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TRANSPORTATION IMPACT ASSESSMENT REPORT

Parsons has been retained by Brigil Construction to prepare a TIA in support of Zoning By-Law Amendment (ZBLA)
and Site Plan Control (SPC) Application for a three-tower residential development. This document follows the TIA
process as outlined in the City Transportation Impact Assessment (TIA) Guidelines (2017). The following report
represents Step 5 - TIA Report. The Screening Form and responses to City Comments have been provided in
Appendix A.

1.0 SCREENING FORM

The Screening Form confirmed the need for a TIA Report based on the Trip Generation and Safety triggers. The
Trip Generation trigger was met as the development is anticipated to generate more than 60 person trips during
peak hours. The Safety trigger was met following a review of collisions history in the study area.

2.0 SCOPING REPORT

2.1. Existing and Planned Conditions

2.1.1. Proposed Development

The proposed development will be located at the municipal address of 265 Catherine St, replacing the existing
Greyhound Bus Station that is no longer active. The local context of the site is illustrated in Figure 1.

Figure 1: Local Context

The subject site currently provides accesses onto Catherine St only as shown in Figure 2. The site is currently
zoned as a General Mixed-Use Zone and is located within the Ontario Ministry of Transportation (MTO) permit
control zone.
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Figure 2: Existing Site Accesses and Circulation
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The proposed development will consist of residential and commercial uses constructed as a two phased
development. The site statistics have been summarized in Table 1. The full buildout concept plan is illustrated
in Figure 3 (high quality plan provided in Appendix A).

Table 1: Proposed Development Site Statistics

Land Use Storeys Residential (Units) Commercial (m?2) Vehicle Parking Bike Parking
Building A (Tower 1) 32 400 1,299 144 410
Phase 1 Total 400 1,299 143 410
Building B (Towers 2, 3) 34 to 36 727 1,124 216 739
Building C (Townhomes) 3 7 0 - -
Phase 2 Total 734 1,124 214 739
Full Buildout Total 1,134 2,423 357 1,149

All vehicle parking will be provided in a two-level underground parking garage accessed by new two-way ramps
on Catherine St and Arlington St. Almost all bicycle parking spaces will be provided within the underground
parking garage as well, which will be accessed through main elevator cores or through the parking ramps. A one-
way southbound woonerf connecting Arlington St to Catherine St is proposed which will primarily serve as an
extension of the expansive pedestrian realm onsite but has been designed to also accommodate loading
operations, garbage truck operations and short-term deliveries. Phase 1, including the woonerf is assumed to
be completed by 2026 and Phase 2 is assumed to be completed by 2031.

Further detail for onsite circulation can be found in Section 4.1, for vehicle and bike parking in Section 4.2, and
for site access/driveways in Section 4.4.
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Figure 3: Proposed Full _Site'Conce_pt Plan
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2.1.2. Existing Conditions

Area Road Network

The following roads were included in the TIA. Description for each road within the study area has been provided
below.

Kent Street is a north-south municipal arterial road that extends from Wellington St in the north to Chamberlain
Ave in the south forming the east boundary road to the site. The roadway operates as a one-way northbound
road with a three-lane cross-section and on-street parking. The posted speed limit is 50km/h.

Lyon Street N is a north-south municipal arterial road that extends from Wellington St in the north to Catherine
St in the south that forms the western site boundary. The roadway operates as a one-way southbound road with
a two-lane cross-section. The speed limit is assumed to be 50km/h.

Catherine Street is an east-west municipal arterial road bordering the site to the south that extends from Queen
Elizabeth Dr in the east to Bronson Ave in the west, where it continues as Raymond St. The roadway currently
operates as a one-way westbound road with a three-lane cross-section and an assumed speed limit of 50km/h.

Arlington Avenue is an east-west municipal local road that extends from Bank St in the east to Booth St in the
west, forming the northern site boundary. The roadway consists of a two-way two-lane cross-section, with a
posted speed limit of 30km/h.

Bank Street is a north-south municipal arterial road that extends from Wellington St in the north to past the City
of Ottawa’s limits in the south. Within the study area, the roadway consists of a two-way two-lane cross-section
with a posted speed limit of 50km/h north of Catherine St and 40km/h south of thereof. Additionally, Bank St is
designated as a traditional mainstreet in the City of Ottawa Official Plan.

Percy Street is a north-south municipal local road that extends from Laurier Ave W in the north to Fifth Ave in the
south. Notably, the southbound through movement is not permitted on Percy St at the Chamberlain Ave
intersection. Within the study area, the road consists of a two-way two-lane cross-section with on-street parking,
a posted speed limit of 30km/h north of Catherine St and an assumed speed limit of 40km/h south of thereof.

Gladstone Avenue is an east-west municipal major collector road that extends from Parkdale Ave in the west to
Cartier St in the east. The roadway consists of a two-lane cross-section along the majority of its length, with a
four-lane cross-section between Bank St and Kent St. The speed limit is assumed to be 50km/h in the study
area.

Bronson Avenue is a north-south municipal arterial road that extends from Sparks St in the north to Heron St
on/off ramps in the south, where it continues as the Airport Parkway. The road consists of a four-lane cross-
section, with posted speed limits of 50km/h.

Chamberlain Avenue/Isabella Street are east-west municipal arterial roads that extend from Bronson Ave in the
west as Chamberlain Ave to Bank St, where it continues east as Isabella St to Queen Elizabeth Dr in the east.
The roadway is one-way eastbound only with a two-lane cross-section and a 50km/h speed limit within the study
area.
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Existing Study Area Intersections

Lyon/Catherine

The Lyon/Catherine intersection is a four-legged
signalized intersection of southbound and
westbound one-way streets. The westbound
approach consists of two through lanes and a
shared through/left-turn lane. The southbound
approach consists of a through lane and a right-turn
lane. Only westbound and southbound operations
are permitted at this intersection. The southbound
egress serves the Hwy 417 westbound on-ramp

Kent/Catherine

The Kent/Catherine intersection is a four-legged
signalized intersection of northbound and
westbound one-way streets. The westbound
approach consists of one through lane, one
through/right-turn lane and one right-turn lane. The
northbound approach consists of two through lanes
and a through/left-turn lane. One northbound
through lane is separated by a median on the
approach. Only westbound and northbound
operations are permitted at this intersection and
westbound right-turns are not permitted on a red
light.

Bank/Catherine

The Bank/Catherine intersection is a signalized
four-legged intersection, where Catherine St is
westbound only. The northbound approach consists
of a through lane and a through/left-turn lane. The
southbound approach consists of a through lane
and a through/right-turn lane. The westbound
approach consists of two through lanes and a
through/right-turn lane. There are no eastbound
operations at this intersection.
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Percy/Catherine

The Percy/Catherine intersection is a four-legged
signalized intersection of southbound and
westbound one-way streets. The westbound
approach consists of two through lanes and a
shared through/left-turn lane. The southbound
approach consists of a through lane and a right-turn
lane. A north-south bidirectional bike crossing with
a bike signal is provided on the west leg of the
intersection. Only westbound and southbound
operations are permitted at this intersection for
vehicles. The southbound right-turn on red is
prohibited.

