Utah Transit Authority Chapter 4
West Valley LRT Project Transportation

4.0 TRANSPORTATION

This chapter discusses the existing (year 2006) transportation facilities and traffic conditions within the
project area as well as planned improvements and future conditions. This includes transit services,
roadways, and pedestrian and bicycle facilities. The analysis considers conditions in 2010 (the project
implementation year) and 2030 (the future design year). Conditions that are discussed are the No Action
alternative and the Preferred Alternative. These alternatives and conditions are analyzed to determine the
future impact of the proposed West Valley LRT line on the existing roadways, transit, pedestrian, and
bicycle facilities in the project area.

41  TRANSPORTATION CONDITIONS

This section outlines the existing transportation conditions and facilities that will be evaluated in this
chapter: namely transit, roadways, and pedestrians and bicycles.

4.1.1 Transit Network

UTA provides public transit services throughout the Wasatch Front, including Salt Lake County. UTA
provides both light rail service and bus service in the project area. The LRT utilizes dedicated tracks, and
the bus services utilize shared facilities with general vehicle traffic. There are, however, plans for and
construction underway for other transit alternatives such as Bus Rapid Transit (BRT).

4.1.1.1 Light Rail Service

The existing light rail system, called TRAX, has two lines: the Salt Lake/Sandy TRAX Line and the
University TRAX Line. The Salt Lake/Sandy TRAX light rail line runs every 15 minutes, from Sandy to
Downtown Salt Lake City, parallel to and just a few blocks east of Interstate 15 (1-15). The University
TRAX Line runs every 15 minutes from downtown Salt Lake City to the University of Utah Medical
Center. The proposed project would tie into the Salt Lake/Sandy TRAX Line near the existing 2100 South
Central Pointe station. Table 4.1-1 lists the three existing TRAX LRT stations in the general project area,
with associated bus routes and transfers.

Table 4.1-1: Existing TRAX Stations in General Project Area

TRAX Station Location PUb!'C Bus Route Transfers
Parking

2100 South - Central Pointe 59 stalls | 30, East/West 21st South 442, Main Street
35, East Kearns

3300 South - Mill Creek 107 stalls | 31, East/West 3300 South 131, East/West 3300 South (night)
37, Magna 137, Magna (night)
41, West Jordan

3900 South - Meadowbrook 197 stalls | 15, 3rd East 142 Dixie Valley (night)
39, East/West 3900 South 442, Main Street
42, Dixie Valley,
36, Granger

Source: UTA Strategic Planning
4.1.1.2 Bus Service

Most buses run from 6:00 a.m. until midnight on weekdays. Saturday service runs from 7:00 a.m. until
midnight. Sunday service provides limited regular routes. The primary UTA bus routes currently serving
the West Valley City project area include the 14 different routes listed below, from among the
approximately 125 existing UTA bus routes:
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e Route 30 - 2100 South e Route 56 — Airport/West Valley
e Route 31 — 3300 South e Route 75 — Tooele Army Depot
e Route 34 — Kearns e Route 81 — 900 West Shuttle
e Route 37 — Magna (3500 South) e Route 84 — 5400 South
e Route 39 — 3900 South e Route 89 — Valley Fair Mall/University
¢ Route 40 — 4500 South of Utah Express
e Route 41 — West Jordan e Route 337 — Magna Express
e Route 42 — 3200 West

These routes also serve travel outside of the project area. These 14 routes carry a combined daily ridership
of approximately 20 percent of the UTA’s daily bus boardings of 82,000 (UTA October 2006). The
busiest of these bus routes is Route 37 on 3500 South, which carries over 2,000 weekday riders. An
important transit intermodal center, one of UTA’s busiest transit hubs, is located on Constitution
Boulevard at the west edge of the Valley Fair Mall. This area is programmed for a new off-street
intermodal transit center in the current regional TIP. An Environmental Assessment for this West Valley
City Intermodal Center was completed in 1998, and a reassessment of the intermodal center was
completed in January 2007.

4.1.2 Roadway Network

The current street system in the project corridor is a mixture of state, county, and locally owned and
operated roads. These roads fall under the jurisdiction of UDOT, Salt Lake County, and the cities of
South Salt Lake and West Valley.

4121 Existing Roadways

There are three major freeway systems that either pass through or are adjacent to the project area. These
include 1-15 North/South, 1-215 North/South (belt route), and SR-201 East/West. A major north-south
corridor is Redwood Road (SR-68), which falls under the jurisdiction of UDOT. Other north-south
arterial streets include 500 West, 700 West, 900 West, 1300 West, and Constitution Boulevard (2700
West). Major east-west arterial streets in the project area include Parkway Boulevard (approximately
2300 South), 3100 South, and 3500 South (SR-171). 3500 South is considered a collector system for both
I-15 and 1-215.

4122 Traffic

The traffic conditions in the area are defined by the roadway characteristics, traffic volumes, speeds, and
delay. The analysis of level of service (LOS) is a means of quantitatively describing the quality of
operational conditions of a roadway segment or intersection and the perception by motorists and
passengers. Service levels are identified by letter designation, A to F, with LOS “A” representing the best
operating conditions and LOS “F” the worst. Each LOS represents a range of operating conditions, and
one or more measures of effectiveness (MOE) are used to quantify the LOS of a roadway element. For
intersections, the MOE used is average control delay (seconds) per vehicle. While there are several
methodologies for estimating the LOS of intersections, the most commonly used is the Highway Capacity
Manual (HCM) methodology, which was approved for this project. Figure 4.1-1 presents LOS
definitions for roadway segments. Where intersections (especially signalized intersections) are prevalent,
LOS is generally defined by the individual intersection operations and not the roadway because
intersections tend to be the point at which the worst traffic congestion will occur on a given road.

Final Environmental Study Report 4-2 May 2007



Utah Transit Authority Chapter 4
West Valley LRT Project Transportation

Figure 4.1-1: LOS Definitions for Roadway Segments

Level of Service

A Drivers can drive at their desired speed. No platoon of more
than two cars is observed. Passing is easy. >

B Passingis required to maintain desired speed. Platoons of
vehicles can be observed.

C Traffic flow is stable. Average speed on level terrain is 3 mph
less than LOS B. Passing becomes difficult. >

D Passing is extremely difficult. Platoons of 5 to 10 vehicles are
common. Speeds are 5 mph less than LOS B.

E Passing is virtually impossible. Speeds drop significantly. —_—

F Heavily congested.

4.1.2.3 Levels of Service for Road Segments

An indication of traffic volume on a roadway is the annualized average daily traffic (AADT). This
number represents the annualized count of daily traffic on a given roadway segment. Table 4.1-2 shows
the existing peak period LOS along roadway segments for major roadways that may cross the proposed
LRT corridor. Most roadways in the corridor perform well (LOS “C” or better) except for Redwood Road
and 3500 South.

Table 4.1-2: Existing Level of Service and Annual Average Daily Traffic

Roadway Intersection/Segment Segment LOS (V/C)* | AADT along segment
300 West A-C (<0.80) 13,500
900 West A-C (<0.80) 14,800
Redwood Road from 3500 S to SR-201 D (>0.90) 44,500
Constitution Boulevard from 3500 S to 3100 S A-C (<0.80) 14,600
Constitution Boulevard from 3900 S to 3500 S A-C (<0.80) 16,300
3100 South from 3200 W to 2700 W A-C (<0.80) 14,500
3100 South from 2700 W to Redwood Rd A-C (<0.80) 12,400
3500 South from 3200 W to 2700 W E (>0.95) 35,300
3500 South from 2700 W to 1-215 D (>0.90) 47,500

Source: UDOT 2005 and WSA 2006
*V/C: Volume to Capacity Ratio

4.1.24 Levels of Service for Intersections

Generally accepted standards indicate that major intersection approaches for signalized intersections
should operate at LOS “D” or better. For unsignalized intersections, approaches should operate at LOS
“E” or better; however, if an alternative route provides access to a signalized intersection, LOS “F” may

be acceptable.
Table 4.1-3 exhibits the LOS ranges for intersections, both signalized and unsignalized.
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Table 4.1-3: Intersection Level of Service Parameters

Level of Service (LOS) : : Avergge Control Delay (se_cond.s/vehicle) :
Signalized Intersections Unsignalized Intersections

A < =10 <=10

B >10t0 <20 >10to <15

C >2010 <35 >151t0 <25

D >35 to < 55 >2510< 35

E >55t0 < 80 >35to <50

F >80 >50

Source: Highway Capacity Manual 2000, Transportation Research Board, National Research Council, Washington, D.C., 2000.

4.1.25 Planned Roadway Improvements

Planned improvements to the project corridor roadway network are listed below. For projects listed in the
Wasatch Front Regional Council (WFRC) 2030 Long Range Transportation Plan (LRTP), the phase in
which the project is expected to be implemented is indicated. Phase 1 improvements are scheduled to
occur between 2006 and 2012, Phase 2 improvements are scheduled between 2013 and 2022, and Phase 3
improvements are scheduled between 2023 and 2030.

e Mountain View Corridor (MVC) — A new high-capacity north-south transportation corridor of
four to six lanes generally following 5800 West and planned for completion in Phases 1, 2, and 3.
The facility would serve the area west of the West Valley LRT corridor. UDOT is currently
preparing an EIS.

e 3500 South — UDOT is preparing an Environmental Study for this corridor extending from
Redwood Road to MVC (Phase 1) and from MVC to 8400 West (Phase 2). UTA has participated
in the study and is planning a BRT line serving the corridor.

e 3100 South from 1400 West to 3300 South — new construction to two lanes in Phase 1. A Class
Il bike route is also planned.

e 4500 South from State Street to 1-15 (Phase 1) and from 1-15 to Redwood Road (Phase 2) —
widening from four to six lanes.

e SR-201 from 3200 West to MVC — from four to six lanes in Phase 2 and Interchange at SR-201/
I-215 improvements in Phase 3.

e 900 West from 3300 South to 3900 South — widening from two to four lanes in Phase 2. A
Class Il bike route is also planned.

