuration on all their 
commuter rail locomotives to minimize the noise impact from horns while still achieving the FRA’s safety requirement.  
Based on this change, there will be no impact from commuter rail train horns at any of the grade crossings. 
Using the modified train horn configuration will only address noise from transit operations.  The grade crossing 
intersection will still have high noise levels due to the existing freight operation train horns.  The creation of “quiet 
zones” by the cities in areas where there are sensitive buildings is an option available to the local cities and counties 
to address all residual train horn noise impacts.  If quiet zones are created, neither UTA nor the freight trains would 
have to sound their horns at grade crossings, except in emergency situations.  Creation of “quiet zones” requires that 
supplementary safety measures be installed at the grade crossings that are at least equivalent to a locomotive horn.  
Supplementary safety measures include, but are not limited to, signs warning that trains do not sound horns at the 
crossing and gates, traffic control or other barriers to prevent careless movement over the crossing.  UTA will provide 
those improvements as part of the Project and will assist cities in the creation of quiet zones throughout the entire 
project corridor.  All “quiet zones” require the approval of the FRA.   
Noise impacts from construction of the Project will be generated by heavy equipment used during major construction 
periods, located as close as 50 feet from existing structures along the Project’s alignment.  Noise impacts will be 
short term, and will occur during daylight hours.  Noise control measures during construction will be required to 
minimize impacts on existing noise sensitive land uses.  All construction activities will have to comply with the City 
and County noise regulations. 
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Ground-Borne Vibration 
The Project will have approximately 72 commuter rail trains a day and will have vibration impacts if ground vibration 
levels exceed the FTA criteria of 75 VdB for residential buildings and other structures where people normally sleep.  
There is the potential for residential ground-borne vibration impacts from the Project identified at six monitoring sites, 
representing 74 buildings.  During final design, a more detailed vibration impact analysis will be conducted on the 
potentially impacted properties to determine potential impact and appropriate vibration control measures, if needed.  
Vibration control measures can range from operational changes, such as the reduction of train speeds in these 
areas, to special track support systems, resilient fasteners, ballast mats, etc., and potential building modifications.   
No land use has been identified along the Project corridor that has vibration-sensitive equipment that will be subject 
to lower vibration impact criteria. 
Common vibration-producing equipment used during at-grade construction activities includes jackhammers, 
pavement breakers, hoe rams, augur drills, bulldozers and backhoes.  Pavement breaking and soil compaction will 
be the activities that are most likely to produce the highest level of vibration.  Vibration impacts from construction 
activities will be short-term and all construction activities will have to comply with the City and County noise 
regulations.   

Water Resources 
Surface Water 
The Project will cross the Provo River, Spring Creek, Dry Creek in Lehi, Jordan River, Dry Creek in Sandy, Little 
Cottonwood Creek, Big Cottonwood Creek, and Mill Creek.  In addition, numerous smaller surface waters and a few 
canals (East Jordan, Utah and Salt Lake, South Jordan, Lake Bottom, and Jordan and Salt Lake City) will be crossed 
by the Project or located adjacent to its construction activities.  At each of these surface water bodies, bridges, 
culverts, or other drainage features may be implemented as part of the Project.  The potential impacts of these 
features on the surface water channels could include flow constrictions, channel alterations, decreases in vegetative 
cover near crossings, and decreases in channel slope stability.  
To mitigate potential impacts, surface water conveyance structures will be constructed to allow for the free movement 
of water in either direction, to minimize increases in channel gradients, and to minimize concentrated discharges to 
waterways in the Project corridor.  These structures will be installed where existing hydrologic connections will be cut 
off by Project features.  Types of surface water conveyances that may be used include culverts, a series of small 
culverts, French drains, corrugated strip drains, synthetic drainage nets, and gravel layers.  These features will be 
designed to pass surface water through the Project’s features in the direction of existing flow. 
Stream alteration permits from the Utah Department of Natural Resources, Division of Water Rights, will be required 
and obtained for the river and stream crossings that result in a major stream alteration or modification.  The permit 
will require implementation of best management practices (BMPs) be incorporated into the Project. 
In addition, UTA will contact the operators of canals (i.e., irrigation facilities) before construction begins and will fully 
comply with the irrigation companies’ requirements to protect these facilities.   
Construction activities for the Project will involve the use of heavy equipment and potentially involve the use of 
hazardous materials.  Accidental spills of hazardous materials could result in the transport of pollutants to local 
surface waters, as well as have subsequent effects on the quality of these water resources.  The UTA contractor will 
be required to have an approved detailed response plan before it is authorized to proceed with any activities that 
could result in a spill. 

