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Overview

Overview
This city of Logan Surface Transportation Master Plan (TMP) serves as an
important tool in facilitating orderly urban and rural development. The TMP
guides the location and type of roadway facilities that are needed to meet
projected growth and development in the area. The Plan addresses all modes
of transportation and provides a process for improving the region’s
transportation system. The TMP serves as an update to the previous plan
that was prepared in 1996 and covers a 25 year planning horizon through the
year 2030. Key elements of the Plan include evaluating the existing
transportation system and future transportation needs as well as identifying
recommended improvements that will enhance mobility and economic
development in the Logan area. Additionally, the TMP includes a financial
plan that prioritizes the short- and long-term transportation improvements
and identifies federal, state, local and/or private funding sources for each
project.

Benefits of Transportation Planning
Transportation planning is the process used by municipalities and other
governmental entities to provide for the development of an efficient and
appropriate transportation system to meet existing and future travel needs.
The primary purpose is to ensure the orderly and progressive development of
the urban and rural street system to serve the mobility and access needs of
the public. Transportation planning is interrelated with other components of
the urban planning and development process.
This TMP is a 25 year document that provides a framework for addressing
the City’s transportation needs. The TMP is the City’s adopted plan for
guiding transportation system improvements. The transportation system is
comprised of existing and planned, arterials, collectors, and local streets, each
of which could require wider or new rights-of-way (ROW) on appropriate
alignments.

Benefits of a TMP








Maximize mobility
ROW preservation
Efficient use of
resources
Minimizing land use for
streets
Informing citizens
Determine needs and
priorities
Implementation program

The benefits provided by effective transportation planning are realized by
achieving the following objectives:
•
•

Maximizing mobility while minimizing the negative impacts of street
widening and construction on neighborhood areas and the overall
community;
Preserving adequate ROW for future long-range transportation
improvements;
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•
•
•
•
•
•

Making efficient use of available resources by recognizing the major
streets that will likely require improvements;
Minimizing the amount of land required for street and highway purposes;
Identifying the functional role of each street in order to maintain the
stability of traffic and land use patterns;
Informing citizens about the intended improvements to arterial and
collector streets, so that private land owners can make well-informed
decisions;
Providing information on facility improvement needs, which can be used
to determine priorities and schedules in the City’s Capital Improvement
Plan (CIP), and;
Providing an implementation program to prioritize improvements and
identify funding sources.

Plan Organization
The Logan Transportation Plan seeks to address state and local
transportation issues in a manner that considers local values. This requires a
careful balancing of issues such as environmental projection, mobility within
the City, economic development, and livability. This plan contains sections
dealing with both the transportation system as a whole and individual modal
plans that can be updated separately as needed.
•
•
•
•
•
•
•

Chapter 1 Introduction
Chapter 2 Transportation System Planning
Chapter 3 Automobile Street Traffic and Circulation
Chapter 4 Additional Transportation Issues
Chapter 5 Bicycle and Pedestrian
Chapter 6 Transit
Chapter 7 Capital Improvement Plan
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Chapter 1: Introduction

Chapter 1: Introduction
The City of Logan is the largest city in Cache Valley. It is located in the
beautiful natural setting of Cache Valley with a 2000 Census population of
nearly 43,000 people, pleasant neighborhoods, a state University, a diverse
economy, and well-planned public facilities. Well-planned is an important
element of this description, as a careful and continuing evaluation of the
condition of a community helps ensure that the best qualities of the
community can be enhanced into the future. Planning involves vision—the
ability to visualize what the community will be like and where current trends
are leading. Planning for the future by the community involves a thorough
understanding of the present, and the ability to create strategies that bring
about the future it desires.

1.0

Background and Purpose

According to the results of the 2000 U.S. Census, Logan is one of the fastest
growing cities in Utah. The Logan population grew from 32,762 in 1990 to
42,670 in the year 2000 representing an annual increase of 2.7 percent. This
growth in population coupled with increasing traffic on U.S. 89/91 continues
to place increasing demands on the transportation system. A safe, efficient,
and well maintained multimodal transportation system will be important in
enhancing the movement of goods and people as well as in continuing to
promote economic development and quality of life in Logan. The term
“multimodal” is used in the transportation field to identify multiple modes of
transportation; i.e.: automobile, bus, bicycle, walk, etc.
The purpose of the TMP is to develop a comprehensive multimodal
transportation plan to accommodate travel demands for Logan City through
the year 2030. The study identifies the existing and future land use trends
and transportation needs. It also develops coordinated strategies to provide
necessary transportation facilities essential for the continued mobility and
economic vitality of Logan.
On February 19, 2004, Wilbur Smith Associates (WSA) was selected to
prepare a TMP for Logan City. This project was delayed approximately four
months to allow completion of the South Logan Area Transportation Study.
This area study was completed first, because complex traffic issues in South
Logan needed resolution before the City-wide study could commence. WSA
began the Logan TMP on June 30, 2004, with a kickoff meeting. Previously,
the City’s Transportation Plan was included as a section of the General Plan
CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 1-1
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and this TMP was envisioned as a separate document that was consistent
with the General Plan. This project was intended to update the City TMP
and extend the planning horizon to 2030. The Project was then put on hold
until August 2007 due to budgetary constraints.

1.1

Study Area

Logan is the largest city in the Cache Valley and contains most of the services
and employment in the Region. The study area is shown in Figure 1-1.
Prior to this Transportation Master Plan, WSA had developed the initial
regional travel model for the newly-established Cache Metropolitan Planning
Organization (CMPO). The travel model revealed the need to develop a
comprehensive plan due to significant future congestion on most principal
arterials in the City, particularly U.S. 89/91. During the same period that
WSA was completing both the South Logan Transportation Study and this
TMP, the CMPO was updating the Regional Long Range Plan and the Travel
Demand Model.

1.2

Public Involvement

Public involvement activities concerning transportation issues in the study
area centered on obtaining meaningful input from the public and key
stakeholders. A Technical Advisory Committee (TAC) was formed to guide
the overall plan development and provided technical expertise throughout
the entire process. Members of the TAC included: Logan City staff, Utah
Department of Transportation (UDOT), CMPO, Cache Valley Transit
District (CVTD), Cache County, City Council, Neighborhood Council
members, and consultants.
Varieties of meetings/ workshops were held throughout the project and were
aimed at obtaining and sharing important information regarding different
elements of the plan. The following subsections describe the different
approaches taken to obtain and transfer information to/from the public.

1.2.1 TAC Meetings
A total of nine TAC meetings were held during the course of the project.
These meetings were designed to communicate the project status as well as
coordinate with the various committee members. The TAC was an important
forum to advise and direct the study. Minutes from these meeting are
included in Appendix 1 – Meeting Minutes.

1.2.2 Citizen Survey
A vital component in preparing this TMP was seeking input from the citizens
of Logan. In order to achieve this, a Transportation Public Opinion Survey
was distributed in the August 2004 utility bills of all Logan citizens. This
survey identified areas of concern and the priorities of citizens. Nearly 1,400
surveys were returned and 1,000 complete surveys were tabulated. The sum
of the results of this analysis was presented to the Logan City Planning
Commission on November 18, 2004. Appendix 2 – Citizen
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Survey/Transportation Challenge is a summary of the results of this
survey.

1.2.3 Transportation Challenge Open House
On September 14, 2004, Logan City planning staff conducted a
“Transportation Challenge”; a public participation workshop for citizens and
city officials. The format allowed participants to place yarn and stickers,
which represented different types of roadways, bike/pedestrian trails, and
transit routes unconstrained on Logan City maps. The colored stickers
represented items such as traffic lights, underpasses, and transit stops. Some
players were given special areas of concern such as; a bicyclist, a freight
mover, and a transit dependent person. These results were then converted to
GIS maps to represent the number of times certain requests were made.
These maps showed what were the most popular solutions supplied by
participants. These maps were put into nine different categories such as
mass transit and bikes routes.
Appendix 2 – Citizen
Survey/Transportation Challenge is the summary of the results for this
workshop.

1.2.4 Neighborhood Council Involvement
On January 3, 2007 a presentation was given to the Neighborhood Council
members describing the project. The purpose of the presentation was to
involve the Neighborhood Councils in the TAC meetings and to encourage
them to communicate with the public about the project. Three
Neighborhood Council representatives regularly attended the TAC meetings
and actively participated in group discussions.

1.2.5 City Council Meetings/Workshop
On Tuesday, July 10, 2007, a presentation was given during a City Council
workshop session. The purpose of this presentation was to update the
Council on the progress of the plan and to ask for feedback regarding
unresolved issues such as roundabouts and one way couplets.
This presentation prompted the Council to hold a public workshop where
these unresolved issues could be openly discussed with the public and
decisions could be made.
On Tuesday, June 3, 2008, a presentation was given to the Logan City
Council. The purpose of this presentation was to summarize the TMP and
report on some of the recommendations. The recommendations discussed
were very well received- especially the discussion on one-way couplets,
described later in this document.
This presentation was given after the Draft TMP was made available for
public comments for 30 days.
On Tuesday, February 2, 2010, a presentation was given to the City Council.
The purpose of this presentation was to receive the Council’s final approval
and move to adoption of the plan. The Council asked for one last round of
public comment/input. It was discussed that Logan City Engineering staff
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would make a presentation of the final TMP to the Neighborhood Councils
within Logan. These Neighborhood Council presentations would take place
in the next several months.
On Tuesday, February 1, 2011, a final presentation was given to the City
Council. The purpose of this presentation was to report back on comments
received from the Neighborhood Council presentations and how they were
addressed in the final document. Comments were received from four
citizens. The comments received dealt with cutting down trees and what has
been planned for 200 East south of Center Street. During the City Council
presentation, an emphasis was made for funding the identified projects.
When City budgets are being discussed and developed, specific attention
should be given to the Capital Improvement Plan found in Chapter 7 of the
TMP.

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 1-4

Chapter 1: Introduction

Figure 1-1 Study Area
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Chapter 2: Transportation System Planning
2.0

Introduction

The City of Logan has been the subject of many transportation planning
studies. In 1996 the City produced the City of Logan Transportation Master Plan.
This Transportation Master Plan is the basis for this current update. Many
projects were identified to address traffic and congestion issues.
In 1997 two plans, Logan Urbanized Area Short Range Transit Plan Study and the
CMPO 2020 Long-Range Transportation Plan were produced. These plans,
although county-wide, included many recommendations and proposed
projects for Logan City.
In 1998 the City of Logan produced a Parks, Recreation, Trails & Open Space
Master Plan. This plan identified a system of trails connecting open spaces
and parks with residential areas. The objective was to promote safe and
convenient bicycle and pedestrian trails throughout the City.

FACT
The Logan population grew
from 32,762 in 1990 to
42,670 in the year 2000
representing an annual
increase of 2.7 percent. This
growth in population coupled
with increasing traffic on U.S
89/91 continues to place
increasing demands on the
transportation system.

In 1999 two plans, CMPO Bike and Trails Plan and the Cache Valley Corridor
Study were produced. The CMPO Bike and Trails Plan recommended shortterm implementation strategies such as; pedestrian/bicycle marketing and
education, bike racks on transit buses, Central Business District (CBD)
pedestrian/bicycle enhancements, and sidewalk connectivity improvements.
The Cache Valley Corridor Study looked at a by-pass road that would
potentially alleviate some of the congestion along Main Street.
In 2004 WSA produced a South Logan Area Transportation Study which
addressed complex traffic issues in south Logan. Recommendations
included a new north-south collector street at 100 East from 300 South in
Logan to Nibley, a connection at 100 West from Golf Course Road to 600
South, and a realignment of 1200 South to the north to connect with 100
West at U.S. 89/91.
Three plans have recently been updated, the Logan City General Plan, the ShortRange Transit Plan, and the 2030 CMPO Long Range Transportation Plan. The
General Plan places an emphasis on community-wide pedestrian and bicycle
connections, improvements to the transit system, adequate parking within
the historic downtown, and a TMP that includes safe and efficient movement
of people and goods all of which is vital to the success of the community.
The Short-Range Transit Plan describes the current and planned transit routes
throughout Logan and gives service recommendations such as increasing
CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 2-1
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service and frequencies to various routes and adding a Preston to Logan
Inter-community service. The 2030 CMPO Long Range Transportation Plan
estimates that Logan City will grow by 33 percent in 2030 and will surpass
50,000 residents. It also states that Logan City houses 53 percent of the
CMPO population and 70 percent of the employment. These numbers
indicate that Logan is certainly the heart of the County and will remain so.
All of these previous efforts have contributed to the quality of service of
Logan’s transportation system and each gives important background
information. A complete summary of these studies is found in Appendix 3
– Summary Matrix.

2.1

Plan Assumptions

2.1.1 Population
According to the results of the 2000 U.S. Census, Logan is one of the fastest
growing cities in Utah. The Logan population grew from approximately
32,700 in 1990 to approximately 42,700 in the year 2000 representing an
annual increase of 2.7 percent. This growth in population coupled with
increasing through traffic on U.S. 89/91 continues to place increasing
demands on the transportation system. A safe, efficient and well maintained
multimodal transportation system will be important in enhancing the
movement of goods and people and in continuing to promote economic
development and quality of life in Logan.
In terms of population and employment, Logan is the largest city in the
Cache Valley by several times. Table 2-1 compares Logan’s population and
employment with surrounding cities.
Table 2-1 Current Population and Employment
City
Logan
North Logan
Hyde Park
Providence
Millville
Nibley
Hyrum
Smithfield

1990
32762
3768
2190
3344
1202
1167
4829
5566

2000
42670
6163
2955
4377
1507
2045
6316
7261

Population
2004
% Change 90-04
45513
38.9
7706
104.5
3382
54.4
5501
64.5
1487
23.7
3414
192.5
7347
52.1
8261
48.4

2001
26153
4542
350
807
27
238
2232
1068

Employment
2004
% Change 01-04
28245
8
5318
17.1
394
12.6
1323
63.9
14
-48.1
193
-18.9
2213
-0.9
1725
61.5

Source: CMPO 2007 Long Range Plan

2.1.2 Travel Model and Regional Coordination
The regional travel model as maintained by the CMPO clearly offers the
most comprehensive gauge of the overall demand and capacity of the
transportation network under the jurisdiction of the CMPO. This would
include not only Logan City but the adjacent jurisdictions whose trip
generation might logically impact Logan. To realize the breadth of this model
on a localized scale such as Logan requires an analysis of traffic volumes as
measured across screenlines created between adjacent and interconnected
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travel zones. The following discussion is provided as an orientation into the
general theory and rational upon which the CMPO model is founded and the
basis upon which screenlines enter the roadway capacity modeling.
Travel models predict the trips made by households within the region.
Attributes of household estimates to include in the model are created with
great detail by CMPO staff and are applicable to Logan City’s model results.
A sampling of residents were asked to keep a log of all the trips they made in
a day – where they went, how they got there (auto, transit, walk, etc), and
how many people went with them. Other traits of their household were also
recorded, such as how many people in the family have a job, their household
income, how many cars they own, etc. Using this information, average
number of trips made by a household is determined. Available facilities and
levels of congestion assumed that these rates remain relatively stable over
time and that both the total population and the modes by which people
travel are the things that will certainly change over time. The following
discussion on projected land uses, alternate modes, and model verification all
go into developing the travel model.

2.1.3 Projected Land Uses
In order to predict trips made by households within the region, it is
important to understand the future projected land uses set up by the City.
According to the Logan City General Plan the future land uses within the city
include:
•
•
•
•
•
•
•

Commercial
Town Center
Mixed Use
Neighborhood Center
Airport Park
Gateway
Industrial Park

•
•
•
•
•
•
•

Campus Residential
Mixed Residential
Detached Residential
Rural Reserve Area
Public
Recreation
Resource Conservation Area

Figure 2-1 as well as Table 2-2 shows the percentage of land associated with
each land use as a percent of the total land uses. Knowing these land uses
with the associated number of acres and relative percentages allow
projections to be made in relation to households, commercial use, population
and as mentioned trip volumes.
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Figure 2-1 Future Land Uses
Future Land Uses

Commercial
Mixed Use

Commercial Service
Neighborhood Center

Town Center
Airport Park

Gateway
Industrial Park-AX
Mixed Residential-AX
Rural Reserve Area
Resource Conservation Area

Gateway-AX
Campus Residential
Detached Residential
Public

Industrial Park
Mixed Residential
Detached Residential-AX
Recreation

Table 2-2 Future Land Uses
Future Land
Uses
COM
CS
TC
MU
NC
APP
GW
GW-AX
IP
IP-AX
CR
MR
MR-AX
DR
DR-AX
RRA
PUB
REC
RCA

Description
Commercial
Commercial Service
Town Center
Mixed Use
Neighborhood Center
Airport Park
Gateway
Gateway-AX
Industrial Park
Industrial Park-AX
Campus Residential
Mixed Residential
Mixed Residential-AX
Detached Residential
Detached Residential-AX
Rural Reserve Area
Public
Recreation
Resource Conservation
Area

Total

Acres
706
196
175
230
3
777
712
166
1660
103
128
827
14
3376
222
4777
1893
832

%
2.72%
0.75%
0.67%
0.89%
0.01%
2.99%
2.74%
0.64%
6.39%
0.40%
0.49%
3.18%
0.05%
12.99%
0.85%
18.38%
7.29%
3.20%

9187

35.36%

25984

100.00%

Source: Logan City General Plan

2.1.4 Alternate Modes
Once the model knows what a household needs to make a work trip, it
begins looking for likely places of employment in the Logan City area as well
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as regionally. It recognizes that while there may be 100 jobs in a certain
locale, there are thousands of other people who also must find a place to
work. The model recognizes that lower income households are more likely
to work at lower paying jobs, and vice versa. The model also looks at the
travel options presented in a given scenario. It compares how fast a person
could travel to a destination by car, by train, by bus, etc. It also factors in
“intangibles”, such as the reliability of trains over buses, and the fact that a
car has air conditioning, and that many trips are simply impractical to make
in any other way than an auto. It then predicts probabilities that a certain
share of the population within Logan will use auto, trains, buses, etc.

2.1.5 Model Verification
The model must first attempt to replicate what has been observed for a
known year for Logan City and the surrounding region. As an example,
UDOT keeps track of how many cars are on any particular roadway. CVTD
keeps track of how many people are riding the buses. Surveys and census
data are also used to check the results of the models using an array of
different measures. Validation statistics for the Logan area’s regional model
have been verified by CMPO to calibrate the regional travel demand model.
The modeling information as calibrated by CMPO has in turn been used as a
foundational element for this study.
The regional model is validated by CMPO at a high level to ensure
compatibility of the regional transportation system. However, its accuracy for
any one particular street has considerable variability. These large models
must group large tracts of land into a “zone”, which is treated as a single
point, and all trips to and from that zone will enter or leave the zone at just
one or two locations. If the zones are large, this tends to overload certain
streets and underestimate others. However, a screenline can be drawn
through several streets and the summation analysis on all those streets is a
much more reliable measure of predicted traffic conditions. The screenline
summation can then be reallocated by a study of the existing traffic analysis
zones, the nature of the proposed streets, and through the application of
traffic engineering experience and judgment. This screenline approach has
been applied in the development of the traffic data results for this study.

2.2

Transportation Goals and Policies

The Transportation Goals, Policies and Actions that will be utilized for this
TMP were recently updated as part of the General Plan update in 2006. This
Plan includes a vision statement to support these goals and policies.
Additional policies will be recommended in later sections.

2.2.1 Vision Statement
Logan City will strive to promote a balance of multi-modal transportation
systems that result in increased transportation choices. Land use and
transportation planning must be integrated to accommodate the automobile
and to provide acceptable levels of mass transit, bicycle, and walking choices.
Development must be pedestrian friendly. All forms of transportation must
be reliable, efficient, and user friendly, allowing full access by all segments of
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the population to housing, employment, education, community and human
services. Safe and efficient movement of people and goods is vital to the
long term sustainability of the City. Logan City recognizes that the quality of
the City is largely determined by the number of choices that are available to
move from place to place and that walking with comfort and safety within
the City is a measure of quality of life.
Safe and efficient movement of people and goods is critical to the fiscal and
environment sustainability of Logan City. As the City continues to grow, it
must provide an efficient transportation system that can carry existing and
future traffic.

2.2.2 Goals
•
•
•
•

To promote transportation safety and functionality.
To merge transportation character with the built environment
(neighborhood character).
To expand transportation options.
To increase acceptance of walking, mass transit, and bike riding as a
satisfactory means of transportation.

2.2.3 Policies
•
•
•
•

The City will assist the Transit Agency with promoting the use of public
transit by integrating transit into the City’s transportation planning.
The City shall upgrade the airport to provide greater cargo and commuter
service when determined feasible.
The City shall ensure transportation improvements preserve
neighborhood character and quality.
The City will improve overall traffic flow and reduce congestion.

2.2.4 Actions
•
•
•
•

Reducing parking nuisances by: 1) encouraging shared parking; 2)
building parking structures in the downtown.
Establish consistent road construction and design standards that ensure
all new roads will be multimodal and accommodate bicycles.
Implement a transportation improvement plan.
Assess new development to ensure transportation proposals meet the
City’s long term circulation needs by:
¾ Providing a pedestrian environment,
¾ Providing adequate right-of-way to meet long term transportation
needs,
¾ Promoting development which creates a “gridded” roadway
system,
¾ Ensuring street design is compatible with quality neighborhoods,
and
¾ Guaranteeing that all new roads are safe for use, provide
emergency and City service vehicle access, control polluted runoff, and are economical to maintain.
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Retrofit existing roadways to provide a pedestrian environment and
create roads that are safe for use, provide emergency and City service
vehicle access, and control polluted run-off.
Improve the function of Main Street by:
 Eliminating unneeded or under-utilized parking,
 Developing alternate routes throughout the City, and
 Instituting bus rapid transit.
To increase the performance of the transportation system, the City will
explore methods to:
 Minimize access points to major streets,
 Improve street surfaces and road maintenance,
 Synchronize city traffic signals,
 Promote transportation alternatives including mass transit option
and non motorized transportation, and
 Provide an adequate roadway network for traveling to and
through Logan including expanding the historical grid.
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Chapter 3: Automobile Street Traffic and Circulation
3.0

Introduction

This chapter of the Transportation Plan accomplishes five things:
•
•
•
•
•

Identifies the existing transportation network and roadway traffic
conditions in Logan City;
Identifies a baseline future (2030) street network (with minimal / planned
improvements) and the projected future traffic volumes;
Identifies future (2030) system needs and recommendations regarding
additional or improved roadways and improvements in intersection
controls or geometry;
Examines a future scenario that incorporates a one-way couplet running
north and south near Main Street; and
Identifies modifications or additions to Logan City’s automobile traffic
and circulation policies.

This element of the plan identifies needs of the motorized vehicle street
traffic system in the context of the whole transportation system.
Coordination of the other modal elements will ensure that improvements
necessary to the street system will effectively provide for a multi-modal
transportation system.
This chapter is organized into four sections. First, existing conditions will be
addressed and will describe the current street functional classification, street
jurisdiction, circulation, traffic volumes, traffic controls, traffic level of
service (LOS), and accident experience. Understanding the existing
conditions in the region is an important first step in developing a
transportation plan and in making recommendations regarding future
improvements. The existing street network and traffic patterns will serve as
the basis for the future street network and in identifying future transportation
conditions and needs.
Next is an evaluation of future conditions. The discussion and projected
needs are based on the future land uses described in Chapter 2 of this plan.
Future conditions are also based on proposed street networks and projected
traffic volumes.
Within the future conditions section, future baseline conditions (without
roadway, control or intersection improvements) are discussed first.
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Next, is a discussion of future conditions based on recommended roadway,
control, and intersection improvements. Specific system issues related to
neighborhoods and other aspects of the street network planning efforts are
addressed as follows:
•
•
•
•

Street network grid completion (including an analysis on an 1800 North
connection)
Typical cross-sections for the proposed roadways and freight routes
Proposed improvements to traffic signal interconnections
Intersection improvements

Included in this section is an in-depth analysis of the feasibility of
implementing one-way couplets to ease the burden on US-89/91 for northsouth movement.
The fourth section of this chapter suggests modification or additions to auto
traffic and circulation policies as described in Chapter 2. From this element
of the plan, the city can address traffic concerns, knowing that such decisions
will also be consistent with needs identified in other modal plans.

3.1

Existing Conditions

3.1.1 Existing City Block Layout
A city block is a central element of urban planning and urban design. A city
block is the smallest area that is surrounded by streets. City blocks are the
space for buildings within the street pattern of a city; they form the basic unit
of a city's urban fabric. City blocks may be subdivided into any number of
smaller lots or parcels of land usually in private ownership, though in some
cases, it may be other forms of tenure. City blocks are usually built-up to
varying degrees and thus form the physical containers or 'streetwalls' of
public space.
Grid plan
Like most cities in Utah, the streets in Logan are traditionally laid out on a
grid plan, so that city blocks are square or rectangular. Using the perimeter
block development principle, city blocks are developed so that buildings are
located along the perimeter of the block, with entrances facing the street, and
semi-private courtyards in the rear of the buildings. This arrangement is
intended to provide good social interaction among people.
The standard block in Logan is about 1/8 mile (660 feet) by 1/8 mile, or 10
acres (about 4 hectares) square.
Superblock
Superblocks were popular during the early and mid-20th century, arising
from modernist ideas in architecture and urban planning. Superblocks are
generally associated with suburbs, planned cities, and the urban renewal of
the mid-20th century; that is, in areas in which a street hierarchy has replaced
the traditional grid. In a residential area of a suburb, the interior of the
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superblock is typically served by cul-de-sac roads. In using superblocks,
housing projects aimed to eliminate back alleys.

3.1.2 Existing Street Functional Classification
Roadways have two functions: mobility and access. Mobility is a roadway’s
ability to facilitate travel. Access is a roadway’s ability conveniently to deliver
Figure 3-1 Functional Classifications- vehicles to a specific
destination. Both functions
Relationship to Access and Mobility
are vital and no trip is made
without both.
Roadway
facilities are classified into
four categories and are
described in detail later in
this section: local streets,
collectors, arterials, and
freeways. Freeways offer
the highest mobility and no
local
access;
arterials
emphasize a high level of
mobility with limited access;
local
roads
emphasize
access; and collectors offer a
balance of both mobility and
access. Figure 3-1 shows
the relationship of the functional classifications to access and mobility.
Local Streets – These facilities primarily serve land-access functions. Their
design and control facilitates the movement of vehicles onto and off the
street system from land parcels. Through movement is difficult and is
discouraged by both the design and control of the facility.
Collectors – These facilities, the “middle” classification, are intended to
serve both through and land-access functions in relatively equal proportions.
For long through trips, such facilities are usually inefficient, though they are
frequently used for shorter through movements associated with the
distribution and collection portion of trips. Collectors can be subdivided
into major and minor categories depending on their traffic volumes.
Arterials – These facilities are provided to service primarily through-traffic
movement. While some land-access service may be accommodated, it is
clearly a minor function, and all traffic controls and the facility design are
intended to provide efficient through movement. Arterials can be
subdivided into major and minor categories depending on their traffic
volumes.
Freeways – These facilities are provided to service long-distance trips
between cities and states. No land access service is provided by these
facilities.
Logan is not served by freeways, so the through movement of persons,
goods, and services depends on the arterial street system, which is comprised
of: major arterials (SR-30, US-89 and US-91), minor arterials (such as 1000
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West, 1400 North and 1000 North) and collector streets (such as 600 West
and 600 East).
A more detailed description of the characteristics of the different functional
classifications of highways is found in Table 3-1. A map of the existing
roadway network and functional classifications is shown in Figure 3-2.
Table 3-1 Functional Classification Descriptions
Characteristic

Freeway

Arterial

Collector

Local Street

Function

Traffic
movement

Traffic
movement,
land access

Collect and
distribute
traffic; land
access

Land access,
connection to
higher
functional
classifications

Spacing*

4 miles

1-2 miles

½-1 mile

As needed

Direct Land
Access

None

Limited: major
generators only

Safety controls
provision of
access; limited
regulation

Safety controls
provision of
access

Minimum
Roadway
Intersection
Spacing

1 mile

½ mile

300 feet to ¼
mile

300 feet

40-50 mph in
fully developed 25-40 mph
25 mph
areas
* “Spacing” is the recommended minimum spacing between roadways of the same classification.
Speed Limit

55-75 mph
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Figure 3-2 Existing Roadway Network and Functional Classification
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3.1.3 Existing Street Jurisdictions
Some of the existing streets in Logan fall under the jurisdiction of the Utah
Department of Transportation (UDOT); meaning UDOT controls and
maintains these facilities. Table 3-2 summarizes the roadway segments
within Logan City boundaries that are under UDOT jurisdiction.
Table 3-2 UDOT Roadway Segments within Logan City Boundaries
UDOT Route

Logan Street
Name

Extents

SR-252

1000 West

From US-89/91 (about 2000 South) to 2500 N and US-91

SR-30

200 North

From west city boundary (about 2800 West) to Main St.

