
 

4 Mobility      



 

Automobiles need quantity  
and pedestrians need quality. 
Dan Burden 
Cofounder and former Executive Director of the  
Walkable and Livable Communities Institute.  

Time magazine named Burden as one of the six most important civic innovators in the world and 
Planetizen honored him as one of the 100 most significant urban thinkers of all time. In 2014 the White 
House recognized Burden as one of the top ten Champions of Change in Transportation. 

http://www.walklive.org/


 

Mobility systems influence far more than simply getting from point A to point B. Transportation 

arrangements can also impact land use decisions, physical and mental health, recreation, the 

environment, economic development, and the overall quality of life in a community.  The travel 

corridors of a city are also a major part of the community’s “public realm,” meaning the physical 

design of transportation systems can also impact community identity and the City’s image. As 

such an integral part of a community, the transportation system must meet the needs of all 

residents of the community including seniors, youth, those with disabilities, those dependent on 

public transportation, and those desiring alternative transportation options. 

The planning of mobility and circulation systems must recognize this impact on the City and 

provide a responsive and effective transportation network that enhances all elements of the 

community.  Road and street designs that recognize the effects on neighborhoods, community 

image, and public safety should be a characteristic of the Taylorsville mobility system and all 

future transportation decisions.  

Future mobility improvement projects should be constructed with the intent of advancing the 

land use ambitions, livability, community character, economic prosperity, and environmental 

goals of the City. 

 

Illustration 4.0.1 

Planning for a diverse transportation system. 

Transportation planning in Taylorsville must consider 

multiple forms of mobility to address the needs of all 

residents of the community.  



 

4.1 Mobility Current Conditions 
The regional dispersal of employment, food options, medical needs, and other service-related 

destinations combines with a car-centric infrastructure to make the automobile the predominant 

transportation option available to those living in, working in, and visiting Taylorsville.  

According to 2021 American Community Survey 5-year estimates, 72.2% of Taylorsville 

commuters reported driving alone and 14.4% carpooled, which is 1.2% and 4.1% greater than 

overall Salt Lake County, respectively. This results in below average usage of public 

transportation and walking/biking, with rates of 1.9% and 1.1%, respectively [see Table 4.1.1]. 

This auto-centric transportation system contributes to obesity and other public health ills
1
 and is 

a major contributor to poor air quality in the Salt Lake Valley.  

In recent decades the Salt Lake Metro area has become increasingly multi-modal with increased 

bicycle facilities, pedestrian trail routes, and public transit development. Taylorsville, however, 

has largely remained auto-oriented with most opportunities for multi-modal mobility outside of 

the City’s boundaries. Many residents have expressed a desire for better options for walking, 

cycling and public transit, and saw the lack of safe and convenient facilities as the greatest 

barrier to active and public transportation systems. 

Additionally, some automotive transportation corridors in the City lack aesthetic value and 

consequently impact economic development, community pride, and neighborhood stability. 

Automotive 
The City of Taylorsville is traversed by state and regional highways and contains a number of 

high volume roads that connect with adjoining communities. Due to Taylorsville’s central 

location in the Salt Lake Valley, and minimal route options for commuters leading to vehicles 

being funneled onto a few major streets, many of its roads are burdened with traffic from 

adjacent communities as motorists travel throughout the Valley. This creates significant 

congestion at peak times, particularly along Redwood Road, 6200 South, 5400 South, 4700 

South, Bangerter Highway, and Interstate 215.  

The street system in Taylorsville is a mixture of State and City-owned roads on a hybrid grid 

network. State roads include Interstate 215, State Route 68 (Redwood Road), State Route 266 

(4700 South from the I-215 Interchange to the eastern City boundary), State Route 173 (5400 

South), State Route 154 (Bangerter Highway) and other circulation systems on State property 

such as the Salt Lake Community College campus and the Utah State Office Complex (see Map 

4.1.3).  The Utah Department of Transportation (UDOT) has jurisdiction over these roads while 

the City of Taylorsville retains ownership and control over all other public streets in the City. The 

mix of controlling jurisdictions on Taylorsville’s roads presents challenges in managing roadway 

maintenance, improvement programs, and signal coordination. Cooperation between UDOT and 

Mode Taylorsville Salt Lake  

County 

Drive Alone 72.2% 71.0% 

Carpool 14.4% 10.3% 

Public Transportation 1.9% 2.8% 

Walk 0.9% 0.6% 

Bicycle 0.2% 1.9% 

Work at Home 10.1% 12.6% 

Other 0.4% 1% 

Source: U.S. Census Bureau, 2021 American Community Survey 5-Year Estimate 

Table 4.1.1 

Means of Transportation to Work – 2021 

Taylorsville commuting habits are largely representative of 

the County as a whole, with slightly higher rates of 

automotive use and slightly lower rates of public and active 

transportation.  

Mode 2000 2014 2021 

Drive Alone 80.0% 80.0% 72.2% 

Carpool 13.1% 13.3% 14.4% 

Public Transportation 2.1% 2.0% 1.9% 

Walk/Bicycle 1.1% 1.1% 0.9% 

Work at Home 3.2% 3.0% 10.1% 

Other 0.4% 0.8% 0.8% 

Source: U.S. Census Bureau, American Community Survey. 

Table 4.1.2 

Means of Transportation to Work – 2000 to 2021 

Taylorsville’s pre-pandemic commuting habits stayed 

largely consistent through the first two decades of the 

twenty-first century. With an increase in Taylorsville 

residents working from home, however, automotive 

commuting was significantly reduced during and after the 

pandemic. 
1 Howard Frumkin, Lawrence D. Frank, and Richard J. Jackson, Urban Sprawl and Public Health (Island Press 2004) 



 

 

Map 4.1.3: Roadways Under State Jurisdiction 



 

Taylorsville will continue to be essential for making proper decisions about state-owned roads 

and adjacent properties. 

All of Taylorsville’s major roadways enter the City from neighboring cities and some roads form 

the boundaries between communities, such as 4015 West separating the City from the 

unincorporated township of Kearns, and 4100, South, 2700 West and 4700 South forming the 

boundary between Taylorsville and West Valley City. 

Functional Classification System 

Based on future and existing travel demand, existing and planned rights-of-way, and local and 

regional roles that each roadway plays, the roadway network has been classified into functional 

groups. The functional classification system for the City of Taylorsville is indicated in Map 4.1.5. 

The functional classification system reflects the recommended number of travel lanes, access 

control, roadway capacity, speed, and rights-of-way.  

Freeway Classification: 

A road with a Freeway Classification is a regional facility that has interchanges at entrance 

and exit points about every three to five miles and has three or more lanes in each direction 

separated by a median. Freeways are typically designed for speed limits up to 70 miles per 

hour (mph).  

▪ Interstate 215 (I-215). Currently the only roadway in the City with a Freeway Classification 

is Interstate-215 (also known locally as the “Belt Route”). The 29-mile freeway was 

constructed between 1963 and 1989, opening in Taylorsville in 1976. Two I-215 freeway 

interchanges are located in Taylorsville at 4700 South and Redwood Road. I-215 was 

expanded to the current 10-lane configuration in 2017. A new south bound frontage 

road is programmed and under development west of the freeway north of 4700 South.  

No Access Highway Classification: 

The No Access Highway Classification is for regional transportation facilities that are 

accessed only from arterial streets through interchanges or at-grade crossings. No access is 

provided to or from collector streets, local streets, or adjacent private properties. This 

classification typically has two or more lanes in each direction separated by a median and is 

designed for speeds of 55 to 65 mph.  

▪ Bangerter Highway. Bangerter Highway is the only road in Taylorsville classified as a No 

Access Highway.  Historically, access to and from Bangerter Highway in Taylorsville has 

been via at-grade intersections at 6200 South, 5400 South, and 4700 South. In an 

attempt to improve safety and traffic flow, the Utah Department of Transportation 

began a retrofit of each of the crossings in 2017, converting them to grade separated 

intersections (Illustration 4.1.4). 5400 South was completed in 2017 and 6200 South in 

2022. 4700 South is currently under design and should be completed by 2025. Although 

still in process, the intersection conversions have significantly improved traffic flow on 

the highway and will help accommodate anticipated traffic growth in future years.  

Illustration 4.1.4 

Bangerter Intersection Retrofits. 

Bangerter Highway at 6200 South in 2017 (above) and 2022 

(below).  



 

 

Map 4.1.5: Functional Classification Map 



 

 Principal Arterial Classification: 

Principal Arterial facilities serve multiple jurisdictions and generally consist of rights-of-way 

of five to seven lanes and 106 feet or more in width. Principal Arterials connect freeways, 

highways, other arterials, and provide access to collector streets. In some cases, private 

properties and local streets gain access from Principle Arterials although UDOT and the City 

attempt to limit vehicle access as much as possible to ensure traffic safety and efficiency. 

Average daily vehicle counts generally range between 30,000 and 60,000 with traffic speeds 

usually set between 40 and 55 mph. A majority of Principal Arterials in Taylorsville are owned 

by and under the jurisdiction of the UDOT. 

▪ Redwood Road. Redwood Road is the longest surface street in Salt Lake County running 

north-south all the way from Davis to Utah County. The street is all or partly located in 

Taylorsville from 4100 South to 6650 South. With average daily vehicle counts of 77,000 

trips per day (2019), the Redwood Road segment between 6200 South and the I-215 

interchange is the most traveled surface street in Utah. The road segment from 5400 

South to the I-215 interchange is also one of the most traveled surface streets in the 

County with approximately 70,000 average trips per day.  

▪ 4700 South. 4700 South is a major east-west corridor in the regional transportation 

system with direct freeway access to both I-215 in Taylorsville and I-15 in Murray. The 

Mid-Valley Express Bus Rapid Transit project will be located on the 4700 South corridor 

for approximately 2.42 miles from East Atherton Drive (800 West) to 2700 West, with 

dedicated lanes and center running stations east of Redwood Road. Despite heavy auto 

congestion, the 4700 South/I-215 interchange vicinity (2200 West to 2700 West) is 

emerging as a highly desirable economic development destination. Options to reduce 

vehicle congestion in this area continue to be explored including road widening, 

building new I-215 frontage roads, reconfiguring the 2700 West intersection, and re-

aligning the intersection at Chentelle Drive (2600 West).   

▪ 5400 South. 5400 South is also a major east-west roadway in the regional transportation 

system. The street extends from approximately 600 East to Highway U- 111 

(approximately 7400 West) and has direct freeway access to I-15 in Murray. To improve 

east-west mobility during peak driving times, in 2012 UDOT installed  “reversable flex” 

lanes on 5400 South from 1985 West to 3700 West. The reversible lanes add eastbound 

road capacity during morning peak drive times and add westbound capacity in the 

evening (Illustration 4.1.6).   

Arterial Classification 

These facilities serve multiple jurisdictions and consist of between four to five lanes in 84+ 

feet of right-of-way. Average daily vehicle counts are typically between 15,000 and 30,000. 

All streets in this classification are locally owned and controlled by Taylorsville or the 

applicable city where roads form municipal boundaries. Vehicle access to Arterial streets 

Illustration 4.1.6 

5400 South Reversible Flex Lanes. 

Reversible Flex Lanes on 5400 South enable increased 

automobile capacity during morning and evening peak 

times. The road features four east bound lanes during the 

AM peak and four westbound lanes during the PM peak. 