Stormwater Runoff 
The Project stations could alter local drainage patterns and increase the stormwater runoff rate and volume from the 
Project site as a result of the stations’ impermeable surfaces (approximately 90 acres total).  These increased flows 
could alter stormwater flows if they were not captured before flowing into local surface waters.  Stormwater from 



 

Decision Document C-5 January 2008 

station park-and-ride lots will be managed in accordance with state and municipal guidance.  Stormwater 
management solutions for the Project will be developed during design.  Stormwater runoff from the Project corridor, 
particularly the station locations, will be treated to remove oils, grease, and sediments.  Stormwater from station park-
and-ride lots will be managed in accordance with Utah and municipal guidance.  Stormwater management solutions 
will be developed during final design.  Final selection of BMPs will consider input from the Utah Department of 
Environmental Quality (UDEQ) and the Army Corps of Engineers (Corps).  Maintenance of these water quality 
treatment features will be performed by UTA.  Because the Project will require a Section 404 permit, the UDEQ 
Division of Water Quality will evaluate the Project to provide water quality certification (a Section 401 permit).   
The Project will require a Section 404 permit from the Corps.  Specific design standards that ensure that Project 
features (bridge abutments, footings, and other elements in the floodplain) do not reduce the capacity of the channels 
upstream or downstream of the structures or increase channel erosion will be developed for the Project.  The intent 
of the Section 404 permit is to ensure that channel capacity for stormwater flow is maintained.   
Construction of the Project will involve excavation, grading, or other soil-disturbing activities.  These activities may 
increase erosion and consequently increase the potential for sediments to be transported to local surface waters.  In 
addition, the Project may involve construction in or adjacent to surface water features if culverts and/or other crossing 
structures need to be replaced or repaired.  Construction activities could increase turbidity of these waters.   
A stormwater pollution prevention plan (SWPPP) will be prepared by UTA’s contractors and will include measures to 
minimize the potential for erosion or scour on the Project site and in local affected waterways.  Applicable measures 
that will be implemented may include erosion control blankets, berms, placement of vegetation, inlet protection 
measures (silt fence, straw bale, gravel or concrete) and straw bale barriers.  Measures appropriate for use in local 
surface water channels may include brush or rock filters, silt fences, sediment traps, check dams, straw bale barriers, 
filter strips, sand bag barriers, and flotation silt curtains.  Selected BMPs will be placed to meet regulatory 
requirements.   

Floodplains 
Portions of the Project will be located within FEMA-designated 100-year floodplains associated with the surface 
waters traversed by the Project.  Installation of the Project features, including bridges, in these floodplains could alter 
floodflows or the extent of the floodplain.   
Implementation of the floodplain conveyance and surface water conveyance mitigation measures described above 
will mitigate the potential floodplain impacts of the Project.  These features will be incorporated into the Project 
design to ensure that the natural floodplain values of the study area will not be diminished.   
UTA will comply with local floodplain ordinances and to obtain permits from local jurisdictions in the area for work 
within the 100-year floodplain.  This will include Salt Lake County’s Jordan River Meander Ordinance if applicable. 

Groundwater 
Implementation of measures to protect surface water quality will also mitigate the potential groundwater quality 
impacts of the Project.  For wells located in the right-of-way of the Project corridor, UTA will either purchase the 
groundwater rights from the owner or pay for a transfer of the rights. 

Biological Resources (Wetlands, Vegetation, Wildlife/Fisheries, 
Threatened & Endangered Species) 
 Wetlands 
The FrontRunner South Project will impact 16.93 acres of jurisdictional wetland.  The wetland types that will be 
impacted include wet meadow, marsh, shrub, and forested wetlands.  Over 75% of the wetland impacts occur in Utah 
County.  A wetland functional assessment was conducted on each of the thirty-one wetland areas that will be 
impacted by the Project.  The assessment was completed using the UDOT Wetland Functional Assessment Method 
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(WFAM) to determine the quantitative rating of each wetland’s functional value.  Based on this analysis a total of 
48.36 functional units will be impacted by the Project.   
As mitigation for the wetlands impacts, UTA is working with the Department of Natural Resources, Division of Wildlife 
Resources (DWR) to fund the creation of floodplain wetlands associated with DWR’s Hobble Creek Stream 
Restoration project. The impacted wetlands will be mitigated on a 21.54 acre site situated at the edge of the Utah 
Lake wetland complex and south of the existing alignment of Hobble Creek.  The site is located on the west side of I-
15, approximately three miles south of the southern end of the Project in Utah County.  The mitigation site and the 
entire Project are both located in the Jordan River watershed.  The site is owned by the DWR. The Wetland 
Mitigation and Monitoring Plan for the Hobble Creek Mitigation Site was prepared in October 2007 and has been 
submitted to the Corps, along with the Section 404 Wetlands permit application.  UTA has not yet received the 
Section 404 permit from the Corps; however, UTA has been coordinating with the Corps and it is anticipated that the 
permit will include the commitments made in the Mitigation and Monitoring Plan.   
During construction, ground disturbance may create windblown dust and potential for erosion of sediments into 
wetlands located within the wetlands study area, which could adversely affect wetland hydrology and vegetation.  Soil 
disturbance and removal of existing vegetation will increase the potential for the spread of invasive exotic plant 
species into the wetlands study area and potentially into wetlands.  Where wetlands are present adjacent to the limits 
of disturbance, UTA’s contractor will install protective fencing at the limits of the construction area (outside which all 
construction activities will be excluded) to prevent incidental adverse effects on adjacent wetlands.  In addition, using 
BMPs during construction will reduce impacts from sedimentation and erosion.  

