1.0 Introduction

This appendix outlines the results of the travel demand modelling that was completed for the
technical assessment of alternatives for the Oakville Transportation Master Plan (TMP). The
purpose of the technical assessment is to evaluate and recommend growth-related
transportation improvements and their prioritization required to meet the Town of Oakville’s
growth objectives and inform future planning. Each alternative to be assessed focuses on
different types of travel in and through the Town:

e Alternative 1 — Focus on travel within neighbourhoods
e Alternative 2 — Focus on travel between neighbourhoods
e Alternative 3 — Focus on travel through Oakville and to adjacent municipalities

The approach utilizes an Oakville Transportation Model that is a subarea model derived from
Halton Region’s recent travel demand model (known as the G4HT model). The Halton G4HT
model is a significant update from the Region’s previous travel demand model that was used in
the 2018 Oakville TMP, Switching Gears. The study subarea follows the limits of the Town,
which is approximately bounded by Burloak Drive to the west, Highway 407 to the north,
Winston Churchill Boulevard and Ninth Line to the east, and Lake Ontario to the south

(Figure 1). This report contains the results of the modelling work for existing (2023) and
long-term (2051) horizon years. Interim years (2031 and 2041) will be investigated as part of
the implementation plan to identify project phasing. Multiple-account evaluation was conducted
to select a preferred alternative based on a selection of focus areas of the Oakville TMP,
including transportation service, equity, climate change, growth and economic development,
livability, and cost.

Figure 1: G4HT Subarea Model Boundary

Subarea Model Boundary
o Lowe

Transportation Master Plan | Town of Oakuville 1
Appendix K - Travel Demand Forecasting



2.0 Switching Gears 2018

The previous 2018 TMP (Switching Gears) assessed existing (2016) and future (2031)
transportation conditions using the previous Halton Region travel demand model, which was
updated and calibrated based on 2011 Transportation Tomorrow Survey (TTS) data. The
model leveraged information typical of similar models, such as population and employment,
road network, and existing and future travel patterns; and also considered the impacts of
special generators (e.g., the new (at the time) North Oakville Hospital and Sheridan College).

Five 2031 alternative transit mode split scenarios were developed and assessed, and all
assumed active transportation (AT) and Transportation Demand Management (TDM) targets
based on the Active Transportation Master Plan Update and TDM initiatives at the time. A
future land use was created by Halton Region under the framework of Places to Grow (2006),
while assumptions for the future transportation network were guided by planning initiatives and
bodies, such as the Ontario Ministry of Transportation (MTO), Halton Region Transportation
Master Plan (2011), the previous Oakville TMP (Switching Gears 2013), and the Oakville
Active Transportation Master Plan (ATMP).

Evaluation criteria and associated measures were identified based on public concerns,
corporate sustainability objectives, and measures considered in the environmental assessment
process, including the socio-economic environment, natural environment, transportation
services, and cost-effectiveness. Cultural environment was also considered but found to have
little impact on evaluation.
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3.0 Scenarios

In addition to assessing the Town’s existing (2023) transportation network, this study tested
three future (2051) scenarios against improvements identified in previous studies that have not
yet been implemented, referred to as the previously planned Business-As-Usual (BAU)
scenario. The three alternatives focus on different types of travel and improvements to the AT,
road, and transit networks. A total of five scenarios were developed and considered in this
study:

e 2023 Existing

e 2051 previously planned Business as Usual (BAU) Improvements, as detailed in
Appendix J

e 2051 Alternative 1 — Focus on Travel Within Neighbourhoods

o 2051 Alternative 2 — Focus on Travel Between Neighbourhoods

e 2051 Alternative 3 — Focus on Travel Through Oakville and to Adjacent Municipalities

The previously planned BAU scenario includes all projects that are expected to be
implemented independent of the TMP study, including the inclusion of major Midtown roads. A
summary of notable projects for each alternative is listed in Table 1.

