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8.0 STRATEGIC TRANSPORTATION ALTERNATIVES 

8.1 Identified Needs (Problem/Opportunity Statement) 

The analysis of the existing transportation system and services has identified a number of areas 
where there is limited or insufficient capacity to accommodate anticipated 2031 travel demands. 
These areas include road corridors and key intersections in the urban settlement areas. Parking 
supply and management in the urban settlement areas has also been identified as requiring expansion  
in order to meet future demand conditions. Transit is used to a lesser degree than other areas in the 
Province and service improvement to encourage greater use is required. Expansion of existing transit 
services will be required to provide enhanced mobility both within the City and to external areas for 
existing and future development. With continued growth in permanent and seasonal population and 
employment, the enhancement of the existing trails and cycling systems is necessary to accommodate 
and encourage greater active transportation in the City for existing and future residents and visitors. 
These aspects are discussed further in Section 9. 

MTO has identified or has initiated significant improvements to the Provincial highways serving the 
City including the widening to Highway 7 and 35 in response to existing and future demand. 
Metrolinx and GO Transit have also identified opportunities for future service expansion of the 
commuter rail service between Peterborough and Toronto. Given the City’s unique location and 
economic basis (local industry and business, recreation and tourism) and the City’s dispersed 
development pattern, enhanced transit service to connect settlement areas and to the external 
existing and possible future bus/rail services will encourage the use of alternative modes of travel. It 
would also leverage the strategic economic, social and environmental advantages of the community, 
in alignment with Provincial and City planning policy. 

Within the context of the municipal master planning approach, strategic alternatives to address the 
existing and future municipal transportation network needs were identified. Suitable evaluation 
criteria to assess each alternative were developed and applied to evaluate these alternatives. A 
preferred strategic improvement alternative resulted from this evaluation.  These alternatives are 
discussed below. 

8.2 Planning Approach 

As discussed in Section 1, this study was conducted in accordance with the Master Planning Process 
of the MEA Municipal Class EA process. This involves completing the first two phases of the Class 
EA Planning and Design process. While the transportation assessment has been conducted in 
accordance with the environmental planning principles and process of the Municipal Class EA, it 
does not constitute in itself an environmental assessment under the EA Act. Transportation 
undertakings recommended in this study must undergo further detailed assessment through 
completion of project-specific Municipal Class EA’s, according to the appropriate schedule. This 
Transportation Master Plan cannot be the subject of a Request for Part II Order Appeal. However, 
when the individual project-specific Class EA’s are undertaken, the Part II Order Appeal process is 
applicable. 
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8.3 Strategic Alternatives 

8.3.1 Identification of Alternative Planning Solutions    

Consideration of functionally different planning solutions, or alternatives, is a requirement of the 
Class EA planning and design process. For the purpose of this assessment, three strategic 
transportation alternatives were identified and assessed as to their potential in addressing the 
identified needs and responding adequately to the opportunities available to the City. These 
alternatives are described below. 

8.3.1.1 Do Nothing 

This alternative involves no major structural changes to the road network under City jurisdiction. It 
includes planned improvements that have been committed to by the MTO. The alternative includes 
normal monitoring and maintenance of the existing roads, installation of traffic control changes as 
they may become warranted over time and other limited intersection or operational improvements 
the City normally would implement to improve operations and safety on a case-by-case basis. No 
additional actions would be taken to augment capacity in the network or specific corridors.  

8.3.1.2 Structural Improvement 

This alternative includes undertaking those projects already planned by the City along with additional 
capacity enhancement associated with new development through strategic road widening and new 
facilities. It also includes transportation system management (TSM) measures to optimize the 
operation and capacity of the existing and planned road network. This may include signal timing plan 
changes, coordination of traffic signals, localized intersection improvements where warranted, access 
management to reduce and refine access along specific corridors and turn restrictions or other flow 
management strategies.  

8.3.1.3 Balanced Mobility Choices 

This alternative includes the improvements included in the Structural Improvement alternative but 
adds support for enhanced transit service both within the City and through linkages to external 
services. It also includes enhancement of the trail, walkway and cycling facilities, to implement the 
recommendations of other studies such as the Trails Master Plan and provision of on and off-street 
cycling facilities in selected corridors, particularly in the proposed new development areas. This 
alternative would include use of transportation demand management (TDM) measures to encourage 
the use of other modes in lieu of the private automobile.  

8.3.2 Evaluation of Planning Solutions 

Criteria were selected to evaluate the strategic alternatives across technical, social, natural 
environmental and economic dimensions. Generalized indicators and measures were identified for 
each criterion to capture the effects of each alternative. Table 8-1 summarizes the criteria, factors 
and measures used in the evaluation. Table 8-2 summarizes the results of the assessment and 
evaluation of each strategic alternative.  
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Table 8-1: Evaluation Criteria 

Criterion Indicator Measure 

Potential to improve traffic 
operations 

Effect on intersection levels of 
service and capacity 

Technical 
Potential ease of 
implementation 

Effect on ability to implement 
improvements when required 

Potential to improve quality of 
life 

Effect on reducing congestion 
and property requirements 

Potential for improved traffic 
safety 

Effect on the number of 
collisions 

Social 

Potential to encourage use of 
alternative modes 

Effect on transit ridership, 
pedestrian and cyclist travel 

Natural 
Environmental 

Potential to improve 
environment 

Effect on air quality, noise, 
vegetative/wildlife habitat and 
water 

Potential to make optimal use 
of transportation system 

Effect on congestion and travel 
time/delay 

Potential to attract development Effect on ability to 
attract/retain development 

Economic 

Potential to enhance property 
values Effect to property accessibility 

Based on this evaluation, the preferred improvement strategy is a Balanced Strategy to Improve 
Mobility Choices in the City. The strategy addresses the future travel demand arising from 
population and employment in the City, and does so in a manner consistent with City and Provincial 
policy regarding smart growth, sustainable and healthy choices. This strategy has the potential to 
minimize the future needs for road expansion, but maintain and improve the vital road and transit 
linkages between the settlement areas and across the City. This balanced strategy is to be integrated 
with the external transportation services that exist or may come into being in the planning period.   
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Table 8-2: Strategic Alternative Evaluation 

Criterion Do Nothing Structural Improvement Balanced Mobility  

Description 

No major structural changes 
but includes planned 
improvements in capital 
program 

Planned improvements plus 
additional road capacity and 
operational improvements 
required to accommodate 
development 

Structural improvements plus 
enhanced transit service 
between settlements and 
external areas, improved trails, 
walkways and cyclist facilities 

Technical 

Key corridors in Lindsay 
incapable of accommodating 
forecast demand. Gateway 
intersections in settlement areas 
require additional turning lanes 
and traffic control 
improvements.  

Planned improvements and 
added capacity improvements 
in key corridors and 
intersections can accommodate 
traffic for most part (some 
pressure point intersections 
remain). More complex 
alternative, but requires slightly 
less coordination with other 
agencies than balanced 
alternative.  

Offers potential to reduce 
congestion further then just 
with structural improvements 
to relieve pressure points and 
possibly delay some of these 
improvements further into the 
future. More complex 
alternative requiring higher 
levels of coordination with 
other agencies. 

Social 

Additional congestion 
associated with this alternative 
will inhibit social activity, 
aggravate traffic safety and 
increase travel delay. Parking in 
the core areas will be 
increasingly difficult.  

Structural improvements will 
address the future travel 
demand but will not offer 
modal choices beyond those 
available today and will not be 
in alignment with Provincial 
policy. 

Structural improvements 
augmented by transit and active 
transportation initiatives will 
address future demand in a 
sustainable and healthy manner, 
consistent with City and 
Provincial policy. 

Natural  
Environmental 

Congestion will reduce air 
quality, increase noise (horn 
blowing), but this alternative 
will not affect natural vegetative 
or wildlife areas. 

Localized impacts to property 
and natural environment from 
corridor widenings and 
intersection improvements. 
Travel by private automobile 
may increase as support for 
other modes is missing.  

Alternative contributes to 
improvement in air quality and 
reduced noise and overall 
reduced levels of congestion on 
City roads.  

Economic 

Increased travel delays due to 
congestion. Lower accessibility 
provided to adjacent properties 
and less attractive development 
potential (difficult to justify 
building to maximum land use 
potential) 

Alternative reduces travel 
delays but requires significant 
investment in added capacity 
that may be reduced or delayed 
with balanced alternative. This 
alternative does not address the 
travel demand by other modes 
and will tend to increase auto 
travel overall compared to 
other alternatives. 

Travel demand management 
(TDM), transit service 
improvements and additional 
on and off street facilities for 
pedestrians and cyclists will 
cost more than other 
alternatives but potential exists 
to delay some of the higher cost 
improvements and demand to 
be accommodated in other 
ways. 

Overall  
Evaluation 

Not Recommended 
Recommended as a 

Necessary Requirement 
Preferred Strategic 

Alternative 
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9.0 STRATEGIC POLICY DIRECTIONS 

9.1 Introduction 

The Transportation Master Plan (TMP) is an overall network plan designed to offer residents and 
visitors to the City a variety of reliable transportation choices. The TMP considers the results of the 
consideration of existing condition, implications of potential population and employment growth 
and the evaluation of strategic alternatives. The following components make up the plan and are 
discussed in this section. 

1. Functional Road Network 

2. Roadway Corridor and Intersection Improvements 

� Provincial Highway 

� Municipal Road 

3. Transit Services 

4. Active Transportation 

5. Transportation Demand Management 

6. Goods Movement and Haul Routes 

9.2 Functional Road Network 

As indicated in the Geometric Design Guide for Canadian Roads, road classification is the orderly grouping 
of roads into systems according to the type of service they provide to the public. Classification assists 
in establishing the geometric design features for each group of roads that is consistent with the short 
and long-term operational needs of each group. A roadway classification system establishes a 
hierarchy of roads that provides for the gradation of function from mobility to land access. Roads 
operate most efficiently and safely if each class of road is designed to serve its intended purpose.  

Road Classification:   

� Separates roads on the basis of differences in traffic service and land service 

� Separates roads on the basis of design features 

� Separates roads on the basis of operational needs associated primarily with adjacent land use 

� Can be related to jurisdictional road classes 

The City of Kawartha Lakes Official Plan (September 2010) recognizes a road classification based on 
jurisdiction, function and operational need and utilizes the following classes: 

� Provincial Highway 

� Arterial Road 

� Local Road 

� Seasonal Road 
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� Private Road 

With the amalgamation of the Town of Lindsay and County of Victoria into a single-tier municipality 
in 2001, all County Roads became municipal roads. Therefore, the Transportation Master Plan road 
classification is based on jurisdiction, function and operational need according to the following 
system: 

� Provincial Highway 

� Arterial Road (Rural and Urban sub-categories) 

� Collector Road (Rural and Urban Sub-categories) 

� Local Road (Rural and Urban Sub-categories) 

� Seasonal Road (Rural) 

This system and the criteria used by the Transportation Association of Canada (TAC) were used to 
categorize the roads in the City and included both rural roads and urban roads in the settlement 
areas. The functional classification of roads in the TMP recommended road network for the City of 
Kawartha Lakes is illustrated in Figure 9-1. The functional classification of roads in the TMP 
recommended road network for Lindsay and for the settlement areas (of Bobcaygeon, Fenelon Falls 
and Omemee) is illustrated in Figure 9-2 and Figure 9-3, respectively.  

Sub-categories for rural and urban roads in the arterial, collector and local classes are recommended 
to account for the different characteristics associated with these roads and the different design 
treatments for each case.  It is important to note that if the City is presented with the opportunity to 
assume authority over an existing or proposed private road that these design standards are adhered 
to before the City assumes authority.   

Right-of-way requirements and other design features for these roads depend on many factors such as 
whether the roadway has open ditch or storm sewer drainage, the presence of on and off-street 
bicycle facilities, street lighting, other utilities, noise mitigation measures and landscaping.  However, 
it is recommended that the City employ the generalized categorization system used by the TAC. 
General right-of-way requirements for the various road classes are summarized in Table 9-1.  

Table 9-1: Right-of-Way Requirements 

Classification Typical Right-of-way Width (m) 
Provincial Highway Determined by Others 
Arterial 26 – 45* 
Collector 26 
Local 20 -23 ** 

* Range reflects the current minimum 26 metre width required in the Official Plan, with added allowance for provision of on and off-street 

cyclist facilities, pedestrian facilities, urban and rural drainage and utility requirements. These are to be determined on a corridor-specific basis. 

** 23 reflects rural road cross section minimum ROW
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9.3 Road Classification Descriptions 

9.3.1 Rural Roads 

9.3.1.1 Arterials 

Rural arterials serve traffic movement (mobility) as a primary function. They provide land access as a 
secondary consideration. The traffic carried by these roads is generally less than 12,000 vehicles per 
day. They have a design speed of between 80-120 km/h and an average operating speed of 60-100 
km/h. These roads accommodate all types of vehicles, including trucks and connect to provincial 
highways, other arterials and collector roads.  

9.3.1.2 Collectors 

Rural Collectors serve both a traffic movement and land access function equally. Traffic volumes are 
usually less than 5,000 vehicles per day. Traffic movement is generally interrupted flow with design 
speeds in the 60-110 km/h and average operating speeds in the range of 50-90 km/h. These roads 
accommodate all types of vehicles, including trucks and they normally connect to local roads, other 
collectors and arterial roads.   

