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Paper #5a
TRANSIT SERVICE AND INFRASTRUCTURE
This paper outlines public transit service within the Town of Oakville, identifies the role of public transit within
the objectives of the Livable Oakville Plan and the North Oakville Secondary Plans, outlines the current transit
initiatives and identifies future transit strategies and alternatives. This report provides an assessment of target
transit modal share, the level of investment required to achieve these targets and the anticipated effectiveness of
alternative transit investment strategies.
This paper will provide strategic direction and recommendations for Oakville Transit, GO Transit and VIA Rail
service, and identify opportunities to better integrate transit with other modes of transportation, such as walking
and cycling, as well as providing for accessible services.

1.0

The Role of Transit in Oakville

1.1.

Provincial Policy

The Province of Ontario has provided direction to municipalities regarding growth and the relationship between
growth and sustainable forms of travel including public transit. Transit is seen to play a key role in addressing the
growth pressures faced by municipalities in the Greater Golden Horseshoe, including the Town of Oakville.
In June 2006, the Province of Ontario released a Growth Plan for the Greater Golden Horseshoe. The plan is a
framework for implementing the Province’s vision for building stronger, prosperous communities by better
managing growth in the region to 2031. The plan outlines strategies for managing growth with emphasis on
reducing dependence on the automobile and “promotes transit, cycling and walking”. In addition, the plan
establishes “urban growth centres” as locations for accommodating a significant share of population and
employment growth. Midtown Oakville is recognized as an “urban growth centre”.
The growth plan recognizes transit as a key element in accommodating growth. Policy 3.2.3 states that “public
transit will be the first priority for transportation infrastructure planning and major transportation investments.” It
goes on to state that decisions on transit planning and investment will be made according to criteria that includes:
a) Using transit infrastructure to shape growth, and planning for high residential and employment densities
that ensure the efficiency and viability of existing and planned transit service levels
b) Placing priority on increasing the capacity of existing transit systems to support intensification areas;
c) Expanding transit service to areas that have achieved, or will be planned so as to achieve, transitsupportive residential and employment densities, together with a mix of residential, office, institutional
and commercial development wherever possible;
d) Facilitating improved linkages from nearby neighbourhoods to urban growth centres, major transit
station areas, and other intensification areas
The policy goes on to identify a strategic framework for future transit investments and the objective of “increasing
the modal share of transit”.

Technical study led by Cole Engineering Group Ltd.

1.2.

Region of Halton Transit Related Policies

The Region of Halton provides direction on transit planning and the relationship between transit and growth
through the Regional Official Plan Amendment (ROPA) 38. The updated official plan includes objectives of the
Urban Area to plan employment and housing that increases the modal share for transit, and development in
greenfield areas to be configured to support “early integration and sustained viability of transit services”.
ROPA 38 presents a strong Regional interest in transit as a solution to transportation needs within the Region of
Halton. The Region of Halton Official Plan provides direction on the setting of transit utilization targets, service
standards, funding strategies and inter-jurisdictional coordination through the following policies:
•
•

•
•
•

Policy 81(10.1) Require the Local Municipalities to direct major office, retail and appropriate major
institutional development, to Urban Growth Centres, Major Transit Station Areas, areas with existing frequent
transit services, or existing or planned higher order transit services.
Policy 172(6) The objectives of the Region are: “To support seamless public transit services in Halton that:
a) provide a high level of service internally within Halton,
b) include continuous enhancements of the GO Transit system within Halton,
c) are connected to a higher order transit network throughout the Greater Toronto and Hamilton Area,
d) are complemented and supported by a network of active transportation facilities, and
e) are fully integrated both internally and externally in terms of fare and service.
Policy 172(8) To achieve a level of public transit usage that averages at least 20 percent of all daily trips made
by Halton residents by year 2031.
Policy 173(10) Coordinate with the Province, Metrolinx and the Local Municipalities the planning,
development and funding of both highway and inter-regional higher order transit projects in Halton to ensure
the provision of a balanced transportation system with an acceptable level of service; and
Policy 173(20.1) “Support the planning and coordination of public transit service and urban design such that
all residences are within 400 m walking distance of a transit stop.”

1.3.

Town of Oakville Transit Policies

The North Oakville East and North Oakville West Secondary Plans provide policy direction for lands north of
Dundas Street. The North Oakville East Secondary Plan has been developed with a high transit focus.
Development objectives supported by Transportation Policy 7.2.3.5 include:
d) To promote transit opportunities through community design, including a “transit first” policy to ensure
that development including the phasing of development, proceeds in a manner which will be supportive of
the early provision of transit services;
e) To explore all modes of transportation including the use of HOV lanes, express bus lanes and transit
rights-of-way on the existing and future road network in Oakville, as well as other innovative approaches
to transit;
f) To plan residential development and its road network so that residents are predominantly within a 400
metre walking distance of transit services; and
g) To promote both local and higher order transit opportunities through land use arrangements, building
orientation and streetscape design.
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The North Oakville East Secondary Plan includes roadway designations for a range of corridor types including:
Arterial/Transit corridors, Avenue/Transit Corridors and Connector/Transit Corridors. These designations provide
context to the development of roadways and accommodation of transit in North Oakville.
The Livable Oakville Plan establishes the desired land use pattern for lands within the town, south of Dundas
Street and north of Highway 407, and outlines the infrastructure requirements and related policy. The Livable
Oakville Plan transit policies are identified in Section 8.9. Key policies for accommodating growth to 2031
include:
• The town will encourage transit-supportive development within major transit station areas and around transit
terminal facilities.
• The town will support inter-regional transit initiatives including transitways and busways as identified.
• Plans for all new growth and new communities shall be designed with specific regard for the safe, convenient,
and efficient provision of accessible transit service.
• The town will encourage the increased use of public transit by requiring transit supportive urban design,
retaining rights-of-way for off-street bus loops and on-street bus bays, as well as providing for bus shelters at
bus stop locations.
• The town may require development to provide for, and support, pedestrian and cycling facilities and provide
access to public transit services and public transit stations within a walking distance of generally no more than
400 metres.
• The design of roadways shall consider transit service and operational needs including maximizing transit
access, queue jump lanes, and minimizing transit vehicle travel times.
Busway corridors are identified on Trafalgar Road and Dundas Street of Schedule C of the Livable Oakville Plan
(see Figure 1-1).

Paper #5a Transit Service and Infrastructure, February 2013

3

Figure 1-1: Transportation Plan (Schedule C)

Source: The Livable Oakville Plan
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2.0

Existing Public Transit Services in Oakville

The Town of Oakville is served by Oakville Transit providing local, para-transit services (care-A-van), and
special services (School Specials/Senior Specials) within the town; GO Transit providing inter-regional
commuter-based rail and bus transit service connecting throughout the Greater Toronto and Hamilton Area
(GTHA), and VIA Rail providing an inter-city rail service that connects major cities and destinations across
Canada. At this time, Halton Region does not provide public transit.
Descriptions of the transit services are provided in the following subsections.
2.1.

Oakville Transit

2.1.1. Conventional Transit Services
Oakville Transit provides local bus service on 27 regularly scheduled routes with an additional 7 routes
specifically serving secondary schools in the town and 3 routes serving senior citizens known as “Seniors
Specials”1. Most routes operate on a 20-30 minute frequency during weekday peak periods; and a 20-60 minute
frequency during off-peak periods and weekends.
A service redesign of the Oakville Transit system was undertaken in 2009, the expanded service was based on a
grid system of routes. The previous system was based on trips mainly originating and terminating at GO Stations
reflecting GO Train schedules. Oakville Transit continues to service the Oakville, Bronte and Clarkson GO
Stations. Select routes also provide service into the adjacent municipalities of Burlington and Mississauga. A map
of the current Oakville Transit system (effective September 2011) is illustrated in Figure 2-1.
Regularly scheduled service and routing is provided on most routes throughout the day. After 11:25 PM Monday
through Saturday (until the end of service, at approximately 1:30 AM the next morning), Oakville Transit
provides a “Late Night Service” which provides drop-off only bus service for passengers boarding at the Oakville
GO Station only. This is a “demand-responsive” service where passengers board the bus and indicate to the driver
the closest bus stop to their final destination. The driver then drops off passengers to the locations requested by
the boarding passengers.
Oakville Transit operates local service along all their routes, with the exception of Route 190 which operates an
express non-stop service along Trafalgar Road between the Oakville GO Station and River Oaks Community. All
other routes stop on request at any bus stop served along each route.
2.1.2. Para-Transit Services (care-A-van)
Oakville Transit provides a door-to-door transportation service called “care-A-van” for persons with physical
functional mobility challenges. The service is provided Monday through Friday between 6 AM and 12 midnight,
Saturdays from 7 AM to 12 midnight and Sundays / Statutory Holidays between 8 AM and 8 PM for persons
traveling within the urban area of Oakville.

1

Based on Oakville Transit services effective September 2011.
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The service is available to those who are unable to board a conventional Oakville Transit bus or walk 175m.
Registered users contact Oakville Transit in advance to reserve their trip(s). The service currently has more than
1,600 registered users.
2.1.3. Special Services (School Specials / Senior Specials)
Oakville Transit provides “school special” service to area high schools in the town, connecting various
neighbourhoods in the town with local high schools. Conventional transit vehicles are used for the “school
special” services.
Oakville Transit also offers specialized transit services to three senior residences in the Town of Oakville on
select days of the week via three scheduled routes. Senior Special services were designed in consultation with
seniors intending to utilize the services.These services generally operate during the day between 9:00 AM and
4:00 PM, with approximately four to five trips per day, providing service between seniors’ residences and area
shopping malls.
Figure 2-1: Oakville Transit System Map (effective September 2011)
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Source: Oakville Transit

2.1.4. Fleet and Infrastructure
Oakville Transit currently operates a fleet of over 90
buses, consisting primarily of 40ft low-floor accessible
and smaller 25ft low-floor para-transit buses (used for
care-A-van services). Oakville Transit will achieve its
goal of a 100% low-floor, accessible bus system by
August 2012. Figure 2-2 shows two types of current
Oakville Transit vehicles.

Figure 2-2: Oakville Transit Vehicles

Source: Oakville Transit
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Oakville Transit infrastructure includes a bus garage facility accommodating administration, operations, care-Avan, bus maintenance and storage. A new transit facility was completed in 2011 at 430 Wyecroft Road. The new
bus garage is located on a 16 acre site, and provides storage for 175 Oakville Transit buses. The site has capacity
for a future expansion of the maintenance and storage areas to accommodate 225 buses.
Oakville Transit facilities for customers include bus shelters, waiting areas (concrete pad, lighting, benches),
walkway connections and the Uptown Core Transit Terminal. Actions are being undertaken as per the Oakville
Transit Accessibility Plan for an “accessible designation” of routes based on fully accessible buses and service
stop locations.
All town departments and staff follow the Sustainable Green Fleet Guide. Where not covered in the guide, all
decisions regarding the fleet take into account the following:
1. Promoting and encouraging sustainable green fleet practices to all town staff on an ongoing basis.
2. Replacing identified fleet vehicles with fuel efficient, low emission and/or hybrid alternatives, in accordance
with the most efficient and appropriate size.
3. Continuing to implement green fleet maintenance, driver training and management practices.
4. Implementing and piloting the use of fuel from alternative renewable sources.
5. Promoting fleet and personal vehicle operations to achieve fuel efficiencies and support idling reduction.
6. Implementing innovative carbon reduction strategies and monitoring current and upcoming green fleet
technologies and management options.
7. Continuing to look at job function and potential transition from single occupancy vehicle use to alternative
modes, including active transportation modes (walking, cycling), carpooling or public transit.
2.2.

GO Transit

2.2.1. Rail and Bus Services
GO Transit provides inter-regional rail and bus service to three existing Oakville area stations:
• Bronte GO Station (southwest Oakville).
• Oakville GO Station (central Oakville).
• Clarkson GO Station (southwest Mississauga).
The Town of Oakville is served by the following four GO Transit services as illustrated in Figure 2-3.
Route 1: Lakeshore West GO Rail line: This route provides daily commuter rail service, supplemented by bus
service during off-peak periods, east to Toronto and west to Aldershot, with some weekday peak period service to
Hamilton. Seasonal (summertime) weekend rail service is provided to/from Niagara Falls (Route 12). On
weekdays, there are 32 eastbound Lakeshore West trains from Oakville GO, and 27 trains from Bronte GO.
Route 19: Oakville / North York Bus Service: This bus route provides weekday, peak period limited-stop bus
service between Oakville (Oakville GO station) and North York (Finch Go Terminal).
Route 20: Milton / Oakville Bus Service: This bus route provides weekday bus service between Oakville GO
Station and the Milton GO Station in the Town of Milton, operating primarily along Trafalgar Road, Highway
407 and Bronte Road.
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Route 46: Highway 407 West Bus Service: This bus route provides weekday, limited stop express bus service
between Oakville GO Station and York University primarily on Highway 407, Route 46 stops at Sheridan College
and the carpool lot at Trafalgar and Highway 407.
Figure 2-3: Existing GO Transit Services

Source: GO Transit/Metrolinx

2.2.2. Fleet / Infrastructure
GO Transit rail services are provided by diesel-fuelled locomotives hauling double-decker passenger coaches.
Currently, many of the GO trains in service range between 10 and 12 passenger-cars in length. Thus, some trains
have the ability to carry 2,000 passengers per train. All GO trains have an accessible car that provides level
boarding and alighting for customers using mobility devices.
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GO Transit’s bus fleet consists of
single and double-decker suburban
coaches suited for traveling long
distances. They feature amenities
such as reclining seats and
wheelchair accessibility, with buses
travelling primarily on 400-series
highways through Oakville, with
limited stops provided throughout the
town.
Figure 2-4 and Figure 2-5 illustrate
examples of GO Transit fleet
vehicles.
2.3.

Figure 2-4: GO Transit GO Train

Figure 2-5: GO Transit GO Bus

Source: GO Transit/Metrolinx

Source: GO Transit/Metrolinx

VIA Rail Services

VIA Rail provides regular inter-city train service between Oakville and other destinations in southern Ontario
between Windsor / Niagara Falls, Ottawa / Montreal and the USA Select VIA trains stop at Oakville Station
which is also shared with GO Transit’s Oakville Station.
VIA Rail trains consist of diesel-propelled locomotives pulling single-level passenger coaches.
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3.0

Transit Mode Share Targets

3.1.

2006 Transit Mode Shares

The analysis of modal share (proportion of trips by mode) in Oakville was conducted by assessing the 2006
Transportation Tomorrow Survey (TTS) data on inbound and outbound trips during the AM and PM peak periods.
The 2006 TTS data is, at this time, the most recent set of data available to measure “existing” transportation mode
shares. The GO Rail mode has a strong directional peak following commuter travel patterns as it only has a
significant presence in the data for outbound trips in the AM and inbound trips in the PM at 8% and 6%,
respectively. Local transit in Oakville has steady use in both peak periods at 2% for inbound and outbound trips
during each of the peak periods as summarized in Table 3-1 and Table 3-2.
Table 3-1 - 2006 Mode Shares in Oakville
2006 TTS
AM Peak Period
Outbound
Mode

trips

PM Peak Period

Inbound

%

trips

%

Outbound
trips

%

Inbound
trips

%

2006

Automobile
Local Transit
GO Rail / Joint GO Rail
Walk Cycle
Other
Total

72,170
1,461
7,299
6,795
3,077
90,802

79.5%
1.6%
8.0%
7.5%
3.4%
100%

73,832
1,828
651
6,836
2,939
86,086

85.8%
2.1%
0.8%
7.9%
3.4%
100%

85,791
1,640
710
3,793
1,424
93,358

91.9%
1.8%
0.8%
4.1%
1.5%
100%

84,654
1,309
6,243
3,709
1,483
97,398

86.9%
1.3%
6.4%
3.8%
1.5%
100%

Source: TTS

Table 3-2: 2006 AM Transit Mode Shares in Oakville: Local Transit and GO Transit Trips
Trip Purpose
Trips Originating in Oakville
Trips Destined to Oakville
Home-based Work Trips
17%
3%
Home-based School Trips

7%

6%

Home-based Other Trips

2%

0%

Source: Town of Oakville – Transit Strategy, January 2010, Exhibit 3

The findings from the Town of Oakville Transit Strategy report indicate that transit mode shares vary by trip
purpose. It was observed that 17% of multi-transit trip-makers begin their trip in Oakville and use both local and
GO Rail to get to work. These findings confirm that GO Rail plays a key role in transporting Oakville residents to
jobs outside of Oakville. Overall transit ridership represents approximately 8% of AM travel and 6.6% of PM
travel in Oakville based on 2006 TTS data.
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3.2.

Mode Share of Other Jurisdictions

The potential future transit modal share for the Town of Oakville can be considered within the context of
examples of other jurisdictions. Jurisdictions that currently have high transit modal share can be viewed as models
reflecting the extent and nature of the transit service, the level of transit investment and degree of land use density
and transit-oriented development. Table 3.3 indicates the transit modal share for other jurisdictions in the GTA.
Table 3-3: AM Transit Mode Shares by Municipality: Local Transit and GO Transit Trips
AM Peak Period
AM Peak Period
AM Peak Period
Population
Municipality
Local Transit %
GO Transit %
Overall Transit %
Density (per
(Outbound)
(Outbound)
(Outbound)
square km)
Town of Oakville
1.6%
8.0%
9.6%
1,076
City of Toronto
26.8%
0.7%
27.5%
3,950
City of Mississauga
6.9%
4.7%
11.6%
2,289
City of Brampton
5.4%
2.7%
8.1%
1,627
Town of Markham
8.1%
3.3%
11.5%
1,269
City of Vaughan
7.6%
1.6%
9.2%
898
Source: 2006 TTS

3.3.

Modal Share Targets

As previously noted, Region of Halton Official Plan Policy 172(8) targets a level of public transit usage that
averages at least 20% of all trips made by Halton residents by year 2031. This includes a 20% target for trips
originating in the Town of Oakville.
The Region of Halton Transportation Master Plan (TMP) identifies transit mode share targets for the Region as a
whole. Table 3-4 is an excerpt from the Regional TMP.
Table 3-4: 2006 AM Transit Mode Shares in Oakville: Local Transit and GO Transit Trips
Overall
Year
Internal Trips
External Trips
2016
2%
7%
5%
2021
6%
20%
10%
2026
8%
30%
15%
2031
11%
30%
20%
These targets and a 20% overall transit share for Oakville would require considerable increases in the percentage
of local transit use through application of a variety of transit strategies including improved local service, increased
density, transit-oriented design and/or transit pricing. The increases in external trips will require commitment for
improved GO Transit service and service coordination between local transit service providers.
3.4.

Transit Strategies

Given the transit modal share characteristics and municipal policy, three transit strategies are being considered for
the Town of Oakville in Switching Gears:
• 6% Overall Transit Mode Share – Reflecting “business as usual” in transit service and investment.
• 12% Overall Transit Mode Share – Reflecting moderate transit share growth and investment.
• 20% Overall Transit Mode Share – Reflecting high transit share growth with considerable investment.
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4.0

Current Transit Initiatives

4.1.

Provincial Transit Initiatives

4.1.1. Metrolinx “Big Move”
The Regional Transportation Plan completed by Metrolinx in November 2009 is a regional transportation strategy
for the GTHA that identifies various investments in public transportation and land use planning to support transit
investments, for 15-year (2024) and 25-year horizons (2034).
The plan designates the area surrounding the Oakville GO Station and Midtown Oakville, as a Mobility Hub
which is defined as a major transit station area where a particularly significant level of transit service and
development potential is planned, and where there is potential for different modes of transportation to be
seamlessly integrated.
A wide variety of public transit investments are recommended in the Town of Oakville. Public transit services
could potentially include some of the following:
Express Rail: High-speed trains, typically electric, can serve primarily longer-distance regional trips with twoway all-day service. GO Trains would operate in completely separated rights-of-way, with as little as 5 minutes
between trains.
Bus Rapid Transit (BRT): Buses would operate predominantly in protected rights-of-way, separate from other
traffic, but using advanced bus technology. Buses can also operate in mixed traffic on controlled-access
expressways that employ congestion management measures such as tolls, thereby allowing buses to maintain high
average speeds.
Light Rail Transit (LRT): Light-rail transit vehicles (up to three or four cars per train) can operate on protected
rights-of-way adjacent to, or in the medians of roadways, or on rail rights-of-way. LRT can operate at grade, or
can be grade-separated, depending on justifications including cost, estimated ridership, and physical feasibility.
Automated Guided Transit (AGT): A type of rapid transit that uses a fully grade-separated right-of-way, which
can be elevated or located in a segregated at-grade corridor. The complete separation from traffic, including at
intersections, allows for the use of fully automated vehicles as well as higher service frequency, speed, capacity,
reliability and service flexibility than non-grade separated LRT.
Transit improvements proposed in the Regional Transportation Plan as part of the15-year plan within the town
limits are as follows:
• Midtown Oakville Mobility Hub planned around the Oakville GO Station.
• GO Transit Express Rail along the Lakeshore West commuter rail line.
• Rapid Transit (BRT, LRT, AGT)2 along Trafalgar Road between Midtown Oakville and Highway 407.
• Rapid Transit (BRT, LRT, AGT) along Dundas Street across Oakville.
• Rapid Transit along (BRT, LRT, AGT) the Highway 403 corridor.
• BRT in mixed traffic, along the Highway 407 corridor across Oakville.
2

Type of rapid transit technology to be confirmed through separate planning studies.
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For the 25-year plan, the only additional transit improvement proposed is the extension of rapid transit on
Trafalgar Road north to Downtown Milton. Metrolinx’s 25-year plan for the Town of Oakville is illustrated in
Figure 4-1.
Figure 4-1: “The Big Move” 25-Year Plan, Metrolinx

Source: Schedule 2: 25-Year Plan for Regional Rapid Transit and Highway Network, The Big Move, November 2009
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4.1.2. GO 2020
GO Transit 2020 identifies recommended service improvements planned for the Lakeshore West GO Rail line to
be in place by the year 2020. Those recommended improvements include:
• Train service every 15 minutes with express services provided in the peak direction during peak periods.
• Train service every 30 minutes service in the counter-peak direction during peak periods.
• Train service every 30 minutes during off-peak periods.
• Track and signal enhancements and electrification between Union Station and Hamilton.
These improvements would apply to commuter rail services serving the Oakville, Bronte and Clarkson GO
Stations.
4.1.3. GO Transit Inter-Regional BRT
GO Transit has proposed an inter-regional BRT “transitway” stretching from Oakville to Pickering operating,
ultimately, in an exclusive right-of-way, parallel to various provincial 400-series highways throughout the GTHA.
The proposed transitway would traverse east Oakville, the City of Mississauga, North York, Richmond Hill,
Markham and Scarborough, and terminate at the Pickering GO Station (See Figure 4-2).
Figure 4-2: GO Transit Proposed Transitway

Source: http://www.mississauga.ca/file/COM/PICdisplayPanelsMay19_2010.pdf
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4.2.

Region of Halton Transit Initiatives

The Region of Halton does not provide transit service or coordinated service between local municipalities.
However, through the construction and maintenance of the Regional Road system, the Region of Halton
acccommodates surface bus transit for both Oakville Transit and GO Transit. The Region currently has two
initiatives for better accommodating transit:
• Dundas Street Bus Rapid Transit (BRT) Corridor Study.
• Trafalgar Road Bus Rapid Transit (BRT) Corridor Study.
These two ongoing environmental assessment studies are anticipated to provide planning approval for an eastwest and a north-south transit corridor spine. Preliminary recommendations include curb-side exclusive bus lanes
lanes, with the potential for high-occupancy vehicles (HOV) usage in the interim.
The Town of Oakville will continously work in consultation with the Region of Halton on short-term and longterm initiatives of common interest, such as BRT operations within regional corridors, fare integratation, etc.
Regional Council approval of the Region of Halton 2011 Transportation Master Plan included a direction to
“Work with the local municipalities and Metrolinx to define an inter-municipal transit strategy for Halton in the
short, medium and long term.”
4.3.