Lyon/Arlington

The Lyon/Arlington intersection is an unsignalized
four-legged intersection, with Stop control on
Arlington Ave. Lyon St operates as one-way
southbound. The westbound approach consists of a
through/left-turn lane and the eastbound approach
consists of a through/right-turn lane. Lyon St
consists of a through/left-turn and through/right-
turn lanes. There are no northbound operations at
this intersection.

Kent/Arlington

The Kent/Arlington intersection is a signalized four-
legged intersection, where Kent St is northbound
only. The northbound approach consists of a
through lane, a through/left-turn lane and a
through/right-turn lane. The eastbound approach
consists of a through/left-turn lane and the
westbound approach consists of a through/right-
turn lane. There are no southbound operations at
this intersection.

ARLINGTON, ,
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Bank/Arlington

The Bank/Arlington intersection is an unsignalized = e :
three-legged “T” intersection, with Stop control on S ’ e
Arlington Ave. The northbound approach consists of h’*-‘f

a through lane and a shared through/left-turn lane. :

The southbound approach consists of a through A_RLINGTON

lane and a shared through/right-turn lane. Arlington g 3

St consists of a single all-movement lane. There are
no restricted movements at this intersection.

Kent/Gladstone

The Kent/Gladstone intersection is a signalized
four-legged intersection, where Kent St is
northbound only. The northbound approach
consists two through lanes, a shared through/right-
turn lane and a left-turn lane. The eastbound
approach consists of a through lane and a left-turn
lane, while the westbound approach consists of a
shared through/right-turn lane. There are no
southbound operations at the intersection.

Lyon/Gladstone

The Lyon/Gladstone intersection is a signalized
four-legged intersection, where Lyon St is
southbound only. The southbound approach
consists of a shared through/right-turn lane and a
shared through-left-turn lane. The eastbound
approach consists of a through lane and an
unmarked short right-turn lane. The westbound
approach consists of a through lane and an
unmarked short left-turn lane. There are no
northbound operations at this intersection.
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Bank/Chamberlain/Isabella

The Bank/Chamberlain/Isabella intersection is a
signalized four-legged intersection, where
Chamberlain Ave/Isabella St is eastbound only. The
northbound approach consists of a through lane
and a shared through/right-turn lane. The
southbound approach consists of a through lane
and a shared through/left-turn lane. The eastbound
approach consist of a through lane, a shared
through/left-turn lane and a stop-controlled right-
turn lane. There are no westbound operations at
this intersection.

Bronson/Catherine

The Bronson/Catherine intersection is a signalized
four-legged intersection, where Catherine St is
westbound only. The northbound approach consists
of two through lanes and a left-turn lane. The
southbound approach consists of a through lane
and a shared through/right-turn lane. The
westbound approach consists of a through lane, a
shared through/left-turn lane, a left-turn lane and a
right-turn lane. There are no eastbound operations
at this intersection.

Existing Driveways to Adjacent Developments

Within 200m of the proposed site accesses along Catherine St and Arlington St, there is a total of 37 adjacent
driveways as shown in Figure 4. Along Arlington St, there are 24 adjacent accesses (21 north side, 3 south side).
Nearly all Arlington St accesses are used by individual residential units, with the exception of the access nearest
to the northwest corner of the Kent/Arlington intersection, which is used to give access to the parking lot of a
small restaurant.

Along Catherine St, there are 13 adjacent accesses (5 north side, 8 south side). On the north side of Catherine
St, the four accesses west of Lyon St are for individual residential units, some of which are being used as
office/business, while the accesses east of Kent St is for a gas station. All south side accesses are used for
office buildings, business, and commercial units of different sizes.
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Existing Area Traffic Management Measures

Various area traffic management measures are currently provided within the study area, including the following;:

e Advance pedestrian walk phases at the intersections of Kent/Catherine and Bank/Catherine,

e Bike signal and crossing phase at the intersection of Percy/Catherine,

e Zebra crosswalks on all legs at the intersection of Kent/Catherine, Lyon/Gladstone, Bank/Catherine,
and Bronson/Catherine,

e Textured brick crosswalks on the east leg of the intersection of Lyon/Arlington, west leg of
Kent/Arlington and west leg of Bank/Arlington,

e Curb extensions on the south side of Arlington Ave at the intersections of Lyon St and Kent St, as well
as north side at the intersection of Kent St,

e Curb extension on the east side of Kent St at the intersection of Arlington Ave,

e On-street parking permitted along sections of Arlington Ave (including south side site frontage), Kent St
(including east side site frontage), Lyon St, Percy St, Catherine St, and Gladstone Ave,

e Speed humps at different locations along Percy St, Lyon St, and Arlington Ave (including two at site
frontage),

e Reduced 30km/h speeds along Percy St north of Catherine St and Arlington Ave,

e Southbound through restriction along Percy St at Chamberlain Ave intersection, where only bikes are
permitted, and

e Modal filter along Bay St, 20m north of Catherine St, which prevent vehicles from passing and permits
pedestrians and cyclists.

e Eastbound traffic restriction on Arlington Ave, approximately 50m east of Bronson Ave.

In addition to the above, the City of Ottawa has provided a list of Temporary Traffic Calming (TTC) measures
within or near the study area, which includes:

e A“SLOW” pavement marking on Arlington Ave, west of Kent St.
o Aspeed display board on Kent St, north of Arlington Ave.
o Delineators on Lyon St, north of Gladstone Ave.

e Delineators, painted bulb-out, “SLOW” pavement marking and speed display boards on different
locations of Percy St, north of Catherine St.
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Pedestrian/Cycling Network

The active transportation network facilities for pedestrians and cyclists are illustrated in Figure 5 (map obtained
from GeoOttawa). As shown, sidewalk facilities are provided throughout the study area, including both sides of
all roadways. Southbound bike lanes are provided on Lyon St, north of Arlington Ave, and a bi-directional cycle
track is provided along Percy St. Northbound bike lanes are also provided along Bay St, 30m north of Catherine
St. Although not identified in the map shown, it is noted that a contraflow (eastbound) bike lane is provided on
McLeod St, between Percy St and Lyon St.

Additionally, the City of Ottawa Transportation Master Plan (TMP) designates Chamberlain Ave/Isabella St as
part of a Crosstown Bikeway route. Bank St and Gladstone Ave are suggested cycling routes, along with a small
portion of Arlington Ave, between Percy St and Lyon St.