Wildlife 
In general, the Project corridor provides limited habitat for wildlife, and available habitat is marginal or poor in quality.  
Habitat loss resulting from the Project will likely be limited to minor localized effects.  Vegetation clearing, 
earthmoving, and other construction activities have the potential to destroy migratory bird nests and habitat for small 
mammals, so some birds and small mammals will likely be displaced during construction.  In addition to habitat loss, 
linear transportation projects have the potential to sever wildlife migration corridors.  Because the Project corridor 
parallels the adjacent, existing Union Pacific Railroad mainline right-of-way, very little wildlife habitat fragmentation is 
likely to occur.  As detailed previously, the Project corridor is composed primarily of urban land uses; so the available 
wildlife habitat is already highly disturbed. 
The Jordan River ecosystem is highly important to migratory birds, serving as a corridor between Utah Lake and the 
Great Salt Lake.  The Project may limit wildlife movement on a small scale but is not likely to substantially disrupt the 
Jordan River corridor.  The Project’s design will accommodate wildlife movement by maintaining and enhancing 
existing railroad drainage culverts, as well as crossings of irrigation canals and the Provo, American Fork, and Jordan 
Rivers. 
The principal potential effects on threatened, endangered, and special-status species could include the direct loss of 
habitat.  Effects on these species will be primarily related to the amount of direct permanent habitat loss.  The Project 
could result in reducing some species’ population size within the Project corridor through incidental mortality or 
displacement from disturbance.  However, because of the existing high level of disturbance within the Project 
corridor, the overall effect of these losses alone will not affect the long-term viability of any of these species in the 
region. 
Modification of existing wildlife habitat may occur during construction as a result of the removal of vegetation, soil 
compaction and spills of fuel or other materials.  These temporary disturbance areas that will be modified because of 
the Project could continue to function as wildlife habitat following construction.  Temporary displacement of wildlife 
may occur from construction activities.  Vegetation clearing, earthmoving, and other construction activities have the 
potential to displace birds and small mammals from their habitat during construction.  No substantial impacts to 
aquatic biological resources are expected during construction. 
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In addition to complying with applicable regulatory guidelines, the Project team will implement the following long-term 
minimization measures: 

• In advance of construction, survey the riparian areas (located primarily around stream crossings) to identify 
migratory bird nesting sites and coordinate construction activities to avoid impacts to any identified nesting 
sites 

• Minimize land disturbance and clearing during construction especially clearing of mature trees and shrubs 
(to protect the structural integrity of existing habitat) and any vegetation near surface waters (to protect 
riparian habitat); 

• Develop a weed management plan to minimize weed invasion during construction activities; 
• Restore/revegetate disturbed sites at the completion of construction;  
• Minimize activities that will permanently alter the banks, slopes, and riparian areas of surface water bodies; 
• Ensure that all structures that span surface water bodies (especially the Jordan River) do not encroach on 

the ordinary high water level and have adequate clearance for wildlife passage;  
• Where possible, locate structures outside the Jordan River meander corridor (i.e., its riparian area); and 
• Where practical, new drainage crossing structures will provide for high flows, movement of sediment and 

debris, and fish passage. 
Specific effects on wildlife resources resulting from the Project will be determined with appropriate regulatory 
agencies during the permitting process. 

Hazardous Materials and Hazardous Waste 
Operation and maintenance will require the use of a controlled amount of hazardous materials at vehicle 
maintenance locations.  The use of these materials will result in the creation of hazardous waste during normal 
operation of the commuter rail line.  Hazardous material use will be limited to minimal quantities of materials such as 
paint, parts washers, degreasers, and lubricants.  UTA will implement all existing UTA policies and procedures for 
handling and disposing of the hazardous materials used for the commuter rail vehicles and associated maintenance 
machinery.  No additional mitigation measures will be needed during operation. 
During construction, there is the potential for hazardous material impacts to occur because of the historical presence 
of hazardous materials within the existing freight rail corridor and the surrounding area.  Ten hazardous material sites 
have been identified as having the potential to contribute to hazardous material conditions (Table 1). 
If construction of the Project leads to the exposure of the public or construction workers to concentrations of 
hazardous materials that exceed acceptable regulatory levels, there could be an adverse impact.  The Project will be 
approached and implemented in a manner that is consistent with applicable state and federal regulations for 
hazardous materials, and appropriate precautions will be taken against exposure of the public or workers to 
contaminated materials.  Additionally, construction methods will be used to prevent mixing and potential cross-
contamination of soil from differing depths and locations. 
Soil and groundwater sampling will be completed at areas along the Project corridor that may already be impacted by 
hazardous materials where excavation may occur. These data will be used to delineate areas containing hazardous 
materials so that construction methods may be defined to minimize the potential for adverse impact and to mitigate 
contaminated areas as necessary for completion of the Project. Additionally, in areas known to contain hazardous 
materials, the Project design will focus on avoiding contact. Engineering controls (e.g., dust mitigation, temporary soil 
covers, and groundwater extraction) and personal protective equipment for construction workers will be used to 
reduce the potential for public or worker exposure to hazardous materials where necessary. 
If material containing regulated contaminants is encountered during construction, coordination with Utah Department 
of Environmental Quality (UDEQ) and EPA will be implemented. If contaminant concentrations in the material exceed 
state or federal action levels, the areas involved will be evaluated for appropriate response actions.  If contact with 



 

Decision Document C-8 January 2008 

hazardous materials occurs during construction, completion of the Project will result in a condition of decreased 
potential for future exposure because of removal and/or capping (pavement, clean material, new railroad track, and 
ballast) of hazardous materials. 

