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Overview of the Process

The City of Edmonton undertook a comprehensive multi-modal mobility assessment for the planned
re-zoning of lands within five Priority Growth Areas (PGAs) including 124 Street, Wihkwéntoéwin, 156
Street, Stony Plain Road, and University - Garneau. These PGAs represent a critical component of the
City’s strategy to accommodate projected growth as outlined in The City Plan (2020). The PGAs are
located along established nodes and corridors intended to accommodate higher-density, mixed-use
development and facilitate a modal shift away from single-occupancy vehicle travel.

To align the technical analysis with City policies and current best practices, the quantitative mobility
assessment uses both traditional Level of Services (LOS) measures that focus on motor vehicle moving
capacities and Multi-Modal Level of Service (MMLOS) measures. Historically, the traditional LOS
framework used for transportation planning has quantitatively reviewed vehicle travel and qualitatively
considered the safety and experience of other road users such as pedestrians, cyclists, and transit
users. The MMLOS framework quantitatively considers the needs and experiences of all transportation
users and allows planners and engineers to contextualize the assessment to match the character of
the street and supporting policy objectives. This combined approach reflects the City’s broader
objective of creating a vibrant, sustainable, and connected urban environment that prioritizes the
movement of people over vehicles. The application and results of these different approach is
highlighted in Figure E-1.

The mobility assessment focused on identifying the impacts of proposed land use intensification
allowed by PGA re-zoning, evaluating existing mobility infrastructure, and recommending context-
sensitive improvements to ensure that each PGA can support its long-term vision for growth.

Existing Conditions and Operations

The assessment of existing conditions revealed that infrastructure quality and user experiences varied
considerably across the PGAs. In many areas, neighbourhood renewal programs had recently been
completed, contributing to improved sidewalk conditions and pedestrian environments. However,
arterial corridors and some collector streets continued to feature narrow sidewalks or missing
segments altogether, particularly outside of recently renewed areas.

Cycling infrastructure was unevenly distributed. While areas like University-Garneau and portions of
the 124 Street and Wihkwéntéwin areas benefit from protected bike lanes and shared-use pathways,
other PGAs — especially the 156 Street area and portions of the Stony Plain Road area — lack adequate
connectivity for cyclists of all ages and abilities. Furthermore, gaps were identified between existing
and planned facilities, suggesting the need for more continuous networks to support safe and
convenient cycling, not just within each PGA, but across the City.

Transit accessibility was generally strong in areas served by light rail transit (LRT) and high-frequency
bus corridors. However, the quality of transit infrastructure, including bus shelters, transit priority
measures, and signal coordination, varied widely. In many locations, transit service operates in mixed
traffic without dedicated lanes or signal priority, reducing reliability and overall user experience. The
importance of transit reliability on increasing transit ridership speaks to the benefit of projects such as
the Valley Line West LRT expansion and the planned implementation of the bus rapid transit (BRT)
system, with B1 and B2 routes expected to run through several of the PGAs evaluated as part of this
assessment.
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Vehicle operations were characterized by medium to high congestion levels on arterial roadways,
particularly during peak periods. This was most notable in corridors close to the downtown core and
around the University of Alberta. The qualitative assessment, supported by peak-hour Google Maps
congestion data, confirmed that travel conditions on these routes often deteriorated during the
busiest parts of the day.

Post-pandemic travel trends were also taken into account. Compared to 2016-2017, peak-hour
vehicle volumes in 2024 were consistently lower, reflecting broader shifts in commuting behaviour
and work-from-home adoption. Transit ridership has recovered to pre-pandemic levels, but active
transportation and e-commerce-related vehicle activity has increased, prompting the need for a
flexible, multimodal approach to future planning.

Future Conditions and Operations

Looking ahead to the forecast population horizon, travel demand within the PGAs is expected to grow
significantly because of population intensification and redevelopment. Targeted intensification arising
from the PGA rezoning, combined with organically occurring property redevelopment, is expected to
add 43,000 people (representing 80% growth) to the study area population. While traffic volumes will
increase, the rate of growth will be tempered by the availability and planned expansion of sustainable
transportation infrastructure. Across the study areas, trips by all modes are forecast to increase by
approximately 40%, comprised of a 32% increase in vehicle trips and a 49% increase in trips by foot,
bike, and transit.

The Valley Line West LRT, the City’'s Active Transportation Network Expansion, and broader land use
changes will all play a role in shaping these outcomes. PGAs that currently exhibit lower sustainable
mode shares, such as the 156 Street area, have the potential to see the greatest relative gains by
addressing infrastructure deficits and land use barriers. Conversely, areas like University - Garneau,
where over 60% of trips are already made by sustainable modes, will require careful attention to
preserve and enhance existing multimodal infrastructure as densities rise.

The MMLOS assessment framework was used to evaluate future performance under the assumption
that no additional infrastructure beyond currently funded projects would be in place. These approved
projects include Valley Line West LRT, Imagine Jasper Phase 2, and planned expansions to the active
transportation network in 2025 and 2026. MMLOS targets based on road classification were adjusted
for each mode based on City policy and planning directives such as pedestrian priority areas outlined
in the District Plan, transit corridors based on LRT and BRT planning, and the cycling network identified
in the Bike Plan. This analysis revealed that while some intersections and corridors could
accommodate projected growth, others would experience level of service degradation — particularly
for pedestrians and transit users — without targeted improvements. Key issues included uncontrolled
conflicts between pedestrians and vehicles, gaps in cycling infrastructure, limited curbside transit
amenities, and delays to on-street transit when travelling in mixed traffic with other vehicles.
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Recommendations

The study provides detailed recommendations to support multi-modal mobility in each Priority
Growth Area, aligned with the City’s broader transportation and land use objectives.
Recommendations are summarized in Figure E2 through Figure E6.

Pedestrian improvements are recommended at many intersections and corridors. These include the
installation of:

e curb extensions, « audible crossing signals, and
» leading pedestrian intervals (LPIs), « the prohibition of right turns on red
e wider sidewalks, (RTOR).

These enhancements aim to reduce conflicts, shorten crossing distances, and improve the overall
comfort and accessibility of the pedestrian environment, particularly in designated pedestrian priority
areas.

Cycling infrastructure improvements are also identified as a priority. The report recommends filling
key gaps in the network by constructing new protected cycling facilities along corridors such as:

East / West Routes North/South Routes

e 100 Avenue, e 114 Avenue, e 112 Street, e 163 Street,

e« 102 Avenue, « 87 Avenue, and e 118/119 Street, e 115 Street, and
« 111 Avenue, « 104 Avenue. « 158 Street, o 116 Street.

These corridors will serve as district connectors, enabling residents to safely access destinations within
and beyond the PGAs. Supplemental routing options are identified to create a robust cycling network,
placing most residents within 400 m of a low stress cycling facility.

Transit recommendations include the implementation of:

e transitonly lanes, « the enhancement of passenger amenities
« queuejump lanes, such as shelters, benches, and lighting.

e transit signal priority, and

These changes are intended to reduce delay, improve reliability, and enhance the user experience,
especially in areas served by the Valley Line West LRT and planned BRT routes. In particular,
intersections along 109 Street, Stony Plain Road, and 87 Avenue are identified as high-priority
locations for transit-focused investment beyond the current investment in the West Valley Line LRT.

In terms of vehicle operations, the report recommends optimizing signal timing and reallocating right-
of-way where necessary to improve multimodal performance. In some cases, protected-only turning
movements and signal timing adjustments are proposed to improve safety and reduce delay.
However, consistent with the direction outlined in The City Plan, the report acknowledges that vehicle
level of service may not meet the public expectations (specifically in the peak hour) at all locations and
that any anticipated congestion will be managed through multi-modal investments rather than
expanded roadway capacity.
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The improvements suggested in this report are not solely required to support PGA redevelopment,
rather, they address identified gaps in the mobility network and help to improve the overall MMLOS
to optimize the potential people moving capacity of the mobility network. Some of the identified
improvements align with existing long-term planning and strategy documents, such as the Bike Plan,
while others can be integrated into the land development review process. Recommendations from
this report should be reviewed with each future development application for opportunities to
integrate infrastructure upgrades with densification. The implementation time frame may be tied to
the rate at which redevelopment occurs rather than a year or City-wide population threshold.

High-level capital cost estimates for the recommended improvements total approximately
$11.4 million, summarized by PGA in Table E1. At the pre-conceptual design stage, these costs
estimates should be considered + 50% as further assessment will be required to fully understand
impacts of each project. These estimates cover a range of interventions, from minor upgrades to
missing pedestrian and cyclist connections, to more substantial intersection reconstructions. Costs
associated with major corridor reconfigurations (e.g., 109 Street or 82 Avenue as part of the B1/B2
BRT implementation) are excluded and will require further study and engagement.

Costs associated with improvements anticipated to be explored and implemented as part of
upcoming neighbourhood renewal projects (such as Wihkwéntéwin and Glenwood 163 Street West)
have not been included in the table below. Costs within the 156 Street / Stony Plain Road area are
higher than the other nodes due to a high number missing pedestrian and cycling facilities within the
area. Many of the neighbourhoods in this area underwent renewal before the introduction of the City's
current Complete Streets Design and Construction Standards in 2018, with many neighbourhood
renewals completed in 2014 or earlier. These renewals often followed a strict “like for like” renewal
program which typically did not consider implementation of cycling infrastructure or construction of
missing sidewalk links.

Implementation of these improvements is recommended in a phased manner. Some small-scale
improvements generally abutting redevelopment parcels necessary to support each development
could become a condition of future development permits. These are localized improvements often
abutting a parcel that have traditionally been undertaken as a condition of development by the
property owner, including missing sidewalk connections, curb ramps, and alleyway upgrades. Short-
term actions (0-5 years) would focus on high-impact, low-cost improvements such as signal timing
adjustments, RTOR bans, and transit signal priority. Medium-term actions (5-10 years) would include
expansion of the active transportation network and intersection reconfigurations. Long-term actions
(10+ years) may involve comprehensive street reconstructions to fully align with the City's Complete
Streets Design and Construction Standards.
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University-Garneau

Development

Stony Plain Road

Lead Initiatives $60,000 $760,000 None
Short Term $143,000 $500,000 $150,000
Medium Term $840,000 $7,240,000 $1,690,000

Long Term**

+ Transit oriented
reconfiguration of
109 Street north of
Jasper Avenue

» Bi-directional cycling
facilities along
111 Avenue

+ Bi-directional cycling
facilities along
117 Avenue and
119 Avenue or
120 Avenue

+ Reconfiguration of
118 Avenue to
accommodate
eastbound and
westbound bus only
lanes

+ Bi-directional cycling
facilities along
102 Avenue
paralleling Stony
Plain Road

« Pedestrian realm
reconfiguration of
Stony Plain Road
from 156 Street to
163 Street, including
transit signal priority
at 163 Street

« Extension of 100
Avenue Shared
Pathway to 170
Street

« Extension of cycling
facilities on 153
Street and 163 Street

« Reconfiguration of
87 Avenue to
accommodate future
BRT and active
modes*

« Reconfiguration of 82
Avenue and
implementation of
Old Strathcona
Public Realm
Strategy*

+ Reconfiguration of
109 Street from
61 Avenue to
Walterdale Hill
Road/Saskatchewan
Drive to improve
transit and
pedestrian realm*

« Reconfiguration of 87
Avenue to improve
transit service*

Total

$1.04 million

$8.50 million

$1.84 million

Notes:

* denotes scope which is expected to be undertaken as part of B1 + B2 BRT Concept Plan work
** costs associated with long term improvements are excluded and will require further study and engagement.

In summary, the mobility assessment confirms that Edmonton’s Priority Growth Areas can
accommodate planned intensification with strategic, coordinated investments in multimodal
infrastructure. By prioritizing people-focused design and sustainable transportation options, the City
can support vibrant, connected communities that meet the goals of The City Plan, the Energy
Transition Strategy, and the broader vision for a more equitable and resilient Edmonton.

H i
&
AN




CIMA+ file number: Z0016285

Priority Growth Areas June 5, 2025 - Review 04

EXAMPLE - 109 Street and 87 Avenue

Located within the University-Garneau PGA, 109 Street is a commercial corridor while the intersection of 109
Street and 87 Avenue is a major access to the University of Alberta.

Based on the Scona District Plan, 109 Street and the west leg of 87 Avenue are pedestrian priority areas. The
District Plan notes the following: “Enhance the pedestrian environment along 109 Street with a focus on
protection, comfort and connectivity by separating sidewalks from the curb and including a treed landscaped
boulevard, pedestrian-oriented lighting, public seating and improved connections and crossings”.

Additionally, bus-based mass transit routes B1 and B2 are expected through this intersection. B1 transit is
expected to travel along 109 Street while B2 transit is expected to travel along the south leg of 109 Street and
the west leg of 87 Avenue in the future. Concept planning for the routes has been initiated and will determine
the exact routing and stop / station locations. Delivery timelines will be known once design work has been

completed and funding for construction is allocated.

Traditional LOS Assessment

Traditional LOS assessment quantitatively
analyzes the efficient movement of vehicles,
which can often be at odds with stated policy
direction and does not offer a framework to
assess the qualitative experience of other
uses of a street in a comparable manner.

In the case of 109 Street and 87 Avenue, the
vehicle demand for northbound left turns is
expected to nearly double in the PM peak
hour following redevelopment. A second left
turn lane is theoretically needed to address
this capacity issue and reduce delays to an
'acceptable’ level.

This solution requires property acquisition
with little room for improvements to the
pedestrian realm or transit infrastructure.
The LOS to design
decisions that often prioritize the car above
all other modes of travel.

traditional leads

Most striking - the additional turning lane
may increase the total roadway capacity by
just 200 people per hour per lane (pphpl),
which will be eclipsed as the City continues
to grow to 2 million.

CIM/:

Multi-Modal Level of Service Assessment

The MMLOS quantitative assessment allows the City to
evaluate streets for a variety of travel modes, including but not
limited to the car. This framework evaluates each mode by the
aspects of an intersection that most impact their experiences.

« Pedestrians - uncontrolled conflicts with vehicles, crossing
distance, cycle length, curb ramps

« Cyclist - uncontrolled conflicts with vehicles, crossing
distance, cycle length, bike infrastructure

« Transit - delay, pedestrian LOS, and priority measures
(queue jump lanes, TSP).

« Vehicle - delay, presence of dedicated turn lanes.

The MMLOS targets for each mode can be adjusted based on
policy and planning directives. For 109 Street, pedestrian and
transit MMLOS targets were adjusted upwards to reflect the
emphasis placed on these modes in the District Plan and Mass
Transit Plan.

Recommendations using the MMLOS framework identify that
curb lanes on 109 Street should be converted to transit-only
lanes. A scramble crosswalk allows pedestrians to cross all legs
of the intersection without vehicle conflicts. By optimizing
signal timing, delay to vehicles can be partially offset.

When comparing equivalent road space, transit lanes can
move significantly more people than general purpose vehicle
lanes. By investing in mass transit, the theoretical capacity of
109 Street increases by nearly 1,000 pphpl, providing
additional people-moving capacity for years to come.
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The City of Edmonton (the City) undertook a comprehensive multi-modal mobility assessment for
the planned re-zoning of lands within five Priority Growth Areas (PGAs), identify associated
investments in the transportation network for all road users, and consider congestion management
tools, programs or mechanisms to meet the unique needs of each of the five areas.

