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Memo 
Date: Wednesday, September 17, 2025 

Project: Heber Valley Corridor EIS 

To: HDR 

From: Parametrix 

Subject: DEIS No Action and Action Alternatives Traffic Analysis 

 

Purpose 
This memorandum documents additional traffic analysis conducted for the two Draft 
Environmental Impact Statement (DEIS) action alternatives that passed alternative screening for 
the Heber Valley Corridor EIS. Efforts expand on and refine the analysis and methodologies 
documented in the Alternative Screening Traffic Analysis (March 2025) as a part of this project. 

The alternatives that passed screening are Alternative WB1 Free-Flow and Alternative WB3 
Free-Flow. In this analysis, WB1 Free-Flow is now referred to as Alternative A and WB3 Free-
Flow is now referred to as Alternative B. Additionally, segments of each alternative will be 
referred to according to the naming convention indicated in Figure 1. 

Figure 1. Alternative Segment Naming Convention 
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Roadway Traffic Volumes 
Travel demand volume forecasts were refined for the two action alternatives that passed 
alternative screening to reflect more detailed information developed as action alternatives were 
refined for the DEIS. This includes modifying the SR-113/Western Corridor interchange from a 
diamond interchange design to a Single Point Urban Interchange (SPUI) design. 

The travel demand forecasts were developed using the Summit-Wasatch Travel Demand Model 
(v2.1 2024-03-28), similar to other stages of the project. Details about the development and use 
of the Summit Wasatch travel demand model for No Action analysis and alternative screening 
are available in the Addendum to the Alternative Screening Traffic Analysis (March 14, 2025) 
and the Existing and 2050 No Action Traffic and Safety Analysis Report (March 25, 2025). 

Figure 2 and Figure 3 illustrate the changes in daily traffic volumes on key roadways for 
Existing, 2050 No Action, and 2050 for the two action alternatives. Both action alternatives have 
an effect of reducing 2050 traffic volumes on US-40 between 500 North and US-189 (Heber 
Main Street); by about 7,000 vehicles per day (approximately 17 percent) for Alternative A and 
9,000 vehicles (approximately 21 percent) for Alternative B compared to the 2050 No Action. 
Alternative B, with the North Fields Extension, also results in lower 2050 volumes on North US-
40 (900 North to SR-32) by about 7,500 vehicles per day (approximately 16 percent). Alternative 
A, meanwhile, exhibits an increase in North US-40 volumes compared to No Action. The higher 
speeds and free-flow conditions on North US-40 and the lack of a North Fields Extension 
attracts and concentrates more traffic on North US-40 with Alternative A compared to 
Alternative B. Finally, Alternative B experiences higher volumes on 1300 South and the 
adjacent, one-way local access roads than the No Action volumes on 1300 South alone. This is 
reflective of Alternative B attracting more traffic in general due to the more direct travel path to 
US-40 offered by the North Fields Extension. 
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Figure 2. Existing and 2050 No Action Daily Volumes 

Existing No Action & Change from Existing 

  

Figure 3. 2050 Alternative A and Alternative B Daily Volumes 

Alternative A & Change from No Action Alternative B & Change from No Action 
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Travel Flows 
For 2019 existing conditions, 50 percent of trip paths through downtown Heber are internal to 
Heber Valley, 20 percent of trip paths start or end in Heber Valley, and 30 percent of trip paths 
pass through the Heber Valley. For 2050 No Action conditions, 50 percent of trip paths through 
downtown Heber are internal to Heber Valley, 25 percent of trip paths start or end in Heber 
Valley, and 25 percent of trip paths pass through the Heber Valley. Figure 4 shows the travel 
flows through downtown Heber for 2019 and 2050. 

Figure 4. 2019 and 2050 No Action Travel Flows 
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Mobility Analysis 
With refined traffic volume forecasts from the regional travel demand model, 2050 weekday PM 
peak hour traffic volumes at key intersections were updated for each action alternative. The 
traffic volumes were developed using 2019 weekday PM peak hour traffic volumes and the 
volume changes between the baseline (2019) and 2050 travel demand model results for each 
respective alternative. This methodology is consistent with how PM peak hour traffic volumes 
were developed for 2050 No Action and action alternatives for alternatives screening. 