US-89

400 North

From Main St. to east city boundary (about 2200 East)

US-89/91

Main Street

From south city boundary (about 2200 South) to 400 North

US-91

Main Street

From 400 North to north city boundary (2500 North)

SR-165

N/A

From south city boundary (1200 South) to Main St. (about 800 South)

State roads are generally some of the busiest roads in a community and are
typically continuous across several cities. Some of the authority and
responsibility that they have over their facilities are:
•
•
•
•

UDOT must approve any additional access points onto state roads that
may be requested by developers.
UDOT develops and controls the traffic signal timing along state roads.
UDOT is responsible for maintaining the capacity of state roads, which
may include widening of roads or intersections improvements, although
they will generally coordinate these activities with the city.
UDOT is also responsible for the maintenance of these roadways so they
provide snow removal, repair cracks, and perform all other roadway
maintenance or repair tasks.

Most other roadways within Logan come under the jurisdiction of the City or
they may share jurisdiction with a neighboring community for streets
traveling along City borders.
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3.1.4 Existing Circulation
US-89/91 and SR-30 (Valley View Highway) provide the main regional
access for Logan City. US-91 connects Logan to Preston, Idaho to the
north, US-89/91 connects Logan to Brigham City to the south, US- 89
connects Logan to Bear Lake to the east, and SR-30 connects Logan to
Tremonton in the west.
More locally, Logan has good roadway connections to its neighbors to the
north and south. US- 91, 200 East, 600 East, SR-237 (800 East), 1200 East
and 1600 East all help Logan connect on the north to North Logan, Hyde
Park and Smithfield. US- 89/91, SR-165 (Main St), SR-238 (400 East), and
1000 East all help Logan connect on the south to River Heights, Providence,
Millville, Nibley, Hyrum and Wellsville.
Internally, Logan has reasonably good circulation as well. While the roadway
grid is not complete everywhere, there is a good mix of relatively short local
roadways for land access and relatively long, continuous collectors and
arterials to provide mobility.
A few significant barriers to good circulation exist. First, because of its
superior continuity to the north and south, Main Street attracts a high level
of traffic, creating congestion; people making longer north-south trips have
few other reasonable options. Second, in the east-west direction, a fairly
significant number of travelers who wish to connect between SR-30 and US89 must make a two-block transition somewhere along the way, resulting in
inefficient turning movements. Third, a number of “missing links” in the
roadway grid also results in some inefficiency.

3.1.5 Existing Traffic Volumes
Traffic volumes were gathered from the City and UDOT. Those traffic
counts provide the basis for analyzing the area for problems and establishing
baseline conditions for future monitoring.
Main Street is the most heavily traveled street in Logan. As of 2006, the
segment between the junction with SR-165 and 300 South carries over
40,000 vehicles per day (two-way ADT). Other high-volume roadway
segments include other parts of Main Street (from 18,000 to near 40,000
ADT), SR-89 (400 North) east of Main Street (29,000 ADT), and SR-165
south of US- 89/91 (21,000 ADT).
Table 3-3 presents the existing Average Daily Traffic (ADT) volumes for
key state routes in Logan.
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Table 3-3 Existing Traffic Volumes on Key State Roadways in Logan
2004
ADT

2005
ADT

2006
ADT

6,800

n/a

n/a

9,000

n/a

n/a

1000 South to 600 South

11,200

n/a

n/a

600 South to 1000 North

12,500

n/a

n/a

1000 North to 1400 North

9,800

n/a

n/a

North of 1400 North

6,600

n/a

n/a

SR-30
West of Main St.
(200 North / Valley
View Hwy)

9,400

9,400

10,600

US-89
(400 North)

Main St. to 600 East

28,300

28,300

28,700

East of 600 East

21,200

21,200

21,500

US-89/US-91
(Main St.)

South of SR-165

17,400

17,400

18,000

SR-165 to SR-238

39,500

39,400

40,000

SR-238 to 200 North

34,800

35,500

36,100

200 North to 400 North

39,200

39,200

39,800

US-91
(Main St.)

North of 400 North

30,900

30,800

31,300

SR-165

South of US- 89/91

20,500

20,900

21,300

Roadway

Segment

New state route US- 89/91 to 1800 South
(1000 West)
1800 South to 1000 South

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 3-8

Chapter 3: Automobile Street Traffic and Circulation

3.1.6 Existing Traffic Control
The majority of intersections in Logan currently have stop or yield control.
Table 3-4 lists the 40 signalized intersections in Logan and which signals are
Logan City signals and which are UDOT signals.
Table 3-4 Signalized Intersections within Logan
Logan City Signals

UDOT Signals

1000 W & 600 S

1000 W & 200 N

Main St & 700 N

100 E & 400 N

200 W & 1400 N

US--89/91 & 800 W

Main St & 500 N

200 E & 1400 N

100 W & 400 N

600 W & 200 N

Main St & 400 N

200 E & 400 N

100 W & 100 N

100 W & 200 N

Main St & 200 N

400 E & 1400 N

100 W & Center St

Main St & 2500 N

Main St & 100 N

600 E & 1400 N

100 W & 100 S

Main St & 2200 N

Main St & Center St

600 E & 400 N

100 E & 200 N

Main St & 1800 N

Main St & 100 S

800 E & 1400 N

100 E & 100 N

Main St & 1400 N

Main St & 300 S

800 E & 1000 N

100 E & Center St

Main St & 1250 N

US--89/91 & SR-165

800 E & 700 N

200 E & 1000 N

Main St & 1000 N

SR-165 & 1200 S

1200 E & 700 N

In 2002, UDOT completed work on a traffic signal interconnect project in
Logan City. The project involved cabinet upgrades; controller upgrades,
installation of detector loops, and installation of fiber optic interconnect.
Initially, a total of 12 UDOT traffic signals along Main Street and two more
along 400 North were interconnected. Since that time, a new UDOT traffic
signal at Main Street & 1250 North has been constructed and put into
operation but has not been interconnected, and two formerly interconnected
traffic signals (at Main Street & 400 South and at Main Street & 300 North)
have been decommissioned (see Figure 3-3). The following is a list of all 12
currently interconnected traffic signals:
•
•
•
•
•
•

Main & 300 South
Main & 100 South
Main & Center Street
Main & 100 North
Main & 200 North
Main & 400 North

•
•
•
•
•
•

Main & 500 North
Main & 700 North
Main & 1000 North
Main & 1400 North
100 East & 400 North
200 East & 400 North
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Figure 3-3 Existing Signal Interconnectivity

The AM peak period (7 AM to 11 AM) timing plans along Main Street currently have the signals
running at cycle lengths of 110 seconds. The two signals on 400 North east of Main (at 100 East and
200 East) are “half-cycled” at 55 seconds each. During the PM peak period (3 PM to 7 PM), the
corresponding cycle lengths are 150 seconds and 75 seconds, respectively.
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3.1.7 Existing Traffic Levels of Service
Analysis of traffic volumes is useful in understanding traffic in an area, but
volumes by themselves neither indicate the ability of the street network to
carry additional traffic nor the quality of service afforded by the street
facilities. For this, the concept of LOS has been developed to objectively
describe traffic performance at intersections. See Table 3-5 below.
Table 3-5 Level of Service Criteria for Intersections

Level of Service

A
B
C
D
E
F

Average Control Delay (seconds/vehicle)
Signalized
Unsignalized
Intersections
Intersections
0-10
>10 to 20
>20 to 35
>35 to 55
>55 to 80
>80

0-10
>10 to 15
>15 to 25
>25 to 35
>35 to 50
>50

Source: Highway Capacity Manual 2000, TRB, National Research Council, Washington, DC, 2000.

The table defines level of service categories for signalized and unsignalized
intersections. These categories provide a “report card rating” for intersection
traffic performance. Intersections are the primary limiters of traffic flow,
and the ability of a roadway system to carry traffic efficiently is nearly always
diminished at intersections. Most urban communities set LOS D as the
minimum acceptable level of service for peak-hour operation and they seek
LOS C or better for all other times of the day.
Table 3-6 provides the level of service and average control delay occurring at
a selection of Logan intersections (both signalized and unsignalized) under
existing conditions in the AM peak hour and the PM peak hour.
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Table 3-6 Existing AM and PM Peak Hour Performance at Logan Intersections
Level of Service and
Average Control Delay in sec/veh*
Intersection Location (Control*)

AM Peak Hour

1000 W/ 2500 N (TWSC)

A

Avg.
Control
Delay
6

1000 W/ 1400 N (TWSC)

A

1000 W/ 1000 N (TWSC)

PM Peak Hour

C

Avg.
Control
Delay
19

3

C

20

A

5

C

18

1000 W/ 200 N (UDOT Signal)

B

12

B

13

1000 W/ US 89/91 (TWSC)

A

4

A

9

600 W/ 1400 N (AWSC)

B

11

E

43

600 W/ 1000 N (AWSC)

B

15

D

28

600 W/ 200 N (UDOT Signal)

B

14

B

14

200 W/ 1400 N (Logan Signal)

B

11

B

19

200 W/ 1000 N (AWSC)

A

10

C

21

100 W/ 400 N (Logan Signal)

A

10

B

10

100 W/ 200 N (UDOT Signal)

B

11

B

11

100 W/ 100 N (Logan Signal)

A

9

A

10

100 W/ Center (Logan Signal)

B

11

B

11

100 W/ 100 S (Logan Signal)

A

9

B

12

Main/ 2500 N (UDOT Signal)

B

14

E

62

Main/ 2200 N (UDOT Signal)

A

5

B

11

Main/ 1800 N (UDOT Signal)

A

8

B

19

Main/ 1400 N (UDOT Signal)

C

30

D

48

Main/ 1250 N (UDOT Signal)

A

9

B

18

Main/ 1000 N (UDOT Signal)

C

26

C

31

Main/ 700 N (UDOT Signal)

A

10

B

17

Main/ 500 N (UDOT Signal)

A

7

B

13

Main/ 400 N (UDOT Signal)

C

25

E

78

Main/ 200 N (UDOT Signal)

B

16

C

25

Main/ 100 N (UDOT Signal)

A

5

B

11

Main/ Center (UDOT Signal)

B

12

C

30

Main/ 100 S (UDOT Signal)

A

6

A

7

Main/ 300 S (UDOT Signal)

B

19

C

22

Main/ SR-165 (UDOT Signal)

B

14

C

21

LOS

LOS

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 3-12

Chapter 3: Automobile Street Traffic and Circulation

Level of Service and
Average Control Delay in sec/veh*
Intersection Location (Control*)

AM Peak Hour

Main/ 1200 S (UDOT Signal)

B

Avg.
Control
Delay
11

100 E/ 400 N (UDOT Signal)

B

100 E/ 200 N (Logan Signal)

PM Peak Hour

B

Avg.
Control
Delay
11

15

B

11

A

8

B

11

100 E/100 N (Logan Signal)

A

7

B

14

100 E/ Center (Logan Signal)

B

14

A

10

200 E/ 1400 N (UDOT Signal)

A

8

B

17

200 E/ 400 N (UDOT Signal)

A

9

B

11

400 E/ 1400 N (UDOT Signal)

A

5

B

10

600 E/ 1400 N (UDOT Signal)

A

7

B

18

600 E/ 400 N (UDOT Signal)

A

8

A

8

800 E/ 1400 N (UDOT Signal)

B

13

B

13

800 E/ 1000 N (UDOT Signal)

B

12

B

12

1200 E/ 1400 N (AWSC)

B

13

C

22

1200 E/ 1000 N (AWSC)

A

8

A

8

1200 E/ 700 N (UDOT Signal)

A

8

A

9

1200 E/ US 89 (TWSC)

A

8

A

8

LOS

LOS

* TWSC = Two-way stop control;
AWSC = All-way stop control
sec/veh = Seconds per vehicle

3.1.8 Recent Vehicular Accident Experience
Vehicular accident data in Geographic Information Systems format was
obtained from Logan City covering the period from the beginning of 1996
through the August of 2006. The accident data provided a summary of
vehicular accidents in the City over that period. Data provided included:
accident location, date, severity, damage costs, weather, lighting conditions,
collision type, posted/advisory speed, and actual speed.
The analysis of accident and safety data can be quite thorough and intensive,
and a detailed evaluation is outside the scope of this report. The accident
analysis given here is quite preliminary and macroscopic in scale. The
purpose of this section is three-fold: to identify high-accident intersections
(which may warrant further analysis and study in the future), to assess
accident severity and common collision types, and to identify common
contributing factors on which the City could focus in order to minimize the
occurrence and severity of future accidents.
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Figure 3-4 is a map of vehicular accidents in Logan over the period from
January 1996 to August 2006. Not surprisingly, the highest concentration of
accidents occurs along Main Street. Other corridors with relatively high
accident occurrence include: 200 North (1000 West to Main Street), 400
North / SR 89 (Main Street to 1200 East), 600 West (1400 North to 200
North), 1400 North (600 West to 800 East).
Figure 3-4 Logan Vehicular Accidents, Jan. 1996 – Aug. 2006
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The ten intersections having the highest accident experience are summarized
in Table 3-7.
Table 3-7 Logan Intersections with High Accident Occurrence

1. Main Street & 1400 North

Average Annual
Accidents, 1996-2005
563

2. Main Street & 400 North

429

3. Main Street & 1000 North

372

4. Main Street & 200 North

306

5. Main Street & Center Street

268

6. Main Street & 300 South

236

7. Main Street & 300 North

235

8. Main Street & 100 North

220

9. Main Street & 700 North

206

10. Main Street & 500 North

187

Intersection

Future studies could evaluate these or other specific intersections in much
more detail. Besides number of accidents, other measures such as accident
rates or accident types could be used to identify target intersections for safety
improvements. An in-depth accident study can identify probable accident
causes, countermeasures that may reduce future accident occurrence, and the
corresponding expected accident reduction.
Figure 3-5 summarizes the annual number of vehicular accidents by severity
occurring in Logan from 1996 through 2005. Figure 3-6 gives the overall
number of vehicular accidents by severity for the period January 1996 –
August 2006.
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Figure 3-5 Annual Logan Traffic Accidents by Severity, 1996-2005
2000
1800
1600
1400
1200
1000
800
600
400
200
0
1996

1997

No Injury/PDO

1998

1999

Possible Injury

2000

2001

2002

Non-Incapacitating Injury

2003

2004

Incapacitating Injury

2005
Fatal

Figure 3-6 Logan Traffic Accidents by Severity, Jan. 1996 – Aug. 2006
Possible
Injury, 2248,
13%

NonIncapacitating
Injury, 1104,
6%
Incapacitating
Injury, 523,
3%
Fatal, 11, 0%

No
Injury/PDO,
13623, 78%

Total accidents: 17,519
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Figure 3-7 provides data on another measurement of accident severity, the
overall damage costs. Costs shown are those associated with Logan traffic
accidents on an annual basis from 1996 through 2005.
Figure 3-7 Annual Logan Traffic Accident Damage Costs, 1996 – 2005
$8,000
$7,351

$7,000

Thousands of Dollars

$6,000

$5,608

$5,716

2003

2004

$5,191

$5,000
$4,168

$4,000

$4,324
$3,987

$4,034

1998

1999

$4,507

$3,666

$3,000
$2,000
$1,000
$0
1996

1997

2000

2001

2002

2005

Figure 3-8 shows a breakdown of the most common collision types
occurring in traffic accidents in Logan from January 1995 to August 2006.
Figure 3-8 Logan Traffic Accidents by Collision Type, Jan. 1996 – Aug. 2006
Motor Vehicle /
Bicycle, 187, 1%
Improper Lane
Change Left, 222, 1%

Motor Vehicle /
Pedestrian, 87, 0%
Other, 1346, 8%

Improper Lane
Change Right, 270,
2%
Right Turn, 995, 6%

Head On, 6646, 39%

Backing, 1468, 8%

Motor Vehicle / Fixed
Object, 1817, 10%

1 Moving and 1
Parked, 2173, 12%

Right Angle, 2308,
13%

Total accidents: 17,519
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Accidents happen for many different reasons. Logan City should support
measures to curtail negative driver behaviors that contribute to many
accidents. In addition, the City should be aware of environmental conditions
that they may wish to emphasize in any driving safety initiatives.
The accident data provided by the City contains some good clues to some
possible underlying accident causes or factors. For instance, it was found
that speeding may have been a factor in up to 41 percent of Logan traffic
accidents between January 1996 and August 2006. Similarly, weather appears
to have been a factor in up to 33 percent of accidents in the same time
period, while lighting appears to have been a factor in some 9 percent of
accidents. Figure 3-9 demonstrates how specific conditions relating to
speeding, weather and lighting appear to have impacted traffic accident
experience in Logan between January 1996 and August 2006.
Analysis of the data in Figure 3.11 suggests a number of actions that Logan
City might take (or continue taking) to reduce accident occurrence and
severity, such as:
•
•
•

Speed enforcement;
Provision of weather-related safety messages, particularly relating to
crosswinds; and
Provision of more street lighting.

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 3-18

Chapter 3: Automobile Street Traffic and Circulation

Figure 3-9 Logan Traffic Accidents with Speeding, Weather or Lighting as Apparent
Contributing Factors, Jan. 1996 – Aug. 2006

Speeding by 41-50
MPH, 62, 1%
Speeding by 31-40
MPH, 343, 5%
Speeding by 21-30
MPH, 1116, 16%

Speeding by 1-10
MPH, 3263, 45%

Speeding by 11-20
MPH, 2400, 33%

Total accidents: 17,519
Accidents potentially affected by speeding: 7,184 (41%)
Snow, 192, 3%

Other, 89, 2%

Rain, 1212, 21%

Severe
Crosswinds,
2973, 51%

Cloudy, 1300,
23%

Total accidents: 17,519
Accidents potentially affected by weather: 5,766 (33%)
Dark-Lighted,
207, 14%

Dawn, 414, 28%

Dark-Not
Lighted, 844,
58%

Total accidents: 17,519
Accidents potentially affected by lighting: 1,465 (9%)
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3.2

Future Conditions – General Discussion

Discussion of future development and growth in Logan will address the six
neighborhood districts in the City. These areas are: Bridger, Adams,
Hillcrest, Wilson, Ellis, and Woodruff (see Figure 3-10).
Future
development will necessitate new roadway connections for access, additional
capacity to avoid congestion, improved circulation for emergency services,
and improved circulation to keep from overloading existing roadways and
safety. The following discussion defines these areas and identifies long-range
major transportation issues and corridors important to future development.
Figure 3-10 Logan Neighborhood Councils

3.2.1 Corridor Planning
Long-term planning for future improvements to transportation corridors is
an important but complex aspect of transportation planning. Such efforts
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may follow differing processes depending on the type of roadway anticipated
in the area and the conditions along the corridor. A corridor may need to
provide a community-wide benefit, or it may be more locally important for
circulation and emergency response. Generally, planning for modifications
to or initial construction of a transportation facility may fall into one of three
categories. A corridor may be in an underdeveloped area, with no specific
alignment planned and no existing development impacted by the roadway
creation (New Route Corridor Plan). It may be in an area with developed
parcels fronting a roadway built to non-urban standards, but which will need
to provide urban multi-modal service to developable parcels in the area
(Existing Route Corridor Plan). A corridor may also be within a fully
developed area of the City, where the concerns of traffic or traffic speed may
be appropriately addressed with traffic management techniques or facilities
(Neighborhood Traffic Management Corridor Plan).

3.2.2 Traffic Volume Forecasting
Consistent with historic growth in population and jobs and with output from
the CMPO travel demand model, overall 2030 traffic volume levels in the
Logan area are expected be about 21 percent higher than current volumes.

3.3

Baseline Future Conditions Analysis

3.3.1 Baseline Future Street Network
The baseline future street network looks much like today’s street network. A
major exception is the rerouting of SR-30 (Valley View Highway) from 200
North to 400 North as the highway approaches 1000 West.

3.3.2 Baseline Future Traffic Volumes
As mentioned in Section 3.1.4, ADT information on most state roadways in
Logan is available for 2006. The 2006 ADT for 1000 West was estimated
based on Logan City counts made in 2004. In order to calculate projected
2030 volumes, the 2006 ADTs were multiplied by a factor of 1.22,
corresponding with the 21 percent expected increase from 2007 to 2030 (as
described in Section 3.2.3), plus another year’s growth (2006 to 2007).
Projected 2030 ADTs on state roadway segments are provided in Table 3-8.
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Table 3-8 Baseline Future Traffic Volumes on Key State Roadways in Logan
Roadway

Segment

Calculated
2006 ADT

Projected 2030
ADT

SR-252

US-89/91 to 1800 South
1800 South to 1000 South
1000 South to 600 South
600 South to 1000 North
1000 North to 1400 North
North of 1400 North

6,900
9,200
11,400
12,700
10,000
6,700

8,000
11,000
14,000
15,000
12,000
8,000

SR-30
(200 North /
Valley View
Hwy)

West of Main St.

10,600

13,000

US-89
(400 North)

Main St. to 600 East
East of 600 East

28,700
21,500

35,000
26,000

US-89/US-91
(Main St.)

South of SR-165
SR-165 to SR-238
SR-238 to 200 North
200 North to 400 North

18,000
40,000
36,100
39,800

22,000
49,000
44,000
49,000

US-91
(Main St.)

North of 400 North

31,300

38,000

SR-165

South of US-89/91

21,300

26,000

SR-237
(800 East)

700 North to SR-288
SR-288 to SR-239
North of SR-239

12,500
10,600
6,700

15,000
13,000
8,000

SR-238
(300 South)

US-89/91 to 400 East

4,600

6,000

SR-239
(1400 North)

US-91 to SR-237

16,100

20,000

SR-288
(1200 East)

US- 89 to 1000 North

8,200

10,000

SR-288
(1000 North)

1200 East to SR-237

5,100

6,000

(1000 West)

3.3.3 Baseline Future Traffic Level of Service
Using Synchro, baseline future traffic model was developed based on the
baseline future street network and baseline future traffic volumes. A uniform
21 percent growth factor in turning movements at intersections was applied,
representing traffic growth from 2007 to 2030. The model provides baseline
future traffic level of service information based on Highway Capacity Manual
procedures, as summarized in Table 3-9. For comparison purposes, data
from the current year analysis is also included in the table. Since the PM
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peak hour was found to be the most critical for current conditions, no AM
peak hour analysis for baseline future conditions was performed.
Table 3-9 Current vs. Baseline Future PM Peak Hour Performance at Logan Intersections
Current (2007)
Intersection Location
(Control*)

Baseline Future

LOS

Avg.
Control
Delay

LOS

Avg.
Control
Delay

200 N / SR-30 (AWSC)

---

---

E

43

1000 W / 2500 N (TWSC)

C

19

F

63

1000 W / 1400 N (TWSC)

C

20

F

71

1000 W / 1000 N (TWSC)

C

18

F

>100

1000 W / 400 N (AWSC)

---

---

F

>100

1000 W / 200 N (UDOT Signal)

B

13

B

13

1000 W / US 89/91 (TWSC)

A

9

A

5

600 W / 1400 N (AWSC)

E

43

F

96

600 W / 1000 N (AWSC)

D

28

F

84

600 W / 400 N (AWSC)

---

---

F

83

600 W / 200 N (UDOT Signal)

B

14

C

22

200 W / 1400 N (Logan Signal)

B

19

C

21

200 W / 1000 N (AWSC)

C

21

F

50

100 W / 400 N (Logan Signal)

B

10

C

24

100 W / 200 N (UDOT Signal)

B

11

B

18

100 W / 100 N (Logan Signal)

A

10

B

11

100 W / Center (Logan Signal)

B

11

B

14

100 W / 100 S (Logan Signal)

B

12

B

14

Main / 2500 N (UDOT Signal)

E

62

E

65

Main / 2200 N (UDOT Signal)

B

11

B

11

Main / 1800 N (UDOT Signal)

B

19

C

22

Main / 1400 N (UDOT Signal)

D

48

E

58

Main / 1250 N (UDOT Signal)

B

18

B

17

Main / 1000 N (UDOT Signal)

C

31

D

40

Main / 700 N (UDOT Signal)

B

17

C

24

Main / 500 N (UDOT Signal)

B

13

B

17

Main / 400 N (UDOT Signal)

E

78

F

81

Main / 200 N (UDOT Signal)

C

25

C

31

Main / 100 N (UDOT Signal)

B

11

B

16

Main / Center (UDOT Signal)

C

30

D

41

Main / 100 S (UDOT Signal)

A

7

A

8

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 3-23

Chapter 3: Automobile Street Traffic and Circulation

Main / 300 S (UDOT Signal)

C

22

D

41

Main / SR-165 (UDOT Signal)

C

21

C

22

Main / 1200 S (UDOT Signal)

B

11

B

14

100 E / 400 N (UDOT Signal)

B

11

B

16

100 E / 200 N (Logan Signal)

B

11

B

12

100 E / 100 N (Logan Signal)

B

14

C

24

100 E / Center (Logan Signal)

A

10

B

12

200 E / 1400 N (UDOT Signal)

B

17

B

19

200 E / 400 N (UDOT Signal)

B

11

B

13

400 E / 1400 N (UDOT Signal)

B

10

B

12

600 E / 1400 N (UDOT Signal)

B

18

C

22

600 E / 400 N (UDOT Signal)

A

8

A

9

800 E / 1400 N (UDOT Signal)

B

13

B

13

800 E / 1000 N (UDOT Signal)

B

12

B

12

1200 E / 1400 N (AWSC)

C

22

F

50

1200 E / 1000 N (AWSC)

A

8

A

8

1200 E / 700 N (UDOT Signal)

A

9

A

9

1200 E / US 89 (TWSC)

A

8

B

10

* TWSC = Two-way stop control;
AWSC = All-way stop control

3.3.4 Baseline Future System Needs
Based on the traffic analysis results, at least 13 Logan intersections will
require improvement by 2030 in order to preserve an acceptable level of
service (LOS D or better during the peak hour). Most of the intersections
with poor LOS in the baseline future system are currently unsignalized. A
new traffic signal may be the best solution at many locations, but Logan City
should also consider roundabouts or other innovative intersection
improvements on a case-by-case basis.
The following is a list of intersections with poor expected LOS by 2030:
•
•
•
•
•
•
•

200 N / SR-30 (new intersection)
1000 W / 2500 N
1000 W / 1400 N
1000 W / 1000 N
1000 W / 400 N
600 W / 1400 N
600 W / 1000 N

•
•
•
•
•
•

600 W / 400 N
200 W / 1000 N
Main St / 2500 N
Main St / 1400 N
Main St / 400 N
1200 E / 1400 N
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3.4

Proposed Improvements and Justification

3.4.1 Proposed Roadway Grid Completion (Including 1800 North)
As discussed earlier, Logan’s main roadways and city blocks are laid out using
a “grid” system. This is a very effective system for transportation movement
and circulation. In keeping with the roadway grid system context that was
used to layout the City of Logan, as the City grows, so does the need to
expand the roadway grid system. The following discussion addresses the
location and need for these proposed roadway grid completion areas.
1800 North
Currently, 1800 North is a signalized intersection on the east
end where it intersects with Main Street (US- 91). 1800
North then proceeds west as a two-lane roadway until
approximately 900 West where the roadway abruptly ends.
This leaves approximately a one-block gap along 1800 North
between 900 West and 1000 West (as shown in the photo).
The current land uses between US- 91 and 900 West are
commercial, industrial, residential, and agricultural. The
commercial, industrial, and residential have a very good
potential of expanding in the future.
As mentioned earlier in this chapter, the smallest city block in
Logan is based on 10 acre squares. The next step up from
that, as far as “gridded squares”, is 40 acres and the next step
up from that is 160 acre blocks. That 160 acre block is the area of the 600
West to 1000 West / 1000 North to 1400 North block. These 160 acre
blocks are used as one of the main transportation circulation routes
throughout the City. Based on that, the one block section of roadway that is
missing from 1800 North is vital in completing the 160 acre block circulation
system that exists between 600 West to 1000 West / 1400 North to 1800
North.
In addition, 1000 West was just involved in a road exchange with UDOT and
is now a UDOT facility – SR-252. UDOT is currently planning on
upgrading 1000 West to a more access controlled bypass facility. This will
involve looking at anticipated traffic volumes, spacing standards for cross
streets, future signal locations, to name a few. Coordination between Logan
City and UDOT needs to take place to insure 1800 North is included in the
analysis and design for the new SR-252.
Other Roadway Grid Completions
Table 3-10 is a list of roadway segments that need to be added to complete
Logan’s roadway grid. Not all of these roadway segments need to be built
immediately, but can be implemented into the roadway system as growth
occurs. Most, if not all of these roadway segments can be paid for from
impact fees that are accessed as development occurs in the adjoining areas.
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Table 3-10 Roadway Grid Completion
Roadway Grid Completion
Facility

Segment

Type

2500 North

1400 West to 1000 West

Minor Arterial

1000 West

1800 North to 2500 North

Minor Arterial

2200 North

1000 West to 200 West

Collector

400 West

1400 North to 2500 North

Collector

1800 North

1200 West to 1000 West

Collector

1600 North

1400 West to 400 West

Collector

400 West

600 North to 1000 North

Collector

100/200 West 600 North to 1000 North

Collector

200/400 North 1400 West to 600 West

Principal Arterial

100 West

400 South to 1000 South

Collector

200 East

300 South to 1200 South

Collector

1400 West

89/91 to 2500 North

Bypass Arterial

3.4.2 Proposed Street Functional Classification
Based on future volumes, traffic demand, development, and transportation
patterns, the classification of streets was studied and evaluated. Figure 311 shows the proposed street functional classifications. Some of these
streets exist today, others will need to be re-classified, and others will need
to change/ be rebuilt in order to be classified.
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Figure 3-11 Proposed Street Functional Classification
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3.4.3 Proposed Typical Cross Sections
For each functional class of roadway a cross section is provided. These cross
sections provide enough right-of-way for the needed number and size of
traffic lanes, parking/bike lanes, parkstrips, and sidewalks. A cross section for
the major arterial classification is not shown. Currently in Logan, all of the
major arterials are UDOT roads. Typically, major arterials are 2-3 lanes in
each direction. Depending on traffic volumes, design speeds, access
requirements, and location of the roadway, the cross section of the roadway
can vary dramatically. The actual cross section of a major arterial will be
carefully designed and coordinated between state and local transportation
officials.
Using these standards will keep the roads safer and more comfortable to
travel on as well as more aesthetically pleasing.
Figure 3-12 Local Road Cross Section

LOCAL ROAD
CROSS SECTION
¾ Typically serves < 1000 vpd
¾ 25-35 mph Posted Speed Limit
¾ Bike lanes to be added per approved bike plan or as directed by
governing agency
¾ Intersections designed for Single Unit Truck (SU)
¾ Additional right-of-way may be required at intersections
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Figure 3-13 Minor Collector Cross Section

MINOR COLLECTOR
CROSS SECTION
¾ Typically serves 1,000-10,000 vpd
¾ 25-35 mph Posted Speed Limit
¾ Bike lanes to be added per approved bike plan or as directed by
governing agency
¾ Intersection designed for Single Unit Truck (SU)
¾ Additional right-of-way may be required at intersections
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Figure 3-14 Major Collector Cross Section

MAJOR COLLECTOR
CROSS SECTION
¾ Typically serves 5,000-15,000 vpd
¾ 25-35 mph Posted Speed Limit
¾ Bike lanes to be added per approved bike plan or as directed by
governing agency
¾ Intersection designed for Single Unit Truck (SU)
¾ Additional right-of-way may be required at intersections
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Figure 3-15 Minor Arterial Cross Section

MINOR ARTERIAL
CROSS SECTION
¾ Typically serves 10,000-40,000 vpd
¾ Bike lanes to be added per approved bike plan or as
directed by governing agency
¾ Additional right-of-way may be required at intersection
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3.4.4 Proposed Intersection Improvements
A review of intersections throughout Logan City was performed in order to
recommend improvements that should be in place by 2030. Information
from various sources was used to identify intersection issues that should be
addressed, such as the following:
•
•
•
•

Intersections with geometric issues such as offset legs and skew legs
(identified from aerial images).
Intersections with high accident experience (identified from Logan City
traffic accident data).
Currently unsignalized intersections that appear to require signalization in
the future (identified from past warrant studies and from analysis of
future conditions in Synchro).
Currently signalized intersections that require geometric upgrades to
improve level of service (identified from analysis of future conditions in
Synchro).

