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EXECUTIVE
SUMMARY

Saratoga Springs was incorporated in
December of 1997 and became a city in 2001.
Since its inception, Saratoga Springs has
experienced continuous rapid growth and is
now home to over 50,000 residents.

In 2024, new developments of residential
roads and homes can be seen across the
city, and large businesses like Costco are
being constructed to meet the demand

for this rapidly growing population. The

City’s location, on the western edge of the
Wasatch Front and nestled along Utah Lake,
is attractive to its current and future residents
and offers a feeling of getting away from the
hustle and bustle that exists along the eastern
side of the central valley and the I-15 Corridor.

For Saratoga Springs to continue to provide
an atmosphere that retains its feel, its
transportation system must be designed to
handle the demand for mobility placed upon
it. At its core, mobility and transportation is
about moving people and goods. But, what
makes a truly resilient transportation network,
one which can meet the demand of its users,
is access and choice.

This Transportation Master Plan (TMP) looks at
Saratoga Springs’ projected growth combined
with the city’s unique geography to determine
what is needed to ensure residents continue
to have both access to their origins and
destinations and choice of how to get there.

This TMP provides a recommended project list
as guidance for officials and residents as the
City plans for growth. Each new development
brings more residents and traffic, while
available land for the transportation network
becomes more finite. Recommendations from
this TMP are derived from traffic modeling and
analysis out to 2050 that have incorporated
specific opportunities and challenges unique
to Saratoga Springs to help ensure that the
occurring growth is predicated by prudent and
throughly-informed decisions.

Figure 1.1is map of the recommended
transportation improvements with details

in Table 1.1. Intersection improvements are
mapped in Figure 1.2 and listed in Table 1.2.
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Project
#

i

ROADWAY PROJECTS

Location

Pony Express: Riverside Drive to Jordan River

Pony Express: Jordan River to Saratoga Road

Mountain View Corridor: Northern City Border to Cedar Fort
Road (SR-73)

Cedar Fort Road (SR-73) Freeway: Mountain View Corridor
Frontage to Western City Border

Redwood Road (SR-68): Fairview Boulevard to Southern City
Border

Project Type

Widening

Widening

New Road

Widening

New Road

Widening

Functional Class

Major Arterial

Major Arterial

Freeway

Freeway

Minor Arterial

Major Arterial

Jurisdiction

Saratoga Springs/
MAG

Saratoga Springs/
MAG

UDOT

UDOT

Foothill Boulevard: Lariat Boulevard to Stillwater Dr.

Saratoga Springs/
MAG

UDOT

Foothill Freeway: Cedar Fort Freeway (SR-73) to Stillwater Dr. UDOT

Foothill Freeway: Stillwater Dr. to Redwood Road uUDOT

Redwood Road (SR-68): 200 South to 700 North Principal Arterial UDOT

“ Marigold Drive: Cedar Fort Road (SR-73) to Chianti St. Saratoga Springs




ROADWAY PROJECTS (continued)

Project Location Project Type Functional Class Jurisdiction

#
600 South: Foothill Boulevard to Halversen Parkway Collector Saratoga Springs
760 South: Redwood Road to Hidden Valley Dr. Saratoga Springs

37 Hidden Valley Drive: Bonneville Drive to City Boundary New Road Minor Arterial Saratoga Springs/
MAG
Porters Crossing: North City Boundary to Hidden Valley High- Saratoga Springs
way

Bonneville Drive: Fallow Drive to Redwood Road (SR-68) Saratoga Springs
Hunter Drive: Stillwater Drive to Bonneville Drive Saratoga Springs
Village Parkway: Tytus Lane to Bonneville Dr. Saratoga Springs

New Road: Redwood Road to Bonneville Drive Collector Saratoga Springs

Evans Lane: 1000 West to Talus Ridge Drive Collector Saratoga Springs

1200 North: Cedar Fort Road (SR-73) to Carlton Avenue New Road/Wid- Saratoga Springs
ening

Carlton Avenue: Hills Drive to Market Street Collector Saratoga Springs

Pedestrian Grade-
53 Redwood Road at Approx. 4300 South Separated Cross- NA
ing

TIF Active / Alpine
School District

Table 1.1 Roadway Projects
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SIGNALS & ROUNDABOUTS
Project # Type Location Jurisdiction

1| New TaficSgnal | Redhood Rond (SR-68) an Foot Bouewrs | ubor |
19| New TaficSonal Redwood Roma SR6ma 2400 Mo | —_upor |
0| New Tafc Signal [ ountin Viewand 400 5oun | Sarsoga Springs'UpoT_|

136 New Traffic Signal [ Mountain View and Ensign Drive UDOT




SIGNALS & ROUNDABOUTS
Project # Type Location Jurisdiction

New Traffic Signal [Bonneville Drive and Ensign Drive Saratoga Springs

New Traffic Signal | Ensign Drive/Porters Crossing and Halverson Parkway Saratoga Springs
New Traffic Signal | Bonneville Drive and Hunter Drive Saratoga Springs
New Traffic Signal [Bonneville Drive and 4400 South Saratoga Springs

Table 1.2 Signals and Roundabout Projects

* Until the Foothill Freeway is connected to Grandview Boulevard or points south only one
of these intersections will be signalized.



EXISTING
CONDITIONS

This chapter evaluates the existing
transportation system within Saratoga
Springs and establishes the framework for
the development of the TMP. This analysis
includes a description of the land-use as well
as the demographics of Saratoga Springs and
how these factors affect the transportation
system within the city. This chapter details the
existing conditions as of 2024.

ZONING AND LAND USE

In order to analyze the transportation system
and plan for future growth, it is essential to
understand zoning and land-use patterns
within the area. Travel is a daily requirement
for most of the public as people travel from
their homes to work, shopping, schools, health
care facilities, and recreational opportunities.
Zoning and land-use patterns must function
cohesively with the transportation system

to support a high quality of life and promote
economic development within Saratoga
Springs.

Saratoga Springs zoning is mostly residential,
and currently there are many more
households than jobs. This is consistent with
the General Plan that encourages single-
family-residential as the predominant housing
type. This zoning and land-use pattern is
consistent with other communities in northern
Utah County. While Saratoga Springs is largely
zoned for residential, there are several areas
of regional commercial zoning along Redwood
Road, with a major commercial area located
near the intersection of Crossroads Boulevard.
Large areas are also zoned for planned
communities which allow for a mixture of land-
uses and housing types on properties of more
than 500 acres. The existing zoning within
Saratoga Springs is shown in Figure 2.1.
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DEMOGRAPHICS
POPULATION

Saratoga Springs experienced significant
population growth over the last several
decades, with the population increasing

from just over 1,000 people in 2000 to an
estimated 50,910 residents in 2023. This has
transformed the character of Saratoga Springs
from a rural community to a suburban city. This
trend is expected to continue encouraged

by current zoning and land-use policy as
illustrated in Figure 2.2. Steady population
growth is anticipated into the future with a
projected population of more than 130,000
people by year 2050.

Historic and forecast Population Growth

200,000
180,000
160,000
140,000
120,000
100,000
80,000
60,000
40,000
20,000

0
2000 2005 2010 2015 2020 2025 2030 2035 2040 2045 2050

'
.
.
.

.
...
.

e Population (Historic)
——— Population (ZPFl Recommended Scenario)

ooooo Trend to 2050

Figure 2.2 Historic and Future Population. Source:
Zions Public Finance, Inc.

CITY POPULATION AND
HOUSING ESTIMATES

The age of residents also impacts how they
interact with the transportation system.
Saratoga Springs has a relatively high
population of children with 41 percent of the
population under 15. The transportation needs
of these younger residents are different than
other age-groups, because they are reliant
on others for car-related mobility. These
yound residents may also require additional
bike, pedestrian, and trail amenities to feel
comfortable biking or walking.

10

While there are fewer residents in older
population groups (4 percent over 65), the
mobility needs of these residents will continue
to expand as the population grows and ages.
As with younger-population-age groups, the
transportation system should support mobility
options for residents that may chose not to
drive or be unable to drive.

New homes rise up and closer to Redwood Road in
Saratoga Springs. Residential-zoned areas are being
filled in quickly as the City’s population rises.

85 years and over
80 to 84 years
75 to 79 years
70 to 74 years
65 to 69 years
60 to 64 years
55 to 59 years
50 to 54 years
45 to 49 years
40 to 44 years
35to 39 years
30 to 34 years
25to 29 years
20 to 24 years
15to 19 years
10 to 14 years

5to 9years

Under 5 years
1,000 2,000 3,000 4,000 5,000 6,000

Figure 2.3 Population Age Distribution. Source: US
Census Bureau, 2018-2023 American Community
Survey 5-Year Estimates



HOUSING

Although population is an important indicator
in developing a TMP, housing provides a
broader picture of how residential growth will
affect transportation demand. The number
of trips on the transportation network is
estimated largely on the number and size

of households. Table 2.1 summarizes the
household sizes in Saratoga Springs since
2000. In 2023 the average household size

in Saratoga Springs was 4.05 persons per
household, which is higher than the statewide
average of 3.1 persons per household. In
general, larger households make more

trips than smaller households, so they

have a comparatively-larger impact on the
transportation system.

