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1.  Introduction

South Salt Lake (SSL) is conveniently located in the center of Salt Lake County and has many transportation options 
including the confluence of I-15 and I-80, three TRAX light rail stations, the Sugarhouse Streetcar, trails, roads, and a 
network of on-street bike lanes. Over the past several years, SSL has made great strides in implementing transportation 
improvements within the community. To continue developing a transportation system that can sustain the long-term 
needs of SSL, the city needs to develop a strategy to guide mobility investments within the community.

This SSL Strategic Mobility Plan is a citywide plan to that provides goals and strategies focused on making it easier for 
residents and visitors to travel to, through, and from the city. The plan guides transportation policies and investments 
for the next 10 years and provides a framework of catalytic projects to jumpstart mobility investments. This integrated, 
multimodal strategy will help the city approach mobility investments in a balanced manner that will improve the 
community and increase travel options.

Redefining Mobility for SSL 
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How to use this plan
This plan outlines a comprehensive framework for meeting 
the transportation needs of the SSL community. It defines 
a guiding vision for transportation and identifies goals 
and policies that will facilitate decision-making related to 
transportation infrastructure within the community. The 
framework will guide the community towards a balanced 
and efficient transportation system that can support 
economic vitality and sustain a high quality of life.

This plan offers policies and strategies for the community’s 
roadway, bicycle, pedestrian, transit, and freight networks 
for the next 10-years to address transportation needs. This 
plan provides guidance on infrastructure improvements 
and will inform strategy for securing grant funding for 
transportation projects.

This plan should be used in conjunction with other planning 
documents that are applicable to the SSL community, 
including the city’s general plan, the regional transportation 
plan, and transit plans, to holistically meets the needs of 
residents and visitors.

The plan is comprised of two main elements:

• Goals: Each section contains guiding goals that define what it would look like for a specific component of the 
transportation network to move towards the community’s vision for transportation. The goals describe what 
the community hopes to achieve with each component of the transportation system over the next 10-years. By 
achieving all the goals defined in the plan, the community should achieve its vision for transportation.

• Policies: With each goal, policies describe specific strategies the community can use to achieve the goal. These 
policies are actionable strategies that are intended to guide decision making.
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This guiding vision sets the direction for transportation improvements in the SSL community. It is a critical part of 
the planning process as it describes what the community wants their transportation system to look like in the next 
10-years. It identifies community priorities  and ultimately guides the rest of the planning process.

The project team collaborated closely with project stakeholders to develop the vision for the plan. This was done 
by developing an advisory committee consisting of key stakeholders that represent the interests of the community. 
Throughout the planning process, the advisory committee has provided input and guided the development of the 
plan. A public meeting was also held to give members of the community an opportunity to express what they would 
like to see happen with their transportation system over the next 10-years. The input from the advisory committee 
and the public helped to form the vision statement of the plan. 

This vision puts SSL on track to create a safe, equitable transportation system that supports the economy, the health 
of the residents, and the quality of life within the area. 

Plan Vision Statement 

Median Age

Multimodal infrastructure improvements can create dedicated space for everyone. 

Provide an integrated mobility system that is safe, accessible and inclusive 
for all and promotes a thriving economy, supports healthy communities 

and enhances quality of life. 
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General Plan (2009)
In 2009, the city adopted a General Plan to guide the 
growth, development, health, general welfare and 
safety of the city. Through the course of this planning 
process the city council and planning commission 
set goals and objectives for seven planning elements. 
These elements were community values, land use, 
transportation, economic sustainability, parks and 
recreation, community facilities, and housing. The 
transportation chapter of this plan contains a robust 
discussion of 2009 existing conditions, historical 
growth patterns  and  the  path  forward  the  city 

Relationship to Other Plans

 
aspired to follow with regards to the transportation system. 
While many of these figures and traffic counts are now 
outdated, the four goals that were established during 
this planning process for the transportation network are 
still applicable today. These four goals are listed below 
and were accompanied by objectives and policies in 
the full-length report. Over 10 years later provided an 
opportunity for reflection as many of the future transit, 
bicycle and pedestrian facilities that were proposed in 
2009 in this plan have now been constructed.

• Goal 1: Maximize efficiency of existing roadways in South Salt Lake.

• Goal 2: Ensure that vehicles travel at safe speeds through residential neighborhoods. 

• Goal 3: Develop walking and bicycling as mode choices for residents of all abilities, ages, and income levels.

• Goal 4: Enhance the transit options available to South Salt Lake residents.

Downtown Master Plan (2015)
In 2015 an ambitious vision for downtown SSL was created in the  Downtown Masterplan . Creating a downtown 
center where people want to be, that can serve as a gathering place, and, most importantly  to this plan, is centered 
around quality multimodal transportation options is key to supporting growth that will not be hindered by congestion 
and delays. Creating a city center – and other community centers will re-structure the city around people and around 
quality transportation options which allow all residents to have neighborhoods where they can prosper.

In addition to the downtown core the plan lays out citywide goals for streets and public spaces including:.

• Build safe, walkable neighborhoods.

• Build complete streets that serve cars, transit, bikes and pedestrians. 

• Create memorable corridors through the city. 

• Create gateways that improve the city’s image. 

• Break down blocks with roads and pedestrian ways for additional frontage and redevelopment opportunities. 

• Support all transportation modes to make urban living more affordable and convenient. 

• Maximize transit use and access and build new ridership. 

• Design streets to also control stormwater, use trees to shade pavement and cleanse air, and increase walking.

An initial process in the development of this Strategic Mobility plan was to understand the planning work and mobility 
recommendations completed in previous SSL or partner efforts. This section outlines which plans were reviewed and 
influenced the development of this plan.

Dennis Pay
Rework sentence.
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Additional plans reviewed and incorporated into this plan include:

Kids ride the Jordan River Parkway Trail

Parks, Open Space, Trails, and Community Centers Master Plan (2015)
The Parks, Open Space, Trails and Community Centers Masterplan identifies the importance of trails, park space and 
community centers for promoting health and community vibrancy as well as a transportation asset. The plan sets a 
goal that all residents will live within ¼ mile of a public park, 1 mile of open space, ¼ mile of a trail and within ½ mile 
of a bike route. The five main goals to bring more accessible and usable park space to the residents of SSL include:

• Goal 1. Expand parks to meet population growth by adding them into new development area. 

• Goal 2. Build parks in areas that do not a park within 1/4 mile to fill gaps in service. 

• Goal 3. Expand the overall quantity of parks to reach a higher level of service per capita. 

• Goal 4. Add amenities to existing facilities. 

• Goal 5. Improve the quality and function of facilities.

• Mill Creek Trail Feasibility Study (2009)

• South Salt Lake Small Area Plan (2009)

• City of South Salt Lake General Plan (2009)

• WFRC Utah Travel Study (2013)

• East Streetcar Master Plan (2014)

• Parks, Open Space, Trails and Community Centers 
Master Plan (2015)

• Downtown South Salt Lake Master Plan (2015)

• Granite Area/Riverfront Sidewalk Master Plan (2016)

• Utah Street Connectivity Guide (2017)

• Life on State Implementation Plan (2018)

• WFRC access to opportunities (2019)
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2.  State of the System

Demographics
 
SSL is home to 24,860 residents. The median age of residents is 31 which is 7 years younger than Salt Lake County 
and the state of Utah. SSL residents are more racially diverse than the county and state, and this rich heritage can 
be celebrated and built upon as the city grows into the future. The median household income in SSL is $42,749 – this 
is below that of the county and state where median incomes both hover around $71,000. The poverty rate in SSL is 
21.8% compared to roughly 10% in the Salt Lake County and Utah. The employment rate, however, is on par with the 
other two   regions.

Who we are  
SSL was created in September of 1938 by an official 
resolution passed by Salt Lake County. In the 82 years 
that have followed, the city has grown to be an integral 
part of the fabric of the Salt Lake City metropolitan area. 
The city  is driven by three promises that represent the 
highest hopes for the SSL residents. Transportation and 
mobility play a key part in each of these three promises. 

Source: U.S. Census Bureau, 2013-2017 American Community Survey 5-Year Estimates

Median Age

26% of 
the population 

is foreign born

74% of the 
population 
is native

Native and Foreign Born Residents

Native and Foreign Born Residents

The three promises are:

1. Every child has the opportunity to attend and to 
graduate from college

2. Every resident has a safe, clean home and neigh-
borhood

3. Everyone has the opportunity to be healthy and to 
prosper

SSL is part of a larger urban/suburban fabric, and regional collaboration is vital to improving connectivity
with this larger urban  region.

Map data ©2020 1 mi

South Salt Lake
Utah

Directions Save Nearby Send to your 
phone

Share

Photos

South Salt Lake

Page 1 of 2South Salt Lake - Google Maps

4/2/2020https://www.google.com/maps/place/South+Salt+Lake,+UT/@40.6958574,-111.9132754,1...

City of South Salt Lake regional context (place holder map)
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Economics and Employment 
There are 34,111 jobs in SSL that are primarily clustered in a north-south corridor between I-15 on the west side and 
State Street on the east side. Half of the jobs in the city are manufacturing, retail and wholesale trade, and construction.

15

1
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Each day, 33,127 workers travel to SSL from other areas with the region to work, 11,027 SSL residents leave the city 
for jobs in other locations, and a little less than 1,000 employees live and work in SSL.
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Commute Flow and Outflow

The other 11,027 workers who live in SSL and do not commute internally leave the city and head to various destinations.  
The predominant pattern of this movement is north-south. The majority     of commuters are heading to Salt Lake City 
to the north and  various cities to the south.
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Distance and Direction to work for 
SSL workers living outside of SSL

Commute Modes 
Seventy-three percent of these commuters  use single-occupant vehicles which is on par with the county and state. 
Only 18% of commute trips do not take place in some form of car, truck, or van. As SSL continues to grow, it will be 
important to leverage access to transit corridors. Increasing the attractiveness of multimodal transportation will be 
vital to the continued growth of the city while keeping the three promises made to the residents in mind.

73%
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Commute Modes in South Salt Lake City 
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Existing Transportation Network
Unique aspects of SSL’s transportation networks include its industrial hub and significant rail infrastructure; access to 
three freeways; numerous transit options including TRAX, S-Line, and fixed-route bus; great north/south connectivity; 
and access to the Jordan River Trail. The magnitude of multimodal access to SSL and its close proximity to Salt Lake 
City are advantages that can promote mixed-use development, transit-oriented development (TOD), and all types of 
commercial development. Some of what makes SSL’s existing transportation system efficient — such as I-15, heavy 
rail and transit, and the Jordan River —also creates barriers, particularly for east/west connectivity. Understanding the 
existing network helps find the starting point for identifying new access and connectivity to meet SSL’s transportation 
vision. The existing transit network, bike and trails network, and freight network are shown on the following pages. 
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Existing Transit Network
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Existing Bike and Trails Network

15

1

 

 

  

¯0 0.5 10.25 Miles

City on the Move Mobility Plan
Trails Network

500 E SLC Bike Lane

Schools

Parks and Open Space 
TRAX and Streetcar

Existing TRAX/Streetcar Station

Existing Trail
Existing Bike Lane

2100 S

2700 S

3300 S

900 W

500 W

State Street

500  E

3900 S700 W

300 W

W
 Tem

ple

M
ain St.

300 E
15

80

15

700  E

WVC Trail

300 W

M
ain St.

Parley’s Trail 

300 E

500  E

N

1mile

Millcreek Trail 

J
o

rd
an

 R
iv

er
 P

ar
k

w
ay

 
Tr

ai
l 

Salt Lake City 

West Valley
City

Millcreek

Meadowbrook Trail 

Legend

W
 Tem

ple



1 8  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

Existing Freight Network
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3.  Mobility Networks
Effective transportation systems integrate infrastructure that meets the needs of several 
different modes while supporting the rest of the built environment. Guided by the plan’s vision, 
this section lays out goals and policies that will serve as the framework for transportation-related 
decisions within the city. This section covers all facets of transportation and is broken into the 
following sub-sections:

Safety: Programs and infrastructure considerations that can reduce crashes 

serious injuries, and death. 

Access and Demand: Strategies for land use, programmatically managing 

traffic, and parking. 

Physical Mobility Network Enhancement: Strategies to effec-

tively build a balanced, multimodal transportation network. 

Health and Environment: Transportation considerations related to 

public health and minimizing impacts to the environment. 

Community Focused: Strategies to create an equitable, affordable and 

accessible community.

The goals and policies in this section are intended to help SSL build an inclusive transportation system that 
meets the long-term needs of the community.

A

B

C

D

E
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SAFETY 
A
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A safe transportation network is foundational to creating a human-centric city where everyone has
safe and convenient access to employment, educational, recreational and social opportunities.

Safety

Goal A1.1
Prioritize the protection of human life over all else in the planning, design, and 
operation of SSL’s transportation network

A1  Safety

Policies
A1.1.1 Formulate a Vision Zero policy to work towards lower speeds and safer bike and 

pedestrian facilities. 

A1.1.2 Educate city staff on Vision Zero principles and policies and promote a safety culture

Clearly marked crosswalks allow pedestrians and wheelchairs users to 
cross streets safely

Goal A1.2
Integrate safe design principles into the built environment
Policies
A1.2.1 Embrace technologies that make mobility safer

A1.2.2 Minimize potential conflicts between transportation network users

A1.2.3 Improve the visibility of all transportation users by pursuing lighting improvements, unobstructed 

sightlines, and clear pathway

Dennis Pay
Need to change the “over all else language”.

Dennis Pay
Why change text here?
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A1.1.1 Formulate a Vision Zero policy to work towards lower speeds 
and safer bike and pedestrian facilities. 
Vision Zero is a program that strives to eliminate all traffic 
fatalities and severe injuries, while increasing safe, healthy, 
equitable mobility for all. First implemented in Sweden in 
the 1990s, Vision Zero has been  successful across Europe 
and is now gaining momentum in major American   cities.
Conducting an evaluation of crash data density can help 
the city develop a High Injury Network (HIN) which shows 
corridors where high numbers of fatalities and severe 
injured have occurred. This can help to focus limited 
resources on the most problematic areas. Usually, a 
relatively small percentage of the street network accounts 
for a disproportionately higher portion of traffic deaths 
and serious injuries.  Identifying these areas will allow the 
city to make investments in areas that will be the most 
effective at improving safety within the community.

Vision Zero is a new philosophy for managing transportation, and may result in changes to how safety and 
transportation improvements are approached. As SSL considers establishing a Vision Zero program and adopting 
associated policies, city staff and city leaders will play a critical role in the success of the program. Education 
on the effectiveness of Vision Zero and the importance of a safety culture will be critical to success.

