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4.0 INTERMUNICIPAL TRANSIT 

Intermunicipal transit is a public transportation system which connects one municipality to another. 
This typically refers to a service provided by the public sector, but can include private sector 
operators. For the City of Kawartha Lakes intermunicipal transit refers to a system which would 
connect the City to other major regional centres (e.g. Peterborough, Durham, Toronto, etc.). 
Intermunicipal transit differs from intramunicipal transit which is the provision of public 
transportation within the boundaries of a municipality.  

The purpose of assessing Intermunicipal Transit as part of the Transportation Master Plan was to 
detail existing conditions, evaluate current and future need, identify opportunities for future service 
to the year 2031, and provide a series of recommendations on intermunicipal transit. 

In support of the completing of the Intermunicipal Transit Assessment, UEM held a meeting with 
representatives of Metrolinx and GO Transit on February 25th, 2010 at the Metrolinx office in 
Toronto.  The representatives provided input on the long-term planning objectives of Metrolinx and 
GO Transit specifically in regard to, in, and in the vicinity of the City of Kawartha Lakes.  

4.1 Existing Conditions 

4.1.1 Lindsay Transit 

Lindsay Transit is the sole provider of public transit in the City of Kawartha Lakes. Lindsay Transit 
currently provides service on three routes (Red, Blue and Green) within the urban area of Lindsay 
only.  Hourly service is available Monday to Saturday from 7:00 am to 7:00 pm. Lindsay Transit has 
no connections to other public transportation systems.  

4.1.2 Metrolinx 

Metrolinx is an agency legislated by the Government of Ontario with the mandate to improve the 
coordination and integration of all modes of transportation in the Greater Toronto and Hamilton 
Area (GTHA). The GTHA includes the Cities of Toronto and Hamilton as well as York, Durham, 
Peel and Halton Regions. 

Metrolinx is the final piece in a three-part approach by the Provincial Government to prepare the 
GTHA for growth, building on the work of the Greenbelt and Places to Grow legislation. 

The City of Kawartha Lakes is currently not included in Metrolinx’s mandate area; however, the City 
shares a substantial portion of its western border with Durham Region and the City of Kawartha 
Lakes population is projected to grow by approximately 30% by the year 2031. In addition, the 
southern portion of the City sits between the GTHA and the City of Peterborough which is a major 
urban area in mid-eastern Ontario.  As shown in Figure 4-1, similar to the City of Kawartha Lakes, 
the City of Peterborough is not within the Metrolinx’s mandate area. 

In November 2008, the Metrolinx Board of Directors approved the Regional Transportation Plan 
(RTP), entitled ‘The Big Move’. The implementation of this plan will shape the social, environmental 
and economic development of the GTHA and surrounding areas. The RTP provides a decision-
making framework on rapid transit investment and transportation planning policy in the GTHA. GO 
Transit (a division of Metrolinx) will play an important role in implementing the RTP’s infrastructure 
improvements and delivering expanded interregional bus and train service in the GTHA. 
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Figure 4-1:  The GTHA as defined by Metrolinx 

 

4.1.3 GO Transit 

GO Transit is the GTHA’s interregional public transportation service, carrying over 200,000 
passengers each weekday. GO Transit is a division of Metrolinx, and an agency of the Province of 
Ontario, and reports to the Metrolinx Board of Directors, and ultimately, the Minister of 
Transportation. The Metrolinx Act, 2006 provided for the transfer of responsibility for GO Transit to 
Metrolinx, after the applicable sections of the act were proclaimed into force. Metrolinx and GO 
Transit were merged in May 2009. 

The current long-term Strategic Plan governing the operation of GO Transit is GO 2020. The Plan 
provides a commitment to meet the GTHA’s longer-distance public transportation needs in the 
coming decades, consistent with the Province of Ontario’s Growth Plan for the Greater Golden 
Horseshoe, and the strategies and improvements in Metrolinx’ RTP. 

GO Transit consists of a network of train and bus services that bridges the boundaries between 
regions and municipalities with direct service to downtown Toronto and other activity centers in 
southern Ontario.  GO Trains and GO Buses serve a population of 7 million in an 10,000-square 
kilometer area. GO connects with every municipal transit system in the GTHA, with coordinated 
services and discounted fares for GO riders who transfer. 
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Figure 4-2: Go Transit System Map (Not to Scale) 

 

As shown in Figure 4-2, GO Transit does not currently provide bus or train service to the City of 
Kawartha Lakes. However, two current GO Bus routes (81 & 88) do provide service within the 
vicinity of the City. 

81 Port Perry GO Bus 

� Northbound and Southbound service from Beaverton to Cannington (Brock Twp.) to Port 
Perry to Whitby with a rail connection to Union Station (Toronto). 

� The Cannington stop is 2.5 kilometres west of the City of Kawartha Lakes western border, 8 
kilometres from the hamlet of Manilla, and approximately 30 km from Lindsay. 

� There are no GO Transit parking spots provided at the Cannington Stop. 

� The cost of a single one-way adult ticket from Cannington to Union Station including the 
connection in Whitby is $11.75. 

� Port Perry is about 20 kilometres west of the City border along Hwy 7A and 35 km west of 
the hamlet of Bethany. 

81 

88 

City of 

Kawartha 

Lakes 
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88 Peterborough GO Bus 

� Northbound and Southbound service from Peterborough to Cavan to Clarrington to the 
Oshawa GO station with a rail connection to Union Station. 

� Currently operating ten trips per direction per weekday (est. 223 passengers daily). 

� The Cavan stop is at Regional Road 10 and Hwy 115, approximately 10 kilometres from 
Bethany and 18 kilometres from Omemee. 

� The Cavan stop is located at a MTO Carpool Lot. 

� A Park and Ride parking lot has recently been constructed at Hwy 115 and Hwy 35, which is 
along the route. The lot will help support residents of the City of Kawartha Lakes who wish 
to use this GO Transit route. 

� The cost of a single one-way adult trip from Cavan to Union Station including the 
connection in Oshawa is $13.25. 

� There are no extensions to this route planned, nor are there planned upgrades to the existing 
level of service. 

4.2 Private Providers 

Although not currently serviced by an intermunicipal public transit system, the City of Kawartha 
Lakes does receive limited intermunicipal transit service from the private sector.         

4.2.1 Can-ar Coach Service 

Can-ar Coach Service provides daily (Southbound – am, Northbound – pm) service from Haliburton 
to Toronto which includes nine stops in the City of Kawartha Lakes. 

� Stops in the City of Kawartha Lakes along the route are: 

o Norland, Coboconk, Rosedale, Fenelon Falls, Cameron, Kent St. W. & William St. S 
(Lindsay), Lindsay (Lindsay Inn), Hwy 35 & Hwy 7A, and Yelverton 

� 4.5 hour route from Haliburton to Toronto. 