This process identified a total of 37 intersections for which improvements
are recommended. A summary of intersection issues and recommendations
is presented in Table 3-11.
Another information source that was useful for comparison was a list of
congested intersections identified by Logan City citizens in 2004 via the
Transportation Public Opinion Survey. Most of the intersections identified
as congested in the survey appear among the intersections listed below.
Table 3-11 Intersection Issues and Improvement Recommendations
Intersection

Issues & Notes

Improvement
Recommendations

200 North /
1200 West

New intersection to be created on 200 North near
1200 West with rerouting of SR-30; LOS E expected
in 2030 if it is unsignalized

Signalize intersection

1000 West /
2500 North

1000 West is a new state route; intersection is
currently unsignalized; LOS F expected in 2030 if it
remains unsignalized

Signalize intersection
(Long term plans:
construction of a
continuous flow
intersection)

1000 West /
1400 North
1000 West /
1000 North
1000 West /
400 North
600 West /
2500 North
600 West /
1400 North

1000 West is a new state route; signal warrant was
met in 2003; intersection is currently unsignalized;
LOS F expected in 2030 if it remains unsignalized
1000 West is a new state route; intersection is
currently unsignalized; LOS F expected in 2030 if it
remains unsignalized
1000 West is a new state route; SR-30 is to be
rerouted through this intersection; intersection is
currently unsignalized; LOS F expected in 2030 if it
remains unsignalized
Intersection is currently unsignalized; poor LOS
expected in 2030 if it remains unsignalized
Intersection is currently unsignalized; signal warrant
was met in 2003; LOS F expected in 2030 if it remains
unsignalized

Signalize intersection

Signalize intersection

Signalize intersection

Signalize intersection
Signalize intersection
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600 West /
1000 North
600 West /
400 North
600 West /
200 South
600 West /
600 South
200 West /
1000 North

Intersection is currently unsignalized; LOS F expected
in 2030 if it remains unsignalized; appears on citizen
survey list
Intersection is currently unsignalized; LOS F expected
in 2030 if it remains unsignalized

Signalize intersection
Signalize intersection
Reduce or eliminate
offset

East and west legs are offset
Intersection is currently unsignalized; poor LOS
expected in 2030 if it remains unsignalized
Intersection is currently unsignalized; signal warrant
was met in 2003; LOS F expected in 2030 if it remains
unsignalized

Main St /
2500 North

Intersection is currently signalized, but LOS F
expected by 2030 without improvement

Main St /
1400 North

High accident experience; LOS E expected by 2030;
appears on citizen survey list

Main St /
1000 North

High accident experience; LOS D expected by 2030;
appears on citizen survey list

Main St /
800 North

East and west legs are offset

Main St /
700 North

East and west legs are offsett; high accident
experience

Main St /
600 North

East and west legs are offset

Main St /
500 North

High accident experience

Main St /
400 North

High accident experience; LOS E expected by 2030
without improvement; appears on citizen survey list

Main St /
300 North

High accident experience

Main St /
200 North

High accident experience; appears on citizen survey
list

Main St /
100 North

High accident experience

Main St /
Center St

High accident experience; LOS D expected by 2030;
appears on citizen survey list

Main St /
100 South

High accident experience

Main St /
300 South

High accident experience; LOS D expected by 2030;
appears on citizen survey list

Signalize intersection
Signalize intersection
Add dual left turn
pocket to eastbound
approach
Safety improvements
as identified by
separate study
Safety improvements
as identified by
separate study
Reduce or eliminate
offset
Reduce or eliminate
offset; other safety
improvements as
identified by separate
study
Reduce or eliminate
offset
Safety improvements
as identified by
separate study
Add dual left turn
pocket to westbound
approach; Safety
improvements as
identified by separate
study
Safety improvements
as identified by
separate study
Safety improvements
as identified by
separate study
Safety improvements
as identified by
separate study
Safety improvements
as identified by
separate study
Safety improvements
as identified by
separate study
Safety improvements
as identified by
separate study
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100 East /
Water St

East leg is skewed

200 East /
1400 North

High accident experience; appears on citizen survey
list

200 East /
500 North

Intersection is currently unsignalized; signal warrant
was met in 2003; appears on citizen survey list
Intersection is currently unsignalized; signal warrant
was not met in 2003, but it appears likely to be met
soon; appears on citizen survey list
Intersection is currently unsignalized; poor LOS
expected in 2030 if it remains unsignalized
North, south and east legs are skewed creating a
sight distance problem

200 East /
Center St
200 East /
300 South
300 East /
100 North
400 East /
1000 North
500 East /
1000 North
600 East /
1000 North
1200 East /
1400 North
1200 East /
1000 North

North and south legs are offset
North and south legs are offset
North and south legs are offset; signal warrant was
not met in 2003, but it appears likely to be met soon;
appears on citizen survey list
Intersection is currently unsignalized; LOS F expected
in 2030 if it remains unsignalized
Intersection is currently unsignalized; poor LOS
expected in 2030 if it remains unsignalized

Reduce or eliminate
skew
Safety improvements
as identified by
separate study
Signalize intersection
Signalize intersection
Signalize intersection
Close south access to
LDS temple parking lot
Reduce or eliminate
offset
Reduce or eliminate
offset
Signalize intersection;
Reduce or eliminate
offset
Signalize intersection
Signalize intersection

3.4.5 Innovative Intersections
The Continuous Flow Intersection (CFI) is a new innovation in intersection
technology that was recently implemented at Bangerter Highway and 3500
South in West Valley City – only the fourth of its kind in the nation, and
proving to be very successful. For comparison, a standard signal with
protected left turn arrows must serve eight major movements – four left turns
and four thrus, but only two movements can occur at a time (opposing lefts
or opposing thrus). The advantage of a CFI is that it allows opposing lefts
and opposing thrus to occur at the same time using one signal at the main
intersection, and up to four interconnected mid-block signals. It has proven
to be simple for drivers to get used to, and in some cases can fit within
existing right-of-way. A full 4-approach CFI with 2-3 lanes per approach can
handle about 10-14,000 vehicles per hour at LOS E, as compared to the same
lanes with double lefts on all approaches, which can handle about 6-8,000.
A CFI is a good candidate for the 2500 N/ Main St. intersection. The graphic
below shows roughly the dimensions that are needed and in yellow the rightof-way that would needed to be acquired in order to make this intersection
feasible. Such an intersection can serve up to 8,000 vehicles per hour at Level
of Service C, where a more traditional intersection with double-left turn
pockets fails at about 6,500 vehicles per hour. 6,500 or more is very likely to
occur at this intersection in the period just beyond 2030.
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The right of way width on 2500 North between Main and 10th West should be
at least 120 feet, and potentially 150 feet, to serve the period beyond 2030.
Main Street itself is already 120 feet in this section. It would be wise to
encourage the extension of back roads probably on 200 East and 200 West as
a means of encouraging better access control on Main itself, and as a relief
valve for this critical arterial.
The Town Center Intersection (TCI) is really four
separate intersections of one-way streets that merge back to
a two-way street a block or two upstream. It can be
designed as a couplet, or even a triplet as shown in diagrams
in this section. A triplet has a middle alignment that is not
critical for traffic, so the former pavement can be
relinquished for short-term parking and/or a well
streetscape transit & pedestrian mall. Each one-way leg has
only half the traffic of the upstream roadway that feeds it,
and can hence be much narrower and offer more space for
amenities. This innovation is discussed in greater depth in
Section 3.5.6.
A Quadrant Roadway (QRI), sometimes
known as a “jug handle”, formalizes and
even mandates this creative way to make a
left. Much as with the others, the goal is to
eliminate the need for left-turn arrows at
the main intersection by serving lefts
somewhere else. As visible in the images
below, there are innumerable intersections
across America that can be upgraded to a
QRI by using existing “back-way” streets,
or by developing such streets through
existing parking lots. The concept is almost
identical to the CFI, where people pull into a left pocket ahead of the
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intersection. However, here lefts can be pulled completely out of the
intersection by going behind development instead of in front near the main
intersection.
The Bowtie is similar to the Median U-Turn, and in many ways offers
exciting improvements. Notice in the diagram on the left that a Median Uturn requires vehicles to cross over the path of on-coming vehicles, which
requires either a stop sign or signal to allow this to occur. If the median is
relatively narrow, it may require a turning basin for trucks to complete a Uturn. The right diagram shows an oval-shaped roundabout that makes it
possible to create a wrap-around lane that can merge along side the oncoming
lanes without requiring oncoming traffic to stop. Another feature is that the
large center island can be aesthetically very nice with trees, monuments, etc.
The island also forces vehicles to slow somewhat around the circle, which will
diminish their speed as they enter the main intersection, which in turn
improves safety as crashes would tend to occur at lower speeds.

Yet another advantage is that the Bowtie function can be invoked at anytime,
meaning the geometry allows an existing 4-phase signal to continue while
congestion is low (aiding driver expectancy). Then simply change signs to get
a 3 or 2 phase. This design can also be upgraded as a miniature roundabout
interchange if converting the mainline to a small freeway is every an option.
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3.4.6 Proposed Extension of Traffic Signal Interconnect System
Most of Logan’s City-owned traffic signals are located within two blocks of
Main Street. The feasibility of tying these signals into UDOT’s traffic signal
interconnect system was evaluated. Per UDOT policy, Logan City would
retain control of the interconnected signals. The resulting proposed concept
would extend UDOT’s traffic signal interconnect system to include the
following nine City-owned signals:
•
•
•
•
•
•
•
•
•

200 West & 1400 North
100 West & 400 North
100 West & 100 North
100 West & Center Street
100 West & 100 South
100 East & 200 North
100 East & 100 North
100 East & Center Street
200 East & 1000 North

Figure 3-16 (on the next page) shows the proposed concept for the
extended traffic signal interconnect system.
It may be desirable to phase the proposed system extensions based on
development patterns and/ or traffic volumes, planned construction or other
considerations. One possible phasing scheme, based on a perceived need to
address the current high level of development and growth along 1400 North
and 1000 North, is represented in Table 3-12.
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Table 3-12 Possible Phasing Scheme of Traffic Signal Interconnect System
Phase I
200 West & 1400 North
200 East & 1000 North

Phase II
100 West & 400 North
100 West & 100 North
100 West & Center St.
100 West & 100 South

100 East & 200 North
100 East & 100 North
100 East & Center St.

Figure 3-16 Proposed Signal Interconnectivity
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Logan City’s signals currently are not interconnected with each other or with
UDOT’s signals, but rather all operate in isolation. There are a number of
potential benefits from adding Logan City traffic signals to UDOT’s
interconnect system. The following list summarizes some of those benefits.
•

•

•

•

•
•
•
•

Signal controller clocks at individual traffic signal locations “drift” apart
from each other over time, leading to poor signal coordination, which
means poor use of the available signal green time. Interconnecting these
signals will allow the signal controller clocks periodically and
automatically to be synchronized to combat drift.
The improved controller clock synchronization will maximize the
effectiveness of north-south progression along 100 West and 100 East,
and will also improve the situation for east-west traffic crossing Main
Street.
Traffic signal timing can be remotely monitored and adjusted by city staff
or (with permission from the City) by UDOT staff. The latter option
may be particularly attractive in the case of responding to events
occurring after normal City business hours.
The interconnectivity would also allow the future addition of pan-tiltzoom cameras (CCTV cameras) to the system. Such cameras can be
strategically placed to monitor trouble spots / high accident locations.
Incoming images can be monitored to verify the existence and severity of
congestion related to accidents, debris, bad weather, high traffic volumes,
or other causes.
Remote access capability improves the comfort and safety of signal
technicians who would otherwise be called upon to “brave the elements”
as they access signal cabinets in person.
The system’s ability to import from/ export to traffic analysis software
packages such as Synchro, allows fast development and implementation
of signal timing plans.
The timing at multiple signals can be changed simultaneously at a pre-set
time, again, without calling on signal technicians to do the work in
person. This feature is especially applicable to special events.
User-specified alarms can be set up to notify someone in the event of
traffic signal malfunctions of various types (such as a signal entering flash
mode). This ability can improve safety by providing the city with more
timely awareness of and response to traffic signal malfunctions.

The dollar value of such benefits is difficult to quantify, but many of these
benefits have significant potential to reduce Logan City’s costs.

3.4.7 Future Traffic Level of Service with Improvements
Using Synchro, a future traffic model was developed based on the
recommended improvements. Starting with the baseline future traffic model,
intersection improvements such as new traffic signals and improved
geometry were coded. The model provides the corresponding future traffic
level of service information based on Highway Capacity Manual procedures,
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as summarized in Table 3-13. For comparison purposes, data from the
baseline future analysis is also included in the table. Since the PM peak hour
was found to be the most critical for current conditions, no AM peak hour
analysis was performed. It should be noted that our analysis made the
simplifying assumption that all unsignalized intersections with poor level of
service should be addressed using a traffic signal. In practice, it may be
appropriate to use roundabouts at some locations instead of installing a
traffic signal.
Table 3-13 Baseline Future vs. Future w/ Improvements –
PM Peak Hour Performance at Logan Intersections
Baseline Future
Intersection Location (Control*)

Future with
Improvements

LOS

Avg.
Control
Delay

LOS

Avg.
Control
Delay

200 N / SR-30 (AWSC; UDOT Signal)

E

43

D

47

1000 W / 2500 N (TWSC; UDOT Signal)

F

63

C

32

1000 W / 1400 N (TWSC; UDOT Signal)

F

71

A

6

1000 W / 1000 N (TWSC; UDOT Signal)

F

>100

C

23

1000 W / 400 N (AWSC; UDOT Signal)

F

>100

C

34

600 W / 1400 N (AWSC; Logan Signal)

F

96

C

25

600 W / 1000 N (AWSC; Logan Signal)

F

84

B

14

600 W / 400 N (AWSC; Logan Signal)

F

83

B

15

200 W / 1000 N (AWSC; Logan Signal)

F

50

B

14

Main / 2500 N (UDOT Signal)

E

65

C

25

Main / 400 N (UDOT Signal)

F

81

D

52

1200 E / 1400 N (AWSC)

F

50

B

14

* TWSC = Two-way stop control;
AWSC = All-way stop control

The Main / 1400 N intersection was previously identified in Section 3.3.4 as
having poor expected level of service (LOS E) in the baseline future analysis.
However, since all four approaches have dual left turns, there appears to be
little that can be done to improve the situation at this intersection with
standard treatments. The city may need to consider innovative solutions that
provide increased capacity at this location, such as the continuous flow
intersection recently installed at Bangerter Highway and 3500 South in West
Valley City, Utah.

3.5

One-Way Couplet / Multi-Route Analysis

3.5.1 Results of Travel Demand Modeling
With roadway projects such as 1000 West advancing quickly, and plans for
yet another significant arterial west of 1000 West, there is reason to believe
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that the congestion in the Main Street corridor may soon be reduced.
However, the Main Street corridor is not fully built out. Potential
redevelopment and infill could continue to attract more trips even after some
trips have been diverted to other corridors.
To better understand the long-term demands across Logan City, the CMPO
Cube Voyager travel demand model was used to help understand the level to
which transportation planning in Logan City is prepared for both the 2030
planning horizon, and for the build-out of developable land that would
significantly affect transportation within Logan City.
To estimate build-out, the City’s planned land uses and estimated typical
densities were converted to population and employment holding capacities,
necessary for the model development. It was also important to reflect buildout conditions in the first communities just outside Logan as well as modest
growth beyond 2030 across the more rural parts of the valley. Communities
just outside Logan were assumed to build-out at similar or slightly lower
densities.
The build-out date is unpredictable, but typical growth rates would suggest
somewhere around 2050. While this is too far to be programming
construction projects, it is helpful to determine the extent to which planned
projects may have insufficient right-of-way, access control, or building
setbacks.
The results of the analysis are summarized in Figure 3-17 and Figure 3-18.
Figure 3-17 shows volumes expected in the Main Street corridor (all northsouth streets from 200 West to 400 East) for 2030 if the CMPO plan is
constructed – which includes two new arterials at 1000 West and 1400 West.
The results show that in spite of these arterials, there is still significant
demand in the Main Street corridor. The volumes of the corridor are close
to the overall capacity suggesting that Main Street itself will continue to be
over capacity much as it is now and vehicles will spill over to parallel streets
to take advantage of what capacity is available.
Figure 3-17 also shows two alternatives for increasing capacity – widening
100 West to a cross-section similar to today’s Main Street, or implementing a
one-way couplet system in the Main Street corridor. There are a number of
couplet configurations possible, and these are discussed later. For
convenience a system using Main and 100 West was tested in the model.
The effect would be very similar with any of the possible alignments. The
couplets provide more capacity overall even with less pavement, in part
because left turn lanes are not necessary. Both options attract about 10,000
vehicles into the corridor, which previously were traveling on roads both
further east and further west, because of the difficulty of traveling in the
Main Street corridor. The additional volume in the Main Street corridor is
easily accommodated under either scenario, and should be able to enhance
the attractiveness of new development in the corridor that depends on good
access and visibility.
Figure 3-18 is the result of testing all north-south streets from 1400 West to
the edge of the city on the east in a 2050 build-out environment. Not
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surprisingly, if the new arterials planned in the west have only enough rightof-way for 2030, and if capacity in the Main Street corridor is not enhanced,
there will be a need to move sidewalks, utilities, signs, and possibly buildings
to widen those roads to serve for 2050. If action is taken today to protect
appropriate widths on western streets, and if capacity is enhanced in the
Main Street corridor with couplets or in some other way, there should be
adequate capacity to traverse Logan’s streets even in a build out environment.
The Cache MPO model in its present form is a good model for assessing
demands across multiple streets, but it currently over-estimates some, and
under-estimates others. It needs considerable enhancements if it is to be
used to determine long-term demands on any given street. This is especially
true in the western areas where Travel Analysis Zones are exceptionally large,
and where longer-term land uses are still forming.
Figure 3-17 Main Street Corridor 2030 Volume/Capacity Analysis

2030 Volume / Capacity Analysis,
Main Street Corridor (200 West to 400 East)
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Main, 100 West
Couplet
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Figure 3-18 2050 Built-out Volume/Capacity

2050 with planned widths
and all streets operated
as two-way streets

2050 with enhanced widths
where possible, and one-way
streets in Main Street corridor

Daily Volume
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3.5.2 One-Way Couplet Description
There are several potential locations and configurations for one-way couplets
that may work in Logan. Also, there are many emerging innovative designs in
land use, transit, and pedestrian amenities that couplets may facilitate.
Anything new may be intimidating and so it is important to gain a thorough
appreciation for both the positive and negative traits of one-way couplets. In
that way citizens and elected officials can make educated decisions.
First, this section discusses the key positive and negative characteristics of
couplets along with common misconceptions. Then it discusses potential
applications of one-way couplets within Logan City.
Key Positive Traits of One-Way Couplets
1. Major two-way arterials require left turn arrows that can consume
high shares of available green time. Signals on one-way streets can
achieve near perfect efficiency because they do not require left turn
arrows, resulting in more green time for the main arterial as well as
for cross streets.
2. Two-way streets require longer cycle lengths to serve many
movements. This may frustrate both pedestrians and drivers on
cross-streets who must wait longer to cross the street. Couplets
generally allow for shorter cycle lengths.
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3. Single intersections can only handle so much volume regardless of
the efficiency. Couplets create two intersections, each more efficient
than the one they replace. The combination results in the ability to
serve many more vehicles with the same number of lanes.
4. If there are two parallel two-way streets, each with 100 feet of rightof-way, each would typically see about 80 feet dedicated to pavement
to serve vehicles. If these are converted to a couplet, each 100 foot
street needs only about 50-60 feet for two reasons: 1) there is no
need for left-turn pocket on either street; 2) Though lanes have
higher capacity per lane, so its possible the system may work fine
with fewer through lanes. The remaining right-of-way can be used to
enhance the pedestrian realm necessary for a vibrant downtown.
5. Signal progression requires timing
green as vehicles upstream arrive.
coordinate in both directions and
Signals on one-way streets are easy
to get many green lights in a row.

the downstream signal to turn
Two-way streets are difficult to
can result in driver frustration.
to coordinate making it possible

6. Well coordinated couplets encourage speed limit obedience, as
people soon learn there is no advantage in rushing to the next signal.
Even if speed limits are to be lowered to improve safety, but the
overall average traversing speed may still be much better than before
due to better progression and more efficient intersections.
7. Major two-way arterials are very wide and can have up to 32 conflict
points with vehicles and pedestrians. This is opposed to just 8 with
intersecting couplets. For pedestrians, crossing such streets can be
both intimidating and dangerous. Couplets provide a safer street
environment for pedestrian crossings.
8. Couplets provide a foundation on which to expand a single
commercial corridor into a true Urban or Town Center. Many uses
that would locate in this type of center need both good access and
visibility. If there is a desire to develop or redevelop a street parallel
to a main corridor, a couplet system will encourage that development.
9. Excessive congestion limits the attractiveness of further development
on a corridor. Bypass roads built to solve congestion then become
magnets for development that may otherwise helped revive older
areas. Couplets provide the capacity and visibility necessary to attract
development to older areas that could use the investment.
10. The cost to implement couplets may be more reasonable than other
alternatives for achieving capacity gains.
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Key Negative Traits of One-Way Couplets
1. Couplets require more out of direction travel. This is an insignificant
issue when couplets are separated by only a block, but becomes more
of an issue if they are separated by three or four blocks. Indirect
access is among the most commonly cited reasons many business
owners are leery of couplets.
2. Couplets take time to get used to and initially many drivers may
accidentally turn the wrong way. Good signage helps and lower
speed limits may allow for corrections without causing accidents.
This becomes a minor issue after the first several months.
3. Couplets move half the traffic to a parallel street, which encourages
businesses on the new alignment, but may be detrimental to
convenience-oriented businesses on the older alignment. Research
suggests destination-oriented businesses are unaffected or ultimately
do better. Couplets are not necessary in formerly popular corridors
that are now suffering a shortage of traffic, and some cities convert
couplets back to two-way streets as a result.
4. Converting two parallel streets to one-way operation is a significant
change that will make almost everyone along both streets nervous
about the outcome. If planners, engineers, and policy makers
become convinced it may be a good idea, it is then critical to carefully
craft extensive public awareness and involvement efforts to help
corridor stakeholders understand what you have understood, and to
hear and address their concerns. Otherwise the conversion risks
failure from what may be significant public opposition.
5. In addition to reduced congestion, a pedestrian-friendly, enhanced
streetscape made possible by extra right-of-way is among the most
significant reasons stakeholders cite in support of couplets. These
amenities can increase the overall cost of the couplet beyond what is
necessary to just achieve efficiency for vehicles.
6. Couplets may require more walking for some bus patrons who must
walk an extra block for the return trip. However, this same fact also
brings new people within range of transit, as many are at least oneblock closer for one trip.
7. Fewer potential conflicts and smoother flow may encourage higher
speeds than would occur otherwise – negating some of the
pedestrian-friendly purpose of the couplet.
Positive or Negative, Depending on the Situation
1. Main arteries that become part of a couplet will have less volume
than before. This is normally of great concern to business owners
who may worry it will hurt their visibility.
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a. Convenience stores and others that depend on spontaneous
impulse purchases will perform better on two-way streets because
of the higher volumes.
b. Destination stores that depend on the overall number of people
who are familiar with their location and services will see little
effect initially, but may do better over time because the corridor
will have higher volumes and therefore more people will become
familiar with the location.
c. Pedestrian-oriented and parking-limited locations will benefit
from the outset if a project creates better landscaping, short-term
parking opportunities, and easier access to what parking exists.
2. If land uses that need better access and higher visibility are desired on
the parallel street (e.g., apartments, condos, and commercial uses), the
additional traffic on that street will help achieve these land use
changes. If land use changes are not desired, attracting more traffic
to that street can create unwanted pressure for change.
3. Enhancing a parallel street to create a couplet may accomplish local
land use goals and local and state congestion relief goals, but it may
also require UDOT to take ownership of the parallel street. This may
take significant negotiation to arrive at construction and maintenance
terms that are acceptable to all involved.

3.5.3 Common Misconceptions Regarding Couplets
The first reaction of many when they hear a proposal for a couplet is to recall
a couplet with which they are familiar and assume that this is what the
project is about. Most couplet systems were created when the pedestrian
environment and architectural style of adjacent development were an
afterthought.
In Utah, many people are familiar
with 500 and 600 South in Salt Lake
City, which is the primary access to
downtown from I-15 to the south.
Any couplet system for Logan should
be designed quite differently than
these. Those streets are designed for
higher speeds and carry nearly 100,000
vehicles per day. Main Street in
Logan is just above 40,000. There is
enough right-of-way between Main
and 100 West that such a couplet
could perform at nearly this level if
virtually all of the space were
dedicated to vehicles. However with
other higher-speed streets likely to 500 South in Salt Lake City
emerge further west, the Main Street
corridor will simply never have that much demand.
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Land uses along 500 and 600 South are also not particularly pedestrian
friendly. Note from this photo of 500 South as it nears I-15 the blighted and
industrial nature of the corridor. A first reaction to couplets by those
familiar with examples like this may be negative in part out of concern they
may end up with a high-speed “virtual freeway” where pedestrians and land
uses end up worse off than they would have otherwise. It is possible to
design very pedestrian friendly couplets and still gain noticeable
improvements in traffic performance.

