


 
 
 
 
 

10 Cope Drive 
 

Transportation Impact Assessment 
 
 
 
 
 
 
prepared for: 
Taggart Realty Management 
225 Metcalfe Street, Suite 708 
Ottawa, Ontario 
K2P 1P9 
 
 
 
 
 
 
prepared by: 

 
1223 Michael Street 
Suite 100 
Ottawa, ON K1J 7T2 
 
 
 
 
 
 
August 16, 2018 
 
 
 
476575-01000



  

10 Cope Drive – Transportation Impact Assessment i 

Table of Contents 
1. INTRODUCTION ..................................................................................................................................................................... 1 
2. SCOPING REPORT ................................................................................................................................................................. 3 

2.1. EXISTING AND PLANNED CONDITIONS ....................................................................................................................... 3 
2.1.1. Proposed Development ...................................................................................................................................... 3 
2.1.2. Existing Conditions .............................................................................................................................................. 3 
2.1.3. Planned Conditions ............................................................................................................................................. 7 

2.2. STUDY AREA AND TIME PERIODS ............................................................................................................................... 8 
2.2.1. Study Area ........................................................................................................................................................... 8 
2.2.2. Time Periods ........................................................................................................................................................ 9 
2.2.3. Horizon Years ...................................................................................................................................................... 9 

2.3. EXEMPTION REVIEW .................................................................................................................................................... 9 
3. FORECASTING REPORT ........................................................................................................................................................ 9 

3.1. DEVELOPMENT-GENERATED TRAVEL DEMAND ......................................................................................................... 9 
3.1.1. Trip Generation and Mode Shares ..................................................................................................................... 9 
3.1.2. Trip Distribution ................................................................................................................................................. 12 
3.1.3. Trip Assignment ................................................................................................................................................. 12 

3.2. BACKGROUND NETWORK TRAVEL DEMANDS ......................................................................................................... 14 
3.2.1. Transportation Network Plans .......................................................................................................................... 14 
3.2.2. Background Growth .......................................................................................................................................... 14 
3.2.3. Other Developments ......................................................................................................................................... 15 

4. STRATEGY REPORT ............................................................................................................................................................. 15 
4.1. DEVELOPMENT DESIGN ............................................................................................................................................ 15 

4.1.1. Design for Sustainable Modes ......................................................................................................................... 15 
4.1.2. Circulation and Access...................................................................................................................................... 16 

4.2. PARKING ..................................................................................................................................................................... 16 
4.2.1. Parking Supply................................................................................................................................................... 16 

4.3. BOUNDARY STREET DESIGN ..................................................................................................................................... 16 
4.3.1. Existing Conditions ............................................................................................................................................ 16 
4.3.2. Projected Conditions ......................................................................................................................................... 17 

4.4. ACCESS INTERSECTION DESIGN ............................................................................................................................... 18 
4.4.1. Location and Design of Access ........................................................................................................................ 18 
4.4.2. Intersection Control .......................................................................................................................................... 18 
4.4.3. Intersection Design - MMLoS ........................................................................................................................... 19 

4.5. TRANSPORTATION DEMAND MANAGEMENT ........................................................................................................... 19 
4.6. NEIGHBOURHOOD TRAFFIC MANAGEMENT ............................................................................................................. 20 
4.7. TRANSIT ...................................................................................................................................................................... 20 
4.8. REVIEW OF NETWORK CONCEPT .............................................................................................................................. 20 
4.9. INTERSECTION DESIGN ............................................................................................................................................. 20 

4.9.1. Existing Conditions ............................................................................................................................................ 20 
4.9.2. Total Projected 2019 Conditions – Full-Site Build Out ................................................................................... 22 
4.9.3. Total Projected 2024 Conditions – 5-YEars Beyond Site Build-Out ............................................................... 24 

5. CONCLUSIONS .................................................................................................................................................................... 26 
 

  









 

10 Cope Drive – Transportation Impact Assessment 3 

2. SCOPING REPORT 
The TIA and ensuing analysis includes the signalized Eagleson/Cope, Eagleson/Fernbank and unsignalized Cope/Site (First 
Air) Driveway intersections.  The proposed signalized access and right-in/right-out access to Eagleson Road will also be 
assessed. 

2.1. EXISTING AND PLANNED CONDITIONS 

2.1.1. PROPOSED DEVELOPMENT 

The existing land is zoned as Arterial Mainstreet Zone.  The proposed development will consist of an approximate 5,602m2 
of retail with an anchor grocery store.  The estimated date of occupancy is 2019.  A total of approximately 246 parking 
spaces are proposed.  A right-in/right-out only access is proposed to Eagleson Road approximately 120 m south of the 
Eagleson/Cope intersection, and a new signalized full-movement access is proposed a further 100 m south on Eagleson 
Road. 

2.1.2. EXISTING CONDITIONS 

Area Road Network 

Cope Drive is an City-owned east-west collector road, which extends from Eagleson Road in the east to Terry Fox Drive in 
the west.  Within the study area, Cope Drive has a two-lane cross section and a posted speed limit of 50 km/h (40 km/h 
approaching Eagleson). 
 
Eagleson Road is a major City-owned north-south arterial, which extends from Brophy Drive in the south (where it continues 
south as McCordick Road) to the Hwy 417 in the north (where it continues north as March Road).  Within the study area, 
Eagleson Road has a four-lane divided cross section with auxiliary turn lanes at major intersections.  The speed limit within 
the study area is posted at 60 km/h. 
 
Note that Eagleson Road transitions from a four-lane divided to a two-lane undivided cross-section just south of the subject 
site.  The widening of Eagleson Road to four lanes from this transition point to Hope Side Road is identified in the TMP as 
a Phase 2 Road Project (2016-2022). 
 
Fernbank Road is a major City-owned east-west arterial road, which extends from Eagleson Road in the east, through 
Stittsville, to Dwyer Hill Road in the west.  Within the study area, Fernbank Road has a two-lane cross section with auxiliary 
turn lanes at major intersections, on-road cycling lanes, and a posted speed limit of 60 km/h. 
 
Akerson Road/Carronbridge Circle is a City-owned north-south local road that links Michael Cowpland Drive in the north to 
Cope Drive in the south, where it continues as Carronbridge Circle.  The cross-section is two-lanes and the unposted speed 
limit is understood to be 50 km/h.  A multi-use path (MUP) was recently constructed from Carronbridge Circle to Eagleson 
Road. 
 
Adjacent Private Driveways 
Along Eagleson Road there are no private driveways located within 200 m of the proposed site’s driveways. 
 
Along Cope Drive, the proposed site driveway will use a portion of the existing driveway to the First Air development.   
 
Along the north side of Cope Drive there are two driveways to the Real Canadian Superstore development, located 
approximately 35 and 50 m from the existing First Air/proposed site driveway. 



 

10 Cope Drive – Transportation Impact Assessment 4 

Pedestrian/Cycling Network 

With regard to pedestrian facilities adjacent to the site, sidewalks are provided on the both sides of Cope Drive, Akerson 
Road and Eagleson Road (north of Cope).  South of Cope Drive, an asphalt sidewalk is provided along the east side of 
Eagleson Road which connects to a pathway approximately 150 m south of the Cope/Eagleson intersection. As mentioned 
previously, a MUP is provided south of the site between Carronbridge Circle and Eagleson Road.  The notable deficiencies 
in the pedestrian network are: the lack of a sidewalk facility on the west side of Eagleson Road along the site’s frontage; 
and the lack of a protected crossing of Eagleson Road for users of recreational pathway between Cope Drive and Fernbank 
Road. 
 
According to the Ottawa Cycling Plan, Eagleson Road, north of Flewellyn Road, and Fernbank Road are identified as Spine 
Cycling Routes and Cope Drive and Akerson Road are identified as Local Cycling Routes.  Bicycle lanes are currently 
provided along the west side of Eagleson Road, between Cope Drive and the southern access to Eagleson Place shopping 
centre.  Bicycle lanes are also provided along Fernbank Road between Terry Fox Drive and Eagleson Road. Cope Drive and 
Akerson Road are identified as ‘suggested routes’ and MUPs are provided south of the site between Carronbridge Circle 
and Eagleson Road and west of the site, serving the adjacent residential community. 