� Southbound – Pick up at Lindsay Inn at 10:00 a.m., drop-off in Toronto at 12:30 p.m. 

� Northbound – Depart Toronto at 5:00 p.m., drop-off at Lindsay Inn at 7:30 p.m. 

� Adult one-way ticket from Lindsay to Toronto is $32.00 

4.2.2 Coach Canada Airport Van Service 

Coach Canada operates a van service between Pearson Airport and the City of Kawartha Lakes. The 
service is by reservation only. 

� Prices range from $136.00 in Bethany to $293.00 in Bobcaygeon for a one passenger one-way 
trip to Pearson Airport. 
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4.3 Current and Future Need 

4.3.1 Current Need 

The need for intermunicipal transit in the City of Kawartha Lakes is a function of demand. When 
looking at desire lines, based on information from the 2006 Transportation Tomorrow Survey 
(TTS)4, 27% of those who leave the City of Kawartha Lakes for work commute to South Durham 
(Pickering, Ajax, Whitby, Oshawa and Bowmanville), with another 15% each to North Durham 
(Brock, Uxbridge, and Scugog) and to the City of Peterborough. 

Destinations (including those who remain within the City) and number of travelers for home-to-
work trips for people living in the City of Kawartha Lakes, based on the 2006 TTS and 2006 Census 
information are presented in Table 4-1. 

In 2006, it is estimated that in total 28,875 people used a private vehicle to travel to and from work 
in the City of Kawartha Lakes5. This includes those workers who stay within Kawartha Lakes as well 
as those who travel beyond the City for work. 

Therefore, the greatest demand for intermunicipal transit from the City of Kawartha Lakes, to 
service daily commuters, would be to South Durham, North Durham, and the City of Peterborough, 
with less of a demand to Toronto and other employment centres. 

Given that the Peterborough GO Bus line is considered viable with an estimated 223 passengers per 
day, GO Bus lines into the City of Kawartha Lakes would seem to have sufficient demand given the 
number of daily home-to-work trips taken by residents of the City to destinations beyond the City 
limits based on TTS data.  

                                                 
4  The 2006 Transportation Tomorrow Survey (TTS) was a telephone survey conducted on 5% of the residents of the 

Greater Toronto Area and surrounding area of Central Ontario (approximately 150,000 households). The survey was 
conducted on behalf on the Ministry of Transportation. The results of the survey are considered the preeminent 
source of traffic-based information in the GTA and surrounding area. 

5  Based on 2006 Census data for the City of Kawartha Lakes 
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Table 4-1:  Total Work Trips 

Destination  
(for those workers living in the City of Kawartha Lakes) 

Percent 
(Total) 

Number of People 
Commuting in Private 

Vehicles 

City of Kawartha Lakes 59% 17,036 

South Durham 11% 3,176 

North Durham 6% 1,733 

City of Peterborough 6% 1,733 

No usual place of work 6% 1,733 

York Region 4% 1,155 

City of Toronto 3% 866 

Other 3% 866 

County of Peterborough 1% 289 

4.3.2 Future Need 

The Growth Management Strategy (GMS) component of this Municipal Master Plan Project is a 
strategy to plan for and manage growth in a sustainable manner. 

The Growth Management Strategy includes forecasts for population, employment and households 
for the year 2031, which are 100,000, 27,000, and 42,516, respectively, up from the 2006 figures of 
77,543, 23,877, and 29,505 in the City. These projections are in conformance with the population 
and employment forecasts established in the Places to Grow Growth Plan for the City of Kawartha 
Lakes. Of the projected population growth of 22,457 between 2006 and 2031 in the City, 52% to 
55% is expected to occur within the urban boundary of Lindsay.  

The need for intermunicipal transit as a result of growth in the City of Kawartha Lakes will be a 
function of the demographics of growth as well as the ability of employment growth to match 
population growth. Employment projections in the GMS are based on projected population growth 
of the City as well as demographics (i.e., age of the population). If employment does not grow in the 
City at a rate sufficient to support population there may be a need for residents to travel beyond the 
limits of the City for employment opportunities. Based on the results of the GMS, the need for 
intermunicipal transit as a result of growth will be focused on Lindsay, and to a much lesser extent 
the other urban areas in the City (Bobcaygeon, Fenelon Falls and Omemee). 
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4.4 Opportunities for Future Services 

4.4.1 GO Bus Service to the City of Kawartha Lakes 

GO Transit’s GO 2020 Strategic Plan does not identify any new Go service to the City of Kawartha 
Lakes. However, consultation with representatives from GO Transit suggested that future GO Bus 
service to the City of Kawartha Lakes, specifically Lindsay, may be considered for the longer term 
planning horizon. 

Service within the next five years is not likely, given budget restraints, and anticipated demand for 
such a service. Service in the longer term planning horizon would be subject to a number of 
conditions including demand forecasting and budget approvals. 

Additional factors that would be considered when evaluating the expansion of GO Bus service to the 
City are the approval of a commuter rail link to Peterborough with a station in Pontypool (see 
Section 4.2.2), the expansion of the Lakeshore East GO Train commuter line to Bowmanville, and 
the expansion of the intermunicipal transit system in the City to support the City’s overall transit 
objectives. 

4.4.2 Peterborough Commuter Rail  

On March 27th, 2008, the Governments of Canada and Ontario announced a commitment to initiate 
a joint study for a Peterborough commuter rail line, as part of the Government of Canada’s Budget 
2008 Public Transit Capital Trust.  The parties jointly developed and agreed to the terms of reference 
(ToR). In June 2008, the Minister of Transportation directed Metrolinx to take the lead in carrying 
out a Peterborough Rail Study. 

In February 2010, the study6 was completed and submitted to the Provincial and Federal 
governments for consideration, fulfilling the responsibility of Metrolinx under the Terms of 
Reference (ToR). The study was released to the public on May 10th, 2010. 

Study Context: 

� Rail corridor between Toronto and Peterborough (approximately 120 km) owned by 
Canadian Pacific Railway (Havelock Subdivision). 

� No passenger rail service along this corridor since 1990 VIA Rail cutbacks. 

� Significant capital investments required to bring track up to current passenger rail standards. 

Key Components of the Study ToR’s included: 

1. An evaluation of market potential and projected ridership, taking into consideration potential 
commuter and non-commuter markets (i.e. students and seniors). 

2. A determination of appropriate rail vehicle technology and service level options. 

3. An appraisal of track conditions and upgrade requirements. 

4. An examination of location options for stations and other facilities. 

                                                 
6 Metrolinx Peterborough Rail Study Final Report PO #1138 – February 2010 
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5. Capital and operating cost. 