9.3.1.3 Locals 

Rural local roads primarily serve a land access function, with traffic movement as a secondary 
function. Traffic on local roads is generally less than 1,000 vehicles per day. They have interrupted 
traffic flow with design speeds in the range of 50-110 km/h and average operating speeds in the 
range of 50-90 km/h. They accommodate primarily passenger vehicles, light to medium trucks and 
occasional heavy trucks. They generally connect to other local roads and to collector roads.   

9.3.2 Urban Roads 

9.3.2.1 Arterials 

Urban arterials serve traffic movement as a primary function but also service a limited amount of 
land access. Traffic volumes are generally in the range of 5,000-20,000 vehicles per day, with design 
speeds in the range of 50-70 km/h and average running speeds in the off-peak periods of 40-60 
km/h. These roads accommodate all types of vehicles, including trucks. Arterials typically connect to 
collectors, other arterials and Provincial highways. Transit services are provided on arterials and lane 
widening or separate off-street facilities are usually provided for cyclists. Sidewalks may be provided, 
with a separation from traffic lanes provided where possible. Parking is usually not provided on 
arterials, but when it is it usually has peak hour restrictions. Typical intersection spacing on arterials is 
400 metres, with a right-of-way width in the 26-45 metre range.  

9.3.2.2 Collectors 

Urban collectors can serve residential and industrial areas and they serve land access and traffic 
movement functions equally. They generally carry traffic of less than 10,000 vehicles per day and 
have interrupted flow. Design speeds are in the range of 50-80 km/h and average operating speeds 
are in the range of 30-70 km/h. They generally serve the movement of passenger vehicles and some 
service vehicles. Collectors connect to local streets, other collectors and arterial roads. Transit 
services are permitted on collector streets and no restrictions or special facilities are provided for 
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cyclists. Sidewalks are provided on both sides generally with on-street parking permitted, with limited 
peak hour restriction. The minimum intersection spacing is approximately 60 metres and minimum 
right-of-way widths are 26 metres. 

9.3.2.3 Locals 

Urban local roads serve primarily a land access function and generally carry less than 1,000 vehicles 
per day. They operate under interrupted flow conditions and have design speeds in the range of 30- 
50 km/h and average operating speeds in the range of 20-40 km/h. They accommodate passenger 
vehicles and service vehicles only and connect to public lanes, other local roads and collector streets. 
Transit services are not normally provided on local streets. There are no restrictions or separate 
provisions for cyclists, and sidewalks are generally provided on both sides. There are either no 
parking restrictions, or restrictions for parking on one side. The minimum intersection spacing is 60 
metres and right of way width is 20 metres.   

9.4 Roadway Corridor and Intersection Improvements 

9.4.1 Provincial Highways 

There are a number of highway improvements that the MTO is planning or has approved at the 
present time. These improvements form part of the committed/approved transportation network 
and are described in Section 7.  

The section of Highway 7 through Omemee is covered by a connecting link agreement and 
improvements to the link are subject to MTO review and approval with respect to funding.  

These improvements have been incorporated into the Transportation Master Plan, as work by 
others, and are shown on Figure 9-4.  

9.4.2 Municipal Roads 

This assessment has identified a number of structural improvements required to key corridors and 
intersections in the City. These improvements are focused in the settlement areas and in the Lindsay 
community in particular.  Detailed information will be provided in regard to rural roads through a 
planned road needs study in 2011. Improvements are summarized in Table 9-2. Figure 9-4 to 
Figure 9-7 illustrate the improvements required to accommodate growth in the City as outlined in 
the Growth Management Study. The improvements have been categorized in terms of current 
projects, short-term, medium-term and long-term improvements by considering the increase in V/C 
ratio over the planning horizon. Appendix G provides illustrations of this relationship for many of 
these improvements. 

While the structural improvements are a necessary minimum component of the Transportation 
Master Plan, they are not sufficient to address the demands for alternative modes of travel, including 
transit, cycling and walking. These requirements augment the road structural improvements and offer 
the City a plan that balances the structural and non-structural improvements to encourage less 
reliance for travel in the City by the private automobile for the future. 
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Table 9-2: Timing of Improvements – Lindsay 

Improvement Time  
Period Corridor (From - To) Intersection 

C
u
rr
en
t Kent Street from Highway 35 to Victoria 

Avenue 
Hamilton Street/Victoria Avenue from Kent 
Street to Mary Street 

 

S
h
o
rt
 

T
er
m
 

 

Lindsay 
Lindsay Street at Kent Street 
Angeline Street at Kent Street 
Mary Street at Lindsay Street 

M
ed
iu
m
 

T
er
m
 Scugog River Crossing (Location and Limits 

to be Determined) 
Angeline Street from Highway 7/35 to North 
of Orchard Park Drive  

Lindsay 
Angeline Street at Mary Street 
Angeline Street at Orchard Park Drive 
Angeline Street at Highway 7/35 
Angeline Street at Colborne Street 
Colborne Street at Highway 35 
Kent Street at Highway 35 
Colborne Street at William Street 

Colborne Street from Highway 35 to East of 
Albert Street 
Highway 35 from Highway 7 to Thunder 
Bridge Road 
Colborne Street Reconstruction from 
Highway 7 to Highway 35 
Thunderbridge Road from Elm Tree Road to 
Highway 35 
Reconfigure Thunderbridge Road and 
Angeline Street.  

Lindsay  
Colborne Street at Adelaide Street 
Colborne Street at Albert Street  
Colborne Street at Highway 36 
Wellington Street at Lindsay Street S 
Wellington Street at William Street N 
Queen Street at David Street 
Parkside Drive at Highway 36 

 

Bobcaygeon 
East Street at Cedartree/Duke Street 
Main Street at Duke Street 
West Street at CKL Road 8 
East Street at Canal Street  
East Street at Mill Street 
 

Fenelon River Crossing 

Fenelon Falls 
CKL Road 8 at CKL Road 121 
Bond Street at CKL Road 121/8 
 

L
o
n
g
  

T
er
m
 

 

Omemee 
Highway 7 at Sturgeon Road  
Highway 7 at Sibley Avenue  
Highway 7 at Deane Street  
Highway 7 at Queen Street 

Notes: Descriptions of these improvements are provided in Appendix G 



!(

!(

!( !( !(

!(!( !(

!(

!(

!(

!(

!(

4

7

15

3

19

20

12

1716

1113

1

14

[

Colborne Street

Kent Street
Queen Street

Wellington
Street

Orchard Park Road

Parkside 
Drive

Pigeon Lake Road

Highway 7Highway 7 & 35

Thunder Bridge Road

Hi
gh

wa
y 3

5

An
ge

lin
e S

tre
et

Lin
ds

ay
 St

ree
t

Ad
ela

ide
 St

ree
t

Al
be

rt 
St

ree
t

St
. D

av
id 

St
ree

t CK
L R

oa
d 3

6
Wi

lso
n R

oa
d

Sa
nd

erl
ing

 C
res

ce
nt

Elm
 Tr

ee
 R

oa
d

Lo
gie

 St
ree

t

Highway 7

Medium Term Intersection Improvements

Short-Term Intersection Improvements

Long Term Corridor Improvement (2 Lanes)

2
Improvement ID Number (See Appendix G Improvement Table)

Legend

Development Areas

New Crossing of Scugog River 
(Location to be determined)

Long Term Corridor Improvement (4/5 Lanes)

Improvements by others
9 18

8

10

Proposed Improvement Plan - Lindsay
Figure 9-4

Long-Term Intersection Improvements

6

5

Medium Term Corridor Improvement (4/5 Lanes)

Wi
llia

m 
St

ree
t

Mc
La

ug
hli

n R
oa

d

Vic
tor

ia 
Av

en
ue

 

Ha
mi

lto
n S

tre
et

Current Corridor Improvement (TBD Lanes)Mary Street

2



!(!(

!(

!(

!(
5

4

3

2 1

Long Term Intersection Improvements

2
Improvement ID Number (See Appendix G Improvement Table)

Legend

Development Areas

E
a

s
t 

S
tr

e
e

t 

Canal Street Boyd Street 

M
ill Street 

King Street B
o

lt
o

n
 S

tr
e

e
t 

Cedartree Lane 

Duke Street

M
ai

n 
S
tr
ee

t

CKL Road 8

W
e

s
t 

S
tr

e
e

t 

Proposed Improvement
 Plan - Bobcaygeon 

Figure 9 -5



!(

1

[

Long Term Intersection Improvements

2
Improvement ID Number (See Appendix G Improvement Table)

Legend

Development Areas

CKL R
oad 8

C
K

L
 R

o
a
d

 1
2
1

/ 8

Francis Street

Bond Street

Princess Street

C
K
L R

oad 8

Proposed Improvement Plan - Fenelon Falls

Figure 9 -6

New Crossing of the Fenelon River 
(Location to be determind) 



!( !(
!(!(

2 3
4

1

Long Term Intersection Improvements

2
Improvement ID Number (See Apendix G Improvement Table)

Legend

Development Areas

Highway 7

S
ib

le
y

 A
v

e
n

u
e

S
k
i 
H

il
l 
R

o
a
d

D
e
a

n
e
 S

t r
e
e

t

S
tu

rg
e

o
n

 R
o

a
d

Q
u

e
e

n
 S

t r
e

e
t

Terry Road

Proposed Improvement Plan - Omemee

Figure 9 -7



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

        Page 98 

 

9.4.3  Lindsay 

9.4.3.1 Angeline Street 

Angeline Street forms an integral connection in Lindsay between the highway network consisting of 
(Highway 35 and Highways 7/35), the commercial areas in the Kent Street corridor and the new 
development areas in the northwest and southwest. The screenline analysis of travel demand 
indicates that this corridor will require four basic travel lanes to accommodate future travel demands. 
This requirement will arise in the medium term. From a staging perspective, the first sections to 
reach effective capacity include the sections between Mary Street and Kent Street and from Kent 
Street to Colborne Street, primarily as a result of the traffic likely to be generated by future 
development adjacent to these sections. The widening of the southerly section and the northerly 
section will form the second and third sections anticipated to reach their effective capacities.  The 
actual limits of the sections to be widened and the timing will depend on a number of factors 
including the pace and type of development that is expected to occur along this corridor, and to a 
lesser extent, the continued growth in background traffic. These requirements are for basic (through) 
lanes. Additional turning lanes will also be necessary to safely accommodate turning traffic at 
intersections. It is likely that where commercial development is located adjacent to the roadway, a 
five-lane cross section may be required, including two through lanes and a centre two-way left turn 
lane. Where intersection and driveway spacing permits, the centre lane can be terminated and 
reintroduced when required by development. Typically this type of cross section would require a 
width of 36 metres, depending on the boulevard treatments and need for on or off-street bicycle 
lanes. A corridor study of the specific lane configuration requirements should be completed in 
conjunction with the detailed land use planning of the adjacent areas.  This corridor study should 
include the existing established development areas between the highway and north of Colborne 
Street.   

Key intersections along this corridor will also require additional turning lanes to accommodate future 
traffic volumes. These have been identified in Appendix G and generally include provision of 
separate right turn lanes and in the case of the Highway 7 & 35 intersection a dual southbound left 
turn lane.  

9.4.3.2 Lindsay Street 

The screenline analysis has identified the need for four basic lanes on Lindsay Street South, from 
Highway 7 to Mary Street, toward the end of the planning period. This need may be accelerated and 
may require the addition of a fifth centre turning lane should significant commercial development 
occur adjacent to the south section of the road. A long-term corridor right-of-way width of 36 
metres is recommended for this roadway to protect for the future addition of on-street bicycle lanes.  

9.4.3.3 Colborne Street 

The screenline analysis has confirmed the need for an additional traffic lane of capacity across the 
Scugog River.  In 2000, the former County of Victoria had completed a municipal class 
environmental assessment for a crossing of the Scugog River at Colborne Street. While the EA study 
has confirmed the need for an extra traffic lane, its location should be determined as part of an 
amendment to the original 2000 EA or as part of the new EA for a new crossing of the river.  The 
timing of this improvement will depend upon the final growth in traffic levels in the future. The 
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function of Colborne Street between Highway 36 and Angeline Street is recognized as an arterial 
road in the Lindsay OP (2000). This assessment recommends that this designation be extended to 
include the section west of Angeline Street to Highway 35 and subsequently to Highway 7 via a 
relocated connection.  

Preliminary traffic studies for the development of the northwest residential area have identified the 
need for four basic lanes on Colborne from east of Angeline Street to at least the mid-block collector 
roadway to this development. Given the potential for significant commercial development at the 
intersection of Highway 35 and Colborne Street, it is recommended that the four basic lane section 
be extended to Highway 35. As Colborne Street is discontinuous across the river and serves fronting 
residential development in areas east of Angeline Street, opportunities to obtain a four basic lane 
cross section in this section may be limited. Therefore, this plan ends the four basic lane section at 
Albert Street, with the section east of this point being designated as an arterial road with two basic 
lanes. Additional turning lanes may become necessary, including the possibility of a third turning lane 
should a crossing ever be implemented along this corridor. However, the minimum 26-metre right of 
way designation for the arterial roads is sufficient for this widening. The configuration of the 
intersection of Highway 35 and Colborne Street, including turning lane requirements, should be 
examined as part of the Class EA for the new river crossing. 

