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1.0 Purpose 

The purpose of this report is to receive direction on the Integrated Transportation Master 
Plan (I.T.M.P.) and the Active Transportation Master Plan (A.T.M.P.) for the City of 
Oshawa. 

Attachment 1 is the Executive Summary for the I.T.M.P. Study Report dated June 2015. 

Attachment 2 is the Executive Summary for the A.T.M.P. Study Report dated June 2015. 

Attachment 3 is a prioritized list of the recommendations of the I.T.M.P. and A.T.M.P. 
Study Reports with staff comments as appropriate. 

Copies of the I.T.M.P. and A.T.M.P. Study Reports are available for viewing in the 
Engineering Services Branch (9th Floor, Rundle Tower, Contact: Ranjit Gill, Transportation 
Engineer) and on the City’s website. 

2.0 Recommendation 

That the Development Services Committee recommend to City Council: 

1. That, pursuant to Report DS-15-128 dated June 10, 2015, the City Council endorse the 
Integrated Transportation Master Plan and Active Transportation Master Plan Study 
Reports dated June 2015 subject to the comments in said Report. 

2. That, pursuant to Report DS-15-128 dated June 10, 2015, staff be authorized to finalize 
and file the Integrated Transportation Master Plan and Active Transportation Master 
Plan Study Reports with the Ministry of Environment and Climate Change for approval 
in accordance with the Municipal Class Environmental Assessment Process. 
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3. That, pursuant to Report DS-15-128 dated June 10, 2015, staff be authorized to 
implement the Prioritized Recommendations of the Integrated Transportation Master 
Plan and Active Transportation Master Plan Study Reports as outlined in Attachment 3. 

4. That, pursuant to Report DS-15-128 dated June 10, 2015, any financial implications 
resulting from the Prioritized Recommendations of the Integrated Transportation Master 
Plan and Active Transportation Master Plan Study Reports be addressed through 
annual Capital Budget and Forecast and Operating Budget submissions to Council or 
through separate staff reports on certain items as appropriate. 

5. That a copy of Report DS-15-128 and the related Council resolution and the Integrated 
Transportation Master Plan and Active Transportation Master Plan Study Reports be 
forwarded to Metrolinx, the Region of Durham, the Town of Whitby, the Municipality of 
Clarington and the Township of Scugog. 

3.0 Executive Summary 

The City has and will continue to experience significant urban growth.  This growth will 
generate significant transportation demand and impact circulation within Oshawa.  The 
I.T.M.P. and A.T.M.P. will guide future municipal transportation investments in 
infrastructure. 

It is recommended that the I.T.M.P. and A.T.M.P. be endorsed subject to the comments in 
this Report. 

4.0 Input From Other Sources 

4.1 Internal Steering Committee 

City staff from the following departments were assigned to the internal steering committee 
of the I.T.M.P. and A.T.M.P. and were consulted throughout the study process. 

 Development Services 
 Finance Services 
 Parks Operations Services 
 Transportation and Parking Services 

4.2 Technical Advisory Stakeholders 

Technical stakeholders from school boards, universities and colleges with local campuses, 
local, regional, provincial and federal governments, and public and private stakeholder 
groups were contacted and invited to review information and provide feedback and input to 
the project team.   

A presentation to the Oshawa Accessibility Advisory Committee was made on February 
24, 2015. 

Presentations to the Oshawa Environmental Advisory Committee (O.E.A.C.) were made 
on March 4, 2014 and April 14, 2015.  O.E.A.C. provided endorsement of the I.T.M.P. and 
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A.T.M.P. and provided comments through Report OEAC-15-49.  The O.E.A.C. comments 
will be considered during the implementation of the I.T.M.P. and A.T.M.P. 

A presentation was also made to the City’s Building Industry Liaison Team. 

4.3 Public Information Centres 

Two Public Information Centres (P.I.C.’s) were held as part of the study in accordance with 
the Municipal Class Environmental Assessment (M.C.E.A.) process.  The first P.I.C. was 
held on January 29, 2014, to present information regarding the existing transportation 
system in the City and to gather input, direction and ideas on opportunities and challenges 
from the public and stakeholders at an early stage.  

A second P.I.C. was held on July 17, 2014, to obtain public and stakeholder feedback on 
the draft findings and recommendations of both the I.T.M.P. and the A.T.M.P. 

The consultant team also created a study website and prepared an online survey in order 
to further engage the public and seek feedback on pressing transportation issues and 
ideas to improve mobility in the City.  

5.0 Analysis 

5.1 Background 

The City of Oshawa has experienced a significant amount of residential, commercial, and 
institutional growth in recent years, and this growth is forecasted to continue in the coming 
decades. This growth along with provincial policy and planning initiatives (i.e. extension of 
Highway 407, expansion of Highway 401, and extension of GO Transit service) will 
generate significant transportation demand and impact circulation within and travel through 
Oshawa. 

On June 25, 2013, Council approved retaining the MMM Group to prepare the City’s first 
I.T.M.P. 

The I.T.M.P.: 

 Defines a citywide vision for the development of transportation priorities, programs and 
networks that are consistent with the Oshawa Strategic Plan and the City of Oshawa 
Official Plan; 

 Guides future municipal transportation investments in infrastructure and supporting 
programs that consider all modes of transportation in an integrated manner; 

 Facilitates coordination between the City, Region, Province and adjacent municipalities; 

 Documents the City's understanding of how growth and provincial policy and planning 
initiatives along with other factors will affect transportation within the City, and define an 
effective long-term plan for addressing the transportation challenges and opportunities 
that will arise as a result of these changes; 
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 Defines the City's plan for managing present and future transportation demands; 

 Recommends improvements for the following horizon years: 2023 and 2031; 

 Provides the basis for revisions to the transportation components of the City's Official 
Plan; 

 Identifies transportation infrastructure and programs needed to support the City's and 
the Region's land use plans, including improvements to local and regional roads, 
provincial highways and accesses, GO Transit service, Durham Regional Transit 
service, pedestrian and cycling facilities and transportation demand management 
(T.D.M.) initiatives; 

 Addresses the needs of goods and freight movements, as a cornerstone of the City's 
economic vitality; 

 Defines performance measures and a monitoring plan to enable assessment of the 
performance of the transportation system; 

 Defines sustainable funding and implementation plan for the City's transportation 
infrastructure needs; 

 Satisfies the requirements of the Municipal Class Environment Assessment process for 
Master Planning; and 

 Develops and documents a transportation demand forecasting model to be provided to 
the City upon closure of the ITMP, to support future transportation studies. 

As part of the scope of work, the consultant has also prepared an A.T.M.P. for the City that 
builds upon previous work completed by staff on the draft City of Oshawa Walking and 
Cycling Master Plan.  The six key goals of the A.T.M.P. are as follows: 

 Meet community needs for active transportation facilities; 
 Provide convenient access to and connectivity within the active transportation network; 
 Develop an active transportation system that offers a high degree of comfort and 

safety; 
 Adopt a phased approach to implementation; 
 Promote active transportation; and 
 Integrate on- and off-road active transportation facilities. 

5.2 I.T.M.P. 

5.2.1 Existing Transportation Network 

Oshawa has an extensive road network.  Currently, approximately 16% of the total vehicle 
kilometres travelled (V.K.T.) is associated with congested conditions.  

The Durham Region Transit network in Oshawa comprises approximately 20 different bus 
routes, with a network length of approximately 418 route kilometres. Oshawa is also 
served by three regional GO stations: Oshawa GO station on Bloor Street West, which 
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offers full day train service along the Lakeshore East corridor to Toronto in addition to GO 
Bus service; the Oshawa Bus Terminal in downtown Oshawa; and, a hub at the 
U.O.I.T./Durham College campus on Simcoe Street North.  

Approximately 59% of PM peak period trips both begin and end in Oshawa, and the length 
of many of these trips is well suited for active transportation such as walking and cycling. 

According to the Transportation Tomorrow Survey, the dominant mode of travel in Oshawa 
is by single-occupant vehicles, which account for 73% of all trips.  Conversely, 
approximately 9% of trips are associated with active transportation and transit.  The 
remaining 18% of modal share consists of auto passengers. 

The current economic cost of congestion due to commuter delay in Oshawa is estimated at 
$50 million annually and is projected to rise. 

5.2.2 Future Transportation System 

It is estimated that by 2031 the population of Oshawa will grow by nearly 45,000 from a 
2011 population of 152,483 to a 2031 population of approximately 197,000 and 
employment is expected to grow from 64,260 jobs to approximately 90,790 jobs over the 
same period. 

If no road improvements are built to the year 2031, it is estimated that: 

 38% of V.K.T. will occur on congested roads; and 
 The annual economic cost of congestion in Oshawa will be $245 million.  

The recommended transportation network incorporates material from the following: 

 The City of Oshawa 2014 Development Charges Background Study; 
 Various Transportation Master Plans of area municipalities in Durham Region; 
 The Region of Durham’s Capital Work Plan; 
 Planned GO Transit programs, including the extension of the Lakeshore East rail 

corridor from Oshawa to Bowmanville along the Canadian Pacific mainline north of 
Highway 401; and 

 The Ontario Ministry of Transportation Highways Program, including: 

- Expansion of Hwy 401 by one lane in each direction through Durham Region; 
- Extension of Hwy 407 to Hwy 35/115; and, 
- East and West Durham Links connecting Hwy 407 to Hwy 401. 

A figure illustrating the recommended transportation network for Oshawa can be found in 
Attachment 1. 

By 2031, under the recommended transportation network: 

 Auto trips are expected to have a mode share of 91.8%; 
 26% of V.K.T is expected to occur on congested roads; and 
 The annual economic cost of congestion in Oshawa is estimated to be $125 million, a 

150% increase from 2011. 
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The recommended transportation network validates the City’s 2014 Development Charges 
Background Study in terms of the identified capital projects and timing.   

5.3 A.T.M.P. 

Active transportation includes many active modes and methods of travel such as:  

 Walking/jogging/running 
 Cycling 
 In-line skating 
 Skateboarding 
 Manual and power-assisted mobility devices 
 Snowshoeing/skiing 

The process of promoting active transportation modes will allow the City, its residents and 
its businesses to realize and enjoy the benefits that active transportation brings, including:  

 Health – an opportunity to be physically active on a regular basis 
 Social – high accessibility for residents and employees of all ages, lifestyles, and 

cultural and socio-economic groups, and increases social interactions 
 Transportation – reduced road congestion 
 Environmental – reduced greenhouse gas emissions 
 Economic – savings on gas, parking, insurance, vehicle maintenance and other costs. 

Active transportation is part of a multi-modal network that supports sustainable, healthy 
and complete communities and will effectively manage and support the City’s projected 
rapid growth in population and employment. 

The A.T.M.P. includes updates to reflect current cycling, pedestrian and trail planning and 
design best practices. 

Routes that form the recommended active transportation network were selected according 
to a variety of route selection criteria.  These are as follows: 

 Connectivity 
 Convenience and Accessibility 
 Context Sensitivity 
 Cost Effectiveness 
 Diversity of Facility Types 
 Comfort, Safety and Security 
 Sustainability 
 Visibility  
 Aesthetics 

The recommended A.T.M.P. network features approximately 122 kilometres of proposed 
new facilities (e.g. bike lanes/routes) on City-owned roads and 75 kilometres of proposed 
new off-road facilities (including multi-use paths in-boulevards along City-owned roads). 

17



Report to Development Services Committee Item: DS-15-128 
Meeting Date: June 15, 2015 Page 7 

The City’s active transportation network will then comprise approximately 260 kilometres of 
facilities, which includes approximately 62 kilometres of existing facilities. 

The proposed on-road facility types, along with their classifications, include:  

 Raised Cycle Tracks 
 Separated Bicycle Lanes 
 Conventional Bicycle Lanes 
 Rural Paved Shoulder 
 Urban Paved Shoulder 
 Signed-Only Cycling Routes 

The proposed off-road facility types, along with their classifications, include: 

 Two-Way In-Boulevard Multi-Use Trail 
 Two-Way In-Boulevard Cycling Facility 
 One-Way In-Boulevard Cycling Facility 
 Standard Multi-Use Recreational Pathway 
 Off-Road Rural Nature Trail 

The proposed active transportation facilities and phasing maps for all on- and off-road 
routes are included in Attachment 2. 

5.4 Staff Recommendations 

Attachment 3 includes a list of City Staff’s Prioritized Recommendations with respect to the 
I.T.M.P. and the A.T.M.P. and related staff comments where appropriate. 

Based on the I.T.M.P. and A.T.M.P. Study Reports, it is recommended, among other 
matters, that: 

 City Council endorse the I.T.M.P. and A.T.M.P. Study Reports dated June 2015 subject 
to the comments in this Report; 

 Staff be authorized to finalize and file the I.T.M.P. and A.T.M.P. Study Reports with the 
Ministry of Environment and Climate Change for approval in accordance with the 
Municipal Class Environmental Process; and, 

 That staff be authorized to implement the Prioritized Recommendations of the 
Integrated Transportation Master Plan and Active Transportation Master Plan Study 
Reports as outlined in Attachment 3. 

6.0 Financial Implications 

It is recommended that the financial implications associated with the recommendations of 
the I.T.M.P. and A.T.M.P. Study Reports be addressed through annual Capital Budget and 
Forecast and Operating Budget submissions to Council or through future staff reports on 
certain items, as appropriate. 
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7.0 Relationship to the Oshawa Strategic Plan 

The I.T.M.P. and A.T.M.P. Study Reports are intended to advance the Economic 
Prosperity, Social Equity, Cultural Vitality, Environmental Responsibility and Accountable 
Leadership goals identified in the Oshawa Strategic Plan. 

Gary P. Carroll, B.ASc., M. Eng., P. Eng., Director, 
Engineering Services 

Paul D. Ralph, BES, RPP, MCIP, Commissioner, 
Development Services 
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1.0 INTRODUCTION – A USER’S GUIDE 

1.1 What does the Integrated Transportation Master Plan (ITMP) do? 
The purpose of the ITMP is to guide the City of Oshawa with respect to transportation-related 
decisions in the coming years.  This guidance is based on achieving a balanced, sustainable, 
multi-modal transportation system in the City of Oshawa - a vision that is reflected throughout 
this document and is confirmed through the City’s Official Plan and Strategic Plan.  The ITMP 
is informed by the performance of the current transportation system, analysis of the projected 
future transportation system and a review of best practices relevant to Oshawa.  Drawing on 
these sources of information, the ITMP helps the City to more effectively anticipate future 
challenges and opportunities, and recommends solutions to achieve a balanced, sustainable, 
and integrated transportation system. 
The ITMP also serves to fulfil the requirements of Phases 1 and 2 of the Municipal Class 
Environmental Assessment (MCEA) process.  Phase 1 of this process involves identifying the 
problems and opportunities that may require new infrastructure to be constructed.  Phase 2 
involves identifying a set of alternative solutions that address these problems and 
opportunities.  A comprehensive network approach that involved public consultation was 
undertaken to fulfil the Phase 1 and 2 MCEA requirements. 
As the name of the document suggests, integration is a key theme in the ITMP, and is 
reflected on two levels.  First, the ITMP is based on an integrated vision for transportation in 
the City of Oshawa.  This means that different transportation modes are intended to work 
together seamlessly.  Examples of this range from cycling infrastructure that connects with 
transit hubs to parking configurations that facilitate walking between nearby destinations.  On 
a higher level, the ITMP integrates transportation with related policy areas to identify 
interdependencies and common goals.  This approach acknowledges that transportation 
policy can play a role in achieving goals in other policy areas—such as encouraging active 
transportation to achieve public health goals—and that other policy areas support and are 
supported by transportation goals—such as the symbiotic relationship between land use 
policies in the Official Plan and a multi-modal transportation system.  The ITMP therefore 
breaks apart traditional “silos” between disciplines and departments to achieve better 
outcomes. 

1.2 How was the ITMP Developed? 
The development of the ITMP began with the Terms of Reference (ToR) issued by the City of 
Oshawa.  The ToR defined the scope and objectives of the ITMP.  After taking an inventory of 
the existing context, the consultant team further refined the problem and opportunity 
statements and held a Public Information Centre (PIC) on January 29, 2014, to present 
information regarding the existing transportation system in the city and to gather input, 
direction and ideas on opportunities and challenges from the public and stakeholders at an 
early stage.  The consultant team also prepared an online survey that was posted on the 
study website in order to further engage the public and seek feedback on pressing 
transportation issues and ideas to improve mobility in the city.  The consultant team then used 
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the information collected in person and online to assist in the analysis of future transportation 
trends and the development of transportation solutions.   
All transportation modes are considered in the ITMP and due to the interest expressed by the 
City in active transportation, a separate Active Transportation Master Plan (ATMP) was 
developed concurrently with the ITMP.  Active transportation is seen as an important mobility 
tool in travel demand management in Oshawa and active transportation improvements have 
been linked directly with planned road improvements through the concurrent development of 
the ATMP and ITMP. 
A second PIC was held on July 17, 2014, to elicit public and stakeholder feedback on the draft 
findings and recommendations of both the ATMP and ITMP.  Two themes of the feedback 
received throughout the study were the desires for alternatives to automobile travel and the 
provision of safe active transportation facilities, which often meant facilities separated from 
vehicular traffic.  Feedback from both the public consultation and the forecasting analysis was 
used to develop the ATMP, Technical Memoranda of the ITMP and ultimately this ITMP Final 
Report.  Throughout the process, regular meetings were held between the consultant team 
and City staff.  Details of the public and stakeholder engagement, including presentation 
materials used at each PIC, are provided in Technical Memorandum #6. 

1.3 What is in the ITMP? 
The geographic scope of the ITMP focuses on the City of Oshawa while acknowledging that 
developments outside the City boundary will affect transportation within the City.  A 20 year 
time horizon was used to forecast future travel conditions to 2031, relative to the base year of 
2011. 
This Final Report is designed to provide a synthesis of the analysis that was undertaken and 
to highlight the recommendations contained in the Technical Memoranda.  The general 
structure is as follows: 
 Section 2 outlines the context for transportation planning from the perspective of policy,

physical transportation networks and travel behaviour;
 Section 3 explains the modeling approach used to anticipate key changes in the

transportation system;
 Section 4 presents the current trajectories of population growth and transportation

investment and presents the expected outcomes from these trajectories ;
 Section 5 focuses on goals and actions for achieving more sustainable outcomes than

those associated with the current trajectories; and
 Section 6 reflects on lessons learned from the analysis in the ITMP and indicates how the

ITMP can be used going forward.  This section concludes with a two-year action plan of
next steps for the City to begin implementing the ITMP.

2 
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The ITMP has been formatted to comply with AODA accessibility requirements and the 2013 
– 2017 Oshawa Accessibility Plan.  Given the theme of integrating transportation with other
policy areas, the Final Report has also been written to be accessible to a wide audience, 
enabling practitioners from other disciplines and engaged citizens to understand the ITMP 
and to use it meaningfully to achieve the goals contained in the ITMP and in other policy 
documents.  The ITMP report is supported by eight technical memoranda that provide a 
detailed review of various components that make up the ITMP.

3 
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2.0 TRANSPORTATION IN OSHAWA TODAY 

This section explores the context that forms the baseline for the ITMP.  The policy context is 
important because it sets the desired trajectory for the evolution of the transportation system 
in Oshawa, and outlines the role that the city plays in defining the transportation system.  Key 
provincial, regional and local initiatives that support the desired trajectory are outlined in 
Section 2.1.  The physical land use patterns and transportation networks that the ITMP will 
build on are reviewed in the next section.  Since travel behaviour is a fundamental aspect of 
transportation, the current mobility patterns of residents are summarized in Section 2.3.  The 
economic, environmental and social impacts of the current system are explored at the end of 
this chapter.  Taken together, the components of this section provide a baseline which can be 
used to monitor the implementation of the ITMP at regular intervals in the future. 

2.1 Current Policy Context 
A fundamental principle of transportation master plans is to develop transportation policies 
informed not only by transportation analysis but also by other policy areas.  This means that 
transportation policies are designed, in part, to achieve goals that have traditionally fallen 
outside the realm of transportation.  For example, this ITMP includes measures to foster 
greater physical activity through active transportation, thereby achieving a public health goal.  
Similarly, the ITMP acknowledges that the transportation goals included in this plan rely, in 
part, on measures that will need to be included in other policy documents.  An example of this 
would be increasing the intensity of land uses in areas that are well-served by transit.  Given 
this level of policy integration, this section outlines the most important policies that have been 
considered in the development of the ITMP.  A comprehensive review of the current policy 
context is provided in Technical Memorandum #1. 

2.1.1 Provincial Policy 
The integration of transportation and land use planning is a recurring theme that can be found 
in many provincial policies.  A central goal of integrated transportation-land use planning is to 
shift a greater share of travel from single occupancy auto use to active transportation and 
transit.  The Metrolinx Big Move Regional Transportation Plan and the Province’s #CycleON 
Cycling Strategy set goals for providing viable alternatives to auto travel.  These plans are 
complemented by the Growth Plan for the Greater Golden Horseshoe (GGH) and the 
Greenbelt Plan, which set goals for intensifying land uses and protecting the natural 
environment in the GGH.  Importantly, these four plans also outline detailed strategies—which 
are currently being implemented—to achieve these goals.  The 2014 Provincial Policy 
Statement is consistent with these policies and reiterates the provincial government’s 
commitment to sustainability and integrated transportation-land use planning. 
At a more detailed level, provincial policies also provide guidance on various aspects of 
design that support the strategies and goals discussed above.  The Ontario Ministry of 
Transportation Transit-Supportive Design Guidelines provide direction on land use planning, 
urban design, facility design and operational procedures in order to create an environment 
that supports greater use of transit.  Ontario Traffic Manual Book 18: Cycling Facilities 
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provides guidance on the design of cycling networks and facilities.  In addition, the 
Accessibility for Ontarians with Disabilities Act outlines design requirements that make the 
built environment, including transit vehicles and facilities, more accessible. 