Table 1:  Potential Hazardous Material Sites 
Site 
No. Site Name Address Site Status 

1 

Midvale Tailings Site/ 
Sharon Steel Site 

Jordan River, 
6400 South 700 
West, Midvale, 
UT 84047 

Site listed in NPL, and CERCLIS databases. 
Confirmed metals (tailings) contamination from a history of mill operations in the 
area. 
Site has been remediated.  On-going monitoring. 

2 
Utah Ore Sampling/ 
Pallas Yard 

5510 South 300 
West, Murray, UT 
84107 

Site listed in CERC-NFRAP database. 
Confirmed Metals and Radionuclides present in the area surrounding this site.  
Impacted materials were not removed within 10 feet of active rail lines. 

3 
Pallas Yard 5300-5900 South 

300 West , 
Murray, UT 84107 

Site listed in CERCLIS database. 
Confirmed high concentrations of heavy metals from transporting slag materials.   
Site has been remediated.  Received closure status from EPA. 

4 
Murray Smelter 5300 South Main 

Street Murray, UT 
84107 

Site listed in NPL, CERCLIS databases.  Former lead smelting facility. Confirmed 
slag material documented in the soil in nearly all directions from the site.  
Contaminants of concern include several metals.   
UDEQ files identify this site as remediated 

5 
Germania Smelting & 
Refining Co. 

4900 South West 
Temple, Murray, 
UT 84123 

Site listed in CERCLIS database.  Former smelter operated near Murray Smelter. 
Confirmed lead and silver slag materials located on site.  
UDEQ files identify this site as remediated 

6 

Morgan/Hanover 
Smelting Works 

4280 South West 
Temple, Murray, 
UT 84123 

Site listed in CERCLIS database. 
Former smelter located near Murray Smelter. Confirmed elevated levels of slag 
from metal processing. 
UDEQ files identify this site is currently undergoing voluntary cleanup 

7 
Denver & Rio Grande 
Railroad/Roper Yard 

2300/2400 South 
600 West, South 
Salt Lake, UT 
84115 

Site listed in CERC-NFRAP database.  Several past spills of fuels, waste oils, 
solvents and organics have been reported on site.  

8 

Great Western 
Chemical Co./Wasatch 
Industrial Park 

1979 South 7th 
West ,Salt Lake 
City, UT 84104 

Listed in NPL, and CERCLIS databases. 
Elevated levels of VOC’s in on-site soil sludge and groundwater confirmed.  
Remediation of soil and sludge complete in 1996. Groundwater is currently being 
monitored.  Site will be deleted from NPL; however, 5 year reviews will continue 
due to waste being left in place on site.   
Site has not been remediated. On-going monitoring. 

9 

Chicago Bridge & Iron 
Co. 

550 West 1700 
South, Salt Lake 
City, UT 84115 

Site listed in CERCLIS database. 
Former steel fabrication facility.  Hazardous materials including acids disposed in 
former pond area confirmed. 
Site has been remediated.  On-going monitoring. 

10 
US Steel-Geneva 
Works 

1500 West Center 
St, Orem, UT 
84057 

Site listed in CERC-NFRAP, RCRA-TSDF, CORRACTS, RCRA-LQG, LUST, 
SWF/LF, and SPILLS databases. Contaminated groundwater under control.  
Stabilization measures implemented. 
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Historical and Archaeological and Paleontological Sites 
Five historic archeological properties located within the archaeological Area of Potential Effect (APE) for the Project 
are eligible for listing in, or meet the criteria to be listed in, the National Register of Historic Places (NRHP).  These 
properties include the D&RGW Railroad mainline, South Jordan Canal, Utah and Salt Lake Canal, East Jordan 
Canal, and the Jordan and Salt Lake City Canal.  None of these properties will be adversely affected.  As no 
archaeological resources will be adversely affected, no mitigation measures are required. 
Eight historic structures that are recommended as being eligible for the NRHP, and given a State Historic 
Preservation Office (SHPO) rating of either A or B, may be adversely affected by the Project.  Of the eight historic 
properties that could be affected, five buildings may be adversely affected through demolition and one building could 
be affected through the removal of a character-defining building feature.  The other two structures may sustain 
adverse effects through increased groundborne vibration as a result of their close proximity to the rail alignment.  
The APE has been highly disturbed by past human activities, and the potential for encountering unique 
paleontological deposits is low.  Neither of the two known paleontological localities will be affected by the Project.  
However, ground-disturbing activities associated with construction have the potential to unearth and damage 
previously undetected paleontological resources.   
Mitigation measures for historic structures and potential discoveries of resources during construction will be 
implemented in accordance with the Memorandum of Agreement (MOA) between SHPO and UTA (Attachment D).  
These mitigation measures are summarized below.  
Mitigation for historic structures will consist of intensive-level survey documentation.  A qualified architectural 
historian who meets the Secretary of the Interior’s standards for historian or architectural historian must conduct the 
fieldwork, research, and formal documentation of each building in accordance with the SHPO’s Intensive Level 
Survey—Basic Survey Standards (Utah State Historic Preservation Office 2007b).  
Mitigation for paleontoligical resources includes: 