Goal A1.1 Prioritize the protection of human life over all else in the planning, 
design, and operation of SSL’s transportation network

A1.1.2 Educate city staff on Vision Zero principles and policies and 
promote a safety culture

Marked crosswalks for pedestrians and bus riders 

96%
Autos Only

1%
Bike Involved

3%
Ped Involved

Proportion of All Crashes, by Mode

61%
Autos Only

6%
Bike Involved

33%
Ped Involved

Proportion of All Serious 
Injury/Fatal Crashes, by Mode

Dennis Pay
Change language here.

Dennis Pay
What does that look like and why not do it here?
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On average, three people lose their lives on SSL streets each year, and nine people suffer severe injuries. This map 
shows crashes involving pedestrians and bicyclists  -  the  most vulnerable users of the transportation system. Crashes 
which included severe injuries or fatalities are highlighted in red.
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A1.2.1 Embrace technologies that make mobility safer
Transportation technologies are anticipated to change mobility habits and improve safety. Keeping an open and critical 
mind toward evaluation the and implementation of specific technologies will be important especially as the timeline 
and outcome of emerging technologies is   unknown.
As trends toward smart mobility are evolving, there is potential to increase safety, decrease congestion, reduce pollution, 
and enable autonomous driving. Specific areas of innovation that could increase safety include smart traffic signal 
control technologies, standards for micromobility, curbside management standards for ridehailing, automated vehicle 
safety    , detection of bicycles and pedestrians at crossings, and traffic management center systems improvements.

A1.2.2 Minimize potential conflicts between transportation network users 
Crashes can be prevented through street design that clearly communicates priorities and provides structure for safe, 
predictable behavior for all users. A good multimodal network can encourage safe behaviors that prevent crashes 
before they occur. Evaluating speed limits on different roadway types, providing dedicated space for each mode, and 
providing adequately spaced crossings for pedestrians so they are not forced to cross mid-block to reach destinations 
are all methods of design that can be used to minimize potential conflicts between users. Focusing these efforts at 
high crash locations can have a big impact on increasing  safety.

Goal A1.2 Integrate safe design principles into the built environment.

A1.2.3 Improve the visibility of all transportation users by pursuing 
lighting improvements, unobstructed sightlines, and clear pathways
If people can be seen and see other road users while using the transportation network, they will be safer. Lighting 
and sightlines are two of the main factors that contribute to improved visibility on streets.  Twenty-five percent of 
the crashes in SSL occurred at a night or during dark conditions. Improving lighting at high crash locations would 
increase visibility and can prevent future crashes. Planning and designing streets and intersections to have clear and 
unobstructed sightlines  improves visibility as well. Design solutions such as bulb outs can help to improve visibility 
of vulnerable users and also decrease crossing distances.
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B
ACCESS AND DEMAND 
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This section addresses land use, parking and curbside management, and transportation demand management (TDM). 
As SSL continues to grow, it is important to set a framework for creating a transportation system that can support 
future economic development. While growth and economic development offers a lot of benefits, it also comes with 
increased traffic and a greater demand for parking. To balance these impacts, the section provides goals and policies 
for growth and dealing with increased demand on the transportation network.

A safe transportation network is foundational to creating a human-centric city where everyone has
safe and convenient access to employment, educational, recreational and social opportunities.

Access and Demand

Managing demand is about providing travelers with travel choices to improve travel reliability. TRAX station shown. 
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Goal B1.1
Encourage efficient land use and infrastructure  improvements to increase walking, 
biking and transit usage

B1  Land Use

Policies
B1.1.1  Create connected places with a mix of land uses and densities that encourage travel choices 

B1.1.2  Promote first/last mile walk and bike strategies 

B1.1.3  Improve crossings on major arterials such as State Street 

B1.1.4  Enhance wayfinding on bicycle routes to major destinations

Goal B1.2
Encourage employment and housing density near transit stations and transit rich 
corridors

B1.2.1 Offer incentives for employers to locate near public transportation

B1.2.2 Mandate that with new development or redevelopment there should be contribution to a safe 

transportation network through site design and access management

Policies

Land use plays an important role in creating an efficient, multimodal transportation system. Land use influences where 
people live, where they work, where they go for essential items and services, and where they go for entertainment and 
recreation. Because land use has such a strong influence over creating a community that can support several different 
modes of transportation, it is critical to consider the land use patterns of the SSL community and understand where 
growth is anticipated to effectively integrate multimodal transportation.
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Goal B1.3
Align the impacts of private development with transportation infrastructure and 
promote development that creates walkable, transit-friendly communities

B1.3.1 Connect new development with safe transit, sidewalk, bicycle, and trail connections to 

offset vehicular demand generated by development

B1.3.2 Make streets great places with welcoming public spaces and ground floor uses

B1.3.3 Plan and promote transit supportive densities along transit

B1.3.4 Prioritize redevelopment areas around transit oriented development

Policies

Goal B1.4
Reduce construction impacts to bike and pedestrian mobility

B1.4.1 Require developers to make provisions for pedestrian and bicycle access and detours 

during construction

Policy
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B1.1.1  Create connected places with a mix of land uses and densities 
that encourage travel choices 

Dense areas with a mix of land uses facilitates travel 
choices by minimizing the distance people need to travel 
to reach their destinations. Having a concentrated activity 
center makes it more convenient for people to walk and 
bike places because it connects people to the places 
they need to go without necessitating people to travel far 
distances. It is much easier to walk and bike as modes of 
transportation when destinations are closer together as 
opposed to land uses being spread out and separate from 
each other. Transit also benefits from dense, mixed-use land 
uses because it makes transit operations more efficient. 
Ultimately, dense areas with a mix of land use make it more 
feasible for people to utilize walking, bicycling, and transit 
as modes of transportation. 

Goal B1.1 Encourage efficient land use and infrastructure  improvements to 
increase walking, biking and transit usage

B1.1.2  Promote first/last mile walk and bike strategies 
For areas within the community with lower density land 
patterns, it can be more difficult for people to access 
transit. Transit works the best when it can connect dense 
activity centers and is typically less efficient in serving 
low density areas. Limited transit options in some of 
these low density areas can make it harder for people to 
access transit.  To increase transit access, the community 
can invest in first/last mile solutions which are designed 

to help people access transit by providing comfortable 
and convenient ways to complete the beginning and end 
of their trip. Examples of solutions the community could 
implement include investing in high-quality sidewalks and 
bike lanes to creating a more comfortable environment for 
walking and biking, implementing bike- and scooter-share 
programs and providing neighborhood circulator service.

Build residential options near transit and trails

Dennis Pay
Edit paragraph.
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“I can’t cross 
State Street 

safely”

B1.1.3   Improve crossings on major arterials such as State Street 

Some streets in SSL are more comfortable for bicyclists 
than others. These streets are typically roads that 
have lower speed limits and a lower volume of vehicles 
per day than major roadways. Streets that meet these 
characteristics may be designated as a bicycle route to 
let bicyclists know that this a safe route for them to take 
to reach their destinations. One factor in bicycle comfort 
is  intuitive navigation of a safe and comfortable route to 
destinations. Bicycle wayfinding signage shows bicyclists 
where major destinations in the community are and points 
to comfortable routes to reach them.

Land use patterns impact the block sizes within communities. 
Generally, smaller block sizes are more conducive to 
pedestrians and bicyclists because they provide more 
opportunities to cross the street. In areas with large 
block sizes, there are fewer crossings which may cause 
pedestrians to attempt to cross the street at illegal locations 
which presents safety concerns. To make SSSL more 

B1.1.4 Enhance wayfinding on bicycle routes to major destinations

pedestrian - and bicycle-friendly, opportunities to increase 
safe crossing opportunities on arterial roads should be 
explored. Pedestrian and bicycle crossings can range from 
a crosswalk to a signalized crossing. Typically, on arterial 
roadways, it is safest in install a signalized, pedestrian- 
activated crossing such as a Pedestrian Hybrid Beacon.
 

State Street  

- Resident of City of South Salt Lake

Dennis Pay
Good comment, but in the wrong section.

Dennis Pay
SSL
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B1.2.1  Offer incentives for employers to locate near public 
transportation

Goal B1.2 Encourage employment and housing density near transit 
stations and transit rich corridors

B1.2.2 Mandate that with new development or redevelopment there 
should be contribution to a safe transportation network through site 
design and access management
Private developers play a large role in building the 
community’s street network. As a result, it is important 
that all new developments and redevelopment projects 
incorporate safe transportation infrastructure into their site 
design. Most developments will be required to construct 
sidewalks as part of their plan. Depending on the scope 
of the development, the developer may be required to 

To create dense employment centers near public transportation, 
employers need to view the locations near the transit stations 
as an attractive place to do business. Many employers want 
to be located where they think their employees will want 
to work. As a result, it is important to educate employers 
about why being near transit makes them a desirable place 
to work for potential employees. For example, transit offers 
employees a less expensive transportation option to get 
to work compared to driving a car. In addition to educating 
employers on the benefits that transit can have for their 
employees, the city can offer incentives to employers 
to locate their businesses near transit. These incentive 
programs may include tax breaks and reduced parking 
requirements for their business.  

incorporate other types of transportation infrastructure 
into their design, including but not limited to roadway 
lanes, traffic signals, mid-block pedestrian crossings, ADA 
ramps, medians, and bicycle facilities. Developers should 
coordinate with the city to determine what infrastructure 
they will be required to construct and what standards they 
will need to comply with. 

Employers play an important role in creating the incentives and 
infrastructure to encourage employees to use sustainable transport.
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Private development plays an important role in creating a welcoming streetscape for pedestrians. While 
designing the site plan for their development, developers should consider placing parking towards the back of 
the building, having the ground floor be a retailor or restaurant use, and incorporating public art and amenities 
towards the streetscape. Incorporating these elements into a site plan will create a more inviting environment 
for pedestrians and contribute to the street’s character. 

Goal B1.3 Align the impacts of private development with transportation 
infrastructure and promote development that creates 
walkable, transit-friendly communities

B1.3.1  Connect new development with safe transit, sidewalk, bicycle, 
and trail connections to offset vehicular demand generated by 
development

Designing new developments with safe connections to 
transit, sidewalks, bicycle facilities, and trails can encourage 
more people to use alternative modes of transportation by 
making transit, walking, and biking more comfortable and 
convenient. Developer site plans should consider including 
seamless sidewalk connections to nearby transit stops 
and to the community’s sidewalk network. For bicyclists, 
developers can include bike racks and dedicated bicycle 
facilities that connect to nearby trails, bike lanes, and bike 
routes. Creating convenient connections to other modes 
of transportation can encourage the residents, employees, 
and/or customers of the new development to walk, bike, 
or take transit instead of driving a vehicle. As a result, the 
developer can minimize the additional traffic their new 
development will impose on the community.

B1.3.2 Make streets great places with welcoming public spaces and 
ground floor uses

Convenient and safe pedestrian and bicycle infrastructure lead 
to different mode choices.

Dennis Pay
Has this picture already been used?
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B1.3.3 Plan and promote transit supportive densities along transit
Transit is the most effective when it serves dense population and employment centers. To create activity centers 
that facilitate efficient transit service, dense developments near transit stations will increase the concentration 
of population and employment . SSL will consider incentive programs to promote developers to construct dense 
developments near transit, including offering a parking reduction for dense development that are constructed within 
a quarter-mile of a transit station.

B1.3.4 Prioritize redevelopment areas around transit 
oriented development
To promote transit-oriented communities, redevelopment 
sites near transit stations should be prioritized over other 
areas. Redeveloping land near transit stations can make 
areas close to transit more attractive for residents and 
employers by offering community attractions such as 
restaurants, parks, retail centers, and other desirable 
amenities. The community may provide incentives for 
redevelopment around transit by streamlining the site 
plan approval process, giving tax breaks, and offering 
parking reductions.

Increasing the level of density around transit service makes the service more viable

Dennis Pay
The goals in this section are good. The text explaining them is kind of weak. A lot “could do” type of discussion.
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Goal B1.4 Reduce construction impacts to bike and pedestrian mobility

B1.4.1 Require developers to make provisions for pedestrian and 
bicycle access and detours during construction
When private developers are constructing a new development, it is common for work to be conducted within the public 
right-of-way. The construction may impact bicyclists and pedestrians if the work includes closing a sidewalk or bike 
lane. It is important for developers to either maintain access for pedestrian and bicyclists on the existing facility or 
provide a detour. When providing a detour, it is important to ensure the temporary route will be safe for the bicyclists 
and pedestrians and maintain connectivity to the greater bicycle and pedestrian infrastructure network within the 
community.
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Goal B2.1
Manage parking to create more open parking spaces

B2.  Parking and Curb Management

Policies
B2.1.1 Alleviate congestion and opportunities for conflict by directing parking to strategic locations

B2.1.2  Incentivize shared parking [define, two different uses/times]

B2.1.3  Implement paid parking  

B2.1.4  Develop real-time information on space location and availability

B2.1.5  Increase the availability of managed on-street parking

B2.1.6  Add EV charging to most desirable locations to develop a citywide charging infrastructure network

Goal B2.2
Maximize existing parking supply before building new parking spaces

B2.2.1  Consider parking maximums to avoid overbuilding parking supply

B2.2.2  Emphasize and provide technical support to developers regarding removal of parking minimums

Policies

It is estimated that the average car is parked more than 90 percent of the time. As a result, parking is an essential 
component of the transportation system. However, providing parking has implications on land use within the city and 
can take away from the character of streetscapes if it is not implemented in a strategic way. Additionally, with the rise 
of Transportation Networking Companies (TNC) like Uber and Lyft and automated vehicles, curbspace that can be 
used for pick-up and drop-off is growing in importance within the transportation system. The complexities related 
to parking and the growing need for curbspace necessitates a comprehensive strategy to balance meeting current 
parking demands with preparing for the future. 