2.1.2 Regional Policy 
Several regional level plans have been considered in the development of the ITMP.  The 2005 
Durham Region Transportation Master Plan (DRTMP) identifies specific projects such as road 
widening and transit corridor improvements in Oshawa based on a 20 year horizon.  The 
Region presently is reviewing the DRTMP and preparing an update to this plan.  The DRTMP 
is complemented by the 2013 Durham Region Official Plan (DROP), which lays out a vision 
for how land should be used and how growth should be accommodated at the regional scale. 
The future land use patterns outlined in the DROP will shape the future transportation needs 
in Oshawa, which makes these land use patterns an important foundation for the 
recommendations contained in this report. 
Beyond the DRTMP and DROP, a number of more specific regional policies also affect the 
ITMP.  These include the 2012 Durham Region Cycling Plan, which proposes a primary 
cycling network that includes several spines in Oshawa.  The 2010 Durham Region Long 
Term Transit Strategy establishes a long term vision for transit that proposes three major 
transit corridors in Oshawa—Simcoe Street, Taunton Road and King Street—to eventually be 
served by Light Rail Transit (LRT).  Bus Rapid Transit (BRT) is recommended as an interim 
higher order transit enhancement for these corridors in the Durham Region Long Term Transit 
Strategy.  Moreover, the 2010 Durham Region Transportation Demand Management Plan 
includes a number of measures designed to provide alternatives to peak hour single 
occupancy vehicle travel.  Where appropriate for the Oshawa context, these measures have 
been integrated into the recommendations of the ITMP.  

2.1.3 City Policy 
The ITMP has also been shaped by numerous local municipal policies.  The 2014-2018 
Oshawa Strategic Plan establishes five guiding principles—economic prosperity, social equity, 
cultural vitality, environmental responsibility and accountable leadership.  The City will 
implement these principles with financial stewardship in mind, and together with the 
parameters outlined in the Oshawa Financial Strategy, they help establish the key goals 
outlined in Section 5.1 of this ITMP. 
Land use in the City of Oshawa is guided by the Oshawa Official Plan (OP).  The OP provides 
a detailed vision of future land use in the City, and identifies the land use planning instruments 
that are to be used to achieve that vision (such as through secondary plans, zoning by-laws 
and site plan control).  Further guidance for land use in the downtown area can be found in 
the Plan 20Twenty Action Plan for Downtown Oshawa. 
Several plans that address very specific aspects of land use and transportation in Oshawa 
have also been considered in the development of the ITMP.  The 2008 Airport Business Plan 
has been reviewed, and transportation connections to the airport will be maintained or 
improved in the ITMP, recognizing the important role that the airport plays in the local 
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economy.  The 1999 Cycling Network Study Report was used to inform the 2010 preliminary 
draft Oshawa Walking and Cycling Master Plan, which was subsequently rolled into, updated 
and rebranded as the Active Transportation Master Plan (ATMP).  The ATMP has been 
developed as a technical report concurrent with the ITMP.  It also should be noted that this 
ITMP Final Report complies with AODA requirements and the 2013-2017 Oshawa 
Accessibility Plan. 

2.2 Physical Context 

2.2.1 Current Population, Employment and Land Use 
In 2011, the City of Oshawa had a population of 152,483 residents, as reported in the Durham 
Region Long Term Transit Strategy (LTTS) model.  The population distribution pattern is 
relatively dispersed, as shown in Figure 1, with most of the Traffic Analysis Zones (TAZs) in 
Oshawa containing at least some residents.  Employment, on the other hand, is considerably 
more concentrated, with the GM Assembly Plant, GM offices, Oshawa Centre shopping mall, 
downtown Oshawa and the University of Ontario Institute of Technology (UOIT)/ Durham 
College having high concentrations of employment, as shown in Figure 2.  The total number 
of jobs in Oshawa was 64, 260 in 2011, once again as reported in the Regional LTTS model. 
Reciprocal patterns are shown in Schedule A of the Oshawa Official Plan.  Land designated 
for residential purposes occupy the greatest portion of the developed area, with industrial 
areas located near the waterfront, north of the airport, and along the future Hwy 407 corridor. 
Commercial and institutional land uses constitute a much smaller portion of the developed 
area, and are located near downtown Oshawa and in a number of other clusters.  Open space 
and recreation areas occupy a significant amount of land on the waterfront and along the 
waterways within Oshawa. 
Much of the developed area in Oshawa is dominated by single uses.  From a transportation 
perspective, this may be a challenge since the separation of land uses is typically associated 
with longer trip lengths, especially for commuting trips. 
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Figure 1: 2011 Population by TAZ Figure 2: 2011 Employment by TAZ 

7 

2.2.2 The Existing Transportation Network 
Oshawa has an extensive road network.  Currently, approximately 16% of the total vehicle 
kilometres travelled is associated with congested conditions.  The transit network comprises 
approximately 20 different Durham Region Transit bus routes, with a network length of 
approximately 418 route kilometres.  Oshawa is also served by three regional GO stations, 
including Oshawa GO station which offers full day train service along the Lakeshore East 
corridor to Toronto in addition to GO Bus service, the Oshawa Bus Terminal and a hub at 
UOIT / Durham College.  The active transportation network currently consists of 62.8 
kilometres of routes excluding sidewalks. 

2.3 Behavioural Context 

2.3.1 Current Travel Patterns and Travel Demand 
The behavioural context is important because it provides an indication of how Oshawa 
residents use the transportation system, both in terms of where they go and how they get 
there.  Valuable information about travel behaviour patterns can be found in the 
Transportation Tomorrow Survey (TTS).  The weekday p.m. peak period (3:30 to 6:30p.m.) 
was chosen for analysis as this period has the greatest traffic volumes and also because the 
Regional LTTS model is based on the p.m. peak hour.  Figure 3 shows the number of 
weekday p.m. peak period trips originating to Oshawa destined to different Greater Toronto 
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Area (GTA) municipalities.  The top five destinations are the City of Oshawa (i.e. self-
contained trips), Town of Whitby, Municipality of Clarington, City of Toronto and Town of Ajax. 
While the municipality of Clarington is a significant trip attractor, the dominant travel pattern 
features destinations that are located to the west of Oshawa. 

Figure 3: Destination of PM Peak Period Trips 
At a local scale, average trip length is an important indicator since it reflects the potential for 
active transportation.  Approximately 59% of PM peak period trips both begin and end in 
Oshawa, and the length of many of these trips is well suited for active transportation.  
Feedback gathered from the joint ATMP / ITMP Public Information Centres also supported the 
notion that there is strong potential for active transportation.  Many of the residents who 
attended the PICs stated that they did not feel safe using the facilities that are currently 
available for active transportation, and that they would consider travelling more frequently with 
active modes if improvements, such as designated active transportation (AT) facilities, could 
be implemented that would provide users with a greater sense of safety.  
With respect to how people currently travel to their destinations, Figure 4 shows the current 
(year 2011) modal split.  While auto driver is clearly the dominant mode, 27% of trips are 
taken by modes other than the single-occupant vehicle.  Non-single occupant vehicle trips 
play an important role in reducing congestion in the current transportation system, and have 
potential to play an even larger role in the future transportation system (see Chapter 5).  The 
transit system, while associated with only a modest mode share of 6%, nonetheless has more 
than 20,000 boardings per day. 
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Figure 4: Mode Split for PM Peak Period Trips Originating in Oshawa 

2.4 Impacts Associated with the Current Transportation System 
While transportation systems provide tremendous benefits to individuals and to the economy, 
they are also associated with a variety of negative economic, environmental and social 
impacts.  The overview of the physical and behavioural context of the transportation system in 
Oshawa suggests that the current system is largely dominated by auto travel.  The following 
discussion reviews common impacts associated with auto-dominated transportation systems. 
From an economic perspective, a significant impact associated with auto-dominated 
transportation systems arises from congestion.  The current economic cost of congestion due 
to commuter delay in Oshawa is estimated at $50 million annually, and is projected to rise. 
Congestion can also have a negative impact on economic competitiveness if travel times for 
both passenger travel and freight movement increase significantly.  On the other hand, 
addressing congestion by increasing roadway capacity also entails economic impacts, since 
increasing capacity typically requires significant financial investment.  Moreover, these 
investments may not be effective if the capacity increase induces even greater traffic 
volumes, as has been observed in many cities.   
The greatest environmental impact associated with auto-dominated transportation systems 
involves air quality and the production of greenhouse gases.  While car pooling and transit 
produce greenhouse gases, single occupancy vehicles typically produce much higher levels 
of greenhouse gas emissions on a passenger kilometre basis. 
From a social perspective, well documented impacts of auto-dominated transportation 
systems relate to public health and public space.  While active transportation and to some 
extent transit are associated with greater physical activity and better overall health, reliance 
on auto travel has been linked to negative health outcomes.  Auto-dominated transportation 
systems can also have negative impacts on public space, since the accommodation of high 

9 

Source: Transportation 
Tomorrow Survey 2011 

32



 DRAFT OSHAWA INTEGRATED TRANSPORTATION MASTER PLAN | JUNE 2015 

volumes of auto traffic negatively affects the quality of the pedestrian realm and also reduces 
the amount of physical space available for public use including landscaping and streetscape 
elements. 
These economic, environmental and social impacts are important to consider in the ITMP, 
which will shape the future transportation system in the City of Oshawa.  At the provincial, 
regional and local municipal level, government policies align to promote the development of a 
more multi-modal transportation system that mitigates the negative consequences described 
above.  While the desired trajectory of the transportation system in Oshawa is clearly laid out 
in policies from all levels of government, the path to achieving this vision must be developed 
specifically for Oshawa.  Drawing on local insight and detailed analysis, the ITMP outlines 
specific implementation strategies and goals to achieve a more balanced transportation 
system that mitigates negative economic, environmental and social impacts and 
accommodates future growth in Oshawa. 
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3.0 FORECASTING APPROACH 

The purpose of this section is to review the forecasting tools that were used in this study. 
These tools provide an indication of how factors such as population and employment growth 
and transportation investments will affect transportation system performance in the future. 
Understanding how these tools work provides context for the following chapter where the 
results of the forecasting analysis are presented. 
The travel forecasting approach used in the ITMP is based on the classic four-step travel 
demand forecasting model.  An existing model, the Durham Region Long Term Transit 
Strategy (LTTS) model, was used to generate travel forecasts for the AM peak hour using 
EMME software.  The LTTS model was used because it is an advanced multi-modal tool that 
is more robust than the alternative Simplified model.  While the LTTS was calibrated in 2012 
for a different forecasting exercise, further calibration and validation was undertaken for this 
analysis using 2011 Transportation Tomorrow Survey (TTS) data.  From a transportation 
supply perspective, the current network was reviewed and compared with travel speed data 
from the Ontario Ministry of Transportation (MTO).  Where significant discrepancies in travel 
speed through the network were manifest, MTO speeds were used in the route assignment 
sub-model.  The following sub-sections describe each travel demand modeling step and 
review findings from the validation analysis.  Further details about the forecasting approach 
and validation outcomes can be found in Technical Memorandum #2. 

3.1 Trip Generation and Distribution 
The first step in the travel demand forecasting model is trip generation.  Both the number of 
trips originating in a particular Traffic Analysis Zone (TAZ) and the number of trips destined for 
a particular TAZ can be estimated based on the land use patterns that are observed in the 
TAZ.  Trip generation rates used in the model were compared with the generation rates 
contained in the Institute for Transportation Engineers (ITE) Manual 9.0.  Overall, the two sets 
of generation rates corresponded closely; the one exception was addressed by scaling the 
generation rates to reflect the ITE estimates. 
Trip distribution is the second step in the travel demand forecasting model.  In this step, the 
volume of traffic originating at any given location is assigned to all relevant destinations 
proportionately based on observed trip length patterns.  The result is a specific traffic volume 
for each origin-destination pair.  The origin-destination trip volume matrix produced previously 
for the 2012 validation recommended using a masking matrix—origin-destination specific 
traffic volume adjustment factors—to improve the accuracy of the final model outputs.  This 
masking matrix was reviewed and revised based on various data sources. 

3.2 Mode Split Sub-Model 
Once trip volumes from each origin to each destination have been established, the third step 
of the model uses an iterative process to establish the percentage of trips that are taken with 
each mode.  Of the four modes considered—auto driver, GO Transit, local transit and active 
transportation—the estimated mode share for auto driver and active transportation converge 
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closely with the estimates from the TTS.  The mode share for local transit is somewhat under-
predicted, while the mode share for GO Transit is somewhat over-predicted. 

3.3 Assignment Sub-Model 
The final step in the travel demand forecasting model assigns a specific route for each trip 
that is taken.  This step predicts the traffic volume for each link in the network.  These 
predicted volumes are then validated against observed screen line traffic volumes. 
Convergence between the predicted traffic volumes and observed traffic volumes is high, 
suggesting that the adjustments made to the model have increased its overall accuracy.  In 
addition to several screen lines in and near Oshawa, traffic volumes are also predicted for 
Hwy 407, given its future expansion into Oshawa.  The predicted values for Hwy 407 are 
reasonably accurate.  Consistent with the under-prediction of local transit mode share, the 
predicted local transit ridership is significantly lower than observed ridership, which is an 
important consideration for the interpretation of forecasted transit ridership.  Finally, modeled 
auto travel times along several corridors in Oshawa were compared with observed travel 
times.  The results indicated a very strong correlation, and support the overall validity of the 
model. 
An important finding from the model output is that there are no current systemic constraints in 
the network. 

3.4 Implications of the Travel Forecasting Approach 
The LTTS model is used as a strategic tool in the ITMP to predict future travel patterns for 
various long term scenarios.  While the overall validity of the model appears to be reasonably 
strong, it is not designed to predict volumes on specific links with a high degree of precision. 
Rather, it provides an overall indication of the traffic volumes that are expected at a network 
level. 
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4.0 THE CURRENT TRAJECTORY 

This section examines where the transportation system is currently headed based on 
expected population growth and previously planned and budgeted transportation investments.  
Three separate scenarios were generated based on 2031 population and employment 
forecasts.  These scenarios are defined as a “Do Nothing” option, where no transportation 
improvements are implemented; a scenario based on the improvements that are currently 
within the 10 year capital works budget; and a third scenario that includes these 
improvements as well as additional improvements that are contained in the 20 year capital 
budget.  This section summaries the analysis of the 2031 alternative scenarios.  Details on 
the process to generate and assess these alternatives are provided in Technical 
Memorandum #5. 
The purpose of modelling the current population growth and transportation investment 
trajectories is twofold.  First, this exercise is useful to understand the level of demand that is 
forecasted for 2031, and how currently planned projects are able to accommodate this 
demand.  The second purpose of this exercise is to establish a baseline which can be used to 
monitor implementation and effectiveness of sustainability strategies discussed in Section 5. 

4.1 Actions and Assumptions 
The following three subsections review the main inputs used in the forecasting model to 
establish a baseline scenario on a 20 year time horizon (2011 to 2031).  These inputs include 
planned actions such as transportation network investments and assumptions about 
population growth and travel behaviour. 

4.1.1 Population 
The approach to modeling scenarios for the City of Oshawa considered population and 
employment forecasts used during the preparation of the City’s Development Charges 
Background Study (which has a time horizon of 2024) and also those used by Durham Region 
in conjunction with the LTTS study (which has a time horizon of 2031 and reflects forecasts 
used in the Region’s Growth Plan Conformity Exercise – Regional Official Plan Amendment 
No. 128).   In this regard, it is estimated that by 2031 the population of Oshawa will grow by 
nearly 45,000 from a 2011 population of 152,483 to a 2031 population of 196,975.  
Employment is expected to grow from 64,260 jobs to 89,057 jobs over the same time period. 
Population growth is relatively dispersed across the City of Oshawa in this scenario with 
significant growth occurring in the City’s north end. 
It should be noted that while the population forecast values contained in the City’s 
Development Charges Background Study were used as a core input in the modeling process, 
the modeling approach also took into account additional key factors anticipated to bring 
Oshawa’s population forecast to approximately 197,000 by 2031.  These factors are as 
follows:   
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 An adjustment for the 2011 census undercount of 4.89%;
 Eight years of additional growth between the 2024 time horizon for the City’s Development

Charges Background Study and the 2031 time horizon of the LTTS study and the Region’s
Growth Plan Conformity Exercise;

 Changing demographics and an expectation of a drop in mortality rates;
 Increased intensification in the Downtown Oshawa Urban Growth Centre and the future

Downtown Oshawa Mobility Hub, and along arterial road corridors; and
 Attractive land prices relative to land prices elsewhere in the Greater Toronto Area.
For the purposes of sensitivity testing, the model was run based on the population forecasts in 
the City’s Development Charges Background Study, using the 2024 time horizon as a 
baseline, as well as the 2031 forecast population of approximately 197,000.  The results 
demonstrate that even with reduced impacts arising from the various factors identified above, 
the need for the proposed network improvements remains unchanged.  All outcomes point to 
a sharp increase in road usage by 2031, which may be attributed not only to the growth in 
population within Oshawa but also to the growth in population in adjacent municipalities.  . 

4.1.2 Transportation Networks 
As described in the introduction to this Section 4, the three 2031 transportation networks that 
were modelled are based upon:  
 Implementing no roadway improvements;
 Roadway improvements in the 10 year capital budget; and
 Roadway improvements in the 20 year capital budget.
The network improvements are contained in the following documents: 
 The City of Oshawa Development Charges Background Study (2014-2023);
 The various Transportation Master Plans of the area municipalities in Durham Region;
 The Region of Durham’s Capital Work plan;
 GO Transit, including the extension of the Lakeshore East corridor from Oshawa to

Bowmanville; and
 The Ontario Ministry of Transportation Highways Program, including:

o Expansion of Hwy 401 by one lane in each direction through Durham Region;
o Extension of Hwy 407 (tolled) to Hwy 35/115; and
o East and West Durham Links (tolled) connecting Hwy 407 to Hwy 401.

The City road improvements are shown in Figure 5 for the north half of Oshawa and Figure 6 
for the south half of Oshawa, and will add 141 lane kilometres to the road network, based on 
the 20 year capital budget scenario.  Road improvements are listed in Table 1 for the years 
2014 through 2023 and Table 2 for years 2024 through 2031.  Construction costs are taken 
from the City’s 2014 Development Charges Study.  The Municipal Class Environmental 
Assessment Schedule for each project also is listed.  Generally, road projects valued at $2.3 
million or less fall under Schedule B and can proceed to construction after completion of the 
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ITMP.  Schedule C projects will have further public consultation components in the future 
associated with subsequent phases under the Municipal Class Environmental process. 
Some projects along the stretch of the same road have been divided into segments to be 
constructed over several years.  Individual segments may be estimated to cost below the $2.3 
million threshold.  In these instances, the cost of the entire length of the project should be 
considered as one, with the relevant Schedule selected.  One example of this situation in 
Oshawa is Conlin Road.  Although divided into multiple segments, the entire package of road 
works for Conlin Road should be considered a Schedule C project and should proceed to 
subsequent phases of the Municipal Class Environment Assessment process. 
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Table 1: Year 2023 Horizon Road Improvements 

# Road Name From To Improvement Gross Cost 
($Millions) Timing Schedule

      

1 Bridle Rd Britannia Ave E Winchester Rd E New 2 Lane Urban 
Arterial $6.00 2014-

2018 C 

2 Britannia Ave W Kentucky Derby 
Way Simcoe St N New 2 Lane Urban 

Arterial $3.75 2014-
2018 C 

3 Conlin Rd W Thornton Rd N Founders Dr Rural to 4 Lane Urban 
Arterial  $6.36 2014-

2018 C 

4 Conlin Rd E Founders Dr Ritson Rd N Widen to 4 Lane Urban 
Arterial  $9.55 2014-

2018 C 

5 Conlin Rd E Intersection at Wilson Rd N Roundabout $2.10 2014-
2018 C 

6 Conlin Rd E Intersection at Grandview St N Roundabout $2.10 2014-
2018 C 

7 Fleetwood Dr 115m N of 
Beneford Dr Rossland Rd E New 2 Lane Urban 

Collector  $0.40 2014-
2018 B 

8 Kettering Dr 
48m W of 
Autumnwood 
Trail  

Fleetwood Dr New 2 Lane Urban 
Collector  $0.57 2014-

2018 B 

9 Missom Gate McCue Dr Harmony Rd N New 2 Lane Urban 
Collector $0.33 2014-

2018 B 

10 Greenhill Ave Clearbrook Dr 44m E of 
Clearbrook Dr 

New 2 Lane Urban 
Collector  $0.13 2014-

2018 B 

11 Kentucky Derby 
Way Britannia Ave W Windfields Farm 

Dr W 
New 2 Lane Urban 
Collector  $2.44 2014-

2018 C 

12 Steeplechase St Britannia Ave E Windfields Farm 
Dr E 

New 2 Lane Urban 
Collector $1.28* 2014-

2018 C 
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# Road Name From To Improvement Gross Cost 
($Millions) Timing Schedule

13 Thornton Rd N Taunton Rd W Conlin Rd W Rural to 2 Lane Urban 
Arterial $4.11 2014-

2018 C 

14 Thoroughbred St Britannia Ave W Windfields Farm 
Dr W 

New 2 Lane Urban 
Collector  $3.25 2014-

2018 C 

15 Windfields Farm 
Dr E 

Kentucky Derby 
Way Bridle Rd New 2 Lane Urban 

Collector  $5.48 2014-
2018 C 

16 Woodstream Ave Esterbrook Dr Townline Rd N New 2 Lane Urban 
Collector  $2.11 2014-

2018 B 

Subtotal $43.96 
    

17 Kentucky Derby 
Way  

Windfields Farm 
Dr W Winchester Rd W New 2 Lane Urban 

Collector  $0.89 2019-
2023 B 

18 Britannia Ave W Windfields Farm 
Dr W 

Kentucky Derby 
Way 

New 2 Lane Urban 
Arterial $1.42 2019-

2023 B 

19 Britannia Ave E Bridge and Road at Oshawa Creek 
Branch 2  

New 4 Lane Urban 
Arterial $7.60 2019-

2023 C 

20 Britannia Ave E Ritson Rd N Wilson Rd N New 2 Lane Urban 
Arterial $9.92 2019-

2023 C 

21 Clearbrook Dr Grand Ridge 
Ave Taunton Rd E New 2 Lane Urban 

Collector  $0.92 2019-
2023 B 

22 Clearbrook Dr 41m N of 
Fetchison Dr 

251m N of 
Fetchison Dr 

New 2 Lane Urban 
Collector  $0.60 2019-

2023 B 

23 Conlin Rd W West City Limits Thornton Rd N Rural to 4 Lane Urban 
Arterial  $0.97 2019-

2023 C 

24 Conlin Rd E Ritson Rd N Wilson Rd N Rural to 4 Lane Urban 
Arterial  $3.94 2019-

2023 C 

25 Grandview St N Salmers Dr Conlin Rd E New 2 Lane Urban 
Arterial $3.30 2019-

2023 B 

26 Greenhill Ave Harmony Rd N Grandview St N New 2 Lane Urban 
Collector $3.29 2019-

2023 C 
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# Road Name From To Improvement Gross Cost 
($Millions) Timing Schedule