 

from adjacent properties is limited where possible. Traffic speeds are generally set between 

35 and 45 mph. 

▪ 2700 West. 2700 West is one of the longest non-principal arterial streets in Salt Lake 

County extending from 900 South in Salt Lake City to 15000 South with a disconnect at 

State Road 201. 2700 West in Taylorsville provides access to several key locations within 

the City, including Taylorsville City Hall, Valley Regional Park, and the Utah State office 

building complex. Despite not having direct access to I-215, travel patterns on 2700 

West are greatly influenced by its close proximity to the freeway. The Mid-Valley Bus 

Rapid Transit system will operate within existing travel lanes on 2700 West north of 4700 

South with minimal impact to the roadway expected. 

▪ 4100 South (Meadowbrook Expressway). The center line of 4100 South represents the 

Taylorsville City boundary with West Valley City between the Jordan River and 2700 

West. 4100 South is a major east-west corridor in this vicinity despite not having direct 

freeway access to either I-215 or I-15. 4100 South west of 2700 West is under the 

jurisdiction of West Valley City. Because of it’s lack of access to and from I-15 and I-215, 

4100 South/3900 South has been selected as an important cross jurisdictional east-west 

bicycle path that is proposed to extend from 2700 West to 2300 East. 

▪ 6200 South. 6200 South provides a major access point from areas west of Redwood 

Road to I-215 (via Redwood Road). 6200 South experiences heavy congestion during 

peak driving hours. 

Collector Classification 

These facilities generally collect local traffic and connect to the arterial street network. 

Collector streets consist of between 2 to 5 lanes in 66+ feet of right-of-way. Average daily 

vehicle counts are generally between 13,000 and 15,000. Collectors can also function as local 

roads providing vehicle access to adjacent property owners. Speeds are generally set 

between 30 and 40 mph. 

▪ 1300 West (South of 4800 South).1300 West provides a convenient connection from the 

Murray-Taylorsville Expressway (4800 South) southward into West Jordan. During peak 

periods, 1300 West is heavily used although its current size, land use patterns, and 

winding path make it unsafe for high volumes of traffic. The 1300 West corridor is 

planned as a regional north-south bicycle facility. 

▪ 2200 West. 2200 West is an important neighborhood collector street despite being 

disconnected by I-215 near 5800 South. 2200 West provides access to numerous 

schools, churches, and neighborhoods in addition to the Vista Park baseball facility at 

approximately 5000 South. Traffic on 2200 West is significantly impacted by Salt Lake 

Community College commuters north of 4700 South because of its close proximity to I-

215. 



 

 ▪ 3200 West. 3200 West primarily serves residential neighborhoods in Taylorsville and 

continues through both West Valley City and West Jordan.  

▪ 3600 West. 3600 West primarily serves residential neighborhoods and passes through  

only a portion of Taylorsville (5400 South to 4700 South). The street continues north of 

the city limits into West Valley City. 

▪ 4015 West. 4015 West runs from 6200 South in Taylorsville to 3100 South in West Valley 

City and closely parallels Bangerter Highway. Taylorsville’s western boundary with the 

Kearns Township is the centerline of 4015 West. This road provides access to several 

commercial districts, Kearns Junior High, and Southridge Park. 

▪ 4800 South. Along with Redwood Road, 4800 South (Murray/Taylorsville Road) was one 

of the first transportation corridors within what is now the City of Taylorsville. The 

historic nature of 4800 South continues today by providing access to many of the 

historic sites within the City. Although the street terminates at Redwood Road, 4800 

South carries significant amounts of traffic between the City of Taylorsville and Murray 

City to the east. 

▪ Atherton Drive/Riverboat Road/1300 West (north of Atherton). This connected, but multi-

street, collector arrangement connects several key locations within the community to 

the regional transportation system, including the largest employment district in the City, 

Sorenson Research Park. 

Automotive Traffic Counts  

According to the US Census Bureau, Taylorsville's population grew by only 1.03% between 2010 

and 2020. Traffic counts on the city’s streets, however, grew at a much higher rate (see Map 4.1.7

-Annual Average Daily Traffic). From 2011 to 2019 automotive traffic grew throughout the City, 

generally from about 10% to over 20% in many locations. Bangerter Highway, 4700 South, and 

Redwood Road south of 5400 South saw the largest increases. The road segment on Redwood 

Road between I-215 and 6200 South grew by approximately 14,000 trips per day (+22.2%)! This 

increase of traffic on Taylorsville's roads is largely driven by rapid growth in areas west and 

southwest of the City, despite the construction and expansion of arterial highways intended to 

serve the far west quadrant of the County (i.e. 5600 West, Mountain View Corridor, and 

intersection improvements to Bangerter Highway). Increased traffic counts have led to  

diminished potential for walkability in the community and continued growth of noise pollution, 

traffic congestion, traffic accidents, commute times, and the economic impacts of road 

construction and maintenance. 



 

 

Map 4.1.7: Annual Average Daily Traffic 2011-2019 



 

Bus and Transit  

Public transit in Taylorsville is part of a regional system with service provided by the Utah Transit 

Authority (UTA). The regional system currently consists of traditional bus service comprised of 

Frequent Bus routes which provide service every 15 minutes, and Regular Bus routes which 

provide service every 30 minutes. In addition to bus routes, UTA also provides rail service in the 

form of commuter rail running every 30-60 minutes (FrontRunner - serving the Wasatch Front 

from Provo to Ogden), light rail (TRAX) running every 15-30 minutes (Red Line - service from the 

University of Utah to South Jordan; Blue Line - service from Downtown Salt Lake City to Draper; 

and Green Line - service from the Salt Lake City International Airport to West Valley City via 

downtown Salt Lake), and streetcar running every 15 to 30 minutes (S-Line—service from South 

Salt Lake to Sugar House). 

Existing Bus Service in Taylorsville 

Currently eight individual bus routes traverse Taylorsville. These routes consist of all day service 

along arterial and collector streets providing connections within Taylorsville and neighboring 

cities. The current routes that travel through Taylorsville City are listed below and illustrated in 

Map 4.1.8: 

▪ Route 39 runs east-west and primarily follows the 4100 South/3900 South corridor from the 

West Valley Central TRAX Station (Green Line) to the Olympus Cove hub at Wasatch Blvd. 

and 3900 South with connections at the SLCC-Taylorsville hub and Meadowbrook TRAX 

Station (Red and Blue Lines).  

▪ Route 47 generally follows the 4700 South and 4100 South corridors between the West 

Valley Central TRAX Station (Green Line) and the Murray Central TRAX/Frontrunner Station 

(FrontRunner/Red and Blue Lines) with a connection at the SLCC-Taylorsville hub.  

▪ Route 54 runs east-west and follows 5400 South through the city between 5600 West and 

the Murray Central TRAX/FrontRunner Station (FrontRunner/Red and Blue Lines) .  

▪ Route 62 runs east-west and generally follows 6200 South through the southern portion of 

the City. The route runs from 5600 West in Kearns to the Fashion Place West TRAX station 

(Red and Blue Lines). 

▪ Route 217 is  a “Frequent Bus” route (service every 15 minutes) that runs north-south 

primarily on Redwood Road linking the 1940 West TRAX Station (Green Line) in Salt Lake 

City to the West Jordan City Center TRAX Station (Red Line) with connections to the 

Redwood Junction TRAX Station (Green Line) in West Valley and SLCC-Taylorsville hub.  

▪ Route 227 runs north-south on 2700 West from the West Valley Central TRAX Station (Green 

Line) to the 2700 West TRAX Station (Red Line) in West Jordan.  

▪ Route F232 is a north-south “Flex Route” that connects the West Valley Central TRAX Station 

(Green Line) to the Jordan Valley TRAX Station (Red Line) in West Jordan primarily on 3200 

West. Flex routes offer route deviations in some areas. Buses running these routes may 

deviate up to 3/4 of a mile upon request for pick up and drop off before returning to it’s 

scheduled route. 



 

 

Map 4.1.8: Existing Bus Route Map 



 

 ▪ Route 240, like the F232, Route 240 connects the West Valley Central TRAX Station to the 

Jordan Valley TRAX Station. Taking a less direct route, it touches the western boundary of 

Taylorsville on 4000 W. This route also runs through the Jordan Landing development.  

Mass Transit 

In addition to the bus routes that serve Taylorsville, the City also benefits from UTA’s TRAX light 

rail and the FrontRunner commuter rail systems, which both can be accessed via existing bus 

routes in the City. The Murray Central Station, 5144 Cottonwood Street/140 West Vine Street, is 

located approximately one and a half miles east of Taylorsville, near 5400  South.  The Murray 

Central Station is served by both the TRAX Blue and Red Lines as well as the FrontRunner 

commuter rail train. The West Valley Central Station (aka West Valley Intermodal Hub), 2750 

West 3590 South, is approximately one mile north of Taylorsville and is served by the TRAX 

Green Line and MAX bus rapid transit. 

In addition to the Murray Central and West Valley Central Stations, existing bus routes in 

Taylorsville also provide direct access to the Fashion Place West Station (Red and Blue lines), 

West Jordan City Center Station (Red line), 2700 West Station (Red Line), Jordan Valley Station 

(Red Line), Redwood Junction Station (Green Line), and 1940 West Station (Green Line). 

The Mid-Valley Express bus rapid transit line, which has been in design and development for 

several years, is scheduled to begin operations in 2026 and will connect the Murray and West 

Valley stations via Taylorville primarily on 4700 South and 2700 West. 

Active Transportation 
Though Taylorsville benefits from its proximity to the Jordan River Parkway along its eastern 

border, few convenient and easily accessible trail routes exist in Taylorsville. Almost exclusively, 

all walking and biking occurs on City street rights-of-way. These areas are usually heavily 

traveled by motorized vehicles and are typically not comfortable environments for walking or 

biking. 

Walking and biking trails provide an opportunity for residents to be physically active and enjoy 

their community. Safe pedestrian paths and dedicated bicycling routes are an important part of 

the overall transportation system and increase the quality of life for residents, provide a healthy 

lifestyle choice, and promote community character and identity. 

Developing a comprehensive connected active transportation system in Taylorsville has proven 

to be a challenging endeavor based on several physical constraints, including: 

▪ Prominence of the automotive transportation system in the City.  Many of the most 

connected street corridors in the City have maximized automotive throughput by converting 

shoulders to car lanes leaving little to no space for bicycle lanes or well buffered sidewalks. 

Additionally, several automotive intersections in the community are particularly difficult for 

bicyclists and pedestrians, such as the continuous flow intersections on Redwood Road and 

 Illustration 4.1.9 

Walkable Streets.  

There is more to creating a “walkable” street than simply 

constructing a sidewalk as these two images on Redwood 

Road demonstrate. Pedestrians will avoid places where they 

don’t feel safe and comfortable. Design considerations such 

as buffers, sidewalk width, distance from travel lanes, traffic 

speeds, and what is happening on the side of the sidewalk 

opposite the street play a significant role in how likely a 

street will draw pedestrians. 



 

the extremely wide arterial intersections that include multiple travel lanes in all directions 

and dual left hand turn lanes. 

