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SUMMARY OF GROWTH AREAS

The Town of Oakville is developing a vision for the future through the planning process for its new
Official Plan – Livable Oakville. The plan is being developed to meet the needs of the provincial
Growth Plan for the Greater Golden Horseshoe Area, and the requirements for growth within the
Town.
The development of the new Official Plan is directed by guiding principles. The principles are
consistent with themes expressed in the Growth Plan. Themes include direction related to
transportation policy, including:
 “Directing growth to identified locations where higher density, transit and pedestrian oriented
development can be accommodated”.
 “Providing choice for mobility by linking people and places with a sustainable transportation
network consisting of roads, transit, walking and cycling trails”.
The Plan is also being developed within the context of the Town Mission Statement:
To enhance the Town’s natural, cultural, social and economic environments
ensuring environmental sustainability, cultural vibrancy, economic prosperity
and social well being are incorporated into growth and development
decisions.
The Oakville Official Plan is being updated to address the direction and requirements of the Growth
Plan. The Livable Oakville initiative provides for intensification in Bronte Village, Kerr Village, Midtown
Oakville and the Uptown Core.
 Bronte Village is situated in southwest Oakville on the shore of Lake Ontario extending to north of
Lakeshore Road between Bronte Road and Third Line. The revitalization plan was initiated to
increase the vibrancy of the local commercial area.
 Kerr Village is an established downtown area in south central Oakville. It extends along Kerr
Street from the CN Rail Line to Lakeshore Road with a main street of commercial uses, a wide
range of housing types, and many community and institutional services. The goal is to revitalize
Kerr Village to create a vibrant business district and cultural area.
 Midtown is located in between three residential communities: Iroquois Ridge South and College
Park to the north and Old Oakville to the south and west. These neighbourhoods are
characterized by medium to low density single-family homes. It is a Town goal that the Midtown
will become a diverse and attractive new centre for the Town of Oakville.
 Oakville’s Uptown Core area is bounded by Trafalgar Road on the east Sixth line in the west
Glenashton Drive in the south and Dundas Street to the north. The Uptown Core development
framework is a regional centre with emphasis on commercial development (both retail and office)
and a strong civic and public presence (government, institutional, cultural, recreational and public
open space uses).
The location of the four growth areas is illustrated in Exhibit 1.
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BASIS FOR GROWTH AREA REVIEWS

2.1.1 Transportation Principles
The Livable Oakville plan was developed within the context of previous studies and Town policy.
The current Official Plan includes policies that:
 Promote a more sustainable transportation system and good planning principles.
 Meet forecasted travel demands at acceptable levels of service.
 Reflect goals for transportation demand management and the provision of alternative modes of
travel, and recognizes changing and emerging technologies in transportation.
 Promote strong local transit.
The Transportation Master Plan re-affirms one of Oakville’s Infrastructure Management corporate
Goals “To build quality infrastructure that parallels growth, while maintaining and renewing the
existing infrastructure.” The plan goals are “To provide a safe, reliable, convenient and efficient public
transit service within the urban service area,” and provide transit that “meets the commuting needs of
the residents of Oakville, while providing traffic relief to the road infrastructure and reducing the
impact of automobile exhaust emissions on the environment.”
Livable Oakville is also developed within the context of the policies of the Metrolinx Regional
Transportation Plan. The Big Move calls for a multi-modal transportation system that:
 Takes into account all modes of transportation.
 Makes use of intelligent transportation systems.
 Promotes the integration of local transit systems with each other and with GO Transit.
 Works toward easing congestion and commute times, and reducing transportation-related
emissions of smog precursors and greenhouse gases.
 Promotes transit-supportive development and the viability and optimization of transit
infrastructure.
2.1.2 Transportation Trends
While transit and active transportation are objectives of Livable Oakville, auto travel remains the
dominant method of commuting. Trends of transit travel, walking and cycling has shown little to no
change between 2001 and. 2006.
However opportunities for encouraging non-auto travel exist as follows:
 A large percentage of trips are short distances, less than 10 km. Walking and cycling represent
22% of trips less than 1 km and 4% of trips 1-5 km.
 The majority of school trips and other purpose trips (shopping, recreation, visiting) are less than
10 km in length, manageable by transit or active transportation.
 The percentage of AM peak period trips from Oakville that remain within Oakville (57%) is
substantial. Other key destinations include the City of Mississauga 16% of trips and downtown
Toronto 10%. AM auto trips to Oakville include a large percentage originating from the City of
Burlington. There is currently limited travel from Burlington to Oakville on transit, and future
service should consider opportunities for cross-boundary transit on major corridors.
 The high percent of trips from Oakville remaining in Oakville is consistent with the short trip
length. There are opportunities to reduce travel by encouraging development that results in
shorter trips that can be made by non-auto modes. The intensification areas have the potential for
higher levels of self containment, and the design and provision of infrastructure should reflect this
opportunity.
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2.1.3 Competing Transportation Issues
A guiding principle of Livable Oakville and growth area studies is to ensure that Oakville develops into
a complete community that includes a transportation system that connects Oakville to the broader
region and accommodates the automobile, but also promotes the use of other modes of travel
including transit, cycling and walking. Future population and employment growth will be directed to
the four growth areas where high density, transit and pedestrian oriented development can be
accommodated.
There are two competing objectives; both contribute to environmental sustainability:
1. Maintain desirable traffic levels of service in order to minimize congestion related vehicle
emissions and fuel consumption.
2. Develop the Town with intensification areas that promote alternate modes of travel (transit,
walking and cycling) to discourage auto use (and reduce vehicle emissions and fuel consumption)
and to provide a more livable and active community.
The application of current transportation level-of-service standards and thresholds may influence the
infrastructure required and ability to meet growth area targets in intensification areas. This may affect
the rate of development or achievable densities of the four identified growth areas: Midtown Oakville,
Kerr Village, Bronte Village and Uptown Core. However, both level of service objectives and
intensification objectives are consistent with the Town vision and worthy for the Town to strive to
achieve. A focus on transit solutions can help off-set road capacity constraints.
2.1.4 Creating an Active Community
Livable Oakville recognizes walking and cycling as alternate modes of transportation that can improve
mobility and quality of life. Improved pedestrian and cycling infrastructure can serve as a travel
demand management tool to reduce auto travel, particularly for short distance community based trips.
The Final Town of Oakville Active Transportation Master Plan (September 2009) provides direction
on design standards and recommended walking and cycling routes within the growth areas and
throughout the Town.
2.1.5 Transit Priority Options
For particular movements traffic solutions to congestion may not be feasible or feasible concurrent
with development. Congested traffic conditions can adversely affect transit operations. Transit priority
may be required to limit the effects of congestion on transit travel times and reliability, which are levelof-service measures that affect transit attractiveness and ridership. In these instances transit priority
may be required in order to maintain transit as a desirable mode.
Options include:
 HOV (High Occupancy Vehicle) lanes dedicated to buses and carpoolers.
 RBL (Reserved Bus Lanes) which represents a conversion of HOV to RBL lanes only, excluding
carpoolers.
 BRT (Bus Rapid Transit) which represents an enhanced form of RBL employing transit signal
priorities along the length of a corridor with RBL’s.
 Bus queue-jump lanes at critical isolated intersections.
 Transit signal priority at critical isolated intersections.
 District shuttle services
Exhibit 2 below shows an example of a queue jump lane.
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Exhibit 2: Queue Jump Example
Shuttle Service is focused services for residents targeted to specific destinations. Oakville can
develop shuttle services as part of the growth area transportation system or links to GO Transit or
Bus Rapid Transit Terminals. This could be made a condition of development approval perhaps with
concessions to the developer such as reduced parking requirements. Example shuttle services
include the Mississauga City Centre Shuttle, Mississauga GO Station shuttles and the Palace Pier
condominium at Lake Shore Boulevard West in west Toronto.
2.1.6 Parking Policies
It is appropriate to establish a parking supply that meets the expected demand, but does not
encourage auto use. Low auto usage is desirable where alternative modes of travel are convenient.
This is the intent within the growth areas. The parking supply should also have regard for the
implications of demand exceeding supply on occasion.
Parking strategies have been implemented in intensification areas by other jurisdictions as a travel
demand management measure. While a number of planned urban nodes have implemented reduced
parking requirements, it is recommended that the Town of Oakville develop its policies based on the
experiences with existing nodes and the effectiveness of parking as a demand management initiative.
Table 2-1 summarizes the parking policies of other jurisdictions with established intensification areas.
Parking policies that encourage non-auto use can include bicycle parking requirements and reduced
parking supply in recognition of car share programs.
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Table 2-1: Parking By-law Comparison
Land Use

Proposed NEW City of Toronto

Halton Region

Old Metro Toronto

Town of Oakville

TORONTO (Downtown)