Table 1: Notable projects for Each Alternative by Mode

Alternative 1 Alternative 2 Alternative 3
(focus on travel within (focus on travel (focus on through
neighbourhoods) between Oakville and to
neighbourhoods) adjacent
municipalities)
Streets Local street Improvements* for Expediting
improvements select major roads Improvements** for

(Rebecca Street, Third | provincial highways
Line, Sixth Line, and (QEW and Highway

Eighth Line) 403)
Active Neighbourhood studies | Inter-neighbourhood Major cycling routes
Transportation connection studies
Public Transit | Investigate Frequent services on Frequent services on
opportunities to major corridors corridors connecting to
enhance on-demand neighbouring
service to municipalities

accommodate more
areas and improve
first/last mile
connections to GO
stations
*Improvements may include signal optimization, bus bays / turn lanes, eftc.

**Improvements include widening, interchange upgrades, HOV lanes, eftc.
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Interim years (including 2031 and 2041) will be considered for the preferred scenario to inform
project prioritization in the implementation plan. Trip demand for these interim years will be
based on the Oakville Transportation subarea models and demand matrices, as described in
Section 4.1.

3.1 Year 2023 Existing Scenario

The existing scenario is representative of travel patterns and network performance in 2023,
including transportation projects that have been implemented in or before 2023 and trip
demand volumes from 2023. The 2023 scenario is developed from the 2016 subarea model
using a methodology outlined in Section 4.2.

3.2 Year 2051 Previously Planned (Business as Usual)
Scenario

The 2051 Business as Usual Scenario represents the minimum set of projects that are
expected to be completed by 2051. This includes all road projects contained in the Oakville or
Halton Capital Plans including planned major Midtown Oakville roads, as well as those that are
planned but not yet budgeted, as confirmed by the Town. The demand matrix for the
previously planned BAU scenario is the same as that in the 2051 subarea model originally
received from the Halton G4HT model for inclusion in the Town model, which uses growth
forecasts from the Joint Best Planning Estimates and has an auto demand increase of 117%
relative to 2023.

3.3 Year 2051 Alternative 1 — Focus on Travel Within
Neighbourhoods

Alternative 1 focuses on addressing problems associated with and improving shorter-distance
travel within Oakville’s neighbourhoods. Key projects in this alternative include improvements
to the collector road network (such as collector roads in northeast Oakville), improvements to
AT connections and facilities within defined neighbourhoods including Westmount (near Upper
Middle Road and Third Line), Bronte, Downtown Oakville, and River Oaks. Auto demand will
be based on the 2051 model demand matrix with reductions in zones with active transportation
and transit improvements to capture resulting mode shift.

3.4 Year 2051 Alternative 2 — Focus on Travel Between
Neighbourhoods

Alternative 2 focuses on medium-distance travel between neighbourhoods in Oakville. Key
projects in this alternative include studies for inter-neighbourhood AT connections of less than
5 km between neighbourhoods such as Bronte, Palermo, River Oaks, and Kerr Village, and
several frequent transit corridors spanning Oakuville, such as Trafalgar Road, Dundas Street
West, Upper Middle Road, Speers Road, Cornwall Avenue, Rebecca Street, Bronte Road,
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Dorval Drive, and Neyagawa Boulevard.” Auto demand will be based on the 2051 model
demand matrix with reductions in zones with active transportation and transit improvements to
capture resulting mode shift.

3.5 Year 2051 Alternative 3 — Focus on Travel Through
Oakville and to Adjacent Municipalities

Alternative 3 focuses on regional travel to and from municipalities outside of Oakville. Key
projects in this alternative include improvements to the QEW and Highway 403, frequent transit
connections to neighbouring municipalities via major transit corridors in Oakville including
Bronte Road, Trafalgar Road, Neyagawa Boulevard, and Dundas Street, and major cycling
routes. Auto demand will be based on the 2051 model demand matrix with reductions in zones
with active transportation and transit improvements to capture resulting mode shift.

