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EXECUTIVE SUMMARY

This Transportation Impact Assessment (TIA) has been prepared in support of Official Plan
Amendment and Zoning By-law Amendment applications for the property located at 1900 and 2000
City Park Drive. The subject site is currently partially vacant with an office building on the western
portion. The subject site is surrounded by the following:

City Park Drive and residential lands to the north,
Highway 174 to the south,

Residential and commercial land uses to the east, and
City Centre Park to the west.

The City of Ottawa’s Official Plan identifies the subject site is within the Outer Urban Transect and
has ‘Hub’ and ‘Evolving Neighbourhood’ designations on Schedule B3. 2000 City Park Drive is
currently zoned ‘Transit Oriented Development’ (TD2) while 1900 City Park Drive is currently zoned
Mixed-Use Centre (MC).

For the purposes of this TIA, the proposed development is anticipated to include approximately
2,250 residential units within eight buildings. This is considered the maximum density for the subject
site. The final development statistics and access locations for each building will be confirmed as
part of future Site Plan Control applications for the development phases. The subject site is
anticipated to be developed in phases with full build-out occurring in 2037.

The conclusions and recommendations of this TIA can be summarized as follows:

Forecasting
e The proposed development is anticipated to generate a net additional 753 person trips
during the AM peak hour (including 135 vehicle trips), and an additional 742 person trips
during the PM peak hour (including 143 vehicle trips).

Development Design
e The proposed development will include vehicular access to City Park Drive. Pedestrian
connections are anticipated to be provided to the MUP's east and south of the site, as well
as to the sidewalks along City Park Drive.

Transportation Demand Management (TDM)
o Areview of the City's TDM Measures Checklist has been conducted by the proponent, who
will consider the following TDM measures on a phase by phase basis within this
development:

o Display local area maps with walking/cycling access routes and key destinations at
major entrances;

o Display relevant transit schedules and route maps at entrances;

o Unbundle parking from purchase cost (condo) or monthly rent (apartment); and

o Provide multi-modal travel information package to new residents.

Neighbourhood Traffic Management
o Traffic generated by the proposed development is anticipated to increase traffic along City
Park Drive at Ogilvie Road/Bathgate Drive by 29-32 vehicles, or one vehicle every two
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minutes during peak hours. Traffic at City Park Drive at Ogilvie Road/1941 Ogilvie Road is
anticipated to increase by 105-112 vehicles, or two vehicle a minute during peak hours.

e Since City Park Drive is expected to have lower volumes close to the subject site, no
neighbourhood traffic management measures have been recommended as part of this
proposed development.

Transit
e The proposed development is anticipated to generate an additional 496 transit trips during
the AM peak hour and an additional 476 transit trips during the PM peak hour. The additional
transit trips generated by the proposed development are anticipated to have a marginal
impact on the current transit operations surrounding the site.

e A total of 38-62 people are anticipated to cross the street to Stop #4447 during the peak
hours. As the existing transit stop is considered a desire line for pedestrians from the
proposed development, consideration should be given to providing a pedestrian crossover
along City Park Drive as the development advances. The timing for implementation of a
future pedestrian crossover will be reviewed on a phase-by-phase basis through future Site
Plan Control applications.

Network Concept
e The additional traffic generated by the subject site is not anticipated to have a significant
impact on the overall operations of Blair Road or Ogilvie Road. Peak directional traffic along
all roadways are anticipated to meet the target LOS E under the 2037 total traffic conditions.

Intersection MMLOS
o None of the study area intersections meet the target PLOS. There is limited opportunity to
improve the PLOS at all intersections without reducing the number of lanes crossed;

¢ None of the study area intersections meet the target BLOS except for Ogilvie Road/Cadboro
Road. There is limited opportunity to improve the BLOS at all intersections without providing
two-stage left turning cycling facilities;

o All of the study area intersections meet the target TLOS except for Ogilvie Road/City Park
Drive/Bathgate Drive, Ogilvie Road/City Park Drive, Ogilvie Road/Blair Road, and HWY 174
Westbound off-ramp/Blair Road;

¢ None of the study area intersections meet the target TKLOS except for HWY 174 Westbound
off-ramp/Blair Road and HWY 174 Eastbound off-ramp/Blair Road; and

o Allintersections meet the target AutoLOS except for Ogilvie Road/Blair Road.

Background Traffic Analysis
e The westbound left turning movement and northbound through movements at the Ogilvie
Road/Blair Road intersection do not meet the target LOS E during the AM peak hour and
the northbound right, westbound left, eastbound right and eastbound through movements
do not meet the target LOS E in the PM peak hour. All other intersections within the study
area are expected to meet the City’s target.
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e During the AM peak hour at the Ogilvie Road/Blair Road intersection, the average and
maximum queue lengths of the westbound left movement exceed the current storage
capacity. Additionally, the maximum queue lengths of the northbound left, the northbound
through, and the southbound left turn movements exceed the existing storage capacity.

e During the PM peak hour at the Ogilvie Road/Blair Road intersection, the average and
maximum queue lengths of the northbound right, the southbound through/right, and the
westbound left movements and the maximum queue length for the southbound left turn
movement exceed the existing storage length.

Total Traffic Analysis
o Traffic generated by the proposed development is anticipated to have marginal operational
effects within the study area. The discussion of over-capacity movements and queue lengths
are generally consistent with the background traffic analysis.

e Monitoring of collisions associated with the westbound left turn movement should be
completed by the City as this development proceeds. Should the westbound left turn
collision pattern continue, consideration by the City could be given for implementing a fully
protected left turn phase. While queueing does increase under fully protected phasing the
95th percentile queues in the left turning lanes could be supported by existing storage
lengths at the intersection.

Based on the foregoing, the proposed development can be recommended from a transportation
perspective.
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1.0 SCREENING
1.1 Introduction

This Transportation Impact Assessment (TIA) has been prepared in support of Official Plan
Amendment and Zoning By-law Amendment applications for the property located at 1900 and 2000
City Park Drive. The subject site is currently partially vacant with an office building on the western
portion. The subject site is surrounded by the following:

City Park Drive and residential lands to the north,
Highway 174 to the south,

Residential and commercial land uses to the east, and
City Centre Park to the west.

An aerial photo of the subject site is provided in Figure 1 below.

Figure 1: Site Location
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1.2 Proposed Development

The City of Ottawa’s Official Plan identifies the subject site is within the Outer Urban Transect and
has ‘Hub’ and ‘Evolving Neighbourhood’ designations on Schedule B3. 2000 City Park Drive is
currently zoned ‘Transit Oriented Development’ (TD2) while 1900 City Park Drive is currently zoned
Mixed-Use Centre (MC).

For the purposes of this TIA, the proposed development is anticipated to include approximately
2,250 residential units within eight buildings. This is considered the maximum density for the subject
site. The final development statistics and access locations for each building will be confirmed as
part of future Site Plan Control applications for the development phases. A preliminary concept
plan for the subject site is provided in Appendix A. The subject site is anticipated to be developed
in phases with full build-out occurring in 2037.

1.3 Screening Form

The City’s 2017 TIA Guidelines identify three triggers for completing a TIA report, including trip
generation, location, and safety. The criteria for each trigger are outlined in the City’s TIA Screening
Form, which is included in Appendix B. The trigger results are as follows:

e Trip Generation Trigger — The development is expected to generate more than 60 person
trips/peak hour; further assessment is required based on this trigger.

e Location Triggers — The development is located within 600m of a transit station and is
located in the Blair TOD Zone; further assessment is required based on this trigger.

o Safety Triggers — The development proposes no new accesses and does not flag any safety
triggers; further assessment is not required based on this trigger.

2.0 SCOPING

2.1 Existing Conditions

2.1.1 Roadways

All roadways within the study area fall under the jurisdiction of the City of Ottawa.

City Park Drive is a collector road that loops to the south of Ogilvie Road. Within the study area,
City Park Drive has a two-lane undivided urban cross-section, concrete sidewalks on both sides of
the road, and an unposted regulatory speed limit of 50km/hr. The City’s Official Plan does not
identify a right-of-way protection along City Park Drive.

Ogilvie Road is an arterial road that runs in an east-west direction between Montreal Road and St.
Laurent Boulevard. North of Montreal Road, Ogilvie Road continues as a major collector roadway
to Quincy Avenue. Within the study area, Ogilvie Road has a four-lane divided urban cross-section,
concrete sidewalks and bike lanes on both sides of the road and a posted speed limit of 60km/h.

Bathgate Drive is a collector road that that runs in a north-south direction between Montreal Road
and Ogilvie Road. Within the study area, Bathgate Road has a two-lane undivided urban cross-
section, concrete sidewalks on both sides of the road and a posted speed limit of 40km/h.
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Blair Road is an arterial road that that runs in a north-south direction between Montreal Road and
Innes Road. North of Montreal Road, Blair Road continues as a major collector roadway. To the
north of Ogilvie Road, Blair Road has a two-lane undivided urban cross-section, a concrete sidewalk
on the east side, and a posted speed limit of 50km/h. To the south of Ogilvie Road, Blair Road has
a four-lane divided urban cross-section, concrete sidewalks on both sides of the road, and a posted
speed limit of 70km/h.

Matheson Road is a collector road that that runs in a north-south direction between Bathgate Drive
and Ogilvie Road. North of Ogilvie Road, Matheson Road has a has a two-lane undivided urban
cross-section, concrete sidewalks on both sides of the road and a posted speed limit of 40km/h.

Palmerston Drive is a local road that that runs in a north-south direction between Ogilvie Road and
Halmont Drive. Within the study area, Palmerston Drive has a two-lane undivided urban cross-
section, concrete sidewalk on the east side of the road and a posted speed limit of 40km/h.

Highway 174 is a city freeway that runs in an east-west direction. Highway 174 has a divided four-
lane cross-section and a posted speed limit of 200km/hr.