AVG.
YEAR | POPULATION HOUSE-
HOLD SIZE

2020 38,357 9,704 3.95
2010 14,692 3,624 4.05
2000 1,003 301 3.33

Table 2.1. Kem C. Gardener Policy Institute.

<

Housing in Saratoga Springs comes in all types and
accommodates all ages.

New housing developments go in near Pioneer
Crossing and Redwood Road.



EMPLOYMENT

There were approximately 2,800 jobs within

Saratoga Springs in 2017, which is the most
up-to-date data available from the US Cens
Bureau Center for Economic Studies. Since
2002, about 2,700 jobs have been added
within the city representing an increase of

us

over 3,400 percent. This job growths reflects

the continued development of the city to a

more-suburban environment with increased

employment opportunities within the
community.

6,000
5,000
4,000

3,000

Employment

2,000
1,000

0

2000 2005 2010 2015 2020

Figure 2.4 Total Jobs within Saratoga Springs.
Source: U.S. Census Bureau, OnTheMap
Application and LEHD Origin-Destination
Employment Statistics (Beginning of Quarter
Employment, 2nd Quarter of 2002-2017).

The largest employers within Saratoga
Springs are Walmart, Smith Marketplace,
and as of the summer of 2020, Costco,

all of which are located off Redwood
Road. While these retailers are the largest
individual employers, education services
are the largest industry sector within city.
Table 2-2 lists top employers. Schools are
three of the six largest employers within
the city.

12

2025

LAKE VIEW MIDDLE SCHOOL 100-249

SARATOGA SPRINGS CITY 100-249

THE HOME DEPOT 100-249

WESTLAKE HIGH 100-249

WAL-MART ASSOCIATES INC 500-999

Table 2.2. Largest Employers in Saratoga Springs.
Source: Firm Find, Department of WorkForce Services,
State of Utah.

Smiths Marketplace, at the intersection of Redwood
Road and Pioneer Crossing is a major employer in
Saratoga Springs.



Although employment within Saratoga Springs has increased recently, there are still more
residents who live within the city, but are employed elsewhere. There were approximately
18,200 residents who commuted to a job outside of the city in 2022, while only 4,400 people
commuted to Saratoga Springs from another community for work. There were about 900
residents who both lived and worked within the city. These existing commuting patterns

help the City make informed decisions about transportation investments because people
commuting into and out of Saratoga Springs for work have a greater impact on transportation
system demands due to the frequency and length of their trips.

By

People coming in for
work

Figure 2.5 Inflow/Outflow Commuting Patterns
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TRANSPORTATION
SYSTEM

FUNCTIONAL
CLASSIFICATION

The transportation network in Saratoga
Springs supports the overall community
transportation vision. However, there are
opportunities to modify and improve the
current system to make a transportation
network that more efficiently meets the needs
of the future. In addition to new capacity, many
of the improvements in the transportation
network will involve making the system more
accessible, safer, and inclusive to an array of
age and mode of choice.

Roadway functional classification is a means
to categorize how a roadway functions and
operates based upon a combination of the
roadway characteristics. Streets provide for
two distinct and competing functions: mobility
and land access. As mobility increases, land
access decreases, and vice versa, as shown
in Figure 2.6. Both functions are vital, and no
trip is made without both. In Saratoga Springs,
street facilities are classified by the relative
amounts of land-access service they provide.
There are four primary classifications, with
descriptions in Table 2.3 on page 14 and in the
following text:

FREEWAYS &
EXPRESSWAYS

Freeway and expressway facilities are
provided to service long distance trips
between cities and states. No land access is
provided by these facilities. I-15 is a freeway
near Saratoga Springs, but there are currently
no freeways directly located in Saratoga
Springs. However, Cory Wride (SR-73),
Mountain View Corridor, and Pioneer crossing
are planned to be freeways in the future.

14

og® .
Mobility vs. Access  furctiona
Classification
Complete ——
Access
Control [, .. Freeway
Mobility
---------------------------------- Expressway

Strategic Arterial

Principle Arterial

Collector

Increasing Mobility 9

Local

Cul-de-sac
Unrestricted

Access

Increasing Access A

Figure 2.6 Mobility vs. Access by Functional Class.

ARTERIALS

Arterial facilities are designed to serve a

high level of mobility providing fast flowing
through-traffic movement, but offer a low-level
of land-access service. The traffic controls
and facility designs are primarily intended

to provide efficient through movement.
Redwood Road/S.R. 68 and Pioneer Crossing
are arterials in Saratoga Springs. Arterials
frequently provide the most direct route from
one point to another, not only for vehicles,
but for pedestrians and bicyclists as well.
These roads may offer wide shoulders that
can accommodate buffered or separated bike
lanes and also choice locations for bus stops.



COLLECTORS

Collector facilities are intended to serve both
short through-trip and land-access functions
in relatively equal proportions. For longer
trips requiring high mobility, such facilities
are inefficient. Instead, they are used more
for local trips requiring increased access to
destinations. For the bicyclist or pedestrian,
collectors can offer a comfortable level

of safety and a number of route choices
because of the balance between lower
vehicle speeds and the variety of available
access options to potential destinations.

LOCAL STREETS

Residential facilities primarily serve land-
access functions. Local road design and
control measures facilitate the movement

of vehicles onto and off of the street system
from land parcels. Through-movement is
difficult and is discouraged by both the design
and control of this facility. This level of street
network is likely to provide the highest level
of comfort to bicyclists and pedestrians. Local
roads will have the lowest speeds and be
mostly absent of large vehicles. The safety
and comfort of local roads is also due to a
quieter environment since there are less
vehicles and slower speeds, as well as being
removed from roadway air pollution that is
associated with higher traffic volumes.

It should be noted that roadway functional
classification does not necessarily define the
number of lanes required for each roadway’s
capacity. For instance, a collector street may
have two, three, or four lanes, whereas an
arterial street may have up to nine lanes for
motorized traffic. The number of lanes is a
function of the expected automobile traffic
volume on the roadway and serves as the
greatest measure of roadway capacity for
vehicles. The existing functional class network
in Figure 2.7 is separated into functional
classes by access as well as the general right-
of-way width.

Redwood road, an example of a major aerterial
roadway in Saratoga Springs

15
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General Characteristics of
Functional Classification

Freeway & Expressway

Arterial

General Characteristics of
Functional Classification

Collector Residential Street

Function Traffic movement Traffic movement, land access between streets & arterials, Land Access
land access

Typical % of

Surface Street Not applicable 5-10% 10-20% 60-80%

System

Continuity Continuous Continuous Continuous None

Spacing

Typical % of VMT Not applicable
Direct Land

N
Access one

Minimum
Roadway
Intersection
Spacing

Speed Limit

Parking Prohibited

Supplements capacity of
arterial street system &
provides high- speed mobility

Comments

See Engineering Standards and Specifications

40 - 65%

Limited: Major generators only

See Jurisdiction’s Engineering Standards and Specifications

See Jurisdiction’s Engineering Standards and Specifications

Discouraged

Backbone of Street System

Collect & distribute traffic

See City’s Engineering Standards and Specifications

10-20% 10-25%

Restricted: Some movements
prohibited; number & spacing
of driveways controlled

Safety controls access

See Jurisdiction’s Engineering Standards and Specifications

See Jurisdiction’s Engineering Standards and Specifications

Limited Allowed
Through traffic should be

N/A discouraged

Table 2.3. Roadway Classification

TRAFFIC VOLUME

Traffic data is typically shown as the number of
vehicles per day or an average daily volume.
Data collection was completed as part of the
transportation plan. This included traffic data
from Saratoga Springs and UDOT, as well as
new traffic counts to document traffic volumes
and speeds. These volume data provide the
basis to calibrate the travel demand model
(TDM) and to identify any capacity deficiencies
that may exist today.

The highest traffic volumes in Saratoga
Springs are on Redwood Road south of
Pioneer Crossing. This segment of Redwood
Road is a five-lane arterial with a posted
speed of 50 miles per hour and is designed
to move regional traffic through town. While
Redwood Road experiences high traffic
volumes through much of the city, this
segment has average traffic volumes in
excess of 40,000 vehicles/day. In addition
to Redwood Road, both SR-73 and Pioneer
Crossing experience daily traffic volumes
above 30,000 vehicles/day.
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LEVEL OF SERVICE

Level of Service (LOS) describes the operating

performance of an intersection or roadway. S
LOS is measured by delay and is reported _ 53';;: i sl RPN
on a scale from A to F, with A representing

the best performance and F the worst. For

unsignalized intersections, LOS is reported

based on the average vehicle delay for

the worst approach. While for signalized . Free Flow Operations

. . . + Rare occasion to wait through
intersections, an overall LOS is reported for mere than ane signal ndication
the entire intersection based on the average S

delay of all vehicles. Table 2.3 provides a brief

explanation for each LOS and the associated

average delay per vehicle for signalized
intersections. « Stable Operations

+ Occasional backup may develop
& intermittent vehicle wait for

Roadway LOS is typically displayed in the recys thas oo chooallediettion
relationship between the traffic volume and

the roadway capacity, or a V/C ratio, where

V=volume and C= capacity (this is generally

presented in a number of vehicles per day + Spmrenchly wneilble sparstions
as shown in Figure 2.8). Roadway LOS is without excessive backups
a planning tool to quantitatively evaluate

roadways to accommodate existing and

future vehicle demand. Generally, LOS D

is the planning goal for urban roadways.