4.1.2.6 Planned Bus Route Improvements

UTA has received a federal grant to perform a demonstration of BRT technology along 3300/3500 South.
This project is planned to be implemented in the summer of 2007 to 2008. A State Environmental Study
was completed in April 2006 that addressed this corridor and its transportation needs and provided
alternatives, including transit options, to deal with existing and future transportation demands. UTA also
completed a Categorical Exclusion for BRT improvements in this corridor in October 2006. The principal
demonstration of BRT will focus on signal technology and the associated Opticom system, installed on
signal lights along 3500 South, for signal priority. The 2-month BRT demonstration project will consist of
10 UTA buses and will be operated in a BRT configuration with limited stops. Each of these buses will be
painted a special color and then equipped with special transmitters that will communicate with the
Opticom system. The BRT demonstration route will begin at 3500 South and 8400 West and terminate at
the Salt Lake/Sandy TRAX light rail station located at 220 West and 3300 South (Millcreek Station). The
BRT buses are slated to run in the outside travel lanes during the demonstration period, but would most
likely be provided with dedicated travel lanes if implemented permanently.
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4.1.3 Pedestrian/Bicycle Facilities

The Utah statewide pedestrian and bicycle plan (UDOT 2000) indicates that a primary focus for bicycle
and pedestrian facilities is to meet the needs of people walking and biking to access intermodal
transportation systems such as LRT. One of the primary goals of the Statewide Pedestrian and Bicycle
Plan is to encourage the use of non-motorized travel in general, and to help people gain access to mass
transit systems. Salt Lake County Parks and Recreation has also placed a high priority on pedestrian and
bicycle facilities, stating that the establishment of non-motorized recreational trails should be one of their
highest development priorities (Salt Lake County Parks and Recreation 1993). They identified the need
for a system of 250 to 300 miles of recreational trails in the Salt Lake County area in their December
1993 master plan. Existing and future pedestrian and bicycle facilities within the project corridor are
shown in Figure 4.1-2. Evidence of committed funding for these planned trails has not been identified in
review of documents and contacts with appropriate agencies.

The American Association of State Highway and Transportation Officials (AASHTO) had, in the past,
designated three classes of bicycle facilities. These designations have been modified slightly and
renamed; however, most city and county plans still refer to their proposed and existing bicycle facilities
by these classifications. Therefore, for purposes of this document, the former AASHTO classification
system nomenclature has been retained.

The bicycle classes are defined as follows:

e AClass 1 bicycle path is separated from the roadway and is typically 8 to 12 feet wide. A bicycle
path is generally shared by pedestrians, skaters, joggers, and bicyclists. The Jordan River
Parkway trail is a Class 1 bicycle path.

¢ A Class 2 bicycle lane is a designated bicycle facility that establishes road space for preferential
use by bicyclists and is designated by striping, signing, and pavement markings.

e A Class 3 signed, shared roadway is a roadway that is open to both bicycle and motor vehicle
travel. Generally an existing roadway with wide curb lanes or paved shoulders is considered a
Class 3 facility.

4.1.31 Existing Facilities

The Jordan River Parkway Regional Trail is a popular multi-use (pedestrian/bicycle) Class 1 facility that
is currently paved from 2100 South to about 8700 South, with intermittently paved sections farther north
and south. Local access for West Valley City is from the Redwood Trailhead Park at 2320 South 1100
West, the Crosstowne Trail that parallels the Decker Lake Drainage Canal, or from the linear park system
along the Jordan River, which includes parks at 3300 South and 1200 West, and 3900 South and 1100
West.

A bicycle/pedestrian bridge was constructed in 2002 across the Jordan River at approximately 2400
South. The bridge serves as a link between Workman Park on the east side of the Jordan River in South
Salt Lake and the Redwood Trailhead Park on the west side of the river in West Valley City. This bridge
also links existing sections of the Jordan River Trail in the City of South Salt Lake on the east side of the
river with those in West Valley City on the west side of the river. Another bicycle/pedestrian bridge
crosses the Jordan River at approximately 2900 South.

The Crosstowne Trail is a multi-use (pedestrian/bicycle) Class 1 facility that parallels the south side of the
Decker Lake Drainage Canal (north end of the Redwood Nature Area). It connects to the Jordan River
Parkway Regional Trail at the Jordan River and extends west to Decker Lake and 1-215.

The 55-acre Redwood Nature Area at 2900 South 1650 West has paved multi-use recreational trails that
are owned by Salt Lake County, including a portion of the Crosstowne Trail.

Final Environmental Study Report 4-5 May 2007






Utah Transit Authority Chapter 4
West Valley LRT Project Transportation

South Salt Lake City: Most areas in South Salt Lake have adequate sidewalk facilities; however,
existing developed thoroughfares such as 300 West, 900 West, Andy Avenue, 600 West, and 2100 South
are not pedestrian-friendly. There are several trailheads accessing Jordan River Regional Parkway Trail to
the west, including one at the South Salt Lake Ball Fields (1000 West 2350 South) on the east side of the
river.

West Valley City: Most areas in West Valley City have sidewalk facilities. There is a Class 2 facility
(striped bicycle lane) on Constitution Boulevard between 3100 and 3500 South. There are no Class 3
facilities (signed, shared roadways) in the project area.

4.1.3.2 Proposed Facilities

The WFRC has developed a long-range plan for bicycle route improvements. The Salt Lake County
regional trails plan (Salt Lake County 1993) has listed North Jordan Canal and Trail, South Jordan Canal
and Trail, Utah and Salt Lake Canal and Trail, Utah Lake Distributing Canal and Trail, and the Provo
Reservoir Canal and Trail as future regional trails. These proposed bike routes and trails are shown in
Figure 4.1-2.

South Salt Lake City: South Salt Lake City plans to continually improve sidewalks along major arterial
streets, close gaps between pedestrian connections, and provide pedestrian and sidewalk improvements on
all new redevelopment street projects.

The Salt Lake City Transportation Advisory Board requested the inclusion of a bicycle and pedestrian
crossing over the Roper rail yard as part of the West Valley LRT project. The facility is included in the
conceptual engineering plans; however, the costs were not included in the project.

West Valley City: West Valley City’s bicycle and trails plan is two-tiered. The short-range bicycle and
trails plan designates a few routes that could readily be signed and (or) striped within 5 years. The long-
range plan represents the ultimate bicycle transportation system with numerous routes. The West Valley
Crosstowne Trail is planned to extend west along 3100 South, paralleling the Riter Canal from Decker
Lake to Magna.

4.2  TRANSIT IMPACTS

This section compares the transit impacts of the No Action and Preferred Alternatives as they relate to
transit opportunities in the project area. Issues examined in this section include impacts related to the
transit system based on these two alternatives.

4.2.1 Methodology

Data and information used in this section were derived from the WFRC regional travel demand model.
This model uses projected population, employment, transit, and roadway network information to forecast
future regional travel demand and impacts. Several model runs were conducted for the year 2030,
comparing the transportation impacts of each of the alternatives. Operations experience and data from
UTA were also used in this analysis. In those areas of the corridor where variations exist to the Preferred
Alternative alignment, transportation impacts are compared.

4.2.2 Transit Service

The extent to which each alternative achieves transportation objectives is best understood through a
discussion of five aspects of the alternatives: (1) the nature of travel demand in the region and the
corridor, (2) the degree to which the alternatives improve transit travel times, (3) the number of added
travelers who would choose to ride transit with each alternative improvement, (4) the station activity and
mode of access, and (5) the station parking demand that would result from the new transit facilities. This
section first discusses the impacts of the alternatives on service levels and overall transit ridership, and
then discusses transit patronage for the alternatives considered.
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4221 Bus Service

A complete description of bus service networks for the No Action and Preferred Alternatives is contained
in this section. The No Action alternative would add bus service consistent with the 2030 LRTP, but
without the LRT line in West Valley City that is part of the current adopted plan. Table 4.2-1 summarizes
bus changes for both No Action and the Preferred Alternative. Existing and proposed future transit routes
were shown in Figure 2.1-20.

Table 4.2-1: Summary of Study Area Bus Service for Preferred Alternative

West Valley Bus Options

No Action Preferred Alternative Change Erom
No Action
N'E?#gir Headway Route Number Headway
30 20 30 20 No change
34 30 34 30 Terminate at the Intermodal Center
35* 15 35* 15 Terminate at the Intermodal Center
37 15/30 37 15/30 No change
39 20 39 20 No change
40 15 40 15 No change
41 30/60 41 30/60 Terminate at the Intermodal Center
42 15 42 15 Terminate at the Intermodal Center
84 15/30 84 15/30 No change
89 10/0 89 10/0 No change
Added Bus
| | SLCC* | 15 | New Route 3900 TRAX to SLCC

* New route compared to existing conditions
Source: UTA 2006

With the Preferred Alternative, ten bus routes directly serve the project area. Routes #34, 35, 41, and 42
would be changed to terminate at the intermodal center. Table 4.2-2 shows the total bus service statistics
for the proposed bus service in each of the alternatives.

Table 4.2-2: Preferred Alternative 2030 Weekday Bus Route Service Statistics

2030 No Action 2030 Preferred Alternative
Number of Routes 10 10
Number of Route Miles 121 121
Total Hourly Trips 72 72
Total Hourly Vehicle Miles 790 790

Source: UTA 2006

4222 Transit Travel Times

Transit service in the West Valley City project area consists of freeway express routes providing service
from points south of the corridor to downtown Salt Lake City, express routes providing limited stop
service along major arterials in the corridor, and local service providing service to destinations along the
corridor. Currently, most express routes terminate at the existing TRAX line, although some are east-west
cross-town routes. Under the Preferred Alternative, additional routes would terminate at the West Valley
City Center station, where patrons would then transfer to LRT to get to downtown. The West Valley
trains would join the Salt Lake/Sandy TRAX line from 2100 South to downtown Salt Lake City and
continue on to the University of Utah Medical Center. Travel time on the LRT for this entire length would
be 38 minutes, while travel time within the West Valley LRT corridor itself would be 13 minutes. Table
4.2-3 presents transit travel times by route for the year 2030.
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Table 4.2-3: Transit Travel Times by Route (2030)

Total Route Travel Time in Minutes (1-

Route Number Route Name Dir.)
No Action Preferred Alternative
30 2100 South 67 67
34 West Kearns 41 41
35 East Kearns 25 25
37 Magna 17 17
39 E/W 3900 South 55 55
40 E/W 4500 South 48 48
41 West Jordan Shuttle 72 72
42 Dixie Valley 52 52
84 E/W 5400 South 67 67
89 West Valley/U of U Express 20 20
SLCC LTD* Sglt_Lake Community College ) 23
Limited

TRAX Existing 58 58
LRT West Valley City Center to U of U ) 38
Alternative* Medical Center

Source: UTA, 2006 * New route compared to existing conditions.
Table 4.2-4 presents the LRT travel times for different segments of the alignment.
Table 4.2-4: LRT Travel Times on the New Portion of the Line

Preferred Alternative Distance (Miles) Time (Minutes)
West Valley City Center to E Center 1.18 4.2
Station Dwell - 0.5
E Center to Decker Lake Business Park 0.54 1.7
Station Dwell - 0.5
Decker Lake Business Park to Chesterfield 1.50 2.8
Station Dwell - 0.5
Chesterfield to 2100 South 1.50 2.3
Station Dwell - 0.5
Total: 4.72 13.0

Source: WFRC August 2002

Transit ridership heavily depends on transit service quality, including travel time, frequency, and
reliability. As a general rule, a one percent change in service typically translates to a 0.5 percent change in
ridership. That is, ridership would decrease by 0.5 percent as travel time increases by one percent (FHWA
2006). Conversely, ridership increases as travel times decrease.