▪ Limited east-west connectivity through the I-215 and Bangerter Highway corridors. 

Taylorsville City is trisected by two major automotive transportation corridors: I-215 and 

Bangerter Highway. East–west connections on Bangerter Highway are limited to only three 

places, 4700 South, 5400 South, and 6200 South. I-215 in the City has only four connection 

points: 3900 South, 4700 South, 5400 South, and Redwood Road. This limited connectivity is 

further compromised by extensive automotive traffic at all of these locations. 

▪ Little consideration given to active transportation routes as the City grew rapidly from the 

1960s-1990s. The vast majority of Taylorsville was developed during the Post WWII suburban 

boom that made a priority of automobile accessibility. Consequently, little consideration was 

given to active transportation beyond neighborhood sidewalks. Most connector and arterial 

streets in the city also included sidewalks, but lacked the design and attention needed to 

provide an inviting and comfortable environment for pedestrians. 

▪ Limited connectivity in many Taylorsville neighborhoods. Like most suburban communities, 

Taylorsville has been developed incrementally over several decades by many individual 

builders. As a result, many adjacent neighborhoods are not physically connected via roads or 

sidewalks (see Illustration 4.1.10). Many newer neighborhoods were connected to older 

development by stub streets, while others were ignored or purposely not connected based 

on opposition by area residents. Taylorsville is also home to hundreds of cul-de-sacs. 

Although cul-de-sacs may be effective at limiting traffic in front of residential properties, 

they also can significantly reduce neighborhood walkability and connectivity.  

During public meetings and open houses regarding the General Plan update, residents and 

others repeatedly advocated for better pedestrian, bicycle, and trail facilities in the City.    

Bicycle 

As stated above, bicycle planning and implementation has been difficult in Taylorsville because 

most primary streets in the city that provide necessary connectivity have been constructed to 

maximize automobile capacity, leaving little space for bicycles. Many collector streets in the City 

also have numerous residential driveways that back into the right-of-way creating safety and 

visibility concerns. Because of these issues, cyclists in the City currently have only limited 

opportunity for travel on dedicated byways. The only existing striped on-street bicycle route in 

the City is on 2700 West between the southern City boundary (approximately 6600 South) and 

4100 South extending into West Valley City.  The Jordan River Parkway also provides bicycle 

access on the City’s eastern boundary (see Map 4.1.11). 

A new 1.7 mile bicycle route is planned as part of the “complete street” improvements on the 

Taylorsville Expressway (4700 South) for the Mid-Valley Express Bus Rapid Transit project that is 

Illustration 4.1.10 

Neighborhood Connectivity. 

These two adjacent neighborhoods, typical of many places 

in the City, have no internal connection to each other (red 

dashed line).  The result of development of this type is that 

neighboring properties, like the two highlighted in yellow,  

have a walking route from front door to front door of 

almost three quarters of a mile. Situations like this are 

especially problematic for school walking routes where 

distances can become excessively long. 



 

 

Map 4.1.11: Existing Trails and Bicycle Lanes 



 

 expected to begin construction in fall 2023. This new route will connect the Jordan River Parkway 

to the Salt Lake Community College campus with a buffered bike lane including rest areas and 

bicycle repair/maintenance stations.  

Pedestrian 

Walkability in Taylorsville is enhanced by an almost completely intact network of sidewalks in the 

City’s residential neighborhoods. Although the existing residential sidewalk standard reflects a 

typical minimum suburban standard of a four foot sidewalk and five foot parkstrip, the network 

is continuously maintained through a trip hazard removal and 50/50 sidewalk repair program.  

Sidewalks in commercial locations and along collector and arterial streets are a mixed bag of 

occasionally undesirable sidewalk conditions, including:  

▪ Integrated sidewalks. Integrated sidewalk designs place sidewalks immediately adjacent to 

roadways offering only minimal separation for pedestrians while providing no space for 

plowed snow in the winter (see Illustration 4.1.12). 

▪ Older sidewalks with spalling and other structural deficiencies or obstructions. Uneven 

surfaces, tripping hazards, and obstacles such as power poles, utility boxes, signs, etc. can 

present a precarious situation for pedestrians, especially those depending on accessible 

routes (ADA) and elderly individuals. 

▪ Sidewalks lacking proper width to accommodate two pedestrians walking side by side. 

Sidewalks less that six feet in width are often difficult for two pedestrians to walk side by 

side comfortably. Taylorsville’s existing network of sidewalks has very few sidewalks over five 

feet in width. 

▪ Lack of buffers. Physical buffers placed between sidewalks and automotive travel lanes, like 

street trees and on-street parking, provide actual and perceived safety that significantly 

increase pedestrian comfort. Few commercial locations in the City have buffered sidewalks 

or on-street parking - largely because of adjacent travel speeds and many road shoulders 

have been converted to travel lanes to maximize auto capacity. 

▪ Backside of sidewalks. Perhaps less appreciated in terms of pedestrian comfort and 

perceived safety is what is happening of the side of the sidewalk opposite the street. 

Sidewalks with visually unappealing buildings, unmaintained landscaping, parking lots, or 

other unpleasant features create an uninviting pedestrian environment. 

Trails 

Taylorsville benefits from being contiguous to the Jordan River Parkway which helps bolster its 

existing and potential future trails network. Although only limited improvements have been 

completed, the City can also benefit from the presence of three extensive canal corridors that  

run the entire length of the City, generally from southeast to northwest. Planning and 

developing trail systems outside of these waterways has proven to be challenging largely based 

on lack of extended community connectedness other than major automotive corridors. Existing 

trail improvements are shown on  Map 4.1.11. 

Illustration 4.1.12 

Inadequate Sidewalks. 

Sidewalks immediately adjacent to busy roadways do not 

provide the necessary space for plowed snow or buffers 

that provide pedestrian comfort and  safety (above). Many 

sidewalks aren’t built wide enough to accommodate two 

pedestrians walking side-by-side [below]. These thin 

sidewalks should not be used on busy streets, near transit 

corridors, or adjacent to or within commercial, mixed use, or 

high density residential districts. 

Photo courtesy pedbikeimages  wwwpedbikeimages.org/Dan Burden 



 

  Jordan River Parkway. The Jordan River Parkway, which runs contiguous to a portion of the City’s 

eastern boundary, represents the “spine” of the Salt Lake County regional trails network. The 

Parkway is a 45-mile, multi-use path paralleling the Jordan River as it flows north from Utah Lake 

to the Great Salt Lake through numerous communities in Salt Lake, Davis, and Utah Counties. 

The Parkway also links multiple destinations along the corridor including parks, golf courses, 

nature preserves, shopping districts, and other local and regional trail systems. In Taylorsville, 

Millrace Park, Little Confluence Park, the Freedom Shrine, and important historic sites connect to 

the Jordan River Parkway corridor. 

Canals. In addition to the Jordan River, the City also contains three other waterway corridors 

including the North Jordan Canal, South Jordan Canal, and Utah and Salt Lake Canal. Although 

some local residents informally utilize the canal maintenance roads as recreational walkways, 

only limited trail improvements have been completed (Illustration 4.1.13).   

Other Trails. In 2014 the City embarked on a multi-phased trail program with the ultimate 

objective of connecting all parks and recreation areas in the City via multi-use paths. Given the 

nature of the City’s built environment, it was acknowledged that this new system would involve 

multiple strategies including incorporating existing park pathways, street sidewalks and bike 

lanes, and other opportunities that could, when combined, created a connected network linking 

Taylorsville's open spaces. The first trail in this system (officially unnamed but referred to in this 

document as the “City Center Trail”) will ultimately link Gary Swensen Valley Regional Park to the 

Jordan River Parkway at 4800 South with connections at Centennial Plaza, Mid-Valley Performing 

Arts Center, Vista Park, Taylorsville Park, 1300 West/North Jordan Canal Trail, Little Confluence 

Park, and the Rocky Mountain Power Trailhead. As of 2023 the following improvements have 

been completed: 

▪ Enhanced crosswalks on 2700 West at 5050 and 5300 South 

▪ Walkways at Centennial Plaza and Taylorsville City Center 

▪ Enhanced crossing on 5400 South under I-215 

▪ 1/3 mile off road trail east of I-215 and 1000 foot enhanced sidewalk connecting to 2200 

West through the Smith Field Estates subdivision. 

▪ Walkways through the Vista park baseball and softball complexes. 

Additional future phases of this trail are identified on Map 4.2.10 - Active Transportation Priority 

Projects and Illustration 4.2.11 - City Center Trail. 

Urban Design 
Most visitors to a community gain their perception of that place from the roads they traverse. 

Roadways give visitors their first impression of a place, and although they may not always look 

closely, the visual appearance of street corridors provide an image to the outside world about 

who we are, what we care for, and what we profess to be. Consequently, the image of a city is 

largely defined by a community’s street corridors and the collection of buildings, parking lots, 

Illustration 4.1.13 

Canal Trails 

This trail improvement adjacent to the North Jordan Canal 

north of 4800 South illustrates the potential for a high 

quality trail system in the City. Although currently only 

limited areas have been improved, the presence of the 

North Jordan Canal, South Jordan Canal, and Utah and Salt 

Lake Canal provide opportunities for a high quality future 

system. 



 

street lights, landscaping, signs, utilities, fences, etc. within those corridors. The visual quality of 

a city’s streets also has a profound effect on civic pride, livability, and economic development as 

businesses attempt to attach their brands to high quality places. 

Since incorporation, Taylorsville has placed increased emphasis on streetscapes and gateways, 

most notably in 2007 with the Redwood Road Streetscape and Access Management Project that 

consolidated driveways, planted street trees, buried overhead utilities, widened sidewalks, and 

installed new planters, street lights, bus shelters, and signage in the economic heart of the City 

between 5400 South and the I-215 interchange on Redwood Road. The project was so well 

received by residents and the business community that it has led to subsequent aesthetic 

improvements on Redwood Road. Other well-received streetscape improvements include the 

City’s wall replacement program that has replaced thousands of linear feet of dilapidated fences 

on double frontage lots throughout the City with higher quality masonry fencing in a consistent 

style. 

Other notable streetscape projects are currently in the planning and design phases including the 

Taylorsville Expressway (4700 South east of Redwood Road) and the vicinity between I-215 and 

2700 West on 4700 South. 

Despite these improvements, there is still significant opportunity for future improvement.  

Emphasizing  aesthetic enhancements such as upgrading streetlighting, burying or relocating 

overhead utilities, boosting streetside landscaping (park strips), and addressing other visual 

distractions will go a long way to help elevate the image of the city and it’s street corridors. 

 

 

 

 

 

 

Illustration 4.1.14 

The Visual Quality of Roadways Greatly Impact 

Community Identity. 

Streetscapes—that collection of things viewable from street 

corridors, like landscaping, street lights, utilities, buildings, 

street furnishings, signage, parking lots, and fences—have a 

significant impact on the image of a city in both a positive 

and negative way. 



 

 

Although automotive transportation will continue to be the predominate form of mobility in 

Taylorsville for the foreseeable future, the community seeks to find a better balance between 

mobility options by emphasizing and better integrating alternate forms of transportation.   

Additionally, the City seeks to improve community character, image, quality of life, and 

economic development by improving the aesthetic value of it’s transportation corridors. 