Oakville Transit Strategy

4.3.1. North Oakville Secondary Plan Transit Plan
The North Oakville Secondary Plan Transit Plan, completed by the Town of Oakville in 2009, was developed as
part of the Town of Oakville’s planning approach for the implementation of pedestrian and transit-friendly
development to help alleviate future traffic congestion and reduce the need for future road widenings. The
underlying principle behind the plan is based on achieving a transit first community that incorporates elements of
transit-oriented development in conjunction with future road and transit service designs.
The Plan identified a transit service concept for North Oakville, as recommended in the previous Oakville
Transportation Master Plan, which is based on the following types of services levels: 1) corridor services, 2)
primary and secondary services, and 3) local services.
Corridor services provide the basic grid of service, including inter-municipal connections and connections to the
inter-regional network of transit services.
Primary and secondary corridors are distinguished by the level of service they offer, and are generally consistent
with the arterial and collector road on which they operate. Primary transit corridors provide high-frequency
service connections within Oakville, as well as inter-municipal connections and connections to the inter-regional
network of services. Primary transit corridors include Dundas Street and Trafalgar Road. These corridors would
include transit priority measures such as HOV lanes, transit signal priority and reserved bus lanes where
appropriate.
Secondary transit corridors are similar to primary corridors in that they provide a high level of service, operate on
the grid network of streets and provide cross-boundary connections. Transit priority measures would be installed
along these corridors if needed at key bottleneck areas. Secondary transit corridors proposed in North Oakville
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include New Burnhamthorpe Road, Neyagawa Boulevard, Sixth Line, Third Line and other key avenues / transit
corridors proposed as part of the North Oakville Secondary Plans.
Local services provide the highest degree of local access at the neighbourhood level, providing direct access to
lower density areas, operating on a network of arterial, avenue and connector roads. Local services may also
include direct shuttles to transit nodes, stations and shopping areas.
The transit service concept recommended in the Transit Plan for North Oakville is illustrated in Figure 4-3.
Figure 4-3: Oakville Transit Plan

The plan identifies service standards which indicate the minimum service frequencies that should be provided
along various transit corridors in the town. The recommended minimum service frequencies for each type of
service are summarized in Table 4-1.
Table 4-1: Recommended Minimum Service Frequencies (North Oakville Transit Plan)
Peak
Midday
Evening
Primary Corridor
Secondary Corridor
Local Service

10 mins
20 mins
20 mins

20 mins
40 mins
30 mins

20 mins
40 mins
60 mins

Weekends /
Holidays
20 mins
40 mins
60 mins

Source: North Oakville Transit Plan & Toolkit & Service Design Standards, August 2009
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4.3.2. Oakville Transit Strategy
The Town of Oakville Transit Strategy report completed in January 2010 provided various, long-term
recommendations to increase transit mode share for the 2021 and 2031 horizon years.
The strategy identified a “grid” network of potential rapid transit corridors serving the town. Rapid transit
corridors recommended by 2031 are illustrated in Figure 4-4. The type of transit infrastructure improvements
proposed along each rapid transit corridor is summarized in Table 4-2.
Figure 4-4: Proposed Long-Term Oakville Rapid Transit Network (2031)

Source: Town of Oakville Transit Strategy, January 2010, Exhibit 33
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Table 4-2: Recommended Year 2031 Rapid Transit Corridors
Rapid Transit Corridor
Dundas Street: Tremaine Road to Winston Churchill Boulevard
Wyecroft Road / Speers Road / Cornwall Road
Lakeshore Road
Third Line: Lakeshore Road to Dundas Street
Kerr Street
Trafalgar Road: Wyecroft Road to Highway 407

Recommended Transit-Related
Infrastructure Improvements
Busway
Transit priority measures
Transit priority measures
HOV lanes
Transit priority measures
Busway

Source: Town of Oakville Transit Strategy, January 2010, pg. 55

The Highway 407, Highway 403 and QEW corridors were identified as rapid transit corridors for inter-regional
services. Rapid transit, commuter rail services are also proposed along the existing Lakeshore West GO rail line.
Transit service and transit technology recommendations for various transportation corridors through Oakville
identified in the Transit Strategy report are summarized in Table 4-3.
Table 4-3: Transit Service and Technology Recommendations (2021 and 2031)
Corridor Horizon
Infrastructure
Segment
Bus on dedicated lanes (can
From Tremaine Road to Winston Churchill
2021
commence as an HOV lane)
Boulevard
Dundas
Street
From Tremaine Road to Winston Churchill
2031
Busway
Boulevard
From Tremaine Road to Winston Churchill
2021
Bus in mixed traffic
Upper
Boulevard
Middle
From Tremaine Road to Winston Churchill
Road
2031
Bus in mixed traffic
Boulevard
2021
Wyecroft
Road
2031

Speers
Road /
Cornwall
Road

Lakeshore
Road

2021

2031

Bus with transit priority measures

From Bronte GO to Third Line

Bus with transit priority measures
(additional queue jump lanes where From Bronte GO to Third Line
possible)
From Third Line to Winston Churchill Boulevard
(transit signal priority integration required with the
Bus with transit priority measures
City of Mississauga to access Clarkson GO
Station)
From Third Line to Winston Churchill Boulevard
(transit signal priority integration required with the
Bus with transit priority measures
City of Mississauga to access Clarkson GO
Station)

2021

•

2031

Bus with transit priority measures
(additional queue jump lanes where From Bronte Road to Dunn Street
possible)

Bus in mixed traffic

From Bronte Road to Ford Drive
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Corridor
Bronte
Road

Horizon
2021

Bus on dedicated lanes

2031

Busway

2021

Bus on dedicated lanes (HOV lane
criteria can initially be 2 people)
Bus on dedicated lanes (HOV lane
criteria can transition to 3 people)
Busway

2031

Busway

2021

Bus in mixed traffic

2031

Bus with transit priority measures

2021
Third Line
2031
Trafalgar
Road

Infrastructure

From Dundas Street to Wyecroft Road
From Dundas Street to Wyecroft Road
From Cornwall Road to 407 Transitway

Bus in mixed traffic

From Cornwall Road to 407 Transitway
From Speers Road to Rebecca Street
On Randall, from Kerr Street to Dunn Street
On Church, from Navy Street to Dunn Street
(eastbound only)
From Speers Road to Rebecca Street
On Randall, from Kerr Street to Dunn Street
On Church, from Navy Street to Dunn Street
(eastbound only)
From Upper Middle Road to Lakeshore Road

Bus in mixed traffic

From Upper Middle Road to Lakeshore Road

Kerr Street

Ninth Line 2021
/ Ford
2031
Drive

Segment
From Highway 407 (or further north) to Dundas
Street
From Highway 407 (or further north) to Dundas
Street

Source: Town of Oakville Transit Strategy, January 2010, Table 11

Other transit priority measures recommended for transit corridors in Oakville include:
• Implementation of transit signal priority measures.
• Provision of queue jump facilities with advanced stop bars for buses.
• Permitting left-turns for buses from curb lane at select locations.
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5.0

Effectiveness of Alternative Strategies

5.1.

Goals of Transit Strategies

The Town of Oakville has recognized the important role that transit plays in supporting population and economic
growth, as well as planning goals to guide future growth over the next 20 years. Since much emphasis is being
placed on the need for improved transit services in the GTHA, it has become important to invest in transit
improvements that would support the planning goals of the Town of Oakville.
It is the intent that the transit strategy for Switching Gears meets the transportation needs in a sustainable manner,
such that the strategy is:
• Operationally sustainable – that the transit service provides sufficient capacity and benefits to encourage
diversion from the private automobile for the overall transportation system to meet the level-of-service targets
for each travel mode.
• Environmentally sustainable – providing an environmentally responsible alternative to the private automobile
that provides net benefits in mitigating environmental impacts.
• Financially sustainable – the capital costs of transit needed to accommodate growth are funded through
planned development and that the operating costs can be accommodated.
5.2.

Factors Affecting Transit Demand

Transit share can be affected by a number of factors. For example, the transit mode may be preferred when it is
more convenient in terms of directness of route and travel time (particularly when transit has priority over
automobiles), when it is more cost effective (taking into consideration the cost of the vehicle, fuel and parking
relative to transit fares), when it is more convenient given the frequency of service, or combinations of the above.
Other factors include convenience associated with proximity to transit stops and the level of integration of service.
It is noted that there are limits to the degree of induced (or latent) transit demand and the potential for shifting
travel from automobile to transit. Certain members of the public are captive to the automoible mode given
mobility limitations, requirements of travel commitments for other purposes or a general preference to not use
transit. The automobile mode may be preferred if an individual needs his/her car for work or works at night when
transit service is less available. Familiarity may also affect choice; it is more difficult a person who has limited
experience with the transit system to be open to the idea of riding a bus or taking a train.
5.2.1. Affect of Transit Route Structure and Service Type on Transit Demand
Transit route structure and service fundamentally changed in September 2009 when Oakville Transit introduced
the “New Service Design”. The former transit network radiated out predominantly from the Oakville GO transit
station. The new system was supplemented by a series of cross-town connections or “grid routes” to enhance
inter-city service. Changes to the service design are shown in Figure 5-1.
As part of the service changes, the town identified a series of nodes and corridors and made adaptations to routing
to include a grid system consisting of six new transit routes running north/south and east/west facilitating faster
and more direct travel across and throughout town. The new routes will make regular stops and facilitate
connections to other grid and local routes. In order to maintain service and provide town-wide coverage, Oakville
Transit still operates many of its former routes, which it now refers to as “local routes”.
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Figure 5-1: Previous (2009) and New Service Design (2012)

Previous Service Design

New Service Design
Source:Oakville Transit
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The changes in service design, have contributed to an increase in overall ridership. Data from Oakville Transit
show that ridership has increased from 2,472,500 in 2008 to 2,874,800 in 2011, an increase of 16%. Over the
same period of time, the town population has increased by only 3.2%3.
5.2.2. Affect of Transit Pricing on Transit Demand
Limiting or reducing transit fares may be seen as one approach to increasing transit use and transit modal share.
Lower fare prices might be sufficient to offset the loss of convenience or longer travel time relative to travel by
automobile. However, It is generally believed that transit is ‘inelastic’, in that there is not much response to to
demand from changes that are made in transit fares.
Research, such as the paper “Factors Affecting Urban Transit Ridership” by Harold Kohn, have indicated that
over time fare elasticity has shown to be 0.3 (an elasticity of demand of less than 1.0 is considered to be inelastic)
for the City of Toronto and surrounding municipalities. A reduction in fares would not generate the additional
ridership to compensate for the lost revenue. A 1% reduction in fares would result in a 0.3% increase in revenue
from new riders.
In Oakville, several fare increases have been implemented over the last few years while transit ridership has
steadily increased. As such, it is difficult to determine the extent to which transit ridership was affected by
increases to transit fares.
Given the inelasticity of demand for a significant proportion of the population, pricing strategies may focus on
specific market segments to have the greatest effect. Recent town pricing strategies have included:
• A Student Freedom Pass allows students to ride throughout July and August any time of the day for $15 a
month.
• A SPLIT pass is part of a pilot project that provides a discount of 50% or more of the cost of a monthly transit
pass for high school students, adults and seniors in Halton Region with low income.
• GO Transit offers customers with valid GO tickets or passes a special co-fare of 65 cents per ride on Oakville
Transit to and from GO stations within Oakville.

3

2008 population of 169,230 and 2011 population of 174,780 as per approved Best Planning Estimates (July 2011).
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5.2.3. Affect of Service Frequency on Transit Demand
The single biggest driver of transit ridership is convenience and service frequency is the factor most often
identified with transit convenience.Higher frequency of transit service provides a real and perceived impression of
reliablity, efficiency and shorter journey times for customers. Customers will tend to prioritize using one mode
over others or go out of their way to use rapid transit for consistent travel times, i.e. subway instead of bus. For
example, a bus frequency of every 60 minutes would not attract riders, however a frequency of every 5 minutes
would make a significant difference in wait time, total travel time and customer perception. Higher frequency
transit is normally offered along transit spines to major destinations/terminals that are connected to inter-regional
and local services. However, local service will also benefit from more frequent service in connecting to rapid
transit services. Ultimately, any aspect that reduces the overall travel time will have a direct and positive impact
on ridership. In Oakville, ridership on Route 29 (Oakville GO Station to Uptown Core Terminal) operated on a
30-minute frequency with one bus and carried approximately 155,000 rides per year. The new service design
implemented in September of 2009 revised this route, renaming it Route 1 Trafalgar and increasing frequency to
every 20 minutes. As a result, ridership on this route had almost doubled with approximately 300,000 rides per
annum.The modal share targets and related service levels should also have regard for experiences of other
jurisdictions. Table 5.3 summarizes the operations and modal shares of other jursidictions.
Table 5.3: Transit Mode Shares by Municipality and Peak Hour Service Frequency
Service Frequency Service Frequency Service Frequency
Municipality
Rapid Transit
Primary Routes
Secondary Routes
City of Toronto
2-5 min
5-10 min
5-20min
City of Mississauga
NA
7-20 min
30-35 min
City of Brampton
7-8 min
10-12 min
20-30 min
City of Markham
15 min
20-60 min
30-60 min
City of Vaughan

Transit Modal
Share (AM)
26.8%
6.9%
5.4%
11.5%
9.2%

5.2.4. Affect of Access on Transit Demand
Ease of transit access can also directly impact ridership and modal share. Transit-oriented developments can
increase modal share: studies in California suggest that as much as 40% of the transit mode choice can be
attributed to self-selection phenomenon where people consciously seek out housing near major transit stops
because they want to take transit to work and other destinations. Also, the American Housing Survey suggests that
the presence of retail near rail stations can increase transit share by 4%4. Another related study on transit-oriented
development found that these types of developments degenerate automobile trips more than they degenerate
parking demand5. Many residents in transit-oriented developments commute by transit proportionately more than
they decrease automobile ownership, meaning that they self-select into these neighbourhoods to avoid congestion
and take transit to work, however, for non-work travel they still need a car. This is where carsharing can become
an option. Transit-oriented developments are usually planned so that 90-95% of urban residences, places of work,
schools, shopping centres and other facilities are within a 400 metre walking distance of a transit stop.

4
5

Cervero, R. “Vehicle Trip Reduction Impacts of Transit-Oriented Housing”
Cervero, R. “Are TODs Over-Parked?” (2009)
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5.2.5. Affect of Service Integration on Inter-municipal Transit Demand
A coordinated inter-municipal transit service can also attract more riders and increase modal share. The town can
establish inter-municipal partnerships with neighbouring municipalities, e.g. Mississauga, Burlington, Milton,
Brampton to provide more integrated service to people who make regular external trips. Greater integration of
transit systems could reduce the number of transfers for customers, reduce journey times and present
opportunities for shared facilities to access complementary inter-regional and inter-municipal transit services. The
PRESTO fare card system provides integrated travel from one system to another without having to purchase
separate fare media (tickets, passes, etc.).
5.2.6. Effect of Parking Supply on Transit Demand
Parking supply within commercial areas and higher density residential areas can influence the use of public
transit. There has been a substantial increase in the amount of free parking provided at GO Stations. This can have
two significant impacts on transit ridership. The first is that existing and potential transit users may elected to
drive to and from the GO stations; thereby decreasing transit ridership (this appears to have been the case in
Oakville). The second is that the increase in traffic around the GO stations can affect transit service reliability,
which has a negative effect on ridership. It is believed that the previously noted 16% increase in Oakville Transit
ridership, between 2009 and 2011, has occurred in spite of the fact that the percentage of ridership to access GO
train service has declined over the same period. The opportunities for increased transit use resulting from parking
supply and pricing strategies should be investigated further by the town and should include representation from
GO Transit Providing opportunities for customers to choose alternatives modes to access transit terminals can be
facilitated by increasing mobility options and infrastructure for transit, walking, cycling and carpooling.
5.2.7. Other Factors Affecting Transit Demand
Other factors that influence the demand and use of transit include: customer service improvements (vehicle and
station amenities and real-time service information), connections to and from transit stops, technology
improvements that affect rider convenience and effectiveness of service management marketing and education).
Changes in vehicle technology can contribute to passenger comfort and system image. There is limited
quantitative information on the effectiveness of these measures on inducing transit demand.
Recent initiatives by Oakville Transit include:
• Larger, more colourful and more visible bus stop signs.
• Continued installation of transit shelters throughout the community to improve customer waiting areas.
• New terminal at Sheridan College on Ceremonial Drive that provides bus bays for Oakville Transit and GO
Transit and improves customer waiting areas with heated shelters.
• Purchase of new buses with low-floor and accessible features.
• Launch of web-based trip planning tools (i.e. Google Transit Trip planner).
• Launch of up-to-date information applications (i.e. Twitter and upgraded website).
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6.0

Service Improvement Options

6.1.

Oakville Transit

6.1.1. Route Structuring
Transit networks should be designed in a way that attract as many customers as possible, including captive and
choice customers. The design of a transit network, including the structure of routes directly influences customer
mode choice. Transit systems are continually restructuring their routes to improve service effectiveness and
efficiency in response to changes in population and demand. For example, in 2009, Oakville Transit restructured
transit routes to provide a more “grid-based” network and more options for cross-town travel through the town.
The Town of Oakville should consider the following route-structuring recommendations as transit services in the
town continue to expand:
• Implement higher-order transit services on major inter-municipal and Regional corridors such as Dundas
Street, Trafalgar Road and Third Line.
• Restructure route network to a grid-based system with local transit services “feeding” higher-order transit
lines.
• Introduce express bus services to existing and proposed employment areas throughout the town from major
transit terminals and centres, such as GO stations.
• Introduce transit service into new development areas based on recommended warrants (Section 6.1.6).
• Introduce fixed-route, low cost services to new developments before conventional transit service is warranted
in order to influence mode choice and mitigate higher automobile ownership levels.
The Town of Oakville should implement a well-defined “hierarchy” of transit services, similar to that
recommended in the North Oakville Transit Strategy, that reflect the different service levels provided. This
hierarchy would consist of a variety of transit services, ranging from feeder neighbourhood and community
services to higher-order rapid transit routes and commuter rail services. This hierarchy would build upon the
transit network restructuring undertaken in 2009 to a grid-based network. Descriptions of recommended transit
network hierarchy and the services provided at each level are provided in the following subsections. These
intiatives are generally consistent with existing transit objectives outlined in the 2007 TMP and the 2008-2012
Oakville Transit Service Plan.
6.1.2. Rapid Transit Network (Primary Corridors)
The Trafalgar Road and Dundas Street corridors are recommended as part of the town’s rapid transit network.
Rapid transit routes along these corridors would likely consist of BRT services, with specially branded standard
40-foot or articulated 60-foot vehicles. The rapid transit corridors would have the following characteristics:
• Frequent service, operating every 10 minutes or less during peak periods as per the Oakville Transit Service
Design Standards.
• Enhanced station features, vehicle and passenger amenities, unique branding.
• Real-time communication of service to customers through electronic display and personal mobile devices.
• Increased average travel speeds through transit priority measures such as transit signal priority, queue jump
lanes, dedicated transit lands and limited-stop service – stopping only at major intersections and transit
stations / terminals.
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Third Line can also be considered as a candidate corridor for rapid transit or transit priority by the town.
At the time of preparation of this report, the Region of Halton has intiated bus rapid transit studies for both
Dundas Street (Brant Street in Burlington to Trafalgar Road) and Trafalgar Road (Cornwall Road to Highway
407). Future preliminary cross-sections indicate accomodation of transitways and HOV lanes, as appropriate.
Other candidate routes would be dependent on road jurisdiction and subject to further consultation.
6.1.3. Conventional Grid Transit Service (Secondary Corridors)
The local transit network would serve secondary transit corridors in the town where high levels of ridership are
expected, but not high enough to warrant dedicated transit facilities or limited stop, express services. Other transit
priority measures however may be applicable, such as queue jump lanes, and transit signal priority.
The local transit network would consist of conventional transit buses operating on a basic “grid” network across
the town. Transit vehicles would typically operate every 15 to 20 minutes during peak periods, providing all-stop
local service along non rapid transit corridors in the town. Local transit corridors potentially include Upper
Middle Road, Rebecca Street, Speers Road and Bronte Road. Allowances are identified in 2031 road cross
sections within the Region of Halton Transportation Master Plan for transit and HOV lanes on Upper Middle
Road and Bronte Road, subject to further study and approvals.
6.1.4. Neighbourhood Services (Local Services)
Neighbourhood transit services would consist of standard transit buses providing local “neighbourhood” service
on 20-minute headways during peak periods through various communities within the town. These routes would
provide “feeder” transit service to rapid transit corridors, major transit terminals and nodes across the town. The
neighbourhood network would also include para-transit services such as “care-A-van.”
6.1.5. Express Buses / Shuttle Services
Express bus / shuttle services are meant to provide point-to-point non-stop service between two specific
destinations. They typically operate during peak periods connecting high trip generators to major transit stations.
These destinations may include connecting a major transit station to a specific employment area, neighbourhood
or destination within the town. An example of these types of service include Oakville Transit’s existing Route 190
River Oaks Express, which provides non-stop service between the River Oaks neighbourhood and the Oakville
GO Station during peak periods, by-passing all stops in between those two destinations. Express / shuttle services
should be considered in the future include:
• Midtown Oakville – Winston Park Industrial Area.
• Midtown Oakville – Uptown Core.
• Midtown Oakville – Sheridan College.
• Midtown Oakville – Downtown Oakville.
• Connecting specific neighbourhoods in North Oakville with major development nodes in the town, such as
the Uptown Core, Midtown Oakville, Highway 407 BRT stations and the Bronte GO Station.
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6.1.6. Warrants for New Transit Service
As the Town of Oakville grows and new development areas are constructed, public transit services should be
provided to those areas as soon as possible. This will allow new residents to establish a mode choice based on
transit availability. Guidelines used by other municipalities suggest that transit should be introduced when there
are at least 400 households or a population of 1,000 that are beyond a 400 to 500 m walk (5 minutes) to a transit
stop or route. Transit services are typically introduced to new areas in the following manner, identifying the
targeted market:
• Priority 1: School Specials (students and some workers).
• Priority 2: Peak-period service (workers).
• Priority 3: Off-peak weekday service (shopping, medical, leisure, other).
• Priority 4: Weekday evening service (worker, shopping, leisure, other).
• Priority 5: Weekend evening service (some worker, leisure, other).
As residents locate to new subdivisions, automobile ownership decisions are typically made prior to moving. If
transit service is not available at move-in, or the criteria for providing conventional transit service are not met,
higher automobile ownership is likely. If transit service is available, the opportunity exists to prevent the
household from purchasing a second or third vehicle. In this regard, it is easier to attract that resident to transit
initially than it would be to convince them to switch to transit later when service is finally warranted. The Town
of Oakville should make every effort to extend existing services to developing subdivisions by restructuring or
streamlining nearby routes. Alternatively, other demand-responsive or fixed route peak services should be
explored.
6.2.

GO Transit Services

6.2.1. GO Transit Rail Services
For inter-regional services operated by GO Transit, the “Big-Move” 15-year (and 25-year) Regional
Transportation Plan recommends a minimum 15-minute peak period train service with express rail provided in
both directions along the Lakeshore West rail line. More frequent rail services can be expected in the peak
direction in future horizons since some services on the Lakeshore West line already run at 10-minute intervals
today. This further supports the recommendation for 10-minute bus frequencies on primary transit corridors in the
town, many of which will provide connections to GO stations.
GO Transit commuter rail should continue to serve the town with local and express services operating from
Oakville Station both easterly towards downtown Toronto and westerly to Hamilton. Recommended service
levels include daily, two-way, all-stop and express rail (at least every 15 minutes during peak periods) commuter
service between Hamilton and Toronto, serving both Bronte and Oakville GO Stations.
6.2.2. GO Transit Bus Services
GO bus services should continue to serve the town. GO BRT services along Highway 407 should be provided
with more frequent and daily service provided as warranted. The Oakville GO Station would also be served by the
inter-regional GO BRT network proposed to operate between Oakville and Pickering, which would likely
accommodate the existing inter-regional services. There are various options that may be considered for GO bus
services.
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6.3.

Inter-Municipal / Inter-Regional Service Improvements

Additional transit connections could be provided to adjacent municipalities and transit systems, as warranted, to
promote a more “seamless” transit network, and allow more convenient travel between adjacent municipalities.
Oakville Transit currently provides service into Burlington via Route 14 along Lakeshore Road West, as well as
multiple services into Mississauga, serving destinations such as the South Common Centre and Clarkson GO
Station.
Opportunities for new inter-municipal connections that should be considered include:
• Providing inter-municipal transit service into Mississauga and Burlington along various east-west corridors
including Lakeshore Road, Rebecca Street, Upper Middle Road, Dundas Street and Burnhamthorpe Road.
• Providing inter-municipal transit service into the Town of Milton along north-south corridors such as Ninth
Line, Trafalgar Road and Bronte Road, and along new north-south arterials to be constructed between the two
municipalities.
Inter-Regional service should continue to be provided by GO Transit / Metrolinx, to provide “point-to-point”
express services between adjacent municipalities and regional destinations throughout the GTHA, utilizing
corridors such as the QEW, Highway 403 and Highway 407, as well as the GO rail network. Improved
coordination with GO Transit in terms of service frequency and connections is an ongoing effort.
The Trafalgar Road and Dundas Street corridors are under study for rapid transit service. Limited-stop and/or
express services should be provided along these inter-municipal and inter-regional transit corridors with the
transit priority measures, described in this report, where applicable.
6.4.

Para-Transit Service Improvements

An accessible transit system enables people of all ages and abilities to travel in Oakville. Recognizing
demographic shifts, whether by age and/or ability, allows for better planning and coordination of service needs .
Approximately 1.5 million people in Ontario have disabilities representing 15.5% of Ontario’s population. As the
population ages, the disability rate is expected to increase. Canadian statistics identify some 43% of people aged
65 and over have a disability6.
Oakville Transit’s care-A-van service, as noted in Section 2.1.2, offers door-to-door transportation service for
people with mobility challenges who are unable to board regular transit vehicles or walk a distance of 175 metres.
The new Transportation Standards as mandated under the Ontarians with Disabilities Act (ODA) will result in an
increased demand for this service.
6.5.

System Acessibility

As Oakville’s population ages, there will be increased demand for para-transit services. With Oakville Transit
achieving its goal of a 100% low-floor bus system, this will allow many persons with disabilities to use the
conventional transit network. The town is obligated by the Accessiblity for Ontarians with Disabilities Act
(AODA) to provide door-to-door para-transit services where conventional transit service is provided.

6

Human Resources and Skills Development Canada, Disability Facts about Seniors. www.hrsdc.gc.ca.
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Accessibility goes beyond equipping transit vehicles; accessible infrastruture at bus stops and on paths leading to
bus stops are equally important. Providing for accessible sidewalks, ramps, audible information and tactile cues
assist individuals in wayfinding. Additional amenities such as shelters and seating assist all customers.
The PRESTO fare card is being integrated with the para-transit system; an opportunity exists to enable taxi
services with this technology as taxis are used to supplement care-A-van buses. Further detail on accessible
infrastructure related to transit and the public realm is provided in the Accessibility background paper.
6.6.

Infrastructure Improvements

Capital improvements refer to investments in physical infrastructure to support transit. Given the transit initiatives
proposed in the Town of Oakville, infrastructure improvements, both minor and major, are required to support the
recommended transit improvements. This section identifies various infrastructure improvements that the Town of
Oakville should consider to support increased investment in public transportation. Future transit service and
technology recommendations are noted in Section 4.3.2.
6.6.1. Transit Signal Priority
Transit signal priority (TSP) systems have been installed in many jurisdictions throughout the world to improve
schedule reliability and decrease transit travel times. TSP allows specially-equipped transit vehicles to
communicate with an approaching traffic signal and “hold” the green display, allowing for the transit vehicle to
move through the intersection with less delay. TSP is a “priority” process that modifies the normal signal
operation to better accommodate transit vehicles, rather than a “pre-emptive” process that interrupts normal signal
operations. TSP can increase transit travel speeds and reduce transit delays, improving the on-time performance of
transit vehicles. Transit signal priority can be implemented in a variety of ways including passive priority, early
green (red truncation), green extensions and actuated transit phases. Figure 6-1 illustrates the TSP concept.
Figure 6-1: Transit Signal Priority Concept
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6.6.2. Queue Jump Lanes
Queue jump lanes typically consist of an additional
travel lane on the approach to a signalized intersection
that is reserved for transit vehicles only. The intent of
this lane is to allow for transit vehicles to by-pass
vehicle queues on an approach to an intersection and
“cut” to the front of the queue, minimizing delays to
transit vehicles. Queue jump facilities can also consist
of extended right-turn lanes that are shared by all
motor-vehicles, but allow for transit vehicles to proceed
straight through the intersection (from the right-turn
lane), by-passing vehicle queues from through-traffic.
Figure 6-2 illustrates a typical queue jump
configuration.