3.5.4 Palm Springs, CA: A Pedestrian “Place-Making” Couplet
Figure 3-19 is an example of how a high-volume one-way couplet can also
be a pedestrian-friendly platform on which to create a mixed-use Town
Center. Palm Canyon Drive and Indian Canyon Drive in Palm Springs,
California, each have a 110-foot right-of-way, with 20 feet per side dedicated
to the sidewalk realm, 11-foot lanes for parallel parking and 48 feet for four
travel lanes. Combined they offer eight travel lanes in a 220-foot right-ofway that is extremely enjoyable to walk and has succeeded in keeping popular
businesses from relocating to the suburbs. Palm Canyon is the more
popular, and has had the most invested in “the look”, but businesses on
Indian Canyon are not failing. There is more and more interest in
condominium projects along Indian Canyon that would generate pedestrians
for local businesses. Traffic on Palm Canyon is slower for about 4-blocks
through the most popular area (25 mph speed limit), but it is steady and not
impeded by congestion.
Figure 3-19 Palm Canyon/Indian Canyon One-way Couplet, Palm Spring, CA
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Figure 3-20 is the pedestrian realm of the same streets. Key to their
successful pedestrian environment has been to encourage businesses to
invest in their exterior design and pass proposed designs through a board of
architectural review, but also to let each business to remain autonomous to
enhance the variety on the street, and ultimately create a very non-suburban
destination “Place”.
Figure 3-20 Pedestrian Realm on Palm Canyon Drive, Palm Spring, CA
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3.5.5 Emerging
Trends with One-Way
Streets
More and more areas are
seeking to create vibrant
“Town Centers” that are
different than the normal strip
malls, gas stations, and grocery
stores that tend to occupy the
four quadrants of a standard
major intersection in the
suburbs. Among the growing
list of promising innovative intersections is one known as a Town Center
Intersection, or TCI. The TCI is really four separate intersections of oneway streets that merge back to a two-way street a block or two upstream. It
can be designed as a couplet, or even a triplet as shown in the diagrams,
where a triplet has a middle alignment that is not critical for traffic, so the
former pavement can be relinquished for short-term parking and/or a well
streetscape transit & pedestrian mall. Each one-way leg has only half the
traffic of the upstream roadway that feeds it, and can hence be much
narrower and offer more space for amenities.
The photo at the right shows an architectural style that
is compatible with and encouraged by TCIs. Not only
does the design offer a platform on which to build a
“Town Center” sense of place amidst cookie-cutter
suburbs, but it also has excellent traffic flow and
excellent bike/pedestrian safety features. A system of
four intersections of one-way streets can serve over 60
percent more traffic than the single intersection it
replaces. The key is more but simpler intersections –
not more lanes.

Typical Mixed-use Development

This design is proving very popular in many of the
latest high-end mixed use developments such as in Summerlin, Las Vegas
and in Kennecott’s planning for the West Bench in Salt Lake County.
Developer
interest
represents
an
opportunity for public-private partnering
for construction.
While this “new
design” is gaining popularity, it is simply
the intersection of one-way couplets,
which has existed for decades in cities like
New York, Portland, and even downtown
Boise, Idaho – but the new twist is its
appeal as a model on which to create a
distinctive yet functional place amidst
emerging suburbs.
TCIs are not just for Greenfield areas.
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There are many locations in need of urban renewal that have existing parallel
streets that can be incorporated into a new high-efficiency design, such as
this concept for Curtis and Chinden in Boise, Idaho.
This system should be considered in new suburban areas as well as older
urban areas where traffic is already high, or where developer assistance in
urban renewal is desired.

3.5.6 Town Center Concept Applied to Logan
In Logan, there are no clear locations where a TCI could be ideally
implemented in a Greenfield setting. However there are some opportunities
to do couplet, triplet, or half-TCIs with existing streets. Figure 3-21 shows
just one of several potentially viable concepts.
Figure 3-21 How the Town Center Concept Could Work in Logan

This particular example would be even more efficient for north-south travel
than a single north-south couplet, because the intersections would be 2-phase
signals rather than 3-phases. East-west travel to and from Utah State
University would benefit similarly. The center of the intersecting couplets
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happens to be the historic downtown core. This configuration would tend to
strengthen the role of Downtown Logan as the center of activity in Cache
Valley. Figure 3-22 shows how the same structure already supports
downtown Boise, Idaho, ensuring that their historic center is sufficiently
accessible to vehicles, and also attractive to pedestrians, which together
encourage the market to continuously re-invest in the core.
Figure 3-22 Town Center Intersection supporting Downtown Boise, Idaho

3.5.7 Specific North-South Couplet Options in Logan
The Main Street corridor from the “Y” to 1000 North is the most congested
corridor in Cache Valley. While there is parallel capacity available for much
of the length, it is difficult for many to access, it is often not continuous, and
it is not necessarily faster than Main Street. If some of this parallel capacity
could be enhanced to make it an attractive alternative to Main Street in a way
that is acceptable to the community, the congestion relief benefits to the
overall Main Street corridor could be significant. The corridor offers a host
of conceivable one-way couplet concepts. Figure 3-23 illustrates five
possible concepts. The issues associated with each are discussed as follows:
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Figure 3-23 Logan Main Street Corridor One-way Street Concepts

Option A – 100 East / 200 East couplet, from 700 South to 800 North:
This option would improve the average traverse speeds on 100 East and 200
East without raising the posted speed limits. The connection to the two-way
segment of 200 East near 1000 South will allow trips from the southeast
valley to reach the University area without any need to use Main. Our
analysis suggests that this couplet could lower volumes on Main Street by
approximately 4,000 vehicles per day (and increase volumes on the couplet
by 2,000 on each alignment). This combined with roadway improvements
further west would allow Main Street to operate acceptably for 15 years or
more.
Advantages:
1. Good way to create the capacity of the minor arterials planned to the
north and south through the heart of town, but without any
significant construction other than extending existing alignments.
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2. Distributes some of the load that continues to grow on 200 East to
100 East, reducing impacts to residents on 200 East.
3. Good signal progression and good average speeds make it attractive
for east side residents to reach the University without using Main
Street, even without raising speed limits.
4. Safer and more pedestrian-friendly for 200 East than widening 200
East or installing roundabouts. Few if any trees would need removal.
5. Main Street remains untouched.
Disadvantages:
1. This option invokes more traffic onto 100 East than exists today.
100 East residents may oppose any plans that would bring more
traffic to their street, even if it would relieve Main and 200 East.
2. The majority of the couplet could be implemented at almost no cost,
but would require extending both 100 and 200 East further south at
significant expense for river crossings.
3. It still will not be enough to eliminate congestion on Main Street
unless Main itself becomes part of a couplet with 100 West, or
another project further west can divert traffic from Main.
Option B – Main Street / 100 West, from 1000 South to 900 North:
This option would allow much of the existing right-of-way on Main Street to
be relinquished for angle parking, landscaping, bus/bike paths – whatever is
acceptable to UDOT and other stakeholders. Volumes on Main Street
would lower and overall corridor capacity would improve. This will allow
development within the corridor to continue.
Convenience store sales
would likely drop slightly in the beginning, destination stores would be
unaffected and may ultimately improve. New development that needs good
access and visibility would suddenly be attracted to the 100 West corridor,
likely first in the core of downtown. This option combined with western
roadway enhancements should maintain acceptable congestion levels for 2030 years if not more.
Advantages:
1. All of the key positive traits listed in Section 3.5.2 are applicable here.
2. If combined with pedestrian and transit-friendly design features, it
will help support mixed-use development planned in the CBD.
3. Many current businesses in the core area are both destination
oriented and pedestrian oriented. They would likely not suffer and
many may do better with this couplet system.
4. Existing land uses along 100 West are much more compatible with
higher volumes than either 100 East or 200 East.
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5. 100 West is already integrated with the existing commercial corridor
therefore businesses on Main Street would feel less concerned that
traffic has been diverted completely away from them.
Disadvantages:
1. Most of the key negative traits in Section 3.5.2 are applicable.
2. Convenience-oriented stores may initially see a reduction in sales. It
would appear at first glance that a significant majority of businesses
are destination-oriented. Any effort to advance couplets may want to
consider evaluating the nature of each business and estimate a general
effect.
3. This option requires extensions of 100 South on both ends. Property
acquisitions are required.
4. Where it involves a state highway, this option would require
additional study in order for UDOT to determine if it is in the best
interest of the State.
Option C – 100 East / 100 West, with Main Street used as desired:
The advantages and disadvantages are similar to the options above, but this
concept has several unique traits worth considering:
1. The triplet concept allows Main Street to remain a traffic corridor or
be converted to a transit/pedestrian only corridor. Main Street could
then become a complete pedestrian mall as has been done with 16th
Street in Denver shown in Figure 3-24. This is an expensive option
that would bring traffic to neighborhoods, and remove all vehicular
visibility from Main Street businesses. It would likely see significant
opposition and is not recommended unless it works with larger land
use plans.
2. An alternative to this option is to leave Main Street as it is, but also to
use 100 East for northbound spill-over traffic, and 100 West for
southbound spillover. This would be a low cost way to help the
corridor remain attractive to development, but without any
significant changes to Main itself.
3. An alternative that is between the two scenarios is to create a shorter
triplet by locating an acceptable cross-over point, perhaps as shown
on Figure 3-23 near 300 South. Vehicles whose destination is not a
downtown Main Street business would divert around Main. Onelane in each direction could be maintained on the Main Street triplet
to provide access to side and potentially even center median angle
parking (Salt Lake City has recently done this on a number of its
downtown streets to help encourage small business and restaurant
use.). This creates more parking than currently exists, improves
overall traffic flow, and maintains vehicle access to Main Street. This
is a more expensive option than others largely because of the
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beautification elements that go along with it, but it could help bolster
and define the pedestrian-oriented Urban Core.
Figure 3-24 Denver’s 16th Street Mall “Triplet”

Option D – This is the same as Option B, but connects 100 West to 200
West near 900 North so that the couplet can be continued well beyond 900
North.
This would provide congestion-relief and good average speed as far to the
north as desired, though businesses on Main Street further to the north are
currently not well configured for couplets. The out of direction distance
required to make a return trip also becomes more significant for cars and a
bigger issue for transit. It would require bringing more lane-miles on 200
West up to UDOT standards at a significant cost. This does not appear to
be an ideal solution at this time.
Option E – Highlights how the 100 West to 200 West connection could
work in conjunction with a connection from Main to 100 West allowing both
of these two way streets north of 900 North to transition into the Main-100
West couplet. This would make it easier for west-side trips to reach the core
without using Main Street.
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Also shown on Alternative E is the 100 East/ 200 East couplet of
Alternative A, which is entirely compatible with the couplet on Main and 100
West. (i.e., Logan could implement either or both).
Also shown on Option E in red are key roadway links that should be created
regardless of whatever else is done for these key reasons:
1. These links will still enhance connectivity even if they are operated as
two-way streets, which in turn will provide some needed relief for
Main Street.
2. If the community opts not to implement couplets in the near-term,
extending these links preserves the option to implement couplets at
some future date if the community ultimately finds it in their
interests.
It is in Logan’s best interest to ensure that development does not prevent
extending the alignments shown in red. Acquiring the land for these
extensions may be a good reason for both the City and County to consider
supporting a vehicle registration tax of up to $10 that was recently authorized
by the Utah state legislature for the purpose of corridor preservation.
General Effect of Each Option
As a general rule, any of these options will create new capacity in the Main
Street corridor, which will relieve congestion. Option A creates the least new
capacity, and likely won’t support the full 2030 demand that would spill over
from Main Street, but should be pursued, if possible, because it is easy to
implement with very few impacts. Also from recent public comment on the
200 East study, it is a concept that appears to enjoy broad public support.
Options B and C essentially provide the same capacity through the core. C is
much more expensive to construct because 100 East is not well suited to take
on higher volumes. Option D creates the same capacity as B and C through
the core, but also extends that capacity far to the north. However the
couplet becomes much less compatible with surrounding land uses beyond
about 900 North. All of these options support the full 2030 demand and
potentially even the 2050 demand provided that more western corridors are
developed. Alternative E would easily support the 2050 demand if more
western corridors are developed, and certain key links should be created to
secure the option to operate alternative E in either one-way or two-way
operation.

3.6

Summary of Recommendations

Extend 1800 North
Completing the existing roadway grid system in Logan is important for
effective transportation movement and circulation. The northwest portion
of Logan is continually growing both commercially, and residentially.
Currently, 1400 North and 2500 North connect 1000 West with Main Street.
1800 North should be the next east-west connection between 1000 West and
Main Street and also adds to completing the roadway grid system is that part
of the City.
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Top Ten Intersections
Complete prioritized lists of all the projects, including intersections are
located in Table 7-2, Table 7-3, Table 7-4, and Table 7-5.
1. Main St/ 400 North
2. 1000 West/ 1400 North
3. 1000 West/ 1000 North
4. 1000 West/ 400 North
5. 600 West/ 1000 North
6. Main St./ 1400 North
7. 1000 West/ 2500 North
8. 600 West/ 1400 North
9. 600 West/ 400 North
10. 200 West/ 1000 North
Numerous couplet options exist; all would improve mobility
One-way couplets can serve more vehicles per lane, and can provide faster
average speeds even if speed limits were lowered. They require less right-ofway, so excess space can be developed in a very pedestrian friendly way to
enhance the businesses along corridors they serve. There are numerous
potential candidates for one-way operations in Logan, both east-west and
north-south, but primarily north-south. All of the options would greatly
enhance traffic flow, but some are more practical than others. Couplets will
likely be the lowest cost, least impacting means of restoring traffic flow to
normal. Two in particular stand out and are recommended below, but other
options discussed herein may have something to offer
Pursue a couplet system on 200 East and 100 East as a first priority
A couplet system involving 200 East and 100 East appears to be the most
practical in the short-term and appears to be gaining significant support
among affected residents. It will relieve Main Street for ten years or more.
Logan should pursue further study of this option as a top priority.
Carefully consider the merits of a couplet involving Main and 100 West
Converting Main Street and 100 West into a couplet system also has strong
merit. This couplet would likely serve as a backbone for renewed investment
in Downtown – one of Logan’s land use goals. However it would be a major
change to the status quo, and change always raises fears and questions.
There is a possibility of groups mobilizing against such a proposal before
they’ve had a chance to fully consider how it may work to their benefit, so
the study and refinement of that option, along with the means of
communicating with stakeholders, would need to proceed with great caution.
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Consider an East-West couplet involving 200 North and 400 North
This is a simple couplet to develop. It would improve flow to the University
and help relieve congestion on Main Street by allowing the removal of some
left-turn arrows, which improves signal efficiency. If developed in
conjunction with a north-south couplet involving Main and 100 West, it
would create what is know as a Town Center Intersection – a system with
very high vehicle capacity, that is also very pedestrian friendly and would
support redevelopment in Downtown. Where the roadways already exist or
are being extended, this option is available to implement anytime the
community is so inclined.
Critical Right-of-Way Preservation Projects for any Scenario
There are certain key corridors that must be preserved if Logan is ever to
have the option of implementing these couplets. The corridors are valuable
for connectivity even in two-way operations, so there is every reason to
support their development. These are:
1. Acquire the land necessary to extend 100 East and 200 East south to
a point at which they can both connect back into 200 East, 66 feet
should be sufficient.
2. Acquire the land necessary to extend 100 West south from 600 South
to Hwy 91. This requires some study to determine how to avoid
impacting a church that is presently at the end of 100 West.
Minimum width should be 84 feet.
3. Acquire the land necessary to extend 100 West north from 800 North
to Main Street, and from 700 North to 200 West. Both will
ultimately require acquisition of a few existing buildings, but the
benefits to Downtown and general mobility within Cache Valley
likely exceed any fiscal or social costs.
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Chapter 4: Additional Transportation Issues
4.0

Introduction

This chapter focuses on four additional transportation issues and their
possible solutions. First, this chapter will review the principles of access
management and provide an overview of UDOT’s Access Management
Program. Second, it will discuss Freight and Goods Movement within
Logan. Third, it will present a review of various traffic calming devices as
well as an example of a neighborhood Transportation Management Plan.
Fourth, it will talk about Raised Medians along Main Street. Finally, the
chapter ends with a summary of recommendations from all four sections.

4.1

Access Management

Access management is a tool used to balance mobility on a transportation
system with the access rights of property owners. Almost all properties
require auto access to/from roads, but the degree of access allowed varies
depending on the functional classification of the roadway serving that
property. Access management measures can provide increased safety and
mobility. As stated in Section 3.1, there are three main types of roadway
classifications, namely: arterial, collectors, and local streets. Refer to Figure
3-2 in Section 3.1 for a graphical depiction of this concept.

4.1.1 Importance of Access Management
According to the Transportation Research Board Access Management
Committee, managing roadway access is an important effort towards
increasing public safety, extending the life of major roadways, reducing traffic
congestion, supporting alternative transportation modes, and even improving
the appearance and quality of the built environment.
Without access management, the function and character of major roadway
corridors can deteriorate rapidly. Failure to manage access is associated with
the following adverse social, economic, and environmental impacts:
•
•
•
•

Increased vehicular crashes,
More vehicular collisions involving pedestrians and cyclists,
Accelerated reduction in roadway capacity,
Unsightly commercial strip development,
CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 4-1

Chapter 4: Additional Transportation Issues
•
•
•
•

Degradation of scenic landscapes,
More residential cut-through traffic from overburdened arterials,
Homes and businesses adversely impacted by a continuous cycle of
widening roads, and
Increased commute times, fuel consumption, and vehicular emissions.

4.1.2 Principles of Access Management
It is important for Logan to understand the principles of access management
set forth by the Transportation Research Board Access Management
Committee. An Access Management Program seeks to limit and consolidate
access along major roadways, while promoting a supporting street system and
unified access and circulation systems that serve development. The result is a
roadway system that functions safely and efficiently for its useful life. The
goals of access management are accomplished by applying the following
principles:
•
•

•

•

•

•

•

Provide a Specialized Roadway System: Different types of roadways
serve different functions. It is important to design and manage roadways
according to the primary functions that they are expected to serve.
Limit Direct Access to Major Roadways: Roadways that serve higher
volumes of regional through traffic need more access control to preserve
their traffic-carrying function. Frequent and direct property access is
more compatible with the function of local and collector roadways.
Promote an Intersection Hierarchy: An efficient transportation
network provides appropriate transitions from one classification of
roadway to another. For example, freeways connect to arterials through
an interchange that is designed for the transition.
Locate Signals to Favor Continuous Movements: Long, uniform
spacing of intersections and signals on major roadways enhances the
ability to coordinate signals and ensures continuous movement of traffic
at a desired speed.
Preserve the Functional Area of Intersections: The functional area of
an intersection is the area that is critical to its safe and efficient operation.
This is the area where motorists are responding to the intersection by
decelerating and maneuvering into the appropriate lane to stop or
complete a turn. Access connections (e.g., driveways) too close to
intersections can cause serious traffic conflicts that result in crashes and
congestion.
Limit the Number of Conflict Points: Drivers make more mistakes
and are more likely to have collisions when they are presented with the
complex driving situations created by numerous conflict points.
Conversely, simplifying the driving task by reducing the number of
conflict points contributes to improved traffic operations and fewer
collisions.
Separate Conflict Areas: Drivers need sufficient time to address one set
of potential conflicts before facing another. Separating conflict areas
helps to simplify the driving task and contributes to improved traffic
operations and safety.
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•
•

•

Remove Turning Vehicles from Through Traffic Lanes: Turning
lanes allow drivers to decelerate gradually out of the through lane and
wait in a protected area for an opportunity to complete a turn.
Use Nontraversable Medians to Manage Left-Turn Movements:
Medians channel turning movements on major roadways to controlled
locations. Nontraversable medians and other techniques that minimize
left turns or reduce the driver workload can be especially effective in
improving roadway safety.
Provide a Supporting Street and Circulation System: Well-planned
communities provide a supporting network of local and collector streets
to accommodate development, as well as unified property access and
circulation systems. Interconnected street and circulation systems
support alternative modes of transportation and provide alternative
routes for bicyclists, pedestrians, and drivers.

4.1.3 UDOT’s Access Management Program
Most State DOTs realize the importance of access management and have
programs in place to enforce the principles outlined above. In Utah, all stateowned roadways, such as U.S. 89/91, are subject to the access permitting
requirements set forth by UDOT. Developers in Logan who wish to provide
access onto state roads must follow these requirements. UDOT can
maintain safe levels of access on state roadways by requiring stringent
permitting rules. The benefits from these rules are:
•
•
•
•
•

Reduced traffic conflicts and accidents,
Reduced traffic congestion,
Preserve traffic capacity and Level of Service,
Improved economic benefits to businesses and service agencies, and
Potential reductions in air pollution from vehicle exhaust.

UDOT’s rules for access management are provided in Figure 4-1.

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 4-3

Chapter 4: Additional Transportation Issues

Figure 4-1 UDOT's Access Management Plan
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4.1.4 Design Elements
Access management is also addressed through good roadway design.
Geometric design features such as interchanges, frontage roads, medians,
median openings, auxiliary lanes, driveway design, and intersection
channelization are used to manage access and vehicular turning movements.
The four major goals of the roadway design requirements are:
•
•
•
•

Minimizing the number of access points,
Separate conflict areas,
Minimize acceleration and deceleration requirements, and
Remove turning vehicles from through traffic lanes.

Below are a series of graphics that illustrate the different types of access
management.
Figure 4-2 Driveway Channelizing Islands
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Figure 4-3 Continuous Right Turn Lane

Figure 4-4 Frontage Road

Figure 4-5 Uniform Signal Spacing
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Figure 4-6 Joint and Cross Access

Figure 4-7 Nontraversable Median, Directional Median Opening for Left Turns
and U-Turns
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Figure 4-8 Service Road System

Figure 4-9 Continuous Two Way Left Turn Lane
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4.1.5 Policy Elements
It is important to have good policies that enforce the design principles of
access management. Logan City may consider an access permitting plan
similar to UDOT’s that allows the City to fully review all accesses for design
criteria and require traffic studies where necessary. It may also be useful to
have policies that allow the City the right to eliminate or otherwise change
accesses based on changes to either the use of the property or the roadway
adjacent to the property. According to the Federal Highways Administration
(FHWA), local jurisdictions should consider the following:
•
•
•
•
•

Policies, directives, and guidelines issued by local agencies having permit
authority on development and roadway infrastructure improvements.
Regulations, codes, and guidelines which are enforceable.
Acquisition of access rights by local jurisdictions that serve to protect
transportation interests and enable sufficient infrastructure.
Land development regulations by local jurisdictions that address property
access and related issues.
Development review and impact assessments by local jurisdictions.

The City of Logan’s Land Development Code contains a “Right-of-Way
Access and Driveways” section. No property owner can construct an access
without a permit from the City’s Public Works Department. The accesses
must be constructed according to the standards set for that zoning district.
Shared access is encouraged in this code, and some specifications are defined
for access location. Further specifications should be set according to
roadway classification and set speed limit in addition to zoning district.

4.2

Freight/Goods Movement

Freight planning is a necessary part of any urban planning process. Given
the direct and indirect contributions that freight movement has to the
economy, it is imperative that the transportation planning process recognize
the benefits of an efficient, reliable, and safe freight system.
This
transportation master plan realizes these benefits and will encourage practices
to ensure high levels of performance. It is important to realize that planning
should not only look at long term freight strategies but also short term
freight strategies and improvements that will help garner the momentum for
the acceptance of the longer term solutions. The business community is
focused on the cost of congestion and its effects on the region’s ability to
attract and retain businesses. The recommendations that are made
throughout this transportation master plan are to help in reducing congestion
and future transportation demands which will in-turn help with the freight
and goods movement activities. This will ultimately strengthen the economic
growth of the community.
The study of freight and goods movement is more than just a Logan City
effort. This involves more communities throughout Cache Valley and
should be addressed by the Cache Metropolitan Planning Organization. Title
23 deals specifically with freight planning in the MPO process. The CMPO
conducted a freight planning review from April 2-5, 2007.
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Currently, the significant truck movements occur along 1000 West from
SR89/91 to 2500 North, SR-30 west of Main Street, 400 North east of Main
Street, 600 West, and the entire length of Main Street. There are other minor
truck routes as deliveries and pickups are made throughout the City.
The following is a list of short term, low cost transportation improvements
that should be incorporated along the major truck routes just mentioned as
well as any other important truck route:
¾ Increased curb radii to improve the ability of truck turning
movements (e.g. intersection of SR 89/91 and 1000W).
¾ Improved traffic signalization timing and locations.
¾ Improved driveway entrance geometrics.
¾ Improved and longer turning bays.

4.3

Railroad/Freight Issues

Union Pacific Railroad (UPRR) has an existing track in Logan that
runs north to south at approximately 600 West. This track crosses
600 West several times and also crosses Golf Course Road.
Currently, eight to fifteen railcars a week are shipped to and from
Preston into Cache Valley. Due to the low frequency of trains, the
only access control at grade crossings along 600 West are yield and
railroad warning (crossbuck) signs.
A study conducted by the Cache Valley Metropolitan Organization
determined that the low number of rail movements along this line
may endanger the continuation of short line rail service. In order to
avoid this, and to benefit from increased economic resources, Logan
City should attempt to attract new industrial and commercial
businesses that could potentially benefit and use the rail line.

Source: WSA 2006

If 600 West is developed with increased industrial uses that rely on the rail
for shipments, major upgrades to the rail corridor will be necessary to handle
the demand. In addition, all rail crossings along 600 West should be
upgraded to include bells, warning lights, and crossing bars.
Another possibility is that the railroad right of way could be
converted into another transportation corridor; such as a
bypass road or trail. It is unknown at this time what
UPRR’s motives are, but it is recommended that Logan
City continue to communicate with UPRR if a bypass road
is desired in this location.

4.3.1 Rails to Trails
Abandoned railroad routes have many attributes that
contribute to exceptional trails. They traverse every
conceivable environment from urban to suburban to rural, Source: WSA 2006
including farmland, river valleys, wetlands, residential tracts,
and industrial zones. Abandoned rail corridors are flat or
have gentle grades, making them perfect for multiple users,
ranging from walkers and bicyclists to people with disabilities. Converting
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abandoned rails into trails can create a greenway, add recreation space, and
boost economic development. Rail-trails also serve as plant and animal
conservation corridors. Finally, converting rail corridors into trails also
preserves the rights of way for any future train or transportation use.

4.3.2 Rails with Trails
There is the possibility of creating a trail next to the rail if UPRR is unwilling
to give up the rail right of way. Many communities have successfully
installed multi-use trails next to active or abandoned rail
corridors. Constructing a trail along railroad tracks increases
the value a community derives from the rail corridor and
provides citizens with an extra transportation choice. In
many places it is difficult to find land on which trails can be
built so using an existing rail corridor can be a good option.
A range of rail-trail designs exist. Some are very close to rail
tracks while others are further away. Some use extensive
separating fences or barriers. Some are next to high-speed,
high-frequency train services. Others are on industrial branch
lines or tourist railroads with slower trains operating only a
few times per week.

4.4

Source: http://www.fhwa.dot.gov/environment/rectrails/rwt

Traffic Calming

Traffic calming is a term used to describe special design features or physical
devices used on a roadway to reduce automobile speeds and volumes.
Traffic calming physically alters the driving environment to encourage or
require a desired driving action. Examples include: speed humps, curb
extensions (bulb-out/choker), medians (crosswalk refuge), roundabouts,
raised crosswalks, and chicanes. These are described in detail later in this
section.
Traffic calming can lead to: improved safety for pedestrians (especially
children), bicyclists, and auto users; reduced cut-through traffic, truck traffic,
excessive speeding, noise, and vibration; reduced crime; and revitalized
historic downtown main streets.