Some congestion occurs at LOS D, but the + Unstable operations -
| . + Very long queues may create @ ao
transportation system is assumed to be lengthy delay £ 2 3| e = E»

« Delay: 55 to 80 seconds/Vehicle

adequate (not failing) at this level. LOS D was
identified as the planning goal for Saratoga
Springs in the peak traffic hours, meaning
that LOS E and F are unacceptable. Although

LOS D is a planning goal, roadway LOS may . Very poor operations
. « Backups create ‘gridlock”
vary on a street-by-street basis. Table 2.4 cantion =

. . . . + Delay: > 80 seconds/Vehicle
summarizes the daily maximum traffic volumes

for LOS C through LOS E.

Figure 2.8 Intersection Level of Service
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Table 2.4. Daily Level of Service Capacity

FUNCTIONAL
CLASSIFICATION
3

12,400 15,100 17,700
Arterial 5 28,500 32,800 40,300
7 43,000 50,500 63,400

While the TDM is used to predict future traffic
and LOS, it can also be used to estimate
current conditions where vehicle counts
are not available. The existing functionally-
classified roadway network was calibrated
with a 2023 base year. Figure 2.9 is a

map that summarizes the existing 2024
traffic conditions and LOS within Saratoga
Springs after the connection of Mt Saratoga
Blvd. Green roads have little or no traffic
congestion, corresponding to LOS A, B or
C, while yellow roads have peak-hour traffic
congestion, and red roads have significant
traffic congestion.

Currently, Redwood Road, SR-73, and Pioneer
Crossing experience congestion during the
peak hours. During these periods there can
be delays and queuing at the signalized
intersections along the corridor.

SAFETY

Crash data from 2019 through 2023 for
vehicles, bicycles, and pedestrians were
analyzed for Saratoga Springs. These data
were utilized to identify potential crash
hotspots and high-risk areas to address the
overall safety of residents.

20

In the past five years, there have been 2,889
reported crashes in Saratoga Springs, of
these, 7 were fatal. These fatal crashes were
on the major roadways through the city,
including Redwood Road (5), Pioneer Crossing
(1, and Pony Express Pkwy (1). Figure 210 is a
graph of crash severity and Figure 2.11 shows
the location of these crashes.

_Fatal,7,0%
No

Injury/PDO,
2193, 76%

Suspected
~———__Serious Injury,
52, 2%

. Suspected
Minor Injury,
233, 8%

"\ Possible
injury, 404,
14%

Figure 2.10 Severity Crash Chart. Source: UDOT. These data may
be protected under 23 USC 4009.

A vehicle turns left after traffic passes by. Safety
is a key factor when designing points of access to
destinations.
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As shown in Figure 2.12, front-to-rear (or rear-
end) crashes were the most common collision
representing 47 percent of all crashes,
followed by angle crashes (turning vehicles) at
22 percent. These manners of collisions are
indicative of congested traffic conditions such
as those found on the major roads through the
city. The capacity and safety improvements
specified in this master plan are designed to
reduce these crashes.

. Front to Rear, 1341, 46%

~_ Head On {front-to-front), 37,
1%

Not Applicable/Single
Vehicle, 343, 12%

- Parked Vehicle, 213, 7%

\ _ Sideswipe Opposite

Direction, 31, 1%

- Sideswipe Same
Direction, 248, 9%

Other, 43, 2%

~—_Angle, 633, 22%

Figure 2.12 Manner of Crashes. Source: UDOT.
These data may be protected under 23 USC
4009.
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Front-to-rear crashes are the most common type of
accident in Saratoga Springs. These can occur at
intersections when drivers are moving at variable
speeds and may also be distracted.
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BICYCLE AND
PEDESTRIAN CRASHES

There were 12 recorded crashes
between motor vehicles and
pedestrians and 12 crashes between
motor vehicles and bicycles from
2019 through 2023. Of these bicycle
and pedestrian crashes, there was

a single fatal crash and 4 serious
injuries as shown in Figures 2.14 and
2.15. The locations of these crashes
are dispersed throughout the City, as
shown in the map on Figure 2.16.

_—No Injury/PDO, 2,
17%

‘ ___Fatal, 1, 8%

_ Serious Injury, 1, 8%

Possible Injury,
7, 59%

Minor Injury, 1, 8%

Figure 2.14 Bicycle Crash Severity Chart. These data
may be protected under 23 USC 409.

Serious Injury, 3,
25%

Possible Injury, 5,
42% #

~ Minor Injury, 4,
33%

Figure 2.15 Pedestrian Crash Severity Chart. Source:
UDOT. These data may be protected under 23 USC
409.

People jog along a paved street separated trail next to Redwood Road. Using elements
such as a park strip to provide separation between vehicles and pedestrians creates a safe
environment with a high level of comfort for users.
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ACTIVE
TRANSPORTATION

An active transportation (AT) network is a A bicyclists rides along the east side of Redwood
because it provides mobility options for all five lane road has a speed limit that varies from 45

. . . L to 55 mph, throughout the city, the bike lane creates
residents. Making walking and biking safe and an environment of comfort by providing distance from

convenient is a key goal of any transportation  venicles and a defined area marked by engineering
plan. The benefits of a practical and designs specific for bicyclists. Appropriate design
accessible AT network are broad and range requires the consideration of variables such as speed,
from improving physical and mental health, conflicts at intersections, and available Right-of-Way

decreasing noise and air pollution. providin (ROW). Designated bike lanes can be physically
'ng : IF poliution, providing buffered, painted green, signed and striped, or

a low-cost mode choice, to increasing the potentially remain an unaltered roadway shoulder that
property values along the AT network. More already offers enough width to provide a reasonable
transportation choices improve connectivity level of safety and comfort to a certain percentage of
throughout the community by providing bicyclists. Roads that offer bike lanes in Saratoga are

more access to both specific and regional Redwood Road, Pioneer Crossing, and Pony Express.

origins and destinations. While freeways

and expressways favor mobility, a robust AT
network provides its own accessibility options
that can connect people to neighborhoods,
downtowns, parks, schools, places of work
and worship, shopping centers, etc.

Saratoga Springs has a developing trail
network with a range of AT options throughout
the city, as illustrated in Figure 2.17. On May 5,
2020 Saratoga Springs adopted their Parks,
Recreation, Trails, and Open Space Master
Plan. This document provides extensive
existing conditions analysis.

Two people bicycle along a paved street separated
trail located along the west side of Redwood Road.
This option for AT offers a much higher level of comfort
to bicyclists (and pedestrians) than the designated
bike lanes along the shoulder of Redwood. These
paved paths are found along high speed arterials

like Redwood Road and Pony Express, allowing for
bicyclists and pedestrians to travel farther distances in
safety and comfort. They are also being constructed
by contractors in neighborhood developments across
the City, like Harvest Hills Boulevard and along and off
of Ring Road. These paths can provide seamless AT
connections between local roads and arterials when
they are designed to link together as they do between
Parkway Boulevard and Redwood Road.
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TRANSIT

Saratoga Springs is served by Utah Transit
Authority’s (UTA) bus route 806, which runs
from Eagle Mountain across Saratoga Springs
to the Lehi Frontrunner Station and Utah
Valley University (UVU). Currently, the bus
runs only Monday through Friday, with no
transit service offered on the weekends. The
UTA 806 makes stops in Saratoga Springs at
478 West Harvest Hills Boulevard, the Harvest
Hills Church Park & Ride, and the intersection S
of Highway 73 and Redwood Rd. A UTA Vanpool vehicle sits outside of the Walmart in

The 806 travels eastbound towards UVU Saratoga Springs.

during morning hours and travels westbound

towards Eagle Mountain in the afternoon and 806 -
early evening. The 806 averaged 93 daily ===
riders in 2024 putting the utilized capacity of Eagle Mountain/Saratoga Springs/

the bus under 20 percent. The predictability Lehi Station/UVU

of the bus was at 91 percent (based on UTA
Routes, Stops and Most Recent Ridership -
December 2024).

UTA offers Vanpool service in Saratoga
Springs. The service provides various size
vans for rent to groups of individuals and
companies. Vanpool functions as an interim
transit option for areas like Saratoga Springs
that may not yet have the demand for
frequent public transit. This service provides
residents access to transportation options
beyond a single-occupancy vehicle when
public transit options like the 806 bus are
unavailable. In Saratoga Springs, where bus
service is limited, vanpool can allow workers
to get to and from their jobs during hours and

days bus service is unavailable. Eagle Mountain
Saratoga Springs
Lehi Station
uvu

UTA =¢ BUS

UTA Route 806 is the route that serves Eagle
Mountain and Saratoga Springs.
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FUTURE
CONDITIONS

This chapter discusses the background and
assumptions used to forecast transportation-
related growth in Saratoga Springs. Using
TDM techniques, in conjunction with projected
socioeconomic, population, and employment
trends, future transportation demands were
forecast. Transportation system improvements
that are committed or planned by agencies
such as Utah Department of Transportation
(UDOT) and Mountainland Associated of
Governments (MAG) were included in the
transportation forecasting prior to identifying
additional transportation projects within
Saratoga Springs. MAG is the Metropolitan
Planning Organization (MPO) for Utah

County and is responsible for coordinating
transportation planning in the region.