Cycling
Existing Cycling Network
Existing Cycling Network
— Bike Lane
= Path
~ Paved Shoulder

W Cycle Track

Suggested Route
Crosstown Bikeway
Pedestrian Plan

Pedestrian Crossovers

> s Pedestrian Network (existing)

2

/ Pedestrian Network (existing)
— Existing Sidewalks and Paths
— Existing Multi-Use Pathway

\\ Z W\ o

Transit Network

The following description of OC Transpo routes within the study area reflect the current bus operations:

o Route #6 (Greenboro <-> Rockcliffe): identified by OC Transpo as a “Frequent Route”, this
route operates all day, 7 days a week and at an average rate of every 15 minutes or less from
6am to 6pm. The nearest bus stops to the site are at the intersections of Bank/Arlington and
Bank/Catherine.

e Route #7 (Carleton <-> St. Laurent): identified by OC Transpo as a “Frequent Route”, this
route operates all day, 7 days a week and at an average rate of every 15 minutes or less from
6am to 6pm. The nearest bus stops to the site are at the intersections of Bank/Arlington and
Bank/Catherine.
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e Route #14 (St-Laurent <-> Tunney’s Pasture): identified by OC Transpo as a “Frequent Route”,
this route operates all day, 7 days a week and at an average rate of every 15 minutes or less
from 6am to 6pm. The nearest bus stops to the site are at the intersections of Lyon/Gladstone

and Kent/Gladstone.

e Route #55 (Westgate <-> Elmvale): identified by OC Transpo as a “Local Route”, this route
operates throughout the day during the week. The nearest bus stop to the site is along

Catherine St, at the frontage of the site.

e Route #114 (Rideau <-> Carlington): identified by OC Transpo as a “Local Route”, this route
operates from Monday to Friday on a selected trip only basis. The nearest bus stops to the
site are at the intersections of Lyon/Gladstone and Kent/Gladstone.

The transit network for the study area is illustrated in Figure 6 and the transit route maps are provided

in Appendix B. Figure 7 illustrates the bus stop locations.

Figure 6: Area Transit Network

Figure 7: Bus Stop Locations
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Peak Hour Travel Demands

The existing peak hour traffic volumes at the signalized intersections within the study area were obtained from

the City of Ottawa for the following intersections:

e Kent/Catherine - Conducted Wednesday, April 18, 2018

e Lyon/Catherine - Conducted Wednesday, April 18, 2018

e Bank/Catherine - Conducted Thursday, April 19, 2018

e Percy/Catherine - Conducted Thursday, April 19, 2018

e Lyon/Gladstone - Conducted Wednesday, August 24, 2022

e Kent/Gladstone - Conducted Tuesday, April 25, 2017

e Bank/Isabella/Chamberlain - Conducted Wednesday, April 18, 2018
e Catherine/Bronson - Conducted Thursday, April 19, 2018

In addition to the City of Ottawa counts, new traffic counts were obtained separately for the following intersection:

e Kent/Arlington - Conducted Tuesday, April 11, 2023
e Lyon/Arlington - Conducted Tuesday, April 11, 2023
e Bank/Arlington (mainly in/out volumes on Arlington Ave were collected) - Conducted Tuesday, April 18,

2023

P PARSONS
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The traffic volumes at study area intersections are illustrated in Figure 8, While existing active transportations
(pedestrian and cyclist) volumes at study area intersections has been provided in Figure 9. Raw traffic count
data provided in Appendix C.

It is important to note that Greyhound shut down their operations in Canada during the COVID-19 pandemic.
While some of the traffic counts collected predate the closure, there is no way to verify peak hour traffic activity
when the station was still active. The expectation is the weekday morning and afternoon activity was not
significant. Therefore, existing traffic counts were not adjusted to remove the bus station traffic from pre-COVID-

19 traffic data.

Traffic volumes at study area intersections were balanced conservatively to account for notable differences
between adjacent intersections. No additional traffic growth adjustment was applied to the traffic volumes up to
the existing horizon year (2023).

However, two developments that have been constructed in recent years, which includes 203 Catherine St and
488-500 Bank St, have been accounted for by adding their estimated vehicle trips to the existing traffic volumes.
Note that the transportation memo for 488-500 Bank St was obtained from the City, but City staff have indicated
that the TIA brief for 203 Catherine St is outdated (2011) and unavailable. Using the number of units for the 203
Catherine St development (200 units based on developer website), the number of site-generated trips were
calculated. Travel mode and trip distribution assumptions followed the same assumptions of 265 Catherine St,

as provided in Section 3.0.
Figure 8: Existing Peak Hour Traffic Volumes
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Figure 9: Existing Pedestrian and Cyclists Peak Hour Volumes
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Existing Road Safety Conditions

A five-year collision history data (2017-2021, inclusive) was obtained from the City of Ottawa open data source
for the 11 study area intersections and segments between intersections. Upon analyzing the collision data, the
total number of collisions observed within the broader study area was 427 collisions within the past five-years.
The majority of the collisions 359 (84%) resulted in property damage only, and 68 (16%) resulted in non-fatal
injury. There were no fatal collisions recorded. Overall, the collisions type frequencies were mainly split in three
distinct groups, 117 (27%) were sideswipe, 110 (26%) angle, 98 (23%) turning movement. Rear end collisions
accounted for 62 (15%) and the rest less than 25 (<5%) collisions each type.

Within the study area, the quantity of collisions and collisions per million entering vehicles (MEV) at each
location has occurred at a rate of:

Bank/Chamberlain: 41, MEV 0.93

Mid-block on Catherine (Bronson to Bank): 16 (915m)
Mid-block on Arlington (Lyon to Bank): 8 (350m)
Mid-block on Gladstone (Lyon to Kent): 8 (190m)
Mid-block on Lyon (Gladstone to Catherine): 4 (315m)
Mid-block on Kent (Gladstone to Catherine): 7 (315m)
Mid-block on Bank (Arlington to Chamberlain): 4 (185m)
Collisions with Pedestrians: 13 (3%)

Collisions with Cyclists: 10 (2%)

Bronson/Catherine: 91, MEV 1.27
Percy/Catherine: 6, MEV 0.42
Lyon/Catherine: 17, MEV 0.80
Kent/Catherine: 96, MEV 2.64
Bank/Catherine: 61, MEV 1.44
Gladstone/Lyon: 8, MEV 0.42
Arlington/Lyon: 2, MEV 0.12
Gladstone/Kent: 25, MEV 0.59
Arlington/Kent: 23, MEV 0.82
Arlington/Bank: 10, MEV 0.41

Kent/Catherine showed to have a higher-than-average MEV or likeliness of collision than other intersections. The
leading types of collisions at this intersection involved turning movements 46 (48%), sideswipe 23 (24%) and
angle 20 (21%), accounting for up to 93% of all collision types. All these types of collisions involve a vehicle

P PARSONS Page 13



265 Catherine Street Transportation Impact Assessment Report May 23, 2024

changing directions, switching lanes, or turning. The City has implemented no right or left turns for the heavier
northbound movement and have added a no-right-on-red for the westbound movement, effectively eliminating
potential turning conflicts with opposing movements. Still, turning movements account for the highest collision
type, a possible side effect of non-compliance. A red-light camera has been added to the westbound movement
as of 2020, which can help mitigate some collisions from the westbound approach. The shared westbound
through/right-turn lane may be resulting in unpredictable movements or lane changes by drivers which causes
confusion and leads to increased conflict potential. Although there are many collisions at this location, it is
believed that they occur at low speeds given that only 7% of all collisions caused non-fatal injuries.