Traffic operations analyses on Heber Main Street (500 North to US-189) were updated with 
methods consistent with previous steps of the study. Namely, the complexity of operations due 
to closely-spaced signals warranted use of the microsimulation analysis software VISSIM. 
Outside of the immediate Heber Main Street area, traffic operations are less complex. Existing 
signals and locations for future signals have greater spacing and analysis was conducted with 
the traffic analysis software Synchro. 

Performance Measures 
The local mobility screening criteria for Level 1 alternative screening were utilized to analyze the 
DEIS action alternatives. The local mobility measures are: 

1. Intersection Level of Service (LOS) 
2. Regional Mobility Travel Time 
3. Local Mobility Travel Time 
4. Vehicle queue length 
5. Arterial LOS 

INTERSECTION LOS 

Intersection LOS is the measure of the overall operating conditions of an intersection. As 
defined by the Highway Capacity Manual (HCM), intersection LOS is described on an A through 
F scale with LOS A indicating conditions with minimal delay and LOS F indicating intersection 
failure. UDOT seeks to achieve LOS D or better in most settings.  

Consistent with previous analysis steps in the study, intersection LOS for Heber Main Street 
intersections was measured using the node evaluation results for average vehicle delay from 
the VISSIM simulation model. The closely-spaced signals and more complex traffic operations 
were better represented in VISSIM. For other intersections (for example, on US-40 north of 500 
North), LOS was measured using Synchro outputs. Table 1 documents the HCM intersection 
LOS thresholds. 
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Table 1. Intersection LOS Definition 

LOS  
Unsignalized Intersection 
Average Delay (sec/veh)1 

Signalized Intersection 
Average Delay (sec/veh) 

LOS A 0-10 0-10 

LOS B 10-15 10-20 

LOS C 15-25 20-35 

LOS D 25-35 35-55 

LOS E 35-50 55-80 

LOS F >50 >80 

1. Reported for the worst stop or yield-controlled approach 
Source: HCM 7th Edition 
 

REGIONAL MOBILITY TRAVEL TIME 

Regional mobility reflects travel times to traverse the Heber Valley on the action alternative 
corridors and other regional highways: 

1. SR-32 to US-189 at approximately 3000 South (via action alternatives) 
2. SR-32 to US-189 at approximately 3000 South (via Heber Main Street) 
3. SR-32 to US-40 south of US-189 at approximately 1500 S (via action alternatives) 
4. SR-32 to US-40 south of US-189 at approximately 1500 S (via Heber Main Street) 

The first travel time pair was measured between SR-32 and US-189 at approximately 3000 
South (southwest of the point where Western Corridors would tie into US-189). The second 
travel time pair was measured between SR-32 and US-40 at approximately 1500 South (just 
south of where the action alternatives’ 1300 South segments would tie into US-40). 

Travel times were evaluated for 2050 PM peak for northbound and southbound directions. As 
with intersection LOS, travel times on Heber Main Street were measured from the VISSIM 
model. Outside of Heber Main Street, travel times were calculated according to distance and 
assumed roadway speed limit. Delay from signalized intersections was accounted for by totaling 
the applicable movement delay from Synchro intersection analysis.  

The location of assumed signals or interchanges on US-40 between SR-32 and downtown 
Heber City varied according to each alternative. For Alternative A, it was assumed that North 
US-40 would feature only grade-separated interchanges. Just north of 900 North, the 900 North 
segment of Alternative A connects to US-40 via directional ramps. Then, to achieve interchange 
spacing close to, or greater than, one mile, it was assumed the interchanges would be located 
at SR-32, College Way/Potter Lane, and Coyote Canyon Parkway. 