Transit Network 

Transit service within the vicinity of the site, as shown in Figure 3, is provided by OC Transpo Routes #161, 164 and 256.  
Bus stops for all three Routes are provided at the Cope/Akerson intersection approximately 200 to 400 m walking distance 
from the subject site.  Bus stops are also located along Eagleson Road in the northbound direction at the Eagleson/Cope 
intersection and in the north and southbound directions at the signalized Eagleson/Real Canadian Superstore intersection 
approximately 250 m north of the Eagleson/Cope intersection.  Route #161 is a local route, which provides frequent all-
day service.  Route #164 is a peak route, which provides service during the weekday peak hours only.  Route #256 is a 
Connexion Routes, which also provides weekday peak hour service only.  

Figure 3: Area Transit Network 
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Existing Transit Capacity 

Based on the information provided by OC Transpo, the following Table 1 provides the number of boarding and alighting 
passengers during the peak periods for an average day at the bus stops within the vicinity of the site.  In addition, it provides 
the average number of persons on board busses leaving the stops.  

Table 1:  Existing Boarding and Alighting Passengers 

Sept 2017 Data AM PEAK PERIOD PM PEAK PERIOD 

Intersection STOP Route 
Average 
Boarding 

(6am-9am) 

Average 
Alighting 

(6am-9am) 

Average 
Load at 

Departure 

Average 
Boarding 

(3pm-6pm) 

Average 
Alighting 

(3pm-6pm) 

Average 
Load at 

Departure 

Akerson/Cope 

6936 
161 0 0 1 0 2 6 

164       0 1 6 

6935 

161 1 0 5 0 0 2 

164 2 0 12   

256 Not Available Not Available 

 
We have been informed by OC Transpo that Route #256 did not extend to Stop 6935 until January 2018 and as such, 
there is no boarding/alighting data for this route at this stop.  We are advised that there are currently overload issues on 
Route #256 and the issues are under review by OC Transpo.  As mentioned previously, Route #164 is a peak direction 
route and as such there is boarding/alighting data in only one direction during the peak hours. 
 
As shown in Table 1, there is significant spare capacity on Routes #161 and 164 within the vicinity of the site.  Capacity of 
busses is understood to be 55 persons per bus for regular busses, 75 persons per bus for articulated busses and 90 
persons per bus for double decker busses. 

Existing Study Area Intersection 

Eagleson/Cope (signalized) 
Northbound 

 two through lanes 
 single 60m left-turn lane 

Southbound 

 two through lanes 
 single 50m left-turn lane 
 single 100m+ right-turn lane 

(channelized) 
 cycling lane 

Eastbound 

 single through/right-turn lane 
(channelized) 

 single 40m left-turn lane 

Westbound 

 single through/right turn lane 
(channelized) 

 single 20m left-turn lane 
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Eagleson/Fernbank (signalized) 
Northbound 

 single through lane 
 single 30m left-turn lane 

Southbound 

 single through lane 
 single right-turn lane 
 pocket cycling lane 

Eastbound 

 single left-turn lane 
 single right-turn lane 
 cycling lane 

 

 
Cope/Site (uncontrolled) 
Northbound 

 single all-movement lane 

Eastbound 

 single through right-turn lane 

Westbound 

 single through left-turn lane 
  

Illustrated as Figure 4, are the most recent weekday morning and afternoon peak hour traffic volumes obtained from the 
City of Ottawa at the Eagleson/Cope, Eagleson/Fernbank intersections and collected by Parsons at the Cope/Site 
intersection (First Air driveway). Saturday peak hour counts (collected by Parsons) are also included in Figure 4.  All peak 
hour traffic volumes are included as Appendix A. 

Figure 4: Existing Peak Hour Traffic Volumes 
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Existing Road Safety Conditions 

Collision history for the Eagleson/Cope and Eagleson/Fernbank intersections (2012 to 2016, inclusive) was obtained from 
the City of Ottawa and most collisions (69%) involved only property damage, indicating low impact speeds, and 29% 
involved personal injuries.  There was one fatal accident at the Eagleson/Fernbank intersection in 2016 that involved a 
passenger vehicle and a motorcycle.  The primary causes of collisions cited by police include; rear end (35%), angle (24%), 
and turning movement (22%) type collisions. 
 
A standard unit of measure for assessing collisions at an intersection is based on the number of collisions per million 
entering vehicles (MEV).  At intersections within the study area, reported collisions have historically take place at a rate of: 

 0.44/MEV at the Eagleson/Cope intersection; and 

 0.67/MEV at the Eagleson/Fernbank intersection. 
 
It is noteworthy that within the 5-years of recorded collision data, no collisions involved pedestrians or cyclists.  The source 
collision data as provided by the City of Ottawa and related analysis is provided as Appendix B.  

2.1.3. PLANNED CONDITIONS 

Planned Study Area Transportation Network Changes 

Roadways 
As noted previously, the widening of Eagleson Road (Cadence Gate to Hope Side Road) from the current two lanes to four 
lanes is identified in the TMP as a Phase 2 Road Project (2016-2022). 
 
Transit 
Identified in the 2031 Affordable Concept is Transit Priority (isolated measures) along Eagleson Road, north of Hazeldean 
Road. 

Other Area Development 

According to the City’s development application search tool, the following developments are planned within close proximity 
of the site. 
 
80, 110, 140, 151, 180 Cope Drive 
Thomas Cavanagh Construction Ltd. is proposing to construct 260 residential units at the above noted addresses.  The 
Transportation Impact Study (prepared by Stantec) projected an increase in vehicle trips of approximately 75 veh/h during 
the peak hours. 
 
800 Eagleson Road/5264 Fernbank Road 
A car dealership is proposed at the above noted address with approximately 100 parking spaces (34 for display vehicles 
and 64 for customers and staff).  No transportation impact assessment was submitted with the application. 
 
1039 Terry Fox Drive/5331 Fernbank Road 
The application for these lands (known as the Van Gaal Lands) includes a proposal for the construction of 255 townhouses, 
approximately 100,000 ft2 of commercial and 600,000 ft2 of office.  The Community Transportation Study (prepared by 
Novatech) projected an increase in vehicle volumes of approximately 900 to 1,000 veh/h during the weekday peak hours 
and 630 veh/h during the Saturday peak hour. 
 
25 Overberg Way/5306 Fernbank Road 
A 72 unit residential development is proposed at the above noted address with approximately 100 parking spaces.  No 
transportation impact assessment was submitted with the application. 
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895 Eagleson Road 
The South Kanata Development Corporation is proposing to construct a residential development at the above noted 
address consisting of approximately 141 townhouses.  The Transportation Impact Study (prepared by Stantec) projected 
an increase in traffic volumes of 50 to 60 veh/h during the peak hours. 
 
630 Eagleson Road 
A residential care facility, consisting of approximately 66 units is proposed at the above-noted address.  The Transportation 
Brief (prepared by Parsons) projected an increase in vehicle volumes of approximately 15 veh/h during peak hours. 

2.2. STUDY AREA AND TIME PERIODS 

2.2.1. STUDY AREA 

The proposed study area is outlined below and highlighted in Figure 5. 

 Eagleson/Cope intersection; 
 Eagleson/Fernbank intersection; 
 Cope/Site (First Air) intersection; 
 Eagleson Road – adjacent to the site; 
 Cope Drive – adjacent to the site. 

Figure 5:  Study Area 
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2.2.2. TIME PERIODS 

The time periods to be assessed are the weekday afternoon commuter peak hour and Saturday peak hour.  Depending on 
the results of the forecasting report and the site-trip generation, the weekday morning peak hour traffic may be required 
as part of the assessment.  This will be determined during the Forecasting stage of the TIA. 

2.2.3. HORIZON YEARS 

The expected build out date for the proposed development is year 2020.  The horizon year 2025, representing 5-years 
beyond site build out will also be assessed. 

2.3. EXEMPTION REVIEW 

Based on the City’s TIA guidelines and the proposed development, the following sections of the TIA process will be exempt, 
unless otherwise directed. 
 