During the General Plan development process, the community and other stake holders identified 

the following priorities to address and/or achieve within the mobility framework: 

• Balance mobility needs with multiple forms of transportation.  

• Promote and support active transportation for commuting and recreation. 

• Emphasize public safety. 

• Actively participate in regional planning efforts.  

• Improve connectivity among all mobility systems city-wide. 

• Manage automotive congestion, but not at the expense of public safety, other modes of 

transportation, or community quality.  

• Improve the image of the City through prioritizing the aesthetic quality of our streets. 

Transportation systems in Taylorsville must continue to meet the needs of all residents of the 

community including seniors, youth, those with disabilities, those dependent on public 

transportation, and those who choose alternative transportation options. Future improvement 

projects should be evaluated based on how they contribute to a multi-modal system that 

expands mobility options for a growing population. While congestion management is necessary 

for many road corridors throughout the city, a more balanced approach focuses on moving 

people rather than moving cars. Strides toward these goals will be made with infrastructure and 

service improvements that enhance the viability, comfort, and safety of active and transit modes. 

It is essential that automotive, public transit, bicycle, and pedestrian travel be coordinated with 

the City’s land use planning efforts. A successful, multi-modal community must emphasize 

connectivity between logical destination points including parks, recreation, schools, commercial 

districts, civic buildings, neighborhoods, employment centers, and entertainment locations.   

To achieve a successful mobility network, Taylorsville must also recognize the regional nature of 

mobility systems and prioritize coordination of transportation enhancement projects with other 

transportation agencies, transit service providers, and adjacent jurisdictions including the Utah 

Department of Transportation (UDOT), Wasatch Front Regional Council (WFRC), Utah Transit 

Authority (UTA), Jordan River Commission, and adjacent jurisdictions including Salt Lake County, 

West Valley City, West Jordan and Murray. 

4.2 Mobility Community Vision 

Illustration 4.2.1 

Promoting a more balanced mobility system. 

Streets should be designed to accommodate multiple forms 

of transportation and all residents of the community. 



 

 Regional Transportation Planning 

The Wasatch Front Regional Council (WFRC) is the Metropolitan Planning Organization (MPO) 

for Salt Lake, Davis, Weber, and southern Box Elder Counties. The WFRC is responsible for 

coordinating the regional transportation planning process, culminating in the Regional 

Transportation Plan (RTP). The RTP, which is updated and readopted every four years, sets the  

long-term strategy for the regions future transportation system, including automotive, transit, 

and active transportation development. The plan is informed by research, discussion, technical 

modeling and forecasting and is financially constrained within a reasonably anticipated budget. 

The 2019-2050 plan is phased into the following classifications: Phase One (2019-2030); Phase 

Two (2031-2040); and Phase Three (2041-2050). 

It is important that the City communicate and engage with the WFRC and the RTP planning 

process regarding transportation enhancements of regional significance and local land use 

objectives. Future funding and regional coordination is significantly impacted by inclusion in the 

RTP and thoughtful participation in the process should be a priority action of the City. 

The Regional Transportation Plan is available to view online at wfrc.org. 

Complete Streets 

The term “complete street” refers to a transportation right-of-way that is designed, built, and 

operated to accommodate safe movement and access for multiple forms of mobility including 

pedestrian, bicycle, public transportation, and automobile. It is also designed to accommodate 

users of all ages and abilities. An added benefit of a complete street design is that the additional 

pedestrian activity often leads to more active and vibrant places and land uses adjacent to the 

street. 

The re-imagined Taylorsville Expressway on 4700 South east of Redwood Road will, when 

complete, be a model complete street as it accommodates three additional forms of clean 

transportation (bus rapid transit, bicycle, and pedestrian trails) to it’s traditional auto-oriented 

configuration. In addition to the transportation enhancements, new streetscapes providing 

shade and aesthetic value to the corridor will further enhance active transportation in the area. It 

is anticipated that the future complete street improvements on Taylorsville Expressway will also 

be a catalyst for potential redevelopment in the area. 

In order to bring a more desirable balance among the various transportation modes in the City, 

Taylorsville should adopt a complete street strategy that establishes an official policy for the 

community that encourages a more holistic approach to street design for future road 

improvement projects. To better implement this strategy, new standard road sections should be 

adopted that embrace multiple forms of transportation, enhance public safety, and improve 

community identity. 

Illustration 4.2.2 

Wasatch Front Regional Council 2019-2050 Regional 

Transportation Plan.  

 



 

  

Automotive Mobility 
As the predominant form of transportation in the United States, the benefits and impacts of the 

automotive transportation network are well known. The convenience of cars and the extensive 

network of roads provide most Americans with a level of autonomy and flexibility unmatched in 

the history of humankind. This independence and flexibility also comes at a substantial cost, 

including air and noise pollution, accidental injury and death, disconnected communities, 

increased obesity and cardiovascular diseases, and costs to households and taxpayers in the 

form of vehicle expenses, insurance, road construction, road maintenance, storm drainage, and 

policing. 

As a centrally located community within a larger region, Taylorsville perhaps benefits from, and 

is impacted by, automotive transportation more than many other cities in the area. The existing 

network of roads provides easy auto access to most places in the County and metropolitan area 

helping to make Taylorville a highly desirable place to live and shop. The scale and configuration 

of streets necessary to carry the traffic counts typical of most roads in the City, however, greatly 

Mobility Objective 4.1: Improve balance in Taylorsville’s mobility network by placing 

increased priority in transit, bicycle, and pedestrian facilities that complement existing 

and future vehicle facilities.  

Strategies and Actions 

4.1-A: Prioritize alternate mobility options, especially in existing or future mixed use transit-

oriented, and/or pedestrian-oriented areas. 

4.1-B:  Adopt a complete streets policy specific to Taylorsville City to address multi-modal 

infrastructure needs. Evaluate and update city street, sidewalk, bicycle, buffering, and 

pedestrian crossing standards to meet the complete streets policy. 

4.1-C: Promote alternate forms of travel and educate residents concerning existing and 

planned mobility infrastructure and opportunities. 

4.1-D: Develop a “transportation manual” that graphically illustrates recommended street 

cross sections and other mobility objectives for future development and 

redevelopment.  

Mobility Objective 4.2: Work with UDOT, UTA, WFRC and neighboring communities to 

develop regional transportation solutions that address traffic congestion mitigation 

Strategies and Actions 

4.2-A: Actively participate in regional transportation planning efforts. 

4.2-B: Proactively engage WFRC, UDOT and UTA to ensure that Taylorsville City’s community 

context, city goals, and design solutions are incorporated into regional projects from 

the early stages of conceptual development. 



 

inhibits safe pedestrian and bicycle movement. Future strategies for maintaining the quality of 

the City’s automotive network must involve continuous improvements to maximize safety and 

minimize congestion while finding ways to accommodate other forms of transportation in a safe 

and comfortable manner.  

Automotive Transportation Map 

Map 4.2.3 Transportation Map: Automobile identifies priority projects for the city’s vehicular 

transportation network. Projects have been categorized by roadway improvement projects,  

intersection and interchange improvement projects, bridge projects, and general circulation 

objectives in potential large scale redevelopment areas. Each proposed improvement project has 

been further classified into anticipated phases including short term (less than five years), medium 

term (five to ten years), and long term (ten+ years). Projects in the long term category may 

require further study and analysis to ensure need and proper contextual development.  

Circulation objectives in potential redevelopment areas: 

1. Fore Lakes/1300 West.  A future objective of the Mid-Valley Express Bus Rapid Transit 

project is to improve circulation, connectivity, and public safety on both the north and 

south sides of 4700 South east of Redwood Road. Currently very little connectivity exists 

between the BRT corridor and the neighborhoods north and south of the Taylorsville 

Expressway. Additionally, a dangerous full movement intersection exists on the corridor at 

1175 West. Proposed changes to the corridor include eliminating left hand turns on 1175  

West, opening 1300 West north of 4700 South and creating a new four way intersection at 

the 1300 West BRT station. These improvements are not possible, however, without 

creating major disruptions to current circulation patterns, primarily south of 4800 South. 

As redevelopment occurs south of 4700 South, new routes will be necessary to provide 

Mobility Objective 4.3: Continue to develop an automotive road network that is safe, 

efficient, minimizes impacts on adjacent properties, and facilitates the evolution of a 

multi-modal community. 

Strategies and Actions 

4.3-A:  Balance the need for regional vehicular access and efficient movement of motorized 

vehicles with improved walkability, aesthetics, bicycle safety, and future transit 

improvements. 

4.3-B: Design and implement intersection designs that are compatible with active 

transportation and potential new transit improvements.  

4.3-C: Emphasize community context in the construction and expansion of all road projects.  

4.3-C:  Prioritize safety for all users of streets in the development of the vehicular mobility 

network.  



 

 

Map 4.2.3: Transportation Map - Automotive 

Remove 



 

access to 4700 South, 4800 South, and 1175 West.  Refer to the Taylorsville Expressway 

Station Area Plan for more information and detailed analysis. 

2. Atherton Drive vicinity. As the Salt Lake Valley continues to grow and densify, especially 

around transit stations, the vicinity south of 4700 South adjacent to the Mid-Valley Express 

BRT corridor is expected to evolve into a walkable transit-oriented district that will rely on 

a transportation network that requires a higher emphasis on pedestrian and bicycle use.  

The “spine” that connects most properties in this vicinity is Atherton Drive. Currently 

Atherton is a primarily auto-oriented street with wide auto travel lanes and skinny 

sidewalks with poor pedestrian buffers. In order for Atherton to evolve into a connector 

road that effectively links multiple higher-density transit-oriented developments, the 

street must be reinvented as a complete street integrating the needs of pedestrians and 

bicyclists (see Illustration 4.2.2). Refer to the Taylorsville Expressway Station Area Plan for 

more information and detailed analysis. 

3. Center Point District [5400 South Redwood Road].  Long term land use objectives in the 

Center Point District of Taylorsville City include creating a destination location that 

incorporates a mix of uses including  retail, restaurant, residential, office, public space, and 

entertainment in a cohesive walkable environment. As land use goals are implemented in 

this area, a new transportation and circulation system incorporating new, low speed 

streets with more frequent intersections should be implemented that complements the 

land use goals. Recommended priorities for a new circulation system include: 

 A modified street grid system that will provide additional development locations 

within existing large and unutilized parking fields. 

 Internal connectivity providing access to various business locations, properties, and 

parking areas. 

 High quality pedestrian and bicycle amenities. 

 Transit orientation and accessibility for future proposed lines on Redwood Road and 

5400 South. 

Intersection/Interchange Improvements: 

4. Bangerter Highway/4700 South. New interchange currently under design and construction 

by the Utah Department of Transportation that will provide a grade separated intersection. 

Construction was initiated in 2023 and is expected to be completed by 2025.  Short term. 

5. 4700 South/Chentelle Drive.  Intersection reconfiguration to improve safety and 

automotive throughput on 4700 South between I-215 and 2700 West and connectivity 

between the north and south sides of 4700 South.  Short term. 

6. 4700 South/I-215 Interchange. Aesthetic upgrades to improve the visual quality of this 

major gateway into the city.  Short term. 

7. 4700 South/Redwood Road.  Long term. 