2.1.2 Intersections

Ogilvie Rd/Matheson Rd/Palmerston Dr

¢ Signalized four-legged intersection

e Northbound Approach (Palmerston Drive):
one left turn lane and one shared
through/right turn lane

e Southbound Approach (Matheson Road):
one shared through/left turn lane and one
channelized right turn lane

e Eastbound/Westbound Approach (Ogilvie
Road): one left turn lane, one through lane,
and one shared through/right turn lane

e Standard crosswalks are provided on each
approach

e Bike lanes are provided on the eastbound
and westbound approaches

e Bus bay's are provided in the southeast and
northwest corners of the intersection
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Ogilvie Rd/Cadboro Rd

Signalized three-legged intersection
Southbound Approach (Cadboro Road): one
right turn lane

Eastbound Approach (Ogilvie Road): two
through lanes

Westbound Approach (Ogilvie Road): one
through lane and one shared through/right
turn lane

Standard crosswalks are provided on each
approach

Bike lanes are provided on the eastbound
and westbound approaches

A bus bay is provided on each of the
northwest and southeast corners of the
intersection _
A roughly 4.5m wide centre island pedestrian
refuge is available for pedestrians crossing
from north-south

The southbound left turn movement is
prohibited by the centre median island

Oqilvie Rd/Bathgate Dr/City Park Dr

Signalized four-legged intersection
Northbound/Southbound Approach
(Bathgate Drive/City Park Drive): one left
turn lane and one shared through/right turn
lane

Eastbound/Westbound Approach (Ogilvie
Road): one left turn lane, two through lanes,
and one right turn lane

Standard crosswalks are provided on each
approach

Pocket bike lanes are provided on the
eastbound and westbound approaches 4
A bus bay is provided in the northwest corner =
of the intersection >
U-turns are prohibited on the westbound
Ogilvie Road approach
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Oqilvie Rd/1929 Ogilvie Rd/1900 Ogilvie Rd

Signalized four-legged intersection
Northbound Approach (1900 Ogilvie Road):
one left turn lane and one shared
through/right turn lane

Southbound Approach (1929 Ogilvie Road):
one shared through/left turn lane and one
right turn lane

Eastbound Approach (Ogilvie Road): one left
turn lane, one through lane, and one shared
through/right turn lane

Westbound Approach (Ogilvie Road): one
left turn lane, two through lanes, and one
right turn lane

Standard crosswalks are provided on each
approach

A bike lane/pocket bike lane is provided on
the eastbound and westbound approach

Qqilvie Rd/City Park Dr/1941 Ogqilvie Rd

Signalized four-legged intersection
Northbound Approach (City Park Drive): one
shared through/left turn lane, and one right
turn lane

Southbound Approach (1941 Ogilvie Road):
one left turn lane and one shared
through/channelized right turn lane
Westbound Approach (Ogilvie Road): one
left turn lane, two through lanes, and one
channelized right turn lane

Eastbound Approach (Ogilvie Road): one left
turn lane, two through lanes, and one right
turn lane

Painted zebra crosswalks are provided on all
approaches

Pocket bike lanes are provided on the
eastbound and westbound approach

A bus bay is provided in the northwest corner
of the intersection

r \ A
" \
4 SN
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Ogilvie Road/1980 Ogilvie Road

o Intersection pedestrian signal crossing
Ogilvie Road

¢ Northbound Approach (1980 Ogilvie Road):
one right turn lane

e Eastbound Approach (Ogilvie Road): two
through lanes and one right turn lane

o Westbound Approach (Ogilvie Road): two
through lanes

¢ A bike lane/pocket bike lane is provided on
the eastbound and westbound approaches

e A roughly 2.0m wide centre island pedestrian ¥
refuge is available for pedestrians crossing
from north-south

e The northbound left turn movement is
prohibited by the centre median island

Oqilvie Rd/Blair Rd

¢ Signalized four-legged intersection

e Northbound Approach (Blair Road): two left
turn lanes, one through lane, and one
channelized right turn lane

e Southbound Approach (Blair Road): one left
turn lane, one through lane, and one shared
through/right turn lane 2\

e Eastbound Approach (Ogilvie Road): one left &\
turn lane, two through lanes, and one B
channelized right turn lane

e Westbound Approach (Ogilvie Road): two left
turn lanes, one through lane, and one shared |
through/right turn lane -

e Standard crosswalks are provided on all
approaches.

¢ A bike lane/pocket bike lane is provided on
the eastbound and southbound approach
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Blair Rd/Highway 174 WB off-ramp/

1980 Ogqilvie Rd

¢ Signalized four-legged intersection

¢ Northbound Approach (Blair Road): two left
turn lanes and two through lanes

e Southbound Approach (Blair Road): three

through lanes and one channelized right turn

lane

e Westbound Approach (Hwy 174 WB off-
ramp): one left turn lane, one through lane,
and channelized right turn lane

e Eastbound Approach (1980 Ogilvie Road):
one left turn lane and one right turn lane

e Standard crosswalks are provided on the
southbound, westbound, and eastbound
approaches.

Blair Road/Highway 174 EB off-ramp

e Signalized three-legged intersection

¢ Northbound Approach (Blair Road): two
through lanes and one right turn lane

e Southbound Approach (Blair Road): one
through lane and one shared through/left
turn lane

e Westbound Approach (Hwy 174 EB off-
ramp): one left turn lane, one bus lane, and
one hy-pass right turn lane

e Standard crosswalks are provided on all
approaches.

2.1.3 Driveways

£
S
\v\-
N

P

A review of adjacent driveways along the boundary roads are provided as follows:

City Park Drive, South Side:

¢ One Driveway to City Centre Park

e One driveway to 1820 City Park Drive

e Two driveways to Frontier developments at
2280 City Park Drive

e One driveway to shopping mall at 1980
Ogilvie Road

¢ One driveway to gas station at 1970 Ogilvie
Road

2.1.4 Pedestrian and Cycling Facilities

City Park Drive, North Side:

e Four driveways to commercial development at
1900 City Park Drive

e One driveway to residential parking for 4461
Harper Avenue

e One driveway to residential parking for 4430
Harper Avenue

Sidewalks within the study area are summarized as follows:

Novatech
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¢ Both sides of Ogilvie Road, City Park Drive, Matheson Road, Bathgate Drive, and Blair Road
between Ogilvie Road and Highway 174 Westbound off-ramp; and
o The east side of Palmerston Drive and Blair Road north of Ogilvie Road.

In the City of Ottawa’s primary cycling network, Ogilvie Road and Blair Road are classified as Spine
Routes. City Park Drive is classified as a local route to the west of the proposed development and
is classified as a pathway link to the east of the proposed development. Bike lanes are provided on
both sides of Ogilvie Road. Off-road pathways are provided through City Centre Park, connecting
City Park Drive to Halmont Drive/Palmerston Drive.

2.1.5 Transit

The closest OC Transpo bus stops that serve various routes in the vicinity of the subject site are
described in Table 1 and are shown in Figure 2. A summary of OC Transpo routes which serve the
study area is included in Table 2. Detailed route information and an excerpt from the OC Transpo
System Map are included in Appendix C.

Table 1: OC Transpo Transit Stops

Stop Location Routes Serviced
#1778 South corner of City Park Drive/Blair Station 15, 25, 39
access road
North side of City Park Drive mid-block between
#1841 Frontier Path Private and Ambassador Avenue 15, 25,39
#4447 North side of City Park D_rlve near 1900 City 15, 25, 39
Park Drive
#4448 Northeast of City Park Drive/Jobin Crescent 15, 25, 39
#4449 South side of City Park D_rlve near 1900 City 15, 25, 39
Park Drive
West side of City Park Drive mid-block between
#4450 Wilbury Road and Jobin Crescent 15,25, 39
#4451 Southwest corner of Ogilvie R_oadlclty Park 15, 25, 39
Drive/Bathgate Drive
#1927 Southwest corner of Ogilvie Road/City Park 12, 23, 24, 28, 35, 39, 619, 624,
Drive 630, 631
#4446 East side of City Park Drive and 130m south of | 12, 23, 24, 26, 28, 35, 39, 619, 624,
Blair Road 630, 631
Northwest corner of Ogilvie Road/City Park
#1980 Drive/Bathgate Drive 24, 39, 624, 633
#8513 Southeast corner of Ogilvie R_oad/C|ty Park 24. 39, 624, 633
Drive/Bathgate Drive
1,12, 15, 21, 23, 24, 25, 26, 28, 30,
, . 31, 32, 33, 34, 35, 38, 39, 42, 221,
#3027 Blair Station 202, 228, 231, 232, 234, 236, 237,
619, 624, 628, 630, 631
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Table 2: OC Transpo Route Information
Route From < To Frequency

1 Tunney’s Pasture « Blair 5-minute headways, 7-days per week
12t Blair « St-Laurent 15-minute headways, 7-days per week all day service
15! Blair & Parliament 5-minute headways, 7-days per week all day service
21 Canotek < Blair Monday-Friday, Routes offered in peak direction of travel
23 Rothwell Heights < Blair 30-minute headways, Monday-Friday limited service
24 Beacon Hill & St-Laurent 30-minute headways, 7-days per week all day service
25 La Cité < Millennium 10-minute headways, 7-days per week all day service
26 Pineview < Blair 30-minute headways, 7-days per week all day service
8 Blackburn Hamlet < Blair 30-minute headways, 7-days per week_all day service, no
service on Sunday evenings
30 Blair — Millennium 30-minute headways, 7-days per week all day service
il Place d’Orléans < Blair Monday to Friday, select time periods only
32 Blair <» Chapel Hill 30-minute headways, 7_-days per week, select time
periods only
. 30-minute headways, Monday to Friday, all day service
£ Blair <> Portobello and select trips in the evening
35 Blair — Esprit 30-minute headways, 7-days per week, all day service
38 Blair — Jeanna d’Arc/Trim 30-minute headways, 7-days per week, all day service
39 Blair & N Rideau « 15-minute headways, 7-days per week, all day service
Millennium and limited overnight service
30-minute headways, 7-days per week, no evening
42 Blair «» Hurdman service on weekends and no late evening service on
weekdays
291 Blair < Cumberland 30-m_|nute hea_dwa_ys, Monday to F_rlday, Routgs offered
in peak direction of travel during peak periods
299 Blair <> Vars 30—m_|nute hea_dwa_ys, Monday to F_rlday, Route_s offered
in peak direction of travel during peak periods
298 Blair < Navan-Sarsfield 30-m_|nute hea_dwa_ys, Monday to F_rlday, Routgs offered
in peak direction of travel during peak periods
231 Blair <> Meadowglen 60—m_|nute hea_dwa_ys, Monday to F_rlday, Route_s offered
in peak direction of travel during peak periods
Blair & Queenswood 30-minute headways, Monday to Friday, Routes offered
232 . . o . i
Heights in peak direction of travel during peak periods
234 Blair < Tenth Line 30—m_|nute hea_dwa_ys, Monday to F_rlday, Route_s offered
in peak direction of travel during peak periods
236 Blair <> Esprit 30-m_|nute hea_dwa_ys, Monday to F_rlday, Routgs offered
in peak direction of travel during peak periods
237 Blair <> Jeanna d’Arc 60—m_|nute hea_dways, Monday to F_rlday, Route_s offered
in peak direction of travel during peak periods
619 Louis Riel <> Blair One school bus route pirr%aa{/each direction Monday-
624 | Gloucester H.S. < Rideau One school bus route p(;rr%g/each direction Monday-
628 Louis Riel Four school bus routes in the morning, Monday-Friday
Blair/Colonel L
630 By/Gloucester H.S. < One school bus route per _day each direction Monday-
. i Friday
Millennium
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Route From < To | Frequency
631 Colonel By/GIouces_ter One school bus route per _day each direction Monday-
H.S. < Chapel Hill Friday
633 Lester B Pearson < St- One school bus route per day each direction Monday-
Laurent Friday

1. Asof April 23, 2023, Routes 12 and 15 have returned to their pre-construction schedule and routing.

Figure 2: OC Transpo Bus Sop Locations

) bF ARR T/ PR \

(RSt Xo
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2.1.6 Area Traffic Management

There are no Area Traffic Management (ATM) studies within the study area that have been
completed or are currently in progress.

The following traffic calming measures are currently in place within the study area:
e Matheson Road: 40KMHR MAX pavement markings, midblock and intersection
narrowings, and flex posts
¢ Bathgate Drive: midblock and intersection narrowings and flex posts

Novatech Page 10



Transportation Impact Assessment 1900 and 2000 City Park Drive

Palmerston Drive: 40KMHR MAX pavement markings

e Intersection Pedestrian Signals (IPS) at the Ogilvie Road/Cadboro Road intersection and a
Mid-Block Pedestrian Signal (MPS) at Ogilvie Road mid-block between Blair Road and
City Park Drive East.

