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1. Introduction

Salt Lake City’s Westside neighborhoods are physically separated from the Eastside of Salt Lake
City, including downtown, by Interstate 15 (I-15) and several major railroad tracks, including the
Union Pacific Railroad and FrontRunner regional rail. These barriers present a daily challenge for
people who need to cross to the Eastside. Westside residents are affected daily by parked and slow-
moving freight trains, leaving crossings blocked for extended periods, and higher-speed passenger
trains, which clear crossings quickly but operate at a much higher frequency. These conditions cause
delays, longer travel times, and safety concerns for all users. Roadway overpasses of the rail tracks
and I-15 that provided uninterrupted connections are limited to just a few major streets, and several
of these have freeway on-ramps that make travel more challenging for people walking, rolling,

and cycling.

In recent years, Salt Lake City has taken steps to begin addressing the divide’, as well as
implementing several other Westside projects?. While these efforts can improve access across the
divide, a holistic approach is needed to create a unified plan for reconnecting the Westside to better
meet community needs.

Salt Lake City West—East Connections Study
(WE Connect)

Salt Lake City began a transportation study funded by the US Department of Transportation’s (USDOT)
Reconnecting Communities Pilot Program?®, to identify and prioritize solutions that improve west—east
connectivity across the divide. The planning effort will:

+ Analyze transportation needs across all modes, including driving, walking, biking, and transit.
+ Engage directly with residents and stakeholders to define the problem and co-create solutions.
¢+ Recommend infrastructure improvements that reflect community priorities and lived experiences.

Study Area

The study area comprises several Westside neighborhoods, illustrated in Figure 1. The study area is
roughly bounded by [-215, 2100 North, 2100 South, and 300 West. I-15 and the railroad corridor run
through the study area. The study area includes the following Westside Salt Lake City neighborhoods:
Rose Park, Westpointe, Jordan Meadows, Fairpark, Poplar Grove, and Glendale. In addition, the
Marmalade, Granary, and Ballpark neighborhoods located east of I-15 are also considered to the extent
that they impact connectivity to the Westside.

' Fighting the Freight Train Crisis, SLC, https://storymaps.arcgis.com/stories/7a6c29ee38a64400ab66ce917fbec2c6
2 Westside Neighborhoods Transportation Projects, SLC, https://www.slc.qov/transportation/2022/09/10/westside-projects/
% Reconnecting Communities Pilot Program, https.//www.transportation.gov/reconnecting

Figure 1. WE Connect Study Area
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Previously Completed WE Connect Documents

Foundation Report

The WE Connect Foundation Reportt highlights the impacts of major infrastructure barriers such as I-15

and the railroad. The Foundations Report is a snapshot of key trends shaping Salt Lake City and its TRAVEL CHOICE HEALTH AND ACCESS TO COMMUNITY

Westside. It highlights current conditions based on previously completed plans, studies, and available . RA
data sets. Some of the information in the Foundations Report is explored in more detail in this WE el se.xfe, WEITITNESS OPPORTUNITY VIB. NFY
and accessible Conditions for Pathways to jobs, Quality of life,

Connect Existing and Future Conditions report. : . o
g P transportation wellbeing and schools, training, and spaces, and
options healthy lives economic resources resources

45

PLANNING THEMES

Defined by what we have heard and what we have learned.

The WE Connect Problem Statement® was developed through community engagement, including a
May 2025 public event, stakeholder meetings, a survey of over 1,000 participants, contributions from
the Community Advisory Board (CAB) and Technical Advisory Committee (TAC), previous plans and
studies, and the WE Connect Foundation Report‘. The problem statement guided the development
of project goals and objectives. It will also support the identification, screening, and prioritization of . PROBLEM STATEMENTS

potential solutions. A clear description of the core issues that will guide the development of goals,

objectives, and potential solutions.
Goals and Objectives

WE Connect Goals and Objectives® were prepared to address the challenges identified in the problem
statement. Goals and objectives are organized around four planning themes defined through the WE
Connect Study process: Travel Choice, Health and Wellness, Access to Opportunity, and Community GOALS

Vibrancy, as outlined in Figure 2, to the right. Declarative statements informing what we aim to achieve long-term.

WE Connect Study Planning Process

Figure 3, below outlines the planning process and upcoming WE Connect Study tasks. Community
members will play a lead role in all phases of the 2-year study. OBJECTIVES

Measurable needs or milestones that help achieve and address the problems

to meet our goals.
@
DEVELOPING IDEAS

. ACTION PLAN
* Co-create solutions
* Screening analysis * Map to realization PLAYBOOK

Plan with projects, strategies, actions, and investments.
February - December 2025 - August 2026 -
December 2025 August 2026 January 2027

COMMUNITY ENGAGEMENT

DEFINING THE PROBLEM PRIORITIZING THE Fiaure 2. WE Connect Planning Them
. SOLUTIONS igure 2. WE Connect Planning Themes
« Community engagement
+ Foundation report * Feasibility analysis
+ Existing conditions \6 * Prioritize solutions
We are here = 4 https://www.slc.qov/transportation/wp-content/uploads/sites/11/2025/09/WEConnect-Foundations-Report.pdf

S https.//www.slc.gov/transportation/wp-content/uploads/sites/11/2025/09/WE Connect-Problem-Statement. pdf
S https://www.slc.gov/transportation/wp-content/uploads/sites/11/2025/11/WEConnect-Goals-and-Objectives-110325.pdf

Figure 3. WE Connect Project Schedule

11


https://www.slc.gov/transportation/wp-content/uploads/sites/11/2025/09/WEConnect-Foundations-Report.pdf
https://www.slc.gov/transportation/wp-content/uploads/sites/11/2025/09/WEConnect-Problem-Statement.pdf
https://www.slc.gov/transportation/wp-content/uploads/sites/11/2025/11/WEConnect-Goals-and-Objectives-110325.pdf

SLC West(—)East CONNECTIONS

12

Existing and Future Conditions Report

The WE Connect Problem Statement and the WE Connect Goals and Objectives direct the data
collection and summary efforts of this Existing and Future Conditions report. The Existing and Future
Conditions report serves as a foundation for developing and screening future solutions that address both
the immediate and long-term goals of the community.

This Existing and Future Conditions report details mobility, safety, and related community conditions on
the Westside, documenting the effects of the west—east divide. It also identifies how these conditions are
likely to change over time. The planning themes illustrated in Figure 2 serve as an organizing framework
for the report.

The report summarizes the City’s current assets and the root causes of challenges described in the
problem statement. A gap analysis of the built environment helps to understand what is missing or in

need of improvement, laying the groundwork for potential solutions that will guide future decision making.

Travel Choices

+ Barriers: I-15 and rail lines limit west—east movement; few grade-separated crossings exist.

+ Congestion and Reliability: Some corridors (e.g., 900 West, 800 South, 1700 South)
experience frequent delays due to rail blockages; delays are unpredictable and impact all
travel modes.

+ Transit: While frequent transit service exists on some corridors, gaps remain, especially in the
northern and southern Westside neighborhoods. Utah Transit Authority (UTA) does not operate
bus routes over at-grade rail crossings due to unpredictability. Planned improvements in the
UTA Long Range Transportation Plan (LRTP) will expand service and frequency by 2050.

+ Active Transportation: Most streets are low-stress for walking/biking, but key crossings are
uncomfortable or unreliable. Few low-stress west—east connections exist, especially south of
900 South.

+ Freight: Truck and freight movement is concentrated on grade-separated routes, with
increasing volumes expected as the region grows.

+ Vehicle Safety: Redwood Road and 900 West are crash hotspots; intersection safety is a
major concern.

o
860 Health and Wellness

+ Air Quality and Pollution: Westside neighborhoods are exposed to higher levels of
air pollution.

+ Healthcare Access: Limited health care facilities exist west of [-15; residents travel farther for
care. A new hospital in West Valley City (opening 2028-2029) will improve access. One in four
Westside residents lack health insurance.

+ Personal Security: Perceived safety is lower in the Westside neighborhoods, especially for
walking and using trails. Lighting issues and crime concerns persist.

+ Initiatives: Programs like Utah Department of Environmental Quality WestSide AirSense’ aim
to improve data gathering on Westside air quality and health.

Existing and Future Conditions

Access to Opportunity

+ Education: While there is significant coverage for elementary and secondary education on the
Westside, there is no public high school or university. With the exception of one charter school,
all students in the 9th grade or above must cross the divide to go to school.

+ Employment: Jobs are concentrated in transportation, warehousing, and manufacturing, but
most of these jobs are not held by Westside reisidents causing them to commute elsewhere.
Westside unemployment is higher than city and state averages.

+ Commercial Real Estate: High demand and rising rents may challenge small businesses.

+ Growth and Development: Major development projects (Power District, Utah Inland Port,
Homeless Services Campus, RE:IMAGINE Downtown SLC, and Rio Grande District) will
increase demand for improved connections and services.

+ Initiatives: Workforce development and regional transportation plans target improved access to
jobs and services on the Westside.

Community Vibrancy

+ Housing: The Westside has more single-family homes and higher ownership rates, but less
housing diversity. Many residents are cost-burdened despite lower prices.

+ Amenities: Parks, schools, libraries, and grocery stores are unevenly distributed; some
neighborhoods lack easy access to daily needs.

+ Food Access: While some full-service grocery stores and supermarkets are located along
major transit corridors, the majority are concentrated east of I-15. A third of residents live in low-
food-access areas.

+ Walkshed Analysis: Most residents live within walking distance of multiple amenities, but gaps
remain in Glendale, Rose Park, and industrial areas.

IN SUMMARY:
@ Salt Lake City’s Westside faces significant physical, social, and

economic barriers to connectivity and opportunity. The Existing

and Future Conditions report provides a comprehensive analysis
of current challenges and future needs, laying the groundwork for
targeted investments and opportunities to create a more connected,
healthy, and vibrant Westside community.

7 https.//deq.utah.qov/air-quality/westside-airsense
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2. Travel Choices

This section provides an overview of the existing transportation networks in the study area, including
transit, active transportation, and roadway infrastructure. Together, these elements form the baseline
conditions for understanding where gaps, barriers, and opportunities exist.

Travel Patterns

Travel pattern data shows that each day, thousands of Westside residents make trips across the west-
east divide to reach destinations on the city’s Eastside. Places like Ballpark, Downtown, and Capitol Hill
are major destinations for these Westside residents.

Figure 4 outlines the major weekday travel flows from west to east, broken down by neighborhood. The
pie charts show the top destinations east of I-15 and the rail corridor for Westside residents: Downtown,
Ballpark, Capitol Hill, University of Utah, and Sugarhouse. Each color in the pie chart correlates to the
neighborhood where the trip originated. Improving the walking, biking, rolling, and transit connections to
these destinations could lead to quicker and safer trips across the divide, enhancing the overall travel
experience for those making these ftrips.

16
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Figure 4. Typical Weekday Trips to the Eastside
Source: Replica Data

Existing and Future Conditions
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Street Network

Figure 5 illustrates key information about the Westside roadway network, including average daily traffic
volumes and the location of at-grade and grade-separated railroad crossings.

The busiest west—east crossing in the study area is on North Temple, which has a grade-
separated crossing over the railroad tracks. Though local and collector streets see lower traffic
volumes, many of these streets have at-grade railroad crossings where people experience delays when
crossing gates are down—extending travel times for those driving across the divide.

Several roadway improvement projects are underway in the study area. This includes construction on
600 North/700 North between 800 West and Redwood Road that will repair the road, add bike lanes,
and stripe crosswalks for improved pedestrian safety.

Additionally, in 2026, the Jordan River Bridge on 700 North will be replaced. While the bridge is closed
for construction, the closest west—east streets between Redwood Road and I-15 will be 500 North and
1000 North.

18

Figure 5. Roadway Network and Traffic Volumes

Existing and Future Conditions
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Railroad/Street Crossings

Figure 5 shows the location of 27 street crossings of active rail tracks in the study area. These
crossings cover three main sets of rail tracks, the Mainline, the Lynndyl Subdivision, and the Small
Arms Industrial Lead. The Mainline tracks—used by both freight trains and the FrontRunner
regional rail—are the most active and represent the biggest barrier to west—east travel. These
tracks divide Westside neighborhoods from downtown Salt Lake City and the Eastside.

Mainline At-Grade Rail Crossings

Of the Mainline/FrontRunner crossings, 8 out of 13 are at-grade for vehicles:

+ 1800 North (west—east crossing)

¢ 400 North (west—east crossing)

+ 300 North (west—east crossing; pedestrian overpass)

+ 600 West (north—south crossing)

¢ 200 South (west—east crossing)

+ 800 South (west—east crossing)

+ 900 South (west—east crossing)

+ 1700 South (west—east crossing)

Mainline Grade-Separated Rail Crossings

Five crossings provide grade-separated crossings of Mainline rail tracks and FrontRunner and allow for
west—east travel unimpeded by railroad blockages:

+ 600 North (west—east crossing)

+ North Temple (west—east crossing)
+ Poplar Grove (west—east crossing)
+ 1300 South (west—east crossing)
+ 2100 South (west—east crossing)

Existing and Future Conditions

The Lynndyl Subdivision tracks and Small Arms Industrial Lead tracks run primarily west-east creating
barriers to north-south travel in the study area. These railroad lines are labeled in Figure 5.

Lynndyl Subdivision At-Grade Rail Crossings

The Lynndyl Subdivision railway only carries freight traffic but is still active and includes high-delay
crossing locations. The Lynndyl Subdivision has six crossings, five of which are at-grade.

+ North Orange Street (north—south crossing)
¢ 200 South (west—east crossing)

+ 800 West (north—south crossing)

+ 900 West (north—south crossing)

+ 1000 West (north—south crossing)

Lynndyl Subdivision Grade-Separated Rail Crossing

The only grade-separated crossing of the Lynndyl Subdivision railway is a north—south crossing on
Redwood Road.

Small Arms Industrial Lead At-Grade Rail Crossings

The Union Pacific Railroad Small Arms Industrial Lead line is found in the southwest corner of the study
area, branching off from the Mainline tracks just south of 1700 South and paralleling the Surplus Canal.
These tracks are less active than the Mainline tracks or Lynndyl Subdivision, and all crossings are at-
grade. These are found at:

+ Wallace Road
+ 1300 South

¢+ Redwood Road
+ 1500 South

+ 1700 South

+ 1045 South

+ 900 West

¢ 700 West

21
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Street Connectivity

Between 2300 North and 2100 South, a distance of almost 7 miles, there are ten west—east streets
with overpasses or underpasses that cross I-15. These grade separated interstate crossings are
unevenly distributed.

Figure 6, Figure 7, and Figure 8 illustrate street connectivity for the northern, middle, and southern
sections of the study area respectively. The information on the maps includes rail crossings, 1-15
crossings, the distance between I-15 crossings, freeway access points, and locations where pedestrian
and bicycle infrastructure conflicts with interstate access and egress points. The maps also provide
information about the modes of transportation that are accommodated on each west—east corridor as it
approaches [-15.

Street Connectivity: North

North of 600 North, where land east of I-15 is largely occupied by large-scale industrial uses, there
are no continuous west—east corridors crossing the interstate (Figure 6). Traffic can access both
northbound and southbound 1-15 at 1000 North and 600 North.

The 1000 North interchange will be reconstructed as part of the upcoming I-15 reconstruction project.
More information is available in the UDOT I-15 Farmington to Salt Lake City EIS: Final Alternatives
October 202438. In addition, 1000 North will be extended east to connect to Warm Springs Road located
east of I-15. The 600 North interchange is a single-point urban interchange (SPUI) that is challenging
for pedestrians and bicycles with numerous conflict points. The interchange will be reconstructed as
a tight diamond interchange as part of the upcoming I-15 reconstruction project. This will improve
comfort and safety of pedestrians and people riding bicycles through this interchange.

8 UDOT I-15 Farmington to Salt Lake City EIS: Final Alternatives October 2024, https.//i15eis.udot.utah.gov/

22

Existing and Future Conditions

Figure 6. Street Connectivity: North
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Street Connectivity: Central

In the central section of the study area between North Temple and 800 South, crossings are irregularly
spaced, ranging from 650 feet apart to over 3,000 feet apart (Figure 7). For comparison, a typical Salt
Lake City block is approximately 660 feet wide—meaning the smallest gap is still nearly one
block wide, while the largest gap is nearly 4.5 blocks.

At 400 South, traffic can enter and exit the interstate northbound and southbound. There are pedestrian
conflicts at this location where traffic crosses a pedestrian crosswalk to enter the interstate going
northbound and where traffic exits the interstate going southbound.

A project to build a multi-use trail along the south side of 400 South from 900 West to 200 West—
including the viaduct bridge over the railroad tracks, is under construction. The project will preserve
vehicle capacity while adding a safe, dedicated space for people walking, biking, and rolling. The
project includes sidewalk and pedestrian ramp improvements, new striping, a physical barrier
separating the trail from traffic, and minor median adjustments. Most construction is complete, as of
December 2025, with remaining work focused on the 300 West signal, art fence, and minor details. The
bikeway will open after these tasks are finished, and green paint will be applied in spring 2026 when
temperatures allow. The trail will connect to bike lanes on 900 West, 300 West, and 200 West, and link
to public spaces like Pioneer Park. The project is a partnership between UDOT and Salt Lake City.

Existing and Future Conditions

Figure 7. Street Connectivity: Central
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Street Connectivity: South

Figure 8 shows the southern section of the study area where crossings are widely spaced—3,000
feet apart, or nearly 4.5 blocks—with the exception of the 800-foot spacing between 900 South and
800 South. There are two freeway access points in the section:

+ At 1300 South, freeway entrance and exit ramps cross pedestrian crosswalks, and bike sharrows
on the segment of the road approaching the interstate from the west create a mixing zone for
bicycles and cars entering and exiting the interstate.

+ At 2100 South, there are potential pedestrian conflicts at the entrance ramp for I-15 northbound
and the exit ramp of I-15 southbound.

Between crossings, the street network is disconnected. Many west—east streets terminate at north-
south streets that run parallel, the interstate. On the eastern edges of Rose Park, Fairpark, and
Poplar Grove neighborhoods, residential uses directly abut the interstate, with some homes located
less than 60 feet from the interstate.

26
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Figure 8. Street Connectivity: South
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Vehicle Traffic and At-Grade Railroad Crossings

Figure 9 shows congestion in the study area during the afternoon peak period, measured as volume/
capacity (v/c) ratios.

The v/c ratios are used to compare a road’s traffic counts with the road’s maximum carrying capacity.
When a roadway approaches a rating of 1.0, drivers are likely to experience some level of traffic
congestion; ratios over 1.0 are normal on urban streets.

Most streets in the study area are not congested and, in fact, have more capacity than needed
based on the level of demand. However, several of the streets with at-grade railroad crossings
experience congestion during peak periods:

The heaviest congestion is found on 900 1300 South, which has the second
South, which has an at-grade crossing heaviest congestion of the west—east

of the FrontRunner and Mainline freight corridors in the study area, has a grade-
tracks with an average of 77 blockages separated crossing of the FrontRunner
and 141 minutes of delay per day. and Mainline tracks.

Redwood Road has a grade-separated Segments of 900 West, which has an at-
crossing north of Poplar Grove, where grade crossing of the Lynndyl Subdivision
congestion is low, and an at-grade with an average of 28 blockages and
crossing south of California Avenue, 90 minutes of delay per day, experience
where congestion is high. peak-hour congestion.

More detail on at-grade rail crossing delay is provided in Figure 11 and Figure 12.

Figure 9. Traffic Volume, 2023

Existing and Future Conditions
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2050 Projected Traffic Volumes

Table 1 outlines the annual average daily traffic (AADT) volumes in the study area for 2023 and
projected in 2050 with their corresponding locations shown in Figure 10.

Compared to 2023 traffic counts shown in Figure 9, Wasatch Front Regional Council (WFRC) 2050
projections show substantially increased traffic volumes on west—east surface corridors both with
grade-separated crossings and at-grade crossings by 2050:

+ Traffic on 800 South, which has a high-delay at-grade crossing, is projected to increase by 75%
(7,500 vehicles/day) by 2050.

+ Traffic on 1700 South, which has a high-delay at-grade crossing, is projected to increase by 41%
(4,500 vehicles/day).

+ Traffic on 600 North, which has a grade-separated crossing, is projected to increase by 18%
(3,000 vehicles/day).

+ Traffic on 2100 South, which has a grade-separated crossing, is projected to increase by 37%
(4,000 vehicles/day).

+ Traffic on North Temple, which has a grade-separated crossing, is projected to increase by 27%
(7,000 vehicles/day) at the railroad crossing and by 89% (8,000 vehicles) on the segment that
spans most of the Westside.

The two locations with the highest projected increase in traffic also have high-delay at-grade
rail crossings. 800 South has an at-grade crossing with an average of 2 hours and 21 minutes of
daily delay, and 1700 South has an at-grade crossing with an average of 4 hours and 49 minutes of
daily delay. This highlights the need for grade separation at these locations.

Table 1. 2023 and Future Traffic Volumes Table

iD STREET 2023 AADT 2025 AADT INCREASE
A W 1000 North 11,000 12,250 +1,250 (+11%)
B W 700/600 North 17,000 20,000 +3,000 (+18%)
C W North Temple Road 13,500 25,500 +8,000 (+89%)
D W North Temple Road 26,000 33,000 +7,000 (+27%)
E Poplar Grove Street 15,000 18,500 +3,500 (+24%)
F Indiana Avenue 7,500 12,000 +4,500 (+60%)
G Indiana Avenue 10,000 17,500 +7,500 (+75%)
H California Avenue 18,000 19,00 +1,000 (+5%)

I California Avenue 10,000 12,500 +2,500 (+25%)
J  California Avenue 10,000 17,500 +7,500 (+75%)
K W 1700 South 8,000 9,400 +1,400 (+18%)
L W 1700 South 12,000 16,000 +4,000 (+43%)
M W 1700 South 11,000 15,500 +4,500 (+41%)
N W 2100 South 5,200 6,700 +1,500 (+29%)
O W 2100 South 11,000 15,000 +4,000 (+37%)

Figure 10. Future Traffic Volume (2050 Projections)

Existing and Future Conditions
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Travel Reliability

Getting across the Westside is not just about distance, it's about reliability. During study engagement,
Westside residents expressed frustration with the persistent impact rail crossings have on their ability to
travel reliably between their neighborhoods and the rest of Salt Lake City. Physical barriers—including
the freight rail corridor, unpredictable train activity, and I-15—restrict west—east connectivity and limit
reliable travel options for people walking, biking, rolling, or using transit. These barriers contribute to
longer, less predictable trips and constrain access to jobs, services, and destinations citywide.

Salt Lake City’s street network follows a standard grid layout with long, 660-foot blocks. While the grid
system typically supports easy navigation, travel reliability is disrupted by the Mainline rail tracks that
bisect the city—and to a lesser degree, the Lynndyl Subdivision line that runs west—east through the
Westside. Both rail lines have several highly active at-grade crossings. These tracks improve regional
freight flow but create significant delays for vehicles, bicycles, and pedestrians at these crossings.

At-Grade Rail Crossings

This section examines how rail gate closures and other divide-related barriers affect travel times and
consistency across different modes of transportation. The video data collected and summarized in Figure
12 provides a clearer picture of where reliability issues are most acute and how they impact the everyday
travel experience for Westside residents.

+ The observed crossings had an average of 67 blockages per day, with an average of 2 hours and
40 minutes of cumulative gate-down time per day.

+ Blockages vary considerably in length—FrontRunner blockages last for only 1 minute, while
freight train delays can last for hours.

+ During long blockages, long queues of vehicles, pedestrians, and bicyclists can accumulate.
Vehicles are prone to abandon the queue and seek alternate routes, but pedestrians and bicyclists
may not be able to reroute easily because of the spacing between grade-separated crossings.

+ Long wait times can foster unsafe situations. Pedestrians sometimes cross trains stalled on
the tracks by climbing under or between rail cars. In the early stages of engagement, public input
reported that drivers become frustrated about blockages and drive aggressively and unsafely
when rerouting.

+ In the community survey, some drivers reported that they’d like to bike or walk more but don’t
because they need to be able to reroute when trains block their paths.
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Blockages and Queues

The study team collected video data across three weekdays from 5:00 AM to 12:00 AM in May 2025

at nine at-grade rail crossings in the study area, these crossings are detailed in Figure 11. This data
illustrates the extent to which the crossings disrupt local mobility. Figure 12 presents the findings

on delay at each crossing, outlining the average daily number of blockages, the average total daily
blockage time, the maximum observed queues by mode, and the maximum observed number of
vehicles that turn around or reroute as a result of blockages. Summarized below, the data presented
is for both directions of travel at each crossing location.

¢ The north—south crossing on 600 West (crossing #2 in Figure 11) has the highest number of
daily blockages, peak hour blockages, and the highest cumulative blockage time. During the 3-day
data collection period, 600 West was blocked for an average of over 8 hours each day.

+ 300 North (crossing #1 in Figure 11) and 1700 South (crossing #9 in Figure 11), west—east
crossings, also have frequent blockages and high total blockage time, with both approaching nearly
5 hours of total blockage time per day.

+ 200 South (crossing #6 in Figure 11) has frequent blockages but has a comparatively low total
blockage time, with each blockage lasting an average of 1 minute and 44 seconds.

¢ During the PM peak period from 3:00 PM to 6:00 PM, 900 West (crossing # 4 in Figure 11)
experiences the longest average vehicle queues, with approximately 24 vehicles lined up for
each of the 16 average blockages.

While the data collected reveals some patterns about at-grade crossings in the study area, the
blockages are impossible for the community to predict and plan travel around because the freight
trains do not operate on a published schedule. The unpredictable train delays lead to feelings of
frustration and uncertainty, as expressed by participants in the study’s community survey and
kick-off event.