27 Thornton Rd N Conlin Rd W Britannia Ave W Rural to 2 Lane Urban 
Arterial $6.99 2019-

2023 C 

28 Wilson Rd N Conlin Rd E Britannia Ave E New 2 Lane Urban 
Arterial $3.07 2019-

2023 C 

29 Windfields Farm 
Dr W Britannia Ave W Kentucky Derby 

Way 
New 2 Lane Urban 
Collector $3.61 2019-

2023 C 

Subtotal $46.52 
Total 2014 – 
2023 $90.48 

* A portion of Steeplechase north of Britannia has been constructed.  The gross cost represents the remaining amount needed to finish
construction of this road segment. 
Note: Project costs have been taken from the City’s Development Charges Background Study (May 2014) 
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Table 2: Year 2031 Horizon Road Improvements 

# Road Name From To Improvement Gross Cost 
($Millions) Timing Schedule

30 ARTC3 Ritson Rd N Harmony Rd N New 2 Lane Urban 
Arterial $5.12 2024-

2028 C 

31 Britannia Ave W Thornton Rd N Windfields Farm 
Dr 

New 2 Lane Urban 
Arterial $8.21 2024-

2028 C 

32 Britannia Ave E Wilson Rd N Grandview St N New 2 Lane Urban 
Arterial $8.44 2024-

2028 C 

33 COLL6 Conlin Rd E Britannia Ave E New 2 Lane Urban 
Collector $1.77 2024-

2028 B 

34 COLL7 Conlin Rd E ARTC3 New 2 Lane Urban 
Collector $4.44 2024-

2028 C 

35 Columbus Rd W 
+ E 

West City 
Limits Ritson Rd N Rural to 2 Lane Urban 

Arterial $19.26 2024-
2028 C 

36 Conlin Rd E Wilson Rd N Harmony Rd N Rural to 4 Lane Urban 
Arterial  $1.96 2024-

2028 C 

37 Conlin Rd E Intersection at Townline Rd N Rural to 2 Lane Urban 
Arterial $1.60 2024-

2028 C 

38 Eulalie Ave Drew St Huron St Rural to 2 Lane Urban 
Arterial $0.08 2024-

2028 B 

39 Glenbourne Dr 100m N of 
Meath Dr 

90m E of Benson 
St 

New 2 Lane Urban 
Collector $0.61 2024-

2028 B 

40 Grandview St N Conlin Rd E Britannia Ave E New 2 Lane Urban 
Arterial $1.88 2024-

2028 B 

41 Greenhill Ave 44m E of 
Clearbrook Dr Harmony Rd N New 2 Lane Urban 

Collector $0.97 2024-
2028 B 

42 Harbour Rd Farewell St 386m E of 
Farewell St 

New 2 Lane Urban 
Collector $1.20 2024-

2028 B 

43 Eulalie Ave Court St Drew St New 2 Lane Urban 
Arterial $1.13 2024-

2028 B 
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# Road Name From To Improvement Gross Cost 
($Millions) Timing Schedule

44 Mary St N William St E Agnes St Widen to 4 Lane Urban 
Arterial $3.91 2024-

2028 C 

45 Mid-block Arterial West City 
Limits Stevenson Rd N New 2 Lane Urban 

Arterial $5.91 2024-
2028 C 

46 Ritson Rd N ARTC5 Columbus Rd E Rural to 2 Lane Urban 
Arterial $1.98 2024-

2028 C 

47 Ritson Rd N Intersection at Columbus Rd E Rural to 2 Lane Urban 
Arterial $3.19 2024-

2028 C 

48 Simcoe St S South Limit Harbour Rd Widen to 4 Lane Urban 
Arterial $4.42 2024-

2028 C 

49 Stevenson Rd N Taunton Rd W Conlin Rd W Rural to 2 Lane Urban 
Arterial $4.20 2024-

2028 C 

50 Thornton Rd N Britannia Ave 
W Columbus Rd W Rural to 2 Lane Urban 

Arterial $20.04 2024-
2028 C 

51 Townline Rd N Taunton Rd E Conlin Rd E Rural to 2 Lane Urban 
Arterial $7.20 2024-

2028 C 

52 Wilson Rd S Raleigh Ave Bloor St E Widen to 4 Lane Urban 
Arterial $7.24 2024-

2028 C 

53 Wilson Rd N Britannia Ave E Winchester Rd E New 2 Lane Urban 
Arterial $3.88 2024-

2028 C 

54 Thornton Rd N New Interchange at Highway 407 New Interchange ** 2029-
2031 C 

55 ARTC3 Harmony Rd N Grandview St N New 2 Lane Urban 
Arterial $2.57 2029-

2031 C 

56 ARTC4 North of 
Highway 407 Columbus Rd W New 2 Lane Urban 

Arterial $5.75 2029-
2031 C 

57 ARTC5 Thornton Rd N Ritson Rd N New 2 Lane Urban 
Arterial $11.56 2029-

2031 C 

58 Beatrice St E Wilson Rd N Harmony Rd N Widen to 4 Lane Urban 
Arterial $4.73 2029-

2031 C 

22 

45



 DRAFT OSHAWA INTEGRATED TRANSPORTATION MASTER PLAN | JUNE 2015 

# Road Name From To Improvement Gross Cost 
($Millions) Timing Schedule

59 Beatrice St E Harmony Rd N Ridgemount Blvd New 4 Lane Urban 
Arterial $3.38 2029-

2031 C 

60 Beatrice St E Ridgemount 
Blvd Pondview Court Widen to 4 Lane Urban 

Arterial $1.42 2029-
2031 C 

61 Bridle Rd N 625m N of 
ARTC5 Columbus Rd E New 2 Lane Urban 

Arterial $3.63 2029-
2031 C 

62 Britannia Ave W West City 
Limits Thornton Rd N New 2 Lane Urban 

Arterial $1.22 2029-
2031 B 

63 Britannia Ave E Grandview St N Townline Rd N New 2 Lane Urban 
Arterial $2.81 2029-

2031 C 

64 COLL6 Britannia Ave ARTC3 New 2 Lane Urban 
Collector $2.58 2029-

2031 C 

65 COLL8 Grandview St N Britannia Ave New 2 Lane Urban 
Collector $2.70 2029-

2031 C 

66 Conlin Rd E Harmony Rd N Townline Rd N Rural to 4 Lane Urban 
Arterial $5.72 2029-

2031 C 

67 Grand Ridge Ave 110m E of 
Clearbrook Dr 

115m W of 
Clearbrook Dr 

New 2 Lane Urban 
Collector $0.70 2029-

2031 B 

68 Grandview St N Britannia Ave Winchester Rd E New 2 Lane Urban 
Arterial $5.20 2029-

2031 C 

69 Ritson Rd N Winchester Rd 
E ARTC5 Rural to 2 Lane Urban 

Arterial $5.63 2029-
2031 C 

70 Townline Rd S 90m S of Olive 
Ave Olive Ave Rural to 2 Lane Urban 

Arterial $0.19 2029-
2031 B 

71 Townline Rd N Conlin Rd E South of 
Highway 407 

New 2 Lane Urban 
Arterial $4.40 2029-

2031 C 

72 Wilson Rd N Taunton Rd E Conlin Rd E Widen to 4 Lane Urban 
Arterial $4.89 2029-

2031 C 

Total $182.60 
** The interchange on Highway 407 East at Thornton Road has been deferred with no timeline or budget assigned to its construction. 
Note: Project costs have been taken from the City’s Development Charges Background Study (May 2014) 
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4.1.3 Travel Behaviour 
The base case scenario assumes that travel behaviour does not fundamentally change from 
what was observed in 2011.  The potential for changes in travel behaviour through various 
targeted initiatives is discussed in Section 5. 

4.2 Results 
The LTTS model described in Section 3 was used to generate outputs that provide an 
indication of how the transportation system will function for the three scenarios considered. 
These results are explored for each transportation mode in the following subsections and are 
summarized in Table 3. 

4.2.1 Active Transportation 
The LTTS model does not include active transportation in its mode split sub-model, and 
predictions for future active transportation use are therefore not available.  However, self-
containment data are available and indicate that 59% of forecast trips originating in Oshawa 
also would have a destination within Oshawa.  This suggests that there is strong potential for 
increasing the active transportation mode share in all of the modelled scenarios. 

4.2.2 Transit 
As a result of GO train expansion and other factors, the number of annual transit boardings is 
expected to increase by 130% to 16.9 million boardings per year in the 20 year capital budget 
scenario.  While this constitutes a substantial increase, the mode share for transit trips does 
not change significantly.  Transit continues to play a supportive but not dominant role in the 
overall transportation system. 

4.2.3 Road Network 
The most detailed results of the forecasting exercise are generated for the road network.  By 
2031, auto trips have a mode share of 91.8%, reduced slightly from 93.4% in 2011.  The 
overall amount of auto travel increases markedly, both in absolute terms (54%) and per capita 
(38%) in the 20 year capital budget scenario.  Given the substantial increase in the total 
vehicle kilometres travelled (VKT), it is not surprising that congestion also increases and that 
carbon dioxide emissions (CO2) increases relative to 2011.  In total, 26% of VKT occur on 
congested links.  While this represents a considerable increase in congestion relative to 2011 
when only 16% of VKT occurred on congested links, it is considerably lower than the 2031 do-
nothing and 10 year capital budget scenarios, where 38% and 30% of VKT are predicted to 
occur on congested links, respectively.   
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System Metrics 
2011 

Existing 
Conditions 

Alternative 1 
2031 Do 
Nothing 

Alternative 2 
10-year 

Capital Plan 

Alternative 3 
20-year 

Capital Plan 
Total lane-kilometres 

(kms) / 1,000 lane-kms 
per capita 

67.1 / 5.65 1,002.5 / 5.87 

Daily Vehicle 
Kilometers Travelled 

(VKT) 
2,068,590 3,021,210 3,093,030 3,195,030 

0.9) 

16% 38% 30% 26% 

39,200 79,120 71,290 65,440 

% of total VHT on 
congested links 

(lane-kms with vc > 
0.9) 

20% 51% 38% 32% 

1.07 1.23 1.16 1.12 

Auto Mode Split Auto: 93.4% Auto: 91.5% Auto: 91.5% Auto: 91.8% 

7.4 million 17.6 million 17.6 million 16.9 million 

Annual Cost of 
Congestion 

(Commuter Delay) 
$50 million $245 million $166 million $125 million 

Total Emissions 
(tonnes CO2 per peak 

hour) 
4,330 6,707 6,702 6,845 

Self-Containment 
(percentage of trips 
starting and ending 

within Oshawa)
58.7% 59.0% 59.0% 59.0% 

% of total VKT on 
congested links 

(lane-kms with volume 
to capacity ratio (vc) > 

Annual Transit 
Boardings (GO Transit 

and Durham Region 
Transit) 

Travel Time Index (TTI) 

Daily Vehicle Hours 
Travelled (VHT) 

861.5 / 5.65 861.5 / 5.03 9

Table 3: Modelling Results for 2011 Existing and 2031 Alternative Scenario Conditions 
The travel time index (TTI), which is a ratio of travel time for all network trips to the 
hypothetical total travel time for those trips on an uncongested network, is 1.12 in the 20 year 
capital budget scenario, up from 1.07 in 2011; similarly the total cost of congestion is 
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estimated to be $125 million, a 150% increase from 2011.  Relative to the Do Nothing and 10 
year capital budget scenarios, however, the TTI and cost of congestion is substantially lower 
in the 20 year capital budget scenario. 

4.3 Implications 
Despite significant investment, growth in the road network supply will be greatly exceeded by 
the growth in the road network demand in the years to come.  While the investments in the 20 
year capital budget scenario significantly reduce congestion relative to the 2031 do nothing 
and 10 year capital budget scenarios, Oshawa residents will nevertheless experience 
increasing levels of congestion.  This situation constitutes both a challenge and an opportunity 
for the City of Oshawa. 
The challenge facing the City of Oshawa is that congestion will not be eliminated, reduced or 
even maintained at current levels, despite investing significant budgetary resources into 
roadway expansion.  Experience in other cities suggests that this challenge cannot be 
effectively addressed through further road expansion, as this is only likely to induce further 
demand.  In contrast, the City of Oshawa should consider strategies that allow more residents 
to reach their destinations using travel modes that do not add to the predicted levels of 
congestion on the road network.   
From a transportation user perspective, the forecasted transportation network conditions also 
present an opportunity which could be leveraged by the City of Oshawa.  As congestion 
increases, individual transportation users will be more likely to change their travel behaviour 
and location preferences to avoid travel time increases.  This may result in greater interest 
and willingness to use active transportation, public transit or carpooling.  On the land use side, 
there may be greater demand for residential units in proximity to major employment centres, 
commuter stations and downtown areas. 

4.4 Selecting a Preferred Alternative 
Given the forecast growth in population and employment, the City of Oshawa must take clear 
action to mitigate the forecasted increase in congestion.  The 20 year capital budget scenario 
is the most effective scenario at mitigating the increase in congestion, and is therefore 
recommended as the basis for a preferred scenario. 
While implementing the 20 year capital budget investments is considered necessary, it is not 
considered sufficient to achieve the best possible outcome.  Evidence from other jurisdictions 
suggests that more can be done to manage travel demand and provide alternatives to single 
occupant vehicle trips.  The preferred alternative therefore includes the 20 year capital budget 
scenario and additional measures that are described in Section 5. 
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5.0 MOVING IN A MORE SUSTAINABLE DIRECTION 

This section describes what a more sustainable transportation system in Oshawa could look 
like, lays out specific recommended actions to achieve this vision and identifies indicators to 
track progress during implementation. 

5.1 Goals 
Goals for how the transportation system in Oshawa will perform in the future are organized 
under three themes: improving mobility, alleviating congestion and encouraging sustainability. 
These themes are interrelated and should be considered holistically rather than each one 
being considered in isolation.  These goals were confirmed and supported by the input 
received from the general public, which focused on increased mobility through alternative 
modes of transportation and safe active transportation facilities. 

5.1.1 Improving Mobility 
Three network characteristics—connectivity, efficiency and safety—are involved in improving 
mobility.  A transportation system with high connectivity offers multiple routes between origins 
and destinations for users to choose from.  Moreover, connectivity also means that travel 
routes are direct, minimizing the travel distance necessary to move from an origin to a 
destination.   
The next aspect of mobility - efficiency - refers to the speed and ease of movement through 
the network.  A network with minimal congestion and optimized traffic signals allows for 
efficient movement.   
Safety, the third aspect of mobility, involves the risk of collision associated with network travel. 
In some cases, the notion of efficiency and safety may be in tension, since efficiency favours 
higher travel speeds, while greater safety is typically associated with lower travel speeds. 
This tension underscores the importance of finding a balance that promotes reasonable 
efficiency without compromising safety.  The safety of vulnerable road users—pedestrians 
and cyclists—is of particular concern in this regard, since they share the right-of-way with 
motor vehicles but are at greater risk of death and injury in collisions.  The concept of mobility 
therefore describes a variety of network characteristics that together enable safe, direct and 
efficient travel. 

5.1.2 Alleviating Congestion 
Alleviating congestion is about reducing the amount of time people spend travelling and the 
time it takes to move goods.  Reducing travel times is important both from an economic 
perspective, since congestion is a key factor in economic development, and from a personal 
perspective, since commute length and the ability to easily reach destinations is a key quality 
of life factor.  As with mobility, congestion is a multi-faceted concept that can be addressed in 
a number of ways.  Specifically, congestion can be reduced by:  
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 Reducing the distance between origins and destinations;
 Shifting more trips to non-single-occupancy vehicle modes; and
 Increasing network capacity.
These approaches involve land use planning, transportation demand management and 
infrastructure investments, all of which are included in the ITMP. 

5.1.3 Encouraging Sustainability 
Sustainability, as it relates to the ITMP, refers to both the long-term environmental and 
economic conditions of the City.  Environmental sustainability relates to reducing the 
ecological impacts of transportation including air quality and the emission of greenhouse 
gases.  More practically, encouraging environmental sustainability means providing residents 
with multiple realistic travel choices that include alternatives to the automobile.  In order for 
non-auto modes to be realistic travel choices for a large segment of the population, the travel 
mode must be perceived as safe, comfortable and convenient.  From an economic 
perspective, encouraging sustainability means coming up with mobility and congestion 
solutions that do not exceed the budgetary constraints of the City.  This aligns well with the 
goal of environmental sustainability, since promoting and providing infrastructure for non-auto 
modes is in many cases more cost effective than providing more auto infrastructure. 
The thematic goals set out in the ITMP—improving mobility, alleviating congestion and 
encouraging sustainability—will make Oshawa a better place to live, work and play.  Quality of 
life will be enhanced through cleaner air and less time spent commuting; prosperity will be 
fostered through greater economic competitiveness; and environmental impacts will be 
reduced by supporting active transportation, transit and carpooling.  These goals are 
consistent with the broader policy context outlined in Section 2.1.  The goals also reflect the 
input received from residents through the public consultation that was undertaken for the 
ITMP (see Technical Memorandum #6). 

5.1.4 Uniting the Goals: Multi-modality 
A common thread among the three goals outlined above is multi-modality.  The concept of 
multi-modality is to provide transportation users with multiple viable options for travel to their 
destination.  This does not mean that auto travel will no longer be an important mode for most 
residents—on the contrary, auto travel will continue to play a key role in the transportation 
system.  The fundamental principle of the ITMP is to achieve a more balanced system that 
encourages users to travel using the most appropriate mode for any given trip.  For many 
shorter trips of 5 kilometres or less, active transportation may be the most appropriate mode. 
Trips to and from major activity centres may be best served by transit.  Other trips to or from 
low density areas or that involve moving cargo may be better served by auto travel.  The goal 
is to make the most appropriate mode the most desirable mode for the user.  The following 
section outlines specific steps to make this happen. 
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5.2 Actions 
There are a number of actions that the City can take to help create a more integrated 
transportation network.  Many of these actions meet planning directives and respond to public 
comments received throughout the development of the ITMP.  The first action noted, Mobility 
Hubs, is a Provincial designation of two areas of the city.  This designation supports the 
integration of transportation modes, which was a common theme heard from the public and 
stakeholders.  Public feedback indicated that people are seeking viable modes of travel other 
than the personal automobile.  The public desires more active transportation facilities and the 
completion of missing links in the active transportation network.  The public also desires more 
frequent transit services.  The actions presented in this section address these and other 
transportation planning concerns in an effort to integrate transportation modes throughout the 
city.  

5.2.1 Mobility Hubs 
Metrolinx has designated two mobility hubs in the City, one in the downtown and another 
around the Oshawa GO Train Station.  Metrolinx defines mobility hubs as “places of 
connectivity between regional and rapid transit services, where different modes of 
transportation come together seamlessly. They have, or are planned to have an attractive, 
intensive concentration of employment, living, shopping and enjoyment around a major transit 
station. There are two types of mobility hubs identified in The Big Move: Anchor Hubs and 
Gateway Hubs. Anchor Hubs are major transit station areas associated with an urban growth 
centre (as defined in the Province's Growth Plan for the Greater Golden Horseshoe). Gateway 
Hubs are major transit station areas that are located at the interchange of two or more current 
or planned regional rapid transit lines.”   
The downtown location has been designated an “Anchor Hub” and the GO Train Station has 
been designated a “Gateway Hub.”  These two locations offer the opportunity for a truly 
integrated multi-modal transportation network.  Metrolinx also has prepared Mobility Hub 
Guidelines to help to successfully plan for land use and transportation integration in the 
vicinity of Mobility Hubs.  The City can capitalize on these Mobility Hub designations by 
aligning planning, zoning and City road and active transportation infrastructure to facilitate the 
development of these mobility hubs.  The City can modify land use and zoning in these areas 
to encourage and benefit from the creation of transit-oriented development.  The City can also 
work with GO Transit and Durham Region Transit to integrate transit services in these two 
areas. 
Additionally, the Highway 407 / Simcoe Street North area could become a future mobility hub 
upon development of the 407 Transitway and Simcoe LRT. 
Recommendations: 
 Based on Metrolinx’s Mobility Hub Guidelines, review and update, as appropriate, City

land use planning and zoning to maximize intensification of land uses and transit-oriented
development around mobility hubs;

 Construct active transportation facilities nominated in the Active Transportation Master
Plan that will help facilitate access to and around the mobility hub locations;
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 In the downtown, review the system of one-way streets with the intention of creating two-
way streets that provide better connectivity for people movement; and

 Encourage GO Transit and Durham Region Transit to integrate transit plans and train and
bus schedules in the two mobility hub locations.

 Explore the development of a mobility hub at the future Highway 407 / Simcoe Street
interchange, especially with the development of higher order transit such as the 407
Transitway and Simcoe LRT.

5.2.2 Improving Connectivity in the Downtown 
Downtown Oshawa presently has a number of one-way streets that act as conduits for 
vehicles to pass quickly through the downtown.  With Metrolinx’s mobility hub designation for 
the downtown, the time is right to reconsider the downtown road network and repurpose it 
with people in mind in order to promote better connectivity for all modes of transportation.  
Converting King Street and Bond Street from one-way to two-way streets would help facilitate 
the Region’s Long Term Transit Strategy Option 5 for Oshawa, which, if selected for 
implementation, would include buses or LRT on King Street.   
There are numerous benefits to a two-way street system.  Some of these include: 
 Calming Traffic – By converting one-way streets to two-way streets, vehicle travel speeds

have been shown to decrease since the roadway will be more urbanized and will operate
as more of a local street compared to a free flow style of major arterials;

 Pedestrian Friendly Environment – One-way streets often are more dangerous for
pedestrians than two-way streets, primarily due to the higher vehicular speeds on one-way
streets;

 Supports Street-Oriented Land Uses – Two-way streets provide street-fronting businesses
with increased exposure and more convenient curbside parking spaces which increase
pass-by opportunities;

 Provides Convenience for Transit Riders – Two-way streets enable buses to operate in
both directions on a street, which can add to the convenience of transit riders by limiting
the distance to walk to and from bus stops; and

 Reduces Navigation Confusion for Visitors – Two-way streets allow drivers to take the
most direct route from origin to destination. Transit users will benefit from two-way streets
since bus stops will be opposite each other rather than being on different streets.