Figure 6-2: Typical Queue Jump Lane

Source: http://www.tc.gc.ca/eng/programs/environment-utsp-imageshalifax-904.htm

Transit signal priority measures used in conjunction with queue jump lanes can also minimize delays to transit
vehicles at intersections and improve transit-vehicle speeds. These measures allow for transit vehicles to by-pass
vehicle queues and utilize TSP to cross an intersection. By placing bus-stops on the farside of the intersection,
transit vehicles can fully utilize these transit priority measures and not have to stop on the nearside of an
intersection to collect or discharge passengers.
Queue jump facilities are excellent short-term, cost-effective strategies that can improve surface transit operations
along major arterials. Inter-municipal transit corridors that travel through Oakville and connect to adjacent
municipalities, such as Dundas Street and Trafalgar Road, would benefit from these types of transit priority
measures as long bus routes that cross multiple neighbourhoods and municipalities are more susceptible to delays
due to their length, mixed traffic operations, high passenger use and frequent stops.
Table 4-2 and Table 4-3 identify potential locations for transit priority measures, including queue jump facilities.
6.6.3. High-Occupancy Vehicle Lanes
High occupancy vehicle (HOV) priority refers to strategies that give HOV vehicles priority over single-occupant
vehicles (SOV). HOV priority treatments include:
• HOV lanes on highways and arterial roads.
• High-occupancy toll (HOT) lanes.
• Busways.
• Queue jump lanes and intersection modifications.
• Streetscaping improvements.
HOV lanes are designated travel lanes reserved for vehicles with multiple passengers. HOV lanes on urban
arterial roads are typically reserved for vehicles with 2+ or 3+ passengers, including transit vehicles, taxis and
cyclists. They are usually located in the curb lane. The restrictions applied to HOV lanes limit the number of
vehicles that are qualified to utilize the HOV lane which can result in less congested conditions when compared to
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general purpose lanes. Less congested conditions allow for increased travel speeds and reduced delays for transit
vehicles.
HOV lanes on arterial roads are best suited for local or limited-stop transit. Arterial HOV lanes should be
considered along major transportation corridors in Oakville such as Dundas Street and Trafalgar Road.
HOV lanes on freeways includes occupancy restrictions similar to those on arterial roads, but are typically located
in the median/shoulder lanes of highways and designed for higher travel speeds. Bus passenger facilities for
boarding are situated off-highway, typically near interchanges. Freeway HOV lanes are best suited for intermunicipal and inter-regional “express-bus” or “commuter” services. HOV lanes are already in place on some
sections of the QEW in Oakville. HOV lanes on Highway 403 and on the remaining segments of the QEW though
Oakville are being considered by the Ministry of Transportation.
Streetscaping improvements associated with HOV lanes can include modifications to curb lanes and boulevards to
better suit HOV and transit vehicles such as enhanced bus stops and bus pullouts.
6.6.4. Dedicated Transit Lanes
Dedicated transit lanes are travel lanes reserved for transit vehicles only and not any other multiple-occupant
motor-vehicle. In some cases, dedicated transit lanes may be used by cyclists where a wider lane can be provided.
Dedicated transit lanes bring obvious benefits to transit operations such as increased travel speed, improved
schedule reliability and, often times, improved image. When transit operations are physically separated from other
traffic, their operations can become competitive with some private automobile trips. These improvements can
help retain existing customers and attract new customers. Figure 6-3 illustrates a dedicated transt lane concept.
Many cities in North America experienced immediate reversals in downward ridership trends following the
implementation of dedicated transti lanes. The cities of Vancouver, British Columbia, Madison, Wisconsin and
Portland, Oregon, have all experienced an annual increase in transit ridership between 10% and 30% for several
years after implementation of dedicated transit corridors. Transit systems in London, England, Paris, France and
many other European cities experienced similar results in ridership.
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Figure 6-3: Dedicated Transit Lane Concept

Source: Trafalgar BRT Public Meeting #2 Display Panels

6.6.5. Transit Stop Enhancements
Many transit agencies are improving their transit stop designs, especially along heavily patronized routes. Stops
that are poorly lit, do not have shelters, well-defined passenger waiting areas or that are not accessible can deter
potential riders from using transit, especially choice customers. Transit stop improvements not only apply to
general maintenance and up-keep, but also include “transforming” bus stops into comfortable, safe and secure
areas for passengers. These improvements are meant to provide the following benefits to transit users:
• Convenience, comfort and accessibility..
• Security, safety and visibility.
• High capacity passenger processing.
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Transit stop enhancements that the Town of Oakville should consider include:
• Real-time passenger display information, indicating to travellers when the next transit vehicles will arrive
• Innovative bus stop designs that provide weather protection and the extensive use of glass to ensure that
travellers are fully visible from the street.
• Litter/recyling recepticals at each stop, possibly coordinated with other street furniture.
6.6.6. Transit Station Enhancements
Similar to bus stop enhancements, improved transit stations can also greatly influence passenger attraction and
ridership. Various best practices and innovative features are discussed below.

Attractive / Modern Station Design
Attractive station design can contribute to a more enjoyable overall transit experience and assist in attracting new
riders. Station designs should consider features such as:
• Use of glass to allow for natural lighting.
• High ceilings and open interiors to allow for a high volume of passenger movements.
• Stations incorporated into surrounding developments rather than segregating the transit facility from
surrounding land uses.
• Ease of accessibility to services.
Waiting Area Amenities
Amenities at waiting areas can also enhance the overall transit experience. These may include:
• Seats and benches.
• Appropriately placed designated waiting areas, i.e. in close proximity to emergency telephones, and in well-lit
areas within view of a station attendant.
• Washroom facilities.
• Newspaper and refreshment vendors/vending.
• Customer information, such as maps, up-to-date schedules and wayfinding signage.
6.6.7. Considerations for Oakville and Bronte GO Transit Stations
Connections between GO Transit and Oakville Transit routes should be made as seamless as possible for transit
customers transferring between connecting systems. Transfers between surface transit operations such as
commuter rail, BRT and local bus operations should be provided at the same level whenever possible. Having to
travel up and down multiple steps may deter customers from using transit. Cross-platform connections should be
maximized wherever possible. Many surface transfer stations are also being designed in a method that allows for
connecting transit services to be visible from most areas of the station. Where cross-platform transfer
opportunities cannot be provided, elevators, escalators and ramps must be provided at multiple level facilities to
ensure accessibility for all users.
As Midtown Oakville begins to develop into a high-density mobility hub, there are plans for existing surface
parking lots to be replaced with multi-level structured parking to minimize the amount of land allocated to
parking and to provide additional parking. A parking strategy that includes GO Transit is needed to prioritize the
use of local transit to the station. Parking strategies should be further developed for Midtown Oakville which may
include a rationalization on the location and amount of parking supply as well as other parking management
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intiatives (e.g. short-term vs. long-term). The role of parking should also be carefully considered at the Bronte GO
Station to allow for transit-oriented development to occur in close proximity to the station.
Although parking is important, providing and promoting non-automobile access to GO stations should be
prioritized including convenient access by connecting transit services, walking and cycling.
Structured parking does not need to be placed directly adjacent to a transit platform. Rather, placing structured
parking a short walk away from the transit station leaves the land nearest to the station available for prime real
estate such as retail and residential development, providing convenient walk-in access from adjacent development
to the GO station. Parking can also be shared among patrons who make use of it at different times, in order to
minimize an oversupply of parking. For example, the San Diego Transit system shares one of its parking garages
with a movie theatre, with transit users using the parking spaces during the day, and movie patrons using it in the
evenings and on weekends. There is a need for mixed-use development and in particular residential development
to be situated in proximity to rapid transit stations to ensure the growth of transit use.
Clearly defined and direct pedestrian corridors should be Figure 6-4: Midtown Oakville Station District
provided between the transit station and adjacent land
uses. Sidewalks and/or pathways should be accessible
and connect directly to the station and building entrances
and should be separate from vehicular functions in the
area, minimizing the amount of parking lots that need to
be crossed. Provisions for cycling should also be
provided, including secure bicycle parking, and
designated cycling routes that provide clearly delineated
and direct access to the station.
Figure 6-4 shows a concept for Midtown Oakville
Station District.
Source: GO Transit/Metrolinx

6.7.

Technology Improvements

Transit vehicles serving Oakville today are modern and efficient. All future transit vehicles purchased should be
of modern design, attractive, comfortable and accessible to attract passengers and increase ridership. Transit
vehicles should be best-suited to the service they provide; meaning, high-capacity vehicles should be used for
heavy demand routes, and smaller, low capacity vehicles for lower-demand routes. However the cost implications
of having multiple types of vehicles in the fleet should be carefully considered.
6.7.1. Intelligent Transportation Systems
Intelligent Transportation Systems (ITS) is a descripton for the application of advanced and emerging
technologies in a transportation system with an emphasis on safety, efficiency and convenience. These
technologies typically include computers, sensors, controls, communication and electronic devices. ITS
applications for transit can include, but are not limited to, automatic vehicle location (AVL) technology,
automoatic passenger counter (APC) technology, on-board systems, real-time transit information and mobile
applications.
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Oakville Transit plans to implement ITS for the management of its service in late 2012 with full functionality by
spring of 2013. This system will track transit service in real-time by location and relative to schedule. This
information allows supervisory staff to more effectively manage service and facilitate improved connectivity. It
also allows for real-time service information to be communicated directly to customers. ITS will provide onboard
next stop announcements and pre-boarding destination announcements as required by AODA. Management
information reports generated by ITS , including automated passenger counters will also provide the ability to
identify efficiencies in service delivery and improve accountability.
6.7.2. Transit Buses

Accessible / Low-Floor Vehicles
The majority of transit agencies in North America and worldwide are standardizing their fleets with low-floor,
fully accessible vehicles and phasing out non-wheelchair accessible vehicles. This is a growing trend towards
establishing fully-accessible transportation systems. Oakville will have a 100% low-floor accessble fleet by
August 2012.
Alternative Vehicle Configurations
The use of new and innovative transit vehicles can be an effective means of attracting passengers and marketing
transit services. Innovative designs can also provide many operational benefits over standard transit vehicles.
Articulated buses in Canada are typically 18 m (60 ft) in length, and are effective in that they can carry more
passengers than a standard 12 m (40 ft) bus. An articulated bus is illustrated in Figure 6-5. The “bending” section
of the bus allows for articulated buses to safely navigate the same streets as conventional 40 ft buses. Articulated
buses may be appropriate on high-demand routes in the Town of Oakville, especially on designated rapid transit
corridors.
Figure 6-5: Articulated Bus

Source: York Region (2012),http://www.yorkregion.com/article/1278317--yrt-beefing-up-buses-on-yonge

There is a growing popularity for double decker buses in Canada with GO Transit currently using double decker
buses on its Highway 407 BRT services, including services to Oakville. Figure 6-6 shows a GO Transit double
decker bus. The operational benefits provided by double decker buses are similar to those with articulated buses,
including increased passenger-carrying capacity within a single vehicle compared to a standard transit bus.
Double decker buses carry more passengers without significantly increasing the overall length of the bus,
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allowing buses to navigate street networks with tight curves and turning radii that an articulated bus may not be
able to navigate. Double decker buses may also be appropriate for high demand routes in the Town of Oakville.
Figure 6-6: GO Transit Double Decker Bus

Source: GO Transit/Metrolinx

6.7.3. Higher Order Transit Vehicles

Light Rail Transit
Light Rail Transit (LRT) is a driver operated urban passenger rail transit vehicle. LRT usually runs at street-level
in mixed vehicular and pedestrian traffic and propelled by overhead electrical wires. Modern LRT vehicles can
operate in single or multiple train units to meet required capacity. Articulated units are able to negotiate a
minimum turning radius of 25 m. Compared with buses, LRT vehicles provide a smoother and more comfortable
ride, even with faster acceleration, and higher capacity. Maximum operating speeds for electric powered LRT
vehicles range from 65 to 105 km/h, with many of the newer vehicles capable of reaching speeds over 100 km/h.
Automatic Light Vehicle
Automatic light vehicles, for example the Cityval People Mover vehicle by Siemens are used for an automated
rail-based light metro system. This system is intended to operate within an exclusive right-of-way and is typically
raised above the roadway without interference from surface traffic. Similar systems exist in Lille, France;
Chicago, USA; Taipei, Taiwan; Bangkok, Thailand; and Turin, Italy. Figure 6-7 showns an example of an
automatic light vehicle.
The benefits of people mover technology are increased train frequency, narrower car widths (2.08 m) and shorter
train lengths (13 m). Passenger carrying capacity for a people mover system ranges from 5,000 to 30,000
passengers per hour per direction. The operating issues may include the interaction of driverless vehicles with
automobile traffic, the requirements of traffic control or grade-separation and the horizontal geometry and
property implications.
These forms of higher order transit systems are typically used in cities with a population of 400,000 or more.
Operational characterstics and implementation costs for such a system would require research and analysis for
implementation in the Town of Oakville. The current design of infrastructure, being developed for conventional
bus or BRT, should consider the potential for upgrades to higher order transit systesms. Where possible, designs
of major elements (e.g. structures) should not preclude the geometry needs of higher forms of transit vehicle.
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Figure 6-7: CityVal People Mover

Source: Siemens

6.7.4. Alternative Fuels
Many transit agencies are turning to alternative fuel sources to reduce dependency on foreign oil, minimize
harmful emissions into the air, and to improve the operating efficiency of their transit vehicles. Traditionally,
many transit vehicles burn diesel which produces greenhouse gas emissions, such as carbon dioxide and nitrogen
oxides that are harmful to the environment and reduce air quality. Alternative fuels can help minimize the “carbon
footprint” of transit vehicles.
Various types of “clean air” alternative fuels include:
• Methanol, an alcohol-based fuel source produced primarily from natural gas7.
• Ethanol, an alcohol derived from biomass (corn, sugar cane, grasses, trees and agricultural waste)8.
• Biodiesel, comprised from plant or animal-derived oil products, organic materials9.
• Compressed Natural Gas (CNG), composed of methane that can be stored as a compressed gas of a cryogenic
liquid10.
• Liquefied natural Gas (LNG).
• Hybrid Electric.
• Fuel cells.
• Battery-powered.

7 Alternative Fuel Transit Buses, Final Results from the National Renewable Energy Laboratory Vehicle Evaluation Program, US DOE,
pg.6
8 Ibid
9 Ibid
10 Ibid
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6.7.5. Vehicle and Service Branding
Bus operations in mixed traffic typically have a poor image in the public’s view. New bus-based transit operations
incorporating some transit priority treatments are typically marketed to establish the operations as a new distinct
service, unlike typical bus operations. Such marketing measures include using another colour scheme and logo for
transit vehicles and modified stops with unique, but consistent, architectural treatments. These elements are
typically used for BRT and LRT applications on higher-order transit lines. These features help higher-order transit
lines “stand-out” from standard transit services, making them noticeable to transit customers and non-customers
alike.
Promotional features include using “catchy” brand names for new and improved transit services, such as “VIVA”
BRT services in York Region or “Züm” BRT services in Brampton. Mississauga Transit recently rebranded both
its conventional transit services and its express routes, naming them “Mi-Way” and “Mi-Express,” with
conventional transit buses painted primarily in orange and express buses painted primarily in blue to help
distinguish the two services.
Figure 6-8: Vehicle Branding Examples –Mississauga Transit and Brampton Transit

Source: http://www.ronstarr.ca

Source: Mississuaga Transit

The Town of Oakville could consider “branding” new express services that are introduced throughout the town,
especially on designated higher-order transit corridors such as Trafalgar Road and Dundas Street.
6.7.6. Vehicle Amenities
In an effort to keep transit vehicles up-to-date, retain existing transit customers and attract new customers, special
amenities are being installed on various transit systems across the country and worldwide to improve the transitriding experience. Examples of these amenities include:
• Automated next-stop displays.
• Low-floor and multiple door boarding / alighting.
• Real-time information(i.e. location maps, interchange information).
• GPS tracking systems.
• Stop request buttons and cords that can be reached from a seated position.
• Wi-Fi services.
• In-vehicle closed circuit television.
• Tables/surfaces on buses.
• On-board ticket machines.
• In-vehicle maps / traveler information.
• “Plush” seats.
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6.8.

Integrating Transit with Other Modes

Transit service cannot be looked at in isolation. Integrating transit with other travel modes is essential to the
success of a transit system. This includes providing convenient access to bus stops and transit terminals for
pedestrians.
6.8.1. Pedestrian Enhancements
Pedestrian enhancements refer to proactive approaches that can be made to change the physical environment
around new and existing transit station areas and transit stops. The majority of transit users in the GTHA walk to
their transit stop11. If bus stop infrastructure is not noticeable, inviting, attractive and informative, it may deter
potential transit customers from using transit. Transit stop and station enhancements identified in Sections 6.6.5
and 6.6.6 should be applied wherever possible and be made accessible to the fullest extent possible.
The town should maintain the policy that a transit stop is no more than 400 m (5 minute walk) from all residents
in developed areas of the town.
6.8.2. Transit and Cyclists
Cycling is often a forgotten travel mode for accessing transit. However, providing cycling access to transit
stations and services is another key ridership growth strategy. Many jurisdictions have very successful integration
strategies between cycling and transit. These include the provision of bicycle racks on buses (see Figure 6-9) and
secure bicycle parking at transit stops and stations. Oakville Transit and GO bus services provide bike racks on
their vehicles. Secure bicycle parking is also provided at GO stations. The town should continue to provide
bicycle racks on all future transit vehicles purchased by Oakville Transit, while also investing in the provision of
bicycle parking at transit stops and terminals.
Figure 6-9: Example of Bicycle Rack on Bus

Source: Oakville Transit

11 Metrolinx Smart Commute: 2008 Commuter Attitudes Survey Report, June 27, 2008
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6.8.3. Transit and Vehicles (Park and Ride / Carpool Lots)
There are currently two park-and-ride lots in the Town of Oakville along Highway 407, one at Bronte Road and
one at Trafalgar Road. These lots are currently served by GO transit bus vehicles only. The town should consider
providing local transit service to these park-and-ride lots to provide direct transit connections between local
Oakville Transit routes and GO Transit Highway 407 BRT services. As well, there may be opportunities for
Oakville Transit to serve the QEW at Bronte Road carpool lot which is not currently servieced by transit.
GO Transit Highway 407 services currently operate every 10 to 15 minutes in the peak direction from the
Trafalgar Road lot and every 30 minutes in the peak direction from the Bronte lot during peak periods. Off peak
service is typically every 30 minutes at the Bronte lot and every 15 minutes at the Trafalgar lot. Weekend service
is not provided. Demand forecasting experience has shown that the most successful park and ride lots are those
with transit service characterized by a maximum of 10 to 15 minute intervals during peak periods, and with the
availability of regularly scheduled midday service.12 Therefore, as additional development in Oakville and
surrounding municipalities occurs and as demand warrants, peak period service frequency should be increased.
In addition, similar to transit stations, provisions for non-automobile access should be provided at park-and-ride
lots. Such as clearly delineated pedestrian and cycling routes and accesses through the park and ride lot, clearly
marked and visible pedestrian waiting areas and secure bicycle storage.
Park and ride lots may also be considered at other major transit nodes within the town such as the Uptown Core,
shopping malls, plazas, downtown Oakville and other future transit nodes developed in North Oakville.
6.9.

Customer Service Improvements

Transit-related customer service improvements include the provision of services and/or facilities that enhance the
transit customers experience when using transit. This is an important element for encouraging transit ridership,
especially for choice transit customers.
6.9.1. Passenger Information
Providing passenger information is important in providing satisfactory customer service. Passengers should be
informed of their current location, how they can travel to their destination and when they will arrive or depart.
Some of the typical means of communicating such information include:
• Station/stop name signage.
• Arrival / departure time of connecting transit services.
• Transit routes serving the terminal and where they can be located.
• Transit system maps, also showing the location of the transit terminal / station.
• Span of service / frequency of service.
• Service schedule for low-frequency routes.
• Wayfinding signs providing information such as designated “safe” waiting areas, locations for purchasing
tickets / fare agents, passenger pick-up drop-off areas, washroom facilities, entrances / exits, nearby
attractions / places of interest.

12 Robert J.Spillar, “Park and Ride Planning and Design Guidelines, October 1997”, Parsons Brinckerhoff Quade & Douglas Inc. New
York, NY
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•
•
•

Audio and visual stop announcements.
Implementation of ITS such as automoatc vehicle location (AVL) systems and global positioning systems
(GPS), real-time information boards, interactive maps, etc.
Automated trip planning tools, mobile applications for maps, etc.

6.9.2. Passenger Amenity Standards
A primary goal of transit systems is to continuously increase ridership. One aspect of accomplishing this is
through providing passenger amenities. By establishing passenger amenity standards, a quantitative/qualitative
scale for the provision of amenities will ensure an appropriate standard throughout the transit system. Standards
may prescribe conditions for bus shelters, accessible connections, cleanliness and the level of maintenance.
6.9.3. Considerations for Students and Seniors
Students are considered part of a “transit-captive” market since many high school students who are transit users
are not old enough to drive. Many post-secondary students are also regular users of transit since many, although
old enough to have a drivers’ license, may not own or have access to an automobile.
It is important to make efforts to retain these transit customers as they move onto different life cycles or life
stages in which they no longer need to rely on transit. Incentives for capturing the “student” market include
providing discounted fares to students, or continuing to provide “school specials” and other transit services that
cater to high school and post-secondary students.
Similarly, seniors who choose not to or are unable to drive also represent a “transit-captive” market. Seniors may
use transit as part of living an independent lifestyle or one that is organized i.e. seniors home and they may have
specific destinations to serve their frequent needs, e.g. shopping, medical and recreation. Seniors may not have
access to the resources for transportation i.e. family and friends or financial position to afford taxi service. It is
important that transit be accessible and user-friendly such that it be can be relied upon as a primary means of
transportation. Incentives for seniors may include discounts from the adult fare rate and special services for those
with reduced mobility.
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7.0

Service Requirements for Transit Scenarios

Many of the above mentioned improvements can be considered for implementation to increase transit mode share
in the future. Initiatives can be introduced at various times in order to achieve 6%, 12%, and 20% overall transit
mode share.
7.1.

Trend Scenario (6% Transit Share)

Strategies that may be considered to maintain an overall 6% transit ridership include:
• Expand transit service to North Oakville with transit-oriented design with cycling and pedestrian connections
to transit.
• Introduce higher frequency bus service on Trafalgar Road and Dundas street to achive high local transit mode
share and inter-municipal service to offset the lack of GO rail service in North Oakville.
• Maintain peak period service frequency of primary routes of 10 minutes and peak period frequency on
secondary and local routes of 20 minutes, as per the Oakville Transit Service Design Standards.
• Provide bicycle racks on the expanded bus fleet.
• Expand park and ride facilities, with support of the Ministry of Transportation.
• Structure routes to optimize utilization of the transit system.
• Improve care-A-van bus service and expand para-transit services to North Oakville to serve those with
disabilities.
7.2.

Moderate Growth Transit Scenario (12% Transit Share)

In addition to those listed in Section 7.1, other strategies that may be necessary to achieve 12% transit share
include:
• Improve customer service, e.g. provide passenger information at transit stops.
• Provide dedicated transit lanes on rapid transit corridors (Dundas Street, Trafalgar Road, Highway 407
consistent with the Halton Region BRT Studies) and HOV lanes on other primary corridors.
• Highway 403 Transitway (Midtown Oakville to Mississauga Highway 403 Transitway).
• Provide queue jump lanes for transit vehicles at key intersections.
• Introduce express/shuttle bus service in growth areas.
• More frequent GO rail and bus service.
• Introduce transit signal priority measures.
7.3.

High Growth Scenario (20% Transit Share)

In addition to those listed in Sections 7.1 and 7.2, other strategies that may be considered to achieve 20% increase
in transit share include:
• Introduce high frequency rapid transit services (5 minute headways or better).
• Comprehensive transit marketing campaigns.
• Coordination with comprehensive TDM initiatives including parking strategies.
• Improve technology and amenities, e.g. on transit vehicles.
• Provide seamless inter-municipal transit to Mississauga, Burlington and Milton.
• Provide transit stop/station enhancements.
• Provide enhanced station amenities.
• GO-Metrolinx Express Rail along the Lakeshore line.
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8.0

Funding and Implementation

8.1.

Route Costs

In 2011 Operating costs for Oakville Transit were $19,538,198. For operating costs, 30% to 35% of costs are
currently recovered from the fare box. The estimated operating costs are based on $85 per service hour.
8.2.

Revenue and Funding

A portion of the increase in capital costs associated with development and growth in travel can be accommodated
through the development charges fees. The previous development charges by-law recovers $1,138 per unit for
transit.
The Town of Oakville has received $11,911,604 in provincial funds for municipal transit since 2004 and will
receive $2,286,736 this year. Recently, the following initiatives were achieved with provincial funding sources:
• Construction of a 265,000 square foot state-of-the-art Leadership in Energy and Environmental Design
certified transit facility to accommodate Oakville’s transit expansion over the next 20 years (facility was
partially funded through federal grants).
• Construction of a new transit terminal and drivers’ facility in the Uptown Core.
• Installation of more than 50 new bus shelters throughout the town to improve convenience and accessibility.
• Expansion of bus fleet.
• Installation of bike racks on the entire bus fleet.
• Implementation of PRESTO fare card on the entire bus fleet to seamlessly connect riders to transit systems
across the Greater Toronto and Hamilton Area.
To achieve higher levels of transit use and to meet the transit targets articulated in the Region of Halton Official
Plan and Transportation Master Plan, additional funding resources will be required.
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9.0

Summary / Conclusions

Transit plays a significant role in Switching Gears by providing a vital and sustainable travel mode for trips
within and beyond Oakville. Increasing the transit modal share through increased frequency, routing and customer
service will help accommodate future population and employment growth and to achieve policy objectives.
Reaching desired modal shares for transit complementary to active transportation and travel demand management
intiatives will be a challenge. Transit represents a key component in reducing single occupancy automobile use
and deferring the need for additional road capacity and related environmental impacts.
Oakville Transit provides local bus service on 27 regularly schedule routes with an additional seven special routes
serving secondary schools and three special routes serving senior citizens. Para-transit services are provided by
care-A-van buses serving customers with mobility needs that are unable to be met by conventional transit. Interregional transit services are provided by GO Transit (rail and bus). The town is served by Oakville, Bronte and
Clarkson GO stations.
Recommendations in Switching Gears for transit service and technology for 2021 and 2031 along specific
corridors include buses operating in dedicated lanes, within busways, in mixed traffic and along roadways with
transit priority measures. These recommended corridors, which were identified as Dundas Street, Upper Middle
Road, Wyecroft Road, Speers Road/Cornwall Road, Lakeshore Road, Bronte Road, Third Line, Trafalgar Road,
Kerr Street and Ninth Line/Ford Drive, are subject to further review and approval.
At the regional level, the Region of Halton environment assessment process is well underway for the Dundas
Street and Trafalgar Road bus rapid transit corridor studies expected to postively impact these corridors within the
town and increase ridership, particuarly to and from North Oakville. The North Oakville Secondary Plans include
a transit first strategy that encourages compact, pedestrian scale, mixed-used development that supportives livework spaces.
The success of transit to the town is a critical factor in a sustainable transportation system. A range of short and
long-term options for building upon and improving public transit provisions in the Town of Oakville are
described in this report to guide future decisions with the objectives of increasing ridership and mobility of
residents. These are supported by existing policies, including the Provincial Policy Statement, Regional Official
Plan, the Livable Oakville Plan and North Oakville Secondary Plans.
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APPENDIX 5-B
Paper #5b Road Design

Paper #5b
ROAD DESIGN
This paper conducts a review of current road design practices to assess whether they are compatible with accepted
engineering standards and guidelines and consistent with the transportation vision and community planning and
urban design concepts expressed in the Livable Oakville Plan (2009), Active Transportation Master Plan (2009),
North Oakville Secondary Plan (2009), and Halton Region’s Transportation Master Plan (2011). Design
characteristics for street classifications including local, collectors, avenues, connectors and arterial roads, are
assessed with respect to the following issues:
• Right-of-way.
• Vehicle lane widths.
• Bicycle accommodation.
• Sidewalk and pathway design, given accessibility needs (Accessibility for Ontarians with Disabilities Act).
• Boulevard treatments.
• Design speeds.
• Above-ground utilities.
• Progressive treatments such as roundabouts.
• Parking supply and operations/restrictions.
• Intersection radii and corner treatments.
• Sub-surface infrastructure.
Conventional street design has limitations in meeting the needs of some roadway users and may not fully address
growth needs of the Town of Oakville. State-of-the-practice design policies and guidelines were referenced for the
update of the town design standards and consideration was given to the introduction of a Complete Streets policy.
The Town of Oakville’s Active Transportation Master Plan recognizes the significance for development of a
Complete Streets policy that ensures safe movement and use of the road network by citizens of all ages and
abilities, but not alluding that the road right-of-way is always widened to accommodate dedicated facilities for all
road users.