Note: Metrolinx made no assumption on the potential operator of the service.  

The relevant study results indicate the following: 

� Three basic alternative routes were considered. The difference being the proposed routing 
around CP’s Toronto Rail Yard  

� Nine stops are recommended between Peterborough and Toronto. This is less than when 
VIA Rail operated along the same corridor. The number of stops was limited to ensure that 
the total trip time would be less than two hours. 

� Each of the alternative routes would result in a ‘Park and Ride’ station in Pontypool. This 
would be the only stop in the City of Kawartha Lakes.  

� Given the time required to complete the preliminary design/engineering, environmental 
assessment, detailed design and construction phases of project development, it is likely that, 
pending project approvals, several years of work would be required before the line would be 
operational. 

The Federal and Provincial Governments are reviewing the findings and conclusions of the 
Metrolinx study. Following the review of the findings from the study, the Provincial and Federal 
Governments will determine the next steps for the projects.  The terms of the initial commitment 
were that the identified project would be jointly funded by the Federal Government and the 
Province with each sharing equally in all eligible capital costs, net of funding from municipal or 
private sector contributions. Maximum contributions are set at $150 million each7, subject to the 
successful completion of a federal and provincial due diligence review of the project, securing any 
funding approvals that may be required respectively by the Federal and Provincial Treasury Boards, 
all applicable environmental assessments, and the signing of a contribution agreement that will detail 
the project elements, schedule, capital and operating costs, and funding parameters, to the mutual 
satisfaction of Canada and Ontario.   

As noted above, Metrolinx made no assumptions on the potential operator. At this time no decisions 
have been made about the next steps to be taken in the study. GO Transit is currently offering a 
train-meet bus service between Peterborough and Whitby. 

4.4.3 Shining Waters Railway 

On January 11, 2011, Progress Report No.1 of the Shining Waters Railway was released. Shining Waters 
Railway is a community-based organization with the goal of returning passenger and freight service 
to Peterborough and surrounding communities. The Shining Waters Railways proposal is based on 
the conclusion outlined in the Metrolinx Commuter Rail Study. The commuter service would include 
two morning and two afternoon trips from Peterborough to Toronto with Pontypool being the only 
stop in the City of Kawartha Lakes. Service would not be available until at a minimum 2014.  

                                                 
7  Canada-Ontario Building Canada Plan Framework Agreement 
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4.5 Conclusions – Intermunicipal Transit 

� The City of Kawartha Lakes is not directly serviced by any public intermunicipal transit 
service. 

� There is limited service from the private sector and GO Transit has a limited number of 
stops in the vicinity of the City. A private sector provider has approached the City regarding 
shuttle service from Lindsay to the Highway 115 stop of the Peterborough GO Bus (Route 
88) the proposal is still being finalized.  

� The greatest demand for home-to-work trips for people living in the City of Kawartha Lakes 
is to South Durham, North Durham, and the City of Peterborough, with much less of an 
attraction to Toronto and other employment centres. 

� The need for transit options for students to Lindsay, and from Lindsay to Peterborough 
needs to be recognized in the evaluation of intermunicipal transit options. 

� In 2008, there was a Federal/Provincial funding commitment for a commuter rail link from 
Peterborough to Toronto, with the only station in the City of Kawartha Lakes being 
proposed in Pontypool. A study on this rail link conducted by Metrolinx is currently under 
consideration by the Provincial and Federal Governments. 

� GO Bus service to the City is likely only in the longer term planning horizon (i.e., beyond 
five years). Expansion of intramunicipal transit within the City may make this a more viable 
option.  



Transportation Master Plan   
Municipal Master Plan Project 
City of Kawartha Lakes  February 2012 

        Page 52 

 

5.0   ACTIVE TRANSPORTION      

The City’s new Official Plan contains policies to encourage and promote active transportation and 
connectivity for pedestrians and all modes of transportation.  Active transportation including 
walking, cycling and use of trails has been shown to promote good health through encouragement of 
an active lifestyle that reduces risk of disease and ultimately saves on health care costs. Cycling for 
example, has been recognized as contributing to a reduction in obesity, traffic congestion and climate 
change, improving quality of life by enhancing social cohesion and inclusion, and enhancing 
economic development through tourism and leisure. Continued investment and promotion of active 
transportation offers the City the potential to leverage existing tourism initiatives, for example, 
through enhanced ‘cycling tourism’. The benefits from active transportation can accrue to a wide 
range of users including the physically active as well as the elderly, children and persons with 
disabilities. In this regard, consideration should be given to installing bike racks on municipal buses 
to promote cycling. 

Trails support both urban and rural recreational lifestyles as well as broader environmental and 
ecological objectives through the preservation and protection of green space. From a social and 
community benefit perspective, trails offer low cost, unstructured recreation for the enjoyment of 
individuals and families. In the City of Kawartha Lakes, trails support the concept of a “Community 
of Communities” and strengthen community bonds.  

Emphasizing and integrating active transportation policies and measures into the Transportation 
Master Plan supports the City and Provincial policies of encouraging the use of modes of travel 
other than the private automobile. This approach, sometimes referred to as the ‘Complete Streets’8 
approach, ensures that transportation rights of way are planned, designed and operated to enable safe 
access for  all users including drivers, transit users, pedestrians, cyclists as well as for older people, 
children and persons with disabilities.   

In undertaking the active transportation assessment, all available data in regard to pathways, cycle 
facilities, walkways and trails used by pedestrians, cyclists, snowmobiles and all-terrain vehicles 
(ATVs) were reviewed. This comprehensive review included the Trails Master Plan for the City of 

Kawartha Lakes as well as Council Reports regarding the use of ATVs on pathways and roadways, 
including By-law 2009-116.   

The existing and recommended trails system in the City is described in the Trails Master Plan and 
shown on Figure 1 (City-Wide) and Figure 2 (Lindsay) of that Plan (reproduced herein as Figure 5-1 
and Figure 5-2). It includes a number of trail corridors and nature areas which link the urban 
communities, rural farmland, forests and lake systems. The primary City-owned recreational trail is 
the Victoria Rail Trail Corridor (VRTC) which extends across the municipality from north to south, 
and a network of trails in the forest management areas.  

                                                 
8  More information is provided by the National Complete Streets Coalition on their web site 

(http://www.completestreets.org). 