North York

By Law #1984-63

By-Law #438-86

By-Law #7265

Current Bylaws

Current Bylaws

Downtown Core

Downtown & Central
Waterfront

Centres/Avenues On
Subway

City of Ottawa

Avenues Well Served by
Surface Transit

Rest of City

Downtown Ottawa

Urban-Greenbelt Area

By-Law #2008-250

By-Law #2008-250

1 per dwelling unit
0.5 per dwelling unit

1 per dwelling unit
1 per dwelling unit

0.5 per dwelling unit

1 per dwelling unit

1 space per __ m 2 GFA
Proposed

Proposed

Proposed

Proposed

Proposed

RESIDENTIAL
HOMES
Single Family
Semi-detached

Duplex Triplex, double
duplex

2 per unit
2 per unit

2 spaces per dwelling unit
2 spaces per dwelling unit
1.75 TOTAL: 1.5 residents, 0.25
visitors
TRIPLEX: 1.5 spaces per dwelling
unit

DUPLEX: 2 per unit

DOUBLE DUPLEX: 2 spaces per
dwelling unit
Street townhouse
APARTMENTS

2 per unit
West of Rideau Canal: None
East of Rideau Canal: 0.25 per dwelling
unit

1.25 Total per unit; 1 for
residents; 0.25 for visitors
Bachelor

1.5 per unit

Minimum: 0.3 spaces per
Minimum: 0.3 spaces per
Minimum: 0.5 spaces per
Minimum: 0.65 spaces per
unit (0.2 for resident, 0.1 for unit (0.2 for resident, 0.1 for unit (0.4 for resident, 0.1 for unit (0.5 for resident, 0.15 for
Minimum: 1.00 spaces per
visitors)
visitors)
visitors)
visitors)
unit (0.8 for resident, 0.2 for VISITOR REQUIREMENT: None for first
visitors)
12 units, after 12 units: 0.1 per dwelling
Maximum: 0.7 spaces per Maximum: 0.90 spaces per
Maximum: 0.4 spaces per
Maximum: 0.4 spaces per
unit (only east of Rideau Canal)
unit (0.3 for resident, 0.1 for unit (0.3 for resident, 0.1 for unit (0.6 for resident, 0.1 for unit (0.75 for resident, 0.15
visitors)
visitors)
visitors)
for visitors)
MAXIMUM (if within 600m of RT
Station):: 1.5 per dwelling unit

Building with less than 25 units: 1
space per 102 sq m of residential
gross floor area ; plus 1 space per
4 units (visitors)

Within 600m of Rapid Transit Station: 0.5
per dwelling unit
Otherwise: 1.2 per dwelling unit
VISITOR REQUIREMENT: 0.2 per
dwelling unit
MAXIMUM (if within 600m of RT
Station):: 1.75 per dwelling unit

West of Rideau Canal: None
East of Rideau Canal: 0.25 per dwelling
Minimum: 0.5 spaces per
Minimum: 0.5 spaces per
Minimum: 0.6 spaces per
Minimum: 0.75 spaces per
unit
unit (0.4 for resident, 0.1 for unit (0.4 for resident, 0.1 for unit (0.5 for resident, 0.1 for unit (0.6 for resident, 0.15 for
Minimum: 1.10 spaces per
visitors)
visitors)
visitors)
visitors)
unit (0.9 for resident, 0.2 for VISITOR REQUIREMENT: None for first
visitors)
12 units, after 12 units: 0.1 per dwelling
Maximum: 0.7 spaces per
Maximum: 0.7 spaces per Maximum: 0.85 spaces per Maximum:1.05 spaces per
unit (only east of Rideau Canal)
unit (0.6 for resident, 0.1 for unit (0.6 for resident, 0.1 for unit (0.75 for resident, 0.1 for unit (0.9 for resident, 0.15 for
visitors)
visitors)
visitors)
visitors)
MAXIMUM (if within 600m of RT
Station):: 1.5 per dwelling unit

1.25 Total per unit; 1 for
residents; 0.25 for visitors
1-bedroom

1.5 per unit

Building with less than 25 units: 1
space per 102 sq m of residential
gross floor area ; plus 1 space per
4 units (visitors)

Within 600m of Rapid Transit Station: 0.5
per dwelling unit
Otherwise: 1.2 per dwelling unit
VISITOR REQUIREMENT: 0.2 per
dwelling unit
MAXIMUM (if within 600m of RT
Station):: 1.75 per dwelling unit

West of Rideau Canal: None
East of Rideau Canal: 0.25 per dwelling
Minimum: 0.6 spaces per
Minimum: 0.7 spaces per
Minimum: 0.8 spaces per
Minimum: 0.85 spaces per
unit
unit (0.5 for resident, 0.1 for unit (0.6 for resident, 0.1 for unit (0.7 for resident, 0.1 for unit (0.7 for resident, 0.15 for
Minimum: 1.20 spaces per
visitors)
visitors)
visitors)
visitors)
unit (1.0 for resident, 0.2 for VISITOR REQUIREMENT: None for first
visitors)
12 units, after 12 units: 0.1 per dwelling
Maximum: 0.85 spaces per Maximum: 1.00 spaces per Maximum: 1.15 spaces per Maximum: 1.20 spaces per
unit (only east of Rideau Canal)
unit (0.75 for resident, 0.1 for unit (0.9 for resident, 0.1 for unit (1.05 for resident, 0.1 for unit (1.05 for resident, 0.15
visitors)
visitors)
visitors)
for visitors)
MAXIMUM (if within 600m of RT
Station):: 1.5 per dwelling unit

1.25 Total per unit; 1 for
residents; 0.25 for visitors
2-bedroom

1.5 per unit

Building with less than 25 units: 1
space per 102 sq m of residential
gross floor area ; plus 1 space per
4 units (visitors)

Within 600m of Rapid Transit Station: 0.5
per dwelling unit
Otherwise: 1.2 per dwelling unit
VISITOR REQUIREMENT: 0.2 per
dwelling unit
MAXIMUM (if within 600m of RT
Station):: 1.75 per dwelling unit

West of Rideau Canal: None
East of Rideau Canal: 0.25 per dwelling
unit

1.25 Total per unit; 1 for
residents; 0.25 for visitors
3-bedroom

1.5 per unit

Minimum: 0.8 spaces per
Minimum: 0.9 spaces per
Minimum: 0.9 spaces per
Minimum: 1.05 spaces per
unit (0.7 for resident, 0.1 for unit (0.8 for resident, 0.1 for unit (0.8 for resident, 0.1 for unit (0.9 for resident, 0.15 for
Minimum: 1.40 spaces per
visitors)
visitors)
visitors)
visitors)
unit (1.2 for resident, 0.2 for VISITOR REQUIREMENT: None for first
visitors)
12 units, after 12 units: 0.1 per dwelling
Maximum: 1.15 spaces per Maximum: 1.30 spaces per Maximum: 1.30 spaces per Maximum: 1.5 spaces per
unit (only east of Rideau Canal)
unit (1.05 for resident, 0.1 for unit (1.20 for resident, 0.1 for unit (1.20 for resident, 0.1 for unit (1.35 for resident, 0.15
visitors)
visitors)
visitors)
for visitors)
MAXIMUM (if within 600m of RT
Station):: 1.5 per dwelling unit

Building with less than 25 units: 1
space per 102 sq m of residential
gross floor area ; plus 1 space per
4 units (visitors)

0.75 per dwelling unit
VISITOR REQUIREMENT: None for first
12 units, after 12 units: 0.1 per dwelling
unit

Block Townhouse - 30
units per acre

MAXIMUM (if within 600m of RT Station):
1.5 per dwelling unit

0.75 per dwelling unit
VISITOR REQUIREMENT: None for first
12 units, after 12 units: 0.1 per dwelling
unit

Multiple Family - 15 units
per acre

MAXIMUM (if within 600m of RT
Station):: 1.5 per dwelling unit

Within 600m of Rapid Transit Station: 0.5
per dwelling unit
Otherwise: 1.2 per dwelling unit
VISITOR REQUIREMENT: 0.2 per
dwelling unit
MAXIMUM (if within 600m of RT
Station):: 1.75 per dwelling unit
Within 600m of Rapid Transit Station:
0.75 per dwelling unit
Otherwise: 1.0 per dwelling unit
VISITOR REQUIREMENT: 0.2 per
dwelling unit
MAXIMUM (if within 600m of RT
Station):: 1.75 per dwelling unit
Within 600m of Rapid Transit Station:
0.75 per dwelling unit
Otherwise: 1.0 per dwelling unit
VISITOR REQUIREMENT: 0.2 per
dwelling unit
MAXIMUM (if within 600m of RT
Station):: 1.75 per dwelling unit