2.1.7 Existing Traffic Volumes

Weekday traffic counts were used to determine the existing pedestrian, cyclist, and vehicular traffic
volumes at the study area intersections. These counts were completed on the dates listed below:

¢ Blair Road/Highway 174 EB off-ramp March 22, 2023

e Blair Road/Highway 174 WB off-ramp March 22, 2023

e Blair Road/Ogilvie Road April 24, 2019

e Blair Road/185m East of Bathgate Drive January 16, 2019
¢ QOgilvie Road/Bathgate Drive/City Park Drive February 10, 2020
¢ QOgilvie Road/Cadboro Road January 9, 2019

e QOgilvie Road/City Park Drive/1941 Ogilvie Road January 9, 2019

e Ogilvie Road/Matheson Road/Palmerston Drive May 9, 2017

Observed weekday AM and PM peak hour traffic volumes at the study area intersections are shown
in Figure 3. Peak hour summary sheets of the above traffic counts are included in Appendix D.
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Figure 3: Existing Traffic Volumes
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2.1.8 Collision Records

Historical collision data from the last five years were obtained from the City’s Public Works and
Service Department for the study area intersections. Copies of the collision summary reports are
included in Appendix E.

The collision data have been evaluated to identify collision patterns, which are defined in the 2017
TIA Guidelines as more than six collisions in five years for any one movement. Table 3 summarizes
the number of collisions at each intersection from January 1, 2016 to December 31, 2020. During
the five-year period there were no reported fatal collisions in the analyzed area.

Table 3: Reported Collisions

Intersection/ Collision Types
Rear Turning smvey,  Total
Movement Other

Street Segment Approaching | Angle o Sideswipe
Ambassador Avenue/City Park 1 1 ) ) ) >

Drive
Blair Road/Ogilvie Road - 1 65 12 1 5 84
Blair Road/Highway 174
Westbound On-Ramp

Blair Road/Highway 174 Eastbound
Off-Ramp

Blair Road/Highway 174
Westbound Off-Ramp/1980 Ogilvie - 10 37 5 10 4 66
Road

Blair Road/Highway 174 Eastbound
Off-ramp

Blair Road between Ogilvie Road
and Highway 174 Westbound Off- - - 5 3 - - 8
Ramp/1980 Ogilvie Road

Blair Road between Highway 174
Westbound Off-Ramp/1980 Ogilvie
Road and Highway174 Westbound
On-Ramps

Blair Road between Highway174
Westbound On-Ramps and - - 2 - - - 2
Highway 174 Eastbound Off-Ramp
Blair Road between Highway 174
Eastbound Off-Ramp and Highway
174 Eastbound On/Off-Ramp
intersection

Cadboro Road/Ogilvie Road - - 7 - -
City Park Drive/Wilbury Rd/Harper
Ave

City Park Drive between
Ambassador Avenue and Ogilvie - 1 - 1 3 1 6
Road

City Park between Ogilvie Road
and Wilbury Road

Ogilvie Road/1900 Ogilvie
Ro0ad/1929 Ogilvie Road
Ogilvie Road at pedestrian signal 6
240m west of Blair Road
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Intersection/ Collision Types Total
i (€H)

Street Segment Approaching | Angle 'E?]‘Zr Sideswipe M-I(-)lilr;rlnngnt Sol\ft:/er/
Ogilvie Road/Bathgate Drive/City
Park Drive 1 6 10 5 9 6 37
Ogilvie Road/City Park Drive
East/1941 Ogilvie Road - 1 9 - 12 2 24
Ogilvie Road/Matheson ) 3 8 ) 4 4 19

Road/Palmerston Drive

Ogilvie Road between City Park
Drive West/Bathgate Drive and - 1 3 - - 2 6
Cadboro Road

Ogilvie Road between City Park
Drive West/Bathgate Drive and

1929 Ogilvie Road/1900 Ogilvie ) ) 4 2 . ) 6
Road

Ogilvie Road between 1929 Ogilvie

Road/1900 Ogilvie Road and City - - 1 1 - - 2
Park Drive East

Ogilvie Road between Blair Road

and City Park Drive East ) 1 2 2 ] 2 7
Ogilvie Road between Cadboro ) 1 3 1 ) 2 7

Road and Matheson Road
1. SMV = Single Motor Vehicle

Blair Road/Ogilvie Road

A total of 84 collisions were reported at this intersection over the last five years, of which there were
one angle collision, 65 rear end collisions, 12 sideswipe collisions, one turning movement collisions,
and five single-vehicle/other collisions. Nine of the collisions involved an injury and none involved
a fatality. None of the collisions involved cyclists or pedestrians.

Of the 84 collisions at this location, nine of them occurred during rain conditions, six of them
occurred during snow conditions, and one occurred during freezing rain conditions, for all other
collisions weather was not a factor. Additionally, of the 84 collisions, 58 of them occurred during
daylight hours.

Of the 65 rear end collisions, 26 involved northbound vehicles, 16 involved southbound vehicles,
22 involved eastbound vehicles, and 20 involved westbound vehicles. The rear end collision
patterns at this intersection are anticipated to be attributable to high traffic volumes and congestion
during peak periods.

Of the 12 side swipe collisions, two involved northbound vehicles, two involved southbound
vehicles, three involved eastbound vehicles, and five involved westbound vehicles.

Calculations of the intersection collision rate per Million Entering Vehicles (MEV) for all collision
types across the five-year study period showed an intersection collision rate of 1.08/MEV. Based
on this analysis, Blair Road/Ogilvie Road does not experience an abnormally high rate of collisions.

Blair Road/Highway 174 Westbound Off-Ramp/1980 Ogilvie Road

A total of 66 collisions were reported at this intersection over the last five years, of which there were
ten angle collisions, 37 rear end collisions, five sideswipe collisions, ten turning movement
collisions, and four single-vehicle/other collisions. Thirteen of the collisions involved an injury and
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none involved a fatality. None of the collisions involved cyclists and two of the collisions involved a
pedestrian.

Of the 66 collisions at this location, 13 of them occurred during rain conditions, four of them occurred
during snow conditions, and one occurred during freezing rain conditions, for all other collisions
weather was not a factor. Additionally, of the 66 collisions, 47 of them occurred during daylight
hours.

Of the ten angle collisions, five involved northbound and westbound vehicles, four involved
southbound and westbound vehicles, and one involved a southbound and eastbound vehicle.

Of the 37 rear end collisions, two involved northbound vehicles, 16 involved southbound vehicles,
one involved eastbound vehicles, and 18 involved westbound vehicles.

Southbound rear end collisions at this location could be attributed to high southbound traffic
volumes. Westbound rear end collisions at this location could be attributed to a combination of the
horizontal curvature of the road impacting sight lines, high traffic volumes, and the slight downward
grade impacting stopping distance.

Of the ten turning movement collisions, northbound left turning vehicles, five involved eastbound
left turning vehicles, and one involved a westbound left turning vehicle.

Calculations of the intersection collision rate per MEV for all collision types across the five-year
study period showed an intersection collision rate of 0.77/MEV. Based on this analysis, Blair
Road/Highway 174 Westbound Off-Ramp/1980 Ogilvie Road does not experience an abnormally
high rate of collisions.

Blair Road/Highway 174 Eastbound Off-ramp

A total of 54 collisions were reported at this intersection over the last five years, of which there were
two approaching collisions, three angle collisions, 21 rear end collisions, five sideswipe collisions,
17 turning movement collisions, five single vehicle collisions, and one other type collision. Thirteen
of the collisions involved an injury and none involved a fatality. None of the collisions involved
cyclists or pedestrians.

Of the 54 collisions at this location, 13 of them occurred during rain conditions and three of occurred
during snow conditions, for all other collisions weather was not a factor. Additionally, of the 54
collisions, 34 of them occurred during daylight hours.

Of the 21 rear end collisions, five involved northbound vehicles, ten involved southbound vehicles,
four involved eastbound vehicles, and two involved westbound vehicles.

Southbound rear end collisions at this location could be attributed to a slight downward grade
impacting stopping distance and sight lines.

Of the 17 turning movement collisions, 16 involved southbound left turning vehicles and one
involved a northbound vehicle performing a U-turn. Southbound turning movement collisions at this
location could be attributed to the permitted left turn movement crossing multiple lanes of oncoming
traffic with high volumes of southbound left turning vehicles and oncoming traffic.
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Calculations of the intersection collision rate per MEV for all collision types across the five-year
study period showed an intersection collision rate of 0.84/MEV. Based on this analysis, Blair
Road/Highway 174 Eastbound Off-Ramp does not experience an abnormally high rate of collisions.

Cadboro Road/Ogqilvie Road

A total of nine collisions were reported at this intersection over the last five years, of which there
were seven rear end collisions and two single-vehicle/other collisions. Two of the collisions involved
an injury and none involved a fatality. None of the collisions involved cyclists and one collision
involved a pedestrian.

Of the nine collisions at this location, one of them occurred during rain conditions and one of them
occurred during snow conditions, for all other collisions weather was not a factor. Additionally, of
the nine collisions, seven of them occurred during daylight hours.

Of the seven rear end collisions, three involved westbound vehicles and four involved eastbound
vehicles.

As there are less than six collisions of any specific collision type, there are no identifiable collision
patterns at this intersection. Calculations of the intersection collision rate per MEV for all collision
types across the five-year study period showed an intersection collision rate of 0.16/MEV. Based
on this analysis, Cadboro Road/Ogilvie Road experiences a relatively low rate of collisions.

Odilvie Road at pedestrian signal 240m west of Blair Road

A total of six collisions were reported at this intersection over the last five years, all six of which
were rear end collisions. Two of the collisions involved an injury and none involved a fatality. None
of the collisions involved cyclists and one collision involved a pedestrian.

Of the six collisions at this location, one of them occurred during snow conditions, for all other
collisions weather was not a factor. Additionally, all six collisions occurred during daylight hours.

Of the six rear end collisions, one involved southbound vehicles, three involved westbound vehicles
and two involved eastbound vehicles.

As there are less than six collisions of any specific collision type, there are no identifiable collision
patterns at this intersection. Calculations of the intersection collision rate per MEV for all collision
types across the five-year study period showed an intersection collision rate of 0.14/MEV. Based
on this analysis, Ogilvie Road at pedestrian signal 240m west of Blair Road experiences a relatively
low rate of collisions.

Odilvie Road/Bathgate Drive/City Park Drive

A total of 37 collisions were reported at this intersection over the last five years, of which there were
one approaching collision, six angle collisions, 10 rear end collisions, five sideswipe collisions, nine
turning movement collisions, and six single-vehicle/other collisions. Twelve of the collisions involved
an injury and none involved a fatality. None of the collisions involved cyclists and two of the
collisions involved a pedestrian.

Of the 37 collisions at this location, two of them occurred during rain conditions, three of them
occurred during snow conditions, and one occurred during freezing rain conditions, for all other
collisions weather was not a factor. Additionally, of the 37 collisions, 29 of them occurred during
daylight hours.
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Of the six angle collisions, two involved northbound and eastbound vehicles, two involved
southbound and westbound vehicles, one involved a northbound and westbound vehicle, and one
involved a southbound and eastbound vehicle.