Table 4.2-5 presents projected year 2030 travel times by both transit and auto from West Valley City
Center to downtown Salt Lake City and the University of Utah Medical Center for the No Action and
Preferred Alternatives. For transit trips to downtown at Gallivan Plaza, LRT is the fastest transit
alternative at 26 minutes, which includes transfer time from the University-bound train to the downtown-
bound train at the Courthouse Station. This compares to 35 minutes for the No Action alternative. Auto
travel time to Gallivan Plaza is estimated at 18 minutes. To the University of Utah Medical Center, which
is the direct route for the LRT line from West Valley City Center, the transit travel time is estimated at
38 minutes. No transfer is required for this trip via LRT. The No Action alternative is estimated to take
50 minutes with one transfer, with auto travel time estimated at 28 minutes.
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Table 4.2-5: 2030 Travel Times and Transfers

. . Transit Preferred .
Transit No Action Alternative Automobile
From To .
T_ravgl Number of T_ravgl Number of | Travel Time
Timein Time in . .
. Transfers . Transfers in Minutes
Minutes Minutes
West Valley Downtown
City Center (Delta Center) 40 0 34 1 16
West Valley Downtown
City Center Gallivan Plaza % 0 26 1 18
West Valley L
City Center University of Utah 50 1 38 0 28

Source: WFRC 2006
4223 Transit Ridership

The WFRC regional travel demand model was used to develop all ridership estimates. This section also
includes an assessment of off-model transit ridership. Off-model ridership, including special
generator/special event trips, must be estimated outside the WFRC model and converted to average
weekday transit trip estimates.

Table 4.2-6 summarizes the average weekday LRT station activity and ridership for the West Valley City
LRT line. Average weekday station activity is defined as the total number of average weekday boardings
and alightings at each LRT station on the new line. Average weekday station activity is expected to be
10,482 boardings and alightings in the year 2030. Total transit system linked trips are estimated to be
184,000 for the Preferred Alternative and 182,050 for No Action.

Major facility mode of access was calculated for the West Valley City transit corridor based on detailed
rider survey information from the existing Salt Lake/Sandy TRAX Line. However, the estimates used for
the West Valley LRT project also considered the characteristics for each of the proposed stations for this
project. TRAX survey data (2002) shows how people reached a typical station to start their trip:

48.2 percent drove, 10.4 percent were dropped off, 20.2 percent walked or biked, and 21.2 percent rode
the bus. For the destination station, 15.0 percent drove, 5.5 percent were picked up, 59.3 percent walked
or biked, and 20.2 percent rode the bus. The percentage of people driving to a station can be lower in
some cases, depending on station features. For example, the existing University Line has a very limited
number of park-and-ride lot stalls (250 stalls serving 15,000 trips). The University Line acts as a
distributor line for the Salt Lake/Sandy Line as well as serving many point-to-point trips in the corridor.
Given the land use in the corridor, the West Valley Line will act as both a distributor and a collector, and
its access characteristics would be affected by access patterns for the University line.

Table 4.2-6 exhibits the station activity at each LRT station. The projections in the table show how many
of the LRT patrons are boarding and alighting at each station and which direction they are coming
from/going to.
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Table 4.2-6: 2030 LRT Transit Activity By Station

Boardings Alightings
. TOTAL TOTAL Total
Station North / South / North / South / Boardings Allghtlngs ACthlty
East West East West
West Valley |4 35g 886 886 1,328 2214 2214 4,428
City Center
E Center 558 372 372 558 930 930 1,860
Decker Lake 775 516 516 775 1,291 1,291 2,582
Chesterfield 484 322 322 484 806 806 1,612
Total 3,145 2,096 2,096 3,145 5,241 5,241 10,482

Source: WFRC UTA 2006
4224 LRT Station Parking Demand

Many LRT patrons would drive to park-and-ride lots at stations. Determining this parking demand is
important in order to identify the amount of land required and the subsequent potential impact to the
surrounding area.

There are several ways of estimating parking demand at LRT stations. The key is to determine the most
appropriate locations for park-and-ride facilities and then to determine the size of those facilities. Some
stations would have more opportunities for walk and bus transfer access than others, and these factors
also affect decisions about park-and-ride supply.

To determine the number of spaces required for each of the Preferred Alternative Stations, the WFRC
travel demand model was used to determine the anticipated average weekday boardings by station for the
West Valley LRT. These boardings were then multiplied by the estimated percentage of people who
would likely drive to the station to determine potential parking demand.

Table 4.2-7 summarizes the methodology used and the results as applied to the Preferred Alternative.
Table 4.2-7: 2030 Weekday Parking Demand by Station

Projected Average
Auto sl Weekday PEjEEa [PEOLE Total
. . Trips and-Ride Lot
. Projected Drive . Demand for Park-and-
Station : (Pick- Stall Demand .
Boardings Access Park-and- - Ride Stall
up/Drop- . Contingency
Percentage Ride Lot Demand
off or (20%0)
. Stalls
parking)
West Valley |5 514 30% 1,328 354 71 425
City Center
E Center 930 80% 1,488 397 79 476
Decker Lake 1,291 0% 0 0 0 0
Chesterfield 806 40% 645 172 34 206
Total 5,241 3,461 923 184 1,107

Source: WFRC Travel Demand Forecasting Model and UTA

Notes:

1. Drive access percentage is from the 2002 UTA On Board Survey.

2. Average trip rate per occupied stall local observed rate is 3.46. ITE Trip Generation, 7" Edition shows an average rate
of 3.91 trips. An average of ITE and local conditions of 3.69 was used for parking stall calculation.
3. Low range is based on observations of usage near downtown park and ride lots.

4. Decker Lake parking will occur at the E Center station approximately 0.7 miles away.

Once total parking requirements for the corridor are developed, it is necessary to associate these numbers
with the individual station characteristics. Since some stations (Decker Lake and Chesterfield) are
proposed to have no parking provided directly by the project (although Chesterfield could utilize shared
parking with a nearby church), transit patrons who drive would need to shift to a station where parking is
available. These cars are then shifted to the West Valley City Center and E Center stations. The E Center
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station will use the existing E Center overflow parking lot to the east of Decker Lake Drive with
approximately 800 spaces.

Table 4.2-8 shows the estimated number of parking spaces for the park-and-ride lots in the West Valley
City transit corridor. It shows that the recommended number of spaces for the Preferred Alternative is
1,445 for the whole LRT corridor.

Table 4.2-8: West Valley LRT Park-and-Rides with Number of Spaces

. . Anticipated Shared Total Park-and-Ride Lot
Station Park-and-Ride Spaces Parking Stalls Stalls
West Valley City 295 200 425
Center
E Center 800 0 800
Decker Lake 0 0 0
Chesterfield 0 220 220
Total 1,025 420 1,445

Source: UTA 2006

4.225 Mitigation for Transit Impacts

There are no impacts requiring mitigation.

4.2.2.6 Summary of Transit Service

As identified in Table 4.2-1, the corridor is well-serviced by buses. However, the Preferred Alternative
provides significant enhancements to the base transit service. Transit travel times from the West Valley
City Center to downtown would be cut by 26 percent (35 minutes down to 26 minutes) from the No
Action alternative to the Preferred Alternative. Travel times to the University of Utah would be cut by
24 percent (50 minutes down to 38 minutes) for the Preferred Alternative.

Station activity would be the greatest at the West Valley City Center end-of-line station. The Decker Lake
Business Park and the E Center stations would see heavy use as well. Parking would be available at the
West Valley City Center and E Center stations, and there would be shared parking available at the

Chesterfield station.

Although the Preferred Alternative would not extend into the City of Taylorsville, the city would see an
increase in bus transit service. All of this service would connect to either the existing TRAX line or the
Preferred Alternative stations.

43 ROADWAY NETWORK IMPACTS
4.3.1 Existing Traffic

The existing traffic volumes on roads crossed by the West Valley LRT corridor or adjacent to proposed
stations are provided in Table 4.3-1. The counts are 2005 Average Annual Daily Traffic (AADT)
volumes from the UDOT’s Traffic on Utah’s Highways 2005.
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Table 4.3-1: Existing Traffic on Area Roads

Crossings Direction 2005 AADT
Constitution Boulevard (S of 3500 South) N-S 16,300
3500 South (W of Constitution Boulevard) E-W 35,300
3500 South (E of Constitution Boulevard) E-W 47,500
Constitution Boulevard (N of 3500 South) N-S 14,600
3100 South E-W 12,400
Decker Lake Drive N-S 9,400
Research Way E-W 2,500
Redwood Road (1700 West) N-S 44,500
900 West N-S 14,800
300 West N-S 13,500

Sources: UDOT 2005, Wilbur Smith Associates 2006

Many of the smaller neighborhood roads in the Chesterfield area west of the Jordan River do not have
2005 AADT counts because they are two-lane local facilities with low volumes.

An analysis of existing traffic conditions of important intersections along the corridor was conducted to
determine the existing level of service at these intersections. The following intersections were analyzed:

3500 South/Constitution Boulevard
3100 South/Constitution Boulevard
3100 South/Decker Lake Drive
Research Way/Decker Lake Drive
Research Way/Redwood Road

900 West/SR-201

900 West/2100 South

The existing LOS for each of these intersections is exhibited in Figure 4.3-1. Observed operations at
these intersections are acceptable except for the intersection of 3500 South/Constitution Boulevard, which
operates at LOS “F” during the PM peak hour, and the intersection of Research Way/Redwood Road,
which operates at LOS “E” during the PM peak hour. The 3500 South/Constitution Boulevard
intersection suffers from a large overall volume during the PM peak hour, especially left turn movements,
but it only has dual left turn lanes in the westbound direction. The installation of additional left turn lanes
would reduce the delay and improve the LOS at this intersection. The intersection of Research
Way/Redwood Road is unsignalized. Research Way has a relatively low volume (250 vehicles) during the
PM peak hour, but it is stop-controlled, and Redwood Road has a relatively high PM peak hour volume
(4,450 vehicles), so there are very few gaps available for vehicles to utilize approaching on Research
Way.