Recommendation: 
 Conduct a study to analyze the impacts of converting one-way streets to two-way streets

in the downtown, bearing in mind that, generally speaking, two-way streets are, on
balance, an embodiment of sustainable, multimodal transportation principles.
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5.2.3 Active Transportation 
During the early stages of the ITMP, the need for a comprehensive framework for active 
transportation was identified.  An Active Transportation Master Plan (ATMP) was developed 
concurrently with the ITMP and includes recommendations for planning, designing, 
implementing and supporting active transportation facilities.  The ATMP is an update and 
rebranding of the earlier preliminary draft Walking and Cycling Master Plan, which in turn was 
developed by the City of Oshawa in 2010 as an update to the 1999 City of Oshawa Cycling 
Network Study.  Public consultation for the ATMP was conducted in coordination with the 
consultation for the ITMP.  Feedback on existing active transportation issues was solicited at 
the first ITMP public information centre and the recommended ATMP network was presented 
for review and comment at the second ITMP public information centre.  The ATMP also 
reflects several recent plans and publications including the 2012 Durham Regional Cycling 
Plan, Ontario Traffic Manual Book 18: Cycling Facilities and Book 15: Pedestrian Crossing 
Facilities, and the Greenbelt Cycling Route.   
The ATMP builds upon the City’s active transportation planning initiatives and includes a 
comprehensive active transportation (AT) network that complements the Regional active 
transportation network.  The planned AT network for 2031 includes 223.7 km of AT facilities, 
which are proposed to be implemented over several phases.  A facility type and cost estimate 
is included for each route in the proposed network.  The Province of Ontario has recently 
announced $25 million of new funding, as part of the Provincial #CycleON Cycling Strategy, to 
construct cycling facilities on Provincial highways and municipal roads, which could support 
local implementation of the active transportation network.  To support implementation of the 
ATMP, the City should review its right-of-way design guidelines to identify any changes that 
need to be made to incorporate active transportation facilities in the design.  Changes could 
include revising widths of travel lanes or inserting new elements for active transportation, such 
as bike lanes, as examples. 
The ATMP supports the ITMP as the modelling conducted for the ITMP revealed that there 
are a significant number of trips in Oshawa that are five kilometres or less in length.  These 
trips are seen as ideal trips to shift to active modes of transportation.  The ATMP also 
strengthens the ITMP by including linkages to and through the City’s two mobility hubs and 
strengthens connections to universities and colleges located in Oshawa.  The ATMP includes 
almost 40 broad and detailed recommendations.  These are listed in full in Appendix A of this 
ITMP.   
Recommendations: 
 Implement active transportation recommendations as documented in the Active

Transportation Master Plan; and
 Update the City’s Right-of-way Design Guidelines to accommodate recommended active

transportation facilities.
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5.2.4 Transit 
The City’s ability to take decisive action to increase transit usage is limited given that local 
transit service is provided by Durham Region Transit (DRT), and regional transit service is 
provided by Metrolinx.  The fundamental opportunity of Metrolinx’s designation of two mobility 
hubs in Oshawa is to increase transit ridership.  The City can extend the reach of transit by 
providing active transportation linkages to mobility hubs and other transit stations and stops. 
The City can also align its Official Plan and related land use planning and zoning to allow 
higher densities of development that will support transit usage.  A transportation demand 
management plan can link the various travel modes in one strategy and create a framework to 
encourage transit usage and other solutions to driving alone.  It is important for the City to 
work closely with Metrolinx to develop plans and secure funding to implement transportation 
solutions that will integrate transit with other modes in these hubs. It is also important for the 
City to advocate for the expeditious extension of the Lakeshore East GO train corridor from 
Oshawa to Bowmanville.  Such an extension is important in order to reach mobility goals 
stated in the ITMP.  The lack of an extension would be expected to result in increased 
congestion and more through trips along City roads.  
Recommendations: 
 Encourage DRT and Durham Region Works Department to aggressively improve transit

access by identifying locations where GO or DRT buses experience operational delays
and by working collaboratively to development mitigation plans.  Such plans could include
bus queue jump lanes and traffic signal priority;

 Implement a Transportation Demand Management plan;
 Ensure land use planning results in development that is transit-oriented;
 Actively engage Durham Region Transit and Metrolinx as appropriate to monitor transit

ridership and communicate results relative to ridership goals; and
 Advocate for the expeditious construction of the extension of the Lakeshore East GO train

corridor from Oshawa to Bowmanville.

5.2.5 Transportation Demand Management (TDM) 
The primary action in relation to TDM is to develop a specific TDM plan and implementation 
strategy.  The main benefit of doing so would be to bring under one umbrella the programs, 
policies and initiatives designed to promote alternatives to the single occupancy vehicle and 
to alter travel behaviour.  These objectives are mirrored in the City’s focus on providing “a 
balanced approach to level of service measures for all transportation modes.”  Technical 
Memorandum #3 provides an outline both of TDM best practices and of specific initiatives that 
should be considered for the TDM implementation strategy.  Some of these key initiatives are 
included as recommendations in the ITMP. 
Recommendations: 
 Establish a TDM working group and develop a meaningful vision;
 Prepare a TDM plan;
 Identify funding and other resources that can be used to implement TDM;
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 Integrate TDM into land use planning, and require new developments to implement TDM
measures as a condition of their approval;

 Implement improved active transportation connections to major transit hubs;
 Launch a TDM database of initiatives that have worked to promote TDM;
 Hold regular events that encourage people to try more sustainable travel behaviours;
 Lead by example through implementing a range of TDM measures at City Hall.  Under the

City’s Smart commute initiative, some TDM measures are already in place; and
 Coordinate with Durham Region and Smart Commute Durham on TDM initiatives.
Technical Memorandum #3 also includes a draft Official Plan amendment that should be 
considered for approval by City Council.  This amendment would signal the City’s commitment 
to developing a TDM plan and implementation strategy. 

5.2.6 Goods Movement 
Goods movement is an integral part of the transportation system in the City of Oshawa. 
Efficient and effective goods movement is important to keep retail stores stocked, receive 
components needed for manufacturing and to deliver finished products to markets.  Goods 
movement plays an important economic role in Oshawa, and must be well managed in order 
to align with the goals presented in Section 5.1.  Goods movement in Oshawa utilizes all 
modes of transportation to move products to market, including highways and roads, rail, 
marine through the Port of Oshawa and air through Oshawa Airport.  
Technical Memorandum #4 describes the purpose, process and benefit of conducting a 
freight audit of City goods movement infrastructure and goods movement industry stakeholder 
opinions on how to promote goods movement.  The memorandum discusses the utility of the 
Ministry of Transportation’s Freight-Supportive Guidelines and how the guidelines and 
strategies included in the report can be applied to the land use planning, site plan review and 
road design processes to help plan for freight-supportive communities.   
Technical Memorandum #4 also addresses goods movement by identifying existing goods 
movement facilities in the City, characterizing the unique needs of goods movement, 
providing examples of local and international best practices for goods movement planning, 
and nominating a number of recommendations to improve the efficiency of goods movement 
or reduce the impact of goods movement on the transportation system.    
Recommendations: 
 Undertake a freight audit to better understand the existing goods movement industry and

to identify ways the City can support goods movement;
 Utilize the Ministry of Transportation’s Freight-Supportive Guidelines when considering

land use planning, reviewing development applications and designing City streets; and
 Consider establishing a truck route network on City streets to supplement the Regional

truck route network.
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5.2.7 Roundabouts 
The City of Oshawa, like many other jurisdictions across Ontario, is considering the use of 
roundabouts as a traffic control measure at intersections on City streets.  Roundabouts 
primarily would be considered on new streets but could be considered to retrofit existing 
intersections if land and budget were sufficient to accommodate a roundabout, and if traffic 
analysis indicated that a roundabout would perform better than the existing traffic control 
device.  Roundabouts are circular intersections with unique characteristics that are defined by 
their distinct design and operation.  When implemented properly at suitable locations, 
roundabouts can be a more operationally efficient and environmentally-friendly method of 
traffic control than stop controlled or signalized intersections.  In addition, roundabouts are 
generally safer than signalized or two-way stop-controlled intersections due to slower 
operational speeds and fewer vehicular conflicts.   Roundabouts can be more economically 
sustainable than traffic signals over the medium to long term because of lower maintenance 
costs.  The centre islands of roundabouts can be landscaped, making them environmentally 
superior to stop controlled or traffic signal controlled intersections.  As part of the ITMP, a 
high-level, preliminary guideline for determining the feasibility of implementing a roundabout 
has been developed and is presented in Appendix B. 
Recommendation: 
 Adopt the preliminary roundabouts guideline for use in screening intersections for potential

roundabout implementation.
 For any locations that are being considered for a potential new traffic signal including site

access intersections for proposed developments, a roundabout should be considered.  For
an existing signalized and unsignalized intersection with current or projected operational
problems, a roundabout should be considered.

5.2.8 Roads 
The ITMP has identified new City roads for construction and existing City roads for 
improvements, such as widening, in order to facilitate mobility and accommodate forecast 
population and employment growth.  These road projects should be coordinated with the 
projects in the ATMP to make sure any ATMP projects are implemented concurrently with a 
road’s improvement.  The road improvements also provide additional capacity and better 
connectivity for goods movement and transit vehicles. 
Approximately $100 million in 2014 dollars has been planned for City road construction 
through the 2023 horizon year.  This amount is consistent with the City’s 2014 Development 
Charges Study.  Most of the projects for construction are new roads in the northern portion of 
the city.  Some projects involve the conversion of roads from a rural cross section to an urban 
cross section.  Conlin Road is the only City road planned for widening during this time period, 
with segments of the road planned for widening from two to four lanes and with rural sections 
converted to urban sections at the same time as the widening. 
The time period from 2024 through 2031 includes City road construction projects forecast to 
total $189 million to construct.  Similar to the 2023 time horizon, this dollar value is 
considering 2014 construction costs and is consistent with the City’s Development Charges 

34 

57



 DRAFT OSHAWA INTEGRATED TRANSPORTATION MASTER PLAN | JUNE 2015 

Study.  The construction projects are for new roads, widening existing roads and converting 
roads from rural to urban cross sections.. 
The ITMP seeks a balanced approach to transportation improvements.  Some City roads are 
not recommended for widening at this time, but are recommended to be monitored to 
determine whether or not widening or other improvements may be necessary in the future due 
to increasing traffic volumes.  Corridor improvements could include turning lanes, bus queue 
jump lanes, bus priority and coordination and corridor signal optimization and coordination. 
Conlin Road east of Grandview Street is the only City road recommended to be monitored for 
improvements beyond 2031.   
There are several Regional roads that are recommended to be monitored.  The City should 
work with Durham Region to ensure that regular traffic counts and traffic analyses are 
conducted to determine if any improvements are needed beyond the year 2031.  Regional 
roads for monitoring within the Oshawa city limits include:  
 Farewell Street;
 Harmony Road;
 Ritson Road;
 Simcoe Street;
 Stevenson Road;
 Wentworth Street; and
 Winchester Road.

Recommendations: 
 Implement the City road projects to the year 2023 and the year 2031 as outlined in the

ITMP implementation plan;
 Coordinate road and active transportation improvements so that active transportation

facilities can be constructed at the same time that road work is undertaken;
 Continue to collect development charges revenue and update the Development Charges

Study every five years;
 Monitor traffic volumes on City roads at regular intervals (such as bi-annually) to help

determine if further infrastructure and/or operational improvements will be needed; and
 Liaise with Durham Region to ensure that traffic volumes on Regional Roads traversing

the City of Oshawa also are being monitored at regular intervals.
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5.3 Indicators 
Implementing the actions outlined above should lead to a more sustainable transportation 
system.  In order to make the goals and actions outlined above more concrete, a Monitoring 
Plan (Technical Memorandum #8) has been developed for the ITMP.  The Monitoring Plan 
includes a template to track progress on implementing specific projects. 
At a broader scale, specific indicators are outlined in Section 2 of Technical Memorandum #5 
that correspond to each of the ITMP goals.  Since the overarching goal of the ITMP is to 
achieve greater multi-modality, the most significant indicator may be mode split.  The 
Monitoring Plan includes the following specific mode split targets: 4% of PM peak period trips 
taken by walking and cycling in 2016 and 6% of PM peak period trips taken by transit in 2016. 
The targets for both of these mode splits increase by 1 percentage point for each five year 
increment, such that by 2031 the mode shares for active transportation and transit are 7% 
and 9%, respectively.  These targets represent an increase in active transportation and transit 
trips of more than 100% and 50% respectively, relative to the 2011 benchmark. 
Further targets are also given for road network congestion in the Monitoring Plan, and rely on 
data obtained through cordon count programs.  In 2016 the volume to capacity ratios on 
screenlines during the PM peak period are not expected to exceed 0.70; by 2031 they are not 
expected to exceed 0.85, given the anticipated traffic growth rate and completion of the 
recommended infrastructure improvements.  Additional details can be found in Technical 
Memorandum #8. 
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6.0 CONCLUSIONS 

The ITMP is the central planning document that will guide monitoring, investment and 
management of the transportation system in Oshawa for years to come.  This has particular 
significance given that transportation has a direct impact on residents’ quality of life and on 
the economic competitiveness of the entire city.  For residents, the ITMP will serve not only as 
a reflection of their past engagement but also as the basis for their future engagement on 
transportation issues in the city. 

6.1 What the ITMP Means Going Forward 
Oshawa faces some significant transportation challenges moving forward.  Accommodating 
steady growth over the next two decades will strain the current system, and even with the 
investments outlined in the ITMP, congestion is predicted to increase.  Other challenges 
involving issues such as clean air, public health, and the freedom to choose between different 
transportation options also confront the city.  While the ITMP emphasizes sustainability as an 
important goal for the transportation system, along with improving mobility and alleviating 
congestion, the plan itself will not be enough to achieve a more sustainable transportation 
system.  Just as the ITMP was developed through a collaborative process—involving direction 
from City staff, input from the public and stakeholders and analysis from external 
transportation consultants—achieving a more sustainable transportation system will require 
ongoing collaboration between all stakeholders.  Moreover, achieving a more balanced, 
efficient transportation system will require commitment from all stakeholders to aggressively 
pursue the sustainability measures. 

6.1.1 Short Term Action Plan 
There are several actions that the City should take in the next two years to administer and 
begin to implement the ITMP.  First, the City should establish a multi-disciplinary core group 
that is charged with implementing the ITMP.  This could be the same Steering Committee that 
has directed the development of the ITMP or it could be a new group.  Either way, the group 
should include representatives from multiple City departments, including: 
 Development Services Department:

o Engineering Services;
o Planning Services; and
o Economic Development Services;

 Community Services Department:
o Operations Services; and

 City Manager's Office Department:
o Finance Services.

The core group may create sub-groups to address specific tasks but a cross disciplinary core 
group is recommended to have the oversight of implementation to ensure that transportation 
decisions are made in an integrated fashion considering all modes of transportation and to 
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ensure that transportation plans are integrated into land use plans and other programs that 
will benefit from transportation improvements.   
The ITMP recommendations requiring action in the short term include: 

Mobility Hubs: 
 Based on Metrolinx’s Mobility Hub Guidelines, review and update, as appropriate, City

land use planning and zoning to maximize intensification of land uses and transit-oriented
development around mobility hubs

 Explore the development of a mobility hub at the future Highway 407 / Simcoe Street
interchange, especially with the development of higher order transit such as the 407
Transitway and Simcoe LRT

Improving Connectivity in the Downtown: 
 Conduct a study to analyze the impacts of converting one-way streets to two-way streets

in the downtown, bearing in mind that, generally speaking, two-way streets are, on
balance, an embodiment of sustainable, multimodal transportation principles

Active Transportation: 
 Update the City’s Right-of-way Design Guidelines to accommodate recommended active

transportation facilities
 Begin to implement active transportation facilities as documented in the Active

Transportation Master Plan

Transit: 
 Ensure land use planning results in development that is transit-oriented
 Actively engage Durham Region Transit and Metrolinx to monitor transit ridership and

communicate results relative to ridership goals
 Advocate for the expeditious construction of the extension of the Lakeshore East GO train

corridor from Oshawa to Bowmanville

Transportation Demand Management (TDM): 
 Establish a TDM working group and develop a meaningful vision
 Prepare a TDM plan
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Goods Movement: 
 Undertake a freight audit to better understand the existing goods movement industry and

to identify ways the City can support goods movement
 Utilize the Ministry of Transportation’s Freight-Supportive Guidelines when considering

land use planning, reviewing development applications and designing City streets

Roundabouts: 
 Adopt the preliminary roundabouts guideline for use in screening intersections for potential

roundabout implementation
 For any locations that are being considered for a potential new traffic signal including site

access intersections for proposed developments, a roundabout should be considered.  For
an existing signalized and unsignalized intersection with current or projected operational
problems, a roundabout should be considered.

Roads: 
 Begin implementation of the road projects to the year 2023 and the year 2031 as outlined

in the ITMP implementation plan
 Monitor traffic volumes on City roads at regular intervals (such as bi-annually) to help

determine if further infrastructure and/or operational improvements will be needed
 Liaise with Durham Region to ensure that traffic volumes on Regional Roads traversing

the City of Oshawa also are being monitored at regular intervals
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Executive Summary 
The City of Oshawa Active Transportation Master Plan (ATMP) is a statement of 
the City’s ongoing commitment to promote active lifestyle opportunities and 
choices for residents, visitors and employees in the City.  Walking and cycling for 
utilitarian and recreational purposes are expected to increase the demand for 
connected, attractive and convenient pedestrian and cycling facilities as Oshawa 
continues to grow. In order for the City to deliver on its commitment to encourage 
and support a high quality of life for all of its residents and support economic 
development, Oshawa must have a clear long term strategy to shape growth.  A 
key component of such a strategy includes establishing a multi-modal 
transportation and active recreation network that meets the needs of residents 
and employees of all ages.  Together with the Oshawa  Official Plan and the 
Integrated Transportation Master Plan (ITMP), the ATMP will play a key role in 
achieving these goals.   

This Executive Summary provides an overview of the ATMP and its 
recommendations in an accessible text format. The proposed active 
transportation network, cost estimates, suggested phasing and all of the master 
plan recommendations are included in this Executive Summary. A separately 
bound technical report is available from the City that includes more detailed 
background information regarding the rationale for the proposed network, 
implementation strategy, costing assumptions, facility design guidelines and 
other supporting technical information.  

For more information 
regarding the Active 
Transportation Master 
Plan Technical Report, 
or if you would like this 
information presented to 
you in an accessible 
format that meets your 
needs, please call 
Engineering Services at 
the City of Oshawa on        
1-800-667-4292. 
Enquiries may also be 
emailed to 
service@oshawa.ca. 
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Preface to the ATMP 

Building on previous work including the City’s 1999 Cycling Network Study, an 
initial draft Walking and Cycling Master Plan (WCMP) was prepared by City staff 
in 2010. However, City staff did not advance the draft WCMP for Council 
approval at that time for a variety of reasons. These included a desire to integrate 
trails into the City’s walking and cycling networks and to ensure consistency with 
a variety of relevant policies/plans in development at the time, including the 2012 
update to the Durham Regional Cycling Plan (RCP), the development of new 
provincial cycling facility design guidelines (Ontario Traffic Manual Book 18: 
Cycling Facilities) and the development of the Greenbelt Cycling Route. 

As the City began to develop its ITMP in 2013, a decision was made to 
concurrently update and expand the draft WCMP as a comprehensive Active 
Transportation Master Plan (ATMP).  The ATMP reflects various recent 
policies/plans as noted above and also includes updates to reflect current 
cycling, pedestrian and trail planning and design best practices.  Public 
consultation was an important component of the ATMP update, and was 
undertaken in conjunction with the public consultation process for the ITMP. 
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1.  Introduction 

This ATMP sets out the means for improving and expanding Oshawa’s active 
transportation network.  These efforts are predicated on the following vision:  

Enhance the quality of life for residents and employees in the City by 
providing a connected, attractive and convenient active transportation system 
that offers a high degree of comfort and safety, expands recreation options, 
encourages sustainable modes of transportation, respects the natural scenic 
character, and supports economic development. 

Flowing from this vision are six key goals: 

1) Meet community needs for active transportation facilities; 
2) Provide convenient access to and connectivity within the active 

transportation network; 
3) Develop an active transportation system that offers a high degree of 

comfort and safety; 
4) Adopt a phased approach to implementation; 
5) Promote active transportation; and 
6) Integrate on- and off-road active transportation facilities. 

These goals underpin the City’s efforts to provide an expanded network of 
pedestrian and cycling facilities that link the urban and rural centres, connect the 
various communities and major destinations in Oshawa and provide routes for 
cross-city recreational and utilitarian trips.  
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2.  Establishing the Need for Active Transportation 

Active transportation includes many active modes and methods of travel such as: 
• walking/jogging/running;  
• cycling;  
• in-line skating;  
• skateboarding;  
• manual and power-assisted mobility devices; and 
• snowshoeing / skiing.  
Electric bicycles (e-bikes) are allowed on City multi-use trails and on on-road 
cycling facilities within the travelled portion of road rights-of-way but are 
prohibited on sidewalks throughout the City.  

The process of promoting active transportation modes and working towards the 
aforementioned goals will allow the City, its residents and its businesses to 
realize and enjoy the benefits that active transportation brings, including: 

• Health – an opportunity to be physically active on a regular basis;  

• Social – high accessibility for residents and employees of all ages, lifestyles, 
and cultural and socio-economic groups, and increases social interactions;  

• Transportation – reduced road congestion; 

• Environmental – reduced greenhouse gas emissions; and 
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• Economic – savings on gas, parking, insurance, vehicle maintenance and 
other costs. 

Chapter 2 provides more detail on the need for active transportation as part of a 
multi-modal network that supports sustainable, healthy and complete 
communities and will effectively manage and support the City’s projected rapid 
growth in population and employment. 