Figure 11. At-Grade Crossings in Study Area
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Figure 12. At-Grade Rail Crossing Blockages and Queues
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Salt Lake Garfield and Western Railway Yard
Relocation and Capacity Expansion

Blockages and long queues at north-south at-grade rail crossings
in the study area are primarily caused by the interchange of two
major US railroads, Union Pacific and the Burlington Northern
Santa Fe (BNSF) Railway, with the Salt Lake Garfield and Western
(SLGW). When SLGW receives and sends freight cars, north-south
running streets, primarily 1000 West, 900 West, and 800 West,
can be blocked intermittently for up to an hour or more due to
switching movements across six tracks to pull and place cars at
the interchange. Video data in Figure 12 showed 600 West had the
highest number of daily blockages, while 900 West experienced
the longest average vehicle queues. At 600 West, one observed
blockage resulted in 14 hours of gate downtime—an outlier, but a
clear indicator of the significant impact train switching has on traffic
in the area.

In 2018, UDOT was awarded a $13.65 million dollar federal
Infrastructure for Rebuilding America (INFRA) Grant to relocate

its current interchange, at roughly 900/1000 West, to a new West
Interchange, shown in Figure 13. SLGW is contributing at least
another $10 million, and likely significantly more, to this project
based on final costs. The existing East Yard Interchange has a
capacity of 65 car lengths across five tracks, with Tracks 2—6 used
for interchange. The relocated West Interchange will transfer freight
rail movements out of the SLGW East Yard near the Utah State
Fairgrounds, reducing delays related to Union Pacific and BNSF
interchange with SLGW at six downtown Salt Lake City railroad
crossings by about 90%.

While not eliminating delays entirely, the pending INFRA

grant obligated in 2021 will significantly shorten intersection
blockage times, improving travel for residents and commuters.
According to UDOT, the project is expected to generate $13.1
million in travel time savings (discounted at 7%) over 20 years for
Salt Lake City vehicle users. In addition, the project will increase
SLGW unit train capacity, benefiting overall freight movement in the
region. The project is anticipated to begin construction in 2026.
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Figure 13. SLWG Interchange Yard Relocation Map
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Public Transit

Public transit plays a vital role in shaping the accessibility and economic vitality of Salt Lake City,
helping all residents have access to opportunity and the ability to thrive. While UTA and Salt Lake City
have been working to make frequent, reliable service available to all, gaps in the network remain.

The study area is served by a variety of transit types operating at different frequencies and different
service spans, which are outlined in Table 2.

Table 2. Service Span and Headways by Route Type

Weekdays: 30 minutes Weekdays: 5 AM—-10 PM
FRONTRUNNER  Saturday: 60 minutes Saturday: 8 AM—-12 AM
Sunday: no service Sunday: no service
Weekdays: 15 minutes Weekdays: 4 AM—12 AM
TRAX LIGHT RAIL  Saturday: 15 minutes Saturday: 4 AM—-12 AM
Sunday: 30 minutes Sunday: 5 AM-12 AM
Weekdays: 15 minutes Weekdays: 7 AM-7 PM
Weekdays: 30 minutes Weekdays: 4 AM—7 AM; 7 PM-12 AM
FREQUENT BUS .
Saturday: 15 minutes Saturday: 9 AM—-11 PM
Sunday: 30 minutes Sunday: 6 AM—9 PM
Weekdays: 30 or 60 minutes ~ Weekdays: 6 AM-9 PM
LOCAL BUS  Saturday: 60 minutes Saturday: 6 AM-9 PM
Sunday: no service Sunday: no service
Weekdays*: 30 or 60 minutes  Weekdays: 6 AM—9 AM
LIMITED BUS  Saturday*: 60 minutes Saturday: 6 AM-9 AM
Sunday: no service Sunday: no service

*Weekday and Saturday service varies based on route

Existing Transit Network

Figure 14 shows the existing transit network in the study area. Access points into the Westside
neighborhoods via transit are limited, because freight rail and regional rail crossing blockages can
lead to unpredictable delays, UTA does not operate bus routes over at-grade rail crossings. This
means that sections of the study area are not within walking distance of frequent transit.

Bus routes that travel to and from the Westside operate only on corridors with grade-separated
crossings (600 North, North Temple, Poplar Grove Street, and 1300 South). Only two of these—North
Temple and 1300 South—have frequent transit routes with service that runs every 15 minutes.

In addition to the fixed-route transit, the Westside is also served by UTA On Demand, which is a corner-
to-corner, demand-responsive service operating in the Westside and four other parts of UTA’'s service
area that are under served by fixed-route transit.

Salt Lake City and UTA have made substantial progress in improving transit access to and within the

Westside by introducing UTA On Demand service to connect riders to other transit network services

and adding new frequent-service routes. However, continued efforts are needed to close remaining ) o .

gaps and ensure reliable access for all neighborhoods. Figure 14. Existing Transit Network

40 41



Frequent Service Network

The frequency map in Figure 15 shows areas of the Westside where customers are within a 1/4 mile
(approximately 10-minute walk) of a transit service with a frequency of 15 minutes or better. While most
of the Westside has access to frequent transit, there are significant portions of the study area that do
not. These include:

¢ The northern section of the study area (north of 1300 North)

+ The northwestern section of Fairpark (north of the Jordan River)

+ The east side of Poplar Grove (just west of |-15)

+ The southeastern portion of the Glendale neighborhood (just west of 1-15)

The frequent transit map, to the right, represents peak hour service only. On weekends and in the
evenings, service levels fluctuate, which reduces access to frequent transit service. This can pose
challenges for residents with non-typical working hours. Moreover, even in the parts the study area
that do have access to frequent transit within a 10-minute walk during peak periods, frequent west—
east service is limited.

The TRAX Green Line is the only frequent service transit line that provides direct west—east
service from Redwood Road to the neighborhoods east of I-15. The two frequent bus routes
that cross I-15 and the railroad tracks—Route 1 on North Temple and Route 9 on 1300 South—take
circuitous routes that deviate north and south before crossing. Therefore, even for residents who
live within a quarter mile of frequent transit service, bus trips might be too long to be a viable
transportation option.

Gaps in frequent west to east bus service are more prominent in the southern portions of Salt
Lake City due to limited grade separation. A future grade-separated crossing on 900 South, a
corridor identified as a priority for frequent service in the Salt Lake City Transit Master Plan®, would
prevent buses from having to detour to 1300 South and allow more evenly spaced west—east lines.

% Salt Lake City, 2017 Transit Master Plan, https.//www.slcdocs.com/transportation/Plans/SLC_TMP_FULL_FINAL.pdf
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Boardings and Alightings

Figure 16 shows the total transit boarding and alighting by stop. In the study area, ridership is highest
along North Temple, the alignment of the TRAX Green Line. Ridership on bus lines is distributed
relatively evenly across the routes in the study area, with higher concentrations of riders where bus
lines intersect, such as at the intersection of Redwood Road and Poplar Grove Street and of
Redwood Road and 1700 South.

The highest ridership stops are at the FrontRunner stations just east of the study area—North Temple
Station and Salt Lake Central Station. Despite their proximity to the Westside, both transit stations
are challenging to access from the Westside due to rail crossings and limited pedestrian facilities.

The top study area locations for stop activity include:

L 4

*

*

North Temple Station (FrontRunner), 2293 boardings and 2399 alightings

Salt Lake Central Station (FrontRunner) 1225 boardings, 1448 alightings

North Temple Bridge/Guadalupe (TRAX Green), 1149 boardings and 1175 alightings
1940 W North Temple Station, 944 boardings and 911 alightings

Salt Lake Central Station (TRAX Blue), 1026 boardings and 602 alightings

Figure 16. Boardings and Alightings by Transit Stop

Existing and Future Conditions
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Transit Stop Amenities

Figure 17 shows the distribution of three key transit stop amenities—shelters, lighting, and benches—
across the 196 transit stops in the study area. Nearly 22% of stops in the study area have neither
benches nor lighting, and 85% have no shelter. Nearly 37% of stops have lighting but no benches.

Street-specific observations include the following:

On Redwood Road, a major north- Most stops on Poplar Grove Street lack
south corridor with frequent service, shelters. Some also lack benches.
transit amenities and access are limited.
Over 50% of stops lack benches and
lighting, and nearly 85% of transit
stops on Redwood Road lack shelters.

Most stops on 1700 South Some stops on North Temple
have no amenities (lighting, have no amenities (lighting,
benches, or shelters). benches, or shelters).

UTA’'s Bus Stop Master Plan (BSMP)° sets amenity levels based on ridership thresholds, with higher
ridership stops qualifying for shelters, benches, trashcans, lighting, and other features. Lower ridership
stops typically receive only basic features like a sign and timetable case. Although it is not Salt Lake
City’s direct responsibility to illuminate bus stops or provide amenities, the City has previously funded
amenities at stops below UTA’s thresholds to improve equity and rider experience.

10 UTA BSMP, https://www.rideuta.com/Current-Projects/Bus-Stop-Improvement-Efforts

Figure 17. Benches, Lighting, and Shelters by Transit Stop

Existing and Future Conditions
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Sidewalk Availability

Figure 18 shows transit stops that have an ADA-compliant 5-foot-by-8-foot landing pad at the transit
stop and have complete sidewalks within a quarter mile of the stop. Most stops in the study area have

sidewalks, but 26% of stops do not have landing pads at the transit stop.

UTA has achieved considerable progress in upgrading landing pads; however, certain areas
continue to exhibit accessibility gaps:

Nearly 70% of stops on
Redwood Road do not have

ADA-compliant landing pads.

Most stops on 1700 South lack
ADA-compliant landing pads.

Some stops on California Avenue
lack ADA-compliant landing
pads. Sidewalks are missing on
some sections of Poplar Grove.

A few stops on North Temple lack
ADA-compliant landing pads.

Salt Lake City established a goal to, “provide safe and comfortable transit access and waiting

experience” in its Transit Master Plan®. Key outcomes of this goal include expanding bicycle and
pedestrian access to transit, enhancing the transit waiting experience, and improving the universal

accessibility of stops and stations.

Figure 18. ADA Compliance and Sidewalk Completeness by Transit Stop

Existing and Future Conditions

49


https://www.slcdocs.com/transportation/Plans/SLC_TMP_FULL_FINAL.pdf

West €—p East

50

Future Transit Network

UTA has identified planned improvements to the transit system within the study area within UTA Moves
2050. Figure 19 illustrates the cost-constrained 2050 transit network as outlined in UTA's LRTP*.

This network represents three phases of planned improvements to the overall network:

+ Phase 1 (2023-2032) will expand FrontRunner service to 7 days a week, implement new Rapid Bus
and Enhanced Bus lines, add on-demand zones, and expand Sunday service on all routes.

+ Phase 2 (2033-2042) will implement a new TRAX line, continue improvements to the FrontRunner,
and make bus corridor upgrades.

+ Phase 3 (2043-2050) will further expand the new TRAX line, add frequent bus service, and
local routes.

Several transit improvements are planned in the study area:
¢ In Phase 1:

* A new local bus route will be implemented on Redwood Road north of North Temple, connecting
into Davis County.

*  UTA will improve bus frequency on Redwood Road.

* UTA plans to improve frequency on several west—east bus lines that serve the Westside:
+ Route 1: Rose Park/South Temple
¢+ Route 205: 500 East (Travels on 600 North in study area)
+ Route 9: 900 South
¢+ Route 4: 400 South/Foothill Drive (Travels on Poplar Grove Street in study area.

+ Together, these frequency updates will create four frequent bus routes running from
Redwood Road to the neighborhoods east of I-15, without north or south deviations—up from
zero today.

* |n Phase 2 and 3:

* The TRAX Orange Line will extend from the University of Utah to the Salt Lake City International
Airport. The first phase of the project, from the University of Utah to Salt Lake Central Station will
take place in Phase 2. The extension from Salt Lake Central Station, to the airport will take place
in Phase 3.

Bus frequency improvements on 600 North, Poplar Grove, and 2100 South will eliminate many of the
gaps in frequent transit coverage identified in Figure 15, and the new local transit service on Redwood
Road north of 1000 North will introduce transit service to an area that currently does not have fixed-
route service.

The Orange Line through the Westside will improve convenient access to destinations like the Salt
Lake City International Airport, the University of Utah, Research Park, and Rice-Eccles Stadium. Along
North Temple where the Green Line currently runs and the Orange Line will be implemented, light

rail frequency will be doubled. Westside residents will have access to direct light rail service to the
University of Utah and Research Park.

*The transit network shown in Figure 19 reflects UTA’s LRTP as of its latest update. Planned
improvements and network configurations are subject to change based on funding availability, policy
decisions, and future planning efforts. This representation is for planning purposes only and does not
guarantee implementation of all elements depicted.

Figure 19. Fiscally Constrained 2050 Transit Network

Existing and Future Conditions
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Active Transportation

Figure 20 shows active transportation (bicycle and pedestrian) facilities, crossings, and gaps across
the study area. High-comfort options—Ilike protected bike lanes and paved trails—make riding
accessible for all ages and abilities.

The 9 Line Trail and Folsom Trail stand out as key connections across the rail lines and under I-15.
Painted bike lanes exist on corridors such as 300 North, North Temple, 200 South, 700 South, 800
South, and 1700 South, but offer lower comfort and safety.

Missing sidewalks, narrow viaducts, and poorly lit underpasses (notably at 600 North, 400 South, and
2100 South) create inaccessible conditions, especially for people with mobility needs. Long, steep
viaducts and the absence of ADA features like curb ramps can make some routes unusable.

Rail crossings are a major obstacle. Stopped or slow-moving trains
frequently block access, leading to long waits, risky and illegal

crossings, or detours to distant viaducts.
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As Figure 20 shows, high-comfort routes like the 9 Line and Folsom Trails are unreliable due to at-
grade rail crossings, while viaducts like North Temple, 400 South, and 1300 South provide reliable but
uncomfortable options. The pedestrian bridge at 300 North is the only crossing that offers both comfort
and reliability.

I-15, 1-80, and their respective interchanges further limit connectivity. Crossings—both overpasses
and underpasses—are shown on Figure 20. While crossings are more frequent near downtown, they
become sparse to the north and south, reducing access between neighborhoods.

Figure 20. Existing Active Transportation Network

Existing and Future Conditions
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Bicycle Level of Traffic Stress (BLTS) Analysis

The bicycle level of traffic stress (BLTS) analysis estimates the level of comfort for people biking on

a given roadway segment. The BLTS analysis identifies where gaps or deficiencies in a bike network
exist and provides a measure of how likely different types of riders are to use the facility based on their
ability and comfort level. Figure 21 illustrates the spectrum of which scores are suitable for different
population groups and what their designs might look like.

BICYCLE LEVEL OF TRAFFIC STRESS

INCREASING LEVEL OF COMFORT, SAFETY, AND INTEREST IN
BICYCLING FOR TRANSPORTATION

BLTS 4 BLTS 3 BLTS 2 BLTS 1
Higher stress and More traffic stress Little traffic stress Little traffic stress
higher attention and more attention and some attention and little attention

required; suitable only
for confident adults.

required; comfortable
for many adults who
currently ride.

required; suitable
for most adults.

required; suitable for
almost all cyclists.

~. | 2 =

Figure 21. Bicycle Level of Traffic Stress by Street Type
Source: Adapted from Mineta Transportation Institute, 2021
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Existing and Future Conditions

BLTS is determined by characteristics of a given roadway segment that affect a bicyclist’'s perception of
safety and comfort, including posted speed limit, number of travel lanes, and the presence and character
of bicycle lanes.

The combination of these criteria classifies a road segment into one of four levels of traffic stress:

+ BLTS 1 represents roadways where bicyclists of all ages and abilities would feel comfortable riding.
These roadways are generally characterized by low volumes, low speeds, no more than two travel
lanes, and traffic control measures at intersections. These roadways may have bicycle facilities;
separated shared-use paths for bicycles also fall into this category.

+ BLTS 2 represents slightly less comfortable roadways, typically comfortable for the “Interested but
Concerned’™ populations. This is where most adults would feel comfortable riding.

+ BLTS 3 represents moderately uncomfortable roadways, where confident and experienced cyclists
usually feel comfortable riding but most riders experience increasing levels of stress.

+ BLTS 4 represents high-stress roadways where only the “Strong and Fearless”" bicyclists would feel
comfortable riding. These roadways are generally characterized by high volumes, high speeds, several
travel lanes, and complex transitions approaching and crossing intersections.

The results of the BLTS analysis identify existing areas that are low stress for many bicyclists, as well as
the degree to which roadways must be improved in order to provide a comfortable experience for riders of
all ages and abilities. Additionally, scenario testing can be used to determine how a roadway or a route’s
level of stress may change with improvements.

" Low Stress Bicycling Network Connectivity, Mineta Transportation Institute, Report 11-19, May 2012
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Findings

Overall, the study area is a relatively low-stress place to walk or bike (excluding interstates and ramps):

+ 85% (~230 miles) of street centerline miles are BLTS 1 or 2
+ 15% (~39 miles) are BLTS 3 or 4

In the study area, higher stress streets tend to be major roadways with many lanes, higher speed limits
and daily traffic volumes, and limited bicycle facilities. These roadways are not concentrated but bisect
the study area at regular intervals, including:

+ 600 North + 800 South + 2100 South + 400 West
+ 200 South + 1300 South + Redwood Road + 300 West
+ 400 South + 1700 South + 100 West

However, key west-east crossings of the interstate and rail, including 600 North, North Temple, 200
South, 400 South, 800 South, 1300 South, 1700 South, and 2100 South, are BLTS 3 or 4—meaning
they are uncomfortable for most cyclists. This is especially important south of 900 South where there
are no low-stress crossings within the study area boundary of 2100 South for nearly 2.5 miles.

Lower-stress streets are typically neighborhood roads with fewer lanes, lower speed limits, and
dedicated low-stress bicycle facilities. In the study area, there are relatively few low-stress (BLTS 1)
west-east connections: 300 North, Folsom Trail/South Temple, 9 Line Trail/900 South, and Fayette
Avenue. Each of these routes have high-quality protected bike lanes, separated trails, or are a small
neighborhood street.

First-Last Mile Transit Connections and BLTS

Low-stress bicycle facilities play a critical role in strengthening first-mile last-mile connections to transit
by making it more comfortable and safer for people to access transit options without relying on a
personal vehicle.

Figure 22 shows the five TRAX stations in the study area:
+ Jackson/Euclid Station (North Temple) and North Temple Bridge/Guadalupe Station (North Temple)

* Both stations on North Temple are surrounded by BLTS 4 facilities, making them uncomfortable
to access for all but the most “Strong and Fearless” 11 cyclists.

¢ Planetarium Station (400 West) and Old Greektown Station (200 South)

* Planetarium and Old Greektown are surrounded by BLTS 3 facilities—uncomfortable for
most riders.

+ Salt Lake Central Station (600 West).

* Salt Lake Central is the only station in the study area with BLTS 1 access, offering comfortable
conditions for all ages and abilities.
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Figure 22. BLTS Existing Network and Transit

Existing and Future Conditions
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Connected Islands Analysis

Connected islands refer to cohesive zones where cyclists can navigate through a network of streets
characterized by low stress and minimal interaction with vehicular traffic (BLTS 1 or 2). These include
most residential streets and collectors or arterials that have suitable facilities separating people biking
from vehicle traffic.

The connected island analysis highlights areas where a person biking can travel on a network of low-
stress streets without encountering a high-stress barrier, streets with BLTS 3 or 4. Larger connected
islands mean that a person can access a larger area via bike on a continuous low-stress network.

Findings

Analyses were done for the BLTS 1+2 network, BLTS 1 network, and BLTS 1 with unreliable rail
crossings as barriers and results are compared below.

+ In both the BLTS 1+2 (Figure 23) and BLTS 1 (Figure 24) connected islands analyses, a single,
large island comprises most of the study area.

¢ Inthe BLTS 1 analysis (Figure 24), there are sizable islands—greater than 3 miles of BLTS 1
streets— to the northwest and southwest corners of the study area, and smaller islands (less than 3
miles of BLTS 1 streets) scattered throughout.

¢ The BLTS 1+2 analysis (Figure 23) absorbs the larger island in the northwest of the study area
along with some of the smaller islands elsewhere. In comparison, the average island size in
the BLTS 1 analysis was about 7 miles of connected streets, while in the BLTS 1+2 analysis it
increased to 12 miles.

The connected islands analysis accounts for low-stress street connectivity only and does not consider
other factors affecting access to destinations. While there may be a connection linking areas together,
the trip length required to make that connection is not considered. For example, in the BLTS 1 analysis,
there are only two connections—Jordan River Trail and the 800 West/North Temple signalized
intersection—along the 4-mile length of North Temple linking north-south. This means that any
low-stress trips would add significant (and often prohibitive) distance. Similarly, there are only four west-
east connections in both the BLTS 1 and BLTS 1+2 analyses across |-15 and the rail corridor along the
10-mile length of the study area, which are mostly grouped in the center. This means traveling much
longer distances to find a low-stress connection.

The barrier of unreliable rail crossings further bisect the connected islands along the rail corridor
(Figure 25). The four existing BLTS 1 west-east connections are inhibited by these unreliable
crossings, as a train blockage could eliminate any low-stress connection no matter the detour length.
With these barriers, the largest connected island is broken into four separate islands: three
small and one large.

Figure 23. Connected Island Analysis — BLTS 1 and 2

Existing and Future Conditions
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Figure 24. Connected Island Analysis — BLTS 1 Only
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Figure 25. Connected Island Analysis — BLTS 1 and Railroad Crossings

Existing and Future Conditions
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Existing and Latent Travel

To analyze new crossings of the interstate and rail corridor barriers for active transportation users,

the latent crossing potential was estimated based on an evaluation of short trips that could be

shifted from driving to walking, biking, or rolling. This analysis evaluates proximity, trip distances,

and perpendicularity of trip flows to estimate latent crossing demand along the west-east barriers for
theoretical crossings spaced at regular intervals. Figure 26 provides a high-level overview of the mode
shift analysis methodology.

Figure 26. Crossing Potential Analysis Explainer

To examine existing trips crossing the barriers, vehicle trips under 3 miles were highlighted because
of their potential to shift to active modes. Origin-destination (OD) data is visualized in Figure 27,
showing general travel patterns within the study area. There are high numbers of active transportation
trips crossing the barriers around South Temple/Arena Station and around 1700 South. The highest
volumes of existing short vehicle trips are in the southern part of the study area near 1700
South, with additional high volumes near South Temple/Arena Station and around 700 South.

Findings
Crossing potential is estimated at regular increments along the interstate and rail corridor barriers for the
whole study area. The highest potential for converting trips crossing the barriers from driving to
active transportation is centered near the middle of the study area, around North Temple, and in

the south end of the study area around 1700 South. While the Folsom Trail and South Temple already
provide low-stress facilities around North Temple, these crossings can be unreliable due to rail crossings that
are frequently blocked. The 1700 South crossing is high stress. In addition, there is strong latent demand
potential at the 200 South, 400 South, and 800 South crossings, which are also high stress. This analysis
should be viewed as a high-level estimate of crossing potential and as a comparative tool rather than a
forecast of actual trips that could shift to active transportation trips.
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Freight and Goods Delivery

Freight and goods movement plays a vital role in the Westside’s transportation network, supporting
both local industrial activity and the broader city economy. Truck traffic, industrial land uses, and
delivery access points actively shape daily street operations—often competing for space with residents,
visitors, and other travel modes.

This section outlines current truck volumes, the role of industrial activity in generating freight demand,
and the patterns of goods delivery within the study area. It also considers future needs, aiming to
accommodate freight mobility and last-mile delivery while balancing the safety, livability, and evolving
land use in the Westside.

Due to its central location and the density of railroad routes, the Wasatch Front Region is an important
hub of freight movement in the US, often referred to as “the Crossroads of the West.” In addition to the
Union Pacific freight rail corridor that forms the eastern border of the Westside neighborhood, the study
area is home to several important truck routes. In fact, the value and weight of freight traffic carried by
trucks outweighs that carried by freight rail, with 54% of the total weight and 64% of the total value of
goods moving throughout the Wasatch Front Region carried on trucks.

Figure 28 illustrates the locations of freight routes and daily truck* volumes on Utah’s state-owned
roads within the study area. The map also highlights freight centers—key sites that generate substantial
freight movement across multiple modes, including rail, truck, pipeline, and aviation—as well as areas
zoned for heavy and light industrial manufacturing.

The Primary Highway Freight System (PHFS) is made up of the most critical interstate highway portions
of the US freight system. Within the study area, this includes I-15, 1-80, and portions of |1-215. These
routes support the highest levels of truck traffic, with some sections carrying more than 20,000 trucks
per day.

Part of 1-215 is classified as a non-PHFS interstate—secondary to the PHFS system—but it still
provides important continuity for the interstate freight network overall. Critical Urban Freight Corridors
(CUFCs) are defined by the Utah Freight Plan® as “public roads in urbanized areas which provide
access and connection to the primary highway freight system and the Interstate with other ports, public
transportation facilities, or other intermodal transportation facilities.”” Within the study area, these
routes are classified as CUFCs:

+ Redwood Road + West 1300 South
+ 500 South + West 2100 South

Truck volumes on CUFCs vary. Some—like Redwood Road—carry up to 5,000 trucks per day, while
others—Ilike Poplar Grove, California Avenue, and 900 West—carry fewer than 500.

Notably, truck volumes are low on west—east roads in the study area. The west—east roads with the
highest truck volumes at the point where the road crosses the railroad tracks are 600 North and 2100
South, which both have grade-separated crossings. At-grade crossings with frequent, unpredictable
blockages are not conducive to the efficient movement of goods. Unlike personal vehicles, trucks are
generally too large to turn around when rail crossing gates are down.

The limited number of viable routes condenses truck traffic onto grade-separated routes that are also
preferred by drivers, emergency vehicles, pedestrians, and cyclists. Freight volumes are expected to
increase as the Wasatch Front’s population grows, land use patterns change, and demand for online
retail increases. The Utah Department of Transportation (UDOT) projects that the value of freight in
the state will grow 98% by 2050 compared to 2017.7 As freight volumes moving through Salt Lake City
increase, the importance of ensuring safe and efficient pathways for freight also grows.