1.

Benefits of Accessible and Complete Street Road Design

The Town of Oakville’s approach to road design is important in providing for the basic functions of roadways
including accommodating vehicular capacity, providing rights-of-way for utilities and managing drainage of the
right-of-way. The approach to road design can also address the objectives of the Livable Oakville Plan, including
encouraging choice of alternative modes of travel through the provision for cyclists and pedestrians, the
facilitation of efficient transit operations, meeting the requirements of accessibility and providing livable places
within the public right-of-way. It can also affect whether people feel safe with the travel mode that they select.
Roads should be designed to make the most of the natural environment and help to create a sense of identity,
while also meeting their functional requirements.
Complete Streets policies recognize that streets are public spaces and all road users should be considered in the
design and operation of roadway space, including pedestrians, cyclists, public transit users and motorists. They
are based on the concept that people of all ages and abilities should be able to cross and use streets safely,
efficiently and conveniently. The elements that comprise Complete Streets are varied and implemented depending
on the local context. Resulting infrastructure may include, but is not limited to, the addition of marked crosswalks,
bicycle lanes, pedestrian refuge, sidewalks, streetscape elements and transit amenities. A Complete Streets

Technical study led by Cole Engineering Group Ltd.

approach creates more human-scale communities, with opportunities for higher-density, mixed-use development
and transit supportive land uses.
According to the 2011 Oakville Road System Report, there are approximately 1,900 lane kilometres of roadway
and 117 signalized intersections within the town. In order for this road network to operate effectively, the town
performs a periodic review of key traffic characteristics and performance levels to identify problem areas. The
design of modifications to these existing roadways and design of future planned streets can contribute to the
objectives of the Livable Oakville Plan, North Oakville Secondary Plan and the Switching Gears problem and
opportunity statement.

2.

Current Practices

The town’s Engineering & Construction Department has developed road design standards for various road
characteristics including, but not limited to:
• Standard street cross-section configuration for various road classes.
• Standard street section for residential laneway (7.5 m) and commercial laneway (12.0 m) right-of-way.
• Cul-de-sac configurations (cross-section for 16m road allowance and cul-de-sac and turning bay).
• Typical location of underground utilities for lot servicing.
• Traffic Calming design, mid-block pedestrian crossing design and curb extension design.
• Concrete sidewalk, concrete walkway and standard bicycle path.
The Engineering & Construction Department has also developed road geometric design standards that cover
aspects such as:
• Design speed.
• Traffic volume.
• Right-of-way.
• Pavement width.
• Centre line radius.
• Stopping distance.
• Percent grade.
• Superelevation.
• Tangent between curves and at intersections.
• Grade change.
• Intersection radius width for minor local roads and cul-de-sacs, and local, collector and arterial roads.
Typical road design standards from the Town’s Standard Drawings are included in Attachment C.
Previous planning studies and policy documents have identified the characteristics and design practices of roads
within the town. The Livable Oakville Plan has specified that transportation facilities should be developed and
planned to provide innovative multi-modal transportation corridors that would safely accommodate vehicular,
transit, cycling and pedestrian trips. Furthermore, functional and design criteria were outlined (see Table 1).
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Table 1: Functional Description and Design Criteria for Road Design
Facility Type
Provincial
Highways

Function
• Accommodate high speed, high volume,
longer distance traffic.
• Accommodate rapid transit services and
high occupancy vehicles.

Major Arterials /
Transit Corridors

•

•
•
•

Multi-purpose
Arterials

Minor Arterials /
Transit Corridors

•
•
•
•
•
•
•
•
•

Industrial Arterials
/ Commercial
Collectors

•
•
•
•

Major Collectors

•
•
•

Minor Collectors

•
•
•
•
•
•

Accommodate high volumes of traffic
moving between communities traveling to
activity centres and traffic en route to or
from the Provincial Highway system.
Act as major transit corridors.
Accommodate rapid transit services and
high occupancy vehicles.
Distribute traffic to or from all other
classes of roads.
4 or 6 lanes.
40,000 or 60,000 vehicles per day2.
Serve a mix of functions of major
arterials and minor arterials.
Act as major transit corridors.
Accommodates high volumes of traffic.
4 or 6 lanes.
40,000 or 60,000 vehicles per day2.
Accommodate intermediate volumes of
inter-community and inter-neighbourhood
traffic.
Distribute traffic to or from all other
classes of roads, except Provincial
Highways.
May act as local transit corridors.
2 or 4 lanes.
20,000 or 40,000 vehicles per day2.
Accommodate moderate volumes of
employment/ commercial traffic moving
within and through
employment/commercial districts.
2 lanes.
15,000 vehicles per day2.
Accommodate intermediate volumes of
intra-community traffic.
May act as local transit corridors.
2 lanes.
10,000 vehicles per day2.
Accommodate moderate volumes of
intra-community traffic.
2 lanes.
5,000 vehicles per day2.

Criteria
• Grade separated intersections.
• Access restricted to properly designated
interchanges.
• Direct local access will not be permitted.
• Rights-of-way determined by Province.
• High degree of access control and turning
movement control.
• Access will generally be limited to road
intersections.
• Direct access from abutting properties will be
discouraged in the development of new
communities and districts.
• Transit-supportive land uses to be encouraged
along right-of-way.
• 35 – 50 m.
•
•
•
•

Intermediate degree of access control.
Transit-supportive land uses to be encouraged
along right-of-way.
35 m.

•

Direct access from abutting residential
properties will generally be discouraged in the
development of new communities and districts
unless suitable provisions are incorporated into
subdivision plans.
Transit-supportive land uses to be encouraged
along right-of-way.
26 m.

•
•
•

Direct access will be provided.
26 m (Industrial).
20 m (Commercial).

•

Direct access from abutting properties will be
permitted.
26 m.

•

•
•
•

Direct access from abutting properties will be
permitted.
20 m.
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Table 1 cont.
Facility Type
Avenues / Transit
Corridors

Connectors /
Transit Corridors

Local Roads

Function
• Proposed for implementation in North
Oakville.
• Will provide direct connection between
urban centre areas (neighbourhood
centres) and major internal connections
for urban core areas.
• 2 lanes.
• Proposed for implementation in North
Oakville.
• Will accommodate relatively low
volumes of intra-neighbourhood travel.
• Will provide connectivity between
general urban and suburban areas of
neighbourhoods.
• 2 lanes.
• Not to accommodate through traffic.
• Roads shall be designed to service only
the properties that abut the roadway.
• 2 lanes.
• 1,500 vehicles per day2.

Criteria
• 22 m right-of-way.
• Will include 4.75 m boulevards on either side.
• Parking lanes and turn lanes are proposed in
accordance with adjacent uses, anticipated
demands and traffic operations associated with
adjacent uses.
•
•

Maximum 19 m right-of-way.
Parking on one side of the road (except in
natural heritage system areas).

•
•
•

Access to individual properties.
18 m right-of-way.
16 m right-of-way where pedestrian mobility
plan demonstrates that a single sidewalk is
sufficient for the area.

Notes:
1
Roads already meeting the right-of-way width may require additional widening if identified through an environmental assessment study,
the planning application process or detailed design.
2
This is the typical maximum volume.
Source: The Livable Oakville Plan (2009)

The town’s Active Transportation Master Plan recommends that a Complete Streets strategy be developed and
adopted to work with urban design, streetscape design and road design initiatives within the town. It suggested
utilizing and promoting best practices to integrate walking and cycling into road design, such as scramble
intersections, bike boxes and signal prioritization. The plan also notes the relationship between an active
transportation network and Complete Streets – All streets in redevelopment areas and proposed new or widened
road rights-of-way whether designated in the Active Transportation network or not should be planned and
designed following the Complete Streets method where feasible to ensure streets are designed at a pedestrian and
cycling scale and supported by appropriate urban design and streetscape principles. The method is premised on
the idea that planning and engineering for users (pedestrians, cyclists, and motorists, which includes cars, buses
and trucks) and municipal servicing requirements (sewers, utilities, etc.) should not compete for space in the
design process but rather be planned in an inclusive and holistic process. This may result in some deviation from
typical engineering and design guidelines.
Halton Region has developed a transportation strategy for Halton up to 2031, in preparation for expected growth
in population and employment. The Halton Region Transportation Master Plan was developed to address and plan
for future growth within the Region. Halton Region is responsible for planning, constructing, operating,
maintaining, and improving a network of major arterial roads for the transportation of goods and people in a safe
and efficient manner. The regional road system connects the rural and urban centres, and provides connectivity to
the provincial highways (Highway 401, Queen Elizabeth Way, Highway 407, Highway 403). The Region
coordinates the design elements within the regional road right-of-ways, and considers travel lanes, median
characteristics, landscaping, lighting and active transportation facilities.
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3.

Alternative Approaches – Road Design

Recent studies, including the Livable Oakville Plan, Active Transportation Master Plan, North Oakville
Secondary Plan, and Halton Region’s Transportation Master Plan have all advocated responsible transportation
planning for expected growth, and involve requirements for a safe and efficient multi-modal transportation
network.
3.1.

Pedestrian Integration

Although, sidewalks are provided on most road classes, more emphasis should be placed on sidewalk and
pathway design for pedestrians with accessibility needs (under the Accessibility for Ontarians with Disabilities
Act). This could be addressed in a comprehensive walkability review and plan. Walkability is a measure of the
level of integration of pedestrian facilities (such as sidewalks, trails and crossings) into the urban environment. It
considers the ease in which pedestrians can move through the transportation network enjoyably and safely. A
walkable environment serves to encourage a healthier lifestyle by promoting walking or the use of non-motorized
means of transportation. Pedestrian crossings are a critical element among the many factors that influence the
overall walkability of an environment. Some factors that affect walkability include, but are not limited to
continuity and directness of routes, accessibility (e.g. curb cuts and ramp grades), controlled crossing
opportunities, clear unobstructed boulevard space and design elements affecting crossing lengths (e.g. curb radii).
In addition, and to aid with optimizing pedestrian activity, curb side treatments such as curb ramps (see Figure 1)
and curb depressions provide accessibility needs for people with mobility devices (under the Accessibility for
Ontarians with Disabilities Act) at crossings where there is an elevation change between the sidewalk and the
street level crossing.
A scramble intersection (see Figure 2) is a pedestrian crossing system that stops all vehicular traffic and allows
pedestrians to cross an intersection in every direction, including diagonally, at the same time. This type of
intersection is used in Vancouver and Toronto, as well as other cities around the world. It can be useful as it
prioritizes the flow of pedestrians over flow of vehicular traffic and therefore results in benefits to pedestrian
amenity and safety in busy urban areas.
Figure 1: Curb Ramp

Figure 2: Scramble Intersection

Source: City of Bellevue (2006)

Source: Toronto Star (2009)
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Furthermore, curb extensions (see Figure 3 and Figure 4) can be used to “extend” the sidewalk or curb line to
reduce the length of the crosswalk, or to define space allocated for curb side parking. These treatments can
provide refuge for pedestrians, provide smaller gaps to cross (thus reducing the crossing distance and time),
improve the sight distance and sight lines for both pedestrians and drivers, enhancing pedestrian safety, and can
also be used as a traffic calming measure. Throughout Canada, curb extensions have been installed in cities such
as, Ottawa, Burlington, Toronto, Vancouver, Edmonton, Camrose, Calgary, Charlottetown, Winnipeg and
Fredericton. Research has indicated that the installation of curb extensions results in decreased vehicular speeds
and greatly enhances pedestrian safety.
Figure 3: Curb Extension – Mid-block

Figure 4: Curb Extension – At Intersection

Source: California Active Communities (2011)

Source: Coalition for Sustainable Transportation (2012)

3.2.

Cycling Integration

From the previous section, it is evident that the town has a set of road design standards in place. However, the
current standard cross-sections do not include bicycle facilities, either on-street or as a shared multi-use path.
Bicycle lanes are gaining popularity in many cities, as the bicycle is capable of completing individual trips in a
shorter time, requires less maintenance and associated costs, and improves health and fitness of the user. The
environmental benefits associated with cycling as a travel mode, including reduced emissions and energy-use are
well recognized. If bicycle facilities (either shared or dedicated lanes – see Figure 5 and Figure 6) are introduced
in busy urban areas, there is potential for a mode shift to the bicycle for conducting daily activities.
Supplementary features can be formally introduced as part of the design practices of the town. Features such as a
bicycle box (see Figure 7) can be used at intersections to designate a space for cyclists to wait in front of cars at a
red light, and to proceed first when the light turns green. Multi-use paths (see Figure 8) can also accommodate
bicycles, pedestrians and recreational activities.
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Figure 5: Dedicated On-Street Bicycle Lane

Figure 6: Separated Bi-Directional Bicycle Lanes

Source: The Reeves Report, Canadian Political and Environmental
Commentary (2011)

Source: Miovision Technologies Inc. (2011)

Figure 7: Bicycle Box

Figure 8: Multi-Use Path

Source: Spacing Toronto (2010)

Source: Torontoist (2012)

3.3.

Reserve Bus Lanes and High Occupancy Vehicle Lanes

Dedicated travel lanes refer to both high occupancy vehicle (HOV) lanes and reserved bus lanes (RBL). Highoccupancy vehicle (HOV) lanes are reserved for passenger vehicles carrying at least two (2+) or three (3+)
people, thus moving more people in fewer vehicles. Reserved bus lanes are designated for bus operations only.
The HOV lane is normally separated from the other traffic lanes by pavement markings. HOV lanes are designed
to help move more people through congested areas by offering users a faster, more reliable commute, while
potentially easing congestion in regular lanes, decreasing fuel consumption, and reducing the environmental
footprint of vehicles. HOV lanes can provide the greatest benefits to transit operations and may be introduced as a
first phase of priority in advance of Reserved Bus Lanes (RBLs) and Bus Rapid Transit (BRT).
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HOV lanes are frequently used on highways (e.g. Highway 404, Queen Elizabeth Way, Highway 417),1 but are
also used on arterials. There are over 130 lane kilometres of arterial HOV facilities (see Figure 9 and Figure 10)
in 24 locations in Greater Vancouver, Calgary, Toronto, Ottawa and Gatineau.2 Within Toronto, 3+ HOV arterial
corridors represent approximately 65 lane kilometres of priority lanes.3 The effectiveness of these lanes has been
monitored by the City of Toronto and operational benefits for carpools and transit have been demonstrated,
however it is noted that the utilization of the lanes is typically well below available capacity.
Other forms of transit priority include treatments such as transit signal priority and queue jump lanes. Examples
include YRT’s VIVA service and Brampton Transit’s Züm service.
Design standards for arterial HOV lanes have been developed by the US Department of Transportation in the
document entitled Operational Design Guidelines for High Occupancy Vehicle Lanes on Arterial Roadways. The
design elements in this document have been adopted by the City of Toronto and City of Mississauga and represent
state of the practice.
Figure 9: HOV Lane on Don Mills Road

Figure 10: HOV Lane on Dufferin Street

Source: McCormick Rankin Corporation (2007)

Source: York Region (2012)

3.4.

On-Street Parking

On-street parking should be permitted wherever possible since it can provide benefits including convenience,
while reducing vehicle speeds and serving as a protective buffer between pedestrians and moving vehicles, as well
as increasing activity along the street. To improve the application of on-street parking, the following factors
should be considered:
• Maintain a minimum distance from on-street parking spaces to intersections.
• Break up long lines of vehicles with occasional curb extensions (see Section 3.1) with planting features, if
appropriate.

1

Source: Ministry of Transportation (2010)
Source: Transport Canada (2010)
3
Source: City of Toronto (2012)
2
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Reduced off-street parking requirements can be established for specific areas where appropriate, particularly in
major transit station areas and within the Growth Areas, as per the Livable Oakville Plan.
3.5.

Complete Streets Concepts

If the Town of Oakville is to adopt a Complete Streets policy, it would be in keeping with the objectives of the
Livable Oakville Plan and the North Oakville Secondary Plan. A Complete Streets policy would provide direction
on how to plan, design, operate and maintain roadways enabling pedestrians, cyclists, public transit users and
motorists to safely move along and across roadways. This would involve a change in practice, particularly in land
use and transportation planning, at the town’s corporate level. Some principles in the development of a Complete
Streets policy, as adapted from other municipal plans, may include:
•

Planning and Design:
- Planning of streets and street networks town-wide, in secondary plans and plans of subdivision.
- Design of street networks, corridors, intersections, site-specific improvements.
- Design of new construction, reconstruction, retrofit and resurfacing roadway projects.

•

Maintenance and Operations:
- Construction within or adjacent to street rights-of-way including maintaining pedestrian and cyclist access
and mobility through construction zones and in traffic management plans.
- Operation of streets and intersections, including signage, pavement markings, traffic control and
illumination.
- Maintenance of streets, trails and alternatives for pedestrians and cyclists, including keeping the surface
free of debris, water, snow, and ice and repairing spot surface deterioration.

•

Communications:
- Public consultation and communications.
- Advisory committee responsibilities and function.
- Review of roadways within the town under the jurisdiction of the Ministry of Transportation, Ontario
(MTO), or Halton Region.
- Collaboration with Ministry of Transportation, Ontario (MTO), and/or Halton Region with respect to
TDM initiatives.

•

Asset Management:
- Audits of streets, trails and alternatives for pedestrians and cyclists.
- Annual reviews of the development and implementation of the sidewalk, trails and bikeway network.
- Establishment of performance standards that reflect the safety, convenience and needs of all users.
- Data collection procedures and analysis that benchmark and track how well streets are serving all users.

The basis for developing a Complete Streets policy and a draft policy are outlined in Attachment A, and
recognizes the following hierarchy of road users:
1. Pedestrian.
2. Cyclist.
3. Transit vehicles.
4. Goods movement vehicles.
5. Driver.
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3.6.

Roundabouts

The use of roundabouts (see Figure 11) as an intersection treatment is becoming increasingly popular in North
America, and can be considered as an alternative form of traffic control to signalized or stop-controlled
intersections. Roundabouts can reduce the number of stops and related energy consumption and vehicle
emissions. A properly designed roundabout places a high priority on encouraging speed reduction, which can
reduce crash severity, and in certain instances can improve gap opportunity for pedestrians to cross. A roundabout
also reduces the number of conflict points in comparison to a regular intersection. Roundabouts should be
designed appropriately to accommodate pedestrians (see Figure 12), cyclists and transit.
Ontario jurisdictions have developed design guidelines based on the standard practices outlined in the U.S.
Department of Transportation report Roundabouts an Informational Guide. Attachment B discusses planning for
roundabouts, as well as elements of roundabout design that could be applicable to Oakville.
Figure 11: Roundabout

Figure 12: Roundabout Crossing

Source: City of Hamilton (2012)

Source: The Record.com (2011)

Current practices in roundabout planning and design relating to impacts on transit operations are outlined below:
• In Washington, transit stops are not allowed in the circulating roadway, in the approach lanes within the
length of the splitter island, or in the exit lanes prior to the crosswalk. Instead, they should be located on the
roadway before or after the roundabout, in a pullout or where the pavement is wide enough that a stopped bus
does not block the through movement of traffic or impede sight distance.4
• In Calgary, transit stops should be located in accordance with Calgary Transit's design requirements and
should minimize walking distances, particularly where stops are located on all four corners of an intersection
to facilitate transfers. All transit stop design criteria must be accommodated within the streetscape. Where a
roundabout is being considered in a greenfield location, spacing of transit stops should be incorporated along
with the speed of the road, number of lanes and projected traffic volume. Where a roundabout is being
considered at a retrofit location and a transit stop is to be relocated, adjacent residents must be contacted so
there is no objection for the stop to be relocated in front of their property. Also, it may not be possible to
construct a roundabout and address transit stop requirements without compromising design standards in
retrofit locations. In such cases, alternative traffic control measures are considered. A Calgary Transit bus is
4

WSDOT Design Manual M 22.01.08 July 2011
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•

used as the design vehicle for single lane roundabouts on collector streets with the added design criteria that
the bus should not mount the truck apron while maneuvering through the roundabout.5
In New York, transit considerations at roundabouts are similar to those in Washington and Calgary. When a
roundabout is proposed along a bus route, the roundabout should be designed to accommodate a bus design
vehicle without the need to use a truck apron. Also, transit stops should be located so as to minimize the
probability of vehicle queues spilling back into the circulatory roadway and at the far side of the intersection
with pullouts or located further downstream from the splitter island.6

Due to these design constraints regarding transit stop locations, transit users may have longer walking distances to
reach a particular stop, especially at transfer locations, and this may potentially negatively impact transit ridership.
Current practices and case studies with respect to roundabout planning and design and the impact to cycling as a
mode of transportation are outlined below:
• In Hamilton, when a roundabout is placed along a bicycle route, the standard design should be consistent with
that approved by the TAC roundabout design guidance (currently in progress).
• Studies have not been entirely conclusive about cyclist safety at roundabouts. Some studies show that cyclists
are safer at single-lane roundabouts than at other intersections, but not always safer at multi-lane roundabouts.
In either case, collisions that do occur are less severe because of lower vehicle speeds.
• Statistics have shown that between 1999 and 2001, 7% of bicycle accidents in Nottinghamshire County in the
United Kingdom occurred at roundabouts.7 It was found that that the probability of accidents involving
cyclists increases with flared entries and larger roundabouts that allow high speeds and the number of arms of
the roundabout. Conflicts occurred when vehicles entered or exited the roundabout and drivers reported
failing to see circulating cyclists. Good roundabout design features that could be beneficial to cyclists in
minimizing their potential conflicts with vehicles include:
- Reduce the width of the circulatory carriageway.
- Increase the deflection on entry.
- Limit the number of arms.
- Reduce entry speed of traffic.
- Provide signing to raise drivers awareness of cyclists.
- Reduce clutter and vegetation that may impede visibility.
- Provide sight screens/flicker boards to help drivers to see circulating cyclists (effectiveness not yet
confirmed).
- Consider circulatory cycle lanes (found to be more unsafe based on a 1994 study in the Netherlands by
Schoon and Van Minnen), however, placing the cycle lanes nearer to the centre of the roundabout puts
cyclists more directly in the line of sight of drivers.
- Provide alternative routes to avoid the roundabout, if required.

5

Roundabout Guidelines – City of Calgary 2011/12/13
NYSDOT – Roundabouts: Interim Requirements and Guidance June 30, 2000
7
Nottinghamshire County Council Cycling Design Guide 2006
6
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4.

Recommendations

In order to accommodate growth, and the goals of the Livable Oakville Plan and North Oakville as a livable
community, the town should aim to improve the transportation network through road design practices. Design
standards should be updated and applied to new development areas and modifications of existing corridors. The
following recommendations are offered for improving road design in the town:
•

Review sidewalk and pathway characteristics and consider accessibility needs (Accessibility for Ontarians
with Disabilities Act), including the use of curb ramps and depressions, clear pedestrian space within
boulevards and pedestrian crossing facilities in order to improve walkability, and plan to incorporate similar
practices into designs for new developments.

•

Review existing cycling facilities, sidewalks and trails, and determine the need for new connections.

•

Review current road design standards in relation to area character and land uses (e.g. width of vehicle lanes,
sidewalks, bike lanes, on-street parking).

•

Review road classifications/typology.

•

Identify locations for traffic calming measures and determine most appropriate methods, considering all road
users.

•

Identify locations for mid-block crossings to accommodate a safer way for pedestrians to cross.

•

Review the use and applicability of curb extensions as a safer pedestrian crossing and for on-street parking,
and plan to incorporate similar practices into designs for new developments.

•

Review the feasibility of other progressive features, such as scramble intersections, at busy intersections
where high pedestrian activity is prevalent or anticipated.

•

Review bicycle provisions, and consider dedicated on-street bicycle lanes, separated bicycle right-of-ways or
multi-use paths with each roadway design and capital program. Progressive design elements should be
considered, such as bicycle boxes. Such bicycle infrastructure should also be considered for new
developments.

•

Consider introducing HOV lanes, reserved bus lanes and transit priority queue jump lanes and signals on
multi-lane arterial roads and incorporating designs into town design standards.

•

Review transit routes and frequency of transit vehicles, as well as bus stop locations, and accessibility to a
continuous pedestrian network.

•

Consider implementing a goods movement strategy/schedule to manage heavy vehicle prominence within the
town.

•

Consider utilizing road-based demand to not only accommodate cars, but different uses including parking,
HOV lanes, special events, pedestrians, etc., at various times (e.g. hourly, seasonally, or by special event).

•

Consider adopting a Complete Streets policy to plan, design, operate and maintain roadways enabling
pedestrians, cyclists, public transit users and motorists to safely move along and across roadways.

•

Use planning and design approaches such as Hamilton’s Urban Braille and Toronto’s Vibrant Streets as
examples, and apply useful elements of design.
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•

Consider the use of roundabouts as an alternative design for intersections, develop implementation strategies
for roundabouts, and update design standards to include roundabout designs.

•

Within urbanized areas where pedestrian activity is anticipated, intersection designs should include a review
of intersection radii with a goal of minimizing radii, while maintaining adequate geometry for large turning
vehicles, and reducing the likelihood of design vehicles mounting the curb.

•

Consider reducing/eliminating daylight triangles to accommodate development, without negatively impacting
traffic and safety.

•

Provide planting in boulevards at curb extensions, and other appropriate locations along streets.