FUTURE GROWTH

Most of the projected socioeconomic data
used in this study comes from the Land-Use
Element of the General Plan. The General
Plan was last updated in 2022 and is shown
in Figure 3.1. To allow for growth, this Plan
reflects significant changes across a variety
of land-uses, including agriculture, residential,

30

industrial and commercial. This planned
land-use provides the basis for the projected
socioeconomic data used in this study and
comes from land-use modeling completed
by MAG. MAG recently updated their
Regional Transportation Plan (RTP), TransPlan
2050, which is the foundational plan for

the development of the future regional
transportation system. The 2023-2050

RTP, also know as TransPlan50 (available at
https://www.mountainland.org) was adopted
in 2023. The RTP is a guide to maintain and
enhance the regional transportation system
for urbanized Utah County. As part of this
process, MAG modeled future land-use
changes based upon allowed development
the transportation system. The output was
then used to determine what will be needed
for the future functional roadway network.
These socioeconomic assumptions were
further refined for this TMP update to better
reflect existing and planned land-use within
Saratoga Springs.
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Figure 3.1 General Land Use Plan
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Figure 3.2 summarizes the anticipated growth
over the next 30 years. It is projected that
there will be over 150,000 people living in
Saratoga Springs by year 2040 based upon

ZPFI1 2024-2040 growth projections. Based on

these estimates there will be approximately
186,000 residents in 2050 if the 2032-2040
growth trend continues and over 210,000
residents at build-out

It is anticipated that there will be an additional
140,000 people in Eagle Mountain that will
pass through Saratoga Springs to travel to
destinations throughout the Wasatch Front.

Historic and forecast Population Growth

200,000
180,000
160,000
140,000
120,000
100,000
80,000
60,000
40,000
20,000
0
2000 2005 2010 2015 2020 2025 2030 2035 2040 2045 2050
e Population (Historic)
—— Population (ZPFI Recommended Scenario)

----- Trend to 2050

Figure 3.2 Historic and Future Population Growth

TRAVEL MODEL
DEVELOPMENT

Projecting future travel demand is a function
of projected land-use and socioeconomic

conditions. The MAG TDM was used to predict

future traffic patterns and travel demand. The
TDM was modified to reflect better accuracy
through the Saratoga Springs area by creating
smaller Traffic Analysis Zones (TAZ) and

a more accurate and extensive roadway
network.
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Existing conditions were simulated in the
TDM and compared to the observed traffic
count data to get a reasonable base line

for future travel demand. Once this effort
was completed, future land-uses and
socioeconomic data were input into the TDM
to predict the roadway conditions for the
horizon year 2050. Year 2050 was selected
as the planning year horizon to be consistent
with the regional planning process. However,
build-out conditions were also evaluated to
help determine the ultimate transportation
needs within community.

LAND USE’S EFFECT ON
TRANSPORTATION

The rapid growth that Saratoga Springs has
experienced is expected to continue in the
coming years. Population is projected to
more than triple over the next thirty years,
resulting in increased transportation system
demands. These increased demands will
require new and improved transportation
facilities. Additionally, Saratoga Springs is
currently a bedroom community with many
more households than jobs after 2030. While
the city has a mix of residential, commercial,
and industrial land-uses near the intersection
of Pioneer Crossing and Redwood Road,
these land-uses will increase and develop

in additional areas. These new commercial,
retail, and office developments are expected

to result in more jobs. Saratoga Springs will
no longer be a bedroom community offering
more opportunities for people to shop and
work within the community. These changes
will require transportation options for people
to walk, bike, or take transit for these shorter
distance trips, changing how people commute
in the future.



MODEL YEARS AND
RESULTS

PROJECTED TRAFFIC
VOLUMES & CONDITIONS

The resulting outputs of the TDM consist

of traffic volumes on all of the classified
streets in the city and surrounding area.
These forecasted traffic volumes were used
to identify the need for future roadway
improvements to accommodate growth.
The following two scenarios were analyzed
in detail for the years 2032, 2042, 2050

to assess the travel demand and resulting
network performance in the city:

« No-build

+ Recommended Roadway Network

NO-BUILD CONDITIONS

A no-build scenario is intended to show what
the roadway network would be like in the
future if no action were taken to improve

the roadway network. The TDM was again
used to predict this condition by applying
the future growth and travel demand to

the existing roadway network. Interim year
growth assumptions were also modeled

to understand how congestion grows over
time. Figures 3.3, 3.4, and 3.5 show the
2032, 2042, and 2050 no-build model LOS,
respectively. These maps show growing
congestion on Pioneer Crossing, Pony
Express, Redwood Road, and other corridors
as the population and employment increases
without improvements to the transportation
system. This growing congestion is visible

in the expansion of orange and red roadway
segments.

As shown in, Figure 3.5 if no improvements
are made to the transportation system,
projected traffic volumes for the planning
year 2050 will significantly worsen the LOS
of many streets and intersections throughout
the city. The following list includes the streets
expected to perform at LOS E or worse.

LOS E or Worse (Unacceptable)
+ Redwood Rd

« Pony Express Pkwy

+ Mountain View Blvd

« Pioneer Crossing

« Crossroads Blvd

- Lariat Blvd

- Mt Saratoga Blvd

« 400 North (Thunder Blvd to Redwood
Road)

« Thunder Blvd (400 N to Pony Express
Pkwy)

+ Riverside Dr (Pioneer Crossing to Stroll
Ave)

« Grandview Blvd (Mountain View Blvd to
Parkside Dr)

« Founders Blvd (Old Farm Rd to
Redwood Rd)
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RECOMMENDED 2050
ROADWAY NETWORK

Transportation system improvements will need
to be made to preserve the quality of life and
to maintain an acceptable LOS on city streets
and at intersections. These improvements will
also provide a sound street system that will
support the city’s economic base.

The future analysis can be split into two
sections. The first are regional projects
included in MAG’s RTP. These projects

may be funded in part by MAG. After
determining where the improvements occur
with the addition of the MAG projects, the
second section includes the rest of the
projects necessary to improve the roadway
network to LOS D, or better, and to build
the transportation system necessary to
accommodate future land-use plans

New growth requires new roadway capacity
improvements to maintain the LOS in Saratoga
Springs.

The recommended 2050 roadway network
will provide the access and capacity for the
growth anticipated in the commercial, retail,
and office sectors as well as family housing.
The built environment in Saratoga Springs is
quickly expanding as seen in the photo above
where three houses are in three separate
stages of construction on a new development.
All three face the new Mountain View Corridor,
while their backyards overlook the city and
Utah Lake. Without additional improvements
to Mountain View Corridor and other high
travel speed routes, these arterials will
experience more congestion until, ultimately
they will perform at an unacceptable LOS and
reduce the quality of life for the residents of
Saratoga Springs.

REGIONAL
TRANSPORTATION PLAN

Saratoga Springs is not alone in improving the
roadway network. MAG, in cooperation with
UDOT, provides financial assistance for projects
included in their RTP. If a roadway is included on
the RTP and is owned and operated by UDOT,
full financial responsibility falls to UDOT. It is
important to include these projects in the RTP
as well as coordinate with UDOT to ensure these
projects are implemented. If the roadway is

on the RTP and not owned by UDOT, Saratoga
Springs may be able to apply for funding
through MAG, in which case, the City will only
be responsible to match 6.77 percent of the total
cost of the project. The projects within Saratoga
Springs included on the RTP are shown in Figure
3.6, and below is a list of the RTP projects to be
completed in various phases.
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PHASE 1:

Plan Name Description Phase (Fiscally Phase
Constrained) (Need)

Foothill Boulevard New 3 Lane Road _—

Lehi 2300 W New and Widen to 5 Lanes
Pony Express Parkway New 3 Lane Road

H35 [ Pioneer Crossing Operational Improvements New Reversible Lanes 1 1
PHASE 2:
Description Phase (Fiscally  Phase
Constrained) (Need)
H36 | Pony Express Parkway Widen to 5 Lanes 2 1
PHASE 3:

Plan Name Description Phase (Fiscally Phase
Constrained) (Need)

Foothill Boulevard New 4 Lane Road _—
Lehi South Expressway (alternative)

H73 [ Mountain View Freeway Widen, 1 Lane Northbound and South- 3 2
bound

NOT PHASED:

Plan Name Description Phase (Fiscally  Phase
Constrained)  (Need)

Hidden Valley Road New 5 Lane Road Unfunded _

H103 | Utah Lake Bridge New Freeway Bridge Unfunded

H103 | Utah Lake Bridge (alternative) New Freeway Bridge Unfunded 3

Table 3.1 2023 MAG RTP projects in Saratoga Springs
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2050 PROPOSED
ROADWAY NETWORK

The indicated roadway segments previously
listed, as well as the additional modeling
results, form the basis of the improvements
included in the 2050 roadway improvements.
With all projects included, Figure 3.7 shows
the proposed 2050 roadway network and
LOS with all future projects (including MAG
RTP projects).