"2 Wasatch Front Regional Council Regional Transportation Plan (2023)
'3 Utah Freight Plan, 2023, Utah_Freight_Plan_2023_FINAL.pdf

*Trucks include single-unit trucks (FHWA vehicle axle classifications 4-7) and combination-unit trucks (FHWA vehicle axle classifications (8-13))
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Figure 28. Freight Routes, Freight Centers, Truck Volumes, and Manufacturing
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Roadway Safety

Safety is a critical component of transportation planning, directly impacting the daily lives of residents,
workers, and visitors. This section summarizes crash trends and collision hot spots within the study
area, highlighting where safety improvements are most urgently needed.

High Risk Roadways

WFRC completed a Comprehensive Safety Action Plan (CSAP) in April 2024. The CSAP created a
High-Risk Traffic Safety Network that identifies specific road segments or intersections that have a high
likelihood of crashes, serious injuries, or fatalities. Identified segments and intersections are flagged for
proactive safety improvements.

The High-Risk Safety Network shown in Figure 29 identifies areas with the most significant
transportation safety concerns as outlined in the CSAP. Within the study area, key corridors included
Redwood Road and 600 North.

While improving west-east connections is the primary objective of this study, operational safety on
north-south arterials such as Redwood Road is a prerequisite for achieving system-wide connectivity.
Without safe and reliable access along these corridors, residents cannot effectively navigate across
the divide.
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Figure 29. CSAP High Risk Safety Network

Existing and Future Conditions
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Collision Hot Spots

The 2023 Connect SLC Citywide Transportation Plan™ revealed that over 70% of serious crashes take
place on just 10% of streets—many of them in Westside neighborhoods.

Analysis of more recent crash data shows that between 2020 and 2024 there were 3,801 vehicle
crashes within the study area. More than half resulted in property damage only, with no reported
injuries. These crashes typically occurred on roadways with higher functional classification—routes that
carry larger volumes of traffic, typically at higher speeds. Figure 30 displays crash density in the study
area, highlighting the locations with the highest concentrations of incidents.

Within the study area, approximately 1 in every 5 crashes

On the Westside, and 1 in every 4 fatal a'nd serious injury craghes ocpurred

. on Redwood Road, which is the principal arterial running
approximately north-south through the city. Another 13% of crashes occurred
1 in eve l'y 5 along 900 West, the other major north-south connection.

Both roadways are undivided with multiple lanes connecting

crashes occur on residential and commercial areas.

Redwood Road West—east minor arterials and collectors in the study area
generally experience fewer crashes than north—south routes.

Among the west—east corridors, California Avenue stands out
with approximately 320 crashes over the 5-year period, making
it the highest crash corridor in that direction and accounting for about 10% of all crashes in the area.
Still, this total is still roughly half the number of crashes recorded on Redwood Road, the corridor with
the most incidents overall.

Most crashes in the city occur at intersections. Of the most severe crashes—those resulting in a
fatality or serious injury—approximately 57% were at an intersection.

The five intersections with the most crashes are:
+ North Temple & Redwood Road
+ 500 South & 500 West
+ |-80 Westbound Ramp & Redwood Road
+ |-80 Eastbound Ramp & Redwood Road
+ California Avenue & Redwood Road

All but one of the intersections with the highest number of crashes are located along Redwood Road.
Intersection-related crashes often involve left-turns, rear-end collisions, and other angle crashes.
Approximately 27% of all crashes involved a left-turning vehicle, most of which were making a
left turn from a north—south roadway.

142023 Connect SLC Citywide Transportation Plan, https.//www.slc.gov/transportation/plans-studies/tmp/
5 UDOT Crash Database, Numetrics

Figure 30. Study Area Crash Density (2020-2024)
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Railroad Crossing Safety

Community engagement highlighted concerns about discomfort and safety when crossing rail lines.
Over the last 10 years, there have been several instances of fatalities and injuries at railroad crossings
in the study area (Figure 31)."

Figure 31. Railroad Crossing Fatalities, 2016-2025

A review of available crash data and crash reports shows five fatalities involving trains in the study
area since 2016:

+ North Temple & 600 West, vehicle (2016) + 900 South & 640 West, bicyclist (2023)
+ 900 South east of 700 West, vehicle (2016) + 700 West north of Layton Avenue, vehicle
+ 900 South east of 600 West, bicyclist (2018) (2025)

A review of available crash data and crash reports shows 16 injuries involving trains in the study area

since 2016:
¢ 1700 South - 3 injuries (vehicle)
+ 1300 South - 1 injury (pedestrian)
+ 900 South - 4 injuries (3 vehicle, 1 pedestrian)
+ 800 South - 1 injury (bicyclist)
+ 200 South - 1 injury (vehicle)
¢ 700 West - 1 injury (vehicle)
+ 600 West - 1 injury (pedestrian)
+ 900 West - 5 injuries (vehicle)®

16 UDOT Highway-Rail Info Map; and Federal Railroad Administration (FRA) Accident Reports, Office of Safety Analysis

Existing and Future Conditions

Existing Plans and Ongoing Initiatives

Salt Lake City and Salt Lake County have undertaken several initiatives to enhance access to essential
services and destinations by strengthening travel options, improving safety, and reducing disruptions.
These include:

+ Westside Transportation Projects: The Salt Lake City Transportation Division works with Westside
communities to design and implement transportation projects such as neighborhood byways,
pedestrian safety improvements, crosswalk improvements, corridor improvements, and more. Some of
their recent projects include:

* 400 South Viaduct Trail (in progress)

* 300 North Reconstruction

¢ 600 North/700 North Reconstruction (in progress)
e 1700 South Corridor

+ Salt Lake City Capital Improvement Program (CIP): Each fiscal year, money is set aside for the CIP,
a multi-year planning program of capital expenditures needed to replace or expand the City’s public
infrastructure. Capital improvements involve the design, construction, purchase, or rehabilitation of
the City’s infrastructure including buildings, parks, streets, sidewalks, bridges, transportation features,
traffic signals, and other physical structures. Funded projects in the Fiscal Year 2026 CIP within the
study area include:

* 700 North Repaving and Enhancements
* Rose Park Lane Beautification, Trail, and Safety Improvements
* Glendale Traffic Calming

+ Active Transportation Implementation Plan (ATIP): A regional bike route network plan that, once
completed, will include a total network of 679 miles. Salt Lake County has committed $800,000
annually for active transportation projects, including routes on the Westside. Key corridor updates
planned for the study area include:

* North Temple (multi-use path) * 300 North (buffered bike lane)
* 600 North (buffered bike lane) * 1700 South (buffered bike lane)
* 400 South (buffered bike lane) * 900 West (buffered bike lane)

A full review of related transportation research studies and planning efforts is detailed in the Appendix A:
Literature Review.
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https://safetydata.fra.dot.gov/OfficeofSafety/publicsite/crossing/crossing.aspx
https://www.slc.gov/transportation/2022/09/10/westside-projects/
https://www.slc.gov/transportation/2022/09/10/westside-projects/
https://www.slc.gov/Finance/home/capital-improvement-program-cip/
https://www.saltlakecounty.gov/regional-development/planning-transportation/transportation/active-transportation-info/
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Travel Choices: Issues, Gaps, and Opportunities Summary

)

-

Blockage Delay Time
at At-Grade Railroad
Crossings

Seven crossings see blockage times over
2 hours of more: 1000 West, 200 South,
800 South, 900 South, 1700 South,

300 North, and 600 West

Three crossings experience 40 or more
vehicles rerouting due to blockage per day:
300 North, 600 West, 1700 South

600 West experienced the longest single
instance of blockage, with one outlier wait
time of over 13 hours

Three crossings experience a daily average
of 90 blockages or more: 200 South,
300 North, 600 West

Projected Traffic Volume
Growth on West-East
Corridors (2023-2050)

North Temple is projected to see the highest
increase in daily traffic volume at 89%

Segments of Indiana Avenue are also
projected to see high traffic volume
increases- up to 75%

1700 South experiences the most reroutes
due to freight blockages, and will see traffic
volumes increase by over 40%

N'K Top 5 High Crash
o’ Yo

1
2
3
4
5

Locations

North Temple & Redwood Road

500 South & 500 West

1-80 Westbound Ramp & Redwood Road
I-80 Eastbound Ramp & Redwood Road

California Avenue & Redwood Road

@ Gaps in Access to

=

~9

Frequent Transit

No frequent transit access in the section
of the study area south of W 1700 South
and east of the Jordan River

No transit access north of 1300 North

Gaps in frequent service coverage in
northwestern Fairpark

Gaps in frequent transit coverage around
at-grade crossing on 800 South

Transit Stop
Amenities Gaps

Several stops on California Avenue lack
ADA-compliant landing pads

Several stops on Redwood Road lack
ADA-compliant landing pads, benches,
and shelters

Most stops on 1700 South have no
amenities (lighting, benches, shelters, or
ADA landing pads)

Some stops on North Temple have no
amenities (lighting, benches, shelters, or
landing pads)

Bike and Pedestrian

O(’\O Infrastructure Gaps at

Crossings

600 North is missing a bicycle facility and
a north-side sidewalk at both the rail and
interstate crossing

400 North is missing a bicycle facility at
the rail crossing

800 West is missing a bicycle facility at the
rail crossing

400 South is missing a bicycle facility and
south-side sidewalk at both the rail and
interstate crossings

2100 South is missing a bicycle facility
and sidewalks at both the interstate and
rail crossings

2 miles

Existing and Future Conditions
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3. Health and Wellness

Transportation infrastructure and services affect health, air quality,
access to health services, and personal security. Westside
communities in Salt Lake City are disproportionately affected

by air pollution. Combined with limited access to healthcare,
these conditions reduce quality of life and worsen existing health
disparities. This section examines the health and wellness
challenges linked to transportation infrastructure.

Health Indicators and Impacts
on Wellness

The Utah Healthy Places Index (HPI)'” evaluates how
neighborhood conditions influence community health, ranking
census tracts relative to one another. The HPI Score incorporates
22 health indicators, such as housing, transportation, healthcare
access, and clean environment. Census tracts with a lower HPI
represent the least healthy conditions in the state. Most of the
study area falls within this lowest quartile, shown below in
Figure 32." This indicates that Westside residents overall face
greater challenges to health and well-being compared to many other
Salt Lake City neighborhoods.

Several indicators for the study area rank in the lowest percentile,
particularly those related to transportation and clean environment.
The HPI considers traffic volume, noting that congestion can
discourage walking and biking, increase noise, and elevate
exposure to vehicle emissions. Clean environment indicators
measure pollutants from vehicles—such as tailpipe emissions, tires,
and brakes—as well as nearby industrial sources like power plants
and construction sites.

The study area’s low rankings for both indicators highlight the
impacts of living near major transportation corridors and close to
industrial facilities. These conditions contribute to poor air quality,
which in turn increases the risk of serious health issues such as
cardiovascular disease, chronic lung conditions, asthma, impaired
pulmonary function, adverse birth outcomes, and premature death.

Figure 32. Utah HPI Map, Salt Lake City Area

7 Damicis A, Mai T, Bodenreider C, et al. Utah Healthy Places Index 2.0. Public Health Alliance of Southern California and Utah
Department of Health & Human Services; 2024. Technical report. Accessed [October 10, 2025]. hitps:/files.healthyplacesindex.org/UT-
HPI-2-Technical-Report.zip
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Environmental Pollution

Traffic Proximity Index

The Environmental Protection Agency (EPA) Traffic Proximity

and Volume Environmental Justice Index measures potential
exposure to traffic-related health risks. The Traffic Proximity Index
is calculated by taking the AADT for all roads within a 500 meter
radius and dividing it by the average distance from the center points
of the census tract. Figure 33 shows traffic proximity for census
blocks located partially or entirely within Salt Lake City."

The Westside includes several residential neighborhoods such

as Rose Park, Fairpark, Glendale, Westpointe, and Poplar Grove.
While the centers of these neighborhoods are farther from major
state and interstate highways and tend to have lower traffic
proximity scores, the area as a whole is surrounded by intersecting
highways and busy corridors. This means that most Westside
residents live relatively close to high-traffic roadways, which may
increase their exposure to traffic-related air pollution.

In fact, 13 of the 16 Salt Lake City census tracts in the 96th
percentile or above for traffic proximity are located on the
Westside.'® By comparison, Eastside communities are more
sheltered from interstate and state routes; therefore, fewer residents
are exposed to traffic-related pollutants. These conditions widen
health gaps across the region. Families in impacted areas carry

a disproportionate burden of preventable illness and injury while
lacking the same opportunities for safe, active, and healthy lifestyles
as residents in less traffic-burdened neighborhoods. Addressing
these inequities through reconnection strategies is essential to
improving both safety and long-term public health in Salt Lake City.

13 of the 16 Salt Lake
City census tracts in
the 96th percentile

or above for traffic
proximity are located
on the Westside.

'8 Enhanced Health Indicators, Utah DEQ Environmental Interactive Map
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Figure 33. Salt Lake City Traffic Proximity
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https://enviro.deq.utah.gov/

Air Quality

Studies draw a strong relationship between poor air quality and adverse health effects. Evidence points

to increased morbidity and mortality from both short-term and long-term exposure to poor air quality.*
Of particular concern are “air pollutants emitted by traffic, which include black carbon (BC), volatile
organic compounds (VOCs), particulate matter (PM), and so on, among which ultrafine particle (UFP)

may be the most dangerous”.?

Salt Lake City's location in a narrow mountain valley between the Wasatch and Oquirrh mountains
presents unique air quality challenges due to its topography.?! Wintertime inversion events trap

pollutants, leading to elevated pollution levels, largely due to vehicular emissions.??

Particulate Matter 2.5 and Ozone

A key indicator of air quality is annual exposure to fine particulate matter (PM2.5), tiny inhalable
particles linked to serious health risks. Although Salt Lake County reached attainment in 2019, it does
not meet the stricter annual PM2.5 standard based on 2020—2022 air monitoring data.?®* Ground level
ozone is formed by chemical reactions between nitrogen oxides (NOx) and VOCs. Sources of these
pollutants include vehicles, power plants, and refineries. Even low levels of exposure to ozone can
cause difficulty breathing, inflamed and damaged airways, lung disease, and asthma attacks.?*

There are two EPA air quality monitoring sites on the Westside: the Rose Park Station and the Utah

Tech Center Station, shown in Figure 34. The Rose Park Station is located in a single-family residential

neighborhood next to a city park. The Utah Tech Center station is located in a mixed-use district, one

block from [-215. Despite the differences in land use, PM2.5 and ozone concentrations were similar at
both sites when averaged over 3 years. Table 3 summarizes the pollutant concentrations at these sites

and their attainment status.
Table 3. Air Quality, EPA Westside Monitoring Stations

AVERAGE

THREE-YEAR Lot

STATION ATTAINMENT

VALUE
(2022-2024)

30.1 micrograms
per cubic meter
(ug/m?)

(98th percentile)
0.074 Parts Per
Million (ppm)
(Fourth highest
maximum)

29.7 ug/m?
(98th percentile)
UTAH TECH

CENTER 0.071 ppm
Ozone (Fourth highest 0.070

Maximum)

STANDARD

PM2.5 35 ug/m?3
ROSE PARK

Ozone 0.070 ppm

PM2.5 35 ug/m?

19 Effects of air pollution on health: A mapping review of systematic reviews and meta-analyses. 2021

STATUS

In attainment

Out of attainment

In attainment

Out of attainment

2 [ an, X., et al., 2024. High exposure of ultrafine particles at Guangzhou bus stops and the impact of urban layout. ELSEVIER, Urban

Climate 53. https://doi.org/10.1016/.uclim.2023.101777
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The similarity in PM2.5 and ozone concentrations between the Rose Park and Utah Tech Center stations
suggests air quality impacts are relatively consistent across different land uses on the Westside. This
indicates that residents throughout the Westside, whether in residential neighborhoods or mixed-use areas
closer to major highways, experience comparable exposure to these pollutants.

Salt Lake City has 26 census tracts in the 96th percentile or higher for PM2.5 exposure. Of those,
24 are located on the Westside—meaning 92% of the city’s areas with the poorest air quality are
concentrated there. All of the Westside census tracts are in the 81st percentile or higher for PM2.5
exposure nationally, as seen in Figure 34." This highlights the significant pollution burden on

these communities.

Figure 34. Salt Lake City PM2.5 Exposure

21 Mitchell, L, 2022. The history of air quality in Utah: a narrative review.

2 Mendenhall, K. J., 2018. Assessing Variation in Air Quality Perception: A Case Study in Utah

% EPA, 2024. EPA finalizes stronger standards for harmful soot pollution, significantly increasing health and clean air protections for families,
workers, and communities.

2 S EPA, Ground-level Ozone Basics | US EPA

81
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https://doi.org/10.1016/j.uclim.2023.101777
https://www.epa.gov/newsreleases/epa-finalizes-stronger-standards-harmful-soot-pollution-significantly-increasing
https://www.epa.gov/newsreleases/epa-finalizes-stronger-standards-harmful-soot-pollution-significantly-increasing
https://www.epa.gov/ground-level-ozone-pollution/ground-level-ozone-basics
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Asthma Rates

Studies demonstrate that proximity to arterials and interstates
worsens respiratory and cardiovascular health outcomes and
contributes to higher rates of asthma and other chronic conditions,
particularly among children and older adults.?

Healthy Salt Lake’s Community Health Dashboard?® data shows
that the zip codes encompassing the Westside have some of the
highest asthma burdens in Utah.

Diesel Exhaust Emissions

Diesel exhaust emissions from freight rail and trucking comprise
significantly high amounts of particulate matter and its precursor
pollutants, which can cause respiratory and cardiovascular
problems and premature deaths. Combustion of diesel fuel also
results in emissions of greenhouse gases (GHG), NOx, air toxins,
and carbon monoxide.?” Figure 35 shows that the Westside
communities of Fairpark, Glendale, and Poplar Grove have the
highest concentrations of diesel PM, likely due to their proximity to
major freeways and Salt Lake City’s central rail corridor. Of the Salt
Lake City census tracts in the 96th percentile or above for Diesel
PM exposure, 27 out of 33, or 81%, are located on the Westside.?

Of the Salt Lake City
census tracts in the
96th percentile or above

for Diesel PM exposure,
27 out of 33, or 81%, are
located on the Westside.

Figure 35. Diesel PM Index, Salt Lake City Area

% Environmental Research, Volume 174, July 2019. Prenatal and early life exposures to ambient air pollution and development
% Healthy Salt Lake, Community Health Dashboards, Accessed December 2025. https.//www.healthysaltlake.org/indicators
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7 Pan et al., 2019: The air quality and health impacts of projected long-haul truck and rail freight transportation in the United States in 2050

- ScienceDirect
% Westside Neighborhood Air Quality Assessment Westside Neighborhoods — Environmental Justice and Air Quality Assessment
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https://www.sciencedirect.com/science/article/abs/pii/S0013935119301987
https://www.healthysaltlake.org/indicators
https://www.sciencedirect.com/science/article/pii/S0160412019300376?via%3Dihub
https://www.sciencedirect.com/science/article/pii/S0160412019300376?via%3Dihub
https://www.epa.gov/system/files/documents/2024-05/westside-neighborhoods-environmental-justice-and-air-quality-assessment.pdf
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Noise Pollution

Noise pollution also disproportionately affects Westside
communities. Long-term exposure to environmental noise has
been linked to increased risks of heart disease, hypertension,
sleep disturbances, stress, and impaired cognitive development in
children. Noise levels above 55 decibels (dB) can trigger adverse
health effects, particularly in areas with consistent nighttime noise.
The World Health Organization recommends reducing noise levels
produced by road traffic below 53 dB during the day and 45 dB

at night.?®

The National Transportation Noise Exposure Map, developed
by the Bureau of Transportation Statistics (BTS), models
transportation-related noise levels from road, rail, and aviation
sources across the United States. It provides a national

overview of potential exposure and supports planning and policy
decisions related to transportation noise. Transportation noise
disproportionately affects certain communities and supports health
impact assessments.

Figure 36 shows that Westside residents experience higher noise
levels compared to Eastside residents. In fact, 6 of the 8 Salt Lake
City census tracts with 61% or more people exposed to noise
45dB or greater are located on the Westside.

6 of the 8 Salt Lake City
census tracts with 61% or
more people exposed to

noise 45dB or greater are
located on the Westside.

Figure 36. Salt Lake City Noise Pollution Exposure Map

Source: National Transportation Noise Exposure Map

2 JS EPA, World Health Organization: Ground-level Ozone Basics | US EPA
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Access to Healthcare

Access to healthcare is a cornerstone of community well-being, yet many Salt Lake City Westside
residents face barriers to accessing timely and equitable care as shown in Figure 37. Limited
availability of hospital beds, specialty services, and affordable clinics west of |-15 forces residents to
travel longer distances for essential treatments.

Westside Healthcare Facilities

Despite the Westside community having higher rates of adverse health conditions, there are limited
healthcare facilities on the Westside. Several other healthcare related findings include:

+ Access to inpatient hospital care is limited on the Westside. Approximately 10% of Salt Lake
County’s inpatient hospital beds are located west of 1-15.%° Salt Lake County extends beyond the
boundaries of our study area, so even the 10% of available beds may not be accessible to residents
of Westside neighborhoods.

¢ The closure of the Health Clinic of Utah in April 2023—Ilocated adjacent to the Utah Refugee Center
in the Rose Park Neighborhood—has increased barriers to affordable healthcare for Westside
residents. The clinic primarily served low-income and refugee populations, and its absence has left
a critical gap in accessible services for communities already facing systemic health disparities.®"

+ The West High School Clinic provides pediatric, dental, and mental health services for Salt Lake
City School District students. These services are helpful, but are only available during school hours
and limited to high school students.*

Healthcare Facilities Planned and Future Improvements

Although located outside the study area, a new University of Utah hospital campus in West Valley
City is currently under construction, with phased openings anticipated in 2028-2029. It will include
an emergency department, specialty clinics, and inpatient beds. This additional facility will positively
impact access to healthcare for the Westside neighborhoods by providing services and facilities that
are closer to many Westside neighborhoods than those in eastern Salt Lake City. Services that will
be included in the new campus include women’s health, pediatrics, urgent care, internal medicine,
specialties, and support services.*® This facility is expected to reduce travel burdens and improve
emergency response time, leading to better health outcomes for Westside residents.

% Making a Lasting Impact in West Valley | University of Utah Health | University of Utah Health

% Salt Lake City clinic serving low-income and refugee communities to close, Axios

%2 Salt Lake City students can now see doctors, psychologists at West High, Utah'’s first high school-based clinic, The Salt Lake Tribune
% U. launches construction of its first off-campus hospital, with help from the ‘most impactful’ Eccles gift ever, The Salt Lake Tribune

Figure 37. Access to Healthcare Facilities
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https://uofuhealth.utah.edu/notes/2024/10/making-lasting-impact-west-valley
https://www.axios.com/local/salt-lake-city/2022/07/20/salt-lake-city-clinic-low-income-refugee-communities-closing?utm_source=chatgpt.com
https://www.sltrib.com/news/education/2024/03/21/first-its-kind-salt-lake-city/?utm_source=chatgpt.com
https://www.sltrib.com/news/2025/06/13/construction-massive-u-hospital-is?utm_source=chatgpt.com
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Emergency Vehicle Access

Access to timely emergency medical services (EMS) is a vital component of medical care. Physical
barriers created by at-grade railroad crossings can hinder rapid access to life-saving services. A study
conducted by TRAINFO found that 13.2% of emergency vehicles traversing an at-grade rail crossing
during their study period experienced delays due to train blockages. These findings underscore the
systemic risk that at-grade crossings pose to emergency response systems.3*

Based on interviews held during this study with stakeholders, emergency responders shared that they
typically avoid at-grade railroad crossings due to the risk of delays from passing or stopped trains.
Operation Lifesaver and the Federal Railroad Administration (FRA) also advise emergency personnel
to pre-plan routes that bypass at-grade crossings whenever possible, especially in areas with frequent
train traffic.®

Even with the presence of major transportation corridors, data provided by the Salt Lake City Fire
Department (SLCFD) does not show significant differences in response times between the east and
west sides of the city, as seen in Figure 38. This is because the department has long accounted for rail
and freeway infrastructure when positioning stations and response vehicles, ensuring resources are
available on both sides of I-15 and adding additional units as call volumes warrant. While the freeway
does not pose a major barrier—thanks to overpasses and underpasses—the rail lines have required
operational adjustments. Slow-moving freight trains can delay responses by 5 to 10 minutes, so SLCFD
deploys extra units from both sides of the tracks for addresses near crossings to mitigate these delays.
Overall, increased call volumes have impacted both sides of the city equally, with the downtown area
experiencing the greatest growth.

Data Categories:

1. All EMS Medical
Response
Codes

2. Priority 1 and
2 Codes:
Advanced Life
Support (ALS)
responses

3. Priority 3 and
4 Codes:
Basic Life
Support (BLS)
responses

Figure 38. Average EMS Response Times

% Carson K. Leung. 2026. Database and Expert Systems Applications. Database and Expert Systems Applications, www.tandfonline.com/
doi/full/10.1080/03081060.2025.2480692#abstract

% Operation Livesaver, Key Tips for Emergency Responders, chrome-extension.//efaidnbmnnnibpcajpcglclefindmkaj/https://oli.org/sites/
default/files/2020-04/Key-Safety-Tips-for-Emergency-Responders.pdf

% Maryam Ghaffari Dolama, Bryan Wodl, Neil Ternowetsky, Jonathan D. Regehr & Carson Leung (25 Mar 2025): Quantifying emergency
response system risk caused by grade crossing blockages, Transportation Planning and Technology
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Access to Health Insurance

Access to health care is a fundamental component of individual and community well-being. Research
shows that having health insurance significantly improves health outcomes by enabling timely access to
preventive services, chronic disease management, and urgent care. A randomized study published by the
NIHCM Foundation found the mortality rate among previously uninsured 45 to 64-year-olds was lower for
those who enrolled in health insurance. This resulted in about one fewer death per 1,587 individuals.*”

Figure 39 illustrates the percentage of adults aged 19 to 64 who are currently insured across the Westside
study area.”” When data from all tracts in the Westside are combined, only 74% of adults in this age group
have health insurance. This rate is notably low, placing the Westside in the bottom 6.2% of all Utah tracts in
terms of coverage. In other words, over one in four adults in the Westside area lack insurance, which
can lead to delayed care, higher medical costs, and poorer health outcomes.*”

This disparity highlights the urgent need for expanded access to affordable insurance. Improving coverage
rates could have a transformative impact on public health, economic stability, and quality of life for residents.