Goal B2.3
Maximize curb space usage

B2.3.1  Dynamic management of curb space

B2.3.2  Introduce flexible pick-up and drop off zones

Policies
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The location of parking can impact the safety and efficiency of SSL’s road network. For destinations that have a 
high-volume of people who need to park at the same time, there will be a lot of people who will need to turn into the 
parking facility. If the location of the parking lot is not strategically placed, the cars waiting to turn into the parking 
lot can cause traffic congestion to build up on the roads adjacent to the parking structure. The design and location 
of the parking facility may also introduce conflict points that can cause traffic accidents. Additionally, the location 
of parking can impact the character of the community depending on its placement. To minimize these concerns, the 
city can implement the following strategies to find appropriate locations of parking:

Goal B2.1 Manage parking to create more open parking spaces

B2.1.1 Alleviate congestion and opportunities for conflict by directing 
parking to strategic locations

Shared parking is a strategy where multiple developments 
and/or businesses can share one parking facility. Several 
land uses will only need parking for a portion of the day on 
specific days of the week. Offices, for example, typically need 
parking Monday through Friday from 8am-5pm. Outside of 
these hours, office parking lots tend to be relatively empty. 
Entertainment land uses like restaurants and movie theaters 
tend to be busier at nights and on weekends. As a result, 

if there is an office near a movie theater, it may be feasible 
for the two businesses to share the parking lot because 
the peak demand for parking for each of the businesses 
occurs when the other business does not have parking 
demand. Shared parking is an effective way to maximize the 
utilization of parking spaces while minimizing the amount 
of real estate is dedicated to parking. 

 B2.1.2 Incentivize shared parking

• Locate the entries and exits to parking facilities on 
roadways with lower volumes of traffic where applicable 

• Adjust parking policies to allow developers to locate 
parking off-site and/or bundle parking with other nearby 
developments

• Recommend developers locate parking lots behind 
buildings instead of in the front

• Incorporate turn-lanes at the entrance of parking 
facilities to minimize delay on roadways

• Minimize conflict points by creating intuitive circulation 
pattern throughout the parking facility

• Use access control measures to prevent people from 
making unsafe turns into and out of parking facilities



3 8  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

Providing real-time information on parking space and location availability can greatly streamline the process of finding 
a parking space for residents, employees, and visitors. There are several different ways to track and communicate 
real-time parking space availability. Some strategies may include:

• Using security cameras to monitor space availability

• Installing sensors that track space availability

• Creating an app that tell people where available spaces are located

• Posting dynamic signs in parking facilities that say how many spaces are available

To encourage carpooling, Solitude 
Mountain Resort began a simple paid 
parking structure:

• $20 for cars with 2 or less occupants

• $10 for cars with 3 occupants

• $5 for cars with 4 or more occupants

B2.1.3  Implement paid parking 

B2.1.4  Develop real-time information on space location and 
availability

Free, readily available parking can increase the demand of parking at destinations because it makes driving an easy and 
convenient option. As a result, people who may have taken transit or another mode of transportation to avoid having 
to find parking or pay for parking may choose to drive causing the demand for parking to increase. Implementing paid 
parking can make people reconsider how they choose to travel because it adds an extra expense to driving. People 
who do not want to pay for parking may take another mode of transportation which decreases the demand on parking 
and makes it easier for people who do choose to drive to find a parking spot.

Solitude implements paid parking to encourage carpooling. Source : Rick Egan, 
The Salt Lake City Tribune)
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“We need 
more green 
bikes and 

more electric 
car charging 

stations. ”

B2.1.5  Increase the availability of managed on-street parking
On-street parking can improve the comfort of the streetscape for pedestrians by providing a buffer between the 
sidewalk and the street. It is important to manage on-street parking demand and ensure street parked cars are parked 
where they are supposed to be. Strategies to manage on-street parking may include:

• Implement parking meters that require people to pay for the time they use the parking space to balance the 

B2.1.6  Add EV charging to most desirable locations to develop a 
citywide charging infrastructure network
Over the past several years, electric vehicles have become more popular. This trend is expected to continue creating 
the need to implement charging infrastructure across the city. The city can use the following strategies to increase 
the number of charging stations in SSL:

• Require developers to include EV charging stations when they construct parking facilities

• Partnering with companies such as ChargePoint and EVgo to install charging stations

• Work with local utility companies to ensure the city’s power grid can support the charging facilities  

demand for parking

• Clearly mark where on-street parking is allowed in order to prevent cars from 
parking in areas that may block driveways or bus stops

• Impose limitations for the amount of time a car can remain parked in a spots to 
allow spaces to turn over and allow other people to use the space

A family feed the parking meter in Salt Lake City .

- Resident of City of South Salt Lake
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B2.2.1  Consider parking maximums to avoid overbuilding parking supply
Historically, jurisdictions across the nation have implemented 
parking minimums as part of requirements for developers. 
However, over the past several years,  cities have reported 
issues with having too many underutilized parking spaces 
that are using valuable real estate. To prevent an oversupply 
of parking in SSL, the city can

implement a parking maximum standard that would limit 
the amount of new parking spaces constructed to only 
what is absolutely needed for the development. This 
would increase the utilization of each parking space by 
decreasing the overall supply of parking in the long-term.

Goal B2.2 Maximize existing parking supply before building new 

parking spaces

B2.2.2  Emphasize and provide technical support to developers 
regarding removal of parking minimums
Transitioning away from parking minimums will require coordination with the development community to ensure they 
understand the new requirements and the change in philosophy. The city can offer technical support to developers on 
the new parking policies to help them know what is expected from their site plans and other development documents. 
Some strategies that city could use to inform developers of the updated parking policies include:

• Creating a fact sheet about the new parking policies

• Having meetings with major developers in SSL to go over the new policies

• Provide contact information for staff members who can answer questions about the new policies
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B2.2.1  Consider parking maximums to avoid overbuilding parking supply

Goal B2.3 Maximize curb space usage

TNCs and automated vehicles need areas to pick up and 
drop off passengers. With limited curb space available, it 
is important for areas to be designated for picking up and 
dropping off passengers. To maximize the curb space, the 
city can allow flexible pick up and drop off areas that allow 
certain parts of the curb to be designated as a pick up and 
drop off zone for a specific event where a lot of people are 
anticipated to use TNCs. Events where flexible pick up and 
drop off zones may be applicable include sporting events 

and concerts. Flexible pick up and drop off zones can also 
be implemented on a reoccurring basis. For example, in 
entertainment districts that have a vibrant night life that 
specifically happens on the weekend, flexible pick up and 
drop off zones may be needed every weekend to serve 
the area. 

B2.3.2  Introduce flexible pick up and drop off zones

To balance pick-up/drop-off with transit vehicles, on-street 
parking, and deliveries, the city could implement a system 
that can dynamically manage curb space based on the 
needs and demands of certain users. Dynamic management 
would designate certain portions of the curb to certain 
uses depending on the time of the day and current needs 
for curb space. Managing curb space could include 

implementing signs that communicate that the curb is 
designated for a particular use during a certain time of 
the day. There are also emerging technologies that use 
sensors to change the use of the curb based on the 
real-time demand. Usually, the sensors are connected to 
dynamic sign and/or colored lights that let people know 
what the curb is currently designated for.

B2.3.1  Dynamic management of curb space
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Goal B3.1
Encourage people to make modal decisions other than single occupancy vehicles

B3.  Transportation Demand 
and Management Program

Policies
B3.1.1 Coordinate with WFRC, UDOT, and UTA on regional Demand Management  Strategies

B3.1.2  Promote transit, biking, and walking as an alternative to driving

B3.1.3  Promote employers to incentivize biking to work

B3.1.4  Implement citywide strategies to increase use of all transportation options and manage congestion

B3.1.5  Lead by example in offering, promoting, and implementing mobility options for City employees

Transportation Demand Management (TDM) is an approach 
to reducing traffic congestion by implementing strategies 
that encourage people to change their travel behaviors to 
reduce their impact on the transportation network. TDM 
solutions offer a low-cost alternative to capital capacity 
improvements by deploying strategies that encourage 
people to change their mode of transportation and/or shift 
the time that they choose to travel. Typically, TDM is used 
to address reoccurring, peak-hour congestion. 

Single-occupancy vehicles contribute the most to peak hour 
congestion compared to other modes of transportation 
because they use more space per person on the roadway 
than alternative modes. As a result, TDM strives to limit 
the number of single-occupancy vehicles to maximize 
the capacity of the roadway and reduce congestion. To 
accomplish this, the recommended TDM policies implement 
incentives for people to choose to take transit, bike, walk, 
or carpool as opposed to a single-occupant vehicle. The 
policies also consider the implementation of disincentives 
for using a single-occupancy vehicle, such as auto-related 
taxes and congestion pricing.
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In addition to encouraging a modal shift from single-occupancy vehicles, TDM strategies can also encourage people 
to travel during off peak periods. Shifting the time people are travelling from the peak-period to the off-peak period 
can have further benefits to congestion reduction by removing vehicles from   peak-periods.
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B3.1.1 Coordinate with WFRC, UDOT, and UTA on regional Demand 
Management  Strategies including:

Goal B3.1 Encourage people to make modal decisions other than single 

occupancy vehicles and encourage people to shift the times they 

travel to off-peak hours.

• Rideshare promotion: Ridesharing is a service where 
a passenger travels in a private vehicle driven by its 
owner, typically arranged by a smartphone app or 
website. Popular examples of ridesharing services 
include Uber and Lyft.  

• Carsharing promotion: Carsharing is a model of car 
rental that allows people to use vehicles for a short 
amount of time. Carsharing can be a good solution for 
people who do not own a car to have access to a personal 
vehicle when they need it. Promoting carsharing may 
encourage people to give up their personal vehicle 
and take other modes for most day-to-day trips and 
use carsharing when they need a vehicle. 

• Staggered and flexible work hours: Encouraging 
employers to allow employees to work flexible hours 
can allow employees to choose to make their commute 
to work during off-peak periods. As a result, staggered 
and flexible hours can alleviate congestion during 
peak-periods. 

• Telecommuting: Employers allowing employees to 
telecommute can eliminate their employee’s need to 
commute to work. By eliminating the commute, telecom-
muting reduces congestion during peak-periods.

• Growth planning: Working with agencies to strategi-
cally focus growth in certain areas can promote more 
walkable communities in the long-term. Promoting 
walkability makes it more feasible and convent to use 
alternative modes of transportation.

• Transit improvements: Transit improvements, such 
as adding amenities to stop and increasing frequency, 
can make it more comfortable and convenient to take 
transit. As a result, more people are willing to shift from 
their car to transit for their commutes.

• HOV lanes: HOV lanes are where an agency will designate 
an exclusive lane on a congested roadway to vehicles 
that are carrying two or more people. HOV lanes are 
typically only applicable during peak-periods but could 
be in effect all day. This strategy incentivizes people 
to carpool by allowing them to avoid the traffic in the 
general-purpose lanes. 

• Park and ride lots: Park and ride lots are parking lots 
that are adjacent to a transit center that give people 
a place to park their cars while they transfer to transit. 
Park and rides are an effective first mile/last mile solution 
for people who do not live close to a transit station but 
want to ride transit for the majority of their trip.

• Active transportation: Active transportation is forms 
of transportation that requires some level of physical 
activity, such as walking or biking. Creating a comfort-
able environment for these modes, including providing 
bike lanes, sidewalks, and landscaping, can encourage 
more people to choose to use active modes of trans-
portation.  

• Employer commute programs: Employer commute 
programs are where employers provide incentives to 
their employees to use alternative modes of transpor-
tation. The programs can take many different forms, 
but common strategies include employers providing a 
free or discounted transit pass to employees, offering 
a vanpool program, and having regular drawings where 
employees who use alternative modes of transporta-
tion can put their name in to win prizes. 
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• Congestion pricing: Congestion pricing charges 
motorists for using roads during peak-traffic hours. 
There are different ways of implementing congestion 
pricing. For example, on roads that are tolled, the price 
of using the road may be higher during peak-periods 
versus off-peak periods. Alternatively, users can be 
charged for driving in a specific area within the city 
during peak-hours. Congestion pricing encourages 
people to either use a different mode of transportation 
or change the time they choose to drive. 

• Parking management: Parking management charges 
motorists for parking their car. Parking management 
systems may include discounts or designate spaces 
for high-occupancy vehicles. Adding to the cost of 
driving can incentivize people to consider taking other 
modes of transportation. 

• Auto-related taxes/fees: Auto-related taxes and fees 
increase the cost of driving which can incentivize 
people to consider taking other modes of transporta-
tion. The revenue from the taxes/fees can be used to 
fund transportation improvements. 

Single-occupancy vehicles contribute to traffic congestion more than any mode. To effectively alleviate congestion, 
other modes of transportation, such as taking transit, walking, and biking, need to be comfortable and convenient. 
Strategies to make these modes attractive include:

B3.1.2  Promote transit, biking, and walking as an alternative to driving

                             
                            Transit

• Increase the frequency of transit service

• Enhance transit stations by providing passenger 
amenities

• Provide First Mile/Last Mile solutions, including 
enhancing active transportation infrastructure, bike 
shares, scooter shares, and ridesharing

• Improve travel time reliability through technology and 
infrastructure treatments

• Provide an ecoPass program

                     Walking

• Construct wide sidewalks

• Incorporate pedestrian amenities and landscaping 
into the streetscape

• Encourage human-scale buildings and developments

• Create walkable communities by encouraging a 
combination of commercial and residential land uses 
in a concentrated area

                               Biking

• Provide high-quality bicycle facilities, including protected 
bike lanes and off-road trails

• Incorporate bike parking at destinations
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B3.1.3  Promote carpooling 

Employers plan an important role in encouraging their employees to bike to work. By providing secure bike parking, 
lockers, and showers for employees, employers can make biking to work more convenient for employees. Additional 
incentives may include participating in Bike to Work Week programs and doing prize drawings for employees who 
choose to bike to work.

Carpooling is an effective way to maximize roadway capacity by moving more people in a single vehicle. There are 
several ways to promote carpooling. Some transit agencies or companies offer a van pooling program where multiple 
employees from the same company who live relatively in the same area can commute together in a van. Other examples 
of ways to promote carpooling may include HOV lanes and incentives offered by certain companies. 

B3.1.4  Promote employers to incentivize biking to work

B3.1.5  Implement citywide strategies to increase use of all 
transportation options and manage congestion
Improving multimodal infrastructure and strategically planning how cities grow is a crucial aspect of making walking, 
biking, and transit viable options for people. The city will strive to provide high-quality sidewalks, bike lanes, and transit 
amenities to improve the comfort of taking alternative modes of transportation. Additionally, implementing land use 
policies that encourage growth to occur in activity centers will promote walkability within the city. 