0.07 per bachelor dwelling unit
(0.02 for visitors); 0.12 per onebedroom dwelling unit (0.02 for
visitors)

senior citizen
CONDOMINIUMS
Condominium Apartments

2.00 per unit: 21.75 per unit for
residents; 0.25 per unit for visitors
Minimum: 0.4 spaces per
Minimum: 0.4 spaces per
Minimum: 0.7 spaces per
Minimum: 0.85 spaces per
unit (0.3 for resident, 0.1 for unit (0.3 for resident, 0.1 for unit (0.6 for resident, 0.1 for unit (0.7 for resident, 0.15 for
visitors)
visitors)
visitors)
visitors)

Bachelor

Maximum: 0.55 spaces per Maximum: 0.55 spaces per Maximum: 1.00 spaces per Maximum: 1.20 spaces per
unit (0.45 for resident, 0.1 for unit (0.45 for resident, 0.1 for unit (0.90 for resident, 0.1 for unit (1.05 for resident, 0.15
visitors)
visitors)
visitors)
for visitors)
Minimum: 0.6 spaces per
Minimum: 0.6 spaces per
Minimum: 0.8 spaces per
Minimum: 0.95 spaces per
unit (0.5 for resident, 0.1 for unit (0.5 for resident, 0.1 for unit (0.7 for resident, 0.1 for unit (0.8 for resident, 0.15 for
visitors)
visitors)
visitors)
visitors)

1 Bedroom

Maximum: 0.85 spaces per Maximum: 0.85 spaces per Maximum: 1.15 spaces per Maximum: 1.35 spaces per
unit (0.75 for resident, 0.1 for unit (0.75 for resident, 0.1 for unit (1.05 for resident, 0.1 for unit (1.2 for resident, 0.15 for
visitors)
visitors)
visitors)
visitors)
Minimum: 0.9 spaces per
Minimum: 1.0 spaces per
Minimum: 1.05 spaces per
Minimum: 0.8 spaces per
unit (0.7 for resident, 0.1 for unit (0.8 for resident, 0.1 for unit (0.9 for resident, 0.1 for unit (0.9 for resident, 0.15 for
visitors)
visitors)
visitors)
visitors)

2 Bedroom

Maximum: 1.25 spaces per Maximum: 1.30 spaces per Maximum: 1.45 spaces per Maximum: 1.50 spaces per
unit (1.15 for resident, 0.1 for unit (1.20 for resident, 0.1 for unit (1.35 for resident, 0.1 for unit (1.35 for resident, 0.15
visitors)
visitors)
visitors)
for visitors)
Minimum: 1.1 spaces per
Minimum: 1.25 spaces per
Minimum: 1.0 spaces per
If parking is provided with
unit (0.9 for resident, 0.1 for unit (1.0 for resident, 0.1 for
unit (1.1 for resident, 0.15 for
dwelling unit: 2.0 spaces per
visitors)
visitors)
visitors)
unit

3+ Bedroom

Condominium
Townhouses

Maximum: 1.45 spaces per Maximum: 1.60 spaces per
Maximum: 1.80 spaces per
If parking has a consolidated
unit (1.35 for resident, 0.1 for unit (1.50 for resident, 0.1 for
unit (1.65 for resident, 0.15
central location: 1.5 spaces
visitors)
visitors)
for visitors)
per unit

Minimum: 1 space per unit
(0.8 for resident, 0.2 for
visitors)

Minimum: 1.1 spaces per
unit (0.9 for resident, 0.2 for
visitors)

Minimum: 1.2 spaces per
unit (1 for resident, 0.2 for
visitors)

Minimum: 1.4 spaces per
unit (1.2 for resident, 0.2 for
visitors)

If parking is provided with
If parking is provided with
If parking is provided with
If parking is provided with
If parking is provided with
dwelling unit: 2.0 spaces per dwelling unit: 2.0 spaces per dwelling unit: 2.0 spaces per dwelling unit: 2.0 spaces per dwelling unit: 2.0 spaces per
unit
unit
unit
unit
unit

2.25 per unit: 2.00 per unit for
residents; 0.25 per unit for visitors

If parking has a consolidated If parking has a consolidated If parking has a consolidated If parking has a consolidated If parking has a consolidated
central location: 1.5 spaces central location: 1.5 spaces central location: 1.5 spaces central location: 1.5 spaces central location: 1.5 spaces
per unit
per unit
per unit
per unit
per unit

RENTAL TOWNHOUSES WITHOUT PRIVATE DRIVEWAY
2-bedroom townhouse
1.5 per unit
3-bedroom townhouse
1.5 per unit
4-bedroom townhouse
1.5 per unit

COMMERCIAL

Shopping Centre GLA <
2000 m2

If C1: between 1 space per 22m2
GLA and 28m2 GLA; If C2: 1
space per 18m2 GLA and 28m2
GLA;

133.3
28.0

MAXIMUM (if within 600m of RT Station):
100

Within 600m of Rapid Transit Station:
29.4
Otherwise: 27.8
MAXIMUM (if within 600m of RT Station):
25

28
Shopping Centre GLA >
2000 m2

If C1: between 1 space per 22m2
GLA and 28m2 GLA; If C2: 1
space per 18m2 GLA and 28m2
GLA;

Supermarket

If C1: between 1 space per 22m2
GLA and 28m2 GLA; If C2: 1
space per 18m2 GLA and 28m2
GLA; If C3 28 m2 GLA

Dining Room Restaurant

If there is Office Space < 2300 m2
GFA: 1 space per 20 m2 GFA; for
shopping centres with more than
2300 m2 of office space use
appropriate requirements

Minimum: 100
Maximum: 20

1 space per 4.6 m2 public use
GFA, OR 1 space per 9.3 m2
total GFA, whichever is greater

Fast Food Restaurant with
drive-through facility

Standard Restaurant

Minimum: 100
Maximum: 22.2

Minimum: 100
Maximum: 22.2

Minimum: 100
Maximum: 22.2

40.0

29.4
MAXIMUM (if within 600m of RT Station):
100
MAXIMUM (if within 600m of RT Station):
25

4.7 m2 of GFA excluding kitchen,
corridors, storage area and
washrooms
4.7 m2 of GFA excluding kitchen,
corridors, storage area and
washrooms
4.7 m2 of GFA excluding kitchen,
corridors, storage area and
washrooms
4.7 m2 of GFA excluding kitchen,
corridors, storage area and
washrooms

Drive-In Restaurant

Fast Food Restaurant

Minimum: 100
Maximum: 22.2

1 space per 4.6 m2 public use
GFA, OR 1 space per 9.3 m2
total GFA, whichever is greater
1 space per 4.6 m2 public use
GFA, OR 1 space per 9.3 m2
total GFA, whichever is greater
1 space per 4.6 m2 public use
GFA, OR 1 space per 9.3 m2
total GFA, whichever is greater

4.7 m2 of GFA excluding kitchen,
corridors, storage area and
washrooms

10.0

10.0

10.0

Maximum: 28.5

Maximum: 28.5

Maximum: 25

Maximum: 20

GFA<150 : 0
150< GFA <500 : 33.3
GFA > 500 : 20

10.0

Above are Minimums
Take-out Restaurant

1 space per 4.6 m2 public use
GFA

Minimum: 100
Maximum: 25

4.7 m2 of GFA excluding kitchen,
corridors, storage area and
washrooms

20.0

133.33
General Office

1 space per 28 m2 GLA

Minimum: 300
Maximum: 135

48.0

Minimum: 250
Maximum: 125

Minimum: 250
Maximum: 125

Minimum: 100
Maximum: 71.4

Minimum: 100
Maximum: 50

Minimum: 66.67

MAXIMUM (if within 600m of RT Station):
100

Within 600 m of rapid transit station:
43.5
Otherwise: 41.7
MAXIMUM (if within 600m of RT Station):
37
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3.