4.3.2 Future Traffic Conditions and Impacts
4321 Future Traffic

The WFRC travel demand model was used to determine projected traffic volumes for the year 2010
(projected build year) and 2030 (future design year). The Preferred Alternative was coded into the travel
demand model to determine station activity and roadway traffic volumes. The WFRC model is a regional
model that best portrays trends on a large regional scale (i.e., the Salt Lake Valley). Therefore, some
refinements were made to better match localized conditions. This was accomplished by comparing the
2006 traffic counts with the 2006 WFRC model outputs to create a baseline of difference between the
two. The 2006 WFRC model results were then compared to the 2030 WFRC model outputs to see what
kind of growth is projected to occur in the intervening time.
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Two screenlines (lines of demarcation used to evaluate traffic volumes crossing a certain boundary) were
established to determine the average growth between 2006 and 2030, projected to occur in the north-south
direction and east-west direction. These screenlines were established as follows: just south of SR-201
east-west to determine north-south traffic volume differences between the models, and just west of 3200
West running north-south to determine east-west differences between the models. An annual growth rate
was determined from these differences. This growth rate was then applied to the existing traffic volume
data to determine traffic volumes for 2010 and 2030.

The traffic volumes for years 2010 and 2030 were then analyzed for the No Action and Preferred
Alternatives. The result was a level of service and corresponding delay forecasts for each of the
intersections. LOS results for the year 2010 are shown in Figure 4.3-2, and the LOS results for the year
2030 are shown in Figure 4.3-3. Table 4.3-2 summarizes the average vehicle delay and LOS for both the
No Action and Preferred Alternative for the years 2010 and 2030. By observation, average delays will
increase between 2010 and 2030 at the study intersections due to increased motor vehicle activity. At the
intersection of 3500 South Constitution Boulevard, there are projects scheduled to be completed before
2010 that will increase the vehicle capacity of the intersection: namely, the addition of an additional
through lane on 3500 South and expansion of the intersection to allow for dual left turns in all four
directions. These improvements will allow the intersection to operate at a better LOS in future years
(2010, LOS D and 2030, LOS E) than it currently experiences (LOS “F”). All intersections that are
forecast to have acceptable LOS in the No Action alternative are also projected to have acceptable LOS in
the Preferred Alternative.

Nominal increases in average vehicle delay times are expected at intersections due to the operations of the
LRT. At intersections where transit priority will be used—3500 South/Constitution Boulevard and
Constitution Boulevard/3100 South—this delay will be even less. In fact, at the intersection of 3500
South/Constitution Boulevard, the traffic delay in the Preferred Alternative is projected to be slightly less
than the delay experienced in the No Action alternative. This seems to be due to the delay due to the LRT
being less than the time savings received from the reduction of vehicle trips at this intersection. At these
two intersections, a minimal delay of up to 10 seconds is expected for each train instance (up to 8 per
hour). For intersections where transit pre-emption will be used, a delay of up to 55 seconds per LRT
instance is expected.

The delays for the Preferred Alternative scenario are generally slightly higher than for the No Action
alternative. However, the levels of service are generally the same except in the cases where the
intersection traffic controls are being upgraded to traffic signals as part of the Preferred Alternative. In
these cases, the LOS for the Preferred Alternative is substantially better than the No Action alternative.
The Preferred Alternative does not cause any intersections that were operating at an acceptable LOS
under the No Action condition to operate at unacceptable LOS.

Model forecast volumes for roadways and crossings for the 2030 design year are provided in Table 4.3-3.
This table shows that ADT volumes for the year 2030 decrease slightly for the Preferred Alternative when
compared to the No Action alternative. Reduction in ADT traffic volumes range from 100 vehicles per
day to 1,400 vehicles per day, depending on the road. This equates to a reduction in the range of
approximately 0-3%. This reduction is due to automobile trips being replaced by transit (LRT) trips.

The 2030 volumes reported in Table 4.3-3 were converted to peak hour volumes for use in evaluation of
the stations and cross streets. For estimation purposes, 10 percent of the ADT volume was used for peak
hour volumes.
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Table 4.3-2: Projected Future Year 2010 and 2030 LOS and Delay

Year 2010 Year 2030
Intersection No Action Preferred Alt No Action Preferred Alt
LOS |Delay (s)| LOS D?S';"y LOS |Delay (5| “OS |Pelay ()

3500 S /2700 W D 49.1 D 49.0 E 72.0 E 70.4

2700 W /3100 S C 20.6 C 21.6 C 285 C 325

3100 S/ Decker Lake 20.9 C 235 C 24.6 C 28.2

Drive

Decker Lake Drive / B* 14.2% A 7.1 D* 26.2 A 8.2
Research Way
Research Way /

Redwood Road F* 67.0% A 6.3 F* >90.0 A 7.3

900 W / SR-201 C 21.4 C 24.1 C 22.4 C 26.0

900 W /2100 S B 18.4 C 21.7 C 34.8 D 38.7

Source: 2006 Wilbur Smith Associates

* Denotes an unsignalized intersection; delay is representative of the worst approach.

Table 4.3-3: Projected Future Year 2030 Traffic on Area Roads, No Action/Preferred Alternative
(shown in italics)

ADT NB| ADT SB ADT [PM Peak NB| PM Peak SB
Crossings Direction [ and EB | and WB Total and EB and WB

10% 10%
Constitution Boulevard (S of N-S 10,300/ | 10,600/ 20,900/ 1,030/ 1,060/
3500 South) 10,200 10,500 20,700 1,020 1,050
3500 South (W of Constitution E-W 25,300/ | 24,100/ 49,400/ 2,530/ 2,410/
Boulevard) 24,800 23,600 48,400 2,480 2,360
3500 South (E of Constitution E-W 34,600/ 31,900/ 66,500 / 3,460/ 3,190/
Boulevard) 33,800 31,300 65,100 3,380 3,130
Constitution Boulevard (N of N-S 8,600/ 10,100/ 18,700/ 860/ 1,010/
3500 South) 8,500 10,000 18,500 850 1,000
8,500/ 8,900/ 17,400/ 850/ 890/

3100 South E-W 8,300 8,700 17,000 830 870
. 6,000 / 6,000/ 12,000/ 600/ 600/

Decker Lake Drive N-S 5,950 5,950 11,900 505 595
2,000/ 1,500/ 3,500/ 200/ 150/

Research Way E-W 2,000 1,400 3,400 200 140
Redwood Road (at Research N-S 28,200/ | 28,800/ 57,000/ 2,820/ 2,880/
Way) 28,000 28,500 56,500 2,800 2,850
10,000/ 8,900/ 18,900/ 1,000/ 890/

900 West N-S 10,000 8,800 18,800 1,000 880
8,000/ 9,300/ 17,300/ 800/ 930/

300 West N-S 7,900 9,200 17,100 790 920

Source: WFRC Westside Transit Corridors Build LRT Travel Demand Model Run, 2006 Wilbur Smith Associates
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4322 Regional VMT

The WFRC travel demand model was also used to determine projected VMT for both of the West Valley
LRT project alternatives under consideration. The region-wide results for the No Action and Preferred
Alternatives for the West Valley LRT corridor project area are noted in Table 4.3-4. The Preferred
Alternative would produce a modest reduction in automobile VMT over the No Action alternative.

Table 4.3-4: Regional Weekday Vehicle Miles Traveled for All Travel Modes (2030)

Bus Rail Miles Auto
Change Change Change
Miles From No Miles From No Miles From No
Action Action Action
No Action 93,461 - 12,236 - 78,273,000 -
Preferred
- 92,076 -1.48% 13,602 11.16% 78,270,000 0.00%
Alternative

Source: WFRC WVCTNoAc, WVCTbb3, and WVCTbId3 Model Runs

4.3.3 Station Area Impacts

Four different station locations were used in the travel demand model runs conducted by WFRC. General
transit activity at each station is presented below, followed by the station traffic discussion.

Transit Activity

The WFRC travel model was used to project the number of daily trips to and from each of the stations.
The model was coded to estimate the number of transit trips produced/initiated at each station and the
number of transit trips attracted to each station. Each of these types of trips was then subdivided into
northbound and southbound trips.

The West Valley City Center station has the largest ridership, with a total estimate of 4,428 trips daily.
This station is the end-of-line station and is to be an intermodal hub for West Valley City. The Decker
Lake station has the second highest transit activity level, reflecting the daily transit trips to the Business
Park area. The Chesterfield and E Center stations have lower transit activity levels. The E Center station
would have significant activity during special events at the E Center, similar to existing Delta Center and
Rice-Eccles Stadium stations.

West Valley City Center Station

The first station on the West Valley LRT corridor will be located at the West Valley City Center, across
Constitution Boulevard from the Valley Fair Mall. Parking for the station, as well as a bus hub, will be
located on property west of Constitution Boulevard.

There are several routes transit patrons could use to access the station and adjacent parking area. These
include from 3500 South/Market Street, 3650 South/Constitution Boulevard, and at Constitution
Boulevard and an extended Lehman Avenue. The 3500 South/Constitution Boulevard intersection is one
of the highest volume intersections in West Valley City. The future conditions at the intersection are
projected to exceed its capacity, based on 2030 traffic volume projection methodology. As shown in
Table 4.3-3 previously, year 2006 traffic on Constitution Boulevard was 14,600 vehicles per day north of
3500 South and 16,300 vehicles per day south of 3500 South. 2030 traffic volumes for the same segments
are projected to be 18,400 and 20,700 vehicles per day, respectively. 2006 traffic volumes on 3500 South
were 47,500 east of Constitution Boulevard and 35,300 west of Constitution Boulevard. 2030 traffic
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volumes for the same segments are projected to be 65,100 and 48,400 vehicles per day, respectively.
Given the multiple access points to the station, there will be minimal added impact to the existing
roadways at any one location.

The 3650 South/Constitution Boulevard intersection was evaluated with 2030 traffic volumes under a
variety of traffic control scenarios. Signalization was found to be the preferred control strategy, so the
signalized intersection at 3650 South should remain with full movements.