 Providing carpool only parking is a way to promote  carpooling Safe biking amenities encourges people to bike to work
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B4.  Shared Mobility
Shared mobility often has different meanings depending 
on context or understanding.  This plan refers to shared 
mobility as the use of transportation resources shared by 
multiple users either concurrently or sequentially. Shared 
mobility solutions can be categorized into:

1. Dockless or Docked Bike/Scooter Share 
Programs such as GREENbike

2. Carsharing programs such as Zipcar or Car2go

3. Ridesharing/Ridehailing such as Taxi’s, Uber 
and Lyft - Transportation Network Companies 
(TNCs)

4. Public Transportation

5. Microtransit/Shuttles

Some of these technologies have been around for a while and 
some are emerging. They offer a lower impact, affordable, 
and fun way for people to get around SSL. Policies that 
encourage responsible development of shared mobility 
networks and encourage collaboration will help to shape 
overall mobility options available in SSL.  

Zipcar application allows members to search for and reserve 
cars and vans in their neighborhood.

Dockless electric scooters offer an fun and affordable way to 
get around
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Goal B4.1
Encourage expanded shared mobility solutions 
Policies
B4.1.1  Prioritize innovation through pilots and experimentation, as well as design, regulatory, and 

policy initiatives  

B4.1.2 Improve curb management strategies to include access for shared mobility options

B4.1.3 Allow and encourage micro mobility solutions that supports non-driving modes

B4.1.4 Increase GREENbike and dockless bike share locations by developing partnerships with local 

businesses

B4.1.5 Create parking minimum/zoning incentives for employers providing shuttles to transit

B4.1.6 Include Shared Mobility provisions into the building and land use codes 

B4.1.7 Support creation of mobility hubs

Goal B4.2
Provide equitable shared mobility options in high need areas 
Policies
B4.2.1  Focus Shared Mobility Pilot Programs on areas underserved by existing transit options

B4.2.2  Implement Shared Mobility in low and moderate income neighborhoods

B4.2.3  Evaluate demographics of shared mobility provider data to ensure shared mobility benefits are 

accessible in an equitable way
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Goal B4.1 Encourage expanded shared mobility

A variety of transportation uses all complete for curb space in urban environments. Shared mobility solutions are not 
different. Dockless bike and scooter providers struggle to find designated sidewalk space and carshare providers 
can struggle to find on street locations for their vehicles to be parked. Curb management strategies should account 
for existing shared mobility options and be flexible enough to account for future mobility changes.

B4.1.1  Prioritize innovation through pilots and experimentation, as 
well as design, regulatory, and policy initiatives 

B4.1.2 Improve curb management strategies to include access for 
shared mobility options 

Shared mobility is evolving and no one company or location has it completely figured out. New solutions should be 
explored through pilot programs to allow for a regulated and sanctioned evaluation of the effectiveness of particular 
solutions.
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“I like the 
extra effort 
being given 
by the city to 

mobility!”

B4.1.3  Allow and encourage micro mobility that supports 
non-driving modes
Micro mobility refers to short distance transport and 
may offer a solution to some of the problems with urban. 
Compared with other transportation options, it offers 
lower operations costs, fast times, and low emissions. 
Scooters and ebikes especially are changing the way 
people move around cities. Salt Lake City has been creating 

an ordinance based on public comments, lessons learned, 
and best practices from around the country. Regional 
partnership on these lessons learned will help SSL allow 
and encourage micro mobility in a way that is consistent 
with neighboring jurisdictions such as Salt Lake City.

- Resident of City of South Salt Lake
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B4.1.4  Increase GREENbike and dockless bike share locations by 
developing partnerships with local businesses 

B4.1.5  Create parking minimum/zoning incentives for employers 
providing shuttles to transit

Bike-share such as GREENbike and scooter-share programs 
have gained popularity in recent years. Dockless programs 
are a form these programs where the bike or scooter do 
not need to be brought back to a specific location but 
rather can be left around the community by users. While 
the dockless programs provide flexibility, the ability for 

people to leave the scooters and bikes anywhere they 
want can create problems if people choose to leave them 
in areas where they may cause a hazard. To minimize these 
issues, the city should implement more designated parking 
areas for dockless bikes and scooters to ensure they are 
out of the way for other users and do not cause hazards.

Employers that provide a shuttle to transit are providing ways for their employees to commute without using personal 
vehicles. As such, various incentives should be offered to companies that are successfully changing the commuting 
habits of their employees. Potential benefits to offer employers could be decreased parking requirements or zoning 
incentives.

Designated parking and pick-up zones can promote responsible riding and parking, improving safety for everyone.
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B4.1.6  Include Shared Mobility provisions into the building and land 
use codes 
To make shared mobility successful, the city should evaluate how shared mobility relates to building and land use 
policies. Shared mobility offers a way for people to use a bike, scooter, or car without having to own it. As a result, 
shared mobility can provide a viable option for people to use different modes of transportation to reduce vehicle use 
and parking needs. This change influences land use as people are more likely to use shared bikes and scooters in 
dense activity centers than they are in low-density areas. The context of the land use in the area should be considered 
to determine where shared mobility would be the most appropriate. 

B4.1.7  Support creation of mobility hubs 
Mobility hubs optimize connectivity by bringing together the options to walk, bike, take transit, and access shared 
mobility. The hubs integrate a suite of mobility services, amenities, and supporting technologies to better connect 
high-frequency transit to an individual’s origin and destination. Mobility hubs are intended to help people get to and 
from transit by providing a variety of options to access the transit stop. SSL should create mobility hubs to make 
transit more accessible for the community. Creating a mobility hub may include enhancing the bicycle and pedestrian 
infrastructure around transit stops, creating amenities for pedestrians, supporting mobility sharing programs in the 
area, and implementing technology improvements.

Mobility hubs in Minneapolis provide convenient, low or no carbon transportation options.  Source: MInneapolis Public Works .
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Goal B4.2 Provide equitable shared mobility options in high need areas

B4.2.1  Focus Shared Mobility Pilot Programs on areas underserved 
by existing transit options
When considering a new shared mobility pilot program location, weight should be given to areas of SSL that are 
underserved by existing transit options as people who live and work in those areas do not have as many existing 
transportation options available to them.

B4.2.2  Implement Shared Mobility in low and moderate income 
neighborhoods

Low and moderate income communities often have limited 
transportation options available and stand to benefit the 
most from implementation of shared mobility improvements. 
Much of the growth in shared mobility services has not 
reached these disadvantaged communities, and shared 
mobility can be especially valuable for those that do not 
have access to a vehicle or other transportation options.

B4.2.3  Evaluate demographics of shared mobility provider data to 
ensure shared mobility benefits are accessible in an equitable way
To make shared mobility successful, the city should 
evaluate how shared mobility relates to TDM and Land Use 
policies. Share mobility offers a way for people to use a 
bike, scooter, or car without having to own it. As a result, 
shared mobility can provide a viable option for people to 
use different modes of transportation which support TDM 
practices. Shared mobility also influences land use. People 
are more likely to use shared bikes and scooters in dense 
activity centers than they are in low-density areas. The city 
should consider the context of the land use in the area 
to determine where shared mobility would be the most 
appropriate in the community. 

For shared mobility solutions that are in place, evaluating 
the usage and impact on transportation choices can help 
to inform future mobility investments. A key data item 
that should be included in that analysis is an evaluation of 
demographics to evaluate if shared mobility is benefiting 
SSL in an equitable way.

Source: https://www.sharedmobility.news/planning-shared-
mobility-conference-new-york/
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A safe transportation network is foundational to creating a human-centric city where everyone has
safe and convenient access to employment, educational, recreational and social opportunities.

Physical Mobility & Network Enhancements

To continue to improve the transportation network in SSL, it is important to develop strategies for improving the 
transportation network. Physical infrastructure improvements and enhancements fill in gaps within the transportation 
network and ensure the infrastructure in the community is well-maintained and will meet the community’s long-term 
needs. This section discusses strategies for improving connectivity within the city and enhancing the overall 
transportation system.

TRAX station - image is a placeholder 
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C2.  Roadway and Sidewalks
Building a complete streets network that consists of 
multiple context-appropriate multimodal transportation 
networks is a key part of regenerative urban form. Streets 
should be designed with every end user in mind, not just 
vehicles. Priority should be given to active transportation 
methods as they are the most sustainable and support the 
densest populations.
 By implementing 11 key policies, SSL can create a better 
built environment. Our streets can be revitalized into places 
that will be used by the populace for years to come. With 

landscaping that is productive and sheltering, bike lanes 
and pedestrian paths that calm traffic and beautify the 
city, and appropriate technology that creates new jobs 
and keeps the city safe and up-to-date, the community 
can support a robust, multimodal transportation network. 
Each improvement made to the city should integrate with 
other improvements. Like an ecosystem, nothing serves 
just a single purpose. Instead, the components work 
symbiotically to improve the city.

Goal C1.1
Build a complete streets network consisting of context appropriate layered multimodal  
transportation networks
Policies
C1.1.1  Follow Complete Streets Policy 

C1.1.2  Implement Road Diets on Roads with Excess Capacity 

C1.1.3  Improve Signal Timing Systems and Update Regularly 

C1.1.4  Prioritize Investment in Safer Walking Routes to Schools 

C1.1.5  Encourage New Bike racks and Bike Parking Locations 

C1.1.6  Maintain Bicycle and Pedestrian Connections During Construction 

C1.1.7  Provide More on Street Bike Lanes and Protected Bike Lanes 

C1.1.8  Complete the Pedestrian Network 

C1.1.9  Enhance Pedestrian and Bike Safety at intersections 

C1.1.10 Consider Land Use Context with Street Improvements 

C1.1.11  Provide Wayfinding on Pedestrian and Bicycle Routes 



5 6  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

Goal C1.1 Build a complete streets network consisting of context 
appropriate layered multimodal  transportation networks

C1.1.1  Follow Complete Streets Policy
Implementing the other policies listed for this goal contribute to following the Complete Streets Policy. How effective the 
Complete Streets Policy is can be measured by how many “complete” features a street has based on its context. This 
policy should be used as a criteria and certificate source, similar to LEED. Streets may become “Complete Certified.” 
Each street will need to be evaluated by its context. That is, a larger street like 700 E will have different criteria than 
a smaller street like 300 E.

C1.1.2  Implement Road Diets on Roads with Excess Capacity 
Roads with excess width or capacity can be reformed to meet the growing needs for a balanced road network. By 
adjusting the allocation of space on roadways, the city can accommodate different types of users without widening 
the roadway.  The road can be updated to include protected bike lanes, wider sidewalks, park strips, and landscaping. 

Parklets can increase street functionality and green space without widening.
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C1.1.3  Improve Signal Timing Systems and Update Regularly   
The transportation system could be revamped to  remotely-programable traffic signals which should be timed to 
minimize stopping and delay on the corridor.  To streamline updates, the city could update Signal poles  to enable the 
city to make remote changes to the signal settings. The city could also explore new technologies as they emerge to 
continue to improve the management of the community’s roadways.  

C1.1.4 Prioritize Investment in Safer Walking Routes to Schools    
Improvements to pedestrian connectivity, improved crossings, and new signage all contribute to safer school 
routes.  Safe Routes to School Programs is a USDOT approach that promotes creating safe environments for 
children to walk and bike to school. New crossing locations near schools could be implemented to improve safety. 
 Additionally, adding sidewalks and bike routes to schools can create an efficient and safe environment. Each 
crossing should have a crossing guard and additional markers. In some areas, raised crosswalks or intersections 
can be created to slow cars further. 

Diagonal crossings improve pedestrian route safety and efficiency by minimizing the time spent at and within intersections
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C1.1.5  Encourage new bike racks and bike parking locations  
Bike parking where people live and work is important to making biking a realistic transportation option. Bike parking 
also needs to be provided at other popular destination such as parks, schools, retail establishments, and restaurants. 
SSL should create a minimum bike parking requirement for all land uses and allow  reclaiming on-street parking for 
bike parking. Developers and businesses could be incentivized to provide premium bike parking such as covered or 
indoor parking.

Bike parking is essential for businesses.
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C1.1.6   Maintain Bicycle and Pedestrian Connections During Construction 
Roadway
Temporary ADA-compliant connections should be created for pedestrian and bicycle paths during construction. 
Vehicle traffic lanes should be closed before bike-ped routes are impacted.
We are used to seeing blockages or closures of shoulders and sidewalks during construction. Cars are still moved, 
but people are expected to change their commutes drastically, often with little warning.  Instead, keeping cycling 
paths and sidewalks open during construction should be a priority. Transit lanes or lane widths should be the first 
to go. Sidewalks should be the last component of a road that is interfered with. When construction is beginning, 
temporary bike-ped access and signage should be set up. These temporary paths should also accommodate ADA. 
These connections allow people to maintain their routes, and they show the population that active transportation is 
being considered ahead of vehicles.

Bike lanes and sidewalks areoften blocked by construction activity. 

Instead, keeping cycling paths and sidewalks open during construction should be a priority. Transit lanes or lane 
widths should be the first to go. Sidewalks should be the last component of a road that is interfered with. When 
construction is beginning, temporary bike-ped access and signage should be set up. These temporary paths should 
also accommodate ADA. These connections allow people to maintain their routes, and they show the population that 
active transportation is being considered ahead of vehicles.

Temporary ADA-compliant connections should be created for pedestrian and bicycle paths during construction. 
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C1.1.7  Provide More on Street Bike Lanes and Protected Bike Lanes   
Protecting bike lanes does not need to be costly or ugly. Multiple local examples show the benefits these elements 
create.  Along 200 W, from 400 S to 300 S, small concrete planting boxes, reflective poles, paint, and intermittent curbs 
are used to great effect. Cars park outside the bike lanes, protecting them. Cost effective solutions such as this are 
highly effective. However, if it is taken to the next level it can be truly beautiful and multifunctional.

In SLC, 200 W was reconfigured with protected bike lanes using simple materials

There is a great example of a boulevard in Ogden that has implemented this policy. The lanes are much safer 
and more attractive. The myriad curbs and planters add curvilinearity to streets they are a part of. This, coupled 
with narrower transit lanes, leads to slower, more attentive drivers.

Landscaped barriers are used for protected bike lanes.

These protective planters are beautiful and enhance the visual aesthetics of the community The landscaping can be 
used to treat polluted roadway runoff. This alleviates stress on our gutters and sewer lines and makes use of what 
would otherwise be waste. Plants consume the water and nutrients, the pollutants are filtered, and excess water is 
returned to the earth instead of being whisked away by impermeable concrete. The city begins to act like an ecosystem 
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C1.1.8   Complete the Pedestrian Network  
Enhancing and completing the pedestrian network will 
help to achieve Vision Zero Safety goals. Right-of-way 
should be bought, or easements acquired between large 
lots or buildings. In these spaces, small pathways should 
be created for pedestrians. These are safe paths that 
integrate with current bike-ped routes, enabling shorter 
trips. These spaces can also be landscaped and filled with 
art or signage. They do not need to be miserable fenced 
off sidewalks, but can instead be beautiful spaces within 
the property. This makes acquiring easements easier as 
the land owner will not be losing value. Imagine a beautiful 
hiking path rather than a sidewalk.