The Edmonton City Plan (2020) identifies nodes and corridors that each play a role in achieving The
City Plan’s vision at different stages of the City’s growth to two million people. The node and corridor
network has been identified for deliberate urban intensification, where the development of higher
concentrations of residential, commercial and employment uses are anticipated. The nodes and
corridors in the redeveloping area that are targeted to see the most growth between now and when
the population reaches two million are nineteen Priority Growth Areas (PGAs). Five such PGAs have
been selected for City-led higher density re-zoning efforts, including:

124 Street,

Centre City - Wihkwéntdwin,
156 Street,

Stony Plain Road, and

University - Garneau.
These five Priority Growth Areas are illustrated in Figure 1-1.

The City Plan notes that "Edmonton will need to integrate mobility and land-use planning to ensure
that we create more vibrant, well-connected, and economically prosperous districts in the future. This
will mean shifting the mobility system from one that is predominantly focused on individual travel by
car to one that prioritizes a broader array of movement options. An evolved mass transit system will
anchor an overall mobility system of city-wide and district routes connecting all areas of the city, where
those connections have historically been lacking. Transit and roadway networks that are integrated
with pedestrian and cycling infrastructure will support choice throughout the mobility system.”

These priorities are reinforced by Edmonton’s Community Energy Transition Strategy and Action Plan
(2021) which builds on the vision established in the City Plan. The Action Plan has set targets for
Edmonton to become a carbon neutral community by 2050. The Energy Transition Strategy also
outlines numerous pathways the City will take to reduce their carbon emissions and become a
climate resilient community, one of which is a low carbon transportation system. This pathway relies
on infill development, the complete buildout of the active transportation network by 2030, and 50%
of trips made by sustainable modes by 2040.
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By putting people first, the City plans to shift long-range mobility priorities from private vehicles to a
wide array of mode choices. To reflect these priorities in the mobility assessment, it is necessary to
rethink traditional measures of effectiveness that centre vehicle delay and congestion. This mobility
assessment focuses on moving as many people as possible in the limited right-of-way provided, not
necessarily moving as many cars as possible. As such, a Multi-Modal Level of Service (MMLOS)
framework lies at the core of the mobility assessment.
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2.1 Overview of Anticipated Development

Based on the population growth, the City provided anticipated travel demand for the 1.25 Million
population horizon from the Regional Travel Model (RTM) and Dynamic Travel Assignment model
(DTA). Demographics and travel information was provided for the ‘Do Nothing’ baseline scenario
and the Priority Growth Area redevelopment scenario. Both scenarios of the 1.25 Million population
horizon model include network improvements from existing planned/on-going projects that are
expected to be a part of the network at the time of PGA redevelopment.

To analyze the mobility impacts of accelerated growth concentration in PGAs, two scenarios were
considered: a "Baseline” scenario and a "PGA Redevelopment” scenario. The PGA Redevelopment
scenario assumed approximately 43,000 more residents within the study area than the Baseline
scenario. To maintain the same CMA wide total population between the two scenarios, this
additional growth in PGA areas was reallocated from developing areas within the city, reducing their
population by 43,000. While this growth assumption aligns with the trend anticipated in the City Plan,
this shift in growth distribution between the two scenarios resulted in changes to origin-destination
(OD) travel patterns which had not been anticipated to the extent observed. However, the change in
OD travel patterns was found logical (e.g., fewer residents in developing southeast and southwest
areas resulted in fewer commuting trips from south Edmonton to downtown, reducing traffic on
major roads accessing downtown). Therefore, despite an overall increase in travel demand in the
PGA Redevelopment scenario, congestion on the road network within the PGAs and in the areas
surrounding the PGAs was less than initially anticipated. Overall, the roads within PGAs and
surrounding areas were found to be more congested than the Baseline, but the level of congestion
was found to be less than expected as fewer road users from suburban areas were added to the
model.

Notes on Population Growth Data

The intensification in the RTM and DTA assigned to the PGA was based on the proposed rezoning
and associated building sizes presented to the public in the fall of 2024. Based on feedback from
the public, zoning intensity and target parcels have been adjusted, but overall intensification
remains very similar to what was modelled, decreasing by approximately 1.3%.

The traffic districts from the RTM and DTA encompass more than just the identified PGA zones.
As such, the population and employment information expressed here represents PGA locations
and surrounding parcels of land. The growth experienced between present day and the post-
development population forecast is not solely attributed to PGA zones. This study considers the
population growth within the areas adjacent to the studied PGA corridors in the 1.25 Million
population horizon. However, the timeframe to achieve the redevelopment and densification of
the PGAs will likely be beyond the 1.25 Million population horizon.
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2.1.1 124 Street / Wihkwéntéwin

The 124 Street and Wihkwéntowin priority growth areas are illustrated in Figure 2-1. Due to their
proximity interconnectivity, these two areas have been considered together. The Wihkwéntéwin
City-Centre Node and 124 Street Primary Corridor are adjacent to each other and provide the
surrounding neighbourhoods with access to a diverse range of homes and businesses. Both areas
were selected for the opportunity to leverage existing strong market interest and help increase
population around planned Valley Line West LRT stops.

The Wihkwéntowin Priority Growth Area includes most of the Wihkwéntowin neighbourhood from
the River Valley north to 105 Avenue and from Rail Town Linear Park west to 122 Street. It forms part
of the Centre-City Node, Edmonton'’s distinct cultural, economic, institutional and mobility hub with
the highest density and mix of land uses. This node includes a critical mass of housing, employment
and civic activities, with many Edmontonians working, living, visiting and attending institutions in the
Centre-City.

The area has seen many new residential projects in recent years and will have access to several LRT
stations with the completion of Valley Line West. As Edmonton’s most prominent intensification area,
the Centre-City Node looks to support a minimum density of 450 people per hectare according to
The City Plan.

The 124 Street Primary Corridor is found at the western boundary of the Wihkwéntéwin
neighbourhood, running from Jasper Avenue in the south to 118 Avenue in the north. It runs through
the Inglewood, Westmount and Wihkwéntowin neighbourhoods and includes the future 124 Street
Valley Line West LRT stop.

The City Plan identifies Primary Corridors as the largest, most vibrant, and most prominent urban
streets in the city and region. They serve as destinations in and of themselves, but also provide critical
connections between nodes, the rest of the city, and the region. Primary Corridors target a minimum
density of 150 people per hectare through mostly mid and some high-rise buildings.

Based on data from the RTM, a high-level review of demographic changes in the 124 Street traffic
district is summarized in Table 2.1. Targeted intensification arising from the PGA rezoning,
combined with organically occurring property redevelopment, is expected to add 25,000 people to
the 124" Street and Wihkwéntéwin areas by the post-development population horizon.

Baseline With PGA Rezoning
Development
(Modelled)
Population 24,810 50,070
Number of Units 15,160 32,030
Daily Trips per Household 6.44 6.19
% Trips by Sustainable Modes 42.27% 45.04%
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Mobility Study CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

§ 5 | 3 1
) * ; o it |

Ly 488 ‘ 328 T 3057 o d L =P
B ..' R/ i ) 1 | € ) ? ) 4 ' .'f"
8, . g ¥ / | " x 9 3 b |
F R B { ok b T |

0 2188 Ble ; ‘ :.:»ug“tj*srﬁ :

y
Ak
&
o
o
]
i
i
B
4-
-
~2
E{?

2]

.j\&. p

i

X
Y

i
§
1

,._
3
- — S
b
.
4
S )
i tem e

3
B! pgars SENe ol
e j
o S, -
cpg 0t
-
-t

woge

r Clc
bl |83t 5 e .=
IR e s, [
.= =
= ‘. ,1"' r 7 J 3

=8 ~ R
. Y |
3 i 4 :
- 3 i¢
. t o | 51
) & 3 3
= !

S gk b, e s

i
&

4§

kel

3

N o

e,

e

Figure 2-1 124 Street / Wihkwéntéwin Priority Growth Areas

CIM/KF

'



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

2.1.2 156 Street / Stony Plain Road

The Stony Plain Road and 156 Street priority growth areas are illustrated in Figure 2-2. Due to their
proximity; these two areas have been considered together. Both the 156 Street Secondary Corridor
and Stony Plain Road Primary Corridor were selected for their opportunity to increase population
around planned Valley Line West LRT stops to support future ridership. The Stony Plain Road Primary
Corridor was also selected to leverage existing strong market interest in the area.

The Stony Plain Road Primary Corridor runs from 126 Street in the east to 172 Street in the west. It
runs through the neighbourhoods of Westmount, Glenora, Grovenor, Crestwood, Canora, West
Jasper Place, Britannia-Youngstown and Glenwood.

The City Plan identifies Primary Corridors as the largest, most vibrant, and most prominent urban
streets in the city and region. They serve as destinations in and of themselves, but also provide critical
connections between nodes, the rest of the city, and the region. Primary Corridors target a minimum
density of 150 people per hectare through mostly mid and some high-rise buildings.

The 156 Street Secondary Corridor runs from 87 Avenue in the south to 111 Avenue in the north. It
runs through the neighbourhoods of Glenwood, West Jasper Place, Sherwood, Meadowlark Park,
Canora, Britannia-Youngstown, Mayfield and High Park.

The City Plan defines Secondary Corridors as vibrant streets smaller in scale to Primary Corridors and
with a more residential character, some commercial clusters, and local destinations for surrounding
communities. Secondary Corridors target a minimum density of 75 people per hectare through low
and some mid-rise buildings.

Based on data from the RTM, a high-level review of demographic changes is summarized in Table
2.2 and Table 2.3 for Stony Plain Road and 156 Street, respectively. Targeted intensification arising
from PGA rezoning, combined with organically occurring property redevelopment, is expected to
add 13,200 people to the Stony Plain Road and 156 Street areas by the post-development
population horizon.

Baseline With PGA Rezoning
Development
(Modelled)
Population 8,600 19,630
Number of Units 4,370 11,730
Daily Trips per Household 7.86 6.79
% Trips by Sustainable Modes 25.28% 29.44%
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Baseline With PGA Rezoning
Development
(Modelled)
Population 7,210 9,420
Number of Units 3,620 5,100
Daily Trips per Household 7.84 7.29
% Trips by Sustainable Modes 23.66% 24.80%
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2.1.3 University - Garneau

The University-Garneau priority growth area is illustrated in Figure 2-3. The University-Garneau
Major Node vacancy rate was around 1 percent in 2023. There is a significant need to increase the
amount of available housing, which is one of the key reasons this area was selected.

The University-Garneau Major Node generally extends from the River Valley south to 80 Avenue and
110 Street west to 118 Street. It is home to the University of Alberta, a significant institutional
presence in the area which attracts visitors from across the local metropolitan region and beyond
along with staff and student populations. Furthermore, the University of Alberta and Stollery
Children’s Hospitals are also situated within the University lands. In addition to its resident
population, the node comprises a major health and education hub with direct access to the
Capital/Metro Line LRT along with major arterial streets including 109 Street and 82
Avenue/University Avenue.

The City Plan defines Major Nodes as mixed-use destinations and urban communities which function
as dense residential areas and employment hubs featuring large institutions, strategically located to
serve broad catchment areas within Edmonton and the metropolitan region. A Major Node targets
a minimum density of 250 people per hectare through mid and high-rise buildings

Based on data from the RTM, a high-level review of demographic changes is summarized in Table
2.4 for the University-Garneau area. Targeted intensification arising from PGA rezoning, combined
with organically occurring property redevelopment, is expected to add 5,080 people to the
University-Garneau area by the post-development population horizon.

Baseline With PGA Rezoning
Development
(Modelled)

Population 14,300 19,380
Number of Units 8,410 11,800
Daily Trips per Household 6.64 6.35

% Trips by Sustainable Modes 58.73% 60.56%

! (CMHC)
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https://www03.cmhc-schl.gc.ca/hmip-pimh/en/Profile?geoId=0340&t=3&a=6#Profile/034003/5/University
https://www.cmhc-schl.gc.ca/professionals/housing-markets-data-and-research/housing-data/data-tables/rental-market/rental-market-report-data-tables
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2.2 Travel Demand Assumptions

A number of assumptions were necessary to establish baseline and forecast scenarios.

Given that some population centres changed while employment areas were kept the same in the
post-development population horizon, some travel patterns (origin / destination pairs) and modes
choices are expected to change in the PGA scenario as compared to the Baseline scenario. This is a
data limitation. Population growth will continue to occur in suburban neighbourhoods in addition to
the PGA-related densification in core neighbourhoods; similarly, new employment centres may
morph over time and may not reflect the model demographics.

It is assumed that the Valley Line West (VLW) Light Rail Transit (LRT) extension will be operational by
the post-development population horizon, running along 104 Avenue / Stony Plain Road before
turning south along 156 Street and west along 87 Avenue.

It is assumed that work on the Yellowhead Trail Freeway Conversion and Terwillegar Drive projects
will similarly be complete, as will the Imagine Jasper Avenue project west of 114 Street. Furthermore,
the demand assumptions do not consider roadway network changes from temporary closures due
to construction.

It is assumed that all Active Transportation infrastructure identified in the 2024 - 2026
project list will be built by the post-development population

horizon. These projects focused on connectors within Anthony Henday Drive, near-term priorities

identified in the Bike Plan Implementation Guide, and routes within high bike-trip potential areas.

The mode split for households in PGA zones are much higher than citywide splits. The citywide
sustainable mode split (transit and active modes) predicted in the RTM is 23.15% while the
sustainable mode split in PGA zones ranges from 24.8% (156 Street) to 60.56% (University /
Garneau). Priority Growth Areas were chosen based on their proximity to transit hubs, the existing
and planned cycling network, and employment centres. Two insights can be drawn from these mode
splits:

1. Densification in PGA will increase the demand for automobile travel, However, with better
transit accessibility, availability of connected bike network, and higher proximity to amenities
within the PGA, the rate of growth for vehicle travel demand is expected to be lower than
typical suburban neighborhoods in Edmonton.

2. A PGA with lower mode split (such as 156 Street) indicates a neighbourhood is underserved
by sustainable transportation choices and dense, mixed-use development.


https://www.edmonton.ca/projects_plans/roads/active-transportation-network-improvements-project
https://www.edmonton.ca/projects_plans/roads/active-transportation-network-improvements-project
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2.2.1 Traffic Demand

Table 2.5 compares trips to, from, and within the 124™ Street / Wihkwéntéwin traffic districts for the
post-development population horizon with and without PGA re-zoning.

Baseline With PGA Change Change (%)
Rezoning
Development
AM Peak Vehicles Trips 16,669 22,876 6,207 37.2%
AM Peak Trips (All Modes) 31,617 47,403 15,786 49.9%
PM Peak Vehicle Trips 22,881 31,446 8,565 37.4%
PM Peak Trips (All Modes) 43,429 65,559 22,130 51.0%
% Sustainable Mode Split 42.27% 45.04% - 6.6%

Table 2.6 and Table 2.7 compare trips to, from, and within the Stony Plain Road and 156 Street
traffic districts for the post-development population horizon with and without PGA re-zoning.