GROWTH AREA PLAN REVIEWS

3.1

Midtown Core

3.1.1 Review of Transportation Studies
The March 2007 Oakville Transportation Master Plan (TMP) identifies conditions and recommends
improvements that affect the Midtown Core intensification area. The TMP identified a new crossing of
the QEW (Iroquois Shore Road Extension to connect with Royal Windsor Drive) as a key component
of the development of the Midtown Core. The study states that:
“The Mid-Town crossing needs to be constructed as a four-lane road along its entirety.
As a four-lane Multi-purpose Arterial road, the Mid-Town crossing will provide sufficient
reserve capacity to “off-load” the heavily traveled Trafalgar Road section over the QEW.”
The TMP study identified the need for a number of other improvements including:
 The planned widening of the QEW to 8 lanes.
 The widening of Trafalgar Road from Iroquois Shore to Upper Middle Road to 6 lanes.
 The widening of Cornwall Road east of Chartwell Road to Morrison Road and east of Maple
Grove Drive and a connection easterly from Ford Drive to Winston Churchill Boulevard.
The Kerr Village Transportation Assessment recommended a number of road improvements in the
Midtown area including the widening of Speers Road – Cornwall Road to 6 lanes from Kerr Street to
east of Cross Avenue and improvements to Cornwall Road and Cross Avenue intersection (i.e. to
Trafalgar Road) and improvements to Cornwall Road and Cross Avenue intersection.
3.1.2 Transportation Constraints
Midtown’s growth potential is compromised by a number of distinct barriers. The QEW and rail
corridor isolate the Midtown Core and present challenges for access to the district. The Midtown area
has poor internal road circulation and lack of adequate pedestrian connections to and within the area.
Current traffic operations reflect congested conditions for a number of intersections within the
Midtown Core. Midtown Oakville Business and Development Plan Transportation System – Technical
Appendix, 2008, indicates that the Trafalgar Road / Iroquois Shore Road, Trafalgar Road / Cross
Avenue-South Service Road, Trafalgar Road / QEW South Ramp, Cross Avenue / Speers Road and
Trafalgar Road / Cornwall Road intersections currently experience peak hour demand that has
reached capacity. V/C ratios have reached or exceeded 1.0.
The development concept includes 5,870 residential units, 2.1 million square feet (sf) of office /
commercial space, a relocated Town Hall of 490,000 sf, 265,000 sf of retail space, a post secondary
school campus, a recreational centre and an arena. This level of development will generate
substantial travel demand, estimated in the Midtown Transportation Report as over 5,200 AM and
6,800 PM peak hour vehicle trips.
The Midtown Transportation Report indicates that the Trafalgar Road / Iroquois Shore Road,
Trafalgar Road / Cross Avenue-South Service Road, Trafalgar Road / QEW South Ramp, Cross
Avenue / Speers Road and Trafalgar Road / Cornwall Road intersections will experience peak hour
demand in excess of capacity (i.e. V/C greater than 1.0). The analysis was based on planned
improvements on Cross Avenue (an additional east-west through lane at Trafalgar Road) and at the
QEW ramp terminals (eastbound off-ramp connection to Davis Street).
Anticipated traffic constraints, with planned improvements, are illustrated in Exhibit 3 and Exhibit 4.
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
during the morning (AM) peak period
Movements subjected to v/c > 1.00
during the AM peak period
Signalized Intersection

Not to Scale

December 2009

Exhibit 3
Midtown Constraints Map (2021 AM Peak Period)
iTRANS

*Based on Report: Midtown Transportation Report - May 2008 - DRAFT-05-01-08-Dillon-Technical-Appendix
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
during the afternoon (PM) peak period
Movements subjected to v/c ≥ 1.00
during the PM peak period
Signalized Intersection

Not to Scale

December 2009

Exhibit 4
Midtown Constraints Map (2021 PM Peak Period)
iTRANS

*Based on Report: Midtown Transportation Report - May 2008 - DRAFT-05-01-08-Dillon-Technical-Appendix
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3.1.3 Road Network Opportunities
Vehicular access to the Midtown Core is supported by its location adjacent to the QEW as well as its
connection to Trafalgar Road and Cornwall Road, important municipal arterial thoroughfares.
The Midtown Business and development plan includes a new street grid that will be created in
Midtown to improve the connections to and the circulation within the district. This grid will support the
movement of local buses, vehicles and improve pedestrian access to transit. These connections will
support the built form and public realm elements of the plan. The major road infrastructure
improvements include:
 Extending Cross Avenue from its current terminus to east of Chartwell Road to create a main
street.
 Realigning Davis Road and introducing a crossing of Trafalgar Road south of the QEW.
 Mid-block Crossing Traffic Bridge over the QEW to relieve Trafalgar Road bridge congestion.
 Grade-separated rail crossing at Chartwell Road to improve Midtown access from Cornwall Road.
 New full moves interchange at QEW and Royal Windsor Drive – Iroquois Shore Road Extension.
The Midtown Transportation System Plan has estimated that the QEW / Royal Windsor Drive –
Iroquois Shore Road Extension interchange will divert approximately 1000 vehicles per hour in the
peak direction from the Trafalgar Road interchange. For the mid-block crossing of the QEW (east of
Trafalgar Road), it has been estimated that approximately 550 to 650 vehicles would be attracted in
the peak hour peak direction (equivalent to a single lane per direction).
3.1.4 Transit Opportunities
Public transit access to Midtown includes the GO Train, GO buses and Town of Oakville transit, all of
which will be receiving significant upgrading. The vision for the Midtown Core is to have it become a
transit oriented community with high levels of public transit and pedestrian accessibility. Regional
Transit Service has been identified through the Metrolinx Regional Transportation Plan, the Region of
Halton Transportation Master Plan, on-going GO Transit initiatives and the Oakville TMP. The
Midtown Transportation System Report identifies new opportunities for implementing the Trafalgar
Road high order (busway) transit. These and other transit opportunities are noted below:
 Dedicated BRT Bridge over the QEW east of the Trafalgar Road crossing for fast transit
connections and links to the Oakville GO Station.
 Construction of a third ‘dedicated’ GO Rail track on the Lakeshore line.
 GO Station ‘Kiss and Ride’ drop off east of Trafalgar Road and south of the CN Rail line.
 The Highway 403 (QEW) Transitway.
 Transit priority along road sections or at critical intersections on Speers Road, Cornwall Road,
Cross Avenue and on Trafalgar Road.

3.1.5 Recommend Demand Management and Parking Policies
The vision for Midtown is a transit centre that is more than a train platform surrounded by surface
parking. Complementary land uses are proposed, which incorporate a broader objective of creating
Midtown into transit centre with both seamless connections between multiple types of transportation
and a diverse, active, intense sense of place.
The Oakville TMP has identified specific active transportation crossings:
 Pedestrian linkage over the QEW to for easy and safe access for pedestrians and bicycles.
 Pedestrian linkage from Cornwall Road grade separated from railway to provide safe and easy
access for pedestrians and bicycles.
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The Final Active Transportation Master Plan (September 2009) recommends on-road bicycle lanes
on Trafalgar Road through the QEW interchange and CN Rail grade separation and Cross Avenue;
signed bicycle routes on Cornwall Road – Speers Road, Maple Avenue, MacDonald Road and Allan
Street. The Active Transportation strategy will identify the number and location of safe cycling parking
and the requirements for bicycle parking for new and existing developments, which should be
explicitly incorporated into the parking by-law.
The parking supply for automobiles should have regard for opportunities for shared parking and short
duration on-street parking in off-peak hours consistent with “main street” areas. The Town should
discourage an over supply of parking in intensification areas like the Midtown Core. The provision of
reduced parking by utilizing shared parking opportunities will be based on temporal demand of mixed
uses through documented formal parking studies using published references.
A new parking by-law should be developed to recognize the requirements and process for parking
approval in the Midtown Core. A Midtown Core Parking Strategy Study can define appropriate parking
rates, identify locations to be reserved for future municipal parking supply and develop a cash-in-lieu
strategy to facilitate development of constrained sites and help fund the municipal parking supply.
The strategy should have regard for areas where there are current parking constraints such that
migration of parking demand from sites with an undersupply of parking does not impact adjacent uses
where parking impacts affect site or neighborhood operations such as adjacent to Old Oakville.
3.1.6 Summary of Transportation Solutions – Midtown Core
The vision for Midtown is a transit oriented community with high levels of public transit and pedestrian
accessibility. Service improvements to the Lakeshore West GO line, a dedicated right of way for the
future Bus Rapid Transit system and convenient connections for transit riders will be the highlights of
public transportation in Midtown. Complementary land uses are proposed, which incorporate a
broader objective of creating Midtown into a transit centre with both seamless connections between
multiple types of transportation and diverse, active land uses.
In order to meet this objective, dramatic changes to the transportation system are required. The major
transportation infrastructure improvements are illustrated in Exhibit 5 and summarized below:
 Extending Cross Avenue from its current terminus to east of Chartwell Road.
 Realigning Davis Road and introducing a crossing of Trafalgar Road south of the QEW.
 Mid-block Crossing Traffic Bridge over the QEW to relieve Trafalgar Road bridge congestion.
 Grade-separated rail crossing at Chartwell Road.
 New full moves interchange at QEW and Royal Windsor Drive.
 Dedicated BRT Bridge over the QEW east of the Trafalgar Road crossing.
 Construction of a third ‘dedicated’ GO Rail track on the Lakeshore line.
 GO Station ‘Kiss and Ride’ drop off east of Trafalgar Road and south of the CN Rail line.
 The Highway 403 (QEW) Transitway.
 Transit priority on Speers Road and on Cross Avenue.
 Pedestrian linkage over the QEW for easy and safe access for pedestrians and bicycles.
 Pedestrian linkage from Cornwall Road grade separated from railway.
Transportation impact studies should be undertaken to determine whether elements of the planned
transportation network are required concurrent with development or whether development should
proceed after the necessary transportation network elements are implemented.
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Town of Oakville