C1.1.9   Enhance Pedestrian and Bike Safety at Intersections  
Using standards and design elements that prioritize pedestrians and cyclists are key to enhancing intersection safety.
Improvements to pedestrian and cyclist safety at intersections comes from prioritizing their needs over the needs 
of cars. This can be done with bulb-outs, landscaping, signaling, bike lane crossings, raised crosswalks, and a myriad 
of other things. However, a simple solution that does not require additional right-of-way is the Dutch Intersection 
(shown below).

Protected intersections improve pedestrian and cyclist safety

Example of a Complete Street
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C1.1.10   Consider Land Use Context with Street Improvements 
No improvement project can be sustainable and integrated 
without considering land use context. Doing so improves 
nearly all aspects of the urban form, while reintegrating 
the city with the ecosystem it was built in.
This should always be done with any new project. A building, 
park, or infrastructure project cannot be separated from the 
land that it is built on. We are dependent on the location. 
Its soil; its wind and sun patterns; its microclimates. These 
should be considered when designing efficient systems. 
People waiting for the bus should be protected from winter 

winds and from the summer sun. Plants should be placed 
such that they can thrive while giving us beauty, pollution 
control, carbon sequestration, water infiltration, and shade.
Art and context themes should be prevalent on wayfinding 
signs, benches, building facades, bus and train stops, and 
on the streets themselves. The landscape, to any extent 
possible, should be recreated to mimic what was once there. 
Native plants should be used to improve how biophilic the 
city is. These techniques help integrate our cities within 
their greater bioregion, and bringing life back into them.

C1.1.11   Provide Wayfinding on Pedestrian and Bicycle Routes  
Huge advances are possible when it comes to wayfinding and city informatics. Physical signage blended with dynamic 
screens and AR will carry our cities into the future.  Google maps is beginning to implement AR for pedestrian navigation. 
If cities and local organizations partner with companies, convenient human-scale navigation can be possible. This 
form of wayfinding requires no additions to roadways. That said, the process can be improved.  Physical maps can 
have QR codes that quickly inform the user of their location and what is nearby. 

Google Maps now has AR navigation functionality with directional arrows and street names that float in real-space.
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However, not everything should be digitized. Beautiful 
physical signage for pedestrians is a must. Navigation 
signs on the highway happen every couple of seconds for 
motorists. Similarly, advertisements are everywhere. And 
yet our cities are difficult to use and explore for someone 
without a phone or directions. Something as simple as 
the wayfinding maps at the University of Utah could be 
implemented on street corners.

The University of Utah has many wayfinding pillars on its campus. 

Clear, easy to read signs should be created for use at bike 
speed/height. These can also have memorable bike route 
names (think ski route names), artwork, or colors that 
interlace their primary function with the context around 
them. A small-scale version of this has been done with 
bike routes leading to the University of Utah. Designing 
like this integrates and brings importance to bike routes, 
just like traditional vehicle routes.
In a similar, but very different vein of urban wayfinding: 
Digital signage should be used. These screens can be 
updated with construction information as well as key city 
updates: The time and date, the weather forecast, the 
temperature, Amber alerts and suspects, new people in 
political office, Holiday information, local events, and other 
new developments. These dynamic signs help at-risk 
populations obtain key information for their well-being. 
For example, the forecast is something that is taken for 
granted by the general populace, but is more challenging 
to obtain for those facing homelessness. The public will 
benefit from city updates, police alerts, and perhaps the 
convenience of not pulling out their phone.
The signs can be funded by the ads shown on them. The 
signs should be solar powered and equipped with a small 
battery to minimize costs and allow them to run through 
some of the night.Destination based bicycle wayfinding signage improves bicycle 

navigation
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C2.  Trails
SSL is home to several of the region’s major urban trails including the South Jordan Parkway Trail, Parley’s Trail, 
Millcreek Trail, and the Meadowbrook Trail. These trails provide residents with a great amenity for outdoor recreation 
as well as off street bicycle and pedestrian transportation access. While 65% of residents live within ¼ mile of a trail, 
the trails do not always connect to create a comprehensive and complete trail network. Several key north/south and 
east/west trail connections are not complete, and barriers such as interstates and rail yards limit connectivity. Building 
out trail networks can be challenging due to site constraints and funding challenges, but with a priority of improving 
and constructing new trails SSL can become a more connected city. 



6 6  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

15

1

 

 

  

¯0 0.5 10.25 Miles

City on the Move Mobility Plan
Trails Network

Future 
Park

Proposed Trail

Proposed Greenway/Trail

Schools

Sidewalk Improvement Zone

Parks and Open Space 
Proposed Bridge Crossing

TRAX and Streetcar

1/2 mile radius

Improve Existing Pedestrian Crossings

Proposed Pedestrian Crossings

Increase ped/bike safety/comfort 
at highway underpass crossings
Pedestrian access/bridge needed

Existing TRAX/Streetcar Station

Proposed/ Future TRAX Station

Pedestrian and bicycle 
improvements

Existing Trail

Legend

2100 S

2700 S

3300 S

900 W

500 W

State Street

500  E

3900 S

Upgrade 
Parley’s 
Trail

700 W

300 W

W
 Tem

ple

M
ain St.

300 E

15

80

15

700  E

Potential Trail 
Underpass

900 W Future 
Extension

WVC Trail

300 W

M
ain St.

Potential 
pedestrian 
bridge, East 
Oakland Ave.

Upgrade 
interchange

Parley’s Trail 
300 E

500  E

Future Meadowbrook Trail

Trail 
Option

N

1mile

Potential 
Greenway

Need 
bridge 
access

Need access 
from 900 W to 
new Parley’s 
Trail bridge

Parley’s 
Bridge (2020)

Upgrade 
Bridge 
Crossing

Repair/ Rebuild

Millcreek Trail 

New 
pedestrian 
bike access

Alternate trail

New 
Pedestrian 
Bridge

Millcreek Trail 

Meadowbrook Trail 

J
o

rd
an

 R
iv

er
 P

ar
k

w
ay

 T
ra

il 

Future
(2020)

Salt Lake City 

West Valley
City

Millcreek

Existing and Proposed Trails Network



S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n  |  6 7DRAFT

Goal C2.1
Provide a system of connected trails for all users 
Policies
C2.1.1  Expand the urban trail system to connect to more natural features and neighborhoods

C2.1.2  Build accessible trails for people with of all abilities including seniors, young children, and 

people with disabilities

C2.1.3  Increase safety and comfort by considering trail amenities such as lighting, benches, and 

crosswalks

C2.1.4  Prioritize trail projects that fill a missing connection between existing trails

Goal C2.2

Policies
C2.2.1  Maintain trails equally to other parts of the transportation system. 

C2.2.2  Coordinate trail improvements regionally especially close to where they leave SSL

C2.2.3  Connect and transition the trail network to existing on street bicycle routes to create a complete 

bicycle network

Recognize the urban trail system as a key component of the transportation network
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Goal C2.1 Build a system of safe and connected trails for all users

C2.1.1  Expand trails to connect to more natural features and neighborhoods

C2.1.2   Build accessible trails for people with of all abilities including 
seniors, young children, and people with disabilities.

Natural locations for trails often follow rivers and drainages, and these locations often have fewer conflicts with 
roadways due to grade separations. Expanding trails into these areas can help create more connections to natural 
features as well as the neighborhoods that surround them. 

All new trail construction should focus on meeting local design guidelines and ADA standards to support usage by 
people of all abilities. Access improvements to trails near schools and senior centers should focus on more intuitive 
usage with wayfinding signage and accessible connections..

C2.1.3   Increase safety and comfort by considering trail amenities such as 
lighting, benches, and crosswalks
Amenities along a trail can increase comfort of recreational 
users and can increase safety of all users. Amenity 
improvements should be considered in all new trail 
construction and strategically added as improvements 
to existing trails that have deficiencies.

C2.1.4   Prioritize trail projects that fill a missing connection between 
existing trails
Constructing a missing link between two trails can greatly increase overall trail connectivity with a smaller investment. 
These missing links often have on street connections that allow people using the trail to navigate through these areas, 
but upgrading the connections to a standard trail can greatly improve the trail. Leveraging future developments to 
strategically help fund the build outs and identifying critical missing links will help to complete the trail network.

Parley’s multi use trail offer users amenities such as benches
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Goal C2.2 Recognize the trail system as a key component of the 
transportation network

C2.2.1  Maintain trails equally to other parts of the transportation system.  

C2.2.2  Coordinate trail improvements regionally especially close to where 
they leave SSL

Often trails are viewed as only a recreational outlet, but for many they are a transportation connection for commutes 
and other trip purposes. Providing winter maintenance during snow events is vital to these users as the alternative is 
often using a street that is less suited to bicycles or having no transportation alternatives.

Many of the trails located in SSL are part 
of a greater regional network of trails that 
serve a great asset to the region. These 
connections are possible through regional 
collaboration, and planned future trails 
have the potential to serve SSL and the 
greater region as well. Any trail improvement 
project that is being considered in SSL 
should be coordinated with WFRC and 
adjacent municipalities to coordinate 
planning decisions.

C2.2.3  Connect and transition the trail network to existing on street bicycle 
routes to create a complete bicycle network  
Trails are an important off-street low stress bicycle connection, but they do not go to all locations of the city and may 
not be the most direct connections. An on-street bicycle network can complement a trail network by expanding the 
locations bicyclists can travel. Existing on street bike lanes are not as comfortable to ride as trails, and some bicyclists 
will not use them. Future SSL investments in protected bike lanes will provide a similar level of comfort to bicyclists, 
and connections between the trail system and the protected bike lane network will be critical.
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C3.  Transit
Transit is an affordable transportation option that is a critical part of creating an equitable transportation system. 
The Utah Transit Authority provides public transit along the Wasatch Front, including several types of service within 
SSL including:

• TRAX (Light-rail Transit): TRAX provides high capacity, high speed, electrified trains, often on exclusive right-
of-way. TRAX includes three lines, all of which traverse SSL providing direct access from SSL to downtown Salt 
Lake City, the airport, the University of Utah, West Valley City, Daybreak, Sandy, and Draper. There are currently 
three TRAX stations in SSL including Central Pointe Station (2100 South), Millcreek Station (3300 South), and 
Meadowbrook Station (3900 South). TRAX operates on 15-minute headways during peak periods.  

• S-Line (Street Car): In addition to TRAX, UTA also operates a streetcar line, also referred to as the Sugar House 
Streetcar, that travels from Central Pointe Station to Sugar House along an east/west corridor approximately 
halfway between 2100 South and I-80. Five of the S-Line’s seven stations are located within SSL. The S-Line also 
operates on 15-minute peak headways.  

• Bus Service: UTA operates fixed-route local bus service on several key arterials within SSL including 2100 South, 
3300 South, 3900 South, State Street, 500 East and 700 East. Headways vary on these routes. Bus stops are 
located at regular intervals along each route. 

• Paratransit: UTA provides paratransit service—curb-to-curb transportation between home, work, appointments 
and community destinations—for riders with physical, cognitive, or visual disabilities wo aren’t able to indepen-
dently use UTA’s fixed route transit. 

Other UTA transit systems include bus-rapid transit (BRT) and FrontRunner (commuter rail). While FrontRunner does 
traverse SSL, there are no stations within the city limits. BRT has been implemented in Utah County and another line 
is currently in final design in Weber County. Other applications are likely to be provide elsewhere within UTA’s service 
areas. 
To support transit ridership, cities need to be designed in a way that promotes pedestrian accessibility and concen-
trates different land uses in key activity centers. Additionally, increasing the frequency of transit service and improving 
travel time reliability can further attract riders.
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Goal C3.1
Prioritize bus service

Policies
C3.1.1  Advocate for implementing transit priority treatments such as improving the speed and reliability 

of service. Coordinate with UTA 

Goal C3.2
Improve the transit user experience

Policies
C3.2.1  Coordinate with UTA to upgrade bus stops with more transit user friendly

amenities  (shelters, benches, public art, shade)

C3.2.2  Increase transit priority treatments at intersections such as transit signal priority and synchro-

nization, queue jump lanes, peak-hour transit only lanes, and all-day transit-only lanes.

Goal C3.3
Improve first mile/ last mile access to public  transportation

Policies
C3.3.1  Provide transit riders with as many travel options as possible to   access

stops, and stations, from walking and bicycling, to scooting or driving..

C3.3.2   Improve local public transportation service throughout SSL in some of its lower density neigh-

borhoods

C3.3.3  Prioritize bicycle and pedestrian improvements in areas within 1 mile of rail stations



7 2  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

15

1

 

 

  

¯0 0.5 10.25 Miles

City on the Move Mobility Plan
Transit Network

Parks and Open Space 

Proposed Bridge Crossing

TRAX Green Line
S- Line

Existing Bus Route

1/2 mile walking radius

Improve Existing Pedestrian Crossings

Proposed Pedestrian Crossings

Increase ped/bike safety/comfort 
at highway underpass crossings

Pedestrian access/bridge needed
Existing TRAX Station

Proposed/ Future TRAX Station
Existing Bus Stops

Future Core Route 

Blue and Red TRAX

Meadowbrook 
TRAX Station

Mill-
creek 
TRAX 
Station

Future 
TRAX 
Station

Central 
Pointe 
TRAX Station

River Trail 
TRAX 
Station

B
lue and

 R
ed

 T
R

A
X

171

71

2100 S

2700 S

3300 S

900 W

500 W

State Street

500  E

3900 S700 W

300 W

W
 Tem

ple

M
ain St.

300 E

15

80

15

700  E

WVC Trail

300 W

M
ain St.

300 E

500  E

N

1mile

J
o

rd
an

 R
iv

er
 P

ar
k

w
ay

 T
ra

il 

Future 
BRT/
Core 
Route

Legend

Sugar House StreetcarWest Valley TRAX

Salt Lake City 

West Valley
City

Millcreek

Front R
unner

Future Transit Build Out



S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n  |  7 3DRAFT

Goal C3.1 Prioritize bus service

C3.1.1  Advocate for implementing transit priority treatments such as 
improving the speed and reliability of service. Coordinate with UTA 
Advocating for transit priority treatments will improve the travel time reliability and speed of transit service in the 
area. Infrastructure transit priority measures may include bus only lanes. There are variations of how bus only lanes 
can be implemented, including: 

• Dedicated Guideway: A bus only lane that is exclu-
sively used for transit vehicles during all times of the 
day. The bus only lane may be physically separated 
from general traffic lanes to prevent other vehicles 
from using the lanes. 