Figure 39. Insured Adults, 2017-2021

" Damicis A, Mai T, Bodenreider C, et al. Utah Healthy Places Index 2.0. Public Health Alliance of Southern California and Utah
Department of Health & Human Services; 2024. Technical report. Accessed [October 10, 2025]. https://files.healthyplacesindex.org/UT-
HPI-2-Technical-Report.zip

89


http://www.tandfonline.com/doi/full/10.1080/03081060.2025.2480692#abstract
http://www.tandfonline.com/doi/full/10.1080/03081060.2025.2480692#abstract
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Personal Security

Personal security refers to the feeling of safety an individual experiences within their environment. For
people using transit, walking, biking, rolling, or spending time in public spaces, this sense of security
plays a crucial role in shaping their overall experience.®

Public Transit

UTA initiatives, such as the Transit Ambassadors program and the Customer Experience (CX) Action
Plan®, reflect a commitment to improving rider safety and satisfaction. In the CX Action Plan, 61% of
UTA customers who responded to a survey ranked safety within their top three priorities while using
transit. Some safety priorities cited for these customers include:

Being able to safely board, ride, and
disembark vehicles (e.g. paved pathway
to a bus, operator securing wheelchairs,
handrail access)

Not having any dangerous or uncomfortable
encounters with people

Having safe and conscientious vehicle

operators who obey traffic laws Knowing what safety options are available

if needed (e.g. emergency call boxes, text/
call hotlines)**

Active Transportation

A feeling of safety—or lack of it—also influences how and whether people use active transportation
facilities. Community feedback and research highlight the importance of addressing perceived safety
concerns, especially among marginalized groups.

Survey data indicates that Westside residents are significantly more likely to report feeling only
“somewhat safe” walking in their neighborhoods during the day, whereas the majority of east-bench
residents report feeling “very safe.” According to the Salt Lake City Parks and Public Lands Needs
Assessment, the Jordan River Trail is perceived as the least safe recreational location in the city
among residents. Its safety rating is nearly half that of the Bonneville Shoreline Trail on the Eastside.*!
Additionally, surveys and focus groups conducted as part of a study on the Jordan River Trail and North
Temple corridor revealed widespread negative perceptions of safety. According to the report, 32% of
respondents identified “feeling unsafe” as the most significant impediment to using the Jordan River
Trail. Respondents were also asked what would encourage them to walk, bike, roll, or take transit

on North Temple. While 24% cited safety improvements as a motivating factor, 41% described North
Temple as ‘unpleasant,” highlighting a need for enhancements.*?

The Salt Lake City Public Safety Action Plan identified the North Temple/Jordan River Trail and Ballpark
areas as priority areas for focused intervention. This designation is based on crime data indicating
higher levels of illegal drug use, possession, and distribution in these locations compared to other parts
of the city.*3

% Survey feedback from Salt Lake Tribune readers, 2022, https.//www.sltrib.com/news/2022/04/09/heres-why-some-utahns-say/

% UTA CX Action Plan, 2025, https://www.rideuta.com/~/media/Files/About-UTA/Reports/2025/2025_Customer_Experience_Action_Plan_Web.pdf
0 Feel safe in Salt Lake City? That depends on where you live

1 Salt Lake City Parks and Public Lands Needs Assessment, 2019, https://www.slcdocs.com/parks/SLCPLNeedsAssessment.pdf

“2 Garcia, I, & Khan, S. S. A. (n.d.). Active transportation and perceptions of safety. Retrieved from https.//ppms.trec.pdx.edu/media/project_
files/Active_Transportation_and_Perceptions_of Safety A_Case_Study_of.pdf

4 Salt Lake City Police, 2025, Public Safety Plan Dashboard

“ Salt Lake City’s 2021 Street Lighting Master Plan

 Light pollution affects human health | DarkSky International
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Street Lighting

Poor lighting can contribute to a sense of insecurity, especially in areas already affected by fast or heavy
traffic, litter, or damaged sidewalks. Underpasses in particular often evoke concern due to their enclosed
nature and limited visibility. In contrast, older lights with poor shielding create excessive glare that can lead
to temporary blinding and disorientation.

The Salt Lake City’s 2021 Street Lighting Master Plan** inventories existing street lighting conditions

and neighborhood design standards to identify gaps and develop context-sensitive standards to improve
comfort and feelings of personal safety while decreasing light pollution. The plan highlights that current
lighting standards in Westside neighborhood community plans are vague or incomplete and offers
recommendations to strengthen them. This guidance is especially important given that bright residential
nighttime lighting has been linked to reduced sleep duration, poor sleep quality, daytime fatigue, impaired
functioning, and increased risk of obesity.*

During plan development, an existing streetlight survey was conducted at seventeen sites across the city.
The survey team categorized site conditions by four levels of acceptability: excellent, good, moderate, and
poor. Table 4 provides a summary of each acceptability level.

Table 4. Lighting Acceptability Rating

LEVEL OF
ACCEPTABILITY SUMMARY

EXCELLENT Suffilcient and appropriate lighting, adequate vertical illumination, and uniform
lighting free of direct glare.

Lighting feels comfortable with light level lower than recommended practice. Lack of
ACCEPTABLE glare and shadowing from surrounding landscaping and surface brightness creates
a comfortable nighttime environment.

Not enough light on the roadway or on sidewalk. The color of the light may be
MODERATE inconsistent and source may be glary, resulting in an uncomfortable space. Some
sites were shadowed due to trees andinappropriately spaced lighting.

Light sources are spaced too far apart to provide adequate light levels and
POOR uniformity. Sites include residential areas without sufficient light, industrial sites, and
arterial roads with malfunctioning lights.

Six of the 17 survey sites were in the Westside study area. Light conditions varied widely, even within the
same neighborhood and across short distances. Table 5 summarizes the survey results.

Table 5. Westside Lighting Acceptability Ratings

EXISTING
SITE # SITE NAME STREET CLASSIFICATION LIGHTING

1 Sterling & American Beauty Drive Local/Residential Excellent
2 Riverside Park & 600 North Arterial/Park Acceptable
3 Redwood Road & South Temple Collector/Industrial Poor

4 700 South & Post Street Local/Residential Poor

5 900 West & Dalton Avenue Arterial/Residential Acceptable
6 Glendale Drive & Navajo Street Collector/Residential/Commercial Moderate

At sites 3 and 4, participants said they felt uncomfortable at night and could not identify faces and colors,
with the existing lighting. At sites 2, 5, and 6, participants said the lighting was patchy and the existing light
sources had too much glare. These areas, along with the underpasses along I-15, underscore locations
that need targeted lighting improvements to enhance safety and visibility.
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Existing Plans and Ongoing Initiatives

Several planning efforts and initiatives have already been implemented within Salt Lake City to support
the health and wellness of its citizens. The following outlines a snapshot of these ongoing initiatives.

Salt Lake City Air Quality Initiatives and Policies

+ Salt Lake City E-Bike Incentive Pilot Program: In 2024, Salt Lake City launched a pilot e-bike
incentive program with a $200,000 budget. The program was wildly popular. The City received
2,225 applications and awarded 277 vouchers. Nearly half of the vouchers went to low-income
applicants, defined as people making 60% or less of the area median income (AMI). Although the
City chose not to renew the program for fiscal year 2026, Mayor Mendenhall has expressed interest
in reviving the program in future years. E-bike incentive programs have proven effective in reducing
emissions, travel costs, and promoting physical activity. For example, researchers at the University
of British Columbia surveyed over 1,000 participants in BC’s Electric Bike Rebate Program.
Participants increased their e-bike use by 40 kilometers per week, resulting in an annual reduction
of 1,000 tons of carbon dioxide.

+ Idle Free Ordinance: Salt Lake City passed an idle-free ordinance in 2011, prohibiting unnecessary

vehicle idling for over 2 minutes within city limits. This ordinance was updated in 2021 to include a
warning system, allowing one warning before issuing a fine.

+ City Fleet Electrification: In 2021, Salt Lake City adopted an Electrified Transportation Resolution,
setting goals to expand its internal fleet of electric vehicles, advance charging infrastructure, and
work with external partners to electrify public transit. As of January 2024, the City operated 404
alternative-fueled vehicles, including 54 all-electric models, and plans to convert more of its fleet in
the coming years.

+ Green Sticker Program: The US EPA certifies top-performing vehicles under its SmartWay Elite
designation, reserved for those that achieve the highest scores for both greenhouse gas and smog-
forming emissions. In alignment with this standard, Salt Lake City Ordinance 12.56.205 allows
qualifying green vehicles to obtain a special parking permit that allows free parking at City parking
meters for up to the posted maximum time limit.

Utah Clean Air (UCAIR) Programs

+ Leaf Blower Exchange: Gasoline-powered yard tools emit eight tons of VOCs daily along the
Wasatch Front, more than the combined emissions from all five Salt Lake-area oil refineries.
Together, the UCAIR and Union Pacific select 450 applicants annually for their leaf blower
exchange. Selected applicants can swap out their gasoline-powered leaf blower for an electric
leaf blower.

Existing and Future Conditions

UTA Led Efforts
+ E-Bus Fleet Expansion: UTA began electrifying its fleet in 2016 by deploying battery-powered electric

buses. As of December 2024, approximately 8% of UTA’s bus fleet was electric. UTA’s Zero Emission
Bus Transition Plan set a target of 50% alternatively fueled vehicles by 2040.

Transit Ambassadors: UTA Transit Ambassadors are a team of trained staff working along the

TRAX Blue Line to enhance rider experience. Their mission centers on providing safety, inclusivity,
and support—especially for passengers facing hardship such as homelessness or those with limited
access to resources. Ambassadors provide real-time assistance, offer information, and connect riders
to essential services like shelter, food, and justice programs, helping ensure that public transit remains
a safe and welcoming option for all.

CX Action Plan: The CX Action Plan is a strategic initiative by UTA to better understand and improve
the rider experience across the entire transit journey. This includes prioritizing comfort, safety,
cleanliness, and staff presence from riders’ first steps to their ultimate destination.

Heal Utah Led Efforts
+ Electric Bus Air Quality Monitoring: Heal Utah, in partnership with Salt Lake County, the University

of Utah, UTA, and Salt Lake City, received a $200,000 EPA grant to install air quality monitors on
electric buses traveling through Salt Lake City’s Westside. These monitors were deployed in 2024 and
currently operate on routes 1, 2, 209, and 509. The University of Utah Atmospheric Sciences Program
provides access to real-time e-bus and UTA TRAX air quality observations, along with fixed-site
monitors operated by the Utah Division of Air Quality (UDAQ) via their website. These observations
are critical to determine the intensity and spatial variability of pollutants in Westside neighborhoods.

Other Programs and Planning Efforts

+ EPA Clean Heavy-Duty Vehicles Grant Program: In December 2024, UDAQ was awarded $60

million through the EPA’'s Clean Heavy-Duty Vehicles Program to support the purchase of 171
zero-emission vehicles. The funding is split between UDAQ’s Vocational Vehicles and School Bus
programs. This initiative aims to accelerate the adoption and deployment of eligible Class 6 and
Class 746 zero-emission vehicles, with a focus on serving disadvantaged communities and areas that
do not meet federal air quality standards.

Utah Department of Environmental Quality Westside AirSense: Salt Lake City has partnered
with FRIENDS of Great Salt Lake, Utah Clean Cities, the University of Utah, the Salt Lake County
Health Department, and the Department of Health and Human Services to deploy 36 PM2.5 low-
cost AirU sensors in Westside neighborhoods, with a focus on areas of concern identified through
community engagement activities. Throughout the project, residents can sign up for Westside
neighborhood air quality updates on the AirSense website. This project is scheduled to be completed
in May 2026.

4 Alternative Fuels Data Center, Vehicle Weight Classes and Categories
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Health and Wellness: Issues, Gaps, and

Opportunities Summary

i& Environmental Pollution

Most of the study area falls within this lowest quartile on
the Utah HPI. Westside communities in Salt Lake City
are disproportionately affected by the heavy surrounding
traffic, which exposes residents to harmful air pollution,
excessive noise, and safety risks.

1 Westside residents are surrounded by highly
trafficked roads, state routes, and the interstate.
13 of the 16 Salt Lake City census tracts in the
96th percentile or above for traffic proximity are
located on the Westside.

2 Of the Salt Lake City census tracts in the 96th
percentile or above for PM2.5 Exposure, 92% are
located on the Westside. Additionally, both EPA
air quality monitoring stations on the Westside are
out of attainment for Ozone.

3 Of the Salt Lake City census tracts in the 96th
percentile or above for Diesel Particulate Matter
Exposure, 81% are located on the Westside.

4 6 of the 8 Salt Lake City census tracts with 61%
or more people exposed to noise 45dB or
greater are located on the Westside.

™

n Access to Healthcare

Limited healthcare access on Salt Lake City’s Westside
contributes to significant health disparities. Only 10% of
inpatient hospital beds in Salt Lake County are located
west of |-15, forcing residents to travel long distances—
over 12 million miles annually—for care.

1 SLCFD has to account for delays caused by
slow freight trains by deploying extra EMS units
on both sides of railroad crossings to maintain
response times.

2 Nearly 1 in 4 adults on the Westside lack health
insurance.

3 Although there are several clinics on the
Westside, there are currently no hospitals.

[
g’h Personal Security

Personal security, the feeling of safety in one’s
environment, is key to how people experience and move
around public spaces. Survey data shows Westside
residents are significantly more likely to report feeling
only somewhat safe walking in their neighborhoods
during the day.

1 The Jordan River Trail is perceived as the
least safe recreational location in the city among
residents. It's safety rating is nearly half that of the
Bonneville Shoreline Trail.

2 Survey respondents described walking or biking on
North Temple as ‘unpleasant,” with 24% indicating
that safety improvements would encourage them to
walk, bike, roll, or use transit in the area.

3 Salt Lake City Public Safety Action Plan identified
Ballpark as a priority areas for focused crime
intervention.

/I\ Street Lighting

Adequate street lighting plays an important role in a
sense of personal security. During a street lighting survey
conducted across the city, only one of the six Westside
sites was considered “excellent”.

1 At Riverside Park/600 North, street lighting
conditions are considered “acceptable”.
Participants said the lighting was patchy and the
existing light sources had too much glare.

2 At Redwood Road & South Temple, street
lighting conditions are considered “poor”.
Participants said they felt uncomfortable at night
and could not identify faces and colors.

3 At 700 South & Post Street, street lighting
conditions are considered “poor”. Participants
said they felt uncomfortable at night and could not
identify faces and colors.

4 At 900 West & Dalton Avenue, street lighting
conditions are considered “acceptable”.
Participants said the lighting was patchy and the
existing light sources had too much glare.

5 At Glendale Drive & Navajo Street, street
lighting conditions are considered “moderate”.
Participants said the lighting was patchy and the
existing light sources had too much glare.

Existing and Future Conditions
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4. Access to Opportunity

Access to opportunity is shaped by the strength of the local economy and residents’ ability to reach
employment, businesses, and services. On the Westside, limited transit, rail crossings, and missing
active transportation links restrict mobility. This section explores how educational facilities, employment,
future development, and policies shape access for Westside residents.

Access to Educational Facilities

About 47% of Salt Lake City’s in-district students (K-12) live west of 1-15.4” Elementary schools are
generally well distributed across Westside neighborhoods, but there are only two middle schools within
the study area (Glendale and Northwest) and no traditional public high schools west of the divide.

Due to Salt Lake City’s west-east drawn school boundaries, seen in Figure 40, most Westside
residents south of North Temple attend East High School or Highland High School, both of which are
approximately 3 miles east of the west-east divide.

West High School is the most centrally located, providing the shortest commute for high school
students within the study area; however, it is still east of I-15 and Salt Lake City’s central rail corridor,
requiring students to cross significant physical barriers to attend school and participate in extracurricular
activities (Figure 41). This not only creates challenges for daily access but also limits the ability of the
high school to serve as a cultural anchor for Westside families. High schools often function as gathering
spaces, event centers, and symbols of regional identity.

Figure 40. Salt Lake City School District High School Boundaries

47 Salt Lake City School District may nix idea for new west-side high school after land search, 2024, https://www.ksl.com/article/51022781/
salt-lake-city-school-district-may-nix-idea-for-new-west-side-high-school-after-land-search
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Figure 41. Educational Facilities Walkshed
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Table 6 summarizes the distance and travel times via transit and cycling to each of the Salt Lake City
public high schools from central locations in each neighborhood located within their district boundary.

Salt Lake City School District provides district-sponsored transit passes to all students in grades 7-12
living more than 2 miles from their boundary school. UTA bus route 9 provides convenient access to
East High School; however, students enrolled in Highland High must transfer buses, resulting in longer,
more inconsistent travel times. These travel challenges mean many families and students must rely on
cars to reach schools, particularly high schoolers who are too young to drive but too far from school to
walk or bike.

Table 6. Transportation Access for Westside Students in the Highland and East High School Districts

DISTRICT DISTANCE AVERAGE AVERAGE
NEIGHBORHOOD FROM TRAVEL TIME | TRAVEL TIME
SCHOOL VIA TRANSIT VIA BIKE
Glendale Library 4.8 miles 32 minutes 33 minutes
EAST HIGH
SCHOOL
Poplar Grove 5.5 miles 43 minutes 29 minutes
Sherwood Park
Glendale: Soren
Multi-Cultural 5.1 miles 51 minutes 35 minutes
HIGHLAND HIGH
Center
SCHoOL Poplar G 700
oplar Grove: . . .
South Apartments 6 miles 67 minutes 40 minutes
Rose Park: Rose . . .
Park Field 2.7 miles 29 minutes 14 minutes
Fa!rpark: Utah State 1.5 miles 26 minutes 7 minutes
Fairpark
WEST HIGH
SCHOOL Jordan Meadows:
Meadows 3 miles 47 minutes 16 minutes
Community Park
Westpointe: 3.7 miles 47 minutes 20 minutes

Westpointe Park

The Salt Lake City School District conducted a feasibility study in 2024 to explore building a new

high school west of I-15. However, declining high school enroliment (a projected 700 student decline
by 2034) and difficulties acquiring property led the district to pause its efforts. A bond proposal to

fund improvements at West and Highland High Schools was later approved by Salt Lake City voters

in November 2024.48 The school district unveiled design plans for West High School in September
2025, which include new academic buildings and a new athletic complex connected to the old, historic
academic building via a sky bridge*®. While these near-term investments in existing high schools
do not address the accessibility challenges faced by Westside students, the City has indicated
that it plans to revisit the idea of building a new high school in the area in the future.

4 Salt Lake City School District issues first of $730M school improvement bonds | KSL.com
“ West High School redesign: See renderings, floor plans, construction timeline

Existing and Future Conditions

Employment Centers

Table 7 compares the distribution of jobs located in the Westside with the industries in which Westside
residents are employed. Jobs in this area are concentrated in transportation and warehousing, public
administration, and manufacturing. Manufacturing is the only sector where local job supply and residential
employment are balanced, making it a key industry for Westside residents. Other common employers for
Westside residents include retail, healthcare, and transportation and warehousing. Wages vary across
industries, with professional services, management, and wholesale trade offering the highest average wages,
while service-oriented industries provide wages below the city’s median household income of $68,585.

Table 7. Employment by Industry in the Westside vs. Jobs Held by Residents

% OF % JOBS HELD | JOBS-TO- | ANNUAL

INDUSTRY JOBS IN | BY WESTSIDE | RESIDENT | AVERAGE
WESTSIDE | RESIDENTS WAGES*
TRANSPORTATION AND
WAREHOUSING 19% 9% 2.6 $70,577
PUBLIC ADMINISTRATION 17% 3% 6.2 $79,993
MANUFACTURING 1% 1% 1.2 $80,383
CONSTRUCTION 9% 8% 1.4 $78,570
RETAIL TRADE 8% 10% 1.0 $49,848
WHOLESALE TRADE 7% 4% 21 $97,389
ADMIN & SUPPORT/ WASTE
MANAGEMENT AND REMEDIATION 6% 8% 0.9 $62,409
HEALTHCARE AND SOCIAL
ASSISTANCE 4% 10% 0.5 $64,501
MANAGEMENT OF COMPANIES AND
ENTERPRISES 4% 2% 2.8 $121,862
EDUCATIONAL SERVICES 3% 7% 0.6 $53,426
ACCOMMODATION AND FOOD
SERVICES 3% 8% 0.5 $28,147
OTHER SERVICES (EXCLUDING
PUBLIC ADMINISTRATION) 2% 2% 1.1 $54,070
PROFESSIONAL, SCIENTIFIC, AND
TECHNICAL SERVICES 2% 8% 0.3 $119,573
REAL ESTATE AND RENTAL AND
LEASING 1% 2% 1.2 $79,209
ARTS, ENTERTAINMENT, AND
RECREATION 1% 1% 0.8 $51,094
FINANCE AND INSURANCE 1% 5% 0.2 $111,923
INFORMATION 1% 2% 0.3 $124.,691

* Wages for most sectors are only based on private sector employees. Public Administration wages are for state employees (who
comprise the largest share of government workers on the Westside). Educational Services wages are for private sector and local
government employees (state employees often work at postsecondary institutions which are not found on the Westside).

Source: ECOnorthwest analysis of US Census Bureau, Longitudinal Employer-Household Dynamics.
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Industrial land uses are among the most prominent commercial uses in the study area, totaling over
12.8 million square feet—about 10% of Salt Lake City’s total commercial space. These uses are
primarily clustered along major highways, including 1-215, 1-80, I-15, and SR-201.

Despite the concentration of jobs in these corridors, only 13% of Westside residents also work
within the study area. The majority commute elsewhere for employment, primarily in the hospitality,
education, healthcare, and retail sectors. Many of these daily destinations are located outside Salt Lake
City and Davis Counties altogether, with West Valley City also serving as a frequent work location. This
pattern reflects broader connectivity challenges and contributes to longer commutes for transit-
reliant residents, half of whom spend more than 25 minutes traveling to work, compared to just
20% of those who drive.

Employment Trends

The Westside has a disproportionate share of unemployed residents. As of 2025, the Westside had
an average unemployment rate of 5.7%, compared to 3.8% in Salt Lake City and 3.2% statewide as

illustrated in Figure 42.

Figure 42. Unemployment Rate, Westside, Salt Lake City, and Utah, 2025

Source: ECOnorthwest analysis of ESRI Business Analyst data.

The largest private sector employers in the Westside include utility, hospitality, manufacturing, and
distribution companies (see Table 8). Although there are a few retail hubs in the Westside along
Redwood Road at 700 North, North Temple and California Avenue, and along North Temple, small local
businesses, including restaurants, salons, and auto repair, are scattered across the Westside. Small
businesses provide important services to Westside residents and workers but offer fewer opportunities

for local employment.

Table 8. Largest Private Employers in the Westside, 2025

UTAH DEPARTMENT OF HEALTH AND
HUMAN SERVICES

UTAH DEPARTMENT OF NATURAL
RESOURCES

SALT LAKE CITY SCHOOL DISTRICT*

ROCKY MOUNTAIN POWER

ENVIROTECH MOLDED PRODUCTS INC

MCDONALDS*

MIDTOWN MANOR CARE CENTER

RED IGUANA*

ECONO LODGE DOWNTOWN

UTAH POWER CREDIT UNION

HYDRAULICS INTERNATIONAL

UTAH DRIVER LICENSE DIVISION

UTAH STATE FAIR CORPORATION

* Employee and/or sales figures are for multiple locations within the study area. This data reflects what is available in ESRI
Business Analyst for the Westside, which is missing information for known businesses, such as large grocery stores.

Government
Government
Educational Services
Utility
Plastics Manufacturing
Eating and Drinking
Health Services
Eating and Drinking
Hopsitality
Finance
Wholesale Distribution

Government

Amusement and
Recreation Services

Source: ECOnorthwest analysis of ESRI Business Analyst data.
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Commercial Real Estate

While industrial uses dominate commercial real estate in the Westside, office and retail uses are
also present. Occupancy rates across all property types are high, especially when compared to
citywide rates—as shown in Figure 43—indicating demand for additional commercial space in the
area. The extremely low vacancy rate for office buildings likely reflects the stability of public sector
offices in the Westside. Historically, this demand may have been driven by lower rents compared
to other areas of the city, as shown in Figure 44. However, since 2024, industrial and retail rents
in the Westside have increased to match or exceed the citywide average. This increase may pose
challenges for existing small retail and service businesses, as well as for new local businesses
seeking space in the neighborhood.

There is high
demand for
commercial
real estate in

the Westside Figure 43. Commercial Vacancy Rates: 2010-2025
Source: ECOnorthwest analysis of CoStar data.

Figure 44. Commercial Rents Per Square Foot, 2010-2025
Source: ECOnorthwest analysis of CoStar data.
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Future Growth and
Development

Growth in Salt Lake City and across the Wasatch
Front is driven by two key forces: large-scale
redevelopment projects and the rise of new
population centers forming both within and beyond
city limits. These growth patterns will play a critical
role in identifying where improved connections are
most needed on the Westside.