Where the LRT lines turn to go into the West Valley City Center, the southbound vehicle traffic (and
bicycle and pedestrian traffic) will be controlled with a signal. The vehicle traffic/bicycles/pedestrians
will have green lights until the LRT approaches, and then the signal will be pre-empted and will change to
red for the vehicles/bicycles/pedestrians, with the LRT receiving the green light.

E Center

The E Center Station is proposed in the center of Decker Lake Drive, immediately north of 3100 South.
The primary concern for this station is pedestrian activity crossing 3100 South, particularly during E
Center special events.

Station activity is projected to be 1,860 daily LRT trips at the E Center station (Preferred Alternative).
Significantly more trips would be expected during E Center special events. Since it is common during
events that traffic enforcement officers are present, this will help move pedestrians safely from the center
island station to the sidewalk on the west side of Decker Lake Drive. However, the addition of light rail
would introduce an additional factor for traffic management and has the potential to affect traffic and
pedestrian flows during events.

Decker Lake Station

The Decker Lake Station is proposed to be located in the center of Research Way (2770 South) just west
of Redwood Road. Research Way is a three-lane road.

The station is projected to accommodate 2,582 daily transit trips (Preferred Alternative), the second
highest trip volume on the West Valley LRT line. The station will also have higher levels of bus transfer
activity.

Research Way is currently stop-controlled at Redwood Road. Because the alignment crosses Redwood
Road at this intersection, it will need to be signalized. This signalization will assist the turning
movements to and from Research Way as well as increase pedestrian safety and facilitate LRT operations.
No significant adverse traffic impacts should be experienced by automobile traffic at this location due to
the proposed LRT route and pedestrian crossings. The arrival of the LRT at the intersection will pre-empt
the signal, giving the LRT the green without causing it to stop first. Eastbound right turns and southbound
right turns will be allowed while the LRT is traversing the intersection.

The construction of the LRT at this location will be within the curb line of the north side curb, but will
require the procurement of some right-of-way on the south side of the road. Furthermore, the location of
this station will require that the driveways to the businesses on both sides of Research Way be limited to
right-in/right-out access only, as opposed to the existing full movement access.

However, given the ability for U-turns at intersections, and available street network serving the area,
vehicles would be able to travel to and from the affected properties with minimal out-of-direction travel.
Pedestrian facilities along Research Way will remain as they currently exist on the north side of Research
Way and will be removed and replaced on the south side of Research Way. The existing bicycle/walking
path (the Crosstowne trail) that currently exists on the south side of Research Way will be relocated to the
north.
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Chesterfield Station

The Chesterfield station is planned to be located south of 2320 South in the center of 1070 West, in an
office/light industrial area west of the Jordan River. In the Preferred Alternative alignment, this will be
the last of the four stations on the West Valley LRT corridor. Main access to the station will be from
Redwood Road by means of 2200 South and 2320 South; both of these roads presently have signalized
intersections with Redwood Road.

Transit activity for the station is estimated at 1,612 daily trips. Even though there are no plans to provide
parking directly through the LRT project, shared parking at a nearby church is anticipated to be available.
The projected 2030 traffic volume on Redwood Road in this area is 61,200 ADT.

4.3.3.1 Mitigation

Given the measures already incorporated within the project, added mitigation is not needed. Project
features include station access restrictions, traffic control, and signal control at the access points. These
measures include not only controls for automobiles, but for bikes/pedestrians as well. Particular design
care and access management attention need to be given to stations that are in the center of the road to
maintain optimum safety while moving people efficiently to and from the LRT while maintaining
operation of through vehicle and pedestrian traffic.

4.3.4 Traffic Impact Analysis at Crossings

The impact of the West Valley LRT corridor on the at-grade roadway crossings was evaluated using
traffic volumes, operational characteristics of the transit system, and roadway geometry. All at-grade
crossings are exhibited by traffic control type and transit control type in Figure 4.3-4 and listed in Table
4.3-6. When determining whether to use pre-emption or priority at signalized LRT crossings, special
attention was given to the complexity of the crossing (the number of opposing traffic movements) and the
volume of traffic involved. At locations where the crossing was not complex (such as at Redwood
Road/Research Way and at 1070 West/2320 South) and/or where traffic volumes are not currently or
projected to be relatively high in the future (such as at Constitution Boulevard/3360 South and at
Research Way/Decker Lake Drive), pre-emption was used as the preferred transit control type in order to
allow the LRT to progress unimpeded while causing minimal inconvenience to vehicle traffic. Where
intersections existed that exhibited higher levels of complexity and higher volumes (such as at 3500
South/Constitution Boulevard and Constitution Boulevard/3100 South), priority was given to the LRT,
but the intersection was not outright pre-empted for the benefit of the LRT due to the probability that this
would cause undue increases in delays for vehicle traffic.

The grade-separated crossings along the alignment fully avoid traffic impacts from the LRT. These
include 1-15, 1-215, the Jordan River, and the UPRR Roper Yard crossing.

The Institute of Transportation Engineers (ITE) LRT grade separation guidelines shown in Table 4.3-7
were used as an evaluation tool to screen crossing locations for potential impacts. The guidelines provide
thresholds for peak hour volume per roadway travel lane, based on the number of LRT trains per hour.
Using these guidelines, ADT volumes were estimated for a transit system with 15-minute headways,
assuming 10 percent peak hour traffic and 60 percent peak direction travel.
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Table 4.3-6: At-Grade Crossings of West Valley City LRT Corridor

Road Crossing Traffic Control Type | Transit Control Type

Constitution Boulevard (2700 West) [WVC Center Signal Pre-emption
Constitution Boulevard (2700 West) [3500 South Signal Priority
Constitution Boulevard (2700 West) | 3360 South Signal Pre-emption
Constitution Boulevard (2700 West) [3100 South Signal Priority
3100 South Maple Way (south) | Signal/Crossing Gate Pre-emption
Decker Lake Drive 3100 South Signal Pre-emption
Decker Lake Drive Research Way Signal Pre-emption
Redwood Road (1700 West) Research Way Signal/Pedestrian Gate Pre-emption
Lester (1585 West) **Crossing** Crossing Gate Pre-emption
Winton Street Parkway Avenue Signal Pre-emption
1070 West 2400 South Right In/Right Out N/A

1070 West 2320 South Signal Pre-emption
1070 West **Merge** Crossing Gate Pre-emption
900 West **Crossing** Crossing Gate Pre-emption
Andy Avenue Bearcat Drive Crossing Gate Pre-emption
Andy Avenue 400 West Crossing Gate Pre-emption
Andy Avenue 300 West Crossing Gate Pre-emption

Source: Wilbur Smith Associates 2006

Table 4.3-7: ITE Grade Separation Guidelines — Daily Traffic

Number of Travel Lanes

At-Grade Feasible

Grade Separation Considered

2 lanes 15,500 20,333
4 lanes 31,000 40,667
6 Lanes 46,500 61,000

Source: ITE, “LRT Grade Separation Guidelines”, March 1992

These guidelines indicate that a four-lane road should be able to carry up to 31,000 vehicles per day with
the transit corridor being at-grade, while maintaining LOS “D” or better at crossings. If ADT on a four-
lane road is between 31,000 and 40,667 vehicles, careful design, headway coordination, and signal timing
should be undertaken to ensure acceptable conditions are maintained. If ADT on a four-lane road exceeds
40,667 vehicles, then grade-separating the road and LRT tracks should be considered. These guidelines
primarily apply only at crossing situations where there would be a railroad crossing treatment of a
roadway rather than a street-running condition.

As a means of comparison, Table 4.3-8 provides year 2006 ADT at existing Salt Lake/Sandy TRAX

crossing locations.
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Table 4.3-8: UTA TRAX Existing Salt Lake/Sandy At-Grade Crossings

Road Year 2006 ADT Number of Travel Lanes EB/WB

400 South 24,235 6

600 South 32,580 5, one-way
800 South 19,155 4
1300 South 24,885 4
1700 South 10,360 4
2100 South 40,244* 4
2700 South 7,640 4
3300 South 34,500 6
3900 South 25,880 4
6400 South 12,285 2
7200 South 33,970 5 (3/2)
Center Street 18,750 4
9000 South 34,840 4

* 2001 data provided as 2006 data is unavailable.

Source: “Traffic on Utah Highways, UDOT, 2005
The following sections describe the major roadway crossings on the new portion of the proposed LRT
line.

3500 South

3500 South is a major east-west arterial in West Valley City. It contains the only interchange with an
interstate (1-215) in the city. The Constitution Boulevard/3500 South intersection has a single left turn
lane, two thru lanes, and a right turn lane on the Constitution Boulevard approaches. Westbound 3500
South has two left turn lanes, three thru lanes, and a right turn lane. Eastbound 3500 South has one left
turn lane, two thru lanes, and a shared thru-right turn lane.

West of Constitution Boulevard, the road has a five-lane cross section. Year 2006 traffic volumes on 3500
South were 47,500 east of Constitution Boulevard and 35,300 west of Constitution Boulevard. The 2030
traffic volumes are projected to be 65,100 east of Constitution Boulevard and 48,400 west of Constitution
Boulevard.

Heavy left turn volume from westbound 3500 South is accommodated in dual left-turn lanes. Constitution
Boulevard has single left turn lanes on its approaches. Because of heavy 3500 South volumes, the LRT
would not be able to operate on full pre-emption, but would need to travel with Constitution Boulevard
thru-movements. During this LRT crossing of 3500 South, permissive left turns would be prohibited.
Because this would eliminate some left-turn permissive movements, dual left turn lanes from Constitution
Boulevard onto 3500 South are recommended, so that all intersection approaches have dual left turn lanes
operating under protected-only phasing. During final design, UTA will continue to coordinate with
UDOT and West Valley City to confirm the most effective intersection design and operational
configuration to accommodate light rail and maintain traffic flow.

Constitution Boulevard

Constitution Boulevard is a four-lane road between 3100 South and 3500 South. A single left turn storage
bay (for southbound traffic), accessing 3360 South on the east side, is the only access point in this
section; it will be signalized with the project and left turn lanes will be provided. There are 30 (19 on the
west side and 11 on the east side) separate private residential properties with minor accesses onto
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Constitution Boulevard. These are all back-gate type accesses, and 10 of them are not paved. Currently,
all of these accesses have full traffic movements in and out. The Preferred Alternative would limit
driveways to right-in/right-out access only. Few to none of the backyard driveways appear to be the
primary access to the properties. However, the widening of Constitution Boulevard to accommodate the
LRT and four lanes of traffic may make it difficult to maintain some of the accesses due to the potential
elevation differential between the road and the properties. During final design, UTA will work with
individual property owners to determine if access can be maintained or if other mitigation is needed.