" The Frequent and Primary routes used for the transit demand adjustment in Alternative 2 match a previous
version of the proposed future transit network, with some differences from the approved October 2024 5-Year
Business Plan network. These differences are relatively minor and likely would not have a large impact on the
model results.
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4.0 Modelling Approach
4.1 Data Availability

The following datasets were provided by the Town of Oakville and Halton Region to conduct
this assessment:

¢ Model Data:

A subarea of Halton Region’s recent G4HT model and its associated data for 2016, 2031,
2041, and 2051, for AM, midday, PM, and evening time periods

— Alist of screenlines used to calibrate the 2016 model

o Traffic Data:
— Town of Oakville turning movement counts (TMCs) from 2017 to 2021, and 2023
— Town of Oakville automatic traffic recorder (ATR) counts from 2023
— Town of Oakville annual average daily traffic (AADT) data from 2019 to 2022
— Region of Halton TMCs from 2022

e Streetlight data, which uses cell phone data and machine learning to detect trip origins,
destinations, and modes:
— O-D Trip data from Fall 2019, Fall 2021, and Winter 2022 for AM and PM peak periods
for Auto (passenger vehicle), Bicycle, and Truck (Medium / Heavy)

The following datasets were collected to support this assessment:

e Cordon Count Program (CCP) data from 2016

e Transportation Tomorrow Survey (TTS) data for researching mode split changes from
implementation of transit projects.

e Census reports, research papers and academia related to travel behaviour change from
COVID-19 pandemic and mode shifts from implementation of active transportation (AT) and
transit

The COVID-19 pandemic changed overall travel behaviour and the impact of these changes
have been captured when updating the 2016 modelled demand to 2023. To determine travel
demand changes due to the COVID-19 pandemic, 2019 are considered to represent

pre- COVID-19 and 2022 and 2023 represents post- COVID-19.

41.1 GA4HT Subarea Model

A subarea of Halton Region’s recent G4HT model (‘full model’) was used to inform the
technical assessment of the Oakville TMP. The G4HT model was updated and calibrated
based on 2016 TTS data and was developed as a state-of-the art agent-based model. For
each available horizon year, the G4HT provides fundamental travel demand information based
on regional population and employment growth and travel patterns that are captured at a finer
level within the subarea model. The subarea model uses a modified zone system which covers
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the entire Town, approximately bounded by Burloak Drive to the west, Highway 407 to the
north, Winston Churchill Boulevard and Ninth Line to the east, and Lake Ontario to the south

(Figure 1).
It is noted the Town’s model was used to test alternatives for road network changes including

adjustment to capacity such as per lane capacity assumptions (to reflect road classification) or
changes in lanes (to reflect lane widenings or new roads), and manual adjustments to the auto

demand matrices for the auto assignment that is created with the Town of Oakville subarea

model.
A map of the screenlines used to calibrate the model is shown in Figure 2.

Figure 2: G4HT Model Screenlines
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4.1.2 Traffic Count Inventory
Based on a review of all traffic data provided, TMCs were preferred for analysis over AADTs

and ATRs as there were more counts at major intersections that aligned with the screenlines
used to calibrate the 2016 model. This facilitated a more accurate comparison of auto volumes

between the 2016 model and 2022/2023 traffic data.

A total of 345 TMCs were received for years from 2019 to 2023 and are summarized in
Table 2. For post-COVID-19 years, there were TMC counts for only 20-30% of screenline
locations, which does not provide enough basis to complete a full model calibration. Other
sources are explored to fill in the data gaps, as explained further in the following sections.
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Table 2: Traffic Count Data Availability

Item TMC (Town) TMC (Region) TMC (Town)
Counts and Year 2019 2022 2023
(pre-COVID) | (post-COVID) (post-COVID)

# of Counts 149 114 82

# of Counts at Screenlines 11 38 10

% of Screenline Locations Covered 5% 19% 5%

# of overlapping counts with 2022 TMC 0 N/A N/A

# of overlapping counts with 2023 TMC 4 1 N/A

4.1.3 Streetlight Data

Origin-destination matrices from Streetlight Data were provided for Fall 2019 and Winter 2022.
The matrices’ zone system included zones internal and external to Oakville. The Compounded
Annual Growth Rate (CAGR) was observed in the range of 15% to 33% for trips relating to
Oakville as shown in Table 3.