4.4.1 Problems with Speeding in Logan
Wide, straight streets accommodate greater numbers of automobiles and can
accommodate higher speeds. While this is good for moving large volumes of
traffic, it is a detriment to the residents who live on these types of facilities.
Logan’s grid street system, with its wide streets, can pose speeding problems
in certain areas.
Vehicles traveling faster than the street’s design speed may not be able to
stop for a crossing pedestrian or bicycle. They may lose control around a
curve, or they may just annoy neighbors with increased noise. Close
proximity from the edge of the travel lane to a sidewalk or residence
increases the neighborhood discomfort for speeders.
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Vehicles seeking to find the quickest route to their destinations may use a
residential street to bypass an expected delay. Excessive volume on a street
wears out the road, increases noise levels, and increases the chances of
accidents. Through traffic should be concentrated on collector and arterial
roads that are designed to more comfortably handle the impact.
The survey described previously in Chapter 1 revealed that 45 percent of
those who responded felt that speeding was a problem in their neighborhood
and that nearly 100 respondents would solve this problem by some sort of
traffic calming. Another majority would solve this problem with increased
enforcement. Figure 4-10 and Figure 4-11 show these results in graphic
form.
Figure 4-11 Solutions to Speeding

Figure 4-10 Speeding Problems
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4.4.2 Anticipating Problems
An important part of traffic management is planning new subdivisions in a
manner by which future traffic management measures will not be necessary.
This can be done by anticipating traffic problems and implementing traffic
calming measures during construction to prevent them.
To control speed on neighborhood streets it is important that streets not be
too straight. Continuous streets need to be broken up with curves or traffic
calming measures. The minimum radius of a curve with a 25 mph design
speed is approximately 165 feet while the minimum radius for a 30 mph
curve is about 295 feet. A 200-foot radius curve would function as an
effective maximum acceptable curve for maintaining low speeds. Therefore,
there should not be either a straight street or a curved street with a radius
greater than 200 feet much more than 500 feet long. Anything longer should
require a traffic calming device as part of the proposed subdivision.
Traffic calming measures should generally be spaced no more than 500 feet
apart. For example, if there is a street segment that is 1,200 feet long that is
either straight or doesn’t have small enough curves, a total of three traffic
calming devices would be required.

4.4.3 Types of Traffic Calming
Depending on the situation, speed humps, chokers, traffic circles, raised
crosswalks, raised median islands, crosswalk refuges, or chicanes could be
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used. Less-expensive non-physical measures often can be used, such as signs
and pavement markings. For example, pavement markings can delineate a
parking or bicycle lane, or simply stripe out an area of pavement, all of which
effectively narrow the travel lane. Detailed descriptions of the most
commonly used traffic calming devices are
described below.
Speed Hump – Speed humps may become a
valuable traffic calming device in the public right of
way. They have been studied for many years and
show positive results. A speed hump differs from a
speed bump by its size. A speed hump is 12 to 14
feet long and three to four inches high. A properly
designed speed hump will not cause a speeding
vehicle to lose control, while a speed bump causes a
sudden, potentially dangerous jar to the vehicle.
Raised crosswalks or intersections can be designed
to have similar effects.
The use of speed humps is evolving. The cities of
Portland and Corvallis, Oregon have installed speed
humps on both neighborhood streets and private
park roads with no significant issues reported.
There are drawbacks to installing speed humps and
include: slows emergency vehicles, drainage
problems, increased noise, and increased
maintenance cost.
Curb Extension (Bulb-outs/Choker) – Bulbouts are a type of curb extension that narrows the
roadway width at an intersection by modifying the
curb return, providing a physical constraint at an
intersection which forces motorists to slow down in
order to pass through the narrower roadway
section. This measure is usually constructed at
intersections.

Speed Hump

Street with Bulb-outs

Chokers, also called curb extensions, narrow the
street by widening the sidewalk area or landscaping
to provide safer pedestrian crossings. Additionally,
the narrowed street reminds drivers that they are
not on a major thoroughfare.
Chokers may effectively reduce speeds on local
streets in neighborhoods or commercial areas while
increasing pedestrian safety. Both bulb-outs and
chokers have disadvantages including: drainage
problems, bicycle safety, and increased maintenance
cost.
Raised Median Island – Medians are islands
located along the roadway centerline, separating

Choker on a Residential Street
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opposing directions of traffic movement. They can be either raised or flush
with the level of the roadway surface. They can be expressed as pavement
markings, raised concrete platforms, landscaped areas, or any of a variety of
forms. Medians can provide special facilities to
accommodate pedestrian and bicyclists, especially at
crossings of major roadways. Median treatments often
incorporate colored or textured block paving, especially
if flush with the roadway. If raised, such treatments are
referred to as islands. Island barriers that are of
adequate size for pedestrian use are often referred to as
refuges. As in the picture, a refuge affords pedestrians
the opportunity to safely cross traffic flows in two
separate movements rather than all at one time.
Medians may reduce vehicle speeds, especially when
Landscaped Raised Median
used in conjunction with other traffic calming devices.
Landscaped islands add visually enhance the roadway and may be an
attractive addition an otherwise unattractive roadway. The drawbacks to
median islands include: drainage problems, loss of onstreet parking, expense (especially if landscaped), and
increased maintenance cost.
Traffic Circles (Roundabouts) – Traffic circles reduce
vehicle speeds and eliminate very fast vehicles on local
residential streets. Traffic circles do not divert local
traffic and do not restrict access to adjacent streets or
land uses. They are usually installed in a series of two or
more adjacent intersections to create a reduced-speed
corridor. Traffic circles have been used successfully in
Europe for many years and are gaining popularity in the
United States. Traffic circles reduce speeds while
maintaining for traffic a high level of service and capacity.
The disadvantages of traffic circles include: increased
cost, reduction in parking, additional required right-ofway and increased maintenance issues.

Typical Traffic Circle on a Residential Street

Raised Crosswalk – Also known as a “speed table,”
raised crosswalks are elongated, flat-top road humps
that are not long enough to accommodate both the
front and rear wheels of a car on the top of the table at
once. Their curb-to-curb construction adds a measure
of pedestrian safety not present in the design of flat-top
road humps. Raised crosswalks help reduce traffic
speeds, are more visible to drivers than flat crosswalks,
and increase safety for pedestrians and bicyclists due to
slower speeds. Disadvantages include: relatively high
construction cost, slower emergency vehicle speeds,
potential drainage problems, and increased noise and
maintenance cost. In addition, they can be confusing
for visually impaired individuals who may not realize
Pedestrian Refuge Island
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they are in the street. This can be remedied through use of textured materials
and warning strips.
Chicane – Chicanes are a type of serpentine street design where alternating
curbside constrictions channel traffic in curving segments. This curvature of
the roadway breaks up wide, straight streets, requiring drivers to slow down
and drive around the curve. Drawbacks include: motorists viewing chicane
as an obstacle course for reckless driving, drainage problems, and increased
maintenance cost.
Appendix 4 – Traffic Calming Toolbox contains a variety of typical traffic
calming devices that were taken from ITE’s, Traffic “Tool Box”.

4.4.4 Implementation Measures
Any of the traffic calming devices described previously could be utilized in
new construction and many could be retrofitted into the existing system.
Developers should work with city staff to choose the traffic calming device
that best fits their situation and that complements their development.
Transportation Management Plan Process
Logan residents who wish to have traffic management measures
implemented in their neighborhood may use the traffic management
application form provided below. It is not Logan City’s intent to move a
traffic problem from one residential street to another so each application will
be subject to review and approval.
1.

Application

An application is provided later in this section. To demonstrate
neighborhood support and agreement for a traffic management request, a
complete application must contain signatures from ten households living in
the area where the perceived traffic problem exists.
2.

Eligibility and Priority

Traffic management requests will be reviewed upon receipt to determine
eligibility and priority. Transportation Management Plans will be developed
on a priority basis.
Upon receipt of the application, a city staff member will contact the applicant
to discuss the problem, determine project boundaries, and to review the
Transportation Management Plan (TMP) process. The city staff member will
then collect the neighborhood traffic data for input into an eligibility and
priority formula. The formula is based on traffic volumes, vehicular speeds,
presence or lack of sidewalks, pedestrian generators, bike routes and transit
service. The formula produces a numerical score to determine the requests’
eligibility and priority. Applications must achieve a score of at least 80
points to be considered eligible for the TMP. Plans will be developed for
eligible applications in a priority manner based on the numerical score. The
requests with the highest scores will be given top priority.
Each application will be placed into one of the following three categories
based on its TMP score.
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•

Active Projects – City staff will work with the neighborhood to create a
Traffic Management Plan. This plan will include traffic management
measures to address the neighborhood’s traffic problems. Staff will work
with as many of the highest priority projects as resources allow. As work
on one project is completed, work will begin on the next highest priority
project.

•

Eligible Projects – Requests in this category meet program eligibility
but are not the highest priority projects. While waiting to become an
active project, neighborhoods will be provided with information on the
Pace Car program as well as other self-help solutions that may ease
neighborhood traffic problems. The Pace Car Program is a
neighborhood traffic management plan used in Salt Lake City. For more
information about this program see:
www.slcgov.com/transportation/TrafficManagement/PDF/pace2000.pdf.

•

Not Program Eligible – Requests in this category do not meet eligibility
requirements.
However, these neighborhoods will be provided
information on the Pace Car program as well as other self-help solutions
that may ease neighborhood traffic problems. Petitioners may resubmit
in the future if they sense the problem has grown or when new issues
arise.

Each applicant will be notified of their request’s score, category and priority.
3.

Transportation Management Plan Development

An initial meeting will be held with residents, business owners and property
owners identified in the study boundaries. City staff will also invite the City
Council. The purpose of the meeting is to seek input on the neighborhood’s
traffic issue(s) and to create a Neighborhood Traffic Committee (NTC). The
NTC will serve as a critical link between city staff and the neighborhood
during the traffic management plan development.
Using input received from the public meeting and the NTC, city staff will
create a draft plan to address the neighborhood’s traffic issue(s). The plan
may include alternatives for addressing the issue.
A second meeting will be held with the neighborhood to discuss the
proposed plan. The plan, along with a meeting invitation, will be mailed to
the residents, business owners, and property owners identified in the study
boundaries. Comments on the plan will be taken at the meeting or can be
submitted to the Engineering Division. Comments must be received on or
before the meeting date so they can be discussed at the meeting.
4.

Testing the Plan

City staff will mail a letter, ballot, and the plan to all property/business
owners within the project boundaries. The letter will describe the TMP
process to date and outline the proposed plan. The ballot will request
support or opposition to the proposed plan. One vote per residence,
business or property owner will be counted.
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The plan will proceed to testing if a majority of the ballots returned are in
favor of the plan. If at least 80 percent of the ballots returned and a simple
majority of all distributed ballots in the project area are in favor of the plan it
may skip testing and proceed to funding, design, and construction.
Testing, which involves a temporary construction of the traffic calming
device, allows the neighborhood to experience first hand the effectiveness of
the plan. If the measures are not functioning satisfactory to staff or the
NTC, the test may be revised or discontinued. During testing staff will
collect and analyze new traffic data. If the results of the testing show the
measures to be ineffective or cause negative impacts to surrounding
residential neighborhoods staff may modify the plan following consultation
with the NTC or the entire neighborhood as deemed appropriate. At the
conclusion of the testing period all test measures will be removed.
Following testing, staff will prepare and mail a newsletter to all residences,
businesses, or property owners within the project boundaries. The
newsletter will summarize the results of testing, describe funding options and
include a ballot requesting support or opposition to construction of the
tested plan. One vote per residence, business or property owner will be
counted. If at least 67 percent of the returned ballots are in favor of the
plan, it will proceed to funding, design, and construction. If not, staff will
meet with the NTC to decide whether to revise the plan or discontinue the
traffic management request.
5.

Funding, Design, and Construction

Once the plan has received final endorsement of the neighborhood and staff,
the city will prepare a cost estimate and proposed schedule for the project
design and construction.
Design and construction will proceed as
determined by availability of funds.
6.

Modifications to Constructed Measures

City staff will consider a request for removal or modification of existing
traffic management measures if a petition is submitted with the signatures of
a majority of the residents, business, or property owners within the original
project area. Staff will organize a neighborhood meeting to discuss the
request. A mailing providing the results of the meeting and ballot, if
appropriate, will follow. To be approved for removal or modification at least
67 percent of the returned ballots must be in favor of the request. All costs
incurred for removal or modification will be borne by the neighborhood and
will be explained to the neighborhoods early in the process. However, if the
city finds a traffic management measure must be removed or modified for
technical or safety reasons, the city will pay all costs incurred.
Transportation Management Plan Funding Options
An approved TMP project will likely have funding implications. Funding for
all TMP projects must be obtained before engineering design and
construction begins. The following is a list of funding options available for
TMP projects:
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1.
Traffic Management Plan Funds: Each year the City Council will
consider funding a “pool” of funds, as recommended by the City
Administration, in the City’s Capital Improvement Program for
implementing approved TMP projects. When available, these funds will be
utilized to fund TMP projects.
2.
Neighborhood Matching Grant Funds: Neighborhoods may
apply for partial funding of approved TMP projects through the
Neighborhood Matching Grant program. Under this program up to $5,000
of matching funds are available per project and require a match of 50 percent
in cash or labor. Each funding application will compete with other projects
throughout the city for available funding. The City Council considers and
approves funding for projects as part of the annual budget process.
100 Percent Neighborhood Funding: Any approved TMP project
can be funded 100 percent through neighborhood funding sources.
Neighborhoods may collect monies in any manner they deem equitable to
pay for the cost of the project.

3.
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TRAFFIC MANAGEMENT REQUEST FORM
We, the undersigned, request a traffic study at the location listed below.
These signatures indicate our commitment to work with Logan City staff in
creating safer neighborhood streets.
Signature

Address

Phone (daytime)

1.
2.
3.
4.
5.
6.
7.
8.
9.
10.
Neighborhood Contact: ___________________________Day Phone: ________________
Location of Concern: ___________________________________________________________

What particular concerns do you have at this location?
____________________________________________________________
____________________________________________________________
____________________________________________________________
Application Date: __________ Posted Speed Limit: ____________ mph
Is this a designated bus route?
Is this a designated safe school walking route?
Is this a designated bike route?
Is there a park, school, or other pedestrian destination on this street?
Are sidewalks constructed on this street?

Yes ____ No ____
Yes ____ No ____
Yes ____ No ____
Yes ____ No ____
Yes ____ No ____

Thank you for taking time to complete this form. Please mail it to City
Engineer, Bill Young, 255 North Main, Logan, UT 84321. When it is
received by the City you will notified of the study schedule.
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4.5

Raised Median Study

In February, 2007, Wilbur Smith Associates prepared the “Logan City Main
Street Raised Median Study Report” for Logan City. This report dealt
specifically with raised medians between 100 South and 500 North on Main
Street. The following is the Conclusions and Next Steps section of that report:
CONCLUSIONS AND NEXT STEPS
Logan City has experienced a large population growth in the last 10-15 years. As such,
two dilemmas have been created:
1. Other commercial and retail centers have developed in other parts of the City.
2. The number of automobiles on the roads has increased which has produced more
traffic congestion, lower air quality, and increases in user delay.
This study looked at raised landscaped medians along Main Street from 100 South to
500 North as a method to assist in dealing with these two dilemmas. Will a raised
landscaped median on Main Street in the “downtown district” of Logan create an
aesthetically appealing feature that will attract patrons to downtown while maintaining or
increasing the traffic flow along Main Street? That is the overall question.
In general, traffic along Main Street itself appears to flow slightly better with a center raised
median than without one. Of the alternatives offered, Option 1 seems to be the most
reasonable. It appears to not worsen the level of service on Main Street while decreasing
overall delay through the corridor and maintaining or decreasing queue lengths when
compared to the existing condition. Option 2 decreases some of the Level of Service’s
(LOS’s) by removing left and through movements at some intersections. However, though
not analyzed quantitatively, many of these vehicles will undoubtedly simply approach Main
Street from a different intersection rather than be forced into a right turn only movement.
Some queue lengths increase with Option 2 and Option 2 brings to bear more impacts and
possible mitigations than Option 1. Option 3 is an extension of the comments for Option
2. Option 3 will most likely slow traffic down marginally and increase delays beyond those
experienced in Option 2.
Traffic patterns would change and the problems associated with these pattern changes would
occur. There would more than likely be a decrease in air quality and increased user costs at
the onset of the traffic change. However, we believe those impacts would decrease as drivers
became aware of the change in patterns and familiar with the new routes-especially the eastwest cross movement traffic.
As the vehicle traffic volumes continue to grow in Logan, so should the Transit options.
Currently, the Logan Transit District (LTD) and the Cache Valley Transit District
(CVTD) service numerous areas of Logan and Cache Valley. If the desire is to create an
aesthetically pleasing and pedestrian friendly environment in the downtown area, our
recommendation is to use a method of transit that is of higher quality than a normal bus
line. This could be light rail or bus rapid transit. Because light rail is expensive to install
and operate, we would recommend pursuing a feasibility study for bus rapid transit along
Main Street. BRT would, in essence, bring patrons to the downtown area. A possible
location for the BRT would be in the middle of Main Street where the median is proposed
to be located. If a BRT line is located in the middle of Main Street, then stations would
also be located in the middle of the road. These stations could be incorporate art and
landscaping into their designs, creating appeal to the general public.
CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 4-20

Chapter 4: Additional Transportation Issues

Another recommendation is to create a more “pedestrian friendly” environment in the
downtown area. The Downtown Alliance should work with Logan City to create
sidewalk appeal in the form of business displays, landscape pots or planters, and possibly
hanging landscape baskets.
A major hurdle of the downtown area is the width of Main Street and trying to connect the
west side to the east side. As mentioned earlier in the report, the existing width is
approximately 87 feet. A large portion of Logan’s population is older people that might be
challenged in crossing this roadway width. To help with this, we recommend that on
corners not containing a designated right-turn lane, bulb-outs be installed to decrease the
width of roadway that is crossed. In addition to the bulb-outs, we recommend that
“countdown timers” be installed at all signalized pedestrian crossings along Main Street.
These countdown timers display the actual time that a pedestrian has to cross the roadway
before the light turns red.
These “quick-fix” roadway crossing items along with any work the Downtown Alliance
and Logan City can do to increase the “sidewalk appeal” will create a more pedestrian
friendly environment. Then the challenge is to get the people to the downtown area to enjoy
it. We feel this should be through a form of transit-possibly Bus Rapid Transit.
A separate study will need to be performed to determine the feasibility of such a transit
system and its actual location. Also, due to the fact that LTD has such a successful
transit system, ridership numbers might be appealing to the Federal Transit Authority and
create an opportunity for shared funding through the “Small Starts” program. If BRT is
at all appealing to Logan City, we would recommend looking at the Eugene, Oregon BRT
system that was put into service only a couple of months ago. With Eugene’s BRT service
from downtown to the University of Oregon–this could be similar to the link between
Logan’s downtown and Utah State University.
In summary, the traffic analysis does show that traffic along Main Street itself appears to
flow at the same rate or slightly better with a raised median.
However,
roadway/landscape/utility maintenance, emergency vehicle access, and sidestreet access
would be negatively impacted by a raised median. The overall goal is to bring patrons to
the downtown area of Logan and create a pedestrian friendly environment for them to enjoy.
We feel that an upgraded mass transit system would be the best way to get people there and
the ways discussed above and others would create a friendly pedestrian environment. If
raised medians were installed now and it was determined later that a BRT system would be
advantageous to Logan City, the medians could potentially be removed to make room for
the transit system. If medians were installed and then later taken out, this would be a
large cost and be viewed negatively by the citizens of Logan. Our recommendation is to not
install center landscaped medians at this time.
Based on this previous report and what has been discussed and
recommended in other sections of this transportation master plan, we
recommend that medians are not installed along Main Street from 500 North
to the northern boundary of Logan City. As further transit options are
reviewed and discussed, this valuable right-of-way space located in existing
roadway should be reserved for transit purposes.
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4.6
•
•
•
•

Summary of Recommendations

Apply UDOT’s Access Management Plan on significant roadways where
access management can enhance overall mobility.
Work with developers to choose the traffic calming device that best fits
their situation and that complements their development.
Retrofit existing problem areas with the appropriate traffic calming
device.
Implement a neighborhood Transportation Management Plan.
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Chapter 5: Bicycle and Pedestrian
5.0

Introduction

The practice of heavy reliance on the automobile for transportation, has led
to problems such as air pollution, congestion and delay, parking problems,
and consumption of nonrenewable energy resources. Walking and bicycling
are important transportation options that have the potential to provide
significant benefits to the community through proper use. Some benefits of
reduced reliance upon the automobile are:
•
•
•
•

Reduced air pollution
Reduced traffic congestion
Reduced need for additional roads, travel lanes and automobile parking
Reduced consumption of petroleum resources

Logan has some characteristics that support these “alternative modes” of
transportation, but there are deficiencies as well that pose challenges for
increased use of these modes. This chapter will attempt to identify the issues
and opportunities associated with improving the state of affairs for bicyclists
and pedestrians.
Logan has a long tradition of biking within the community mainly due to the
presence of Utah State University (USU). Logan is also known nationally for
cycling events. There is a prominent group of avid cyclists in the community
who ride for both pleasure and transportation reasons.
Sidewalks need to be improved in order to promote safe and effective
walking habits. They must also connect pedestrians to major destinations,
trails and transit in a logical manner. Bicycle and pedestrian attraction
centers are shown in Figure 5-1.
Safety of the non-motorized transportation system is an important issue for
the Logan area. Transportation safety concerns primarily focus on accidents
that occur on the roadway system involving motorists, pedestrians, and
bicyclists.
Bicycle and pedestrian facilities should be coordinated with the local transit
system (discussed in Chapter 6) to provide non-motorized access to transit
stops and bolster transit ridership.
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Figure 5-1 Activity and Attraction Centers

5.1

Previous Planning Efforts

The City of Logan as well as the CMPO has made previous efforts to
develop healthy bicycle and pedestrian plans. In 1998 the City of Logan
developed a Parks, Recreation, Trails, and Open Space Master Plan which
identified a need for a continuous linkage of trails and bike lanes. It also
stated that the CMPO had identified most streets within the City as suitable
for bicycle traffic.
In 1999 the CMPO developed the Metropolitan Planning Organization Long
Range Pedestrian/Bicycle Plan with a goal to increase pedestrian use and
bicycling as safe and efficient transportation modes. Short-term
recommendations included marketing and education efforts, designating onstreet bicycle routes, bicycle racks at transit stops and on buses, sidewalk
improvements and connectivity, and improvements to both facility types
within the Central Business District (CBD).
The 2030 CMPO Long Range Transportation Plan identified an Ultimate Trails
Map (see Figure 5-2). The Plan also noted the importance of USU as an
activity center and non-motorized trip generator in Logan.
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Recently, Cache County has developed a Cache County-wide Trail and Parkway
Master Plan that will eventually include a bike route plan that will also serve as
the updated bicycle and pedestrian plan for the CMPO. The plan intends to
show roads best suited for branding as bikeways, and show the relationship
to walking trails that can also accommodate cycling.
Logan has already developed the Logan River Golf Course Trail, the
Bonneville Shoreline Trail highway underpass at First Dam Park and is in the
process of developing the future Logan Boulevard Parkway Trail. With the
adoption of the 2003 Cache County RAPZ tax (Restaurants, Arts, Parks and
Zoo) trail projects like these can continue to become a reality in Logan.
According to the Logan City General Plan, “accessible City sidewalks should
connect all citizens to work, shopping, and play. More emphasis must be
placed on community wide trails systems that connect parks and link
walkways. More crossing and accessible intersections are needed as part of
the plan to interconnect all walkways.” Additionally, “bicycles as a
transportation alternative must be promoted as an alternative method of
transportation by providing a mixture of dedicated bikeways connected to
designated bike lanes. This system must connect all major destinations in the
City and beyond. Increased use of bicycles will also depend on facilities for
securing or locking bicycles at public facilities and larger private businesses.
Bicycle ways and trails should be located in highly visible areas adjacent to
public roads.”
Section 5207 of the Safe, Accountable, Flexible, Efficient Transportation
Equity Act: A Legacy for Users (SAFETEA-LU) established the Surface
Transportation Environment and Planning Cooperative Research Program
(STEP). The goal of the STEP is to improve understanding of the complex
relationship between surface transportation, planning, and the environment.
STEP will be the primary source of SAFETEA-LU funds available to
conduct all FHWA research on planning and environmental issues including
Bicycle and Pedestrian Program related projects.
In Logan, bicycle routes focus mainly on north/south routes on lowervolume streets that are long and continuous. These routes are designed to
connect major trip generators such as USU, the Logan Mall, and the CBD.
According to the CMPO, some proposed east/west routes have been
considered to connect longer north/south routes.
Also, special
consideration is given to connecting bicycle routes to available transit areas.
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Figure 5-2 CMPO Ultimate Bicycle and Trails Plan
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5.2

Pedestrian Travel

Walking is the mode of transportation available to the greatest
majority of people. People walk for many reasons – some
because it is the only means they have to get around and some
because it is their preferred means of travel. Even when driving
to work, shop, school, or play, one must generally walk from the
car to the final destination and back. When at work, people
frequently walk to accomplish errands during the day. People
who use transit often walk to and from the bus stop. For daily
tasks, whether a person travels by foot or walks to / from a car
or bus, an efficient and convenient system of pedestrian
facilities is an important element of the transportation system.
Standards for this system should address the needs of a wide
range of people, from young children to the elderly and from
the healthiest individual to citizen with disabilities that make use
of other travel modes difficult or impossible.

Incomplete sidewalk on 600
South and 300 West

According to the CMPO Long Range Pedestrian/Bicycle Plan the areas in Logan
with the highest pedestrian activity are the USU campus and the CBD.

5.2.1 Pedestrian Facilities
Pedestrian facilities include walkways, traffic signals, crosswalks, and other
amenities such as illumination, shelter, and benches. A walkway is a
transportation facility built for use by pedestrians and persons in wheelchairs.
Walkways include sidewalks, multi-use paths, and shoulders.
Sidewalks are located along roadways, generally separated with a curb or
planting strip and have a hard, smooth surface. In some areas, sidewalks are
sometimes used by bicyclists although this is not their primary or intended
use. Sidewalks are typically located on arterials and collector streets
throughout the City, although as shown in the photo above, there are gaps
resulting in a discontinuous system.
Sidewalks within Logan are typically four to five feet in width depending on
the type of roadway facility. Facilities designated as multi-use trails are
typically ten feet in width. Since Main Street is a UDOT facility, sidewalks
differ from Logan City standards. From 100 South to 200 North the full
width of the sidewalk is 18 feet. Outside of this area, the UDOT standard is
six foot sidewalks where no parkstrip exists and four foot sidewalks where
parkstrips exist. A typical cross section and a description of sidewalk widths
are shown in Figure 5- 3.
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Figure 5- 3 Sidewalk Typical Section
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Park Strips are the areas between the roadway and sidewalk and are an
important element of the pedestrian environment in cities. Such areas should
be landscaped with low-maintenance planting and street trees or pavement.
The extra separation from motor vehicle traffic decreases road noise,
prevents water from the roadway being splashed on pedestrians and provides
an enhanced sense of security for walkers. Park strips also provide an
enhanced environment for wheelchair users, allowing a constant sidewalk
cross-slope to be maintained. The greater slope required for driveway aprons
can be accommodated in the area of the park strip without affecting the
cross-slope of the sidewalk. Park strips also provide an area for sign posts,
mailboxes, fire hydrants, and other objects that could reduce sidewalk
clearance.
Multi-Use Paths are entirely separated from the roadway, and are typically
used by pedestrians, cyclists, skaters, and runners. It is not realistic to plan
and design a path for the exclusive use of pedestrians, as others will generally
be attracted to the facility. Paths may be paved or unpaved; they are often
constructed for situations too hazardous for shared auto/bicycle travel or for
their scenic and recreational value.
Multi-use paths function best where motor vehicle crossings can be
eliminated or minimized and should be designed with a minimum of at-grade
crossings with streets and driveways. There should be a minimum separation
of five feet between a two-way multi-use path and a roadway, or there should
be a physical barrier. Ten feet is the standard width for a two-way multi-use
path. Multi-use paths should be 12 feet wide in areas with high bicycle
volumes or potential for conflicts between multiple users (bicyclists,
pedestrians, and runners). A two foot “shy” distance (buffer area) should be
provided on each side of the multi-use path and overhead obstructions
should not be lower than the minimum of ten feet.
Shoulders are typically the graveled or paved surface adjacent to a paved
roadway. Such facilities are adequate for pedestrian travel, but offer no
protection in areas of higher traffic volumes typical in cities.
Crosswalks have been defined by the Institute of Transportation Engineers
as “the portion of a roadway designated for pedestrians
to use in crossing the street.” Outside an intersection, a
crosswalk is created with markings on the road. If a
pedestrian is in a crosswalk (marked or not), all drivers
on that half of the road are required to yield the right of
way. At other locations, other than crosswalks, crossing
is allowed, but pedestrians must yield to motor vehicles.
Marked crosswalks can give pedestrians a false sense of
security that automobiles will yield to them. Marked crosswalks must be
located where there is good visibility. “Zebra” markings or textured
crossings can enhance visibility to drivers if problem locations arise.
Raised crosswalks or intersections, especially when combined with
texturing or other markings, can increase visibility. Properly designed, they
may also function as “speed humps” and help to reduce traffic speeds.
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Pedestrian islands and refuges allow people to cross fewer lanes at a time
at wide intersections. Curb extensions (also known as “bulb outs”) shorten
the distance pedestrians need to cross and also may cause drivers to slow as
they pass through intersections so equipped (see photo in the Traffic
Calming section of Chapter 4).
Pedestrian-activated signals may also be warranted at some locations
where the volume of foot traffic is high enough. Sight distance must be
adequate for motorists to see the light in time to stop, and warning signs
should be installed on the approaching roadway (see photo in the Traffic
Calming section of Chapter 4).
Shelter, such as transit shelters and building awnings, can encourage
pedestrian travel. At transit stops and other locations where pedestrians
must wait, shelter makes the wait more comfortable. Awnings on storefronts
and other buildings also provide shelter and can be a visual amenity as well.
Benches can be placed out of the pedestrian traffic stream with a slight
widening of the sidewalk. Opportunities for rest or enjoyment of the scenery
can be a strong inducement for walkers.
Design of pedestrian facilities should be consistent throughout the
City.