9.4.3.4 Highway 35 

The screenline analysis identified the need to widen Highway 35 to four basic lanes by the end of the 
planning horizon in response to traffic increases in both background traffic levels and traffic related 
to new development in the northwest residential and commercial areas.  Additional turning lanes to 
accommodate commercial traffic in the block proposed north of Colborne Street will also be 
required. Depending on the final intersection spacing along the highway frontage, a five lane cross 
section may be required for part of the section between Colborne Street and Thunder Bridge Road, 
most likely ending north of the proposed commercial area. The details of the roadway cross section 
and widening will depend on the detailed planning of these lands. The roadway is under the 
jurisdiction of the MTO and specific requirements for intersection spacing, and speed change 
(auxiliary) lanes that may be necessary, are subject to review and approval by the Ministry.     

9.4.3.5 Thunderbridge Road and Angeline Street  

Development in the southwest quadrant of the intersection of Thunderbridge Road and Angeline 
Street is expected to increase travel demands entering this intersection. The existing configuration is 
not standard and presents some challenges to traffic entering from the north and east.  It is 
recommended that the City transform this intersection to a more conventional configuration in 
conjunction with development in the vicinity of this intersection to improve operational efficiency 
and safety. 

9.4.4 Bobcaygeon 

Improvements in Bobcaygeon include intersection improvements on East Street at Mill Street, at 
Boyd Street and at Cedartree Lane. Additionally, intersection improvements are identified as required 
on Highway 8 at West Street and at the intersection of Duke Street and Main Street. Most of the 
improvements include the provision of traffic signals at these intersections. The timing of these 
installations will depend on traffic growth. Traffic signal control is generally installed only when 
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traffic volumes have reached certain levels or there is a collision experience to remedy.  The 
justification/warrant analysis is detailed in the Ontario Traffic Manual (OTM), Book 12 – Traffic 
Signals. In addition to the traffic signals, widenings may be required at these intersections to 
accommodate auxiliary (turning) lanes.  

9.4.5 Fenelon Falls 

Recommended improvements in Fenelon Falls include provision of a traffic signal at the intersection 
of CKL Road 121 and Bond Street due to the high volumes forecasted for CKL Road 121. The 
provision of a separate westbound right turn lane at the intersection of CKL Road 121 and CKL 
Road 8. The timing of these improvements will depend on the pace of development, growth in 
background traffic volumes and satisfaction of applicable technical warrants.  

9.4.6 Omemee 

Recommended improvements in Omemee are limited to intersection improvements on Highway 7. 
This section of roadway is designated as a connecting link and improvements are cost sharable with 
the MTO. The need for traffic signal control (within the planning horizon) is identified at the King 
Street intersections with Sibley Avenue, Deane Street and Queen Street. Additionally, widenings will 
be required to accommodate auxiliary (turning) lanes for the eastbound left turn at the Sturgeon 
Road intersection and for the westbound left turn at the Queen Street intersection.   

9.4.7 Transit Services 

The comprehensive Strategic Transit Review established the current and future transit needs of the 
major urban areas within the City of Kawartha Lakes.  Based on the future assessment of intra and 
inter municipal transit described in Sections 3 and 4, expanded transit service within Lindsay and 
connections to other urban areas and services is recommended subject to development of a business 
plan to support expanded service.  

9.5 Active Transportation 

The Trails Master Plan serves as an integrated plan that accounts for community needs taking into 
consideration future development, existing and future trails, the railway right-of-way, waterfront 
lands and the balance of the City.  The Trails Master Plan addresses the need for a comprehensive 
approach to trails planning and development throughout the City, and provides a framework for 
future decision-making related to pathways, cycling facilities and walkways.  The Trails Master Plan 
serves as the long-term planning tool that guides the development of new trails and open space 
linkages.  

The Trails Master Plan identifies issues and opportunities to realizing a vision where “Trails in the City 

of Kawartha Lakes will be safe and accessible, support attractive and livable communities, and be sustainable…”15.  
The City considered potential economic, social and health benefits of the trails system with a focus 
on realizing a number of key opportunities over the ten year term of the plan. A series of 
recommendations are described in the Trails Master Plan along with an Implementation Plan, 
complete with Trail Development Standards.  Subsequent to the implementation of the plan, a 

                                                 
15 Op cit, Executive Summary, page i. 
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number of recommendations will need to be implemented through policy development and by-laws 
including the regulation of the use of ATVs on public access roads.   

The Trails Master Plan addresses requirements for incorporating non-vehicle travel into the 
Municipal Master Plan. The analysis and recommendations set forth in the plan are recent and 
relevant and do not require duplication in the Municipal Master Plan.  In considering strategic and 
long-term planning decisions for non-vehicular travel, the City of Kawartha Lakes is advised to 
consult the Trails Master Plan.   

In addition to the recommendations provided in the Trails Master Plan, there are a number of 
principles and concepts enunciated in the “When Ontario Bikes, Ontario Benefits” Green Paper that are 
incorporated into the Transportation Master Plan. These principles include: 

� A “Complete Streets” approach to ensure the needs of all users are considered in the 
planning, design and operation of the transportation system 

� A “Share the Road” vision for driver education and awareness and incorporation of this 
vision into way-finding signage of cycling routes 

� An “Active and Safe Routes to School” approach for encouraging more walking and cycling 
to school by children 

� Considering “Safe Cycling Zones” similar to the Community Safety Zone concept for traffic 
calming 

The following outlines measures to integrate the recommendations from the Trails Master Plan with 
the Transportation Master Plan and that extend these recommendations in some areas. 

9.5.1  Trails  

The Trails Master Plan includes a number of recommendations for the planning, management of 
trails and development of future trails for walking, cycling and ATV use. These recommendations 
include: 

9.5.1.1 Trails Planning and Management:  

� Plan for trails development in growth areas. Ensure that development areas are provided 
with sidewalks for walking/cycling only. Develop bicycle lanes on selected collector/rural 
roads as road improvements are undertaken. 

The Growth Management Plan has indicated a number of future growth areas in the City, with a 
major part of this growth occurring in Lindsay. The opportunity exists to incorporate, during the 
planning of these developments, appropriate pedestrian and cycling amenities through the provision 
of: 

� Sidewalks on urban streets using the TAC criteria in conjunction with City design standards  

� Walking/hiking trails and multi-use recreational trails for pedestrian access to parks, 
commercial areas and transit services in buffer areas, woodlots, open valleys, setback zones 
adjacent to environmental areas and in proximity to residential areas where walking and 
seasonal cycling are anticipated 
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� Cycling and low impact facilities where possible via non-motorized, low impact trails in 
roadway boulevards , parks and greenways, floodplains, open valleys and buffer areas  

� Motorized multi-use trails in rail-to-trail corridors 

Design standards for these facilities are provided in Appendix A to the Trails Master Plan. 

In Lindsay, the main corridors connecting the growth areas to other attractions/destinations for 
pedestrians/cyclists such as commercial areas, downtown and other residential neighbourhoods 
should be planned to accommodate transit services and the needs of pedestrians and cyclists. This 
will include provision of sidewalks and/or off-street cycling paths/trails where property is available 
or on-street cycling lanes in more constricted areas. These corridors would include Colborne Street, 
Kent Street, Angeline Street and Lindsay Street.  

Detailed studies of these existing corridors will be necessary to identify opportunities and constraints 
to providing these facilities and confirming connectivity of services and appropriate ultimate widths 
of rights-of-way to protect for providing these services. 

These studies must be completed in conjunction with the completion of a related Cycling Network 
Plan and Goods Movement/Haul Route Plan, recommended as part of the Transportation Master 
Plan, with the recommendations integrated with those from these parallel studies.  The output will be 
an updated roads/cycling plan identifying the road classifications, cycling routes, trails systems, urban 
by-pass routes and staging areas.  

9.5.1.2 Victoria Rail Trail Corridor (VRTC): 

� Determine the feasibility of staging areas around Lindsay and of a trail by-pass route, 
including options along Thunder Bridge Road. 

The review of the feasibility of the trail by-pass route depends on identifying those areas where 
motorized vehicles can or cannot use the shoulders of municipal roads. In cases where the vehicles 
cannot use the shoulders of roadways, suitable provision in off-road trails must be made. The 
analysis completed indicated that this situation occurs in all highway corridors, as well as in one 
section of the Thunder Bridge Road corridor, due to higher traffic volumes.   

9.5.1.3 Future Trail corridors 

� Develop a greenway trail connection in Lindsay between the VRTC North and South 
Corridors for non-motorized use only (from Thunder Bridge Road to Logie Street).  

9.5.2 Road-Based Cycling  

The Trails Master Plan also includes a number of recommendations for road-based cycling routes. 
These recommendations include: 

� Working with local cycling groups to develop a cycling network map to identify and promote 
cycling routes including identification of cycling type, skill level, distance, trailheads, points of 
interest and amenities.  

� Establishing rural routes through placement of signage at key start locations (i.e. Lindsay and 
outlying communities). 
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� Establishing two or three loops of varying length that can be showcased. These loops will 
include in-pavement cycling facilities and will require the incorporation of improvements and 
safety measures as road works are undertaken. 

The underlying goal of the provision of on-road cycling facilities is to improve the safety of cyclists 
using these facilities. This can be achieved firstly by ensuring that there is a connectivity of cycling 
routes provided so that users are not faced with abrupt changes in provisions of dedicated lanes 
and/or facilities or where these facilities are changed into general purpose travel lanes. The first step 
is the development of a comprehensive cycling route map for the rural and urban areas through 
consultations with the cycling community. Ideally these routes would be oriented to the lower 
volume, more scenic routes where possible; however, this is not always the best or available routing.  

Secondly, main constraint areas (bottlenecks), such as bridges and areas with on-street parking 
should also be identified and reviewed to ensure adequate provision of on-street lanes can be made. 
If these provisions cannot be made, these sections should not be used as part of the cycling network.   

Appropriate signage of the recommended on-street network is necessary to ensure drivers and 
cyclists are both aware of the joint use of the roadway. This can be done by incorporating signage 
provided in the Ontario Traffic Manual for on-street bicycle lanes, and by provision of the “Share 
the Road” wayfinding signs (see Figure 9-8) to enhance driver awareness of the shared-use nature of 
the roadway. 

Thirdly, cycling route maps illustrating the on and off-street networks must be updated to reflect 
these additions as they occur both initially and in the future. 

The City will need to undertake additional advertising of the changes to cycling periodically through 
print ads and on its web site. The underlying theme of “Share the Road” can form a consistent 
theme of a promotional program by the City. 

9.5.3 Community Initiatives  

 There are several initiatives that can be undertaken by the City, schools and cycling community to 
raise awareness of walking and cycling opportunities. These include: 

� Holding cycling events, such as large public rides that mobilize a number of community 
resources and involve a variety of stakeholders 

� Consideration of holding “car-free Sundays” or establishing “car free zones” 

� Implementation of  an “Active and Safe Routes to School” (ASRTS) program for schools in 
the City that is modeled on the Green Communities Canada ASRTS program (see Figure 9-
9)16  

� Work with local advocacy groups such as the Green Trails Alliance to promote cycling and 
walking. 

                                                 
16 For a description of this program see: http://www.saferoutestoschool.ca/downloads/ASRTS-Globe-2009-E.pdf 
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Figure 9-8: Share the Road Wayfinding Signage 
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Figure 9-9:  Walking to School Through the Year 
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9.6 Policy Initiatives  

There are a number of policies targeting active transportation and cycling in particular that should be 
pursued by the City. The Ontario government established a Transportation Demand Management 
(TDM) grant program in 2008 that provides municipalities with financial assistance for the 
development and implementation of TDM-related initiatives (see also discussion below). Some 
recently funded projects have included: 

� Implementation of bike locking posts 

� Pathways signage program 

� Walk-to-school pilot project (similar to the ASRTS walking school bus concept) 

� Share the Road promotion and signage 

� Preparation of a cycling Master Plan 

� Travelwise Community Plans to reduce auto trips 

� Transit outreach programs to students and persons with disabilities 

� Smart Commute programs 

� Bikeway and Trail Signage Programs 

� Cycle Now Education and Promotion targeting students, adults and seniors 

It is recommended that the City apply for funding under this program for some of the active 
transportation initiatives and TDM initiatives discussed in this plan 

The City may also consider bonusing provisions under the Planning Act be used where new 
development provides facilities that encourage use of active modes of travel, such as bike storage, 
showers and change rooms. These provisions may also include reductions in the amount of parking 
provided, particularly in areas that are well served by transit. 

9.7 Transportation Demand Management 

Transportation Demand Management (TDM) consists of strategies and measures designed to reduce 
the demand for vehicular travel by affecting a change in travel behaviour, including changing travel 
time and travel mode. The purpose of TDM is to make efficient use of the available transportation 
system and services and to reduce as much as possible the travel impacts to the natural and social 
environments. TDM policies and measures apply to the demand side of the transportation 
demand/supply relationship through three basic strategies: fee-based, behaviour-based and land use-
based strategies.  

Fee-based strategies affect the cost of travel through user fees for travel and for parking. Behaviour-
based strategies affect the way people decide to travel and their use of specific travel modes. Land 
use-based strategies affect the relationship between land use and transportation, the availability and 
proximity of specific land uses to one another, that would affect the live – work relationship.   