Table 3. Summary of Streetlight Data

Streetlight (St:)r;f;“n?ht Streetlight Streetlight Streetlight

(All Trips) Oakville) (Internal) (to Oakville) (from Oakville)
2019 Fall Trips 903,098 60,797 12,976 41,715 32,058
2022 Winter Trips | 1,069,039 91,605 30,411 66,955 55,161
Growth % to 2022 18% 51% 134% 61% 72%
CAGR to 2022 6% 15% 33% 17% 20%

41.4 Growth Rate between pre- and post-COVID-19

Other data sources were explored to determine if a typical growth rate pre- and
post-COVID-19 can be determined for consideration in developing the 2023 model. Data
explored includes Streetlight Data, CCP, and StatsCan as summarized in Table 4. The range
in annual change pre- and post-Covid-19 from most data sources is between -3% to -10%.
StatsCan shows an annual change of -2.8% between 2016 to 2021 and +0.4% between 2016
and 2022, indicating large growth between 2021 and 2022. As noted in Section 4.1.3,
Streetlight data shows an annual change of +15% to +33%.
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Table 4: Summary of Travel Demand Change pre and post COVID-19

Source CAGR Notes
Streetlight +15% to +33% Comparison was made between all Oakville
(2019 to 2022) trips between Fall 2019 and Winter 2022
Streetlight Data
StatsCan: -2.8% Comparison was made among all trips
Commute by Auto (2016 to 2021) across Canada between 2016, 2021, and
(Canada-Wide) 2022
+0.4%
(2016 to 2022)
StatsCan: -10% Comparison was made between the 2016
Commuting to (2016 to 2021) and 2021 Censuses for the variable
Workplace (Oakuville) “Commute to Workplace”
2016 CCP -3% Comparison was made for 12 locations with
(2016 to 2022) overlapping 2016 CCP and 2022 TMC
counts
Region and Town TMCs 7% Comparison was made for 5 locations with
(2019 to 2023) overlapping pre- and post-COVID-19 counts

An additional comparison was conducted to compare post-pandemic TMC data to auto
volumes from the 2016 model at screenline locations, where available. A summary of the
post-pandemic TMC demand relative to the 2016 model is shown in Table 5. The annual
change between the 2016 validated model and 2022 TMCs is -3.2%, while the same for 2023

TMCs is -4.1%.

Table 5: Summary of Traffic Count Sources and Their Traffic Volumes Relative to the 2016 Validated Model

Number of Screenline Average Demand Average
Source Locations for Adjustment from 2016 CAGR from

Comparison Model 2016 Model
2022 TMC 38 -18% -3.2%
2023 TMC 10 -22% -4.1%

Based on the compound annual growth rate (CAGR), TMC data, and other data sources as
summarized in Table 4 and Table 5, an overall 15% reduction in demand from 2016 was used

to develop a representative 2023 scenario. Th

is means the overall number of auto trips in the

2023 base model will be 15% lower than the 2016 model. With the data sources in Table 4
being inconclusive for determining a demand change due to COVID-19, the 15% target is a
reasonable estimate based on the TMC counts in Table 5. Details on how this reduction target
will be applied are provided in Section 4.2. This demand reduction is only applied to the current

(2023) scenario and not to future (2031, 2041,

will return to typical patterns by 2031.

2051) scenarios, as it is anticipated that traffic
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4.1.5 Approach to Transit and AT Adjustments

Given that the Town’s model only assigns auto demand and not transit or Active
Transportation (AT) demand, the potential for increased transit and AT use was represented
by reducing auto demand from the road network. This assumes that future transit and AT
improvements will ultimately shift auto users to these alternative transportation modes.

A review of research papers and academia was also conducted to understand patterns in auto
trip reduction based on implemented AT and transit projects. Resources reviewed include
research boards and organizations (such as the Transportation Research Board and NACTO)
or municipal studies for a range of observed cases within Canada and the United States.
However, the mode shift results varied and were not conclusive. For this reason, generalized
adjustment factors of 2% for AT and in the 5-10% range for transit were used as a reasonable
starting point to consider mode shift in the different 2051 scenario analysis. These adjustment
factors are comparable to other developed and intensified communities with densities similar to
the densities projected for Oakville. As a comparison, the Brampton TMP 2015 Update
outlined highlighted a local transit mode share of 6% in 2015 and a target of 16% by 20412.