5.2.2 Current Pedestrian Needs
There are impediments to pedestrian travel in Logan. Many streets
have sidewalks that are discontinuous, as seen in the background of
the photo to the right. According to City staff, nearly 74 miles of
sidewalks are missing throughout the City. This deficiency influences
Safe Routes to School and sidewalk installation priorities.
Other impediments include areas where the roadway is very wide or
very busy, making pedestrian crossing difficult. An example of this is
on U.S. 89/91 at the “Y” intersection where crossing for pedestrians
is difficult or impossible. Also, many subdivisions outside of the
CBD were designed with cul-de-sacs or dead ends. This type of
development requires misdirection in order to get to neighborhood
activity centers and shopping and therefore discourages pedestrian
travel because there is no direct route to key destinations.

Incomplete sidewalk and
unsafe gutters on 600 South
and 100 West

A lack of park strips along some streets can also discourage walking.
As defined previously, park strips provide physical separation of
pedestrians from automobiles. This is particularly important along
arterials such as Main Street and 400 North (U.S. 89).
Land use can play an important role in the pedestrian system. Areas
of mixed-use development can be very attractive to pedestrians.
Mixed-use developments were more prevalent in areas generally
developed before World War II when the automobile played less of a
role in society. These areas frequently have a gridded street network,
with buildings oriented so that pedestrian access from streets is
convenient, and contain smaller parking areas. The CBD, because it
is the oldest part of the city, most reflects this layout. As the City

Dirt path on 200 West and 600
North
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developed out in all directions the gridded pattern still exists on a large scale
but the smaller interior sections have many curving and dead end streets that
do not maintain continuity in the grid.

5.2.3 Future Pedestrian Conditions
As development continues in Logan, safe, convenient pedestrian movement
throughout the City should continue to improve. Locations of high
pedestrian activity such as the USU campus and the CBD should be given
priority for pedestrian facility development. Types of facilities should include
sidewalks as well as crosswalks. Pedestrian-friendly amenities should
continue to be implemented in these areas such as improved lighting,
landscaping, resting areas and transit stops. Additionally, sidewalks should be
completed in areas where there are discontinuous sidewalks. Furthermore,
the City should continue to work with the school district to ensure safe
school routes for school children. Specific safe routes will be discussed
further on in this chapter.
Additionally, pedestrian safety at locations such as the “Y” intersection of US
89/91 should be considered a high priority. High-density residential housing
on the west side of U.S. 89/91 and activity centers to the east, increase the
likelihood of pedestrians attempting to cross this difficult intersection.
Sidewalks constructed on both sides of U.S. 89/91 between 100 West and
Golf Course Road will allow safe pedestrian movement to a signal with
pedestrian phasing for a safer crossing than currently exists.

5.2.4 Pedestrian Design Guidelines
Pedestrian design standards are not as fully developed in the field of traffic
engineering as are roadway and bicycle facility standards. However, there are
isolated examples of cities with adopted pedestrian plans and design
guidelines, such as Portland, Oregon, and Cambridge, Massachusetts.
Additionally, the Americans with Disability Act (ADA) has led to the
formation of many guidelines that affect pedestrian facilities.
In designing for pedestrian circulation and access, the following issues should
be considered. It is also important to note that there are differences between
walking and bicycling in the design of facilities. These design considerations
are listed in Table 5-1 below to ensure that the differences between walking
and bicycling are taken into account.
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Table 5-1 Design Consideration for Pedestrian Facilities
Issue

Pedestrian

Bicycling

Surface
Treatment

Practically speaking, surface can vary
considerably from concrete or asphalt
to cobblestone to crushed granite; ADA
rules will also apply.

Asphalt or concrete; decorative pavers
if installed appropriately (usually costprohibitive).

Design
Speed

Typically 2 to 4 mph. Pedestrian
phasing timed at between 2.5 feet per
second (1.7 mph) and 4 feet per
second (2.7 mph).

20 mph on level surfaces.
30 mph with grade changes.

Stopping
Distance

5 feet

15 mph: 75 ft. (level)
30 mph: 260 ft. (5% grade)

Location

Sidewalks in urban/suburban areas.
Shoulder or edge of roadway in rural
areas.

Bicyclists should be on shoulder or in a
bike lane; if these are not provided,
then a travel lane should be used.
Sidewalks may be used for riders age
12 or under.

Bicycle
Parking

n/a

Needed

Grades

Stairs are permissible. ADA also
requires ramps.

Stairs are not permitted - 8.25%
maximum grade for ramps.

Source: FHWA

Mixed-use trails need special consideration because by definition they
accommodate more than one mode, all with varying speeds: pedestrians,
runners, bicyclists, roller bladers, children on tricycles, etc. In general, the
more varied the users, the wider the trail should be, with the optimum design
being separate trails for slower users and faster users.
The following guidelines for sidewalks and associated pedestrian features are
based on guidelines that conform to the Americans with Disabilities Act
(ADA). 1 2

Sidewalks
There are several components to good sidewalk design:
Sidewalk Surface - Sidewalks and shared-use paths should meet the “stable,
firm, and slip-resistant…” criteria established in accessibility standards. The
Access Board’s “Technical Assistance Bulletin #4, Surfaces” contains
additional information on the performance requirements for walking surfaces
on an accessible route.

1
2

FHWA, A Design Guide - Sidewalks, Street Crossings and Other Pedestrian Facilities, Nov, 1999
FHWA, - Designing Sidewalks and Trails for Access Part II- A Best Practices Guidebook, September 2001
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Sidewalk Width – The following dimensions are measured from the back of
the curb, which is defined as the place where the curb meets the parkstrip or
sidewalk:
•
•
•

•
•

•
•
•

36 inches is the minimum accessible
width;
32 inches is the minimum accessible width
at
choke
points
(e.g.,
bridges,
intersections);
48 inches is the minimum width for an
ambulatory person to pass a nonambulatory person, with constricted
movement;
60 inches is recommended as the
minimum width adjacent to a curb;
60 inches is the minimum width needed
for two wheelchairs to pass each other
and/or to allow for a wheel chair to have
maneuvering space such as through
doorways, or to use public telephones;
64 inches is recommended for two able
bodied persons to pass each other
comfortably;
96 inches is preferred in areas with heavy
pedestrian volumes to allow comfortable
passing for three persons; and
Additional width above the preceding figures
is needed for street furniture (parking
meters, planters, mailboxes, bus shelters,
bike racks, etc.) and to allow for driveway
aprons.

Sidewalk Cross Slope:
•
•

•

Maximum of 1:48 (2 percent);
At driveways, locate the sidewalks such that
the driveway apron does not prevent the
provision of a minimum width of 36 inches
with a cross slope no more than 2 percent;
and
At the intersection of two sidewalks, note
that the running slope (grade running
longitudinally along the sidewalk) of one
sidewalk is the cross slope of the other.

Sidewalk Street Furniture:
•

Shall not protrude into the aforementioned widths;
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•
•

Heights of fixed objects shall be detectable by pedestrians with vision
impairments: leading edges should be mounted at or below 27 inches
above the sidewalk so as to be detected by a cane; and
Minimum height of objects placed on sidewalks outside the circulating
zone so as not to be walked into, e.g. bike racks, is not specified in the
ADA or the ADA Accessibility Guidelines (ADAAG).
It is
recommended that the minimum height be 30 inches.

Running Slope (Longitudinal Grade of Sidewalk):
•
•

•

•
•
•

A new site can be graded to limit the walkway running slope to 1:20 (5
percent);
Ramped segments are added where
necessary with handrails and landings at or
below the 1:12 (8.33 percent) slope
specified in accessibility standards for
ramps;
These slopes will not be consistently
possible to achieve along public sidewalks
and shared-use paths, where running slope
is tied to roadway gradient and underlying
terrain;
Nevertheless, running slope should be
kept to the minimum feasible consistent
with these factors;
Artificial slopes should not be added as
landscaping features; and
Meandering
walkways
that
add
significantly to the travel distance should
not be designed on a primary circulation route.

Curb Ramp Standards: Curb ramps are required
whenever a new or altered pedestrian walkway
crosses a curb to a street OR whenever a new or
altered street intersects a pedestrian walkway. An
alternative to curb ramps is a raised crosswalk. The
following are standards for curb ramps:
• Ramp width should be a minimum 36 inches;
• Running Slope should be a maximum grade of
1:12 (8.33 percent). For small changes in
elevation, over short distances, steeper grades
could be used (1:10 or 10 percent for a 6-inch
rise or 1:8 or 12 percent for a 3-inch rise);
• It should be cautioned that slopes that are too
gradual are difficult to detect by pedestrians
with visual impairments and a tactile feature
should be included;
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•
•
•
•
•
•
•

•

•

Ramps must connect to a walkway with a maximum cross slope of 2
percent and which is at least 36 inches wide;
A curb ramp’s transition to the roadway
must be flush with no lips, i.e., a maximum
vertical change of 1/4 inch;
With a maximum 10 percent slope, ramps
should have a landing width of 48 inches;
With a preferred 8.3 percent maximum
slope, ramps should have a landing width of
36 to 48 inches;
At an intersection, curb ramps must be
within the crosswalks;
For visibility and sight-line reasons, on a
corner, two perpendicular ramps are
preferred to one diagonal ramp;
Diagonal ramps must have a 48-inch
bottom landing located within the space
At test sites like this one in Miami, FL, FHWA is evaluating new safety
created between the extension of the curb
treatments that may help motorists and pedestrians become more
aware of each other. Although the intersection includes a pedestrian
lines and the curb radius;
refuge area, the continuous right turn lane can prove hazardous for
It should be noted that smaller curb radii
pedestrians. At this site, researchers will install a sign directing turning
traffic to yield to pedestrians. Photo: Dan Nabors, BMIcan be a critical factor in providing the two
SG.http://www.tfhrc.gov/pubrds/05nov/03.htm
perpendicular ramps within the crosswalks
instead of one diagonal ramp; and
Smaller curb radii also help pedestrians with visual impairments to
differentiate between traffic running parallel to the crosswalk and traffic
running perpendicular to the crosswalk.

Crosswalks
There are a number of possible considerations in designing crosswalks:

W54 Pedestrian
Warning Sign

Crosswalk Dimensions: A standard crosswalk is ten feet wide flanked
by two parallel 12-inch white stripes.
Signage: In school zones, a zebra crosswalk is used and the crosswalk is
marked with a W66 school crossing sign (shown previously on page 7).
Otherwise a W54 pedestrian warning sign may be used as shown in the
photo to the right.
Center Islands: Center refuge islands can provide a safe waiting area for
those not able to completely cross the street during the allowed crossing
time. The “Y” intersection on U.S. 89/91 is an example where this type
of treatment may be effective.
Striping: Diagonally- or longitudinally-striped lines may be used to mark the
crosswalk. Typically longitudinally-striped zebra crosswalks are used in
school zones. These lines are 24 inches wide spaced 24 inches apart within
the crosswalk area.
Raised Crosswalks: A raised crossing, or “speed tables”, where the
sidewalks are continued across an intersection at curb height, and require
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vehicles to ramp up and down. Such a design provides the benefits of a
ramp-free connection to the street. This design is used as a traffic-calming
measure in many communities and can be useful in making narrow sidewalks
ADA-accessible without the installation of curb ramps.
Uncurbed transitions between a sidewalk and the street make it difficult for
pedestrians with vision impairments to identify the boundary between
pedestrian and vehicular areas. Therefore, a means of discriminating
between the sidewalk and the street - typically, a tactile surface treatment should be provided for pedestrians with vision impairments so that they are
aware of leaving the protection of the sidewalk. Detectable warning surfaces
(see ADAAG 4.29.2) placed at the edge of the walkway adjacent to the street
can provide information about the presence of a crosswalk, replacing the
cues once provided by raised curbs. Audible locator tones installed in
pedestrian signals may also be useful in identifying intersections.
In-pavement Flashing Lights: Otherwise known as in-roadway warning
lights, these are a special type of highway traffic signal installed in the
roadway surface to warn vehicles that they are approaching a condition on or
adjacent to the roadway that might not be readily apparent and might require
speed reduction or a full stop.
According the Manual of Uniform Traffic Control Devices (2003 edition), if used,
in-roadway warning lights at crosswalks:
•
•
•
•

•

Shall not exceed a height of 0.75 inches above the roadway surface;
Shall be installed only at marked crosswalks with applicable warning
signs. They shall not be used at crosswalks controlled by YIELD signs,
STOP signs, or traffic control signals;
Shall be installed along both sides of the crosswalk and shall span its
entire length;
Shall initiate operation based on pedestrian actuation and shall cease
operation at a predetermined time after the pedestrian actuation or, with
passive detection, after the pedestrian clears the crosswalk. In-Roadway
Warning Lights at crosswalks may use pedestrian detectors to determine
the duration of the operation instead of ceasing operation after
a predetermined time; and
Shall display a flashing yellow signal indication when actuated.
The flash rate for In-Roadway Warning Lights at crosswalks
shall be at least 50, but not more than 60, flash periods per
minute. The flash rate shall not be between 5 and 30 flashes
per second to avoid frequencies that might cause seizures.

Countdown Signals: Pedestrian countdown signals can inform
pedestrians how much time is remaining to cross the street. The
signal clearance interval can be based on a slower walk speed to
accommodate slower pedestrians. These settings would be
particularly effective at crossings often frequented by older or
disabled populations. A few countdown signals have been installed
on Main Street and should continue to be implemented elsewhere
in the City.

Countdown pedestrian signals like this one
have proven popular with the public because
they take the guesswork out of how much time
a pedestrian has to cross or finish crossing the
street
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Actuated Pedestrian Signals: These signals can be timed to change
automatically as a pedestrian reaches the crossing, or change when the
pedestrian pushes an activation button. Unlike signals on a fixed cycle, realtime signals respond to immediate pedestrian needs.
Signal Timing: Pedestrian signal phases should allow 2.5 feet per second
for slower pedestrians (elderly, disabled, etc.) where appropriate, whereas 4
feet per second is utilized for pedestrians at most intersections.
“Ped Scramble”: These signals include an all-way red phase for motor
vehicles that allows pedestrians to cross in every direction, eliminating all
conflicts between pedestrians and turning vehicles. Ped scrambles are
typically used in busy downtown districts with heavy pedestrian activity.
Accessibility Features: These may include audible signals for blind
pedestrians, wheel chair detectors, pavement symbols, and foot-pedal
pedestrian activated signals for pedestrians with limited use of the upper
body.

5.2.5 Safe School Routes
The safety of elementary school children walking to and from school is a
concern for all neighborhoods. Safety is achieved through education and
appropriate traffic control along identified school routes. Educational efforts
should inform students, parents, and teachers as to what routes are the safest.
For each elementary school, pedestrian routes and traffic control devices
along those routes should be reviewed periodically by the City and the school
district for adequacy and completeness. If necessary, the City and school
district should coordinate the provision of additional traffic control. A map
for each school district, clearly showing the safest routes to the school, has
been developed by the City and school district. The route maps in
Appendix 5 – Bicycle and Pedestrian and Safe Routes to School are
currently going through another update by the City so the routes may change
slightly. The schools and Logan Police department should ensure that
teachers educate students and parents regarding which routes are safest and
should be used.
Figure 5-4 shows safe school routes overlaid onto an up-to-date map of
missing sidewalks. Completion of these segments should have top priority.
Additionally, street sweeping of the safe routes should occur first in the
spring and then again in early fall.
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Figure 5-4 Safe Routes Needing Sidewalk Completion
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5.3

Bicycle Travel

5.3.1 Types of Bicyclists
Bicycle facilities should be planned and designed for a wide range of
bicyclists. Bicyclists differ widely in their abilities and in their preference
regarding a riding environment. Some bicyclists place high importance on
directness of route and have the ability to ride safely and confidently in heavy
traffic on arterials. Other bicyclists place more importance on the quality of
the actual trip and are willing to go out of their way to ride on less traveled
residential streets or multi-use paths. It is not prudent to plan or design
bicycle facilities primarily or exclusively around the needs of bicyclists at
either end of this spectrum.
Bicycling falls into five general categories:
•
•
•
•
•

Community/utility;
Recreational;
Touring;
Racing; and
Off-road riding.

Of these, the first two are of primary importance to Logan, since they
represent nearly all the bicycle use within the City.
Community/Utility Riders: These bicyclists regularly travel to and
from a specific destination to purchase or transport goods and services
or for work or school. Bicyclists making destination-oriented trips desire
to travel the most direct route with the least amount of delay, just as
automobile drivers do. This results in the desire and need to travel the
same routes that have been constructed to provide automobiles with the
most direct and efficient routes. These routes are primarily the arterial
and connector streets. Traffic and safety concerns on some arterials can
discourage less experienced riders from using certain routes. Separated
paths, although sometimes less direct, are important components of the
commuter system where access control permits them. For Logan, a
typical community/utility rider might be a student riding to and from
USU.

Class 3

Class 2

Recreational Cyclists: These bicyclists ride for pleasure and for the scenic
beauty that may be found. They are more concerned with routes that provide
a high degree of serenity and scenic beauty. They may or may not have a
destination in mind or care about the directness of the route they take.
Although recreational bicycling is important, it is the community/utility use
that offers the greatest potential for addressing problems with automobile
reliance.

5.3.2 Types of Bikeway Facilities
There are four different types of bikeway facilities:
•

Shared roadway
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•
•
•

Shoulder bikeway (Class 3)
Bike Lane (Bike Lane or Class 2)
Multi-use path (Bike Path or Class 1)

Shared Roadway: This is a bikeway where motorists and cyclists occupy
the same roadway area and is best used where there is minimal motorvehicle travel. This condition should be located on local streets only.
Shoulder Bikeways: Also known as “Class 3 Bikeways”, these are wide
shoulders that are adequate to accommodate bicycles but are not marked
specifically as bike lanes. Shared bikeways are common in rural areas
where automobile and bicycle traffic volumes are low and interaction
between automobiles and bicycles is minimal, making expenditures for
pavement markings and signing for bicycles less justifiable. Paved shoulders
should be at least four feet wide, and additional width is desirable in areas
where speeds are high and/or a large percentage of trucks use the roadway.
The typical shoulder cross-section with the city is six feet wide.

Class 1

Bike Lanes: Also known as “Class 2 Bikeways”, these are one-way travel
lanes for bicycles marked with eight-inch-wide white line stencils indicating
preferential use by bicyclists. Bike lanes are ideal for minor thoroughfares or
collectors. Under certain conditions, bike lanes may be beneficial on streets
with significant traffic volumes and/or speeds. Under ideal conditions, the
minimum bike lane width is four feet. Roadways with bike lanes may have
parking to the outside of the bike lanes, but no parking is allowed in bike
lanes except in emergencies.
Multi-use Paths: Also known as “Class 1 Bikeways”, these facilities are
entirely separated from the roadway and are used by pedestrians, roller
bladers, runners, and cyclists. They are often constructed in locations too
hazardous for shared auto/bicycle travel or for their scenic
and recreational value. Multi-use paths function best where
motor vehicle crossings can be eliminated or minimized.
Typically, multi-use paths are a minimum of 10 feet to 12
feet wide, with an additional graded area maintained on
each side of the path. Paths that are eight feet wide should
only be used where long-term usage is expected to be low,
where there is minimum pedestrian use, and with proper
alignment, to ensure adequate site distances.
In the past, the philosophy of bicycle planners was to
provide paths separated from automobile traffic.
Experience soon showed that many bicyclists were
Bicycle crossing on 600 West
commuters and preferred the more direct routes - arterial
and collector streets unless direct separated multi-use paths existed. It also
became clear that separated bicycle paths were significantly more expensive
than on-street bike lanes.
Today the cycling trend is to “share the road”. This philosophy promotes
the integration of motorists and cyclists by improving existing roadway
systems to accommodate bicycles. Bicyclists share the roadway along with
general motor vehicle traffic. The emphasis for bicycle transportation is now
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on bike lanes for safety, directness of route, least delay, and economy.
Automobile drivers must be reminded that they need to share the road. Onstreet bike lanes communicate to motorist and bicyclist alike where the
appropriate place to travel is.
Traffic and safety concerns on some arterials can discourage less experienced
riders from certain routes. Although sometimes less direct, separated paths
are important components of the commuter system, especially along
highways where there is access management.

5.3.3 Current Needs for Bicyclists
Bicycle Routes
Currently there is only one marked and striped bicycle path in Logan at 600
West and approximately 300 South. While there are a few multi-use trails
located throughout the City, they are disconnected. There is a need for
continuous bicycle routes in Logan. Cache County recently developed a
proposed bikeway map which identifies potential roadway connections for
the entire county. The routes are generally lower-volume streets that are long
and continuous, connecting major trip generators such as USU, the Logan
Mall, and the CBD. The routes also consider and complement the transit
routes and the new transit center, which has pedestrian and bicycle amenities.

Bicycle Parking
Bicycle use, particularly commuter use, is greatly influenced by availability of
bicycle parking. Bicyclists need safe, well-lighted, dry, and convenient
storage at their destination. Automobile drivers can imagine avoiding places
where they had to park a convertible with the top down and the keys in the
ignition, out in the rain and an inconvenient distance away from their
destination. This is how bicyclists feel when they must park in inconvenient
places, often with nothing to secure to lock their bikes to, making their bikes
easy prey for thieves.
Safe bicycle parking has two important requirements. First, it should be near
building entrances or other well-lighted areas of high activity in plain view of
people who could notice and report attempted thefts. Bike parking near
building entrances provides safety, convenience, and gives a preferential
treatment to bicycles. This preferential treatment offers the potential to
increase bike use and is recommended wherever possible.
Bicyclists should be able to lock the bicycle’s frame and front tire to some
immovable fixture. The type of fixture or bike rack provided should not
have the potential for damaging the bicycle and should accommodate long
U-bolt locksets that cannot be cut with bolt cutters.
Bicycle parking should also be covered. A parking cover provides a degree
of comfort to the bicyclists (a dry place for mounting and dismounting the
bike), and helps to protect the bike by limiting its exposure to the elements.
This plan recommends that the City promote bicycle parking and help
provide bicycle parking where appropriate through zoning and permitting
measures. It is also recommended that the City investigate the feasibility of
CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 5-19

Chapter 5: Bicycle and Pedestrian

providing incentives to encourage workplaces to provide bicycle parking and
shower facilities.

5.3.4 Plan for Improving Bicycling in Logan
Improvements to Bike Route System
There are many possible bicycle routes within the City of Logan and many
studies have been dedicated to identifying logical connections. Safety is the
main priority in developing the bicycle transportation system.
Congested areas and truck routes should be considered when
developing bicycle corridors. By providing bike lanes that are
separated by striping on the right shoulder of the roadways, and/or
constructing off-street trails within exclusive right-of-way for use by
bicycles, runners, and pedestrians, safety is considered. Figure 5-5
identifies proposed bike routes in the Logan area. These bikeways
were developed with respect to traveler safety and useful origins and
destinations. They provide logical north/south routes while also
connecting bicyclists to major traffic generators to the east/west.
According to the American Planning Association’s Bicycle Planning
Guidelines found in the Transportation Planning Handbook, route
connectivity should consider:
•
•
•
•
•
•

Direct and convenient alignment to serve origins and destinations;
Access to and from bicycle facilities;
Avoidance of steep grades;
Adequate lighting and sight lines;
Bicycle parking; and
Maintenance of routes.

Unsafe gutters on 100 West
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Figure 5-5 Planned Trails and Proposed Bike Routes
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Prioritization of Improvements
Logan needs to determine the priority for improvements and projects by
working within the priority guidelines described below. Improvements can
be made to segments of a network as a whole or to specific spots. Segment
improvements can be made to the network by adding a new route or path or
by installing directional and safety signage or through systematic installation
of bike parking.
“Spot Improvements” is a large category that includes many different types
of safety and access improvements that significantly improve the safety,
convenience, travel time, ambiance and/or overall utility of a bicycle route.
A spot improvement is generally limited to a specific location or intersection,
as opposed to those that are applied to an entire segment. Examples of spot
improvements include:
•

Improving site-specific hazards such as railroad tracks
or unsafe drainage grates;
• Providing a signal or other device to help bicyclists
cross an arterial (with the exact device to be
determined during the implementation phase); and
• Bicycle/pedestrian grade separations to cross a
freeway or other barrier.
The City should create a system to identify and address
such hazardous conditions or bikeway maintenance needs
in a way that maximizes public input and City resources.
Five main categories can be used in prioritizing bikeway projects. Each
category is scored on a three-part scale of High, Medium and Low. The
highest scoring projects would then be considered the High Priority projects.
The five criteria used to prioritize the projects are:
•
•
•
•
•

Accident History: The safety of all users of the system is paramount.
Projects that directly or indirectly improve safety are rated higher than
others;
High Bicyclist Demand: Projects that serve the highest numbers of
bicyclists (existing or future) are rated higher than others;
Serves a School: Projects which serve schools are rated higher than
other routes;
Closure of a Gap in the Bicycle Network: Connectivity is important
and projects that enable direct travel are given higher priority; and
Ease of Implementation: Projects which can be implemented quickly
and with little controversy should be given higher priority.

The projects that comprise the City’s proposed bicycle network can then be
rated using these criteria. The projects scoring in the top 25 to 30 percent are
considered the High Priority projects with an approximately equal number of
projects assigned to the low and medium tiers.
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It is recommended that as projects are implemented
and in response to changing conditions, the decisionmakers will re-assess these priorities annually and
revise them as needed. The projects within the
“High” priority category have not been rated relative
to each other at this time. Depending on the success
of grant applications, there may be enough funds to
implement all the high priority projects within five to
ten years. The decision of which project to proceed
with first will depend on the specifics of the funding
availability and project readiness. If an objective basis
is needed to determine which project within the high
priority tier to proceed with first, then the high
priority projects can be rated with a more quantitative
methodology. All other projects can be considered to
be in a second lower priority tier.

Underpass at Canyon Road and First Dam

Maintenance of the Bikeway Network
Maintenance is necessary to keep the bikeway network effective. It is
recommended that there be a maintenance program to keep the network in
good repair and should include replacing signage, repainting of striping and
pavement markings, sweeping bike lanes at least twice a year and repairing or
replacing drainage grates.

Bicycle Education
Bicycle education programs address bicycling safety and promote bicycle use.
Education programs should be tailored to target specific audiences such as
adult cyclists; students at the elementary, junior- and high-school levels;
motorists and the general public. Bicycle safety education programs can be
disseminated in numerous formats. The two basic categories are informational,
such as posters, brochures, videos, and classroom presentations, or hands-on,
such as off-street practice and escorted on-street training rides.
Informational programs are intended to develop awareness and provide
knowledge. Hands-on programs are designed to change behavior and/or
develop skills. Comprehensive programs employ both presentation and
practice.

5.4

Summary of Recommendations

•

Follow pedestrian design guidelines set forth in this document when
constructing pedestrian facilities.

•

Improve locations of high pedestrian activity such as the USU campus
and the Central Business District (CBD). Types of facilities should
include sidewalks as well as crosswalks, improved lighting, landscaping,
resting areas, and transit stops.

•

Construct sidewalks on both sides of U.S. 89/91 between 100 West and
Golf Course Road to increase pedestrian safety at the “Y” intersection.
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•

Construct missing sidewalks in safe routes to school areas before other
areas are completed (refer to Figure 5-4).

•

Maintain street appearance by sweeping designated safe routes first.

•

Promote bicycle parking and help provide bicycle parking where
appropriate through zoning and permitting measures.

•

Investigate the feasibility of providing incentives to encourage
workplaces to provide bicycle parking and shower facilities.

•

Implement a maintenance program to keep the bicycle network in good
repair. This includes replacing signage, repainting of striping and
pavement markings, sweeping bike lanes at least twice a year, and
repairing or replacing drainage grates.