The Power District redevelopment along North
Temple is among the most significant planned urban
development projects in Salt Lake City. Backed by
up to $900 million in public investments, the 100-
acre, mixed-use development will include office
and residential components with active ground-
floor uses, entertainment, and commercial spaces.
Public benefits include open space commitments
and affordable housing. Given the scale of the
project, it will place new demand on city services
and infrastructure, and will require improved west—
east connections for pedestrians, bicycles, and
transit across 1-15 and the rail corridors. The Power
District Transportation Study,%® completed in 2025,
recommends projects to better connect the Power
District to the adjacent community. These include
railroad overpasses or under crossings, and transit,
trail, and roadway improvements. Most applicable
to WE Connect is a recommendation to grade-
separate 200 South at 600 West. This proposed
project will enable high frequency transit on 200
South to extend into the Westside.

The Utah Inland Port Northwest Quadrant area is
emerging as a major industrial and logistics hub. The
Utah Inland Port Authority (UIPA) area encompasses
1600 acres, mostly located west of Salt Lake
City International Airport along the 1-80 corridor
(Figure 45). Within this area, UIPA is transforming
a 770-acre former landfill into a site for advanced
manufacturing, warehousing, and distribution. A
portion of the Inland Port is located between 1-215
and the airport, just west of the WE Connect study
area. As facilities expand, freight activity will increase
and truck traffic will grow. Safe and efficient truck
routing will be needed to connect the port to regional
highways and rail lines while protecting nearby
neighborhoods from congestion, safety risks, and
environmental impacts.

Figure 45. Utah Inland Port, Northwest Quadrant Study Area

% WFRC, Power District, 2025, https.//wirc.utah.gov/studies/powerdistricttransportation/
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RE:IMAGINE Downtown SLC is a collaborative effort led by Smith Entertainment Group (SEG), The Rio Grande District Vision and Implementation Plan is a multi-year planning and engagement
Salt Lake City, and Salt Lake County to transform Salt Lake City’s downtown into a vibrant Sports, process led by Salt Lake City’s Community Reinvestment Agency (SLCCRA). It outlines a long-term
Entertainment, Culture, and Convention District, anchored by the Delta Center and Salt Palace (Figure development road map and vision for the new Rio Grande District in west-downtown Salt Lake City,

46). The district extends from 400 West to West Temple and will include The Gateway, Delta Center, within the bounds of 200-400 South and 500-600 West. Anchored by the historic Rio Grande Depot,
Japantown, Abravanel Hall, and Salt Palace. Demolition is expected to begin in February 2027, with the the plan envisions a vibrant, transit-oriented district that blends art, community wellness, economic

final project phase scheduled to be completed by the 2034 Winter Olympics. growth, and inclusive urban design, as seen in Figure 47. The plan proposes new grade-separated

The initiative emphasizes walkability, inclusivity, and cultural preservation—especially through the connections, curbless streets, and integration with the Green Loop, a proposed 5.5-mile urban trail
revitalization of historic Japantown—and aims to generate long-term economic and community benefits. that will link neighborhoods across the city. The Rio Grande District’s revitalization has the potential to
Crucially, it also strengthens the need for connections to Salt Lake City’s Westside through pedestrian serve as a downtown destination and transportation hub for Westside residents. However, the plan also
infrastructure and complementary developments like the Power District, helping unify the city’s urban acknowledges that physical barriers—including 1-15 and at-grade railroad crossings—currently limit west-

core with its diverse surrounding neighborhoods.? east mobility and the potential for Westside residents to easily enjoy its benefits.5?

Figure 46. RE:IMAGINE Downtown SLC Preliminary Programing Plan Figure 47. Rio Grande District Mixed-Use Transit-Oriented Downtown District Diagram
Source: RE:IMAGINE Downtown SLC, Plans, https.//reimaginedowntownslc.com/plans/ Source: Rio Grande District, Perkins+Will Diagram
" RE:IMAGINE Downtown SLC, 2025, https://reimaginedowntownslc.com/updates/ 52 SLCCRA, 2024, Rio Grande District Vision and Implementation Plan
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The Utah Office of Homeless Services announced a new campus to be constructed at 2520 North/
2200 West in the Northpoint area of Salt Lake City, as shown in Figures 48 and 49. The 16-acre site
will be developed as a comprehensive facility with 1,300 beds for people experiencing homelessness.

The facility is expected to open in 2027. The campus is located just outside the WE Connect study area.

Additional public transit or shuttle service connectivity through the study area to the facility is anticipated
to be important for the facility’s success.

Figure 48. Location of Planned Homeless Services Campus, Salt Lake City

Source: https://homelesscampus.utah.gov/

Existing and Future Conditions

Figure 49. Depiction of Planned Homeless Services Campus, Salt Lake City

Source: https://homelesscampus.utah.qov/

Population growth also influences travel patterns. Westside neighborhoods such as Jordan Meadows,
Poplar Grove, and Fairpark are projected to add the largest number of new households, driven by recent
and planned multifamily construction along North Temple and Redwood Road, as well as younger renter
households seeking affordable transit-accessible options. Between 2020 and 2025, these neighborhoods
collectively added roughly 350 units, with more projects under entitlement near TRAX and frequent service
corridors. In contrast, Rose Park and Glendale show modest population decline and contain some of the
highest shares of older housing and cost-burdened renters, with more than 45% of renter households
spending over 30% of their income on housing, further highlighting the need for investments and

stability strategies.

With transformative development projects and population change on the horizon, the existing
transportation network will need to expand to accommodate the projected growth and operational
demands. These developments will significantly increase multimodal travel, freight movements, and
connectivity needs across the Westside. Incremental fixes will not meet this challenge. Planning must
anticipate the city of 2050 and beyond, delivering a resilient, integrated network that supports future land
use, economic activity, and equitable access.
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+ Wasatch Choice Vision: The Wasatch Choice Vision provides a regional framework for coordinated

Existing Plans and Ongoing Initiatives

The following plans and initiatives establish a foundation for improving access to economic
opportunities. They emphasize the importance of connecting residents to jobs, aligning economic
investment, and the importance of local-scale improvements that complement regional strategies.
These policies and initiatives fall into two main categories:

0 Connecting existing opportunities within and beyond the study area.
9 Creating new opportunities within the study area.

Salt Lake City’s efforts to connect residents to jobs, services, and economic opportunities reflect
decades of policy decisions and ongoing initiatives that shape where investments are made and how
they serve communities. Across Salt Lake City and the broader region, existing plans and programs
work together to address historic barriers, target resources to disadvantaged neighborhoods, and align
transportation and economic development efforts. The following initiatives represent the foundation for
advancing access to opportunity on the Westside.

+ Salt Lake City Economic Development: The City’s Department of Economic Development offers
workforce development programs that support job seekers through resume assistance, job search
coaching, training referrals, and access to childcare and other supportive resources. These services
are particularly impactful for Westside residents, many of whom face barriers such as lower
educational attainment and limited transit access to job centers. By bridging local talent with high-
growth employers in sectors like healthcare, manufacturing, and logistics, these programs directly
connect Westside job seekers to pathways for long-term stability.

+ NeighborWorks Salt Lake/Westside-Focused Program: NeighborWorks Salt Lake operates
CareerWorks, a workforce and adult training initiative based in Westside neighborhoods, offering
programs in medical fields, trades, and pre-apprenticeship preparation. These programs help local
residents gain the skills needed to access living-wage, in-demand jobs without having to leave their
community. Many participants live in Glendale, Poplar Grove, and Rose Park, where educational
attainment levels and workforce participation are lower than the city average.

+ 2023-2050 Wasatch Front Regional Council Regional Transportation Plan: This plan identifies
access to opportunities as one of four regional goals. It also calls for transportation investments
that allow residents to reach jobs and services affordably and within a reasonable time, prioritizes
improvements for disadvantaged communities, expands the Frequent Service Network, strengthens
active transportation corridors, and links land use planning with transportation investments. Below is
a list of planned investments along key transportation corridors on the Westside:

* 600 North: Improved bus service (multiple routes) and protected bike lane installation

* North Temple: New bus routes, improved bus service on existing routes, TRAX line
reconfiguration, and a new mobility hub at Redwood Road

* 400 South: Improved bus service

* Redwood Road: Improved bus service (multiple routes)
* Navajo Street: Improved bus service

* California Street: Improved bus service

* 1700 South: Improved bus service

* Canal Trail: Shared-use path

land use and transportation planning, with access to opportunities as a central principle shaping
growth and investment decisions. It emphasizes providing more transportation choices, supporting
diverse housing near transit and essential services, as well as enhancing community centers and
public spaces that connect the community to jobs and amenities. Below is a list of Wasatch Choice
community centers located in the Westside:

* North Temple Power District (urban center)
» Salt Lake City Northwest Quadrant (urban center)
* 900 West (city center)

¢+ Glendale (neighborhood center)

¢+ Rose Park (neighborhood center)

North Temple Economic Action Plan: This plan provides a consolidated framework for updates

to North Temple Street, one of the Westside’s most critical corridors. North Temple serves as both a
gateway between downtown and the airport and as a local main street. It emphasizes the integration of
economic development, housing, mobility, and public space improvements to expand opportunity while
addressing displacement risks. Building on prior planning efforts and policies, the plan supports local
businesses, expands mobility choices, and integrates equity goals into corridor investment.

Small Area Plans (Westside and Rose Park): These plans establish a foundation for equitable
access across Westside neighborhoods and highlight the historic isolation caused by rail and freeway
barriers, the need for better multimodal connections, and the importance of creating mixed-use
nodes and local-serving businesses in the area. Additionally, they call for increased investment to link
residents to jobs and daily services more directly, reinforcing the role of neighborhood-scale planning
in advancing opportunities for the Westside.

A comprehensive overview of related research studies and planning efforts is detailed in Appendix A:
Literature Review.
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I“ﬂ Employment Patterns

The overall employment base in the Westside
is anchored by transportation and warehousing,
and public administration. The major employers
table, to the right, highlights the private side of
the economy.

+ Only 13% of Westside residents also work
within the study area.

+ At 5.7%, the Westside unemployment rate
exceeds Salt Lake City (3.8%) and Utah
statewide (3.2%).

+ Small businesses play a key service role
but have limited job impact. They provide
daily goods and services for residents and
workers, but do not significantly expand local
employment opportunities.

Commercial Real Estate

ESTIMATED
BUSINESS NUMBER OF
EMPLOYEES

Utah Department of Health and Human
Services

1,094
Utah Department of Natural Resources 855
Salt Lake City School District* 193
Rocky Mountain Power 191
Envirotech Molded Products Inc 85
McDonalds* 75
Midtown Manor Care Center 60
Red Iguana* 58
Econo Lodge Downtown 39

Utah Power Credit Union 30

Hydraulics International 26

Utah Driver License Division 20
Utah State Fair Corporation 20

*Employee figures are for multiple locations within the study area.

Industrial uses make up the majority of Westside commercial real estate, but office and retail spaces also play an
important role. High occupancy across all sectors points to strong demand for additional commercial options.

1 Office stability is anchored by public tenants, keeping vacancies extremely low compared to the city overall.

2 Rents have risen sharply since 2024. Industrial and retail rates now match or exceed citywide averages.

Small businesses face mounting pressure as rising retail rents limit opportunities for both existing shops and
3 new local-serving businesses and workers, but do not significantly expand local employment opportunities.

Population & Neighborhood Growth

Growth on the Westside is uneven. Jordan Meadows, Poplar Grove, and Fairpark are projected to add residents
and households, while Rose Park and Glendale are expected to decline. This shift highlights where new transit
and services will be most needed, and where reinvestment is critical to sustain community opportunity.

Poplar Grove: +2,000 residents (+14.0%) by
1

2030; +900 households (+18%), strong corridor
growth reinforces the need for safe walking/rolling

to the Frequent Service Network.

2 Jordan Meadows: +1,140 residents (+14.6%)

by 2030; +670 households (+21%) demand will

intensify along North Temple and Redwood transit

corridors.

Fairpark: +200 residents (+3.0%) by 2030;
+180 households (+6.8%), growth near the
Power District/ TRAX highlights the need for last-
mile and crossing improvements.

Rose Park: —419 residents (—4.3%) by 2030;
—69 households (-2%) reinvestments and
services are needed to stabilize.

Glendale: —261 residents (-2.5%) by 2030; —41
households (-1%) target strategies are needed to
address access gaps south of Surplus Canal.

2
JORDAN

MEADOWS FAIRPARK
+1,140 +200

iesidents

residents
by 2030

POPLAR GROVE

+2.,000
residents

Salt Lake City
School District
Transportation**

o

Existing and Future Conditions

**For locations of all Westside Salt Lake City School District schools, see Figure 42, Educational Facilities Walkshed
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‘/.‘ﬁ Future Growth and Development

Large-scale development projects will bring new jobs, housing, and visitors, but also create pressure

on already limited west-east connections.

1 Power District

The Power District redevelopment will transform
100 acres along North Temple with housing,
entertainment, and commercial space, increasing
demand for west-east connections.

2 Utah Inland Port

The Utah Inland Port is emerging as a major
industrial and logistics hub, adding freight traffic
and neighborhood impacts as it expands.

3 RE:IMAGINE Downtown SLC

RE:IMAGINE Downtown SLC is a collaborative
effort to transform the downtown core into a
dynamic Sports, Entertainment, Culture, and
Convention District. It will draw more visitors
and strengthen the regional entertainment core,
increasing reliance on transit connections to
the Westside.

a4 SLCCRA Rio Grande District Vision
and Implementation Plan

This visionary plan provides a road map for a
vibrant transit oriented district, located west of
the historic Rio Grande depot. Improved west-
east transportation connections are needed to
integrate the benefits of this district with
Westside neighborhoods.

5 Utah Office of Homeless
Services Campus

A new, 16-acre homeless campus is being
constructed in the Northport area of Salt Lake City,
just outside of the WE Connect study area. Better
transit access and connectivity are essential for this
facilities’ success.

Existing and Future Conditions
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5. Community Vibrancy

The Westside is defined by its housing characteristics and by the schools, parks, libraries, churches,

120

and small businesses that anchor daily life and reflect the community’s identity. Affordability pressures,

physical barriers, and gaps in access to key services highlight the need for strategies that strengthen
neighborhoods and promote community vibrancy. This section explores existing housing conditions,

community resources, and access to daily amenities, and concludes with an inventory of existing plans

and ongoing initiatives that guide future improvements.

Existing Land Use

Existing land use in the study area is shown in Figure 50. Land use patterns directly shape the
character and vibrancy of the community by influencing where people live, gather, and connect.

In the study area:

Contiguous industrial areas are located

along I-15, the railroad corridors, and west of
Redwood Road, reflecting the area’s history of
freight and manufacturing.

Commercial and neighborhood services line
Redwood Road, reinforcing its role as both a
connector and a transition zone.

Along the Jordan River, a continuous ribbon
of open space weaves through the area,
bringing both natural and recreational
benefits.

Mixed-use development is focused along North
Temple, 300 West, and 400 West—corridors of
activity that combine higher-density residential,
retail, and employment uses.

Single-family neighborhoods to the north

and south of North Temple are anchored by
elementary and middle schools, which help build
local identity and shape neighborhood character.

Figure 50. Existing Land Use

Existing and Future Conditions
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Housing These other housing types can provide both rental and homeownership opportunities across a broad
range of unit sizes and price points. A varied housing stock enables residents seeking smaller homes,
Housing within the Westside reflects a unique blend of development types and patterns. Compared to lower-cost or low-maintenance options, and multigenerational housing—among other priorities—to stay in
Salt Lake City overall, the Westside has a higher share of single-family homes and homeownership the Westside. Seniors, smaller families, and young adults wanting to live on their own or return to the area,
but less housing diversity (fewer attached and multifamily options). While prices for both rental and are all growing segments of the population that have reasons to consider housing options beyond single-
ownership housing in the Westside tend to be more affordable than citywide averages, many residents family detached homes.
still experience housing cost burdens. Recent developments—especially along major corridors Mobile homes account for 3% of housing units in the Westside. This housing type can provide a more
like North Temple—have improved the diversity of housing options, but affordability pressures and affordable and attainable path to homeownership, especially for lower-income households. While many
displacement risks remain key challenges. mobile home residents own their homes, they may still experience displacement pressure if they rent the
Figure 51 shows that detached single-family homes make up 62% of all occupied housing in the land underneath their homes and rental or utility fees increase at unsustainable rates. Mobile home parks
Westside. This is a higher share compared to Salt Lake City overall and is more closely aligned with the can also be targets for redevelopment by property owners in neighborhoods where land and housing
lower-density development patterns seen across the county. Relatively small shares of other types of prices are increasing, threatening a key segment of affordable housing.
housing, _such as town homes, sma_II multiplexes, and apartments_, mean that Westside r_eside_n_ts have Only 20% of the Westside housing is multifamily (five or more units), and 7% are smaller plex
fgwer options to meet dlversg housing needs or to remain rooted in the Westside as their families and buildings with two to four units. In the region overall, these multi-unit buildings are almost
circumstances change over time. exclusively rental properties.

Mobile Home o O
ST
S o
Boat, RV, Van, etc O ¥ Area
B} Salt Lake County
50 or more units 17% Salt Lake City

- SLC Westside
20 to 49 units

[<}]
Qo 10 to 19 units
2
5 5 to 9 units
3 or 4 units
2 units

ss I, e 62%

Single-Family Detached 38 8 46%
62%
Single-Family Attached
25% 50% 75% 100%

Share of Housing Units
Figure 51. Share of Housing Units by Type and Tenure
Source: ECOnorthwest analysis of American Community Survey 2019-2023 5-year estimates.
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R tal h . . Figure 52 illustrates that almost 60% of
enia OUSlng IS a Westside housing is owner-occupied, a higher

small but growing share share of ownership compared to Salt Lake City,
- - but lower than the county. This comparatively
of housing options

high ownership rate reflects the predominance of
single-family homes in Westside neighborhoods.

Figure 52. Share of Households by Housing Tenure
Source: ECOnorthwest analysis of American Community Survey 2023 1-year estimates.

Multifamily rental housing in the Westside is primarily concentrated along major corridors such as
Redwood Road and North Temple.>® While about 30% of these units were built before 1990, recent
construction has more than doubled the number of multifamily units. New developments are
generally located in larger buildings along the North Temple light rail corridor, particularly near I-15, as
shown in Figure 53.

5 Information about the rental housing stock draws on CoStar, a proprietary database of rental properties. CoStar data better represents Figure 53. Location and Age of Rental Housing
larger scale rental housing and does not fully capture smaller rental properties, including single-family rentals and small plexes. Source: ECOnorthwest analysis of CoStar data®
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Housing Costs

Rent and home prices in the Westside tend to be lower than in Salt Lake City as a whole, as shown in

Figure 54 and Figure 55.

Average rent per square foot has trended below the city’s overall average at a relatively steady rate,
though the gap has narrowed slightly since 2020 with rising rents in the Westside. As of September
2025, an average one-bedroom apartment in the Westside costs $1,470 compared to a citywide

average of $1,490.

Figure 54. Average Multifamily Rent Per Square Foot, 2010-2025
Source: ECOnorthwest analysis of CoStar data.

Existing and Future Conditions

Home values are also lower in the Westside compared to the citywide median. The median
assessed value of a single-family home in the Westside was $370,400, approximately $160,000
less than the median for Salt Lake City. The gap in values is similar for attached homes such as
townhomes and condominiums.

Parcel Value: Study Area vs. Salt Lake City

Figure 55. Median Assessed Home Value
Source: ECOnorthwest analysis of Salt Lake County assessor data.

Housing Cost-Burden

While the Westside may appear to have more affordable and attainable housing because of lower
average prices, lower median incomes mean that a higher share of Westside residents struggle with their
housing costs (Table 9).

Table 9. Per Capita Income and Poverty: WE Connect Study Area vs. Salt Lake City
PER CAPITA INCOME PERCENT ABOVE POVERTY
(2017-2021) (2017-2021)
STUDY AREA $22,800 (12th percentile) 54.5% (10th percentile)

SALT LAKE CITY $42,100 (90th percentile) 67.8% (16th percentile)
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Despite more affordable prices for rental and ownership housing,
/ Westside residents are more likely to be cost-burdened, as
WGSts’de illustrated in Figure 56.

res:dents are A household is considered cost-burdened if it spends more
more [lke[y fo than 30% of its gross income on housing costs, including rent or

b h . mortgage payments, utilities, insurance, and taxes. Severely cost-
e ousmg burdened households spend more than 50% of their income

cost-burdened. on housing.

The majority of Westside renters pay more than 30% of their income

on housing. The share of renters who are severely burdened—

or paying more than 50% of their income on housing—is similar
between Westside residents and renters across the city as a whole. Disproportionate housing costs
impact homeowners differently than renters, because housing payments help build wealth and housing
costs are less likely to increase suddenly. Cost burden amongst low-income householders—regardless
of whether they rent or own their home—can have severe impacts, including displacement, especially
if residents experience economic shock like the loss of a job or incurring significant medical expenses.
Twenty-three percent of homeowners in the Westside are cost-burdened, compared to 20% in
both the city and the county.

Burdened

Severely
Burdened

Figure 56. Share of Cost-Burdened Households by Location and Housing Tenure
Source: ECOnorthwest analysis of American Community Survey 2023 1-year estimates.
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Community Features

A vibrant neighborhood is more than a collection of buildings; it is a place where daily amenities and
social infrastructure are effectively intertwined with the fabric of the community, providing a direct
investment in the lives of residents. When schools, parks, gathering spaces, and other essential uses
are interwoven with diverse housing types, they create lasting value to residents and the community
more broadly.

For this Existing and Future Conditions report, community resources have been organized around
three categories:

& © C

Community facilities Public parks and Grocery stores
open spaces

Together, these categories represent core elements of daily life and community well-being. They are
places where people can gather formally or informally, learn, sustain themselves, and connect.

Community Facilities

Community facilities include community centers, public libraries, and places of worship. These places
play an important role in shaping neighborhood identity and providing social, educational, and other
essential services. Many of these facilities are near schools, libraries, or places of worship, creating civic
hubs that strengthen access to multiple resources in one location. For example, the Glendale-Mountain
View Community Center sits alongside a library and church, while the Rose Park Community
Learning Center is adjacent to two places of worship. This creates areas within each neighborhood
where community members regularly interact, leading to greater social cohesion and integration.

At the same time, access to facilities is uneven on the Westside. Some facilities, like Sorenson Unity
Center and Neighborhood House, benefit from strong transit connectivity that allows residents to
reach them without a car. Others, such as the Northwest Community Center or Marmalade Library,
are more isolated and harder to access, reducing their ability to serve the broader community. The
locations of these and other facilities are outlined in Figure 57.

Beyond recreation, these facilities provide services such as food distribution, childcare, adult education,
and technology labs that address the social and economic needs of residents. Their role as cultural
anchors is important in communities where other civic and educational resources are limited.

While no major improvements are currently planned, reinvestment in these facilities could expand their
reach and strengthen their role as catalysts for community, pride, engagement, and equity. Situating
these facilities along high-frequency transit corridors ensures they are reachable by a broader cross-
section of the community, reducing transportation barriers and reinforcing their role as inclusive,
neighborhood-serving destinations that foster equitable access to arts, culture, and civic life.

Community Councils

Salt Lake City recognizes community organizations whose purpose is to provide community input and
information to City departments. These councils are encouraged to make recommendations to the
City on all matters affecting their organization’s particular community or neighborhood. All city council
districts have community councils. There are also several organizations and associations actively
involved in improving their neighborhoods and the City in general. However, during the time of this
study, neither the Jordan Meadows or Westpointe Community Councils are functioning. This
presents a lack of access to the formal city council process and therefore limits direct feedback from
residents in these neighborhoods to the City.

Figure 57. Community Centers, Public Libraries, and Places of Worship Walkshed

Existing and Future Conditions
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Public Parks and Open Spaces

The Westside contains significant park acreage, shown in Figure 58, including Jordan Park and
the Regional Athletic Complex. However, many parks are designated as “high need” areas due to
gaps in quality, amenities, and accessibility. While large athletic facilities provide citywide benefits,
neighborhood parks often lack investment in amenities like shade, equipment, and safety features,
leaving disparities compared to other parks of Salt Lake City. I-15 and the railroad tracks also limit
convenient access to recreation east of the corridor, reinforcing geographic inequities.

According to the 2019 Salt Lake City Parks & Public Lands Needs Assessment®, while Westside parks
such as Jordan Park/International Peace Gardens, Riverside Park, and the Jordan River Trail are
among the most frequently visited by residents of the Westside, Eastside destinations like Liberty Park
and City Creek Park also draw many Westside visitors. In contrast, Eastside residents seldom name
Westside parks among their favorite places; their preferences tend strongly toward Liberty Park, Sugar
House Park, and the foothill natural lands.>

. . This asymmetry suggests that Westside parks are not yet
75% of r es:d(?n ts Who live regional attractions. Westside residents often travel long
on the Eastside visit parks distances eastward to access park programs and amenities
frequently (one time or that are limited or absent in their own neighborhoods.
more a month), whereas Eas’:séde psrtl)(s ar;c: 1;alreas tsuch as Sfuge;r House anldc’lthe

o . ast Bench benefit from stronger infrastructure including
only 60% Of,weStS'degf reliable water and electrical systems, and more consistent
frequently visit parks. programming, which enables frequent community events.
Presently, many Westside parks lack that support.

Furthermore, crossing I-15 and the rail corridors creates significant barriers to park access. As
previously demonstrated in Figure 5, there are only five grade separated west-east railroad crossings
in the study area:

+ 600 North aligned with Riverside Park and Jackson Park

+ North Temple aligned with Constitution, Madsen, and Cottonwood Parks
+ Poplar Grove aligned with Sherwood Park

+ 1300 South aligned with Three Creeks Confluence Park and Jordan Park
+ 2100 South aligned with Glendale Park

Recent initiatives, including the 2022 voter-approved Parks and Public Lands bond, have started
addressing these inequities by targeting reinvestment in Glendale Park, Jordan River Park, and
Cottonwood Park, while planned improvements like those in the Power District will help bridge trail
gaps and expand access to open spaces. Together, these projects present an opportunity to improve
daily access to recreation, enhance the quality of neighborhood gathering spaces, and reduce
disparities across the city.®

These locations underscore the concentration of underutilized recreational assets on the Westside—
assets with significant potential for strategic reinvestment. Targeted improvements to amenities,
accessibility, and programming can transform these parks from neighborhood resources into citywide
destinations, supporting equitable access and enhancing community vibrancy.