For Alternative B, the North Fields Extension ties into US-40 north of College Way/Potter Lane 
with free-flow directional ramps. Additionally, SR-32 is converted to a grade-separated 
interchange. On North US-40, signals were assumed at College Way/Potter Lane, Commons 
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Boulevard, Coyote Canyon Parkway, and 900 North. The College Way/Potter Lane location was 
assumed instead of University Avenue because of the conflict with the North Fields Extension 
tie-in ramps.  

LOCAL MOBILITY TRAVEL TIME 

The local travel time measure reflects PM peak hour southbound travel times along US-40 
through downtown Heber City. Travel times measurements began at the SR-32/River Road 
intersection and ended at the US-189 intersection. Travel times from SR-32/River Road to US-
189 were measured from VISSIM model outputs except for the effect of future signals on US-40 
between SR-32 and 500 North which were estimated by totaling the southbound vehicle delay 
from Synchro intersection analysis.  

VEHICLE QUEUE LENGTH 

Vehicle queue lengths were computed using the VISSIM microsimulation model for key 
movements in downtown Heber City. As observed for the No Action analysis, long southbound 
queues form due to heavy traffic volumes and resultant congestion in central Heber City and 
extend northward outside of town. Long southbound queues extending past 500 North are an 
indicator of downtown congestion. Likewise, long queues on eastbound SR-113 at Main Street 
are an indicator of congestion since SR-113 is a major contributor to Main Street traffic. Queue 
lengths are reported as the 95th percentile queue. The 95th percentile queue lengths represent 
the queue length that has a five percent probability of being exceeded during the PM peak hour. 

ARTERIAL LOS 

Similar to intersection LOS, arterial LOS is based on an A through F scale with thresholds 
according to the average speed of vehicles compared to the segment’s free-flow speed or the 
posted speed limit. Using segment speeds from VISSIM, arterial LOS was calculated on Heber 
City Main Street using HCM criteria. Arterial LOS was not evaluated for other portions of US-40. 
Due to the higher speeds and greater signal spacing on US-40 outside of Heber Main Street, it 
was determined that travel times would be a more suitable performance metric. Arterial LOS 
was evaluated for the following segments according to the HCM criteria summarized in Table 2: 

1. US-40: From 500 North to 100 North 
2. US-40: From 100 North to Center Street 
3. US-40: From Center Street to 100 South 
4. US-40: From 100 South to 600 South 
5. US-40: From 600 South to US-189 
6. US-40: South of US-189 
7. US-189: Southwest of US-40 
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Table 2. Arterial LOS Definition 

LOS  
Base Free-Flow Speed or Speed Limit 

25 mph 30 mph 35 mph 40 mph 45 mph 50 mph 55 mph 

LOS A >20 >24 >28 >32 >36 >40 >44 

LOS B >17 >20 >23 >27 >30 >34 >37 

LOS C >13 >15 >18 >20 >23 >25 >28 

LOS D >10 >12 >14 >16 >18 >20 >22 

LOS E >8 >9 >11 >12 >14 >15 >17 

LOS F <8 <9 <11 <12 <14 <15 <17 

Source: HCM 7th Edition 
 

Results 
On Heber Main Street, both action alternatives show improvement over 2050 No Action 
conditions. Further detail is discussed below. 

INTERSECTION LOS 

Table 3 summarizes the intersection LOS results. Failing conditions (LOS F) are colored in red 
text. Orange text indicates near failing conditions (LOS E). At-grade intersections that are 
converted into diamond interchange display LOS service values for both ramp intersections. 
Both action alternatives improve failing LOS F intersections to LOS E or better, except at the 
500 North/Main Street intersection which remains LOS F for Alternative A.  