9.7.1 Fee-Based Strategies 

Implementing a road user fee, or toll for using the municipal roads would not be an effective 
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approach to reducing automobile travel during certain periods of the day in Kawartha Lakes. The 
rural areas have a grid road system that makes application of tolling difficult. Tolling is usually only 
applicable to controlled access facilities, such as 400-series highways. The Ministry does not have 
plans to implement these types of plans on the provincial highways serving Kawartha Lakes. This 
policy may be applicable to the future extension of Highway 407 to the Peterborough area; however, 
this extension would be a longer term improvement.      

Implementing increases in the pricing or restricting the availability of long-term parking in the 
settlement areas may be effective particularly in changing the long-term parking behaviour. However, 
changing parking in the core areas can affect economic development and this strategy has been 
recommended for further study as part of an overall parking strategy study for the City.  

9.7.2 Behaviour-Based Strategies 

Improvements to transit service and to ride sharing programs offer the City the greatest potential for 
TDM effectiveness. Other measures, including telecommuting, have not been shown to be able to 
reduce overall trips significantly. 

Potential improvements to transit services between the settlement areas could include a “dial-a-ride” 
program or an express shuttle service. A possible commuter rail link, in addition to the existing GO 
Bus service to Peterborough, could integrate the City’s transportation system with external services, 
achieving greater interregional mobility. Improvements to the local transit services in Lindsay, 
particularly those to the new development areas in the northwest and southwest areas offer potential 
to reduce automobile travel through key corridors and intersections (such as along the Kent Street 
and Angeline corridors).  

Ride sharing programs are designed to increase the number of persons per vehicle, or vehicle 
occupancy. These programs are most effective when they are supported and implemented by large 
employers, including government agencies, and large private organizations, and can include 
incentives to ride share such as preferential parking and guaranteed ride home programs. Ride 
sharing for interregional travel can also be promoted by utilizing the Carpool Parking Facilities and 
related policies of the MTO. Specific locations for such facilities can be identified and recommended 
to the Ministry for inclusion in this program. The existing sites can be advertised in the ride sharing 
packages developed with large employers and the City.    

Other TDM strategies, such as changes to peak hour shifts are not appropriate as many employers 
currently offer flex hours for their employees and these strategies tend to be at conflict with effective 
ride-sharing programs.  

9.7.3 Land Use-Based Strategies 

The most prominent and useful TDM approach is using increased density policies as a way of 
supporting development of transit services and encouraging greater use of active transportation 
modes. The Places to Grow legislation requires a denser form of development. The issue for the City is 
the ability to implement this densification in conjunction with transit supportive forms of this 
development to make transit service more effective and encourage its greater use by inhabitants of 
these developments and existing development areas. Policies that encourage mixed-use can also be 
an effective TDM measure, as mixed use developments tend to reduce overall trips by internalizing 
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some of these trips (live-work, home-shopping, etc.), as well as encouraging the use of alternative 
forms of transportation.    

9.8 Goods Movement and Haul Routes 

The former Provincial Road system that was downloaded to the local municipality encouraged the 
movement of goods including aggregates through urbanized areas giving the municipality little ability 
to control the negative impacts.   

Development of a strategic truck route network is required to identify a network that can 
accommodate these movements, can meet the needs of customers and suppliers and contribute to 
the economic well being of the City. Identification of this network will also assist the City in 
identifying improvements and design standards necessary to upgrade specific links in this network.  

At the present time there is a need to improve data collection as it relates to goods movement and 
haulage in the City. The counting program undertaken as part of this study is a good starting point. 
However, additional data as to the origins and destinations of goods movements in the City are 
necessary to confirm these patterns and to determine the effectiveness of restricting these 
movements to specific areas or corridors.  

Compatibility between the presence of a truck route and the adjacent land uses, particularly in 
residential developments, often arise. A strategic truck route network will assist the City in reducing 
these compatibility issues from arising over time as the areas develop.  

A starting point in the development of the haul route network is the mapping of all existing and 
future goods movement corridors and facilities including pits and quarries, commercial centres and 
commercial corridors where goods movement and service vehicle access are paramount. A survey of 
private operators and businesses involved to determine their goods movement practices should be 
undertaken.  

Designation of a haul route system will ensure efficient and safe goods transportation and handling. 
This would include the deliveries to businesses in the core settlement areas. Once the network is 
identified, the planning of compatible adjacent land uses can be completed. Zoning By-law 
provisions and Official Plan policies for buffer zones adjacent to truck routes may be required. 
Identification of appropriate fines for infractions on hauling goods on roads not designated for 
haulage may also need to be identified along with specific restrictions on the use of the haul routes 
themselves.  

Truck route designations on the roads plan are more important now that the former County roads 
have been incorporated into the municipal road system. Previously, all County roads could be used 
as truck routes, with some of these roads subject to either temporary or permanent load limits as 
specified by By-Law. Under the recommended functional classification system, trucks are to be 
limited to the highway and arterial (including former County) roads. Additional restrictions may be 
necessary, based on an assessment of the structural adequacy of these roads to accommodate truck 
movements. These may include vehicle restrictions, seasonal restrictions, time restrictions or local 
truck restrictions. It is recommended that the City update it’s load limit By-Law to reflect current 
road carrying capacity determined through road needs and/or geotechnical testing studies. The 
design of specific corridors and intersections should consider the needs of trucks. This would include 
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sightlines, speed change lanes, passing/climbing lanes and corner turning radii.  

Policies and requirements for commercial loading and unloading zones in the settlement areas will 
need to be clarified, with exceptions permitted in certain cases of existing development. Ideally, all 
commercial loading should take place in off-street locations to minimize disruptions to traffic and to 
maintain the safety of other road users. In the case of existing development, conditions where on-
street loading is necessary need to be identified.   

Transportation facilities designated as truck routes generally accommodate these movements on a 24 
hour, 7 day per week basis. However, operators tend to restrict their movements to the normal 
working hours of the day. There may be instances where it is desirable to extend the delivery times in 
particular areas to avoid combining truck movements with other road traffic. In these cases, specific 
incentives may be required by the City to encourage this behaviour and to defray additional private 
sector costs associated with deliveries at these off-peak times.    

In identifying an appropriate truck route network the following factors should be considered: 

� Impact to adjacent land uses 

� Transportation network continuity 

� Adequate structural strength of the roadway 

� Adequate vertical clearance 

� Travel lanes of at least 3.5 metres in width 

� Ideally, road grades of less than 4 percent 

� Adequate road capacity so that travel times are reasonable 

The current policies in the Official Plan should be strengthened to permit truck movement on 
highways and arterial roads. A Trucking Advisory Group should be established to review polices as 
they relate to goods movement and to develop a strategic truck route network for the City, using the 
criteria noted above. The City should consider implementing a truck route designation in the 
settlement areas, in conjunction with the overall City-wide network to control truck movement in 
and through these communities.     

9.8.1 Transportation System Management (TSM) 

One of the key objectives of the transportation plan is to make best use of the existing transportation 
system. This includes monitoring the operations periodically and making adjustments to traffic 
control installation and operation as appropriate to accommodate the traffic conditions as they 
change over time. It also includes having a series of policies in place that can regulate and maintain 
the integrity and operation of the transportation system. This includes implementing policies for 
access management and requirements for traffic impact studies.   

9.8.2 Traffic Control Monitoring 

9.8.2.1 Traffic Data 

The Transportation Master Plan is not a static document.  It must be reviewed on regular basis to 
ensure it meets the travel demands of the City.  As described in Section 2 of this assessment, a 
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comprehensive traffic data collection program, including the collection of a number of sectional and 
intersection traffic counts was undertaken to augment the available traffic data and establish baseline 
traffic conditions.  It is recommended that the City periodically collect traffic data to refresh the 
traffic database, monitor conditions and determine if elements of the TMP need to be updated.  
Traffic data is useful for varying types of analyses, but its utility falls with the passage of time as 
changes may occur in travel patterns. Municipalities typically update their traffic database on a three-
year cycle. This involves designing a program where all signalized intersections are counted annually, 
while other intersections and road sections are counted once every three years. The traffic data is to 
monitor the state of the transportation network, the quality of traffic service and the need for 
improvements, through a number of traffic engineering and planning studies. It is recommended that 
the City design and implement and maintain this type of system going forward.  

Part of the traffic monitoring and counting program involves developing an inventory of traffic 
control devices, including traffic signs, pavement markings and traffic signal and related equipment 
(signal hardware, loop detectors, wiring, controllers and pre-emption and surveillance equipment). 
Included in this inventory is an assembly of the traffic signal timing plans currently in service. The 
inventory requires regular updating to ensure the information is reflective of current conditions. 
Another area is the regulatory signage, including speed signage, parking restrictions, that is currently 
in place.  

9.8.2.2 Traffic Control Warrants 

The need to change traffic control at intersections or along roadways through either use of All-Way 
STOP control, installing traffic control signals or controlled pedestrian crossings will arise from time 
to time in response to changes in the traffic volumes or traffic patterns. Periodic collection of traffic 
information allows the City to routinely monitoring the need for changes in traffic control.  These 
evaluations should make use of the well-established and well-accepted guidelines or warrants. 
Guidelines or warrants have been established for the use of all-way stop signs, the installation of 
flashing beacons, traffic signals, or other controlled crossings (e.g. pedestrian signals). The Ontario 
Traffic Manual contains applicable warrants for each of these circumstances and should be employed 
to assess the need to make these changes. A rigorous and quantitative approach to assessing these 
needs affords the City an objective assessment, and one that is consistent with established norms in 
traffic and safety engineering with the objective of contributing to a high degree of motorist 
compliance. It is recommended that the City undertake justification/warrant analyses using the OTM 
procedures on a regular basis, or as required, to address specific concerns raised by the public or 
identified through regular monitoring of the transportation system.  

9.8.2.3 Regulatory Signage 

Regulatory signs for speed limits, traffic control and parking also require regular review as conditions 
change or where specific problems become apparent. A necessary step after an inventorying of the 
existing signage is the assessment of compliance with applicable standards using the OTM 
installation guidelines and application of applicable warrants for changes, as may be necessary for 
changes to traffic control signage (STOP and YIELD controls). Review of parking behaviour, 
including adherence to time limits, parking turnover and enforcement are also suggested as necessary 
on a regular basis and as specific concerns arise. Speed studies and compliance with traffic control 
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studies may also be appropriate in some instances. It is recommended that an overall review of traffic 
regulation and signage be undertaken to confirm compliance with accepted practices and procedures. 
A review of the goods movement and haul routes in the City as well as a parking utilization and 
strategy study, as described in previous sections, could be undertaken in conjunction with this type of 
overall traffic regulation review.   

9.8.2.4 Access Management 

The need for effective corridor management strategies is paramount with growing congestion and 
traffic demand. These strategies include access management, which has been described in the (TRB) 
Access Management Manual as: “…the systematic control of the location, spacing, design and 
operation of driveways, median openings, interchanges, street connections as well as median and 
auxiliary lane treatments and the spacing of traffic signals”17. Failure to manage access is associated 
with a number of adverse social, economic and environmental impacts, including: 

� Increased numbers of vehicle collisions 

� More collisions involving pedestrians and cyclists 

� Accelerated reduction in roadway efficiency 

� Unsightly commercial strip development 

� Degradation of scenic landscapes 

� More cut-through traffic in residential areas, as arterials are overburdened 

� Homes and businesses adversely affected by the widening of roads 

� Increased commuting time, fuel consumption and vehicle emissions, as driveways and traffic 
signals intensify congestion and delay along major roads.    

This assessment has identified the need for improvements and widening to key corridors in Lindsay, 
including Angeline Street, Colborne Street and Lindsay Street. This will require a corridor review in 
each case that considers not only the cross sectional requirements (four or five basic traffic lanes and 
auxiliary lanes), but also considers intersection spacing, boulevard treatments, pedestrian and cyclist 
facilities (on and off-street) and right-of-way width. Access to these arterial roads between main 
intersections can have significant effects on operation and safety in the corridor and should be 
examined in this type of review. Given the vision for these corridors, noted previously in this 
assessment, the details of the implementation of these treatments should be undertaken in 
subsequent Municipal Class EAs for the widening work.  

Many examples of access management guidelines are available, but those produced by the TRB or 
other agencies can be used by the City as a starting point to develop its own access management 
practices and policies. 

9.8.2.5 Traffic Impact Studies 

Traffic Impact Studies (TIS) are undertaken, by the developer as a requirement of Draft Plan 

                                                 
17 Transportation Research Board. Access Management Manual, Washington, DC, 2003. 
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approval, for new development projects to determine the need for any improvements to the 
surrounding road system to accommodate the added or changed traffic conditions and patterns that 
are a result of the development. These studies are also undertaken to determine the on-site 
transportation facilities necessary to accommodate site access, on-site circulation and parking.  

Requirements for these studies vary from location to location, however many agencies have 
published guidelines for the preparation of these studies. For example, the Institute of 
Transportation Engineers (ITE) has published guidelines18 as have many jurisdictions in Ontario.  In 
this regard, it is recommended that the City develop guidelines for the preparation of traffic impact 
studies.    

The objective of the TIS study is to demonstrate that the transportation impacts of a proposed 
development or redevelopment will be manageable and that the transportation aspects of the 
proposed development are consistent with the objectives of the City.  The TIS will also provide a 
basis for the identification and evaluation of the transportation related improvements or measures 
required to address the impacts arising from the proposed development.  The scope of a traffic 
impact study is determined by the following factors19: 

When is a study needed? 