•

Consider more gentle grades rather than steep grades in sidewalk zones due to issues relating to user control,
stability and endurance. Where there are longer sections of steeper grades, consider providing landings at
suitable intervals where people can rest.
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Attachments

Attachment A: Community Profiles

Complete Streets Policy
The National Complete Streets Coalition in the United States provides ten key elements for a comprehensive
Complete Streets policy. The following is guidance for the Town of Oakville to establish a Complete Streets
Policy.
•

Vision – Defining the inspiration for how and why the town wants to establish a Complete Streets Policy. A
number of existing policy documents, including the Town of Oakville Active Transportation Master Plan,
provides a basis for the elements of Complete Streets, including sustainable travel by walking and cycling,
pedestrian-scale development, encouraging physical activity, environmental sustainability and accessibility
for those with reduced mobility.

•

Inclusive of all users – It is intended that the policy will apply to all those that currently and in the future will
use the roadway and be designed and operated as such. For example, a residential area built around an arterial
roadway with bus stops but without sidewalks is “incomplete” to pedestrians. Unsafe operating conditions for
cyclists along arterial roads also can be considered “incomplete”.

•

Applies to all projects – Complete Streets need to apply to both new and retrofit roadway projects. The town
is planning for multi-modal corridors along Dundas Street and Trafalgar Road, this is a conscious example of
inclusion of multiple users in a holistic and integrated approach.

•

Exceptions – There are instances where a Complete Streets policy may not work in parts of the town and
alternative workable solutions will be necessary, for example, pedestrians and cyclists are prohibited on the
QEW but there are opportunities to provide grade-separated crossings and alternative routes. Exceptions to
the policies may include accommodation where users are prohibited (e.g. 400-series highways), design/cost
outweighs benefits to users and noted lack of need through documentation (e.g. master plan).

•

Connected Network – A network approach to ensure connection between neighbourhoods and communities
that emphasizes different modes and promotes accessibility.

•

Involvement – It is recognized that the road network within the town boundaries comprised of town, regional
and provincial jurisdiction. Collaboration on a common set of standards and guidelines will ensure ease of
implementation. An example is the construction of sidewalks by one authority and maintenance by another.

•

Design – New design policies, standards and guidelines may be required to include all users in the design and
operation of a roadway. Existing legislation and policies shall be consulted.

•

Context-sensitive – A Complete Streets policy combined with town knowledge will ensure design that is
appropriate for the local context.

•

Performance Measures – Measuring the success of Complete Streets requires taking a broad perspective of
how it is serving each user. The town can measure the numbers of cyclists using facilities, reductions in
pedestrian collisions, travel mode split, LOS, etc. to determine if expectations are being met.

•

Implementation – In advancing Complete Streets policies, infrastructure and initiatives will be identified.
There are four key elements at the town level for implementation: 1) Develop new or revised procedures to
ensure the accommodation of all users on a project; 2) Develop new design and operation policies, standards
and guidelines; 3) Provide training and workshops for decision-makers and staff involved with design and
operations; 4) Collect data and establish performance measures to track progress and monitor safety,
operations, costs, etc.
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Attachment A: Community Profiles

A draft Town of Oakville Complete Streets policy statement is as follows:
“With the objective to increase the travel mode share of sustainable transportation options including walking,
cycling, public transportation and travel demand management initiatives, the concept of Complete Streets for
every new or retrofit roadway project is adopted. The approach to design and operations shall ensure it is
inclusive for users of all ages and abilities in building a safe, human-scale and connected transportation
network. It is recognized that the Complete Streets policies will be applied in a manner that is contextsensitive to reach objectives to the fullest extent possible and can be measured for its performance.”
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Attachment B: Roundabout Policy

Roundabout Policy
Background
Based on current practice and experience with roundabouts in North America, modern roundabouts can have an
important role to play in safely managing traffic while providing an environmentally responsible service. Despite
the tens of thousands of roundabouts in operation around the world, there are relatively few in Canada. However,
given the huge positive impact associated with modern roundabouts, it is expected that they will become a more
prominent feature on Canadian roads. In order to ensure best use of roundabouts, it is critical that a
comprehensive planning and design review is undertaken before they are recommended for implementation. The
following is guidance for the Town of Oakville to establish a Roundabout Policy.
Roundabout Planning
The Regional Municipality of Waterloo and City of Hamilton are recognized as Province of Ontario roundabout
leaders with state of practice roundabout policies and procedures. The Region of Waterloo now has 17 modern
roundabouts constructed on Regional roadways alone.8 They have established a policy to consider roundabouts at
new and existing intersections in order to enhance public safety. Both the Region of Waterloo and the City of
Hamilton requires that roundabouts should be considered at all new intersections that meet the minimum signal
warrant and at existing intersections that have identified capacity and safety problems.
The current state of practice approach to planning a new roundabout comprises a two stage evaluation process. An
initial screening is required to confirm whether a roundabout is feasible. Following the screening process, an
Intersection Control Study (ICS) is conducted to compare a roundabout and other types of traffic control. An ICS
is a technical comparison of traffic signals and a roundabout at a given location so that a preferred alternative can
be selected.
The first step in determining the suitability of a roundabout at a particular location is to undertake an initial
screening. The initial screening provides a relatively quick assessment of the feasibility of a roundabout in
comparison to other forms of traffic control (i.e. traffic signals, all-way stop) or road modifications (i.e. auxiliary
lanes).
The Initial Screening Tool should provide the following information:
• The location and description of intersection,
• Whether traffic signals are warranted for the horizon year under consideration,
• Whether the intersection is new or a retrofit,
• Whether there are nearby intersections or railroad crossings,
• Whether the intersection is part of a coordinated signal system,
• If there is an identified collision problem that needs to be addressed,
• Whether persons with disabilities or horse-drawn vehicles are frequent users of the intersection,
• What road modifications are otherwise proposed at the intersection,
• What size of roundabout (i.e. two-lane entries, etc.) would be necessary for the horizon year under
consideration,
• The present value of injury collisions over a 20-year life cycle, and
• The estimated implementation cost (capital plus property, illumination, etc.).

8

Region of Waterloo
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The initial screening tool provides a quick feasibility assessment of a roundabout versus other forms of traffic
control based on order of magnitude Life Cycle Cost (LCC). The process determines the appropriate roundabout
layout based on a traffic flow analysis. A recommendation to proceed to an ICS is the outcome of this process.
An ICS is undertaken to compare alternative types of intersection control. The ICS is a more detailed comparison
analysis for the provision of a roundabout and evaluates the relative merits of alternative controls based on the
following quantitative measures of performance:
• Safety, i.e. predicted collision frequency,
• Capacity, i.e. level of service and delay,
• Construction feasibility, and
• Cost and benefit over the usable life of the project that accounts for collision reduction savings, energy
savings, maintenance, construction costs and property costs (this estimates the total 20-year LCC for each
alternative).
Additionally, an ICS study identifies context sensitive issues and provides a qualitative comparison of alternative
controls that accounts for the following:
• Vulnerable road users, i.e. pedestrians, bicyclists and disabled or visually impaired pedestrians,
• Air quality,
• Aesthetics of the intersection area,
• Proximity to school sites, and
• Corridor considerations, i.e. transit and emergency vehicle usage.
The normal state of practice approach uses the comparison of the 20-year life cycle costs, for the alternatives
being considered, as the main criterion in determining the preferred type of traffic control for a particular location.
The alternative with the lowest overall 20-year LCC is normally recommended on a technical basis.
Traffic signal and roundabout functional design concepts are developed to facilitate the comparison in the ICS
study. Care is taken to ensure the roundabout concept, in particular, is functional in terms of design checks such
that capital costs and property impacts can be determined with a fair degree of confidence and will not change
substantially, should the concept proceed to further design.
Roundabout Design
The process of designing roundabouts, more so than other forms of intersections, requires a considerable amount
of iteration among geometric layout, operational analysis, and safety evaluation. The City of Hamilton and the
Region of Waterloo’s approach to design of a new roundabout references two documents as guidelines for best
design practice. The USA based Federal Highway Administration publication named NCHRP 672 Roundabouts:
An Informational Guide (FHWA-RD-00-067) provides extensive guidance on roundabout design issues. This
document can be utilized in conjunction with the Synthesis of North American Roundabout Practice, published by
the Transportation Association of Canada (TAC).
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The NCHRP 672 Report provides guidance for the selection of initial roundabout design elements. These
elements include entry radii, entry widths, circulatory road width etc and are used to produce an initial geometric
design. Once the initial geometric design is complete, the following performance checks should be carried out:
• Fastest paths,
• Path alignments,
• Design vehicle movements,
• Non-motorized design user considerations,
• Sight distance and visibility, and
• Visibility/view angles.
Roundabouts operate most safely when their geometry forces traffic to enter and circulate at slow speeds. The
resulting restrictive geometry however impacts on the maneuvering requirements of the design vehicle. Thus,
designing a roundabout is a process of determining the optimal balance between safety provision, operational
performance and accommodation of the design vehicle. Once the performance checks have been completed, the
suitability of the design is assessed and another iteration of the design should be completed if necessary to achieve
a balanced design solution.
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Attachment B: Roundabout Policy
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Attachment C: Standard Drawings

Standard Drawings

APPENDIX 5-C
Paper #5c Traffic Impact Management

Paper #5c
TRAFFIC IMPACT MANAGEMENT
Background documents and existing guidelines were reviewed for the consideration in the development of
Transportation Impact Assessment study (TIA) guidelines for the town. Currently, the Town of Oakville utilizes
the Regional Municipality of Halton Guidelines for the Preparation of Traffic Impact Studies (2001) and North
Oakville Terms of Reference for Transportation Impact Studies and Functional Design Studies. The following
sections will provide an overview and recommended best practices for TIAs that the town can consider in
formulating its own formal TIA guidelines.

1.

Transportation Impact Assessment

1.1.

Purpose

The purpose of traffic impact management is to evaluate the potential effects of traffic impacts caused by a
proposed development on town roadways and to identify total roadway improvements required to ensure the
transportation system will operate at an acceptable level upon completion of the proposed development and to
identify mitigation measures, as required.
In conducting these assessments as an integral part of the development review process, existing and potential
transportation issues are highlighted to assist the development community, stakeholders, review agencies and
public in a streamlined, consistent and effective decision-making process with respect to land use. This includes
Official Plan amendments, re-zoning applications, subdivisions, site planning, planning approvals and other
development reviews that may impact transportation operations.
Traffic impact management is conducted through the Town of Oakville development review and approvals
process, principally through TIAs also known as Traffic Impact Studies (TISs). The Region of Halton Guidelines
for the Preparation of Traffic Impact Studies and North Oakville Terms of Reference for Transportation Impact
Studies are primary documents currently in use.
1.2.

Goals and Objectives

The overall goals, objectives and benefits of TIAs for a municipality, depending on the size and scope of a
development, may include:1
•
Provide decision-makers a basis on which to assess transportation implications of proposed development.
•
Provide a rational basis on which to evaluate if the development scale is appropriate for the site and
necessary improvements.
•
Provide a basis for assessment of existing and future localized transportation system deficiencies for
improvement.
•
Identify opportunities to reduce traffic impact through travel demand management initiatives.
•
Demonstrate that the site access and circulation for motor vehicles, cycling and walking including access to
transit is sufficient.
•
Address transportation-related issues associated with development proposals that may concern neighbouring
residents, businesses and property owners.
•
Provide a basis for negotiations for improvements and funding in conjunction with a development or zoning
application or petition.
1

City of Mississauga – Traffic Impact Study Guidelines
Technical study led by Cole Engineering Group Ltd.

1.3.

Existing Policies and Guidelines

TIAs must have regard for provincial and municipal policies including the Places to Grow - Growth Plan for the
Greater Golden Horseshoe (2006), Halton Regional Official Plan (2006) and the Livable Oakville Plan (2009,
OMB approval on May 10, 2011).
Within the Livable Oakville Plan, a TIA is needed when development bonusing is proposed: “supported by a
transportation impact analysis which confirms that the additional development will not adversely impact the
transportation network or, where cumulative impacts are identified, such impacts are accommodated through road
and transit improvements which are to be provided through agreement by the applicant.”
1.4.

Guidelines from other municipalities

Other municipalities have TIA guidelines which are used to assess the potential impact of traffic generated by a
proposed development or redevelopment, and to identify the roadway or other infrastructure improvements or
mitigation measures required to ensure that the road network will operate safely and efficiently upon completion
of the development. Some of these published TIA guidelines that were used as reference materials in preparing
this review include:
•
Halton Region – Guidelines for the Preparation of Traffic Impact Studies (August 2001).
•
City of Mississauga – Traffic Impact Study Guidelines.
•
City of Hamilton – Traffic Impact Study Guidelines (July 2009).
•
City of Niagara Falls – Guidelines for the Preparation of Transportation Impact Studies and Site Plan Review
(Revised November 2011).
•
City of Cambridge – Traffic Impact Study Guidelines (January 2007).
•
City of London – Transportation Impact Study Guidelines (June 2006).

2.

Criteria for Transportation Impact Assessment

As per the discretion of the Town of Oakville, the conditions for conducting a TIA would be required based on a
number of criteria. In general, a TIA should be conducted when a proposed development is expected to generate
more than 100 additional (new) peak hour, peak direction trips to or from the site based upon the adjacent
roadway peak hour or development peak hour. Where there are less than 100 peak hour, peak direction trips, a
TIA may be required based on one or more of the present/anticipated conditions as listed:
•
The identified development/redevelopment is situated in a high roadway congestion area and/or a high level
of population/employment growth.
•
The access or type of operation is not envisaged by local land-use or transportation plan.
•
The development/redevelopment proposal requires an official plan amendment.
•
As part of the proposed development, a new traffic signal is proposed for installation on a town/regional
roadway that may impact other town roadway operations.
•
If in the opinion of the town, the development/redevelopment will have potentially negative operational and
safety impacts on the town roadway network. Examples may include:
- Inadequate horizontal or vertical sight distances at access points.
- The proximity of the proposed access points to other existing driveways or intersections.
- Lack of existing left or right turn lane(s) on the adjacent roadway at the proposed access point(s).
- The vehicular traffic generated by the development/redevelopment would result in volume-to-capacity
ratios at a signalized intersection becoming critical (i.e. greater than 0.85 overall or for a shared
through/turning movement, or greater than 1.0 for an exclusive turning movement).
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2.1.

Purpose of Guidelines

The purpose of these guidelines is to ensure that TIAs prepared for the town’s review meet the following criteria:
•
Objective Assessment – the study will evaluate the impacts of proposed new development in a rational
manner.
•
Consistency – the study will utilize assumptions consistent with the town’s accepted methodologies and
parameters and thus be comparable to other transportation studies in the town.
•
Recognized by Developers and Consultants – the guidelines will provide a standard approach to be followed
and will reduce confusion and delay in processing development proposals.
•
Promote Understanding of Process – the steps outlined in these guidelines will enable proponents, reviewers
and elected officials to understand the process more effectively.
•
Ease of Review by Staff – a standardized set of guidelines will aid the efficiency of staff in reviewing TIAs.
2.2.

Staff Consultation

It is imperative that prior to commencing a TIA, the consultant meet with town staff in order to review the level of
detail and confirm the scope of the TIA, arrange contacts with the various affected road jurisdictions and
determine data requirements and their availability.
In addition to the Town of Oakville requirements, the regional and provincial roadway authorities may require
additional information or analysis to satisfy their requirements for a development/redevelopment proposal. The
proponent should contact these roadway authorities, where applicable, to determine these requirements.
2.3.

Study Updates

Generally, a TIA will have a “shelf life” of five (5) years. Major changes within the study area may reduce the
“life” of the document if they were not considered in the TIA. Where the timing of subsequent development
approvals exceeds five (5) years, a new study will generally be required.
2.4.

Qualifications to Conduct a Transportation Impact Assessment

When the scale of the development/redevelopment warrants a TIA, it is the proponent’s responsibility to retain a
qualified transportation consultant experienced in transportation planning and traffic engineering.
The consultant shall be a member of the Institute of Transportation Engineers and registered as a Professional
Engineer in the Province of Ontario. The report must be dated and signed accordingly. The signing Engineer is
verifying that appropriate assumptions and methodologies have been utilized in the completion of the TIA and
that they are the individual who is taking corporate/professional responsibility for the work.
Alternatively, the town may retain a consultant at the proponent’s expense.
The town shall maintain a list of recognized qualified consulting firms for TIAs and make this available upon
request.
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3.

Transportation Impact Assessment Outline

The following sections outline the format and requirements of the TIA. Regional or provincial roadway
authorities may require additional information or analyses beyond the town requirements outlined in these
guidelines. The contents and extent of the TIA generally depend on the location and size of the proposed
development/redevelopment and the conditions prevailing in the surrounding area.
3.1.

Description of the Development Proposal and the Study Area

A description of the development proposal, its location and the proposed TIA study area is required to permit
town staff to identify the site location, its anticipated operation and area of potential impact. In addition, this
information allows timely review of key study assumptions ranging from the study area limits and horizon years
to the trip assignment assumptions.
3.1.1.

Description of the Development or Redevelopment Proposal

The TIA should provide a full description of the proposed development. This may include the following elements,
as applicable:
•
Municipal address.
•
Existing land uses, Official Plan Amendments, Zoning By-law etc.
•
Proposed land uses and relevant planning regulations to be considered in the study.
•
Total building size and location.
•
Floor space, including a summary of each type of use and/or number of residential units.
•
Anticipated date of occupancy.
•
Approximate hours of operations.
•
Planned phasing of the development.
•
Intersections and access locations of adjacent developments including type of control.
•
Proposed access points and type of access (full turns, right-in/right-out, turning movement restrictions, etc.).
•
On-site circulation for vehicles (including bicycles) and pedestrians.
•
Pedestrian access routes, nearby transit station/stop locations, and walking distance to transit services.
It is a requirement to provide a site plan, of a suitable scale, for consideration in the review of the TIA. If the
proposed development/redevelopment is to be constructed in phases, each phase should be described, as well as
the proposed timing of implementation.
3.1.2.

Study Area

The study area should extend far enough, within reason, to contain all municipal, regional and provincial
roadways that will be noticeably affected by the travel generated by the proposed development. In general, the
analysis area should include all roads, ramps and intersections through which peak hour site traffic composes at
least 5% of the existing volume on an intersection approach. Roadways, transit service, and transit
stations/terminals in the area of the development that have a traffic volume or transit ridership growth in excess of
5%, and intersections where volume-to-capacity ratios for overall intersections or through or shared
through/turning movements increased to over 0.85, or where the volume-to-capacity ratios for exclusive turning
movements increased to 1.0 or above should be evaluated. The town reserves the right to establish the study area
as may be deemed necessary.

Paper #5c – Traffic Impact Management, February 2013

4

A description of the existing transportation system in the study area, using a combination of maps and other
documentation should identify relevant information, such as the following:
•
Key pedestrian and bicycle routes.
•
Transit routes serving the proposed development.
•
Transit stations, bus-stops or platforms, and bus-bays.
•
Heavy vehicle prohibitions and restrictions.
•
All adjacent and nearby roads, indicating the number of lanes, and posted speed.
•
All adjacent and affected intersections, indicating type of control, lane configurations, lane widths, lane
designations (bicycle routes, BRT, HOV, etc.) and any turning or similar restrictions.
•
If appropriate, on-street parking spaces/standing/stopping restrictions in the vicinity of the development site
and those which would affect the operation of key intersections being analyzed.
•
Other transportation facilities, as appropriate.
Potential future transportation improvements that are currently being considered and may facilitate the
transportation demand produced by the development/redevelopment should be identified. These improvements
should be described to a level of detail sufficient to assess their implications for all modes of travel to/from the
development. In each case, the status and anticipated date of implementation should be identified.
3.2.

Horizon Year and Time Periods for Analysis

3.2.1.

Horizon Year

In general, the horizon year for impact analysis should be five (5) years from the date of the TIA unless an earlier
date for full occupancy of the project can be identified and justified in consultation with town staff.
Horizon years should also be identified for any interim phases of development and additional horizon years,
ranging from a minimum of five (5) years after the study date to a maximum of full build-out of the defined study
area, may be required depending on the magnitude of the development. Typically, this type of longer-range
evaluation is recommended only for larger scale projects, such as those generating 500 or more peak-hour
directional trips. The need for a longer-range horizon should be discussed with the town at the outset of the study.
3.2.2.

Time Periods

The critical time period for traffic generated by a given project is directly associated with the temporal travel
demand characteristics of both the development related traffic and the transportation system traffic. Typically, the
weekday AM and PM peak traffic period will constitute the “worst case” combination of site related and
background traffic. However, in the case of retail, entertainment, religious, institutional, or sports facility uses, the
Saturday, Sunday or site peak may require analysis.
As part of the consultation process prior to commencing the study, the consultant should determine in conjunction
with town staff, the selected time periods for analysis.
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3.3.

Existing Traffic Conditions

To provide a representative picture of the existing traffic conditions, exhibits showing the existing traffic volumes
and turning movements for roadways and intersections in the study area including pedestrian volumes and heavy
truck movements, should be included.
Traffic volumes may be acquired from the town, region or previous transportation planning or traffic operations
studies, or TIAs undertaken in the study area. Traffic counts more than two (2) years old or counts that appear not
to be reflecting existing conditions (i.e. changes to the road network since the count date) should be updated to
ensure that they reflect current traffic levels.
A field observation (peak one hour count at minimum) should be undertaken to verify that traffic volumes through
an intersection reflect actual demand and to determine the necessary adjustments to level-of-service calculation so
that actual conditions are fairly represented.
3.4.

Background Traffic Growth

3.4.1.

Background Traffic

The background growth in traffic should be established in consultation with town staff through one of the
following methods:
•
Estimation of roadway growth factors from a calibrated traffic forecast model.
•
Regression analysis of historical traffic growth.
•
A growth rate based on area transportation studies.
In some situations, alternative assumption or methods, such as the application of development absorption rates
may be appropriate. In the absence of these methods, rates provided by the town should be used.
3.4.2.

Other Area Developments

All significant developments under construction, approved, or in the approval process within the study area and
likely to occur by the specific horizon years should be identified and recognized in the study. The land-use type
and magnitude of the probable future developments in the horizon years should be identified through consultation
with town staff.
3.4.3.

Transportation Network Improvements

Changes to the present or planned transportation network should be determined from the approved town, regional,
and provincial capital improvement programs. A realistic assessment of timing and certainty should be made. The
impacts of the transportation system changes should be identified; in particular, diversion of volumes from other
facilities to new or improved facilities should be estimated.
3.4.4.

Transit Considerations

Since all areas within the town will have some level of transit service, but especially in growth areas, transit
service should be identified as having significant potential impact and possible changes in modal split should be
evaluated. Transit service is expected to evolve in the near future and changes to service, including routes,
frequency, technology and transit priority measures are anticipated.
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With respect to the existing and planned transit conditions within the study area, the following should be included
in the TIA:
•
An exhibit showing the background traffic volumes and turning movements for roadways and intersections
in the study area.
•
An exhibit summarizing the existing transit routes, stops and facility locations.
•
Approximate walking distance and dedicated route to the transit services from the proposed development.
•
Transit vehicle headways/frequency for routes that service or may be anticipated to service the development
proposal.
3.5.

Estimation of Site Traffic Demand

All trip generation, trip distribution, assignment and modal split assumptions should be in accordance with
standard/accepted techniques and based on local parameters. Sources should be well-documented and any
assumptions which may be considered less-than conservative should be rigorously justified. Any “soft”
parameters where there is a significant uncertainty or a range of possible values should be subjected to sensitivity
analysis unless a demonstrated “worst case” situation is assumed.
3.5.1.

Trip Generation

Consultation with town staff is recommended to ensure that appropriate and agreed upon trip generation rates are
being employed in the TIA. Available trip generation methods include:
•
Use trip generation surveys from similar developments in the town, which have comparable operating
characteristics as the proposed development, and modify trip generation rates to account for differences in
the surveyed and proposed development sites.
•
Use “first principles” calculations of anticipated trips to/from the site.
•
Use ITE Trip Generation rates, provided that differences in the site nature and size are accounted for.
•
Use transit first principles (transit surveys/data obtained from a similar development with proper adjustments
for differences between the surveyed and proposed sites, “first principles” calculations of anticipated transit
trips to/from the site, ITE Trip Generation rates for transit).
Typical trip generation rates or equations are usually derived from counts taken at driveways of various land uses.
However, for many commercial land uses, not all of the trips generated at the driveway(s) represent new trips
added to the adjacent street system. The number of trips generated may include pass-by trips and internal
“Synergy” trips.
Where appropriate, it may be justified to change the trip generation of the proposed development to account for:
•
Trips generated by land use activities to be replaced by the proposed development. Unless otherwise
accounted for, these trips will normally be subtracted from the trip generation estimates.
•
Pass-by trips – These are made by traffic already on the roadway(s) that enter the site as an intermediate stop
on the way from an origin to a primary destination. For example, a driver may stop at a convenience market
on his/her way home from work. If this market is located along the roadway the driver normally uses to get
home, then the trip “generated by the market” is not a new trip added to the roadway system. It should be
recognized that pass-by reduction is only applicable to evaluation of traffic operations at intersections
removed from the site; pass-by trips must be accounted for in the turning movements into/out of the site.
•
Internal “Synergy” trips – Represents trips which are shared between two or more uses on the same site, i.e.,
a motorist visiting a retail store and a grocery store on the same site.
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•
•
•

Transit Usage – Reductions in automobile travel to the site to account for travel to/from the site by public
transit. Transportation planning projections/goals should be considered, but should not, however, replace
good engineering judgement and actual modal split data.
Captive Market Effects – Trips which are shared between two or more uses on the same site.
Transportation Demand Management (TDM) strategies – Strategies to be employed at the proposed
development to reduce single occupancy vehicle (SOV) trips (e.g. staggered work hours, ridesharing,
company/hotel shuttle, etc.).

All trip generation assumptions and adjustments assumed in the calculation of “new” vehicle trips should be
documented and justified in terms of previous research or surveys. Sensitivity analysis should be undertaken
where trip generation parameters have the potential to vary considerably and most probable values cannot be
readily identified.
A table should be provided in the study report identifying the categories and quantities of land uses, with the
corresponding trip generation rates or equations and the resulting number of trips. For large developments that
will be phased in over time, the table should identify each significant phase separately.
Study information will be made available at key milestones of the study. This will be a relatively convenient
means for the public to be kept up to date on the project and to communicate with the Project Team. We have
assumed that the town will maintain the day-to-day updates. Information posted on the website could include
public information centre presentation panels, drawings and public information centre summary reports.
3.5.2.

Trip Distribution

The directions from which traffic will approach and depart the site can vary depending on several locationspecific factors, including:
•
Size of the proposed development.
•
Type of proposed development.
•
Surrounding, and in some cases competing land uses, population, and employment distributions.
•
Prevailing conditions on the existing street system.
The trip distribution assumptions should be supported by one or more of the following:
•
Transportation Tomorrow Survey (TTS) data, if applicable.
•
Origin-destination surveys.
•
Comprehensive travel surveys.
•
Employment and population data.
•
Existing/anticipated travel patterns.
•
Output from the Regional EMME/2 transportation planning model.
•
Market studies.
Engineering judgement should be utilized to determine the most applicable of the above methodologies for each
particular application.
3.5.3.