SUMMARY OF WHAT
THE FUTURE HOLDS

With the planned growth of Saratoga

Springs and surrounding communities,

the transportation system will experience
increased demand. Without improvements to
the transportation network, traffic congestion
and resulting delays will increase significantly
on most of the functionally-classified
roadways. However, Saratoga Springs is not
alone in planning for future growth. UDOT and
MAG have identified key improvements to the
regional roadway network to accommodate
future demand, too. These regional capacity
improvements reduce future congestion on
the functionally-classified roads within the city.
Most of the capacity improvements needed to
accommodate the future vision for Saratoga
Springs are planned with the MAG’s TransPlan
2050. To address remaining capacity needs,
additional projects were identified that reflect
community input and local priorities. With all
the projects identified, the future roadway
system is anticipated to function at an
acceptable LOS with minimal delays through
the planning year 2050.
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Figure 3.8 shows the build-out (2060) analysis
of the proposed transportation network with
unfunded MAG project for the mid-valley
connection to Eagle Mountain and Utah Lake
Crossing. Even with the addtional growth,
the transportation network is operating at

an acceptable level of service indicating the
proposed improvements even with major
regional projects that increase pass-through
traffic from Eagle Mountain are expected to
meet the future travel demand well past the
planning year 2050

In summary, this map shows the most green
and the least amount of orange and red of
any other map, by far. Compared to the other
no-build and build alternatives, this scenario
provides residents, visitors, and those whose
daily routine carry them through the city the
greatest ease of use and the least congestion.
The Pioneer Crossing Freeway may have the
greatest effect on quality of life to the greatest
amount of people of all future scenarios.

Signals will need to be monitored

and updated as conditions change. It

is recommended that the signalized
intersections in the area be regularly
monitored, and signal timings adjusted as
needed to maintain acceptable operating
conditions. Coordination with UDOT will be
necessary on all UDOT roads. Additionally,
care should be taken to regularly monitor

the non-signalized intersections and, where
appropriate, studies should be completed to
determine the best control for the intersection.
The most common mitigations to failing non-
signalized intersections are roundabouts and
traffic signals. For each intersection, both
roundabout and traffic signal solutions should
be investigated and studied to determine the
best alternative.
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RECOMMENDATIONS

This chapter focuses on specific
transportation recommendations. It includes
the Future Functional Classifications Map with
roadway cross-sections and descriptions.

It also contains discussions of access
management and other transportation
recommendations, including future transit and
AT recommendations.

FUTURE FUNCTIONAL
CLASSIFICATIONS

The recommended functionally-classified
roadway network is illustrated in Figure 4.1.
The functional classification was developed
based upon prior planning efforts, including
the existing functional classifications shown
in Figure 2.7. This existing map provided
the base roadway network that was refined
to serve the updated future land-uses and
traffic forecasts from the TDM. Finally, the

recommended functional classifications reflect

stakeholder and public comments to create
a network that will serve existing and future
travel demand.

The recommended network includes planned
projects from MAG’s RTP. These arterial and
collector roadways will provide the backbone
of the functionally-classified transportation
network within Saratoga Springs.

The Future Functional Classifications
Map shown in figure 4.1 on the next page
is a comprehensive one-page image of
the City’s Transportation Master Plan. It
shows the existing and future roads with
their connectivity and general sizing so
the community will know what the plan is
for future roads in Saratoga Springs. It is
essentially the future road network.
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STANDARDS AND Cross-section drawings are located on the

following pages. These are only examples
CROSS SECTIONS of possible lane configurations within the
pavement widths because there is variability
in the application of standards.

Accompanying the Future Functional
Classifications Map to better complete

the road network are standard roadway
cross-sections. Roadway cross-sections are

All roadway design should be checked
and compared to the City’s Engineering
Standards and Specifications.

essential for understanding the function,

capacity, and speed, as well as the look and ARTERIALS

feel of a road. The roadway cross-section Principal arterial streets are mostly UDOT
standards for this TMP are based on Saratoga roads and are designed to move vehicles
Springs City Standards and engineering through an area. These roads have limited
concepts from the American Association access, higher speeds, and traffic signals at

of State Highway and Transportation major cross-streets. Principal arterials are
Officials’(AASHTO) design manual “A Policy generally spaced about one or two miles apart

on Geometric Design of Highways and Streets and usually have four to six travel lanes with a

2018,” commonly called the “AASHTO Green center-turn lane. Principal arterials in Saratoga
Book”. Springs include Redwood Road, Pioneer

Crossing, and S.R. 73. As shown below, the
design widths for the principal arterials are
variable and can be used for 3to 7 lane
roadway sections. ROW often varies and can
be flexible to specific locations. Saratoga
roads also include major and minor arterials
which are designed for less volume than
principal arterials but more volume than other
existing road classifications in the city.

The typical cross-sections for each functional
classification in Saratoga Springs are drawn
in this section. These cross-section standards
take into account certain necessary elements
of a functional road system like: access,
capacity, safety, vehicle emissions, and
mobility. Smaller, lower-speed designs allow
for more driveway and neighborhood access,
while roadways like principle arterials, which
are designed for easier long-distance travel at
higher speeds, serve the function of moving a
greater capacity of cars to areas with limited
access.

Figure 4.2 7-Lane Major Arterial Cross-Section

7-Lane Principal Arterial

A
v

180'
120" ROW

(R

A

Y

SharedUse  Park o Bike 5 Travel Lanes CenterTurn Travel Lanes & Bike o Park SharedUse
Path Stip S lane 3 Lane 2 lane S Strip Path
30 44—5-/>|A|<—7'—>|4’4—]2'—»4—]2’—»4—]2'—»«—]4’—»4—]2'—»4—]2’—»4—]2'—»’A’4—7'—>|A|<—> 30

45
25

45



Figure 4.3 5-Lane Major Arterial Cross-Section

5-Lane Major Arterial
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Figure 4.4 Alternative 5-Lane Major Arterial Cross-section
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Figure 4.5 5-Lane Minor Arterial Cross-Section
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Figure 4.6 Foothill Frontage Road Cross-Section
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COLLECTORS

Collector streets are designed to offer local
traffic access to arterial streets, but they are
not designed for long-distance travel. These
roads have limitations to street and driveway
access. Planned collectors in Saratoga
Springs include Harvest Hills Boulevard and
Parkway Boulevard. A collector has less
vehicle capacity, and is not as wide as, an
arterial, but it provides more capacity than
local streets. Because of a collector’s lower
speeds and lower capacity, or flow rate, the
geometric roadway design may have more
curves, moving more with the contours of the
land than an arterial.

Planned collectors in Saratoga Springs will
connect to roads like Talus Ridge Drive, Pony
Express Parkway, and Wildlife Boulevard.
Currently, the City is not planning new local
collector corridors.

Figure 4.7 3-Lane & 2-Lane Collector Cross-Section
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LOCAL STREETS

Local streets are designed to offer homes
access to the greater roadway network by
connecting to collectors or arterials. Local
streets are typically laced with driveways on
both sides and have posted speed limits of
25 miles per hour. These streets are part of
developers’ plans for neighborhoods, and

are built within sub-divisions. Local streets
exist across Saratoga Springs are found in
residential developments. The local street
cross-section has a 59-foot right-of-way, which
could include one 14.5-foot travel lane in each
direction, 2-feet of curb and gutter, 8-feet of
park strip, and sidewalks at minimum width of
5-feet.

Figure 4.8 3-Lane & 2-Lane Collector Cross-Section
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ACCESS MANAGEMENT

Access management is the practice of
coordinating the location, number, spacing,
and design of access points to minimize
site access conflicts and maximize the
traffic capacity and safety of a roadway.
Uncoordinated growth along major travel
corridors often results in strip development
and a proliferation of access points. In
many of these instances, each individual
development along the corridor has its
own access driveway. Numerous access
points along major travel corridors create
unnecessary conflicts between turning and
through traffic, which causes delays and
accidents. Numerous benefits are derived
from controlling the location and number of
access points to a roadway. Those benefits
include:

« Improving overall roadway safety

« Reducing the total number of vehicle trips
« Decreasing interruptions in traffic flow

« Minimizing traffic delays and congestion

« Maintaining roadway capacity

- Extending the useful life of roads

- Avoiding costly highway projects

« Improving air quality

- Encouraging compact development
patterns

- Improving access to adjacent land-uses

- Enhancing pedestrian and bicycle facilities

For further information about access
management, see the City’s Engineering
Standards and Specifications.
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PRINCIPALS OF ACCESS
MANAGEMENT

Growing traffic congestion, concerns over
traffic safety, and the ever-increasing cost

of upgrading roads have generated interest
in managing the access to not only the
highway system, but to surface streets as
well. Access management is the process
that provides access to land development
while simultaneously preserving the flow

of traffic on the surrounding road system in
terms of safety, capacity, and speed. Access
management attempts to balance the need to
provide good mobility for through traffic with
the requirements for reasonable access to
adjacent land-uses.

Arguably, the most important concept

in understanding the need for access
management is to ensure that the movement
of traffic and access to property is not
mutually exclusive. No facility can both

move traffic efficiently and provide unlimited
access at the same time. Figure 5-2 shows
the relationship between mobility, access,
and the functional classification of streets.
The extreme examples of this concept are
freeways and cul-de-sacs. Freeways move
traffic very well with few opportunities for
access, while the cul-de-sacs have unlimited
opportunities for access, but don’t move
traffic very well. In many cases, accidents and
congestion are the result of streets trying to
serve both mobility and access at the same
time.