 



 

Recommended Roadway Improvement Projects: 

8. Southbound I-215 Frontage Road [north of 4700 South]. Frontage road improvement on 

the west side of I-215 paralleling the freeway from approximately 4100 South to 4700 

South. The 4700 South southbound freeway exit will be integrated into the new roadway. 

The primary objective of the new frontage road is to alleviate congestion at the 4700 

South interchange, on westbound 4700 South, and the 4700 South 2700 West intersection. 

Short term. 

9. 2700 West/Frontage Road Connections. In conjunction with the frontage road discussed 

above, connections to 2700 West from the new frontage road would allow motorists to 

access 2700 West without traveling all the way to the 4700 South interchange (thereby 

lessening congestion at the interchange and on 4700 South).  Short term. 

10. I-215 Frontage Road [south of 4700 South]. Extension of the I-215 frontage road from 4700 

South to 5400 South providing direct connectivity from the freeway to the 5400 South 

arterial street. Special consideration will be necessary in the design of the frontage road 

extension to ensure minimal impact to the adjacent neighborhood. Long Term. 

11. 4700 South road widening [2700 West to I-215].   Provides an additional lane on the north 

side of 4700 South increasing throughput and adding turn pockets to adjacent properties. 

Short term. 

12. 4700 South restriping [2700 West to Bangerter Highway].  Additional road capacity on 4700 

South between 2700 West and Bangerter Highway is possible by restriping the street to 

allow an additional east bound lane where a shoulder currently exists (the north side of 

4700 South west of 2700 West is under the jurisdiction of West Valley City). Eliminating 

shoulders on streets potentially creates several undesirable conditions including  

eliminating right-turn pockets, emergency pullout locations, space for bicycle lanes, and 

creates a less desirable situation for pedestrians on adjacent sidewalks and adjoining 

properties. Additionally, studies have indicated that eliminating highway shoulders also 

leads to additional automotive and pedestrian accidents
2
. Consequently, the restriping 

should only be completed if and when it is fully necessary. Long term. 

13. 4700 South road widening [I-215 to 2200 West].  Increases capacity between I-215 and 

2200 West/Salt Lake Community College. Medium term. 

14. Sorenson Research Park 4100 South Connection.  Sorenson Research Park has the highest 

concentration of jobs in the City, however ingress and egress to the area is problematic 

with only limited connection points to the regional transportation network. Adding an 

additional connection to 4100 South by means of a road paralleling the Jordan River 

would allow a greater dispersal of traffic and increased connectivity in the area. Any new 

improvement at this location should be closely analyzed to ensure minimal impact on the 

Jordan River Parkway and sensitive lands adjacent to the river. A new road should be low 

traffic/low speed and constructed in a context sensitive fashion respecting the natural 

character of the area. Long term. 

Illustration 4.2.4 

Atherton Drive. 

Atherton Drive south of 4700 South, acts as a spine street 

that connects most properties in the vicinity to the larger 

community and transportation system. As such, the street 

will play a key role in the future evolution of this district into 

a walkable, transit-oriented neighborhood. A reinvented 

Atherton Drive should include wider sidewalks, pedestrian 

buffers (parkstrips, street trees, etc.), bicycle lanes, 

pedestrian scale lighting, street furnishings, and special 

consideration of street level architecture and how buildings 

face the street. 



 

15 Redwood Road road widening [south of I-215].  Utah Department of Transportation project 

providing additional capacity between 6200 South and I-215. Short term. 

16. 6200 South road widening. Regional roadway improvement adding capacity to the western 

quadrant of the County. Long term. 

17. 780 West bus rapid transit access road.  The proposed 1780 West road project will provide 

direct access from 4700 South to the SLCC campus for pedestrians and the Mid-Valley 

Express BRT busses.  The new road will not provide access to the campus for  automotive 

commuters. Short term. 

Bridges: 

18. Jordan River/Sorenson Research Park [new bridge]. New bridge over the Jordan River 

connecting to 4170 South in Murray City. The proposed bridge provides an additional 

access to Sorensen Research Park.  Long term. 

19. Jordan River/4100 South [reconstruction]. The current configuration of the bridge over the 

Jordan River on 3900/4100 South does not include amenities for bicycle or pedestrian 

travel although a major east-west bicycle route is planned on this corridor. In addition, 

existing pedestrian sidewalks stub into the bridge location on three of it’s four corners. In 

order to provide safe bicycle and pedestrian travel over the bridge it is recommended that 

the bridge be widened to accommodate sidewalks and the proposed bicycle trail. 

Additionally, representatives of West Valley City have reported periodic flooding at this 

location which may necessitate raising the level of the bridge deck to improve water flow 

and prevent disruptions in automotive travel. 

The bridge over the Jordan River on 3900/4100 South is located at the convergence of the 

boundaries of four cities: Taylorsville, West Valley, Millcreek, and South Salt Lake.  As a 

result, any construction activity at this location will likely require multi-jurisdictional 

cooperation. Short term. 

20. Jordan River/4800 South [reconstruction]. Although the 4800 South right-of-way near the 

Jordan River is approximately 80 feet, the width of the bridge crossing the river narrows to 

approximately 42 feet, reducing automotive separation and pedestrian comfort and safety. 

Medium Term. 

21. Utah and Salt Lake Canal/4015 West [reconstruction]. Medium term 

  

Bus and Transit Mobility 
Making bus and transit more convenient, accessible, and viable should be a priority policy 

decision of the City of Taylorsville. As the Utah Transit Authority continues to improve and 

expand it’s regional transit system, the City of Taylorsville should be prepared to advocate for 

future transit investment in the City.   



 

Unlike automotive and active transportation improvements, transit development is almost 

exclusively a regional undertaking which requires the involvement of regional planning agencies, 

the local transit authority, and neighboring communities. As a result, transit planning is primarily 

a regional effort based on input and involvement from local jurisdictions. In Salt Lake County, 

transit planning is primarily coordinated by the Wasatch Front Regional Council through the 

Regional Transportation Plan (RTP) process.  

Wasatch Front Regional Council 2019-2050 Regional Transportation Plan Transit Map  

The 2019-2050 RTP identifies six regional transit routes that will provide direct access from 

Taylorsville to the regional transit system. The plan doesn’t indicate the proposed mode of 

transit (i.e. bus rapid transit, enhanced bus, light rail, street car, etc.) pending further study and 

input from the effected communities. The RTP plan is phased using the following categories: 

Phase One (2019-2030); Phase Two (2031-2040); and Phase Three (2041-2050). The six routes are 

described below and illustrated on Map 4.2.5.  

1. Mid-Valley Express Bus Rapid Transit Corridor. The Mid-Valley Express Bus Rapid Transit 

project is a seven mile BRT improvement that will operate between the West Valley Central 

TRAX Station and Murray Central TRAX and Front Runner Stations via 2700 West, 4700 

South, Atherton Drive, Sunstone Road, 4800 South, Murray Boulevard, and Vine Street. A 

mid-route multi-modal hub will be constructed on the Taylorsville campus of the Salt Lake 

Community College. Construction on the Mid-Valley Express began in 2024 and 

operations are  expected to begin in 2026. In addition to the transit project, a 1.5 mile 

multi-use off road path will be constructed east of Redwood Road providing improved 

pedestrian and bicycle connections to the transit corridor. [Phase One 2019-2030] 

2. 3900 South Corridor. The 3900 South Corridor project in a proposed 15.6 mile 

improvement  that would operate between 8400 West in Magna/West Valley and Wasatch 

Boulevard in Millcreek via 3900 South/4100 South. [Phase Two 2031-2040] 

3. 5400 South Transit. The 5400 South Transit project is a proposed 14.4 mile improvement 

that would operate between 5600 West in Kearns to Wasatch Boulevard in Holladay via 

Mobility Objective 4.4: Implement proposed priority projects identified on Map 4.2.1 

Strategies and Actions 

4.4-A:  Conduct a detailed analysis of all planned projects prior to design and construction to 

minimize impacts on adjacent properties and neighborhoods and to look for 

opportunities for context-sensitive design.  

4.4-B: Review Map 4.2.1 annually to ensure continued applicability and to identify new 

community needs. 

4.4-C: Reevaluate “long term” projects on Map 4.2.1 annually to ensure continued 

applicability. 



 

Map 4.2.5: Transportation Map - Mass Transit 



 

5400 South, State Street, 5600 South, Highland Drive, and 4500 South. [Phase One 2019-

2030] 

4. 6200 South - West. The 6200 South - West project is a proposed 7.4 mile improvement 

serving the west side of the valley that would operate between 5600 West in Kearns/West 

Jordan and the Fashion Place West TRAX Station in Murray via 6200 South, 1300 West, 

and Winchester Street. [Currently unfunded in the financially constrained plan] 

5. 2700 West Corridor. The 2700 West Corridor project is a proposed 20 mile improvement 

that would operate between The Salt Lake Central Front Runner Station in Downtown Salt 

Lake City to the Historic Sandy TRAX Station in Sandy via 200 South, 400 West, 400 South, 

Redwood Road, Indiana Avenue, 2700 West, and 9000 South. [Phase Three 2041-2050] 

6. Redwood Road Corridor - North. The Redwood Road Corridor - North project is a 

proposed 20.4 mile transit improvement that would run from North Temple in Salt Lake 

City to the South Jordan Front Runner Station located at 10351 South Jordan Gateway via 

Redwood Road, South Jordan Parkway, and Jordan Gateway. [Phase One 2019-2030] 

Each proposed route provides potential opportunities and increased transit connectivity for 

current and future residents of Taylorsville. However, based on current and potential land uses, 

some of the routes may provide greater benefits. The community should pro-actively prioritize 

which routes would provide the highest benefit to the City and actively advocate for those 

routes within the regional planning process.  

The Taylorsville General Plan recommends that the 5400 South Transit (1st) and Redwood Road 

Corridor—North (2nd) route receive the highest advocacy from the city based on the factors 

listed below: 

5400 South Transit: 

▪ Local connections include the Jordan River Parkway, Millrace Park, proposed 1300 West 

regional bicycle trail, Taylorsville High School, Center Point Commercial District, Taylorsville 

City Center (City Hall, Centennial Plaza, Mid-Valley Performing Arts Center), Volta mixed-use 

community, and the West Point commercial district economic development priority area. 

▪ Regional connections include the proposed Kearns Town Center, Murray Central TRAX/ 

FrontRunner/Mid-Valley Express multi-modal station, Intermountain Hospital Complex, and 

Cottonwood Mall redevelopment site. Extending the route an additional 1/2 mile to the 

west would also provide connectivity to the USANA Amphitheater. 

▪ Length and direction of the proposed route. The 14.4 mile proposed route would provide 

east-west connectivity for nearly the entire width of the Salt Lake Metro urbanized area from 

5600 West to Wasatch Blvd., providing much needed transit connectivity to the County’s far 

west side. 



 

 

 

Redwood Road Corridor—North: 

▪ Local Connections include the 3900 South redevelopment priority area, Salt Lake Community 

College Taylorsville Campus, Mid-Valley Express BRT, Taylorsville Park, 4800 South 

redevelopment priority area, Taylorsville High School, Center Point Commercial District, 6200 

South employment node, and numerous existing high density residential areas within 1/4 

mile of the Redwood Road corridor. 