Year 2006 traffic volumes on Constitution Boulevard were 14,600 ADT north of 3500 South and 16,300
ADT south of 3500 South. 2030 traffic volumes for the same segments are projected to be 18,500 and
20,700 vehicles per day, respectively.

The LRT alignment would travel on Constitution Boulevard from 3100 South to the West Valley City
Center. The right-of-way with light rail would maintain two continuous travel lanes in each direction. The
traffic volumes on Constitution Boulevard should be easily accommodated in a four-lane roadway.

3100 South

3100 South is presently a four-lane road. The Preferred Alternative is proposed to follow the south side of
3100 South between Decker Lake Drive and Constitution Boulevard. This alignment would not reduce
the traffic capacity of the road and avoids access restrictions to side streets. Existing 3100 South traffic
volumes are 12,400 ADT. The 2030 traffic volume is projected to be 17,000 between Decker Lake Drive
and Constitution Boulevard.

Decker Lake Drive and Research Way

Decker Lake Drive serves the Decker Lake Business Park between Parkway Boulevard and 3100 South.
North of Research Way, Decker Lake Lane is a three-lane road. South of Research Way, Decker Lake
Drive is a five-lane roadway with narrower (11-foot) lanes.

Decker Lake Drive would be widened to accommodate LRT in the median while retaining two travel
lanes in each direction. The Preferred Alternative would follow the median of Decker Lake Drive and
turn east onto Research Way. The E Center Station is planned to be located in the middle of Decker Lake
Drive, just north of 3100 South. The Decker Lake Station would be located in the median of Research
Way just west of Redwood Road. Research Way would be maintained with one travel lane in each
direction and a widening at the intersection approaches at Redwood Road and at Decker Lake Drive.

Year 2030 daily traffic volume for Decker Lake Drive, based on projections, is 11,900 vehicles. This
traffic can be accommodated on a roadway with two lanes in each direction. On-street parking supply on
the north side of Research Way would be maintained.

Redwood Road

The Preferred Alternative would cross Redwood Road at Research Way (2770 South) between Southgate
(2740 South) and Claybourne (2785 South). Redwood Road has signalized intersections at Frontage Road
(2200 South), 2320 South, and 2495 South, to the north; and 3100 South to the south. This crossing
location aligns with Research Way to the west of Redwood Road. Presently, Research Way is stop-
controlled at Redwood Road. The Preferred Alternative crossing of Redwood Road would require a new
traffic signal.

In this area, Redwood Road is striped as a seven-lane road, with 11-foot lanes (approximately). Average
daily traffic on Redwood Road in 2006 was approximately 44,500 vehicles. 2030 volume projected for
the segment of Redwood Road between Parkway Boulevard and 3100 South is 56,500 daily vehicles. The
ITE guidelines for grade separation indicate that a six-lane facility crossed by an LRT line should be able
to accommodate 61,000 vehicles before a grade-separated crossing should be considered, so the Redwood
Road crossing should acceptably accommodate the at-grade crossing.
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900 West

The alignment for the transit corridor would be just south of the SR-201/900 West single-point urban
interchange (SPUI). The gated crossing would have to be coordinated with the SPUI signal to ensure
effective operation of the interchange.

The 900 West/SR-201 interchange was rebuilt as part of the I1-15 reconstruction project. The interchange
is a standard SPUI with two left turn lanes in each direction and two thru lanes in each direction on 900
West. 900 West also intersects with 2100 South, approximately 600 feet to the north. The 900 West/2100
South intersection has two left turn lanes, two thru lanes, and a right turn lane on each of the 900 West
approaches. Each of the 2100 South approaches has a single left turn lane, two thru lanes, and a right turn
lane.

The 2006 ADT volume for 900 West is 14,800 vehicles. The 2030 projected volume is 18,800 daily
vehicles. A traffic simulation of the interchange (SR-201/900 West), intersection (2100 South/900 West),
and LRT crossing on 900 West were conducted to evaluate the impacts of the at-grade crossing and
provide some insight into alternatives for handling traffic control of vehicles, LRT, and pedestrians/bikes
in this area.

Several signal operation types were evaluated, with the most efficient operation being that of a semi-split
signal timing at the SPUI. In this “split” operation, when the LRT crossing gates are down, stopping
traffic on 900 West south of the interchange, either the eastbound SR-201 off-ramp traffic would be
allowed to make a left turn to northbound 900 West or the southbound 900 West left turn would be
allowed to proceed onto eastbound SR-201. Meanwhile, the westbound SR-201 to southbound 900 West
traffic, the eastbound to southbound right turn traffic, and either the eastbound SR-201 off-ramp left turn
to northbound 900 West or the southbound 900 West left turn would be held at red lights.

Based on the ITE guidelines, a four-lane facility crossed by an LRT line with the projected TRAX
operational characteristics should be able to accommodate 31,000 vehicles while maintaining acceptable
LOS. The existing 14,800 vehicles per day and year 2030 projected volume of 18,800 vehicles per day are
well within these parameters. The coordinated signal timing between the LRT crossing signal and the
SR-201/900 West interchange signal, in conjunction with crossing gates on 900 West at the LRT crossing
and on the eastbound off-ramp right turn lanes, should ensure safe and efficient operation of the crossing
and interchange for vehicles, LRT, and pedestrians/bikes.

300 West

For the at-grade rail crossing at 300 West, the alignment would be side-running on the south side of Andy
Avenue. 300 West is a five-lane roadway with minimal access management and has signalized
intersections at 2100 South, approximately 1300 feet to the north, and with the R.C. Willey/Business
Office Park, approximately 600 feet to the south. Andy Avenue is presently stop sign-controlled at 300
West. An existing railroad crossing on 300 West would need to be upgraded for the LRT operations.

Current (year 2006) daily traffic volumes on 300 West in this area are 12,800 daily vehicles. The
projected volume for the year 2030 is 16,300 daily vehicles. These volumes are well within guidelines for
traffic volumes that would not be significantly impacted by at-grade crossings.

Other Minor Crossings

Other roads would be crossed along the alignment in the West Valley LRT corridor. Traffic volumes on
these additional crossings would not be significant, but the project is featuring design treatments
addressing safety and access needs for the areas. New crossings where traffic signals or crossings would
need to be installed include 405 West (Bearcat), Lester Street, 2455 South (Parkway Avenue), 2600 West
(Maple Way), and 3360 South. The traffic control measures for these crossings are proposed as either
gated railroad crossings or traffic signals, as appropriate (see Table 4.3-6 and Figure 4.3-4).
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Mitigation

Mitigation of the impacts includes appropriate design of urban interchange signal modifications at 900
West, and widening of Constitution Boulevard to maintain two travel lanes in each direction. Both of
these measures are already considered to be part of the Preferred Alternative. In addition, UTA will

coordinate with local jurisdictions and with UDOT during final design to confirm the most effective
design and operating details for intersections within their jurisdiction.

4.3.5 Impacts to Access and Business Delivery

There are several segments of the proposed LRT line that could have impacts on business access and
delivery in the area.

Decker Lake Business Park

The proposed LRT alignment in the median of Research Way and Decker Lake Drive would affect
driveway access to several existing businesses along both roadways as well as future development in the
area. The Preferred Alternative would essentially restrict Decker Lake Drive to right-in/right-out access
between 3100 South and Research Way.

A traffic signal would be provided at one location between 3100 South and Research Way to allow full
traffic movements and alleviate access concerns caused by the LRT.

1070 West

The businesses located along 1070 West near the Chesterfield Station would be limited to right-in/right-
out to allow for LRT operations in the median of 1070 West. All of the impacted properties have
additional entrances that provide access for left turns via other roads such as 2200 South, 2320 South, and
Parkway Avenue.

There is no parking proposed to be built at this station, but shared parking with a nearby church is
planned. Additionally, signage should be considered from 2320 South and Broadway to prohibit transit
parking along these streets and to direct transit parking to the shared church lot.

Andy Avenue

Several businesses have access onto Andy Avenue, which the proposed alignment would use after it
diverges from the main Salt Lake/Sandy Line and crosses 300 West. This segment would run at grade,
and the 300 West intersection would be controlled with a crossing gate in the Preferred Alternative. The
Preferred Alternative has been designed to maintain existing access from 300 West and Andy Avenue to
local businesses. Bearcat Avenue would also be controlled by a crossing gate. Andy Avenue ends at
Bearcat Avenue.

4.3.6 Impacts to E Center Special Events

The E Center, similar to the Delta Center (now Energy Solutions Arena) in downtown Salt Lake City,
holds special events throughout the year. The E Center can be configured to hold up to 12,000 people.
The transit ridership to and from the E Center was estimated by WFRC from travel surveys. For future
year model runs, transit mode split for E Center patrons was estimated to be 5 percent of all patrons. The
transit ridership is anticipated to be lower than ridership realized at Delta Center events because of the
suburban location and plentiful parking available at the E Center. The ridership estimates would translate
to 600 riders arriving and 600 riders departing by transit during the most highly attended events.

Arriving patrons would use the LRT system on regular schedule, prior to the E Center event. The LRT
trains required to accommodate the departing riders would be located at the E Center station or staged on
the tail track at the West Valley City Center. The trains would be called forward as needed to
accommodate the departing crowds. This percentage and number of patrons would be accommodated on
the LRT system in a timely manner.
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The LRT system would slightly impact the E Center traffic patterns. The E Center events are mostly held
in off-peak hours, so the LRT system impact would not be an impact during the heaviest traffic period on
area roads. The main impacts of the LRT system on E Center events traffic operations would be the
addition of a gate at the north driveway of the E Center onto 3100 South and the traversal of the LRT
through the 3100 South/Decker Lake Drive intersection. The gate will prevent traffic from using the north
driveway onto 3100 South except when it is opened during certain events.

Arriving patrons would still access the E Center in the time and manner they currently do for events. The
major impact to departing patrons and area traffic would be the increase in the number of people crossing
3100 South to access the station. However, since significant parking is located northeast of the E Center,
events currently experience heavy pedestrian crossing of 3100 South, and there would not be a substantial
change with LRT.

The traffic pattern for departing vehicles from an E Center event is to use Decker Lake Drive to the north
and south, and 3100 South to the east to Redwood Road and west to Constitution Boulevard. For larger
events, traffic is prohibited from traveling east on 3100 South from Constitution Boulevard. This allows
for vehicles to free-flow out of the E Center parking lot through the north E Center access onto 3100
South. This traffic is only allowed to travel west to the Constitution Boulevard intersection. These
departing vehicles would also cross the LRT tracks on 3100 South and be subject to police or a crossing
guard for traffic control. This driveway would not be open during non-event times.