Heber Main Street intersections (500 North to US-189) operate worse in Alternative A than 
Alternative B except at the 600 South and US-189 intersections where operations are similar for 
both alternatives. The difference at 500 North, Center Street, and 100 South is related to macro-
level traffic assignment in the regional travel demand model forecasts. In the travel demand 
model forecasts, there is a greater shift in traffic volumes from Heber Main Street to the Western 
Corridor for Alternative B than Alternative A. This is due to the North Fields extension in 
Alternative B providing a more direct travel path to North US-40 north of College Way and 
Alternative B allowing higher speeds (65 mph) on the North Fields extension compared to 
speeds on the North US-40 segment (55 mph) for Alternative A. Consequently, this results in 
lower traffic volumes on Heber Main Street in Alternative B from the traffic shift to the Western 
Corridor. For Alternative A, the higher flow of traffic from both east and west Heber City onto 
Heber Main Street adds traffic volume to the east/west legs of Heber Main Street intersections 
which results in more complex traffic operations and higher delay. 
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Table 3. Intersection LOS 

LOS / Avg Delay (sec/veh)  Existing No Action Alt A Alt B 

US-40/ SR-32 B / 18 F / >100 C / 30 (NB ramps) 
C / 22 (SB ramps) 

C / 30 (NB ramps) 
C / 20 (SB ramps) 

US-40/ University Ave n/a E / 63 n/a n/a 

US-40/ College Way/Potter Lane D / 32* n/a A / 8 (NB ramps) 
B / 12 (SB ramps) 

B / 15 

US-40/ Commons Blvd B / 14* D / 50 n/a B / 14 

US-40/ Coyote Canyon Pkwy B / 14* E / 57 B / 10 (NB ramps) 
B / 18 (SB ramps) 

B / 18 

US-40/ 900 N n/a D / 51 C / 34 C / 31 

US-40/ 500 N B / 17 F / >100 F / 94 C / 30 

US-40/ Center St C / 24 D / 39 E / 64 D / 52 

US-40/ 100 S C / 30 F / >100 D / 38 C / 34 

US-40/ 600 S B / 18 F / >100 D / 36 D / 38 

US-40/ US-189 C / 29 F / 100 E / 56 E / 57 

Western Corridor/ 900 N n/a n/a n/a B / 12* 

Western Corridor/ SR-113 n/a n/a C / 30 C / 31 

Western Corridor/ US-189 n/a n/a C / 22 B / 14 

300 West/ North 1300 S Local Access Road n/a n/a A / 9 B / 12 

300 West/ South 1300 S Local Access Road n/a n/a B / 10 B / 13 

US-189/ 1300 S Local Access Road  C / 20 C / 21 B / 13 B / 14 

*Unsignalized intersection reports delay and LOS for the worst stop or yield-controlled approach  
 

REGIONAL MOBILITY TRAVEL TIME 

Table 4 summarizes the regional travel time results for alternatives and compares travel times 
for trips on Main Street versus the action alternative corridors for respective alternatives and 
origin/destination pairs. Action alternatives always feature faster travel times than the No Action 
alternative whether the travel time is measured via an action alternative corridor or via Main 
Street. The travel times reductions via Main Street are up to 10 minutes compared to No Action. 
The travel times reductions via the action alternative corridors are up to 17 minutes. The lack of 
signals due to the free-flow configuration and the higher operating speeds allow for faster travel.  

Alternative B features faster travel times via action alternative corridors than Alternative A by 
more than one minute. The more direct path and higher speed limit on the North Fields 
Extension allows for faster regional travel than Alternative A. Alternative B also features faster 
southbound travel times via Main Street than Alternative A by about one and a half minutes due 
to lower traffic volumes in the downtown area. However, northbound travel times via Main Street 
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are slower for Alternative B than Alternative A by about 40 seconds due to the free-flow benefit 
in Alternative A on the section of US-40 north of 900 North. 

Table 4. PM Peak Hour Regional Travel Times Comparison by Route 

Travel Time 
(M:SS) 

Direction Route Existing 
2050 

No Action Alt A Alt B 

SR-32 to US-189 SB via corridor n/a n/a 7:25 6:15 

via Main St 10:55 23:40 15:05 13:25 

NB via corridor n/a n/a 7:25 6:15 

via Main St 10:50 22:00 12:20 12:55 

SR-32 to US-40 SB via corridor n/a n/a 8:10 6:55 

via Main St 9:15 21:50 13:35 11:55 

NB via corridor n/a n/a 8:10 6:55 

via Main St 8:40 18:40 10:15 10:55 

 

LOCAL MOBILITY TRAVEL TIME 

Table 5 summarizes the local travel time results southbound on US-40 between SR-32 and US-
189. Red text indicates travel times that exceeded 12 minutes. Local mobility travel times 
greater than 12 minutes generally correlated with problematic conditions for other local mobility 
measures for respective alternatives, such as failing intersection LOS and unacceptable queue 
lengths. Both action alternatives reduce travel times below 12 minutes and offer substantial 
travel time savings from the No Action in excess of 8 minutes, which is a 50 percent decrease in 
travel time in Alternative B and a 44 percent decrease in Alternative A. 