Trip Assignments

Traffic assignments should consider logical routings, available and projected roadway capacities, and travel times.
Traffic assignments may be estimated using a transportation planning model or “hand assignment” based on
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knowledge of the proposed/future road network in the study area. The region has an EMME/2 transportation
planning model available and can provide assistance upon request.
3.5.4.

Summary of Traffic Demand Estimates

A summary of the future traffic demands (each combination of horizon year and peak period for both sitegenerated and total future traffic conditions) should be provided in the form of exhibits. Pass-by traffic
assumptions should be clearly identified and illustrated on an exhibit, which summarizes the reassignment of
pass-by traffic.
3.6.

Evaluation of Impacts of Site-Generated Traffic

An evaluation of signalized and unsignalized intersections which will be affected by site-generated traffic
volumes for all relevant time periods and scenarios is required and summaries are to be provided in a tabular
format.
The objective should be to ensure that no new “problem” movements are created by the development and that
“problem” movements which would otherwise exist under future background traffic conditions are not worsened
with the addition of site-generated traffic.
Documentation of all assumptions used in the analysis, concerning lane configuration/use, pedestrian activity,
saturation flows, traffic signal cycle length (including transit priority signals), phasing and timing, utilization of
the inter-green phase and other relevant parameters should be shown in an appendix to the TIA.
Existing signal timings should be used for existing conditions and signal timing modifications may be considered
as a measure to address capacity or level-of-service deficiencies.
Supplementary surveys or analyses may be needed to assess saturation flows, gap availability, projected queue
lengths and possible blocking queues.
3.6.1.

Capacity Analysis at Intersections

The summary should include the level-of-service incorporating average vehicle delay and volume-to-capacity
(v/c) ratios for overall intersection operations and individual critical movements, for all analysis periods and time
horizons. Full documentation of the results of all level-of-service analyses should be provided in an appendix.
The town accepts both the Highway Capacity Manual (HCM) and Canadian Capacity Guide (CCG)
methodologies of intersection analysis. Specific software packages include CCG/CALC2, HCS Version 3.0 or
higher, and Synchro 7.0 or higher. Should a consultant wish to utilize a software package other than those listed
above, prior approval from the town must be obtained. The analysis should incorporate adequate crossing time for
pedestrians and should use conventional signal timing plans.
The analysis should include the identification of signalized intersections where:
•
Volume-to-capacity (v/c) ratios for overall intersection operations, through movements, or shared
through/turning movements increased to 0.85 or above.
•
V/C ratios for exclusive movements increased to 0.95 or above.
•
Queues for an individual movement are projected to exceed available turning lane storage.
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Identification of unsignalized intersections where:
•
Level-of-service (LOS), based on average delay per vehicle, on individual movements at LOS “E” or “F”.
•
The estimated 95th percentile queue length for an individual movement exceeds the available queue storage.
Conventional signal timing plans should be used and all proposed adjustments to traffic signal timing, phasing
and cycle lengths should be evaluated in terms of pedestrian crossing time, effect on queue lengths, adequacy of
existing storage and effects on the existing signal co-ordination.
The six “growth areas” identified by the Town of Oakville for land use intensification are shown in Figure 1 (e.g.
Uptown Core, Midtown Oakville, Downtown Oakville, Kerr Village, Bronte Village, and Palermo Village). To
support the planning objectives for these areas, consideration will be given to relaxing the vehicle level-of-service
thresholds from a v/c ratio of 0.85 to 0.90 for the overall intersection, and for through/turning movements at
signalized intersections, provided that effective transit priority solutions can be identified for implementation,
with the support of relevant agencies, for the horizon year of the TIA.
Figure 1: Oakville Growth Areas

Source: Livable Oakville Plan
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3.6.2.

Transit Demand

The impacts of site-generated transit demand for the relevant time periods and scenarios on all transit services and
at transit stops/stations/terminals where ridership will be increased by 5% or more should be assessed. The
analysis should include identification of situations/locations and time periods where:
•
There is a need for changes to existing service frequencies, or for new or revised transit routes.
•
There is inadequate transit station/terminals for existing transit ridership, as well as existing ridership
adjusted to account for background changes.
•
Transit service hours do not coincide with the times when transit demand will be required.
•
Special events are held, or where peak arrival/departure times are noticed.
•
Pedestrian connections are required to conveniently access transit services.
•
Impacts to transit operations are directly associated with the site-generated traffic volumes.
3.6.3.

Transportation Demand Management

The impacts of site-generated TDM measures should also be assessed. TDM initiatives and measures are intended
to encourage the use of alternative modes of travel and, as a result, will change site trip generation, the proportion
of trips in the peak hour, vehicle modal share, and/or increase auto occupancy.
Opportunities within the context of the site design to incorporate TDM measures and initiatives should be
identified and a TDM implementation plan should be developed as part of the TIA to ensure that assumptions on
future trip-making are attainable.
3.6.4.

Accommodation of Active Transportation

The adequacy of pedestrian and cycling infrastructure will be assessed. Anticipated pedestrian and cycling flows
resulting from the proposed development will be identified based on logical routing and consideration of transit
service. Changes to existing or planned pedestrian and cycling infrastructure (sidewalk, pedestrian crossing,
accessibility improvements or other features) should be considered. The installation of secure and convenient
bicycle parking facilities should be included in accordance with town policies.
3.6.5.

Safety Analysis

Potential safety or operational issues associated with the following, as applicable, should be identified:
•
Weaving.
•
Merging.
•
Corner clearances.
•
Sight distances.
•
Vehicle-pedestrian conflicts.
•
Traffic infiltration.
•
Access conflicts.
•
Cyclist movements.
•
Heavy truck movement conflicts.
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3.7.

Access Analysis Requirements

3.7.1.

Access Geometrics

The number and location of access points should be reviewed to ensure only the minimum number necessary are
provided to serve the project without negatively impacting the flow of traffic along abutting streets. Access points
should be consistent with Town of Oakville and Region of Halton policies and justification for more than one
access must be based on capacity of site traffic safety implications and not design preference.
The locations should be adequately spaced from adjacent street and driveway intersections. The number of exit
lanes, radii and vehicle storage should be appropriate to accommodate traffic demands placed on them. The throat
length at the road should be sufficiently long to minimize conflicts with street traffic and within the site.
Access points should be evaluated in terms of capacity, safety and adequacy of queue storage capacity. Access
points should be free of all encumbrances and provide appropriate sight triangles. Proposed loading facilities and
access to these facilities should be evaluated to ensure that they are adequately sized, designed and provided with
suitable access so that they will not adversely affect traffic operations on town roads. This design must allow all
vehicles to enter and exit the site without the need to backup onto a public road.
The site plan must include a diagram illustrating the anticipated movement of the design vehicle through the
building site indicating turning radii.
Access standards should be in conformance with those outlined in the “Geometric Design Guide for Canadian
Roads”, 1999 edition, issued by the Transportation Association of Canada (TAC) or updates. Access standards
along all regional roads should be in conformance with those outlined in the “Halton Access Management Policy
for Regional Roads” (April 2004).
3.7.2.

Turn Lane Requirements

The requirements for left turn and right turn lanes should be examined. Adequate spacing should be provided
between access points to avoid potential turn lane overlaps. All design standards must be in conformance with
those outlined in the TAC Manual.
3.8.

Traffic Collision Analysis

Where the development is adjacent to an area with identified problems, existing collision data (available from the
region or town) should be reviewed and an assessment of the impact of the proposed development provided. Such
information may be helpful to minimize any additional problems through the design or location of access points.
3.9.

Sight Distance Evaluation

At each access and at each intersection where a new road is proposed, the sight distance requirements should be
determined based on appropriate standards (TAC Manual), and the availability of sight distance determined from
actual field measurements.
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3.10.

Transportation System Mitigation Measures

This section outlines the process of identification of operational transportation system improvements and other
measures required to ensure that acceptable operation of the transportation system is maintained. The
improvements must incorporate recommendations and standards outlined in previous regional and town
transportation or corridor studies.
3.10.1. Required Roadway Improvements

The physical and operational road network deficiencies that have been identified in the TIA must be addressed
and solutions provided that are feasible and economic to implement.
Functional design plans or detailed design drawings may be required for identified physical improvements to all
modes of transportation, to ensure their feasibility.
3.10.2. Required Traffic Signal Improvement

Any individual intersection traffic signal operational deficiencies that have been identified in the transportation
impact study must be addressed and solutions provided that are feasible to implement. The design requirements
for traffic signals are outlined in the “Design Information for Proposed Road and Traffic Signal Works on Region
of Halton Roads” produced by Region of Halton Engineering Services.
3.10.3. Preliminary Cost Estimate

A preliminary cost estimate must be provided for all identified infrastructure improvements.
3.11.

TIA Recommendations

All reasonable attempts should be made to identify transportation improvements that mitigate the development
proposal such that:
•
Pedestrian and cycling needs are safely accommodated.
•
The capacity of transit services or facilities is sufficient to accommodate site-generated transit demand.
•
Site-generated traffic does not have an unmanageable adverse impact on transit operations.
•
TDM measures are identified that would mitigate the traffic or transit impacts from site-generated travel
demand.
It is important to structure recommendations for improvements within appropriate time perspectives.
Recommendations should be sensitive to the following issues:1
•
Timing of short-range and long-range network improvements that are already planned and scheduled.
•
Anticipated time schedule of adjacent developments.
•
Size and timing of individual phases of the proposed development.
•
Logical sequencing of various improvements or segments.
•
Right-of-way needs and availability of additional right-of-way within the appropriate time frames.
•
Local priorities for transportation improvements and funding, including transit service, facilities and active
transportation.
•
Cost-effectiveness of implementing improvements at a given stage of development.
•
Necessary lead-time for additional design and construction.
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Since improvements can often be implemented in more than one order, the recommendation should address an
implementation sequence that would provide maximum compatibility with the overall roadway system
configuration needed for the safe and efficient movement of people and goods.
3.12.

Documentation and Reporting

The structure and format of the TIA should follow the guidelines outlined in this document, as applicable. The
following is a suggested study structure:
•
Executive Summary (if required).
•
Table of Contents.
•
Site/Development Description (site plan if applicable).
•
Study Area (map identifying the study area and site).
•
Existing Conditions (exhibits required illustrating traffic volumes, transportation infrastructure and traffic
control).
•
Analysis Periods.
•
Background Traffic Demand – Existing and Future Background (exhibits required).
•
Site-generated Traffic (exhibits required).
•
Future Travel Demand.
•
Future Traffic Operations and Impacts.
•
Future Transit Operations and Impacts.
•
Total Traffic Demand – Future Background plus Site-generated Traffic (exhibits required).
•
Improvement Alternatives Required to Mitigate Traffic and Transit Impacts.
•
Traffic Impacts for Future Background and Total Traffic with and without mitigation measures (tabular
summaries).
•
Access Considerations.
•
Safety Considerations including collision summaries.
•
Parking Considerations.
•
Property Assessment.
•
Functional Design Drawings.
•
Preliminary Cost Estimates.
•
Conclusions and Recommendations.
This format will facilitate review, discussion and communication. Relevant maps, graphs and tables should be
placed adjacent to the relevant text. The TIA should consist of a main document, supplemented by technical
appendices containing detailed analyses, as required.

4.

Summary

The above outline is recommended for Oakville to consider in developing its own TIA guidelines. It considers
current practices of Halton Region, City of Mississauga, City of Hamilton, City of Niagara Falls, City of
Cambridge and City of London. TIA guidelines are recommended in order to streamline the approval process and
provide a standardized framework for consultants to follow when submitting studies for review. By developing
TIA guidelines, the town can eliminate or reduce variances in terms of quality and approach which can lead to
extended review periods, due to technical inconsistencies and requests for additional information.
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APPENDIX 5-D
Paper #5d Travel Demand Management

Paper #5d
TRAVEL DEMAND MANAGEMENT
This paper defines travel demand management (TDM), identifies the benefits of TDM and outlines the role of
TDM within the objectives of Livable Oakville and the North Oakville Secondary Plan. The effectiveness and
investment requirements are outlined to provide a basis for recommended TDM strategies and the related auto trip
reduction anticipated.
TDM refers to various strategies that are used to change travel behaviour, including how, when and where people
travel, in order to increase the efficiency of the transportation system and achieve specific planning objectives.1
Specifically, TDM is often used to encourage sustainable, non-auto modes of transportation.

1.

The Role of TDM

With increasing travel demands associated with urban growth, jurisdictions are faced with both high costs and
physical and property constraints to improving/constructing transportation infrastructure. In addition, with the
municipal and provincial objectives of preserving the environment and promoting active and healthy lifestyles,
alternative travel practices are becoming part of transportation strategies. TDM measures are seen as a part of the
solution to meeting transportation needs, while addressing the environmental objectives, healthy lifestyle goals
and cost constraints of municipalities.
TDM initiatives can be relatively inexpensive and have proven to be effective in a number of cities. The intention
is to shift dependency on single-vehicle occupancy trips to more sustainable modes of transportation including
carpooling, transit, cycling or walking, which would result in an overall reduction in trips. TDM strategies can
effectively manage and optimize the use of the existing transportation system, and can address issues such as:
• Traffic congestion.
• Insufficient parking supply.
• Rising fuel and vehicle costs.
• Air and noise pollution and other environmental concerns due to urban sprawl.
• The need for transportation alternatives for non-drivers.
• The need to support strategic land use planning objectives such as reduced sprawl and urban redevelopment.
1.1.

Federal Approach

There are two ways in which the federal government (Transport Canada) encourages better integration of
transportation and land use planning with TDM measures:2
1. Funding various programs / initiatives targeted at improving mobility options and environmental
sustainability (e.g. Moving on Sustainable Transportation, Urban Transportation Showcase Program,
ecoMOBILITY, Gas Tax Fund).
2. Funding infrastructure programs (e.g. transit/highway/local roads projects) provided through the Building
Canada Fund.

1

“What is Transportation Demand Management?”, Victoria Transport Policy Institute, 31 Aug. 2011
<http://www.vtpi.org/tdm/tdm12.htm>
2
TDM Supportive Guidelines for Development Approvals, ACT Canada (2008)
Technical study led by Cole Engineering Group Ltd.

1.2.

Provincial Approach

Strong provincial direction is required to ensure that all municipalities, especially those with congestion problems,
recognize TDM as a key requirement of any future transportation or land use planning process.2 One example of a
strong provincial policy is the Province of Ontario’s Places to Grow: Growth Plan for the Greater Golden
Horseshoe (2006) which specifically requires TDM action at the municipal level. According to the Growth Plan
for the Greater Golden Horseshoe (2006), TDM policies should be developed and implemented in official plans
and other planning documents, to promote initiatives such as carpooling, vanpooling, shuttle buses, parking
management, site design and on-site facilities that support transit and walking, bicycle facilities and programs,
pricing (road tolls or transit discounts), flexible working hours, telecommuting, high-occupancy vehicle lanes,
park-and-ride facilities, incentives for ride-sharing, transit, walking, cycling, and other initiatives to discourage
drive-alone trips by residents, employees, visitors and students, and contribute to reductions in trip distance and
time, and increases in the modal share of alternatives to the automobile.
This policy is effective because of the corresponding timing related to the review of Official Plans. The Ontario
Planning Act requires municipalities to review and update their Official Plans every five years. Therefore all
municipalities in the Greater Golden Horseshoe area must include TDM policies in their Official Plans, where no
such inclusion was previously mandated.
1.1.

Region of Halton Approach

Halton Region launched the Smart Commute Initiative in 2006. Since its inception, Smart Commute Halton has
brought awareness and encouraged employers across the region to try alternative travel modes. Smart Commute is
continuing to expand across the region in partnership with Metrolinx, the local municipalities and local
employers.
1.3.

Town of Oakville Approach

Municipalities generally employ long term policy approaches and short term policy approaches when
incorporating TDM into the development approvals process.2
The Livable Oakville mission statement is “To enhance the town’s natural, cultural, social and economic
environments by ensuring that environmental sustainability, cultural vibrancy, economic prosperity and social
well-being are incorporated into growth and development decisions.”
Some of the key guiding principles in Livable Oakville include:
• Preserving and creating a livable community in order to preserve, enhance, and protect the distinct character,
cultural heritage, living environment and sense of community of neighbourhoods.
• Providing options for mobility throughout the town by linking people and places with a sustainable
transportation network consisting of roads, transit, cycling and walking and trails/facilities.
• Achieving sustainability to minimize the town’s Ecological Footprint.
Livable Oakville supports TDM by confirming that measures will be implemented to encourage opportunities to
reduce single occupancy automobile use, especially during peak travel periods. Also, as an incentive to encourage
TDM, the town may permit reduced parking standards for developments which demonstrate, through a TDM plan
and implementation strategy, that a reduction in parking standards is appropriate. Reduced surface parking may
also be considered as part of a TDM plan.

Paper #5d – Travel Demand Management, February 2013

2

2.

Existing TDM Strategies in Oakville and the Greater Toronto Area

The Smart Commute program, offered by Metrolinx for municipalities in the GTHA through Transportation
Management Associations (TMA), is used to help local employers and commuters explore various commute
choices such as carpooling, cycling and public transit. Smart Commute offers programs such as:
• Carpooling and vanpooling ride-matching.
• Site assessments and surveys to understand employee commute behaviour.
• Shuttle programs.
• Discounted transit fare programs.
• Emergency ride home programs.
• Employee work arrangement solutions such as telework, compressed work weeks and flexible working hours.
Smart Commute currently has a TMA that serves Halton Region and the Town of Oakville. In the Greater
Toronto area, the Smart Commute organization has 177 different employers registered, including over 31,000
carpool registrants.3 Major employers in the Town of Oakville that are registered with Smart Commute Halton
include the Town of Oakville, Halton Region, Sheridan College and TDL Group. In addition to participating in
Smart Commute, the town also has designated staff responsible for TDM initiatives led by a Sustainable
Transportation Program Coordinator.
There are a number of TDM initiatives currently underway within the town. These initiatives include, but are not
limited to:
• Preferred carpool parking at Oakville Town Hall.
• Preferred carpool parking at Halton Regional Centre.
• Preferred carpool parking at Oakville GO station.
• Ministry of Transportation Carpool Parking lots (QEW/Bronte Road, QEW/Winston Churchill Boulevard,
Highway 407/Bronte Road, Highway 407/Trafalgar Road).
• Oakville carpool ride-matching through Carpool Zone and related events such as Carpool Week, the Clean
Air Commute, and Car Free Day.
Prior to the Smart Commute programs, there have been other
carpool / rideshare marketing and preferred carpool parking
initiatives within the Greater Toronto area. These campaigns
were initiated by the City of Toronto (formerly Metropolitan
Toronto), but reached audiences beyond the city limits. As an
example, Figure 1 illustrates marketing material that formed
part of the 1995 Metropolitan Toronto TDM strategy, a
$500,000 carpool and HOV marketing program. Coordinated
inter-municipal initiatives provided opportunities for more
effective marketing campaigns.

3

Figure 1: Sample Marketing Campaign

Source: Metropolitan Toronto

“What is Smart Commute?”, Smart Commute, 31 Aug. 2011 < www.smartcommute.ca/en/about-us/what-smart-commute>
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3.

Effectiveness of Alternative TDM Strategies

TDM strategies can range from an interested individual or group soliciting for carpool partners to involvement by
a single employer or an organization such as Smart Commute to coordinate and promote TDM programs.
Employers can become involved at the corporate level by offering incentives and awareness programs at the place
of employment, including preferential carpool parking, corporate flexible working arrangement policies, secure
sheltered bicycle parking, shower and locker facilities, subsidizing transit fares, emergency ride home programs,
video-conferencing, vanpools, corporate vehicle sharing and carpool matching.
A number of opportunities exist for the Town of Oakville to pursue increased TDM initiatives, including those
complementary to walking, cycling and public transit, in partnership with Smart Commute, Metrolinx, Halton
Region and local organizations (BIAs, employers, non-profit, etc.). A combination of alternative strategies may be
used to achieve short and long-term TDM related results. Some recommended strategies the town may choose to
pursue are outlined below.
3.1.

Carpool Programs

TDM programs typically include carpool ride-matching as a primary part of the strategy with the objective of
increasing vehicle occupancy and reducing single-occupant vehicles (SOVs) and related congestion. Making it
easy for participants to offer or access a ride when needed is a well recognized method of reducing vehicular
demand.
Smart Commute Halton is linked to the Carpool Zone website which provides free ride-matching services based
on location and scheduling characteristics of participants. The success of carpool strategies is dependent on the
level of awareness of potential business participants and the broader public. Related programs can support and
enhance carpool activity.
Investments in additional carpool initiatives would be limited to additional staff resources and carpool lot
expansions if required (approximately $250,000 per location). Options and incentives that the town could
consider include:
• Educate and inform residents of carpool ride-matching.
• Provide proactive carpool support programs for businesses, including staff support.
• Provide preferential parking for carpoolers as an incentive for carpooling.
• Develop emergency-ride-home programs to reduce barriers to carpooling associated with concerns over a lack
of access to a vehicle in unforeseen events.
• Implement High Occupancy Vehicle Lanes (HOV) to provide benefits and encouragement for carpooling.
• Ensure existing and future carpool lots along major corridors have sufficient capacity and are accessible by
transit.
3.2.

Vanpool Programs

A vanpool can be defined as a system comprised of vans (and very rarely, small buses and other vehicles)
operating as a ridesharing arrangement, providing transportation for five to 15 individuals travelling directly
between their homes and a regular destination within the same geographical area. Vanpooling provides an
opportunity for reducing SOV travel, adding to the array of available transportation options, further increasing the
efficiency of the transportation network and decreasing the environmental effects of travel. The Ontario Vanpool
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Program Feasibility Study was designed to directly address travel demand management objectives identified in
municipal Official Plans, Transportation Master Plans and other policy documents and to identify opportunities or
barriers with respect to vanpool implementation in Ontario. Benefits associated with vanpool programs include:
• Reduction in single occupancy travel and in turn reduction in cost of congestion.
• Expansion of the array of available transportation options.
• Increase in the efficiency of the transportation network.
• Improved transportation of disabled person by “paratransit”.
• Decrease in the environmental effects of travel.
• Increased accessibility to employment markets.
• Better employee retention.
• Better parking management.
• Lower parking infrastructure costs.
Similar initiatives mentioned to encourage carpools (Section 3.1) can also be considered for vanpooling.
3.3.

Car-Share Programs

Car-share programs currently operate in a number of cities in Ontario and are gaining popularity, particularly in
high-density urban areas. The premise of car-share programs is the ability to access a vehicle on an as-needed
basis without the obligations of ownership, i.e. financing, insurance, parking space, etc. Car-share programs work
on a membership basis and the costs are dependent on the payment plan selected, but can range from an hourly to
weekly rate. Car-share programs can serve as a TDM measure, where users choose not to own vehicles and
regularly commute by transit, walking or cycling, with the assurance that a car is available when a vehicle is
required.
Municipalities may use parking requirement adjustments as an incentive for developers to incorporate car-share
into development plans. Provisions can be made to adjust zoning by-law requirements to reflect the lower parking
demand where car-share is a formal part of a development proposal. The appropriate parking reduction will reflect
the difference between typical parking supply requirements and anticipated reductions in auto ownership per unit.
Examples of by-law adjustments applied to proposed condominium developments in other jurisdictions have
included reduced tenant parking by up to 10 tenant parking spaces per car-share vehicle.
The Town of Oakville could consider similar by-law adjustments of reduced parking requirements to discourage
auto ownership and regular commuting by car. These adjustments should have regard for the viability of car-share
in the designated area of the town and quantifiable comparable sources for proposed reductions.
3.4.

Corporate Fleet Vehicles

Since vehicles are known to be a major source of air pollutants and also contributor to greenhouse gas (GHG)
emissions, many municipalities are now taking on leadership roles in energy conservation.
The town’s Sustainable Green Fleet Procedure aims to guide fleet greening to assist with the town’s GHG
emission reduction goals, reduce the use of non-renewable resources, and improve fuel efficiency. The procedure
requires all town departments to follow the Sustainable Green Fleet Guide in order to ensure consistency and
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compliance, and to assist in attaining the town’s goals. All decisions regarding fleet shall take the following into
account, if not covered in the guide:4
• Promoting and encouraging sustainable green fleet practices to all town staff on an ongoing basis.
• Replacing identified fleet vehicles with fuel efficient, low emission and/or hybrid alternatives, in accordance
with the most efficient and appropriate size.
• Continuing to implement green fleet maintenance, driver training and management practices.
• Implementing and piloting the use of fuel from alternative renewable sources.
• Promoting fleet and personal vehicle use operations to achieve fuel efficiencies and support idling reduction.
• Implementing innovative carbon reduction strategies and monitoring current and upcoming green fleet
technologies and management options.
• Continuing to look at job function and potential transition from single occupancy vehicle use to alternative,
active transportation modes, such as, walking, cycling or public transit.
The Environmental Policy department is responsible for researching, coordinating and providing education,
awareness and communications for the Sustainable Green Fleet Guide. In addition, Environmental Policy will
annually review implementation of the opportunities and actions within the Guide.
3.5.

Cycling and Pedestrian Support Facilities

The Town of Oakville through the Active Transportation Master Plan (ATMP) identified a network of cycling
and walking facilities. To encourage walking and cycling facilities as viable alternatives to driving as a commuter
mode, support facilities can be incorporated into the designs of future developments within the town. “Trip end”
facilities such as showers, secure bicycle parking and on-site pedestrian and cycling connections are being
established as requirements for developments in other jurisdictions.
The Town of Oakville can establish policies and standards requiring on-site bicycle parking and shower facilities
at suitable locations throughout the town, especially in higher density developments. Furthermore, on-site
circulation plans for pedestrians and cyclists can be required through transportation impact assessments. There are
no costs to the town associated with these initiatives.
3.6.

Parking Strategies

Travel demand by automobile can be managed and reduced through parking supply and parking pricing strategies.
Parking management strategies have been referenced as one of the most effective measures in reducing auto use.
A lower supply of parking at either the home or destination end of the trip can discourage auto use. Lower by-law
requirements for residential uses, particularly higher-density residential, can lead to lower auto ownership and
related vehicle use. A lower parking supply at destinations can result in lower auto use due to the inconvenience
of limited available parking in close proximity to the destination. In mixed use areas, the town can limit the over
supply of parking by encouraging the coordination of parking between residential and employment uses; “shared
parking” maximizes parking utilization by balancing the high day-time peak of employment uses with the high
night-time peak of residential uses.