•

Coordinate with the CMPO to implement the Ultimate trails map as
shown in Figure 5-2.

•

Implement the proposed bike routes as shown in Figure 5-5.

•

Coordinate bicycle and pedestrian facilities with the transit system to
provide access to transit stops in non-motorized ways.
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Chapter 6: Transit
6.0

Introduction

Transit, pedestrian, and bike enhancements help reduce vehicular demand in
congested areas. When coupled with demand management solutions like
mixing land uses and applying parking strategies, these enhancements can
collectively help to improve traffic problems by creating shorter trip lengths.
Transit should be a strong theme to be considered for the future of Logan
City. One of the most-used strategies to reduce the vehicle demand on
roadway systems is improving transit systems. Capturing peak and frequent
trips in Logan through alternative modes can reduce the problems associated
with auto traffic and improve the area’s quality of life. Utah cities have
generally developed such that most every trip is made by the personal
automobile. If residents have convenient travel options they may choose
not to use their vehicle for every trip.
The Cache Valley Transit District (CVTD) is a successful transit agency and
is doing many of the right things to try to capture patrons, but Cache Valley
will need a much more sophisticated transit system in the future. Continued
population growth will put higher demand on an already congested roadway
system. This increased congestion coupled with growing air quality concerns
will place more demand on the transit system in the future. In the long term,
CVTD should be considering initiatives that increase the efficiency and
viability of the transit system, discussed in greater detail in the chapter that
follows. Such measures could include:
•
•

•
•

Bus Rapid Transit (BRT), or features associated with BRT that reduce
travel times and make bus service more competitive versus automobiles,
Amenities for transit users, such as improved bus stops/shelters,
intermodal transit hubs, signage, bike racks, sidewalks, landscaping, and
other features to make the transit experience more pleasant and increase
ridership,
Park and Ride lots to encourage transit usage by motorists that cannot
walk to stations, and
Improving and expanding service through schedule modifications that
make the most of CVTD’s resources while providing the highest possible
level of service to passengers. This can be implemented through a
“branding” effort as described in greater detail later in this chapter.
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6.1

Agency Goals

6.1.1 CMPO Goals
The CMPO Long Range Transportation Plan for 2030 cites the following goals, all
of which are supportive of improved transit in Logan:

•
•
•
•
•

•
•
•

“Support the economic vitality of the metropolitan area, especially by
enabling global competitiveness, productivity, and efficiency.”
“Increase the safety of the transportation system for motorized and nonmotorized users.”
“Increase the security of the transportation system for motorized and
nonmotorized users.”
“Increase the accessibility and mobility of people and for freight.”
“Protect and enhance the environment, promote energy conservation,
improve quality of life, and promote consistency between transportation
improvements and state and local planned growth and economic
development patterns.”
“Enhance the integration and connectivity of the transportation system,
across and between modes, for people and freight.”
“Promote efficient system management and operation.”
“Emphasize the preservation of the existing transportation system.”

6.1.2 CVTD Goals
The goals of CVTD are consistent with both the goals of the CMPO and
Logan City and are:
•
•
•
•
•

“To serve the transportation needs of the community.”
“To maximize service productivity.”
“To develop a transit network that is reflective of land use patterns, as
well as encourages transit friendly development.”
“To maximize service effectiveness.”
“To provide a safe, reliable and convenient public transit service.”

These goals are supported by objectives and performance measures that will
aid CVTD in achieving these goals.

6.1.3 Logan City Transit Vision Plan
“The existing transit system must grow substantially in ridership to meet the
long-term need for a sustainable transportation system. Greater reliance on
mass transit can significantly reduce vehicle miles traveled each day. During
peak weather inversions the bus system should be heavily used to reduce
health risks and to minimize exacerbating the poor air quality. The City of
Logan should be instrumental in turning attitudes towards mass transit to
meet the unique challenges of this valley.”
“The existing transit system should make practical and incremental
improvements to the system to increase ridership in the short term. For the
long term, plans should be prepared for a larger mass transit system to move
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larger numbers of people at a more rapid rate. Logan should ultimately be
linked to other population centers in the valley by such a system. A BRT
system on Main Street may offer the greatest potential for affordable
implementation. Time is of the essence in facilitating a long term, heavily
used, and dependable method of transporting valley residents to work,
schools shopping, and recreation.”

6.2

Existing Conditions

As of February, 2007, the Logan Transit District was annexed into the Cache
Valley Transit District, and services for the two providers were combined
into one system. The current fixed route system is illustrated in Figure 6-1.
Appendix 6 -Transit provides a brief description of each route and also
includes a description of the Aggie Shuttle system.

6.2.1 Fleet
At present, the total CVTD fleet consists of 29 vehicles.

6.2.2 Transit Center
The Transit Center is located at 150 East 500 North, adjacent to the Smith’s
Food and Drug parking lot. This facility was completed in September 2001,
and was funded in part with FTA Section 5309 Capital Program funds. It can
simultaneously handle up to ten buses, and is currently staffed during peak
weekday hours. Passenger amenities include approximately 2,000 square feet
of interior waiting area, restrooms, interior and exterior benches, a
continuous canopy for each local route, bus stop shelters for the two
commuter routes, a smoking shelter, and ample lighting and landscaping. In
addition, a break room and restroom is provided for drivers, and a police
substation is located within the facility. The facility shares one street egress
with private automobiles, but cars are not allowed within the bus travel lanes.

6.2.3 Maintenance Facility
An operations and bus maintenance facility was completed in 1998. This
facility was funded in part with FTA Section 5309 Capital Program funds,
and was designed for up to 35 buses. The maintenance building features two
tandem drive-through maintenance bays, restrooms, ample parts storage
areas, a tandem indoor fueling/wash bay, and a covered bus parking area
with pull-down engine block heater cables. The facility also included a fully
furnishing shop with modern maintenance equipment. The facility was
designed so that future information system upgrades and/or compressed
natural gas systems can be easily installed as well as one additional
maintenance bay to the north should future conditions warrant.
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Figure 6-1 CVTD Routes
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6.3

Future Conditions

CVTD divided its service enhancement recommendations into two phases:
Priority or near-term and 10 & 20 Year recommendations. These
enhancements are intended to provide greater system efficiency and are
outlined below.

6.3.1 Priority Recommendations
Priority 1: Providence/River Heights Service Area – Adjust routes 10
and 11 to more efficiently carry transit patrons. This change does not effect
operating or capital expenditures.
Priority 2: Increase Service Frequency on Routes 1 and 4 – This will
increase the headway of these two routes to 15- minutes during weekday
peak hours. This requires two new vehicles and would be limited to those
months when USU is in session. This also includes eliminating the tripper
service operating between the Transfer Center and USU from 7:00 a.m. to
9:00 a.m.
Priority 3: Extend Route 4 until 8:00 p.m. – There is sufficient demand to
warrant this extension.
Priority 4: Extend Weekday Hours until 10:45 p.m. – This would affect
all routes except Route 3, 4, and 11.
Priority 5: Add Frequency to CVTD Commuter North and South –
This will increase the service frequency to 45 minutes throughout most of
the day and will require two additional vehicles.

6.3.2 10 & 20 Year Recommendations
Implement Sunday Service – No new vehicles required.
Expand North and South Service – 45-minute frequency on North and
South routes throughout the day. Additionally an 8:45 p.m. route for both
North and South. No new vehicles required.
Expand Saturday Service – No new vehicles required.
Implement All-day Service to Ogden – Six new vehicles required.
Implement Circulator Shuttles in Smithfield, North Logan, and
Hyrum – Three new vehicles required.

6.3.3 Fleet
If all of the recommendations above are implemented, a total of 11 new
vehicles will be added to the system. This would bring the total fleet to 40
vehicles over a 20 year period.

6.3.4 Facilities
In the future CVTD intends to expand the current maintenance facility
described earlier in this section. This includes the addition of two
maintenance bays, storage for route maintenance (snowplows), storage for
shelters, additional employee parking, and concrete replacement. In addition,
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CVTD plans to look for partnering opportunities to share Park and Ride lots
throughout the Valley and to continually review passenger amenities.

6.4

Potential Enhancements

6.4.1 Introduction to Branding
One of the biggest hindrances to using buses for transportation is that of
public perception. Branding can be a way to improve the image of public
transit without spending a lot of money on fixed guideway Light Rail Transit
(LRT) or BRT systems. Creativity and innovation can be applied to vehicles,
stops, brochures, and advertisements to raise awareness of the system.
Giving the transit system a make over can give potential patrons the
perception of a sophisticated, attractive way to travel, rather than the
common perception that transit is only for the poor. People will think twice
about a transit system that is aesthetically pleasing.

Branded Corridors
The Branded Corridors concept takes branding one step
further, because it not only brands the system; it brands the
corridors passengers use. While people see many buses in their
daily travels, they are often unaware of where they could board
or where any particular bus is going unless they actively seek
out a route map – which very few will ever do. Much of the
success behind LRT or a BRT fixed guideway is that everyone
has passive knowledge of the service because they can see a
fixed guideway – there is no need to actively seek out route
information.
Transit is often not popular for short, sporadic trips for the
following reasons:
•

•

•

Travel time is far longer than even a congested auto trip:
Using bus transit often involves walking, waiting for the
bus, waiting for patrons to board and pay, frequent stops,
competing with autos in congestion, and finally walking
sometimes several blocks to the final destination.
Car is “free”, transit is not: Anyone with access to a car
perceives the cost of driving just a few miles to be
essentially free. To attract the highest number of short
trips that also have the option to travel by car, transit fares
should be free or perceived as very inexpensive. In this
case this is not a hindrance because transit is free in Logan. "Star Shuttle" branded corridor in Hartford, CT
Unaware of which buses would work: Buses may pass by
that would work well for their trip, but because it requires research to tell
where any particular bus is going, people are not aware of the option.

A Branded Corridor addresses these three shortcomings of transit. It starts
near the edge of an important corridor at a point where several routes can
merge to travel through a short 1-3 mile corridor, resulting in a high
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frequency service for that space, thereby minimizing the wait times for
passengers. Marketing techniques then advertise this frequent space as a
“track” that all vehicles with the insignia of that track are guaranteed to
traverse from end to end. This emphasis on a distinct “place”, informs the
public of high-frequency, train-like service, but without the expense of rail or
BRT infrastructure. Specially dedicated branded vehicles would add a sense
of “value” to the trip, though as noted above, the free fares in Logan counter
the perception of “costly transit” as well.
Adhering to the nine rules below will achieve a “fair, frequent, and familiar”
transit system in Logan that may the most cost-efficient way to improve
transit ridership. The enhancements that follow the rules are more costly,
but can be achieved incrementally.
The following list describes the key elements that must exist to create a
successful Branded Corridor circulatory system.

Rules for a Successful Branded Corridor System
Rule 1 - Identify Corridors: Define corridors where “fair, frequent,
familiar” service is desired. The endpoints should reach the edges of the
corridor, and represent the point at which several routes can conveniently
merge or diverge.
Rule 2 - Bus Carries Corridor Insignia: All routes – BRT, corridor
shuttle, or even CVTD buses that can be designed to travel the full length of
the “Town Center” corridor should display an insignia to inform would-be
patrons of the “track” that the bus will traverse.
Rule 3 - “You Are Here” Signs at Stops: Show all branded corridors,
major destinations, and landmarks on signs that are easily visible at stops so
that curious passers-by can gain passive knowledge of how the system works.
Such signs will also tend to serve as important wayfinding maps even for
those with no intent to use the system.
Rule 4 - Free or Fair Fare: Someone who both enters and exits inside the
corridor rides for free, or at an attractive fare. Requiring even nominal
payment can significantly delay vehicles as dozens of people scramble to feed
dollars into an on-board ticket machine. If fares are charged, a major
enhancement is to provide ticket machines at corridor stops to avoid
delaying vehicles.
Rule 5 - Must Travel Full Length: Routes that happen to share portions
of the “Town Center” corridor, but for whatever reason do not travel the full
length, do not get the insignia. To establish patron confidence, this cannot
be compromised. A vehicle must travel the full length of the corridor from
one end to the other.
Rule 6 - Frequent Service: A branded corridor should only be identified
and marketed if resources can be harnessed such that a vehicle can serve the
corridor at least every 8 minutes (4-minute average wait) during peak hours.
The target market could lose confidence in the system if the service on any
particular corridor is inferior.
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Rule 7 - Passive Awareness / Common Knowledge: Simple “You are
here” signs at bus stops and insignias on buses will go a long way toward
creating “common knowledge” among residents and employees. Additional
steps include media coverage accompanying the unveiling of the corridors
and advertising the corridors on maps of Logan City, inside all buses
(including those outside the Branded Corridor), at decision points in the
airport, and on brochures and posters at popular locations. More expensive
enhancements discussed below also help corridors become common
knowledge.
Rule 8 - Simplicity: The corridors must be few and simply understood so
that even infrequent users can easily commit the map to memory.
Rule 9 - Maintain Branding Even in the Suburbs: It is advantageous for
any route that will ultimately travel a certain corridor to display the insignia
not only in the corridor itself, but also when in the suburbs.
Everything to this point can be accomplished acceptably at very low costs
and can hence be implemented at almost any time. To increase the visibility
and popularity of Branded Corridors for the long term, here are some
enhancements to consider.

Enhancing Branded Corridors
•

Use Vehicles that Stand Out: A flashy vehicle can be a “rolling
billboard” that allures people to the system. Once at the stop, most
passengers will simply take the first vehicle displaying the right insignia.

•

Real Time “Next Bus” Information: Eventually, all stops on a
branded corridor should be upgraded to include next bus information.
Wireless and GPS technology are quickly making this feature affordable.

•

Comfortable, Recognizable Stops:
Provide attractive, shaded,
spacious seating that fits in with a theme for the corridor.

•

Other Stop Amenities: Help pass the time and increase visibility with
sidewalk vendors, “did you know” trivia snippets about Logan, free
newspapers or other forms of advertising, etc.

•

Dedicated Lanes / Queue Jumpers: Transit is always more attractive
if it can move ahead of congestion. Space for bus/HOV lanes and/or
queue jumpers is desirable but may not fit with other land use or
transportation priorities.

•

Use Patterned/Tinted Lanes: Just as a light rail or BRT guideway is
visible everywhere, a branded corridor will also enjoy far more passive
awareness if the lane itself is branded by regularly spaced corridor
symbols on the pavement, or by painting or tinting the pavement.

•

Resident Smart Cards: Should CVTD ever decide to induce a fare
system, a feature that will attract employees to select housing near their
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workplace is to provide them with smart cards that let them use the
Logan City circulation system at a free or nominal fare so long as their
origin and destination are within the branded corridor system. This will
also encourage locals who are money-conscious to avoid using their car
for lunch trips, etc.

6.4.2 Potential Logan Branded Corridors
The following maps suggest how the branded corridors concept could work
in Logan City. Figure 6-2, Figure 6-3, and Figure 6-4 indicate several
major branded corridors and destinations following an east-west, northsouth, loop or figure-8 configuration. Figure 6-5 displays a branding flag
idea. Bus or future BRT routes coming from varying directions of the valley
can interline from one point to another to create a branded corridor. All
buses in the corridor will take passengers on a specific route between these
two points. There is no mystery about where you will go if you get on any
bus at any point in these corridors. People living in surrounding
neighborhoods will recognize the bus downtown and know they can get on it
and be delivered to those corridors.
Other branding efforts can be used on other popular or simple routes.
Figure 6-4 shows a potential bus route that covers a non-linear area, but the
branding creates a general knowledge of where the route goes making it easy
for patrons to use. This type of branding suggests that even if transit doesn’t
come right to the individual’s doorstep, they may be more likely to use the
transit system if they easily understand where it is going.
These maps also suggest the use of the current transit center and an
additional center in the heart of downtown Logan. While the current transit
center may have been located on 150 East 500 North for particular reasons,
to entice future patrons it may be necessary to site a new transit center in a
more centrally located and highly visible location. This effort would also
increase opportunities for transit-oriented businesses, since businesses
generally want to be in major corridors.

6.4.3 Transit and Land Use
It is important for land uses to coordinate with transit.
Concentration of Transit-Oriented Development (TOD) into the
urban center facilitates public transit and ridesharing travel
modes. Large activity centers are the best transit-supportive land
use types and include:
• Universities
• Intermediate and high schools;
• Public agency office buildings;
• Large office and commercial projects;
• Senior housing projects;
• Major entertainment complexes; and,
• Hospitals and medical complexes.
TODs concentrate jobs, housing, and commercial services
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around transit stations and can be near urban, suburban, residential
development or mixed-use developments. At suburban locations, TOD
encourages residents to live within walking distance of stations, reducing the
need to drive for work-related trips. In a downtown or other major activity
locations, TOD encourages workers commuting by transit to walk to their
place of employment, providing greater employee transportation options and
reducing parking requirements and vehicle miles traveled (VMT). TOD can
also include urban residential areas where residents make reverse-commute
trips to outlying areas. These types of development reduce the
need to drive for daily convenience errands and commuting,
increase transit ridership, and reduce the number of automobile
trips on area roadways.
In suburban areas, TOD differs from traditional suburban-style
development in that it is more compact, more pedestrianoriented than automobile-oriented, and includes a variety of
land uses. There is a greater emphasis on the design of public
spaces and streetscapes to make the area more appealing to
pedestrians, in contrast to many suburban areas where walking
is unsafe or unpleasant. Rather than including dead-end streets
and cul-de-sacs, TOD incorporates an interconnected street network, often
in a grid pattern. Sidewalks and public spaces are integrated into transit stops
and streets. TOD can also provide a focal point for the community through
design and human activity that occurs throughout the day due to the mix of
land uses. Residents in these types of communities often experience a greater
sense of community and place because of the increased human interaction.
TOD is similar to mixed-use development, but TOD enhances mixed-use by
focusing denser development and design around a transit node. TOD
supports the use of public transportation by creating a desirable quarter-mile
walking distance between the residences, a
commercial core, and the transit stop.
Some of the impacts and benefits of TOD
are described below:
•

•

The benefits of transit improvements
to a region consist of increased
transportation mobility, improvements
to air quality, energy conservation, and
improved quality of life. It is
theoretically possible to translate
reductions in travel time and expense,
air quality improvements, and energy
savings into dollar values and convert these dollar values into increased
economic efficiency and therefore into improved industrial output.
Economic benefits are confined primarily to the affected corridor and to
station locations in particular. There is general agreement that the area of
impact is about a quarter-mile radius around station locations. A potential
impact that may occur in a TOD project may come from the pressures
for park-and-ride access in close proximity to the station, which could
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•

also create pressure on local streets and existing parking spaces within the
TOD community.
The transit station can improve the real and perceived locational benefits
on nearby vacant or developed property. This improvement in locational
attributes is reflected in increased land values, lease rates, and/or
increased absorption rates for non-residential development. For
residential development, it can result in increased land values for vacant
land, which can increase the potential for higher
density development. Higher land values also mean
higher market values for existing housing.

TOD requires three market factors to take place:
•

•

•

A positive real estate market – The increased levels of
development discussed as possibilities above cannot
overcome adverse market conditions. Regardless,
transit oriented development is expected to result in
increased land values. A particular station location
generally captures an increased share of the overall
local market, rather than creating new development in
the local area.
Supportive public policy – The level of improvement in real estate
conditions is also affected by factors other than transit such as site
access, physical characteristics, available land, and appropriate zoning. In
redevelopment locations, the use of redevelopment powers for land
assembly is often required.
Public investment and support – Because TOD usually has a high level
of public investments in streets, pedestrian connections,
and structured parking, it often requires a level of public
financial investment and support. Redevelopment
projects often require additional funding for land
assembly, environmental clean-up, and/or other
redevelopment costs.

Most TODs have four common elements: a mix of uses,
compact development, pedestrian orientation, and transit
supportive uses. The following provides a detailed
description of each element:
•

•

Mix of uses – Land use should be mixed horizontally
(different uses on the same site) and vertically (different
uses in the same building). Suburban locations are primarily residential
use with complementary commercial uses. Activity centers and
downtown locations support employment.
Compact development – Compared to its surrounding area, TOD
development should be constructed at medium- to high-densities.
Density and level of development are market driven. Since TOD is more
intensive than traditional suburban development, there is a higher
efficiency in land use. Medium TOD density, for instance, ranges from
15 to 30 dwelling units per acre, and high TOD density can range from
30 to 60 dwelling units per acre. As a result, higher density development
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•

•

will generate higher land values in a market (such as a central business
district).
Pedestrian orientation – The site layout should have interconnected
blocks, streets, and open space, all within walking distance (typically a
quarter-mile radius from the center of the development). Buildings
should be oriented toward the street with a range of streetscape
enhancements, creating an inviting environment.
Transit-supportive uses – The site plan for TOD should include strong
pedestrian connections from housing, retail and employment locations to
the transit station. The orientation of the transit station itself can benefit
retail activity by promoting pedestrian exposure to retail when
pedestrians walk between the park-and-ride lot and the transit platform.
In addition, the site plan should provide convenient auto access for
transit riders using the park-and-ride facilities at stations.
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Figure 6-2 Potential East/West Focused Branded Corridors
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Figure 6-3 Potential North/South Focused Branded Corridors
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Figure 6-4 Potential Branded Circulators
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Figure 6-5 Potential Branded Corridor Branding
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6.4.4 Bus Rapid Transit
Recent advances in BRT technology allow for a fixed-guideway system that
costs less to construct, is more flexible, and has the potential to carry more
passengers than a rail system. A BRT service in the center median of Main
Street continuing to the university, would be a major contributor to the
overall mobility in Logan. There are several important factors that should be
considered in the planning and implementation of this service. These
include:
•
•
•
•
•
•

Logical intermodal anchors at each end of the line,
Headways,
Vehicle speed,
Platform locations, design, and access,
Fares and fare collection, and
Passenger information and amenities.

Types of BRT Service
BRT is a relatively new concept in the United States. There are three
basic types of BRT:
•

Full BRT which usually operates in its own dedicated ROW and
may be separated physically from adjacent traffic.
• Managed Lanes BRT which refers to grade-separated freeway
systems using managed lanes to control congestion. This type is
not applicable in Logan.
• BRT Lite operates on arterial streets sometimes with the main flow
of traffic. It differs from typical bus systems in that it usually has
signal priority (queue jumping), travels longer distances between
stops, stops are different/more attractive, and buses are
usually low-floor high-capacity.
A more detailed description of each of these types is included
in Appendix 6– Transit.

Full BRT Eugene, Oregon

Table 6-1 outlines general features of these basic forms of
BRT. Higher-speed BRT forms cater best to long distance
trips, whereas the slower forms are more applicable for shorterdistance trips. All forms of BRT can significantly improve
schedule reliability and transit’s visibility. Full BRT operating
on freeways and managed-lane BRT systems are difficult to
incrementally phase into service. Some near-term benefits in
these freeway corridors, however, seem possible using the shoulders to
bypass congestion. The real time passenger information and service
monitoring technology would also help to provide near term benefits for
freeway bus services.

BRT Lite - San Jose
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Table 6-1 Characteristics of BRT Facilities
Type of BRT Features
Item

Separated R/W Full
BRT

Freeway Application BRT

Freeway
Shoulders

Median
Arterial
(1)
Busway

Bus Lanes
(1) (2)
Curb
Interior or
Median
(Normal or
contraflow)

Houston
Freeway
HOV
System

Minneapolis
Ottawa

Bogota,
Cleveland,
Vancouver
(Richmond)

Boston
Silver Line
Phase I,
Las Vegas

Metro Rapid
LA,
San Pablo
Av.
Oakland,
Vancouver

High

Very
Good

Minor

Good

Minor

Low

Frequent

Limited

Very
Limited

flexible
mainly peak

Frequent

Frequent

Frequent

All Day

All Day

All
Day/Peak
Only

All Day

All Day

All Day

All Day

All Day

40-50
Non-stop
25-35 All
Stops

25-35
With
Stops

40-50 Nonstop
25-35 With
stops

25-35 With
(5)
stops

15-20 With
stops

15-20 With
stops

13-18 With
stops

Excellent

Very
Good

Excellent

Fair

Good

Fair to Good

Fair

Good

Likely

Minimal

Minimal

Minimal

Possibly

Minor

Minor

Excellent

Very
Good

Good

Fair

Fair

Very Good

Fair

Minor

Excellent

Very
Good

Good

Good

Fair

Very Good

Good-Fair

Minor

Yes

Yes

Yes

Yes

None

Possibly

Minimal

None

High

High

Moderate

Moderate

Running Way

Grade
Separated
Busway

At-Grade
(1)
Busway
(sep
R/W)
Arterial

Examples

Pittsburgh,
Ottawa,
Adelaide,
Brisbane,
Boston
(Silver
Line
Phase II)

S. Miami,
LAOrange
Line

El Monte
Freeway,
Harbor
Freeway

Degree of
Access
Control

High

Very
Good

Stations

Frequent

Service

Schedule
Speeds
(mph)
Service
Reliability
Land
Development
Benefits
Permanence/
Identity
(Ranking)
Likely Passenger
Attraction
Additional
Property
Required
(3)

Capital Costs
(Millions Per
Lane-Mile)
Aerial
Below Grade

Arterial Application (Metro Rapid)

Median
On-Line
Stations

Median
Off-Line
Stations

40-50
Non-stop
25-35
With
stops
Very
Good

(1) (2)

Mixed
Traffic

Minimal

$12-30
$60-105

$100,000
per mile
$6.5-10.5

$2.5-10.5

$2.5-10.2
M

Additional
Operation
Costs
(station/roadway
maintenance
High
Modest
Modest
Modest
relative
to mixed traffic
O&M
Costs)
(1) Should include signal priorities.
(2) May include queue bypass lanes.
(3) Characteristics of Bus Rapid Transit for Decision-Making, FTA, 2004.
(4) TCRP 90, Volume I, 2003.
(5) Speeds up to 60 mph permitted in Canada

Moderate
to High

$6.5-10.2

Very Low

Modest

Very Little
$2.5-2.9
Million
(when roadway is
rebuilt)

Low

$0.1-0.4
Million

Very Low
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Operationally, BRT can emulate light rail transit, where all buses stop at all
stations and never leave the BRT corridor. BRT can also provide “one seat”
rides by operating some portion of service as collector/circulator service
before entering the BRT corridor. Entering and leaving the BRT corridor
generally requires special access considerations.

BRT in Logan
The recently adopted CMPO Long Range Plan identified a possible BRT
corridor from Hyrum to Smithfield with an extension to USU (see Figure 66). However, this is conceptual and planning for this project is in the very
early stages. The exact location as well as the ultimate type (fixed-route or
mixed traffic) has yet to be determined. Additionally, funding has not been
identified for this type of improvement. It is recommended that Logan City
continue to pursue transit alternatives such as BRT and continue to work
with the CMPO to identify future funding opportunities.
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Figure 6-6 CMPO Ultimate Transit Plan
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6.5
•
•
•
•

Summary of Recommendations

Continue to work with CVTD on the implementation of their priority
and long-range plans.
Implement Branded Corridors throughout the system.
Continue to pursue transit alternatives such as BRT and work with the
CMPO to identify future funding opportunities.
Construct a new transit center more centrally located and within the
Branded Corridors.
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Chapter 7: Capital Facilities Plan
7.1

Transportation Improvement Plan

Many recommendations have been made in this Master Plan to improve Logan’s current transportation
system and its future conditions. In performing these cost estimates not all recommendations given were
listed. This is because some have become UDOT projects and others are procedures and guidelines to
be followed when completing any project. This is important to note so key portions of this study are not
glossed over because they do not involve a specific project or location and therefore are not recorded in
this portion of the Master Plan.
The estimated costs involved have been organized into street traffic (Chapters 3 and 4), bicycle and
pedestrian (Chapter 5), and transit (Chapter 6). Each category is represented on a separate spreadsheet
with the total costs broken down. All of their totals are summarized on another sheet and have been
prioritized.
The first sheet within the file contains the prices used to estimate the cost of the projects. These prices
are cited from UDOT’s average bid prices and other cost related data. Because this data is from 2007, a
4 percent increase has been added to each item to keep the prices accurate. The bus information was
obtained from Utah Transit Authority and from the National Transit Database. These prices are
referenced in the cost estimates on the sheets following.
The second sheet is titled street traffic. This is a compilation of the projects involving roads’ placement,
geometry, and other elements necessary for improvement. These totals include right-of-way, basic road
construction and lump sums for new signals or fiber optic systems. An estimate of ten percent of the
original total for signing and striping is added in each road construction or altering project. After the
signing and striping percent is calculated an additional 20 percent is included for contingency. Due to
the complexity and amount of pay items associated with each construction project, major pay items were
accounted for while the other minor items are accounted for in the contingencies.
In each of the project cost sheets there are three columns where each project has been designated a time
period for construction. These time periods are from now to 5 years later, from 5 to ten years later, and
10 plus years. Because of inflation the current 2008 cost estimate will need to be increased as each year
progresses. Construction prices were estimated to increase four percent each year. The projects within
each time period are predicted to be done on average in the middle of the interval. The first time period
will have an additional 12 percent added to the total, the second will have 28 percent, and the last will
have 52 percent.
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Next is a sheet for bicycles and pedestrians. Many of these assignments require yearly budgets. We
recommend money be put into these projects consistently. As mentioned earlier in this plan, Logan has
74 miles of unconstructed sidewalks. This is an overwhelming problem to be solved in just one budgeted
phase. To realistically improve this situation it needs to be consistently remembered even when it does
not feel pressing. The sidewalk construction and maintenance project has two parts that need to be
budgeted for. First, emphasis needs to be placed on the safe routes to school and then move to high
pedestrian areas. Like all things, if these routes are not continually kept up they will cost more in future
years and the benefits will be postponed. Also, if people don’t think paths are safe or nice to walk on
they certainly won’t be used. Therefore this section of improvement needs to be executed consistently.
The transit projects will involve planning and making changes with the Cache Valley Transit District.
This will require coordination between the city, county, and the transit agency in addition to construction
costs.
The totals sheet gives a bigger overall feel for the improvements. They are split into the different
categories of projects. Within these categories they are listed in order of priority. The intersections have
been calculated considering several elements such as level of service, accident rates, and public input.
These intersections are recommended to be completed in the order listed and within the placement of
the other listed projects.