• If buried cultural resources, such as chipped stone, ground stone, historic debris, building foundations, or 
nonhuman bone, are inadvertently discovered during ground-disturbing activities, UTA’s contractors will 
contact a qualified archaeologist who will determine the appropriate action to pursue regarding the resource.   

• If human remains of Native American origin are discovered during ground-disturbing activities, UTA’s 
contractors will comply with state laws relating to the disposition of Native American burials, following state 
regulation UCA 9-9-401 and the Utah Native American Graves Protection and Repatriation Act of 1992. 

• If paleontological resources are unearthed before or during construction, UTA’s contractors will notify a 
qualified paleontologist who will determine the appropriate action to pursue regarding the resource.   

Public Safety and Security 
Impacts related to construction could result in temporary impacts to personal safety at construction sites and potential 
security issues related to construction site vandalism.  The use of construction equipment, delivery of materials and 
other construction site activity could have temporary safety impacts on adjacent roadways, pedestrian areas and 
adjacent personal property.  These impacts will be short-term, however and cease to be of concern upon 
construction completion.  Prior to initiation of construction, UTA’s contractors will assure safety guidelines are 
incorporated into construction procedures. 
UDOT has the responsibility for administering safety issues at railroad/highway at-grade crossings.  As required by 
State law, the UDOT Chief Railroad Engineer and UTA will meet with local jurisdictions and UPRR representatives 
during the design process to determine the appropriate crossing control measures at each at-grade crossing.  Design 
features will be incorporated into each station to address safety concerns.  If problems arise during operation of the 
commuter rail system, UTA will review additional options with UDOT and local agencies.   
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During final design, UTA will accommodate safety considerations for pedestrian, bicycle and wheelchair crossings.  
Curbs will be designed and constructed to allow easy and efficient crossings by bicycles, wheelchairs and 
pedestrians with carts or strollers.  Where fencing is installed, it will be designed to allow unobstructed views, so train 
operators can maintain a line-of-sight to the crossings and stations.  
UTA will conduct outreach at local schools consisting of educational programs about safety issues related to 
commuter rail operations to reinforce safe pedestrian behavior.  UTA will also use safety presentations from the 
National Operation Lifesaver Program to educate drivers and pedestrians about safety along railroad corridors.  
UTA police officers will actively patrol FrontRunner lots and conduct programs to promote safety.  UTA is also 
planning to install permanent signs listing vehicle security tips. 