Baseline With PGA Change Change (%)
Rezoning
Development
AM Peak Vehicles Trips 5,775 9,737 3,962 68.6%
AM Peak Trips (All Modes) 10,690 18,616 7,926 74.1%
PM Peak Vehicle Trips 7,983 12,856 4,873 61.0%
PM Peak Trips (All Modes) 13,684 23,516 9,832 71.9%
% Sustainable Mode Split 25.28% 29.44% - 16.5%

Baseline With PGA Change Change (%)
Rezoning
Development
AM Peak Vehicles Trips 3,791 4,703 912 24.1%
AM Peak Trips (All Modes) 6,902 8,593 1,691 24.5%
PM Peak Vehicle Trips 4,951 6,170 1,219 24.6%
PM Peak Trips (All Modes) 8,647 10,729 2,082 241%
% Sustainable Mode Split 23.66% 24.80% - 4.8%
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Table 2.8 compares trips to, from, and within the University traffic district for the post-development
population horizon with and without PGA re-zoning.

Baseline With PGA Change Change (%)
Rezoning
Development
AM Peak Vehicles Trips 8,214 9,154 940 11.4%
AM Peak Trips (All Modes) 19,704 23,340 3,636 18.5%
PM Peak Vehicle Trips 13,422 14,305 883 6.6%
PM Peak Trips (All Modes) 30,158 34,323 4,165 13.8%
% Sustainable Mode Split 58.73% 60.56% - 3.1%
2.3 Post-Pandemic Travel Behaviour

The City Plan was initially developed prior to the Covid-19 pandemic and adopted by City Council
in December 2020, as we were collectively reacting to a changed societal landscape. The Plan “is a
testament to the power of [...] an optimistic outlook, a willingness to shift our route to that destination
as conditions change, and the reality that what happens in the world will always impact the speed with
which we reach our destination”.

The way we travel was fundamentally impacted by Covid-19.

In a study of the United States?, work-from-home / flexible work arrangements for knowledge
workers was anticipated to increase by 30% following the easing of pandemic gathering and
travel restrictions. As a result, commuting by car was anticipated to drop 9% (from 71.9% to
65.5%) and commuting by transit was anticipated to drop 31% (from 10.9% to 7.5%). Though
less robust, data published by Statistics Canada® found that, at the national level, 18.7% of
employed people worked mostly from home in 2024 compared 7.1% in 2016. While transit
ridership has returned to pre-pandemic levels, some auto commuting reductions may be
expected in Edmonton.

Temporal demands have shifted, resulting in peak hour spreading. This phenomenon frees
previously used road capacity that could be reallocated to other users with fewer negative
trade-offs to drivers.*

Based on a high-level review of traffic counts within the study limits, traffic volumes in the
peak periods were consistently lower in 2024 compared to 2016/2017. For example, at 124
Street and 102 Avenue, volumes for most approaches were 10% to 25% lower in 2024

2 Javadinasr M, Maggasy T, Mohammadi M, et al. The Long-Term effects of COVID-19 on travel behavior in
the United States: A panel study on work from home, mode choice, online shopping, and air travel.
3 Statistics Canada: More Canadians Commuting in 2024

4 Bhagat-Conway MW, Zhang S. Rush hour-and-a-half: Traffic is spreading out post-lockdown.
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compared to 2017. At 109 Street and 83 Avenue, volumes along 109 Street were
approximately 20% lower in 2024 compared to 2017.

As of late 2023, a study by the University of Toronto® estimates that pedestrian traffic in
Edmonton’s Central Business District was roughly 80% of pre-pandemic levels.

Online shopping for commercial goods and daily needs grew during and after the pandemic.
In-person grocery shopping was common pre-pandemic and while it is anticipated to remain
the predominant form of grocery shopping post-pandemic it is anticipated to decrease by
8% (from 89.9% to 82.8%). The volume of commercial vehicles is anticipated to increase to
reflect this demand for online shopping. ?

Travel patterns and mode choice are not static, responding to the social and physical world around
us. Via the City Plan, Edmonton is committed to provide a range of robust travel options for all road
users in the future.

Overall, this means that post-pandemic highest peak hour volumes are generally lower than pre-
pandemic volumes, with more peak spreading and day to day peak hour differences. This trend is
reflected in available City Average Annual Weekday Traffic (AAWDT) volume data, which shows that
overall daily volumes as of 2023 have began to meet or exceed pre-pandemic (2019) volumes by
around 10% in developed areas.

Given that the City’'s modelling information is based on pre-pandemic traffic patterns, peak hour
traffic volume results from the City’'s DTA model are anticipated to be conservative compared to real
world traffic volumes. Because daily trips are not impacted by peak spreading while a decrease in
commuter trips is offset by an increase in commercial trips, overall daily volumes are anticipated to
be consistent.
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As Edmonton's population continues to grow, the traditional model of vehicle-focused road
expansion is becoming increasingly unsustainable, particularly in well-established and developed
areas. Instead, the City is embracing a multi-modal approach aimed at moving people, and not just
vehicles, more efficiently.

The Mobility Assessment Approach introduces the Multi-Modal Level of Service (MMLOS)
framework, complementing the conventional, vehicle-centric Level of Service (LOS) quantitative
methods. Historically, the traditional LOS framework used for transportation planning has
quantitatively reviewed vehicle travel and qualitatively considered the safety and experience of other
road users such as pedestrians, cyclists, and transit users. The MMLOS framework quantitatively
considers the needs and experiences of all transportation users and allows planners and engineers
to contextualize the assessment to match the character of the street and supporting policy objectives.
This combined approach reflects the City's broader objective of creating a vibrant, sustainable, and
connected urban environment that prioritizes the movement of people over vehicles.

Central to this new approach is congestion acceptance and management. Recognizing that some
vehicle congestion is inevitable in dense, multi-use areas, the City instead aims to redistribute road
space to prioritize the most efficient and equitable forms of movement. MMLOS allows for the
adjustment of LOS ratings based on context, policy priorities, and user experience, acknowledging
that lower vehicle LOS may be acceptable, or even desirable, when other users benefit.

The methodology employs tools and targets drawn from the Ontario Traffic Council's MMLOS
Guidelines, adapted to reflect Edmonton’s local street classifications as well as local policy
documents including the City Plan, District Plans, Bike Plan, and Mass Transit Strategy. It evaluates
corridor and intersection performance using detailed criteria for each travel mode, assigning grades
from A (highest quality experience) to F (minimal acceptable standard). These grades inform design
and investment decisions, ensuring alignment with broader city-building objectives.

Section 3 outlines a toolkit of mitigation measures that can improve LOS for various modes within
existing right-of-way constraints, ranging from sidewalk enhancements to transit priority measures.
It also compares the MMLOS process to traditional Transportation Impact Assessments (TIAs),
emphasizing its more holistic and equitable lens.

Overall, the use of MMLOS provides a comprehensive and future-forward blueprint for evaluating
and managing mobility in a growing, multimodal Edmonton.

3.1 Congestion Acceptance and Management

As the population of Edmonton grows towards two million residents, the total number of trips will
increase substantially. In re-development areas, right-of-way is not available to endlessly expand the
roadway to maintain vehicle Level of Service (LOS) at current levels. This is reinforced by the City
Plan, “with the exception of [...] future growth areas, there will be limited opportunities to build or
widen roads. Continued expansion of the road network, as a general strategy, is not an efficient use
of limited resources and constraint space. We will prioritize a shift away from conventional investment
in road expansion towards a greater diversity of modes that move people efficiently”.
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Priority Growth Areas
Within Priority Growth Areas, the City intends to focus on reusing current road right-of-way space to
move as many people as possible, rather than as many vehicles as possible. While the movement of
personal and commercial vehicles will always play a role in Edmonton’s Mobility Network, the City
Plan affirms that "Edmonton will maximize the efficiency of existing road infrastructure and implement
targeted improvements in the road network using innovative technology and operational
improvements”. As such, right-of-way space will be re-distributed between the various forms of
travel, and the remaining vehicle space will be maximized to operate as efficiently as possible.
Traditional measures of vehicle LOS are anticipated to deteriorate in the future as the City and
regional population continues to grow.

The City Plan sets forward clear intentions to change the way transportation Level of Service is
evaluated. "We will move past traditional ways of measuring network performance aimed exclusively
at improving vehicle delay and will pursue a holistic approach that also evaluates the mobility system
in terms of public health and safety, equity, impacts to climate, the natural environment and urban
form. Increasing efficiency of publicly owned facilities will also mean managing and treating parking,
curbside space, and roadways as strategic public assets”.

The Multi-Modal Level of Service (MMLOS) approach to the
mobility assessment outlined in Section 3.2 is designed to
contextualize vehicle LOS within the experiences of other road

MMLOS Example

The primary function of a

users. A level of service 'F' for vehicles calculated using traditional
methodologies may realistically be adjusted to a level of service
‘D’ (a more acceptable level) when considered within the broader
mobility context for a given street. Congestion acceptance and
congestion management become key components of the
transportation planning and traffic engineering toolkit to make
the most out of the constrained space. The adoption of MMLOS
demonstrates the City's intention to move away from traditional
car-oriented transportation investments and mobility policies to
multi-modal approaches that prioritizes movement of people
over vehicles. However, this does not mean that the City will stop

downtown street designed to
support retail, restaurants,
and patios might be the low-
stress movement of foot
traffic. When evaluated using
traditional LOS methods, this
street may be assigned a LOS
‘'F' because it fails to move as
many vehicles as efficiently as
possible. MMLOS considers
that the slow progression of

investing in roadway expansions, upgrades, and maintenance.
Instead, future planning, assessment, and investment in the
mobility network will consider experiences and efficiencies of all
users, including non-drivers and passengers.

traffic may be more valuable
than efficiency in certain
contexts.

Beyond infrastructure improvements which seek to utilize space more efficiently across the mobility
network, additional actions and incentives should be considered as part of the City's future approach
to travel demand management to encourage greater use of sustainable transportation modes
towards the goal of reaching 50% of daily trips being made by walking, cycling, or transit within
Edmonton. While the PGA mobility study does not consider measures beyond changes to physical
infrastructure in detail, policies and programs aimed at reducing vehicle volumes can complement
these changes to encourage greater use of sustainable modes. Incentives could include increasing
transit frequency, reducing transit fares for all or equity-deserving groups, integrating bikeshare and
rideshare programs into the City’s transit network as a single Mobility-as-a-Service (MaaS) system,
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and expanding secure bike storage at transit stations. Disincentives to driving including congestion
pricing and increased parking fees. As the City moves towards a multi-modal focused approach to
mobility, these and other prospective measures should be assessed further as part of future studies.

3.2 Quantitative Assessment Approach

Level of Service (LOS) has historically used the Highway Capacity Manual (HCM) methodologies. LOS
reflects the anticipated amount of delay a vehicle is likely to encounter while travelling through a
study intersection around the same time-period as the analysis was completed.

However, the Ontario Traffic Council (OTC) Multi-Modal Level of Service (MMLOS) Guidelines note
“Since traditional LOS evaluations focus on vehicle delay and congestion (through metrics like
intersection delay and volume-to-capacity or v/c ratios), they classify intersections that enable efficient
and convenient conditions for drivers as well performing and intersections that are congested as
poorly performing. But this approach does not take into consideration how any other users experience
the intersection or if the efficient movement of vehicles is even aligned with the intent of that
intersection within a municipality’s larger planning context. As a result, the traditional LOS leads to
design decisions that consistently prioritize the car above all other modes of travel. In response, an
MMLQOS approach offers municipalities a tool to evaluate and build streets that enable and encourage
travel by modes other than the car.”

The MMLOS approach provides LOS analysis for pedestrians, cyclists, and transit vehicles (busses)
in addition to cars and trucks. This methodology features a broader set of criteria (discussed in
Section 3.2.3) for each mode besides delay, with each criterion (or measure) assigned a weight that
is applied in the overall analysis. While the LOS values for each mode follow the same letter
designation from LOS A to LOS F as conventional HCM analysis, the LOS values calculated using the
MMLOS approach are independent of the LOS used in the HCM methodology. Although traditional
analysis of vehicle delay will still yield HCM results, the MMLOS analysis establishes a new way to
define and evaluate LOS for all roadway users rather than solely focusing on the delays and
congestion encountered by private vehicles. HCM LOS results remain applicable in the development
of signal timing plans and geometric changes aimed to reduce vehicle delay.

Given the multi-modal nature of this project, a methodology such as the OTC MMLOS guidelines
allow consideration of the overall operation of the mobility network within each Priority Growth Area.

3.2.1 MMLOS Targets

The OTC sets MMLOS target for pedestrians, cyclists, transit, trucks, and cars based on the
characteristics of the street and surrounding land use. Table 3.1 matches City of Edmonton street
classifications from the latest draft of the Complete Streets Design and Construction and Standards
(CSDCS) to the street classifications used by the OTC. While some characteristics of the OTC
classifications may not directly align with those of Edmonton, comparable streets are listed as
examples which currently exist within the city. Additionally, many of the OTC classifications place
greater priority towards pedestrian, transit, and cycle modes, which matches the City’s expectations
of emphasizing people-moving capacity and providing safe options for all road users.
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Of note, the City is in the process of updating the CSDCS, which includes an expanded street
classification that has been incorporated in the table below. The updated document is expected to
be published in Q3 2025.

Edmonton Street

Ontario Traffic Council Street Classification

Classifications
Downtown Core Downtown Avenue
Roadway « A street through a high-activity central business area or urban core
Examples: » Moves moderate volumes of cycling, transit and vehicular traffic
« 104 Street » Priority on enhanced pedestrian environment; balances priority of other modes
« 108 Street » Width of vehicle zone is minimized

« Urban design is highest quality
Street Oriented Mixed Urban Main Street

Used / Commercial « A community “"Main Street” or "High-street”; adjacent land use is primarily retail or
Arterial Street mixed-use commercial
Examples: « Moves moderate volumes of pedestrian, cycling, transit and vehicular traffic; might

« Whyte Avenue have transit priority features or lanes
. 124 Street « Balances priority between all modes
« Public realm is typically pedestrian (people) oriented; key local community
destination

« Street design typically emphasizes access over mobility

Street Oriented Urban Boulevard
Collector Street « A multimodal corridor through an urban neighbourhood
Examples: » Moves moderate volumes of pedestrian, cycling, transit and vehicular traffic
« Towne Centre » Balances priority between all modes
Boulevard « Adjacent land uses vary including residential, light commercial, schools, parks and
« Gault Boulevard community centres
Non-Street Oriented Neighbourhood Connector
Arterial Street « Major mobility corridor that connects neighbourhoods
Examples: + Moves high volumes of vehicles over moderate distances
« 23 Avenue « Priority on vehicles and trucks; balances service to other modes
« 137 Avenue  Street design ideally has dedicated facilities for Active Transportation modes

Street Oriented Mixed = Neighbourhood Main Street

Use Arterial or « A community “Main Street” or “"High-street”; street balances mobility and access
Collector Street « Moves moderate to high volumes of cycling, transit and vehicle movements
Examples: « Balances priority of all modes

« Mill Woods Road « Traditionally “auto-oriented” land use, but often subject to intensification or

« Fort Road redevelopment

« Likely to have mixed, but predominantly commercial land-use
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Edmonton Street
Classifications

Ontario Traffic Council Street Classification

Residential Collector or Neighbourhood Boulevard

Enhanced Local Street « A multimodal corridor through a suburban neighbourhood

Examples: » Moves low to moderate volumes of cycling and vehicle movements
« Glenridding Boulevard | « Priority on cycling and pedestrian modes, balances other modes

« McConachie Boulevard =« Adjacent land uses vary including residential, light commercial, schools, parks and
community centres

Principal Roadway or Industrial Connector

Truck Route Arterial « Major mobility corridor that connects industry with the surrounding areas and
Street regional highway/ freeway network

Examples: « Moves high volumes of vehicles and trucks over moderate distances

« 170 Street o Priority on trucks with typically limited pedestrian accommodation; balances
« 91 Street service to other modes

« Adjacent land uses are often industrial/ manufacturing

Industrial Collector Industrial Boulevard

Street « A multimodal corridor through an industrial area that connects employees to jobs
Examples: « Moves moderate volumes of trucks, transit, cyclists and pedestrians

o 99 Street « Priority on trucks, balances other modes

e 114 Avenue « Adjacent land uses are often industrial/ manufacturing

Based on the comparable street classifications from the OTC, the following MMLOS targets have
been adopted from the guidelines and applied to the comparable Edmonton street types as
summarized in Table 3.2. These targets are used for the analysis undertaken in Section 5.