Cross Avenue Extension
Connecting the Two Sides of Trafalgar Road
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Kiss and Ride
Connection Under Railway
Extension of Iroquois Shore Road
Royal Windsor Drive Interchange
Internal Roads

Transit
Transit Opportunities
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Road
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Pedestrian/ Cycling Facility
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Exhibit 5
Midtown Opportunities
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Uptown Core

3.2.1 Review of Transportation Studies
The Oakville Transportation Master Plan (TMP) findings include recommendations that directly affect
the Uptown Core. The TMP identifies current constraints on Dundas Street crossing Sixteen Mile
Creek, immediately west of the Uptown Core, and Trafalgar Road in the vicinity of Dundas Street.
The Transportation Master Plan projected future (2021) travel demand and projected demand on
Dundas Street. The study identified the need for 6 lanes on Dundas Street and Trafalgar Road and
indicated that in addition possible road improvements could include “a further widening of Dundas
Street to 8 lanes through Oakville”.
A Transportation report was undertaken for the Uptown Core Planning Review. The Draft Uptown
Core Planning Review Transportation Study (Uptown Core Study) by URS dated December 2008,
currently under review, provides existing traffic counts, traffic projections to 2021 and capacity and
level of service assessments.
3.2.2 Transportation Constraints
The Transportation Master Plan projected future (2021) travel demand. Demand on Dundas Street
through central Oakville is estimated to reach 2,900 westbound and 2,600 eastbound, which will
reach and exceed the capacity of 6 general purpose travel lanes.
The Draft Uptown Core Planning Review Transportation Study assessed capacity conditions at the
Dundas Street / Trafalgar Road intersection as operating at a V/C ratio of 0.95 (95% of capacity)
during the PM peak hour. Existing demand exceeds volumes that would meet the level of service
standard for the Town.
Projected travel demand in the Draft Uptown Core Study is comparable to volumes in the TMP along
Dundas Street. In the PM peak hour volumes at the Dundas Street / Trafalgar Road intersection are
anticipated to greatly exceed capacity and the AM peak hour volumes at the Dundas Street / Sixth
Line are anticipated to exceed capacity Values will be verified through further study. The greatest
capacity deficiencies relate to projected left turn movements.
For other intersections, the analysis presented in the Draft Uptown Core Study indicates that there
will be sufficient capacity given the anticipated lane configurations. Projected volumes will result in
intersections operating with a V/C ratio of 0.90 or below during the peak hours, with the exception of
the Dundas Street / Oak Park Boulevard intersection which is projected to operate with a V/C ratio of
0.91 in the PM peak hour.
However this analysis incorporates an optimistically high assumption of capacity, as the effects of
High Occupancy Vehicle (HOV) or reserve bus lane (RBL) operations do not appear to be taken into
consideration in the analysis. If Dundas Street and Trafalgar Road are widened to 6 lanes with one
lane per direction dedicated for HOV or RBL as proposed, then it is anticipated that demand will
reach capacity along both corridors. The maximum practical capacity for HOV lanes is estimated to
be approximately 60% of general purpose lanes.
Based on a reduction of capacity for HOV operations on Dundas Street and Trafalgar Road,
anticipated traffic constraints are illustrated in Exhibit 6 and Exhibit 7.
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
during the morning (AM) peak period
Movements subjected to v/c ≥ 1.00
during the AM peak period
Signalized Intersection

Not to Scale

December 2009
*Based on Report: Oakville Uptown Core Update - Traffic-Final March

Exhibit 6
Uptown Constraints Map (2021 AM Peak Period)
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
during the afternoon (PM) peak period
Movements subjected to v/c > 1.00
during the PM peak period
Signalized Intersection

Not to Scale

December 2009
*Based on Report: Oakville Uptown Core Update - Traffic-Final March

Exhibit 7
Uptown Constraints Map (2021 PM Peak Period)
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The implications of road capacity constraints on Dundas Street and to a lesser degree along Trafalgar
road include long delays and queuing, congestion related environmental and air quality impacts and
traffic diversion to adjacent residential streets. The Draft Uptown Core Study projected moderate
levels of traffic on Oak Park Boulevard and on Glenashton Boulevard, between 300 and 450 peak
hour peak direction trips, to be confirmed through further study. Both roads are four lane streets with
good access control, with capacity of 1400-1800 vehicles per hour. Given the projected level of
congestion on Dundas Street and Trafalgar Road and particularly at the Dundas Street / Trafalgar
Road intersection, traffic is anticipated to divert to Oak Park Boulevard and Glenashton Boulevard.
With traffic diversion from Dundas Street and Trafalgar Road to adjacent streets conditions it is still
anticipated that the Dundas Street / Trafalgar Road intersection will operate with demand exceeding
capacity by 2021.
3.2.3 Road Network Opportunities
Ring Road System
The capacity constraint along Dundas Street is anticipated to impact upon the collector road system
within the Uptown Core: Oak Park Boulevard, Glenashton Boulevard and Postridge Drive to the east.
These roads may function as an alternative ring-road route within the Uptown Core.
Similar impacts are likely within North Oakville. An east-west road designated in the secondary plan
as an Avenue Transit Corridor is proposed in North Oakville between Neyagawa Boulevard and
Eighth Line. This road could be designed to help serve as part of the ring road around Dundas Street
and Trafalgar Road. A ring road would help accommodate left turn movements, reducing the capacity
demands on the Dundas Street / Trafalgar Road intersection.
The operation of collector road connections as a ring road system is an option to be considered for
further study.
Grade Separated Dundas Street at Trafalgar Road
Given the significant capacity breakdown anticipated at the Dundas Street / Trafalgar Road
intersection even with dual left turns on two approaches, consideration should be given to grade
separation to provide additional capacity without the need for excessive widenings. Since the capacity
constraints may have an impact on transit efficiency, even transit within its own right of way,
consideration could be given to a grade separated crossing of Trafalgar Road for general purpose
vehicular traffic. This will provide a suitable platform along both roads, particularly since each will
have either HOV or RBL’s.
3.2.4 Transit Opportunities
The development and configuration of the road network of the Oakville Uptown Core is intended to be
supportive of alternative travel modes, including transit. Local transit routes within the Uptown Core
are focused around the transit hub at the northeast corner of the Taunton Road / Oak Walk Drive
intersection. However, transit priority opportunities will include the following:
Dundas Street and Trafalgar Road Transit Corridors
Enhanced transit is planned along Trafalgar Road and Dundas Street. Implementation of transit
priority may evolve from HOV lanes to Reserve Bus Lanes to High Order Transit (Bus Rapid Transit
or Light Rail Transit). The Dundas Street High Order Transit environmental assessment (EA) study
and a future Trafalgar Road corridor EA study will determine the appropriate technologies and
configurations (e.g. median or curb lane treatments).
Ring Road System Transit Priority
The Uptown Core is planned for a Transit Hub, facilitating transit travel along the planned Dundas
Street and Trafalgar Road corridors. Transit could serve the Transit Hub with a collector system
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around a future ring road of Oak Park Boulevard, Postridge Drive, and the North Oakville collector
road system. Transit along the ring road system could be enhanced through queue-jump lanes at
intersections, signal priority or the operation of the curb lanes as peak hour RBL / HOV lanes.
Local Transit Service
Local transit routes will provide service to residences, schools, neighbourhood centres and public
facilities within a walking distance of 400 m or less of a bus stop. Most of the Central Retail Area is
within 400 m of the transit hub. Bus stop spacing should be approximately 250-300 m with access
from network of sidewalks.
Consideration should be made to encourage bicycle-transit intermodal connections, including bicycle
racks on buses and bicycle lockups/lockers at the transit hub.