Module Element Exemption Consideration 

4.1 Development 
Design 

4.1.3 New Street 
Networks Not required for applications involving site plans. 

4.2 Parking 4.2.2 Spillover 
Parking Parking is proposed to exceed By-Law requirements. 

4.8 Review of 
Network Concept All elements This development is not expected to generate 200 person trips more than 

the permitted zoning for the site.  

3. FORECASTING REPORT 

3.1. DEVELOPMENT-GENERATED TRAVEL DEMAND 

3.1.1. TRIP GENERATION AND MODE SHARES 

The proposed development will consist of a number of commercial retail units totaling approximately 60,325 ft2, including 
a grocery store, a restaurant, two health/dental offices and other retail uses within the shopping centre.  Appropriate trip 
generation rates for the proposed retail development were obtained from the 10th Edition of the Institute of Transportation 
Engineers (ITE) Trip Generation Manual, which are summarized in Table 2. 

Table 2:  ITE Trip Generation Rates 

 Land Use Data  
Source 

Trip Rates 
AM Peak PM Peak SAT Peak 

Shopping Centre ITE 820 T = 0.94(X) T = 3.81(X) T = 4.50(X) 

High Quality 
Restaurant ITE 931 T = 0.73(X) T = 7.80(X) T = 10.68(X) 

Medical/Dental 
Office ITE 720 T = 2.78(X); 

Ln(T) = 0.89 Ln(X) + 1.31 
T = 3.46(X); 

T = 3.39(X) + 2.02 T = 3.10(X) 

Supermarket ITE 850 T = 3.82(X) T = 9.24(X); 
Ln(T) = 0.75Ln(X) + 3.21 

T = 10.34(X); 
Ln(T) = 0.69Ln(X) + 3.61 

Notes: T = 
X =

Average Vehicle Trip Ends  
1000 ft2 Gross Floor Area 

 
As ITE trip generation surveys only record vehicle trips and typically reflect highly suburban locations (with little to no access 
by travel modes other than private automobiles), adjustment factors appropriate to the more urban study area context 
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were applied to attain estimates of person trips for the proposed car dealership and retail components of the development.  
This approach is considered appropriate within the industry for urban infill developments. 
 
To convert ITE vehicle trip rates to person trips, an auto occupancy factor and a non-auto trip factor were applied to the ITE 
vehicle trip rates.  Our review of available literature suggests that a combined factor of approximately 1.28 is considered 
reasonable 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 person trip generation for the proposed shopping centre, restaurant, 
medical/dental offices and supermarket are summarized in Table 3. 

Table 3:  Modified Person Trip Generation 

Land Use Area 
AM Peak (Person Trips/h) PM Peak (Person Trips/h) SAT Peak (Person Trips/h) 

In Out Total In Out Total In Out Total 

Shopping 
Centre 

12,847 ft2 9 7 16 30 34 64 39 36 75 

High Quality 
Restaurant 

3,035 ft² 1 2 3 20 11 31 24 18 42 

Pharmacy 5,476 ft2 17 5 22 7 20 27 12 10 22 

Supermarket 38,965 ft2 120 74 194 256 246 502 307 295 602 

Person Trips 135 85 220 322 311 634 392 377 769 

Less 10% Multi-purpose trips -14 -8 -22 -32 -31 -63 -39 -38 -77 

Total Person Trips 122 76 198 290 280 570 352 339 692 
Note:  1.28 factor 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 person trips shown in Table 3 for the proposed retail developments were reduced by a 10% multi-purpose rate to 
account for trips to more than one of the retail pads within the development.  The person trips were then reduced by modal 
share and pass-by values based on the site’s location and proximity to adjacent communities, employment, shopping uses 
and transit availability. Modal share and pass-by values for the proposed general retail, restaurant, medical/dental office 
and grocery store are summarized in Tables 4, 5, 6, and 7, respectively. 

Table 4:  General Retail Modal Site Trip Generation (10% multi-purpose reduction) 

Travel Mode Mode 
Share 

AM Peak (Person Trips/h) PM Peak (Person Trips/h) SAT Peak (Person Trips/h) 
In Out In Out Total Total Out Total Total 

Auto Driver 60% 4 4 8 17 19 36 21 20 41 
Auto Passenger 15% 1 1 2 4 4 8 5 4 9 
Transit 15% 2 1 3 4 4 8 6 5 11 
Non-motorized 10% 1 0 1 2 4 6 3 3 6 
Total Person Trips 100% 8 6 14 27 31 58 35 32 67 

Less Pass-by (25%) -1 -1 -2 -5 -5 -10 -5 -5 -10 
Total ‘New’ Auto Trips 3 3 6 12 14 26 16 15 31 

 
  



 

10 Cope Drive – Transportation Impact Assessment 11 

Table 5:  Restaurant Modal Site Trip Generation (10% multi-purpose reduction) 

Travel Mode Mode 
Share 

AM Peak (Person Trips/h) PM Peak (Person Trips/h) SAT Peak (Person Trips/h) 
In Out In Out Total Total Out Total Total 

Auto Driver 60% 1 2 3 11 6 17 14 10 24 
Auto Passenger 15% 0 0 0 2 1 3 3 2 5 
Transit 15% 0 0 0 3 2 5 3 3 6 
Non-motorized 10% 0 0 0 2 1 3 2 1 3 
Total Person Trips 100% 1 2 3 18 10 28 22 16 38 

Less Pass-by (25%) 0 0 0 -2 -2 -4 -3 -3 -6 
Total ‘New’ Auto Trips 1 2 3 9 4 13 11 7 18 

 

Table 6:  Medical/Dental Office Modal Site Trip Generation (10% multi-purpose reduction) 

Travel Mode Mode 
Share 

AM Peak (Person Trips/h) PM Peak (Person Trips/h) SAT Peak (Person Trips/h) 
In Out In Out Total Total Out Total Total 

Auto Driver 60% 9 3 12 4 11 15 7 6 13 
Auto Passenger 15% 2 0 2 0 2 2 1 1 2 
Transit 15% 2 1 3 1 3 4 1 2 3 
Non-motorized 10% 2 1 3 1 2 3 2 0 2 
Total Person Trips 100% 15 5 20 6 18 24 11 9 20 

Total ‘New’ Auto Trips 9 3 12 4 11 15 7 6 13 
 

Table 7:  Grocery Store Modal Site Trip Generation (10% multi-purpose reduction) 

Travel Mode Mode 
Share 

AM Peak (Person Trips/h) PM Peak (Person Trips/h) SAT Peak (Person Trips/h) 
In Out In Out Total Total Out Total Total 

Auto Driver 60% 65 41 106 138 133 271 166 160 326 
Auto Passenger 15% 16 10 26 34 33 67 41 39 80 
Transit 15% 17 10 27 35 33 68 42 40 82 
Non-motorized 10% 10 6 16 23 22 45 27 27 54 
Total Person Trips 100% 108 67 175 230 221 451 276 266 542 

Less Pass-by (35%) -19 -19 -38 -47 -47 -94 -57 -57 -114 
Total ‘New’ Auto Trips 46 22 68 91 86 177 109 103 212 

 
The total site-generated vehicle trips are summarized in Table 8. 

Table 8:  Site Vehicle Trip Generation 

Vehicle Trip Generation 
AM Peak (veh/hr) PM Peak (veh/hr) SAT Peak (veh/hr) 

In Out Total In Out Total In Out Total 
Shopping Centre 4 4 8 17 19 36 21 20 41 

High Quality Restaurant 1 2 3 11 6 17 14 10 24 
Medical/Dental Office 9 3 12 4 11 15 7 6 13 

Supermarket 65 41 106 138 133 271 166 160 326 
Less Shopping Centre Pass-by (25%) -1 -1 -2 -5 -5 -10 -5 -5 -10 

Less Restaurant Pass-by (25%) 0 0 0 -2 -2 -4 -3 -3 -6 
Less Supermarket Pass-by (35%) -19 -19 -38 -47 -47 -94 -57 -57 -114 

Total 'New' Auto Trips 59 30 89 116 115 231 143 131 274 
 
As shown in Table 8, the total number of new vehicle trips projected to be generated by the proposed development is 
approximately 90, 230 and 275 veh/h during the weekday morning, afternoon and Saturday peak hours.  The increase in 
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transit trips is projected to be approximately 85 to 100 persons per hour during the weekday afternoon and Saturday peak 
hours.  The increase in active modes travelling to/from the development is projected to be 55 to 65 persons per hour 
during critical peak hours.  The critical peak hours are considered the weekday afternoon and Saturday peak hours and 
will be the focus of the assessment provided herein. 