LOS Target

OTC / Edmonton Street Classifications

Bike Transit Truck Cars

Downtown Avenue
Downtown Core Roadway B < b D b
Urban Main Street
Street Oriented Mixed Used / Commercial Arterial Street c € 2 2 2
Urban Boulevard
Street Oriented Collector Street C B D n/a E
Nelghbourho.od Connectpr e D B D D
Non-Street Oriented Arterial Street
Neughbo.urhood Mam Street . C C D D D
Street Oriented Mixed Use Arterial or Collector Street
Neighbourhood Boulevard
Residential Collector or Enhanced Local Street D B D G/ E
Industrial Connector

E D D B D
Principal Roadway or Truck Route Arterial Street
Industr"lal Boulevard D D D B £
Industrial Collector Street
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The description of LOS by each mode is included in Table 3.3 as per the OTC guidelines. These
descriptions align with the objectives of Edmonton’s CSDCS document which emphasize safety and
collision prevention in street design, with modal priority being dependent on road classification.
Generally, each of the respective LOS designations imply the following for a given mode:

LOS A - Provides the highest quality experience for a given mode

LOS B - Provides a high-quality experience for a given mode

LOS C - Provides a good-quality experience for a given mode

LOS D - Provides a moderate-quality experience for a given mode

LOS E - Provides just above the minimal targeted standard for a given mode

LOS F - Provides the minimal targeted standard for a given mode.
The meaning of LOS F in the MMLOS process differs from that of a conventional HCM analysis for
traffic movements. Rather than being considered an outright “failure” solely based on delay, an LOS
F for each mode in the MMLOS analysis reflects an extremely poor-quality, delayed, and/or unsafe
experience, while still technically being traversable for users of that particular mode. Failure of a
particular mode in the MMLOS context would instead mean that no facilities are provided at all. For
instance, this would mean the absence of any space for pedestrians or cyclists at a given intersection,

thus rendering the space impassable and resulting in the mode effectively being excluded from the
MMLOS analysis process. This is discussed further in Section 3.2.3.

CIM/F



Priority Growth Areas

LOS A

Pedestrians always
have sufficient space
to walk orroll in a
social manner that is
removed from traffic

LOS B

o Pedestrians very often
have sufficient space
to walk orroll in a
social manner that is
removed from traffic

LOS C

e Pedestrians often have

sufficient space to walk
or roll in a social
manner that is removed
from traffic nuisance

LOS D

e Pedestrians

occasionally have
sufficient space to walk
or roll in a social
manner that is
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LOSE

Pedestrians rarely have
sufficient space to walk
or roll in a social
manner that is
removed from traffic

LOSF

Pedestrians do not
have sufficient space
to walk orroll in a
social manner that is
removed from traffic

Exposure to conflict at
intersections is always
minimized

optimized for cyclists
e Exposure to conflict

at intersections is very

often minimized

Exposure to conflict at
intersections is often
minimized

Exposure to conflict at
intersections is
occasionally minimized

Exposure to conflict at
intersections is rarely
minimized

" nuisance nuisance Crossing distance and removed from traffic nuisance nuisance
E Crossing distance and | » Crossing distance delay at intersections is nuisance Crossing distance and Crossing distance and
= delay at intersections and delay at often optimized for Crossing distance and delay at intersections delay at intersections
0 is always optimized for intersections is very pedestrians delay at intersections is is rarely optimized for is not optimized for
g pedestrians often optimized for Crossing locations are occasionally optimized pedestrians pedestrians
o Crossing locations are pedestrians often located with for pedestrians Crossing locations are Crossing locations are
always located with e Crossing locations sufficient frequency to Crossing locations are rarely located with not located with
sufficient frequency to are very often located minimize detour occasionally located sufficient frequency to sufficient frequency to
minimize detour with sufficient with sufficient minimize detour minimize detour
frequency to frequency to minimize
minimize detour detour
Cyclists always have e Cyclists very often Cyclists often have Cyclists occasionally Cyclists rarely have Cyclists do not have
sufficient space to ride have sufficient space sufficient space to ride have sufficient space to sufficient space to ride sufficient space to ride
in a social manner that to ride in a social in a social manner that ride in a social manner in a social manner that in a social manner that
is removed from traffic manner that is is removed from traffic that is removed from is removed from traffic is removed from traffic
@ nuisance removed from traffic nuisance traffic nuisance nuisance nuisance
g Delay at intersections nuisance Delay at intersections is Delay at intersections Delay at intersections Delay at intersections
; is always optimized for | e Delay at intersections often optimized for is occasionally is rarely optimized for is not optimized for
v cyclists is very often cyclists optimized for cyclists cyclists cyclists

Exposure to conflict at
intersections is not
minimized

L

A A
Y A
AN




Transi

Trucks

Cars

Priority Growth Areas

LOS A

Transit riders’
experience is always
seamless and
attractive

Transit vehicles are
never impeded by
other traffic

The pedestrian
environment leading
to transit stops
provides the highest
quality experience

Driver is always able to
navigate turns with
minimal concern for
infringing on other
lanes or facilities
Drivers never
experience delay due
to congestion

Drivers never
experience delay due
to congestion

Parking and loading
options are always
available where
appropriate
Dedicated turn lanes
are always provided
when warranted

LOS B

e Transit riders’
experience is very
often seamless and
attractive

e Transit vehicles are
rarely impeded by
other traffic

e The pedestrian
environment leading
to transit stops
provides a high-
quality experience

e Driver is very often
able to navigate turns
with minimal concern
for infringing on other
lanes or facilities

e Drivers rarely
experience delay due
to congestion

e Drivers rarely

experience delay due
to congestion

* Parking and loading

options are very often
available where
appropriate

e Dedicated turn lanes

are very often
provided when
warranted

LOS C

e Transit riders’
experience is often
seamless and attractive

« Transit vehicles are
occasionally impeded
by other traffic

e The pedestrian
environment leading to
transit stops provides a
medium-quality
experience

e Driveris often able to
navigate turns with
minimal concern for
infringing on other
lanes or facilities

e Drivers occasionally
experience delay due
to congestion

« Drivers occasionally

experience delay due
to congestion

e Parking and loading

options are often
available where
appropriate

e Dedicated turn lanes

are often provided
when warranted

LOS D

Transit riders’
experience is
occasionally seamless
and attractive

Transit vehicles are
often impeded by
other traffic

The pedestrian
environment leading
to transit stops
provides a low-quality
experience

Driver is occasionally

able to navigate turns
with minimal concern

for infringing on other
lanes or facilities

Drivers often
experience delay due
to congestion

Drivers often
experience delay due
to congestion

Parking and loading
options are
occasionally available
where appropriate

Dedicated turn lanes
are occasionally
provided when
warranted
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LOS E

Transit riders’
experience is rarely
seamless and
attractive

Transit vehicles are
very often impeded by
other traffic

The pedestrian
environment leading
to transit stops
provides the minimal
acceptable experience

Driver is rarely able to
navigate turns with
minimal concern for
infringing on other
lanes or facilities

Drivers very often
experience delay due
to congestion

Drivers very often
experience delay due
to congestion

Parking and loading
options are rarely
available where
appropriate
Dedicated turn lanes
are rarely provided
when warranted

LOS F

Transit riders’
experience is not
seamless or attractive

Transit vehicles are
almost always
impeded by other
traffic

The pedestrian
environment leading
to transit stops is
nonexistent

Driver is not able to
navigate turns with
minimal concern for
infringing on other
lanes or facilities
Drivers almost always
experience delay due
to congestion

Drivers almost always
experience delay due
to congestion

Parking and loading
options are not
available

Dedicated turn lanes
are not provided when
warranted
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3.2.2 Adjusting LOS Targets

Several other City documents relate directly to the PGA mobility study, either with regards to
strategic direction or planned infrastructure.

The City Plan is a combined transportation and municipal development plan that establishes a
planning framework towards a future population of two million people. This plan outlines an
integrated land use and mobility system centred around a series of nodes and corridors across the
City which will facilitate future urban intensification and mobility options. Many of these nodes and
corridors overlap with the PGA areas identified as part of this study.

The City Plan establishes the general priorities which guide infrastructure planning for the mobility
network. Many of these priorities centre on a goal of reaching 50% of daily trips being made by
walking, cycling, or transit within Edmonton. To help achieve this goal, future transportation
infrastructure within the PGA redevelopment areas must be designed to support the various policy
intentions and subsequent directions within the City Plan which relate to sustainability, efficiency,
and equity within the mobility network. Some key directions include:

Policy Intention 4.2.1:
» 4.2.1.1 Integrate mass transit with surrounding development

» 4.2.1.2 Plan and design active transportation and transit networks in support of nodes and
corridors

» 4213 Adapt City operations, equipment, and infrastructure to contribute to
intensification

Policy Intention 4.3.1: Ensure that the mobility system enables the efficient movement of
people and goods within Edmonton and the Metropolitan Region

» 4.3.1.2 Accept levels of congestion in different contexts to ensure an efficient use of
resources

Policy Intention 1.3.3: Support the elimination of poverty, its root causes and disparity in
Edmonton’s communities.

» 1.3.3.5 Prioritize transportation investments and operations for people experiencing
vulnerability.

To align with these points in the City Plan, standard MMLOS targets applied to both intersections
and corridors based on the existing road classification (see Table 3.2) may be adjusted to reflect the
planning objectives outlined in various supporting documents, as these documents have identified
future infrastructure within the PGA areas. These supporting documents include the applicable
District Plans, the Bike Plan, Mass Transit Study, and the Goods Movement Network. These plans
show the existing and future networks for these modes, which is an important consideration when
evaluating the target LOS for a particular mode. For example, when a corridor is identified as a
priority route for transit through the City Plan and the applicable supporting documents (in this case,
the Mass Transit Study and District Plans), the target LOS for transit should be increased by one
grade. Adjustments to Levels of Service should be limited to an increase or decrease of no more
than one grade from the base LOS for the given road classification.

C IMT
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However, the adjustment of LOS targets is context dependent given local considerations and the
baseline LOS target given by the existing road classification. For instance, if a future bike route falls
on a street classified as an Urban Boulevard (or Street-Oriented Collector Street in Edmonton), this
gives a default cycling target LOS of B for this road classification. In this case, adjusting the target
bike LOS to A is not warranted given that an LOS B is likely acceptable for an Urban Boulevard, so
long as cyclists are provided with safe passage. Adjusting the intersection or corridor configuration
to give more space to bikes and achieve a LOS A may reduce the performance of other modes and
thus is not necessary given the unique circumstances. Similar instances have been identified in the
analysis for transit and pedestrian modes at various intersections, which are discussed in Section 5.
Furthermore, considerations towards trade-offs in the assessment process are further discussed in
Section 3.2.3.5.

The following sections provide further details on each of the supporting documents used in adjusting
MMLOS targets, guided by the policy priorities of the City Plan.

3.2.21 District Plans

District Plans outline envisioned development patterns and high-level infrastructure upgrades
anticipated within groups of neighbourhoods which form a total of 15 districts across the City. The
plans identify specific places where density and development are encouraged but on a more local
and detailed level. These plans also outline where investments or changes should be made by the
City to support targeted development (or “growth activation”) in certain areas in tandem with
population growth horizons. For example, this may include new or upgraded parks or amenities,
specific areas targeted for future rezoning, and planned upgrades to the transportation network
along the corridors within each district such as bike and mass transit routes. Several of the District
Plans overlap with the identified PGA areas as part of this study.

Notably, the District Plans identify pedestrian priority areas where the safety and comfort of
pedestrians are the most important considerations affecting the design and use of road right of way.
The Design Policy explicitly notes that pedestrian experiences should be prioritized over maximizing
the movement of vehicles. Therefore, the target pedestrian LOS at intersections which fall within a
pedestrian priority area were increased by one level to support the implementation of this policy.
Generally, this meant adjusting the pedestrian LOS to a level ‘B’ if the default target based on the
street classification is lower than this.

3.2.2.2 Bike Plan and Bike Plan Implementation Guide

The City's Bike Plan provides strategic direction for how the City plans, designs, implements,
operates and maintains bike infrastructure and programs, with further details on implementation,
timelines, and route prioritization being provided within the Bike Plan Implementation Guide. The
Implementation Guide includes a map of current and future bike routes which aim to connect
missing links, provide cycling access to new areas, and increase the number of trips made by cycling.
These are categorized into District Connector Routes, Neighbourhood Routes, and River Valley
District Connector Routes and Shared Pathways. Several of these routes fall within the PGA areas,
with some considered for near-term implementation.
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The target cycling LOS at most intersections with existing or future bike infrastructure identified
within the bike plan was adjusted upwards by one level where cycling infrastructure currently exists
or was identified in the Bike Plan Implementation guide, depending on the facility, route type, and
road classification. Overall, the analysis has sought to identify suitable north-south and east-west
cycling routes for each intersection, whether they exist or are planned for the respective corridor.
Some cases of larger intersections with prioritization of transit and vehicle movements have been
purposely excluded from considering cycling LOS so long as a suitable alternative route exists or is
identified in the Bike Plan, usually within a range of one to three city blocks and for both directions.

This approach does not exclude the possibility of additional cycling infrastructure at other
intersections within the study area. Some other intersections have been identified which lack any
reasonable and safe alternatives to accommodate cyclists’ movement in the local area. Depending
on the context, additional recommendations have been made to ensure the safe and efficient
movement of cyclists while making reasonable accommodations for the movement of vehicles
depending on the roadway classification, the presence of planned or existing designated bike
corridors, and the type of bike facility. These recommendations are captured in Section 5.

3.2.2.3 Edmonton Mass Transit Study

The Edmonton Mass Transit Study for a 1.25 million population identifies a network of current and
future corridors with varying transit service depending on the level of separation from conventional
traffic along with stop and schedule frequency. This includes the following categories which are
designed to provide a quicker and higher capacity service compared to conventional bus services:

Limited Stop Rapid Transit: Allows faster travel than local and frequent bus routes by stopping
at strategic locations and bypassing intermediate stops. These future routes are classified as
Rapid Bus Routes, with several planned for implementation within the study PGA’s and
possibly utilizing higher capacity vehicles and varying transit priority.

Semi-Exclusive Routes: Allows transit vehicles, like buses, to operate in a separate lane from
other vehicles for parts of the corridor and are mixed with vehicles for other parts (i.e., at
intersections, driveways and/or turn lanes). These types of routes are sometimes described
as bus rapid transit (BRT). Within the PGA areas of this study, semi-exclusive routes include
future routes B1 and B2 through the University/Garneau PGAs.