4.3.6.1 Mitigation

In order to allow for the continued use of the north E Center access to and from 3100 South for event
traffic, a gate will be provided at the north access/egress driveway. This will maintain the ability to use
the north driveway for major events. UTA will also coordinate with West Valley City/E Center staff to
modify the E Center event traffic management plans and procedures to specifically accommodate light
rail. Typical features for light rail include signage, lighting, and training for traffic control personnel.

4.3.7 Other Related On going Studies/Efforts

There are three important on going efforts within the West Valley LRT corridor that might affect or be
affected by this transit study. These are the UDOT 3500 South Corridor Environmental Study, the UDOT
widening of SR-201, and West Valley City’s reassessment of the intermodal center.

4.3.7.1 3500 South Corridor Study

The 3500 South Corridor Study began as part of a multi-modal Environmental Impact Statement on the
3500 South corridor. The focus of the project was an alternatives analysis for an arterial in an established
urban environment. The project looked at 3500 South from Redwood Road on the east to 8400 West on
the west. The project has a large urban design element and serves as the UDOT pilot project for context-
sensitive solutions. The project has since been modified to a UDOT Environmental Study, completed in
April 2006. The main impetus of this study was the 3500 South corridor, and many alternatives were
considered. The study did not, however, elaborate on improvements to roads that intersect 3500 South.
The main concepts from the 3500 South study that affects the Preferred Alternative are proposed future
upgrades to the intersection of 3500 South with Constitution Boulevard. These upgrades include dual left
turn lanes at all four approaches to the intersection as well as an additional through lane in both
directions, east-west. The Preferred Alternative only impacts the 3500 South corridor in that it will
require the widening of Constitution Boulevard at its intersection with 3500 South, and the LRT will
cross 3500 South at this intersection.

4.3.7.2 SR-201 Widening Project

UDOT is in the process of implementing a design-build project to widen SR-201 west of 900 West.
SR-201 was widened east of 900 West to I-15 as part of the 1-15 reconstruction project. This should not
have an impact on the Preferred Alternative.
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4.3.7.3 West Valley City Intermodal Center

West Valley City and UTA have just completed the reevaluation of the location for the planned
intermodal center. The intermodal center would be located at the West Valley City Center, to the west of
Constitution Boulevard.

4.3.8 Summary of Roadway Network Impacts

Future traffic volumes are expected to increase throughout the corridor by 2030, but the Preferred
Alternative would have the greatest effect on reducing regional VMT in the corridor. This would be
accomplished through increased rail and bus miles.

Additional traffic is expected around LRT stations with the implementation of the Preferred Alternative.
These volume impacts can be accommodated through signalization, as well as additional turn lanes in
certain locations. The biggest traffic concerns are around the Constitution Boulevard/3500 South
intersection and at the West Valley City Center station, as these areas experience some of the highest
traffic volumes within the corridor. Although the introduction of LRT would cause some delays for
automobiles at crossings when LRT trains are present, these impacts would only be minor and location-
specific.

Business access and delivery would be impacted with the introduction of LRT along Decker Lake Drive,
Research Way, Redwood Road, and Winton Street. However, reasonable mitigation strategies have been
discussed in this document to address these impacts.

With the introduction of the LRT, pedestrian safety will be a concern during E Center events in the areas
around the arena, especially at the intersection of 3100 South/Decker Lake Drive. However, there is
already significant pedestrian activity near the E Center during special events, and procedures, such as the
presence of safety officers, are currently being utilized during events to manage traffic and pedestrian
activities.

Other related on going projects in the area could potentially affect the outcome of this study. First, the
3500 South corridor study could have impacts for this project at the intersection of 3500 South
Constitution Boulevard. Also, changes in the West Valley City Intermodal Center could affect alignment
and station platform details at the end-of-line station.

4.4 PARKING IMPACTS

Parking in the corridor consists of existing public and private facilities, with little parking available for
transit or carpool patrons. The Preferred Alternative would add parking in the corridor dedicated for
patrons at transit stations. In addition, existing parking in other areas may have some effect on travel
behavior in the corridor. This section addresses both of these subjects.

4.4.1 Transit Facility Parking

Parking for transit and carpool patrons would be provided as a part of each alternative at key transfer
points. In general, parking facilities would be provided consistent with three objectives.

e Collect patrons at common locations to limit intrusion into neighborhoods and minimize
additional VMT.

o Utilize available publicly held property and joint-use sites, or purchase under-utilized property
where necessary.

e Provide sufficient numbers of spaces to match demands (both current and projected).

Parking space requirements for the Preferred Alternative were listed in Table 4.2-8. Site plans and
conceptual layouts are presented in Appendix C: Conceptual Engineering.

Where transit parking facilities will be provided, they are near the station. For most of the facilities,
access is via major highways or arterial streets, which would not result in adverse impacts to local street
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operations. Parking would not be built at the Chesterfield Station, although shared parking with a nearby
church is planned. This station would be located on 1070 West, south of 2320 South within a business
park, and all of the adjacent properties are currently developed. This station is seen as a destination station
for the employees of the surrounding business park tenants. Similarly, parking is not provided at the
Decker Lake Station. However, parking will be available at the E center lot to the east of Decker Lake
Drive, north of 3100 South.

4.4.2 Impacts on Parking in Corridor

There is generally enough parking throughout the corridor, and the proposed LRT line would not impact
the current parking needs of the corridor.

4421 On-Street Parking

There is currently very little on-street parking use throughout the corridor because of the suburban nature
of the area. Most businesses provide off-street parking to both employees and patrons. Some of the streets
around the Chesterfield Station allow for on-street parking, used chiefly as convenience parking. Parking
activity also occurs on the north shoulder of Andy Avenue, but this is not a designated parking area. No
significant impact is expected to occur from the loss of these on-street parking spaces because off-street
parking is available for most land uses in the area. The exception could be near the West Valley City
Center station, where on-street parking in residential areas is available and could be used by transit
patrons.

4422 Off-Street Parking

The project would remove an estimated 180 to 184 stalls, but the displaced stalls are spread along the
corridor and overall supply would not be affected. Specific locations that would be affected are as
follows:

e An estimated 43 spaces would be displaced west of City Hall and the Justice Court.

e A row of parking spaces at the library would be affected by the tail tracks, but the lot can be
modified to relocate all the spaces.

e The property on the northwest corner of 3500 South and Constitution Boulevard would have
approximately 14 parking spaces removed; however the building on the site has recently been
demolished.

e The business on the southwest corner of Research Way and Redwood Road would have
approximately 15 parking spaces removed.

e The business on the northeast corner of Research Way and Redwood Road would have
approximately five parking spaces removed, but this would be due to the relocation of their
access onto 1070 West. Since the relocation would free space to replace those lost parking spaces,
no net loss would occur.

e An estimated 108 parking spaces would be lost at the Macy’s warehouse on the west side of 900
West, but these are not currently in use, and substantial supply is available elsewhere on the lot.

e The business on the northwest corner of 400 West and Andy Avenue would lose one or two
parking spaces.

e Parking can generally be easily obtained most times of the day throughout the corridor. Two
attractions that periodically experience parking shortages include the E Center and Valley Fair
Mall. The E Center is the home of the International Hockey League’s Utah Grizzlies and hosts
numerous concerts and other events. The E Center has 4,100 on-site parking spaces. Valley Fair
Mall experiences increased parking demand annually between Thanksgiving and Christmas.
Other areas such as City Hall and existing and future retail and commercial properties in the City
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Center area also have large parking areas. Current parking demand at the city hall has been
observed to be high, while most other areas have substantial open supply. With the introduction
of LRT, there is some potential for transit patrons to park along the street or on adjacent
properties near the station; however, owners of off-street spaces have the ability to restrict usage
by unauthorized persons, including transit patrons, which would discourage transit parking in
private lots.

4.4.2.3 Effect of Downtown Parking Costs on West Valley LRT Ridership

Parking costs in downtown Salt Lake City are considered average when compared to other western U.S.
cities. Downtown parking is fairly plentiful during the day as well as at night and during special events.
Ridership on the current TRAX line is very good considering the amount of reasonably priced parking in
downtown Salt Lake City. Although parking prices will continue to rise, prices are expected by WFRC to
have little effect on LRT ridership.

4.4.3 Mitigation Measures for Parking Impacts

For off-street parking loss, UTA will provide compensation as described in Section 3.2. No additional
mitigation is required. For on-street parking, signage around LRT stations to prohibit parking can be used,
especially where sight distances might be impacted if automobiles were located along the streets. To
reduce the potential for transit parking in residential streets, limited-duration parking or other measures
could be applied, in coordination with West Valley City.

4.4.4 Summary of Parking Impacts

Parking in the corridor would not be affected by the introduction of LRT. Sufficient supplies of parking
will be provided at the E-Center and City Center Stations to accommodate patrons, and there is limited
potential for park-and-ride activity at other stations.

45 BICYCLE AND PEDESTRIAN IMPACTS

The No Action alternative would result in no impacts to existing pedestrian and bicycle facilities. The
bicycle and pedestrian crossing over the Roper Rail Yard that has been requested by the Salt Lake City
Transportation Advisory Board (see Preferred Alternative section below) would not be constructed. (See
Appendix E, #23, September 2002, for letter from Transportation Advisory Board.)