4

Town of Oakville
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Parking pricing can also serve as a deterrent to auto use. Higher parking costs could result in making alternative
modes more viable. Currently the town does not allow charging for parking at commercial sites. Paid parking is
provided in various town lots and institutional uses (e.g. Sheridan College).
There are implications associated with allowing paid parking, raising parking rates at town lots or introducing
reduced parking requirements for development. Impacts can include illegal parking on-street or on-site that may
impact business operations (loading and site circulation), economic activity in business districts, and parking
supply at adjacent properties.
It is recognized that an aggressive parking strategy to meet TDM objectives will have impacts. The objectives of a
“livable community” and a “transit first” community will require a parking strategy that balances the needs of
parking supply and pricing as a TDM strategy with managing the impacts of reduced parking convenience.
Efforts for parking management should be focused on areas with good travel alternatives (transit, walking,
cycling) including intensification areas. An oversupply of parking in intensification areas such as Midtown
Oakville should be avoided and special zoning parking by-laws should be established. The provision of reduced
parking should be based on adjacent land uses, formal parking studies and documentation of proxy studies within
the town. 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, as well as
site or neighbourhood operations. The strategy could be either revenue neutral or provide revenue generation.
Cycling and walking should be increasingly promoted and accommodated; guidance is provided in the town’s
Active Transportation Master Plan. A parking strategy and supporting policies that include secure bicycle parking
in new and existing developments would encourage higher levels of cycling. Bicycle parking requirements should
be explicitly incorporated into the zoning by-law.
North Oakville has developed a parking strategy that uses parking-related TDM policies and techniques that can
encourage transit use, car/vanpooling, cycling and walking, which include5:
• Parking pricing that is the same or higher than transit fares.
• Full-cost pricing for parking facilities at the individual user level.
• Unbundling the full cost of parking from building rents or sales prices.
• Parking cash out (a program whereby employers offer to pay employees who do not use a parking space on a
regular basis, the equivalent value of a monthly parking space, thereby ensuring that all employees are treated
equitably from a transportation subsidy perspective) and discounted transit fares.
• Coordinating parking supply strategies with transit and TDM initiatives.
• Provision of specially designated car/vanpool stalls in convenient locations.
• Reduced parking fees for car/vanpooling.
• Provision of bicycle lockers and parking and motorcycle/moped parking.
• Provision of car-share and bike-share services in both public and private parking facilities.
• Implementing parking supply limits in zoning ordinances.
• Demonstrating leadership by applying all of the above policies and techniques to municipal employee
parking.

5

North Oakville Parking Strategy (2009)
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3.7.

New Connections that Support Transit-Oriented Development (TOD)

North Oakville recognizes that a well-connected road or pathway network with shorter links, more intersections
and minimal dead-ends can increase connectivity and route options between communities, allowing for more
direct travel between destinations and minimizing travel distances.
Connectivity is an essential part of transit-supportive development, as a well-connected street network enables
easy access to transit services, as well as other destinations. New sidewalk and path connections, and the use of
shorter streets and smaller blocks, as well as applying traffic calming measures can provide more travel options
for pedestrians and cyclists, which can lead to reductions in automobile usage. In addition, and to aid with
optimizing pedestrian activity and transit use, curb ramps and curb depressions should be considered to meet
accessibility needs of people with mobility devices (under the Accessibility for Ontarians with Disabilities Act) at
crossings where there is an elevation change between the sidewalk and the street level crossing.
3.8.

Telecommuting and Flexible Work Arrangements

Temporal changes in commuter travel to decrease demands in peak hour conditions can be achieved through
employer programs for telecommuting or flexible work arrangements. These programs have been successful in
reducing peak hour trips by up to 15% for participating businesses.
Telecommuting or “telework” is a general term for the use of telecommunications such as telephone, fax,
websites, video connections, etc., that are used to substitute for physical travel.6 An employer may allow its
employees to make alternate arrangements to work from home or from another a remote location using
technology to communicate. Telecommuting reduces the number of trips using the roadway network.
Telecommuting has proven to be successful in industries such as:7
• Business Services.
• Consumer Products, Retail and Manufacturing.
• Financial Services.
• Government, Defense and Space.
• Healthcare, Pharmaceuticals and Health Insurance.
• Media and Publishing.
• Technology and Telecommunications.
• Travel.
Some studies and findings regarding telecommuting are described below:
The City of Calgary is a leader among Canadian municipalities with respect to telecommuting. The City of
Calgary has 13,000 employees. The City received the Association for Commuter Transportation of Canada (ACT
Canada) Leadership in Transportation Demand Management (TDM) Award 2007.8 Calgary City Council
identified telecommuting as one of its fifteen key environmental priorities. The City supported a research study by
the Haskayne School of Business at the University of Calgary (with funding from Transport Canada’s Moving on

6

http://www.vtpi.org/tdm/tdm43.htm
Mobile Office Technology (2012)
8
Smart Commute
7
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Sustainable Transportation program) that examined local telecommuting barriers and opportunities. Calgary’s
telecommute pilot project began with 100 city employees from ten departments. The pilot ran for four months
with an average participant being away from the office two days per week. A survey was conducted and it was
found that 95% of telecommuters found an improved work-life balance, 90% of managers found productivity was
maintained or improved, and over 3,500 commuter trips were reduced. Lower stress levels were also documented
among co-workers. With 3,700 fewer commuting trips over the four-month period, the employees saved more
than 80,000 kilometres in vehicle travel, roughly 18,000 kilograms of carbon dioxide and about 7,000 litres of
fuel.
Compaq Canada officially began its telecommuting initiative in 1999.9 About 500 employees are currently
participating, including 100 permanent staff that handle customer service in smaller towns. The employees work
on-site with customers or at home offices, and Compaq provides the equipment. Telecommuting saves time for
the employees who participate.
A survey conducted by Royal Bank of Canada yielded the following results with respect to telecommuting:9
• 77% of survey respondents said it increases job satisfaction.
• 72% of survey respondents said it allows more time with the family.
• 58% of survey respondents said it permits more convenient child care arrangements.
• 32% of survey respondents said it allows more trips/vacations out of the city.
• 30% of survey respondents said it gives them greater choice on where to live.
• 18% of survey respondents said it lets them get by with only one vehicle.
About 2,300 (or 25% of IBM Canada's non-manufacturing workforce) employees telecommute almost full time.9
It has been reported that productivity increased by up to 50% and over $35 million in office space (since the early
90's) was achieved. Telecommuting at IBM Canada resulted in increased productivity, customer satisfaction and
employee satisfaction.
An evaluation of approximately 5,000 telecommuters of the Canadian Federal Government found that they had
more balanced work and personal lives, reduced stress and absenteeism.9 Also, reduced costs of going to work,
improved levels of service, potential for significant accommodations savings and increased productivity were
reported. These benefits were accomplished at no economic or operational loss, and with the support of managers
and colleagues. Most telecommuters previously spent over one hour driving to and from work, making
telecommuting also environmentally friendly.
Flexible working arrangements can be achieved by the following methods:
• Flextime.
• Compressed work week.
• Staggered shifts.
Flextime allows employees flexibility in determining daily work schedules. This could mean the ability to travel
to or from a workplace outside of the rush-hour, reducing congestion during peak commuting times. In some
instances, certain employers have core hours that are mandatory during the day, and the employees can choose to
work the remaining part of their work day around these core hours. A compressed work week involves working

9

Canadian Telework Association (2012)
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longer hours for a portion of the work week to earn a day or other specified period of time off from work.
Staggered shifts provide groups of employees to start and finish at specified times reducing the total number of
employees travelling to work at any one time.
An alternative work schedule is typically implemented at the corporate level as part of a TDM program.
Typically, the program will be dependent on factors such as the type of work being done, time period,
qualifications of employees, contracts, etc.
3.9.

Employer-Based Outreach Programs

The Town of Oakville could proactively provide employer-based support programs for TDM. The town may find
it beneficial to focus individualized marketing (IM) efforts on large businesses and large properties controlled by
a single management company that are located along major transit routes or have opportunities to improve
transportation conditions e.g. carpooling versus increasing parking supply. Efforts could include funding for a
referral-marketing program that targets workplaces that participate in Smart Commute Halton.
Marketing efforts for the referral campaign would provide current transit customers/carpoolers/active
transportation commuters with incentives (monetary, discount passes, prizes, etc.) in return for encouraging
colleagues, co-workers, friends and neighbours to participate in TDM programs and services. Specific referral
campaign messaging could be determined by Smart Commute Halton or the town.
Programs could use outreach techniques to segment targeted populations based on their willingness to use
sustainable modes of transportation. Outreach efforts are then targeted toward members of the population who are
considered most likely to increase their use of sustainable modes of transportation, such as existing transit
customers, students or those willing, but unable to use public transportation. IM programs have proven highly
successful at moving people into sustainable modes of transportation.
The costs associated with employer based outreach and related telecommuting and flexible work hour support
programs would be primarily in the form of staff resources. Approximately 1 to 2 additional full time equivalent
staff are seen as necessary.
3.10.

Taxi Programs

Taxis can be considered for shorter trips instead of private vehicles. This can help to alleviate parking
requirements within the town, as well as in new developments. If taxis are needed for work-related
events/meetings during a work day after an employee has arrived to work via transit, cycling or walking,
employers can cover the cost of the taxi fare to encourage such a system. The town currently reimburses GO train
fares to and from Toronto for business-related travel, so a similar approach can be considered for occasional taxi
usage. Bicycle racks should also be considered to be installed on all taxis in the future. Taxis can be used to
promote employer TDM programs such as emergency-ride-home and can be part of shuttle and transit service
improvements. Taxis can support the use of alternative transportation modes, including walking, cycling,
ridesharing and public transit use, and can therefore make a contribution toward TDM objectives and reducing
congestion.
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3.11.

Tourist/Visitor Considerations

Directions to various places of interest should be easily accessible, e.g. online. Information including full address
and street maps should be found online, including directions to the place of interest via various modes, including
car, transit (provide link to route schedules), cycling or walking.

4.

Requirements for TDM Implementation

Many of the above mentioned improvements can be considered for implementation to increase TDM.
4.1.

“Trend” TDM Scenario (Short-term Policy Approaches)

Strategies that may be considered to maintain the current TDM levels include:
• Promote carpool programs.
• Promote vanpool programs.
• Promote car-share programs.
• Introduce cycling and pedestrian support facilities town-wide.
• Provide travel information online for visitors/tourists who need to get around.
4.2.

High TDM Growth Scenario (Long-term Policy Approaches)

In addition to those listed in Section 4.1, additional strategies that may be considered to achieve a high TDM
growth scenario include:
• Replace/upgrade corporate fleet vehicles.
• Revise parking strategies.
• Provide new road connections that support transit-oriented development (TOD).
• Promote telecommuting and flexible work arrangements.
• Encourage employer-based outreach programs.
• Introduce a taxi program for short trips.

5.

Recommendations

In order to accommodate growth, and goals of Livable Oakville and the North Oakville Secondary Plan, the town
should continue to implement and promote TDM initiatives. The town should work cooperatively with Smart
Commute Halton and other jurisdictions on specific programs and provide separate dedicated funding to manage
the impacts of growth. The following recommendations are offered for improving TDM in the town:
•

Continue to support and promote carpool and vanpool initiatives throughout the town.

•

Work with the Ministry of Transportation to promote the use of the carpool parking lots, provide
transit/shuttle service to and from carpool parking lots, monitor carpool lot utilization and expand the lots as
required.

•

Proactively encourage private sector car-share suppliers to initiate programs within the town. Develop
policies for the treatment of car-share programs and parking requirement reductions associated with
development.
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•

Develop policies for active transportation support requirements for major developments including trip end
facilities (secure bicycle parking requirements, site review of pedestrian and cycling circulation, shower and
change room facilities).

•

Develop town-wide and growth area specific parking policies, including a review of the zoning by-law and
potential for reduced parking rates in growth areas, developing a shared parking policy, a review of town
parking supply and rates, and consideration of paid parking for commercial uses in growth areas.

•

Consider transit-oriented development design requirements as part of new development areas.

•

Work with Smart Commute Halton to expand the employer outreach initiatives. Specific programs could
include carpool support programs and telework/flexible work arrangement programs.

•

Explore the option of using taxis to provide transportation for short distances, and the potential for employers
to reimburse costs of business-related travel via taxis or transit.

•

Work with places of interest to provide comprehensive travel information on the internet for tourists/visitors
so they have a choice of modes to reach their respective destinations.

6.

SUMMARY / CONCLUSIONS

TDM will play a significant role in Switching Gears to provide sustainable travel options within and beyond
Oakville. A range of short and long-term options for building upon and improving TDM initiatives provision in
the town are described in this report to guide future decisions with the objective of expanding and improving
TDM initiatives. In order to implement new TDM initiatives, considerable planning and collaboration with other
levels of government and entities will be necessary.
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APPENDIX 5-E
Paper #5e Parking Management

Paper #5e
Parking Management
Parking management refers to the application of various policies that can result in a more efficient use of parking
facilities. Parking supply and demand should be optimally balanced as an oversupply will consume land with
potential environmental impacts, while a shortage would negatively impact growth and economic activity.
Parking management strategies can provide a variety of economic, social and environmental benefits.
This paper will address the parking issues and opportunities in the town, relative to various town policies,
guidelines and operational practices and impacts.

1.

Benefits of Parking Management

Effective parking strategies can result in better land use practices and assist in reducing congestion. Parking
strategies can be effective in promoting transit, supporting active transportation, and therefore providing a more
efficient flow of traffic through the town and contributing to a more livable community. Cost-effective parking
management programs can usually reduce parking requirements by 20-40% compared with conventional planning
requirements, providing economic, social and environmental benefits1.
The following are common benefits associated with parking management:
• Reduction in parking facility costs to governments, businesses, developers and consumers.
• Increase in chances of meeting equity objectives by reducing the need for parking subsidies, improving travel
options for non-drivers, providing financial savings to lower-income households, and increasing housing
affordability.
• Increase in revenue generation that can be used to fund parking facilities.
• Increase in the utilization of more sustainable modes of transportation, thereby reducing issues such as traffic
congestion, roadway costs, emissions, energy consumption and collisions.
• Reduction in land requirements that can help to preserve greenspace and other ecological, historic and cultural
resources.
• Reduction in total pavement area and incorporation of design features such as landscaping and shading that
reduce stormwater flow, water pollution and solar heat gain.
• Creation of more livable, attractive and efficient communities by reducing total paved areas, allowing more
flexible building design, increasing walkability and improving parking facility design.

2.

Current Practices in Parking Management

The town has completed a number of policy initiatives, the Livable Oakville Plan (2009), Transportation Master
Plan (2007), North Oakville Secondary Plans and policies, and Zoning By-law 2008-051 related to parking
regulations, within the town that will guide the development of the parking strategies, encourage sustainability
and accessibility, and support the economic competitiveness of the town. Parking management strategies are
important to achieving the Oakville Transportation Master Plan objectives, and achieving economic, social and
environmental benefits.

1

Victoria Transport Policy Institute, 2011 (http://www.vtpi.org/park_man.pdf)
Technical study led by Cole Engineering Group Ltd.

2.1.

The Livable Oakville Plan (2009)

The Livable Oakville Plan suggests that in keeping with the vision for optimal urban design, surface parking areas
should be organized in small areas separated by built form, landscaping, and/or pedestrian facilities. In particular,
the guidelines suggest that surface parking areas should be:
• Located to the rear or sides of buildings, and in areas that can be appropriately screened so as not to dominate
the streetscape, while allowing sufficient visibility to achieve safety and functionality.
• Connected to the on-site pedestrian network and streetscape through landscaped pedestrian links.
• Designed with landscaped islands that clearly define the vehicular circulation route(s), and provide shade and
wind break, as well as visual relief from hard surfaces. Landscaped islands should be of sufficient size to
ensure growth of vegetation including healthy trees.
The Livable Oakville Plan also provides general guidelines for parking and the impact to the transportation
network. The plan suggests that the following parking guidelines be considered:
• Parking restriction zones within growth areas and major transit station areas can contribute to efficient use of
land, support transit and active transportation, and can assist in achieving goals relating to transportation
demand management (TDM) initiatives.
• On-street parking can reduce vehicle speeds and serve as a protective buffer between pedestrians and moving
vehicles, thereby encouraging walking and increasing activity along the street.
• Opportunities for off-peak shared parking have proven to be effective, and can be implemented under the
appropriate circumstances.
As identified in the Livable Oakville Plan, the growth areas in Oakville include Midtown Oakville, Uptown Core,
Palermo Village, Kerr Village, Bronte Village and Downtown Oakville. Special policies and exceptions relating
to parking facilities in these areas have been developed and are presented below:
Midtown Oakville:
• Below grade parking and above grade parking structures are preferred. Additional lot coverage for buildings
may be considered if at least 75% of the required parking is provided below grade or in an above grade
structure.
• Surface parking is discouraged. However, where surface parking is provided, it shall be in the side or rear
yard and the visual impact shall be mitigated by a combination of setbacks and significant landscaping.
• Above grade parking structures for rail passengers shall:
- Incorporate active ground floor uses facing public streets and pedestrian connections.
- Be located adjacent to the railway, but secondary to the convenient placement of local and inter-regional
bus staging areas, where possible.
- Provide access that does not impede the movement of transit vehicles.
- Be designed to complement adjacent buildings.
• Individual driveway access to Trafalgar Road or any major arterial or arterial road shall not be permitted.
• Parking within the Chartwell and Cornwall Districts shall be provided in a combination of below and above
grade structures and surface lots.
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Uptown Core:
• Below grade parking and above grade parking structures are preferred. Additional lot coverage for buildings
may be considered if at least 75% of the required parking is provided below grade or in an above grade
structure.
• Above grade parking structures shall not be located adjacent to the existing residential neighbourhoods in the
Neighbourhood District.
• Surface parking is discouraged. However, where surface parking is provided, it shall be in the side or rear
yard and the visual impact shall be mitigated by a combination of setbacks and significant landscaping.
Palermo Village - Urban Centre and Main Street 2:
• Structured parking is preferred, and additional lot coverage for buildings may be considered if at least 75% of
the required parking is provided below grade or in an above grade structure.
• The maximum portion of any lot that may be used for surface parking shall be approximately 50%.
• Properties used primarily for the provision of parking, such as public parking facilities, may use up to 75% of
the lot for parking and must include appropriate landscaping, to the satisfaction of the town.
• Individual driveway access to Bronte Road or Dundas Street shall not be permitted.
Kerr Village:
• Surface parking lots shall be limited. Where surface parking is provided, the visual impact of large surface
lots shall be mitigated by a combination of setbacks and significant landscaping including:
- Pavement treatment.
- Low walls or decorative fencing.
- Landscape material.
- Trees and lighting throughout parking lots and along the edges.
• Access to parking and servicing areas shall not occur on Kerr Street but on local streets, service lanes and to
the side or rear of buildings.
• On-street parking shall be maintained throughout Kerr Village with the exception of Speers Road and Kerr
Street north of Speers Road. It is the intent that on-street parking shall be permitted at all times.
Bronte Village:
• On-street parking shall be permitted throughout Bronte Village and may be counted toward non-residential
parking requirements as established by the implementing zoning.
• Parking shall be encouraged to be provided below grade within the Bronte Village Main Street District.
• Above grade parking structures shall:
- Be discouraged adjacent to Lakeshore Road West.
- Incorporate active at-grade uses facing public streets, except along Sovereign Street.
- In all cases be screened from adjacent residential uses.
• Individual driveway access to Lakeshore Road West or Bronte Road shall be restricted. Where driveway
access from a side street is not possible, shared driveways shall be encouraged.
Downtown Oakville:
• Parking facilities will be located in central parking lots. Such parking facilities, if uncovered, will be
adequately landscaped. It is intended that such facilities be integrated with building structures and/or provide
convenient pedestrian connections to shopping areas.
• Commercial uses within the Central Business District in Downtown Oakville shall be exempt from parking
requirements.
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2.2.

North Oakville East Secondary Plan (2008)

The North Oakville East Secondary Plan provides policies for the provision of parking facilities. On-street, offstreet and municipal parking area are discussed with the context of development objectives of North Oakville.
Principle policies related to parking include the following:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

As a condition of development or redevelopment, it is noted that adequate parking and loading facilities be
provided in commercial, employment, institutional and multi-unit residential developments, including parking
for bicycles.
Provide for parking standards that are most restrictive required for mixed use and “main street” type
development.
The town encourages the development of parking structures or parking structures and the consideration of
additional density of development sites where at least 40% of the required parking is provided in structures or
underground.
Reduced parking standards for developments which demonstrate a travel demand management plan and
implementation strategy will be permitted by the town.
Designated Urban Cores and Neighbourhood Centres will include on-street parking in their design.
Maximize opportunities for stormwater and grey water reuse including the use of permeable materials for the
surfaces of parking lots and internal driveways/roads.
Off-street parking shall be designed to shield their visual impact on adjacent areas and on people by the use of
screening (fences, etc.), side/rear location of parking lots in relation to buildings, and landscaping.
Parking areas will be integrated with adjacent development and their design will contribute positively to the
streetscape.
In commercial areas, parking is not permitted between buildings and the public sidewalk.
On-street parking is permitted to increase animation and lower vehicle speeds and serve as a buffer between
pedestrians and vehicles constructed to appropriate engineering design standards.
On-street parking is permitted in core areas and may be used to conform with commercial/other nonresidential development parking requirements; as well as live/work buildings that do not require additional
parking for the “work” component.
In working with landowners, the town will establish municipal parking at strategic locations in mixed use
areas.
Building parking lots abutting the street should be limited and designed with prescribed guidelines in the
Neyagawa Urban Core.
Zoning By-laws will establish the maximum amount of Trafalgar Road frontage for individual lots that may
be used for surface parking.
Pedestrian walkways will connect with parking to access properties.
Bicycle parking standards will be implemented as per the zoning by-law.

2.3.
•
•

North Oakville West Secondary Plan (2008)

As a condition of development or redevelopment, it is noted that adequate parking and loading facilities be
provided in commercial, employment, institutional and multi-unit residential developments, including parking
for bicycles.
Maximize opportunities for stormwater and grey water reuse including the use of permeable materials for the
surfaces of parking lots and internal driveways/roads.
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•
•
•
•
•
•

Off-street parking shall be designed to shield their visual impact on adjacent areas and on people by the use of
screening (fences, etc.), side/rear location of parking lots in relation to buildings, and landscaping.
Pedestrian walkways will connect with parking to access properties, transit stops and other sidewalks.
On-street parking is permitted to increase animation and lower vehicle speeds and serve as a buffer between
pedestrians and vehicles constructed to appropriate engineering design standards.
The balance between the areas of the lot occupied by buildings and the service and parking areas will be
designed, wherever feasible, to reduce the extent of the street frontage occupied by service and parking areas.
Reduced parking standards for developments which demonstrate a travel demand management plan and
implementation strategy will be permitted by the town.
The Town may, at its discretion, enter into an agreement with an owner or occupant of a building, in an area
where a municipal parking garage or lots has or will be established, to provide for the payment of cash-in-lieu
of parking for all or part of the zoning by-law requirements for off-street parking.

2.4.

Oakville Transportation Master Plan (2007)

The previous Oakville Transportation Master Plan (2007) discussed initiatives for increasing auto occupancy by
introducing carpooling and complementary TDM measures such as preferential parking for carpool. It discussed
limiting the number of parking spaces available to single-occupant vehicles in an attempt to shift to alternative
modes or increase vehicle occupancy by introducing measures such as:
• Higher parking fees.
• Variable parking fee rates (i.e., different rates by time of day or for smaller vehicles).
• Preferential parking for HOVs/carpools.
• Parking offsets2.
• Reduced parking standards in zoning regulations.
• Restricted supply of parking.
• Provision of park-and-ride or fringe lots.
2.5.

Town Policy – Zoning By-law 2008-051

The recently amended Zoning By-law provides general parking regulations that apply to the following scenarios:
• All Uses.
• Residential Uses.
• Non-Residential Uses.
• Accessible Uses.
General Parking Regulations Applying to All Uses
• All required parking areas shall be located on the same lot as the main use.
• Except in the case of detached, semi-detached and multiple-attached dwellings, where tandem parking is
permitted, parking areas shall be arranged so that each parking space has unobstructed access to and from a
public street or lane. Any vehicle accessing the parking area shall be able to do so in a forward motion.
Parking Regulations Applying to Residential Uses
• “Passenger vehicle” parking in a front yard is only permitted in a driveway.
2

An approach whereby municipalities accept reduced parking in approving new developments in exchange for transit,
pedestrian, and/or bicycle amenities, etc.
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•

Parking in a driveway of one “commercial vehicle” is permitted provided the vehicle:
- Does not exceed a gross weight of 3000kg registered with the Province.
- Does not exceed a maximum length of 6.0m.
- Does not exceed a maximum height of 2.3m.
- Is used for the resident’s transport to and from a place of employment.

Parking Regulations Applying to Non-Residential Uses
• For C3 and C3R Zones, parking areas shall not be located in a front yard or in a flankage yard.
• Where more than one parking area is provided for a use, access shall be provided between parking areas for
vehicular and pedestrian traffic.
• The parking of inoperative vehicles is permitted only in conjunction with these specified uses: automobile
service stations, automobile dealerships, and auto related uses.
Parking Regulations Applying to Minimum Accessible Requirements (for persons with disabilities)
• Commercial uses permitted in commercial zones including hotels, motels and restaurants; all uses permitted
in employment zones; and, municipal buildings, and stadia, shall provide:
- A minimum of one designated parking space to a maximum of 20 designated parking spaces.
- One designated parking space for the first 20 spaces.
- One additional designated parking space for the next 80 spaces.
- One designated parking space for each additional 100 spaces or part thereof.
• Public and private schools shall provide:
- A minimum of one designated parking space to a maximum of 10 designated parking spaces.
- One designated parking space for the first 20 spaces.
- One additional designated parking space for the next 80 space.
- One designated parking space for each additional 100 spaces or part thereof.
• Hospitals and medical centres shall provide:
- A minimum of one designated parking space to a maximum of 20 designated parking spaces.
- One designated parking space for the first 29 spaces.
- One additional designated parking space for the next 30 spaces.
- One designated parking space for the next 41 spaces.
- One designated parking space for each additional 100 spaces or part thereof.

3.