Table 5. PM Peak Hour Local Travel Time  

 
Existing 

2050 

No Action Alternative A Alternative B 

Travel Time (M:SS) 8:20 20:30 11:50 10:15 

Difference from No Action n/a n/a 8:40 10:15 

 

VEHICLE QUEUE LENGTH 

Table 6 summarizes 95th percentile queue lengths on US-40 in downtown Heber City. Queue 
lengths are reported for the indicated travel direction as measured at the indicated intersection. 
Long southbound queues extending onto North US-40 in the No Action alternative is an 
indicator of downtown congestion. These queues are greatly reduced by both of the action 
alternatives. 
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Southbound Heber Main Street queues are longer for Alternative A than Alternative B due to the 
higher intersection delay on Heber Main Street as discussed in the intersection LOS section 
results. 

Table 6. 95th PM Peak Hour 95th Percentile Queue Lengths  

Queue Length (ft) Existing 
2050 

No Action Alt A Alt B 

Southbound UB-40 at 500 N 375 17,100 3,500 700 

Difference from No Action n/a n/a -13,600 -16,400 

Southbound US-40 at Center St 750 >2,400 2,025 1,900 

Difference from No Action n/a n/a > -375 > -500 

Southbound US-40 at 100 S 375 >400 >400 >400 

Difference from No Action n/a n/a 0 0 

Eastbound 100 S at US-40 125 >2,500 275 200 

Difference from No Action n/a n/a > -2,225 > -2,300 

 

ARTERIAL LOS 

Table 7 summarizes the arterial LOS results. Failing conditions (LOS F) are colored in red text 
and near-failing conditions (LOS E) are colored in orange. It should be noted that LOS F on 
short segments of Heber Main Street and areas with closely-spaced signals is not necessarily a 
cause for concern. Even without congestion, vehicles on short segments have little opportunity 
to accelerate to higher speeds and qualify for a higher arterial LOS. The largest improvement for 
the action alternatives is seen on the southbound section between 500 North and 100 North 
with Alternative B performing slightly better than Alternative A on US-40 between 500 North and 
US-189. 
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Table 7. PM Peak Hour Arterial LOS 

LOS / Avg Speed (mi/hr) 
Existing 

2050 Posted 
Speed 
(mi/hr) No Action Alt A Alt B 

Southbound 

US-40: 500 N to 100 N B / 26 F / 10 D / 17 C / 21 35 

US-40: 100 N to Center St F / 11 F / 9 F / 9 F / 10 35 

US-40: Center St to 100 S F / 11 E / 14 E / 13 E / 14 35 

US-40: 100 S to 600 S B / 24 D / 15 C/ 20 C / 20 35 

US-40: 600 S to US-189 B / 25 C / 22 C / 22 C / 24 35/40 

US-40: S. of US-189 A / 36 A / 36 A / 36 A / 36 40/50 

US-189: SW of US-40 B / 32 C / 26 C / 30 C / 28 35/45 

Northbound 

US-189: SW of US-40 C / 22 E / 14 D / 16 D / 16 35/45 

US-40: S. of US-189 C / 23 E / 14 D / 18 C / 20 40/50 

US-40: US-189 to 600 S A / 30 B / 24 B / 25 B / 26 35/40 

US-40: 600 S to 100 S C / 22 E / 13 C / 18 C / 18 35 

US-40: 100 S to Center St F / 10 E / 12 D / 15 D / 15 35 

US-40: Center St. to 100 N B / 27 B / 25 B / 26 B / 26 35 

US-40: 100 N to 500 N B / 23 B / 26 B / 26 B / 27 35 

 