Light Rail Transit (LRT): A style of urban, rail-based passenger service which can provide high
capacity and speed but typically travels slower and uses smaller vehicles than heavy rail
systems. In Edmonton, LRT includes High Floor LRT (Capital and Metro Lines) and Low Floor
LRT (Valley Line). The under-construction Valley Line is the primary transit corridor which
passes through many of the intersections within the Wihkwéntéwin, 124 Street, 156 Street,
and Stony Plain Road PGA's. The Capital Line, meanwhile, interfaces with a single intersection
within the University - Garneau PGA.

C IMT



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

Although the exact routing along with the extent of traffic separation and transit priority measures
for much of the future bus routes (Rapid Bus and BRT) will not be known until the design stage, the
target transit LOS at most intersections along future transit corridors (including the Valley Line) have
been adjusted upwards by one level to facilitate fast and efficient transit service while making
reasonable accommodations for private vehicles along with pedestrians and cyclists where
appropriate. Specific design features may include dedicated right-of-way space along the corridor
and/or transit signal priority at intersections.

3.2.24 Goods Movement

The City Plan identifies a core goods movements network along Anthony Henday Drive, Yellowhead
Trail, Whitemud Drive and a score of other principal roadways. These roads are anticipated to
support the largest volumes of vehicular traffic. The five selected PGAs do not overlap with major
roadways and goods movements routes.

Heavy vehicles and vehicles carrying dangerous goods in / through Edmonton must follow the Truck
Route Network, departing only to reach their destination by the most direct road. Some of these
truck routes are present within the project areas. However, most of these truck routes overlap with
pedestrian priority areas, cycling routes, or transit lines. Because active modes and transit LOS are
prioritized at locations that overlap with truck routes, no manual adjustments to truck LOS were
proposed as part of the assessment.

3.2.3 Measuring Performance

The Ontario Traffic Council MMLOS toolkit measures performance for corridors, signalized
intersections, and unsignalized intersections by considering two categories of operations:

An active transportation design check, and

Performance measures of evaluating Level of Service.

By separating these two elements, appropriate weight can be placed on the minimum level of safety
required at facilities for vulnerable road users before congestion and delay are considered for
vehicles. An intersection or corridor that does not meet the current best practice guidance for the
applicable active transportation facility type will not serve users of all ages and abilities, and as such
does not provide any level of service to that mode in the OTC MMLOS toolkit.

References to the Accessibility for Ontarians with Disabilities Act (AODA) within the MMLOS analysis
toolkit have been replaced by accessibility criteria for the design of public spaces issued by the City
to reflect best practices within the City of Edmonton. This includes the City's Access Design Guide
(ADG) along with Section 3.1.3 and 3.3.4 of the City's Complete Streets Design and Construction
Standards document.
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A summary of the OTC MMLOS segment and intersection measures is recreated in Table 3.4. Cells
highlighted in light green represent operational measures that provide an “indication of priority for
mobility of travellers by each mode [and] reflect the conditions during peak periods”. Cells without
highlights are design measures and are an “indication of a more permanent state or enduring level
of services for the mode of travel [and] better reflect 24-hour conditions”. Details for each of these

measurement criteria are provided in the OTC MMLOS Guidelines.

Walking

Pedestrian facility
width per CSDCS
target

Cycling

Bike facility width
per CSDCS target

Transit

Transit facility type

Trucks

Width of curb
lane per CSDCS
target

Cars

Mid-block v/c ratio

Pedestrian buffer
width per CSDCS
target

Bike buffer width
per CSDCS target

Presence of transit
passenger amenities

Car level of
service

Curb lane conflicts

Maximum distance
between controlled
crossings

Conflicts with other
modes

Pedestrian level of
service (as a measure of
transit passenger access)

Signalized Intersection

Enhanced
pedestrian
measures

Enhanced bicycle
measures

Presence of transit
priority measures

Average effective
turning radius

Percentage of
turning movements
with dedicated lanes

Average effective
turning radius

Average effective
turning radius

Signal cycle length®

Signal cycle
length®

*Transit movement
delay®

Car level of
service®

Intersection delay®

Number of
uncontrolled
conflicts®

Number of
uncontrolled
conflicts®

Pedestrian level of
service®

Unsignalized

Intersection

Marked controlled
crossings

Presence of bike
facilities

Pedestrian level of
service

Average effective
turning radius

Intersection delay®

Average crossing
distance

Requirement to
stop

*Transit movement
delay®

Car level of
service®

Average effective
turning radius

Average effective
turning radius

¢ These measures are considered ONLY when completing operational analysis

* For intersections with transit priority (transit signal priority, dedicated lanes, or tracks) along an approach,
transit movement delay is calculated by dividing the approach delay in half. For intersections with transit
priority on multiple approaches, the total transit movement delay for the intersection is the average of the

calculated approach delays.
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Each measure is graded and weighted based on factors outlined in the OTC MMLOS Guidelines and
the accompanying Spreadsheet Analysis Tool.

If analysis indicates that certain modes do not meet LOS targets, adjustments to the cross-section
elements or design may be needed. When considering trade-offs, priority should be given to
approved mode plans (such as pedestrian priority areas) identified through documents such as the
City Plan and supporting documents. This is discussed further in Section 3.2.3.5.

3.2.3.1 Segment Measures

For pedestrians, the facility width is a measure of comfort and accommodation, with all pedestrian
facilities considered to be bi-directional by definition. Facility widths consider the requirement for
mobility assistance devises and passing / overtaking, as well as social walking (side-by-side). The
buffer width reflects the comfort and environmental quality for pedestrians with separation from
adjacent vehicle lanes and associated nuisance impacts (noise, splash, fumes). Maximum distance
between controlled crossings is a measure of delay and convenience for pedestrians and has a
considerable impact on the detour required for pedestrians when accessing amenities on the other
side of the street, as well as the safety considerations of pedestrians choosing to cross mid-block
without a dedicated crossing.

For cyclists, the facility width per direction of travel is a measure of comfort and accommodation for
cyclists, with facilities being either uni- or bidirectional. Bicycle facility width impacts the experience
of cyclists through the ability to ride comfortably within the confines of the facility and avoid any
obstacles that may be present, the ability to overtake another cyclist within the same facility, and the
ability to ride side-by-side with another cyclist to take advantage of the social nature of cycling.
Bicycle buffer width is a measure of comfort and environmental quality for cyclists, with separation
from adjacent vehicle lanes reducing nuisance impacts. Conflicts with other modes within the bicycle
facility is a measure of safety and comfort for cyclists, with conflicts caused by driveway crossings on
a separated facility or by in-lane conflicts with vehicles sharing (loading), crossing, blocking a lane or
bus stops.

For transit, the facility type is a measure of delay (and therefore priority) for transit, while the presence
of transit passenger amenities is a measure of comfort and accommodation for transit riders.
Pedestrian level of service is an indicator of the experience for transit riders in the segment, reflecting
the level of comfort, safety, and delay for riders who are accessing or leaving the transit system at
stops in the segment and represents a significant determinant to the overall transit experience.

For trucks, the width of the curb lane is an indicator of comfort for truck drivers and safety for all
vehicles, with wider curb lanes allow trucks to maintain their lanes by providing space for minor
maneuvering while avoiding friction with the curb. The car level of service is an indicator of vehicle
experience in the intersections, with truck safety and delay in the general stream of traffic tracking
with car safety and delay.

For cars, mid-block V/C ratio is a measure of delay and convenience for cars and their occupants.
Curb lane width affects curb lane conflicts and is a measure of safety and delay for cars, with conflicts
in the curb lane create the potential for collisions for drivers and other modes.
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The cumulative impacts of these measures, as well as an example resultant LOS score for existing
facilities is summarized in Table 3.5 below.

Mode Measure

Measure Considerations

Example LOS Scoring

Facility Width

Based on widths ranging from less
than 1.5m to more than 3.0m

A typical PGA arterial street
(i.e., 124 Street) with a 3.0m

n
c )
2 Buffer Width (Furnishing | Based on width ranging from less than monowalk, no ded!cated
s Zone Width) 1.0m to more than 2.5m buffer, and approximately ,
o : : 175m block length results in
o Maximum Distance Based on distances ranging from 200m | o5 c.
o Between Controlled or less to more than 320m
Crossings
Width of Facility (per Based on widths ranging from less A protected bicycle facility
direction) than 1.2m to more than 2.4m per (like 127 Street) with a 3.0m
direction bi-directional bike lane and
Buffer Width Based on whether physical measures | 0-6™M: buffer and few conflicts

are present and the width of the buffer
(either physical or painted)

Based on the number of conflicts and

results in LOS C.

lanes, intersection priority measures, or
mixed traffic operations (and the
number of mixed traffic lanes)

Passenger Amenities

Relative presence of amenities such as
shelters, benches/seating, shade,
trees, etc.

Pedestrian LOS

Based on pedestrian LOS calculated
above

Modes their relative severity (including
driveways, bus stops, loading zones,
crossing)
Facility Type Whether there are dedicated bus A typical Edmonton transit

corridor with moderate
amenities (shelter, seating,
waste bins) at each stop,
operating in mixed traffic, with
pedestrian LOS C results in
LOS C.

Width of Curb Lane

Based on widths ranging from less
than 3.4m to more than 4.0m

Based on car LOS calculated below

A typical 3.7m (3.95m)
travelled lane with car LOS C
results in LOS C.

Mid-block v/c

Based on traditional analysis /
modelling

Conflicts with Other

Curb Lane Conflicts

Hﬂ“m

Based on range from 0 to more than 9

A typical congested arterial
(v/c under 1.00) and low curb
lane conflicts results in LOS C.
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3.2.3.2 Signalized Intersection Measures

For pedestrians, measures that enhance pedestrian comfort and conspicuity are an indicator of
experience and safety. Average effective turning radius is a measure of safety and comfort for
pedestrians and has a strong influence on the speed of turning vehicles and therefore the comfort
of pedestrians when crossing the roadway. The signal cycle length is a measure of delay (and
therefore priority) for pedestrians, with longer signal cycle lengths indicating a strong likelihood of
longer average delays for pedestrians, and pedestrians being the most heavily impacted mode by
delay. Uncontrolled points of conflict are a safety and comfort concern for pedestrians, with each
point of conflict presenting a potential collision location and requiring additional attention for a
pedestrian navigating the space.

For cyclists, measures that enhance cyclist comfort and conspicuity are an indicator of experience
and safety. Bicycle facilities also separate cyclists from vehicular traffic in time and/or space. As with
pedestrians, the average effective turning radius is a measure of safety and comfort for cyclists,
having a strong influence on the speed of turning vehicles which dictates cyclist comfort and safety
when crossing an intersection. The signal cycle length is a measure of delay (and therefore priority)
for cyclists, with longer signal cycle lengths indicate a strong likelihood of longer average delays for
cyclists, and with cyclist travel experience strongly impacted by delay. The number of uncontrolled
points of conflict are a safety and comfort concern for cyclists, where each point of conflict is a
potential collision location and requires additional attention for a cyclist navigating the space.

For transit, the presence of transit priority measures is a measure of delay (and therefore priority) for
transit riders passing through the intersection. These transit priority measures can be physical
modifications, signal modifications and/or operational measures (e.g., transit exemptions from turn
prohibitions). The delay experienced by vehicle movements serving transit vehicles is a measure of
delay (and therefore priority) for transit riders passing through the intersection. Pedestrian level of
service is an indicator of the experience of transit riders boarding or alighting at stops near the
intersection, and indicates the level of comfort, safety, and delay for riders who are accessing or
leaving the transit system.

For trucks, the average effective turning radius is an indicator of comfort for truck drivers executing
right turns and safety for all travellers using all modes, with larger average effective turning radii
allowing trucks to complete right turns at higher speeds and without tracking out of their lanes. The
car level of service is an indicator of vehicle experience in the intersections, where truck safety and
delay in the general stream of traffic aligns with car safety and delay.

For cars, the percentage of turning movements with dedicated lanes is an indicator of safety and
delay for drivers, where dedicated lanes allow vehicles passing through an intersection to avoid
conflict with turning vehicles. Turning lanes also reduce delay to vehicles passing through the
intersection by separating them from vehicles slowing or waiting to make a turn. The intersection
delay experienced by vehicles passing through the intersection creates a less desirable experience
for drivers

The cumulative impacts of these measures, as well as an example resultant LOS score for existing
facilities is summarized in Table 3.6 below.
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Example Scoring

Enhanced Pedestrian
Measures

Based on the presence of additional
measures on all crossings.

Average Effective
Turning Radius (m)

Based on radii ranging from less than
9.0m (a turning speed under 15 km/h)
to more than 18m (turning speed of
more than 30 km/h).

Pedestrians

Signal Cycle Length (s)

Based on cycles ranging from less than
60s to more than 120s.

Number of Uncontrolled
Conflicts

Based on the ability to
control/eliminate uncontrolled conflicts
with pedestrians (i.e., protected only
left turns, no right turn on red)

A typical PGA arterial
intersection (i.e., 124
Street/107 Avenue) with
uncontrolled conflicts with
turning vehicles and long
cycle times results in LOS D.

Enhanced Bicycle
Facilities

Based on the presence of additional
measure (cross rides, green conflict
markings, protected intersections, bike
signal leads, protected phasing).

Average Effective
Turning Radius (m)

Same as for pedestrians.

Signal Cycle Length (s)

Same as for pedestrians.

Number of Uncontrolled
Conflicts

Same as for pedestrians.

A protected bicycle facility
intersection (like 127
Street/107 Avenue) with bike
heads, markings, and turn
restrictions results in LOS B
due to longer signal cycles.

Transit Priority Measures

Based on the presence of TPMs on
intersection approaches.

Transit Movement Delay

Based on traditional analysis /
modelling for vehicles.

Pedestrian LOS

Based on pedestrian LOS calculated
above

A typical Edmonton transit
arterial corridor intersection
without TPMs, operating in
mixed traffic, with pedestrian
LOS C results in LOS C.

Average Effective
Turning Radius (m)

Same as for pedestrians, but with
scores inversed (i.e., higher radius is
better).

Car LOS

Based on car LOS calculated below

A typical non-truck route
/truck route arterial
intersection (i.e., 124 Street/
107 Avenue) would resultin
LOS D.

Dedicated Turning

% of Movements with
Lanes

Based on the percentage of
movements that have separated
turning lanes.

Intersection Delay (s)

nmmm

Based on traditional analysis /
modelling

A typical arterial intersection
(i.e., 124 Street/ 107 Avenue)
with some separated turning
movements and moderate
congestion results in LOS D.
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3.2.3.3 Unsignalized Intersection Measures

For pedestrians, the presence of marked controlled crossings is a measure of delay and safety, with
marked controlled crossings increasing visibility and clearly indicate to drivers that pedestrians
should be expected to cross. The average crossing distance for pedestrians is a measure of comfort
and safety, where pedestrians are exposed to collisions with vehicles when they are crossing
intersections. The average effective turning radius is a measure of safety for pedestrians and has a
strong influence on the speed of turning vehicles.

For cyclists, the presence of bicycle facilities is a measure of comfort and safety, with cyclists more
comfortable and more visible atintersections with dedicated facilities. Bicycle facilities also physically
separate cyclists from vehicular traffic. The requirement to stop is a measure of delay and
convenience for cyclists, with the frequency of stops being a significant determinant of the cycling
experience. As with pedestrians, the average effective turning radius is a measure of safety for cyclists
and has a strong influence on the speed of turning vehicles.