3.  Policy Framework 

Policies pertaining to cycling, walking, transit, and alternative modes of 
transportation are dispersed throughout a number of Provincial, Regional and 
City documents.  The ATMP takes direction from these documents and, through 
specific recommendations, articulates the intent of the policies contained in them.  
The following policies and documents have been consulted: 

• Province of Ontario: 
- Provincial Policy Statement Update (2014); 
- Bill 51 Plan Reform; 
- Highway Traffic Act; 
- Ontario Cycling Strategy #CycleON; 
- Health Promotion; 
- Accessibility for Ontarians with Disabilities Act (AODA); 
- Ontario Trails Strategy; 
- Transit Supportive Guidelines (2012); 
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- Metrolinx: The Big Move – Transforming Transportation in the Greater 
Toronto and Hamilton Area (2008); 

- Places to Grow: Growth Plan for the Greater Golden Horseshoe (2006); 
- Greenbelt Plan (2005); 
- Oak Ridges Moraine Conservation Plan (2002); and 
- Ontario Traffic Manual (OTM) Books 15 and 18. 

• Durham Region: 
- Durham Community Strategic Plan; 
- Durham Region Official Plan (DROP); and 
- Regional Cycling Plan (2012). 

• City of Oshawa: 
- City of Oshawa Official Plan; 
- Oshawa Integrated Transportation Master Plan; and 
- International Charter for Walking. 

These policies and documents are described in more detail in Chapter 3 of the 
Technical Report. 

Recommendations: 

3-1 That when preparing amendments to the Oshawa Official Plan, the City 
consider consolidating and expanding active transportation policies, where 
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appropriate, in Part II Plans and the Samac Secondary Plan  and 
incorporate additional policies having City-wide relevance in the Part I 
Plan; and 

3-2 That the City ensures that policies concerning active transportation are 
sufficiently comprehensive and consistent to provide strong guidance for 
the implementation of walking and cycling as viable alternative modes of 
transportation. 

4.  Planning Oshawa’s Active Transportation Network 

Planning the City’s active transportation network is a necessary pre-requisite to 
the detailed design and implementation of network components. In updating the 
City’s draft Walking and Cycling Master Plan (2010), consideration was also 
given to the network and route selection methodology in Ontario Traffic Manual 
Book 18: Cycling Facilities (2013).  

Routes that form the recommended active transportation network were selected 
in response to a variety of route selection criteria.  These are as follows:   

• Aesthetics; 
• Connectivity; 
• Convenience and Accessibility; 
• Context Sensitivity; 
• Cost Effectiveness; 
• Diversity of Facility Types; 
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• Comfort, Safety and Security; 
• Sustainability; and 
• Visibility. 

The recommended ATMP network features approximately 110 km of proposed 
new facilities on City roads and 88 km of proposed new off-road facilities (which 
include in-boulevard facilities along City roads).  The City’s active transportation 
network will then comprise approximately 260 km of facilities, which includes 
approximately 62 km of existing facilities.  In addition to the City of Oshawa’s 
ATMP network, the Region’s Cycling Plan includes 7 km of existing facilities and 
43 km of proposed facilities, which will result in a 310 km active transportation 
network in Oshawa. 

Sidewalks are a key component of active transportation infrastructure in the City. 
Recognizing that resources available for funding active transportation projects 
must be balanced with other municipal service needs, it is important that active 
transportation funding decisions be based on determining which projects provide 
the greatest possible public benefit in the most efficient way. Having said that, all 
active transportation facilities need to be made compliant with the Accessibility 
for Ontarians with Disabilities Act (AODA) in a timely fashion. Addressing 
sidewalk deficiencies (such as gaps in existing sidewalks and areas that were 
developed without sidewalks) along recommended on-road active transportation 
routes should be the focus of a sidewalk retrofit prioritization program.  Bridging 
gaps in sidewalks elsewhere in the City likewise requires attention, to facilitate 
access to and the use of active transportation routes.   
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In Oshawa, cyclists (excluding e-bikes) are currently permitted to use pedestrian 
sidewalks for travel, with the exception of sidewalks in the vicinity of the 
downtown (as per By-law 78-91).  Since sidewalks are not designed for use by 
cyclists, it is recommended that the City revise the current bylaw to restrict the 
use of sidewalks by cyclists 14+ years old, although children 13 years old and 
under would still be able to cycle on sidewalks together with accompanying 
adults. 

Recommendations: 

4-1 That Council endorse the Existing and Proposed Active Transportation Routes 
maps as the basis for budgeting, financing and phasing the implementation of 
the City’s active transportation network.  

4-2 That the City’s Active Transportation Network be reviewed, evaluated and 
updated at least every five years, and involve a public consultation component. 
Consideration should also be given to improving, expanding and adding missing 
links to the network through opportunities offered by unopened road allowances, 
hydro rights-of-way, existing or abandoned rail corridors, open space and 
recreation areas, development projects, and future roadway improvements.  

4-3 That a future Harmony Creek Trail connection across Highway 401 be 
considered at such time when improvements to the Harmony Road interchange 
at Highway 401 proceed.  

4-4 That the ATMP be flexible to accommodate route revisions and/or changes in 
facility types, provided that continuity and functionality of the route is maintained 
in the same general location. 
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4-5 That the City proactively initiate discussions on improvements that require 
approvals from the Region and other partners, including adjacent municipalities, 
and MTO. This plan incorporates the network identified in the 2012 Regional 
Cycling Plan and no changes are anticipated apart from some minor connecting 
links. 

4-6 That the City consider amending By-law 78-91 to restrict cyclists over the age of 
13 from using sidewalks in the City with the exception of cyclists accompanying 
children age 13 or younger. 

5.  Designing Active Transportation Facilities 

The planning and design guidelines outlined in Chapter 5 provide the necessary 
tools to plan and design the on- and off-road components of the City’s active 
transportation network. For the purposes of this study, “on-road” refers to 
facilities located within the travelled portion of road rights-of-way (i.e., between 
the curbs), such as bicycle lanes, separated bicycle lanes and raised cycle 
tracks.  In-boulevard facilities and off-road trails are considered “off-road” 
facilities. 

Off-road routes typically run through parks, valley lands and other natural open 
space areas, within hydro or pipeline corridors, within the boulevard portion of 
road rights-of-way, along former rail corridors, and through mid-block pathways 
that run between properties and link streets that are not directly connected by 
roadways. Off-road routes serve both utilitarian and recreational users.  

The City’s Off-Road Facility Standards highlight three different classes (Trail 
Class I, II and III) of off-road multi-use trail, and provides design guidelines and 
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selection criteria for these facilities. The decision regarding which type of facility 
to build is typically subject to site-specific contextual conditions, such as the 
anticipated level of usage, whether or not it is located on-road or off-road, and 
proximity to major destinations.    

Standards for on-road facilities have been developed to meet the needs of a 
range of users in a variety of contexts and are consistent with Ontario Traffic 
Manual (OTM) Book 18: Cycling Facilities and Book 15: Pedestrian Crossing 
Facilities. Chapter 5 also outlines the facility selection process that was 
developed for OTM Book 18 and used to guide the development of the City of 
Oshawa active transportation network plan. 

The proposed on-road facility types, along with their classifications, include: 

• Raised Cycle Tracks (Class Ia and 1b); 
• Separated Bicycle Lanes (Class IIa); 
• Conventional Bicycle Lanes (Class IIb); 
• Rural Paved Shoulder (Class IIIa);  
• Urban Paved Shoulder (Class IIIb); and 
• Signed-Only Cycling Routes (Class IV). 

The City’s On-Road Cycling Facility Standards relate to the selection and design 
of appropriate types of pedestrian and cycling facilities for on-road routes, as 
shown in Exhibit D. A facility type is recommended for each proposed route 
based on motor vehicle volumes and operating speeds, along with a variety of 
context-specific criteria.  
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The proposed off-road facility types, along with their classifications, include: 

• Two-Way In-Boulevard Multi-Use Trail (Class Ia); 
• Two-Way In-Boulevard Cycling Facility (Class Ib); 
• One-Way In-Boulevard Cycling Facility (Class Ic); 
• Standard Multi-Use Recreational Pathway (Class II); and 
• Off-Road Rural Nature Trail (Class III). 
The City’s Off-Road Facility Standards relate to the selection and design of 
appropriate types of pedestrian and cycling facilities for off-road routes, as shown 
in Exhibit C. 

Proposed facilities for all on- and off-road routes are shown in Exhibits E1 and 
E2. Ultimately, the selection of an appropriate design treatment will be based on 
good planning and engineering judgment that considers and weighs all relevant 
criteria as identified in the ATMP. 

At controlled crossings of arterial roads where grade separation is not feasible, a 
‘crossride’ concept introduced in OTM Books 15 and 18 may be applied.  

Crossrides: 

• are multi-use facilities for pedestrians and cyclists; 
• allow cyclists to legally cross without dismounting; 
• are provided in place of a crosswalk; 
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• feature pavement markings and signage that alert motor ists to look out for 
cyclists and pedestrians;  

• can be installed at intersections or mid-block crossings; and 
• are available in ‘separate’, ‘combined’ or ‘mixed’ formats. 

Chapter 5 also discusses design considerations for sidewalks, trailhead parking, 
crossing facilities and structures, signage, washrooms, waste receptacles, 
seating and lighting. 

Recommendations: 

5-1 That the design and implementation of the constituent components of 
Oshawa’s active transportation network be consistent with the design 
standards, guidelines, and selection criteria for active transportation 
facilities provided in Chapter 5, the Off-Road Facility Standards identified 
in Exhibit C, the On-Road Cycling Facility Standards identified in Exhibit 
D, and the Ontario Traffic Manual series. 

5-2 That proposed sidewalks shown in Exhibits B1 and B2 should have a 
minimum recommended sidewalk width of 1.5 metres, and 2.0 metres in 
higher demand areas.   

5-3 That the Accessible Built Environment Standard if this is higher) be 
applied to the design of all pedestrian facilities and infrastructure 
components comprising the City’s active transportation network.  
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5-4 That the active transportation facilities proposed for routes along road 
rights-of-way in urban areas include sidewalks and/or an in-boulevard 
multi-use trail to accommodate pedestrians and other users. 

 

6.  Implementing the Active Transportation Network 

A practical, phased implemention strategy is outlined in Chapter 6. To facilitate 
the incorporation of active transportation improvements into projects identified in 
the capital work program and recommended by the City’s Integrated 
Transportation Master Plan (ITMP), the phasing has been broken down into: 

• Phase 1 = Short term (2015-2023); and 

• Phase 2 = Medium- to long-term (2024-2031) 

Exhibits F1 and F2  depict existing routes and the planned phasing of proposed 
facilities for implementation as part of Oshawa’s active transportation network. 
Table EX-1 provides a breakdown of the total length of existing and proposed 
network connections by phase:  
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Table EX-1: Proposed Length of Oshawa Active Transportation Network by Phase and Facility Type 

 

 

 City Region City and 
Region 

Proposed Facility 
Type Existing 

Phase 1 
(2015-
2023) 

Phase 2 
(2024-
2031) 

Existing 
and  

Proposed 
Existing Proposed Existing and 

Proposed 

Signed Only Bicycle 
Route 3.6 20.9 5.1 29.6 0.0 0.2 29.8 

Signed Only Bicycle 
Route with Sharrows 0.0 1.9 0.3 2.3 0.0 0.0 2.3 

Bicycle Lane 3.5 14.2 16.5 34.2 0.0 7.4 41.6 
Separated Bicycle 
Lane 0.0 0.0 9.6 9.6 0.0 0.7 10.3 

Raised Cycle Track 0.0 0.0 0.0 0.0 0.0 0.3 0.3 
Urban Paved 
Shoulder 23.5 14.1 11.9 49.5 0.0 0.0 49.5 

Rural Paved Shoulder 0.0 0.9 14.4 15.3 3.2 1.1 19.6 
In-Boulevard Multi-
Use Trail 1.8 6.5 6.0 14.2 3.9 33.6 51.7 

Off-Road Multi-Use 
Trail 29.7 42.0 33.3 105.0 0.0 0.0 105.0 

Total 62.0 100.5 97.1 259.6 7.09 43.3 310 
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Where pedestrian facilities are to be retrofitted, it is important that those sections 
which provide the greatest possible public benefit be targeted as a priority for 
implementation. The City should also be responsive to public requests for 
sidewalk implementation as budgets permit, and prioritize construction 
accordingly.  

For greenfield locations, new sidewalks should be provided in accordance with 
current standards as development occurs, when new roads are opened to the 
travelling public and when existing roads are improved.   

All proposed sidewalks, be they retrofits or new construction, should be 
consistent with the Built Environment Standards required by the Accessibility for 
Ontarians with Disabilities Act (AODA). In addition, the City should assess 
existing pedestrian infrastructure for AODA compliance and plan to upgrade 
deficiencies where appropriate.  Sidewalk upgrades should be prioritized based 
on where AODA compliant sidewalks are most needed, along with consideration 
of scheduled right-of-way construction. Prioritized segments should include those 
in proximity to commercial centres, major institutions, transit hubs or retirement / 
long-term care residences. 

The cost to implement the City’s portion of the ATMP network is estimated to be 
approximately $27 million, not including the City’s cost-sharing obligations to fund 
a portion of the approximately $9 million needed to implement network 
components of the Regional Cycling Plan on certain Regional roads in the City.  
Over the 17 year implementation horizon of the ATMP, this equates to 
approximately $1.6 million per year for the City.  Since many of the ATMP 
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facilities can be implemented and funded through roadway reconstruction 
projects, the annual budget designated specifically for implementation of the 
City’s portion of the ATMP is expected to be less than $1.6 million.  This budget 
may also be partially funded through gas tax revenue.  The implementation of 
Oshawa’s Integrated Transportation Master Plan (ITMP), in contrast, will require 
on the order of $300 million of capital funding over the same period.  

Table EX-2 provides the order of magnitude capital cost estimates by phase: 

Table EX-2: Estimated Capital Cost of Oshawa Active Transportation 
Network by Phase 

Proposed Facility Type Phase 1 
(2015-2023) 

Phase 2 
(2024-2031) Totals 

Signed Only Bicycle Route $31,350 $7,650 $39,000 
Signed Only Bicycle Route 
with Sharrows 

$6,650 $1,120 $7,770 

Bicycle Lane $106,500 $123,750 $230,250 
Separated Bicycle Lane $0 $3,360,000 $3,360,000 
Raised Cycle Track $0 $0 $0 
Urban Paved Shoulder $56,400 $47,600 $104,000 
Rural Paved Shoulder $50,050 $792,000 $842,050 
In-Boulevard Multi-Use 
Trail (Along a City Road) 

$1,787,500 $1,650,000 $3,437,500 

Off-Road Multi-Use Trail $10,500,000 $8,325,000 $18,825,000 
Total City Cost: $12,538,450 $14,307,120 $26,845,570 
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Note:  Cost estimates have been rounded to the nearest thousand. 

After the entire Phase 1 network has been implemented, annual maintenance 
costs for proposed facilities in the City’s right of way and off-road trails are 
estimated to be approximately $450,000.  The total maintenance costs for the 
first 5 years of implementation combined are estimated to be approximately 
$505,000; over the full 9 years of Phase 1, total maintenance costs are estimated 
to be approximately $1.8 million. 

Once Phase 2 has been fully implemented, annual maintenance costs for 
proposed facilities in the City’s right of way and off-road trails will increase to 
approximately $995,000.  The total cost of maintaining this system during the 
entire implementation process (Phases 1 and 2 combined) is estimated to be 
approximately $7.3 million. 

Actual maintenance costs may be lower than these estimates, since newer 
facilities may require less maintenance than facilities in other lifecycle stages.  
The estimates are also based on year-round maintenance of facilities, which the 
City may or may not choose to provide for all facilities in the network. 

While the ATMP is an ambitious and potentially transformative plan for the City of 
Oshawa, and will require a financial commitment from the City, it is important to 
consider the cost implications on a per capita basis.  Based on projections used 
in the ITMP, the City of Oshawa is expected to have a population of 
approximately 197,000 residents by 2031.  If fully implemented, the ATMP would 

In-Boulevard Multi-Use Trail 
(Along a Regional Road) 

See Regional 
Cycling Plan 

See Regional 
Cycling Plan 

$9,240,000 
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be associated with annual capital investment cost of $8.01 per capita and an 
annual maintenance cost of $5.05 per capita. 

A second component of the cost analysis for the proposed ATMP involves 
estimated costs to retrofit missing sidewalk segments within built-up areas of the 
City.  Based on the number of gaps in the existing sidewalk system, retrofitting all 
gaps should be a long term goal that the City works toward incrementally.  Both 
capital and maintenance costs will be associated with this goal.  Sidewalk 
retrofits should be planned in conjunction with scheduled roadway and utility 
work to achieve cost efficiencies.  Moreover, consultation with local stakeholders 
adjacent to candidate retrofit segments should be a consideration in 
implementing sidewalk retrofits. 

It is suggested that an annual capital budget of $1 million would allow the City to 
extend the sidewalk network on an on-going basis, and address current network 
gaps over a 30-year horizon.  This time horizon will also enable the City to 
coordinate many retrofits with other roadway and utility projects, as 
recommended above.  The total capital costs are estimated to be on the order of 
$29,687,000 if all of the sidewalk gaps currently identified in the City’s database 
were to be retrofitted. 

In addition, the City should allow for an increase of approximately $6,000 per 
added kilometre of sidewalk to its maintenance and operations budget for year-
round sidewalk maintenance.  Over a 30-year horizon, the total maintenance cost 
is estimated to be approximately $14.2 million based on year-round maintenance 
(includes snow clearing).  Exhibit I, City of Oshawa Sidewalk Retrofits - 
Implementation and Maintenance Cost Estimates, provides detailed cost 
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estimates by phase for sidewalks along roads identified as active transportation 
routes and for sidewalks along roads not defined as active transportation routes.   

Recommendations: 

6-1 That Council endorse the ATMP in principle, and authorize City staff to 
work towards the implementation of its recommendations.  

6-2 That appropriate references to the ATMP be included in an update or 
amendment to the City of Oshawa Official Plan.  Consideration shall be 
given to: 

• An Appendix showing the recommended Oshawa Active Transportation 
Network; and 

• Including references to the ATMP under appropriate sections in the 
Official Plan. 

6-3 That references to and policies in support of the ATMP be included in 
other appropriate current and future long range City planning and 
guideline documents, including those that deal with land use, 
environmental and transportation planning. 

6-4 That the Oshawa Active Transportation Network be guided by the 
recommended phasing set out in the ATMP.  

6-5 That between scheduled periodic reviews of the ATMP, changes to the 
timing of implementation of individual network routes and infrastructure 
components may be considered and instituted in response to new 
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development projects, the timing of municipal infrastructure improvement 
projects, changing construction opportunities, specific route-related 
demand or fluctuations in the availability of funding. 

6-6 That City staff give consideration to implementing priority projects to 
improve access to key destinations (e.g. community centres, schools, 
grocery stores) in areas that are under-served by active transportation / 
recreation. 

6-7  That the proposed sidewalk connections identified in the Pedestrian 
Network (see Exhibits B1 and B2) be approved for phased retrofitting in 
general accordance with the implementation approach outlined in the 
ATMP. 

6-8 That the City should develop a sidewalk retrofit prioritization plan to 
identify those sidewalk segments where an AODA compliance retrofit 
would achieve the greatest benefit and develop an implementation 
timeline. 

6-9 That an interdepartmental Active Transportation Implementation Co-
ordinating Committee be established to provide a forum to ensure that  
opportunities for active transportation are not being missed, that projects 
are appropriately coordinated with new development and road 
improvements, and that the ATMP is carried out. 

6-10 That the City establish and support an Active Transportation Advisory 
Committee, with a Council approved mandate and Terms of Reference. 
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6-11 That an internal reporting structure be formulated with clearly defined roles 
for each City staff member, that external agencies and interest groups be 
engaged and that champions be identified to lead the promotion and 
outreach campaigns. 

6-12 That proponents of subdivision or site plan applications shall continue the 
existing practice to be responsible for the preparation of a detailed plan for 
all on- and off-road active transportation facilities within their projects and 
along adjacent roads, where such facilities are identified in the ATMP or 
are proposed by the proponent. 

6-13 That proponents of subdivision or site plan applications shall continue the 
existing practice to, at a minimum, be responsible for clearing land 
approved for active transportation facilities of all vegetation and debris, 
grading the route platform and, where a route segment is off-road 
(excluding in-boulevard facilities), applying a granular surface material or, 
where a route segment is on-road or within a road boulevard, applying an 
appropriate hard-finished surface such as asphalt or concrete. 

6-14 That through the application review process the City shall ensure that 
developments are designed to be walkable and bicycle-friendly as a 
primary design focus, through attention to such factors as site 
organization, building placement and orientation, bicycle parking, shower 
and changing rooms, internal and external pedestrian and cycling routes 
and connections, weather protection, and amenities. 

 
6-15 That the Active Transportation Implementation Co-ordinating Committee 

annually review all active transportation projects planned within the 
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forecast during the capital budget process, and also identify opportunities 
for synergies with the ATMP program when roads or other infrastructure 
projects are being implemented. 

6-16 That the GIS database be updated regularly and an annual report 
covering recent achievements and short-term plans be submitted to 
Council. 

6-17 That Council commit to providing capital and operational funding for the 
implementation of the ATMP on an annual basis. 

6-18 That where planned capital projects involving road improvements coincide 
with recommended components of the active transportation network, the 
implementation of appropriate structural elements of the active 
transportation network be integrated as part of undertaking the planned 
capital project, to assist in reducing estimated implementation costs.   

6-19 That Council endorse the establishment of a new Active Transportation 
Network Development Reserve fund to hold the City’s contribution as well 
as all grants and donations for active transportation development, 
including sidewalk retrofitting. 

6-20 That during the next update, the City’s Development Charges By-law be 
reviewed with consideration given to implementing contributions to support 
the development of on-road active transportation facilities and augmenting 
revenue streams for the development of off-road facilities. 

6-21 That Council delegate authority to the Active Transportation 
Implementation Co-ordinating Committee to approve expenditures from 
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the Active Transportation Network Development Reserve fund, subject to 
an annual report to Council on the progress of the development plan and 
financial position of the Reserve. 