Access 
The action alternatives would require significant changes to North US-40. Alternative A replaces 
all signalized and unsignalized intersections north of 900 North with grade-separated 
interchanges located at SR-32, College Way/Potter Lane and at Coyote Canyon Parkway. The 
grade-separated interchanges offer a safety benefit by eliminating the high-speed conflict points 
inherent with at-grade intersections. Alternative A requires local access to reroute to the grade-
separated interchanges via frontage roads and the Heber City local street system which 
requires some out-of-direction travel. 

Both action alternatives require modification to agreed upon North US-40 access locations as 
per corridor agreements between UDOT, Wasatch County, and Heber City. The latest corridor 
agreements designate future signalized access on North US-40 at University Avenue, 
Commons Boulevard, and Coyote Canyon Parkway. Alternative A eliminates all signalized 
access and instead provides interchanges at College Way/Potter Lane and Coyote Canyon 
Parkway. The selected interchange locations help to achieve one-mile spacing on North US-40 
for Alternative A. Alternative B shifts signalized access from University Avenue to College 
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Way/Potter Lane due to the North Fields Extension directional ramps connecting to US-40 at 
approximately University Avenue. Copies of the latest corridor agreements are contained in the 
appendix. 

Both action alternatives also change access for the existing 1300 South roadway west of US-
189. For both action alternatives, the 1300 South free-flow ramps that link the Western Corridor 
to US-40 south of Heber Main Street do not directly connect to local roads or US-189. Instead, 
the alternatives provide one-way, local-access roads adjacent to the 1300 South free-flow 
ramps. The local access roads diverge from the free-flow ramps west of Industrial Parkway and 
run parallel to the free-flow ramps to US-189. The local access roads connect to Industrial 
Parkway as two separate right-in/right-out intersections. Industrial Parkway would no longer 
connect across 1300 South. 300 West connects the local access roads beneath the free-flow 
ramps and allows travelers to move between land uses north and south of the free-flow ramps. 
The 300 West connection beneath the free-flow ramps also allows drivers to turn around on the 
local access roads. 

Both action alternatives eliminate the Southfield Road connection to US-189. Southfield Road 
travels through the sewer district fields and serves a sparsely populated area of the Heber 
Valley. Though the Western Corridor in each action alternative replaces the Southfield Road 
connection to US-189, access to the Western Corridor is not as direct for local land uses. 
Travelers would need to connect to the Western Corridor by utilizing existing Heber City roads 
to access the interchange at SR-113 or the 1300 South free-flow ramps via the 1300 South one-
way local access roads. Travelers can also connect to US-189 via existing Wasatch County 
roads to the west of the Western Corridor. 

During the study process, the SR-113 interchange design was refined from a modified diamond 
interchange to a SPUI for both action alternatives. The SPUI design would simplify and 
streamline access. In the previous diamond interchange design, the northbound off-ramp at SR-
113 did not connect directly to SR-113. Instead, the ramp connected to Southfield Road at 
approximately 350 South. There is a significant portion of traffic that makes the movement from 
northbound on the Western Corridor to westbound on SR-113 and this previous configuration 
created out-of-direction travel and introduced an extra left-turn movement for a large group of 
Western Corridor travelers. The SPUI design connects the northbound off-ramp directly to SR-
113 and eliminates the extra left-turn movement. 

Along the Western Corridor, both alternatives provide grade-separated crossings at 1200 South 
and 650 South, which helps preserve connectivity between downtown Heber City and areas to 
the west. Likewise, both alternatives provide a grade-separated crossing beneath 900 North at 
600 West to preserve north/south connectivity to and from the North Fields. Finally, for the North 
Fields Extension in Alternative B, east/west connectivity is again preserved with grade-
separated crossings of the major road alignments. 

Truck Travel Patterns 
Action alternatives can serve as an attractive alternative route for regional truck traffic. As 
shown previously in Table 4, both action alternatives would offer a PM peak hour travel time 
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savings for truck drivers traveling between US-189 and US-40 north of the Heber Valley and for 
trips between north US-40 and south US-40 compared to a trip on Heber Main Street. 