Transportation 
The Project will create some impacts to existing transportation infrastructure and traffic mobility primarily in and 
around station locations. The following six areas of impact were analyzed in an effort to determine the severity of 
impacts and establish preliminary efforts for mitigation.  
Light Rail & Other Transit Impacts 
Express bus ridership throughout the region is expected to decline by about 35 percent under the Project, while BRT 
and LRT volumes decrease by a small percentage.  Some of the decrease in express bus ridership is due to the 
elimination of three parallel express bus routes with implementation of the Project.  With the extension of the 
commuter rail system from Utah County to Salt Lake County, commuter rail ridership is expected to increase by 
about 135 percent.   
Impacts to Grade Crossings 
Traffic impacts at grade crossings were analyzed for the Project.  Guidelines developed by the Los Angeles County 
Metropolitan Transportation Authority were applied to each of the 55 crossings in the transit corridor.  The guideline 
separates crossings into one of three thresholds.  In-depth analysis was conducted for each crossing that fell into the 
threshold two category.  Crossings that fell into the threshold one category were not analyzed in depth, as these 
crossings traverse roadways with low average daily trips (ADT) volumes and are usually in more isolated areas.  
There were no grade crossings in the threshold three category.   
Three crossings fell within threshold two.  The first one, the 11400 South crossing in Jordan Gateway, will be grade-
separated in the future by a UDOT project and does not require further analysis.  The other two crossings are Lehi 
Main Street and Murray-Holladay Road (4800 South) in Murray.  The crossing at 400 South, Orem (threshold one) 
was also selected for study because of its proximity to the intersection of 400 South and Geneva Road.   
The analysis shows Murray–Holladay Road and the intersection of 4800 South and Commerce Drive will operate 
acceptably. 
The results of the analysis show that Lehi Main Street and its intersection with 500 West will operate unacceptably.  
The 95th percentile queue lengths of the westbound traffic are expected to extend into the crossing.  However, the no 
build queue length is expected to be slightly longer than the build queue lengths, due to improved gate performance 
(real time predictors). Analysis suggests the rail crossing does not make conditions at the intersection worse and 
level of service at this intersection is expected to remain unchanged at LOS F.  No mitigation is proposed at the 
grade crossing.  
The results of the analysis show 400 South and its intersection with Geneva Road will operate unacceptably.  
Analysis shows the 95th percentile of westbound queue (2030 build) at the intersection extends into the commuter 
rail crossing.  The no build alternative does not show queue lengths that extend beyond the location of the at-grade 
crossing.  To reduce queuing problems associated with the 400 South intersection and the nearby grade crossing, it 
is recommended that traffic signal preemption be utilized at the 400 South and Geneva Road intersection. 
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Impacts to Bicycles and Pedestrians 
Any impacts to various trails, sidewalks, pathways, and road routes near the stations will be addressed as part of the 
design process to mitigate potential negative effects.  Bicycle and pedestrian facilities disturbed by the Project will be 
replaced.  
As improvements are made to the railway and track, corresponding enhancements to designated at-grade crossings 
should be made to ensure that existing and future bicycle/pedestrian movement across the corridor meets the 
expectations of various municipalities as outlined in their respective planning documents.  Such considerations could 
also be made for non-designated grade-separated crossings on a case-by-case basis. 
Impacts to Rail Operations 
The commuter rail track will be a single track with sections of passing track.  UTA will coordinate with Union Pacific 
as there will be some interlocking crossings from the Union Pacific mainline that will cross the commuter rail track to 
existing freight sidings.  All Union Pacific lines will be kept operational during construction. 
Impacts to Parking  
Each station will include an off-street park-and-ride lot.  Because all park-and-ride lots will be designed to meet or 
exceed 2030 parking demand, no on-street parking impacts are expected by 2030. 
Impacts to Traffic Operations 
Table 2 summarizes the degree to which the commuter rail stations will impact traffic operations.  An intersection is 
considered affected if the addition of the commuter rail station causes the level of service (LOS) to drop below LOS D 
under the build scenario.  Table 2 also indicates the percent of overall traffic volumes that are related to the station 
for intersections where level of service falls below LOS D as a result of the station. 
Under the 2010 build scenario, which includes planned highway and road improvements, a few intersections near the 
Provo University Avenue, Orem University Parkway, and Sandy/South Jordan Stations are expected to change from 
LOS D or better in the 2010 no build to LOS E or F.  These intersections include Freedom Boulevard/Provo 920 
South at the Provo University Avenue Station, 1100 South/Geneva Road at the Orem University Parkway Station, 
and 10200 South/Jordan Gateway at the Sandy/South Jordan Station: 

• The intersection of Freedom Boulevard/Provo 920 South at the Provo University Avenue Station is expected 
to operate at LOS B under the 2030 no build and build conditions.  This is due to the widening of Freedom 
Boulevard expected to occur prior to 2030.  Therefore no mitigation is proposed for this station.  

• The westbound movement of 1100 South and Geneva Road is expected to degrade to LOS F under the 
2010 build scenario from LOS D under the 2010 no build scenario.  However, overall projected growth in the 
area is expected to cause this unsignalized intersection to operate below LOS D under the 2030 no build 
scenario.  Any addition of traffic, either from general projected growth in the area or volumes related to the 
station, will cause this intersection to further degrade in level of service.  Given the potential impacts under 
the build scenario, UTA will work with the city to pay a fair share of the cost of a traffic signal or other traffic 
control measures to return the intersection to LOS D, if the impacts cannot be mitigated during the final 
design efforts of UTA. 

• The unsignalized intersection of 10200 South and Jordan Gateway is forecasted to operate at LOS F under 
the 2010 build scenario, compared to LOS D under the 2010 no build scenario. However, this intersection is 
expected to operate under failing conditions as a result of overall projected growth in the area by the year 
2030 and not from impacts caused by the station. Therefore, no mitigation is proposed at this intersection as 
part of the Project. 
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Table 2:  Summary of Traffic Impacts Created by Stations 

Intersection 
Impacts Station 

2010 2030 
Summary of Analysis 

Provo University 
Avenue  Yes No 

• Freedom Blvd./Provo 920 South: LOS D (no build) to LOS E (build) in year 2010 
• Station traffic is approximately 3% of overall traffic at intersection in 2010 build 

scenario 
• Freedom Blvd./Provo 920 South widened to two-lane roundabout by 2030 and 

forecasted to operate at LOS B for 2030 no build and 2030 build condition 

Orem University 
Parkway  Yes No 

• 1100 South/Geneva Road: LOS D (no build) to LOS F (build) in year 2010 
• Station traffic is approximately 6% of overall traffic at intersection in 2010 build 

scenario 

Vineyard  N/A No • No transportation impacts are anticipated. 