▪ Regional Connections include Downtown Salt Lake City, TRAX Green Line at North Temple 

(with direct access to the Salt Lake International Airport and the proposed MLB baseball 

stadium), TRAX Green Line in West Valley City, and TRAX Red Line in West Jordan City. 

▪ Length and direction of the proposed route. The proposed 20 mile route runs from 

Downtown Salt Lake City to the South Jordan FrontRunner Station primarily on Redwood 

Road between North Temple and 10400 South. 

The proposed Redwood Road project was studied and analyzed by a multi-jurisdictional 

committee in 2017 coordinated by Jacobs Engineering which determined that the proposed 

project was not yet ready to pursue based on existing automotive traffic, right-or-way issues, 

and lack of support from some affected communities.  

Mobility Objective 4.5: Continue to plan and advocate for improved quality and 
accessibility of bus and transit service in the City of Taylorsville.  

Strategies and Actions 

4.5-A: Work with the WFRC and UTA to prioritize and implement proposed future transit 

network improvements in Taylorsville. 

4.5-B: Advocate for and support funding for the proposed 5400 South Transit Line as the next 

mass transit improvement in Taylorsville. 

4.5-C:  Work with UTA to continually monitor and evaluate bus service for residents and visitors 

to the City.  

4.5-D:  Support, where appropriate, adjacent community’s efforts to implement mass transit 

improvements in an effort to reduce congestion on Taylorsville roads. 

4.5-E:  Encourage and promote large employment centers and other destination centers such 

as the Salt Lake Community College, Utah State Office Campus, and Sorensen Research 

Park to offer bus passes or reduced fare opportunities for their employees and visitors. 

4.5-F: Design land uses and transportation improvements with an emphasis on safe and 

comfortable non-motorized “first mile” and “last mile” trips adjacent to transit stations. 

4.5-G: Incorporate traffic calming solutions where applicable within ½ mile of transit stations. 



 

  Transit-Oriented Development 

The presence of transit in a community not only offers an effective alternate form of mobility, 

but also provides opportunities for creating efficient and vibrant places in the form of high-

density, mixed-use, transit-oriented development. When designed appropriately, places utilizing 

the principles of transit-oriented design can provide high quality living environments that can 

reduce dependency on driving, allow residents to live, work, and play in the same area, reduce 

emissions, and augment the local tax base. With the development of the Mid-Valley BRT, and 

potential additional transit corridors in the City, there is significant potential to “reinvent” many 

underutilized and outdated places into high quality walkable districts that can help address the 

regions housing availability and housing affordability crisis. Typical components of transit-

oriented design include dense compact development, mixed uses, and walkability and 

connectivity—all with easy access to the local transit system. For more information on transit 

oriented development and places where TOD may be appropriate in Taylorsville, see Chapter 3 - 

Land Use, Chapter 8 - Moderate Income Housing, and the Taylorsville Expressway Station Area 

Plan. 

Transit Branding 

A higher level of recognition can be brought to the regional transit system in Taylorsville by 

utilizing simple branding strategies that incorporate established design concepts from both UTA 

and Taylorsville. Taylorsville’s urban design branding strategy is detailed in Chapter 2—

Mobility Objective 4.6: Facilitate transit-supportive and transit-oriented development to 

enhance transit improvements in Taylorsville.  

Strategies and Actions 

4.6-A: Evaluate and update the City’s current Land Development Code (LDC) to ensure the use 

and form of transit adjacent development complements and enhances transit 

investments. 

4.6-B: Develop new detailed transit-oriented architectural design guidelines for future TOD 

improvements adjacent to transit stations. 

4.6-C: Foster TOD designs that include a compact mix of uses including moderate to high 

density residential and other complementary uses such retail, restaurant, employment, 

entertainment, hospitality, education, and open/public space. 

4.6-D: Amend current development standards to require new commercial, office, mixed-use, 

and large residential projects to consider planned mass transit and other multi-modal 

services in their design of parking facilities, roads, and pedestrian accesses. 

4.6-E:  Utilize TOD design concepts for new development proposals adjacent to planned mass 

transit corridors to ensure compatibility between land uses, the physical form of new 

development, and mass transit.  

4.6-F:  Emphasize the development of moderate-income housing in transit-oriented places. 

Illustration 4.2.6 

Integrating transit design into Taylorsville’s community 

branding strategy. 

This transit shelter (The Eclipse by Brasco International—

verify name with UTA) is a UTA approved design that is 

customizable, scalable, and consistent with Taylorsville’s 

urban design branding strategy.  
Sugar House Monument, Salt Lake City 
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  Community Character and includes such elements as building materials and colors. Similarly, 

UTA utilizes a detailed branding strategy to help bring regional recognition to their system of 

buses and mass transit. Through an interlocal agreement, UTA offers upgraded custom shelters 

that are consistent with Taylorsville’s design strategy in terms of both color and material (see 

Illustration 4.2.6). As a pre-approved shelter, UTA will provide basic maintenance (garbage, 

repairs, etc.) provided that the local community enters into the interlocal agreement and agrees 

to pay a minimal up front costs for the upgraded shelter. In addition to design consistency, the 

proposed shelters are also scalable, meaning a similar design can be utilized on various sized 

shelters. 

Public art can also play an import role in the desirability of public transit. Costs can be a 

deterrent to having art at all shelter locations, but prioritizing key sites for public art will not only 

enhance the transit system, but the community as a whole. Outdoor public art should be 

designed to withstand vandalism and exterior weather conditions. 

 

4.2.3 Active Transportation 
Providing high quality active transportation infrastructure in urban areas improves community 

livability, enhances pedestrian safety, and provides additional mobility options. Improved public 

sidewalks, roadway crossings, trails, and dedicated bikeways form an important part of a 

transportation network for residents of all ages, especially for children and the elderly. These  

routes can be further enhanced and lengthened when combined with mass transit. To 

encourage higher numbers of pedestrian and bicycle trips by residents in the City, greater 

emphasis should be placed on enhancing the active transportation network and experience.  

Mobility Objective 4.7: Work with the Utah Transit Authority to bring a higher level of 
recognition and quality to the regional transit system in Taylorsville. 

Strategies and Actions 

4.7-A: Develop a branding strategy that incorporates UTA and Taylorsville designs that  bring 

a unique sense of place to transit improvements in the City. The strategy should 

incorporate elements of the Taylorsville branding strategy including colors and 

materials.  

4.7-B:  Coordinate with UTA to ensure locations meet standards for maintenance and design. 

4.7-C: Work with UTA to install public art at high-profile transit stations throughout the City.  

4.7-D: Give special design attention to key transfer locations (areas where different routes 

and route types converge). Consideration should be given at these locations to help 

ease transferring from route to route, and to encourage usage of the system. 

4.7-E: Work with UTA and adjacent property owners to facilitate the placement of covered 

bus shelters at all primary bus stops within the City. 

4.7-F: Promote well-designed transit stops with desirable amenities including shelters, 
benches, route information, artwork, and garbage receptacles.  



 

 A successful active transportation system must be supported by widespread connectivity and an 

accessible sidewalk system connecting logical destination points including parks, schools, 

commercial districts, public buildings, and employment centers. These routes and corridors 

should have a pedestrian and bicycle design that:  

• creates a consistent, safe, and comfortable experience 

• accommodates moderate to large volumes of pedestrians 

• ensures highly visible and convenient crossings, especially of larger streets 

• contains pedestrian infrastructure and amenities such as pedestrian-scale lighting, street 

furnishings, and shade 

Community input indicated that one reason for the driving characteristics of the City is that the 

design of mobility systems overwhelmingly favor automobiles and are generally unsuitable for 

pedestrians and bicyclists. Many residents expressed a desire to have greater choices and 

options for walking, cycling and connecting to public transit, and saw the lack of development 

of safe and convenient facilities as the greatest barrier to active and public transportation 

systems.  

Taylorsville Active Communities Plan 

In late 2021, Taylorsville City commissioned an active transportation study, funded in part by the 

Wasatch Front Regional Council’s Transportation and Land Use Connection program, to review 

and coalesce various regional active transportation plans into a preferred Taylorsville scenario. 

The plan, known as the Taylorsville Active Communities Plan (ACP), was completed in 2023 by 

Avenue Consultants. 

The study reviewed numerous regional plans including: 

▪ Mid-Valley Active Transportation Plan 

▪ Salt Lake County 2017 Active Transportation Implementation Plan 

▪ Salt Lake County Westside Bicycle Connectivity Study 

▪ Wasatch Front Regional Council 2019 Regional Transportation Plan (RTP) 

▪ Utah’s Unified Transportation Plan 

▪ Utah Collaborative Active Transportation Study (UCATS) 

The ACP planning process included extensive public outreach including a community survey, 

interactive website, and public open house.  Final project recommendations included 25 miles of 

shared pathways, 19 miles of on-road bikeways, and 25 miles of shared roadways. Active 

transportation priority projects were identified.  

In addition to the recommended projects, detailed recommended design standards are also 

articulated in the plan, including ten different facility types and numerous roadway “elements” 

such as signage, buffering, enhanced road crossings, traffic calming, etc. 

The Taylorsville Active Communities Plan is adopted as an addendum to the Taylorsville General 

Illustration 4.2.7 

Taylorsville Active Communities Plan 

The Taylorsville Active Communities Plan (ACP) was 

completed by Avenue Consultants in April 2023. The plan, 

commissioned by the City of Taylorsville and funded 

primarily by the Wasatch Front Regional Council’s 

Transportation and Land Use Connection (TLC) Program, 

addresses active transportation in the city including an 

active transportation plan, design standards for various trail 

types, and identifies priority projects. The ACP is included as 

an addendum to the Taylorsville General Plan Mobility 

Chapter. 



 

  Plan Mobility Chapter.  

Sidewalks 

For the purposes of this section, sidewalks are considered those walkways within the urban 

pedestrian network - meaning sidewalks primarily located in developed portions of the City like 

commercial districts and neighborhoods. Sidewalks are a critical part of a community’s active 

transportation system in that they not only facilitate connections to and within neighborhoods, 

but also to schools, parks, and other important community locations. Based on the City’s near 

built-out status, many existing sidewalks will likely be integrated into future dedicated trail 

routes providing connectivity to various activity nodes in the City. 

Taylorsville is fortunate to have an almost fully intact sidewalk network throughout the City. 

Neighborhoods, in particular, are well served with only minimal disconnects. Sidewalks outside 

of residential neighborhoods, however, tend to be less suitable. Sidewalks on major 

transportation routes generally lack sufficient buffers for comfortable pedestrian use. Sidewalks 

in commercial areas typically lack the width to accommodate significant pedestrian use. Where 

right-of-way allows, consideration should be given to wider facilities, especially in commercial 

and mixed-use locations, to accommodate a quality pedestrian setting. Where pedestrians are 

required to cross roadways it is important to construct intersections that not only meet all ADA 

requirements, but also include other safety provisions and strategies such as: 

1. Pedestrian conspicuity. Making pedestrians as visible as possible and alerting motorists to 

the possible presence of pedestrians. 

2. Pedestrian predictability. Making pedestrian actions as predictable as possible by providing 

necessary crosswalks and visual queues to drivers. 