%2019, Salt Lake City Parks & Public Lands Needs Assessment
% General Obligation Bond, 2022, $85 million Parks, Trails and Open Space General Obligation (GO) Bond

Figure 58. Public Parks and Open Spaces Walkshed

Existing and Future Conditions
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Grocery Stores

While some full-service grocery stores, supermarkets, and superstores are located along major
transit corridors such as North Temple and Redwood Road, the majority are concentrated

east of I-15. These locations offer reliable access to many transit-dependent households. However,
residents of neighborhoods like Poplar Grove and Glendale, where full-service options are limited, often
rely on smaller specialty markets within walking distance.

Additionally, large pockets of Rose Park, Westpointe, and parts of Glendale, remain completely
outside of a comfortable walkshed (Figure 59). For residents in these areas, accessing groceries often
requires either a car or significantly longer trips when using transit, walking, rolling, or biking—adding
time, effort, and cost, and contributing to inequities in daily convenience.

Food insecurity is a significant issue on the Westside. In 2019, the U.S. Department of Agriculture
(USDA) Food Access Research Atlas identified four Westside census tracts, which include sections of
Fairpark, Rose Park, Jordan Meadows, and Westpointe, as “low-food-access” areas, meaning more
than 33 percent of residents live over one mile from the nearest supermarket.

The diverse needs of Westside residents often extend beyond what traditional grocery stores provide,
requiring access to culturally specific foods. Markets such as Rancho Markets in Fairpark and Gonzalez
Market in Glendale primarily offer products catering to Hispanic and Latin American cuisines, but their
limited number means many residents travel farther than desired. Residents looking for specialty items
for African and Middle Eastern cuisines often travel east of I-15 or to other neighborhoods to shop at
stores such as African Star Market. Pacific Islander communities face the greatest distance barrier

to find essential culturally specific ingredients, frequently traveling to West Valley City. Despite the
presence of some specialty markets, the overall availability and proximity of culturally specific foods
remain inadequate for many Westside residents.

Community-led efforts have started to fill some of these gaps. Programs like Wasatch Community
Gardens have established urban farms in Fairpark, Rose Park, and Glendale, helping to expand
access to fresh produce in neighborhoods not served by nearby stores. However, without new
grocery investment, these initiatives can only partially address the broader gaps in food access
across the Westside.

Figure 59. Grocery Stores Walkshed

Existing and Future Conditions
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Walkshed Overlap Analysis

A walkshed overlap analysis was used to evaluate how well Westside residents can access multiple
community assets within a short walking distance (Figure 60). The five amenity categories include:
schools, parks, grocery stores, transit stops, and community facilities. Areas where these walksheds
overlap represent the strongest concentrations of daily opportunities, while gaps reveal neighborhoods
where access is limited.

The analysis shows that North Temple and Redwood Road corridors provide the highest concentration
of overlapping walksheds as seen in Table 10. Residents in these areas are within walking distance
of multiple destinations and frequent transit, reinforcing their role as community anchors. Notably,
approximately 63% of the total population and 57.5% of households in the study area fall within
walksheds where four or five categories of amenities overlap. This means that most residents live in
areas where daily needs and services are theoretically accessible on foot, though the extent to which
they are truly accessible depends on the safety, comfort, and continuity of the pedestrian environment
along these corridors.

An inventory of 475 commercial businesses
further illustrates the types of destinations that
shape daily life in these walkable areas. Food
and drink establishments (40.4%), including
restaurants, cafés, and bakeries, make up the
largest share; followed by personal services

@ Food and drink
establishments

. Personal
services

Convenience

(10.9%), grocery and convenience retailers retailers

(9.7%), and auto-related businesses (9.9%). Auto-related

This mix highlights how commercial activity @ Au o-relate
businesses

reinforces walkable access to daily needs along
key corridors.

In contrast, areas with fewer overlapping walkshed—amenity categories representing roughly 12.7% of
the population and 15.2% of households for single-category access, and 10.2% of the population and
13.6% of households for two categories—are more limited in their access to essential services. Many of
these lower-access areas are concentrated in Glendale (south of the Surplus Canal), Rose Park
(west of Redwood Road), and industrial districts near 1-215 and the airport. Residents in these
neighborhoods must travel farther, often crossing physical barriers such as rail lines or freeways, to reach
key destinations. Addressing these gaps will be critical to improving equitable access to services and
strengthening neighborhood connectivity.

Table 10. Estimated Share of Population and Households by Walkshed Category
NUMBER OF AMENITY

e | POPULATION ousEnoLbs
1 12.7% 15.2%
2 10.2% 13.6%
3 14.2% 13.6%
4 25.3% 22.3%
o 37.7% 35.2%

Figure 60. Walkshed Overlap Analysis Source: Kimley-Horn analysis of ESRI BAO.
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Existing Plans and Ongoing Initiatives

Several ongoing planning efforts provide important context for enhancing community vibrancy on the
Westside. These initiatives outline how housing, cultural resources, parks, education, and access to
daily needs align with broader city goals. They also help guide strategies aimed at reducing disparities
between the Westside and other parts of Salt Lake City. These plans include:

Established a framework of neighborhood,
community, regional, and recreation
“nodes” as focal points for social
infrastructure, services, and public spaces.
The plan emphasizes creating a mix of
uses that allow residents to meet daily
needs locally, and highlights the need

to strengthen Westside parks, cultural
resources, and mixed-use corridors such
as North Temple.

Identifies much of the Westside as

“high need” for park investments. This
assessment directly informs capital
planning, including projects funded by the
2022 voter-approved General Obligation
bond, which directs resources to under-
resourced parks in Glendale, along

the Jordan River, and other Westside
neighborhoods.

Programs such as Wasatch Community
Gardens and Citywide food access studies
emphasize gaps in grocery availability and
culturally relevant food sources in Westside
neighborhoods. These policies underscore
the need for future planning efforts to better
integrate grocery stores and fresh food
markets into community nodes.

Builds on the node framework by
examining future mixed-use development
opportunities and exploring strategies

to align growth with improved access

to community amenities. This plan is
especially important for framing how

the Power District and other large
redevelopment areas can contribute

to more complete and connected
neighborhoods.

Funds major high school upgrades,
including West High, and provides
resources for safe circulation improvements.
While these investments improve
educational quality, they do not yet resolve
the challenge of limited high school access
west of 1-15.

Existing and Future Conditions
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Community Vibrancy: Issues, Gaps, and

Opportunities Summary

Barriers & Land Use

Rail lines, freeways, and incomplete sidewalk
networks limit safe connections to jobs, schools,
and services, especially west-east movement.
These conditions reinforce inequities, particularly
for households that rely on walking, biking, or
transit. Ensuring more equitable access will
require targeted investments to close these gaps
while reinvesting in neighborhoods projected to
lose population. Without action, inequities will
deepen as growth outpaces infrastructure.

| Railroads, freeways, and missing sidewalks
limit safe west-east travel

2 Mixed-use development is focused along
North Temple, or east of I-15 along 300 West
and 400 West

3 Contiguous industrial areas are located
along I-15, the railroad corridors, and west of
Redwood Road, adding to barriers

Daily Needs and Gaps

Access to daily needs such as groceries and
neighborhood-serving retail is inconsistent across
the Westside. While some corridors support local
shops and services, other areas force residents
to travel longer distances, often crossing major
barriers. The USDA designated parts of the
Westside as low-food-access areas, underscoring
the lack of grocery options close to home.
Strengthening local-serving retail and food access
will reduce inequities in daily life.

1 Portions of Fairpark, Rose Park, Jordan
Meadows, and Westpointe are USDA low-
food-access areas

Many residents travel east of I-15 for cultural
food options

3 Several corridors have limited retail options

Housing and Affordability

Affordable housing is a defining feature of the
Westside, but its distribution is uneven and
concentrated along transit corridors. North Temple
in particular has seen new affordable projects, yet
these areas face rising redevelopment pressure
that could displace long-time residents. Mobile
homes (~3% of area units) remain one of the last
deeply affordable housing options, though they
are vulnerable to redevelopment. Going forward,
preserving affordability and ensuring new housing
supports diverse incomes will be critical.

1 Affordable housing is clustered along the North
Temple TRAX line

e majority of renters are cost-burdene
2 Th jority of rent t-burdened
(spending >30% of their income on housing)

3 Displacement pressures are highest along North
Temple, where market demand is strongest

Community Anchors

Community anchors such as schools, libraries,
parks, and places of worship provide identity,
stability, and social connections across diverse
neighborhoods. While many anchors are well-
placed in Glendale, Rose Park, and Poplar

Grove, gaps in access persist in Westpointe and
Jordan Meadows. Strengthening access to these
institutions will mean all residents can participate in
community life. The uneven distribution of anchors
highlights priority areas for new investment.

4 Strong clusters of schools, libraries, and parks
are in Glendale, Poplar Grove, Rose Park

2 Major regional anchors include Jordan Park,
Glendale Park, and the Regional Athletic
Complex

3 Currently, neither the Jordan Meadows or
Westpointe Community Councils are functioning

Community Centers

Existing and Future Conditions
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1. PREVIOUS PLANS AND STUDIES

A review of previously completed and ongoing planning efforts focused on the study area
provides a baseline understanding of community needs and potential solutions for the WE
Connect study. A list of all relevant studies that were reviewed is provided below in

Table 1.
Owner Title Year ‘
Salt Lake City Capital Improvement Program Updated
Annually
Salt Lake City Green Loop In
Progress
Northwest Community Plan Update In
Progress
Ballpark NEXT Community Design Plan 2025
North Temple Economic Action Plan 2025
Folsom Trail Design Plan 2024
Emerald Ribbon Action Plan 2024
Granary District Area Plan 2024
SS4A Safety Improvements to Redwood Road 2024
Salt Lake City North Temple Mobility Hub Study 2023
Connect SLC - Citywide Transportation Plan 2023
Westside Neighborhood Environmental Justice and Air Quality 2023
Thriving in Place 2023
Housing SLC Plan 2023
Salt Lake City Street and Intersection Typologies Design Guide 2023
SLC Crossings Study Engagement Memo 2023
Salt Lake Transportation East-West Connections 2022
Critical Connections, Healing Salt Lake City’s 2022
East-West Divide (Grant Application)
Salt Lake City’s Westside Transportation Equity Study 2021

2 Appendix A: Literature Review


https://www.slc.gov/Finance/home/capital-improvement-program-cip/
https://shape.slc.gov/en/pages/green-loop
https://www.slc.gov/planning/2025/02/26/northwestplan-update/
https://cra.slc.gov/wp-content/uploads/2025/06/Ballpark-Community-Design-Plan_Draft-06.18.25.pdf
https://static1.squarespace.com/static/530e3f55e4b088e83bb95f08/t/655659216a4019476772c0ab/1700157827994/20231111_folsom_final_plan.pdf
https://www.slc.gov/parks/projects/emerald-ribbon-master-plan/
https://www.slc.gov/transportation/wp-content/uploads/sites/11/2024/07/Granary-District-Area-Plan_FINAL.pdf
https://www.slc.gov/mayor/2024/09/06/salt-lake-city-awarded-2-9m-federal-grant-to-make-redwood-road-safer-for-residents/
https://www.slc.gov/transportation/plans-studies/north-temple-mobility-hub-study/
https://www.slc.gov/transportation/plans-studies/tmp/
https://www.epa.gov/system/files/documents/2024-05/westside-neighborhoods-environmental-justice-and-air-quality-assessment.pdf
https://www.slc.gov/can/wp-content/uploads/sites/8/2023/12/TIPSTRATEGYDOC-FINALADOPTEDPLAN-OCT2023-1.pdf
https://www.slc.gov/can/wp-content/uploads/sites/8/2023/05/Housing-SLC-Plan_Final-with-Appendices.pdf
https://www.slc.gov/transportation/2023/12/07/typologies/
https://kimleyhorn.sharepoint.com/sites/SLC-Reconnecting/Shared%20Documents/Forms/AllItems.aspx?viewid=b1be0667%2D41af%2D4b26%2D9d7e%2D509e3a3a1a0a&csf=1&web=1&e=BcRBZV&clickparams=eyAiWC1BcHBOYW1lIiA6ICJNaWNyb3NvZnQgT3V0bG9vayIsICJYLUFwcFZlcnNpb24iIDogIjE2LjAuMTg5MjUuMjAyMTYiLCAiT1MiIDogIldpbmRvd3MiIH0%3D&CID=0628c4a1%2D306c%2D9000%2Df4b9%2D2ef59a23674e&cidOR=SPO&FolderCTID=0x012000E006782D16989F47984E4732D8DA305F&id=%2Fsites%2FSLC%2DReconnecting%2FShared%20Documents%2FResources%2FPrevious%20Plans%20and%20Studies%2FSLC%20Plans%2F2023%20SLC%20Crossings%20Study%20Engagement%20Memo%2Epdf&parent=%2Fsites%2FSLC%2DReconnecting%2FShared%20Documents%2FResources%2FPrevious%20Plans%20and%20Studies%2FSLC%20Plans
https://www.slc.gov/mayor/wp-content/uploads/sites/51/2022/03/SLC_Transportation_PriorityProjects_BIL-IIJA_Mar2022.pdf
https://www.slc.gov/transportation/wp-content/uploads/sites/11/2022/10/SaltLakeCity_ReconnectingCommunities_Oct2022_AsSubmitted.pdf
https://www.slc.gov/transportation/wp-content/uploads/sites/11/2022/10/SaltLakeCity_ReconnectingCommunities_Oct2022_AsSubmitted.pdf
https://www.slc.gov/transportation/plans-studies/westside-equity/
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Salt Lake Street Lighting Master Plan 2021
9-Line Trail Extension Study 2018
Salt Lake City Transit Master Plan 2017
Downtown Community Master Plan 2016
Westside Master Plan 2015
Salt Lake City Pedestrian & Bicycle Master Plan 2015
North Temple Boulevard Plan 2010
Rose Park Small Area Plan 2001
Salt Lake County | Active Transportation Implementation Plan 2017
Rio Grande Plan Economic Impact Analysis 2025
Citizen-Initiated Rio Grande Plan Screening Analysis 2023
I-15 Environmental Impact Statement and Record of Decision 2024
UDOQOT Statewide Transportation Improvement Program (STIP) 2024
uboTt Utah Freight Plan 2023
Redwood Multimodal Transportation Study 2018
Utah State Fair | Utah State Fairpark Master Plan 2021
TechLink TRAX Study 2025
Utah Transit Five-year Service Plan 2025-2029 2024
Authority UTA Moves 2050 2024
UTA Bus Stop Master Plan 2024
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https://www.slcdocs.com/transportation/Plans/SLC_TMP_FULL_FINAL.pdf
https://www.slcdocs.com/Planning/MasterPlansMaps/Downtown.pdf
https://www.slcdocs.com/Planning/MasterPlansMaps/fb.pdf
https://www.slc.gov/transportation/plans-studies/pbmp/
https://www.slcdocs.com/Planning/MasterPlansMaps/NTMP.pdf
https://www.slcdocs.com/Planning/MasterPlansMaps/Rosepark.pdf
https://www.saltlakecounty.gov/regional-development/planning-transportation/transportation/active-transportation-info/
https://dropbox.riograndeplansaltlakecity.org/RGP%20EBA/20250414-RioGrandePlanEconomicImpactAnalysis.pdf
https://www.slc.gov/transportation/plans-studies/rio-grande-plan-screening-analysis/
https://i15eis.udot.utah.gov/
https://www.udot.utah.gov/connect/about-us/commission/stip/
https://www.google.com/search?q=utah+freight+plan&oq=utah+freight+plan+&gs_lcrp=EgRlZGdlKgoIABBFGBYYHhg5MgoIABBFGBYYHhg5MgcIARAAGO8FMgoIAhAAGKIEGIkFMgcIAxAAGO8FMgcIBBAAGO8FMggIBRDpBxj8VdIBCDI0NjNqMGo0qAIAsAIA&sourceid=chrome&ie=UTF-8
https://wfrc.utah.gov/Studies/RedwoodMultimodalStudy_May2018.pdf
https://www.utahstatefair.com/p/about/fairpark-master-plan
https://www.techlinkstudy.com/
https://www.rideuta.com/Current-Projects/UTA-Five-Year-Service-Plan-2025-2029-Draft
https://www.rideuta.com/Current-Projects/Long-Range-Transit-Plan
https://www.rideuta.com/-/media/Files/About-UTA/BSMP_2024.pdf
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Power District Transportation Study 2025
Wasatch Choice Vision 2025
WEFRC Comprehensive Safety Action Plan 2024
Wasatch Choice Great Streets 2023
Regional Transportation Plan 2023

Table 1 - List of Previous Studies

1.1. SALT LAKE CITY PLANS AND STUDIES

1.1.1. Salt Lake City Capital Improvement Program
(CIP) (Updated Annually)

Each budget year, money is set aside for the CIP, a multi-year planning program of capital
expenditures needed to replace or expand the City’s public infrastructure. Capital improvements
consist of the planning, design, construction, acquisition, and rehabilitation of municipal
infrastructure. This encompasses a wide range of public assets, including buildings, parks,
streets, sidewalks, bridges, transportation facilities, traffic control systems, and other essential
physical structures.

Key Takeaways: Funded projects in the Fiscal Year 2026 CIP within the study area include:

700 North Repaving and Enhancements
Rose Park Land Beautification, Trail, and Safety Improvements
Glendale Traffic Calming

1.1.2. The Green Loop (In Progress)

The Green Loop is a visionary plan to create a tree-lined greenway around downtown Salt Lake
City. Salt Lake City’s residential downtown population doubled from 2020 to 2025; however,
less than 30% of the downtown area is within a 5-minute walk from open space. The Green
Loop concept has been recommended in City plans dating back to 2008. In 2023, a series of
community engagement and pop-up events were held to gauge public perception. In 2025, the
Salt Lake City Council voted to approve $3.1 million FY 24/25 Capital Improvement Project
funds to advance the Green Loop vision. In 2025, the Utah Legislature passed S.B. 195, a state
law establishing mandatory oversight of certain city-level transportation and road projects to
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ensure alignment with statewide priorities and funding requirements. Despite this new regulatory
framework, Salt Lake City’s mayoral office has confirmed that the Green Loop project remains
on track and will proceed as originally planned.

Key Takeaways: While the Green Loop will not extend to Salt Lake City’'s Westside, its benefits
could be enjoyed by Westside residents if west-east connections are improved between Poplar
Grove and Glendale and downtown.

1.1.3. Northwest Community Master Plan (In Progress)

The Northwest Community Master Plan covers five neighborhoods: Rose Park, Fairpark, Jordan
Meadows, Poplar Grove, and Westpointe, as seen in Figure 1. The area is characterized by a
mix of residential, commercial, and industrial uses, with significant redevelopment efforts
underway, especially along the North Temple corridor and the new U-FAIR District (Utah
Fairpark Area Investment and Restoration District). The plan builds on the corridor framework
by examining future mixed-use development opportunities and exploring strategies to align
growth with improved access to community amenities.
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Figure 1. Northwest Community Plan Boundaries
Source: Northwest Community Plan

Key Takeaways: This plan will be especially important for framing how the Power District and
other large redevelopment areas can contribute to more complete and connected
neighborhoods. Key issues include housing affordability, infrastructure upgrades, environmental
health, and the need for updated policies to reflect current city goals and community needs.

1.1.4. Ballpark NEXT Community Design Plan (2025)

In June 2025, The Salt Lake City Community Reinvestment Agency (SLC CRA) released their
Ballpark NEXT Community Design Plan, a visionary document for the ballpark site. The Salt

oe
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Lake Bees relocation to Daybreak left Smith’s ballpark vacant, creating an opportunity to
reimagine the space as a vibrant community hub. Developed with community input and
stakeholder collaboration, the plan paves the way for transformative partnerships with local
institutions and businesses.

The Design Plan begins by outlining a vision for the ballpark neighborhood. This vision includes
transforming Smith’s Ballpark into a multi-use entertainment venue for sports, concerts, and
community events; daylighting Red Butte, Emigration, and Parleys Creek to establish Creek
Park as a connected greenway; re-establishing Richard Street to improve neighborhood access;
investing in mixed-use housing that combines residential, retail, and office space; and
constructing both a new library to serve residents and a fire station to enhance public safety on
Main Street. The SLC CRA voted unanimously on December 9th, 2025, to adopt the Ballpark
Next Community Design Plan.

Key Takeaways: The Ballpark neighborhood is on the eastern edge of the WE Connect Study
area. It is in a sector of the City severely lacking in green space, equidistant between Liberty
Park and Jordan Park. Ballpark Next would create a nearby regional attraction for Glendale,
increasing the need for better transportation links across the 1-15 corridor.

1.1.5. North Temple Economic Action Plan (2025)

North Temple is a vital multimodal corridor connecting the Salt Lake City International Airport to
downtown. The corridor has experienced a surge in transit-oriented, mixed-use developments
alongside significant transit investments. However, this shift raised concerns with stakeholders
and residents about the loss of retail options, safety and security issues, and a perceived lack of
amenities. Figure 2 shows Salt Lake City’s project areas alongside the North Temple project
area.

North Temple RDA Project Area

Y

L 15 4

M 009

QVOY 000MO3Y

SLCRDA
Project Areas

M OooL
M 008

U-FAIR District L} 1,]

=

Figure 2. Salt Lake City CRA and North Temple project areas and the Utah Fairpark Area Investment and
Restoration District boundaries (inside the orange outline).
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Source: North Temple Economic Action Plan

The North Temple corridor is primarily zoned Mixed-Use Transit Station (TS-MU), Special
Purpose Transit Station (TS-SP), and Urban Center Transit Station (TS-UC). The plan outlines
three future land use categories: core, transitional, and stable. Taxable sales have rebounded,
and local retail demand has increased; however, office vacancies remain at an all-time high and

are expected to increase.

1.1.5.1. COMMUNITY ENGAGEMENT SUMMARY

Several constraints were identified before community engagement began, shown in Figure 3
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Figure 3: Constraints in the North Temple Project Area
Source: North Temple Economic Action Plan

There is limited open space in NW zone.

Redwood Road, a major arterial, transects the corridor.
Portions of the project area are isolated by roads and freeways.
The south-central portion has heavy industrial land uses.
Multiuse trails don't extend west of the Jordan River.

The engagement team took a more targeted approach, utilizing existing events, and
interviewing property and business owners on location, summarized in Figure 4.
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Figure 4: Community Engagement Efforts in the North Temple Project Area
Source: North Temple Economic Action Plan

The primary takeaways from this effort included:
Trash degradation of the landscape was the top concern.
Access to the Jordan River Trail, a top area amenity.
Several challenges exist, including ongoing private and public construction, a lack of
communication from developers to businesses about development activities, and
frequent discrepancies between projected and actual project timelines.
While the City has the development information, it may not always be widely shared.
Businesses don't know where to go or who to talk with when there is a problem.
Identifying a liaison to serve the North Temple corridor who has knowledge of the local
business community. The liaison should participate in construction mitigation meetings,
share needed information and be multilingual or have access to language resources.
To address loss of retail, the City could create a special assessment area and develop a
retail sub-leasing program to be managed by the CRA.
The CRA offers a loan program that provides gap financing for projects that align with
the goals outlined in the project area plan.

Key Takeaways: North Temple is a vital economic corridor on the Westside. The North Temple
Economic Action Plan recommends investments in medium-density housing, the creation of a
special assessment area to fund public improvements, and a retail subleasing program aimed at
improving economic health and vitality. These economic investments could benefit Westside
residents, especially those in the Fairpark neighborhood, by increasing commercial activity
locally and providing opportunities for small businesses owners.
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The plan summarizes recently completed, under construction, and planned housing units within
the study area (Figure 5). Based on available data as of July 2024, 3,000 residential units were
under construction, and another 2,300 residential units are planned or permitted.

The study recommends adding street parking along North Temple by removing one travel lane
in each direction. On-street parking will not be permitted between 3:00 PM and 6:00 PM to
increase traffic capacity during rush hour.

ECONOMIC

iovos New Housing Developments ~ =

OUSING PROJECTS @ Planned (1,174 units) @  Permitted (1,104 unit nder Construction )0 unit @ Recently Completed (1,439 unit

essessee T

Figure 5: Recently Completed, Planned, Permitted, and Under Construction Housing Units

Source: North Temple Economic Action Plan

1.1.6. City Creek at Folsom Trail Design Plan (2024)

This plan outlines the conceptual design for daylighting City Creek along the Folsom Trail
between 700 West and 1000 West in the Poplar Grove neighborhood of Salt Lake City. The
plan's mission is to revitalize a former rail corridor into a thriving ecosystem and to create a
beautiful, safe, and welcoming community centerpiece with access to nature, improved water
quality, and mitigated surface area flooding.

Key Takeaways: Targeted community engagement along the corridor revealed that participants
prioritized seating, lighting, and trash and recycling cans. A visual preference survey was also
distributed. Respondents expressed a preference for nature, soil, native planning and plaza
spaces.

The final conceptual design includes several amenities, landscape designs, seating, and public
art. This plan was preceded by the Daylighting Feasibility Study, which consisted of three
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conceptual designs, two of which follow the Folsom Trail corridor. Extension of the Folsom Trail
to the Jordan River Trail would offer better west-east connectivity.

1.1.7. Emerald Ribbon Action Plan (2024)

The Emerald ribbon is a 10-mile segment of the Jordan River corridor within Salt Lake City
limits. The Emerald Ribbon Action Plan aims to bring this corridor to life through thoughtful
design, wildlife restoration, and enhanced connectivity. The draft plan, released in 2024,
identified key project areas and ideas to direct investment.