Figure 5-1
City of Kawartha Lakes Trails Plan

Source: Kawartha Lakes Trails Master Plan (March 2006) Figure 1



Figure 5-2
Lindsay Area Trails

Master Plan

Source: Kawartha Lakes Trails Master Plan (March 2006) Figure 2
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The municipal system is supported by an east-west Provincially-owned rail-trail which is operated by 
the Kawartha Trans Canada Trail Association, as well as a range of trail loops in conservation areas 
and Provincial parks.  The east-west trail intersects the City’s north-south trail in Lindsay and forms 
an important node in the national Trans-Canada Trail network. A map of the Kawartha Trans-
Canada Trail in Lindsay has been reproduced herein as Figure 5-3. 

A number of issues related to active transportation and to trails development were identified in the 
Trails Master Plan. These can be generally broken down between trails and cycling and are discussed 
below. 

5.1 Trails 

� A need for a comprehensive and coordinated approach to trails planning, management and 
maintenance, to ensure a seamless connectivity between City-owned and Provincially-owned 
trails in the City, and those trails outside the City    

� A need to coordinate efforts for trails promotion and marketing, to update current trails and 
cycling information and materials 

� Conflicts with the multi-use nature of the various trails that may require further regulation 
for shared use, or areas of restricted use. [In this regard, the City has enacted a By-law which 
clearly regulates uses.  This includes specific restricted uses and the By-law is properly 
sanctioned for any groups with By-law permissions.]   

� A need for urban by-pass routes, particularly for motorized trail uses.  

� A need for further trail surface improvements on the VRTC 

� Identifying opportunities for economic/tourism benefits through the development of other 
trail corridors, including the Trans Canada Trail, an urban trail through Lindsay, or the use of 
other rail line corridors 

5.2 Cycling 

� A need for signed safe cycling routes in the urban areas 

� A need for cycling routes to connect the gaps in the VRTC 

� A need to identify safe routes for children through the urban areas, particularly in Lindsay  

These issues were addressed in the Trails Master Plan and resulted in a number of recommendations 
in each case. Some issues identified in the Trails Master Plan were noted as being beyond the scope of 
that study. Specifically, in the case of ATV use on municipal roads, the report notes the following:9 

                                                 
9  Envision, dmA Planning & Management Services, SRM Associates, “Trails Master Plan for the City of Kawartha Lakes”, 

Toronto, 2006, pages 35 – 36.  



Figure 5-3
Kawartha Trans Canada

Trail Map (Lindsay)

Source: http://www.kawarthatranscanadatrail.ca/map/downloads.html
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“Issue: Urban By-pass Routes 

…Although this is an area of interest to the ATV association, it was not the mandate of the Trails Master 

Plan to investigate the feasibility of the road network to support widespread road-based ATV use throughout 

the City. Such a decision would require review of traffic volumes on roads, more in-depth discussion with the 

ATV and snowmobile associations, and local residents, and discussion with City staff and the police forces 

on safety and enforcement issues. As well the policies and regulations of neighbouring municipalities should be 

examined to ensure the consistent application of policies on connecting roads…” 

MTO has published criteria for where off-road vehicles (ORVs) can and cannot travel. These criteria 
indicate that ORVs can travel when the following conditions are met:10 

� “Provincial highways with a summer average daily traffic (SADT) level less than 5,000. Specific provincial 

highways where ORVs (Off Road Vehicles) can/cannot travel are defined in the regulation schedules. 

� Municipalities may pass by-laws to decide if, where and when off-road vehicles can be used on local roads.” 

A network of municipal roads where it would be feasible from a traffic perspective for ATVs to 
travel along the shoulder could be determined by applying the maximum traffic volume criteria, 
subject to the other requirements of the Highway Traffic Act, Ontario Regulation 316/03. However, the 
municipality would need to enact a by-law regulating the use of ATVs (and other off-road vehicles) 
for this to be permitted.  At this point in time, ATV (municipal) road use is approved by municipal 
bylaw north of CKL Road #8 and through Fenelon Falls. 

Table 5-1 shows the traffic volumes for sections of the by-pass routes recommended around 
Lindsay and indicates that the use of sections of Provincial highways should not occur on the 
shoulder areas, but on a trail removed from the highway. Similarly, the section of Thunder Bridge 
Road between Highway 35 and Angeline Street has volumes less than the maximum criteria for most 
of the planning horizon, but toward the end of the planning horizon, is expected to carry volumes in 
excess of the level deemed acceptable for ORVs using the road shoulder area. Should the summer 
average daily traffic (SADT) volumes exceed 5,000 vehicles per day (or equivalently, have the average 
annual daily traffic (AADT) volume surpass 4,000 vehicles per day) an off-road trail in this section 
will be necessary. These requirements must be incorporated into the planning for future 
improvements to this roadway as well as any others that may be used as part of the 
ATV/snowmobile system.    

 

                                                 
10 MTO, “Changes to Ontario’s Off-Road Vehicles Legislation/Regulations”, On-line document at URL: 

http://www.mto.gov.on.ca/english/dandv/orv.shtml.  
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Table 5-1: Potential Urban By-Pass Route On-Road ORV Use Assessment 

 

The data on the modes of transportation used by City residents and employees indicates that walking 
and cycling are used generally to the same degree as the Ontario average. However, the City has an 
enviable trails system and nature areas linking its settlement areas, rural farmland, forests and lake 
systems. It has access to the Trent/Severn Waterway, winter sports activity areas and is proximate to 
the Toronto – Peterborough – Kingston markets. With these assets, increased use of active 
transportation modes, including walking, cycling, and snowmobile/ATVs, for either recreational or 
utilitarian purposes is a desirable and achievable goal. Recent surveys on transportation indicated that 
most Canadians would like to walk and cycle more, particularly for the shorter distance trips (less 
than 5 km). Some factors including health and weather may inhibit them from doing so. However, 
the majority of respondents have indicated that the primary reason they do not cycle or walk more is 
their concern about safety on the road. The challenge facing the City to encouraging greater use of 
active transportation modes is affecting a change in this belief and to break down entrenched 
attitudes while simultaneously improving the physical environment that discourages using alternative 
modes of travel.  