3.2.5 Recommend Demand Management and Parking Policies
The vision for the Uptown Core is one of high non-auto mode splits. In addition to improved transit
service, opportunities to reduce vehicular dependence and still meet the broader Town objectives
include the following:
 Reduced parking standards.
 Active transportation connections as defined through the Active Transportation Master Plan.
 Active transportation support infrastructure.
 Ridesharing programs.
The Uptown Core plans promote creation of a “main street” community, and potentially reduced and
maximum parking supply rates. The parking requirements within the Uptown Core should have regard
for anticipated peak demand and the implications of demand exceeding supply. Oakville parking rates
applicable for the Uptown Core are compared to rates of other GTA intensification areas in Table 2-1.
Parking supply should have regard for opportunities for shared parking and short duration on-street
parking in off-peak hours consistent with “main street” areas. The Town should discourage an over
supply of parking in intensification areas like the Uptown Core. The provision of reduced parking by
utilizing shared parking opportunities will be based on temporal demand of mixed uses through
documented in formal parking studies using published references, but have regard for the potential
impacts of parking deficiencies on adjacent land uses. A new parking by-law should be developed to
recognize the requirements and process for parking approval in the Uptown Core. An Uptown Core
Parking Strategy Study can define appropriate parking rates, identify locations to be reserved for
future municipal parking supply and develop a cash-in-lieu strategy to facilitate development of
constrained sites and help fund the municipal parking supply.
Cycling and pedestrian connections will help facilitate non-auto travel, including cycling connections
to transit service. The Final Active Transportation Master Plan includes multi-use trail (off-road) on
Dundas Street; signed bicycle routes on Oak Park Boulevard, Glenashton Boulevard, Central Park
Drive and Sawgrass Drive; a multi-use trail within the Trafalgar Road corridor and a grade separated
pedestrian crossing at the Dundas Street / Trafalgar Road intersection (although this may not be
needed if the Dundas Street / Trafalgar Road intersection is grade separated). The Dundas Transit
Corridor EA should assess the feasibility / implementation of bicycle lanes in the future transit
corridor, or relative to alternative cycling treatments. The Active Transportation strategy identifies the
number and location of safe cycling parking and the requirements for bicycle parking for new
development, which should be explicitly incorporated into the parking by-law.

17
December 2009
Project # 5173

Town of Oakville

Town of Oakville Growth Areas Transportation Report

3.2.6 Summary of Transportation Solutions – Uptown Core
The Dundas Street and Trafalgar Road corridors are central to the transportation solutions for the
Uptown Core. These streets have been identified for multiple functions, including: primary arterial
capacity corridor, primary transit corridor and for Dundas Street a corridor with multi-purpose trails
(off-road).
The high level of existing and projected future demand on Dundas Street and Trafalgar Road indicate
a need for road related solutions including the introduction of a ring road system around the Dundas
Street / Trafalgar Road intersection. The use of the ring road system for transit service linking to the
Transit Hub should be part of the solution. The design of the Dundas Street / Trafalgar Road
intersection should consider accommodating transit on Dundas Street through a grade separated
crossing of Trafalgar Road to avoid anticipated capacity breakdown and to accommodate transit and /
or permit transit priority on both Dundas Street and Trafalgar Road.
The recommended transportation solutions to accommodate Livable Oakville and growth within the
Uptown Core to the year 2021 are noted below and are illustrated in Exhibit 8:
 High Order Transit with transit priority within the Dundas Corridor.
 High Order Transit with transit priority within the Trafalgar Road Corridor.
 Ring Road system including Oak Park Boulevard, Postridge Drive, and the North Oakville
collector road system.
 Transit routing and transit priority within the ring road system.
 Grade separated treatment of the Dundas Street transit corridor at Trafalgar Road.
 Grade separated pedestrian crossings at the Dundas Street / Trafalgar Road intersection.
 Parking policies that reflects demands within an intensification area and recognizes opportunities
for shared parking, allows for cash-in-lieu, plans for a municipal parking supply and incorporates
required bicycle parking for medium and high density uses.
 Active transportation connections including a comprehensive sidewalk system and bicycle routes
as identified through the Active Transportation Master Plan.
Given that the draft study may have over stated capacity (i.e. did not incorporate the reduced auto
capacity associated with HOV/RBL operation) on the major corridors of Dundas Street and Trafalgar
Road and that traffic demand will likely have higher use on adjacent collector streets, an updated
traffic assessment of future conditions should be undertaken. This update will recognize the capacity
implications of planned HOV or exclusive transit lanes on Dundas Street and Trafalgar Road, the
potential for traffic routing to the collector road system and the need and effectiveness of the
transportation solutions noted above. It should quantify and document the anticipated modal shift due
to TDM initiatives.
Transportation impact studies should be undertaken to determine whether elements of the planned
transportation network are required concurrent with development or whether development should
proceed after the necessary transportation network elements are implemented.
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Uptown Opportunities
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Kerr Village

3.3.1 Review of Transportation Studies
The Oakville Transportation Master Plan (TMP) identifies conditions and recommends improvements
that affect the Kerr Village intensification area. The Kerr Village area extends from Dorval Drive to
Sixteen Mile Creek south of the QEW and the TMP identifies future 2021 capacity constraints
crossing Sixteen Mile Creek.
The study identified the need for
 The planned widening of the QEW to 8 lanes through Oakville.
 The widening of Dorval Drive to 6 lanes from Speers to the North Service Road.
 Transit priority lanes on Speers Road at Kerr Street.
 A Kerr Street grade separation at the CNR crossing.
 The widening of Kerr Street to 4 lanes from Speers Road to the QEW.
 The provision of dual southbound left turn lanes at Kerr Street and Speers Road.
 The provision of a northbound right-turn lane on Kerr Street and Speers Road.
 The realignment of Dorval Drive.
 The widening of Wyecroft Road to 5 lanes from Dorval Drive to Kerr Street.
Two transportation studies were undertaken for the Kerr Village area. A study was completed by
Cansult Engineers in October 2008, the Kerr Village Area Traffic Study that projected traffic and
assessed intersection operations in the short term (2011) and screenline conditions by 2021 within
the Kerr Village area. The Kerr Village Transportation Assessment by UEM in February 2009,
(completed in February 2009), provides traffic projections to 2021 and intersection capacity and level
of service assessments.
The studies recognize the importance of the committed projects including the widening of the QEW,
Dorval Drive widening north of Speers, the Wyecroft Road widening from Kerr Street to west of
Dorval Drive, and the Kerr Street widening and grade separation are critical to the development of
Kerr Village. The studies recommend a number of other improvements within the district.
These improvements include:
 The westerly extension of Shepherd Road to Woody Road.
 The extension of St. Augustine Drive north from Speers Road to the Shepherd Road extension
with a new traffic signal at Speers Road.
 The widening of Speers Road from Kerr Street to west of Dorval Drive.
 New left turn lanes at key signalized intersections on Kerr Street south of Speers Road
(northbound at Rebecca; in both directions at Stewart; and northbound at Herald when
signalized).
 New right turn lanes at Speers Road and Kerr Street (west and south approaches), at Rebecca
Street and Kerr Street (north approach), and at Speers Road and Dorval Drive (west and south
approaches).
 The widening of Speers Road – Cornwall Road from 4 to 6 lanes from Kerr Street to east of
Cross Avenue (ie: to Trafalgar Road).
The studies confirm that transit, cycling and walking should continue to be promoted as viable
alternative modes. However no explicit recommendations are included.
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3.3.2 Transportation Constraints
For existing conditions, the Kerr Village Transportation Assessment identified existing road capacity
constraints. The intersections of Dorval Drive / Speers Road and Dorval Drive / Wyecroft Road are
operating with volumes approaching capacity (i.e. V/C ratios greater than 0.90). The intersection of
Kerr Street / Speers Road has volumes that exceed 85% of capacity (V/C greater than 0.85) the
Town of Oakville level of service threshold.
Growth within the district by 2021 is expected to be capped at 2,100 residential units and 24,000 sm
of commercial development. The Kerr Village Transportation Assessment traffic forecasts for a “MidRise Modified” scenario reflects a modal share by non-auto modes of travel (GO Transit, Oakville
Transit, walking, cycling and other) of 32% during the AM peak hour and 23% during the PM peak
hour. This is 10% higher than the existing modal splits and relies on higher anticipated non-auto
travel as a result of higher density development.
The planned growth will result in significant traffic increases within the district requiring additional
capacity and circulation. The projected growth was estimated in the Kerr Village Transportation
Assessment between 350 and 560 AM peak hour trips and between 565 and 920 PM peak hour trips.
By 2021, transportation capacity constraints were identified in the Kerr Village Transportation
Assessment in the vicinity of Kerr Street across Sixteen Mile Creek. Future 2021 capacity constraints
identified in the Kerr Village Transportation Assessment, with planned improvements in place, are
illustrated in Exhibit 9 and Exhibit 10 and listed below:
 Dorval Drive / Speers Road intersection.
 Dorval Drive / Wyecroft Road intersection.
 Kerr Street / Speers Road intersection.
 Kerr Street / Rebecca Street intersection.
Through the growth area, the Speers Road corridor has capacity constraints. The Kerr Street /
Speers Road intersection has constrained movements on all approaches in the PM peak hour. This
intersection is a route for much of the growth area to cross the barriers of Sixteen Mile Creek and the
QEW corridor.
Downstream traffic constraints have also been identified beyond Kerr Village, at the Speers Road –
Cornwall Road / Cross Avenue intersection, east of Sixteen Mile Creek. At this intersection, volumes
are anticipated to exceed capacity for eastbound left-turn and southbound right turn movements.
These constraints are expected to present significant delays for access to Oakville GO Station,
including surface transit. This will affect the ability for the Town of Oakville to achieve higher transit
modal share in the area.
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
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during the AM peak period
Signalized Intersection