Of the ten rear end collisions, one involved northbound vehicles, one involved southbound vehicles,
four involved eastbound vehicles, and four involved westbound vehicles.

Of the nine turning movement collisions, seven involved eastbound left turning vehicles, one
involved a westbound left turning vehicle, and one involved a southbound left turning vehicle. The
eastbound and westbound left turn movements at this intersection currently operate with a protected
and permitted left turn phase. It is recommended that the City monitor the collision history for the
eastbound left turn movement. Should the collision pattern continue, consideration could be given
to implementing fully protected left turn phasing.

Of the six single motor vehicle or other collisions, one involved a northbound vehicle, one involved
a southbound vehicle, one involved an eastbound vehicle, and three involved westbound vehicles.

Calculations of the intersection collision rate per MEV for all collision types across the five-year
study period showed an intersection collision rate of 0.68/MEV. Based on this analysis, Ogilvie
Road/Bathgate Drive/City Park Drive does not experience an abnormally high rate of collisions.

Oqilvie Road/City Park Drive/1941 Ogilvie Road

A total of 24 collisions were reported at this intersection over the last five years, of which there were
one angle collision, nine rear end collisions, 12 turning movement collisions, and two single-
vehicle/other collisions. Eight of the collisions involved an injury and none involved a fatality. None
of the collisions involved cyclists and one collision involved a pedestrian.

Of the 24 collisions at this location, four of them occurred during rain conditions, one occurred during
show conditions, and one of them occurred during fog/mist/smoke/dust conditions, for all other
collisions weather was not a factor. Additionally, of the 24 collisions, 19 of them occurred during
daylight hours.

Of the nine rear end collisions, one involved northbound vehicles, three involved westbound
vehicles and five involved eastbound vehicles.

Of the twelve turning movement collisions, nine involved westbound left turning vehicles, one
involved a northbound left turning vehicle, one involved a southbound vehicle performing a U-turn,
and one involved an eastbound vehicle performing a U-turn. The eastbound left turn movement at
this intersection currently operates with a protected and permitted left turn phasing while the
westbound left turn movement operates with a permitted left turn phase. It is recommended that the
City monitor the collision history for the westbound left turn movement. Should the collision pattern
continue, consideration could be given to implementing a protected and permitted left turn phasing,
consistent with the eastbound left turn movement.

Due to the high volume of oncoming eastbound through and westbound left turning vehicles there
are perhaps insufficient gaps for westbound vehicles to make safe turning movements at the Ogilvie
Road/City Park Drive/1941 Ogilvie Road intersection.

Calculations of the intersection collision rate per MEV for all collision types across the five-year
study period showed an intersection collision rate of 0.47/MEV. Based on this analysis, Ogilvie
Road/City Park Drive/1941 Ogilvie Road does not experience an abnormally high rate of collisions.
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Oqilvie Road/Matheson Road/Palmerston Drive
A total of 19 collisions were reported at this intersection over the last five years, of which there were
three angle collisions, eight rear end collisions, four turning movement collisions, and four single-
vehicle/other collisions. Two of the collisions involved an injury and none involved a fatality. None
of the collisions involved cyclists or pedestrians.

Of the 19 collisions at this location, two of them occurred during rain conditions and three occurred
during snow conditions, for all other collisions weather was not a factor. Additionally, of the 19
collisions, 14 of them occurred during daylight hours.

Of the eight rear end collisions, one involved southbound vehicles, six involved westbound vehicles
and one involved eastbound vehicles. Rear end collisions at the Ogilvie Road/Matheson
Road/Palmerston Drive intersection could be attributed to high westbound and eastbound traffic
volumes.

Calculations of the intersection collision rate per MEV for all collision types across the five-year
study period showed an intersection collision rate of 0.35/MEV. Based on this analysis, Ogilvie
Road/Matheson Road/Palmerston Drive experiences a relatively low rate of collisions.

Other Intersections and Roadway Segments
As all other intersections and roadway segments have less than six collisions of any specific
collision type, a further review of collisions is not required.

2.2 Planned Conditions
2.2.1 Planned Transit and Roadway Projects

The City of Ottawa's 2013 Transportation Master Plan (TMP) identifies the following projects within
the study area:

e Blair Road - The 2031 Affordable Transit Network identifies transit signal priority and queue
jump lanes between Innes Road and Blair station and exclusive bus lanes and transit signal
priority between Blair Station and Montreal Road. Bus lanes are to be provided through a
combination of road widening (north of Ogilvie Road) and conversion of existing traffic lanes
(south of Ogilvie Road).

e Eastern LRT - The 2031 Affordable Transit Network identifies extension of LRT service
following Highway 174 between Blair Station and Place d’Orléans Station. The 2031 Transit
Network Concept identifies extension of LRT service following Highway 174 between Place
d’'Orleans Station and Trim Station. At the time of this writing the extension is scheduled for
handover to the City in 2025.

e Ogilvie Road - The 2031 Transit Network Concept identifies transit signal priority between
Montreal Road and St. Laurent Boulevard.

e Ottawa Road 174 - The 2031 Road Network Concept identifies widening of the road from
four to six lanes between Highway 417 and Trim Road.
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The City's 2013 Ottawa Cycling Plan (OCP) identifies the addition of Multi-Use Pathway on City
Park Drive as well as the access to Blair Station as part of Phase 2 and bike lanes on Blair Road
between Ogilvie Road and Meadowbrook Road as part of Phase 3.

The subject site is located within the Blair Transit Oriented Development (TOD) area. Consistent
with the OCP, the Blair TOD Plan recommends improved cycling facilities along City Park Drive and
the access to Blair Station. In addition to improved cycling facilities, the Blair TOD Plan recommends
new sidewalks within the surrounding community. The proposed pedestrian and bicycle network
from the Blair TOD Plan are included in Appendix F.

A new east-west Multi-Use pathway (MUP) will be constructed by the City of Ottawa along the rail
corridor to the south. A new north-south MUP will also be constructed by the City within a 6m wide
parcel along the eastern property line, connecting City Park Drive and the east-west MUP along the
rail corridor. The new MUP network will form part of the City’s Cross-town bikeway network. The
timing for implementation of both pathways is currently unknown.

The Blair Road Transit Priority Environmental Assessment Study (April 2021) shows numerous
changes to the Blair Road corridor. Notable changes to the Blair Road/Highway 174 Westbound
off-ramp/1980 Ogilvie Road intersection include:

Protected intersection design;

Addition of a second westbound through lane;

Removal of the westbound right turn channel;

Addition of a new transit only eastbound right turn lane between the left turn lane and right
turn lane; and

o Removal of the southbound channelized right turn lane and conversion of the curbside
through lane to a through/right turn lane.

Notable changes to the Blair Road/Highway 174 Eastbound off-ramp include:

Protected intersection design;

Addition of a second westbound left turn lane;

Modifications to the westbound right turn channel;

Conversion of one northbound through lane to a transit only lane; and
Addition of a southbound left turn lane.

A multi-use pathway will be provided on the west side of Blair Road with dedicated cycling and
pedestrian facilities provided on the east side of Blair Road throughout the study area.

The Montreal-Blair Road Transit Priority Corridor Environmental Assessment Study (February
2022) shows numerous changes at the Blair Road/Ogilvie Road intersection, including:

e Protected intersection design;
e Addition of a second northbound through lane; and
e Addition of a new southbound right turn auxiliary lane.

Relevant excerpts from the Blair Road Transit Priority Environmental Assessment and the Montreal-
Blair Road Transit Priority Corridor Environmental Assessment are included in Appendix G.
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2.2.2 Other Area Developments
Other developments in the area include:

e Shoppers City East Redevelopment (1405 Blair Towers) — Proposed mixed-use
development including retail, coffee shop, warehouse membership club store, and an 18-
position gas-bar land uses to be developed in two phases. A TIS dated May 2016 was
prepared in support of Phase 2. Full buildout was expected in 2017 and it is currently fully
occupied.

e 2280 City Park Drive Residential Development — Proposed mixed-use development
including residential, retail, and commercial land uses to be developed in five phases. A TIA
dated August 2018 was prepared in support of Phase 2 and a TIA dated January 2019 was
prepared in support of Phases 3-5. Build-out of all five phases is anticipated to occur in
2030.

e 1980 Ogilvie Road — Proposed mixed-use development including residential, office, and
ground floor retail land uses to be developed in 4 stages. A TIA dated September 2019 was
prepared in support of Stage 1. Stage 1 was anticipated to be built out in 2020.

Excerpts from relevant transportation studies have been attached in Appendix H.
2.3 Study Area and Time Periods

The study area for this report includes the boundary roadway City Park Drive as well as the following
intersections:

Ogilvie Road/Matheson Road/Palmerston Drive

Ogilvie Road/Cadboro Road

Ogilvie Road/City Park Drive/Bathgate Drive

Ogilvie Road/1900 Ogilvie Road

Ogilvie Road/City Park Drive

Ogilvie Road/1980 Ogilvie Road (Intersection Pedestrian Signal)
Ogilvie Road/Blair Road

174 Westbound off-ramp/Blair Road

174 Eastbound off-ramp/Blair Road

The selected time periods for the analysis are the weekday AM and PM peak hours, as they
represent the ‘worst case’ combination of site generated traffic and adjacent street traffic. Analysis
will be completed for the ultimate build-out year of 2037. Due to the extended buildout period, a
five-year horizon will not be completed. A further review of traffic operations will be provided as
each phase proceeds to the Site Plan Control application stage.

24 Exemptions Review

This module reviews possible exemptions from the final Transportation Impact Assessment, as
outlined in the 2017 TIA Guidelines. The applicable exemptions for this site are shown in Table 4.
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Table 4: TIA Exemptions

Module ~ Element | Exemption Criteria Status
Design Review Component
4.1.2
a1 Circulation and |e Only required for site plans Exempt
' Access
Development 213
Design New Street ¢ Only required for plans of subdivision Exempt
Networks
42.1
Parking ¢ Only required for site plans Exempt
4.2 Supply
Parking 4'2.'2 ¢ Only required for site plans where parking
Spillover o . Exempt
Parking supply is 15% below unconstrained demand
Network Impact Component
4.5
: ¢ Not required for non-residential site plans
Egr?lzazrtatlon All elements expected to have fewer than 60 employees Not Exempt
Management and/or students on location at any given time
ﬁI.Sighbourhood 4.6.1 ¢ Only required when the development relies on
Traffic Adjacent local or collector streets for access and total Not Exempt
Management Neighbourhoods | volumes exceed ATM capacity thresholds
4.8 ¢ Only required when proposed development
Network All elements generates more than 200 person—t(lps during Not Exempt
Concent the peak hour in excess of the equivalent
P volume permitted by the established zoning

As this TIA has been prepared in support of Zoning By-law Amendment and Official Plan
Amendment applications, the Design Review components (Modules 4.1 to 4.4) are exempt from
the analysis. A detailed review of Modules 4.1 to 4.4 will be conducted as part of the future Site
Plan Control application.

3.0 FORECASTING
3.1 Development-Generated Travel Demand
3.1.1 Trip Generation

As a building containing office space currently exists at 1900 City Park Drive the net increase of
person trips was studied. For the purposes of this analysis, the existing development consists of
93,000ft? of office space. The proposed development is anticipated to include a maximum of 2,250
residential units within eight buildings.