The solution rests partly in the adoption of a “complete streets” approach to planning and 
improvement design. This includes providing on- and off-street facilities to accommodate active 
transportation more safely. This includes: 

� Understanding the gaps in the current system (as identified in the Trails Master Plan) 

� Identifying an appropriate improvement to fill the gap (network connectivity and provision 

Less Than 4000 
AADT (Vehicles 

Per Day) 

Roadway From To 
Existing 
(2009) 

Future 
(2031) 

Existing 
(2009) 

Future 
(2031) 

Thunderbridge Road Highway 35 Angeline Street 3327 4717 √  

Thunderbridge Road Angeline Street Scugog River 204 290 √ √ 

Lagoon Road Scugog River CKL Road 36 23 32 √ √ 

CKL Road 36 Wilson Road Pigeon Lake Road 10799 15312   

CKL Road 36 Pigeon Lake 
Road Highway 7 5928 8406   

Highway 7 CKL Road 36 Lindsay Street 11440 16221   

Highway 7/35 Lindsay Street Angeline Street 10760 15257   

Highway 7/35 Angeline Street Kent Street 7973 11305   

Highway 35 Kent Street Off Road Trail 10940 15512   

Angeline Street Off Road Trail Kenrei Road 1805 2560 √ √ 

Kenrei Road Angeline Street Kenrei Park 959 1360 √ √ 
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of on or off-street facility such as sidewalks, bike paths/lanes, paved shoulders, or off-road 
treatments 

� Advertising and promotion of this availability (through signage, promotional literature) 

� Conducting educational programs targeting adults and children regarding the use of these 
facilities and fostering a “Share the Road” mindset 

� Encouraging community initiatives such as community bike rides or an “Active and Safe 
Routes to School” program 

� Encouraging businesses through incentives to offer employees storage and shower facilities 
for those who choose to not take their car to work 

Alternatives to address these issues and specific policy, planning and operational recommendations 
to encourage greater use of active modes are provided in Section 9 of this report.  
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6.0 PARKING 

The ToR for the Transportation Master Plan included a requirement to assess parking needs and 
walkablilty in three urban areas.  In discussion with City staff, it was determined that a parking 
assessment should be completed for the urban settlement areas of Lindsay, Fenelon Falls, and 
Bobcaygeon.  

6.1 Urban Area Parking Supply 

An inventory of the existing parking facilities in the urban settlement areas of Lindsay, Fenelon Falls 
and Bobcaygeon was undertaken to confirm the amount and type of parking provided (on and off-
street)  and the parking regulations applicable in each case.  A summary of the parking inventory is 
provided in Table 6-1.   

Table 6-1: Settlement Area Parking Inventory 

Settlement Area On-Street Spaces Municipal Lot Spaces Total Spaces 

Bobcaygeon 138 36 174 

Fenelon Falls 181 170 351 

Lindsay 276 230 506 

The findings from this inventory for each of the three communities are discussed in the following 
sections.  

6.1.1 Lindsay 

The location of public parking in the downtown area of Lindsay is shown on Figure 6-1 and 
summarized in Table 6-1.  Within the Business Improvement Area (BIA) there are more than 500 
parking spaces, split roughly equally into on- and off-street parking areas. A unique feature of the 
parking in the downtown area is the angled on-street parking on Kent Street between Lindsay Street 
and Victoria Street. On-street parking in the core area is generally metered parking at a rate of $0.50 
per hour. Within this area, there are also eight municipal parking lots that have paid parking available 
either on a permit basis or paid basis via Pay ‘n’ Display ticket issuing machines. 

6.1.2 Bobcaygeon 

As noted in Table 6-1, there are 174 parking spaces in the downtown area of Bobcaygeon.  In this 
area, Bobcaygeon provides on-street parking along Bolton Street between Canal Street and King 
Street as well as a municipal parking lot. In addition, there are also private parking lots provided for 
businesses that front onto Bolton Street and are located within a short walking distance of Bolton 
Street. Figure 6-2 illustrates the existing parking supply in Bobcaygeon. 
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6.1.3 Fenelon Falls 

Fenelon Falls provides on-street parking within the downtown area (concentrated along Colborne 
Street between Water Street and Francis Street). On-street parking is provided along a majority of 
streets within the downtown Fenelon Falls area. There are also public and private parking lots 
available in this area just off of Colborne Street. Figure 6-3 illustrates the existing parking supply in 
Fenelon Falls. 

6.2 Existing Parking Utilization 

In early September 2009, a parking occupancy study was undertaken in Lindsay to determine the 
usage of existing parking facilities and on-street parking spaces in the downtown area. The study 
involved monitoring parking activity in approximately 390 parking spaces within the BIA area. The 
monitored areas included a sample of the eight off-street municipal parking lots and the on-street 
parking spaces, as summarized in Table 6-2.  

Table 6-2:  Parking Occupancy Survey Sample 

Parking Location 
Existing Parking 

(Spaces) 
Sampled Parking 

(Spaces) 
Sample Size 
(Percent) 

Off-Street Municipal Parking Lot 299 299 100 

On-Street Parking 313 94 30 

Total 612 393 64 

Overall the survey included a sample of 94 on-street parking spaces and 299 off-street parking spaces 
or approximately 64 percent of the total parking spaces in the downtown area. 

The study involved undertaking counts of parked vehicles at three times during the course of a 
weekday; 10:30 a.m., 12:10 p.m., and 2:40 p.m. The study was completed during the tourist season to 
capture both tourist and local parking demand on a summer weekday.   

The results of the on and off-street parking occupancy survey are summarized in Table 6-3. As 
expected, the occupancy rates tend to fall as the walking distance to Kent Street East increases.  The 
study shows the on-street parking along Kent Street East is well utilized during the peak summer 
season. The occupancy rates fall for both on-street and off-street parking in relation to the distance 
away from Kent Street East. On-street parking is well utilized while the off-street parking that is 
located within a short walking distance is mostly vacant. The study reveals that there is ample parking 
available within a short walking distance (approximately 100 meters) within the downtown area.
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Table 6-3: Parking Occupancy Summary 

Parking Accumulation 
(No. of Parked Vehicles) Location Spaces 

10:30 a.m. 12:10 p.m. 2:40 p.m. Average 

Maximum 
Occupancy (%) 

On-Street Parking 

Permit 20 4 6 4 4.7 30% 

Meter 74 40 56 40 45.3 76% 

Total 94 44 62 44 50.0 66% 

Off-Street Parking 

Permit 58 46 46 38 43.3 79% 

Meter 241 103 122 114 113.0 51% 

Total 299 149 168 152 156.3 56% 

Total On- and Off-Street Parking 

Permit 78 50 52 42 48.0 67% 

Meter 315 143 178 154 158.3 57% 

Total 393 193 230 196 206.3 59% 

6.3 Future Parking Requirements 

Projections of future parking requirements have been based on the following 
parameters/assumptions: 

1. Parking demand will be increased from the added residential development, from both 
permanent and seasonal population increases within the planning horizon 

2. Parking utilization in other urban areas of the City will be similar to that observed in 
Lindsay 

In 2006, Lindsay had a population of 19,361 persons11. By 2031, a total permanent resident 
population of approximately 31,00212 is forecast. In addition to the permanent resident population, 
the impact of a seasonal population increase in the City of Kawartha Lakes and travelling through 
Kawartha Lakes will result in the equivalent of an additional 11,470 persons in the summer months13 
in Lindsay.  This seasonal population increase will generate parking demands during the summer 
months that need to be considered when evaluating future parking requirements. 