Key Takeaways: The plan’s status is currently uncertain as its adoption has been tabled;
however, these projects, if implemented in the timeline given, would have meaningful impacts
on residents in the WE Connect study area who utilize the Jordan River Corridor. Below is a list
of Phase 1 projects pending city council approval:

Bringing new life to Cottonwood Park

Reimagining Modesto Park

Developing a new wildlife area at Glendale Oxbow
Development of a new nature park near Rose Park Golf Course
JRT Safety and Connectivity Projects

1.1.8. Granary District Area Plan (2024)

The Granary District Area Plan provides a strategic framework to guide the implementation of
multimodal transportation improvements that enhance comfort, connectivity, and accessibility for
all users traveling within or through the district. Building upon prior planning efforts, the
document emphasizes context-sensitive strategies that support walking, rolling, bicycling, and
transit access.

Key Takeaways: The recommendations are structured for delivery within a 2- to 10-year
horizon, with an emphasis on feasible and impactful interventions. Priority areas include
intersections, midblock crossings, local streets, and catalytic corridors. Each proposed project
was evaluated using a standardized prioritization framework. Projects receiving the highest
scores are designated for near-term implementation (2—4 years), while those with lower scores
are scheduled for advancement in the mid-term phase (5-10 years).

Projects address east west connectivity through creating new crossing routes and improving
intersection safety.

A summary of these projects is shown in Figure 6.
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Figure 6. Granary District Project Recommendations and Prioritization

Source: Granary District Area Plan

1.1.9. SS4A Safety Improvements to Redwood Road
(2024)

Salt Lake City has been awarded $2.94 million in federal Safe Streets and Roads for All (SS4A)
grant program funding to improve roadway conditions along a 6.4-mile stretch of Redwood
Road; however, the award contract is still pending. The neighborhood has experienced
significant population increases in recent years, with much of the new housing serving low-
income families. This growth has heightened the need for safe pedestrian access to bus stops,
sidewalks, and urban trail connections that provide safer routes to downtown and key
community amenities.

Key Takeaways: Redwood Road is a high-risk roadway within the study area. Currently, the
lack of safe crossings has led to more unmarked crossings, creating safety concerns for people
walking and bicycling. To address these issues, the City plans to implement multiple low-cost
countermeasures at six stop-controlled intersections along the corridor. These improvements
include retiming signals, installing high-intensity activated crosswalk beacons, and adding
additional sidewalks.

12 Appendix A: Literature Review



West €&—p East

1.1.10. North Temple Mobility Hub Feasibility Study
(2023)

The North Temple Mobility Hub Feasibility Study confirms that the area is suitable for a transit
hub and gathered community input on desired features and ways to make the hub convenient
and inviting for both residents and transit users. The project study area centers on a 1.2-mile
segment of North Temple between 900 West and Redwood Road. A mobility hub facilitates
transfer from one form of travel (such as walking or biking) to another (such as taking the bus or
TRAX). These centrally located hubs bridge transportation gaps and provide opportunities for
community-supportive development.

Key Takeaways: Community engagement indicates significant interest in a future hub that
provides safe gathering areas and emphasizes amenities for families and youth. A specific
location was not selected, however the study area outlined in Figure 7 shows the area where
the mobility hub could be located.

NORTH TEMPLE | (&5
MOBILITY HUB |

VICINITY MAP

== == == STUDY AREA

+ TRAX & STATIONS e BICYCLE NETWORK s FOLSOM TRAIL

WASATCH FRONT REGIONAL COUNCIL (WFRC)
e=@ue  FRONTRUNNER & STATIONS WASATCH CHOICE LAND USE CENTERS e

BUS LINES TRAILS O MAJOR DESTINATIONS

JORDAN RIVER TRAIL

1
Miles N

Figure 7: North Temple Mobility Hub Vicinity
Source: North Temple Mobility Hub Study

1.1.10.1. Community Engagement Summary
The following is a summary of community feedback received during the study:

« Community feedback is centered around the need for connection, access, and
opportunity in the area.
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The hub needs to provide value to the community—more than a parking lot for bus
storage. There is also support for including small pop-ups or rotating businesses.
Consensus indicates a need for active use, including green space, playgrounds, dining,
shopping, and entertainment, to complement new housing along North Temple.

There is strong desire for the hub to be a neighborhood destination; a place people want
to visit with a focus on family-oriented/youth-focused community amenities.

Community space ideas include a library, affordable grocery store/food market,
retail/shopping, healthy food options, playgrounds/greenspaces, and public spaces.

1.1.11. Connect SLC - Citywide Transportation Plan
(2023)

Connect SLC sets goals to improve health and safety, expand access to opportunities, and
improve air quality. Connect SLC identifies how residents move today, what they value, how
they want to improve public spaces, and what improvements would make it easier for residents
and visitors to move around Salt Lake City. The plan aims to:

Build lasting relationships with community members to empower diverse voices at the
planning table.

Implement a Vision Zero Strategy to improve safety for all.

Invest in the City’s active transportation network to improve connections and health
outcomes.

Make transit a competitive and attractive mode of travel in Salt Lake City.

Expand transportation options to meet climate goals and efficiently manage Salt Lake
City’s streets.

Leverage community benefits from private investment to create welcoming community
gathering places.

Design, build, operate, and maintain great streets through effective partnerships.
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Figure 8. Connect SLC’s Proposed Connections and Improvements
Source: Connect SLC — Citywide Transportation Plan

1.1.11.1. Community Engagement Summary

The following is a summary of public feedback collected during the project’'s community
engagement phase that informed the plan’s values and priorities.

Community Vision for Improving Streets and Transportation
Online survey participants were asked to describe their vision for how Salt Lake City’s streets
and transportation should feel and look in the future. These key themes emerged as potential
inspiration for the transportation plan’s vision statement and policy options:

Enhanced Safety: Participants envision a city with a safe, convenient, and efficient road
network that accommodates all travelers, including transit riders, motorists, pedestrians,
cyclists, skateboard users, and individuals with disabilities using mobility devices.
Participants want to have well-lit, highly visible, and delineated areas for people of all
ages and abilities to travel comfortably without fear of being hit by a car.

Better Transit: Participants envision a city with an expansive transit system that
enables riders to conveniently access their desired destinations with fewer transfers and
throughout more times of day, every day of the week. Participants want reliable, quality
transit service supported by bus rapid transit (BRT) routes, transit-only lanes, and transit
signal priority.

Fewer Car Trips: Participants envision a city that prioritizes active mobility and
sustainable transportation to help address the city’s growing congestion, air quality and
emissions, and safety concerns. Participants want roadways prioritized for people rather
than vehicles, with narrower lanes, shorter crossings, lower speeds, and reduced private
vehicle parking to discourage driving.

Connected Bikeways: Participants envision a city connected by a network of well-
maintained and safe bikeways, especially protected bicycle lanes, and adequate bicycle
parking options. Participants want a bicycle network that connects to the transit system
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to improve first- and last-mile access and partnerships with bicycle advocacy groups to
inform future bicycle projects and programs.

Community’s Transportation Values
The top four transportation values for all participants, along with common reasons, are:

Air Quality and the Environment: People who selected this option want healthy air
quality and natural environment protection to improve human health and community
well-being today and for future generations.

Reliability: People who selected this option want consistent, predictable, and easy-to-
use transportation options that get people where they want to go throughout the day,
every day of the week. These options are important to access jobs, education,
appointments, community destinations, and essential services.

Safety from Harm: People who selected this option want roads and connections that
are safe for people of all ages and abilities while using non-car modes of transportation
to support human health and mobility.

Affordability: People who selected this option want affordable, high-quality
transportation options to help increase access to opportunities and essential destinations
for people with limited means, such as low-income workers, students, older adults, and
people with disabilities.

Ideas for Advancing Top Values

Participants were encouraged to explain why their chosen values are important to them and
suggest actions the City could take to support those values. The following highlights common
ideas from participants on how Salt Lake City could advance the top-ranked values:

Air Quality and the Environment

e Grow transit ridership

* Increase and improve zero-emissions transportation options (e.g., walking, bicycling,
clean vehicle fleets)

* Reduce car use and trips

Reliability

* Increase the number of transit stops

* Expand transit hours of operations

* Enhance transit frequency and reliability

* Increase on-demand shared transit options

* Provide real-time transit information

Safety from Harm

* Invest in protected bicycle lanes

* Lower vehicle speeds

* Improve road pavement conditions

* Enhance street lighting, especially around transit stops
* Widen sidewalks and create pedestrian connections
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Affordability

* Make transit zero-fare for all, or

* Reduce transit fares for people with limited means (e.g., low-income earners,
students, older adults, and people with disabilities) if zero-fare is not feasible

1.1.12. Westside Neighborhoods Environmental
Justice and Air Quality Assessment (2023)

In response to community concerns, the EPA provided funding for a targeted environmental
justice (EJ) assessment. The assessment utilized existing data sources, digital tools, and input
from the community to comprehensively evaluate the environmental, demographic, and health
context of Salt Lake City's near-inland port communities. The assessment took place from
February to August 2023. It included the following components:

Convening a stakeholder group to identify concerns.
Collection of background data and information on air quality and associated EJ issues.
Development of a written assessment report and a presentation on air quality issues.

Presentation of assessment findings to Westside neighborhoods and documentation of
community feedback.

Key Takeaways: Results show elevated levels of particulate matter, ozone, VOCs and other
airborne hazards, especially when compared to Eastside communities. The assessment
concluded with strategies and considerations in promoting environmental justice and reducing
the potential impacts of additional development on Westside neighborhoods.

1.1.13. Thriving in Place (2023)

Thriving in Place is a strategic initiative aimed at analyzing the causes and effects of
gentrification and displacement in Salt Lake City, and at identifying key actions to support
residents in remaining and prospering within their communities.

Following a year of comprehensive community engagement, including surveys, interviews,
focus groups, and workshops, the plan established a set of goals and strategic priorities. These
strategic priorities are designed to support goal attainment by adapting, expanding, and scaling
existing programs or practices; implementing new policies and initiatives to address identified
needs; and establishing enhanced structures and processes for ongoing collaboration,
partnership, and effective management of the strategy. These strategic priorities are listed
below, and the 2-year action plan is shown in Figure 9.

1A: Develop a tenant relocation assistance program

1B: Adopt a displaced tenant's preference policy

1C: Improve and expand tenant resources and services
1D: Create a tenant resource center and navigation service
1E: Help tenants become owners
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¢ 1F: Grow people's incomes

e 2A: Develop and adopt a community benefit policy

e 2B: Acquire and rehabilitate unsubsidized housing

e 2C: Invest in community land trusts

e 2D: Address impacts of short-term rentals

¢ 3A: Adopt the affordable housing incentives policy

o 3B: Make ADUs easier and less expensive to build.

e 3C: Facilitate creation of more diverse housing choices
o 3D: Utilize publicly owned property

o 3E: Prioritize long-term affordability, integrated services, and transit access
e 4A: Develop new funding/leverage existing resources
o 4B: Define displacement indicators and develop data systems

e 4C: Strengthen the City's capacity to enforce deed-restricted housing commitments
¢ 5A: Form a City Implementation Team
e 5B: Work with partners to form a regional anti-displacement coalition
e 5C: Launch an ongoing community partnership to coordinate action

e BA: Tenant rights and affordable housing at the state level

TWO‘Y EAR ACTI 0 N PLAN Key Steps Toward Implementing Salt Lake City’s Anti-Displacement Strategy

GUIDING PRINCIPLES: prioritize tenant protections / partner with those most impacted / increase housing everywhere / focus on affordability / build an eco-system for action

Implementation of Thriving in Place will require staff time, increased and redirected investment, new forms of partnership, nimbleness, hard work, and persistence. Adoption of the strategy isn’t the end of the work, it is the beginning.

Form Action Teams

There's a lot to do, and it can’t all happen at once—even for the near-term

priorities. Critical first steps toward effective implementation include:

B Form the City Implementation Team [SA) and ensure it is adequately staffed
and resourced. Create the team in conjunction with the plan’s adoption. It will
be the main coordinating body for implementation of Thriving in Place, and will
farm the action teams listed below, bringing in additional partners as necessary.
This team will also update and refine the action plan and overall strategy as
necessary in respanse to new information and emerging challenges.

B Organize Action Teams of Key Staff and Partners to lead groupings of near-
‘term priorities. See “Commit Needed Resources™ for specific resource needs to
support the teams’ work. Actions highlighted in bold are part of the package of
actions to replace the Housing Loss Mitigation Ordinance.

TENANT SUPPORT TEAM
This team will lead the near-term priorities focused on
better supporting tenants facing displacement:

=
=

* Develop Tenant Relocation Assistance Program (14)
* Adopt a Displaced Tenants Preference Policy (18)
* Improve / Expand Tenant Resources and Services (1C)

*  Create the Tenant Resource Center and Navigation
Service (1D)

‘This team will expand affordable housing opportunities
through City investments and partnerships:

ED

= Help Tenants Become Owners (1)

O]

= Acquire and Rehabilitate Unsubsidized Housing (28)
= Invest in Community Land Trust Models (2€)

Make ADUs Easier and Less Expensive (38)
= Utilize Publicly Owned Property (30)

ANTI-DISPLACEMENT POLICY TEAM

This team will put in place the tools to track progress and
policies to incentivize preservation and creation of
affordable housing:

Adopt a Community Benefit Policy (2A)
Adopt the Affordable Housing Incentives Policy (3A).
Define Indicators to Track Di

Commit Resources

Seme pricrities can be advanced by repurposing existing rescurces, but mare

investment will be needed. Exact figures will be determined through the budget

process. Here is an overview of where resources will be needed in the near term

P Partnership staff and resources for the the City Implementation Team (54),
Regional Anti-Displacement Coalition (5B) and Community Partnership (5C).

P Consultant support to develop the data and reporting mechanisms for tracking
progress (4B), complete the in-lieu fee study for the Community Benefit Policy
(28), and support implementation of the Affordable Housing Incentives Palicy.

P Tenant support funding for Tenant Relocation Assistance (14) and expanded
services (1C, 10).

P Development funding to increase near-term investment in affordable housing,
including acquisition/rehab (28), helping tenants become owners (1€}, and
Community Land Trusts (2C). These areas of investment will be the primary
focus for developing new funding sources (4A).

COMMIT RESOUACES + PRICRITIZE PARTNERSHIPS

Prioritize Partnership

Thriving in Place was developed in partnership with those who are experiencing

and working daily to counter the impacts of displacement in the community,

Successful action will require continued investment of time and resources in

those partnerships as well as continued listening, collective problem solving, and

relationship building.

B> Work with partners to create a Regional Anti-Displacement Coalition (58) and
identify key priorities that the group can work on together in addition to serving
a5 a sounding board for City-led actions and platform for regional collaboration.
This will require staff time and budget

B~ Organize and launch the Community Partnership (SC) with key representatives
from the Westside, Ballpark, Central City and Liberty Wells neighbarhoods. This
will require a staff lead as well as set-aside funds to support action on
community-defined priorities in addition to coordinating on City-led initiat

The table at left
identifies the lead,

44 Develop New Funding / Funds Team (54) Evaluate f priorsie options by Dec 2023; implement 2024/25 resource needs, and
54 Form Gity bnpleme station Tearm any o by June 2023 timing for each near-
.ilwwl-nh Team (SA) g quarter of 2023 ‘term action priority.
c + v Enge 455 |unenby Dec2023 For resource needs:
$ = less than $200k
LA Develop Tenat Reloeation Assistance Program Housing Stabity Division, CAN (Tiene from Existing Staft + 5 Launch by Dec 2023 $5 = $200k - S1m
W March 2024 $$8=51m . $5m
1€ bmprove/Expand Tenant Resources and Services Housing Stabarty Dovision, CAN +555 by July 2024 55%% = more than $5m
10 Create a Tenant Resource Cir. + Nawgation Service | HOUSING S1abemy Dwision, CAN Time from Existing Staff + § Launch by Mareh 2024
AFFORDABLE HOUSING DEVELOPMIENT TEAM
11 Help Tenants Become Owners Agency (A0A) +5555 v Mach 2024
25 Acquire and Rehabittate Unsubsidized Housing Agency (ADA) Ongaing; dissue NOFAS at beast annually

Ivest in Communiey Land Trusts Housing Stabany Dision, CAN

Time from Existing Staft + §

|Adopt cLT legisiatve policy by Dec 2023

Planning Division, CAN

51 Make ADUS Easler and Less Expensive to Build

+5458 ted In QU 2023; other work continues

Data Systems to Track Progress (4B}

0 Uniize Agency (304) Ongaing, with it priorales idemfied by June 2024
ANTLOSPLACEMENT POUCY TEAM
poby |c t AM) [consuant Support /§ Develop and adopt by D 2024, incuging code updates
A e AN support for implementaton Anticipata adoption by luns 2024
and Develop Adopt Poliey a mp ipate by
48 Dafine % Dowision, CAN « 5 reporting by March 2024

Figure 9: Salt Lake Thriving in Place 2-Year Action Plan

Source: 2023 Thriving in Place
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Key Takeaways: Salt Lake City is taking a proactive, community-driven approach to combat
displacement and promote housing stability, especially for vulnerable residents. The strategy
addresses the growing crisis of gentrification and displacement, particularly affecting low-
income renters and communities of color, by identifying actionable solutions to help residents
stay in their neighborhoods.

1.1.14. Salt Lake City Housing Plan (2023)
HOUSING SLC

The 2023 Salt Lake City Housing Plan is an update to the previous
2023-2027 housing element of the Salt Lake City General Plan to reflect
evolving needs, priorities, resources, and conditions. It was led by
the Department of Community and Neighborhoods, in coordination
with other Salt Lake City departments. The goals of this plan are to
expand and deepen the City's coordination with developers and
organizations deeply committed to affordable housing.

An existing conditions analysis identified six key findings to guide
the City’s efforts over the course of this plan.

These findings are:

Rental vacancies are low, and home sale prices are unaffordable for most residents,
putting strain on existing rental housing and driving rents up dramatically.

Despite a housing construction boom, prices suggest a shortage of overall supply,
especially with deeply affordable housing.

Salt Lake City is majority-renter city, and half of all renters are cost-burdened, spending
more than 30% of income on housing. Residents are concerned about the limited rights
and resources available to renters.

According to a survey of city residents, affordable housing and behavioral health
services are preferred over additional emergency shelters and resource centers.

There is a mismatch between the types of housing the market is producing and the
needs of the community. Residents perceive new housing as luxury and prefer more
affordable and missing middle housing options.

Wages have not kept pace with the cost of living. From 2005 to 2021, median wages
increased by 19% and median household income increased by 29%, while median rents
increased by 38% and median home values increased by 83%.

Key Takeaways: These findings were used to develop goals and action items.
The plan goals are:
Make progress towards closing the housing gap of 5,500 units of deeply affordable

housing and increase the supply of housing at all levels of affordability.
Increase housing stability throughout the City.
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Increase opportunities for homeownership and other wealth and equity-building
opportunities for low- to moderate-income households.

1.1.15. Salt Lake City Street and Intersection
Typologies Design Guide (2023)

The objective of this document is to integrate recommendations from Salt Lake City's
established plans and policies to enhance the appearance and functionality of streets, ensuring
they reflect the surrounding community contexts. This guide aligns transportation and land use
strategies, prioritizing street designs that focus on people. The proposed designs outline
methods for reallocating space within the City's right-of-way to achieve optimal and effective
utilization of these essential public assets.

The 17 street typologies are designed based on three critical criteria:

Land use (five generalized place types)

Transportation demand

Five critical functions of every public right-of-way
Typologies were developed based on place types, which define land use context and set up the
framework for the right street design in the right place. The 17 street typologies are:

Two-Way Thoroughfare

One-Way Thoroughfare

Destination Thoroughfare (City Version)
Destination Thoroughfare (UDOT Version)
Destination Street

Commercial Shared Street

Urban Green Street (73’)

Urban Green Street (132’)

Urban Village Main Street

Urban Village Street

Industrial/Business Park Thoroughfare
Industrial/Business Park Street
Neighborhood Corridor

Neighborhood Center

Neighborhood Street

Neighborhood Green Street
Neighborhood Shared Street

Key Takeaways: Some corridor designations apply to the WE Connect study area:

North Temple is designated as a #3a Destination Thoroughfare (City).
200 South is designated as #4 Destination Street and a #11 Neighborhood Corridor.
Redwood Road is designated as a #1 Two-Way Thoroughfare (Grand Boulevard).
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1.1.16. Salt Lake City Crossings Study Engagement
Memo (2023)

This memo refines alternatives to the 1-15 corridor project in the Rose Park and Fairpark
neighborhoods. Project team and community members participated in walking audits of
crossings over I-15 by taking videos of their trips by bike or foot. SGA and Horrocks
consolidated stakeholder input, which UDOT incorporated into the development of project
alternatives.

Key points from public engagement were:

Lack of project awareness

Concerns about property takings, disrupted mobility and pollution

Need for more east/west connectivity

Urgency that addressing crime and homelessness is paramount to improving feelings or
safety and security.

Key Takeaways: The following Westside projects were included in the memo:

Focus on 600 North and 300 North crossings and make them a true showcase of
connection for non-motorized travelers. The crossings should be well-connected to non-
motorized systems on both the east and west sides. Although there are existing
crossings, many residents do not use them because of safety concerns.

Consider possible crossing at 1000 North, which was mentioned as a possible
alternative crossing area that could be more beneficial than 400 North.

Move forward on the I-15 improvement project in a way that does not preclude the
possibility of a future grade separated crossing at 400 North. Use the City's
Reconnecting Communities Planning Grant to explore this option in conjunction with
better crossings of the railroad lines.

1.1.17. Salt Lake Transportation East-West
Connections (2022)

This document initiates applications to secure funding for constructing the preferred alternative
involving grade-separated crossings of freight and commuter rail corridors.

Key Takeaways: The following Westside projects and plans were included in this document.

Westside Express: Enhanced bus service to connect the communities of West Valley
City, Taylorsville, and West Jordan to the Utah Inland Port, Salt Lake City International
Airport, Salt Lake City International Center, and downtown Salt Lake City. UTA will lead
applications for construction dollars.

Bridge replacements: These include 650 North, 200 South, and 400 South.

9-Line Trail Connection: Extension of trail to provide comfortable, accessible
connections for those living in the village to access transit, walking and bicycling
networks.
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Downtown Green Loop and boulevards
Transit charging/electrification
Electric vehicle charging

1.1.18. Salt Lake City Westside Transportation Equity
Study (2021)

The Salt Lake City Westside Transportation Equity Study is intended to address the lack of
transportation equity in Salt Lake City’s Westside neighborhoods. It explores how Salt Lake City
and its partners deliver quality transportation infrastructure and solutions to historically
marginalized groups.

Key Takeaways: The plan identified where previous efforts have fallen short and proposed
projects and pilot programs to address existing inequities in three categories: Engagement
Efforts, Projects, and Initiatives and Programs.

The plan also identified four key equity areas of focus:

Engagement: Clear communication with meaningful participation

Access: Increasing access to jobs and education, reinforcing access to basic goods and
services, and reducing regional transportation barriers

Options: Reduce single-occupancy vehicle trips and increase affordability

Community: Promoting health, safety, and quality of life

1.1.19. Salt Lake City Street Lighting Master Plan
(2021)

The Salt Lake City’s Street Lighting Master Plan inventories existing street lighting conditions
and neighborhood design standard to identify gaps and develop context-sensitive standards to
improve comfort and feelings of personal safety while decreasing light pollution. The plan was
initiated to aid in transitioning all Salt Lake City-owned Street lighting from a high-pressure
sodium system to an LED system. A survey of 17 sites across the city evaluated existing lighting
conditions. The plan sets policy statements to guide future lighting, including safety standards,
dimming strategies, minimizing light pollution, protecting wildlife, and incorporating
neighborhood input.

The plan implements the following major policies:

Enhancing safety through the implementation of industry recognized standards.
Encouraging dimming strategies relating to pedestrian activity and wildlife and dark skies
lighting.

Minimizing the obtrusive effects of light at night resulting form light trespass, light
pollution, and glare through the selection and placement of appropriate poles, fixtures,
light types, and light levels.

Providing pedestrian lighting in accordance with neighborhood plans and in accordance
with the typologies in this plan.
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Providing street and pedestrian lighting that minimizes impacts to sensitive wildlife
species.

Selecting fixture types to provide dark skies protection.

Implementation based on the neighborhood and community input to determine pole,
fixture type, maximum and minimum light level, and the implementation of adaptive
dimming applications when appropriate.

Key Takeaways: Results were categorized into four levels of acceptability: excellent,
acceptable, moderate, and poor. Of the five sites in the WE Connect Study Area, only one was
rated as excellent while two were rated as poor.

Plan implementation recommends prioritizing underserved neighborhoods for street and/or
pedestrian lighting based on adjacent land uses, high conflict areas including school zones, bus
stops, transit stations, and neighborhood byways, and areas with non-compliant existing
streetlighting. Much of the WE Connect Study Area falls within these categories, making
streetlight improvements vital in improving health and wellness.

1.1.20. Salt Lake City Parks and Public Lands Needs
Assessment (2019)

This assessment documents all parks and open spaces in the City, classifying them by type,
function, ownership, and other key characteristics. Amenities of each park and site were
identified and assessed for condition. Existing parks and open space acreage and location were
evaluated to determine existing and future levels of service (LOS) and to identify quantity, type
and distribution gaps in service.

Key Takeaways: This plan Identifies much of the Westside as “high need” for park investments.
This assessment directly informs capital planning, including projects funded by the 2022 voter-
approved General Obligation bond, which directs resources to under resourced parks in
Glendale, along the Jordan River, and other Westside neighborhoods.

1.1.21. 9-Line Trail Extension Study (2018)

The 9-Line is a popular multi-modal corridor that runs through central Salt Lake City. This plan
evaluates and integrates current planning initiatives to establish a comprehensive vision and set
of objectives for exploring potential extensions of the popular 9-Line Trail. Figure 10 illustrates
the 9-Line Trail vision broken down by segment.