6-22 That the City explore a cost-sharing strategy with agencies, such as Hydro 
One, to implement route segments that are not under municipal 
ownership; 

6-23 That the Region be requested to apply the cost-sharing protocol identified 
in the approved Regional Cycling Plan to new routes and extensions along 
Regional roads in Oshawa that form part of Oshawa’s proposed active 
transportation network. 

6-24 That the City enter into discussion with the Region to develop a cost-
sharing partnership to share the capital costs for cycling routes that are 
located on City roads and identified in the Regional Cycling Plan. 

7.  Supporting Active Transportation  

Recognizing that infrastructure alone will not create and support a successful 
active transportation network, the ATMP recommends a strategic support 
framework including: 

• Monitoring and maintaining pedestrian and cycling facilities once they have 
been constructed; 

• Developing and implementing programs aimed at encouraging and promoting 
active transportation; and 
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• Educating users about the proper use of pedestrian and cycling facilities 
through public service campaigns, signage, network maps and 
pedestrian/cyclist/motorist etiquette brochures. 

Effective maintenance is key to the success and safety of Oshawa’s active 
transportation network and should begin as soon as any given route is completed 
and open for public use. Maintenance activities typically include sweeping, 
ensuring adequate drainage, pavement stabilization and surface repairs, 
landscape and lighting maintenance, sign replacement, mowing/pruning, litter 
and snow removal, replacement of worn pavement markings and the 
maintenance of bicycle parking facilities.  

A good maintenance program: 

• is documented; 
• acts as an effective advertisement to promote active transportation as a 

utilitarian/recreational travel mode; 
• can be an effective deterrent to vandalism, litter, and encroachments; 
• can make enforcement of regulations on routes more efficient;  
• is necessary to preserve positive public relations with adjacent land owners; 
• improves the comfort of users by giving them a smooth riding surface; and 
• helps to improve the safety and attractiveness of routes and reduce municipal 

liability. 

Priorities for on-road facility maintenance should be consistent with the Municipal 
Act and the Province’s Minimum Maintenance Standards for municipal roads.   
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Appropriate management of an active transportation network requires monitoring 
its usage to understand how well network users are being served by the system.  
Collection of data in this regard will assist in evaluating the effectiveness of the 
network and the success of efforts to achieve the stated vision and goals of the 
ATMP.  In particular, the data will: 

• confirm the overall direction and implementation of the ATMP; 
• provide up-to-date statistics on the number and type of trail users; 
• validate the route selection process; and 
• identify the supply and demand for support facilities. 

Origin/destination, screenline and intersection counts should be collected during 
the highest trail use season every five years in tandem with the recommended 
ATMP review cycle. 

A successful active transportation network is one that is actively and properly 
used.  People of all ages and abilities should be encouraged and educated to 
use the network for both recreational and utilitarian purposes. This includes 
improving user skills and raising awareness of the benefits of active 
transportation. Educating and communicating with members of the public will be 
integral to the success of the plan and the increased use of facilities.  

As part of the #CycleON Strategy for the Province of Ontario, the Ministry of 
Transportation has identified four key communication cornerstones that lay the 
foundation for future promotion and outreach. These consist of education, 
encouragement, evaluation and enforcement.  With respect to the Oshawa 
ATMP, the City is encouraged to focus on two of the four cornerstones – 
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encouragement and education – as well as other community-based initiatives. 
Some suggested initiatives related to these cornerstones are provided below.  

Encouraging active transportation involves: 

• responding to unique groups such as young people and seniors; 
• mitigating barriers to participation, particularly safety; 
• communicating success stories; and 
• providing incentives to active transportation, such as vouchers. 
 
Users can be educated through: 
• the use of trail maps; 
• educational information in schools; 
• information based on socio-demographics for people of a range of ages, 

abilities and backgrounds; and 
• annual status updates on progress regarding the planning and 

implementation of cycling facilities. 
 

Recommendations: 

7-1 That the City review its current maintenance standards alongside Chapter 
8 of Ontario Traffic Manual Book 18 and, where necessary, develop new 
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standards to ensure an appropriate level of maintenance for on- and off-
road active transportation routes.   

7-2 That the City maintain the active transportation network on an on-going 
basis in keeping with minimum provincial maintenance standards and the 
City’s current trail maintenance guidelines. 

7-3 That the City adapt and expand its existing trail data collection program to 
include user surveys through Parks and Environmental Services and 
numerical counts pertaining to origins/destinations, intersections and 
screenlines through Works and Transportation Services. 

7-4 That the City encourage the use of active transportation facilities through 
Community Services initiatives such as: 

• maintaining the existing programs that provide route mapping 
information to the public both in print and on the City’s website; 

• initiating a sponsorship program, such as ‘Adopt-a-Route’, 
accompanied with a recognition programme; 

• initiating recreational programmes on various routes, such as fitness, 
bird watching, nature walks and eco-tourism; and 

• supporting special events, such as Bike-to-Work Week and a 
community walking and cycling day. 

7-5 That the City encourage citizen reporting of problems through Service 
Oshawa to identify facility maintenance needs or other issues; 
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7-6 That the City consider developing additional information pamphlets and 
brochures to educate network users on established etiquette and to inform 
motorists on the subject of cycling in order to foster a broad awareness of 
on-road active transportation facilities and respect for cyclists. 

7-7 That the City consider adopting a program such as Car Free Sundays to 
promote and encourage active transportation. Car Free Sundays would 
include closing a section of a road in downtown Oshawa to motor vehicles 
but accessible to pedestrians and cyclists. 
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Exhibit C: Off-Road Facility Standards

Off-Road 
Facility Class

Facility 
Designations Typical Example Description Preferred Design 

Specifications
Minimum Design 

Specifications

Ia
Two-Way
In-Boulevard 
Multi-Use Trail

- high volume of AT traffic
- pedestrians, cyclists, other 
AT users accommodated in bi-
directional pathway
- used for recreational and 
utilitarian purposes
- AODA compliant 

- signage
- paved surface
- bicycle and pedestrian stencils 
with directional arrow
- directional dividing line
- 4.0 m width plus cleared area

- signage
- paved surface
- 3.0 m width plus cleared area

Ib
Two-Way
In-Boulevard 
Cycling Facility

- high volume of AT traffic
- cyclists accommodated by bi-
directional pathway
- pedestrians accommodated 
by distinct sidewalk
- used for recreational and 
utilitarian purposes
- AODA compliant 

- signage
- paved surface
- bicycle stencils with directional 
arrow
- directional dividing line
- 4.0 m width plus cleared area

- signage
- paved surface (asphalt cycling 
facility, concrete sidewalk)
- 3.0 m width plus cleared area

Ic
One-Way
In-Boulevard 
Cycling Facility

- high volume of AT traffic
- cyclists accommodated by 
uni-directional pathway
- pedestrians accommodated 
by distinct sidewalk
- used for recreational and 
utilitarian purposes
- AODA compliant 

- signage
- paved surface (asphalt cycling 
facility, concrete sidewalk)
- bicycle stencil and directional 
arrow
- 2.0 m width plus cleared area

- signage
- paved surface (asphalt cycling 
facility, concrete sidewalk)
- bicycle stencil and directional 
arrow
- 1.8 m width plus cleared area

Off-Road Rural 
Nature Trail

Standard 
Multi-Use 
Recreational 
Pathway

II

III

- signage
- compacted granular surface 
(e.g. stonedust)
- 2.4 m width

- natural surface
- 2.0 m width

- moderate volume of AT 
traffic
- pedestrians, cyclists, other 
AT users accommodated in bi-
directional pathway
- used for recreational and 
utilitarian purposes
- AODA compliant where 
practicable

- signage
- paved surface
- directional dividing line
- 3.0 m width plus cleared area

- low volume of AT users
- typically in rural areas
-primarily used for 
recreational purposes                                      
- may be AODA compliant 
where practicable

- signage
- compacted granular surface 
(e.g. stonedust)
- 3.0 m width
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Exhibit D: On-Road Cycling Facility Standards (see section 5.2 and Ontario Traffic Manual Book 18 for more details on facility selection and design)

Signed Only 
Route

Signed only with no cycling-specific 
pavement markings, On-street 
parking is allowed.

Signed Only 
Route (with 
optional 
sharrows) 

"Sharrow" marking on pavement, 
parking allowed

IIIb Urban Paved 
Shoulder

A portion of a roadway with an urban cross-section (with curbs) 
which is contiguous with the travelled way and provides cyclists with 
an area for riding that is adjacent to but separate from the motor 
vehicular travel portion of the roadway.

Signs and edgelines, On-street 
parking is allowed.

 1.5 to 2.0
(each direction)

IIIa Rural Paved 
Shoulder

A portion of a roadway with a rural cross-section (without curbs) 
which is contiguous with the travelled way and provides cyclists with 
an area for riding that is adjacent to but separate from the motor 
vehicular travel portion of the roadway.

Signs and edgelines, On-street 
parking is allowed.

 1.2 to 2.0
(each direction)

IIb Bicycle Lane
This is a portion of a roadway which has been designated by 
pavement markings and signage for the preferential or exclusive 
use of cyclists. 

Signs and edgelines, bicycle stencil 
and diamond. By-law required to 
prohibit parking.

Major Collectors or 
Type C Arterials

1.5 - 2.0 
with buffer (0.5 -1.0) to 

on-street parking 
where applicable

IIa Separated 
Bicycle Lane

Physical separation between cyclists and motor vehicles. Types of 
separation may include hatched pavement markings, planters, flex 
bollards, raised medians and on-street parking.

Signs and physical separation, 
bicycle stencil and diamond. By-law 
required to prohibit parking.

Collector Roads or 
Type B and C 
Arterials

1.5 - 2.0 
with variable buffer 

depending on type of 
separation

Ib
One-Way
Raised Cycle 
Track

Adjacent to but vertically separated from motor vehicle travel lanes. 
For exclusive use by cyclists and distinct from the sidewalk. 
Typically separated by a curb, which may be mountable.

Signs and Solid Barrier Edgelines, 
Bicycle Stencil, and By-law, No 
parking

Type B and C 
Arterials

One-way:
1.5 - 2.0

Ia
Two-Way    
Raised Cycle 
Track

Adjacent to but vertically separated from motor vehicle travel lanes. 
For exclusive use by cyclists and distinct from the sidewalk. 
Typically separated by a barrier curb.

Signs and Solid Barrier Edgelines, 
Bicycle Stencil, and By-law, No 
parking

Type B and C 
Arterials

Two-way:
3.0 - 4.0

IV Local Roads or Minor 
Collectors

Narrow: 6.0 - 8.0              
Wide: 8.0 - 9.0
(curb to curb)

Shared roadway on which cyclists are permitted unless specifically 
prohibited. "Shared arrow" stencils may be applied sparingly as an 
optional treatment. Sharrows may be placed in the centre of a 
narrow travel lane or offset from the curb (by 1.0m) or parking lane 
(by 1.3m) where the travel lane is wide enough for side-by-side 
travel. They are intended to alert motorists of the expectation to 
share the lane with cyclists, and to guide cyclists as to where they 
should ride within the shared lane.
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Exhibit G - Unit Costs of Active Transportation Facilities & Sidewalks

Type of Trails Estimated Installation Cost 
(per km)¹

Estimated Average 
Maintenance Cost (per 

year per km)

Signed Only Bicycle Route $1,500 $300

Signed Only Bicycle Route 
with Sharrows $3,500 $700

Bicycle Lane
(No construction) $7,500 $1,500

Separated Bicycle Lane
(Construction / Road 
Widening)

$350,000 $2,500

Raised Cycle Track
(Uni-directional) $1,000,000 $8,000

Urban Paved Shoulder $4,000 $800

Rural Paved Shoulder $55,000 $11,000

In-Boulevard Multi-Use Trail $275,000 $8,000

Off-Road Multi-use Trail $250,000 $7,000

Sidewalk $100,000 $6,000

Notes

2. Annual maintenance will be required on off and on-road routes to ensure that network elements are sustained and properly maintained throughout their lifespan.

Comments / Assumptions

On-Road Facility

Price for both sides of the road, assumes one sign a minimum of every 330m / direction of travel (e.g. 6 signs / km). Signs are 
replaced approximately every five years.

Price for both sides of the road, includes route signs every 330m ($1,500/km both sides), and sharrow stencil every 75m as per 
Ministry Guidelines (Painted $75 each x 26/km = $1,950 in table). If thermoplastic type product is used assume $250 / each x 26 = 
$6,500 source Flint Trading Inc. Signs are replaced approximately every five years.

Price for both sides of the road, includes signs, stencils and edge line.  Price is for conventional paint, (assumes painted lane line at 
$1 / m + $75 / symbol x 26 + $2000 for signs)increase budget to $20,000 /km for Thermoplastic) e g. lane line in thermo is $5.50/m 
compared to $1 00/m for paint. Signs are replaced approximately every five years.

Price can vary from $4,000 to $15,000. Price of $4,000 includes edgeline painting on both sides of two-lane roadway. Assumes 
painted line at $1/m ($1,000/km) plus $2,000 for signs. Price may increase depending on cross-section of roadway (e g. multi-lane 
roadway) and potential repainting / restriping of roadway. 

1. Unit Prices are for functional design purposes but do not include contingency, design and approval costs as proposed facility types and location may vary. Unit prices may vary on a case-by-case basis if proposed routes are 
identified on roads included in the City's future scheduled roadway improvements projects.

Price for both sides of the road, 1.5m paved shoulder, assumes cycling project pays for additional granular base, asphalt and edge 
line (assume $110,000 per kilometre if additional widening of granular base required). Signs are replaced approximately every five 
years.

Off-Road Facility

3.0m wide hard surface pathway (asphalt) within park setting (normal conditions) 90mm asphalt depth. Approximate maintenance 
cost is $7.00 per metre.

Price can vary from $300,000 to $350,000. Price for both sides of the road, assumes 1.5m bike lanes + 0 5m - 1.0m buffer zone 
with hatched pavement markings on both sides of the roadway. Includes catch basin leads, asphalt, signs, pavement markings sub-
base only. Road project funds all other components. Signs are replaced approximately every five years.

Both sides of the roadway. Includes construction but excludes design and signal modifications.  Form of cycle track and materials 
as well as related components such as bike signals, upgrade/modification of signal controllers, utility/lighting pole relocations, bike 
boxes etc. are project specific and will impact unit price. Approximate maintenance cost is $8 00 per metre.

Approximate maintenance cost is $6.00 per year per metre for equivalent 1.5 to 2.0 metre sidewalk facility.

3.0m wide hard surface pathway (asphalt) within road right of way (no utility relocations). Approximate maintenance cost is $8 00 
per metre.
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Exhibit H - City of Oshawa Active Transportation & Pedestrian Network Implementation and Maintenance Cost Estimates

Distance (km) Cost Distance (km) Cost Distance (km) Cost
Signed Only Bicycle Route 20 9 $31,350 5.1 $7,650 26.0 $39,000

Signed Only Bicycle Route with 
Sharrows 1.9 $6,650 0 3 $1,120 2.2 $7,770

Bicycle Lane 14 2 $106,500 16.5 $123,750 30.7 $230,250
Separated Bicycle Lane 0.0 $0 9 6 $3,360,000 9.6 $3,360,000
Raised Cycle Track 0.0 $0 0 0 $0 0.0 $0
Urban Paved Shoulder 14.1 $56,400 11.9 $47,600 26.0 $104,000
Rural Paved Shoulder 0.9 $50,050 14.4 $792,000 15.3 $842,050
In-Boulevard Multi-Use Trail
(Along a Municipal Road) 6.5 $1,787,500 6 0 $1,650,000 12.5 $3,437,500

In-Boulevard Multi-Use Trail
(Along a Regional Road)¹ N/A N/A N/A N/A 33.6 $9,240,000

Off-Road Multi-Use Trail 42 0 $10,500,000 33.3 $8,325,000.00 75.3 $18,825,000

Distance (km) Cost Distance (km) Cost Distance (km) Cost
Cycling Routes on City Roads 52 0 $250,950 57.8 $4,332,120 109.83 $4,583,070
Off-Road & In-Boulevard Routes on City ROW 48 5 $12,287,500 39.3 $9,975,000 87.80 $22,262,500
Total AT Network (City Capital Cost) 100.5 $12,538,450 97.1 $14,307,120 197.6 $26,845,570
In-Boulevard Facilities on Regional ROW N/A N/A N/A N/A 33.6 $9,240,000

Type of Facility Type of Treatment
Cycling Routes on City Roads
Off-Road & In-Boulevard Routes on City ROW
Total AT Network (City Maintenance Cost)
In-Boulevard Facilities on Regional ROW

Type of Facility Type of Treatment 2015-2019 Phase 1 (2015-
2023)

Cycling Routes on City Roads $113,544 $408,760
Off-Road & In-Boulevard Routes on City ROW $384,444 $1 384 000
Total AT Network (City Maintenance Cost) $497,989 $1,792,760
In-Boulevard Facilities on Regional ROW $158,118 $569,224

$14,331,210

*note that the aggregate maintenance costs for Phase 2 include the cost of maintaining facilities constructed in Phase 1 during the Phase 2 time frame (2024-2031).

N/A: Not Applicable
Notes

On-Road

$281,100 $627,100
$368,614

$1,581,176
$5,501,854
$3 751 850
$1,750,004 $2,158,764

$7,294,614
$5 135 850

$2,150,400

$266,424

Aggregate Cost Over Phase Period (Cycling and Trails)
Phase 2 (2024-2031) Total

Annual Maintenance Cost Upon Completion of Phase (Cycling and Trails)

1. The distance and estimated capital cost of proposed on-road routes along Regional roads has not been included in the Oshawa Active Transportation Master Plan (Draft June 2015). Refer to the 
Regional Cycling Plan for additional details for proposed on-road routes on Regional Roads. 
2. Total maintenance cost may vary depending on the age and location of a proposed facility type. It is assumed that trail and cycling facilities will typically have lower maintenance costs in the first 3-5 
years of their lifespan and could require minimal maintenance / service (e.g. annual pavement marking renewal). Mature trail and cycling facilities may require a higher level of maintenance including 
resurfacing, repairs, signage replacement, etc.

$34,140,184$19,808,974

Capital Cost Summary (Cycling and Trails)

Type of Facility Type of Treatment Phase 1 (2015-2023) Phase 2 (2024-2031) Total

Total Capital Cost and Aggregate 
Maintenance Cost

$346,000
$102,190

Type of Facility Type of Treatment Phase 1 (2015-2023)
Capital Cost by Facility Type (Cycling and Trails)

Off-Road

$268,800$142,306
$448,190

Phase 1 (2015-2023) Phase 2 (2024-2031) Total

$126,494
$547,524 $995,714

Phase 2 (2024-2031) Total
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Exhibit I: City of Oshawa Sidewalk Retrofits – Implementation and Maintenance Cost Estimates

Distance (km) 91.7
Capital cost $9,167,000
Aggregate maintenance cost (2015-2031) $4,400,160
Total Estimated Capital Cost and Maintenance Cost $13,567,160
Distance (km) 205.2
Capital cost $20,520,000
Aggregate maintenance cost (2015-2031) $9,849,600
Total Estimated Capital Cost and Maintenance Cost $30,369,600
Distance (km) 296.9
Capital cost $29,687,000
Aggregate maintenance cost (2015-2031) $14,249,760
Total Estimated Capital Cost and Maintenance Cost $43,936,760

Proposed sidewalks along AT routes (as per plan)

Sidewalks along other existing City roads (e.g. on all roads 
not identified in the proposed AT network)

Total for all sidewalks

Implementation and Maintenance Cost Summary (Sidewalks)

N/A: Not Applicable
Notes
1. Improvements to the existing sidewalk infrastructure are based on the current GIS database provided by the City of Oshawa. The GIS database includes data 
for roads that currently have an existing sidewalk on one side and a proposed sidewalk on the adjacent side. The total estimated distance and cost for sidewalks 
only includes proposed sidewalks on existing roads. The cost of a proposed sidewalk along new (proposed) roads should be included in the cost of future 
planned developments and future scheduled roadway improvements projects identified in the City's approved capital budget / forecast.
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Item: DS-15-128 
Attachment 3 

Prioritized Recommendations of the Integrated Transportation Master Plan (I.T.M.P.) and Active Transportation Master 
Plan (A.T.M.P.) Study Reports 

 

Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

1.  Immediate for policy update 
Medium for zoning review I.T.M.P. Section 5.2.1 

Based on Metrolinx’s Mobility Hub Guidelines, review and update, as 
appropriate, City land use planning and zoning to maximize 
intensification of land uses and transit-oriented development around 
mobility hubs. 

2.  Immediate I.T.M.P. Section 5.2.1 
Construct active transportation facilities nominated in the Active 
Transportation Master Plan that will help facilitate access to and 
around mobility hub locations. 

3.  Immediate I.T.M.P. Section 5.2.1 Encourage GO Transit and Durham Region Transit to integrate 
transit plans and train and bus schedules in mobility hub locations. 

4.  Immediate I.T.M.P. Section 5.2.3 Implement active transportation recommendations as documented in 
the Active Transportation Master Plan 

5.  Immediate I.T.M.P. Section 5.2.4 

Encourage Durham Region Transit and the Durham Region Works 
Department to aggressively improve transit access by identifying 
locations where GO or Durham Region Transit buses experience 
operational delays and by working collaboratively to development 
mitigation plans. Such plans could include bus queue jump lanes 
and traffic signal priority. 

6.  Immediate I.T.M.P. Section 5.2.4 Implement improved active transportation connections to major 
transit hubs. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

7.  Immediate I.T.M.P. Section 5.2.4 Ensure land use planning results in development that is transit-
oriented. 

8.  Immediate I.T.M.P. Section 5.2.4 Actively engage Durham Region Transit and Metrolinx to monitor 
transit ridership and communicate results relative to ridership goals. 

9.  Immediate I.T.M.P. Section 5.2.4 Advocate for the expeditious construction of the extension of the 
Lakeshore East GO train corridor from Oshawa to Bowmanville. 

10.  Immediate I.T.M.P. Section 5.2.5 Hold regular events that encourage people to try more sustainable 
travel behaviours. 

11.  Immediate I.T.M.P. Section 5.2.5 
Lead by example through implementing a range of T.D.M. measures 
at City Hall. Under the City’s Smart Commute initiative, some T.D.M. 
measures are already in place. 