• Peak-Only Bus Only Lanes: A bus only lane that is only 
in effect during peak-traffic hours. During other hours, 
the bus lane can be used by general traffic. 

• Shared Bus-Bike Lanes: A bus only lane is shared with 
bicyclists. Shared Bus-Bike Lanes are not considered 
high-quality bike facilities and should be used in situa-
tions with limited right-of-way. 

• Business Access and Transit (BAT) Lanes: A bus lane 
that allows right turning vehicles to enter the lane to 
gain access to businesses. BAT lanes only work as 
side-running bus only lanes. 

Bus only lanes allow buses to operate more efficiently because it prevents the bus from being caught in the traffic 
in the general-purpose lanes. As a result, bus only lanes can be a highly effective solution for improving travel time 
reliability and speed. A lower cost transit prioritization method may include transit signal priority (TSP). TSP allows 
buses to request priority at intersections to minimize the amount of time transit vehicles spend waiting at traffic 
signals. By allowing buses to prolong green lights or shorten the red cycle of traffic signals, TSP is an effective way to 
improve the quality of transit service and improve the speed and travel time reliability. Queue jumps, a form of transit 
infrastructure that gives the bus an area to pull into at intersections and get a transit only signal that allow the bus 
to pull in front of traffic, can be used in conjunction with TSP to get further benefits. The city should coordinate with 
UTA to determine where transit priority treatments are appropriate. 
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Goal C3.2 Improve the transit user experience

C3.2.1  Coordinate with UTA to upgrade bus stops with more transit user 
friendly amenities (shelters, benches, public art, shade)

Amenities are an important part of creating a comfortable 
environment for transit riders. Incorporating shelters, 
benches, public art, and shade at transit stops can make 
the experience of waiting for the bus more pleasant for 
riders. Additional amenities, such as bike racks, trash 
receptacles, lighting, and real-time arrival signs, can further 
enhance rider experience.

UTA bus stop

C3.2.2  Increase transit priority treatments at intersections such as transit 
signal priority and synchronization, queue jump lanes, peak-hour transit 
only lanes, and all-day transit-only lanes.
First mile/last mile access to public transportation refers 
to how people get to and from transit stops. Because 
transit functions the most efficiently when it serves major 
activity centers, people who live or work outside of those 
centers need ways to get from their origin to the transit 
stop. Examples of strategies that can provide first mile/ 
last mile access to public transportation include park and 
rides, bike sharing programs, scooter sharing programs, 
ridesharing,  and  neighborhood circulators.
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Goal C3.3 Improve first mile/last mile access to public transportation

Park and ride parking garage

Giving people travel options can make accessing transit 
more convenient. Part of making these modes of trans- 
portation accessible is investing in sidewalks, bike lanes, 
and off-road paths to create a comfortable environment for 
using these modes. Other strategies can include offering 
a bike share and/or scooter share program which gives 
people easy access to these modes. Additionally, providing 
secure bike parking at transit stations and/or incorporating 
bike racks on transit vehicles makes it easier for people 
to use their personal bike to access  transit.

C3.3.1  Provide transit riders with as many travel options as possible to 
access stops, and stations, from walking and bicycling, to scooting or 
driving.

Ridesharing and driving are also effective ways to access 
transit. Ridesharing can allow people to take a car to a transit 
station and get dropped off; however, it is important that 
the ridesharing vehicles do not conflict with transit opera- 
tions. To prevent conflicts, transit stations can designate 
an area specific to ridesharing pick up and drop off.  People 
can also choose to drive their personal vehicles to access 
transit. At major transit stations, parking lots can be built 
to allow people to park their cars while people ride transit 
for the majority of their trip.

C3.3.2 Improve local public transportation service SSL in some of its lower 
density  neighborhoods
Neighborhood circulators can provide lower density areas with transit service that can allow people to access the 
greater transit network. Circulators can either be fixed-route or operate on a demand-responsive basis. Additionally, 
circulators can require riders to pay a fare or the service can be fare-free. Offering local public transportation options 
gives people a viable way to access other transit services.

Neighborhood circulator in Tempe, Arizona (this is a 
place holder image) .
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C3.3.4  Prioritize bicycle and pedestrian improvements in areas within 1 
mile of rail stations
Promoting bicycle and pedestrian improvements near rail stations makes it more comfortable for people to access 
transit and their destinations. Because high-capacity transit service, like rail systems, serve regional activity centers, 
they do not provide door-to-door service. As a result, almost all the transit riders will need to either walk or bike to 
reach their destinations. Focusing high-quality bicycle and pedestrian facilities near rail stations will create a comfort- 
able environment for people to access  transit.

C3.3.3 Improve local public transportation service throughout SSL in some 
of its lower density neighborhoods
Promoting bicycle and pedestrian improvements near rail 
stations makes it more comfortable for people to access 
transit and their destinations. Because high-capacity 
transit service, like rail systems, serve regional activity 
centers, they do not provide door-to-door service. As a 
result, almost all the transit riders will need to either walk 
or bike to reach their destinations. Focusing high-quality 
bicycle and pedestrian facilities near rail stations will create 
a comfortable environment for people to access transit.



S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n  |  7 7DRAFT

C4.  Freight
The effective and efficient movement of goods supports 
commercial and industrial activities that are vital to the 
economy of SSL. At the confluence of I-15 and I-80, SSL is 
an attractive location for industry due to easy and central 
truck access. A thoughtfully designed and implemented 
plan for a freight network will meet industrial needs while 
simultaneously preserving livability and great places to 
live and do business.
SSL is home to Roper yard which serves as a rail hub for 
industrial economic activity. The yard serves an important 
purpose, but it also acts as a barrier between eastern 
and western parts of the city for vehicles, bicyclists,  

and pedestrians. Maintaining railroad connections  while
 considering intersecting bike and pedestrian connectivity 
will be important towards the health of the  city.
As SSL continues to grow it is will be vital to consider 
freight needs as part of a growth strategy especially as 
advances in technology may change the way freight is 
transported in the future. A freight mobility plan will define 
a balanced network that functions well for trucks, trains, 
and other users.
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Existing and Proposed Freight Network 
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Goal C4.1
Utilize a multimodal system approach that allows for effective and efficient freight 

movements that are not at the detriment of other transportation users

Policies
C4.1.1  Consider all transportation users when considering freight investments

C4.1.2   Ensure complete streets policies allow for truck movement especially near industrial locations

C4.1.3  Create Curb management solutions that allow for delivery access and loading areas

C4.1.4   Provide equal protection of health from hazardous conditions

C4.1.5   Reduce local delivery truck traffic with consolidated pickup locations for deliveries

C4.1.6   Establish a sustainable freight network

Goal C4.2
Increase enforcement of existing and planned freight networks

Policies
C4.2.1  Clearly sign defined truck routes and enforce non-compliance

C4.2.2  Utilize limited access highways for through trucks

C4.2.3  Coordinate with other agencies to ensure continuity of freight networks across city borders

Goal C4.3
Reduce environmental and health impacts of the freight transportation system

Policies
C4.3.1  Expand current idling restrictions 

C4.3.2  Embrace new and emerging carbon-neutral or zero emission freight delivery technologies
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Goal C4.1 Utilize a multimodal system approach that allows for effective 
and efficient freight movements that are not at the detriment of 
other transportation users

C4.1.1  Consider all transportation users when considering freight investments
The benefits of freight and the consequences of externalities are often concentrated near major transportation nodes 
and corridors. To goal should be to meet the industrial needs while reducing negative impacts on other transportation 
modes. Urban areas are unduly placed at risk by freight and package delivery, and all modes should be accommodated 
in these environments.

Complete streets improvements are intended to decrease crossing distances for pedestrians, add safety improvements 
to bike routes, and generally make streets safer for all users. While decreasing lane widths and turning radii may achieve 
this goals, area with heavy truck activity should be designed to allow for trucks. Complete streets improvements may 
slow down trucks but they should not eliminate the ability for trucks to navigate the roads.

C4.1.2  Ensure complete streets policies allow for truck movement especially 
near industrial locations

C4.1.3  Create Curb management solutions that allow for delivery access 
and loading areas
Managing curb space to accommodate freight demand can be achieved by incorporating standards for new 
developments to include loading docks for certain land uses and provide curb space for loading.to be available for 
deliveries all or part of the time.

C4.1.4  Provide equal protection of health from hazardous conditions
Freight strategies should meet the Environmental Protection Agency (EPA) definition of Environmental Justice as “…
the fair treatment and meaningful involvement of all people regardless of race, color, national origin, or income with 
respect to the development, implementation, and enforcement of environmental laws, regulations, and policies.”

Cities are focusing more on curbside management as demand for space at the curb has soared.  Source: Marvin Joseph/The 
Washington Post
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C4.1.5  Reduce local delivery truck traffic with consolidated pickup locations 
for deliveries
Consolidated pickup locations can reduce the amount of 
local truck traffic specifically in residential neighborhoods. 
A successful example of a strategy to incorporate is the 
development of pick up boxes for online purchases to 
reduce home deliveries.

C4.1.6  Establish a sustainable freight network
The current SSL truck route ordinance (adopted in 
2019) established a network of truck routes to facilitate 
the movement of goods to and from major industrial 
and commercial corridors. Key freight corridors should 
link industrial locations such as distribution centers, 
manufacturing locations, and markets. An efficient freight 
and truck network should not come at the expense of 
decreased or substandard mobility options for other 
people. Understanding and defining the primary needs for 

Amazon lockers proovide the pick up option instead of deliveries. 

freight networks within the framework of other modes can 
help to develop a holistic layered network that may share 
portions of routes but will largely be separated as much 
as possible. Varying needs can be met with decreased 
conflict with separation of heavy freight activity and heavy 
bicycle activity and other vulnerable users.

Signage to designate truck routes...( Source:New 
York City Department of Transportation).
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Goal C4.2 Increase enforcement of existing and planned freight networks

C4.2.1  Clearly sign defined truck 
Clearly signing truck routes at roadway junctions can 
increase compliance of truckers utilizing the defined 
truck route networks. Trucks that are not utilizing defined 
trucks should either be originating or arriving at a nearby 
location, and SSL could increase number of tickets given 
to truckers cutting through neighborhoods using streets 
that are not part of the truck route network.

The primary highways that should be used for through 
trucks are limited access highways such as I-80 and I-15. 
These roads already have heavy truck usage and should 
be encouraged as the best way to for trucks to navigate 
through SSL.

C4.2.2  Utilize limited access highways for through trucks

Coordination with UDOT and adjacent municipalities on the regional freight network is important to make sure defined 
truck routes have continuity between municipalities. 

C4.2.3  Coordinate with other agencies to ensure continuity of freight 
networks across city borders

Interstate 15
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Goal C4.3 Reduce environmental and health impacts of the freight 
transportation system

C4.3.1  Expand current idling restrictions 
Clearly signing truck routes at roadway junctions can increase compliance of truckers utilizing the defined truck route 
networks. Trucks that are not utilizing defined trucks should either be originating or arriving at a nearby location, and 
SSL could increase number of tickets given to truckers cutting through neighborhoods using streets that are not 
part of the truck route network.

Vehicle innovation can improve existing freight vehicles and delivery within and through congested areas. The status 
quo is not a pathway to the future.

C4.3.2  Embrace new and emerging carbon-neutral or zero emission freight 
delivery technologies
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The transportation System helps 
shape how cities are designed and 
operate. . It can have a significant 
role- both positive and negative, on 
public health and the environment. It is 
known that activities such as biking and 
walking, or “active transportation,” are 
beneficial to people’s health because 
they not only aid in preventing weight 
gain, but also help prevent and lower 
the risks of certain diseases such as 
diabetes and heart disease. Therefore, 
when thinking about the design of 
communities, it is important to keep in 
mind to accommodate and encourage 
non-motorized transportation. This 
can be done through complete streets 
policies and land use strategies that 
improve the pedestrian and bicycle 
network so that people can get to their 
destinations without having to use a

 motorized vehicle. The reduction of 
distances between key destinations 
and providing safe pedestrian facilities 
might also encourage more people to 
bike or walk to shops, work, or other 
services. Transportation agencies 
and their partners can also create 
opportunities for people to exercise 
and to include physical activity into 
their daily routine by improving public 
transportation. There is a higher level 
of activity by the users of public 
transportation due to the multi-modal 
trip nature. Most people usually walk 
to a bus stop or station. Locating 
businesses, shops, services and even 
residential near public transporta- 
tion services can increase the use of 
public transportation, increasing the 
opportunities for people to exercise, 
helping the health of the community.

 Transportation is a source of pollution 
and can also impact the health of the 
environment. It generates soil, water, 
and air pollutants contaminating the 
air and water creating negative health 
outcomes for people. Air pollution 
can cause asthma and other respira- 
tory illnesses, heart disease, and 
cancer. Improving SSL’s air can be 
achieved through establishing policies, 
designing our communities supportive 
of those who walk, bike, and use public 
transportation. Improving access 
to different types of transportation 
modes and reducing the reliance on 
fossil fuels will contribute in protecting 
the health of our communities.

A safe transportation network is foundational to creating a human-centric city where everyone has
safe and convenient access to employment, educational, recreational and social opportunities.

Health and Environment



8 6  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

Goal D1.1
Increase physical activity by shifting mode share to active transportation

D1.  Public Health

Policies
D1.1.1 Provide infrastructure and programming to encourage active lifestyle and healthy living 

D1.1.2 Design and develop safe multimodal transportation options that offer opportunities for physical 

activity, access to health care, and healthy food,
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Goal D1.1 Increase physical activity by shifting mode share to active 
transportation 

“I think 
adding more 

bike lanes 
and more 
bus routes 
would help 
residents.”

D1.1.1  Provide infrastructure and facilities to encourage active 
lifestyle and healthy living 
Building new and improving existing sidewalks, trails, bike facilities, traffic calming devices, and expanding public 
transportation services can make it easier to increase daily physical activity. Raising the comfort level and safety of 
active modes can encourage more people to walk and bike. Active lifestyles can help prevent and manage diseases. 
It is important to focus on the underserved SSL communities due to them generally being disproportionately affected 
by adverse health conditions and inadequate active transportation infrastructure.