Key Takeaways: The 9-Line corridor is one of the most vibrant in the City. Extensions and
improvements to this multi-modal facility have the potential to improve east-west cohesion and
cultural identity.
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CONCEPT DESIGN OVERVIEW
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Figure 10: 9-Line Conceptual Design Overview

Source: 9-Line Trail Extension Study

1.1.22. Salt Lake City Transit Master Plan (2017)

The Salt Lake City Transit Master Plan serves as a blueprint for future public transportation in
Salt Lake City by addressing public transit service, facilities, and policies and programs. This
plan emphasizes providing choices in travel and reducing dependence on single-occupancy
vehicles. This plan builds on other Salt Lake City and regional plans, including Plan Salt Lake,
Sustainable Salt Lake, Pedestrian and Bicycle Master Plan, the Downtown Plan, the Northwest
Quadrant Master Plan, the 2040 Regional Transportation Plan, and Utah's Unified
Transportation Plan 2011-2040

Key Takeaways: The executive summary describes the history of public transportation in Salt
Lake City, plan goals, the scope of public engagement, transportation challenges present in Salt
Lake City, and how the City can build a complete transportation system. The executive
summary outlines four key moves, or priorities, to guide future transportation decisions:

Implementing a frequent transit network (FTN)

Developing pilot programs and partnerships for employer shuttles and on-demand
shared ride services

Developing enhanced bus corridors

Implementing a variety of transit-supportive programs and transit access improvements
that overcome batrriers to using transit
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The plan also highlights analysis corridors, which include the critical east-west connections of
1300 South & California Avenue; 900 South & Indiana Avenue; 400 South, North Temple, and
600 North.

1.1.22.1. PROJECTS OR PLAN RECOMMENDATIONS
This plan has six principal goals:

Improve air quality by reducing vehicle miles traveled per capita

Increase the number of people riding transit by making transit useful for more types of
trips.

Provide safe and comfortable transit access and waiting experience by improving bicycle
and pedestrian access to transit and improve the transit waiting experience and
universal accessibility of stops and stations.

Provide a complete transit system that supports a transit lifestyle by providing reliable,
efficient, frequent, and affordable transit service, maintaining stable service on the core
transit network, providing service on the core transit network, and providing information
and maps.

Provide access to opportunity for likely riders who are underserved by designing a transit
network that supports access to services and providing affordable transit options.

Create economically vibrant, livable places that support the use of transit by aligning
transit investments with transit-supportive land uses and catalyze economic
development by providing effective transit service.

1.1.23. Downtown Community Master Plan (2016)

The Downtown Master Plan establishes a vison for downtown as a center for urban living and a
cultural focal point for the valley. The plan begins by outlining Downtown Salt Lake City's story,
vision, guiding principles, impactful projects, and key districts. It further identifies an
implementation plan and a monitoring framework. The plan is based on a series of critical
assumptions around the future development of downtown and the surrounding region over the
next 25 years.

Key Takeaways: The four key components of the master plan are a vision, road map,
examples of what downtown could look like, and a monitoring framework to understand
progress. The plan focuses on the livability of downtown, which has a significant impact on east-
west movements.

1.1.23.1. PROJECTS OR PLAN RECOMMENDATIONS

The Downtown Community Master Plan identifies key moves or projects that will make
noticeable improvements to downtown, a frequent destination for Westside residents. These
include:

Cultural core development
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A downtown streetcar

400 South TRAX extension
The Green Loop

Sports expansion and retention

1.1.24. Westside Master Plan (2014)

The Westside Master Plan is a visioning document for the Glendale and Poplar Grove
neighborhoods and is the result of 2 years of community engagement directed by the Salt Lake
City Planning Division.

Key Takeaways: The master planning process consisted of four steps:

Engaging stakeholders and community members to formulate a vision and guiding
principles.

Creating goals and strategies to fulfill that vision.

Implementing strategies and action items.

Ensuring the community enjoys and reaps the benefits of the community-driven plan.

1.1.24.1. PROJECT OR PLAN RECOMMENDATIONS

The project included a future land-use map. Below is a list of the land use designations:

Neighborhoods: This designation focuses on residential uses and allows for infill
development in appropriate areas.

Jordan River: This designation focuses on ecological preservation and active
transportation development along the Jordan River.

East Side of Redwood Road: This designation focuses on the mixed-use zones along
Redwood Road that are ripe for housing infill.

West Side of Redwood Road: This designation focuses on the industrial areas west of
Redwood Road, which include several employment centers as well as businesses,
warehouses, and industrial parks.

700 West Industrial Areas: This designation focuses on industrial areas along 700
West that are near residential zones in the Poplar Grove neighborhood. The purpose of
this zone is to redevelop industrial areas that are congruent with nearby commercial and
residential uses.

The Westside Master Plan also designates four types of neighborhood nodes that have unique
characteristics:

Neighborhood nodes: Small scale areas with local shops and stores that mainly attract
people within the neighborhood.

Community nodes: Larger in scale areas that attract outside residents and include a
greater mix of commercial and residential uses.
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Regional nodes: Major magnets for large commercial uses or large office buildings and
retailers. Regional nodes are located along busy roads and served by mass transit and
include high-density housing.

Recreation nodes: Centers of activity that have developed around recreational
opportunities and are anchored by the Jordan River Trail.

1.1.25. Salt Lake City Pedestrian and Bicycle Master
Plan (2015)

The Salt Lake City Pedestrian and Bicycle Master Plan, completed in 2015, includes
recommendations for improvements to the city’s active transportation network. The plan’s vision
is that “walking and bicycling in Salt Lake City will be safe, convenient, comfortable” and that
“viable transportation options that connect people to places, foster recreational and economic
development opportunities, improve personal health and the environment, and elevate quality of
life” will be available to the community.

Key Takeaways: The Master Plan identifies the following projects related to the WE Connect
Study Area, shown in Figure 11:

Extend the Folsom Trail to the Jordan River Parkway Trail
Buffered/protected bike lanes on 1000 West, 900 West, and 300 North
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Figure 11: Salt Lake City's Recommended Bikeways

Source: Salt Lake City Active Transportation Plan
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1.1.26. North Temple Boulevard Plan (2010)
NORTH TEMPLE BOULEVARD Priortothe?' completion of 1-80, North Temple

. - was the primary route to Salt Lake City
Euﬂﬂm International Airport. After [-80 was completed,
v traffic was able to bypass North Temple.
Viaduct Transfer Station ‘ -W TOday, North Temple serves as a major

\f" B! J&J g«‘ surface street connecting downtown to
Fairpark Station /‘ i L y,' neighborhoods and businesses northwest of

BO0O West Station

e e MW. \{’ Salt Lake City.
1950 West / 2200 west station (A S| Key Takeaways: The North Temple
\dupud August 10, 2010 Boulevard Plan identified action items related
‘ m H S '"'":".m... " & to the WE Connect study area. The following
is a summary of those key projects and action
items:

The development of state office building and Park ‘n’ Ride lot on former White Ballpark
lot

Reorganization and revitalization of the Utah State Fairpark

Creation of connections through the Utah State Fairpark

Strengthening partnerships with the State of Utah

Completing the Jordan River Parkway Trail

1.1.27. Rose Park Small Area Plan (2001)

The Rose Park Small Area Plan was developed to assess the potential effects of proposed
freeway interchange modifications on the Rose Park neighborhood, situated in the northwest
corner of the WE Connect Study Area. The plan establishes policies intended to promote
commercial activity within the designated Neighborhood Commercial area and offers guidance
on land use for future development initiatives. The plan outlines a series of policies and actions
to encourage commercial use and provide land use policy guidance. A summary of these
policies is outlined below.

Key Takeaways:

The plan outlines a series of policies and actions to encourage commercial use and provide
land use policy guidance. A summary of these policies is outlined below.

Neighborhood Commercial Study Area

These policies aim to create a safe, attractive, pedestrian-friendly neighborhood by
ensuring compatible signage, landscaping, lighting, and building design, while promoting
community amenities, cultural acceptance, and traffic calming to enhance livability and
protect residential character.

Northern Study Area
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These policies aim to balance industrial continuity and aesthetic improvements with
limited residential growth, safe truck routing, wetland protection, sustainable
landscaping, and preservation of agricultural or open space zoning for annexed
properties.

1.2. SALT LAKE COUNTY PLANS

1.2.1. Salt Lake County Active Transportation
Implementation Plan (ATIP)

The Salt Lake County Active Transportation Implementation Plan is a regional bike route
network plan that, once completed, will include a total network of 679 miles. Salt Lake County
has committed $800,000 annually for active transportation projects, including routes on the
Westside.

Key Takeaways: Key corridor updated planned in the WE Connect study area include.

North Temple (multi-use path)
600 North (buffered bike lane)
400 South (buffered bike lane)
300 North (buffered bike lane)
1700 South (buffered bike lane)
900 West (buffered bike lane)

1.3. CITIZEN LED PLANS AND STUDIES

1.3.1. Rio Grande Economic Impact Analysis (2024)

The Rio Grande Plan (RGP) is a citizen-proposed infrastructure project to realign rail tracks in
Salt Lake City into a 4.2-mile underground "train box" to improve west-east mobility and to foster
economic development at Salt Lake City's historic Rio Grande Depot. The Rio Grande Plan
Economic Impact Analysis, based on IMPLAN economic modeling conducted by Utah State
University’s Analytics Solutions Center, asserted that the RGP will generate over $12.23 billion
in total economic output and $7.63 billion in total value-added GDP across construction,
redevelopment, and year one of operations of the "Rio Grande District." The analysis states that
economic benefits could include:

Over 51,800 new jobs across Salt Lake County

Nearly $376 million in new state, and local tax revenue

A projected $3.17 billion in new annual commercial output
Construction of 2,672 new housing units
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Key Takeaways: The Rio Grande Plan proposal extends from 600 North to 1300 South and
significantly impacts crossings along this stretch. The Rio Grande Plan is a multi-phased
project. Phase 1 focuses on the demolition of existing structures and the construction of a
partially or fully covered train box extending from 1300 South to 600 North. Phase two focuses
on the redevelopment of a mixed-use district called the Rio Grande District.

The report’s methodology relies on IMPLAN modeling to estimate direct, indirect, and induced
effects within Salt Lake County, surrounding counties, and the rest of Utah. Because IMPLAN
does not account for economies of scale or diminishing returns, the model assumes that
additional development will generate the same level of impact per unit of expansion.

While further analysis is needed to determine the feasibility of this project, its potential impact
must be considered when addressing west-east connectivity.

1.3.2. Rio Grande Plan Screening Analysis (2023)

Salt Lake City Transportation Division initiated a screening analysis of the Rio Grande Plan to
evaluate what it would take to underground the heavy rail tracks utilized by FrontRunner and
Union Pacific Railroad between approximately 1300 South and 300 North.

This screening analysis identified key issues to provide decision-makers with preliminary
information about the costs and benefits of such an undertaking. The goal was to help
determine whether the concept merits further detailed study. The analysis evaluates the
potential size of the train box (depth, width, horizontal limits), its potential impacts on
intersections upstream and downstream of the train box, effects on the existing floodplain,
underground utilities, and other physical factors, as well as its potential to free up land for
development. It also prepared a rough order-of-magnitude cost estimate for the train box
concept.

The train box would be 4.2 miles long, up to 38/25’ deep, up to 178’ wide, and provide room for
up to six tracks for Union Pacific, FrontRunner, and Amtrak as illustrated in Figure 12. The
analysis identified the following potential impacts: 65 full property acquisitions, 66 partial
property acquisitions, 11 impacted buildings, four new bridges, 16 residential access impacts,
35 commercial access impacts, as well as impact on sanitary sewer, storm water, gas trunk,
and electrical transmission lines. The estimated cost of the proposal is $6B to $8B (in 2033
dollars). The analysis identified a potential to redevelop 76 acres.

Key Takeaways: The Rio Grande Plan Screening Analysis represents the city’s evaluation of a
constituent-led idea. Rather than making specific recommendations, it provides information for
potential next steps.
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Source: Rio Grande Plan Screening Analysis

1.4. UDOT PLANS AND STUDIES

1.4.1. 1-15 EIS and ROD (2024)

In October 2024, UDOT issued its final Environmental Impact Statement (EIS) along with a
corresponding Record of Decision (ROD). While the maijority of the corridor lies outside Salt
Lake City, the ROD includes two significant east-west routes: 400 South and 600 North. During
the draft alternatives development and screening phase for the EIS, the possibility of
constructing a new underpass at 400 North in Salt Lake City was evaluated.

However, due to varied feedback from the community, UDOT decided to remove this option. In
alignment with the project’s objective to "better connecting communities," UDOT is currently
collaborating with Salt Lake City officials and local stakeholders to assess the feasibility of a
new crossing between 400 North and North Temple.

1.4.2. UDOT Statewide Transportation Improvement
Program (2024)

UDOT’s Statewide Transportation Improvement Program (STIP) is a 6-year plan of highway and
transit projects for the State of Utah. The STIP includes transportation projects on state, county,
and city roadway systems. The STIP reflects the latest information available including approved
funding, project amendments, and modifications.

Key Takeaways: Upcoming projects within the WE Connect study area are listed below along
with anticipated implementation year:

2024 — 200 South Bridge Replacement over Jordan River (in progress)

2024 — SR-68 (Redwood Road); MP 36.10-63.00, Signal and Lighting Upgrades (in
progress)

2027 — 5600 West Express Bus and Park & Ride at 6200 South

2028 — 900 West; North Temple to 600 North — Roadway Rehabilitation
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2030 — TechLink TRAX from the Salt Lake City International Airport to the University of
Utah Research Park

1.4.3. Utah Freight Plan (2023)

Utah is an important hub for the movement of goods, services, and energy. Utah's Freight Plan
establishes a vision and goals that align with UDOT's strategic goals and that guide freight
planning activities in 5-year planning cycles. The plan's purpose is to inform agency
representatives, support and enhance trade, present an implementation plan that reflects fiscal
constraints, identify needs, gaps, and inefficiencies, and offer recommendations.

Key Takeaways: By 2040, total tonnage is expected to almost double from 2012. The Utah
Freight Plan emphasizes a collaborative approach that incorporates input from local
government, rural planning organizations, metropolitan planning organizations, and UDOT
regions.

1.4.3.1. PROJECTS OR PLAN RECOMMENDATIONS

The plan sets aside the following focus areas, which are further categorized as short term (ST)
or long term (LT):

Long-term truck parking throughout Utah and freight centers (LT)

Climbing lanes on interstate highways (ST & LT)

Passing lanes on non-interstate freight routes (ST & LT)

Freight centers and improvement of routes linking them to the freight routes (ST)
Expand ongoing work with private freight industry partners (ST & LT)

Truck chain-up areas and escape ramps (ST)

Capacity projects for highways (ST & LT)

Advocate for turning radii, signal timing, turn lane lengths, full width paved shoulders,
and accelerations/deceleration lanes for freight (ST & LT)

Continue to identify and construct rail crossing grade separations (ST & LT)
Communicate the need for designated truck routes in cities and towns on non-state
routes (ST)

1.4.4. Redwood Road Multimodal Transportation Study
(2018)

The Redwood Road Multimodal Transportation Study analyzed options for transportation
improvements on Redwood Road from 1700 North in Salt Lake City to 11400 South in South
Jordan. The study vision is an open, inclusive collaboration that:

Identifies a unified vision that preserves and enhances Redwood Road
Creates a Preferred Multimodal Alternative that addresses transit, roadway, bicycles,
pedestrians, and land use
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« Lays a framework for implementation

A high-level overview of the implementation recommendations is provided in Figure 13.

Key Takeaways: The study recommends improving existing bus stops corridor-wide, adding
core route bus systems/stations, adding a shared-use path, and incorporating bicycle facilities
and/or connections. Relevant projects in the WE Connect from the study include:

e Transit signal priority at South Temple

o Core route bus station at North Temple

« Pedestrian refuge at North Temple

o Transit-oriented development at potential North Temple node
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Figure 13: Recommended Redwood Road Improvements

Source: Redwood Road Multimodal Transportation Study
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1.5. UTAH STATE FAIRPARK PLANS AND STUDIES

1.5.1. Utah State Fairpark Master Plan (2021)

The Fairpark Master Plan serves as a comprehensive guide to
strengthen and diversify Fairpark through sustainable architectural and
planning strategies. It addresses key issues such as surrounding

oo QB development, integration of local interests, optimization of Fairpark’s
» S 5. | layout, enhanced use of the White Ballfield, and connection to the

' Jordan River. The plan also outlines strategies for parking, transit, and
pedestrian access; solutions for the food desert; historic preservation
of existing assets; economic development opportunities; non-event
revenue sources; phased implementation of improvements; and cost
considerations for potential development.

Utah State Falrpark
Varter Man

Key Takeaways: The plan identified the following recommendations:

Improve the Fairpark's capacity for hosting and retaining events, starting with a new
Exposition Hall.

Develop the White Ballfield with assets that complement the Fairpark.

Reorganize the layout of the Fairpark into districts to improve visitor experience,
operational efficiency, parking, pedestrian access, and transit.

Enhance the character of the grounds as an amenity that spurs economic growth,
preserves history, and encourages higher daily use.

Engage the natural environment with better access to the Jordan River and landscaping
enhancements.

Make improvements that create opportunities for new jobs and restaurants and that
support more year-round activity.

1.6. UTAH TRANSIT AUTHORITY (UTA) PLANS AND
STUDIES

1.6.1. UTA Techlink TRAX Study (2025)

UTA, in partnership with the Salt Lake City RDA (now CRA), the University of Utah, the WFRC,
and UDOT conducted a Techlink TRAX study to improve east-west, downtown Salt Lake City,
and regional TRAX connectivity in Salt Lake City. The UTA Techlink TRAX Study builds on
previous studies and plans, including UTA’s 2020 Future of Light Rail Study.

Key Takeaways: The study team recommended moving forward with Alternative 3, as shown in
Figure 14. This route diverges from the red, green, and red lines at Ballpark Station and runs
along 400 West before reconnecting with the Green Line at the Gateway.
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Figure 14: TechLink TRAX Preferred Alternative 3

Source: Tech Link TRAX Study

1.6.2. UTA Five-Year Service Plan 2025-2029 (2024)

This plan is a vision for UTA’s future transit operations and guiding potential service planning
changes over the next 5 years, getting people where they need to go. The identified changes
are based on systemwide analysis, community requests and feedback, operational and cost

concerns, and other factors.

Key Takeaways: The UTA Five-Year Service Plan Online Map shows relevant planned projects
within the WE Connect Study Area over the next 5 years. Details on these projects are provided
in the Summary of Transportation Improvements Proposed in Previous Studies section below as
well as in the below UTA Moves 2050 summary.

1.6.3. UTA Moves 2050 (2024)

UTA developed a 30-year Long-Range Transit Plan as a vision for the future of public
transportation. This plan focuses on identifying, understanding, and addressing the needs of the
community and how UTA can continue to serve transit riders.

Key Takeaways: This plan identifies the new TRAX Orange Line to connect Salt Lake City
International Airport directly to the University of Utah, running through the WE Connect Study
Area. Additionally, details of the new Orange Line can be found in the TechLink Trax Study. The
plan also identifies Route 205 to become a frequent route with 15-minute frequency, a new
enhanced bus route from Downtown Salt Lake City to Daybreak (currently considered an
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“unconstrained vision” and unfunded), as well as FrontRunner improving to 15-minute frequency
during peak times.

1.6.4. UTA Bus Stop Master Plan (2024)

The UTA Bus Stop Master Plan provides a framework for the design and implementation of
context-specific bus stops on UTA’s transit network. The document contains four major sections:
an introduction of the purpose, needs, and goals of the master plan, an existing conditions
analysis, design criteria, and a prioritization methodology for managing the bus stop capital
improvement program.

The master plan goals are listed below:

Meet minimum federal ADA and safety requirements which consist of a reasonably
sloped, paved surface with access to a safe pedestrian pathway to and from the stop,
where applicable.

Be designed to meet Crime Prevention through Environmental Design (CPTED)
recommendations.

Have visible, consistent and easily identifiable signage.

Be unobscured and clearly visible by approaching bus where possible.

Be safely and conveniently accessed by a typical UTA fixed route or FLEX route vehicle.
Allow for the most effective and efficient system operation.

Provide accurate, up-to-date information for riders about services at the stop.

Provide placement and improvements which are sensitive to the community setting.
Where applicable meets local codes and ordinances.

Key Takeaways: The UTA Bus Stop Master Plan provides a detailed inventory of bus stops and
a prioritization list for future improvements. Scores are assigned based on ridership and current
amenity levels. North Temple and Redwood Road, two key commercial corridors in the WE
Connect Study Area, have many stops that rank highly on the prioritization list. Future upgrades
are critical in improving access and incentivizing transit use on the Westside.

1.7. WASATCH FRONT REGIONAL COUNCIL (WFRC)
PLANS AND STUDIES

1.7.1. Power District Transportation Study (2025)

The WFRC Power District Transportation Study presents a comprehensive technical analysis of
multimodal transportation options for the Power District and its surrounding 1-mile radius. This
area is bounded by Redwood Road, 1-80, North Temple, and 1000 West, positioned between
the Salt Lake City International Airport and downtown.

Key partners include:
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Figure 15: Power District Study Area
Source: Power District Transportation Study

Key Takeaways: The Power District lies within the broader geography of Salt Lake City’s
Westside, making this study directly relevant to the goals of the WE Connect initiative. The
study’s focus on enhancing TRAX access, bus service, and active transportation aligns with WE
Connect’s mission to bridge east-west divides and improve mobility for underserved
neighborhoods.

The study emphasizes Westside improvements to:

Major roadways (e.g., Redwood Road, 900 West, 600/700 North)
Transit services (TRAX, FrontRunner, bus routes)
Active transportation infrastructure (trails, sidewalks, bike lanes)
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The inclusion of a potential Major League Baseball stadium and mixed-use development in the
Power District raises important considerations for WE Connect’s goals around equitable
development, displacement mitigation, and community benefit.

1.7.2. Wasatch Choice Vision (2025)

The Wasatch Choice Vision provides a regional framework for coordination of land use and
transportation planning, with access to opportunities as a central principle shaping growth and
investment decisions. It emphasizes providing more transportation choices, supporting diverse
housing near transit and essential services, as well as enhancing community centers and public
spaces that connect the community to jobs and amenities.

Key takeaways: Wasatch Choice community centers located in the Westside include

North Temple Power District (urban center)

Salt Lake City Northwest Quadrant (urban center)
900 West (city center)

Glendale (neighborhood center)

Rose Park (neighborhood center)

1.7.3. WFRC Comprehensive Safety Action Plan (2024)

o - . WFRC prepared a regional

¥ NN o P

(Ve i\ - e Comprehensive Safety Action Plan
WASATCH FRONT REGIONAL COUNCIL (CSAP) to present a holistic, well-

defined strategy to reduce roadway
C 0 M P R E H E N S I V E fatalities and serious injuries in the
A F E T Y A Wasatch Front Region. The CSAP
S CTI 0 N P LA N analyzes safety needs, identifies
high-crash and high-risk locations
and factors contributing to crashes, and prioritizes strategies to address them.

The CSAP includes suggested projects to address safety concerns. These projects or project
areas are recommendations that need further study and are currently unfunded. Each
participating municipality can use case study projects as a planning tool for future projects.

The region was divided into geographic focus areas (GFAs) to capture safety needs unique to
geographical areas. The WE Connect study area is in the WFRC CSAP within the Salt Lake
City GFA.

Key Takeaways: The CSAP includes the following case study projects that are recommended
for further study within the WE Connect Study area:

Redwood Road from 2300 North to 2100 South (SR-201)
900 West from 1000 North to 2100 South (SR-201)
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Additional information related to these potential safety projects is found in Section 3 of this
memorandum under the “Roadway Safety” subsection.

1.7.4. Wasatch Choice Great Streets (2023)

‘ Wasatch Choice Great Streets (Great Streets) is a
GREAT STREETS WA?A‘;;;I-:?H%:CE framework to help make regional transportation
B planning decisions that complement the communities
and places they serve. Its focus is on streets and
how they influence both transportation and the
places around them. Great Streets is meant to
promote regional street planning and projects that
reflect shared values and balance different needs.
‘ Great Streets seeks to create a better fit between
"o' s > orarrjne202s | Streets and the context that surrounds them. When
. streets and their context complement one another,

y L]

B s
o ﬁa
- AT

the benefits are widespread.

Key Takeaways — Design of primary corridors such as North Temple, 200 South, and Redwood
Road can consider Great Streets design recommendations.

1.7.5. 2023-2050 Regional Transportation Plan (2023)

The Regional Transportation Plan (RTP) sets the regional long-term strategy for the region’s
future transportation system. The RTP outlines investments for all modes of transportation and
forms the transportation element of the Wasatch Choice Vision. WFRC, in partnership with local
governments, transportation agencies, community organizations, local stakeholders, and
residents, adopted the 2023-2050 RTP in May 2023.

WFRC outlines key considerations for the exploration of policies in the RTP:

Ensure state of good repair

Mitigate growth of travel demand

Explore use of pricing to improve mobility

Improve fit between transportation and land use

Consider long-term needs of all modes of travel when implementing transportation
projects

Prepare for resiliency in the face of uncertainty

Link planning with project development

Maximize the value of emerging technologies

Policies outlined in the RTP include:

Centered development
Congestion pricing
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Local street design modifications
Managed lanes

Parking modernization

Road usage charge

Street connectivity

Zero fare transit

Key Takeaways: The WFRC RTP Projects Map outlines a large number of projects within the
WE Connect Study Area in the preferred scenario. Planned investments along key transportation
corridors on the Westside include:

600 North: Improved bus service and protected bike lanes

North Temple: New bus routes, improved bus service on existing routes, TRAX line
reconfiguration, new mobility hub at Redwood Road

400 South: Improved bus service

Redwood Road: Improved bus service (multiple routes)

Navajo Street: Improved bus service

California Street: Improved bus service

1700 South: Improved bus service
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