Not to Scale

December 2009

Exhibit 9
Kerr Village Constraints Map (2021 AM Peak Period)
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
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Exhibit 10
Kerr Village Constraints Map (2021 PM Peak Period)
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3.3.3 Road Network Opportunities
The road network opportunities in the Kerr Village area have been well documented in the Oakville
Transportation Master Plan, the Kerr Village Area Traffic Study and the Kerr Village Transportation
Assessment. Each of these opportunities appears functionally feasible, based on analysis to date and
provide either capacity to address constraints or improved connections to serve traffic circulation
within the Kerr Village area.
The planned major road improvements (opportunities 1-9) are key to accommodating development in
Kerr Village:
1. The planned widening of the QEW to 8 lanes.
2. The widening of Dorval Drive to 6 lanes from Speers to the North Service Road.
3. A Kerr Street grade separation at the CNR crossing.
4. Kerr Street to 4 lanes from Shepherd Road to north of the QEW.
5. The provision of dual southbound left turn lanes at Kerr Street and Speers Road.
6. The provision of a northbound right-turn lane on Kerr Street and Speers Road.
7. The realignment of the Wyecroft Road / Dorval Drive connection.
8. The widening of Wyecroft Road to 5 lanes from Dorval Drive to Kerr Street.
9. The widening of Speers Road - Cornwall Road from Dorval to Trafalgar to 6 lanes and dedication
of curb lanes for HOV use.
The community connections will help facilitate circulation and help address outstanding capacity
constraints at the Dorval Drive / Speers Road intersection, Kerr Street / Speers Road intersection and
Kerr Street / Rebecca Street intersection:
 The westerly extension of Shepherd Road to Woody Road.
 The extension of St. Augustine Drive north from Speers Road to the Shepherd Road extension
with a new traffic signal at Speers Road.
 New left turn lanes on Kerr Street south of Speers Road (northbound at Rebecca; in both
directions at Stewart; and northbound at Herald when signalized).
3.3.4 Transit Opportunities
Localized transit improvement opportunities in the vicinity of Kerr Village that may be possible include
the provision of transit priority at Speers Road at Kerr Street. Signal optimization in conjunction with
east-west queue-jump lanes can limit the delay to transit vehicles at this intersection identified as
having future capacity constraints. More substantive improvements to facilitate transit could take the
form of HOV lanes along Speers Road – Cornwall Road widened from 4 to 6 lanes from Dorval Drive
to Trafalgar Road.

3.3.5 Recommend Demand Management and Parking Policies
The vision for the Kerr Village key policy directions includes Kerr Village, south of Speers Road, as
the focus for main street mixed use development and alternate modes of transportation will be
encouraged such as transit, cycling, and walking.
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To meet these objectives, the development of Kerr Village will include the following:
 Reduced parking standards.
 Active transportation connections as defined through the Active Transportation Master Plan.
 Active transportation support infrastructure.
The parking requirements within the Kerr Village area should have regard for anticipated peak
demand and the implications of demand exceeding supply. Given the main street development
strategy and opportunities for on-street parking, the parking rates for established comparable nodes
should be considered from Table 2-1.
Cycling and pedestrian connections will help facilitate non-auto travel, including cycling connections
to transit service. The Final Active Transportation Master Plan includes on-road bicycle lanes on
Speers Road, Queen Mary Drive, Shepherd Road, Lakeshore Road and Rebecca Street; signed
bicycle routes on Kerr Street, and Stewart Street; and a grade separated pedestrian crossing at Kerr
Street CN Rail crossing. The Active Transportation strategy should identify the number and location
of safe cycling parking and the requirements for bicycle parking for new development, which should
be explicitly incorporated into the parking by-law.

3.3.6 Summary of Recommendations – Kerr Village
All road network improvement opportunities listed below and illustrated in Exhibit 11 should be
implemented as development proceeds:
 The planned widening of the QEW to 8 lanes.
 The widening of Dorval Drive to 6 lanes from Speers to the North Service Road.
 The provision of dual southbound left turn lanes at Kerr Street and Speers Road.
 The provision of a northbound right-turn lane on Kerr Street from Stewart Street to Speers Road.
 The realignment of the Wyecroft Road / Dorval Drive connection.
 The widening of Wyecroft Road to 5 lanes from Sinclair Road to Kerr Street.
 The widening of Speers Road – Cornwall Road from Dorval Drive to Trafalgar Road to 6 lanes,
for HOV purposes.
 The widening of Cornwall Road from Cross Avenue to Trafalgar Road to 6 lanes and dedication
of the curb lanes for HOV use.
 The westerly extension of Shepherd Road.
 The extension of St. Augustine Drive north from Speers Road to the Shepherd Road extension
with a new traffic signal at Speers Road.
 New left turn lanes at Kerr Street south of Speers Road (northbound at Rebecca; in both
directions at Stewart; and northbound at Herald when signalized).
 The provision of transit signal priority on Speers Road and Cornwall Road.
Transportation impact studies should be undertaken to determine whether elements of the planned
transportation network are required concurrent with development or whether development should
proceed after the necessary transportation network elements are implemented.
The parking requirements within the Kerr Village area should have regard for anticipated peak
demand and the implications of demand exceeding supply. Given the main street development
strategy and opportunities for on-street parking, the parking rates for established comparable nodes
should be considered.
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Exhibit 11
Kerr Village Opportunities
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Bronte Village

3.4.1 Review of Transportation Studies
The Oakville Transportation Master Plan identifies conditions and recommends improvements that
affect the Bronte Village intensification area. The Bronte Village area extends from Rebecca Street to
Lakeshore Road and from Bronte Road to Third Line.
The TMP identifies future 2021 capacity constraints crossing Bronte Creek immediately west of
Bronte Village. The TMP identifies capacity improvements across Bronte Creek that will divert traffic
away from Lakeshore Road. Recommended improvements include the planned widening of the
QEW, a proposed extension of Wyecroft Road across Bronte Creek to connect to Harvester Road in
the City of Burlington, and the widening of Speers Road.
The transportation conditions associated with the redevelopment of Bronte Village were documented
in four draft technical memoranda between October 2008 and January 2009 by UEM. This Bronte
Village Transportation Assessment provides analysis of existing traffic conditions, projected
transportation demand and analysis of future transportation conditions and needs. A fifth technical
memorandum will identify an infrastructure improvement plan to address the long-term (2021)
transportation needs.
3.4.2 Transportation Constraints
Bronte Village is situated in the southwest sector of Oakville, immediately east of Bronte Creek and
downstream of morning commuter travel from Burlington and Hamilton to Oakville and the rest of the
Greater Toronto Area. Rebecca Street and Lakeshore Road are the sole existing crossings of Bronte
Creek south of the QEW. Despite the geographic constraints, the draft Bronte Village Transportation
Assessment study indicates that intersections within the Bronte Village area provide sufficient
capacity under existing conditions. All intersections have V/C ratios of less than 0.85 during AM and
PM peak hours.
Growth within the district by 2021 is expected to be between 954 and 1,414 residential units and
6,625 sm of commercial development. The draft Bronte Village Transportation Assessment traffic
forecasts reflect a modal share by non-auto modes of travel (GO Transit, Oakville Transit, walking
cycling and other) of 22% during the AM peak hour and 13% during the PM peak hour. This is
comparable to existing mode splits.
The planned growth will result in significant traffic growth within the district requiring additional
capacity and circulation. The projected growth was estimated in the draft Bronte Village
Transportation Assessment between 350 and 440 AM peak hour trips and between 585 and 690 PM
peak hour trips.
By 2021, transportation capacity constraints were identified in the Oakville Transportation Master
Plan in the vicinity of Bronte Village across Bronte Creek. Future 2021 capacity constraints identified
in the draft the Bronte Village Transportation Assessment are illustrated in Exhibit 12 and Exhibit 13
and listed below:
 Rebecca Street / Bronte Road intersection.
 Rebecca Street / Third Line intersection.
 Lakeshore Road / Nelson Street intersection.
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
during the morning (AM) peak period
Movements subjected to v/c ≥ 1.00
during the AM peak period
Signalized Intersection

Not to Scale
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Exhibit 12
Bronte Constraints Map (2021 AM Peak Period)
iTRANS

*Based on Report: Bronte Village Transportation Assessment - Phase 4 - Jan 09 - 08513 Technical Memorandum 4 Draft R1: Main Street Growth Scenario
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Forecasted Turning Movement Operations (2021)
Movements subjected to v/c > 0.85
during the afternoon (PM) peak period
Movements subjected to v/c ≥ 1.00
during the PM peak period
Signalized Intersection

Not to Scale
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Exhibit 13
Bronte Constraints Map (2021 PM Peak Period)
iTRANS