3. Minimizing pedestrian time and distance in roadways. Creating designs that reduce 

pedestrian exposure to automobile travel lanes such as bulb-outs at intersections and 

pedestrian refuges in medians. 

4. Providing ease of movements from walkways to street levels. Facilitating easy transitions 

between pedestrian and automotive levels such as creating raised crosswalks. 

5. Installing mid-block crossings. Mid-block crossings should be used with discretion. However 

in many places within the community, signalized intersections are located at significant 

distances apart to help facilitate efficient automotive travel. In order to discourage unsafe 

pedestrian movements such as jaywalking, well designed mid-block crossings should be 

installed that include features such as pedestrian refuges, pedestrians signals, and lighting.  Illustration 4.2.8 

Mid-Block Crossings 

Mid-block crossings, where pedestrians aren’t protected by 

signalized intersections, should include safety features such 

as high visibility, minimizing exposure to automobiles, 

lighting, and pedestrian signals, such as this pedestrian 

refuge style crossing on 2700 West. 



 

Illustration 4.2.9 

Pedestrian Comfort and Safety 

Safe and comfortable sidewalks generally have three 

common elements: 

1. They are constructed at a width that will permit at least 

two pedestrians to walk side by side,  

2. They have buffers adjacent to the street like on-street 

parking and street trees, and 

3. They possess a sense of enclosure produced by 

adjacent buildings built near the sidewalks edge. 
Orenco Station,. Hillsboro, Oregon 

 

 

Sidewalk design and the sidewalks relationship to the adjacent road is also very important in 

terms of the safety and comfort of pedestrians. Integrated sidewalks (sidewalks located adjacent 

to the street curb without a sidewalk buffer) should not be constructed unless no other option is 

available. Buffers, such as on-street parking, street trees, and landscaped park strips, greatly 

enhance pedestrian comfort and safety and should be utilized whenever possible. Also, 

sidewalks less than five feet in width that make it difficult for two pedestrians to walk side by 

side without stepping off the sidewalk should be avoided, especially on busy streets, on transit 

corridors, or adjacent to or within commercial and mixed use districts.  

Also of importance, is the edge of the sidewalk opposite the street. Pedestrians desire a sense of 

enclosure and prefer sidewalks that have a level of verticality at the sidewalks edge. Jeff Speck, 

in his seminal book Walkable City, explains it like this: 

“...contrary to popular perception, people need to be spatially contained by walls of 

buildings. Most of us enjoy open spaces, long views, and the great outdoors. But we also 

enjoy—and need—a sense of enclosure to be comfortable as pedestrians. Evolutionary 

psychologists tell us how all animals seek two things: prospect and refuge. The first allows 

you to see your prey and predators. The second allows you to know that your flank is 

protected from attack.” 

This explains why walking next to a storefront is much more comfortable than walking next to a 

flat parking lot. Street edges that define and enclose space by pulling buildings to the sidewalk 

rather than being set behind parking lots create more desirable walking environments. The 

City’s architectural design standards should reinforce this sense of enclosure by requiring 

buildings, especially in pedestrian-oriented places, to be built at or near the street edge. (see 

Illustration 4.2.9) 



 

 

Trails  

Taylorsville is fortunate to have direct access to the centerpiece of the regional recreational trail 

system, the Jordan River Parkway. However, the City must not only commit to preserving open 

space as an amenity associated with the River, but also provide trail and open space connections 

to the Parkway and throughout the City.   

Although currently only minimal formal trail improvements have been implemented adjacent to 

the three canals located within the City, these corridors represent an outstanding opportunity 

for future trail development. By working with the applicable canal companies to improve trails 

along these waterways, Taylorsville can ensure the corridors provide a real quality of life benefit 

for its residents. Taylorsville should also look for opportunities for local linkages throughout the 

community connecting other locations such as neighborhoods, parks, recreation areas, and 

other community gathering places. Given the built out nature of the community, creating new 

pathways throughout the City will be challenging, but by creatively utilizing utility corridors, 

Mobility Objective 4.8: Develop and enhance an extensive, safe and functional pedestrian 
network as part of a complete mobility system.  

Strategies and Actions 

4.8-A: Work with UDOT to develop corridor and intersection designs that are compatible with 

the community, and improve pedestrian safety and capacity. 

4.8-B: Amend sidewalk and landscaping standards in commercial, mixed use, and high density 

residential areas to require appropriately sized sidewalks that incorporate landscaping 

through park strips, planters, tree wells, or other pedestrian designs.  

4.8-C: Amend sidewalk and landscaping standards for arterial and collector streets to require 

minimum six-foot park strips and six-foot sidewalks.  

4.8-D: Adopt street planting standards and establish programs and incentives for planting 

trees in park strips throughout the city. 

4.8-E: Avoid the development of integral sidewalks wherever possible. Instead seek to develop 

sidewalks that meet or exceed the City’s sidewalk standard. 

4.8-F: Prioritize pedestrian mobility and make walkability a foundational element for future 

development and redevelopment in Taylorsville. 

4.8-G: Require pedestrian linkages, as applicable, in all new development. 

4.8-H: Improve pedestrian access to schools, transit hubs, future BRT stations and existing bus 

stops. 

4.8-I: Leverage pedestrian improvements through UTA, WFRC, and Salt Lake County, State of 

Utah, and other funding programs. 

4.8-J: Emphasize pedestrian planning and design at new centers and TOD developments that 
provide for safe and convenient interconnections between mobility modes. 

4.8-K:  Continue to aggressively fill remaining gaps in the City’s network of sidewalks. 



 

  existing walkways in parks, sidewalks, and new trails, segments can be assembled to create 

amalgamated corridors providing connections to community sites. 

As new trail projects are realized, attention should be given to marketing, placemaking, and 

bringing a unique sense of place to the City’s trail system. Providing trail names, wayfinding 

signage, and utilizing the trail system to help educate residents and visitors on the City’s history, 

opportunities, and geography will help enhance the system and bring a higher level of 

appreciation to the community.  

Bicycle  

Developing a safe and comfortable bicycle network will be a fundamental accomplishment 

towards achieving the vision of Taylorsville as a multi-modal community. Although bicyclists can 

realistically cover long distances,  the practicality of cycling as a legitimate transportation option 

in Taylorsville will only be feasible with significant improvements to the bicycle network. 

Although the challenges associated with the City’s existing mobility network will make 

facilitating this form of transportation difficult, there is potential for multiple opportunities for 

Taylorsville cyclists to connect to existing and proposed regional bicycle paths. In addition to the 

existing paths on the Jordan River Parkway, a regional north south bicycle path is proposed 

Mobility Objective 4.10: Bring a unique sense of place and enhanced quality to the 
Taylorsville trails active transportation system. 

Strategies and Actions 

4.10-A: Work with the Taylorsville Historic Preservation Committee to name individual trails 

within the community based on local historic places, people, events, and/or 

geography. 

4.10-B: Develop a branding strategy that provides a visual identification to the City’s active 

transportation system. 

4.10-C: Develop a wayfinding signage strategy that provides direction, identification, and 

information to users of the Taylorsville active transportation network. The wayfinding 

system should provide information, where applicable, to nearby recreational 

programs, historic locations, and other educational information. 

4.10-D: Develop a marketing strategy for local residents to promote the local and regional 

active transportation network. 

4.10-E: Develop an urban design strategy for the active transportation network that addresses 
issues such as lighting, landscaping, signage, rest areas, and other furnishings 
(garbage cans, benches, etc.). 

4.10-F:  Implement best practices from the Blueprint Jordan River Plan to preserve and protect 

the Jordan River Parkway Trail system. 

4.10-G: Require trail linkages, as applicable, in all new development.    

4.10-H: Take advantage of State dedicated funds for regional active transportation funds. 



 

 generally aligned with 1300 West extending the entire length of the County, and an east-west 

off road trail proposed for the 3900 South/4100 South corridor extending from West Valley City 

to Holladay. Additionally, the proposed Taylorsville Expressway Trail will provide direct off-street 

access the largest activity node in the City - the Salt Lake Community College campus. 

Constructing these proposed bicycle routes in cooperation with surrounding communities will 

greatly enhance cycling as a legitimate form of transportation in the City. Providing local on-

street connections to these regional improvements will enable long distance commutes for a 

significant portion of the City.  Bicycle lanes and designated routes will become more utilized as 

the routes interconnect and form other routes.  

As bicycle routes are improved throughout the City, consideration should be given to the 

provision of bicycle amenities, such as parking, maintenance stations, wayfinding, and 

transitions from one route to another. Particular attention also needs to be given to street 

crossings where bicycle routes cross roadways without the protection of traditional 

intersections.  

 

Active Transportation Priority Projects  

Map 4.2.10 illustrates 11 active transportation priority projects. Priority projects were selected 

from the Active Communities Plan based on regional significance, public safety, projected usage, 

and connections to places of local and regional significance.  

Mobility Objective 4.11: Establish biking as a safe and feasible form of local and 
regional transportation within the city.  

Strategies and Actions 

4.11-A: Where practical, provide grade separations or barriers between automotive and 

bicycle facilities. 

4.11-B: Install bicycle racks at municipality owned facilities (where applicable).  

4.11-C: Include bicycle infrastructure as a required element for new commercial and mixed 
use development, including the provision of appropriate furnishings for bicycle 
parking. Set higher standards for developments adjacent to or within one-half mile 
of existing or future bicycle routes.  

4.11-D: Improve bicycle access to schools, transit hubs, future BRT stations, and existing bus 
stops. 

4.11-E: Leverage bike/pedestrian improvements through UTA, WFRC, and Salt Lake County, 

State of Utah, and other funding programs. 

4.11-F: Include bicycle infrastructure in the construction or reconstruction of all collector and 

arterials streets in the City. Include bicycle maintenance stations as possible and 

appropriate 



 

 

Map 4.2.10: Transportation Map - Active Transportation Priority Projects 



 

 

 

Trails and Paths  

1. Taylorsville Expressway Trail. The Taylorsville Expressway Trail will be a 1.8 mile 

pedestrian and bicycle separated pathway running adjacent to 4700 South and the Mid-

Valley Bus Rapid Transit system from the Jordan River Parkway west to the Salt Lake 

Community College Campus. The trail will feature rest areas and bicycle maintenance 

stations and be constructed as part the Mid-Valley BRT. Construction of the overall project 

is expected to begin in fall of 2023 and be complete by 2025. 

2. Utah and Salt Lake Canal. The Utah and Salt Lake Canal Trail is a proposed bicycle and 

pedestrian separated pathway that will run from approximately 2250 West 6200 South 

northwest to approximately 4700 South and 4015 West connecting to the existing trail in 

West Valley City that extends to 8400 West in Magna. Upon completion of this segment 

of the trail in Taylorsville, the overall improved trail will be approximately 9 miles long. 

Funding for this trial has been secured and is currently under design. 

3. 4100 South/3900 South Bicycle Trail. This regional protected bikeway will extend seven 

miles from 2700 West in Taylorsville/West Valley east-west to 2300 East in Holladay.  The 

project will be a multi-jurisdictional improvement that will include right-of-way in 

Taylorsville, West Valley, South Salt Lake, Millcreek, and Holladay. This corridor was 

selected as a primary east-west bicycle corridor in the central valley in the Mid-Valley 

Active Transportation Plan largely based on existing right-of-way, limited complications 

crossing I-15 and I-215, and it’s connectivity with several regionally significant 

transportation nodes, including the Mid-Valley Express BRT, and TRAX Red and Blue lines.  