Mode Shares 

The existing mode shares outlined in Tables 4 to 7 above were derived from the 2011 OD Survey for the Kanata/Stittsville 
area, which are shown in Table 9 below. 

Table 9: OD Survey Trips by Primary Travel Mode – Hunt Club 

Time 
Period 

24 Hours AM Peak Hour PM Peak Hour 
Average Selected 

Split 
Mode From 

District 
To 

District 
Within 
District 

From 
District 

To 
District 

Within 
District 

From 
District 

To 
District 

Within 
District 

Driver 67% 67% 57% 59% 74% 45% 73% 61% 57% 62% 60% 
Passenger 16% 16% 20% 9% 7% 17% 17% 15% 23% 16% 15% 
Transit 13% 13% 3% 24% 8% 4% 7% 21% 2% 11% 15% 
Bike/Walk 0% 0% 14% 0% 1% 20% 0% 0% 13% 5% 10% 
Other 4% 4% 7% 7% 10% 15% 3% 3% 6% 7% - 

 
These existing modal shares are used to calculate the projected traffic to/from the proposed development for the build-
out year and 5-years beyond build-out.  Given the planned transportation network within the vicinity of the site does not 
provide any significant non-auto transportation improvements, there is no rationale that the future modal splits will be 
different than existing. 

3.1.2. TRIP DISTRIBUTION 

Based on the existing traffic volume counts and the location of adjacent arterial roadways and neighbourhoods, the 
distribution of site-generated traffic volumes is as follows: 

 40%    to/from the north/northeast via Eagleson; 
 15% to/from the south/southwest via Eagleson and/or Fernbank; 
 30% to/from the east via Cope; and 
 15% to/from the northwest via Cope. 

3.1.3. TRIP ASSIGNMENT 

A full movement driveway connection and a right-in/right-out driveway connection to Eagleson Road are proposed to serve 
the subject development as well as a full-movement driveway connection to Cope Drive (via the existing First Air driveway).  
The full-movement driveway to Eagleson Road is proposed to be signalized and is located approximately 225 m south of 
the Eagleson/Cope intersection.  Given these proposed driveways, ‘new’ and ‘pass-by’ site-generated vehicle trips for the 
proposed development are assigned to the study area network and illustrated as Figures 6 and 7, respectively. 
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Figure 6:  ‘New’ Site-Generated Traffic  

 

Figure 7:  ‘Pass-by’ Site-Generated Traffic  
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3.2. BACKGROUND NETWORK TRAVEL DEMANDS 

3.2.1. TRANSPORTATION NETWORK PLANS 

Refer to section 2.1.3 Planned Conditions – Planned Study Area Transportation Network Changes. 

3.2.2. BACKGROUND GROWTH 

The following background traffic growth through the immediate study area (summarized in Table 10) was calculated based 
on historical traffic count data (years 2010, 2014, and 2017) provided by the City of Ottawa at the Eagleson/Fernbank 
intersection.  Detailed background traffic growth analysis is included as Appendix C. 

Table 10:  Eagleson/Fernbank Historical Background Growth (2010 – 2017) 

Time Period 
Percent Annual Change 

North Leg South Leg West Leg Overall 

8 hrs 0.46% 1.42% -0.69% 0.40% 

AM Peak 0.14% 1.85% -4.55% -0.85% 

PM Peak 0.34% 0.85% 0.42% 0.54% 
 
As shown in Table 10, the Eagleson/Fernbank intersection traffic volumes overall have remained relatively constant over 
the years.  The overall traffic growth rates through the Eagleson/Fernbank intersection are approximately 0.5% to 2%. For 
the purpose of this study, the subsequent analysis of future conditions will assume 1% annual growth rate to account for 
area development along Eagleson Road, Fernbank Road and the surrounding area.  The resulting future background traffic 
for the year 2019 (when the site is expected to be fully occupied) and for the horizon year 2024 (5 years after build-out) 
are depicted in Figures 8 and 9, respectively.  For the horizon year 2024, the projected traffic volumes related to the Van 
Gaal Lands were included as background traffic. 

Figure 8:  Projected 2019 Baseline Traffic Volumes 
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Figure 9:  Projected 2024 Baseline Traffic Volumes 
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fronting the site along the existing First Air driveway to connect pedestrians to existing sidewalks along Cope Drive.  Existing 
sidewalks are provided along both sides of Cope Drive, Fernbank Road and Eagleson Road (north of Cope Drive) and along 
the east side of Eagleson Road (south of Cope Drive).  A 3.0 MUP is proposed along the site’s Eagleson Road frontage as 
shown in the Site Plan (Figure 2). 
 
Bus stops for OC Transpo routes within the vicinity of the site are located at the Cope/Akerson intersection, along Eagleson 
Road in the northbound direction at the Eagleson/Cope intersection and in the north and southbound directions at the 
signalized Eagleson/Real Canadian Superstore intersection.  Walking distance to/from these bus stops ranges from 200m 
to 550m.  Bus pads are proposed along Eagleson Road just south of Cope Drive and along Cope Drive adjacent to the site.  
These bus pads are shown on the attached Site Plan. 

4.1.2. CIRCULATION AND ACCESS 

As shown on the proposed Site Plan (Figure 2), trucks will access the site via the full-movement driveway connection to the 
First Air driveway and sufficient space is provided for trucks to access the grocery store loading bays.  To exit the site, trucks 
can continue around the site, behind Block D, to the proposed signalized full-movement intersection along Eagleson Road.  
All loading will occur on-site.  The truck turning templates are provided as Appendix D. 

4.2. PARKING 

4.2.1. PARKING SUPPLY 

Vehicle and Bicycle Parking 
A total of 246 surface parking spaces are proposed to serve the retail development.  This amount of parking exceeds the 
City’s minimum By-Law requirement and there is no maximum amount of parking for this site given its location.  Based on 
the bicycle parking minimum rates, a minimum of 23 bicycle parking spaces should be provided for the retail development.  

4.3. BOUNDARY STREET DESIGN 

4.3.1. EXISTING CONDITIONS 

The boundary streets for the development are Eagleson Road and Cope Drive.  At this time, there has not been any complete 
street concepts prepared for Eagleson Road or Cope Drive.  The existing roadways’ geometries consist of the following 
features: 
 
Eagleson Road: 

 2 vehicle travel lanes in each direction; 
 Raised median along the site’s frontage; 
 2 m asphalt sidewalk on the east side of the roadway;  
 No sidewalk on the west side of the roadway; 
 More than 3,000 vehicles per day along Eagleson Road;  
 Posted speed limit of 60 km/h, assumed operating speed of 60 to 70 km/h; 
 3.3 – 3.5 m wide centre lanes and 3.7 m wide curb lanes; 
 Designated an Arterial Mainstreet; 
 No dedicated cycling facilities adjacent to the site; 
 No dedicated transit facilities; and 
 No on-street parking. 
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Cope Drive: 

 Single vehicle travel lane in each direction; 
 2 m concrete sidewalk along both sides of the roadway with 2 m boulevard;  
 More than 3,000 vehicles per day along Cope Drive;  
 Posted speed limit of 40 km/h increasing to 50 km/h, assumed operating speed of 40 to 50 km/h; 
 >3.7 m wide travel lanes; 
 No dedicated cycling facilities; 
 No dedicated transit facilities; and 
 No on-street parking. 

 
The multi-modal level of service analysis for the road segments along Eagleson Road and Cope Drive adjacent to the site 
are summarized in Table 11, with detailed analyses provided in Appendix E. 