American Fork Main 
Street (w/ Diamond) No Yes 

• Delay at AF Main Street and I-15 NB ramps increases by an average of 2.2 seconds, 
enough to fall from LOS D to LOS E 

• Station traffic is approximately 2% of overall traffic at intersection in 2010 build 
scenario 

American Fork Main 
Street       (w/ SPUI) No No • No transportation impacts are anticipated. 

Lehi  No No • No transportation impacts are anticipated. 

Draper/Bluffdale  N/A No • No transportation impacts are anticipated. 

Sandy/South Jordan Yes No 
• 10200 South/South Jordan: LOS D (no build) to LOS F (build) in year 2010. 
• Station traffic is approximately 10% of overall traffic at intersection in 2010 build 

scenario 

Murray Vine Street No No • No transportation impacts are anticipated 
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Attachment D 
 
Memorandum of Agreement Between SHPO and UTA 



 

Decision Document D-2 January 2008 

MEMORANDUM OF AGREEMENT 
REGARDING 

THE PROVO TO SALT LAKE CITY FRONTRUNNER TRANSIT PROJECT 
UTAH AND SALT LAKE COUNTIES, UTAH 

 
The Parties to this Memorandum of Agreement (MOA) are the Utah State Historic 
Preservation Officer (SHPO) and the Utah Transit Authority (UTA). 
 
WHEREAS, Section 9-8-404 of the Utah Code Annotated (UCA) requires state agencies to 
"take into account" how its activities will affect historic properties; (activities include construction, 
rehabilitation, demolition, licenses, permits, loan guarantees, transfer of state property, etc.) and 
 
WHEREAS, the proposed undertaking is the construction of the Provo to Salt Lake City 
FrontRunner Project which is described in detail in the Provo to Salt Lake City FrontRunner 
Transit Corridor Final Environmental Study Report, October 2007¸ and its accompanying 
Cultural Resources Reports and is referred to as the Build Alternative; and 
 
WHEREAS, the UTA will apply for an Individual wetlands permit from the U.S. Army Corps of 
Engineers for the project that will constitute a Federal undertaking subject to Section 106 of the 
National Historic Preservation Act; and 
 
WHEREAS, the UTA has determined that the construction of the Provo to Salt Lake City 
FrontRunner Project will have an effect upon properties which are included in or have been 
determined to be eligible for inclusion in the National Register of Historic Places (NRHP) and 
has consulted with the Utah SHPO pursuant to Section 9-8-404 of the UCA and pursuant to 36 
CFR Part 800, regulations implementing Section 106 of the National Historic Preservation Act 
(16 U.S.C. 470f); and 
 
WHEREAS, the UTA has determined, in consultation with the SHPO, that should the Build 
Alternative of the Provo to Salt Lake City FrontRunner Project be built, it will have an Adverse 
Effect upon the following six historic properties in Utah County, Utah and two historic properties 
in Salt Lake County, Utah that are eligible for inclusion in the National Register of Historic 
Places: 

• 146 South 400 West, Lehi, a Greek revival style residence built in 1890 
• 411 West 100 South, Lehi, a Gothic revival style residence built in 1850 
• 420 West 100 South, Lehi, a Victorian eclectic style residence built in 1910 
• 430 West Main Street, Lehi, an English Tudor style residence built in 1925 
• 65 North 400 West, Lehi, a Greek revival style residence built in 1890 
• 93 North 400 West, Lehi, a Greek revival style residence built in 1890 
• 5560 South 300 West, Murray, a One-Part Commercial Block industrial facility built in 

1930 
• 151 West Vine Street, Murray, a Contemporary style industrial facility built in 1960 

 
WHEREAS, the UTA has determined, in consultation with the SHPO, that should the Build 
Alternative of the Provo to Salt Lake City FrontRunner Project be built, it will have No Adverse 
Effect on the following five historic properties that are eligible for inclusion in the National 
Register of Historic Places: 
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• D&RGW Railroad main line 
• East Jordan Canal 
• Utah and Salt Lake Canal 
• South Jordan Canal 
• Jordan and Salt Lake City Canal 

 
NOW, THEREFORE, the UTA and the SHPO agree that the proposed undertaking shall be 
implemented in accordance with the following stipulations in order to take into account the effect 
of the undertaking on historic properties listed above and as identified in the Environmental 
Study Report. 

 
STIPULATIONS 

 
I. The UTA shall ensure that the following measures are carried out for the affected historic 

architectural properties, located at 146 South 400 West in Lehi, 411 West 100 South in 
Lehi, 420 West 100 South in Lehi, 430 West Main Street in Lehi, 65 North 400 West in 
Lehi, 93 North 400 West in Lehi, 5560 South 300 West in Murray, and 151 West Vine 
Street in Murray, that are eligible for inclusion in the National Register of Historic Places. 