Traffic impact studies are typically required when one of the following triggers is met: 

� When the development generates a specific number of peak-hour trips 

� When the development generates a specific number of daily trips 

� When the development size exceeds a specified limit 

� At the government agencies discretion 

� When the development is to occur in a sensitive area 

� When financial arrangements are required 

ITE has recommended that in the absence of locally establish thresholds, a traffic impact study 
should be conducted wherever proposed development will generate one hundred or more added 
(new) peak direction trips to or from the site during the adjacent roadway’s peak hours or during the 
developments peak hours. 

What are the study limits? 

These studies include: 

� All site access driveways 

� Adjacent roadways and major intersections 

� The first signalized intersection in each direction from the site based on local policy 

                                                 
18  Institute of Transportation Engineers, “Traffic Access and Impact Studies for Site Development – A Recommended Practice”, 

Washington, DC, 1991. 

19  Source: ITE, “Professional Traffic Operations Engineers Certification Program Refresher Course”, Washington, DC. 2002. 
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� Additional areas as specified in local policy 

What Background data is needed? 

Typical data inputs for a TIS include: 

� Traffic volumes 

� Land uses and demographics 

� Existing and planned transportation system 

� Other transportation data, such as origin – destination, collision and other data  

What should be the study horizon? 

Depending on the size and intensity of the development, the following are typical study horizons: 

� Anticipated opening day of major phases of the development 

� Anticipated date of full build out 

� Five years after full build out of the site 

What are the steps in the process? 

A typical site impact analysis requires the following steps: 

� Site traffic generation 

� Site traffic distribution and assignment 

� Non-site (background) traffic forecast 

� Analysis of level of service at signalized and non-signalized intersections 

� Site access improvements, internal site circulation and parking analysis 

9.8.2.6 Road Safety Audits 

In conjunction with a successful transportation system management plan is the on-going review of 
safety of the transportation network, or safety management plan. Road Safety Audits (RSAs) 
represent an additional tool within the suite of tools available that make up a multidisciplinary safety 
management system aimed at improving roadway safety.  

A Road Safety Audit is a formal safety performance examination of an existing or future road or 
intersection by an independent audit team. Road safety audits can be used in any phase of project 
development from planning and preliminary engineering, design and construction.  RSAs can also be 
used on any sized project from minor intersection and roadway retrofits to mega-projects. The road 
safety audit generally involves a multi-disciplinary team so that they can consider the needs of all 
road users and qualitatively estimate and report on road safety issues and opportunities for safety 
improvement20.   

                                                 
20  Federal Highway Administration, “FHWA Road Safety Audit Guidelines”: Publication No. FHWA-SA-06-06, FHWA, 

Washington, DC, 2005, p. v. 
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The City may have established a traditional safety review processes through its high hazard 
identification and correction programs. However, a road safety audit and a traditional safety review 
are different processes. It is important to understand the difference between the road safety reviews 
that are commonly performed and newer road safety audits.  As RSAs may be a new process for the 
City, a “top down” strategic approach is recommended for the introduction of RSA’s. This process 
typically includes undertaking pilot RSA projects to demonstrate the value of these studies and to 
perfect the techniques for completing them. A formal RSA policy can then be developed that 
embodies what has been learned from the pilot projects. Subsequent RSA projects should then be 
monitored, refined and promoted as a process to improve safety. 

The City is already undertaking safety-related tasks that, taken together, constitute an informal audit 
process. These tasks may include independent safety and design reviews conducted from the road 
user perspective that examine new alignments and/or existing road segments and intersections slated 
for rehabilitation or expansion. The City may be able to formulate a formal RSA policy on the basis 
of this experience without the need to conduct RSA pilot projects.  

The following summarizes various types of projects and the degree to which each may have potential 
for safety improvement. 

Capital Improvement Projects 

These projects generally provide significant safety benefits, particularly when conducted early in the 
design process. There is generally more scope to conduct the audit and greater opportunity to 
implement RSA suggestions. 

Rehabilitation Projects 

Undertaking RSA’s on these projects may result in significant benefits. Incorporating safety 
improvements is often achievable with only minor changes to the overall design.  

Surface Improvement (Operational) Projects 

These projects have probably the greatest potential to benefit from RSAs. Often low cost, high value 
safety enhancements that are capable of being implemented in conjunction with other operational 
improvements result from these projects. 

Bridge Reconstruction/Rehabilitation Projects 

Generally, broadly scoped projects offer the greatest potential to incorporate major improvements 
suggested by RSAs. Narrower scoped projects (such as bridge deck rehabilitation) may also benefit 
from suggestions such as illumination, signs, pavement markings/delineation and accommodating 
the needs of pedestrians and cyclists. 

Safety Projects 

Incorporating RSAs on these projects offers potential to provide a proactive approach to safety. 
RSA’s identify potential hazards by looking at in-service roads from different perspectives and offer 
suggestions for improvement that do not rely on collision history validation.  
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Developer-led Projects 

These projects potentially offer enormous opportunities and benefits; however, they require 
management of developer resistance to iterative reviews and redesign requirements.  

As described in the FHWA guidelines report, one approach to determining what types of projects 
may benefit from RSAs is through the application of nominal and substantive safety concepts.  Nominal 
safety refers to compliance with standards and substantive safety refers to collision performance. The 
following examples taken from the FHWA report illustrate the application of these concepts to 
existing roads. 

� An intersection or road segment that does not meet current design standards (nominal safety 
issues) and also has a poor record of safety performance (substantive safety issues) should 
also be considered as a high priority candidate for RSA as the potential for safety 
improvement, and the likelihood of its achievement, is also high. 

� An intersection or road segment that meets all current design standards (no nominal safety 
issues) but has a poor record of safety performance (substantive safety issues) should also be 
considered as a priority candidate for RSA as the potential for safety improvement, and the 
likelihood of its achievement, is significant. 

� An intersection or road segment that does not meet current design standards (nominal safety 
issues) but has a satisfactory record of safety performance (no substantive safety issues), 
should be considered as a lower priority candidate for an RSA relative to those above, which 
exhibit substantive safety issues, as the potential safety improvement, and the likelihood of its 
achievement, is low to moderate. 

To implement a selection process for projects, a screening of all road segments and intersections can 
be undertaken to identify the degree to which each satisfies current design practices (nominal safety) 
and record of safety performance (substantive safety). The safety performance can be based initially 
on a screening by collision frequency and by collision rate. Over time, as more safety and traffic 
information is collected by the City, including determination of Annual Average Daily Traffic 
(AADT) volumes, a more sophisticated approach to screening that examines the over or under 
representation of various types of collisions in comparison to overall network experience can be used 
to target RSA candidate projects. 

While most agencies recognize that the benefits of RSAs are substantial, these benefits are largely 
immeasurable. However, major quantifiable benefits can be identified in the following areas: 

� Throwaway costs and construction costs to correct safety deficiencies identified once roads 
are in service are either avoided or substantially reduced.  

� Lifecycle costs are reduced since safer designs often carry lower maintenance costs (e.g. 
flattened slope versus guiderail) 

� Societal costs of collisions are reduced by safer roads and fewer, less severe, collisions 

� Liability claims, a component of both agency and societal costs, are reduced 

Generally, the cost for carrying out an RSA is in the range of $2,000 - $5,000. Pilot programs at other 
agencies have identified that RSA teams often identify safety concerns that would not have otherwise 
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been discovered as part of a standard safety review and as a result the value of projects where the 
RSA process was applied was significantly enhanced.  

9.9 Transportation Master Plan Findings and Recommendations 

9.9.1 Findings 

The following summarize the findings that are made based on the results of the long-term 
transportation assessment undertaken for the development of the Transportation Master Plan. 

9.9.1.1  Existing Travel Demand and Characteristics 

The transportation assessment has determined that traffic volumes on the City’s transportation 
system are growing at between 1 to 2 percent per annum on a compound basis. Traffic volumes on 
the City’s transportation system are subject to seasonal variation.  Summer traffic volumes are 
typically 25 percent higher than at other times of the year.  The increase in the summer months is the 
result of an increase in seasonal population of some 30 to 40 percent of the City’s permanent 
population and an increase in tourist and recreational traffic.  

Commercial traffic represents approximately less than 10 percent of the total traffic, but can be more 
than this in specific corridors providing haul routes for goods movement. 

Based on the 2006 census data, travel in the City is primarily by private automobile (92 percent of 
trips). Approximately one percent of trips are by transit, 6 percent are by either walking or cycling 
and 1 percent by other modes such as horse drawn carriage.  

Approximately 66 percent of total work trips by persons living in the City are to areas internal to the 
City. Remaining trips are to areas external to the City, with approximately 7 percent of these trips to 
the east (Peterborough), 14 percent of trips to Toronto and South Durham, and 10 percent to North 
Durham, and York Region. 

9.9.1.2 Future Travel Demands 

Travel to/from future residential development to employment areas both internal and external to the 
City, as well as a continued increase in area tourism is projected to add significant traffic volumes to 
roads and highways in the City.  

MTO is planning major improvements to the highways including a widening to four lanes of 
Highway 7 & 35 from Highway 36 to Highway 35 (North Junction), widening to five lanes for a 
section of Highway 35 south of Highway 7/36, and realignment of the Highway 7 and 35 
intersection, including a section of Kent Street at the western gateway to Lindsay.  

In addition, GO Transit has expanded GO Bus service to Peterborough, and Metrolinx has 
completed a study to examine the potential for rail service to Peterborough as well. The current GO 
service to Peterborough passes through the very southern part of the City of Kawartha Lakes, 
however the stop is at the junction of Highway 35 and 115, just south of the City of Kawartha Lakes 
in the Municipality of Clarington. 

This assessment has shown that a number of the existing corridors and intersections in the City will 
not be able to accommodate predicted increases in traffic volumes without additional roadway 
capacity being provided.  
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9.9.2 Strategic Alternatives 

Three alternative planning solutions to addressing these capacity deficiencies were identified and 
evaluated in this assessment. These alternatives included: “Do Nothing”; providing structural 
improvements (road additions and widening); and a balanced strategy of structural and non-structural 
improvements (improvements to transit and active modes). The structural improvement alternative 
was found to be the minimum necessary to accommodate the projected growth. However the 
Balanced Strategy is the preferred strategy, given the support and encouragement for the use of 
alternative modes and alignment with City and Provincial objectives.  

9.9.2.1 Structural Improvements 

A number of improvements to the roadways in Lindsay and in other settlement areas were identified 
as necessary to accommodate future traffic growth. These include in the medium term provision of 
an additional traffic lane across the Scugog River; widening of Angeline Street and Colborne Street, 
these would require land acquisition; and in the long term, widening of Lindsay Street and providing 
an additional crossing in Fenelon Falls. A number of intersection improvements will also be 
necessary in conjunction with these road widenings. Plan for the addition of sidewalks and on and 
off-street cyclist facilities to roads being widened or otherwise improved.  

9.9.2.2 Non-Structural Improvements 

Provide improved transit service based on business case analysis to the developing areas in Lindsay 
as well as between Lindsay and other settlement areas of Bobcaygeon, Fenelon Falls and Omemee.  

9.9.2.3 Policy Initiatives 

The City should  encourage major employers to prepare and submit Travel Demand Management 
(TDM) Plans with the goal of reducing the number of trips made by the private automobile. 
Incentives that might include reduced parking requirements or reduced prices for transit passes could 
be considered by the City to encourage preparation of these plans.  

New development meeting certain minimum size criteria should be required to prepare and obtain 
approval for a traffic impact study for the proposed development. This study should show how the 
net negative effect of site traffic to the surrounding road system can be reduced to an acceptable 
level.  
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9.10 Recommendations 

Based on the results of the transportation assessment, a number of recommendations are made with 
respect to roadway classification, transportation strategy, transit, and implementation and 
monitoring. 

9.10.1 Roadway Functional Classification 

1. That the City of Kawartha Lakes adopt the recommended roadway functional classification 
shown in Figure 9-2 to Figure 9-3 inclusive, that is based on the classification for rural and 
urban roadways published by the Transportation Association of Canada.  

2. That the City undertakes a review of the draft 2007 designation of Haul Routes in conjunction 
with input from the affected industries, identify an appropriate Schedule of permissible Haul 
Routes for inclusion into the City’s Secondary Plans.   

9.10.2 Transportation Strategy 

1. That the City adopt a balanced strategy of providing both structural improvement and non-
structural improvements to addressing future capacity deficiencies. This will include providing 
road widenings to corridors identified in Appendix G. This will include the planning for 
additional traffic capacity across the City. 

� Providing improved transit services to new development areas in Lindsay, and between 
Lindsay and other settlement areas (see discussion below) 

� Planning sidewalk and cyclist facilities to new roads and widened roads to encourage use 
of active transportation modes. 

� Provide improved signage of cycling routes. 

� Update promotional materials describing the walking and cycling facilities available in the 
City. 

� Consider implementation of ‘Share-the-Road’ signing of cycling routes and ‘Active and 
Safe Route to School’ walking programs at local schools. 

� Encouraging preparation of TDM plans, including programs for cyclists, by considering 
bonuses under the Planning Act or other incentives including reduced parking 
requirements. 

� Undertaking a comprehensive TSM program as outlined in this assessment. 

2. That the City implement the recommendations of the Trails Master Plan in conjunction with 
the recommendations of this plan. Specifically, that a cycling network study be initiated to 
identify and review the cycling, pedestrian and trails connectivity and improvement priorities. 