*Based on Report: Bronte Village Transportation Assessment - Phase 4 - Jan 09 - 08513 Technical Memorandum 4 Draft R1: Main Street Growth Scenario
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3.4.3 Road Network Opportunities
The road network opportunities for improvements adjacent to Bronte Village area have been
documented in the Oakville Transportation Master Plan. Improvement opportunities within Bronte
Village itself are indicated in the draft Bronte Village Transportation Assessment. Eastbound left-turn
lane at the Lakeshore Road / Solingate Drive intersection is identified as a current need. The
improvements identified as being required prior to the year 2021 include:
 Dual eastbound left turn lanes at the Rebecca Street / Bronte Road intersection identified as
needed; however, it is not feasible to implement this improvement.
 Southbound channelized right-turn lane at the Rebecca Street / Bronte Road intersection
identified as needed; however, it is not feasible to implement this improvement.
 Potential warrants for traffic control signals at the Lakeshore Road / Solingate Drive intersection.
 Capacity improvements at intersection of Third / Rebecca in the form of an additional northbound
Through/right-turn lane and possible southbound lane.
It is noted that the need for these improvements should be reassessed taking into consideration the
timing and diversion effects of other transportation improvements including the widening of the QEW
and the proposed extension of Wyecroft Road across Bronte Creek.
3.4.4 Transit Opportunities
Currently a substantial percentage of work based trips are inbound from the City of Burlington in the
AM peak hour, but only a small percentage of these trips use transit. Transit improvement
opportunities in the vicinity of Bronte Village include the provision of transit service on Marine Drive
and transit priority on Rebecca Street and on Lakeshore Road. This can take the form of east-west
queue-jump lanes to limit the delay to transit vehicles.

3.4.5 Recommend Demand Management and Parking Policies
Bronte Village key policy directions from the plan include the Lakeshore Road West corridor as the
focus for mixed use development and public open space and streetscape improvements will be
secured through development and will be used to improve connectivity between the waterfront and
commercial areas. Growth and change will occur gradually over the long-term and will be linked to the
provision of infrastructure such as transit, transportation, pedestrian, and cycling facilities.
Given the desire for pedestrian connections to the waterfront, opportunities for more closely spaced
pedestrian crossings should be considered on Lakeshore Road east of East Street and on Marine
Drive. This may be in the form of modified signal warrant criteria for the intensification area or the
introduction of pedestrian signals. Protected crossings on Lakeshore Road should be coordinated
with transit stop locations.
The parking requirements within the Bronte Village area should have regard for anticipated peak
demand and the implications of demand exceeding supply. Lakeshore Road and Rebecca Street are
planned to remain as two lane minor arterial roads with transit service. Neither street will be available
to absorb overflow parking that may result from reduced parking standards implemented as a travel
demand management initiative. Reduced parking standards should be considered together with the
potential for increased parking activity on the established residential streets within Bronte Village;
study of parking utilization and community input should be assessed.
Cycling and pedestrian connections will help facilitate non-auto travel, including cycling connections
to transit service. The Final draft Active Transportation Master Plan includes on-road bicycle lanes on
Lakeshore Road and on Third Line; signed bicycle routes on Hixon Street, Bronte Road, and Jones
Street; and multi-use bicycle trail on Rebecca Street.
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The Active Transportation Master Plan recommends safe bicycle parking requirements for new
development zoning.

3.4.6 Summary of Recommendations – Bronte Village
Road network improvement opportunities listed below should be implemented as development
proceeds:
 Eastbound left-turn lane at the Lakeshore Road / Solingate Drive intersection.
 Potential warrants for traffic control signals at the Lakeshore Road / Solingate Drive intersection.
 Capacity improvements at intersection of Third / Rebecca in the form of an additional northbound
Through / right-turn lane and possible southbound lane.
Consideration should be given to provision of transit service on Marine Drive in the next transit
service review. Implementation of transit priority on Rebecca Street and on Lakeshore Road is
recommended, in the form of east-west queue-jump lanes to limit the delay to transit vehicles.
Transportation impact studies should be undertaken to determine whether elements of the planned
transportation network are required concurrent with development or whether development should
proceed after the necessary transportation network elements are implemented.
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4.

IMPLEMENTATION PLAN

4.1

Completion of Infrastructure Needs Studies

4.1.1 Completion of Growth Area Studies
Traffic analysis undertaken for the four growth areas should be finalized to confirm future traffic
conditions for each area, and identify if additional improvements should be considered. The following
specific analysis is recommended:
 The Midtown Core Transportation Report should be updated to assess the implications of the
extension of Cross Avenue and the implementation of the QEW widening as HOV lanes.
 The Uptown Core Planning Review Transportation Study should be updated to assess the
implementation of the widenings of Dundas Street and Trafalgar Road as HOV or Bus Rapid
Transit.
 The Draft Bronte Village Transportation Assessment should be completed and finalized.
4.1.2 Updates to the Transportation Master Plan
It is recommended that the Oakville Transportation Master Plan be updated to incorporate proposed
changes to land use associated with Livable Oakville and to specifically address new transportation
opportunities identified in the Town of Oakville Growth Areas Transportation Report. Specifically a
TMP update should assess the implications of reduced capacity associated with HOV / BRT corridors
The TMP update should also address the need for and timing of the following infrastructure
opportunities:
 An extension of Cross Avenue from its current terminus to east of Chartwell Road.
 A grade separation of the Trafalgar Road High Order Transit corridor across the QEW east of
Trafalgar Road
 A grade separation of the Dundas Street High Order Transit corridor through the Trafalgar Road
intersection
 Additional capacity on Speers Road – Cornwall Road from Dorval Drive, across Sixteen Mile
Creek to Trafalgar Road and the introduction of HOV lanes along this corridor
 Final recommendations of the Active Transportation Master Plan.
4.1.3 Resolving Competing Infrastructure Objectives
Opportunities for alternative modes of travel may compete for right of way space and operating
conditions. Corridor specific studies should balance the needs between improvements identified
within the same corridor to assess the most appropriate combination of treatments, whether one
treatment is more operationally effective in meeting Town goals, and what protocols are appropriate
for converting one treatment (e.g. HOV lanes) to another (e.g. Reserved Bus Lanes and Bus Rapid
Transit) over time. Future studies should address the following competing objectives:
 The conversion of Dundas Street from HOV lanes to higher order transit operations
 The implementation of HOV lanes or higher order transit on Trafalgar Road
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Livable Oakville Policies

4.2.1 Summary of Transportation Objectives
Livable Oakville provides clear transportation objectives for the Growth Areas. Transportation policies
provide direction for: the identification of new road links and grade separations for active
transportation connections, the promotion of transit, introduction of active transportation
infrastructure, coordinating the timing of development with transportation infrastructure, discouraging
off-street parking with reduced standards and maximum standards and support of on-street parking in
main street environments.
The road infrastructure improvements have been identified in this study. The details of preferred
cycling and pedestrian connections are being addressed in the Oakville Active Transportation Master
Plan. The Transit Strategy is addressed through the Phase 2 of the Oakville Transportation Overview
Study. However, details of how to implement the parking policies have not been identified.
4.2.2 Parking Strategy
The Livable Oakville Policies promote parking policies that encourage use of alternative modes. The
policies identified in the Midtown Core for example support lower parking standards and institution of
maximum parking supply rates (draft policy 20.4.1 f). While this policy provides clear direction, further
investigation is necessary to define recommended parking standards, the procedures for assessing
shared parking opportunities, cash-in-lieu strategies, requirements for bicycle parking and treatment
of the implications of carshare on parking requirements.
4.2.3 Implementation Tools and Development Process Requirements
The coordination of transportation infrastructure with the impacts of development is a primary
consideration of implementation of the plan. It is explicit in the policies of the growth areas (e.g.
Midtown Core policy 20.4.1 a).
The identification of a development charges strategy will facilitate the Town allowing for concurrency
between transportation impacts and mitigation. However the implementation of required infrastructure
may be influenced by: schedules the Province or Region of Halton have established for infrastructure
under their jurisdiction, timing of shared funding agreements, environmental approval and design
processes, or property acquisition. In these instances growth management tools will be required.
The following growth management tools are recommended to coordinate transportation infrastructure
with development for each Growth Area:
 Establish cost estimates for proposed infrastructure attributable to the Growth Area
 Update the development charges strategy to incorporate the requirements of the growth areas
(either Town wide or Area specific)
 Development of a preliminary phasing strategy for infrastructure based on travel demand model
forecasts and development including front-end costing
 Require transportation impact studies for all significant developments (greater than 5,000 sm) to
determine if the infrastructure required is in place or if modifications to the phasing strategy is
appropriate or if front-end funding is required of the development
 Monitoring the Growth Area through a structured traffic count and development tracking program.
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