4.2 Existing (2023) Model

Given the data limitations in fully calibrating a 2023 base year model as outlined in

Section 4.1.2, a representative 2023 model was developed by reducing the total auto demand
in the subarea model by 15% based on the assessed change in overall travel patterns pre and
post pandemic. A geographically varying approach to trip reduction was taken to consider that
trip reduction between 2016 and 2023 most likely was not uniform between all areas of the
Town. This section describes the methodology undertaken in greater detail, as well as the
screenline results.

421 Methodology

Network coding and auto demand adjustments were made to the validated 2016 model to
update the model to an existing (2023) horizon year. Network coding changes were made to
capture road projects completed since 2016 (Table 6), while auto demand changes were made
to reflect changes to travel demand since 2016. Travel demand changes account for
population and employment growth and the change in travel demand and behaviour caused by
the Covid-19 pandemic such as hybrid work arrangements.

Table 6: Projects Implemented between 2016 and 2023 and Included in the 2023 Model

Corridor From To Improvement Type

Great Lakes Blvd Rebecca St Burloak Dr Widen from 2 to 4 lanes
Cornwall Rd Chartwell Rd Morrison Rd Widen from 2 to 4 lanes
Wyecroft Rd Burloak Dr Plaza Driveway Widen from 2 to 4 lanes
North Service Rd Joshua’s Creek Ford Dr Widen from 2 to 4 lanes

2 https://www.brampton.ca/EN/Business/planning-
development/transportation/Documents/Final_TMPU_Sept2015.pdf
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To update auto (post COVID-19 pandemic) demand for the 2023 model, the following datasets
were used: 2019 and 2022 Streetlight data, the 2016 validated auto demand matrix, and 2022
and 2023 TMCs. The procedure undertaken is described below, as well as shown in Figure 3.

1.

An overall 15% reduction was applied to arrive at 2023 auto demand levels based on a
comparison of the 2016 model to 2022 and 2023 TMC data (see Section 4.1.4).

The Town of Oakville subarea model zones were grouped into megazones based on
similar land use patterns. A total of 20 megazones were created (shown in Figure 4).

The change in auto trips from Streetlight data between 2019 and 2022 was calculated by
origin and destination according to Streetlight traffic zones, which are similar to the subarea
model zones. These auto trip changes by zone were then apportioned to the megazones
based on proportion of area shared between the zone systems.

. The megazones were categorized into low, medium, and high auto mode share change.

This was done separately for trip origins and destinations. This process is outlined in
Figure 3.

Model zone centroids were assigned to each megazone. The megazones were then
categorized as low, medium, or high auto demand change for trip origins and destinations
based on the category of its corresponding megazone.

A range of auto demand reduction was applied to low, medium, and high auto demand
change zones relative to the overall target reduction of 15%. A reduction of 10% for low,
15% for medium, and 20% for high were chosen. A 15% reduction was chosen for zones
external to Oakville (model gateways). The final overall auto demand reduction in Oakville
was 14.85% based on these changes.
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Figure 3: Process used to Determine 2023 Demand Matrix
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4.2.2 Year 2023 Screenline Capacity Results
The 2023 model results indicate 50,800 total auto trips are made within, to, or from Oakuville

during the AM peak, resulting in 1,057,700 vehicle kilometers travelled within Oakville.
Screenline volume to capacity (V/C) ratios are shown in Figure 5. A V/C ratio between

0.85 and 1.00 is generally considered to be a medium level of traffic congestion, and a V/C
ratio of 1.00 or greater is considered a high level of traffic congestion. All screenlines have a
V/C ratio below 0.85 in the 2023 model, indicating that there is available capacity with the
existing road infrastructure. The screenline with the highest volume is South (S) of Upper

Middle southbound, with a V/C ratio of 0.76; while that with the lowest is North (N) of

Rebecca / Lakeshore northbound, with a V/C ratio of 0.27.