Table 11:  MMLOS – Existing Eagleson Road and Cope Drive Segments (adjacent to the site) 

Road Segment 

Level of Service 

Pedestrian (PLoS) Bicycle (BLoS) Transit (TLoS) Truck (TkLoS) 

PLoS Target BLoS Target TLoS Target TkLoS Target 
Eagleson Road 
(west side of road) F C F C N/A No target A D 

Cope Drive 
(south side of road) C C B B N/A No target B No target 

 
Given the development’s location within a general urban area and along an Arterial Mainstreet (Eagleson Road), the target 
levels of service for pedestrians is PLoS ‘C’ and for cyclists BLoS ‘C’ along Eagleson Road and BLoS ‘B’ along Cope Drive.  
There are no transit priority plans for Eagleson Road or Cope Drive identified within the City’s Affordable Network in this 
area and as such there is no TLoS target.  As Eagleson Road forms part of the truck route, the truck target level of service 
is TkLoS ‘D’ and Cope Drive does not form part of the truck route and as such, there is no truck level of service target.  As 
shown in Table 11 in red text, the pedestrian and cycling level of service targets are not met along Eagleson Road. 
 
With regard to pedestrians, the combination of high traffic volumes and vehicle speeds along Eagleson Road and lack of 
pedestrian facilities results in a score of PLoS ‘F’.  With regard to cyclists, there are currently no dedicated cycling facilities 
along this portion of Eagleson Road.  To achieve the target level of service for cyclists along this road segment of BLoS ‘C’, 
bicycle lanes would need to be implemented.  As part of the road widening EA for Eagleson Road from Cope Drive to Hope 
Side Road, bike lanes are shown on the drawings for this segment of Eagleson Road, however, bicycle lanes are not 
currently provided along the widened portion of Eagleson (between Cope and the site’s proposed signalized access).   

4.3.2. PROJECTED CONDITIONS 

As shown on the Site Plan (Figure 2), a 3.0 m wide MUP is proposed along the site’s Eagleson frontage.  There is a planned 
1.2 to 2.0 m wide boulevard between the MUP and the side of Eagleson Road.  This facility is planned to connect from the 
Eagleson/Cope intersection to the proposed Eagleson/Site signalized intersection and will accommodate both pedestrians 
and cyclists in the north and southbound directions.  Given this proposed design, the projected pedestrian and cycling 
levels of service are provided in the following Table 12. 
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Table 12:  MMLOS – Projected Eagleson Road Segment (adjacent to the site) 

Road Segment 

Level of Service 

Pedestrian (PLoS) Bicycle (BLoS) 

PLoS Target BLoS Target 
Eagleson Road 
(west side of road) D C A C 

 
As shown in Table 12, the PLoS is increased from PLoS ‘F’ to PLoS ‘D’ with the proposed MUP and boulevard.  The target 
PLoS ‘C’ is not achievable unless the vehicle speeds or volumes are reduced along Eagleson Road.  The bicycle level of 
service target is met and exceeded by providing the proposed MUP along the site’s frontage. 

4.4. ACCESS INTERSECTION DESIGN 

4.4.1. LOCATION AND DESIGN OF ACCESS 

There are three proposed accesses to the subject development; one full-movement driveway to Cope Drive (via the First 
Air driveway), one right-in/right-out driveway connection to Eagleson Road and one proposed signalized full-movement 
driveway connection to Eagleson Road.  The right-in/right-out access is located approximately 130 m south of the existing 
Eagleson/Cope intersection and approximately 65 m north of the proposed signalized Eagleson/Site intersection.  The site 
driveway connection to the First Air driveway is located approximately 60 m south of Cope Drive.  The proposed signalized 
full-movement access to Eagleson Road is located approximately 225 m south of the signalized Eagleson/Cope 
intersection.  The location and number of site driveways meets the City’s Private Approach By-Law requirements. 
 
At the First Air/Cope intersection, a westbound left-turn lane warrant analysis was performed and a left-turn lane is not 
warranted at this location.  The warrant analysis is included as Appendix G. 
 
Eagleson Road is divided by an existing centre median adjacent to the proposed site.  To provide full-movement access to 
the site, a median break is required and based on operational analysis (SYNCHRO model), signalization is appropriate for 
the full-movement driveway.   

4.4.2. INTERSECTION CONTROL 

Signal warrant analysis was performed at the proposed Eagleson/Site intersection and is included as Appendix F.  Based 
on the total projected traffic volumes outlined in Section 4.9, signalization is not warranted at this location.  However, the 
SYNCHRO analysis indicates delays of over one minute (LoS ‘F’) for vehicle turning left out of the site during the weekday 
afternoon peak hour if the full-movement access is unsignalized.  Given the SYNCHRO analysis, signalization is 
recommended at this location.  As the signal is not warranted, it is our understanding the developer will be responsible for 
construction and maintenance of the signal through an agreement with the City. 

Turn Lane Requirements 

Left-turn storage lane warrant analysis was performed and is included as Appendix G.  Based on the projected traffic 
volumes, a northbound left-turn lane is warranted at this location with a recommended storage length of 35 m. 
 
With regard to an auxiliary southbound right-turn lane, the ‘rule-of-thumb’ for right-turn lane recommendations is that a 
right-turn lane is required when there are approximately 60 veh/h or more during the peak hour or if 10% or more of the 
traffic in the curb lane is turning right.  Based on the projected vehicle volumes, an auxiliary southbound right-turn lane is 
recommended at the right-in/right-out driveway connection to Eagleson Road.  An auxiliary southbound right-turn lane is 
not required at the proposed signalized Eagleson/Site driveway however an eastbound right-turn lane exiting the site is 
recommended to accommodate truck turning movements out of the site.  
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The Transportation Association of Canada (TAC) recommended minimum storage length for the southbound right-turn lane 
at the right-in/right-out driveway is 32 m.  There is an existing southbound acceleration lane at the Eagleson/Cope 
intersection which ends approximately 35 m north of the site driveway.  It is recommended that the acceleration lane be 
removed from the Eagleson/Cope intersection by extending the curb at the intersection.  By removing the acceleration 
lane, the potential weaving movement between eastbound right-turn traffic from Cope and southbound traffic on Eagleson 
(destined to the site driveway) is eliminated, and the southbound auxiliary right-turn lane serving the site can be 
accommodated.  This is considered the safest configuration, with negligible impact to operations given modest eastbound 
right-turn volumes of less than 100 veh/h during peak hours (see Figure 10). 
 
The functional drawing (attached as Appendix H) illustrates the proposed configuration of the site driveway and auxiliary 
turn lanes, resulting storage and taper lengths, as well as existing utility information. Likely need to relocate several catch 
basins and a valve chamber subject to additional design work.    

4.4.3. INTERSECTION DESIGN - MMLOS 

The MMLOS analysis for the proposed signalized intersection is outlined in Table 13 and included as Appendix I. 

Table 13:  MMLOS – Proposed Eagleson/Site Intersection 

Intersection 

Level of Service 

Pedestrian (PLoS) Bicycle (BLoS) Transit (TLoS) Truck (TkLoS) Vehicle (LoS) 

PLoS Target BLoS Target TLoS Target TkLoS Target LoS Target 

Eagleson/Site D C F C N/A No 
target C 

Not a truck 
route 

intersection 
A D 

 
As shown in Table 13, the pedestrian and bicycle level of service targets are not met for the proposed intersection.  Similar 
to the other study area intersections, the width of Eagleson Road and the long cycle lengths result in low scores for 
pedestrian level of service.  It is noteworthy that PLoS ‘D’ is the resulting level of service based on the delay score for 
pedestrians crossing Eagleson Road, the PETSI (Pedestrian Exposure to Traffic at Signalized Intersection) score for all three 
legs of the intersection results in PLoS ‘C’, which meets the target.  
 
With regard to cyclists, a bi-directional cross-ride is proposed crossing the west leg of the intersection to connect to the 
north and southbound MUP.  Northbound cyclists along Eagleson Road can use the intersection to turn-left to access this 
MUP or can dismount their bikes and walk across Eagleson Road at this intersection to access the MUP.  The BLoS ‘F’ 
score is a result of the south leg having no existing cycling facilities.  The north leg of the intersection results in a BLoS ‘A’ 
and the west leg experiences a BLoS ‘D’. 