For transit, the pedestrian level of service is an indicator of the experience for transit riders boarding
or alighting transit in close proximity to the intersection, and indicates the level of comfort, safety,
and delay for riders who are accessing or leaving the transit system at stops near the intersection.
The delay experienced by vehicle movements serving transit vehicles is a measure of delay (and
therefore priority) for transit riders passing through the intersection.

For trucks, the average effective turning radius is an indicator of comfort for truck drivers executing
right turns and safety for all travellers using all modes, with larger average effective turning radii
allowing trucks to complete right turns at higher speeds and without tracking out of their lanes. The
car level of service is an indicator of vehicle experience in the intersections, where truck safety and
delay in the general stream of traffic aligns with car safety and delay.

For cars, intersection delay experienced by vehicles passing through the intersection creates a less
desirable experience for drivers.

The cumulative impacts of these measures, as well as an example resultant LOS score for existing
facilities is summarized in Table 3.7 below.
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Example Scoring

Average Crossing
Distance (m)

Based on the crossing distance,
including medians, between curb
ramps, ranging from less than 7.0m to
over 11.0m.

Marked Crossings

Based on the number of legs with
marked crossings.

Pedestrians

Average Effective
Turning Radius (m)

Based on radii ranging from less than
9.0m (a turning speed under 15 km/h)
to more than 18m (a turning speed of
more than 30 km/h).

A typical PGA arterial
intersection (i.e., 124
Street/109 Avenue) with a
16.0m crossing distance and
marked crossings only across
one leg results in LOS D.

Presence of Bicycle
Facilities

Based on the presence of bike facilities
on each approach to the intersection.

Requirement to Stop

Based on whether bikes typically need
to stop at the intersection, with facilities
along the major road that rarely need
to stop ranking highly, while those
along minor roads that need to stop
nearly always ranking low.

Turning Radius (m)

Same as for pedestrians.

A bicycle facility intersection
(like 124 Street/106 Avenue)
with no controls for bikes
(without dismounting and
using the adjacent pedestrian
signal) and stop control results
in LOS D.

Average Effective
Transit Movement Delay

Based on traditional analysis /
modelling for vehicles.

Pedestrian LOS

Based on pedestrian LOS calculated
above

A typical Edmonton transit
arterial corridor intersection
without TPMs, operating in
mixed traffic, with pedestrian
LOS Cresults in LOS C.

Average Effective
Turning Radius (m)

Same as for pedestrians, but with
scores inversed (i.e., higher radius is
better).

Car LOS

Based on car LOS calculated below

A typical non-truck route
/truck route collector or local
street intersection (i.e., 124
Street/ 109 Avenue) would
resultin LOS D.

Intersection Delay (s)

“mmm

Based on traditional analysis /
modelling

A typical arterial intersection
(i.e., 124 Street / 109 Avenue)
would result in an overall LOS
C.
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3.2.3.4 Mitigation Measures Toolkit

Based on the measures and criteria, it becomes possible to build a toolkit to address deficiencies on
a corridor or intersection level for all modes. As the PGA corridors all have limited availability to
expand right of way, the recommendations herein consider the of reallocation of existing available
right of way between modes to maximize the people moving capacity and experience at each
location.

Working within the existing right of way constraints, a potential “toolkit” of localized improvements
which could be considered to improve the overall LOS for each mode is summarized in Figure 3-1.

Mode Potential Improvements

« Construction of missing links

Pedestrians

« Addition of missing crosswalks

» Addition / widening of curb ramps

« Addition of marked crosswalks

» Addition of tactile warning surface indicators (TWSI)
+ Removal of right turn channelization

« Implementation of no right turn on red

« Implementation of protected only left turns.

« Implementation of scramble crosswalks

» Addition of crosswalk protections (RRFB, signals)
» Widening of sidewalks

» Upgrades of crosswalks to continuous crossings
» Wayfinding signage

Cyclists «  Construction of missing facilities
« Upgrades to existing facilities
« Crossing improvements (pavement markings, bike signals)

« Wayfinding signage

Transit « Addition of TPMs
» Busstop amenity improvements
» Reallocation of lanes (parking or through) to transit-only operations

« Same as improvements for cars.

» Reallocate lanes between movements (i.e. turning lane becomes shared lane)
» Revisions to signal timing operations.
« Addition of protected left turns.

Cars

« Restriction of movements (i.e., conversion to right-in/right-out)

CIms
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The above localized improvements can be complimented with large scale, corridor level
improvements along major routes, including exploring reconfiguration of street cross sections to
reallocate space between various modes. These projects are generally big-picture activities that have
impacts beyond the PGA and align with the long-term City building vision and include initiatives such
as implementation of the Old Strathcona Public Realm Strategy or the B1/B2 Bus Rapid Transit
corridors. These projects require multi-year engineering studies (from conceptual design through
detailed design), complete with public engagement., with implementation of these changes can also
be coordinated with street rehabilitation to maximize investment returns.

3.2.3.5 Trade Off Considerations

As mentioned in Section 3.2.2, achieving the target LOS for a particular mode at a single intersection
may require trade-offs within the range of mitigation measures that will negatively affect the LOS of
other modes, occasionally to the point of the target LOS not being achieved. This issue is
predominant at many of the intersections within the PGA study area due to the constrained
environment. When considering trade-offs, priority should be given to approved mode plans (such
as pedestrian priority areas) identified through documents such as the City Plan and supporting
documents.

At most of these intersections, the assigned road classification means that the target LOS assigned
to the pedestrian, cyclist, and transit modes tend to be higher than that of vehicles. In these instances,
this means that the proposed improvements recommended as part of the assessment prioritize these
modes over vehicles, which reflects the City’'s overall approach regarding congestion acceptance.
While this approach increases vehicle delay, adjustments to signal timing parameters tend to be the
most useful and easiest measure for mitigating this delay without compromising the LOS of the
remaining modes.

Other situations result in additional trade-offs between the remaining modes. For instance, at many
intersections, parallel streets are identified as suitable alternatives for cycling corridors rather than
recommending bike infrastructure be installed directly within the intersection, as this may take up
space allocated for transit operations and pedestrians. In other cases, it may be impractical to add
additional measures to improve the LOS of a particular mode either due to constructability issues or
conflict with other parameters such as signal timing, delay, intersection geometry, and conflict
points. Overall, these are situations where the target LOS for some modes may be unattainable, and
where users of that mode may continue to face substandard conditions (i.e. inadequate pedestrian
realm or transit being forced to remain in mixed traffic).

Overall, the approach to balancing an achievable LOS amongst all modes is context dependent
based on the type, location, and unique characteristics of the intersection or corridor. Generally, the
recommendations made are intended to be practical and to minimize required road reconstruction
(particularly along the under-construction Valley Line), while balancing with the need to achieve the
target LOS set by the MMLOS analysis.
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3.24 Traditional Transportation Impact Assessments and MMLOS

Traditional Transportation Impact Assessments (TIAs) focus predominantly on the intersection
performance as it pertains to single occupancy vehicles. Regardless of the software used (Synchro,
Vistro, or others), the resulting analysis outputs focus on vehicle operations (LOS, delay, queues, v/c).
MMLOS analysis takes the processes and outputs from a traditional TIA and adds additional layers
focusing on a more fulsome analysis of user experience for all modes. While the overall process is
similar between the two analyses, Figure 3-2 below highlights how and where the two processes

differ.

Figure 3-2 Traditional TIA vs MMLOS Analysis

Traditional TIA

MMLOS Analysis

Includes high level qualitative analysis of
roadway, transit, and active modes networks
(i.e., travel lane allocation, presence of sidewalks
/ pathways / bike lanes, presence and frequency
of transit). Identify missing links.

More in-depth review and ranked analysis of all
existing modes - pedestrians, cyclist, transit,
single occupancy vehicle, goods movement -
size and type of facilities (type and width of walk,
pathway, bike facility), frequency and type of
transit). [dentify missing links.

Establish existing vehicle traffic volumes.

If available, also establish pedestrian, cyclist, and
transit volumes.

Use traditional approaches (i.e., HCM method in
Synchro/Vistro) to establish vehicle operations.

Adjust traditional results to account for all modes
using OTC MMLQOS approach, which provides
overall people moving capacity and accounts for
interaction between modes.

Provide overview of future development, calculate trip generation volumes, make modal split

adjustments.

Determine what the base case future network
will look like, usually focused on vehicles only.

CIMF

Determine what the future network will look like
for all modes (including pedestrian, cyclist, and

transit upgrades).
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Traditional TIA MMLOS Analysis

Establish Post-Development Corridor Operations

Use traditional approaches to establish vehicle Adjust traditional results to account for all modes
operations. using OTC MMLOS approach as above.

Identify Deficiencies and Upgrades

Use HCM outputs (LOS, delay, queues, v/c) to Use adjusted MMLOS outputs to identify
identify constraints and potential upgrades. improvements for all modes to improve overall
people moving capacity, noting interaction
between modes. Focus heavily on safety and
pedestrian / cyclist experience, and away from
upgrades that solely benefit single occupancy
vehicles.

Analyze Post Development Network Operations with Recommended Improvements

Use traditional approaches to establish vehicle Adjust traditional results to account for all modes
operations. using OTC MMLOS approach.

Recommend Upgrades & Staging Triggers

Review trigger points for implementation of upgrades/changes.

Compared to the traditional TIA process with its sole quantitative consideration of vehicle LOS,
applying MMLOS methodology to mobility assessments offers several advantages:

Analyzing the pre-development transportation network with a multi-modal lens permits a
broader understanding of how all users experience existing mobility infrastructure compared
to vehicle users. In addition to vehicle delay, the MMLOS process considers additional
parameters to measure the user experience of pedestrians, cyclists, and transit users with
regards to safety and accessibility.

The MMLOS guidelines set out pre-determined LOS targets for each mode under each street
classification. The process provides flexibility to adjust these targets in either direction to
reflect priorities based on local context, planned projects, or policy direction.

The MMLOS toolkit shows how parameter adjustments influence each mode. This allows for
an in-depth understanding of the interaction between modes and greater consideration of
the trade offs involved in adjusting parameters to benefit one mode while negatively affecting
another. For instance, adding additional pedestrian enhancements may reduce vehicle LOS,
depending on the extent.
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Given the greater focus on improving user experiences for pedestrians, cyclists, and transit
users under the MMLOS framework, the mitigation measures stemming from a typical
MMLOS analysis trend towards a greater allocation of space and enhancements to these
modes over single-occupancy vehicles. This matches the overall direction of emphasizing
people moving capacity over private vehicles, aligning with the City's objectives of utilizing
existing public right-of-way more efficiently for mobility.

The MMLOS methodology shows a clear representation of the LOS performance of each
mode at an intersection or along a segment between existing and forecast conditions. This
provides additional justification towards the decision-making process for mobility
infrastructure, with a clear outline of what mitigation measures could be implemented to
achieve the target LOS for a selected mode.

Overall, integrating MMLOS principles into the City’s mobility planning process will help prioritize
people-focused design and sustainable transportation options, which is key to offering greater mode
choice across the mobility network and meeting the priorities of Edmonton’s City Plan and Energy
Transition Strategy.

3.3 Qualitative Assessment Approach

In addition to the traditional quantitative assessment of pre-development intersection operations, a
qualitative assessment of the existing mobility network was also undertaken to establish the baseline
conditions to assistin the MMLOS analysis as well as to begin identifying potential pinch points within
the mobility network which may need to be addressed to better accommodate development within
each PGA.

The qualitative assessment was split into the core modes - pedestrians, cyclists, transit, and motor
vehicles (including goods movement).

Pedestrian Facility Assessment

Existing pedestrian facilities were evaluated based on their type (monolithic or separate walkway)
and width compared to the City's targets in the Complete Streets Design and Construction Standards
(CSDCS). Different width targets were established for the two sidewalk types, which acknowledges
the role a furnishing zone plays in pedestrian comfort, safety, and capacity.

For separate walks, the widths were assessed as follows:

Poor: Less than 1.5m width

These are sidewalks that represent the pre-CSDCS standards and do not allow for two people
walking side by side to pass another person, or two people using mobility devices / strollers
to pass each other.

Fair: Between 1.5m and 2.5m

Generally, these are sidewalks that have been upgraded with renewal and reconstruction to
meet newer standards. While the CSDCS identifies 1.8m as the target width for the pedestrian
through zone in non pedestrian oriented developments, existing constraints in mature
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neighbourhoods (including trees, utilities, and private landscaping) often limit the ability to
widen older, substandard sidewalks to the full 1.8m, with 1.5m often selected as a
compromise in these constrained areas.

Good: Greater than 2.5m

These are sidewalks that meet the desired target within CSCS for street-oriented
developments.

For monolithic walks, the widths were assessed as follows:

Poor: Less than 3.5m width:

These are sidewalks that fall below the desired minimums for monolithic walks outlined in the
CSCDS when considering the width of the pedestrian through zone and furnishing zone.
CSDCS identifies the target width of the furnishing zone at 1.7m in order to accommodate
trees, streetlights, signage, utility cabinets, waste bins, other appurtenances, and vehicle
egress for curbside parking. When combined with a desired 1.8m pedestrian through zone,
it results in a 3.5m minimum width (measured from the face of curb). Of note, many new
monowalks installed in residential areas are approximately 2.1m in width, falling short of this
target. The 2.1m width is sufficient to accommodate lower volume pedestrian travel and
vehicle egress, particularly as streetlights, trees, and utilities are typically set behind the walk,
however, they may feel congested when pedestrian volumes are high.

Fair: Between 3.5m and 4.5m

These sidewalks provide adequate space for a quality pedestrian experience, providing a
larger pedestrian through zone that meets the CSDCS targets for street-oriented
development, and include a frontage zone adjacent to buildings.

Good: More than 4.5m

These sidewalks meet and exceed the targets within CSCS for pedestrian priority areas.

Missing sidewalk links were also identified to highlight gaps within the network which may need to
be addressed to accommodate future densification. For example, development of a parcel abutting
a segment of roadway without sidewalk could trigger the requirement for construction of the missing
sidewalk as part of the development whereas multi-block stretches of roadway without sidewalk may
necessitate capital investment from the City.

Sidewalk widths were established through a review of existing City base file mapping, combined
with aerial imagery, Google Streetview, and design drawings. The sidewalk assessment considers
any known improvements that are currently underway or will begin construction in 2025. This
includes the Valley Line West LRT and Imagine Jasper Avenue projects, where sidewalk widths were
taken from the latest design packages. Project still in the design phase, such as the Wihkwéntowin
neighbourhood renewal, are not reflected in the assessment as the final width of facilities are not
known.

The City Plan pedestrian priority areas were overlaid overtop of the assessment to further highlight
facilities that fall within areas of high anticipated pedestrian volumes.
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Cyclist Facility Assessment

Cyclist facilities were evaluated based on the facility type and the level of protection and separation
offered between cyclists, motor vehicles, and pedestrians, generally aligning with the facility
classifications used by the City within the published bike map as well as the “Level of Traffic Stress”
(LTS) for cyclists as defined in the City’s Bike Plan.

Facilities were assessed into three categories:

Protected and separated facilities:

These include dedicated cycling facilities which are physically separated from other modes
including pedestrians and motor vehicles.

Shared pathway facilities:

These include most pathways throughout the City which are shared between pedestrians and
cyclists, but are separated from motor vehicles.