Other intersections with MEV greater than one was all intersections where two arterials meet. The higher quantity
of collisions at these intersections are indicative of the high volumes of vehicles, congestion and increased
decision-making tasks required by drivers.

The intersection of Bank/Catherine experienced collisions with 6 cyclists and 8 pedestrians, accounting for 61%
of all study area active transportation collisions. Bank Street, an arterial mainstreet with plenty of commercial
opportunities attracts large crowds of pedestrians, cyclists, and vehicles alike. It is highly recommended that this
intersection be redesigned to comply with the recent introduction of the Protected Intersection Design measures
to priority the safety of the more vulnerable active transportation users. However, this task of retrofitting this
intersection should not be a responsibility of the developer.

It is important to note that there are long-term plans to redesign a section of the Catherine St corridor that
includes some of the intersections noted above, with the intention of enhancing safety and transit priority that
benefits all road users. Further discussion on this design is provided in Section 2.1.3.

No other major trends were identified. The source collision data as provided by the City of Ottawa and related
analysis is provided as Appendix D.

2.1.3. Planned Conditions

2.1.3.2 Future Transportation Network Changes

Transportation Master Plan (TMP)

The City of Ottawa’s TMP (2031 affordable Rapid Transit and Transit Priority Network) illustrates Bank St as a
transit priority corridor with isolated measures between Albert St in the north and Riverside Dr in the south, along
with Gladstone Ave between Elgin St in the east and Preston St in the west.

Catherine St Functional Design Study

A functional design study was completed by the City for Chamberlain Ave, Catherine St, and Isabella St. Within
the study area frontage, modifications include:

e A proposed transit priority lane on Catherine St, west of Kent St, which converts the north general-
purpose lane to a dedicated transit lane. Based on input from City staff, the western half of the bus
lane would permit 1 hour parking during off-peak hours from 9am to 3:30pm. The development
proposed modifications along Catherine St are not expected to impact the proposed design of the
transit lane.

e A double westbound right-turn lane at the intersection of Catherine/Kent, which allows for separate
pedestrian and right-turn traffic signal phases and significantly reduces collision potential at the
westbound approach of the intersection.

e No right-turn-on-red for the westbound movement at the intersection of Catherine/Kent.

e Atwo-way 3.0m wide multi-use pathways on the south side of Chamberlain Ave and Isabella St.

These plans have received formal approval based on traffic study and public consultation. However, the detailed
design and subsequent construction are not anticipated to begin until the ongoing MTO bridge rehabilitation
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work on Highway 417 is completed. City staff confirmed it would be reasonable to assume implementation of
the Catherine St design by 2031.

Centretown Community Design Plan (CDP) and Secondary Plan

The CDP and Secondary Plan were completed in 2013 with the purpose of creating a comprehensive design plan
to guide and manage future growth in the Centretown area of Ottawa. The purpose of the Secondary Plan is to
translate many key aspects of the CDP into statutory policy. Note that the secondary plan was consolidated into
the Central and East Downtown Core Secondary Plan as part of the new city Official Plan. As illustrated in Figure
10, the CDP spans a wide area from Rideau Canal to Bronson Ave and from the Queensway to Gloucester St.
However, the core study area of the CDP is an area bounded by Elgin St to the east, Kent St to the west, Highway
417 to the south and Gloucester St to the north. Nonetheless, recommendations were made in the CDP for the
Centretown area as a whole.

Based on the CDP, the Centretown area is divided
into four different character areas, which include
the Northern Character Area, the Central Character
Area, the Southern Character Area, and the
Residential Character Area. The proposed 265
Catherine St development is located in the
Southern Character Area, which acts as a “buffer”
between the busy Highway 417 and the Central
and Residential zones. The Southern Area
currently consists of mostly low to mid-rise
buildings, with few high-rise buildings and primarily
retail and employment land uses. The vision for the
Southern area anticipates high-rise buildings with
at-grade commercial uses in addition to residential uses and “gateway buildings and architecture” on corner
sites fronting arterials (such as Catherine St), along with improved streetscape and public park opportunities
along all routes, including Catherine St.

The relevant recommendations below were provided in the CDP.

o Pedestrian Network: Catherine St intersections at Lyon St, Kent St and Bank St have been identified as
potential locations for improved pedestrian crossing. It should be noted that some measures were
already in place or may have already taken effect since the CDP and Secondary Plans were introduced
in 2013. Some of the measures included providing curb extensions and removing on-street parking,
providing zebra crosswalks, prohibiting right-turns on red, and providing pedestrian push buttons and
countdown signals.

o Transit Network: general suggested strategies include provision of transit priority measures during
future roadway reconstruction such as transit lanes, bulbouts and additional shelters, as well as
providing enhanced waiting facilities at bus stops. The City has completed a functional design study for
Chamberlain, Catherine, and Isabella, which includes the conversion of a general-purpose lane to a new
transit priority lane.

e Cycling Network: a suggested general strategy included provision of cycling infrastructure as part of new
proposed developments, expanding the cycling network and implementing other cycling improvements
guided by the Ottawa Cycling Plan and Centretown CDP. The City functional design study also includes
new cycling infrastructure and treatments.

e Transportation Demand Management: suggested TDM Measures which could be incorporated as part
of new developments include the provision of enhanced bicycle and pedestrian access (weather-
protected facilities, safe and secure bicycle parking, streetscape improvements), improvements to
transit access (provision of shelters and other amenities, service planning changes), and provision of
car-sharing facilities. TDM measures were incorporated into the development proposal.
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e Right of Way (ROW) Protection: the City identifies target widths for ROW protection to be 23m for
Catherine St and 20m for Kent St and Lyon St (with a perspective to address the needs of pedestrians
and increase streetscape opportunities). For Kent St and Lyon St, the maximum land requirement from
property abutting the existing ROW is 0.90m. Additionally, the two roads are subject to a
widening/easement policy (discussed in more detail in Section 4.3). These ROW protection limits were
accounted for in the development proposal.

e Parking Supply: the CDP suggests encouraging the provision of off-street public parking in new
development where appropriate. The amount of available on-street parking is expected to decrease
overtime due to providing additional space for pedestrians, cyclists, and public transit.

o Two-Way Conversion of Roads: one major recommendation of the CDP involves converting each of Kent
St and Lyon St to two-way roads. This would improve the street environment for all users, slow down
traffic, create a greater choice of routes and improve wayfinding. The timeline for this modification is
unknown and no studies assessing the effects of this modification have been produced yet. It has been
assumed this recommendation will not be implemented within the established future horizons for this
TIA.

o Streetscapes: the Catherine St and Kent St corridors are both illustrated as locations for priority
streetscape improvements in the CDP and Secondary Plan, with Catherine St and Lyon St both enlisted
in the Secondary Plan as key streets to undertake streetscape improvements as part of the capital
budget for any road and infrastructure renewal program. For Catherine St, streetscape design strategies
include a vision for a tree-lined street, and a generous sidewalk and landscape setbacks between the
development and the sidewalk. For Kent St and Lyon St, streetscape design strategies include
streetscape environment improvement through conversion of both roads to two-way, planting trees
where space permits and rebuilding the asphalt sidewalk along Lyon St to City standards.