Alternatives – Parking Strategies

In determining best strategies for managing parking in various communities within the town, the following should
be considered:
• Consumer choice – Individuals should have viable parking and travel options.
• Sharing – Parking facilities should serve multiple users and destinations.
• Efficient utilization – Parking facilities should be sized and managed so spaces are frequently occupied.
• Prioritization – The most desirable spaces should be managed to favor higher-priority uses.
• Pricing – As much as possible, users should pay directly for the parking facilities they use.
• Peak management – Special efforts should be made to deal with peak-demand.
• Car-sharing – Reducing the number of general use spaces by providing special car-share spaces.
In recognizing the need for optimal parking conditions, the following strategies or combinations of them can be
considered to be implemented or improved in Oakville:
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•
•

•

•

•

•

•

•
•

Urban Design:
- Design parking facilities that consider key urban design issues such as location, architecture and bicycle
and pedestrian facilities and transit access during the site plan approval process.
Improve User Information:
- Develop common formats, colours and logos for parking areas, including park and ride facilities,
directional, location/identification and wayfinding signage.
- Develop pedestrian-oriented signage throughout existing and proposed centres to direct pedestrians
to/from parking areas.
- Develop a parking portal through the town’s website for consolidated parking information. The portal can
include information on publicly accessible parking, links to available monthly parking for commuters,
parking maps, details on prices, regulations, fine payment, future expansion plans, as well as links to
alternatives to driving that would not require parking, e.g. transit maps and schedules, carpool programs,
cycling maps, and other relevant information.
Parking Pricing:
- Price on-street parking in commercial areas according to demand, location (e.g. prime parking spaces),
and transit fares (e.g. price of monthly parking vs. transit pass), while ensuring frequent turnover through
enforcement.
- Ensure priced on-street parking is patrolled several times daily to discourage violations.
- Explore alternative revenue collection technologies.
Promote Active Transportation:
- Provide bicycle lockers and other amenities (e.g. trip-end facilities, showers at office buildings, benches,
etc.).
- Install secure bicycle parking facilities in parking lots and other high-traffic areas.
- Continue integration of cycling with other modes (e.g. connections, bike boxes, etc.).
Improve Transit Options:
- Increase transit service/frequency and expand network.
- Improve access to transit, including improved feeder service, walking and cycling connections, transitoriented development.
Encourage Ridesharing and TDM:
- Provide preferential parking for car/vanpools and expand, upgrade, and promote the carpool lots.
- Encourage office and institutional uses to designate 10% (or appropriate proportion) of the total parking
supply for car/vanpool, auto share spaces.
- Promote and encourage the use of online ride-matching system.
- Car-sharing strategies that promote occasional automobile use without owning a vehicle.
Update Parking Governance Structure:
- Create a Parking Advisory Committee and appoint members including public and other stakeholders.
- Review and update strategies every 5 years to ensure that they are in keeping with the town’s vision.
- Fund Parking Management and Development.
- Develop an approach/program for providing cash-in-lieu of parking.
Direct surplus parking revenues to support the development of TDM projects.
Update Parking Standards and Requirements
- Tailor on-site parking supply requirements in keeping with the town’s vision.
- Implement shared-parking formula for mixed-use developments.
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4.

Recommendations for Parking Strategies

Parking management strategies can be powerful deterrents to the single-occupant vehicle mode. It is
recommended that the town undertake a comprehensive study of parking policies and operations and establish an
overall town parking strategy. The study should specifically assess the merits of parking supply and pricing
approaches as travel demand management initiatives. The resultant strategy should explicitly address:
• Parking facilities that consider urban design issues in the site plan approval process.
• Common wayfinding signage, formats, colours and logos for parking areas and park-and-ride facilities.
• Pedestrian-oriented signage throughout existing and proposed centres to direct pedestrians to/from parking
areas.
• Parking information through the town’s website for all parking information including public parking
lots/garages, available monthly commuter parking, maps, regulations, fine payment, future plans and other
information.
• Parking facilities that do not compete directly with or impede access to public transit, e.g. ensuring that there
is sufficient storage room at the approach to intersections.for buses that need to stop for passengers.
• Review of parking supply requirements for development, identification of reduced parking supply in growth
areas and opportunities for shared parking.
• Public parking supply in growth areas including the downtown, and the relationship between short-term and
long-term parking accommodation.
• Preference for fuel-efficient vehicles and high-occupancy at public parking lots.
• Parking costs are identified separately from occupancy costs in both commercial and multi-unit residential
development.
• Bicycle parking requirements.
• Bicycle lockers and end of trip amenities.
• Designation of 10% of office and institutional uses (or appropriate proportion) of the total parking supply for
car/vanpool, auto share spaces.
• Parking Advisory Committee with public and stakeholder members.
• Funding of parking management and development.
• Cash-in-lieu of parking approaches/program.
• Surplus parking revenues to support TDM project development.
• Enforcement strategies.
• Promote active transportation and travel demand management measures.
• Improve and standardize signage to direct drivers to parking areas.
• Implement shared-parking formula for mixed-use developments.
The analysis of the parking strategy should be quantitative and comprehensive and assess the implications of each
of the following and other relevant criteria:
• The potential for illegal parking, migration of parking to other sites and the related impact to adjacent land
uses.
• Impact to town revenue and administrative costs.
• Impact to restrictions to GO Station parking on the use of GO transit as an alternative to the private vehicle.
• Merchant concerns that shoppers will go elsewhere if convenient and affordable parking is not available.
• Employer concerns that they may lose or not attract employees if parking is restricted.
• Developer concerns that projects with limited parking will not be marketable.
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APPENDIX 5-F
Paper #5f Active Transportation

Paper #5f
ACTIVE TRANSPORTATION
1.

Introduction

Active transportation, namely cycling, walking and other forms of human powered transport, represents a
sustainable travel mode to be encouraged within Switching Gears. The Active Transportation Master Plan
(ATMP) was completed and presented to Council in 2009, and since then supportive policies, programs and
infrastructure for active transportation modes have been implemented throughout the town consisting of short,
mid and long-term actions and recommendations to reach desired levels.

2.

Benefits of Active Transportation

The benefits of walking and cycling, as both activities and travel modes, provide the rationale for integrating
active transportation into transportation systems and development strategies. The development of walking and
cycling strategies will help the Town of Oakville realize benefits that include:
• Integrating healthy, physical activity into everyday travel fosters active lifestyles.
• Reducing transportation costs.
• Reducing traffic congestion and CO2 emissions.
• Conserving energy resources.
• Contributing to a more connected community.
The physical exercise gained from walking and cycling is accepted as contributing to increased health and wellbeing. According to the World Health Organization (WHO), physical inactivity is the second highest health risk
in developed countries and is associated with many tens of billions of dollars of healthcare costs. Active
transportation can minimize the risk of coronary heart disease, strokes, diabetes and cancer. Research has
indicated that active transportation can contribute to lower health care costs in the order of $100 to $400 per
person1.

3.

Current Strategies – Active Transportation Master Plan (2009)

3.1.

Network Strategy

The vision for active transportation in the Town of Oakville is a pedestrian and cycling supportive community
that encourages active transportation for both utilitarian and recreational travel through:
• Ensuring that every street accommodates pedestrians and cyclists.
• Establishing promotional and educational policies and programs including a coordinated marketing strategy to
encourage active transportation year-round.
• A town-wide active transportation network that is visible and connected comprising of on-road and off-road
cycling facilities and pedestrian linkages designed with safety in mind that are comfortable, convenient, and
accommodate the needs of existing and future users.
• Approving Official Plan policies and associated strategies which recognize that great places require pedestrian
and cycling friendly land development and streetscape design, that support the Town of Oakville’s vision to
become the most livable town in Canada.

1

Source: National Cooperative Highway Research Program Report 552
Technical study led by Cole Engineering Group Ltd.

Recommendations from the ATMP included a network of infrastructure improvements for pedestrians and
cyclists including on and off-road facilities, as well as policies and actions to be adopted by the town.
The ATMP recommended a Ten-Year Implementation Plan with two initial phases: short-term for years 0 to 5
and medium term for years 6 to 10, and a long-term strategy for year 11 and beyond. The process takes
incremental steps, from a management structure through to implementation. An approach to prioritize proposed
active transportation infrastructure focused on a logical build-out of the network over a timeframe and application
of phasing criteria. A summary of infrastructure phasing from the ATMP is shown in Figure 1.
The total investment for new programs, infrastructure and network maintenance was estimated at $43,758,800
over a 10-year period and assumes funding from Halton Region for infrastructure under their jurisdiction. Gradeseparations for active transportation crossings will require further examination, with an estimated cost in the order
of $25 million. Implementation monitoring and review of performance measures are conducted on an annual basis
and projects are updated on the town’s website.
Figure 1: Phasing of Infrastructure

Source: Oakville ATMP

3.2.

Support Programs and Policies

In addition to the development of the active transportation network, the ATMP identified outreach initiatives to
support active transportation use. These actions include promotion, retention of existing programs, and
cooperative efforts with other levels of government. However, in addition to network development, the greatest
opportunities for increases in active transportation modal share include:
• Target increases to walking and cycling to school through dedicated resources.
• Target increases to walking and cycling to work through the establishment of secure bicycle parking and
shower / change room facilities for new developments.
• Change the culture toward active transportation through marketing campaigns and community outreach.
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4.

Requirements for Active Transportation Scenarios

Many of the above mentioned improvements can be considered for implementation to increase future active
transportation mode share. Initiatives can be introduced with the goal to double existing mode share. To achieve
these targets, Switching Gears will incorporate the town’s ATMP implementation plan and strategy.
4.1.

Trend Active Transportation Scenario

To continue to encourage active transportation in order to, at a minimum, maintain current trends in walking and
cycling as a commuter mode, the following strategies are recommended:
• Provide bicycle lanes, sidewalks, paths and trails based on current policies and programming.
• Introduce bicycle facilities and connections as opportunities arise.
• Promote bike racks on buses for trip linking and secure bicycle parking.
• Install destination signage with time/distance to major destinations by walking and cycling, e.g. Waterfront
Trail, neighbourhoods, parks, etc.
• Pilot project for shared space treatments in high pedestrian areas with lower traffic speeds, pavement
treatments and streetscaping.
• Identify problem areas for cyclists using a bikeability tool and investigate opportunities for a solution, e.g.
QEW interchange crossings, school routes.
• Investigate problem areas for pedestrians using a walkability tool and investigate opportunities for a solution,
e.g. crossing refuges at intersections, walk signal times.
• Hold annual/monthly events promoting walking and cycling to raise awareness in partnership with others
including Halton Regional Police, Halton Region Health Department.
• Influence school travel through education and enforcement, i.e. limiting drop-off/pick-up.
• Develop a walking and cycling strategy based on individualized needs of major employers, institutions, senior
centres, etc. and includes routes, end-of-trip facilities.
4.2.

High Active Transportation Scenario

To significantly increase the mode share for walking and cycling to a percentage that is double the current level, a
higher investment is needed for infrastructure and programming. The following strategies build upon the
recommendations of the town’s ATMP in achieving goals for higher levels of active transportation use:
• Include active transportation facilities on all new grade-separated crossings (roadway, creek, rail).
• Promote active transportation home-to-work commuting, as well as social demands (e.g. shopping, dining,
and other events) through the development of the network as per the ATMP.
• Introduce development policies regarding bicycle trip-end facility requirements (showers and bike parking),
site circulation for pedestrians and cyclists and employee incentive programs.
• Promote walk and cycle to school programs through outreach initiatives with school boards, teachers and
parents.
• Provide bicycle parking throughout the town, through government investment at public locations and
development investment through approval requirements.
• Accommodate short, local trips through opportunities for separated or off-road network for pedestrians and/or
cyclists.
• Investigate the feasibility of boulevard trails on arterial and collector roadways, particularly for school routes.
• Encourage a bikeshare system in the downtown/recreational areas fully/partially financed by private sector
involvement.
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•
•
•
•
•
•
•
•

Introduce a by-law for bicycle parking and pedestrian amenity space.
Designation of pedestrian priority corridors for enhanced pedestrian design features (street furniture, benches,
streetscape features separating pedestrians from traffic).
Plan and retrofit infrastructure that promotes accessibility for all ages and abilities (e.g. ramps, pedestrian
grade separations).
Introduce bicycle signal phase at intersections where there is high demand.
Cycling access and end-of-trip facilities at transit stops/stations.
Develop town walkability guidelines and incorporate walkability audits into transportation and traffic studies.
Integrate active transportation facilities (pathways, boulevards) with transit measures into new developments
as part of the approvals process.
Add an additional staff member for the proactive implementation of the above initiatives.

The recommended cycling, trails and pedestrian networks from the Active Transportation Master Plan are shown
in Figure 2 and Figure 3.
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Figure 2: Recommended Cycling and Trails Network
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Figure 3: Recommended Pedestrian Network
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APPENDIX 5-G
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Paper #5g
ACCESSIBILITY
1.0

Introduction

The Town of Oakville, through its policies and programs, is committed to an approach that increases accessibility
for persons with disabilities. The town’s Accessibility Policy MS-ACC-002 expresses its commitment to
eliminating barriers and improving accessibility for persons with disabilities to afford equal opportunities and the
provision of integrated programs and services where possible, in a manner that respects dignity and
independence. The Ontarians with Disabilities Act (ODA) and the Accessibility for Ontarians with Disabilities
Act, 2005 (AODA) represent current legislation providing directive to identify, remove and prevent barriers to
persons with disabilities.
The Integrated Accessibility Standards Regulation prescribes the requirements for each of the accessibility
standards in the areas of transportation, employment, information and communications; these will be phased in
towards 2021. The transportation and built environment standard are particularly relevant to Switching Gears.
On July 1, 2011, the Transportation Standards was introduced for public transportation providers, including those
services provided by the province, municipalities, transportation commissions or authorities. Similarly the
Standard applies to other organizations providing transportation services, such as medical facilities, taxis, public
school boards and educational institutions. Noted changes include verbal announcements for route, direction,
destination and stop information, fares for disabled customers and promptness of accessibility equipment repairs
and alternative accommodation.
The Built Environment Standards (Design of Public Spaces) are currently under development. This Standard will
be require accessibility for all new construction and redevelopment. Examples of the built environment include,
but are not limited to public right-of-ways (roads, highways, sidewalks) and public parks, trails and playgrounds.
The planning and design of any public pedestrian bridges / underpasses will need to be fully accessible in
compliance with the regulations in force.
Switching Gears will acknowledge the procedures associated with an accessible built environment and accessible
transportation, in line with the Integrated Accessibility Standards Regulation. Implementation of the accessibility
requirements of AODA will not only benefit those with disabilities but facilitate all users, especially considering
an aging population.
The purpose of the AODA is to “benefit all Ontarians” by:
(a) developing, implementing and enforcing accessibility standards in order to achieve accessibility for
Ontarians with disabilities with respect to goods, services, facilities, accommodation, employment,
buildings, structures and premises on or before January 1, 2025; and
(b) providing for the involvement of persons with disabilities, of the Government of Ontario and of
representatives of industries and of various sectors of the economy in the development of the
accessibility standards.

Technical study led by Cole Engineering Group Ltd.

2.0

Current Practices

Current practices are described in policy and strategy documentation that sets forth specific goals and objectives
for accessibility within the Town of Oakville. Accessibility standards are meant to address the needs of persons
with disabilities, including, but not limited to those with mobility impairment, hearing impairment, visual
impairment, cognitive impairment, deaf-blind and those with limited stamina and/or dexterity. Efforts in
Switching Gears will be to reduce and eliminate barriers where possible to ensure a transportation system that is
equitable to persons of all ages and abilities.
2.1.

Town of Oakville 2008 Guidelines for Design of Accessible Facilities

The Town of Oakville Guidelines for Design of Accessible Facilities provides information and prescribes
accessibility requirements for various types of infrastructure, including guidance for eliminating barriers to the
disabled in the public realm. The following are a selection of descriptions of elements and their rationale,
application and/or design requirements.
• Accessible routes must provide for clear width for persons using wheelchairs or scooters, pushing strollers
or travelling in pairs. The preferred minimum width for accessible routes is 1830 mm.
• A mimimum of one accessible route should connect accessible buildings, facilities, elements and spaces on
a site and provide access to/from a public right-of-way.
• Accessible routes are permitted to include ramps, curb ramps, stairs, elevators, or other elevating devices
where a change in elevation exists. Properly designed ramps must provide access to wheelchair, scooter and
stroller users.
• Ramp design is critical to its utility and safety for intended users, the running slope should be between 1:30
and 1:25. Accessible routes shall have a running slope not steeper than 1:25 (4%).
• Curb ramps serve to move people off a roadway safely, flared sides on curb ramps eliminate hazards of
stepping off a sharp edge.
• Textured surfaces in addition to curb ramps assist in the identification of a sidewalk to street transition to an
individual with a visual impairment. The running slope shall be between 1:50 and 1;20 (2%-5%). Minimum
width of curb ramps, exclusive of flared sides, shall be 1500 mm except where an alternate ramp curb
configuration is used where the minimum width at the top of the ramp may be decreased to 1220 mm.
• Providing a well-marked accessible route of travel free of steps and curbs from parking to a facility is
recommended.
• Accessible parking spaces have spatial requirements to accommodate mobility aids, including wheelchair
manoeuvring, lift/ramp deployment, etc. Accessible parking spaces shall be a minimum of 3650 mm wide,
if single; and 2700 mm ,if double, with an adjacent access aisle of at least 2000 mm in width indicated by
markings. Signage and markings are used to show the accessible parking space.
• Passenger loading zones are an important element to facilitate those who may have mobility difficulties
getting to and from a facility to a vehicle, this includes accessible transit stops (compliance with municipal
by-laws). Passenger loading zones, must be on an accessible route and provide an access aisle with a
minimum width of 2440 mm and length of 7000 mm, alongside a vehicle pull-up space and accessible curb
ramp.
• Street furniture is not to reduce the width of an accessible route.
• Transportation facilities should be fully accessible, including bus shelters and transit terminals. Bus shelters
are to be situated on firm, level pads at the same elevation as the sidewalk, clearances on at least two sides
must be a minimum of 1220 mm with unobstructed view of oncoming traffic and sufficient floor space to
accommodate mobility aids. Transit terminals shall incorporate warning surfaces, adequate lighting,
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visible/audible warning devices of approaching vehicles, and appropriate manoeuvring space for lifting
devices.
The Plan provides an appendix of Universal Design Principles and Guidelines, “universal design” refers to the
design of products and environments to be usable by all people, to the greatest extent possible, without the need
for adaptation or specialized design.
2.2.

Town of Oakville Accessibility Plan (2011)

The Town of Oakville Accessibility Plan, as mandated by the ODA, provides an overview of accessibility
initiatives undertaken by the town over the previous year for the review, identification, removal and prevention of
barriers to the disabled. Both the Accessibility Plan and Transit Accessibility Plan are required to be undertaken
annually and approved by town council.
The Accessibility Plan is continuously being updated by the town in achieving its overarching aims of
accessibility and building upon previously approved plans. The planned actions in 2011 included the following:
• Relocation of the transit offices to the new fully accessible transit facility at 430 Wyecroft Road
(maintenance, administration, care-A-van and operations).
• Continue customer service training of all new operators.
• Implementation of customer securement procedure for drivers on our conventional accessible service.
• Implementation of emergency evacuation procedures for drivers of conventional accessible and care-A-van
service.
2.3.

Oakville Transit Accessibility Plan 2011

Oakville Transit recognizes its commitment to providing accessible transit services in accordance with the
Integrated Accessibility Standards for transportation. These standards have a specific focus on public transit with
regard to services levels, facility access, walkways, landing pads, shelters, signage and access to information. The
objectives of Oakville Transit are:
• Informing care-A-van customers of available travel opportunities on accessible conventional transit routes.
• Preparation of a standard for transit route accessibility that includes an “accessible designation” for routes
that include fully accessible buses and stop locations.
• Continuous efforts for landing pad/walkway installations at bus stops and shelters.
• Installation of an additional 20 new bus shelters.
• Audits for all Transit Service Stop locations to identify and prioritize accessibility improvements.
• Efforts to integrate Oakville Transit bus stop facility requirements with town and regional roadways.
• Continual improvement of access to public transportation premises, facilities and services for customers, as
well as employees, with disabilities.
• Inclusion of people with disabilities in the development and review of its annual accessibility plan.
• Provision of high quality accessible services to all customers and employees.
• Optimizing use of public investment by making Oakville Transit’s conventional services more accessible
thereby encouraging care-A-van customers to use conventional transit whenever possible.
Similar to the planned improvements set out in the Town’s Accessibility Plan, specific transit improvements for
2011 include the continued integration of Oakville Transit bus stop infrastructure requirements with Town of
Oakville and Region of Halton roadway improvement projects.
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2.4.

Ontario Regulation 191/11 (Accessibility for Ontarian with Disabilities Act, 2005) –
Integrated Accessibility Standards

Ontario Regulation 191/11 contains specific regulations related to providing conventional transportation to
persons with disabilities and the duties of municipalities.
1. (1) This Regulation establishes the accessibility standards for each of information and communications,
employment and transportation.
3. (1) Every obligated organization shall develop, implement and maintain policies governing how the
organization achieves or will achieve accessibility through meeting its requirements referred to in
this Regulation.
4. (1) (a) Establish, implement, maintain and document a multi-year accessibility plan, which outlines the
organization’s strategy to prevent and remove barrier and meet its requirement under this Regulation
12. (1) Except as otherwise provided, every obligated organization shall upon request provide or arrange for
the provision of accessible formats and communication supports for persons with disabilities.
34. (1) All conventional service providers and specialized transportation service providers shall make
available to the current information on accessibility equipment and features of their vehicles, routes
and services.
41. (1) In addition to the accessibility plan requirement….conventional transportation service providers
shall identify the process for managing, evaluating and taking action on customer feedback.
42. (1) Specialized transportation service providers shall, in their accessibility plans,
(a) identify the process for estimating the demand for specialized transportation services; and
(b) develop steps to reduce wait times for specialized transportation services.
(2) Specialized transportation service providers shall meet the requirements of this section by January 1,
2013.
47. (1) Conventional transportation service providers, in respect of transportation vehicles to which this
section applies, shall ensure that persons with disabilities area able to board or deboard a
transportation vehicle at the closest available safe location, as determined by the operation, that is
not an official stop, if the official stop is not accessible and the safe location is along the same transit
route
(2) In determining where a safe location may be situated for the purposes of subsection (1), the
conventional transportation service provider shall give consideration to the preferences of the person
with a disability.
69. (1) Where specialized transportation service are provided in adjacent municipalities within contiguous
urban areas, the specialized transportation service providers shall facilitate connections between
their respective services.
75 (2) (b) ensure that appropriate alternative accessible transportation services are provided for students
with disabilities, where in the opinion of the board integrated accessible school transportation
services are not possible or not the best option for a student with a disability because of the nature of
the disability or safety concerns.
78. (1) Any municipality that provides conventional transportation services shall consult with its municipal
accessibility advisory committee, where one has been established in accordance with subsection
29 (1) or (2) of the Act, the public and persons with disabilities in the development of accessible
design criteria to be considered in the construction, renovation or replacement of bus stops and
shelters.
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(2) Every municipality to which subsection (1) applies shall identify planning for accessible bus stops
and shelters, including any steps that will be taken to meet the goal of accessible bus stops and
shelters, in its accessibility plan required under Part I.
(3) Where a municipality has entered into arrangements with a person respecting the construction of bus
stops and shelters in its jurisdiction, the municipality shall ensure that the person participates in the
consultation and planning as described in subsections (1) and (2).
(4) Municipalities shall meet the requirements of this section by January 1, 2013.

3.0

Summary

The Town of Oakville, through its Guidelines for Design of Accessible Facilities, the Accessibility Plan, Transit
Accessibility Plan and other initiatives, is making a conscious effort to ensure compliance with the Accessibility
for Ontarian with Disabilities Act.
Switching Gears has an opportunity to encompass accessibility through policies, programming, infrastructure and
public transit. Accessibility is part of the discussion for greater active transportation use through facilities that are
accessible to all persons regardless of age or abilities, such as shared pathways, sidewalks and bridges. As the
Built Environment standard of the Integrated Accessibility Standards comes into effect, accessibility is expected
to be prescribed for all new and retrofitted elements in the public realm that will ensure accessibility for
wheelchairs and mobility aids, as well as facilitating movement for all users by improving safety, connectivity
and convenience. There is a need to provide for the ability to travel throughout a community. While not explicitly
stated in existing documentation, cost considerations for wayfinding, surface materials, etc., will need to be
considered in balancing needs.
As part of the decision-making process, the town will need to consider persons with visual, cognitive, and
auditory disabilities who use the transportation system to get around the town. For example, pedestrian crossings
at intersections may benefit from an extended walk signal and audio cues, which may impact vehicular
operations.
Transportation facilities are being made accessible by providing easier-to-read signage, curb cuts, connected
walkways, low-floor and fully accessible transit buses, expansion of the care-A-van fleet and supportive programs
e.g. customer service and protocols. Ensuring accessible routes to and from a bus stop or station is as important as
improving the transit system. Therefore, a holistic approach needs to be considered to ensure that persons with
disabilities can navigate the transportation system.
The town has been working towards its goals for the continuous removal of barriers to the disabled, increased
community awareness, training and Advisory Committee activities. The annual Accessibility Plan provides an
overview of issues and opportunities to identify, remove and prevent barriers to disabled persons in the town.
Achieving a fully accessible town is a continual process and involvement from persons with disabilities in
improving the transportation system should be part of the process for desired outcomes. The Accessibility
Advisory Committee includes a Site Plan Review Committee, as mandated by the province, to provide comment
and recommendations on municipal site plan applications. This is an example of how the planning process can
ensure communities are accessible, equitable and foster the relationship between land use planning and
transportation at the community level.
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There will be cost implications of accessibility upgrades, hence it is recommended that accessibility
improvements be coordinated with other capital projects for cost efficiencies. The town may also consider
incorporating accessibility projects into the capital program as separate initiative or as part of an intersection
improvement program. This would allow retrofit accessibility improvements to be prioritized and implemented
over time as funds are available.
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APPENDIX 5-H
Paper #5h Noise and Air Quality
Air Quality Impact Review
February 2013 by Golder Associates

Noise Review
February 2013 by Golder Associates

Paper #5h
NOISE AND AIR QUALITY POLICIES
It is recognized that urban transportation significantly contributes to noise levels and to emissions affecting air
quality. Air quality and noise impacts can impair public health, safety and welfare. Town policies and goals have
been established to mitigate the effects of urban transportation and other sources of noise and air quality impacts.
The Town of Oakville developed an environmental strategic plan that provides guidance to the town in its vision
to “protect and enhance the ecological environment, while maintaining a vibrant ecological and social base”.
Specific goals of the plan include Goal 1.3 “Reduce air emissions and improve air quality”. The town has gone
further to pass By-law 2010-035, a by-law to assess and control the health effects of major emissions of fine
particulate matter.
The Town of Oakville has enacted By-law 2008-098 a by-law to prohibit and regulate noise. The town also
adheres to noise protocols established by other agencies including the Ministry of the Environment, Ministry of
Transportation and Region of Halton.
The policies were reviewed to identify the need for further changes to the transportation infrastructure, system
operations and policy within Switching Gears and summarized in the attached reports as a reference for noise and
air quality management at the project level. The recommendations include:
• The investigation of noise impacts due to transportation sources should be included in the detained studies for
the recommendations of the Oakville Transportation Master Plan.
• Develop transportation strategies to reducing congestion to increase speed of travel on arterial roads and
congestion related emissions.
• Develop transportation strategies to reduce personal vehicle use by offering and developing alternative modes
of travel.
• Encourage the use of more sustainable vehicles.

Technical study led by Cole Engineering Group Ltd.