12.  Immediate I.T.M.P. Section 5.2.5 Coordinate with Durham Region and Smart Commute Durham on 
T.D.M. initiatives. 

13.  Immediate I.T.M.P. Section 5.2.6 
Utilize the Ministry of Transportation’s Freight-Supportive Guidelines 
when considering land use planning, reviewing development 
applications and designing City streets. 

14.  Immediate I.T.M.P. Section 5.2.7 

For any locations that are being considered for a potential new traffic 
signal including site access intersections for proposed 
developments, a roundabout should be considered.  For an existing 
signalized and unsignalized intersection with current or projected 
operational problems, a roundabout should be considered. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

15.  Immediate I.T.M.P. Section 5.2.8 Implement the City road projects to the year 2023 and the year 2031 
as outlined in the I.T.M.P. implementation plan. 

16.  Immediate I.T.M.P. Section 5.2.8 
Coordinate road and active transportation improvements so that 
active transportation facilities can be constructed at the same time 
that road work is undertaken. 

17.  Immediate I.T.M.P. Section 5.2.8 Continue to collect development charges revenue and update the 
Development Charges Study every five years. 

18.  Immediate I.T.M.P. Section 5.2.8 
Liaise with Durham Region to ensure that traffic volumes on 
Regional Roads traversing the City of Oshawa also are being 
monitored at regular intervals. 

19.  Immediate A.T.M.P. Section 3.3, 
Recommendation 3-1 

That when preparing amendments to the Oshawa Official Plan the 
City consider consolidating and expanding active transportation 
policies, where appropriate, in Part II Plans and the Samac 
Secondary Plan  and incorporate additional policies having City-wide 
relevance in the Part I Plan. 

20.  Immediate A.T.M.P. Section 3.3, 
Recommendation 3-2 

That the City ensure that policies concerning active transportation 
are sufficiently comprehensive and consistent to provide strong 
guidance for the implementation of walking and cycling as viable 
alternative modes of transportation. 

21.  Immediate A.T.M.P. Section 4.0, 
Recommendation 4-1 

That Council endorse the Existing and Proposed Active 
Transportation Routes maps as the basis for budgeting, financing 
and phasing the implementation of the City’s active transportation 
network. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

22.  Immediate A.T.M.P. Section 4.0, 
Recommendation 4-4 

That the A.T.M.P. be flexible to accommodate route revisions and/or 
changes in facility types, provided that continuity and functionality of 
the route is maintained in the same general location. 

23.  Immediate A.T.M.P. Section 4.0, 
Recommendation 4-5 

That the City proactively initiate discussions on improvements that 
require approvals from the Region and other partners, including 
adjacent municipalities, and M.T.O.  This Plan incorporates the 
network identified in the 2012 Regional Cycling Plan and no 
changes are anticipated apart from some minor connecting links. 

24.  Immediate A.T.M.P. Section 5.0, 
Recommendation 5-2 

That proposed sidewalks shown in Exhibits B1 and B2 should have 
a minimum recommended sidewalk width of 1.5 metres, and 2.0 
metres in higher demand areas. 

25.  Immediate A.T.M.P. Section 5.0, 
Recommendation 5-3 

That the Accessible Built Environment Standard be applied to the 
design of all pedestrian facilities and infrastructure components 
comprising the City’s active transportation network. 

26.  Immediate A.T.M.P. Section 6.1, 
Recommendation 6-1 

That Council endorse the A.T.M.P. in principle, and authorize City 
staff to work towards the implementation of its recommendations. 

27.  Immediate A.T.M.P. Section 6.1, 
Recommendation 6-2 

That appropriate references to the A.T.M.P. be included in an 
update or amendment to the City of Oshawa Official Plan.  
Consideration shall be given to: 
 An Appendix showing the recommended Oshawa Active 

Transportation Network; and 
 Including references to the A.T.M.P. under appropriate sections 

in the Official Plan. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

28.  Immediate A.T.M.P. Section 6.3, 
Recommendation 6-9 

That an interdepartmental Active Transportation Implementation Co-
ordinating Committee be established to provide a forum to ensure 
that  opportunities for active transportation are not being missed, 
that projects are appropriately coordinated with new development 
and road improvements, and that the A.T.M.P. is carried out. 

29.  Immediate 
Refer to staff for a report 

A.T.M.P. Section 6.3, 
Recommendation 6-10 

That the City establish and support an Active Transportation 
Advisory Committee, with a Council approved mandate and Terms 
of Reference. 

30.  Immediate A.T.M.P. Section 6.4.1, 
Recommendation 6-12 

That proponents of subdivision or site plan applications shall 
continue the existing practice to be responsible for the preparation of 
a detailed plan for all on- and off-road active transportation facilities 
within their projects and along adjacent roads, where such facilities 
are identified in the A.T.M.P. or are proposed by the proponent. 

31.  Immediate A.T.M.P. Section 6.4.1, 
Recommendation 6-13 

That proponents of subdivision or site plan applications shall 
continue the existing practice to, at a minimum, be responsible for 
clearing land approved for active transportation facilities of all 
vegetation and debris, grading the route platform and, where a route 
segment is off-road (excluding in-boulevard facilities), applying a 
granular surface material or, where a route segment is on-road or 
within a road boulevard, applying an appropriate hard-finished 
surface such as asphalt or concrete. 

32.  Immediate A.T.M.P. Section 6.4.1, 
Recommendation 6-14 

That through the application review process the City shall ensure 
that developments are designed to be walkable and bicycle-friendly 
as a primary design focus, through attention to such factors as site 
organization, building placement and orientation, bicycle parking, 
shower and changing rooms, internal and external pedestrian and 
cycling routes and connections, weather protection, and amenities. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

33.  Immediate A.T.M.P. Section 6.6, 
Recommendation 6-18 

That where planned capital projects involving road improvements 
coincide with recommended components of the active transportation 
network, the implementation of appropriate structural elements of 
the active transportation network be integrated as part of 
undertaking the planned capital project, to assist in reducing 
estimated implementation costs. 

34.  
Immediate 

Refer to Finance Services 
for consideration 

A.T.M.P. Section 6.6, 
Recommendation 6-19 

That Council endorse the establishment of a new Active 
Transportation Network Development Reserve fund to hold the 
City’s contribution as well as all grants and donations for active 
transportation development, including sidewalk retrofitting. 

35.  Immediate A.T.M.P. Section 6.6, 
Recommendation 6-23 

That the Region be requested to apply the cost-sharing protocol 
identified in the approved Regional Cycling Plan to new routes and 
extensions along Regional roads in Oshawa that form part of 
Oshawa’s proposed active transportation network. 

36.  Immediate A.T.M.P. Section 6.6, 
Recommendation 6-24 

That the City enter into discussion with the Region to develop a cost-
sharing partnership to share the capital costs for cycling routes that 
are located on City roads and identified in the Regional Cycling Plan. 

37.  Immediate A.T.M.P. Section 6.6, 
Recommendation 6-4 

That the Oshawa Active Transportation Network be guided by the 
recommended phasing set out in the A.T.M.P. 

38.  Immediate A.T.M.P. Section 6.6, 
Recommendation 6-6 

That City staff give consideration to implementing priority projects to 
improve access to key destinations (e.g. community centres, 
schools, grocery stores) in areas that are under-served by active 
transportation/recreation. 

39.  Immediate A.T.M.P. Section 7.2, 
Recommendation 7-2 

That the City maintain the active transportation network on an on-
going basis in keeping with minimum provincial maintenance 
standards and the City’s current trail maintenance guidelines. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

40.  Short Term I.T.M.P. Section 5.2.3 Update the City’s Right-of-way Design Guidelines to accommodate 
recommended active transportation facilities. 

41.  Short Term I.T.M.P. Section 5.2.6 Consider establishing a truck route network on City streets to 
supplement the Regional truck route network. 

42.  Short Term I.T.M.P. Section 5.2.7 Adopt the preliminary roundabouts guideline for use in screening 
intersections for potential roundabout implementation. 

43.  Short Term I.T.M.P. Section 5.2.8 
Monitor traffic volumes on City roads at regular intervals (such as bi-
annually) to help determine if further infrastructure and/or 
operational improvements will be needed. 

44.  Short Term A.T.M.P. Section 5.0, 
Recommendation 5-1 

That the design and implementation of the constituent components 
of Oshawa’s active transportation network be consistent with the 
design standards, guidelines, and selection criteria for active 
transportation facilities provided in Chapter 5, the Off-Road Facility 
Standards identified in Exhibit C, the On-Road Cycling Facility 
Standards identified in Exhibit D and the Ontario Traffic Manual 
series. 

45.  Short Term A.T.M.P. Section 5.0, 
Recommendation 5-4 

That the active transportation facilities proposed for routes along 
road rights-of-way in urban areas include sidewalks and/or an in-
boulevard multi-use trail to accommodate pedestrians and other 
users. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

46.  Short/Medium Term A.T.M.P. Section 6.2.1, 
Recommendation 6-5 

That between scheduled periodic reviews of the A.T.M.P., changes 
to the timing of implementation of individual network routes and 
infrastructure components may be considered and instituted in 
response to new development projects, the timing of municipal 
infrastructure improvement projects, changing construction 
opportunities, specific route-related demand or fluctuations in the 
availability of funding. 

47.  Short Term A.T.M.P. Section 6.2.2, 
Recommendation 6-7 

That the proposed sidewalk connections identified in the Pedestrian 
Network (see Exhibits B1 and B2) be approved for phased 
retrofitting in general accordance with the implementation approach 
outlined in the A.T.M.P. 

48.  Short Term A.T.M.P. Section 6.2.2, 
Recommendation 6-8 

That the City should develop a sidewalk retrofit prioritization plan to 
identify those sidewalk segments where an A.O.D.A. compliance 
retrofit would achieve the greatest benefit and develop an 
implementation timeline. 

49.  Short Term A.T.M.P. Section 6.3, 
Recommendation 6-11 

That an internal reporting structure be formulated with clearly 
defined roles for each City staff member, that external agencies and 
interest groups be engaged and that champions be identified to lead 
the promotion and outreach campaigns. 

50.  Short Term A.T.M.P. Section 6.4.1, 
Recommendation 6-15 

That the Active Transportation Implementation Co-ordinating 
Committee annually review all active transportation projects planned 
within five years and beyond during the capital budget process, and 
also identify opportunities for synergies with the A.T.M.P. program 
when roads or other infrastructure projects are being implemented. 

51.  Short Term A.T.M.P. Section 6.4.2, 
Recommendation 6-16 

That the G.I.S. database be updated regularly and an annual report 
covering recent achievements and short-term plans be submitted to 
Council. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

52.  Short Term A.T.M.P. Section 6.6, 
Recommendation 6-17 

That Council commit to providing capital and operational funding for 
the implementation of the A.T.M.P. on an annual basis. 

53.  Short Term 
Refer to staff for a report 

A.T.M.P. Section 6.6, 
Recommendation 6-21 

That Council delegate authority to the Active Transportation 
Implementation Co-ordinating Committee to approve expenditures 
from the Active Transportation Network Development Reserve fund, 
subject to an annual report to Council on the progress of the 
development plan and financial position of the Reserve. 

54.  Short Term A.T.M.P. Section 7.2, 
Recommendation 7-1 

That the City review its current maintenance standards alongside 
Chapter 8 of Ontario Traffic Manual Book 18 and, where necessary, 
develop new standards to ensure an appropriate level of 
maintenance for on- and off-road active transportation routes. 

55.  Short Term A.T.M.P. Section 7.2, 
Recommendation 7-3 

That the City adapt and expand its existing trail data collection 
program to include user surveys through Parks Operations Services 
and numerical counts pertaining to origins/destinations, intersections 
and screenlines through Transportation and Parking Services. 

56.  Short Term A.T.M.P. Section 7.3.3, 
Recommendation 7-5 

That the City encourage citizen reporting of problems through 
Service Oshawa to identify facility maintenance needs or other 
issues. 

57.  Medium Term 
Refer to staff for report I.T.M.P. Section 5.2.1 

In the downtown, review the system of one-way streets with the 
intention of creating two-way streets that provide better connectivity 
for people movement. 

58.  Medium Term 
Refer to staff for a report I.T.M.P. Section 5.2.2 

Conduct a study to analyze the impacts of converting one-way 
streets to two-way streets in the downtown, bearing in mind that, 
generally speaking, two-way streets are, on balance, an 
embodiment of sustainable, multimodal transportation principles. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

59.  Medium Term I.T.M.P. Section 5.2.5 Establish a T.D.M. working group and develop a meaningful vision. 

60.  Medium Term I.T.M.P. Section 5.2.5 Prepare a Transportation Demand Management (T.D.M.) Plan. 

61.  Medium Term I.T.M.P. Section 5.2.5 Identify funding and other resources that can be used to implement 
T.D.M. 

62.  Medium Term A.T.M.P. Section 4.0, 
Recommendation 4-2 

That the City’s Active Transportation Network be reviewed, 
evaluated and updated at least every five years, and involve a public 
consultation component. Consideration should also be given to 
improving, expanding and adding missing links to the network 
through opportunities offered by unopened road allowances, hydro 
rights-of-way, existing or abandoned rail corridors, open space and 
recreation areas, development projects, and future roadway 
improvements. 

63.  Medium Term A.T.M.P. Section 6.1, 
Recommendation 6-3 

That references to and policies in support of the A.T.M.P. be 
included in other appropriate current and future long range City 
planning and guideline documents, including those that deal with 
land use, environmental and transportation planning. 

64.  Medium Term A.T.M.P. Section 6.6, 
Recommendation 6-20 

That during the next update, the City’s Development Charge By-law 
be reviewed with consideration given to implementing contributions 
to support the development of on-road active transportation facilities 
and augmenting revenue streams for off-road trails development. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

65.  Medium Term A.T.M.P. Section 7.3.3, 
Recommendation 7-4 

That the City encourage the use of active transportation facilities 
through Community Services initiatives such as: 
 Maintaining the existing programs that provide route mapping 

information to the public both in print and on the City’s website; 
 initiating a sponsorship program, such as ‘Adopt-a-Route’, 

accompanied with a recognition programme; 
 initiating recreational programmes on various routes, such as 

fitness, bird watching, nature walks and eco-tourism; and 
 Supporting special events, such as Bike-to-Work Week and a 

community walking and cycling day. 

66.  Long Term I.T.M.P. Section 5.2.1 

Explore the development of a mobility hub at the future Highway 
407/Simcoe Street interchange, especially with the development of 
higher order transit such as the 407 Transitway and Simcoe Light 
Rail Transit. 

67.  Long Term I.T.M.P. Section 5.2.5 Implement a Transportation Demand Management Plan. 

68.  Long Term I.T.M.P. Section 5.2.5 Launch a T.D.M. database of initiatives that have worked to promote 
T.D.M. 

69.  Long Term I.T.M.P. Section 5.2.5 
Integrate T.D.M. into land use planning, and require new 
developments to implement T.D.M. measures as a condition of their 
approval. 

70.  Long Term 
Refer to staff for a report I.T.M.P. Section 5.2.6 

Undertake a freight audit to better understand the existing goods 
movement industry and to identify ways the City can support goods 
movement. 
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Priority 
Immediate = less than 1 year  

Short Term = 1 to 2 years 
Medium Term = 3 to 5 years 

Long Term = 6+ years 

Report Section and/or 
Recommendation 

Number 
Recommendation 

71.  Long Term A.T.M.P. Section 4.0, 
Recommendation 4-3 

That a future Harmony Creek Trail connection across Highway 401 
be considered at such time when improvements to the Harmony 
Road interchange at Highway 401 proceed. 

72.  Long Term 
Refer to staff for a report 

A.T.M.P. Section 4.3, 
Recommendation 4-6 

That the City consider amending By-law 78-91 to restrict cyclists 
over the age of 13 from using sidewalks in the City with the 
exception of cyclists accompanying children age 13 or younger. 

73.  Long Term A.T.M.P. Section 6.6, 
Recommendation 6-22 

That the City explore a cost-sharing strategy with agencies, such as 
Hydro One, to implement route segments that are not under 
municipal ownership. 

74.  Long Term A.T.M.P. Section 7.3.3, 
Recommendation 7-6 

That the City consider developing additional information pamphlets 
and brochures to educate network users on established etiquette 
and to inform motorists on the subject of cycling in order to foster a 
broad awareness of on-road active transportation facilities and 
respect for cyclists. 