The travel distance on the action alternative corridors is usually longer than a Main Street trip. 
The exception is the travel path between north US-40 and US-189 on the Alternative B 
alignment. The North Fields Extension creates a shorter travel path than staying on Main Street. 

Heavy trucks can enter and exit south Heber City Street via one of two routes: US-40 southeast 
towards the Uinta Basin and US-189 southwest towards Utah Valley. The oil/gas trucks almost 
exclusively use southeast US-40 because that is the route to resource extraction areas in the 
Uinta Basin. However, existing traffic volume data shows US-189 carries more total trucks than 
south US-40. Thus, both action alternatives offer the most advantage to the regional truck travel 
path with the highest volume of trucks.  

In addition to travel time and distance, other physical infrastructure and perception factors can 
influence a truck driver’s route selection. First, both action alternatives offer a route with fewer 
traffic signals interruptions than a Main Street route. Fewer starts and stops at signals can be an 
incentive for a regional truck driver. Second, some drivers may prefer to stay on a straight path 
since navigating turns with a long vehicle is more challenging. While the action alternative paths 
require more turning movements than staying on Main Street, the turn movements are free-flow 
movements served by directional ramps instead of signalized or stop-controlled turns. Third, the 
perception of which route is faster or shorter in length does not always match reality. Finally, 
some truck drivers may be required by their company to take set routes or else route choice 
may be influenced by electronic navigation systems.  

Lastly, an important note to this analysis is that the travel time comparisons are for PM peak 
hours only. Trucks travel on the region’s highways at all hours of the day. Congestion 
diminishes outside of peak hours so there may be less incentive to take a longer distance route 
during other hours of the day.  

Cut-through Traffic 
Though regional travel through the Heber Valley is primarily conducted on state highways US-
189 and US-40, there is potential for drivers to select alternate routes. Three potential 
alternative routes were examined to determine if action alternatives may affect the amount of 
potential regional cut-through traffic using these routes: 

1. SR-113 and River Road through Midway City as an alternative path between US-189 
and US-40 in the southwest and north ends of the valley 

2. Mill Road (1200 East) and Heritage Farms Parkway/900 North as an alternate path to 
Main Street between US-40 in the southeast and north ends of the valley  

3. 3000 South and 3600 South through the town of Daniel as an alternate path between 
US-189 and US-40 in the southwest and southeast ends of the valley 

The first alternate route (SR-113 and River Road) is anticipated to experience a decrease in 
traffic volumes compared to the 2050 No Action because both action alternatives provide a 
faster and more direct path than the SR-113 and River Road route. The decrease is reflected in 



 

DEIS No Action and Action Alternatives Traffic Analysis 
Wednesday, September 17, 2025 15 of 23 

the travel demand model which shows a volume reduction on River Road of approximately 33 
percent for Alternative A and 50 percent for Alternative B compared to 2050 No Action. The 
second alternate route (Mill Road and the Heritage Farms Parkway/900 North) is also expected 
to experience a decrease in traffic volumes compared to 2050 No Action. Though the action 
alternatives do not offer a more direct option than Mill Road to travel between north and south 
ends of US-40, the alternatives reduce congestion on Main Street such that there is expected to 
be a shift in traffic volumes away from Mill Road to Main Street. Travel demand model volumes 
are also slightly lower on Mill Road for the action alternatives compared to 2050 No Action. 

The last alternate route (3000 South and 3600 South) is a more direct route east-west route 
than current path on US-189 and US-40. Both action alternatives provide a longer east-west 
travel path between US-189 and US-40, however the action alternatives offer a free-flow path 
on higher speed roadways. Additionally, the 3000 South and 3600 South path is not conducive 
to cut-through traffic. The narrow roads and narrow intersections in the town of Daniel 
discourage larger freight vehicles, recreational vehicles or vehicles towing trailers. Finally, both 
action alternatives reduce congestion at the US-189/US-40 intersection compared to 2050 No 
Action further incentivizing regional traffic to remain on state highways. These conclusions are 
also supported by the travel demand model which shows that volume projections on 3000 South 
through Daniel are approximately five percent less for the action alternatives compared to 2050 
No Action. 