D1.1.2  Design and develop safe multimodal transportation options 
that offer opportunities for physical activity, access to health care, 
and healthy food 

Transportation can increase the access to more oppportu- 
nities. Providing multiple choices for travel can provide the 
community with more options to meet their needs such as 
accessing a grocery store, childcare, jobs, doctor’s office, 
a park, a trail, or a shopping center. As SSL grows , new 
projects should seek to help increase access to amenities 
by various modes of travel other than by car. Having options 

such as safe sidewalks, bicycle lanes, and trails connected 
to a rich mix of amenities, and housing options increases 
the physical activity iin peoples life, making communities 
healthier and more  affordable.

Kids on bikes in City of South Salt Lake 

- Resident of City of South Salt Lake
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Goal D2.1
Improve air quality by decreasing transportation related 
emissions. 

D2.  Air, Water, and Climate

Policies
D2.1.1  Reduce Vehicle Miles Traveled by improving mobility options

Goal D2.2
Decrease water pollution with better street design
Policies
D2.2.1  Design streets and sidewalks with better drainage function to manage stormwater, 

flooding, and erosion

D2.2.2 Increase pervious surface areas to help infiltration of water into the ground
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Goal D2.1 Improve air quality by decreasing transportation related 
emission. 

D2.1.1  Reduce Vehicle Miles Traveled by improving mobility options
Air quality has been a persistent problem for the last few 
decades. Much of these problems can be attributed in part 
by the increase in vehicle miles traveled (VMT) . Research 
has found a link between air pollution and health problems 
and therefore led the Environmental Protection Agency 
(EPA) to put in place lower thresholds for acceptable levels 
of air pollution. Transportation has negative impacts on the 
environment since it contributes more than 25 percent of 
the nation’s greenhouse gas (GHG) emissions. Reducing 
per capita VMT will help SSL contribute toward air quality, 
climate

 
change, and congestion reduction goals. In addition, 
transportation investments and mixed use compact 
development patterns can reduce carbon intensity by 
bringing activity centers closer together, by providing 
better transit, biking and walking connections, and by 
encouraging carpooling. Shorter travel distance and fewer 
vehicle trips mean lower CO2 emissions per  capita.

Allocating funding to transit, bicycle facilities, and pedestrian facilities can reduce VMT by replacing vehicle trips with 
other modes. Walking and biking increase with  quality infrastructure improvements and programs.
 
Establishing a complete streets policy requiring pedestrian and bicycle facilities to be built or rebuilt with any roadway 
investment will provide more options for travelers 

Complete Streets offer various mobility options Quality pedestrian and bicycle facilities are important 
to integrate with new development
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Streets move traffic, but they also serve an important 
environmental role. Impervious areas on streets generate 
stormwaters runoff, water pollution, flooding and erosion. 
The design of the street affects how the stormwater runoff 
and water pollution is able to flow through the city and 
properly managed to avoid carrying pollutants into the 
Jordan River and other  waterways.
Streets should be designed to manage stormwater run 
off as well as with appealing landscaped areas.   Soil and 
vegetation can help capture, slow  ,
 

and infiltrate stormwater runoff. The landscape design in and 
around streets not only provides environmental benefits, 
but also beautifies the streetscape, adds greenery to urban 
areas, and enhances pedestrian and bicycle facilities. 
As existing streets and infrastructure are reconstructed 
and new streets are built, opportunities to use innovative 
stormwater management emerge. Green Streets are an 
innovative design concept that can transform streets into 
attractive and functional streets.

Goal D2.2 Decrease water pollution with better street design

D2.2.1 Design streets and sidewalks with better drainage function to 
manage stormwater, flooding, and erosion

Impermeable areas decrease infiltration and groundwater 
recharge. They also increase stormwater runoff. This 
untreated runoff containing oils, debris, sediment, and 
chemicals , enters waterways such as rivers and creeks, This 
degrades water quality and may alter the aquatic habitat 
and affect organisms living there. It also affects the ground 
water. Much of these impacts can be mitigated by making 
changes on the local level when streets are reconstructed 
or new roads are built. For example, the use of permeable 

asphalt or concrete allows water to infiltrate and produce 
almost no runoff. Although it might not be feasible to install 
every road with permeable asphalt, it can be incorporated 
into existing driveways, parking lots, walkways, and other 
areas of the right-of-way. Other strategies to increasing 
pervious surfaces includes installing grass swales and 
berms ( bioswales) and raingardens to route water to desired 
areas and retain water in appropriately designated areas.

D2.2.2  Increase pervious surface areas to help infiltration of water 
into the ground

Stormwater management in the median  underground  bioretention.
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Goal D3.1
Increase tree canopy and landscaping to provide a more comfortable walking and 
biking environment

D3.  Land and Ecology

Policies
D3.1.1  Include shade trees as part of mobility improvements

D3.2.1  Maximize landscaped buffers between vehicles and  sidewalks 
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Goal D3.1 Increase tree canopy to provide a more comfortable walking 
and biking environment

D3.1.1 Include shade trees as part of mobility improvements
Incorporating trees as part of mobility improvements 
provides a number of benefits. Trees can make streets 
safer, provide shade and aesthetics, support wildlife habitat, 
and reduce urban heat island effect. Recent research has 
found that trees planted within the rights-of-way of urban 
streets can positively contribute to perceptions of safety 
and walkability. Trees serve an important element during 
a pedestrian’s walking or a bicyclist’s cycling experience 
by protecting vulnerable users from roadway traffic and 
providing other benefits. A dense tree canopy provides 

a cooler sidewalk climate on warmer days, and this is 
especially beneficial to older populations and those that 
don’t own a car.
Existing tree advocacy organizations such as TreeUtah 
and streetscape redevelopment projects involving state 
agencies and local municipalities in SSL could collaborate 
with inter-agency and interdepartmental collaboration on 
programs such as Safe Routes To School and Complete 
Streets.

D3.1.2 Maximize landscape buffers between vehicles and sidewalks
Larger buffers between moving traffic and pedestrian and bicycle facilities increase safety and comfort to sidewalk 
and trail users. On sidewalk and trail improvements the median width should be maximized and also landscaped to 
improve aesthetics, increase impermeable surface, and decrease the urban heat island effect

Tree canopies provide needed shade. Tree cover enhances school children’s walk.
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Transportation plays an important role in creating an equitable, 
affordable, and accessible community. Providing a variety of 
transportation options is essential to meeting the needs of 
everyone in the community, including people with different 
abilities, in different age groups, with different income 
levels, and different cultural backgrounds. Transportation 
connects people to different opportunities, such as jobs, 
educational institutions, medical facilities, and grocery 
stores, making it one of the greatest potential barriers or 
equalizers within a community. 
Transportation is a barrier when it only serves a specific 
portion of the community’s population and does not 
accommodate the needs of everyone in the community. 
For example, in a community where the only feasible form 
of transportation to key destinations is taking your car, 
transportation may be too expensive for different income 
levels or inaccessible to people with disabilities and are 
unable to drive. If a transportation system denies certain 
people within the community access to their needs, then 
the community will not be able to move towards becoming 

a more equitable and inclusive place where all its residents 
have opportunities to access what they need to live a 
fulfilling and happy life. 
On the other side, transportation can be one of the greatest 
equalizers in a community. For example, in a community that 
has several different high-quality transportation options 
that are catered to the needs of the entire community 
and does not exclude anyone because of their ability, age, 
income level or cultural background, everyone within the 
community should be able to access the same opportunities, 
services, and goods. As a result, the community would 
become more accessible for everyone’s different needs 
and transportation would not be a barrier for why people 
are unable to fulfill their needs. Focusing on creating an 
equitable, affordable, and accessible transportation system 
will help everyone within the community be able to get to 
where they need to go to have equal opportunities in life. 

A safe transportation network is foundational to creating a human-centric city where everyone has
safe and convenient access to employment, educational, recreational and social opportunities.

Community Focused

Mobility options should accommodate the needs of everyone in the community.
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Goal E1.1
Improve mobility services for all residents (including people with disabilities, 
seniors, and limited English proficiency)

E1.  Equity 

Policy
E1.1.1 Partner with various modes of service providers for more and varied solutions (new and 

emerging mobility solutions like on-demand ride-share, neighborhood circulators)

E1.1.2 Ensure voices of the historically underserved are represented. 

E1.2.1 Partner with the public and private sectors to expand and improve mobility solutions for 

historically underserved communities

E1.2.2  Ensure the City informs and involves community based organizations and all concerned 

residents in the planning and monitoring process of new and ongoing transportation policies 

and programs. Emphasize the fair distribution of resources as well as equitable outcomes. 

E1.2.3  Increase the mobility funding allocated to areas that are historically underserved.

Goal E1.2
Implement projects equitably throughout the city

Transportation can be one of the greatest equalizers in 
society. The SSL community strives to create a community 
that will meet the needs of all its residents and will provide 
equal opportunities within the community to all its residents. 
To move towards a more equitable transportation system, 
the community will ensure there are transportation options 
that meet the needs of all the residents in the community, 
including residents with different levels of ability, in different 
age groups, with different income levels, and different 
cultural backgrounds. A critical part of moving towards 
a more equitable community is providing a variety of 
modes within the community that can meet the needs of 
different  people.

Another aspect of creating equity within the community is 
to ensure that certain areas in the community are not better 
served than others by transportation infrastructure and 
services. Throughout history people with certain demographic 
characteristics were underserved in terms of access to 
transportation options and infrastructure. Moving forward 
the community of SSL will take equity into consideration 
to make sure these historically underrepresented get 
the transportation infrastructure they need to access 
opportunities within the community. The community will 
also ensure that funding is allocated fairly and everyone 
within the community has a voice in decisions about 
transportation infrastructure and   funding.

Policies
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E1.1.1 Partner with various modes of service providers for more 
and varied solutions (new and emerging mobility solutions like 
on-demand ride-share, neighborhood circulators)
To create an equitable transportation system that 
accommodates people with disabilities and people over 
the age of 65, it is important to ensure the transportation 
system has a variety of mobility options to meet everyone 
in the community’s needs. For people with disabilities 
and seniors, driving a car might not be a feasible and/or 
safe mode of transportation. As a result, it is essential 
that the community offers other modes of transportation 
that provide high-quality service to allow everyone in the 
community to access opportunities and services. 
Forming partnerships with both public and private service 
providers can ensure there are a variety of transportation 
options that can meet the needs of people with different 
transportation needs within the community. On the public 
side, the Utah Transit Authority (UTA) provides paratransit 
services for people with disabilities and/or over the age of 
65. Paratransit services are usually scheduled in advance 
and provide door-to-door service for essential trips like 
medical appointments and trips to the grocery store. 
In addition to the traditional paratransit service model, the 

Goal E1.1 Improve mobility services for all residents (including people 
with disabilities, seniors, and limited English proficiency)

community should consider some of the new and emerging 
mobility solutions, including on-demand ride-share and 
neighborhood circulators. On-demand ride-share services 
are usually operated by a private Transportation Network 
Company (TNC). Under this type of service, the passenger 
will typically request a ride through an app. The app will then 
pair the passenger with a driver near by who will pick up 
the passenger and drive them directly to their destination. 
Circulators, on the other hand, can be either privately or 
publicly operated. Neighborhood circulators provide service 
either along a fixed-route or on a flexible-route within a 
specific community. The purpose of circulators is usually 
either to provide connectivity within a certain activity 
center and/or connect people to the larger transit network. 
Both of these up-and-coming mobility solutions provide 
viable, high-quality transportation options for people with 
disabilities and seniors. By exploring partnerships to offer 
these mobility solutions, the community will move towards 
a more equitable transportation system.

UTA paratransit service
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E1.1.2 Ensure voices of the historically underserved are represented. 
Public involvement is a critical aspect of moving towards an 
equitable community. Effective public involvement should 
give everyone in the community a chance to participate 
in the process and give input on what they would like to 
see happen with transportation in their community. For 
communities that have been historically underserved in 
terms of transportation infrastructure and services, it is 
especially important that people from those communities 
are able to have their voices heard. Government agencies 
can implement certain measures to make sure everyone 
can participate, including:

• Offering public involvement materials in different 
languages, including braille

• Having interpreters at in-person public meetings

• Incorporating multiple ways for people to give input (i.e., 
offering an online survey, having an in-person meeting, 
leaving comment cards at a local senior center)

• For in-person public meetings, choose a location 
that is easily accessible for most of the community. If 
there is not one location that would work for everyone 
impacted, consider holding multiple meetings to ensure 
everyone gets the opportunity to participate. 

• Schedule the meeting at a day and time that does not 
conflict with any religious holidays, community events, 
or other events that may inhibit certain people from 
attending.

By using these guidelines when conducting public involvement, the community can ensure the public process is 
equitable, and everyone in the community has an equal chance to participate.

Holding public meetings at easily accessible locations can increase 
communiy participation
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E1.2.1 Partner with the public and private sectors to expand and 
improve mobility solutions for historically underserved communities 
Through fostering public and private partnerships, the 
community can improve mobility in underserved communi- 
ties. On the public side, partnerships with other transpor- 
tation agencies, such as UTA and the Wasatch Regional 
Council, can help the community provide transportation 
service and ensure investments are made within the 
underrepresented areas within the SSL community. As 
the transit provider, UTA plans where transit service is 
provided within the region. UTA will be a critical partner in 
improving the transit service that is provided in underserved 
parts of the community. Other transportation planning 
organizations like the Wasatch Regional Council determine 
funding allocations for the region. Coordinating with the 
Wasatch Regional Council and other partners can

 
help the community ensure that funding is being allocated 
fairly and that investments are being made within histori- 
cally  underserved communities.
The private sector plays an important role in developing 
the community’s transportation network. The community 
can partner with developers and other private stakeholders 
to encourage transportation improvements and public 
space improvements in underserved communities. For 
redevelopment and development projects within an area 
with underserved populations, the community can work with 
the private sector to develop site plans that incorporate 
high-quality transportation facilities as well as place making 
elements to enhance the sense of place and comfort of 
the community for various modes of  transportation.

Goal E1.2 Implement projects equitably throughout the city
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Public involvement is a critical part of the transportation 
planning process. During public involvement periods of a 
project, members of the community get the opportunity 
to provide comments about what they like and do not 
like about a certain project as well as other input, such as 
what they would like to see happen within their community 
pertaining to transportation and noting where their priorities 
are in terms of transportation as a whole. To ensure the 
entire community gets a chance to give input on how they 
would like to see their transportation system evolve, it is 
important to involve community-based organizations and 
all concerned residents within the community. Every person 
within the community should have an equal opportunity 
to participate, and government agencies should take 

actions to ensure materials are able to be understood by 
everyone in the community. Actions to ensure equitable 
public involvement include offering materials in multiple 
languages, having interpreters at public meetings, and 
offering braille versions of materials. Through ensuring 
everyone in the community has an equal opportunity to 
give input on transportation policies and programs, the 
community can ensure funding and projects are allocated 
equitably. 