On-street facilities:

These include shared street and painted bike lanes that separate pedestrians and cyclists, but
offer little to no separation between cyclists and motor vehicles.

Cycling facilities were assessed through a review of existing City base file mapping, combined with
aerial imagery, Google Streetview, and design drawings. The cycling facility assessment considers
any known improvements that are currently underway or will begin construction in 2025. This
includes Valley Line West LRT and the Active Transportation Network Improvement Projects
(including any planned routes in 2025 and 2026). Projects still in the design phase, such as the
Wihkwéntéwin neighbourhood renewal, are not reflected in the assessment as the final alignment
and facility type are not known.

Transit Facility Assessment

Transit facilities were assessed on two components: presence of mass transit and frequency of transit
routes along corridors. The mass transit assessment consisted of identifying three components:
Existing LRT:
Corridors and stops including a 400m and 800m “walking circle” surrounding each stop. This
includes the existing Capital Line, Metro Line, and Valley Line SE LRT
The under-construction Valley Line West LRT:
Corridor and stops, including the 400m and 800m “walking circle” surrounding each stop.
“B1" and "B2" Bus Based Mass Transit:
The currently anticipated routing for the “B1” and "B2” Bus Based Mass Transit (BRT) corridors
was considered within the post-development population horizon. Concept planning for the
routes has been initiated and will determine the exact routing and stop / station locations.

Delivery timelines will be known once design work has been completed and funding for
construction is allocated.
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Transit frequency along the existing corridor was also examined. Total directional peak hour bus
volumes were analyzed, which included total AM and PM peak bus/hour in both direction along all
bus route corridors. From the data, the highest peak hour bus volume direction for the corridor was
selected as the basis for the assessment. This represents the “best case” level of existing transit
service along the corridors during peak hours. As off-peak frequency data was not readily available,
this assessment does provide somewhat limited insight into the frequency and reliability of transit
service.

Studies show that the longer the headway (the lower the frequency), the more inconvenient transit
service becomes, both because passengers have to plan their trip around transit service and because
they incur more unproductive time during their trip. At headways of less than 10 minutes (more than
6 buses per hour), passengers are able to arrive without worrying about schedules, encouraging the
decision to use transit over a personal vehicle, supporting a car-free lifestyle.’

Bus volumes were then grouped assessed into three categories:

Low Frequency: Less than 6 buses per hour (i.e., a bus every 10 minutes or more) - these are
corridors where even peak hour bus services is low

Fair Frequency: 6 to 12 buses per hour (i.e., a bus every 5 to 10 minutes) - these are corridors
where peak hours bus service starts to align with the frequency needed to support a car free
lifestyle.

Good Frequency: More than 12 buses per hour (i.e., a bus every 5 minutes or less) - these are
corridors where peak hour bus service starts to exceed the frequency needed to support a
car free lifestyle.

Motor Vehicle Facility Assessment

While operational assessments were undertaken at the intersection level as part of the overall
analysis, a corridor level motor vehicle facility assessment was also undertaken. To qualify the data
in a format that is commonly understood, Google Maps peak hour travel information was used to
assess existing major corridor level operations. The assessment was specifically based on the highest
observed PM peak hour congestion along a corridor (based on assessing travel in both directions)
on a typical Tuesday. The assessment was limited to major roadway corridors (typically roadway
classified as arterials and higher) due to limitations around the data available in Google Maps.

7 National Academies of Sciences, Engineering, and Medicine. 2013. Transit Cooperative Research Program
(TCRP) Report 165: Transit Capacity and Quality of Service Manual, Third Edition. Washington, DC: The
National Academies Press. https://doi.org/10.17226/24766.
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Corridor operations were assessed into four categories, aligning with the chromatic scale used by
Google:

No Congestion corresponding to green in Google Maps

Low Congestion corresponding to yellow in Google Maps

Moderate Congestion corresponding to light red in Google Maps

Heavy Congestion corresponding to dark red/maroon in Google Maps

While this approach does not provide a definitive quantitative representation of corridor travel time
or speed, it provides a high-level overview of corridor congestion levels and potential bottleneck
locations. Furthermore, it corresponds to a scale that is generally intuitive and well known by the

public.

Overall Qualitative Assessment

The resulting qualitative assessment thresholds applied to the project are summarized in Table 3.8.

Pedestrians Cyclists Transit Vehicles
- No sidewalk present No cycling facility No transit service present Dark red / maroon in
2© present Google Maps in PM
o5 eak hour
9 0 P
@ =
=
Monolithic: Less than Painted bike lanes | Less than é buses per hour Light red in Google
E 3.5 m to face of curb or shared streets per direction in PM peak (a Maps in PM peak
J .
Boulevard: Less than 1.5 m bus every 10 minutes) hour
" Monolithic: 3.5 mto 4.5 m | Shared pathways Between 6 and 12 busses Orange in Google
T | toface of curb per hour per direction in PM | Maps in PM peak
2 peak (a bus every 5to 10 hour
= Boulevard: 1.5 mto 1.8 m ;
minutes)
Monolithic: More than Protected, More than 12 buses per Green in Google
= 4.5 m to face of curb separated facilities | hour per direction in PM Maps in PM peak
S :
2 Boulevard: More than Peak (a bus every 5 minutes | hour
25m or less) or within 400 m of an
’ LRT station/stop.
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Qualitative assessments were undertaken for the areas surrounding each PGA. The pedestrian and
cyclist assessments were encompassed an expanded area around each PGA, extending several
blocks beyond the immediate PGA boundaries. The transit assessment focused on existing bus and
LRT routes (including those currently under construction), while the vehicle assessment focused on
arterial roadways (as classified in the Transportation System Bylaw).

Detailed design and construction on the Valley Line West corridor is in progress through the P3
contract with Marigold Infrastructure Partners. The analysis completed for this assessment along the
Valley Line corridor is based on preliminary signal timings along with the lane geometry and cross-
section elements provided in concept drawings, which is sufficient for the analysis completed.

The purpose of this study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational
signal timing plans. While multi-modal performance at study intersections along the Valley Line
corridor are subject to minor changes to the final design, these are not expected to impact the study
findings from the multi-modal quantitative assessment. Any major design changes would require
further study to understand any impacts.

4.1 124 Street / Wihkwéntdéwin

While the assessment focuses on existing conditions, it does consider the planned improvements
currently under construction as part of the Valley Line West LRT, as well as the Imagine Jasper Avenue
implementation west of 114 Street. Of note, as planning and design work is still underway for the
Wihkwéntéwin neighbourhood renewal (comprising of the areas west of 109 Street, south of Grant
MacEwan, and north of the river valley), with construction expected in 2026 to 2028, the assessment
does not consider the future state conditions within the neighbourhood as discussions are still
underway regarding potential implementation of cycling and pedestrian infrastructure, which will in
turn impact other modes within the community.

The Westmount neighbourhood renewal, comprising the areas between Groat Road and the former
CN tracks west of 121 Street, and between 111 Avenue and Plain Road, as well as the areas between
Stony Plain Road and the Groat Ravine west of 124 Street, was completed in 2017. Inglewood
neighborhood renewal, comprising of the areas between Groat Road and the former CN tracks west
of 121 Street, and between 111 Avenue and 118 Avenue, was completed in 2021. As such, outside
of the arterial roads which are renewed through a separate program, the existing pedestrian, cyclists,
transit, and vehicle infrastructure within these communities is not anticipated to undergo any
immediate further changes.
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411 Pedestrians

As shown in Figure 4-1 and Figure 4-2, aside from several isolated pockets, most streets within the
area have sidewalk infrastructure on both sides of the street. Sidewalks along local and collector
streets tend to be separated, with widths of 1.5 to 1.8m, resulting in a score of “fair”. Sidewalks along
arterials tend to be monolithic, with those along some corridors falling into the “poor” rating,
especially along the streets branching off from the pedestrian priority areas. Sidewalks within
pedestrian priority areas tend to vary in dimensions, and consideration should be given to
reallocation of space to enhance the pedestrian realm with future renewal efforts, as is being done
as part of the Imagine Jasper Avenue project.

4.1.2 Cyclists

As shown in Figure 4-3 and Figure 4-4, cycling infrastructure in these areas consists of a mix of on-
street painted facilities, shared roadways, shared pathway, and dedicated protected facilities. The
127 Street and 102 Avenue protected bike lanes, along with the former CN rail corridor shared
pathway west of 122 Street provide the backbone of the bike network in the area, with on-street
facilities along 121 Street, 106 Avenue, 100 Avenue/Victoria Promenade, 112 Street, and 110 Street,
and 105 Avenue providing additional connectivity. Together, these facilities provide a network of
bike infrastructure within three blocks (or less) of any potential redevelopment.

With construction of the Valley Line West LRT, consideration should be given to providing dedicated
direct cycling connections between the cycling network and station locations.

41.3 Transit

As shown in Figure 4-5 and Figure 4-6, the area is well served by transit, including both bus based
and LRT service. The Capital Line/Metro Line runs along 110 Street and Valley Line West runs along
104 Street/ Stony Plain Road, putting a vast majority of the Wihkwéntéwin area and the southern half
of the 124 Street area within 800 metres of an LRT station.

LRT service is complimented with the availability of multiple bus routes along 124 Street, 107
Avenue, 109 Street, and Jasper Avenue.

41.4 Vehicles

As shown in Figure 4-7 and Figure 4-8, many of the arterial roadways within the PGA area
experience medium to high congestion during peak hours. Because each intersection tends to
experience higher volume during the PM peak hour, this was deemed to be a more suitable analogy
for representing overall peak period congestion in these figures. AM peak period congestion, on the
other hand, can reasonably be assumed to occur in the reserve direction. This is expected given the
proximity to the downtown core and associated employment and education centres and is the focus
of the network assessments discussed later in this report.

Cim/it
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4.1.5 All Modes

Figure 4-9 and Figure 4-10 show the combined results of the mobility network assessments for all
of the modes listed above. When overlaid together, this highlights the overlapping importance of

124 Street, 107 Avenue, Stony Plain Road/104 Avenue, and Jasper Avenue to pedestrians, transit,
and vehicles.
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4.2 156 Street / Stony Plain Road

While the assessment focuses on existing conditions, it does consider the planned improvements
currently under construction as part of the Valley Line West LRT.

Of note, multiple neighbourhood renewal projects have been completed within this area over the
last 10 to 15 years, including:

Glenora completed in 2016

Grovenor completed in 2014

Canora completed in 2013

West Jasper Place (south of 100 Avenue) completed in 2012

West Jasper Place (north of 100 Avenue) completed in 2020

Meadowlark Park completed in 2010
Furthermore, many of the remaining neighbourhoods in the area underwent renewal prior to 2009,
including:

Britannia Youngstown

Glenwood (east of 163 Street)

Sherwood

Jasper Park
As such, outside of the arterial roads which are renewed through a separate program, the existing

pedestrian, cyclists, transit, and vehicle infrastructure within these communities is not anticipated to
undergo any immediate further changes.

4.2.1 Pedestrians

As shown in Figure 4-11, Figure 4-12 and Figure 4-13, there are several stretches of roadways
where sidewalk exists only on one side. Most notably as it relates to the PGA areas, this includes:
103 Avenue between 143 Street and Stony Plain Road
102 Avenue between 144 Street and 142 Street and between 149 Street and 163 Street
101 Avenue between Ravine Drive and 142 Street
Portions of 143 Street, 144 Street, and 145 Street approaching Stony Plain Road

Portions of 21 Avenue, 92A Avenue, 93A Avenue, 96 Avenue, 97 Avenue, 98 Avenue, 99
Avenue approaching 156 Street

156 Street between Meadowlark Road and 90 Avenue
90 Avenue between Meadowlark Road and 156 Street
The remaining neighbourhood roads have sidewalk on both sides of the street, with a varied mix of

monolithic and boulevard sidewalks, generally with widths of 1.5 to 1.8m, resulting in a score of “fair”
for boulevard sidewalks and “poor” for monolithic sidewalks.

CIM/*
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Sidewalks along arterials tend to be monolithic, with many along corridors outside of Stony Plain
Road falling into the “poor” rating. Sidewalks within pedestrian priority areas tend to vary in
dimensions, and consideration should be given to reallocation of space to enhance the pedestrian
realm with future renewal efforts.

4.2.2 Cyclists

As shown in Figure 4-14, Figure 4-15, and Figure 4-16, cycling infrastructure in these areas consists
predominantly of shared pathways that follow the river valley and ravine system, along with a limited
mix of on-street painted facilities, shared roadways and shared pathway. The 102 Avenue corridor
east of 138 Street provides a connection into downtown, while the 100 Avenue shared pathway
provides some east-west connectivity. On-street facilities along 148 Street, 104 Avenue, and 95
Avenue further expand the cycling infrastructure, however, the quality of the infrastructure is less
than that in other areas of the City.

Notably, the City’'s Active Transportation Network Expansion program includes enhancements to
facilities along 148 Street, 144 Street, 104 Avenue, 95 Avenue, and 107 Avenue, which are expected
to be constructed in 2026.

Overall, however, gaps exist within the active transportation network, with a lack of north-south
connectivity paralleling the 156 Street corridor, and with no connectivity to between the cycling
network and Valley Line LRT station locations.

4.2.3 Transit

As shown in Figure 4-17, Figure 4-18, and Figure 4-19, the area will be well served by LRT service,
with Valley Line LRT running along Stony Plain Road and 156 Street, putting the 156 Street and Stony
Plain corridors within 800 metres of an LRT station.

LRT service is complimented with the availability of bus routes, albeit with mixed service frequency,
along parts of Stony Plain Road west of 156 Street, 87 Avenue, and to a lesser degree, along 95
Avenue, 149 Street, and 142 Street.

Overall, the transit users in this area would be expected to primarily utilize LRT service.

4.2.4 Vehicles

As shown in Figure 4-20, Figure 4-21, and Figure 4-22, many of the arterial roadways within the
PGA area experience medium to high congestion during peak hours. Because each intersection
tends to experience higher volume during the PM peak hour, this was deemed to be a more suitable
analogy for representing overall peak period congestion in these figures. AM peak period
congestion, on the other hand, can reasonably be assumed to occur in the reserve direction. This is
expected given that the corridors serve as a commuter route to the downtown core and associated
employment and education centres and is the focus of the network assessments discussed later in
this report.

C IMT
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4.2.5 All Modes

Figure 4-23, Figure 4-24, and Figure 4-25 show the combined results of the mobility network
assessments for all of the modes listed above. When overlaid together, this highlights the
overlapping importance of 102 Avenue east of Stony Plain Road as an important cycling, vehicle,
and transit corridor, as well as of Stony Plain Road west of 149 Street as an important transit,
pedestrian, and vehicle corridor.
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4.3 University - Garneau

As the assessment focuses on existing conditions, and as there is no imminent approved capital
investment by the City anticipated in this area, there were no future project considered in the
assessment.

The Garneau neighbourhood completed renewal in 2023, with renewal of the neighbouring
communities completed in 2021 for Strathcona, 2018 for McKernan, and 2017 for Queen Alexandria.
As such, outside of the arterial roads which are renewed through a separate program, the existing
pedestrian, cyclists, transit, and vehicle infrastructure within these communities is not anticipated to
undergo any immediate further changes.