Existing Development

As the TRANS Trip Generation Manual Summary Report, prepared in October 2020 by WSP does
not include trip rates for office land uses the ITE Trip Generation Manual 11" Edition was used. To
convert ITE vehicle trip rates to person trip rates a 1.28 factor was applied to all trips generated by
the development. Person trips generated by the development using ITE trip rates can be found in
the following table.
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Table 5: Person Trips Generated by Existing

Land Use ITE Code

Office 710
1. PPH=Person Trips per Hour

AM Peak Hour (pph®)

PM Peak Hour (pph)
TOT N ouT TOT
166 200

ouT

93,000 ft?

The 2020 TRANS Trip Generation Manual provides modal shares for employment generators within
the Beacon Hill Area. However, developments within 600m of rapid transit stations can be
considered as Transit Oriented Developments (TOD). In TOD zones, the transit share is assumed
to increase significantly compared to any TRANS O-D District. A summary of the TRANS
employment generator mode shares, TOD mode shares, and assumed existing mode shares is
provided in Table 6.

Table 6: TRANS and TOD Mode Share Comparison (Employment
Auto Driver  Auto Passenger] Transit Cycling

Walking

TRANS 75% 5% 15% 0% 5%
TOD 15% 5% 65% 5% 10%
Proposed 40% 5% 40% 5% 10%

Using the trips generated in Table 5 and the proposed mode share from Table 6 trips generated
during the peak hour were broken down by modal share in Table 7.

Table 7: Existing

Travel Mode

Peak Hour Person Trips by Mode
AM Peak (pph)®

PM Peak (pph)®

Mode Share

TOT
TOTAL 177 24 201 34 166 200

Auto Driver 40% 71 10 81 13 67 80
Auto Passenger 5% 9 1 10 2 8 10
Transit 40% 70 10 80 13 67 80
Cyclist 5% 9 1 10 2 8 10
Pedestrian 10% 18 2 20 4 16 20

1. pph: person trips per period

Proposed Development

Trips generated by the proposed development have been estimated using the 2020 TRANS Trip
Generation Manual. The trip generation rates are taken from Table 3 and correspond to High-Rise
Residential. The directional split between inbound and outbound trips are based on the blended
splits presented in Table 9 of the report.

The estimated trip generation are summarized in Table 8.

Table 8: Person Trips Generated by Proposed Development
AM Peak (ppp)®Y

PM Peak (ppp)®Y
TOT IN ouT TOT

2025

Land Use

High-Rise Residential,
Beacon Hill Area
1. ppp: person trips per period

TRANS Rate

AM: 0.80
PM: 0.90

Units

IN ouT

2,250 558 | 1242 | 1800 | 1175 | 851

The 2020 TRANS Trip Generation Manual provides modal shares for residential developments
within the Beacon Hill Area. However, developments within 600m of rapid transit stations can be
considered as Transit Oriented Developments (TOD). In TOD zones, the transit share is assumed
to increase significantly compared to any TRANS O-D District. A summary of the TRANS residential

Novatech Page 22



Transportation Impact Assessment

1900 and 2000 City Park Drive

mode shares (average of AM and PM peak, rounded to nearest 5%), TOD mode shares, and
assumed residential mode shares is provided in Table 9.

Table 9: TRANS and TOD Mode Share Comparison (Residential

. Auto Driver  Auto Passenger Transit Cycling Walking
TRANS 50% 15% 30% 0% 5%
TOD 15% 5% 65% 5% 10%
Proposed 25% 10% 50% 5% 10%

Using the trips generated in Table 8 and the proposed mode share from Table 9 trips generated
during the peak period were broken down by modal share in Table 10. After breaking down the
trips by modal shares in Table 9 adjustment factors were applied to convert the peak period trips
to peak hour trips in Table 10.

Table 10: Proposed Peak Period Person Trips by Mode

Travel Mode

Mode Share

AM Peak (ppp)®

PM Peak (ppp)®

ouT TOT TOT
TOTAL 558 1242 | 1800 | 1174 851 2025
Auto Driver 25% 140 311 450 293 213 506
Auto Passenger 10% 56 124 180 118 85 203
Transit 50% 279 621 900 587 425 1012
Cyclist 5% 28 62 90 59 43 102
Pedestrian 10% 56 124 180 117 85 202

2. ppp: person trips per period

Table 4 of the 2020 TRANS Trip Generation Manual includes adjustment factors to convert the
estimated number of trips generated for each mode from peak period to peak hour. A breakdown
of the peak hour trips by mode is shown in Table 11.

Table 11: Proposed Peak Hour Person Trips by Mode
Adjustment Factor |

Travel Mode

AM Peak (pph)®

PM Peak (pph)®

AM PM IN ouT TOT [\ \ ouT TOT

TOTAL 296 658 954 546 395 942

Auto Driver 0.48 0.44 67 149 216 129 94 223
Auto Passenger 0.48 0.44 27 59 86 52 37 89
Transit 0.55 0.47 154 342 496 276 200 476
Cyclist 0.58 0.48 16 36 52 28 20 49
Pedestrian 0.58 0.52 32 72 104 61 44 105

1. pph: person trips per hour

From the previous table, the proposed development is projected to generate 954 (296 in and 658
out) person trips during the AM peak hour and 942 (546 in and 395 out) person trips during the PM
peak hour.

Net Trip Generation
A full breakdown of the net person trips generated by modal share is shown in Table 12.
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Table 12: Net Person Trip Generation
AM Peak Hour PM Peak Hour

Travel Mode

In Total In Out Total
Existing Development
Auto Driver 71 10 81 13 67 80
Auto Passenger 9 1 10 2 8 10
Transit 70 10 80 13 67 80
Cyclist 9 1 10 2 8 10
Pedestrian 18 2 20 4 16 20
Total 177 | 24 201 34 166 200
Proposed Development
Auto Driver 67 149 216 129 94 223
Auto Passenger 27 59 86 52 37 89
Transit 154 342 496 276 200 476
Cyclist 16 36 52 28 20 49
Pedestrian 32 72 104 61 44 105
Total 296 | 658 954 546 395 942
Net Trips
Auto Driver -4 139 135 116 27 143
Auto Passenger 18 58 76 50 29 79
Transit 84 332 416 263 133 396
Cyclist 7 35 42 26 12 39
Pedestrian 14 70 84 57 28 85
Total 119 | 634 753 512 229 742

From the previous table, the net trips generated from the subject site is projected to be 753 (119 in
and 634 out) person trips during the AM peak hour and 742 (512 in and 229 out) person trips during
the PM peak hour.

3.1.2 Trip Distribution

Existing Development

The assumed distribution of trips generated by the existing office has been derived from existing
commuter traffic patterns within the study area as well as a review of existing traffic movements
entering the study area during the AM peak hour and exiting the study area during the PM peak
hour. The anticipated trip distribution is:

25% to/from the west via Ogilvie Road
20% to/from the west via Highway 174
20% to/from the south via Blair Road
10% to/from the east via Ogilvie Road
10% to/from the east via Highway 174
10% to/from the north via Blair Road
5% to/from the north via Bathgate Drive

Proposed Development

The assumed distribution of trips generated by the proposed development has been derived from
existing commuter traffic patterns within the study area as well as a review of existing traffic
movements exiting the study area during the AM peak hour and entering the study area during the
PM peak hour. The anticipated trip distribution is:
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30% to/from the west via Highway 174
25% to/from the west via Ogilvie Road
15% to/from the north via Blair Road
10% to/from the south via Blair Road
10% to/from the east via Ogilvie Road
10% to/from the east via Highway 174

3.1.3 Trip Assignment

All traffic generated by this development is expected to access Ogilvie Road at either of two City
Park Drive intersections. Traffic travelling to/from the west along Ogilvie Road is expected to access
Ogilvie Road at the Ogilvie Road/Bathgate Drive/City Park Drive west intersection. Traffic travelling
to/from the east along Ogilvie Road, along Blair Road, or on Highway 174 are expected to access
Ogilvie Road at the Ogilvie Road/1941 Ogilvie Road/City Park Drive east intersection.

Although there is potential for cut through traffic utilizing the private roadway associated with 1980
Ogilvie Road near Blair Station to travel to and from Blair Road, traffic has not been assigned to
this private roadway. Due to the presence of traffic calming measures within the 1980 Ogilvie Road
site as well as high volumes of pedestrians and cyclists in the vicinity of Blair Station, trips generated
by the subject site have been assigned to the adjacent public roadways during peak hours.

3.2 Background Traffic
3.2.1 Other Area Development

A review of other area development traffic has been conducted, per the developments listed in
Section 2.2.2. Traffic generated by these developments have been considered in this analysis and
added to the future background traffic volumes, as the development was completed after the most
recent available traffic data. Relevant excerpts of the traffic study associated with the development
below are included in Appendix H.

Shoppers City East Redevelopment (1405 Blair Towers)
The proposed mixed-use development is expected to generate 771 and 1072 vehicle trips during
the AM and PM peak hours, respectively. Construction was completed in 2020.

2280 City Park Drive Residential Development

Phase 2 of the proposed residential development is expected to generate 41 and 43 vehicle trips
during the AM and PM peak hours, respectively. Phases 3, 4, and 5 of the proposed residential
development is expected to generate an additional 54 and 64 vehicle trips during the AM and PM
peak hours, respectively. Construction of phase 2 was recently completed. Full build-out of the site
is expected to be complete by 2030.

1980 Ogilvie Road

The proposed residential development is expected to generate 54 and 76 vehicle trips during the
AM and PM peak hours, respectively. Full build-out of the site was expected by 2020 but the
construction has not commenced.
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3.2.2 General Background Growth Rate

A review has been conducted of snapshots of the City’s Strategic Long-Range Model, which are
included in Appendix I. Comparing snapshots of the 2011 and 2031 AM peak hour traffic volumes,
showed growth rates between 0.1%-0.5% along Ogilvie Road, 0.2%-2% along Blair Road, and
0.7%-1.2% at the Highway 174 off-ramps. A background growth rate of 1% is assumed for Ogilvie
Road, Blair Road, and Highway 174. This is consistent with other approved transportation studies
in the study area that were completed in recent years.

3.3 Future Traffic Conditions
The figures listed below present the following future traffic conditions:

o Proposed site-generated traffic volumes in 2037 are shown in Figure 4;
e Background traffic volumes in 2037 are shown in Figure 5;
o Total traffic volumes in 2037 are shown in Figure 6;

3.4 Demand Rationalization

A review of the existing and background intersection operations has been conducted to determine
if and when traffic volumes exceed capacity within the study area. The intersection parameters used
in the analysis are consistent with the 2017 TIA Guidelines (Saturated Flow Rate: 1,800 vphpl, Peak
Hour Factor: 0.9 in existing conditions and 1.0 in future conditions).

Per Exhibit 22 of the Multi-Modal Level of Service (MMLOS) Guidelines (produced by IBI Group in
October 2015), the target vehicular level of service (Auto LOS) for an arterial or collector road within
600m of a rapid transit station is an Auto LOS E, which equates to a vehicle-to-capacity (v/c) ratio
of 1.0 or better at signalized intersections. This target applies to the following study area
intersections: Ogilvie Road/1900 Ogilvie Road/1929 Ogilvie Road, Ogilvie Road/City Park Drive
East/1941 Ogilvie Road, Blair Road/Ogilvie Road, Blair Road/1980 Ogilvie Road/HWY 174 WB Off-
Ramp, and Blair Road/HWY 174 EB.