4.5. TRANSPORTATION DEMAND MANAGEMENT 

The proposed retail development is located within walking distance to transit stops, sidewalks are provided along all study 
area roadways and there are cycle lanes along some of the study area roadways.  The Transportation Demand Management 
checklist is provided as Appendix J and highlighted below: 

 Sidewalks provided fronting all buildings; 
 Pedestrian crosswalks connecting to on-site and off-site pathways; 
 Proposed sidewalks along Cope Drive and Eagleson Road frontages; 
 Bicycle parking should be provided, however, is not identified on the current Site Plan; 
 Buildings located adjacent to streets; 
 Safe and direct connections for pedestrians to nearby transit stops; 
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Given the type of development and its location, the number of TDM strategies are limited for the subject site. 

4.6. NEIGHBOURHOOD TRAFFIC MANAGEMENT 

Site access is proposed to connect to Eagleson Road and Cope Drive.  Eagleson Road is designated an arterial roadway 
and Cope Drive is designated as a collector roadway.  Based on the existing volumes travelling along Cope Drive today (450 
to 550 veh/h during the peak hours) and the TIA Guidelines for road classifications, Cope Drive should be designated a 
major collector today (maximum of 600 veh/h during the peak hours)  The projected increase in traffic volumes along Cope 
Drive travelling to/from the proposed development is estimated to be 35 to 44 two-way veh/h during the weekday 
afternoon and Saturday peak hours.  This increase in traffic results in total two-way vehicle volumes of approximately 480 
to 600 two-way veh/h during the peak hours, which reinforces that the roadway should ideally be designated as a major 
collector. 

4.7. TRANSIT 

Transit service within the vicinity of the site is provided by OC Transpo Routes #161, 164 and 256.  Bus stops for all three 
Routes are provided at the Cope/Akerson intersection approximately 200 to 400 m walking distance from the subject site.  
Bus stops are also located along Eagleson Road in the northbound direction north of the Eagleson/Cope intersection and 
in the north and southbound directions at the signalized Eagleson/Real Canadian Superstore intersection approximately 
250 m north of the Eagleson/Cope intersection. 
 
New bus pads are proposed along Eagleson Road and Cope Drive adjacent to the site as shown on the attached Site Plan. 
 
As shown in Section 2.1.2, the existing bus routes within the vicinity of the site have significant spare capacity.  The total 
number of transit trips projected to travel to/from the proposed development within the peak hours is approximately 85 to 
100 persons per hour during the peak hours.  This amount of transit trips can be accommodated on the existing network. 

4.8. REVIEW OF NETWORK CONCEPT 

Exempt – See Section 2.3. 

4.9. INTERSECTION DESIGN 

4.9.1. EXISTING CONDITIONS 

The following Table 14 provides a summary of the existing traffic operations at the study area intersections based on the 
SYNCHRO (V9) traffic analysis software and the existing traffic volumes (Figure 4).   The subject signalized intersections 
were assessed in terms of the volume-to-capacity (v/c) ratio and the corresponding Level of Service (LoS) for the critical 
movement(s). The subject signalized intersections ‘as a whole’ were assessed based on weighted v/c ratio.  The SYNCHRO 
model output of existing conditions is provided within Appendix K. 
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Table 14:  Existing Intersection Performance 

Intersection 

Weekday AM Peak (PM Peak) [Saturday] 

Critical Movement Intersection ‘as a whole’ 

LoS max. v/c or avg. 
delay (s) Movement Delay (s) LoS v/c 

Eagleson/Fernbank 
A 

(B) 
[A] 

0.58 
(0.70) 
[0.46] 

NBT 
(SBT) 
[EBL] 

12.1 
(12.3) 
[8.8] 

A 
(B) 
[A] 

0.57 
(0.64) 
[0.42] 

Eagleson/Cope/Cadence 
A 

(C) 
[B] 

0.59 
(0.77) 
[0.65] 

EBL 
(EBL) 
[EBL] 

14.3 
(18.1) 
[14.7] 

A 
(A) 
[A] 

0.36 
(0.48) 
[0.38] 

Cope/First Air Driveway B 
(B) 

10.1 
(10.6) 

NBL 
(NBL) 

0.8 
(0.4) - - 

Note:  Analysis of signalized intersections assumes a PHF of 0.95 and a saturation flow rate of 1800 veh/h/lane. 

 
As shown in Table 14, the study area intersections ‘as a whole’ are currently operating at an acceptable LoS ‘B’ or better 
during the weekday morning, afternoon and Saturday peak hours.  The critical movements at study area intersections are 
also operating at an acceptable LoS ‘C’ or better during the peak hours. 
 
Queues along Eagleson Road at Fernbank Road range between 50 to 100 m in the northbound direction during the morning 
peak hour and 135 to 220 m in the southbound direction during the afternoon peak hour.  During the Saturday peak hour 
queues range between 20 to 55 m in both directions.  Queues along Eagleson Road at Cope Drive range between 25 to 
90 m in both directions during the morning, afternoon, and Saturday peak hours. 

Multi-Modal Level of Service – Existing Conditions 

The MMLoS analysis for the two signalized intersections within the vicinity of the proposed site, Eagleson/Cope and 
Eagleson/Fernbank, is summarized in Table 15.  The existing detailed MMLoS analysis is provided as Appendix K. 

Table 15:  MMLOS – Signalized Study Area Intersections 

Intersection 

Level of Service 

Pedestrian 
(PLoS) Bicycle (BLoS) Transit (TLoS) Truck (TkLoS) Vehicle (LoS) 

PLoS Target BLoS Target TkLoS TkLoS TkLoS Target LoS  Target 

Eagleson/Cope F C F C F No 
target C D C D 

Eagleson/Fernbank E C F C F No 
target C D B D 

 
The letters identified in red text in Table 15 do not meet the MMLoS targets for their designated area (Arterial Main Street).    
Within the study area there are no plans for transit priority measures identified in the TMP, as such, there is no target TLoS 
for these intersections.  At both intersections, the pedestrian and bicycle target levels of service are not met.  The following 
discussion regarding these modes is provided: 

 Eagleson/Cope: 

 Pedestrian – High pedestrian level of service is difficult to achieve (PLoS ‘A’ is impossible to achieve) at 
signalized intersections. At the Eagleson/Cope intersection, pedestrians cross 6 to 7 lanes of traffic across 
Eagleson Road.  Without significant geometric and signal timing changes to this intersection, the pedestrian 
level of service cannot be improved, and as such, no mitigative measures to improve the PLoS at this 
intersection are recommended. 
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o Based on the PETSI scoring system and the delay scoring system, the PLoS will remain ‘F’ at 
intersection even with the implementation of fully-protected left-turn lanes, no-right-turn-on-red 
restrictions, smart channelized right-turn lanes and tighter corner radii.  The PLoS could be improved 
if the number of lanes on Eagleson was reduced. 

 Bicycles –Pocket bike lanes are provided along the north leg of the intersection only.  Given the high speeds 
and multiple travel lanes along Eagleson Road, there are limited opportunities to improve the bicycle level of 
service at this location.  The December 2017 traffic count data shows a total of 2 cyclists travelling through 
this intersection during the 8-hour count (0 cyclists in 8-hours in the August 2012 count).  As shown on the 
Site Plan, a cross-ride is proposed crossing the eastbound channelized right-turn lane to connect to the 
proposed MUP. 

o To improve cycling level of service at this intersection, left-turn bike boxes or two-stage left-turn facility 
could be implemented as well as cycle lanes or cycle tracks along all four approaches. 

o The proponent is proposing to construct the cross-ride along the right-turn channel and the MUP along 
the south leg only.  

 Eagleson/Fernbank: 

 At the Eagleson/Fernbank intersection, the Pedestrian Exposure to Traffic at Signalized Intersections (PETSI) 
score is PLoS ‘C’, which meets the City’s target level of service.  The delay score for pedestrians crossing 
Eagleson Road is PLoS ‘E’, which governs the overall intersection score.  To improve the delay score, signal 
timing would have to be adjusted to provide more time to Fernbank Road.  This is not recommended as it will 
increase delays and queues for vehicles (including trucks and buses) along Eagleson Road and the pedestrian 
demand crossing Eagleson Road at Fernbank is low (1 to 3 peds per hour). 