Figure 10: Centretown CDP Study Area
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2.1.3.3 Other Area Developments

This section outlines adjacent developments within the study area. Based on the City of Ottawa’s Development
Applications search tool, several applications have been initiated near the proposed development site. However,
the majority of these applications are either for low-rise apartment buildings with minimal traffic generation or
for renovating/adding new units to existing low-rise units. Any traffic generated by the minor adjacent future
developments will be captured in the background growth rate in traffic forecasting. Only one development has
been identified given its relatively larger size:

e 30-48 Chamberlain Avenue: a TIA report was prepared by CGH in October 2020 in support of a 16-storey
apartment building containing 150 apartment units. The development is anticipated to be constructed
in a single phase by 2024 and is expected to generate a minimal number of vehicles in the study area
with up to 42 total two-way traffic volumes during peak hours. Given the low number of traffic volumes,
this development has been captured in the background growth rate in traffic forecasting.

2.2. Study Area and Time Periods

For the purposes of this report, Phase 1 of the proposed development is assumed to be constructed by 2026,
while the full buildout is assumed to be completed by 2031. As such, horizon years 2026 and 2031 will be
analyzed using the weekday morning and afternoon peak hour time period traffic volumes. Analysis of horizon
year 2036 (five-years after full buildout) will also be included as per the requirements of the TIA Guidelines.
However, it should be noted that the City of Ottawa TMP, including the affordable networks only provide plans
for future City transportation infrastructure up to year 2031.

A meeting was held with City staff on Tuesday, April 25, 2023, to discuss the TIA Step 3 comments received on
March 30, 2023. City staff confirmed in a meeting they do not have major concerns with excluding three select
intersections: Chamberlain/Percy, Gladston/Bank and Flora/Bank.

We have discounted the Chamberlain/Percy intersection because Percy St is a one-way street section, it only
permits the southbound left-turn at Chamberlain, and it is signalized with no opposing traffic. We do not
anticipate any concerns with operations at this location with the low amount of site generated traffic anticipated.

The two Bank St intersections were also excluded because we do not anticipate significant site generated traffic
at either of the Gladstone/Bank or Flora/Bank intersections; they will be few in comparison to existing traffic
volumes on Bank St. Kent St is expected to be the primary outbound route northbound. Inbound traffic from the
north will be split between Lyon St and Bank Street, and the likely access street from Bank St will be either
Arlington Ave (which we have added) or Catherine St (that was already captured). We expect site generated traffic
will have negligible long-term impacts on these intersections.

Proposed study area intersections, agreed to by City staff, are listed below and illustrated in Figure 11.

e Lyon/Catherine e Lyon/Gladstone

e Kent/Catherine e Lyon/Arlington

e Bank/Catherine o Kent/Arlington

e Bronson/Catherine e Bank/Arlington

e Percy/Catherine e Bank/Chamberlain/Isabella

e Kent/Gladstone
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2.3. Exemption Review

The modules/elements of the TIA process in Table 2 are recommended to be exempt based on the City’s TIA
guidelines, the current ZBLA/SPC process and the current site plan arrangement.

Table 2: Exemptions Review Summary

Module Element Exemption Consideration

4.1 Development Design 4.1.3 New Street Networks | Only required for plans of subdivision.

3.0 FORECASTING

3.1. Development Generated Travel Demand

3.1.1. Trip Generation and Mode Shares

Trip Generation Rates

The proposed development will consist of 7 townhome units, 1,127 apartment units and 2,423m2 (26,081ft2)
of ground floor retail space. The trip rates for the land uses are summarized in Table 3 below.

The appropriate trip generation rates for townhomes and high-rise apartment units were obtained from the 2020
TRANS Trip Generation Manual. The Manual provides person-trip rates during the peak AM and PM periods (i.e.
7am-9:30am and 3:30pm-6pm). The peak hour trip generation rates for the non-residential land uses were
obtained from the ITE Trip Generation Manual (11t edition), assuming the “Retail Strip Plaza (less than 40,000
ft2 GFA)” land use for the total retail area.

Table 3: Proposed Development Trip Rates

. . Data Trip Rates
Land Use ITE/TRANS Designation Source AM Peak PM Peak

Residential “High-Rise Apartments” TRANS T =0.8(du); T =0.9(du);
“Townhomes (Low-Rise Units)” TRANS T =1.35(du); T =1.58(du);

Commercial “Retail Strip Plaza” ITE 822 T=0.66Ln(x) + 1.84 T=0.71Ln(x) + 2.72

INotes: T = Average Vehicle Trip Ends
du = Dwelling unit
x = Gross Floor Area (1,000 ft2)
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Residential Trip Generation

Using the respective residential trip rates in Table 3, the total number of vehicles per hour generated by the
proposed residential land uses of the development are calculated for the morning and afternoon peak periods,
as shown in Table 4.

Table 4: Residential Units Peak Period Person Trip Generation

Dwelling | AM Peak Period | PM Peak Period
Phase Land Use . . .
Units Person Trips Person Trips
Phase 1 High-Rise Apartments 400 320 360
Phase 2 High-Rise Apartments 727 582 654
Townhomes (Low-Rise Units) 7 9 11
Total 1,134 911 1,025

The proposed development’s residential land use is anticipated to generate a total of approximately 911 and
1,025 person trips during the morning and afternoon peak periods, respectively. The total peak period person
trips in Table 4 for each land use are then divided into different travel modes using mode share percentages
obtained from the 2020 TRANS Manual for the “Ottawa Inner Area” district. Table 5 and Table 6 provide the
travel mode breakdown for the proposed high-rise apartments and townhomes, respectively.