All other study area intersections are located in a ‘General Urban Area’ and have a target Auto LOS
D, which equates to a vehicle-to-capacity (v/c) ratio of 0.9 or better at signalized intersections.

Signal timing plans were obtained from the City, and are included in Appendix J.
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Figure 4: Net Site-Generated Volumes
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Figure 5: 2037 Background Traffic
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Figure 6: 2037 Total Traffic
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3.4.1 Existing Intersection Operations

Intersection capacity analysis has been conducted for the existing traffic conditions. The results of
the analysis are summarized in Table 13 for the weekday AM and PM peak hours. Detailed reports
are included in Appendix K.

Table 13: Existing Traffic Operations

: AM Peak PM Peak
Intersection

LOS Mvmt

Ogilvie Road/Matheson 0.56 A |WBTR| 075 | C |EBTR
Road/Palmerston Drive

Ogilvie Road/Cadboro Road 0.47 A WBT/R| 0.70 B EBT/R
Ogilvie Road/Cﬁ;gﬁ\i;k Drive/Bathgate 0.65 B SBL 0.72 C NBL
Ogilvie Road/1900 Ogilvie Road 0.48 A WBT/R| 0.60 A EBT
Ogilvie Road/City Park Drive 0.42 A WBT 0.83 D EBT
Ogilvie Road/Blair Road 0.97 E NBT 1.04 F EBR
HWY 174 Westbound off-ramp/Blair 0.70 B WBR 0.89 D EBR

Road NBT
HWY 174 Easttla?c;l;r:jd off-ramp/Blair 0.66 B WBR 0.92 E SBT/L

Under existing traffic conditions, there is one failing movement at the Ogilvie Road/Blair Road
intersection during the PM peak hour. All other intersections meet the target Auto LOS of E within
600m of Blair Station and the target Auto LOS of D elsewhere.

During the PM peak hour, the eastbound right turn lane on Ogilvie Road at Blair Road operates with
a LOS F and a v/c ratio of 1.04. To achieve the target LOS E at this intersection, a reduction of 22
eastbound right turning vehicles is required. The reduction in eastbound right turning vehicles can
be achieved by increased use of non-auto modes of transportation, alternative travel times (peak
period spreading), and alternative routes of travel. A further description of each option is provided
in the subsequent sections.

3.4.2 2037 Background Traffic Conditions

Intersection capacity analysis has been conducted for the 2037 background traffic conditions and
are summarized in Tables 14 and 15. Detailed reports are included in Appendix K.
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Table 14: 2037 Background Traffic Operations
AM Peak PM Peak
Intersection Delay Delay LOS Mvmt

or VIC or VIC

LOS Mvmt

Ogilvie Road/Matheson 060 | A |WBTR| 080 | c |EBTR
Road/Palmerston Drive
Ogilvie Road/Cadboro Road 0.50 A WBT/R 0.73 C EBT/R
Ogilvie Road/City Park Drive/Bathgate WBT
Drive 0.60 A SBL 0.66 B NBL
Ogilvie Road/1900 Ogilvie Road 0.51 A |WBT/R| 0.65 B EBT
Ogilvie Road/City Park Drive 0.44 A WBT 0.85 D EBT
1.30 F WBL 1.27 F NBR
. . 1.25 F WBL
Ogilvie Road/Blair Road
1.02 F NBT 1.17 F EBR
' 1.03 F EBT
HWY 174 Westg(c))l;gd off-ramp/Blair 0.72 c NBT 0.89 D EBR
HWY 174 Eastl%%l;rzid off-ramp/Blair 0.69 B WBR 0.98 E SBT/L

Table 15: 2037 Background Queues

Storage/ AM Peak PM Peak

Intersection Mvmt Spacing® vlc 50t % 95th 04 vlc 50t % 95th 94
P 9 [LOS] Queue (m) Queue (m) [LOS] Queue (m) Queue (m)

NBL 120m 0.95 [E] 91 #127 0.70 [B] 30 44

NBT 220m 1.02 [F] ~194 #267 0.62 [B] 73 107

NBR 200m 0.76 [C] 51 103 1.27 [F] ~227 #310

SBL 30m 0.70 [B] 19 #42 0.56 [A] 20 36

Ogilvie SBT/R 100m 0.62 [B] 55 74 0.97 [E] ~119 #164
Road/Blair Road | EBL 70m 0.58 [A] 24 40 0.77 [C] 40 #68
EBT 230m 0.57 [A] 57 75 1.03 [F] ~132 #173

EBR 230m 0.39 [A] 0 19 1.17 [F] ~157 #230

WBL 110m 1.30 [F] ~118 #155 1.25 [F] ~155 #195

WBT/R 225m 0.81 [D] 106 #149 0.51 [A] 66 85

1. Indicates the storage length for auxiliary lanes or the spacing to the nearest upstream intersection for through lanes
#: volume for the 95" percentile cycle exceeds capacity
~: approach is above capacity

The westbound left turning movement and northbound through movements at the Ogilvie Road/Blair
Road intersection do not meet the target LOS E during the AM peak hour and the northbound right,
westbound left, eastbound right and eastbound through movements do not meet the target LOS E
in the PM peak hour. All other intersections within the study area are expected to meet the City’s
target. A summary of the critical queueing at the study area intersections is provided below.

During the AM peak hour at the Ogilvie Road/Blair Road intersection, the average and maximum
gueue lengths of the westbound left movement exceed the current storage capacity. Additionally,
the maximum queue lengths of the northbound left, the northbound through, and the southbound
left turn movements exceed the existing storage capacity.

During the PM peak hour at the Ogilvie Road/Blair Road intersection, the average and maximum
gueue lengths of the northbound right, the southbound through/right, and the westbound left
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movements and the maximum queue length for the southbound left turn movement exceed the
existing storage length.

The approximate required reduction in volumes to meet the target Auto LOS for each over-capacity
movement is included below.

AM Peak Hour
e Ogilvie Road/Blair Road
o Westbound left turn (v/c: 1.30): reduction of 148 vehicles required;
o Northbound through (v/c: 1.02): reduction of 9 vehicles required.

PM Peak Hour
e Ogilvie Road/Blair Road
o Northbound right turn (v/c: 1.27): reduction of 192 vehicles required;
o Westbound left turn (v/c: 1.25): reduction of 170 vehicles required;
o Eastbound right turn (v/c: 1.17): reduction of 88 vehicles required;
o Eastbound through (v/c: 1.03): reduction of 22 vehicles required.

Traffic throughout the study area could be displaced or alleviated through a combination of
increased use of non-auto modes of transportation, alternate time to travel for drivers using the
study area roadways to make use of off-peak capacity, and alternate routes for travel. A further
description of each option is provided below.

Increased Use of Non-Auto Modes

As stated in Section 2.2.1 exclusive bus lanes and transit signal priority along Blair Road and the
Eastern LRT extension to Trim Road are anticipated to be constructed prior to the 2037 build-out
year. The transit network concept also includes transit signal priority and queue jump lanes along
Ogilvie Road. These transit projects are anticipated to increase the transit modal share and
decrease the auto modal share, thereby reducing traffic volumes within the study area.

Additionally, the new east-west MUP will be constructed by the City of Ottawa along the rail corridor
to the south and will form part of the City’s Cross-town bikeway network. This project is expected
to increase the active modal shares and decrease the auto modal share, thereby reducing traffic
volumes within the study area.

Alternate Travel Times
As congestion increases within the study area, some motorists may alter their travel to occur outside
of the peak hours. This shift in travel times may result in a reduction of peak hour traffic volumes.

Alternate Routes of Travel

As congestion increases within the study area, some motorists may choose alternate routes of
travel outside the study area. Other alternative east-west routes outside of the study area include
Highway 174, Montreal Road, and Aviation Parkway.

4.0 ANALYSIS
4.1 Development Design
The proposed development will include vehicular access to City Park Drive. Pedestrian connections

are anticipated to be provided to the MUP's east and south of the site, as well as to the sidewalks
along City Park Drive.
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4.2 Parking

A detailed review of Module 4.2 will be conducted as part of the future Site Plan Control application.
4.3 Boundary Streets

A detailed review of Module 4.3 will be conducted as part of the future Site Plan Control application.
4.4 Access Intersections

A detailed review of Module 4.4 will be conducted as part of the future Site Plan Control application.
4.5 Transportation Demand Management

45.1 Context for TDM

The proposed development is anticipated to include a maximum of 2,250 residential units within
eight buildings. The unit type breakdown for each phase will be provided as part of the future Site
Plan Control applications.

45.2 Need and Opportunity

As first discussed in Section 3.1.1, the mode share targets for the proposed development are a
blended rate based on the observed mode shares for the Beacon Hill region, as outlined in the
TRANS Trip Generation Manual and mode shares typically seen within a Transit Oriented
Development zone.

Failure to meet the proposed mode share is not anticipated, due to the proximity of the subject site
to large commercial developments and employment generators as well as planned active
transportation projects and rapid transit projects in the area. To improve the use of non-auto modes
for the proposed development, Transportation Demand Management (TDM) measures will be
considered on a phase by phase basis as part of future Site Plan Control applications.

453 TDM Program

A review of the City’s TDM Measures Checklist has been conducted to outline TDM measures that
will be considered as part of future Site Plan Control applications. TDM measures include:

o Display local area maps with walking/cycling access routes and key destinations at major
entrances;

¢ Display relevant transit schedules and route maps at entrances;

¢ Unbundle parking from purchase cost (condo) or monthly rent (apartment);

¢ Provide multi-modal travel information package to new residents.

4.6 Neighbourhood Traffic Management
The 2017 TIA Guidelines identify two-way peak hour traffic volume thresholds for considering when

a Neighbourhood Traffic Management (NTM) plan should be developed. The NTM two-way volume
thresholds are as follows:
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e Local Roadways: 120 vehicles during the peak hour, or 1,000 vehicles per day;
o Collector Roadways: 300 vehicles during the peak hour, or 2,500 vehicles per day;
e Major Collector Roadways: 600 vehicles during the peak hour, or 5,000 vehicles per day.

The proposed development will rely on the collector road City Park Drive for direct access. Based
on the 2023 existing traffic conditions presented in Figure 3, two-way traffic volumes on the City
Park Drive leg of the Ogilvie Road/Bathgate Drive/City Park Drive intersection is 247 in the AM peak
hour and 419 in the PM peak hour and on the City Park Drive leg of the Ogilvie Road/1941 Ogilvie
Road/City Park Drive intersection the traffic volumes are 299 in the AM peak hour and 613 in the
PM peak hour. Traffic generated by the proposed development is anticipated to increase traffic
along City Park Drive at Ogilvie Road/Bathgate Drive by 29-32 vehicles, or one vehicle every two
minutes during peak hours. Traffic along City Park Drive at Ogilvie Road/1941 Ogilvie Road is
anticipated to increase by 105-112 vehicles, or two vehicle a minute during peak hours.