7.2

Prioritized Capital Facilities Project Lists (cost estimates)

Table 7-1 Price Table
Description
ROW-Commercial
ROW-Residential
New Signalized Intersection
Remove Sidewalk
Remove Curb and Gutter
Remove Asphalt Pavement
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Remove Pavement Markings
Striping Tape-White
Pavement Message
Fiber Optic System
New Bus
New BRT Bus
Bus Operating Expense

Unit
sq ft
sq ft
lump
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft
ft
ft
lump
lump
lump
lump
bus

Average 2007
Price
$
10.00
$
4.81
$ 240,384.62
$
10.61
$
5.53
$
6.18
$
7.88
$
18.48
$
25.75
$
64.67
$
19.55
$
4.62
$
0.77
$
2.37
$
145.06
$ 80,000.00
$ 380,000.00
$ 403,000.00
$ 161,000.53

Estimated
2008 Price
$
10.40
$
5.00
$ 250,000.00
$
11.03
$
5.75
$
6.43
$
8.20
$
19.22
$
26.78
$
67.26
$
20.33
$
4.80
$
0.80
$
2.46
$
150.86
$ 83,200.00
$ 395,200.00
$ 419,120.00
$ 167,440.55
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Table 7-2 Street Traffic
Priority #
1

Location
100 E and 200 E

Project
Right-of-way preservation

2

100 W south

Right-of-way preservation

3

100 W north

Right-of-way preservation

4

Main St/ 400 N

Safety Improvements

5

1000 W/ 1400 N

Signalize Intersection

6

1000 W/ 1000 N

Signalize Intersection

7

1000 W/ 400 N
600 W 1400 N

Signalize Intersection

9

Main St/ 1400 N

Safety Improvements

10

1000 W/ 2500 N

Signalize Intersection

11

600 W/ 1000 N

Signalize Intersection

12

600 W/ 400 N

Signalize Intersection

13

200 W/ 1000 N

Signalize Intersection

200 W/ 1400 N

Interconnect Traffic Signal (Phase
1)

15

200 E/ 1000 N

Interconnect Traffic Signal (Phase
1)

16

100 E & 200 E

Couplet option A (1st priority)

Couplet Traffic Operations Study
17

Unit Cost

ROW-House
ROW-Residential

lump
sq ft

$ 230,000.00
$
5.00

ROW-Residential

sq ft

$

Dimensions
1
304498

2008
Estimated
Cost

$
5.00

1233

Signalize Intersection

19

Main St/ Center St

Safety Improvements

20

Main St/ 300 S

Safety Improvements

ROW-Residential
ROW-Business

sq ft
lump

$
5.00
$ 150,000.00

As decided upon

lump

$

$

Add dual left turn pocket
(to eastbound approach)

22

Main St/ 1000 N

Safety Improvements

23

Main St/ 200 N

Safety Improvements

24

Main St/ 300 N

Safety Improvements

25

Main St/ 100 N

Safety Improvements

26

Main St/ 100 S

Safety Improvements

27

Main St/ 700 N

Reduce/ Eliminate Offset

28

Main St/ 700 N

Safety Improvements

29

Main St/ 500 N

Safety Improvements

30

Main St/ 800 N

Reduce/ Eliminate Offset

10+ Years

6,908

6,168

121130
2

$
$

605,941
300,000

1

$

30,000

$
30,000.00

33,600

$ 280,000
New Signal

lump

$ 250,000.00

1

$

250,000

New Signal

lump

$ 250,000.00

1

$

250,000

New Signal

lump

$ 250,000.00

1

$

250,000

New Signal

lump

$ 1,900,000.00

1

$ 1,900,000

As decided upon

lump

$

1

$

$ 280,000
$ 280,000
$ 1,900,000
$
30,000.00

33,600

30,000
$ 280,000

New Signal

lump

$ 250,000.00

1

$

New Signal

lump

$ 1,900,000.00

1

$ 1,900,000

250,000
$1,900,000
$ 280,000

New Signal

lump

$ 250,000.00

1

$

250,000

New Signal

lump

$ 250,000.00

1

$

250,000

Fiber Optic System

lump

$

83,200.00

1

$

83,200

Fiber Optic System

lump

$

83,200.00

1

$

83,200

$ 280,000
$

93,184

$

93,184

$ 1,480,288
ROW from 100 E and 200 E preservation
project
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete sidewalk
Sign and Striping
Contingency

ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$
$
$
$
$
$
$
$

5.75
11.03
8.20
19.22
26.78
67.26
20.33
4.80

80
44
15422
6169
3084
4511
8328
41640
10%
20%

$
$
$
$
$
$
$
$
$
$

460
486
126,386
118,563
82,590
303,395
169,325
200,072
100,128
220,281

30,000.00

1

$

30,000

$ 250,000.00

1

$

250,000

$ 140,000
$

yrly

$

33,600
$320,000

New Signal

Main St/ 2500 N

5-10
Years

$ 1,014,654

As decided upon
1200 E/ 1400 N

0-5 Years
$ 1,963,607

$ 230,000
$ 1,523,221

UDOT's Access Management Plan

18

21

Unit

Signalize Intersection

8

14

Project Components

lump

$ 38,400
As decided upon

lump

$ 30,000.00

1

$

30,000

As decided upon

lump

$ 30,000.00

1

$

30,000

ROW-Commercial
Remove Curb and Gutter
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

sq ft
ft
cu yd
cu yd
cu yd
ton
ft
sq ft

$
$
$
$
$
$
$
$

6750
450
250
333
167
244
450
2250
10%
20%

$
$
$
$
$
$
$
$
$
$

70,200
2,588
2,049
6,400
4,472
16,411
9,149
10,811
12,208
26,858

As decided upon

lump

$ 30,000.00

1

$

30,000

As decided upon

lump

$ 30,000.00

1

$

30,000

As decided upon

lump

$ 30,000.00

1

$

30,000

As decided upon

lump

$ 30,000.00

1

$

30,000

As decided upon

lump

$ 30,000.00

1

$

30,000

$ 38,400
$ 206,266
10.40
5.75
8.20
19.22
26.78
67.26
20.33
4.80

$ 38,400
$ 38,400
$ 38,400
$ 38,400
$ 38,400
$2,241,223
ROW-Business
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

lump
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$1,200,000.00
$
6.43
$
5.75
$
11.03
$
8.20
$
19.22
$
26.78
$
67.26
$
20.33
$
4.80

1
3380
613
195
1823
708
354
518
591
2955
10%
20%

$ 1,200,000
$
21,724
$
3,525
$
2,152
$
14,940
$
13,607
$
9,480
$
34,839
$
12,016
$
14,198
$ 132,648
$ 291,826

As decided upon

lump

$ 30,000.00

1

$

30,000

As decided upon

lump

$ 30,000.00

1

$

30,000

ROW-Commercial
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)

sq ft
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton

$
$
$
$
$
$
$
$

3804
1294
638
268
958
511
256
374

$
$
$
$
$
$
$
$

39,562
8,317
3,669
2,957
7,851
9,821
6,856
25,154

$ 38,400
$ 38,400
$ 212,456
10.40
6.43
5.75
11.03
8.20
19.22
26.78
67.26
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31

Main St/ 600 N

200 E/ 1400 N

Safety Improvements

33

600 E/ 1000 N

Signalize Intersection

34

600 E/ 1000 N

Reduce/ Eliminate Offset

36

1800 N

100 W & Main

100 W/ 100 N

Interconnect Traffic Signal (Phase
2)

100 W/ Center St

Interconnect Traffic Signal (Phase
2)

100 W/ 100 S

Interconnect Traffic Signal (Phase
2)

100 E/ 200 N

Interconnect Traffic Signal (Phase
2)

100 E/ 100 N

Interconnect Traffic Signal (Phase
2)

43

100 E/ Center St

Interconnect Traffic Signal (Phase
2)

44

200 W to 10 W &
Main

39
40
41
42

20.33
4.80

486
2430
10%
20%

$
$
$
$

ROW-Commercial
ROW-Apartment Complex
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

sq ft
lump
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$
10.40
$1,200,000.00
$
6.18
$
5.75
$
11.03
$
8.20
$
19.22
$
26.78
$
67.26
$
20.33
$
4.80

5688
1
3500
683
67
1144
610
305
446
754
3770
10%
20%

$
59,155
$ 1,200,000
$
21,630
$
3,928
$
739
$
9,375
$
11,724
$
8,168
$
29,997
$
15,330
$
18,114
$ 131,901
$ 290,181

As decided upon

lump

$ 30,000.00

1

$

30,000

New Signal

lump

$ 250,000.00

1

$

250,000

$2,304,310

$ 38,400
$ 320,000
$3,140,663
Remove Apartment Complex
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)

lump
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton

$1,200,000.00
$
6.43
$
5.75
$
11.03
$
8.20
$
19.22
$
26.78
$
67.26

ROW-Residential
Roadway Excavation
Granular borrow
Untreated base course
Asphalt (HMA)
Concrete curb and gutter
Concrete sidewalk
Sign and Striping
Contingency

sq ft
cu yd
cu yd
cu yd
ton
ft
sq ft

$
$
$
$
$
$
$

47

48

$ 2,400,000
$
5,302
$
2,565
$
3,001
$
6,769
$
8,456
$
5,892
$
21,657

53060
2807
1497
749
1095
1536
7680
10%
20%

$
$
$
$
$
$
$
$
$

265,427
23,004
28,771
20,058
73,646
31,230
36,901
47,904
105,388
$ 357,820

ROW from 100W south and north
preservation projects
ROW-Residential
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

sq ft
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$
$
$
$
$
$
$
$
$

Fiber Optic System

lump

Fiber Optic System

30480
2032
1129
1881
1003
502
734
2032
10160
10%
20%

$
$
$
$
$
$
$
$
$
$
$

152,473
11,686
12,458
15,415
19,277
13,444
49,366
41,315
48,817
21,178
46,591

$ 83,200.00

1

$

83,200

5.00
5.75
11.03
8.20
19.22
26.78
67.26
20.33
4.80

lump

$ 83,200.00

1

$

83,200

Fiber Optic System

lump

$ 83,200.00

1

$

83,200

Fiber Optic System

lump

$ 83,200.00

1

$

83,200

Fiber Optic System

lump

$ 83,200.00

1

$

83,200

Fiber Optic System

lump

$ 83,200.00

1

$

83,200

Fiber Optic System

lump

$ 83,200.00

1

$

83,200

$ 106,496
$ 106,496
$ 106,496
$ 106,496
$ 106,496
$ 106,496
$ 106,496

Couplet option E

$
5%

600 W/200 S

100 E/ Water St
(Approx. 70 S)

200 E/ 500 N

yrly

$ 10,000.00

1

$

$

15,200

$

184,156

10,000

Reduce/ Eliminate Offset
ROW-Residential
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

sq ft
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$
$
$
$
$
$
$
$
$
$

5.00
6.43
5.75
11.03
8.20
19.22
26.78
67.26
20.33
4.80

5027
767
407
234
708
378
189
276
453
2265
10%
20%

$
$
$
$
$
$
$
$
$
$
$
$

25,147
4,930
2,341
2,582
5,802
7,265
5,061
18,563
9,210
10,883
9,178
20,193

Row-House
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular borrow
Untreated Base Course
Asphalt (HMA)
Concrete curb and gutter
Concrete sidewalk
Sign and Striping
Contingency

lump
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$ 320,000.00
$
5.75
$
11.03
$
8.20
$
19.22
$
26.78
$
67.26
$
20.33
$
4.80

2
394
1576
550
293
146
215
428
2140
10%
20%

$
$
$
$
$
$
$
$
$
$
$

640,000
2,266
17,390
4,507
5,631
3,910
14,460
8,702
10,282
70,715
155,573

Reduce/ Eliminate Skew

Signalize Intersection

139,696

$ 1,838,108
$
91,905

Calming devices
As decided upon

46

2
825
446
272
826
440
220
322

$ 809,382
5.00
8.20
19.22
26.78
67.26
20.33
4.80

Couplets A and B
Contingency
45

9,881
11,676
12,574
27,664

Couplet option B

Interconnect Traffic Signal (Phase
2)

38

$
$

Extend 1800 N

100 W/ 400 N

37

ft
sq ft

Reduce/ Eliminate Offset

32

35

Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

$ 1,418,824

$ 380,000
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49
50

51

200 E/ Center St
400 E/ 1000 N

500 E/ 1000 N

New Signal

lump

$ 250,000.00

1

$

250,000

New Signal

lump

$ 250,000.00

1

$

250,000

ROW-House
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

lump
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$ 230,000.00
$
6.43
$
5.75
$
11.03
$
8.20
$
19.22
$
26.78
$
64.67
$
20.33
$
4.80

1
397
359
114
638
255
127
186
500
2500
10%
20%

$
$
$
$
$
$
$
$
$
$
$
$

230,000
2,552
2,065
1,258
5,229
4,901
3,401
12,029
10,166
12,012
28,361
62,394

ROW-House
Remove Asphalt Pavement
Remove Curb and Gutter
Remove Sidewalk
Roadway Excavation
Granular Borrow
Untreated Base Course
Asphalt (HMA)
Concrete Curb and Gutter
Concrete Sidewalk
Sign and Striping
Contingency

lump
sq yd
ft
sq yd
cu yd
cu yd
cu yd
ton
ft
sq ft

$ 180,000.00
$
6.43
$
5.75
$
11.03
$
8.20
$
19.22
$
26.78
$
67.26
$
20.33
$
4.80

1
733
334
186
671
358
179
262
437
2185
10%
20%

$
$
$
$
$
$
$
$
$
$
$
$

180,000
4,711
1,921
2,052
5,499
6,880
4,794
17,621
8,885
10,498
24,286
53,430

New Signal

lump

$250,000.00

1

$

250,000

New Signal

lump

$250,000.00

1

$

250,000

New Signal

lump

$250,000.00

1

$

250,000

lump
$250,000.00
Conceptual ideas
Conceptual ideas

1

$

250,000

E-W involving 200 N & 400 N
Couplet option C
Couplet option D

Conceptual ideas

Signalize Intersection

$ 380,000

Reduce/ Eliminate Offset

$ 569,038

Reduce/ Eliminate Offset

52

600 W/ 2500 N

Signalize Intersection

53

600 W/ 600 S

Signalize Intersection

54

200 E/ 300 S

Signalize Intersection

55

1200 E/ 1000 N

Signalize Intersection

56
57

200 N and 400 N
100 W & 100 E
200 W to 100 W &
Main

$ 487,279

$ 380,000
$ 380,000
$ 380,000
$ 380,000
New Signal

58
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Table 7-3 Bicycles and Pedestrians
Priority
#
1

Project

Project
Components

Unit

Dimensions

yrly

$50,000.00

1

$

50,000

yrly

$30,000.00

1

$

30,000

Sidewalk construction and
maintenance following
guidelines in Section 5.2.4
Safe School
Routes
High
pedestrian
areas (USU
campus and
CBD)

2

Construct sidewalks on
both sides of US 89/91
sq ft

$

4.80

Contingency

4

8995

$

43,219

20%

$

8,644

Bike route construction
and maintenance
following
guidelines in Section 5.3.4
Ultimate trails
(coordinate
with CMPO)
Proposed bike
routes Fig. 5.5

yrly

$1,000.00

1

$

1,000

yrly

$15,000.00

1

$

15,000

Bike Parking

yrly

$5,000.00

1

$

5,000

Coordinate bicycle and
pedestrian facilities with
transit
yrly

5

0-5 Years
$ 448,000

$
Concrete
sidewalk

3

2008
Estimated
Cost

Unit
Cost

5000

1

$

8000

1

$

10+
Years

58,087

$117,600.00

$134,400.00

$28,000.00

$ 32,000.00

$44,800.00

$286,720.00

5,000

Provide incentives for
businesses to provide bike
parking and showers
yrly

5-10 Years
$ 512,000

8,000
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Table 7-4 Transit
Priority #
1

Project

Project Components

Providence/ River Heights Service
Area; Adjust routes 10 & 11
Increase Frequency on Routes 1 and 4
Extend Route 4 until 8:00 p.m.
Extend Weekday hours until 10:45
p.m.
Add frequency to CVTD Commuter
north and south
Implement Sunday Services
Expand north and south Service
Implement All-day Service to Ogden
Implement circular shuttles in
Smithfield, North Logan, and Hyrum
2

4

Unit Cost

0-5 Years

5-10 Years

10+ Years

$ 2,587,200

$ 6,003,200

$ 1,140,000

lump
lump
lump

no capital
expenditures
required
$
880,000
$
70,000

lump

$

500,000

lump
lump
lump
lump

$
$
$
$

880,000
750,000
120,000
4,000,000

$

lump

$

550,000

$

Branded Corridor
throughout system

$

985,600
$

89,600

$

640,000

985,600
$ 1,140,000
$ 153,600
$ 5,120,000
616,000

$ 3,080,000
Approximation for one branded
corridor

3

Unit

Route changes
(New busses added to fleet)

lump

$

2,750,000

Maintenance facility
upgrade

$ 3,360,000
Maintenance bays, storage for route
maintenance and shelters, additional
employee parking, concrete
replacement, partner opportunities to
share park and ride lots

lump

$

3,000,000

New transit center

lump

$

2,500,000

Construct new transit
center centrally
located within Branded
Corridors

$ 3,200,000
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Table 7-5 Totals
Priority
#
Street
Traffic

1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16
17
18
19
20
21
22
23
24
25
26
27
28
29
30
31
32
33
34
35
36
37
38
39
40
41
42
43
44
45
46
47
48
49
50
51
52
53
54
55

Location

100 E and 200 E
100 W south
100 W north
Main St/ 400 N
1000 W/ 1400 N
1000 W/ 1000 N
1000 W/ 400 N
600 W 1400 N
Main St/ 1400 N
1000 W/ 2500 N
600 W/ 1000 N
600 W/ 400 N
200 W/ 1000 N
200 W/ 1400 N
200 E/ 1000 N
100 E & 200 E
0
1200 E/ 1400 N
Main St/ Center St
Main St/ 300 S
Main St/ 2500 N
Main St/ 1000 N
Main St/ 200 N
Main St/ 300 N
Main St/ 100 N
Main St/ 100 S
Main St/ 700 N
Main St/ 700 N
Main St/ 500 N
Main St/ 800 N
Main St/ 600 N
200 E/ 1400 N
600 E/ 1000 N
600 E/ 1000 N
1800 N
100 W & Main
100 W/ 400 N
100 W/ 100 N
100 W/ Center St
100 W/ 100 S
100 E/ 200 N
100 E/ 100 N
100 E/ Center St
200 W to 10 W &
Main
0
600 W/200 S
100 E/ Water St
(Approx. 70 S)
200 E/ 500 N
200 E/ Center St
400 E/ 1000 N
500 E/ 1000 N
600 W/ 2500 N
600 W/ 600 S
200 E/ 300 S
1200 E/ 1000 N

Project

0-5 Years

5-10 Years

10+ Years

$

6,992,625

$

11,041,593

$

5,094,193

Right-of-way preservation
Right-of-way preservation
Right-of-way preservation
Safety Improvements
Signalize Intersection
Signalize Intersection
Signalize Intersection
Signalize Intersection
Safety Improvements
Signalize Intersection
Signalize Intersection
Signalize Intersection
Signalize Intersection
Interconnect Traffic Signal (Phase 1)
Interconnect Traffic Signal (Phase 1)
Couplet option A (1st priority)
UDOT's Access Management Plan
Signalize Intersection
Safety Improvements
Safety Improvements
Add dual left turn pocket
Safety Improvements
Safety Improvements
Safety Improvements
Safety Improvements
Safety Improvements
Reduce/ Eliminate Offset
Safety Improvements
Safety Improvements
Reduce/ Eliminate Offset
Reduce/ Eliminate Offset
Safety Improvements
Signalize Intersection
Reduce/ Eliminate Offset
Extend 1800 N
Couplet option B
Interconnect Traffic Signal (Phase 2)
Interconnect Traffic Signal (Phase 2)
Interconnect Traffic Signal (Phase 2)
Interconnect Traffic Signal (Phase 2)
Interconnect Traffic Signal (Phase 2)
Interconnect Traffic Signal (Phase 2)
Interconnect Traffic Signal (Phase 2)
Couplet option E

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

1,963,607
6,908
1,014,654
33,600
280,000
280,000
280,000
1,900,000
33,600
280,000
1,900,000
280,000
280,000
93,184
93,184
1,480,288
33,600
-

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

320,000
38,400
38,400
206,266
38,400
38,400
38,400
38,400
38,400
2,241,223
38,400
38,400
212,456
2,304,310
38,400
320,000
3,140,663
809,382
357,820
106,496
106,496
106,496
106,496
106,496
106,496
106,496
-

$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$
$

139,696

Calming devices
Reduce/ Eliminate Offset
Reduce/ Eliminate Skew

$
$
$

-

$
$
$

-

$
$
$

15,200
184,156
1,418,824

Signalize Intersection
Signalize Intersection
Reduce/ Eliminate Offset
Reduce/ Eliminate Offset
Signalize Intersection
Signalize Intersection
Signalize Intersection
Signalize Intersection

$
$
$
$
$
$
$
$

-

$
$
$
$
$
$
$
$

-

$
$
$
$
$
$
$
$

380,000
380,000
569,038
487,279
380,000
380,000
380,000
380,000
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Bicycles
and
Pedestrians
1
2
3
4
5
Transit

Total

1
2
3
4
64

Sidewalk construction and maintenance
following guidelines in Section 5.2.4
Construct sidewalks on both sides of US
89/91
Bike route construction and maintenance
following
guidelines in Section 5.3.4
Coordinate bicycle and pedestrian facilities
with transit
Provide incentives for businesses to
provide bike parking and showers
Route changes
Branded Corridor throughout system
Maintenance facility upgrade
Construct new transit center centrally
located within Branded Corridors

$

696,487

$

678,400

$

-

$

448,000

$

512,000

$

-

$

58,087

$

-

$

-

$

117,600

$

134,400

$

-

$

28,000

$

32,000

$

-

$

44,800

$

-

$

-

$
$
$
$
$

9,027,200
2,587,200
3,080,000
3,360,000
-

$
$
$
$
$

9,203,200
6,003,200
3,200,000

$
$
$
$
$

1,140,000
1,140,000
-

$ 26,439,998

$

30,804,793

$

7,374,193

CITY OF LOGAN SURFACE TRANSPORTATION MASTER PLAN 7-9

Chapter 7: Capital Facilities Plan

7.3

Funding Sources

7.3.1 Traditional Funding Sources
Federal
 Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users
(SAFETEA-LU): federal government transportation bills containing smaller programs.
 Surface Transportation Program- Urban (STP): For repairing and enhancing or even new
construction of transportation facilities.
 Congestion Mitigation/ Air Quality (CMAQ): For transportation projects which result in a
substantial reduction of emissions.
 National Highway System (NHS): For projects which will interconnect principle arterial
roadways that link high populated areas, transit projects, and intermodal facilities
 Surface Transportation Program- Small Urban (STP): For repairing and enhancing or even new
construction of transportation facilities within an area with a population between 5.000 and 50,000.
 Surface Transportation Program- Flexible (STP): A flexible fund to be used for Federal-aid
eligible highways as well as transit projects both intra and inter city bus services.
 Surface Transportation Program- Transportation Enhancements: Requires ten percent of STP
funds to be used for non-traditional purposes such as facilities for pedestrians and bicyclists and even
landscaping.
 Highway Safety Improvement Program: To increase safety on roadways, rail crossings, and
danger removing activities.
 Safe Routes to Schools: For the purpose of making walking and bicycling to school safe and an
attractive option.
 Bridge Replacement Program: To replace unsatisfactory bridges.
 Recreational Trails Program: To obtain land for new trails as well as keeping up and rebuilding
trails and trail head facilities.
 Section 5307: A systematic grant for transit maintenance, improvement or planning.
 Section 5309: A flexible grant to improve public transit for bus or rail systems.
 Section 5310: Public grants to assist in serving elderly or disabled people.
 Economic Development Grants: For public facilities like an access road to a considerable
economic place.
 Community Development Block Grant (Entitlement and Discretionary Grants) (CDBG): To
fund projects that bring advantages to those with lower incomes and are part of more extensive
development projects for example sidewalks and lighting.
 Demonstration: Contributes to transportation and public facilities contained in or next to
redevelopment project locations.

State
 Safe Sidewalks Program: To construct sidewalks along state roads.
 State Motor Vehicle Motor Fuel, Other Highway User Taxes and Fees: To construct, maintain,
or improve roads within the state highway system.
 State General Fund: To construct, maintain, or improve roads within the state highway system and
to pay for bonding.
 Transportation Investment Funds: Funded by a portion set aside from the general fund, it funds
large projects that UDOT and the Transportation Commission have prioritized.
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 Corridor Preservation (Revolving Loan Fund): Funds gained from Car Rental Tax to attain rightof-way for future projects.
 Class B&C Program: To construct, maintain, or improve city or county streets.
 Transit Sales Tax: Used to assist public transit.

Local
 General Obligation Bonds: Contributes to transportation and public facilities.
 Special Improvement Districts: For lasting improvements for city or county roadways and
sidewalks.
 Corridor Preservation Funds (Registration Fee): Legislation allowing vehicle registration to
increase by $10 per vehicle to be used for corridor preservation.
 Tax Increment: Contributes to transportation and public facilities contained in or next to
redevelopment project locations.
 General fund: For repairing and enhancing or even new construction of transportation facilities.
 Transportation Sales Tax:: To be used for corridor preservation, public transit, and highway
upgrading.

Private
 Donations/ User Fee: Private sources should be remembered and sought when transit
improvements will be favorable to them.
 Developer Dedications: For enhancements involving transportation such as preserving right-of-way
and new roads.

7.3.2 Non-Traditional Funding Sources (Bicycle and Pedestrian)
Grant and Foundation Opportunities: Private foundations provide
excellent opportunities for funding specific capital projects or single event
programs. To qualify for these types of funds, the City must have
established a non-profit group acting in its behalf. In general, private
foundations are initially set for specific purposes, e.g. children and youth
needs, promotion of certain professional objectives, educational
opportunities, the arts, and community development. There are four types
of foundations:
Independent Foundations;
Company-Sponsored Foundations;
Operating Foundations; and
Community Foundations.
In general, private foundations prefer to fund programs that are special in
nature such as conferences or children's education events, rather than
programs viewed as city responsibilities such as constructing and maintaining
roadways.
Adopt-A-Trail/Path Programs: Modeled upon the program of highway
maintenance contributions, this program would post signs to indicate which
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individual or group has contributed to the development, installation or
maintenance of a particular bike facility.
Memorial Funds: These programs are advertised as potential donor projects
to be funded via ongoing charitable contributions or funds left to a particular
project through a will. Most memorial projects include the location of a
memorial plaque at a location specific to the improvement or at a scenic vista
point.
Revenue-Producing Operations: As part of the development of a trail or
bike path, plans can specifically include the location of a revenue-producing
operation adjacent to the proposed improvement. For example, bicycle
rental facilities, food and drink establishments, bike storage facilities and
equipment centers, and/or equestrian centers would be appropriate uses.
The ongoing lease revenues from these operations could then be used for
trail/path maintenance.
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