Table 5: High-Rise Apartments Peak Period Trips Mode Shares Breakdown
Mode | AM Peak Period | Mode | PM Peak Period

Travel Mode

Share Person Trip Share Person Trips
Phase 1
Auto Driver | 26% 84 25% 91
Auto Passenger 6% 19 8% 29
Transit | 28% 89 21% 77
Cycling 5% 18 6% 21
Walking | 34% 110 39% 141
Total Person Trips | 100% 320 100% 360
Phase 2
Auto Driver | 26% 152 25% 166
Auto Passenger 6% 35 8% 53
Transit | 28% 162 21% 140
Cycling | 5% 32 6% 38
Walking | 34% 200 39% 257
Total Person Trips | 100% 582 100% 654

Table 6: Townhomes Peak Period Trips Mode Shares Breakdown
Mode | AM Peak Period | Mode | PM Peak Period

Wil bt Share Person Trip Share Person Trips
Phase 2
Auto Driver | 27% 3 31% 3
Auto Passenger 8% 1 9% 1
Transit | 26% 2 20% 2
Cycling 9% 1 9% 1
Walking | 30% 3 31% 3
Total Person Trips | 100% 9 100% 11

Standard traffic analysis is usually conducted using the morning and afternoon peak hour trips as they represent
a worst-case scenario. The 2020 TRANS Manual provides conversions rates from peak period to peak hours for
different mode shares, as shown in Table 7 below.
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Table 7: Peak Period to Peak Hour Conversion Factors (2020 TRANS Manual)

Peak Period to Peak Hour Conversion Factors
Travel Mode
AM PM
Auto Driver and Passenger 0.48 0.44
Transit 0.55 0.47
Bike 0.58 0.48
Walk 0.58 0.52

Using the conversion rates in Table 7 and the peak period person trips for different travel modes in Table 5 and
Table 6, the peak hour trips for different travel modes can be calculated as shown in Table 8 and Table 9.

Table 8: High-Rise Apartments Peak Hour Trips Mode Share Breakdown
Travel Mode | AM Peak Hour Trips | PM Peak Hour Trips

Phase 1
Auto Driver 40 40
Auto Passenger 9 13
Transit 49 36
Cycling 10 10
Walking 64 74
Total Person Trips 173 173
Phase 2
Auto Driver 73 73
Auto Passenger 17 24
Transit 89 66
Cycling 18 18
Walking 116 134
Total Person Trips 314 314

Table 9: Townhomes Peak Hour Trips Mode Share Breakdown
Travel Mode | AM Peak Hour Trips | PM Peak Hour Trips

Phase 2
Auto Driver 1 2
Auto Passenger 0 0
Transit 1 1
Cycling 1 0
Walking 2 2
5 5

Total Person Trips

As shown above, the residential land use of the proposed development is anticipated to generate a total of up
to 492 total person trips, which includes up to 115 vehicle trips, 26 to 37 passenger trips, 103 to 139 transit
trips and 211 to 238 active transportation (walking and cycling) trips during peak hours.

Considering the location and context surrounding the proposed development, such as proximity to the Highway
417, and the notable distance from LRT or a rapid transit corridor, it was assumed that a higher auto driver mode
share would be more appropriate relative to the district average, which accounts for the Confederation line and
several LRT stations. The increase in auto-driver mode share comes at the expense of transit, walking and
cycling. The adjusted mode share percentages are shown in Table 10 and Table 11 for the high-rise apartments
and townhomes, respectively. Note that the same mode share percentages are applied to both the AM and PM
peak hours.
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Using the modified mode shares above, the breakdown of inbound and outbound trips for the high-rise
apartments and townhomes are provided in Table 12 and Table 13 respectively. The inbound and outbound

Table 10: High-Rise Apartments Peak Hour Trips Mode Share Breakdown

Travel Mode | Mode Share | AM Peak Hour Trips | PM Peak Hour Trips
Phase 1
Auto Driver 40% 69 69
Auto Passenger 10% 17 17
Transit 20% 35 35
Cycling 5% 9 9
Walking 25% 43 43
Total Person Trips 100% 173 173
Phase 2
Auto Driver 40% 125 126
Auto Passenger 10% 31 31
Transit 20% 63 63
Cycling 5% 16 16
Walking 25% 78 79
Total Person Trips 100% 314 314

Table 11: Townhomes Peak Hour Trips Mode Share Breakdown

Travel Mode | Mode Share | AM Peak Hour Trips | PM Peak Hour Trips
Phase 2

Auto Driver 40% 2 2
Auto Passenger 10% 1 1
Transit 20% 1 1
Cycling 5% 0 0
Walking 25% 1 1
Total Person Trips 100% 5 5

percentages were obtained from the 2020 TRANS Manual.

Table 12: High-Rise Apartments Mode Shares Breakdown (2020 TRANS Report)

AM Peak (Person Trips/h)

PM Peak (Person Trips/h)

Travel Mode In (31%) | Out(69%) | Total In(58%) | Out(42%) | Total
Phase 1
Auto Driver 21 48 69 40 29 69
Auto Passenger 5 12 17 10 7 17
Transit 11 24 35 20 15 35
Cycling 3 6 9 5 4 9
Walking 13 30 43 25 18 43
Total Person Trips 54 119 173 100 73 173
Phase 2
Auto Driver 39 86 125 73 53 126
Auto Passenger 10 21 31 18 13 31
Transit 20 43 63 37 26 63
Cycling 5 11 16 9 7 16
Walking 24 54 78 46 33 79
Total Person Trips 97 217 314 182 132 314

Table 13: Townhomes Mode Shares Breakdown (2020 TRANS Report)

Travel Mode

AM Peak (Person Trips/h)

PM Peak (Person Trips/h)

In (30%) | Out (70%) |

Total

In (56%)

| out(44%) |

Total

Phase 2

Auto Driver

Auto Passenger

Transit

Cycling

Walking

Total Person Trips
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Using the tables above, the projected number of trips anticipated to be generated by the residential land uses
of the proposed development are provided in Table 14.
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Table 14: Total Residential Trip Generation

AM Peak (Person Trips/h) PM Peak (Person Trips/h)
Travel Mode In | out [ Total In | Out | Total
Phase 1
Auto Driver 21 48 69 40 29 69
Auto Passenger 5 12 17 10 7 17
Transit 11 24 35 20 15 35
Cycling 3 6 9 5 4 9
Walking 13 30 43 25 18 43
Total Person Trips 54 119 173 100 73 173
Phase 2
Auto Driver 40 87 127 74 54 128
Auto Passenger 10 22 32 19 13 32
Transit 20 44 64 38 26 64
Cycling 5 11 16 9 7 16
Walking 24 55 79 47 33 80
Total Person Trips 99 221 319 185 134 319
Total
Auto Driver 61 135 196 114 83 197
Auto Passenger 15 34 49 29 20 49
Transit 31 68 99 58 41 99
Cycling 8 17 25 14 11 25
Walking 37 85 122 72 51 123
Total Person Trips 153 340 492 285 207 492

As shown in Table 14, the total number of vehicle trips anticipated to be generated by the residential land uses
are 197 vehicles per hour during both the morning and afternoon peak hours.

Retail Units Trip Generation

The proposed non-residential land uses of the site consist of retail units, where the exact occupants of the retail
units have not been confirmed as of yet. It is important to note that the development is not located in any retail
node and the Catherine St corridor is not utilized for any many retail uses, as opposed to a traditional mainstreet
such as Bank St. Therefore, the majority of patrons using the retail units are expected to be either internal site
residents or local walking trips from adjacent developments, which would generate a very minimal number of
new vehicle trips.