A good access management program will
accomplish the following:

« Limit the number of conflict points at
driveway locations

« Separate conflict areas
« Reduce the interference of through traffic

- Provide sufficient spacing for at-grade,
signalized intersections

« Provide adequate on-site circulation and
storage

Access management attempts to put an

end to the seemingly-endless cycle of road
improvements followed by increased access,
increased congestion, and the need for more
road improvements.

Poor planning and inadequate control of
access can quickly lead to an unnecessarily-
high number of direct accesses along
roadways. The movements that occur on and
off roadways at driveway locations, when
those driveways are too closely spaced, can
make it very difficult for through traffic to flow
smoothly at desired speeds and levels of
safety. The AASHTO state that “the number
of accidents is disproportionately higher

at driveways than at other intersections...
thus their design and location merits special
consideration.” Studies have shown that
anywhere between 50 and 70 percent of all
crashes that occur on the urban street system
are access related.

Fewer direct accesses, greater separation of
driveways, and better driveway design and
location are the basic elements of access
management. There is less occasion for
through traffic to brake and change lanes

in order to avoid turning traffic when these
techniques are implemented uniformly and
comprehensively.

Consequently, with good access
management, the flow of traffic will be
smoother and average travel speeds higher,
with less potential for crashes. Before-and-
after analyses by the Federal Highway
Administration (FHWA), show that routes with
well-managed access can experience 50
percent fewer accidents than comparable
facilities with no access controls.

Through the development review and
approval process, the City will evaluate
proposed access points using the principles
described above.

Mobility vs. Access ~ Functiona!
Classification
Complete A
Access
Control [T TTmmnmmmeees Freeway
Mobility
T """""""""""""""""""""" Expressway
"""""""""""""""" Strategic Arterial
"""""""""" Principle Arterial

----------- Collector

----- Local

Increasing Mobility

{ Cul-de-sac

Unrestricted
Access

Increasing Access »

Figure 4.9 Mobility Vs Access

ROADWAY NETWORK
ACCESS MANAGEMENT
STANDARDS

As guidelines and standards are updated
frequently, the access management guidelines
and standards used for development and
construction are included in the Saratoga
Springs Engineering Standards. Please
contact the City for more information on how
to access the Engineering Standards.
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The access management concepts and
standards presented below are consistent
with guidelines established by the FHWA,
AASHTO, the Transportation Research Board
(TRB), and the Institute of Transportation
Engineers (ITE).

There are a number of access management
techniques that can be used to preserve

or enhance the capacity of a roadway.
Specific techniques for managing access

are discussed in this section and illustrated
with examples. Not all techniques will apply
to every situation. Some of them are more
appropriate to less-developed rural areas of
the city, whereas others are more appropriate
in the urban areas. In the urban areas, the
techniques can be applied when existing sites
are redeveloped or when negotiations with
landowners are successful. Therefore, it is up
to the City to determine what will work best
based in each situation.

NUMBER OF ACCESS
POINTS

Controlling the number of access points or
driveways from a site to a roadway reduces
potential conflicts between cars, pedestrians,
and bicycles. Normally, each parcel should

be allowed one access point, and commercial
properties should be required to share access
where possible.

Provisions can be made in the local land-use
regulations to allow for more than one access
point where special circumstances would
require additional accesses.
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SPACING OF ACCESS
POINTS

Establishing a minimum distance between
access points reduces the number of
points a driver has to observe, and reduces
the opportunity for conflicts. Spacing
requirements should be based on the
classification and design speed of the road,
the existing and projected volume of traffic
as a result of the proposed development, and
the physical conditions of the site. Minimum
spacing standards should be applied to
both residential and commercial/industrial
developments.

To ensure efficient traffic flow, new signals
should be limited to locations where the
progressive movement of traffic will not

be impeded significantly. Uniform, or near
uniform, spacing of signals is essential for the
progression of traffic.

Un-signalized accesses are far more common
than signalized accesses. They affect all kinds
of activity, not merely large activity centers.
Traffic operational factors lead to wider
spacing of driveways (especially medium- and
higher-volume driveways) include weaving and
merging distances, stopping-sight distance,
acceleration rates, and storage distance

for back-to-back left turns. From a spacing
perspective, these driveways should be
treated the same as public streets.

Restricted access movement (i.e., right-in/
right-out access) can provide for additional
access to promote economic development
with minimum impact to the roadway facility.
This type of access should be spaced to allow
for a minimum of traffic conflicts and provide
distance for deceleration and acceleration
of traffic in and out of the access. Restricting
access on roads may create double-
frontage lots. This can be mitigated through
landscape buffering. See the City’s Standard
Technical Specifications for specific access
management standards.



TRAFFIC CALMING

Street patterns are typically developed in
response to the desires of the community
at the time of construction. In Utah, the
history of using a grid system for planning
and development purposes started long
ago and has proven efficient for moving
people and goods throughout a network
of surface streets. However, the nature of
a grid system with wide and often long,
straight roads can result in excessive
speeds. For that reason, traffic calming
measures (TCMs) can be implemented to
reduce speeds on residential roadways.
Saratoga Springs is an exception to the
Utah grid system, and as, such has fewer
problems with long, wide, straight street
sections that can contribute to high speeds
and unsafe conditions. Traffic calming

is, however, still applicable to many
neighborhood or local streets and should
be at least given consideration on the City’s
local and residential streets on a case by
case basis where applicable. See the City’s
Traffic Calming Policy for guidance.

An example of a speed hump in a residential
neighborhood in West Jordan, Utah.

An example of a pedestrian refuge island near a school in West Jordan, Utah.
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TRAFFIC IMPACT
STUDIES

As growth occurs throughout the city, the
City will evaluate the impacts of proposed
developments on the surrounding
transportation networks prior to giving
approval to build. This will be accomplished
by requiring that a Traffic Impact Study (TIS)
be performed for any development in the
City. UDOT's traffic levels will be referenced
as guidance for the TIS. The study will

allow the City to determine the site-specific
impacts of a development, including internal
site circulation, access issues, and adjacent

roadway and intersection impacts. In addition,
a TIS will assist in defining possible impacts to
the overall transportation system in the vicinity
of the development. The area and items to be
evaluated in a TIS include key intersections
and roads as acknowledged by the City
Engineer on a case-by-case basis. Other items
that should be included in a TIS include:
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A description of the project site and study
area boundaries including a site plan and
study area map showing the proposed
project access locations and connections
to the adjacent road network.

A description of existing and proposed
land-uses within the study area including a
discussion of the project land-use.

A description of existing and proposed key
roadways and intersections in the study
area including lane configurations and
traffic controls.

A discussion of trip generation, distribution,
and assignment methodologies and
assumptions.

A LOS and capacity analysis of existing
traffic levels and conditions for key
roadway segments and intersections.

A LOS and capacity analysis of background
traffic levels and conditions (existing

traffic plus additional traffic projected from
normal growth rates and from other known
developments in the study area at the time
of completion) for key roadway segments
and intersections.

A LOS and capacity analysis of background
plus project traffic levels and conditions
(background traffic plus projected traffic
associated with the proposed project) for
key roadway segments and intersections.

A safety analysis for key roadways and
intersections including applicable accident
histories.

Any applicable yield sign, stop sign, multi-
way stop signs, and traffic signal warrant
analyses.

A determination of the street system’s
ability to accommodate projected traffic
levels.

An identification of impacts to the existing
street system as a result of the project.

A discussion of improvements to be
implemented as part of the project to
accommodate project traffic such as
roadway and intersection widening
to provide exclusive turn lanes or
modifications to traffic controls.

A discussion of mitigation measures to
be implemented to restore or improve
traffic operations to an acceptable LOS
on any key roadway segments or at key
intersections within the study area.

Each TIS will be conducted by a professional
engineer at the developer’s cost.



AREAS OF INTEREST

A few specific locations on Saratoga Springs City’s street network may require some unique
improvements to resolve traffic issues at these sites. These areas are identified below along
with the unique characteristics of each location.

1200 NORTH

1200 North is home to one of the two Saratoga Springs fire stations, which currently relies on
access to and from SR-73 and Foothill Boulevard/Mountain View. However, planned upgrades
to these roadways will significantly impact the existing connectivity. When Foothill Boulevard is
upgraded to a freeway with frontage roads the 1200 North access is slated to become a cul-
de-sac, while SR-73 will also be upgraded to a freeway with frontage roads, limiting existing
access points to right-in/right-out only. To address these changes, 1200 North is planned to
be extended westward to connect with Mt. Saratoga Boulevard, which will offer full access to
the SR-73 freeway. This extension will not only enhance connectivity but also provide a new
connection to the south via Mt. Saratoga Boulevard, helping maintain critical fire coverage

in the area. Despite its benefits, the project faces challenges, including navigating the steep
grades between 1200 North and Mt. Saratoga Boulevard and managing the proximity of the
new connection to the planned frontage roads along SR-73.