3. That the City undertake a Parking Strategy Study to assess the operation of existing downtown 
parking in Lindsay and other settlement areas, the costs of providing this parking (operations 
and maintenance), the parking requirements for new development and redevelopment sites in 
the downtown areas, the method of parking enforcement and the potential to provide 
additional parking to meet future demands. This study should be undertaken with input from 
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the business community and include more detailed parking utilization surveys of the existing 
parking operation.  A parking strategy component has been included in the Community Based 
Secondary Plan Capital project to be initiated in 2011. This project will focus on the City’s 
urban areas of Bobcaygeon, Fenelon Falls, Lindsay, Omemee, and Woodville.  In addition, a 
Municipal Parking Lot review is being conducted by the City, in conjunction with the Lindsay 
BIA, that will also inform the parking strategy component of the Lindsay Community 
Secondary Plan. 

9.10.3 Transit Recommendations 

9.10.3.1 Frequency of Service 

The existing frequency of service is sixty minutes on two (2) routes and thirty (30) minutes on one 
(1) route.  It is recommended that staff should consider reducing the frequency from 60 minutes to 
30 minutes in the medium term on all routes. 

9.10.3.2 Maintenance Staff 

The City will need to increase the number of maintenance staff to support additional buses.  It is 
recommended that an additional bus mechanic be retained to ensure reliability of the transit fleet in 
the short term and an additional mechanic in the medium term.   

9.10.3.3 Centralized Transfer Station 

The Comprehensive Strategic Transit Service Review recommended the purchase of land to provide 
a centrally located transfer hub in the downtown.  Although Council has identified that within the 5 
year time horizon a centralized transfer location should be established in the downtown core it 
appears that this recommendation is not being implemented at the present time.  Such a transfer hub 
will improve the level of service to the riders of the transit system and will provide an opportunity to 
centralize transit staff, especially the Transit Supervisor, in a location that best serves the needs of 
transit ridership.  At the present time the Transit Supervisor is located in an office at the Works Yard 
located in the northeast portion of Lindsay thus significantly reducing the ability of the Supervisor to 
interact with the ridership.  It is recommended that the City proceed with a study that examines 
potential locations for a centralized transfer hub in the core of Lindsay and that such a centralized 
location include facilities to house the Transit Supervisor. 

9.10.3.4 Position of Transit Supervisor 

The position of Transit Supervisor is presently a part time position.  Since transit operates twelve 
hours per day and six days per week the Transit Supervisor is present and working for only a small 
number of the service hours.  As indicated above, the Transit Supervisor is located in an office 
removed from the primary transit transfer hub in the downtown core.  In order to improve level of 
service and impact ridership it is imperative that the Transit Supervisor be present as many hours as 
possible while the transit system is operational in order to improve level of service, deal with 
customer complaints and concerns and provide management oversight.  Therefore it is 
recommended that the position of Transit Supervisor be made a full time position at the earliest 
opportunity and the position should be included for consideration by Council as part of the next 
budget submission. 
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9.10.3.5 Intermunicipal Transit Recommendations 

� The City should formally initiate discussions with the Provincial and Federal Governments that 
a commuter rail link to Peterborough would benefit the City, and would have a positive impact 
on the overall development of transit in the geographic region in the long-term. 

� The City should take the necessary steps to support the introduction of GO Bus service into 
the City. This may include the expansion of intramunicipal transit in the City, including 
obtaining permission to expand the system south of the City to the junction of Hwy 115 and 
35, to support a connection with the current Peterborough GO Bus line. 

o Permission from the Province would be required because expansion of the system to 
the junction of Hwy 35 and 115 would be south of the City limits. 

9.11 Implementation and Monitoring 

1. That the City provide for the staged implementation of the structural and non-structural 
improvements described in Table 9-2 and presented in Figure 9-4 to Figure 9-7 for the 
short, medium and long-term time frames and update these priorities on a five-year cycle.  

2. That the City undertake a continuous monitoring of the traffic operations and safety of the 
transportation system, including the operation of the traffic control system. This would 
include an annual review of warrants for traffic control changes, identification of hazardous 
locations based on a collision and safety review. Undertake a systematic review of the traffic 
signal control timing plans and updating in accordance with the prevailing traffic conditions. 

3. That the City develop and maintain an access management policy that has the objective of 
maintaining the integrity of the road system through controls of the number, location and 
design of access to existing and proposed development.  

9.12 Official Plan and Community Based Secondary Plans Integration 

The City should give consideration to incorporating the recommendations of the Transportation 
Master Plan into the City of Kawartha Lakes Official Plan, where appropriate to form the basis from 
which the recommendations can be implemented into the Transportation Master Plan. The 
Transportation Master Plan also recommends a number of guidelines and policy initiatives regarding 
transportation demand management, active transportation and parking management that involve 
land use planning, urban form and the integration of transportation and land use. The City’s new 
Official Plan was adopted by Council in September 2010 and is before the province for review and 
approval. The City will also be undertaking Community Based Secondary Plans for the communities 
of Bobcaygeon, Fenelon Falls, Lindsay, Omemee and Woodville in 2011/2012.  The 
recommendations of the Municipal Master Plans, including this Transportation Master Plan should 
be incorporated into those policy documents. 

Specific policies recommended for inclusion into the Official Plan are: 

1. Transportation Goal: The transportation goal of developing a comprehensive Transportation 
Plan that will assist the City of Kawartha Lakes through the identification of policies, 
guidelines, improvement recommendations and implementation plan, to accommodate 
growth in a healthy and sustainable manner should be included in the Official Plan. 
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2. Transportation Objectives: The objectives described in Section 1.5.2 should be incorporated 
into the Official Plan. 

3. Transportation planning principles needed to support and implement the Healthy and 
Sustainable strategy identified in this Transportation Master Plan and in the Moving Forward to 

Implement Healthy Community Design and in the New Vision for Urban Transportation should be 
incorporated into the Official Plan. 

4. Road Classification: The Transportation Schedule of the City’s Official Plan should be 
amended to reflect the classification scheme recommended in this Transportation Master 
Plan.  

5. Roadway Level of Service: Reference to level of service standards in the Official Plan and in 
Municipal Class EAs of specific projects should state that the City endeavours to maintain 
conditions consistent with at least Level of Service D in the afternoon peak hour. As 
summarized on Figure 2-11, Level of Service D represents traffic operations approaching 
unstable flow with high passing demand and passing capacity near zero, characterized by 
drivers being severely restricted in manoeuvrability. Once conditions on a road or 
intersection are forecast to exceed Level of Service D operation, this can be deemed to 
constitute a “Problem” as defined in Phase 1 of the Municipal Class Environmental EA 
process and actions may be taken to return operations to the Level of Service D planning 
standard. 

6. Corridor Protection: The City should review provisions in the Official Plan to ensure they 
contain sufficient policy directions to protect the long-term integrity and operational 
effectiveness of the transportation network and its connections to the Provincial Highway 
system. Corridors must be protected from land use forms, access and encroachment that 
would restrict roadway operations and contribute to decreased safety to the travelling public.  

7. Public Transit: The Official Plan should include supportive statements or policy directions 
on the role of public transit in the City as part of the sustainable transportation strategy, 
including the provision of service into appropriate service areas of the City in conjunction 
with the supporting recommendations of the Transportation Master Plan. The Official Plan 
can also include a policy supporting provision of alternative service delivery methods (dial-a-
ride and taxi services). 

8. Goods Movement and Haul Routes: The provisions in the Official Plan covering goods 
movement and haul routes will require updating to reflect a Schedule of Haul Routes 
showing those roadways suitable for movement of heavy vehicles and those roadways where 
restrictions to the movement of trucks (either temporary or permanent) occur. This schedule 
will be the result of a study of haul routes in the City and consultation with affected 
businesses and operators. 

9.13 Study Integration 

The Transportation Master Plan will form a basis for undertaking a number of more detailed studies 
(internal and/or external) of specific improvement projects, or traffic studies required in connection 
with future development proposals (traffic impact studies). The traffic forecasts undertaken as part 



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

        Page 122 

 

of the Transportation Master Plan have been prepared in relation to assessing the need for a series of 
network improvements, and not for one specific improvement. The forecast traffic volumes 
produced as part of this study are based on a simplified transportation analysis using historical traffic 
growth trends, existing travel patterns, observed seasonal traffic peaking characteristics and estimated 
traffic generation from proposed residential development. These forecasts are not based on a 
detailed transportation model of trip interchanges. While the forecast volumes are representative of 
the total volume of traffic crossing selected screen lines, it is possible to have some variation in the 
assignment of this traffic to specific network links and intersections. Therefore, the link-specific 
volumes should not be used directly as the basis for detailed traffic analysis of specific roadways and 
intersections. However, they can be used to determine the projected growth rates in traffic volumes 
crossing these screen lines and these growth rates can be applied to specific corridors to obtain 
estimates of future traffic conditions.  

A typical methodology that could be used to forecast traffic volumes for subsequent traffic studies of 
specific improvements or developments includes the following: 

� Determine the existing (base year) traffic conditions with actual traffic counts. 

� Identify appropriate project implementation timing and traffic forecast horizons. 

� Identify appropriate screen line volumes and growth rates in proximity to the project. 

� Use these growth rates to expand base-year traffic volumes to the desired analysis horizon 
year. This will result in an estimate of future background traffic conditions (to a development 
level consistent with the growth management population and employment).  

� Adjust the future background traffic, if necessary to reflect specific development proposals in 
the vicinity of the project (if these are different than the Growth Management Plan 
forecasted land use intensity).  

� Add site-specific traffic generation to driveways and intersections in the vicinity of the site. 
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10.0  IMPLEMENTATION PLAN 

The strategic transportation improvement projects recommended for the City of Kawartha Lakes 
Transportation Master Plan for the Short- (2012 to 2013), Medium- (2013-2021) and Long-terms 
(2021-2031) are summarized in Table 10-1, 10-2 and 10-3. These improvements are shown on 
Figure 9-4 to Figure 9-7.  Descriptions of these improvements are provided in Appendix G.  

 

Table 10-1: Short Term Improvements 

  

  

Improvement Areas 
Estimated 
Capital Costs 

Municipal Class 
EA 

Requirement* 

Lindsay Street at Kent Street $25,000 Schedule A + 

Angeline Street at Kent Street $1,400,000 Schedule A + 

S
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m
 

L
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Mary Street at Lindsay Street $925,000 Schedule A + 

  

  Short Term Total $2,350,000   
 

Table 10-2: Medium Term Improvements 

    Improvement Areas 
Estimated 
Capital Costs 

Municipal 
Class EA 

Requirement* 

Angeline Street at Mary Street $900,000 Schedule A + 

Angeline Street at Orchard Park Drive $225,000 Schedule A + 

Angeline Street at Colborne Street $1,400,000 Schedule A + 

Colborne Street at William Street $675,000 Schedule A + 

Scugog River Crossing (Location and Limits to be Determined) $5,000,000 

Conduct as a 
Schedule C Class 
EA 

Angeline Street from Highway 7/35 to North of Orchard Park 
Road $10,000,000 

Conduct as a 
Schedule C Class 
EA 

Work by Others:     

Angeline Street at Highway 7/35   

Colborne Street at Highway 35   

L
in
d
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y 

Kent Street at Highway 35   

Subject to 
Provincial Class 

EA 
Requirements 

 

M
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m
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m
  
 

  
Medium Term Total  $18,200,000   
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Table 10-3:  Long Term Improvements 

    Improvements 
Estimated 
Capital Costs 

Municipal Class 
EA 

Requirement* 

Colborne Street at Albert Street $225,000 Schedule A +  

Colborne Street at Highway/Highway 36 $225,000 Schedule A + 

Wellington Street at Lindsay Street S $400,000 Schedule A + 

Wellington Street at William Street N $400,000 Schedule A + 

Queen Street at David Street $225,000 Schedule A + 

Reconstruct Thunder Bridge Road at Angeline Street $2,000,000 

Conduct as a 
Schedule C Class 
EA 

Colborne Street from Highway 35 to Albert Street $3,800,000 

Conduct as a 
Schedule C Class 
EA 

Reconstruct Colborne Street from Highway 7 to Highway 35 $1,400,000 Schedule A + 

Reconstruct Thunderbridge Road from Elm Tree Road to 
Highway 35 $2,700,000 Schedule A + 

Lindsay Total $11,375,000   

Work by Others:     

L
in
d
sa
y 

Highway 35 from Highway 7 to Thunder Bridge Road   

Subject to 
Provincial Class 
EA Requirements 

East Street S at Cedartree Lane / Duke Street $675,000 Schedule A + 

Main Street at Duke Street $225,000 Schedule A + 

West Street at North Street / CKL Road 8 $225,000 Schedule A + 

East Street at Boyd Street / Canal Street $225,000 Schedule A + 

East Street at Mill Street $225,000 Schedule A + 

L
o
n
g
 T
er
m
 

  

B
o
b
ca
yg
e
o
n
 

Bobcaygeon Total $1,575,000   
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Table 10-3:  Long Term Improvements 

  Improvements 
Estimated 
Capital Costs 

Municipal Class 
EA 

Requirement* 

Bond Street at CKL Road 121/8 $225,000 Schedule A + 

Fenelon River Crossing  $5,000,000 

Conduct as a 
Schedule C Class 
EA 

F
en
el
o
n
 F
a
ll
s 

Fenelon Falls Total $5,225,000   

King Street/Highway 7 at Sturgeon Road $250,000 

King Street/Highway 7 at Sibley Avenue $225,000 

King Street/Highway 7 at Deane Street $225,000 

King Street/Highway 7 at Queen Street $475,000 

Schedule A + 

 

O
m
em
ee
*
 

Omemee Total $1,175,000   

 Total Long Term Cost $19,350,000  

  

2009-2031 Total City Cost $39,900,000  
  

*Such expenditures may be subject to connecting link substitutes based upon approval by the MTO annual connecting link program.  