Using the trip rates provided in Table 3, the total number of person trips per hour generated by the proposed
retail units are multiplied by a factor of 1.28, as per TIA standards, to account for typical North American auto
occupancy values of approximately 1.15 and combined transit and non-motorized modal shares of less than
10%. The resulting total person trips per hour are summarized in Table 15.

Table 15: Retail Units Peak Hour Person Trips

AM Peak (Person Trips/h) PM Peak (Person Trips/h)
Land Use GFA(®) | (60%) | Out (40%) | Total | In(50%) | Out (50%) | Total

Phase 1
Strip Retail Plaza | 13984 | 27 | 19 | 46 | 63 | 63 | 126

Phase 2
Strip Retail Plaza | 12,096 25 17 42 57 57 114
Total 52 36 88 120 120 240

The commercial elements of the proposed development are intended primarily to serve local residents and
nearby communities (the population will increase as future developments and intensification plans continue to
progress in the downtown).

Given the mixture of land uses proposed onsite, an internal reduction rate was applied based on mixed-use
parameters described in Section 6.5 of the ITE Trip Generation Manual 34 Edition, to account for multi-purpose
peak hour trips such as a local resident shopping, getting a haircut, stopping at a drycleaner, or any other minor
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retail tenant that may occupy a retail space. These trips may be reduced to reflect double counted trips, which
has been incorporated in the trip generation tables that follow. The base calculation for determining the quantity
of internal reductions has been provided in Appendix E.

Pass-by trips were also considered for commercial uses. Pass-by trips are intermediate trips along the original
route between the primary origin and destination, such as a trip to a retail use while travelling between home
and another destination. These are not considered ‘new’ trips, but existing trips already on the network. Appendix
E of the ITE Trip Generation Manual 3 edition was used to determine pass-by rates. Pass-by trips were
calculated after the internal reduction factor was applied.

The proposed mode shares for commercial uses have been summarized in Table 16.

Table 16: TRANS 2020 Mode Shares for Commercial Use and Proposed Mode Shares

Travel TRANS Mode Proposed
Mode Shares Mode Share Proposed Modal Share Rationale
AM | PM (AM & PM)
Auto o o o A reduction in driver mode share from TRANS is justifiable given the
: 39% | 22% 15% . B .
Driver small scale of commercial uses proposed. Nearby high-density
Auto 2% 2% 5% residential, commercial and office settings, plus low parking availability
Passenger ° ° ° promote walking and cycling to access the commercial uses on site.
Transit 16% | 12% 15% Transit anticipated to be similar to existing mode shares.
Cycling 3% 4% 5% The majority of trips are anticipated to be generated locally and will most
. likely attract nearby pedestrians, cyclists, and residents of the same
Walking | 40% | 58% 60% development.

The trip generation rates for commercial land uses from Table 15 were used along with the proposed sizes for
each phase of development and the proposed mode shares from Table 16 to provide the retail peak hour trips
breakdown shown in Table 17. Residential and commercial vehicle trips are both inputted into the internal
reductions sheets in Appendix E to determine the internal trips. Note that the internal reductions for Phase 2
use combined vehicle trips of both Phases 1 and 2 to internal trips at full buildout.

Table 17: Retail Peak Hour Trips Mode Share Breakdown

Travel Mode Mode AM Peak (Person Trips/h) PM Peak (Person Trips/h)
Share | In (60%) | Out (40%) | Total | In (50%) | Out (50%) | Total
Phase 1
Auto Driver 5 3 8 9 7 16
Pre-Internal Reduction 15% 5 3 8 10 10 20
Vehicles Reduced 0 0 0 -1 -3 -4
Auto Passenger 5% 1 1 2 4 4 8
Transit 15% 4 3 7 9 9 18
Cycling 5% 1 1 2 3 3 6
Walking 60% 16 11 27 37 37 74
Total Person Trips 100% 27 19 46 62 60 122
Pass-By | 0%(35%) 0 0 0 -3 -3 -6
Total ‘New’ Vehicle Trips - 5 3 8 6 4 10
Phase 2
Auto Driver 3 2 5 8 7 15
Pre-Internal Reduction 15% 4 3 7 9 9 18
Vehicles Reduced -1 -1 -2 -1 -2 -3
Auto Passenger 5% 2 1 3 3 3 6
Transit 15% 3 2 5 8 8 16
Cycling 5% 1 1 2 3 3 6
Walking 60% 15 10 25 34 34 68
Total Person Trips 100% 24 16 40 55 52 107
Pass-By | 0%(35%) 0 0 0 -3 -3 -6
Total ‘New’ Vehicle Trips 3 2 5 5 4 9

As shown in Table 17, the retail land uses are expected to generate 46 to 122 person trips during peak hours of
Phase 1, as well as 40 to 107 persons trips during the peak hours of Phase 2. In total, the nonresidential land
uses are expected to generate trips as shown in Table 18 below.
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Table 18: Total Nonresidential Trip Generation

AM Peak (Person Trips/h) PM Peak (Person Trips/h)

Travel Mode In Out Total In Out Total
Auto Driver 8 5 13 17 14 31
Pre-Internal Reduction 9 6 15 19 19 38
Vehicles Reduced -1 -1 -2 -2 -5 -7
Auto Passenger 3 2 5 7 7 14
Transit 7 5 12 17 17 34

Cycling 2 2 4 6 6 12

Walking 31 21 52 71 71 142

Total Person Trips 51 35 86 118 115 233
Pass-By 0 0 0 -6 -6 -12

Total ‘New’ Vehicle Trips 8 5 13 11 8 19

Total Trips Generated

Similar to commercial, an internal reduction to residential trips is applicable, as shown in Table 19.

Table 19: Residential Peak Hour Trips with Internal Reductions

Mode AM Peak (Person Trips/h) PM Peak (Person Trips/h)
VL] el Share In Out | Total In Out | Total
Phase 1
Auto Driver 21 48 69 37 28 65
Pre-Internal Reduction 21 48 69 40 29 69
Vehicles Reduced 0 0 0 -3 -1 -4
Total ‘New’ Vehicle Trips 21 48 69 37 28 65
Phase 1 & 2 Combined
Auto Driver 60 134 194 109 81 190
Pre-Internal Reduction 61 135 196 114 83 197
Vehicles Reduced -1 -1 -2 -5 -2 -7
Total ‘New’ Vehicle Trips 60 134 194 109 81 190

The total person trips anticipated to be generated by the residential and non-residential land uses of the
proposed future development are provided in Table 20, which includes all travel mode shares of the residential
units plus the auto driver mode of the nonresidential uses.