A

= 1200/North

Figure 4.10 Area of Interest 1200 North
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MARKET STREET

The planned freeway on Pioneer Crossing will limit access on Medical Drive to right-in/right-
out only, forcing through and left-turning traffic to use Market Street as an alternative route.
This shift is expected to increase traffic volume along Market Street. To address this, the
planned cross-section through the downtown area has been upgraded to a minor arterial
design, featuring two travel lanes in each direction and a center turn lane. Additionally, the
current Pioneer Crossing concept includes additional lanes on the completed section of Market
Street north of Pioneer Crossing. Depending on the results of a future environmental study

for Pioneer Crossing, further widening of this section of Market Street may be necessary to
accommodate evolving traffic needs.
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SILVER LAKE

The realignment of the Bonneville Drive connection to Silver Lake is expected to increase
traffic along Silver Lake Drive. This includes a high volume of southbound left-turning vehicles
from Eagle Mountain accessing the Mountain View Corridor. To accommodate this traffic,

dual left-turn lanes will likely be necessary for these movements. These lanes may require
shared through/right-turn lanes on the northbound and southbound legs of the intersection.
Alternatively, the intersection approaches may need to be flared to provide dedicated right-
turn lanes, ensuring smoother traffic flow and reduced congestion.

-.---uq"""---

Figure 4.12 Area of Interest Silver Lake

VILLAGE PARKWAY

The realignment of the Bonneville Drive
connection to Silver Lake is expected to
increase traffic along Silver Lake Drive.

This includes a high volume of southbound
left-turning vehicles from Eagle Mountain
accessing the Mountain View Corridor. To
accommodate this traffic, dual left-turn lanes
will likely be necessary for these movements.
These lanes may require shared through/right-
turn lanes on the northbound and southbound
legs of the intersection. Alternatively, the
intersection approaches may need to be
flared to provide dedicated right-turn lanes,
ensuring smoother traffic flow and reduced | — Y| oy
congestion. : ¢t R

>
[Deereadow,

Figure 4.13 Area of Interest Village Parkway
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ACTIVE
TRANSPORTATION

Future bicycle and pedestrian facilities also
play an important part of a complete TMP.
Figure 4.10 is a map that shows both the
planned and existing trails and trailheads.
Currently, Saratoga Springs is incorporating
AT facilities into much of its ROW and roadway
design and has plans to continue this effort
into the future, creating more access, more
connections, and more variety of facility types
for all users. This information is from the Parks,
Recreation, Trails, and Open Space Master
Plan for Saratoga Springs, which was adopted
May 5, 2020.

The intersection of Redwood Road and Pioneer Crossing has been enhanced to provide greater
comfort for bicyclists .
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TRANSIT

Transit can provide a viable mobility option
across economic strata for City residents
and commuters. As Saratoga Springs grows
in population and density, it can expand the
geographic coverage and frequency of its
transportation network. While UTA currently
only offers a weekday core bus route, future
transit plans include local bus routes, bus
rapid transit (BRT), and a BRT/ light-rail route.
Coordination of this expansion involves both
MAG and UTA.

Public transit service best utilizes its capacity
and provides the greatest benefit to the most
people in areas that have a high population
density. When there is a demand for transit

in areas that have the population numbers to
support the service, more frequent and faster
transit lines can be implemented to expand
the service and meet the public’s needs. As
areas become more densely populated transit
operates as a more efficient tool to reduce
congestion. The existence of transit can

help reduce the frequency and intensity of
winter inversion days by improved air quality,
guide growth by incentivizing mixed use
development, promote AT, and many other
urban planning and design strategies that can
improve a community’s overall quality of life.
However, a certain population level has to be
reached to maximize the benefits of transit.

If transit is set up in advance, it can help the
impacts of growth in a proactive way, or it can
be reactive, and assist the City after a higher
level of population has been reached, reacting
to the needs of the public and satisfying a
latent demand.

Figure 4.15 is a map displaying the future of
transit service with the new express route
highlighted.
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2024 TRANSIT PLAN

The 2024 Transit Plan outlines a strategic
vision for enhancing public transportation

in Saratoga Springs and west Utah County.
This plan outlines proposed future transit
improvement and new routes, such as UTA
Bus Routes 809 and 889, a Bus Rapid Transit
(BRT) system, and various local loops and
connections. The plan was developed with
input from the planning departments of
Saratoga Springs, Lehi, Eagle Mountain, and
American Fork, ensuring that future transit
expansions align with regional growth.

The core objective of the plan is to enhance
regional connectivity by developing logical
transit routes that link major points of interest
and support multi-modal transportation,
including walking and biking networks. By
prioritizing direct routes with high ridership
potential, the plan seeks to improve efficiency
and accessibility while accommodating
future growth in West Utah County. Saratoga
Springs, in particular, stands to benefit

from better transit options, connecting its
expanding residential areas with neighboring
cities and employment centers. This transit
plan will help shape future development and
transit investments, ensuring a more seamless
and sustainable transportation network for
the region. Prioritization of routes is yet to be
determined, but the goal is to create a well-
connected system that integrates with major
transit hubs like the Lehi and American Fork
FrontRunner stations while improving access
to downtown areas, UTA Park and Ride
stations, and key community destinations.

Figure 416 shows the 2024 Transit Plan as
well as existing transit.
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Due to the importance of a transit network

to Saratoga Springs, and at the request of
several major landholders in the City, a TRAX
or BRT line is being proposed as part of the
TMP. The typical cross sections for the 7-lane
and 5-lane arterials have sufficient space

to implement a BRT/TRAX solution without
additional ROW acquisition. This line will
connect the Draper line extension to Saratoga
Springs. The City is committed to promoting
this TRAX or BRT line and coordinating with
landowners, UTA and MAG to implement this
transit improvement. It is important to note
that this is a “vision” project, meaning that the
City of Saratoga Springs will continue to work
with UTA and MAG to determine the best
location and implementation timing for the
future TRAX or BRT line.

A concept design is included as part of the
TMP in figure 4.17. This is a concept design for

the section of the TRAX or BRT line utilizing
Pony Express Parkway.

The roadway would consist of 12’ travel lanes
(2 in each direction) separated by a 30’ right-
of-way reserved for light rail TRAX trains, or
BRT buses. Additional space, closer to 40’,
will be needed at stations near intersections.
This 30’ right-of-way would be room enough
to provide two-way transit traffic. On each
side of the road, a 3’ buffer is provided fora 7’
bike lane. A 22’ right-of-way for a meandering
walkway is included on both sides of the road
after a 16.5’ buffer. Inclusion of figure 4.17

in the TMP does not lock the City into this
cross section, but shows the other entities
involved (MAG, UTA) that the City of Saratoga
Springs is dedicated and prepared to find the
best way to include TRAX and/or BRT into its
future plans. Figure 4.18 shows the potential
corridors for Trax/BRT.

i 155 2

Figure 4.17 Trax/BRT Concept

Trax/BRT Line
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This chapter includes a capital facilities

plan with recommended projects and costs
estimates. Based upon the evaluation of
existing and future conditions, as well as
public input that was received through the
planning process, specific recommendations
were developed for each plan element. These
recommendations will be used to complete
the transportation network, including
functionally-classified roads, transportation
investments, and AT projects.

CAPITAL
IMPROVEMENT
PLAN

CAPITAL FACILITIES

A capital facilities plan is designed to

show the future transportation investment
needed in a community. It enhances existing
transportation corridors and plans spot
intersection improvements to provide future
residents of the community with a high quality
transportation system. The capital facilities
plan for future growth between the planning
years of 2020-2050 is provided below. Figure
6-1is a map of all the needed transportation
project over the next 30 years.

Tables 5.1 and 5.2 detail the projects in
Figures 51and 5.2.

Ly | i o

Commercial and undeveloped land west of Redwood Road along Pioneer Crossing.
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ROADWAY PROJECTS

Project

# Location Project Type Functional Class Jurisdiction

Saratoga Springs/

1 Pony Express: Riverside Drive to Jordan River Widening Major Arterial MAG

Saratoga Springs/

3 Pony Express: Jordan River to Saratoga Road Widening Major Arterial MAG

Mountain View Corridor: Northern City Border to Cedar Fort

Road (SR-73) New Road Freeway ubDoT

Cedar Fort Road (SR-73) Freeway: Mountain View Corridor

Frontage to Western City Border Widening FEEREy "

Saratoga Springs/
MAG

9 Foothill Boulevard: Lariat Boulevard to Stillwater Dr. New Road Minor Arterial

Redwood Road (SR-68): Fairview Boulevard to Southern City

[ Border

Widening Major Arterial UbDOT

Foothill Freeway: Cedar Fort Freeway (SR-73) to Stillwater Dr. UDOT
Foothill Freeway: Stillwater Dr. to Redwood Road uDOT
Redwood Road (SR-68): 200 South to 700 North Principal Arterial UDOT

“ Marigold Drive: Cedar Fort Road (SR-73) to Chianti St. Saratoga Springs
Medical Drive: Foothill Boulevard to Pioneer Crossing Saratoga Springs
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ROADWAY PROJECTS CONTINUED

Location Project Type Functional Class Jurisdiction

#
760 South: Redwood Road to Hidden Valley Dr. Saratoga Springs

37 Hidden Valley Drive: Bonneville Drive to City Boundary New Road Minor Arterial Saratoga Springs/
MAG
Porters Crossing: North City Boundary to Hidden Valley High- Collector Saratoga Springs
way

Bonneville Drive: Fallow Drive to Redwood Road (SR-68) Collector Saratoga Springs
Hunter Drive: Stillwater Drive to Bonneville Drive Collector Saratoga Springs
Village Parkway: Tytus Lane to Bonneville Dr. Collector Saratoga Springs

Project

New Road: Redwood Road to Bonneville Drive Saratoga Springs

Evans Lane: 1000 West to Talus Ridge Drive Saratoga Springs

1200 North: Cedar Fort Road (SR-73) to Carlton Avenue New Road/Wid- Saratoga Springs
ening

Carlton Avenue: Hills Drive to Market Street Saratoga Springs

Pedestrian Grade-
53 Redwood Road at Approx. 4300 South Separated Cross- NA

ing

TIF Active / Alpine
School District

Table 5.1 Roadway Projects
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SIGNALS & ROUNDABOUTS
Project # Type Location Jurisdiction

o [ NewmafcSgm | RecwoodRomalsReganazaonom | por

145 New Hawk Signal Pony Express and Northshore Drive Saratoga Springs

Table 5.2 Signal and Roundabout Projects

* Until the Foothill Freeway is connected to Grandview Boulevard or points south only one of these intersections will be signalized.
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FUNDING

All possible revenue sources have been
considered as a means of financing
transportation capital improvements needed
as a result of new growth. This section
discusses the potential revenue sources that
could be used to fund transportation needs as
a result of new development.