4.5.1 Bicycle Facility Impacts

The Preferred Alternative would have minimal effects on several sections of the existing bicycle system
as described below and in Section 4.1.3 as follows:

e The Preferred Alternative alignment crosses the Jordan River Parkway Regional Trail near 1000
West and 2250 South, south of the SR-201 crossing of the Jordan River. The trail crossing would
be grade-separated, with the light rail passing over the trail. Construction of LRT would result in
temporary re-routing of the trail during the construction of a bridge over the Jordan River. Other
impacts to the Jordan River bicycle facilities from LRT would include increased noise and
vibration levels, which are discussed in Sections 3.4 and 3.5.

e A portion of the PRATT trail that is currently being planned by others could be built concurrently
with the Preferred Alternative, if the PRATT Trail Design Option is included as part of the West
Valley LRT project. The Preferred Alternative alone would not preclude a future connection even
if special provisions for the trail did not occur before the light rail project is constructed.

e The Preferred Alternative would follow the Decker Lake Drainage Canal right-of-way from the
Jordan River to the Decker Lake Business Park, providing additional bicycle and pedestrian
access to the stations. West Valley City’s Crosstowne Trail, which parallels the Decker Lake
Drainage Canal from the Jordan River Parkway west to Decker Lake, would be temporarily
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impacted under the Preferred Alternative. A crossing of the Crosstowne Trail by LRT would
occur at Redwood Road, where the Crosstowne Trail would be relocated to the north side of
Research Way. The portion of the trail that would parallel LRT within the short section between
Redwood Road and the Redwood Nature Area would be fenced to reduce bicycle and pedestrian
conflicts with LRT. See Figure 3.11-1 for a visual representation of this area.

e Constitution Boulevard is designated as a Class 2 bike lane which includes a signed/shared
roadway for bicycles along with general traffic. The LRT line would use the median of
Constitution Boulevard from 3100 South to 3650 South, likely requiring adjustment of the bike
lane within the street or construction of a Class 1 facility through this area.

e 3100 South is a proposed Class 3 signed shared roadway; the LRT line would run along the south
side of 3100 South from Decker Lake Drive to Constitution Boulevard and cross 3100 South at
Decker Lake Drive. The introduction of the LRT line should not affect a bicycle lane being
accommodated along this segment.

e Redwood Road is a proposed Class 1 facility; the Preferred Alternative would cross Redwood
Road at 2770 South and have limited impact to the proposed bicycle facility.

Each of the above-mentioned locations could also be affected temporarily during the construction phase
of the proposed project.

Recreational bicycle facilities in the West Valley LRT corridor are heavily used during much of the year.
Any interruption and/or removal of bicycle facilities would be considered an adverse impact.

4.5.2 Pedestrian Impacts

Pedestrian circulation facilities throughout the project area are generally provided as part of the roadway
facility cross-section. While this typically includes sidewalks, pedestrian crossings, and pedestrian
signals, there are some sections along the proposed alignment where these pedestrian facilities are not
currently provided. Despite this lack of sidewalks, pedestrian activity does occur along these roadways.

The Preferred Alternative would include the provision of perimeter sidewalks and internal walkways at
each station, complementing any existing sidewalks and providing direct pedestrian access to each
station. Of the LRT stations planned, several would abut a residential or commercial area likely to
generate significant numbers of patrons accessing the system by walking. It is a priority of this proposed
project to connect these areas with stations to the greatest extent possible. In fact, the Preferred
Alternative would bring about improved pedestrian facilities that should improve the safety and efficiency
of pedestrian movement in several areas, including the West Valley City Center end-of-line station.

4.5.3 Mitigation for Bicycle and Pedestrian Facility Impacts

With the design features of the Preferred Alternative, no long-term impacts would require mitigation. The
construction period is the critical time when disruptions are likely to occur along bicycle and pedestrian
facilities. Detours may be warranted at certain crossings during the construction phase. If detours are
implemented during construction, they must be made as convenient as possible, keeping safety as the top
priority. Additional signage around LRT crossings would also help mitigate possible problems where
bicycle routes cross LRT tracks, such as at Redwood Road, Constitution Boulevard, and 3100 South.

UTA would continue to coordinate with Salt Lake County Parks and Recreation as well as city
governments on the design of pedestrian and bicycle facilities, in conjunction with the transportation
improvements described in the Preferred Alternative.

Mitigation for impacts to existing trails would consist of temporary trail detours that would maintain the
use of the trails during construction, and new connections would be provided after the project is
constructed.
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4.5.4 Summary of Pedestrian and Bicycle Facility Impacts

In summary, the No Action alternative would not provide the degree of pedestrian and bicycle access of
the Preferred Alternative, but this option also would not constrain development of the proposed trails
paralleling and bisecting the proposed alignment right-of-way. Detours would be initiated during
construction in order to maintain trail use.

With improved access to stations, amenities for bicyclists have been incorporated throughout the transit
system. Bike racks are incorporated in UTA standard park-and-ride design, and the existing bus fleet is
also 100 percent outfitted with external bike racks. Additionally, existing LRT vehicles are equipped to
accommodate several bicycles per vehicle.

4.6 IMPACTS TO RAILROAD OPERATIONS

There is only one railroad line that would be crossed by the Preferred Alternative alignment. The Union
Pacific Roper Rail Yard is located southwest of the 1-15/SR-201 interchange. In this portion of the
alignment, the LRT line is proposed to be grade-separated on a bridge to cross over this yard.

Grade separations would adequately avoid conflicts between light rail and Union Pacific rail operations.
Bridge support structures would also be placed outside of the railyard's operating envelope. The LRT
project design also will maintain adequate right-of-way for UTA’s future commuter rail line.

4.6.1 Mitigation
No mitigation would be required.
4.7 IMPACTS ON SAFETY

The two alternatives being considered have a number of attributes that affect traffic, pedestrian, and
transit safety. These features are discussed in this section.

4.7.1 Traffic

The difference in anticipated traffic safety of the alternatives relates directly to the number and types of
conflicts between transit vehicles and other traffic.

The No Action alternative would closely resemble conditions today. The Preferred Alternative would
involve constructing a double-tracked rail line in exclusive right-of-way or a roadway median.
Table 4.3-6 provides the proposed street crossing treatments for the project.

LRT operations in the median of major streets pose special requirements relative to left turn traffic. For
this type of LRT operation, median closings along 1070 West, Research Way, Decker Lake Drive, 3100
South, and Constitution Boulevard are proposed.

Accident potential could result from the improper control of left turn traffic. Accidents can occur when a
train approaches from behind left turning traffic, since a motorist’s ability to see the train is limited.
Safety would be ensured, however, since positive protection (gates and/or traffic signals) and left-turn
control arrows would be used at intersections. The design of any street-running LRT would incorporate
the appropriate positive control techniques to minimize accident potential.

Median closures would generally create safety benefits, but with some liabilities. On the positive side, the
reduction of median openings would lead to a reduction in left turns from driveways. This difficult left-
turn maneuver is also a major cause of accidents. Many of these turns would be converted to safer right
turns followed by U-turns at available median opening, or to left turns at signalized intersections. This
would reduce accident experience involving existing left turn traffic. However, U-turn movements could
result in relocation of some of the left turn accident experience to U-turn locations.
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All driveways and pedestrian access points would be located to provide adequate sight distances for the
protection of both traffic and pedestrians. Appropriate signing would be utilized in conformance with
UDOT and local city standards.

4.7.2 Pedestrians

Conditions for pedestrians in the No Action alternative would be similar to conditions as they exist today.
This is due to the fact that improvements related to this alternative are planned for areas where pedestrian
activity is already limited and similar transportation operations already occur (i.e., railroad, freeway, and
arterials).

The Preferred Alternative would generally operate at grade in streets or separate rights-of-way. All of the
street crossings of the LRT route would be at-grade. Where at-grade street or rail crossings occur
intersections would be signalized and/or gates would be provided. Identified in Table 4.3-6.

4.7.2.1 Station Areas

At some stations, transit riders approaching and leaving the station platforms will need to cross the LRT
tracks. As a standard UTA practice, design features will encourage pedestrians to cross at designated
locations with adequate crossing protection. This protection could consist of fencing, signing, signals,
and/or pavement markings, as deemed appropriate. LRT vehicles would be equipped with audible alarms
to warn pedestrians of approaching trains. In the station areas, it would also be necessary to properly
delineate the platform pavement along the edge of the track alignment to alert all pedestrians (including
the mobility-impaired) to its presence, as UTA has done at stations along the current TRAX line. This
would be done with pavement texture changes and color differences, and/or other delineation techniques.
Where pedestrians are required to walk across the LRT tracks, the track surface would be constructed
flush with the pedestrian pavement to minimize the possibility of tripping or falling.

As a standard practice, UTA will provide designated passenger waiting areas, transit shelters, and other
facilities that are both adequately separated from vehicular traffic and out of the way of pedestrian
movement.

4.7.3 Mitigation for Safety Impacts

With the proposed design, potential impacts to safety are minimized, and no additional mitigation is
required.

4.7.4 Summary of Safety Impacts

Additionally, measures such as signage and signalization would minimize potential safety hazards in the
corridor, especially at grade crossings and around LRT stations. Safety issues for traffic, pedestrians, and
transit patrons would diminish as people become more aware of LRT in the corridor.

48 TRANSPORTATION-RELATED CONSTRUCTION IMPACTS

The No Action alternative would have no construction impacts. Construction of the Preferred Alternative
is expected to impact both roadways along the proposed alignments and those crossed by the LRT
alignments. These impacts, though unavoidable, can be mitigated through a variety of techniques.

The degree of traffic disruption during construction would depend on how large the construction activity
area is and how long the construction phase will last. In some locations, streets may be closed temporarily
during nighttime hours or lanes may be closed temporarily. In addition to construction impacts due to
changes in existing street geometrics, the traffic generated by construction workers and trucks hauling
excavated material or construction supplies may also cause traffic impacts.

Potential impacts to arterial traffic, delays will occur during construction. Construction would likely be
done using half-street closures. It is not anticipated that any cross-streets would be closed entirely at any
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time. Once rail and street construction is complete, the traffic signal modifications would be installed at
the crossings and nearby intersections, but would not cause substantial traffic impacts.

During final design, site- and street-specific worksite traffic control plans will be developed in
coordination with West Valley City, South Salt Lake, and UDOT to accommaodate required pedestrian
and traffic movements. The following arterial and collector roadways are likely to be impacted during
LRT construction:

North-South Streets

e 300 West e Redwood Road

e 900 West o Decker Lake Drive

e 1070 West e Constitution Boulevard
East-West Streets

e Andy Avenue e 2770 South/Research Way

e 2320 South e 3100 South

e Parkway Avenue e 3500 South

Traffic operations will be maintained to the greatest extent possible during construction. Strategies to
minimize impacts to roadways include off-peak and night construction, construction phasing, providing
detours, temporary roadways, lane shifts, and expansion in construction areas to maintain capacity.

4.81.1 Summary of Construction Impacts

The construction period will be temporary, but can be the most disruptive element of the implementation
of the Preferred Alternative. However, mitigation measures such as nighttime work and lane reduction, as
opposed to roadway closure, will help to maintain traffic flows as much as possible.

Nighttime work should only be done in areas where traffic volumes are high and impacts to adjacent
neighborhoods will be low.

4.81.2 Construction Mitigation

With the development of construction traffic control plans and the use of best practices for signage,
flagging, and traffic control and staging, construction traffic impacts would be minimized. No added
mitigation is recommended.
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