 
DOCUMENTATION OF THE HISTORIC ARCHITECTURAL PROPERTY. 
UTA shall produce the following documentation of the historic architectural property prior 
to site preparation and construction: 

 
A. INTENSIVE LEVEL SURVERY FORM (ILS): Completion of a Utah State 

Office of Preservation Historic Site Form to include an architectural 
description, bibliographic references, and administrative information. A 
detailed property history is not required; 

 
B. PHOTOGRAPHS: Photographs are required for the building and all 

associated structures on the property. Professional quality black-and-white 
35 mm (4x6 prints with accompanying negatives) photos will be produced. At 
least 3 photos of the property will be taken from various angles and will 
include photos of contributing outbuildings, if present, and will show all 
exterior and architectural trim/decorations. Photographs shall be numbered 
and labeled with a location and date the photograph was taken. All prints 
and negatives shall be submitted in archivally stable protective storage 
pages; 

 
C. DRAWINGS: A sketch of the existing floor plan shall be submitted. A 

drawing of existing floor plan must be based on accurate footprint 
measurements of the building. Rooms should be labeled by use; 

 
D. RESEARCH MATERIALS: A legible photocopy of the historic tax card of the 

property and a 35mm photograph of the historic tax photo shall be 
submitted; and 

 
E. REPOSITORY: All materials shall be submitted to the Division of State 

History, Historic Preservation Office to be placed on file. 
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II. DISCOVERY: In accordance with Section 9-8-307 UCA, the UTA is providing for the 
protection, evaluation, and treatment of any historic property discovered prior to or 
during construction.  This stipulation specifies procedures to be followed by all UTA 
employees and all UTA contractors and subcontractors should any archaeological, 
historic, or paleontological resources be discovered during construction of the project.  
The procedures, which will be incorporated into all construction contracts, are as follows: 

 
A. Immediately suspend construction operations in the vicinity of the discovery if 

a suspected historic, archeological or paleontological item, feature, 
prehistoric dwelling site or artifact of historic or archeological significance is 
encountered. 

 
B. Notify the UTA Project Manager for the Provo to Salt Lake City FrontRunner 

Project verbally of the nature and exact location of the discovery. 
 

C. The UTA Project Manager for the Provo to Salt Lake City FrontRunner 
Project immediately will contact the SHPO and will consult with a qualified 
historian or archaeologist to advise SHPO and UTA regarding the 
significance and recommended disposition of the discovery. 

 
D. The UTA Project Manager for the Provo to Salt Lake City FrontRunner 

Project will protect the discovered objects from damage, theft, or other harm 
while the procedures of this stipulation are being carried out. 
 

E. UTA will consult with the SHPO in accordance with Section 9-8-307 UCA 
toward developing and implementing an appropriate treatment plan prior to 
resuming construction.  SHPO will expedite its response time in consideration 
of the cost of the suspension of construction activities.  The time necessary 
for the SHPO to advise UTA, and for UTA to handle the discovered item, 
feature, or site is variable and will depend on the nature and condition of the 
discovered item.  UTA will not resume construction until SHPO has agreed to 
that resumption. 

 
F. Should human remains be inadvertently discovered during construction, all 

project-related ground disturbances within 300 feet of the discovery shall 
cease immediately.  The SHPO and most likely descendent Native American 
Tribes shall be notified as soon as possible.  The relevant county sheriff or 
coroner shall also be notified as soon as practicable. The UTA shall consult 
with these agencies and Tribes to determine the appropriate treatment of the 
remains.  No project-related ground disturbance shall resume in the area of 
the discovery until written permission to do so is provided by SHPO.   

 
III. REPORTING: UTA shall provide any and all reports on activities carried out pursuant to 

this MOA to the SHPO, and upon request, to any other interested parties. 
 

IV. PERSONNEL QUALIFICATIONS: UTA shall ensure that all work carried out pursuant to 
this MOA is completed by or under the direct supervision of a person or persons meeting 
or exceeding the permitting requirements of Section 9-8-305 UCA as appropriate to the 
specific task. 
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V. DURATION: This MOA will be null and void upon completion of the undertaking, or ten 
(10) years from the date of execution of the MOA, whichever occurs first.  Prior to such 
time, any of the Parties hereto may consult to reconsider the terms of the MOA and 
amend it in accordance with Stipulation VII below.   

 
VI. DISPUTE RESOLUTION: Should SHPO object at any time to any actions proposed by 

UTA or the manner in which the terms of this MOA are implemented, the UTA and 
SHPO shall consult to resolve the objection.   

 
Further, at any time during implementation of the measures stipulated in this MOA 
should an objection to any such measure be raised by a member of the public,  UTA 
shall take the objections into account and consult as needed with the objecting party and 
the SHPO to resolve the objection. 
 

VII. AMENDMENTS AND NONCOMPLIANCE: If any Party to this MOA determines that its 
terms will not or cannot be carried out or that an amendment to its terms must be made, 
that Party shall immediately consult with the other parties to develop an amendment to 
this MOA. The amendment will be effective on the date it is signed by all of the original 
signatories.  If the Parties cannot agree to appropriate terms to amend the MOA, any 
signatory may terminate the MOA in accordance with Stipulation VIII, below. 

 
VIII. TERMINATION: If an MOA is not amended following the consultation set out in 

Stipulation VII, it may be terminated by any signatory.   
 

 