Traffic volumes currently show that City Park Drive currently operates as a Major Collector Roadway
according to the NTM thresholds. These high volumes can largely be attributed to the commercial
developments along City Park Drive closer to Ogilvie Road. Since City Park Drive is expected to
have lower volumes close to the subject site, no neighbourhood traffic management measures have
been recommended as part of this proposed development.

4.7 Transit

Based on the trip generation estimates presented in Section 3.1.1, the proposed development is
anticipated to generate the following number of transit trips:

e AM Peak Hour: 496 transit trips, including 342 boarding and 154 alighting;
e PM Peak Hour: 476 transit trips, including 200 boarding and 276 alighting.

The distribution of transit trips to/from the development has been estimated based on origin-
destination data from the TRANS O-D Survey Report. The destinations of trips from the Beacon Hill
district to all TRANS O-D districts during the AM peak period were used to develop the following
transit distribution:

e 159% to/from the north via Routes 12, 23, and 24;

e 10% to/from the south via Routes 26, 28, 42, 222, and 228;
20% to/from the east via Routes 21, 25,30, 31, 32, 33, 35, 38, 39, 221, 231, 232, 234, 236,
and 237;

e 550 to/from the west via Route 1 and 15

Trips to/from the north are anticipated to be served by a combination of routes 12, 23, and 24. Trip
distribution between these routes are anticipated to be roughly equal due to all routes serving
slightly different areas and have similar headway times between busses. During the AM peak hour
roughly 4-9 people would board each bus and roughly 2-4 people would alight from each bus and
during the PM peak hour roughly 3-5 people would board each bus and roughly 3-7 people would
alight from each bus. The net additional people added to each bus is not anticipated to impact the
capacity of any bus heading to/from the north.

Trips to/from the south are anticipated to be served by a combination of routes 26, 28, 42, 222, and
228. Trip distribution between these routes are anticipated to be roughly equal due to all routes
serving slightly different areas and all routes having headway times between busses of roughly 30
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minutes. During the AM peak hour roughly 3-4 people would board each bus and roughly 1-2 people
would alight from each bus and during the PM hour peak hour roughly 2 people would board each
bus and roughly 3 people would alight from each bus. The net additional people added to each bus
is not anticipated to impact the capacity of any bus heading to/from the south.

Trips to/from the east are anticipated to be served by a combination of routes 21, 25, 30, 31, 32,
33, 35, 38, 39, 221, 231, 232, 234, 236, and 237. Trip distribution between these routes is
anticipated to be roughly equal due to all routes serving slightly different areas and all routes have
similar headway times between busses. During the AM peak hour roughly 1-5 people would board
each bus and roughly 1-2 people would alight from each bus and during the PM hour peak hour
roughly 1-3 people would board each bus and roughly 1-4 people would alight from each bus. The
net additional people added to each bus is not anticipated to impact the capacity of any bus heading
to/from the east.

Trips to/from the west are anticipated to be served by a combination of routes 1 and 15. While both
routes have a 5-minute headway in service it is estimated that Route 1 is preferable to Route 15
when the final destination is similar due to estimated travel time. Therefore, it is assumed that 70%
of trips travelling west will use Route 1.

On Route 1 during the AM peak hour roughly 11 people would board each train and roughly 5
people would alight from each train and during the PM peak hour roughly 6 people would board
each train and roughly 9 people would alight from each train. The net additional people added to
each train is not anticipated to impact the capacity of any train heading to/from the west.

On Route 15 during the AM peak hour roughly 5 people would board each bus and roughly 2 people
would alight from each bus and during the PM peak hour roughly 3 people would board each bus
and roughly 4 people would alight from each bus. The net additional people added to each bus is
not anticipated to impact the capacity of any bus heading to/from the west.

Based on the foregoing, the proposed development at ultimate buildout is not anticipated to have a
significant impact on the existing operations of OC Transpo route.

As Bus Stop #4447 is located over 200m from the nearest pedestrian crossing along City Park Drive

and expected to handle a significant amount of transit users from the subject site, volumes were

studied to determine if a pedestrian crossover is warranted. Based on the previous analysis the

number of pedestrian crossing the road at this location was estimated and shown in the following

table.

Table 16: Crossing Volumes at Stop #4447
AM Peak PM Peak

Boarding Alighting Boarding Alighting
15 60 - 36 -
25 - 1 - 1
39 - 1 - 1

Based on the above table a total of 38-62 people are anticipated to cross the street to Stop #4447
during the peak hours. As the existing transit stop is considered a desire line for pedestrians from
the proposed development, consideration should be given to providing a pedestrian crossover along
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City Park Drive as the development advances. The timing for implementation of a future pedestrian
crossover will be reviewed on a phase-by-phase basis through future Site Plan Control applications.

4.8 Network Concept

A review of the future lane capacities at the boundaries of the study area has been conducted to
determine if additional capacity is required. The directional capacities for each roadway have been
estimated based on typical roadway characteristics and lane capacities used in the City's TRANS
Long-Range Transportation Model. For the purposes of this analysis, the lane capacity of Ogilvie
Road and Blair Road at both ends of the study area is considered to be 1,000 vphpl.

A summary of the lane capacity analysis for the 2037 background traffic conditions is included in
Table 17.

Table 17: Network Lane Capacity Analysis — 2037 Background Traffic

Directional Traffic v/c Ratio Auto LOS Deficiency to
Roadway Capacity Volume Auto LOS ‘F*
(vph) AM (PM) AM (PM) AM (PM) AM (PM
Blair Rd, north of Ogilvie Rd
Northbound| 1,000 800 (529) 0.80 (0.53) C(A) -
Southbound| 1,000 514 (891) 0.51 (0.89) A (D) -
Blair Rd, south of Highway 174
Northbound| 2,000 1,006 (1,023)| 0.50 (0.51) A (A) -
Southbound| 2,000 683 (1,256) | 0.34 (0.63) A (B) -
Ogilvie Rd, east of Blair Rd
Eastbound| 2,000 [1,135(1,848)| 0.57 (0.92) A (E) -
Westbound| 2,000 1,433 (1,450) | 0.72 (0.73) C(© -
Ogilvie Rd, west of Palmerston Dr
Eastbound| 2,000 1,189 (1,960) | 0.59 (0.98) A (E) -
Westbound| 2,000 1,495 (1,491)| 0.75(0.75) C(© -

1: Target LOS F within 600m of Rapid Transit Station

Peak directional traffic along all roadways are anticipated to meet the target LOS E under the 2037
background traffic conditions.

A summary of the lane capacity analysis for the 2037 total traffic conditions is included in Table 18.
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Table 18: Network Lane Capacity Analysis — 2037 Total Traffic

Directional Traffic v/c Ratio Auto LOS Deficiency to
Roadway Capacity Volume Auto LOS ‘F*
(vph) AM (PM) AM (PM) AM (PM) AM (PM
Blair Rd, north of Ogilvie Rd
Northbound| 1,000 821 (536) 0.82 (0.54) D (A) -
Southbound| 1,000 517 (909) 0.52 (0.91) A (E) -
Blair Rd, south of Highway 174
Northbound| 2,000 999 (1,033) | 0.50(0.52) A (A) -
Southbound| 2,000 696 (1,252) | 0.35(0.63) A (B) -
Ogilvie Rd, east of Blair Rd
Eastbound| 2,000 |1,149(1,850)| 0.57 (0.93) A (E) -
Westbound| 2,000 1,443 (1,462)| 0.72(0.73) C (O -
Ogilvie Rd, west of Palmerston Dr
Eastbound| 2,000 |1,188(1,989)| 0.59 (0.99) A (E) -
Westbound| 2,000 [1,529 (1,498)| 0.76 (0.75) C(© -

1: Target LOS F within 600m of Rapid Transit Station

The additional traffic generated by the subject site is not anticipated to have a significant impact on
the overall operations of Blair Road or Ogilvie Road. Peak directional traffic along all roadways are
anticipated to meet the target LOS E under the 2037 total traffic conditions. Detailed intersection
analysis is presented in Section 4.9.2 and includes more in-depth discussion of the anticipated
impacts of the proposed development within the study area.

4.9 Intersection Design
4.9.1 Intersection MMLOS Review

This section provides a review of the signalized study area intersections using complete streets
principles. The signalized intersections within the study area has been evaluated for PLOS, BLOS,
TLOS, TKLOS, and AutoLOS based on existing conditions. The MMLOS targets considered in this
review are associated with those outlined in Exhibit 22 of the MMLOS Guidelines for the ‘General
Urban Area’ and when applicable ‘Within 600m of a rapid transit station’ Policy Area.

The full intersection MMLOS analysis is included in Appendix L. A summary of the results is shown
in Table 19.

Table 19: Intersection MMLOS Summa

Intersection

BLOS TLOS TKLOS AutoLOS

Actual Target Actual Target Actual Target Actual Target Actual Target

Ogilvie Road/Matheson

Road/Palmerston Drive F c F c c D E D c D
Ogilvie Road/Cadboro Road F C B D E D B D
Ogilvie Road/City Park

Drive/Bathgate Drive F c F ¢ F D E D ¢ D
Ogilvie Road/1900 Ogilvie Road] F A F C B D E D A E
Ogilvie Road/City Park Drive F A F C F D E D D E
Ogilvie Road/Blair Road F A F C F C E D F E
HWY 174"r Westbound off- = A = C = C B D D E
ramp/Blair Road

HWY 174'_r Eastbound off- = A A C D i C D E E
ramp/Blair Road
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The results of the intersection MMLOS analysis can be summarized as follows:

None of the study area intersections meet the target PLOS;

¢ None of the study area intersections meet the target BLOS except for Ogilvie Road/Cadboro
Road;

o All of the study area intersections meet the target TLOS except for Ogilvie Road/City Park
Drive/Bathgate Drive, Ogilvie Road/City Park Drive, Ogilvie Road/Blair Road, and HWY 174
Westbound off-ramp/Blair Road;

¢ None of the study area intersections meet the target TKLOS except for HWY 174 Westbound
off-ramp/Blair Road and HWY 174 Eastbound off-ramp/Blair Road; and

o Allintersections meet the target AutoLOS except for Ogilvie Road/Blair Road.

Ogilvie Road/Matheson Road/Palmerston Drive
The intersection does not meet the target PLOS C, BLOS C, or TKLOS.

There is limited opportunity to improve the PLOS and BLOS at this intersection without reducing
the number of lanes crossed and providing two-stage left turning cycling facilities on all approaches.
The northbound and eastbound right turn movement do not meet the target TKLOS. As the south
leg of the intersection does not form part of the City's truck routes, the eastbound and northound
right turn movements are considered acceptable.

Oqilvie Road/Cadboro Road
The intersection does not meet the target PLOS C or TKLOS C.

There is limited opportunity to improve the PLOS at this intersection without reducing the number
of lanes crossed. The westbound right turn movement does not meet the target TKLOS. As the
north leg of the intersection does not form part of the City's truck routes, the westbound right turn
movement is considered acceptable.

Ogqilvie Road/City Park Drive/Bathgate Drive
The intersection does not meet the target PLOS C, BLOS C, TLOS, or TKLOS.

There is limited opportunity to improve the PLOS and BLOS at this intersection without reducing
the number of lanes crossed and providing two-stage left turning cycling facilities on all approaches.
The north and south approaches do not meet the target TLOS. As the major street is in the east-
west direction any additional capacity will come at the expense of the transit routes along the main
corridor and is therefore assumed to be acceptable. The eastbound and westbound right turn
movements do not meet the target TKLOS. As the north and south legs of the intersection do not
form part of the City's truck routes, the eastbound and westbound right turn movements are
considered acceptable.