Figure 5: Screenline Map of V/C ratios for 2023 Model
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It is recognized that while the capacity analysis indicates that there is sufficient capacity across
the Town-wide screenlines, there may be localized or facility specific capacity constraints.
Therefore, while screenlines provide a general overview, it may not reflect specific conditions
on each road and there may be individual roads that are at capacity. The Halton Region
Integrated Master Plan (IMP) will address capacity issues on the Regional Roads, and the

Oakville Transportation Master Plan will address any residual capacity issues on Town streets.
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4.3
4.3.1

Future (2051) Model
Methodology

As per the methodologies described in Section 4.1.5, demand was adjusted for non-auto
modes using geography-based approximations based on the location of proposed projects for
each alternative as described in Section 3.0. Trips that are predicted to shift from an auto trip
to an alternative mode (i.e., AT or transit) were removed from the auto demand matrix. Truck
trip adjustments were not considered due to limited available truck data. The alternative
scenarios include additional projects in the network beyond what is planned / budgeted for
2051. The types of projects incorporated in each alternative scenario is provided in Table 1.

Starting from the auto demand matrix in the 2051 previously planned BAU scenario, the auto
demand of each alternative was adjusted to account for trips shifted to AT or transit. The
adjustment for an Origin-Destination (O-D) pair is the average of the adjustment for the origin
zone and the destination zone. The adjustment descriptions are noted in Table 7 for
Alternative 1, Table 8 for Alternative 2, and Table 9 for Alternative 3. A conceptual diagram
representing which trips these adjustments were applied to is shown in Figure 6.

Table 7: Alternative 1 (Focus on Travel Within Neighbourhoods) Adjustments for Active Transportation and Transit

Adjustment % Auto

Type

Reduction

Model Application

Assumption

Active 4% All origin and destination | A 2 km distance threshold is
Transportation trips less than 2 km, that | representative of short distance trips

are to or from zones that may be supported by
with identified improvements to local road active
neighbourhood active transportation projects.
transportation
improvements.

Transit 10% All origin and destination | Frequent local routes will provide
trips to or from zones connections to major transit
with frequent local corridors, which will lead to further
service connections elsewhere within and

beyond Oakuville.

Table 8: Alternative 2 (Focus on Travel Between Neighbourhoods) Adjustments for Active Transportation and Transit

Adjustment % Auto
Type Reduction
Active 4%

Transportation

Model Application

All origin and destination
trips less than 5 km that
are to or from zones
within identified active
transportation
improvement areas.

Assumption

A 5 km distance threshold is
representative of both short and
medium distance trips that may be
supported by improvements to local
and collector road active
transportation projects between
neighbourhoods.
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Adjustment

Type
Transit

% Auto
Reduction

10%-20%

Model Application

Auto demand reduction
is determined by
comparing a zone’s
level of transit service
upgrade from the
previously planned BAU
to Alternative 2. As
noted in the alternatives
in Section 3, Frequent
Transit routes provide
the highest transit
service while Primary
Transit routes provide
high transit service.

The amount of auto

reduction is:

e 10% for upgrades to
Primary Transit route

e 10% for Primary to
Frequent Transit
route

e 20% for upgrades
from less than
Primary to Frequent
Transit route

Assumption

A 1 km distance was an assumed
threshold to identify zones where
some users are within walking
distance to a major transit corridor.
It is assumed major transit corridors
can lead to connections to
anywhere within and beyond
Oakville.
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Table 9: Alternative 3 (Focus on Travel Through Oakville and to Adjacent Municipalities) Adjustments for Active
Transportation and Transit

Adjustment

% Auto
Reduction

Model Application
and Rationale

Assumption

Type

all origin and
destination trips to or
from zones within 1 km
of an additional
Frequent Transit
corridor (relative to the
previously planned
BAU) with service to a
neighbouring
municipality (Bronte
Road, Neyagawa
Boulevard, and Dorval
Drive).