Transportation routes often span multiple
jurisdictions and provide regional significance
to the transportation network. As a result,
other government jurisdictions or agencies
often help pay for such regional benefits.
Those jurisdictions and agencies could
include the Federal Government, the State
(UDQOT), the County, and MAG. The City

will need to continue to partner and work
with these other jurisdictions to ensure
adequate funds are available for the specific
improvements necessary to maintain an
acceptable LOS. Saratoga Springs will also
need to partner with adjacent communities to
ensure corridor continuity across jurisdictional
boundaries (i.e., arterials connect with
arterials; collectors connect with collectors,
etc.).

Funding sources for transportation are
essential if Saratoga Springs recommends
improvements to be built. The following
paragraphs further describe the various
transportation funding sources available to the
City.

FEDERAL FUNDING

Federal monies are available to cities and
counties through the federal-aid program.
UDOT administers the funds. In order to be
eligible, a project must be listed on the five-
year Statewide Transportation Improvement
Program (STIP).

The Surface Transportation Program (STP)
funds projects for any roadway with a
functional classification of a collector street
or higher, as established on the Statewide
Functional Classification Map. STP funds
can be used for both rehabilitation and
new construction. The Joint Highway
Committee programs a portion of the

STP funds for projects around the state in
urban areas. Another portion of the STP
funds can be used for projects in any area
of the state at the discretion of the State
Transportation Commission. Transportation
Enhancement funds are allocated based
on a competitive application process. The
Transportation Enhancement Committee
reviews the applications and then a portion
of the application is passed to the State
Transportation Commission. Transportation
enhancements include twelve categories
ranging from historic preservation, bicycle
and pedestrian facilities, and water runoff
mitigation.

MAG accepts applications for federal

funds from local and regional government
jurisdictions. The MAG Technical Advisory and
Regional Planning Committees select projects
for funding every two years. The selected
projects form the Transportation Improvement
Program (TIP). In order to receive funding,
projects should include one or more of the
following aspects:

Congestion Relief — spot improvement
projects intended to improve Levels of
Service and/ or reduce average delay
along those corridors identified in the
Regional Transportation Plan as high
congestion areas

« Mode Choice — projects improving the
diversity and/or usefulness of travel modes
other than single occupant vehicles

« Air Quality Improvements — projects
showing demonstrable air quality benefits

. Safety — improvements to vehicular,
pedestrian, and bicyclist safety
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The Better Utilizing Investments to Leverage
Development (BUILD) grant program,
provides opportunities for investment in
road, rail, transit, and port projects. The
BUILD grant program replaced the TIGER
program as of 2018 and can provide capital
funding directly to any public entity, including
municipalities, counties, MPOs, and others

in contrast to traditional Federal funding

that goes to mostly State DOTs and transit
agencies. BUILD grants are intended to
fund multi-modal, multi-jurisdictional projects
that are more difficult to support through
traditional DOT programs. Potential projects
within Saratoga Springs include Foothill
Boulevard and the eventual Foothill Freeway
that provide regional mobility, freight, and
multi-modal improvements for the greater
Wasatch Front. BUILD grants are competitively
awarded, with only 91 awarded projects

out of 851 applications in 2018. The U.S.
DOT has allocated $1 billion in fiscal year
2020 for these grants. Source: https://www.
transportation.gov/policy-initiatives/build/
tigerbuild-application-list

STATE/COUNTY FUNDING

The distribution of State Class B and C
Program funds is established by State
Legislation and is administered by the State
Department of Transportation. Revenues

for the program are derived from State fuel
taxes, registration fees, driver license fees,
inspection fees, and transportation permits. 75
percent of these funds are kept by UDOT for
their construction and maintenance programs.
The rest is made available to counties and
cities. As many of the roads in the city fall
under UDQT jurisdiction, it is in the interests of
the City that staff are aware of the procedures
used by UDOT to allocate those funds and

to be active in requesting that the funds be
made available for UDOT-owned roadways in
the City.
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Class B and C funds are allocated to each city
and county by a formula based on population,
centerline miles, and land area. Class B funds
are given to counties, and Class C funds are
given to cities and towns. Class B and C funds
can be used for maintenance and construction
projects; however, 30 percent of those funds
must be used for construction or maintenance
projects that exceed $40,000. The remainder
of these funds can be used for matching
federal funds or to pay the principal, interest,
premiums, and reserves for issued bonds.

In 2005, the State Senate passed a bill
providing for the advance acquisition of right-
of-way for highways of regional significance.
This bill enabled cities and counties to

better plan for future transportation needs

by acquiring property to be used as future
right-of-way before it is fully developed and
becomes extremely difficult to acquire. UDOT
holds on account the revenue generated by
the local corridor preservation fund, but the
county is responsible to program and control
monies. In order to qualify for preservation
funds, the City must comply with the Corridor
Preservation Process, found at the following
link www.udot.utah.gov/public/ucon and also
provided in the appendix of this report.

CITY FUNDING

Some cities utilize general fund revenues for
their transportation programs. Another option
for transportation funding is the creation of
special improvement districts. These districts
are organized for the purpose of funding

a single specific project that benefits an
identifiable group of properties. Another
source of funding used by cities is revenue
bonding for projects intended to benefit the
entire community.

Private interests often provide resources for
transportation improvements. Developers
construct the local streets within subdivisions
and often dedicate rights-of-way and
participate in the construction of collector/



arterial streets adjacent to their developments.

Developers can also be considered a possible
source of funds for projects through the use
of impact fees. These fees are assessed as a
result of the impacts a particular development
will have on the surrounding roadway system,
such as the need for traffic signals or street
widening.

General fund revenues are typically reserved
for operation and maintenance purposes

as they relate to transportation. However,
general funds could be used, if available, to
fund the expansion or introduction of specific
services. Providing a line item in the City-
budgeted general funds to address roadway
improvements, which are not impact fee
eligible, is a recommended practice to fund
transportation projects, should other funding
options fall short of the needed amount.

General obligation bonds are debt paid for or
backed by the City’s taxing power. In general,
facilities paid for through this revenue stream
are in high demand amongst the community.
Typically, general obligation bonds are not
used to fund facilities that are needed as

a result of new growth because existing
residents would be paying for the impacts of
new growth. As a result, general obligation
bonds are not considered a fair means of
financing future facilities needed as a result of
new growth.

Certain areas might have different needs

or require different methods of funding

than traditional revenue sources. A Special
Assessment Area (SAA) can be created

for infrastructure needs that benefit or
encompass specific areas of the City.
Creation of the SAA may be initiated by the
municipality by a resolution declaring public
health, convenience, and necessity to require
the creation of a SAA. The boundaries and
services provided by the district must be
specified and a public hearing must be held
prior to creation of the SAA. Once the SAA
is created, funding can be obtained from tax

levies, bonds, and fees when approved by the
majority of the qualified electors of the SAA.
These funding mechanisms allow the costs

to be spread out over time. Through the SAA,
tax levies and bonding can apply to specific
areas in the City needing to benefit from the
improvements.

INTERFUND LOANS

Since infrastructure must generally be built
ahead of growth, it must sometimes be funded
before expected impact fees are collected.
Bonds are the solution to this problem in some
cases. In other cases, funds from existing user
rate revenue will be loaned to the impact fee
fund to complete initial construction of the
project. As impact fees are received, they will
be reimbursed. Consideration of these loans
will be included in the impact fee analysis

and should be considered in subsequent
accounting of impact fee expenditures.

DEVELOPER DEDICATIONS
& EXACTIONS

Developer dedications and exactions can
both be credited against the developer’s
impact fee analysis. If the value of the
developer dedications and/or extractions are
less than the developer’s impact fee liability,
the developer will owe the balance of the
liability to the City. If the dedications and/

or extractions of the developer are greater
than the impact fee liability, the City must
reimburse the developer the difference.
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DEVELOPER IMPACT FEES

Impact fees are a way for a community to
obtain funds to assist in the construction

of infrastructure improvements resulting

from and needed to serve new growth. The
premise behind impact fees is that if no

new development occurred, the existing
infrastructure would be adequate. Therefore,
new developments should pay for the portion
of required improvements that result from new
growth. Impact fees are assessed for many
types of infrastructures and facilities that are
provided by a community, such as roadway
facilities. According to state law, impact fees
can only be used to fund growth related
system improvements.
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