E1.2.2 Ensure the City informs and involves community based 
organizations and all concerned residents in the planning and 
monitoring process of new and ongoing transportation policies and 
programs. Emphasize the fair distribution of resources as well as 
equitable outcomes.

Throughout history, equity issues in communities have caused 
certain areas to receive less funding for transportation 
infrastructure and services. To correct these equity issues, 
the community needs to ensure that historically underserved 
communities receive more mobility funding to improve 
transportation infrastructure and services in those areas. 
When allocating funding for transportation, the city should 

consider where the historically underserved populations 
are locates, what their needs are, and strive to allocate 
more funding overall for those areas. The community can 
develop infrastructure prioritization criteria that includes 
equity factors, including whether or not a project is in a 
historically underserved area, to ensure those factors are 
being taken into account when funding is being allocated. 

E1.2.3  Increase the mobility funding allocated to areas that are 
historically underserved.
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Goal E2.1
Provide affordable mobility options for everyone.

E2.  Affordability 

Policy
E2.1.1 Pursue more affordable/lower cost public transportation options 

E2.1.2  Proactively address local resident displacement influenced by transportation infra-

structure

Projects

E2.1.3 Ensure the land development code utilizes density bonus programs to help create and

maintain affordable housing near transit

E2.2.1 Improve ( or proactively )  address displacement and how transportation infrastructure 

projects may affect local residents   

E2.2.2  Carpools and vanpools.  

Goal E2.2
Reduce the share of household income spent on transportation.
Policies

For most households, transportation is usually the second largest expense after housing. The more transportation 
costs, the larger the financial strain households within the community can face. By lowering the amount households 
spend on transportation, the residents within the community can make the money they have go further, reduce financial 
stress, and improve quality of life. To minimize transportation costs within the community, the city can strive to provide 
affordable mobility options and reduce the share of household income spent on transportation.
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Goal E2.1 Provide affordable mobility options for everyone.

E2.1.1 Pursue more affordable/lower cost public transportation options  
The community can offer lower cost transportation options, such as transit, biking, and walking. To make these 
viable options of transportation, the community should focus on improving the comfort and convenience of using 
these forms of transportation. Examples of this may include increasing transit service frequency, including amenities 
at transit stations, adding bike lanes throughout the communities, and creating attractive streetscapes with wide 
sidewalks. Offering these lower-cost transportation options will allow people to minimize the amount of money they 
are spending on transportation. 

Simple improvements can expand mobility options with minimal capital investment.
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E2.1.2  Proactively address local resident displacement influenced by 
transportation infrastructure
Projects
  
Transportation infrastructure projects largely influence 
how land develops. For large infrastructure projects, after 
construction, land close to the infrastructure improvement 
may be seen as more attractive to developers than it was 
before the project. As a result, developers may redevelop the 
area and displace some of the populations who lived there 
before who can no longer afford the area. It is important for 

E2.1.3 Ensure the land development code utilizes density bonus 
programs to help create and maintain affordable housing near transit 
To maintain affordable housing along transit, the community 
should consider offering a density bonus program that will 
incentivize developers to maintain affordable housing along 
transit. Allowing developers to build denser developments 
means they can build more units on one plot of land which 
can allow them to charge future residents a lower rent 

the community to be cognizant that this type of displacement 
can occur and negatively impact residents. To minimize 
these impacts as much as possible, the community may 
consider adopting policies that minimizes displacement 
and encourages affordability in the area. 

than if they had a less dense building. Having more units 
on one parcel increases the share of units that are paying 
rent to help the developer earn their return on investment. 
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Goal E2.2 Reduce the share of household income spent on transportation.

E2.2.1  Improve access  to less expensive mobility options such as 
public transportation, walking, and biking   
Public transportation, carpooling, walking, and biking are 
transportation options that can help reduce the cost of 
transportation compared to owning a car. For these options 
to be feasible for most households, it is important that these 
modes are comfortable, convenient, and accessible.  Ways 
the community can improve these modes include increasing 
transit service frequency, including amenities at transit 
stations, adding bike lanes throughout the communities, 
and creating attractive streetscapes with wide sidewalks.

E2.2.2   Encourage carpools and van pools. 
Carpooling, van pooling, and ride-matching can help reduce 
the cost of transportation by having more people split the 
cost of the trip. Carpooling is any car that carries more than 
one person to a common destination. Van pool programs 
are usually either offered through the local transit agency 
of through an employer. Van pools typically carry larger 
amounts of people than carpools because they use a larger 
vehicle. Ride-matching can take different forms. It could 
be done through a transportation networking company 
like Uber or Lyft which have apps that offer the options to 
pool rides with other passengers. Ride-matching can also 
be done through a website or forum where people post 
where they want to go, and people who share a common 
destination respond and offer a ride. A Utah Transit Authority vanpool vehicle.  
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Goal E3.1
Increase the comfort and safety of all pedestrians, including those with disabilities, 
seniors, and children.

E3.  Accessibility

Policy
E3.1.1 Provide accessible ADA compliant sidewalks and curb ramps at all intersections

E3.2.1 Complete missing sidewalks

Goal E3.2
Ensure that all neighborhoods have access to high quality multimodal transportation 
options 
Policy

Accessibility determines where people are able to go using different modes. Accessibility if closely related to the 
equity of the community. Ideally, all residents within the community would be able to access every destination they 
need to with any mode they wanted no matter their ability level or age. To improve inclusivity and accessibility, the 
community should strive to increase the comfort of different modes of transportation, ensure that all areas of the 
community have access to high-quality multimodal transportation options, and encourage safe design practices 
of pedestrian facilities. 
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Goal E3.1 Increase the comfort and safety of all pedestrians, including those 
with disabilities, seniors, and children.

E3.1.1  Provide accessible ADA compliant sidewalks and curb ramps 
at all intersections
The Americans with Disabilities Act is a law that protects the rights of people with disabilities. In the law, it is required 
that public facilities are compliant with the standards defined by the United States Department of Justice Civil Rights 
Division. To be in compliance with this law, the community should update existing pedestrian infrastructure that is 
currently not compliant and mandate that all new infrastructure must be compliant with ADA standards. 

Safe ADA compliant crosswalk
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E3.2.1  Prioritize completing missing sidewalks

Goal E3.2 Ensure that all neighborhoods have access to high quality 
multimodal transportation options 

A complete, continuous sidewalk network can greatly improve 
accessibility within the community. By continuing to fill in 
gaps in the sidewalk network, the community can ensure 
that there is a comfortable environment for pedestrians to 
walk to their destinations. Additionally, for sidewalks to be 
safe for all residents in the community, it needs to be as 
level as possible with minimal cracks and unevenness that 
could cause people to trip and/or fall. Wide, level sidewalks 
create the safest environment for all residents, no matter 

their ability level. Other considerations for pedestrian 
facilities include adding textured materials near street 
crossings so people know when they are entering the 
street and including pedestrian signals that have audio 
that let people know when it is safe to cross. Sidewalks 
should also be well-maintained and kept free of hazards.

Discontinuous sidewalk in City of South Salt Lake 
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4.  Catalytic Projects
Catalytic projects include capital projects, programs, or maintenance activities that could demonstrate to the public, 
key stakeholder, and decision makers how SSL’s s vision can be reached and potentially generate excitement for 
additional projects in the city’s plan. These projects have no particular priority and could be constructed by way of 
a variety of different funding sources or opportunities. While this list only includes a small portion of the envisioned 
transportation network, it represents a variety of geographically dispersed projects that could significantly improve 
alternative modes of transportation and supplement existing street infrastructure. The map below  shows several 
catalytic projects identified for consideration of near-term funding and support. Descriptions are provided below.

15

1

 

 

  

¯0 0.5 10.25 Miles

City on the Move Mobility Plan
Catalytic Projects

Parks and Open Space 

Proposed Bridge Crossing

West Valley TRAX

Improve Existing Pedestrian Crossings

No
rt

h 
/ S

ou
th

 T
RA

X

Sugar House Streetcar

Existing Rail and Streetcar Stations

Proposed Trail

Catalytic Project

Proposed High Comfort Bike Lane

Baird Ave.

2100 S

2700 S

3300 S

900 W

500 W

State Street

500  E

3900 S700 W

300 W

W
 Tem

ple

M
ain St.

300 E

15

80

15

700  E

900 W Future 
Extension

300 W

M
ain St.

Parley’s Trail 

300 E

500  E

N

1mile

171

Central Valley Road 

Gregson Ave.

71

900 W

Legend

1

2

3

4

7

9

10

5

8 6

#

Sidewalk Improvement Zone

W
 Tem

ple

12
5



1 1 0  |  S o u t h  S a l t  L a k e  S t r a t e g i c  M o b i l i t y  P l a n DRAFT

 Project Description Cost 

1 900 West Trail (3800 S to 
3900 S)

Trail connection on 900 West between 3800 South 
and 3900 South

$

2 Bike Facility on 900 West 
(3300 S to 3800 S)

Bike facility on 900 West connecting 3300 South to 
3900 South

$$

3 Bike/Ped Facility on 900 West 
(2100 S to 3900 S)

Bike/ped facility on 900 West between 2100 South 
and 3900 South

$$$

4
Downtown High Comfort 
Route

High-comfort bike facility on Main Street/West Temps 
between 2100 South and I-80 $$$

5
Millcreek and Meadow Brook 
TRAX Station Pedestrian 
Crossing Upgrades

Create a pedestrian crossing across 3900 South 
adjacent to Meadow Brook Station and across 3300 
South adjacent to Millcreek Station 

$

6 Sidewalk Master Plan 
Implementation 

3300 South to 3900 South, 200 East to 700 East 
sidewalk and drainage improvements

$$$

7 2700 South/State Street 
Improvements

Improve pedestrian safety at 2700 South/State Street 
(school crosswalk)

$

8 500 East Bike Facility Improve pedestrian/bike safety for trail crossing at 
Baird/State Street

$$

9 500 East Bike Facility Create high-comfort bike facility on 500 East from 
2700 South to 2100 South

$$$

10 Neighborhood Bikeway on 
Gregson Avenue

Neighborhood bikeway on Gregson Avenue between 
200 West and State Street

$

11 Life on State Support upcoming planned projects

12 Millcreek TRAX (3300 South) 
First/Last Mile

First/last mile improvements around Millcreek station. $$
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1. 900 West Trail (3800 S to 3900 S): This project includes creating a new trail that would connect 900 West near 
3800 South to 3900 South. This areas has an existing park, so no new ROW would be required. This trial would 
provide a much needed connection between the 3900 South (which connects to the Jordan River Parkway) and 
the west side of SSL. The project should be relatively low cost project. 

2. Bike Facility on 900 West (3300 S to 3800 S): This project would provide bike lanes on 900 West between 3800 
South and 3300 South. Most of this portion of 900 West has available shoulders. In conjunction with the trail 
connection to the south, this project would create a continuous bicycle route for much of SSL’s west side. This 
project could have moderate costs given some ROW may be required in some areas. 

3. Bike/Ped Facility on 900 West (2100 S to 3300 S): This project would provide bicycle or pedestrian facilities 
along 900 West from 3300 South up to 2100 South. This long portion of roadway currently has no sidewalk 
or shoulders. Although this is an industrial area, there is a need for bike/ped accommodations for the many 
thousands of employees that work in this area some of which rely on transit and biking to get to work. This 
project will have significant cost as ROW will be required for the entire length of the project. Other than the 
Jordan River Trail, this would be the only north/south ped/bike facility in SSL west of I-15.

4. Downtown High Comfort Route: This project will create a high-comfort bike route in SSL’s downtown area, 
primarily on West Temple. The connection to Salt Lake City will occur at Main Street, so an east/west portion 
will also be required (potentially on Parley’s Trail). The high-comfort bike route would likely include some form 
of protected bike lanes. This project is the first step in creating a high-comfort bike lane parallel to State Street. 
This project could be expensive as it will require new infrastructure and potentially some new ROW. 

5. Millcreek and Meadow Brook TRAX Station Pedestrian Crossing Upgrades: These projects would add signal-
ized pedestrian crossing across 3300 South and 3900 South directly adjacent to the TRAX lines to provide 
access to/from the station with nearby land uses. This has been done in other areas such as 10600 South in 
Sandy. These crossing would provide a safe crossing location. Without them, pedestrians are more likely to 
jaywalk or just avoid the trip altogether as most people don’t want to walk out-of-direction to existing signalized 
intersections. These projects are anticipated to be relatively low-cost projects. 

6. Sidewalk Master Plan Implementation: This project would include implementing the SSL Sidewalk Master 
Plan which covers the southeast corner of SSL (3300 South to 3900 South, 200 East to 700 East sidewalk). 
The homes in this area were constructed before sidewalk was regularly required. While some streets have 
some coverage, many streets don’t have sidewalks on either side. This project will likely be very expensive as 
stormwater improvements will need to be made along with the sidewalks. However, this project could easily be 
phased with completing one section at a time. 

7. 2700 South/State Street Improvements: This is a signalized intersection on State Street which includes a 
School Pedestrian Crosswalk on the south leg. Crossing guards have indicated that this intersection is very 
dangerous, so this project would look for options to improve pedestrian safety. This project is anticipated to 
implement relatively low-cost improvements. 

8. Baird/State Street Improvements: There is a park to the west and a school to the east of this crossing location. 
This project would improve pedestrian/bike crossing at this location as well as a trail connecting these two 
pedestrian generators. This project could have moderate costs as some ROW may be required. 

9. 500 East Bike Facility: This project will create a high-comfort bike route connecting SSL’s east side with Salt 
Lake City on 500 East. The high-comfort bike route would likely include some form of protected bike lanes. This 
project will utilize an existing crossing underneath I-80. This project could be expensive as it will require new 
infrastructure and potentially some new ROW as on-street parking currently exits along the corridor. 
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10. Neighborhood Bikeway on Gregson Avenue: This project would create a neighborhood bikeway on Gregson 
Avenue and other nearby streets. Neighborhood bikeways take advantage of low-volume, low-speed streets to 
create on-road bikeways by using signing, pavement markings, and potentially some traffic calming features. 
This project is anticipated to be relatively low cost as minimal new infrastructure would be required. 

11. Support Life on State Street Design: TBD

12. Millcreek TRAX (3300 South) First/Last Mile: This project would make first/last mile improvements around the 
existing Millcreek TRAX station, particularly missing and damaged sidewalk. This project could have moderate 
expense as some ROW and significant infrastructure may be required. 