Active 4% Reduction is applied to | A 5 km trip length distance was an
Transportation all origin and assumed threshold to represent
destination trips less both short and medium distance
than 5 km that are to or | trips that can be supported by
from zones within 1 km | improvements to local and
of an identified cycling | collector road active transportation
corridor. projects between neighbourhoods.
A 1 km buffer around the cycling
corridor was used to capture the
locations that are most likely to
benefit from the cycling
infrastructure.
Transit 10% Reduction is applied to | A 1 km distance was an assumed

threshold to identify zones where
some users are within walking
distance to a major transit corridor.
It is assumed major transit
corridors can lead to connections
to anywhere within and beyond
Oakville.
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Figure 6: Conceptual Diagram of O-D Pair Auto Demand Reductions for Transit and Active Transportation
Improvements
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4.3.2 Year 2051 System and Screenline Results

Table 10 summarizes the reduction in auto trips and vehicle kilometers travelled for each
alternative relative to the previously planned BAU. Alternative 2 has the greatest decrease in
both auto trips and vehicle kilometers travelled due to its extensive improvements to transit
service, resulting in a large conversion of auto trips to transit trips. Alternative 1 has the lowest
reduction in auto trips due to its smaller scale transit and active transportation projects, which
are less likely to produce as great of a shift from auto modes.

Transportation Master Plan | Town of Oakuville 17
Appendix K - Travel Demand Forecasting



Table 10: 2051 Reduction in Auto Trips and Vehicle Kilometres Travelled Compared to the BAU Scenario

Scenario Reduction in Auto Trips Reduction in Vehicle KM
Previously Planned 97,400 1,063,400
Business as Usual (BAU)

Alternative 1 -700 -4,800
Alternative 2 -1,700 -14,700
Alternative 3 -800 -5,700

*Among trips with an origin or destination in Oakville

Screenline maps of volume to capacity ratios (V/C ratio) for the previously planned BAU and
each alternative are shown in Figure 7, Figure 8, Figure 9, and Figure 10; while Table 11
summarizes the reduction in V/C ratio per screenline in the AM. The V/C ratios among the
three alternatives are similar to each other and show minor improvements compared to the
previously planned BAU, with reductions in V/C ratio per screenline ranging from 0.01 to 0.05.
The South of Upper Middle screenline southbound has the highest V/C ratio, with 1.42 in the
previously planned BAU and decreasing to 1.39 in Alternatives 2 and 3. West of Peel Border is
the east-west screenline with the highest volume, with V/C ratio of 1.30 eastbound in the
previously planned BAU and decreasing to 1.28 for Alternative 3. The North of Rebecca /
Lakeshore screenline remains unchanged across all alternatives and four screenlines show
negligible improvement (i.e., a reduction of 0.01) compared to the previously planned BAU,
including the North of QEW, CNR, Bronte Creek, and East of Trafalgar Road screenlines.
Alternative 3 shows slightly greater overall improvement to V/C ratio compared to the other
alternatives, as summarized in Table 11. These results indicate an overall high level of
congestion across most of the Town in all 2051 alternatives tested, particularly in the northern
portion of the Town (north of the QEW). For this reason, additional traffic measures and
improvements may be required to mitigate congestion.
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Figure 7: Screenline Map of V/C Ratios for 2051 Previously Planned BAU Model
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Figure 8: Screenline Map of V/C Ratios for 2051 Alternative 1 Model
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Figure 9: Screenline Map of V/C Ratios for 2051 Alternative 2 Model
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Figure 10: Screenline Map of V/C Ratios for 2051 Alternative 3 Model
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Table 11: 2051 Model Reduction in Screenline V/C Ratios Compared to Previously Planned BAU

Screenlines Previously Alternative 1 Alternative 2 Alternative 3
Planned BAU

North-South Screenlines
S of Hwy 407 1.29 -0.01 -0.02 -0.02
N of Dundas St 1.14 -0.01 -0.02 -0.02
S of Dundas St 0.88 -0.01 -0.02 -0.01
S of Upper Middle 1.42 -0.01 -0.03 -0.01
N of QEW 0.99 0 -0.02 0
CNR 0.66 -0.01 -0.01 -0.01

N of Rebecca / Lakeshore 0.43 0 -0.01 0

East-West Screenlines
Bronte Creek 0.72 0 0.02 0
W of Third Line 0.72 -0.01 -0.02 -0.01
Oakville Creek 1.24 0 0.02 -0.01
E of Trafalgar Rd 0.79 -0.01 -0.02 -0.01
W of Peel Border 1.30 0 -0.02 -0.01

4.3.3 Year 2051 Town Street Results

As noted in Section 4.2.2, in addition to Town-wide screenlines, it is recognized that there may
be localized or facility specific capacity constraints. The model results indicate capacity
constraints on most sections of the Provincial Highway Network and Regional Roads.