 Bicycles –Pocket bike lanes are provided along the north and west legs of the intersection only.  Given the 
high speeds and multiple travel lanes along Eagleson Road, there are limited opportunities to improve the 
bicycle level of service at this location.  The April 2017 traffic count data shows a total of 6 cyclists travelling 
through this intersection during the 8-hour count (4 cyclists in 8-hours in the June 2014 count). 

4.9.2. TOTAL PROJECTED 2019 CONDITIONS – FULL-SITE BUILD OUT 

The total projected 2019 traffic volumes were derived by superimposing the site-generated traffic volumes (Figures 6 and 
7) onto projected 2019 background traffic volumes (Figure 8).  The resulting total projected 2019 traffic volumes are 
illustrated in Figure 10. 
 
The following Table 16 provides a summary of the total projected 2019 operations at the study area intersection based on 
the SYNCHRO (V10) traffic analysis software.  The SYNCHRO model output of total projected conditions is provided within 
Appendix L. 

Table 16:  Total Projected 2019 Performance at Study Area Intersections 

Intersection 

Weekday PM Peak [SAT Peak] 

Critical Movement Intersection ‘as a whole’ 

LoS max. v/c or 
avg. delay (s) Movement Delay (s) LoS v/c 

Eagleson/Fernbank C[A] 0.72[0.48] SBT[EBL] 12.3[9.0] B[A] 0.66[0.44] 
Eagleson/Cope/Cadence D[C] 0.85[0.72] EBL[EBL] 19.9[15.8] A[A] 0.51[0.43] 
Eagleson/Site (signalized) A[A] 0.48[0.45] NBT[NBT] 5.1[6.7] A[A] 0.47[0.43] 
Eagleson/Site (right-in/right-out) A[A] 9.6[9.2] EBR[EBR] 0.1[0.2] - - 
Cope/First Air Driveway B[B] 13.6[12.5] NBL[NBL] 1.4[1.4] - - 
Note:  Analysis of signalized intersections assumes a PHF of 0.95 and a saturation flow rate of 1800 veh/h/lane. 

Similar to the existing conditions, the study area intersections ‘as a whole’ are project to operate at acceptable levels of 
service of LoS ‘B’ or better during the weekday afternoon and Saturday peak hours.  The critical movements are also 
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projected to operate acceptably at LoS ‘D’ or better.  Projected queues at study area intersections are summarized in Table 
17. 

Figure 10:  Total Projected 2019 Traffic Volumes 

 
 

Table 17:  Projected 2019 Queues at Study Area Intersections 

Intersection 

Northbound Southbound Eastbound Left-Turn Westbound 

95th 
Percentile 

Queue 

Average 
Queue 

95th 
Percentile 

Queue 

Average 
Queue 

95th 
Percentile 

Queue 

Average 
Queue 

95th 
Percentile 

Queue 

Average 
Queue 

Eagleson/Cope 105 m 60 m 45 m 30 m #45 m 25 m 55 m 35 m 

Eagleson/Site 90 m 30 m 10 m 5 m 30 m 20 m - - 

Eagleson/Fernbank 65 m 35 m 240 m 140 m 50 m 30 m - - 
Note:  # symbol indicates the queue is operating above capacity and queues may not clear intersection during one signal cycle. 

 
As shown in Table 16, the projected average queues at the Eagleson/Cope and Eagleson/Site intersections range between 
5m to 60m and 95th percentile queues range from 45m to 100m.  At the Eagleson/Fernbank intersection, the southbound 
queues are projected to be approximately 140m on average during the afternoon peak hour and on occasion may extend 
back to the proposed development’s signalized access, located approximately 240m away.  When Eagleson Road is 
widened at this location, this queue is expected to be shorter. 
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The eastbound left-turn queue at the Eagleson/Cope intersection occasionally may not clear the intersection during one 
signal cycle.  The 95th percentile queue is projected to extend approximately 50 to 60 m back from the intersection.  This 
queue is not expected to block the site driveway (located approximately 120 m from the signal). 
 
According to the SYNCHRO analysis, drivers turning left into the First Air/site driveway experience minimal delays (less than 
1 second) on Cope Drive.  In addition, Cope Drive at the site driveway is wide (approximately 14 m) and westbound through 
vehicles would likely have space to pass westbound left-turn vehicles to avoid delay.  As such, queues along Cope Drive at 
the site driveway are not expected to be problematic.  
 
With regard to the signalized site driveway, according to SYNCHRO analysis, if this driveway was unsignalized, the delays 
for vehicles turning left-out of the site would be over 1 minute (LoS ‘F’) during the afternoon peak hour.  Based on the 
projected site driveway performance, signalization of the Eagleson/Site intersection is recommended.  As mentioned in 
section 4.4.2, signalization at this location is not warranted based on projected traffic volumes generated by the proposed 
Site Plan, but is recommended based on the SYNCHRO results.  The signalized intersection is projected to operate overall 
at an acceptable LoS ‘A’ during the afternoon and Saturday peak hours. 
 
Previous transportation analysis for the proposed site access to Eagleson Road was completed in 2016 and is summarized 
in a Technical Memorandum, attached as Appendix M.  The Tech Memo assessed the appropriate location and traffic 
control for the proposed driveway and it was determined that if the access was to be signalized, the appropriate location 
is at the southern boundary of the site.  This is consistent with the proposed Site Plan (Figure 2). 

Multi-Modal Level of Service – Projected Conditions 

Given there are no significant proposed geometric changes to the Eagleson/Cope or Eagleson/Fernbank intersections for 
the 2019 conditions, the multi-model level of service for these intersections remains the same as existing conditions, 
outlined in Table 15. 

4.9.3. TOTAL PROJECTED 2024 CONDITIONS – 5-YEARS BEYOND SITE BUILD-OUT 

The total projected 2024 traffic volumes were derived by superimposing the site-generated traffic volumes (Figures 6 and 
7) onto projected 2024 background traffic volumes (Figure 9), which include the Van Gaal Lands traffic projections.  The 
resulting total projected 2024 traffic volumes are illustrated in Figure 11. 
 
The following Table 18 provides a summary of the total projected 2024 operations at the study area intersection based on 
the SYNCHRO (V9) traffic analysis software.  Given the widening of Eagleson Road is a Phase 2 City Project, it is expected 
to be completed by 2022.  As such, the total projected 2024 conditions assumed a four-lane cross-section along Eagleson 
Road throughout the entire study area.  The SYNCHRO model outputs of total projected 2024 conditions is provided within 
Appendix N. 

Table 18:  Total Projected 2024 Performance at Study Area Intersections 

Intersection 

Weekday PM Peak [SAT Peak] 

Critical Movement Intersection ‘as a whole’ 

LoS max. v/c or 
avg. delay (s) Movement Delay (s) LoS v/c 

Eagleson/Fernbank A[A] 0.60[0.50] EBL[EBL] 7.7[8.0] A[A] 0.44[0.29] 
Eagleson/Cope/Cadence D[D] 0.88[0.84] EBL[EBL] 21.5[18.8] A[A] 0.57[0.48] 
Eagleson/Site (signalized) A[A] 0.41[0.33] SBT[EBL] 4.3[6.0] A[A] 0.40[0.27] 
Eagleson/Site (unsignalized) A[A] 9.4[9.3] EBR[EBR] 0.1[0.2] - - 
Cope/First Air Driveway B[B] 14.9[14.1] NBL[NBL] 1.3[1.2] - - 
Note:  Analysis of signalized intersections assumes a PHF of 0.95 and a saturation flow rate of 1800 veh/h/lane. 



 

10 Cope Drive – Transportation Impact Assessment 25 

Figure 11:  Total Projected 2024 Traffic Volumes 

 
 

 
As shown in Table 18, all study area intersections are projected to operate acceptably during the weekday afternoon and 
Saturday peak hours.  The queues along Eagleson Road are not projected to spill back into adjacent intersections. 