** All Municipal Class EA Requirements subject to “Bump Up” if necessary  

 

Unit Costs based on the following: 

Intersection Signalization       $225,000 

Left turn lane       $250,000 

Dual left turn lane       $600,000 

Right turn lane       $200,000 

Two lane road reconstruction      $1.0 million / km 

New through lane in each direction     $1.5 million / km 
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Study Area Photographs



Angeline Street  

 

 

 
 

Angeline st and Kent st – Facing South  

 

 

 
Angeline st and Kent st – Facing North 

 



 

 

 

 
Angeline st and Kent st – Facing West  

 

 
Angeline st and Kent st – Facing East  

 

 

 



 
Angeline st and Colborne st – Facing West  

 

 
Angeline st and Colborne st – Facing South  

 

 

 

 

 



 
Angeline st and Colborne st – Facing East  

 

 
Angeline st and Colborne st – Facing North  

 

 

 

 

 

 

 



 
Angeline st and Orchard Park Rd – Facing North  

 

 
Angeline st and Orchard Park Rd- Facing South 

 

 

 

 

 

 

 



 
Angeline st and Mary st – Facing East 

 

 

 
 

Angeline st and Mary st – Facing South  

 

 

 

 



 
Angeline st and Mary st – Facing West 

 

 
Angeline st and Mary st – Facing North 

 

 

 

 

 

 



 
Angeline st and Hwy 35+7 – Facing North 

 

 
Angeline st and Hwy 35+7 – Facing East 

 

 

 

 

 

 

 



 
Angeline st and Hwy 35+7 – Facing South 

 

 
Angeline st and Hwy 35+7 – Facing East 



 
Colborne st and Hwy 35: Facing West 

 

 
Colborne st and Hwy 35: Facing East 

 

 

 

 

 

 

 



 
Colborne st and Hwy 35: Facing North  

 

 

 

 
Colborne st and Hwy 35: Facing South 

 

 

 

 

 



 
Colborne Street at Albert Street: Facing East 

 

 
Colborne Street at Albert Street: Facing West 

 

 

 

 

 

 



 
Colborne Street at Albert Street: Facing North 

 

 
Colborne Street at Albert Street: Facing South 

 

 

 

 



 



 
Kent Street and Lindsay Street: Facing West 

 

 
Kent Street and Lindsay Street: Facing North 

 

 

 

 



 
Kent Street and Lindsay Street: Facing West from Ridout Street 

 

 
Kent Street and Lindsay Street: Facing South 

 

 

 

 



 
Lindsay Street and Mary Street: Facing North  

 

 
Lindsay Street and Mary Street:  Facing East 

 

 

 



 

 
Lindsay Street and Mary Street: Facing South 

 

 
Lindsay Street and Mary Street: Facing West 

 



 

 
Lindsay Street at Logie Street:  Facing North 

 
Lindsay Street at Logie Street: Facing South 

 

 



 
Lindsay Street at Logie Street: Facing East  

 

 
Lindsay Street at Highway 7/35: Facing North 

 



 
Lindsay Street at Highway 7/35: Facing West 

 

 
Lindsay Street at Highway 7/35: Facing East 



 
Lindsay Street at Highway 7/35: Facing South 
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Traffic Count Locations 
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Vehicle Composition Analysis 
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Collision Analysis
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Existing Conditions Capacity and Level of 

Service Analysis



Remarks

V/C Delay LOS V/C Delay LOS

Queen Street and CKL Road 36 0.29 6.9 A 0.55 8.8 A

Wellington Street and Lindsay Street S 0.43 13.4 B 0.47 12.7 B

Kent Street W and Lindsay Street N 0.38 13.1 B 0.49 18.6 B

Kent Street W and Angeline Street S 0.58 9.2 A 0.92 37.7 D WBT and NBL and critical

Wellington Street and William Street N 0.38 10.0 B 0.63 15.7 B

Colborne Street W and Adelaide Street N 0.42 13.0 B 0.43 13.5 B

Colborne Street W and Angeline Street S 0.50 11.8 B 0.62 13.6 B

Kent Street W and Highway 35 0.50 8.2 A 0.41 13.4 B

Colborne Street W and Highway 35 0.54 7.2 A 0.43 9.2 A

Thunder Bridge Road and Highway 35 0.49 6.5 A 0.51 6.9 A

Kent Street W /Dewdrop Inn Road and Highway 7 0.38 7.8 A 0.44 7.9 A

Mary Street W and Angeline Street S 0.55 8.6 A 0.55 9.0 A

Highway 7 / Highway 35  and Lindsay Street 0.60 8.6 A 0.71 11.0 B

Highway 7 / Highway 35 and Angeline Street 0.44 7.3 A 0.69 11.4 B

Highway 7 and CKL Road 36 0.54 8.4 A 0.68 10.0 A

Remarks

Delay LOS
Critcal

 Movement
Delay LOS

Critcal

 Movement

Colborne Street E and CKL Road 36 3.0 B 4.2 A

Colborne Street and St. David Street 5.5 A 6.5 A

Queen Street and St. David Street 1.9 A 2.5 B

Parkside Drive and CKL Road 36 0.3 A 1.2 A

Fair Avenue and Albert Street N 4.1 A 4.6 A

Colborne Street W and William Street N 7.7 B 8.6 B

Colborne Street W and Albert Street N 2.9 A 3.8 A

Orchard Park Road and William Street N 5.9 A 4.9 A

Thunder Bridge Road and Angeline Street N 1.3 A 0.8 A

Mary Street W and Lindsay Street S 8.0 D 10.4 D Monitor  EB

Logie Street and Lindsay Street 0.7 A 0.4 A

Orchard Park Road and Angeline Street 3.7 A 3.5 B

Orchard Park Road and Sunderling Road 7.8 A 7.9 A

CKL Road 36 and Wilson Road 0.3 A 0.9 A

AM PM

AM PM

Signailzed Intersections

 Lindsay 

Existing Traffic Volume Analysis - Weekday Peak Hour

Unsignaized Intersections



V/C Delay LOS V/C Delay LOS

Main Street/Bolton Street and Canal Street 0.08 9.3 A 0.41 17.8 B

East Street S and King Street 0.25 4.7 A 0.39 6.7 A

Delay LOS
Critcal

 Movement
Delay LOS

Critcal 

Movement

Main Street & CKL Road 649/East Street N 8.5 A 24.3 C

East Street S and Cedartree Lane/Duke Street 4.4 A 4.8 A

Main Street and Duke Street 8.6 A 8.4 A

West Street and North Street/CKL Road 8 0.9 A 0.3 A

Main Street and Joseph Street 2.7 A 3.8 A

East Street S and Boyd Street/Canal Street 1.2 A 2.5 A

Bolton Street and King Street 7.9 A 9.6 A

East Street S and Mill Street 1.5 A 1.6 A

AM PM

AM PM

Bobcaygeon 

Existing Traffic Volume Analysis - Weekday Peak Hour

Signalized Intersections

Unsignalized Intersections



Remarks

V/C Delay LOS V/C Delay LOS

Francis Street W and CKL Road 121 0.39 6.9 A 0.55 9.1 A

CKL Road 8 and CKL Road 121 0.39 10.8 B 0.58 10.9 B

Remarks

Delay LOS
Critcal

 Movement
Delay LOS

Critcal

 Movement

Princess Street W and CKL Road 121 0.8 A 0.5 A

CKL Road 121 and Northline Road 8.6 A 8.6 A

Bond Street W and CKL Road 121 1.1 A 2.3 A

AM PM

Signalized Intersections

AM PM

Unsignalized Intersections

Fenelon Falls

Existing Traffic Volume Analysis - Weekday Peak Hour



Remarks

V/C Delay LOS V/C Delay LOS

King Street / Highway 7 and Sturgeon Road East 0.42 4.7 A 0.71 10.8 B

Remarks

Delay LOS
Critcal

 Movement
Delay LOS

Critcal

 Movement

King Street / Highway 7 and Sibley Avenue 0.5 A 2.0 A

King Street / Highway 7 and Deane Street 1.7 A 1.8 B

King Street / Highway 7 and Queen Street 0.8 A 1.3 A

Terry Road and Queen Street 3.0 A 2.4 A

AM PM

Signalized Intersections

AM PM

Unsignalized Intersections

Omemee

Existing Traffic Volume Analysis - Weekday Peak Hour
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Future Conditions Capacity and Level of Service 

Analysis



Remarks
Geometric 

Changes 

Intersection ID V/C Delay LOS V/C Delay LOS V/C Delay LOS V/C Delay LOS

Queen Street and CKL Road 36 0.67 11.4 B 0.72 12.7 B

Wellington Street and Lindsay Street S 16 1.00 62.2 E 1.06 65.0 E SBR+EBR 0.96 47.2 D 0.80 31.6 C

Kent Street W and Lindsay Street N 1 0.61 19.5 B 0.75 Err F To much Delay Close Ridout Street 0.78 26.1 C 0.63 17.8 B

Kent Street W and Angeline Street S 2 Far over cap
EBR+SBR+NBR+WBR
NB+SB Twin +NBL Dual

1.38 171.0 F 0.85 37.3 D

Wellington Street and William Street N 3 0.85 36.1 D 1.6 201.2 F WBR+NBR 0.83 31.9 C 0.43 16.1 B

Colborne Street W and Adelaide Street N 0.64 17.4 B 0.73 17.5 B EB+WB Twin 0.58 12.8 B 0.44 12 B

Colborne Street W and Angeline Street S 4 Far over cap
EB+WB+NB+SB twin + Dual 
NBL+NBR+WBR+EBR+SBR

1.07 73.8 E 0.83 43 D

Kent Street W and Highway 35 5 0.78 21.3 C 1.36 110.8 F SBL 0.67 20.6 C 0.62 14.8 B

Colborne Street W and Highway 35 6 Far over cap WBR+EBL +SBL Dual 0.77 30.1 C 0.97 53.5 D

Thunder Bridge Road and Highway 35 0.73 12.7 B 0.81 13.9 B

Kent Street W /Dewdrop Inn Road and Highway 7 8 0.61 9.5 A 0.70 10.7 C

Mary Street W and Angeline Street S 7 Far over cap NBR+WBL+EBL+WBR 0.84 35.5 D 0.97 44.2 D

Highway 7 / Highway 35  and Lindsay Street 18 0.71 19.3 B 0.98 48.9 D Far over cap

Highway 7 / Highway 35 and Angeline Street 9 0.71 25.0 C 0.84 26.8 C Far over cap Dual SBL

Highway 7 and CKL Road 36 10 0.72 14.4 B 0.90 29.3 C Far over cap

Remarks
Geometric 

Changes 

Delay LOS
Critcal

 Movement
Delay LOS

Critcal

 Movement
V/C Delay LOS V/C Delay LOS

Colborne Street E and CKL Road 36 11 Far over cap Signal 0.78 14.7 B 0.71 8.9 A

Colborne Street and St. David Street 11.3 D 13.4 D

Queen Street and St. David Street 17 Far over cap Signal 0.82 15.2 B 0.71 11.7 B

Parkside Drive and CKL Road 36 19 40.0 E 6.9 E Far over cap Signal 0.65 9.6 A 0.79 14.8 B

Wellington Avenue and Albert Street N 4.6 A 5.0 A

Colborne Street W and William Street N 12 Far over cap Signal + NBL +EBR 0.88 27.3 C 0.78 25.6 C

Colborne Street W and Albert Street N 13 Far over cap Signal +EB+WB Twin 0.60 7.8 A 0.45 7.1 A

Orchard Park Road and William Street N 2.0 A 5.5 A

Thunder Bridge Road and Angeline Street N 20 1.3 A 0.8 A Reconfigure due to safety issues

Mary Street W and Lindsay Street S 14 Far over cap Signal +EBL + EBR+NBL 0.79 19.9 B 0.85 30.3 C

Logie Street and Lindsay Street 9.2 F 9.8 H To much Delay NB+SB Twin 4.6 D 5.2 C

Orchard Park Road and Angeline Street 15 Far over cap
Signal

NB+SB Twin
0.84 12.5 B 0.70 7.0 A

Orchard Park Road and Sunderling Road 8.1 A 8.4 A

CKL Road 36 and Wilson Road 0.3 A 0.8 A

AM

PM with

Improvements

AM with

Improvements

AM with

Improvements

PM with

Improvements

Lindsay Improvement Table

Future 2031 Traffic Volume Analysis - Weekday Peak Hour

PM

Signalized Intersections

Unsignalized Intersections

AM PM



Geometric

 Changes 

Intersection ID V/C Delay LOS V/C Delay LOS V/C Delay LOS V/C Delay LOS

Main Street/Bolton Street and Canal Street 0.30 16.6 B 0.52 21.8 C

East Street S and King Street 0.79 7.9 A 0.85 17.9 B

Geometric

 Changes 

Delay LOS
Critcal 

Movement
Delay LOS

Critcal

 Movement
V/C Delay LOS V/C Delay LOS

Main Street & CKL Road 649/East Street N 11.2 B 15.4 C 

East Street S and Cedartree Lane/Duke Street 1 Err H EB/WB Err H EB/WB
Signal

EBR+ NBL
0.94 33.1 C 0.90 35.4 D

Main Street and Duke Street 2 143.1 F EB/WB 123.5 F EB/WB Signal 0.77 12.4 B 0.84 16.1 B