  

                                                 
11  Based on census information provided by Statistics Canada. 

12  Strategy prepared by MHBC Planning Limited, June 2010. 

13  Growth Management Study Background documents prepared by Watson & Associates. Based on information 
provided in the City of Kawartha Lakes Section 6.4.  In  2031 the seasonal population will add an additional 37% to 
the population estimates.     
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The current parking utilization in the downtown area was observed to be approximately 59 percent 
of the available supplied number of parking spaces during the late summer period. Approximately 41 
percent of spaces are available to accommodate future growth in parking demand arising from 
increases in tourism activity and from local resident parking demand. With the projected increase in 
permanent and seasonal population to the end of the planning period (2031), parking demand can be 
expected to increase in proportion to the population increase. Towards the end of the planning 
period additional parking facilities will be required to accommodate the added local and visitor 
demands. The projected parking requirements in each of the urban settlement areas are summarized 
in Table 6-4.  

Table 6-4:  Future Parking Requirements 

  Bobcaygeon Fenelon Falls Lindsay Total 

Existing Parking Spaces 174 351 506 1031 

Maximum Occupancy Rate 
(Summer 2009 Inventory) 59% 59% 59%  

2031 Base Population 4625 3640 31002 39267 

2031 Seasonal Population* 1711 1347 11471 14529 

2031Population (Base + Seasonal) 6336 4987 42473 53796 

Existing Maximum Parking Demand 
(Existing Parking Spaces x Maximum Occupancy 
Rate) 

103 207 299 609 

Projected 2031 Base Parking Demand  169 410 562 1141 

Projected 2031 Base + Seasonal Parking 
Demand 231 561 770 1562 

Number of Spaces Required To 2031 
Meet Base Parking Demand 0 59 56 115 

Number of Spaces Required To Meet 
2031 Base + Seasonal Parking Demand 57 210 264 531 

* Note In 2031 the seasonal population will add an additional 37% to the population estimates.     

As shown in Table 6-4, the public parking infrastructure will need to be expanded to meet the 
projected 2031 demands during the summer months when parking demands are expected to be at 
their highest levels in these communities.  The shortfall between what the current parking 
infrastructure system provided and what will be required is 264 spaces for Lindsay, 210 spaces for  
Fenelon Falls and 57 spaces for Bobcaygeon. These additional parking spaces can be provided 
through in on- or off-street parking areas.  In view of the limited curb space in the downtown areas 
of these communities, it is anticipated that much of the future parking spaces will be provided by 
surface parking in off-street areas.  

Parking should be as convenient as possible. On-street parking is the most convenient, but supply of 
this form of parking is constrained by the curb space available. Prices for on-street parking should be 
higher than other types of parking to encourage parking turnover (to increase its availability at any 
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point in time). Off-street parking is slightly less convenient in terms of distance from destinations 
but can be provided in larger quantities, assuming that land is available proximate to the parking 
destinations. Parking rates for off-street parking are usually lower than on-street spaces and may be 
given on a variety of terms (short-term and long-term parking rates for visitors and employees for 
example). The availability of parking and the parking rates are effective transportation demand 
management (TDM) measures that can affect the degree to which people travel to the area by 
automobile or by other means (walking, cycling or by transit). The more scarce long-term parking 
becomes and the higher the parking rates, the more incentive there is for people to use other modes 
of travel.  

Providing an additional 260 parking spaces in the downtown area of Lindsay, or 210 parking spaces 
in Fenelon Falls or 60 spaces in Bobcaygeon will involve providing primarily off-street parking areas 
and/or a parking structure given the limited amount of curb space for on-street parking. The parking 
demands for Lindsay alone translate into creating a surface lot of approximately 0.77 hectares (1.9 
acres) in size to accommodate 260 parking spaces14.  The new parking can be created in one location 
or spread across several locations closest to the parking demand generators. Possible locations and 
type of parking to meet these needs should be studied further by the City as part of a more detailed 
parking assessment, in consultation with the business community.  

A unique characteristic of the on-street parking in Lindsay, in the downtown area is the angled 
parking on Kent Street East. This parking configuration was common in many communities, and 
generally required a wider roadway width to accommodate traffic lanes, parking and sidewalks. The 
advantage of this type of curb parking is a large number of spaces can be provided. The 
disadvantages are the difficulties in entering and leaving these spaces and the sightline obstructions 
caused by adjacent parked vehicles. Many communities have been removing these spaces to improve 
safety for other road users and pedestrians and to provide more sidewalk areas in front of businesses. 
In Lindsay, maintaining this configuration of parking may become more difficult as traffic volumes 
and visitation increase in future years. Reconfiguration of this parking into parallel curb parking may 
have to be considered in conjunction with providing additional proximate off-street parking to 
improve traffic movement and safety. While this study has not identified specific issues related to the 
operation of this type of on-street parking, this need should be assessed regularly in terms of actual 
safety and operational issues that may arise with the current parking configuration.   

It is recommended that a parking strategy study be undertaken to assess the operation of the existing 
parking infrastructure in downtown Lindsay and other urban areas in the City, the costs of providing 
this parking, the parking requirements for new development and redevelopment sites in these areas, 
parking enforcement, and the potential to provide additional parking to meet future demands. This 
study should be undertaken with input from the business community and include more detailed 
utilization surveys of the existing parking. The goal of this study will be to find a long-term solution 
that meets parking needs, is supportive of overall City objectives of encouraging travel by modes 
other than the private automobile, is financially viable and sustainable for the community. 

                                                 
14  Based on the assumption that the parking space requirement for a typical vehicle is equivalent to approximately 26 

square metres of land. 
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7.0 FUTURE TRANSPORTATION SERVICES 

7.1 Committed/Approved Network Improvements 

MTO has indicated that it is planning to implement a number of improvements to the highways in 
and through Lindsay. These improvement locations are summarized below. 

7.1.1 Highway 35 South of Highway 7 

MTO has environmental assessment (EA) approval for the widening of Highway 35 south of 
Highway 7, from four lanes to five lanes, to include a continuous left turn lane. This project is in a 
detailed design stage, with completion expected this fiscal year and construction beginning in 2011. 

7.1.2 Scugog River Bridge 

MTO is currently rehabilitating and widening the Scugog River Bridge to a four lane structure. This 
work was initiated as a result of the deteriorated condition of the existing structure. The Ministry 
anticipates finalizing the EA for the widening of Highway 7 from Angeline Street to Highway 36 in 
2010. The work will extend beyond Highway 36 to Slant Road and to just past Angeline Street. 
Widening the Highway 7 corridor to the west is a possible long-range improvement. 