75.  Long Term A.T.M.P. Section 7.3.3, 
Recommendation 7-7 

That the City consider adopting a program such as Car Free 
Sundays to promote and encourage active transportation. Car Free 
Sundays would include closing a section of a road in downtown 
Oshawa to motor vehicles but accessible to pedestrians and cyclists 
and could be used to stage pop-up craft and farmers market. 
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	Executive Summary
	The City of Oshawa Active Transportation Master Plan (ATMP) is a statement of the City’s ongoing commitment to promote active lifestyle opportunities and choices for residents, visitors and employees in the City.  Walking and cycling for utilitarian and recreational purposes are expected to increase the demand for connected, attractive and convenient pedestrian and cycling facilities as Oshawa continues to grow. In order for the City to deliver on its commitment to encourage and support a high quality of life for all of its residents and support economic development, Oshawa must have a clear long term strategy to shape growth.  A key component of such a strategy includes establishing a multi-modal transportation and active recreation network that meets the needs of residents and employees of all ages.  Together with the Oshawa  Official Plan and the Integrated Transportation Master Plan (ITMP), the ATMP will play a key role in achieving these goals.  
	This Executive Summary provides an overview of the ATMP and its recommendations in an accessible text format. The proposed active transportation network, cost estimates, suggested phasing and all of the master plan recommendations are included in this Executive Summary. A separately bound technical report is available from the City that includes more detailed background information regarding the rationale for the proposed network, implementation strategy, costing assumptions, facility design guidelines and other supporting technical information. 
	Preface to the ATMP
	Building on previous work including the City’s 1999 Cycling Network Study, an initial draft Walking and Cycling Master Plan (WCMP) was prepared by City staff in 2010. However, City staff did not advance the draft WCMP for Council approval at that time for a variety of reasons. These included a desire to integrate trails into the City’s walking and cycling networks and to ensure consistency with a variety of relevant policies/plans in development at the time, including the 2012 update to the Durham Regional Cycling Plan (RCP), the development of new provincial cycling facility design guidelines (Ontario Traffic Manual Book 18: Cycling Facilities) and the development of the Greenbelt Cycling Route.
	As the City began to develop its ITMP in 2013, a decision was made to concurrently update and expand the draft WCMP as a comprehensive Active Transportation Master Plan (ATMP).  The ATMP reflects various recent policies/plans as noted above and also includes updates to reflect current cycling, pedestrian and trail planning and design best practices.  Public consultation was an important component of the ATMP update, and was undertaken in conjunction with the public consultation process for the ITMP.
	1.  Introduction
	This ATMP sets out the means for improving and expanding Oshawa’s active transportation network.  These efforts are predicated on the following vision: 
	Enhance the quality of life for residents and employees in the City by providing a connected, attractive and convenient active transportation system that offers a high degree of comfort and safety, expands recreation options, encourages sustainable modes of transportation, respects the natural scenic character, and supports economic development.
	Flowing from this vision are six key goals:
	1) Meet community needs for active transportation facilities;
	2) Provide convenient access to and connectivity within the active transportation network;
	3) Develop an active transportation system that offers a high degree of comfort and safety;
	4) Adopt a phased approach to implementation;
	5) Promote active transportation; and
	6) Integrate on- and off-road active transportation facilities.
	These goals underpin the City’s efforts to provide an expanded network of pedestrian and cycling facilities that link the urban and rural centres, connect the various communities and major destinations in Oshawa and provide routes for cross-city recreational and utilitarian trips. 
	2.  Establishing the Need for Active Transportation
	Active transportation includes many active modes and methods of travel such as:
	 walking/jogging/running; 
	 cycling; 
	 in-line skating; 
	 skateboarding; 
	 manual and power-assisted mobility devices; and
	 snowshoeing / skiing. 
	Electric bicycles (e-bikes) are allowed on City multi-use trails and on on-road cycling facilities within the travelled portion of road rights-of-way but are prohibited on sidewalks throughout the City. 
	The process of promoting active transportation modes and working towards the aforementioned goals will allow the City, its residents and its businesses to realize and enjoy the benefits that active transportation brings, including:
	 Health – an opportunity to be physically active on a regular basis; 
	 Social – high accessibility for residents and employees of all ages, lifestyles, and cultural and socio-economic groups, and increases social interactions; 
	 Transportation – reduced road congestion;
	 Environmental – reduced greenhouse gas emissions; and
	 Economic – savings on gas, parking, insurance, vehicle maintenance and other costs.
	Chapter 2 provides more detail on the need for active transportation as part of a multi-modal network that supports sustainable, healthy and complete communities and will effectively manage and support the City’s projected rapid growth in population and employment.
	3.  Policy Framework
	Policies pertaining to cycling, walking, transit, and alternative modes of transportation are dispersed throughout a number of Provincial, Regional and City documents.  The ATMP takes direction from these documents and, through specific recommendations, articulates the intent of the policies contained in them.  The following policies and documents have been consulted:
	 Province of Ontario:
	- Provincial Policy Statement Update (2014);
	- Bill 51 Plan Reform;
	- Highway Traffic Act;
	- Ontario Cycling Strategy #CycleON;
	- Health Promotion;
	- Accessibility for Ontarians with Disabilities Act (AODA);
	- Ontario Trails Strategy;
	- Transit Supportive Guidelines (2012);
	- Metrolinx: The Big Move – Transforming Transportation in the Greater Toronto and Hamilton Area (2008);
	- Places to Grow: Growth Plan for the Greater Golden Horseshoe (2006);
	- Greenbelt Plan (2005);
	- Oak Ridges Moraine Conservation Plan (2002); and
	- Ontario Traffic Manual (OTM) Books 15 and 18.
	 Durham Region:
	- Durham Community Strategic Plan;
	- Durham Region Official Plan (DROP); and
	- Regional Cycling Plan (2012).
	 City of Oshawa:
	- City of Oshawa Official Plan;
	- Oshawa Integrated Transportation Master Plan; and
	- International Charter for Walking.
	These policies and documents are described in more detail in Chapter 3 of the Technical Report.
	Recommendations:
	3-1 That when preparing amendments to the Oshawa Official Plan, the City consider consolidating and expanding active transportation policies, where appropriate, in Part II Plans and the Samac Secondary Plan  and incorporate additional policies having City-wide relevance in the Part I Plan; and
	3-2 That the City ensures that policies concerning active transportation are sufficiently comprehensive and consistent to provide strong guidance for the implementation of walking and cycling as viable alternative modes of transportation.
	4.  Planning Oshawa’s Active Transportation Network
	Planning the City’s active transportation network is a necessary pre-requisite to the detailed design and implementation of network components. In updating the City’s draft Walking and Cycling Master Plan (2010), consideration was also given to the network and route selection methodology in Ontario Traffic Manual Book 18: Cycling Facilities (2013). 
	Routes that form the recommended active transportation network were selected in response to a variety of route selection criteria.  These are as follows:  
	 Aesthetics;
	 Connectivity;
	 Convenience and Accessibility;
	 Context Sensitivity;
	 Cost Effectiveness;
	 Diversity of Facility Types;
	 Comfort, Safety and Security;
	 Sustainability; and
	 Visibility.
	The recommended ATMP network features approximately 110 km of proposed new facilities on City roads and 88 km of proposed new off-road facilities (which include in-boulevard facilities along City roads).  The City’s active transportation network will then comprise approximately 260 km of facilities, which includes approximately 62 km of existing facilities.  In addition to the City of Oshawa’s ATMP network, the Region’s Cycling Plan includes 7 km of existing facilities and 43 km of proposed facilities, which will result in a 310 km active transportation network in Oshawa.
	Sidewalks are a key component of active transportation infrastructure in the City. Recognizing that resources available for funding active transportation projects must be balanced with other municipal service needs, it is important that active transportation funding decisions be based on determining which projects provide the greatest possible public benefit in the most efficient way. Having said that, all active transportation facilities need to be made compliant with the Accessibility for Ontarians with Disabilities Act (AODA) in a timely fashion. Addressing sidewalk deficiencies (such as gaps in existing sidewalks and areas that were developed without sidewalks) along recommended on-road active transportation routes should be the focus of a sidewalk retrofit prioritization program.  Bridging gaps in sidewalks elsewhere in the City likewise requires attention, to facilitate access to and the use of active transportation routes.  
	In Oshawa, cyclists (excluding e-bikes) are currently permitted to use pedestrian sidewalks for travel, with the exception of sidewalks in the vicinity of the downtown (as per By-law 78-91).  Since sidewalks are not designed for use by cyclists, it is recommended that the City revise the current bylaw to restrict the use of sidewalks by cyclists 14+ years old, although children 13 years old and under would still be able to cycle on sidewalks together with accompanying adults.
	Recommendations:
	4-1 That Council endorse the Existing and Proposed Active Transportation Routes maps as the basis for budgeting, financing and phasing the implementation of the City’s active transportation network. 
	4-2 That the City’s Active Transportation Network be reviewed, evaluated and updated at least every five years, and involve a public consultation component. Consideration should also be given to improving, expanding and adding missing links to the network through opportunities offered by unopened road allowances, hydro rights-of-way, existing or abandoned rail corridors, open space and recreation areas, development projects, and future roadway improvements. 
	4-3 That a future Harmony Creek Trail connection across Highway 401 be considered at such time when improvements to the Harmony Road interchange at Highway 401 proceed. 
	4-4 That the ATMP be flexible to accommodate route revisions and/or changes in facility types, provided that continuity and functionality of the route is maintained in the same general location.
	4-5 That the City proactively initiate discussions on improvements that require approvals from the Region and other partners, including adjacent municipalities, and MTO. This plan incorporates the network identified in the 2012 Regional Cycling Plan and no changes are anticipated apart from some minor connecting links.
	4-6 That the City consider amending By-law 78-91 to restrict cyclists over the age of 13 from using sidewalks in the City with the exception of cyclists accompanying children age 13 or younger.
	5.  Designing Active Transportation Facilities
	The planning and design guidelines outlined in Chapter 5 provide the necessary tools to plan and design the on- and off-road components of the City’s active transportation network. For the purposes of this study, “on-road” refers to facilities located within the travelled portion of road rights-of-way (i.e., between the curbs), such as bicycle lanes, separated bicycle lanes and raised cycle tracks.  In-boulevard facilities and off-road trails are considered “off-road” facilities.
	Off-road routes typically run through parks, valley lands and other natural open space areas, within hydro or pipeline corridors, within the boulevard portion of road rights-of-way, along former rail corridors, and through mid-block pathways that run between properties and link streets that are not directly connected by roadways. Off-road routes serve both utilitarian and recreational users. 
	The City’s Off-Road Facility Standards highlight three different classes (Trail Class I, II and III) of off-road multi-use trail, and provides design guidelines and selection criteria for these facilities. The decision regarding which type of facility to build is typically subject to site-specific contextual conditions, such as the anticipated level of usage, whether or not it is located on-road or off-road, and proximity to major destinations.   
	Standards for on-road facilities have been developed to meet the needs of a range of users in a variety of contexts and are consistent with Ontario Traffic Manual (OTM) Book 18: Cycling Facilities and Book 15: Pedestrian Crossing Facilities. Chapter 5 also outlines the facility selection process that was developed for OTM Book 18 and used to guide the development of the City of Oshawa active transportation network plan.
	The proposed on-road facility types, along with their classifications, include:
	 Raised Cycle Tracks (Class Ia and 1b);
	 Separated Bicycle Lanes (Class IIa);
	 Conventional Bicycle Lanes (Class IIb);
	 Rural Paved Shoulder (Class IIIa); 
	 Urban Paved Shoulder (Class IIIb); and
	 Signed-Only Cycling Routes (Class IV).
	The City’s On-Road Cycling Facility Standards relate to the selection and design of appropriate types of pedestrian and cycling facilities for on-road routes, as shown in Exhibit D. A facility type is recommended for each proposed route based on motor vehicle volumes and operating speeds, along with a variety of context-specific criteria. 
	The proposed off-road facility types, along with their classifications, include:
	 Two-Way In-Boulevard Multi-Use Trail (Class Ia);
	 Two-Way In-Boulevard Cycling Facility (Class Ib);
	 One-Way In-Boulevard Cycling Facility (Class Ic);
	 Standard Multi-Use Recreational Pathway (Class II); and
	 Off-Road Rural Nature Trail (Class III).
	The City’s Off-Road Facility Standards relate to the selection and design of appropriate types of pedestrian and cycling facilities for off-road routes, as shown in Exhibit C.
	Proposed facilities for all on- and off-road routes are shown in Exhibits E1 and E2. Ultimately, the selection of an appropriate design treatment will be based on good planning and engineering judgment that considers and weighs all relevant criteria as identified in the ATMP.
	At controlled crossings of arterial roads where grade separation is not feasible, a ‘crossride’ concept introduced in OTM Books 15 and 18 may be applied. 
	Crossrides:
	 are multi-use facilities for pedestrians and cyclists;
	 allow cyclists to legally cross without dismounting;
	 are provided in place of a crosswalk;
	 feature pavement markings and signage that alert motor ists to look out for cyclists and pedestrians; 
	 can be installed at intersections or mid-block crossings; and
	 are available in ‘separate’, ‘combined’ or ‘mixed’ formats.
	Chapter 5 also discusses design considerations for sidewalks, trailhead parking, crossing facilities and structures, signage, washrooms, waste receptacles, seating and lighting.
	Recommendations:
	5-1 That the design and implementation of the constituent components of Oshawa’s active transportation network be consistent with the design standards, guidelines, and selection criteria for active transportation facilities provided in Chapter 5, the Off-Road Facility Standards identified in Exhibit C, the On-Road Cycling Facility Standards identified in Exhibit D, and the Ontario Traffic Manual series.
	5-2 That proposed sidewalks shown in Exhibits B1 and B2 should have a minimum recommended sidewalk width of 1.5 metres, and 2.0 metres in higher demand areas.  
	5-3 That the Accessible Built Environment Standard if this is higher) be applied to the design of all pedestrian facilities and infrastructure components comprising the City’s active transportation network. 
	5-4 That the active transportation facilities proposed for routes along road rights-of-way in urban areas include sidewalks and/or an in-boulevard multi-use trail to accommodate pedestrians and other users.
	6.  Implementing the Active Transportation Network
	A practical, phased implemention strategy is outlined in Chapter 6. To facilitate the incorporation of active transportation improvements into projects identified in the capital work program and recommended by the City’s Integrated Transportation Master Plan (ITMP), the phasing has been broken down into:
	 Phase 1 = Short term (2015-2023); and
	 Phase 2 = Medium- to long-term (2024-2031)
	Exhibits F1 and F2  depict existing routes and the planned phasing of proposed facilities for implementation as part of Oshawa’s active transportation network. Table EX-1 provides a breakdown of the total length of existing and proposed network connections by phase: 
	Table EX-1: Proposed Length of Oshawa Active Transportation Network by Phase and Facility Type
	City
	Region
	City and Region
	Proposed Facility Type
	Existing
	Phase 1
	(2015-2023)
	Phase 2 (2024-2031)
	Existing and  Proposed
	Existing
	Proposed
	Existing and Proposed
	Signed Only Bicycle Route
	3.6
	20.9
	5.1
	29.6
	0.0
	0.2
	29.8
	Signed Only Bicycle Route with Sharrows
	0.0
	1.9
	0.3
	2.3
	0.0
	0.0
	2.3
	Bicycle Lane
	3.5
	14.2
	16.5
	34.2
	0.0
	7.4
	41.6
	Separated Bicycle Lane
	0.0
	0.0
	9.6
	9.6
	0.0
	0.7
	10.3
	Raised Cycle Track
	0.0
	0.0
	0.0
	0.0
	0.0
	0.3
	0.3
	Urban Paved Shoulder
	23.5
	14.1
	11.9
	49.5
	0.0
	0.0
	49.5
	Rural Paved Shoulder
	0.0
	0.9
	14.4
	15.3
	3.2
	1.1
	19.6
	In-Boulevard Multi-Use Trail
	1.8
	6.5
	6.0
	14.2
	3.9
	33.6
	51.7
	Off-Road Multi-Use Trail
	29.7
	42.0
	33.3
	105.0
	0.0
	0.0
	105.0
	Total
	62.0
	100.5
	97.1
	259.6
	7.09
	43.3
	310
	Where pedestrian facilities are to be retrofitted, it is important that those sections which provide the greatest possible public benefit be targeted as a priority for implementation. The City should also be responsive to public requests for sidewalk implementation as budgets permit, and prioritize construction accordingly. 
	For greenfield locations, new sidewalks should be provided in accordance with current standards as development occurs, when new roads are opened to the travelling public and when existing roads are improved.  
	All proposed sidewalks, be they retrofits or new construction, should be consistent with the Built Environment Standards required by the Accessibility for Ontarians with Disabilities Act (AODA). In addition, the City should assess existing pedestrian infrastructure for AODA compliance and plan to upgrade deficiencies where appropriate.  Sidewalk upgrades should be prioritized based on where AODA compliant sidewalks are most needed, along with consideration of scheduled right-of-way construction. Prioritized segments should include those in proximity to commercial centres, major institutions, transit hubs or retirement / long-term care residences.
	The cost to implement the City’s portion of the ATMP network is estimated to be approximately $27 million, not including the City’s cost-sharing obligations to fund a portion of the approximately $9 million needed to implement network components of the Regional Cycling Plan on certain Regional roads in the City.  Over the 17 year implementation horizon of the ATMP, this equates to approximately $1.6 million per year for the City.  Since many of the ATMP facilities can be implemented and funded through roadway reconstruction projects, the annual budget designated specifically for implementation of the City’s portion of the ATMP is expected to be less than $1.6 million.  This budget may also be partially funded through gas tax revenue.  The implementation of Oshawa’s Integrated Transportation Master Plan (ITMP), in contrast, will require on the order of $300 million of capital funding over the same period. 
	A second component of the cost analysis for the proposed ATMP involves estimated costs to retrofit missing sidewalk segments within built-up areas of the City.  Based on the number of gaps in the existing sidewalk system, retrofitting all gaps should be a long term goal that the City works toward incrementally.  Both capital and maintenance costs will be associated with this goal.  Sidewalk retrofits should be planned in conjunction with scheduled roadway and utility work to achieve cost efficiencies.  Moreover, consultation with local stakeholders adjacent to candidate retrofit segments should be a consideration in implementing sidewalk retrofits.
	It is suggested that an annual capital budget of $1 million would allow the City to extend the sidewalk network on an on-going basis, and address current network gaps over a 30-year horizon.  This time horizon will also enable the City to coordinate many retrofits with other roadway and utility projects, as recommended above.  The total capital costs are estimated to be on the order of $29,687,000 if all of the sidewalk gaps currently identified in the City’s database were to be retrofitted.
	In addition, the City should allow for an increase of approximately $6,000 per added kilometre of sidewalk to its maintenance and operations budget for year-round sidewalk maintenance.  Over a 30-year horizon, the total maintenance cost is estimated to be approximately $14.2 million based on year-round maintenance (includes snow clearing).  Exhibit I, City of Oshawa Sidewalk Retrofits - Implementation and Maintenance Cost Estimates, provides detailed cost estimates by phase for sidewalks along roads identified as active transportation routes and for sidewalks along roads not defined as active transportation routes.  
	Recommendations:
	6-1 That Council endorse the ATMP in principle, and authorize City staff to work towards the implementation of its recommendations. 
	6-2 That appropriate references to the ATMP be included in an update or amendment to the City of Oshawa Official Plan.  Consideration shall be given to:
	 An Appendix showing the recommended Oshawa Active Transportation Network; and
	 Including references to the ATMP under appropriate sections in the Official Plan.
	6-3 That references to and policies in support of the ATMP be included in other appropriate current and future long range City planning and guideline documents, including those that deal with land use, environmental and transportation planning.
	6-4 That the Oshawa Active Transportation Network be guided by the recommended phasing set out in the ATMP. 
	6-5 That between scheduled periodic reviews of the ATMP, changes to the timing of implementation of individual network routes and infrastructure components may be considered and instituted in response to new development projects, the timing of municipal infrastructure improvement projects, changing construction opportunities, specific route-related demand or fluctuations in the availability of funding.
	6-6 That City staff give consideration to implementing priority projects to improve access to key destinations (e.g. community centres, schools, grocery stores) in areas that are under-served by active transportation / recreation.
	6-7  That the proposed sidewalk connections identified in the Pedestrian Network (see Exhibits B1 and B2) be approved for phased retrofitting in general accordance with the implementation approach outlined in the ATMP.
	6-8 That the City should develop a sidewalk retrofit prioritization plan to identify those sidewalk segments where an AODA compliance retrofit would achieve the greatest benefit and develop an implementation timeline.
	6-9 That an interdepartmental Active Transportation Implementation Co-ordinating Committee be established to provide a forum to ensure that  opportunities for active transportation are not being missed, that projects are appropriately coordinated with new development and road improvements, and that the ATMP is carried out.
	6-10 That the City establish and support an Active Transportation Advisory Committee, with a Council approved mandate and Terms of Reference.
	6-11 That an internal reporting structure be formulated with clearly defined roles for each City staff member, that external agencies and interest groups be engaged and that champions be identified to lead the promotion and outreach campaigns.
	6-12 That proponents of subdivision or site plan applications shall continue the existing practice to be responsible for the preparation of a detailed plan for all on- and off-road active transportation facilities within their projects and along adjacent roads, where such facilities are identified in the ATMP or are proposed by the proponent.
	6-13 That proponents of subdivision or site plan applications shall continue the existing practice to, at a minimum, be responsible for clearing land approved for active transportation facilities of all vegetation and debris, grading the route platform and, where a route segment is off-road (excluding in-boulevard facilities), applying a granular surface material or, where a route segment is on-road or within a road boulevard, applying an appropriate hard-finished surface such as asphalt or concrete.
	6-14 That through the application review process the City shall ensure that developments are designed to be walkable and bicycle-friendly as a primary design focus, through attention to such factors as site organization, building placement and orientation, bicycle parking, shower and changing rooms, internal and external pedestrian and cycling routes and connections, weather protection, and amenities.
	6-15 That the Active Transportation Implementation Co-ordinating Committee annually review all active transportation projects planned within the forecast during the capital budget process, and also identify opportunities for synergies with the ATMP program when roads or other infrastructure projects are being implemented.
	6-16 That the GIS database be updated regularly and an annual report covering recent achievements and short-term plans be submitted to Council.
	6-17 That Council commit to providing capital and operational funding for the implementation of the ATMP on an annual basis.
	6-18 That where planned capital projects involving road improvements coincide with recommended components of the active transportation network, the implementation of appropriate structural elements of the active transportation network be integrated as part of undertaking the planned capital project, to assist in reducing estimated implementation costs.  
	6-19 That Council endorse the establishment of a new Active Transportation Network Development Reserve fund to hold the City’s contribution as well as all grants and donations for active transportation development, including sidewalk retrofitting.
	6-20 That during the next update, the City’s Development Charges By-law be reviewed with consideration given to implementing contributions to support the development of on-road active transportation facilities and augmenting revenue streams for the development of off-road facilities.
	6-21 That Council delegate authority to the Active Transportation Implementation Co-ordinating Committee to approve expenditures from the Active Transportation Network Development Reserve fund, subject to an annual report to Council on the progress of the development plan and financial position of the Reserve.
	6-22 That the City explore a cost-sharing strategy with agencies, such as Hydro One, to implement route segments that are not under municipal ownership;
	6-23 That the Region be requested to apply the cost-sharing protocol identified in the approved Regional Cycling Plan to new routes and extensions along Regional roads in Oshawa that form part of Oshawa’s proposed active transportation network.
	6-24 That the City enter into discussion with the Region to develop a cost-sharing partnership to share the capital costs for cycling routes that are located on City roads and identified in the Regional Cycling Plan.
	7.  Supporting Active Transportation 
	Recognizing that infrastructure alone will not create and support a successful active transportation network, the ATMP recommends a strategic support framework including:
	 Monitoring and maintaining pedestrian and cycling facilities once they have been constructed;
	 Developing and implementing programs aimed at encouraging and promoting active transportation; and
	 Educating users about the proper use of pedestrian and cycling facilities through public service campaigns, signage, network maps and pedestrian/cyclist/motorist etiquette brochures.
	Effective maintenance is key to the success and safety of Oshawa’s active transportation network and should begin as soon as any given route is completed and open for public use. Maintenance activities typically include sweeping, ensuring adequate drainage, pavement stabilization and surface repairs, landscape and lighting maintenance, sign replacement, mowing/pruning, litter and snow removal, replacement of worn pavement markings and the maintenance of bicycle parking facilities. 
	A good maintenance program:
	 is documented;
	 acts as an effective advertisement to promote active transportation as a utilitarian/recreational travel mode;
	 can be an effective deterrent to vandalism, litter, and encroachments;
	 can make enforcement of regulations on routes more efficient; 
	 is necessary to preserve positive public relations with adjacent land owners;
	 improves the comfort of users by giving them a smooth riding surface; and
	 helps to improve the safety and attractiveness of routes and reduce municipal liability.
	Priorities for on-road facility maintenance should be consistent with the Municipal Act and the Province’s Minimum Maintenance Standards for municipal roads.  
	Appropriate management of an active transportation network requires monitoring its usage to understand how well network users are being served by the system.  Collection of data in this regard will assist in evaluating the effectiveness of the network and the success of efforts to achieve the stated vision and goals of the ATMP.  In particular, the data will:
	 confirm the overall direction and implementation of the ATMP;
	 provide up-to-date statistics on the number and type of trail users;
	 validate the route selection process; and
	 identify the supply and demand for support facilities.
	Origin/destination, screenline and intersection counts should be collected during the highest trail use season every five years in tandem with the recommended ATMP review cycle.
	A successful active transportation network is one that is actively and properly used.  People of all ages and abilities should be encouraged and educated to use the network for both recreational and utilitarian purposes. This includes improving user skills and raising awareness of the benefits of active transportation. Educating and communicating with members of the public will be integral to the success of the plan and the increased use of facilities. 
	As part of the #CycleON Strategy for the Province of Ontario, the Ministry of Transportation has identified four key communication cornerstones that lay the foundation for future promotion and outreach. These consist of education, encouragement, evaluation and enforcement.  With respect to the Oshawa ATMP, the City is encouraged to focus on two of the four cornerstones – encouragement and education – as well as other community-based initiatives. Some suggested initiatives related to these cornerstones are provided below. 
	Encouraging active transportation involves:
	 responding to unique groups such as young people and seniors;
	 mitigating barriers to participation, particularly safety;
	 communicating success stories; and
	 providing incentives to active transportation, such as vouchers.
	Users can be educated through:
	 the use of trail maps;
	 educational information in schools;
	 information based on socio-demographics for people of a range of ages, abilities and backgrounds; and
	 annual status updates on progress regarding the planning and implementation of cycling facilities.
	Recommendations:
	7-1 That the City review its current maintenance standards alongside Chapter 8 of Ontario Traffic Manual Book 18 and, where necessary, develop new standards to ensure an appropriate level of maintenance for on- and off-road active transportation routes.  
	7-2 That the City maintain the active transportation network on an on-going basis in keeping with minimum provincial maintenance standards and the City’s current trail maintenance guidelines.
	7-3 That the City adapt and expand its existing trail data collection program to include user surveys through Parks and Environmental Services and numerical counts pertaining to origins/destinations, intersections and screenlines through Works and Transportation Services.
	7-4 That the City encourage the use of active transportation facilities through Community Services initiatives such as:
	 maintaining the existing programs that provide route mapping information to the public both in print and on the City’s website;
	 initiating a sponsorship program, such as ‘Adopt-a-Route’, accompanied with a recognition programme;
	 initiating recreational programmes on various routes, such as fitness, bird watching, nature walks and eco-tourism; and
	 supporting special events, such as Bike-to-Work Week and a community walking and cycling day.
	7-5 That the City encourage citizen reporting of problems through Service Oshawa to identify facility maintenance needs or other issues;
	7-6 That the City consider developing additional information pamphlets and brochures to educate network users on established etiquette and to inform motorists on the subject of cycling in order to foster a broad awareness of on-road active transportation facilities and respect for cyclists.
	7-7 That the City consider adopting a program such as Car Free Sundays to promote and encourage active transportation. Car Free Sundays would include closing a section of a road in downtown Oshawa to motor vehicles but accessible to pedestrians and cyclists.
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