As previously noted, the Halton Region Integrated Master Plan (IMP) will address capacity
issues on the Regional Roads, however some intensification in Town designated growth areas
may require Town road capacity solutions to address projected capacity constraints on
Regional Roads or even provincial highway. For example, traffic forecasts within Midtown
Oakville on Trafalgar Road and on the QEW will greatly exceed capacity with V/C ratios of the
previously planned BAU scenario. Capacity improvements to Town streets were identified in
the Midtown Oakville Transportation and Stormwater Class Environmental Assessment
(Midtown Class EA) and are being considered in the on-going Midtown Review.

The modelling results assessed the capacity issues on other Town streets based on previously
planned (Business As Usual) improvements. Figure 11 illustrates that Town of Oakville minor
arterial roads are projected exceed a V/C ratio of 1.00 by the year 2051, including Third Line,
Sixth Line, Eighth Line and Rebecca Street.

It is important to recognize that this macroscopic model is a tool to inform future travel demand
only, so while specific corridors are shown to reach capacity, this congestion should be viewed
more as an opportunity to shift trips to more efficient and sustainable modes. Ultimately, the
approach to addressing congestion should be to find ways to maximize the throughput of
people, not just cars. Improving pedestrian, cyclist and transit infrastructure can outweigh
potential impacts to vehicular traffic, as the overall change to the number of people being
accommodated by the network is positive.
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This study recognizes that road widenings are not always the most suitable option to address
these capacity needs, especially considering locations where improving vehicular traffic could
negatively affect the environment and other transportation modes. In some cases, a trade-off is
required to ensure fair investment across various transportation modes and align with the
surrounding land use context. For instance, more densely populated, compact, and walkable
neighborhoods are better suited for investment in transit and active transportation.

Figure 11: Town Street V/C Ratios for 2051 Previously Planned BAU Model
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4.3.4 Road Improvements Phasing

The preferred 2051 scenario was developed in collaboration with the Town based on the
evaluation of alternative solutions. Adjustments incorporated road improvement elements from
Alternative 1, to address poor performing metrics (e.g., adding additional active transportation
improvements for deficiencies in the active transportation network) and Alternative 2, to
promote inter-neighbourhood travel. These adjustments were applied as network coding
updates for road-based improvements, demand matrix updates for active transportation and
transit changes, or other policy-based assumptions.
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Interim 2031 and 2041 modelling scenarios were developed to inform phasing of planned and

proposed road improvements in the 2051 preferred scenario. These scenarios were developed
using the auto demand from the 2031 and 2041 subarea model files on the preferred scenario
road network and include additional adjustments for non-road improvements.

A comparison of auto demand in interim years (2031 and 2041) compared with the base in
2023 and final scenario in 2051 shows that overall auto demand in Oakville is expected to
jump from 43,000 peak trips in 2023 to 73,000 peak trips in 2031, followed by an increase of
10,000 to 13,000 trips for each of the next two 10-year periods to 96,000 in 2051. By 2031,
large portions of some major corridors have a v/c ratio over 1.0, including Trafalgar Road,
Third Line, Bronte Road, Dorval Drive, and eastern portions of Dundas Street and Upper
Middle Road. In 2041, there is additional congestion on western portions of Dundas Street and
Upper Middle Road, and on Midtown Oakville roads including Speers Road, Cross Avenue,
Argus-Davis Road, and the new N-S Road.

Figure 12: Street V/C Ratios for 2031 Preferred Solution
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Figure 13: Street V/C Ratios for 2041 Preferred Solution
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