West Street and North Street/CKL Road  8 3 Err F NB/SB Err F NB/SB Signal 0.92 29.2 C 0.97 37.8 D

Main Street and Joseph Street 2.9 A 4.0 A

East Street S and Boyd Street/Canal Street 4 Err D EB/WB Err F EB/WB Signal 0.87 13.9 B 0.78 5.9 A

Bolton Street and King Street 8.5 A 11.7 B

East Street S and Mill Street 5 Err F WB Err F WB Signal 0.84 11.8 B 0.83 12.2 B

AM with

Improvements

Signalized Intersections

Unsignalized Intersections

Bobcaygeon Improvement Table

Future 2031 Traffic Volume Analysis - Weekday Peak Hour

PM with

Improvements
AM PM

PM with

Improvements

AM with

Improvements
AM PM



Remarks
Geometric 

Changes 

Intersection ID V/C Delay LOS V/C Delay LOS V/C Delay LOS V/C Delay LOS

Francis Street W and CKL Road 121 0.57 10.0 B 0.89 19.4 C

CKL Road 8 and CKL Road 121 0.65 20.3 C 0.94 49.4 D

Remarks
Geometric 

Changes 

Delay LOS
Critcal

 Movement
Delay LOS

Critcal

 Movement

Princess Street W and CKL Road 121 1.2 A 0.7 A

CKL Road 121 and Northline Road 13.1 B 12.6 B

Bond Street W and CKL Road 121 1 22.9 C 350.5 F EB/WB  Signal 0.52 5.5 A 0.49 5.3 A

Unsignalized Intersections

Fenelon Falls Improvement Table

Future 2031 Traffic Volume Analysis - Weekday Peak Hour

PM with

Improvements

AM with

Improvements
AM PM

AM with

Improvements

Signalized Intersections

PM with

Improvements
AM PM



Geometric 

Changes 

Intersection ID V/C Delay LOS V/C Delay LOS V/C Delay LOS V/C Delay LOS

King Street / Highway 7 and Sturgeon Road 1 0.73 17.3 1.12 57.4 E EBL 0.96 36.0 D 0.60 18.4 B

Geometric 

Changes 

Delay LOS Critcal Movement Delay LOS
Critcal

 Movement
V/C Delay LOS V/C Delay LOS

King Street / Highway 7 and Sibley Avenue 2 7.0 B 11.8 F SB 1.28 Signal 0.82 12.4 D 0.72 11.7 B

King Street / Highway 7 and Deane Street 3 60.8 F 126.5 F Signal 0.74 13.2 B 0.68 9.9 A

King Street / Highway 7 and Queen Street 4 Far over cap Far over Cap Signal + WBL 0.86 16.8 B 0.80 12.7 B

Terry Road and Queen Street  2.3 A 1.9 A

Signalized Intersections

PM with 

Improvements
AM PM

Unsignalized Intersections

Omemee Improvement Table

Future 2031 Traffic Volume Analysis - Weekday Peak Hour

PM with 

Improvements

AM with

Improvements
AM PM

AM with

Improvements



Capacity EB/NB WB/SB EB/NB WB/SB Total EB/NB WB/SB EB/NB WB/SB Total

Angline Street Highway 7/35 Mary Street 800 330 409 0.41 0.51 0.46 1275 955 1.59 1.19 1.39

Mary Street Kent Street 800 525 501 0.66 0.63 0.64 1500 1948 1.88 2.44 2.16

Kent Street Colborne Street 800 573 445 0.72 0.56 0.64 1525 2039 1.91 2.55 2.23

Colborne Street Orchard Park Drive 800 414 261 0.52 0.33 0.42 1490 1905 1.86 2.38 2.12

Total 3200 1842 1616 0.58 0.51 0.54 5790 6847 1.81 2.14 1.97

Lindsay Street Highway 7/35 Logie Street 800 449 569 0.56 0.71 0.64 660 825 0.83 1.03 0.93

Logie Street Mary Street 800 483 572 0.60 0.72 0.66 840 1108 1.05 1.39 1.22

Total 1600 932 1141 0.58 0.71 0.65 1500 1933 0.94 1.21 1.07

Colborne Street Highway 35 Angline Street 800 308 416 0.39 0.52 0.45 1220 640 1.53 0.80 1.16

Angline Street Adelaide Street 800 471 494 0.59 0.62 0.60 1240 930 1.55 1.16 1.36

Adelaide Street Albert Street 800 464 447 0.58 0.56 0.57 1170 835 1.46 1.04 1.25

Albert Street William Street 800 355 348 0.44 0.44 0.44 1185 830 1.48 1.04 1.26

Total 3200 1598 1705 0.50 0.53 0.52 4815 3235 1.50 1.01 1.26

North-South

Screenline
Wellington Street 800 560 554 0.70 0.69 0.70 1323 1020 1.65 1.28 1.46

Lindsay Street N 800 449 378 0.56 0.47 0.52 830 760 1.04 0.95 0.99

Lindsay Street S 800 483 572 0.60 0.71 0.66 840 1108 1.05 1.39 1.22

Highway 7/35 800 667 675 0.83 0.84 0.84 1443 1775 1.80 2.22 2.01

Total 3200 2159 2178 0.67 0.68 0.68 4436 4663 1.39 1.46 1.42

Total with Hwy 

7/35 Widening
4000 1.11 1.17 1.14

East-West

Screenline
Highway  35 800 331 246 0.41 0.31 0.36 445 825 0.56 1.03 0.79

Angline Street 800 566 605 0.71 0.76 0.73 1720 2248 2.15 2.81 2.48

Lindsay Street 800 434 425 0.54 0.53 0.54 745 735 0.93 0.92 0.93

CKL Road 36 800 299 229 0.37 0.29 0.33 455 460 0.57 0.58 0.57

Total 3200 1630 1505 0.51 0.47 0.49 3365 4268 1.05 1.33 1.19

Lindsay 

Screenline Capacity Analysis - Weekday Peak Hour Conditions

Note* 800 vehicles per/hour per lane (Typical arterial road capacity 800-1000 veh/h/lane)

Existing Pk Hr 

Volume (veh/h)

Future Pk Hr 

Volume (veh/h)

Note** Summer volumes estimated to be 25% higher than Fall volumes

Volume-to-Capacity

Ratio (v/c)

Volume-to-Capacity

Ratio (v/c)
Street From To



Street From To Capacity EB/NB WB/SB EB/NB WB/SB Total EB/NB WB/SB EB/NB WB/SB Total

Angline Street Highway 7/35 Mary Street 800 413 511 0.52 0.64 0.58 1594 1194 1.99 1.49 1.74

Mary Street Kent Street 800 656 626 0.82 0.78 0.80 1875 2435 2.34 3.04 2.69

Kent Street Colborne Street 800 716 556 0.90 0.70 0.80 1906 2549 2.38 3.19 2.78

Colborne Street Orchard Park Drive 800 518 326 0.65 0.41 0.53 1863 2381 2.33 2.98 2.65

Total 3200 2303 2020 0.72 0.63 0.68 7237.5 8558.75 2.26 2.67 2.47

Lindsay Street Highway 7/35 Logie Street 800 561 711 0.70 0.89 0.80 825 1031 1.03 1.29 1.16

Logie Street Mary Street 800 604 715 0.75 0.89 0.82 1050 1385 1.31 1.73 1.52

Total 1600 1165 1426 0.73 0.89 0.81 1875 2416 1.17 1.51 1.34

Colborne Street Highway 35 Angline Street 800 385 520 0.48 0.65 0.57 1525 800 1.91 1.00 1.45

Angline Street Adelaide Street 800 589 618 0.74 0.77 0.75 1550 1163 1.94 1.45 1.70

Adelaide Street Albert Street 800 580 559 0.73 0.70 0.71 1463 1044 1.83 1.30 1.57

Albert Street William Street 800 444 435 0.55 0.54 0.55 1481 1038 1.85 1.30 1.57

Total 3200 1998 2131 0.62 0.67 0.65 6019 4044 1.88 1.26 1.57

North-South

 Screenline
Wellington Street 800 700 692 0.88 0.86 0.87 1654 1275 2.07 1.59 1.83

Lindsay Street 800 561 473 0.70 0.59 0.65 1038 950 1.30 1.19 1.24

Lindsay Street 800 604 714 0.75 0.89 0.82 1050 1385 1.31 1.73 1.52

Highway 7/35 800 833 843 1.04 1.05 1.05 1804 2219 2.25 2.77 2.51

Total 3200 2698 2722 0.84 0.85 0.85 5545 5829 1.73 1.82 1.78

Total with Hwy 

7/35 Widening
4000 1.39 1.46 1.42

East-West

Screenline
Highway 35 800 414 308 0.52 0.38 0.45 556 1031 0.70 1.29 0.99

Angline Street 800 708 756 0.88 0.95 0.91 2150 2810 2.69 3.51 3.10

Lindsay Street 800 543 531 0.68 0.66 0.67 931 919 1.16 1.15 1.16

CKL Road 36 800 374 286 0.47 0.36 0.41 569 575 0.71 0.72 0.71

Total 3200 2038 1881 0.64 0.59 0.61 4206 5335 1.31 1.67 1.49

Note* 800 vehicles per/hour per lane (Typical arterial road capacity 800-1000 veh/h/lane)

Screenline Capacity Analysis - Summer Conditions

Lindsay 

Note** Summer volumes estimated to be 25% higher than Fall volumes

Future Pk Hr 

Volume (veh/h)

Volume-to-Capacity

Ratio (v/c)

Future Pk Hr 

Volume (veh/h)

Volume-to-Capacity

Ratio (v/c)



Screenline Capacity Utilization - Lindsay
(Weekday Peak Hour Traffic Conditions)
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Capacity EB/NB WB/SB EB/NB WB/SB Total EB/NB WB/SB EB/NB WB/SB Total

East-West

Screenline

CKL Road 8/121 CKL Road 8 Francis Street 1000 700 511 0.70 0.51 0.61 1280 910 1.28 0.91 1.10

Total 1000 700 511 0.70 0.51 0.61 1280 910 1.28 0.91 1.10

1.28 0.91 1.10

North-South

Screenline

Highway 7 Sturgeon Road Queen Street 1000 616 564 0.62 0.56 0.59 1018 985 1.02 0.99 1.00

Mary Street Mill Street Division Street 600 23 23 0.04 0.04 0.04 33 33 0.06 0.06 0.06

Total 1600 639 587 0.40 0.37 0.38 1051 1018 0.66 0.64 0.65

0.66 0.64 0.65

East-West

Screenline

Main Street Canal Street Joseph Street 500 191 147 0.38 0.29 0.34 245 210 0.49 0.42 0.46

CKL Road 36 Canal Street Duke Street 1000 0.00 0.00 0.00 1355 1048 1.36 1.05 1.20

Total 1500 191 147 0.13 0.10 0.11 1600 1258 1.07 0.84 0.95

Capacity EB/NB WB/SB EB/NB WB/SB Total EB/NB WB/SB EB/NB WB/SB Total

East-West

Screenline

CKL Road 8/121 CKL Road 8 Francis Street 1000 875 639 0.88 0.64 0.76 1600 1137.5 1.60 1.14 1.37

Total 1000 875 639 0.88 0.64 0.76 1600 1137.5 1.60 1.14 1.37

1.60 1.14 1.37

North-South

Screenline

Highway 7 Sturgeon Road Queen Street 1000 770 705 0.77 0.71 0.74 1273 1231 1.27 1.23 1.25

Mary Street Mill Street Division Street 600 23 23 0.04 0.04 0.04 33 33 0.06 0.06 0.06

Total 1600 793 728 0.50 0.46 0.48 1306 1264 0.82 0.79 0.80

0.82 0.79 0.80

East-West

Screenline

Main Street Canal Street Joseph Street 500 239 184 0.48 0.37 0.42 306 263 0.61 0.53 0.57

CKL Road 36 Canal Street Duke Street 1000 0.00 0.00 0.00 1694 1310 1.69 1.31 1.50

Total 1500 239 184 0.16 0.12 0.14 2000 1573 1.33 1.05 1.19

Bobcaygeon

Screenline Capacity Analysis - Off Peak Conditions

Existing Pk Hr 

Volume (veh/h)

Future Pk Hr 

Volume (veh/h)

Bobcaygeon

Omemee

Omemee

Note** Summer volumes estimated to be 25% higher than Fall volumes

Note* 800 vehicles per/hour per lane (Typical arterial road capacity 800-1000 veh/h/lane)

Fenelon Falls

Fenelon Falls

Volume-to-Capacity

Ratio (v/c)

Volume-to-Capacity

Ratio (v/c)
Street From To

Screenline Capacity Analysis - Peak Conditions

Street From To

Other Urban Settlement Areas

Existing Pk Hr 

Volume (veh/h)

Volume-to-Capacity

Ratio (v/c)

Future Pk Hr 

Volume (veh/h)

Volume-to-Capacity

Ratio (v/c)



Capacity Utilization Fenelon River Crossing - Fenelon Falls
(Weekday Peak Hour Traffic Conditions)
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