New High School Signal and SR-113 Corridor Operations 
The Wasatch County School District is constructing a new high school with a planned signalized 
access onto SR-113 approximately 640 feet east of the existing SR-113/Southfield Road 
intersection and 1,200 feet east of the SR-113/Western Corridor SPUI. The access will also 
serve a new Mountainland Technical College facility. Additionally, a new Wasatch County 
Administration Building is planned on the west side of Southfield Road, south of SR-113. 

Questions from local agencies arose about the future operations of the SR-113/Southfield Road 
intersection – whether the intersection should be signalized and how a potential signal would 
operate near the signalized high school access and the SR-113/Western Corridor SPUI. The 
study team gathered AM peak hour traffic forecasts for the high school, Mountainland Technical 
College, and Wasatch County Administration Building from traffic impact studies provided by 
Heber City (Heber High School Traffic Impact Study Addendum [October 2023], Mountainland 
Technical College Traffic Impact Study [May 2024], and Wasatch County Administration 
Building Traffic Impact Study [May 2025]). The study team combined the traffic impact study 
forecasts with 2050 AM traffic forecasts for the SR-113/Western Corridor SPUI and conducted 
traffic operations analysis on the three intersections.  

The study team determined the SR-113/Southfield Road intersection would operate at LOS D 
as an unsignalized intersection for 2050 AM peak hour conditions if a separate left-turn lane is 
added for the northbound approach. The assumption of a future northbound left-turn lane is 
consistent with the assumptions in the traffic studies. Given the close spacing of the three 
intersections, the study team recommends not signalizing the SR-113/Southfield Road 
intersection, which is consistent with UDOT Access Management standards (Rule 930-6) for 



 

DEIS No Action and Action Alternatives Traffic Analysis 
Wednesday, September 17, 2025 16 of 23 

signal spacing on SR-113 (1,320 feet minimum spacing), and consistent with the high school 
and Mountainland Technical College traffic impact studies which recommend keeping the 
intersection stop-controlled as drivers would learn to reroute if excessive delays are 
experienced.  

After the Heber Valley Corridor is built, the movement from northbound Southfield Road to the 
northbound on-ramp onto Heber Valley Corridor will need to be prohibited with a raised median 
to prevent vehicles from crossing multiple through lanes of traffic on SR-113. Northbound to 
westbound movements would still be allowed. Additionally, if traffic issues arise at the 
intersection before 2050, converting the intersection to three-quarter access or right-in/right-out 
access may need to be considered. 

Vehicle Miles Traveled 
The regional travel demand model was used to compare total vehicle miles traveled (VMT) for 
existing conditions, 2050 No Action, and the five action alternatives. Weekday VMT was totaled 
for all roadways represented in the travel demand model within the project environmental 
analysis area. Table 8 summarizes the results. VMT increases about 125 percent from existing 
to 2050 No Action. Action alternatives all have higher VMT than 2050 No Action but the 
increase is less than seven percent. Alternative A has slightly higher VMT than Alternative B. 

Table 8. Vehicle Miles Traveled 

 
Vehicle Miles 

Traveled per Day 

Existing (2019) 276,000 

2050 No Action 623,000 

Alternative A 665,000 

Alternative B 660,000 
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APPENDIX A – Alternative PM Peak Hour Turning Movement 
Volumes 
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Figure 5. No Action 2050 PM Peak Hour Intersection Volume 
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Figure 6. Alternative A PM Peak Hour Intersection Volume - 1 
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Figure 7. Alternative A 2050 PM Peak Hour Intersection Volume - 2 
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Figure 8. Alternative B 2050 PM Peak Hour Intersection Volume - 1 
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Figure 9. Alternative B 2050 PM Peak Hour Intersection Volume - 2 
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APPENDIX B – US-40 Corridor Agreements 
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