4. 1300 West Bicycle Trail/North Jordan Canal Trail. The 2018 Salt Lake County West Side 

Bicycle Connectivity Study by the Utah Department of Transportation identified a 

preferred regional north-south bicycle route that potentially extends from the Davis 

County line in Salt Lake City to the Utah County line in Bluffdale. The preferred route was 

based on a ranking system that evaluated comfort, safety, directness, adjacent land uses, 

implementation costs, impacts, and access to surrounding uses and transit.  The preferred 

route utilizes a variety of different facility types (buffered bike lanes, shared use paths, on 

street bike lanes, etc.) and generally follows the 1300 West corridor. In Taylorsville the 

proposed route includes 1300 West with a slight deviation through Taylorsville Park at the 

1300 West disconnect between 4800 South and 4700 South. Based on limited right-of-

way and dangerous curves in multiple locations throughout the route, the Taylorsville 

General Plan recommends that the route through Taylorsville, primarily south of 4800 

South, utilize a new path on the North Jordan Canal. Additionally, at the intersection of 

this significant bicycle route, and the Taylorsville Expressway Trail on the north side of 

4700 South, it is recommended that the potential for a grade separated tunnel 

underneath 4700 South is investigated to allow safer passage. 



 

 5. 5400 South—Millrace Park to 1300 West Connection. This proposed improvement would 

provide a pedestrian and bicycle connection from Millrace Park and the Jordan River 

Parkway to the future proposed 1300 West Bike Trail and North Jordan Canal Trail.  This 

segment of 5400 has no existing sidewalk forcing pedestrians to either walk on the 

embankment adjacent to the road or on the paved shoulder of this regional arterial 

highway.  

6. Rocky Mountain Power Corridor Connection.  Proposed multi-use trail on the Rocky 

Mountain Power Corridor between 4700 South and 4800 South at approximately 950 

West could effectively connect the Mid-Valley BRT line, Taylorsville Expressway Trail, City 

Center Trail, Jordan River Parkway, and future potential active transportation routes in 

redeveloped areas adjacent to the BRT. An existing trail, parking lot, trail head, and  

pedestrian bridge are located on the power corridor south of 4800 South. 

7. State Campus Trail. The proposed State Campus Trail will parallel the proposed I-215 

frontage road north of 4700 South connecting the multiple state office facilities on 2700 

West to the 4700 South/2700 West redevelopment priority area. Providing connectivity 

between these two areas will create synergy between the major employment node with 

future residential, restaurant and other complementary uses at the proposed mixed use 

redevelopment site. 

8. City Center Trail. The City Center Trail will ultimately connect Gary C. Swensen Valley 

Regional Park to the Jordan River Parkway via Taylorsville City Center, Vista Park, the 4800 

South Redwood Road redevelopment priority area, Taylorsville Park, Rocky Mountain 

Power Corridor Trailhead, and Little Confluence Park. Various segments of the 

approximate four mile trail have been completed including two enhanced crosswalks on 

2700 West, walkways at Centennial Plaza, widened crossing under I-215, and a new trail 

from 5400 South to 2200 West (see Illustration 4.2.11). Although other improvements 

currently exist within the proposed corridor, many are insufficient for a high quality multi-

use trail, such as street crossings, sidewalk widths, etc. As shown in the Illustration, and 

described below, future segments to complete the trail include:  

Valley Regional Park to 2200 West segment: 

▪ City Center Peripheral Walkway. A peripheral sidewalk has been constructed at City 

Center along the north, west, and south sides of the property. The segment on the 

east side of the property has yet to be constructed. Completing this segment will 

provide several benefits, including proving a direct connection to the existing 

pedestrian gate at the northeast corner of City Center to 5400 South, a complete 

walking route around City Center for local residents and workers, and an alternative 

route for City Center trail users away from roads and other pedestrian traffic 

associated with events at Centennial Plaza. Illustration 4.2.11 

City Center Trail. 

City Center Trail 
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  ▪ City Center Bicycle Route. Taylorsville Boulevard and Centennial Way should be 

marked as shared roadway for bicyclists. To ensure the safety of bicyclists between 

Centennial Way and the I-215 undercrossing, a new buffered bike lane should be 

constructed through this segment. 

▪ 2200 West. The trail enters the 2200 West corridor at 5140 South; continuing 

northbound to Vista Park at approximately 5050 South. This segment of the trail 

should be upgraded to include widened sidewalks, on-street bike lanes, and an 

enhanced crossing at Whitaker Drive (5050 South). 

2200 West to Redwood Road segment: 

▪ Pedestrian Improvements: Given the limited right-of-way, low traffic speed, and the 

cost of new improvements, existing sidewalks are likely to be continued to be utilized 

for the trail on 1950 West. As the trail turns eastbound on 4815 South, however, a new 

right-of-way cross section should be considered. The current roadway is 

approximately 40’ in width which provides an opportunity for excessive automotive 

speed in a residential environment. Additionally, approximately two thirds of this 

segment between 1950 West and Redwood Road has no existing sidewalks. 

Constructing a new cross section on 4815 West would enable the establishment of 

more standard residential roadway while providing a much higher quality pedestrian 

environment. 

▪ Bicycle Improvements: Shared roadway markings and/or bike lanes should be painted 

on 1950 West and 4815 South. 

▪ 4800 South Redevelopment. The 4800 South/Redwood Road vicinity has been 

identified as a redevelopment priority area in the Taylorsville General Plan. Recent 

redevelopment studies of the area have recommended reconfiguring the road system 

west of Redwood Road to extend 4800 South farther west creating a four way 

intersection and more desirable corner locations (see Taylorsville General Plan 

Chapter 5—Economic Development). This new configuration would also provide an 

opportunity to design a safer and much more desirable street crossing at Redwood 

Road. If/when this area redevelops, consideration should be given to pedestrian and 

bicycle amenities, the extension of the City Center Trail, and accommodations for 

future transit on Redwood Road (see Illustration 4.2.12). 

Redwood Road to Jordan River Parkway segment: 

▪ Pedestrian Improvements: The majority of the 4800 South corridor includes the 

standard sidewalk configuration of five foot sidewalk and four foot parkstrip. In 

limited areas the sidewalk is in poor condition and several properties on the southside 

of the street lack any sidewalk improvements at all (approximately 525 linear feet). As 

a minimum improvement, all damaged sidewalk should be repaired and new sidewalk 

Illustration 4.2.12 

Proposed 4800 South Extension and City Center Trail 

Configuration. 



 

installed where it’s currently missing. As previously stated, a five foot sidewalk is 

generally considered inadequate for a local trail and should be a minimum of six feet 

with a more desirable standard of eight feet. The cost of widening sidewalks on 4800 

South may be prohibitive, but the existing asphalt roadway is relatively wide  at 

55’ (10’ shoulder, 12’ travel lanes, and 11’ turn lane), and could potentially be 

reconfigured for an improved trail standard. 

▪ Bicycle Improvements: Bike lanes or buffered bike lanes should be installed on 4800 

South in both eastern and western directions from Redwood Road to the City’s 

eastern boundary.  

9. 4015 West—Southridge Park to Utah and Salt Lake Canal Trail. This proposed trail  

improvement would run parallel to 4015 West between the existing sidewalk and curb 

connecting Southridge Park in Taylorsville to the Utah and Salt Lake Canal Trail and 

Welker Park in West Valley.   

10. Salt Lake Community College Trail. The Salt Lake Community College Trail is an extension 

of the North Jordan Canal north of Conifer Way crossing Redwood Road at Bruin Blvd and 

extending along the north side of the SLCC campus.   

Grade Separated Tunnel 

11. 4700 South/1300 West Bicycle Trail/North Jordan Canal Trail Grade Separated Tunnel. 

The proposed Taylorsville Expressway multi-use path, 1300 West bicycle path, and North 

Jordan Canal multi-use trail all converge at the intersection of 4700 South and the North 

Jordan Canal. When constructed, all three of these regional trails are expected to carry 

large numbers of pedestrians and bicyclists. The nearest signalized crossing to this 

location is at the congested and very wide intersection at Redwood Road and 4700 South. 

Creating a grade separated tunnel under 4700 South adjacent to the canal would allow 

safe crossing for all three routes greatly enhancing north-south connectivity and public 

safety. 

Urban Design 

Transportation Facility Design Considerations 

Looking at road design from strictly a functional or utilitarian perspective neglects an 

opportunity to make a positive visual statement about a city in it’s most prominent location—

the public realm. Transportation capital improvement projects generally represent some of the 

largest monetary investments by the public sector in the physical development of a City. As 

metropolitan Salt Lake continues it’s rapid growth, road projects and investments into the 

expanding regional transportation network will continue to have a heightened presence in the 

region. As a result, there is perhaps no greater way of bringing a higher level of aesthetic value 

to the City than by bringing high expectations of streetscape quality to road projects and other 

transportation improvements.  



 

Implementing a strategy to include such elements as street trees, parkstrip enhancements, street 

furnishings, and decorative street lights will contribute significantly to the overall appearance of 

a transportation corridor. When considered from the perspective of the overall budget, such 

aesthetic improvements generally make up only a small percentage of the project. 

Context Sensitive Design 

Once the transportation functions of a street are understood, it is also important to calibrate the 

design to the surrounding community. This is called Context Sensitive Design. The theory of 

Context Sensitive Design is that transportation facilities should be designed in harmony with 

their surroundings and that the street design addresses the environment and enhances the place 

in which it is intended to serve. Transportation Context Sensitive Design principles consider 

environmental issues and take into account the purposes and needs of a project in balance with 

other goals of the area in which the transportation improvement is located. Context Sensitive 

Design provides opportunities for a range of professional disciplines outside of engineering to 

provide advice and input on transportation and facilities projects. This “team approach” helps 

meet transportation safety and mobility goals while advancing other goals of the community.  

Mobility Objective 4.12: Bring a higher level of aesthetic quality to Taylorsville’s roads 
and rights-of-way to improve the visual image of the community.  

Strategies and Actions 

4.12-A: Develop new streetscape standards for arterial and collector streets, including 

landscaping/street trees, embedded art, medians, lighting, street furnishings, fencing 

and utilities.  

4.12-B: Review the City’s architectural design standards to better address building orientation, 

landscaping, and appropriate building setbacks.  

4.12-C: Provide higher levels of landscape design and maintenance for City streetscapes and 

gateway locations. 

4.12-D:  Create a street lighting plan. 

4.12-E:  Seek grants and other funding to bury (or relocate if appropriate) overhead utility lines 

on major transportation corridors. 

4.12-F:  Require the burying of new overhead powerlines associated with new roadway 

development. 

4.12-G: Work with roadway and infrastructure designers on the placement of utility pedestals 

to minimize impact on adjacent properties and streetscape quality. 

4.12-H: Establish a utility box cover program to enhance the appearance of utility pedestals 

adjacent to automotive transportation corridors. 

4.12-I: Establish a Context Sensitive Design policy for future capital projects that places scenic, 
environmental, historic, and other community values on an equal basis with mobility 
and economics.. 