7.1.3 Highway 7/35 Re-alignment 

MTO is completing an EA proposing to realign the Highway 7/35/Kent Street connection where 
Highway 35 from the north will be realigned to the west to connect to Highway 7 with Kent Street 
realigning to the north to connect into Highway 35. 

7.1.4 Highway 7 – Colborne Street Intersection 

MTO plans to close the existing Colborne Street intersection with Highway 7, and to realign 
Colborne Street to the south to intersect the highway at Monarch Road. MTO indicated that 
Colborne Street may need to be extended across the highway to Elm Tree Road in the future. 

7.1.5 Highway 35 Widening 

MTO has EA clearance for the widening of Highway 35 from four kilometres south of Highway 7 to 
Highway 115. This widening will include a high standard divided arterial cross section similar to that 
used for Highway 115. 

7.2 Future Traffic Volumes 

A forecast of future traffic volumes was prepared in two steps: 

1. Background morning and afternoon peak hour traffic volumes (i.e., those traffic volumes 
currently on the road system and unrelated to the added growth in residential and 
employment lands in the City) were estimated by applying an average background traffic 
compound growth rate of 1.6 percent per annum to project traffic volumes to 2031.  

2. Morning and afternoon peak hour traffic volumes generated by the proposed residential 
development in the City were estimated using trip generation rates published by the Institute 
of Transportation Engineers (ITE). Table 7-1 summarizes the traffic volumes generated by 
the new residential development in the afternoon peak hour. This traffic was distributed to 
the areas external to the City on the basis of the trip patterns derived from the 
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Transportation Tomorrow Survey (TTS) data. Trips from planned development to other 
areas within the City were also distributed according to the TTS pattern. It is noted that the 
estimated future traffic volumes are based on existing levels of use of other modes such as 
transit, cycling and walking.  

Table 7-1:  Residential Development Trip Generation 

PM Peak Hour Unit Trip 
Generation Rate (#trips/unit) 

PM Peak Hour No. of 
Generated Trips   

  

Independent 
Variable 
(No. of 
Units) In Out Total In Out Total 

Lindsay 

Single-Family Detached Housing 5,157 0.64 0.37 1.01 3281 1927 5209 
Town Homes 2,817 0.35 0.17 0.52 981 483 1465 
Apartment 2,365 0.40 0.22 0.62 953 513 1466 

Senior Adult Housing - Detached 513 0.16 0.11 0.27 84 54 139 
Total 10,852  5299 2977 8278 

Bobcaygeon 

Single-Family Detached Housing 2,079 0.64 0.37 1.01 1323 777 2100 
Town Homes 303 0.35 0.17 0.52 106 52 158 
Apartment 517 0.40 0.22 0.62 208 112 321 

Total 2,899  1637 941 2578 

Fenelon Falls 

Single-Family Detached Housing 562 0.64 0.37 1.01 358 210 568 
Town Homes 273 0.35 0.17 0.52 95 47 142 
Apartment 55 0.40 0.22 0.62 22 12 34 

Senior Adult Housing - Detached 55 0.16 0.11 0.27 9 6 15 
Total 945  484 275 759 

Omemee 

Single-Family Detached Housing 585 0.64 0.37 1.01 372 219 591 
Town Homes 103 0.35 0.17 0.52 36 18 54 

Total 688  408 237 644 

Bethany 

Single-Family Detached Housing 163 0.64 0.37 1.01 104 61 165 
Kinmount 

Single-Family Detached Housing 143 0.64 0.37 1.01 91 53 144 
Pontypool 

Single-Family Detached Housing 159 0.64 0.37 1.01 101 59 161 
Woodville 

Single-Family Detached Housing 138 0.64 0.37 1.01 88 52 139 

Source: Institute of Transportation Engineers, Trip Generation, 8th Edition, 2008. 

Allowance for trips generated by the employment or commercial development were not accounted 
for separately as these trips represent the destinations for the vehicle trips generated by the new 
residential development. 

Trips generated within Lindsay were treated slightly differently. Lindsay was divided into four traffic 
zones and trips generated by development within each of these zones were distributed either 
externally to other areas of the City and external areas, or internally to the other internal traffic zones 
using a trip distribution determined from the 2006 TTS data. 
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Trips generated by future development were manually assigned to the existing transportation 
network (no-build network). These volumes were subsequently combined with the future 
background traffic volumes to obtain a combined forecast of future total traffic volumes for the 
morning and afternoon peak hours.  The 2031 forecasts are summarized on Figure 7-1 to Figure 7-
4 inclusive. 

7.3 Future Traffic Conditions 

The capability of the planned 2031 transportation system to accommodate the 2031 travel demands 
was evaluated at select (major) intersections.  A deficiency is reported when the volume-to-capacity 
ratio exceeded the value of one (e.g., demand exceeds capacity).  There are a number of intersections 
along the Angeline Street corridor which are expected to reach or exceed capacity by 2031.   

The findings of these analyses are presented graphically in Figure 7-5 for locations in Lindsay, in 
Figure 7-6 for locations in Bobcaygeon, in Figure 7-7 for Fenelon Falls and in Figure 7-8 for 
locations in Omemee.   

Proposed improvements to address these anticipated deficiencies are discussed in Section 7.5 of this 
report. 

7.4 Corridor Improvements 

The need for corridor improvements was examined using a screenline corridor capacity analysis.  
This is the most appropriate methodology for assessing the long-term adequacy of a transportation 
network.  Screenlines are imaginary lines that extend across a number of parallel roadways and are 
used to summarize travel demands and transportation capacity on a corridor basis at various 
locations.  For this study, a grid of north-south and east-west screenlines was established for Lindsay, 
Bobcaygeon, Fenelon Falls and Omemee.  This analysis incorporates a practical lane capacity of 800 
vehicles per hour per lane (veh/h/l) for arterial roadways and a practical lane capacity of 600 
veh/h/l for collector roadways.  The analyses were completed for the PM peak hour as this hour 
corresponded to the period when the roadways were experiencing the highest hourly volumes.  The 
initial screenline analyses were completed with traffic projections derived from base counts collected 
in the fall.  A separate screenlines analysis with summer volumes was also undertaken.  The need for 
additional through-lane capacity was identified when the V/C ratio of the screenline exceeded a 
value of one.   
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7.4.1 Lindsay 

Screenlines were drawn across the community of Lindsay to assess the 2031 travel demands and 
capacity on the major roadways crossing these lines.  A north-south screenline was drawn that 
followed the path of the Scugog River and the capacity of travel lanes crossing the river via 
Wellington Street, Lindsay Street (twice) and Highway 7/35 was determined. In the east-west 
direction, a line was drawn across Highway 35, Angeline Street, Lindsay Street and Highway 36. The 
results of the screenline analysis in Lindsay are summarized in Appendix G.  