Oqilvie Road/1900 Ogilvie Road
The intersection does not meet the target PLOS C, BLOS C, or TKLOS.

There is limited opportunity to improve the PLOS and BLOS at this intersection without reducing
the number of lanes crossed and providing two-stage left turning cycling facilities on all approaches.
The eastbound and westbound right turn movements do not meet the target TKLOS. As the north
and south legs of the intersection do not form part of the City's truck routes, the eastbound and
westbound right turn movements are considered acceptable.
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Ogilvie Road/City Park Drive
The intersection does not meet the target PLOS C, BLOS C, TLOS, or TKLOS.

There is limited opportunity to improve the PLOS and BLOS at this intersection without reducing
the number of lanes crossed and providing two-stage left turning cycling facilities on all approaches.
The south approach does not meet the target TLOS. As the major street is in the east-west direction
any additional capacity will come at the expense of the transit routes along the main corridor and is
therefore assumed to be acceptable. The westbound right turn movement does not meet the target
TKLOS. As the north leg of the intersection does not form part of the City's truck routes, the
westbound right turn movement is considered acceptable.

Ogilvie Road/Blair Road
The intersection does not meet the target PLOS C, BLOS C, TLOS, TkLOS, or AutoLOS.

No mitigation measures are proposed as part of the proposed development, as the City's planned
Blair-Blair Transit Priority Corridor is anticipated to provide improvements for all modes at the
Ogilvie Road/Blair Road intersection. As described in Section 2.2.1, the proposed alterations
include a protected intersection design with painted zebra pavement markings at crosswalks,
dedicated cycling facilities, and additional travel lanes.

HWY 174 Westbound off-ramp/Blair Road
The intersection does not meet the target PLOS C, BLOS C or TLOS.

No mitigation measures are proposed as part of the proposed development, as the City's planned
Blair Transit Priority Project (Innes Road to Blair LRT Station) is anticipated to provide improved
pedestrian, bike, and transit facilities along the Blair Road corridor. As described in Section 2.2.1,
among the proposed alterations at this intersection are protected northeast and northwest corners,
a sidewalk, and cycle track along the east side of Blair Road, a multi-use path on the west side of
Blair Road, painted zebra pavement markings at crosswalks, and dedicated transit turning lanes on
the 1980 Ogilvie Road approach.

HWY 174 Eastbound off-ramp/Blair Road
The intersection does not meet the target PLOS C.

No mitigation measures are proposed as part of the proposed development, as the City's planned
Blair Transit Priority Project (Innes Road to Blair LRT Station) is anticipated to provide improved
pedestrian, bike, and transit facilities along the Blair Road corridor. Among the proposed alterations
at this intersection are a protected southeast corner, a sidewalk, and cycle track along the east side
of Blair Road, a multi-use path on the west side of Blair Road, and painted zebra pavement
markings at crosswalks.

4.9.2 2037 Total Intersection Operations
Intersection capacity analysis has been conducted for the 2037 total traffic conditions. The results

of the analysis are summarized in Tables 20 and 21 for the weekday AM and PM peak hours.
Detailed reports are included in Appendix K.
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AM Peak PM Peak

Intersection Delay LOS  Mvmt Delay

or VIC or VIC LOST | Lot

Ogilvie Road/Matheson 062 | A |WBTR| 081 | D |EBTR
Road/Palmerston Drive
Ogilvie Road/Cadboro Road 0.51 A WBT/R 0.74 C EBT/R
Ogilvie Road/C|t)I/3Ir3i\z;1£k Drive/Bathgate 0.65 B NBL 0.68 B NBL
Ogilvie Road/1900 Ogilvie Road 0.51 A |WBT/R| 0.65 B EBT
Ogilvie Road/City Park Drive 0.47 A WBT 0.92 E EBT
1.27 F NBR
1.30 F WBL 125 = WBL
Ogilvie Road/Blair Road 1.19 F EBR
1.02 F NBT 1.03 F EBT
1.02 F SBT/R
HWY 174 Westg(c))l;gd off-ramp/Blair 0.72 c NBT 0.89 D EBR
HWY 174 Easttl;%L;réd off-ramp/Blair 0.69 B WER 0.98 E SBT/L

Table 21: 2037 Total Queues 7
Storage/

Intersection Mvmt Spacing® vlc 50t % 95th 04 vlc 50t % 95th 94
P 9 [LOS] Queue (m) Queue (m) [LOS] Queue (m) Queue (m)
NBL 120m 0.95 [E] 91 #126 0.84 [D] 39 #61
NBT 220m 1.02 [F] ~194 #267 0.62 [B] 73 107
NBR 200m 0.76 [C] 51 103 1.27 [F] ~227 #310
SBL 30m 0.70 [B] 19 #42 0.56 [A] 20 36
Ogilvie SBT/R 100m 0.62 [B] 56 74 1.02 [F] ~129 #170
Road/Blair Road | EBL 70m 0.63 [B] 29 47 0.79 [C] 42 #73
EBT 230m 0.59 [A] 60 78 1.03 [F] ~133 #173
EBR 230m 0.48 [A] 0 23 1.19 [F] ~165 #238
WBL 110m 1.30 [F] ~118 #155 1.25 [F] ~155 #195
WBT/R 225m 0.84 [D] 108 #157 0.52 [A] 68 87

1. Indicates the storage length for auxiliary lanes or the spacing to the nearest upstream intersection for through lanes
#: volume for the 95" percentile cycle exceeds capacity
~: approach is above capacity

Comparing the previous tables and the 2037 background conditions, traffic generated by the
proposed development is anticipated to have marginal operational effects within the study area.
The southbound through/right turn lane is now over capacity with a V/C of 1.02 and previously had
a V/C ratio of 0.97 during background traffic conditions and the 50" and 95" percentiles queues
have increased by roughly one vehicle. The discussion of over-capacity movements and queue
lengths are generally consistent with those described in Section 3.4.2.

Traffic generated by the development is expected to increase the volume of westbound left turning
vehicles at Ogilvie Road/City Park Drive (east) by 85% in the PM peak hour while no additional
westbound left traffic is projected in the AM peak hour. Currently the westbound left turn lane
experiences a collision rate per MEV of 3.27 when comparing the ten collisions that occurred in the
left turn lane (nine turning movement collisions and one rear end collision) and the existing traffic
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volumes. While a collision rate of 3.27 per MEV could be considered high, collision rates tend to
over-emphasize intersections or movements with lower volumes.

The westbound left turn movement at this intersection currently operates with a permitted phasing
in the AM peak hour and permitted and protected left turn phasing in the PM peak hour. Monitoring
of collisions associated with the westbound left turn movement should be completed by the City as
this development proceeds. Should the westbound left turn collision pattern continue, consideration
by the City could be given for implementing a fully protected left turn phase. Analysis was completed
to compare the impacts of including a fully protected left turn phase to the east and west bound legs
with 2037 total traffic conditions. The results of the analysis are summarized in Table 22 for the
weekday AM and PM peak hours. Detailed reports are included in Appendix K.

Table 22: Ogilvie Road/City Park Drive Fully Protected Phasing Comparison

Intersection

Ogilvie Road/City Park Drive 0.60 A EBL 1.00 E EBT

The existing storage length of the westbound left turn lane is 100m and the eastbound left turn lane
is 40m. The protected phasing is anticipated to increase the 95th percentile westbound left turn
gueues from 18m to 31m in the AM peak hour and from 56m to 82m during the PM peak hour.
Eastbound left turn queues are also anticipated to increase from 8m to 37m during the AM peak
hour and from 3m to 9m during the PM peak hour. While queueing does increase under fully
protected phasing the 95" percentile queues in the left turning lanes could be supported by existing
storage lengths at the intersection.

5.0 CONCLUSIONS AND RECOMMENDATIONS

Based on the foregoing, the conclusions and recommendations of this TIA can be summarized as
follows:

Forecasting
e The proposed development is anticipated to generate a net additional 753 person trips
during the AM peak hour (including 135 vehicle trips), and an additional 742 person trips
during the PM peak hour (including 143 vehicle trips).

Development Design
e The proposed development will include vehicular access to City Park Drive. Pedestrian
connections are anticipated to be provided to the MUP's east and south of the site, as well
as to the sidewalks along City Park Drive.

Transportation Demand Management (TDM)
o Areview of the City's TDM Measures Checklist has been conducted by the proponent, who
will consider the following TDM measures on a phase by phase basis within this
development:

o Display local area maps with walking/cycling access routes and key destinations at
major entrances;

o Display relevant transit schedules and route maps at entrances;

o Unbundle parking from purchase cost (condo) or monthly rent (apartment); and
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o Provide multi-modal travel information package to new residents.

Neighbourhood Traffic Management
o Traffic generated by the proposed development is anticipated to increase traffic along City
Park Drive at Ogilvie Road/Bathgate Drive by 29-32 vehicles, or one vehicle every two
minutes during peak hours. Traffic at City Park Drive at Ogilvie Road/1941 Ogilvie Road is
anticipated to increase by 105-112 vehicles, or two vehicle a minute during peak hours.

e Since City Park Drive is expected to have lower volumes close to the subject site, no
neighbourhood traffic management measures have been recommended as part of this
proposed development.

Transit
e The proposed development is anticipated to generate an additional 496 transit trips during
the AM peak hour and an additional 476 transit trips during the PM peak hour. The additional
transit trips generated by the proposed development are anticipated to have a marginal
impact on the current transit operations surrounding the site.

o A total of 38-62 people are anticipated to cross the street to Stop #4447 during the peak
hours. As the existing transit stop is considered a desire line for pedestrians from the
proposed development, consideration should be given to providing a pedestrian crossover
along City Park Drive as the development advances. The timing for implementation of a
future pedestrian crossover will be reviewed on a phase-by-phase basis through future Site
Plan Control applications.

Network Concept
o The additional traffic generated by the subject site is not anticipated to have a significant
impact on the overall operations of Blair Road or Ogilvie Road. Peak directional traffic along
all roadways are anticipated to meet the target LOS E under the 2037 total traffic conditions.

Intersection MMLOS
¢ None of the study area intersections meet the target PLOS. There is limited opportunity to
improve the PLOS at all intersections without reducing the number of lanes crossed;

¢ None of the study area intersections meet the target BLOS except for Ogilvie Road/Cadboro
Road. There is limited opportunity to improve the BLOS at all intersections without providing
two-stage left turning cycling facilities;

e All of the study area intersections meet the target TLOS except for Ogilvie Road/City Park
Drive/Bathgate Drive, Ogilvie Road/City Park Drive, Ogilvie Road/Blair Road, and HWY 174
Westbound off-ramp/Blair Road;

o None of the study area intersections meet the target TkKLOS except for HWY 174 Westbound
off-ramp/Blair Road and HWY 174 Eastbound off-ramp/Blair Road; and

o Allintersections meet the target AutoLOS except for Ogilvie Road/Blair Road.
Background Traffic Analysis

e The westbound left turning movement and northbound through movements at the Ogilvie
Road/Blair Road intersection do not meet the target LOS E during the AM peak hour and
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