Table 20: Total Trips Generated

P PARSONS

AM Peak (Person Trips/h) PM Peak (Person Trips/h)
U bl In Out | Total In Out Total
Phase 1
Auto Driver 26 51 77 46 35 81
Pre-Internal Reduction 26 51 77 50 39 89
Vehicles Reduced 0 0 0 -4 -4 -8
Auto Passenger 6 13 19 14 11 25
Transit 15 27 42 29 24 53
Cycling 4 7 11 8 7 15
Walking 29 41 70 62 55 117
Total Person Trips 80 139 219 159 132 291
Pass-By 0 0 0 -3 -3 -6
Total ‘New’ Vehicle Trips 26 51 77 43 32 75
Phase 1 & 2 Combined
Auto Driver 68 139 207 126 95 221
Pre-Internal Reduction 70 141 211 133 102 235
Vehicles Reduced -2 -2 -4 -7 -7 -14
Auto Passenger 18 36 54 36 27 63
Transit 38 73 111 75 58 133
Cycling 10 19 29 20 17 37
Walking 68 106 174 143 122 265
Total Person Trips 202 373 575 400 319 719
Pass-By 0 0 0 -6 -6 -12
Total ‘New’ Vehicle Trips 68 139 207 120 89 209
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Based on the results provided in Table 20, the proposed future development is anticipated to generate a total
of approximately 575 and 720 person trips during the morning and afternoon peak hours respectively, including
roughly 210 ‘new’ vehicle trips in both peak hour periods.

3.1.2. Trip Distribution and Assignment

Based on the 2011 OD Survey (Ottawa Inner Area district) and the location of adjacent arterial roadways and
neighbourhoods, the distribution of site-generated traffic volumes was estimated as follows:

o 20% to/from the east via HWY-417;

o 30% to/from the west HWY-417;

o 25% to/from the north via Bronson Ave/Bank St/Lyon St/Kent St; and,
o 25% to/from the south via Bronson Ave/Bank St.

The anticipated ‘new’ auto trips for the proposed development from Table 20 were then assigned to the road
network as shown in Figure 12 for Phase 1 and Figure 13 for total site-generated traffic at full buildout. At Phase
1, the Catherine St garage access and the woonerf are expected to be constructed. The Arlington Ave access is
expected to be constructed at Phase 2. Note that no vehicles were modelled using the woonerf as truck traffic
using this access will be infrequent and generally occur during off-peak hours.

Figure 12: Phase 1 Site-Generated Traffic
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Figure 13: Full Buildout Phase 1 + Phase 2 Site-Generated Traffic
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3.2. Background Network Traffic

3.2.1. Transportation network plans

Refer to Section 2.1.3: Planned Conditions.

3.2.2. Background Growth

The development is located in the Downtown Core Transect (as designated within the Official Plan), where
policies are aimed towards augmenting and prioritizing the movement of pedestrians, cyclists, and transit users.
Traffic flow and parking requirements are secondary priorities, which suggest traffic volumes along study area
roadways may not increase as rapidly in the future and may even experience a decline. However, based on the
vision of the Centretown CDP and Secondary Plan, more development intensification is planned along Catherine
St, which will increase population within the study area. As such, a conservative 0.5% background growth rate
was applied to arterial roads within the study area that provide connectivity to and from Highway 417, including
Catherine St, Kent St, Lyon St, and Chamberlain Ave. The future background 2026, 2031 and 2036 traffic
volumes are illustrated in Figure 14, Figure 15 and Figure 16, respectively.
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Figure 14: Future Background 2026 Traffic Volumes
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Figure 15: Future Background 2031 Traffic Volumes
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Figure 16: Future Background 2036 Traffic Volumes
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3.2.3. Other Developments

Refer to Section 2.1.3.3 - Other Area Developments, no other area development included in future conditions.

3.3. Demand Rationalization

The following section indicates factors that may be used to rationalize the future travel demands in the study
area and determine if there are potential capacity limitations and how they may be addressed.

The total projected 2026, 2031 and 2036 traffic volumes can be calculated by superimposing the site-generated
traffic in Figure 12 and Figure 13, onto the future background traffic in Figure 14, Figure 15 and Figure 16. The
total projected 2026, 2031 and 2036 traffic volumes are illustrated in Figure 17, Figure 18 and Figure 19,

respectively.

It is important to note that the ongoing evolution of travel behaviour post-COVID-19, combined with long-term
transportation network changes of the Centretown area and broader City of Ottawa investments in transit and
active transportation (as discussed in Section 2.1.3), are expected to gradually discourage auto use in the
Downtown Transect (as designated in the City Official Plan). Further discussion on elements is provided below.

TDM Measures

The Centretown CDP suggests implementing aggressive TDM Measure as part of new developments in the
Southern Area of the Centretown district, where the proposed development is located. These measures include
providing enhanced pedestrian, cycling, and transit facilities where possible, as part of new developments. The
purpose of such measures is to reduce reliance on vehicle travel modes and encourage alternative travel
behaviors. Depending on the size and density of future developments, implementing appropriate TDM measures
may help reduce future traffic volumes in the Centretown area. For the future development at 265 Catherine St,
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aggressive measures may be implemented to incentivize residents to rely on transit and active transportation
modes such as walking and cycling. These measures are identified in Section 4.5.

LRT

The City of Ottawa LRT construction is underway, where Stage 1 has already been constructed and in use as of
2019, while Stage 2 is under construction and includes further expansions of the LRT corridor in different
directions. Lyon Station and Parliament Station are located along Queen St in the Centretown area, where the
Lyon Station is located approximately 1.4km north of the proposed development site.

The LRT is expected to have resulted in significant reductions in background traffic volumes, influencing the
Centretown area as a whole. Most traffic volumes used for the purpose of this TIA Report were mostly conducted
in 2018, prior to the opening of the LRT Stage 1. As such, they may not reflect any changes in travel patterns as
a result of the LRT. As the LRT continues to expand and the travel behaviors of background trips adjust, it is
expected that transit usage would increase, while background traffic decreases.

COVID-19 Changes to Travel Behavior

The COVID-19 pandemic resulted in significant implications to travel behaviors across the country. A
considerable percentage of the workforce have shifted to a work-from-home only or hybrid home/office work
schedule, with such effects expected to have long lasting impacts. This change resulted in a noticeable reduction
of traffic volumes during peak hours - anecdotally, interprovincial bridge crossings are currently 75% below pre-
covid levels (based on ongoing work for the Wellington Street Closure Assessment by the City of Ottawa).

As businesses continue to adjust to new and more widely desirable work schedules, it is uncertain how persistent
the reduction in traffic volumes will remain. Therefore, it is important to acknowledge that any growth applied to
background traffic volumes from pre-COVID levels should be considered a conservative assumption.

In this TIA, a 0.5% background traffic growth rate was assumed from pre-COVID traffic volumes (discussed in
Section 3.2.2) without applying any further reductions to the study area traffic volumes, representing as a worst-
case scenario. The impact of the proposed development’s site-generated traffic volumes on the study area
intersections and roadways will be determined in the subsequent sections of the TIA report.

Figure 17: Total Projected 2026 Traffic Volumes
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Figure 18: Total Projected 2031 Traffic Volumes

833
Tn
asa 4—143(314) 5 L 14878
Gladstone <« b |/ 1528 /| < 165(324)
184(247)— s275)4 | @t
24(52)5 277(150}-» ~eT
2T £
ONN~ [
s 3 