For the north-south screenline, considering the total volume and capacity crossing the screenline, the 
existing V/C ratio for east-west travel across the river is estimated to be in the range of 
approximately 0.68 (fall) and 0.85 (summer). For the east-west screenline, the existing V/C ratio for 
north-south travel on the four major roadways was estimated to be in the range of 0.49 (fall) and 
0.61 (summer). Of the two directions, travel demands in the east-west direction across the river are 
heavier than in the north-south direction.  

In the future, for the north-south screenline across the river, and with the Highway 7/35 crossing of 
the Scugog River widened to a four-lane structure, the V/C is expected to increase to a range of 
approximately 1.14 (Fall) and 1.42 (summer). This indicates that even with the widening of the 
highway bridge, an additional lane of capacity across the river will be needed to accommodate the 
projected future travel demands.  

In 1994, the former County of Victoria undertook a Municipal Class EA of a new crossing of the 
Surgog River. An Origin-Destination survey was undertaken that concluded that the main 
destination for cross-river traffic was the shopping areas in Lindsay located along Kent Street. From 
these patterns, it was concluded that a crossing north of Colborne Street would require additional 
access roads to the river bank and, depending upon how far north this crossing is located, may 
involve: impacts to a Class One Wetland; increased traffic infiltration on north-south residential 
streets, and; the requirement for a higher (and longer) structure to meet navigable water height 
requirements. This study and an Addendum Report issued in 2000 concluded that the preferred 
location for a new crossing of the river was Colborne Street. The screenline and traffic pattern 
analysis has confirmed the need for additional river crossing capacity. 

At the east-west screenline, the V/C ratio is expected to increase to a range of 1.19 (fall) and 1.49 
(summer).  For this screenline, providing an additional through lane on Angeline Street would 
address the capacity deficiency along this corridor. This analysis also indicates a need to provide an 
additional traffic lane on Highway 35 north of Kent Street by the end of the planning horizon. It was 
concluded therefore that there will be a need to increase capacity across both screenlines by the end 
of the planning horizon. The need for additional capacity across the river may become more acute, 
and may present itself sooner in the east-west direction.  This is based on examining the estimated 
growth in background traffic and a seasonal peak that can be 25 percent higher than annual average 
conditions. The timing of these improvements will depend on actual growth and should be closely 
monitored over the short-term.  It is recommended, therefore, that the need for additional screenline 
capacity be reviewed regularly (every five years) to confirm the timing for any capacity 
improvements. 
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7.4.2  Bobcaygeon 

Bobcaygeon is served by two crossings of the Trent/Severn Waterway linking the island to the north 
side of canal; one on East Street and one via a swing bridge on Bolton/Main Street. The availability 
of the two crossing points provides a good level of emergency access.  

The screenline analysis of travel demands compared to the available capacity is contained in 
Appendix G. The analysis indicates that overall, considering both crossings, there is sufficient 
capacity to accommodate current (2009) demand. It is estimated that the bridges currently operate 
with a V/C ratio in the range of 0.38 (fall) to 0.48 (summer). In the future, as development 
continues, the combined V/C ratio is expected to increase to a range of approximately 0.95 (fall) to 
1.19 (summer) by the end of the planning horizon. This analysis is based on a reduced capacity at the 
swing bridge. These findings indicate that the two crossings will have reached their effective capacity 
by 2031. However, projected traffic volumes can be accommodated, with some seasonal congestion 
in the summer months.  

7.4.3 Fenelon Falls 

In Fenelon Falls, there is one crossing of the Fenelon River via CKL Road 121/8. This crossing 
connects CKL Road 8 on the south side and Francis Street on the north side. Both of these 
intersections are signalized. The screenline analysis of travel demands compared to the available 
capacity is contained in Appendix G.  On the basis of the screenline analysis, the Fenelon River 
crossing is currently operating with a V/C in the range of 0.61 (fall) to 0.76 (summer). As this 
crossing is the only route across the lock system, all traffic from the CKL road system converges 
across the bridge.  In the future, the V/C of the crossing is projected to increase to a range of 1.10 
(fall) to 1.37 (summer).  These values are indicative of the need for additional through capacity at the 
crossing.  This additional capacity can be provided by either widening the existing structure to 
accommodate a second traffic lane or constructing a second two-lane crossing of the  
Fenelon River.   

7.4.4 Omemee 

Improvements in Omemee are limited to improvements to existing intersections along the Highway 
7 corridor traversing Omemee.  These improvements involve upgrading traffic control by installing 
traffic control signals at three intersections.  There are two bridge crossings of the Pigeon River in 
Omemee and crossing capacity has not been identified as an issue. The main crossing of the Pigeon 
River is located on Highway 7. A second “dam” crossing has been maintained as a secondary 
emergency access and is currently being used primarily by pedestrians and light vehicles. The 
screenline analysis of travel demands compared to the available capacity is contained in Appendix G.  
Beyond the intersection improvements, no other corridor improvements along Highway 7 are 
required to meet the needs of the 2031 travel demands in this area.  
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7.5 Intersection Improvements 

7.5.1 Lindsay 

Improvements to the operation of selected intersections were identified through the results of the 
capacity and level of service analysis at these intersections. Locations where improvements have been 
identified as being required are illustrated on Figure 7-5.   

Signalized intersection improvements are focused on the main corridors including Angeline Street, 
Lindsay Street, Kent Street and Colborne Street. They generally involve providing additional turning 
lanes and in some cases added through-lanes. These requirements are detailed in Appendix G.  

Unsignalized intersection improvements often include provision of traffic signals to address turning 
movement capacity.  It is recommended that traffic conditions be monitored on a regular basis to 
evaluate the need for traffic signal control using the justification procedures as detailed in Ontario 

Traffic Manual Book 12 – Traffic Signals.  

7.5.2 Bobcaygeon 

A number of intersection improvements are identified along East Street and along Highway 8/Duke 
Street as shown on Figure 7-6. In all cases these improvements include installing traffic signal 
control and in the case of the Duke Street/East Street intersection, widening to provide additional 
auxiliary (turning) lanes. These requirements are summarized in Appendix G.  

7.5.3 Fenelon Falls 

Traffic signal control is recommended for the CKL Road 121/Bond Street intersection to 
accommodate the anticipated 2031 travel demands. This improvement is shown on Figure 7-7.  

7.5.4 Omemee 

Intersection improvements in this settlement area include installation of traffic signals at three 
intersections along Highway 7 (Deane Street, Sibley Avenue and Queen Street). Additionally, a 
westbound left turn lane is identified for the Highway 7/Queen Street intersection. These 
improvements are shown on Figure 7-8. 

 