Multi-Modal Level of Service – Projected Conditions 

The MMLOS analysis for the Eagleson/Fernbank intersection assuming the widened four-lane cross-section is provided in 
Table 19.  The analysis was completed using the Environmental Assessment drawing, included as Appendix N. 

Table 19:  MMLOS – Widened Fernbank/Eagleson Intersection  

Intersection 

Level of Service 

Pedestrian 
(PLoS) Bicycle (BLoS) Transit (TLoS) Truck (TkLoS) Vehicle (LoS) 

PLoS Target BLoS Target TkLoS TkLoS TkLoS Target LoS  Target 

Eagleson/Fernbank E C F C D No 
target C D A D 

 
As shown, the multi-modal levels of service for the widened Fernbank/Eagleson intersection are similar to the existing 
levels of service. 
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5. CONCLUSIONS 
Based on the results summarized herein, the following transportation related conclusions are offered for each travel mode: 
 
Pedestrians 

 The transportation network surrounding the site includes sidewalks along both sides of Cope Drive and along the 
east side of Eagleson Road.  As part of the proposed development, a MUP is planned along the west side of 
Eagleson Road, fronting the site; 

 The existing MMLoS analysis at the signalized Eagleson/Cope and Eagleson/Fernbank intersections indicates that 
the pedestrian level of service at both intersections does not meeting the City’s target level of service for the area.  
Given the wide crossings and long cycle lengths at study area intersections, the only mitigative measures that 
would improve the level of service for pedestrians is to reduce the number of lanes the pedestrians cross; 

 The proposed signalized Eagleson/Site intersection does not meet the City’s level of service targets for 
pedestrians, however it is close at PLoS ‘D’ (target is PLoS ‘C’).  Similar to the other study area intersections, the 
long cycle lengths and wide cross section results in lower scores for pedestrian level of service.  It is noteworthy 
that all three legs of the proposed intersection meet the PETSI target PLoS ‘C’ and the delay score achieves the 
governing PLoS ‘D’; 

 Eagleson Road, adjacent to the site, does not currently meet the target multi-modal levels of service for 
pedestrians.  Cope Drive, adjacent to the site, does meet the target PLoS; 

 The planned MUP and boulevard proposed adjacent to the site along Eagleson Road will improve the pedestrian 
level of service from PLoS ‘F’ to PLoS ‘D’; 

 On-site crosswalks are provided at key intersections and sidewalks are provided throughout the site.  A cross-walk 
connecting to the MUP south of the site is also provided as well as sidewalks to the study area roadways; 

Cycling 

 Bicycle lanes exist along Fernbank Road and along parts of Eagleson Road.  A multi-use pathway (MUP) is provided 
south of the site; 

 Eagleson Road is identified as a Spine Cycling Route, and as part of the road widening EA, cycle lanes were planned 
along both sides of the roadway, however there are currently no cycle lanes adjacent to the site; 

 The existing MMLoS analysis at the signalized Eagleson/Cope and Eagleson/Fernbank intersections indicates that 
the cycling level of service at both intersections does not meeting the City’s target level of service for the area; 

 The proposed signalized Eagleson/Site intersection does not meet the City’s level of service targets for cyclist, 
however, a bi-directional cross-ride is proposed crossing the west leg of the intersection to connect to the north 
and southbound MUP; 

 At the Eagleson/Cope intersection, a cross-ride is proposed crossing the eastbound right-turn lane channel to 
connect to the proposed MUP; 

 The proposed MUP along Eagleson Road, adjacent to the site, provides a north/south bi-directional cycling facility 
which meets the BLoS target for cycling.  The target cycling level of service for Cope Drive is currently met; 

 Bicycle parking is required and should be planned to meet the City’s By-Law requirements; 

Transit 

 There are two new planned bus pads located adjacent to the site along Eagleson Road and along Cope Drive; 
 There are no plans to provide transit priority along Eagleson Road in the City’s Affordable Network, and as such, 

there are no transit level of service targets; 
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Vehicles 

 The existing study area intersections are all currently operating at acceptable levels of service of LoS ‘D’ or better; 

 The net increase in vehicle demand generated by the proposed development is approximately 230 and 275 veh/h 
during the weekday afternoon and Saturday peak hours, respectively; 

 Based on the development within the area and historic traffic counts, a 1% per annum growth rate was applied to 
existing traffic volumes for the horizon years.  In addition, the site-generated traffic volumes associated with the 
Van Gaal Lands were added to the existing traffic volumes for Horizon year 2024; 

 Based on the forecasted traffic volumes for Horizon year 2019 and Horizon year 2024, the study area intersections 
are projected to operate with acceptable levels of service during the weekday afternoon and Saturday peak hours; 

Site Plan 

 Vehicle access is proposed via a signalized full-movement access to Eagleson Road, a right-in/right-out connection 
to Eagleson Road, and a full-movement connection to Cope Drive (via the First Air driveway); 

o An auxiliary southbound right-turn lane is recommended at the right-in/right-out connection to Eagleson 
Road; 

o There is an existing southbound acceleration lane at the Eagleson/Cope intersection which ends 
approximately 35 m north of the site driveway.  It is recommended that the acceleration lane be removed 
from the Eagleson/Cope intersection by extending the curb at the intersection.  By removing the 
acceleration lane, a potential weaving situation can be avoided and the southbound right-turn lane at the 
right-in/right-out access can be accommodated; 

o A 35 m northbound left-turn lane is warranted at the proposed Eagleson/Site access intersection; 

o The proposed full-movement driveway connection to Eagleson Road is located approximately 270 m south 
of the Eagleson/Cope intersection.  Signalization is not warranted based on the total projected traffic 
volumes, but is appropriate based on the SYNCHRO analysis.  As the signal is not warranted, the cost of 
construction and maintenance of the signalized intersection is understood to be the responsibility of the 
proponent (until such time the signal is warranted); 

 A total of 246 surface parking spaces are proposed to serve the retail development.  This amount of parking 
exceeds the City’s minimum By-Law requirement and there is no maximum amount of parking for this site given 
its location.  Based on the bicycle parking minimum rates, a minimum of 23 bicycle parking spaces should be 
provided for the retail development;  

 An Roadway Modification Application will be required for the Site Plan Application.  A functional drawing of the 
proposed signalized intersection and auxiliary turn lanes at site accesses is provided as Appendix I; and 

 No monitoring plan is required. 

Based on the foregoing, the proposed development is recommended from a transportation perspective. 

 
Prepared By: 
 
 
 
 
 
 
 
André Sponder, P.Eng. 
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Senior Transportation Project Manager 
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The updated Site Plan now proposed is comprised of a slightly higher GFA of 5,590 m2, including a larger food store and 

adjoining retail, bank (with drive-through), and other specialty retail uses.  The number of “new” auto trips, assuming the 

same modal shares noted above, is projected to be slightly higher at 106 veh/h in the AM peak hour and 272 veh/h in 

the PM peak hour. 

 

For the purposes of this assessment, the vehicle distribution identified in the original CTS was used.  However, most of 

the residential growth communities are located to the south of the subject site, and therefore over time there is likely to 

be shift in distribution to favour more traffic to/from the south/southwest. 

 

40% to/from the North/Northeast (via Eagleson) 

15% to/from the South/Southwest (via Eagleson and/or Fernbank) 

30% to/from the East (via Cope) 

15% to/from the Northwest (via Cope) 

100%  

 

The assumed traffic assignment will be influenced by the type of connection provided to Eagleson Road, namely right-

in/right-out, full-movement, and some variation.  Shown below in Figure 2 and 3 are the total projected traffic volumes 

associated with two basic configurations: a full movement, signalized connection; and an unsignalized, right-in/right 

out/left-in connection to Eagleson Road, respectively. 

 

The one notable change as a result of restricting the left-out from the subject site to Eagleson Road is the additional 

loading to the corresponding eastbound left-turn movement at the Eagleson/Cope/Cadence intersection (+90 veh/h in 

the critical PM peak hour). 

Figure 2:  Total Projected Traffic Volumes – Signalized Connection at Eagleson 
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