4.3.1 Pedestrians

As shown in Figure 4-26, the area is very well served by sidewalk infrastructure on both sides of the
street. Sidewalks along local and collector streets tend to be separated, with widths of 1.5 to 1.8m,
resulting in a score of “fair”. Sidewalks along arterials tend to be monolithic, with those along some
corridors falling into the “poor” rating, particularly along some stretches of 109 Street and Whyte
Avenue west of 109 Street. The area does also have several locations with sidewalk widths assessed
as "good”. As noted in the Old Strathcona Public Realm Strategy, and other planning documents,
and consideration should be given to reallocation of space to continue to enhance the pedestrian
realm with future renewal and capital efforts.

4.3.2 Cyclists

As shown in Figure 4-27, cycling infrastructure in the Garneau area is extensive, consisting of a mix
of shared roadways, shared pathway, and dedicated protected and separated facilities. The 83
Avenue and 110 Street bikeways provide the immediate backbone of the bike network in the area,
with on-street and shared pathway facilities along portions of 112 Street, 84 Avenue, 85 Avenue, the
CP Rail / Edmonton Radial Railway Street Car Line, Saskatchewan Drive, 88 Avenue, and into the
River Valley (including along 109 Street and Walterdale Hill Road).

Together, these facilities provide a network of bike infrastructure generally within one block of any
potential redevelopment.

4.3.3 Transit

As shown in Figure 4-28, the area is well served by transit, including both bus based and LRT service.
The Capital Line/Metro Line runs through the University of Alberta to the west, putting the western
half of the area within 800 metres of an LRT station. Future B1 and B2 BRT is also planned along
Whyte Avenue and 109 Street, with potential connectivity to the University of Alberta along 87
Avenue. Concept planning for the routes has been initiated and will determine the exact routing and
stop / station locations. Delivery timelines will be known once design work has been completed and
funding for construction is allocated.
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Existing LRT service is complimented with the availability of multiple bus routes along 109 Street,
112 Street, and Whyte Avenue, providing good connectivity through the area, and into downtown.

434 Vehicles

As shown in Figure 4-29, many of the arterial roadways within the PGA area experience medium to
high congestion during peak hours. Because each intersection tends to experience higher volume
during the PM peak hour, this was deemed to be a more suitable analogy for representing overall
peak period congestion in these figures. AM peak period congestion, on the other hand, can
reasonably be assumed to occur in the reserve direction. This is expected given the proximity to the
downtown core as well as the University of Alberta, and associated employment and education
centres, and is the focus of the network assessments discussed later in this report.

4.3.5 All Modes

Figure 4-30 shows the combined results of the mobility network assessments for all of the modes
listed above. When overlaid together, this highlights the overlapping importance of 109 Street and
Whyte Avenue to pedestrians, transit, and vehicles, as well as the extensive cycling network that
parallels these two corridors in the area.

CIM/*
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4.4 Alleyways

As shown in the qualitative assessment figures, most parcels within all five PGA areas are served by
both a front street and a rear alleyway. In many instances, future redevelopment will be required to
take access to parking areas and waste collection from the alleyways, rather than the fronting street.

The condition of existing alleys varies throughout the PGA areas and includes gravel surfaced alleys,
paved alleys, and fully hard surfaced alleyways, all typically set in a 6.0m right of way. Current City of
Edmonton standards specify a 4.0m hard surfaced driving area for low density residential alleys
(Figure 4-31, Standard Drawing 2040) and a 6.0m hard surfaced driving area, with a thicker
pavement structure, for higher density residential and commercial alleys (Figure 4-32, Standard
Drawing 2041). Both alley types require one vehicle to yield to another, oncoming vehicle.
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Generally accepted typical volumes for alleyways are lower in residential alleys and higher for
commercial alleys (which are also utilized for higher density residential developments), which is
reflected in the width and pavement structure for typical residential and commercial alley standards.
Increasing densification combined with rear alley access can result in increasing traffic volumes
which may necessitate upgrades.

The potential increase in traffic volumes along the rear alleys can be mitigated by upgrading existing
gravel and paved residential alleys to a commercial alley standard, both in width and pavement
structure, combined with:

Alleys can be converted to one-way operations to remove the conflict of vehicles travelling in
opposing directions. However, enforcement of this conversion can often be difficult.

Developments can be required to provide additional setbacks from the rear property line to
any building envelopes or parking areas to provide additional passing space for oncoming
vehicles.

Along local streets, access to parkades and parking areas can be provided from the front
street rather than the alley.

In addition to the above measures, existing alleys may require upgraded pavement structures to
accommodate higher vehicle volumes and loading.

Depending on the scope of the changes, alley upgrades could potentially be pursued through the
City's Alley Renewal Program in areas such as Business Improvement Districts.
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4.5 Summary of Qualitative Analysis

The qualitative analysis provides the basis for the existing conditions considered in the post-
development mobility assessment. In many cases, gaps identified from the qualitative analysis
became the basis for recommendations made to improve the corridors and intersections within each
PGA, tying into the MMLOS assessment process for each mode. While the roadway and transit
mobility networks are fairly robust, the qualitative analysis provided an initial identification of
locations where congestion should be anticipated in the traditional LOS analysis. The mobility
network for pedestrians and active modes users, on the other hand, experiences more pronounced
gaps, such as missing sidewalk connections or absent cycling corridors, which prohibit ease of
movement. Filling these gaps become the baseline for improvements to the mobility network.

CIMN/ T
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The post development mobility assessment is based on forecast travel demand following re-zoning
and development in the Priority Growth Areas, initially without changes to the existing road network.
This scenario is referred to as “Post Development without Improvements”. Exceptions to this include
the completion of the Valley Line West LRT expansion and Imagine Jasper Avenue Phase 2, along
with the installation of all active transportation network improvements planned in the 2025 and 2026
budget. Each intersection within the PGA was analyzed in PTV Vistro using HCM 7th Edition
methodology, then assessed in terms of their MMLOS for each mode using the OTC MMLOS toolkit.

Following this, each corridor and intersection was reassessed following the development of
recommendations (referred to as “Post Development with Improvements”) designed to achieve the
minimum MMLOS targets based on the assigned OTC road classification as adapted to match
Edmonton street classifications. Recommendations include but are not limited to:

Alterations to the intersection approach cross sections (including addition or removal of travel
lanes and adjustment of turning radii),

Allocation of transit-only travel lanes and addition of transit-signal-priority (TSP),

Recommendations for enhanced pedestrian measures such as audible crossing signals,
tactile surface warning indicators (TWSIs), wider curb ramps, curb extensions, exclusive
pedestrian phases, and leading pedestrian intervals (LPls),

Recommendations for improved cycling infrastructure,
Banning of Right-Turn-on-Red (RTOR) movements for vehicles, and

Changes to signal phases including cycle length, split time, and restrictions (i.e. protected-
only vs. protected-permitted left turn phases).

Many of the recommendations listed in the following tables have already been identified by the City
through long range planning exercises (i.e. the bike network) while others will require additional
analysis and engagement with the community (i.e. potential reconfiguration of Stony Plain Road from
156 Street to 163 Street). This report provides additional justification to invest in these long-range
plans or begin additional analysis where needed. These recommendations are not required to be
implemented immediately but should be in place to support the full build-out of each PGA as it
redevelops. Some of these recommendations may even be best implemented by developers as
individual properties undergo construction.
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Throughout the corridor and intersection mobility assessment, three icons have been used to
represent operations and experiences at a glance:

MMLOS operations that meet or exceed appropriate thresholds are
represented by a green checkmark.

A warning sign indicates that MMLOS standards are not consistently met
throughout the day (time of day parking / bus lanes) or where infrastructure is
not expected to meet MMLOS standards (most commonly where the bike
network parallels the analysis corridor).

x MMLOS operations that fall below acceptable thresholds are represented by a
red cross.

Detailed design and construction on the Valley Line West corridor is in progress through the P3
contract with Marigold Infrastructure Partners. The analysis completed for this assessment along the
Valley Line corridor is based on preliminary signal timings along with the lane geometry and cross-
section elements provided in Summery 2024 “Look Book” concept drawings, which is sufficient for
the analysis completed.

The purpose of this study has been to identify the overall multi-modal impacts as a result of the PGA
rezoning and redevelopment. The traffic analysis completed is not intended to be a detailed
operational analysis of the intersections along the Valley Line LRT and such a study would require
final designs and operational signal timing plans. While multi-modal performance at study
intersections along the Valley Line corridor are subject to minor changes to the final design, these
are not expected to impact the study findings from the multi-modal quantitative assessment. Any
major design changes would require further study to understand any impacts.

To incorporate additional delays induced by the Valley Line LRT (and Capital Line at 114 Street and
82/University Avenue) operations on vehicular traffic, the default flow saturation rate was adjusted
from 1900 vehicles/hour to 1750 vehicles/hour for each vehicle movement conflicting with the at-
grade LRT crossings. This change simulates the additional delays arising from the LRT signal priority
during the pre-emptive signal phase.

5.1 124 Street / Wihkwéntowin

Each intersection within the 124 Street / Wihkwéntowin PGA was assessed in PTV Vistro using HCM
7™ Edition, then exported into the OTC MMLOS toolkit to better weigh the operations and
experiences of vehicle delay against all multimodal travel. Detailed HCM LOS and MMLQOS tables for
each intersection are included in Appendices A through F. These tables outline the HCM LOS and
MMLOS results of both pre-development operations and post-development forecast operations,
with the post-development forecast consisting of two scenarios: 1) Post-Development without
Improvements and 2) Post Development with Improvements.

An overview of the AM and PM peak period MMLOS comparison of pre-development operations to
post-development forecast operations (without improvements) are illustrated in Figure 5-1 and
Figure 5-2, while the operational results are presented in Figure 5-3 and Figure 5-4.

C IMT
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5.1.1 Recommended Mobility Assessment

A summary of the recommended qualitative and quantitative improvements is provided in Figure
5-5 and Figure 5-6.

5.1.2 Qualitative Assessment

A review of missing pedestrian and cyclist facilities within the PGA was completed, identifying several
missing links, ranging from short blocks to longer corridors, as shown in Figure 5-5 and Figure 5-6.

5.1.3 Quantitative Assessments

Each intersection within the 124 Street / Wihkwéntéwin PGA was assessed in terms of their MMLOS
for each mode using the OTC MMLOS toolkit. Recommended changes requiring adjustments to the
signal timings or lane configuration were analyzed for each intersection in PTV Vistro using HCM 7*
Edition, with the resulting data on vehicle delay being exported into updated HCM LOS tables. The
results of this analysis fed back into the MMLOS toolkit to calculate the final LOS for each mode.
Detailed HCM LOS and MMLOS tables are included in Appendices A through F.

An overview of the AM and PM peak period MMLOS results comparing pre-development operations
to post-development forecast operations without improvements illustrated in Figure 5-3 and Figure
5-4.



= @®<>

Ay
N Sl

L LA

M| = =1 ||

AT
I [ e OH

S|

R

1,
|

=

YW/ (S ] CIDUE‘"_, [ ] ] \%% [H) i) O [ i - el T 0 e | =T
E" o0 ,:,EDD EIE‘ E"BDEG g EJFSD%S E:‘D Oopgopgo O Bp Opo0 mBpgg
EIEUCDEU] %E EIE‘? oy Doooodd oo % O O o E: DDDGDDDDDD DDDGDBGDE’JDD
Oo \:P DDDDDDDDD DDDT;IDUU %%D 0 g
QMM 5526 ¢ OO = g = OP OO POEn|RAPCOnogoon
2 - = oroQoo | ] a (=)
Mg | Bl PoeRERe SR e o o i f 57% "85 yp gooomod, fay et o0 0w g
o AT VN T

!

N

5

[
I
[

- ADD BIKE DETECTION

€dmonton

CIM/F

MISSING SIDEWALK / ACTIVE MODES LINK
MISSING CYCLING CONNECTION

PRIORITY GROWTH AREA

POTENTIAL
IMPROVEMENTS

— ACTUATION TO PED —
= L e — : . (CONSTRUCTMISSING - SIGNAL AT 106 AVE
OO0 pon™o 0 00U 7 g oo i 0o dapoopoo o o =
j:%unmc?rﬁ'nnuu Sgg;gél% w v u;CKD:DUDUDDDulmDﬂDDnuGDDDDDD DDUECDUUDEIRJUDEfU uud’ummnuutlun[]\: o UDUDDDI‘_'JC[:D)I mmmnnn%uﬂbu an:uucu B olfo UGJDDGD oo | O0oo 09 o i [
- ]
OoOooMmooD o RN U[]EEJD D[} D UH‘ CONSTRUCT M|S§|N_'G DDDGDEGD:] D A
0 oe EE’E DD:% e o | BBy oo | o e | D758 ) | ‘oo oo one | Baesaa i EPORTE | P e |5 sipewALk LINKS 1 oce Sapa | | coma 1Ter [
oo 0 g 1 o0fo momm odo | 0 fo o Dp o"0008 @ 8 1 0 of0 g oo =0 B2 PE r o I:-tlﬂ[{\
3§DGIJDMIJZ|%D [ﬂ o | [] lejex gﬂ[ETI\'QESFSBUEUBUL‘LVB E&Jusuﬂnﬂ ooog | ofoOo0 oed UbﬂDDDDEEF?J a0 o Dol § | 00 o ClooUaOokg DU”DOUDDDFED W umalayiilsif=ry DODDE}:HGDD Letronpaa 3
s X A —
nd c0gmpoo]| | 00Genohe0g | SiOpEODoF0f Nooceopho | SMNgELED 3
pooaoeonl | coog D[]ﬂjm[:[ggﬂ gﬂjjﬂDGDDD OeCOP0oEkn GD:FUDED ol qu]{]nmnlzlljmp DEJE]EDDE:U:EE,D DDEDDD |:l EEE i ee B DDDE:MD D‘?‘D i DQDD E]ijEEgl:nD Dl:l
Ogg 000 o ooy M gl oo | 0me L o ,;,un:,[l o v 0% omP @ Oo 0o b [:ln g 5 D E
m Woow g| omoo = 1 M l__J:[
o conscad | oed 1T | Tel | Ao g | [He0” 0| TRs D | (il | gllect i = e 72 0 [\ o
0 = Cor o) CPRRE e | [ o)
e P ey a8 | 0gmep | =0 | POe | 7=l g | el | Pr . k] et il LR = E:.DD[
2 = 5 oo 0 | 25mem © o 8, 05000 pa | B0 oo o oooo O o
O@mo U0oD |00 go opoofy oo | @ elme o, | B9 g2 O | o &0 ol o o oo 7 o o2 O 0 mmo mO L =k 2 E Boo) ]
hooboe®o | peddeO I (‘:DUDDEI oo | onbes ]! DDDEIE]C:DGDU Oeremast off | Udbflogsoz0 UUDU]D pootl | peligico :A?)PFBE'II':(CI)ENDFJE%EON mDD”DDDDD § | P ormd oride PRl Ol
- IMPLEMENT RTOR BAN ON ALL APPROACHES - orryine0 | £ SIGNAL AT 109A AVE froms DomImDDUD 000 Rooom guor@osy § | oo o
0
ED:.SEEEE%Q o DDDDDD ~ EEDEDDSSSD Dugg:“nnu EEDDQ ‘-ALLOCATE ADDITlONAL WB LT TIME IN PM PEAK |15 ¢ DEEG O, o0 °F DDd:; mo o gl‘:3 :nnu:nnttnn o000 O u:mEIDE\:P D%%Dmmmﬂn cpu;ung;"l:l
] ; = o =] 'L__'FU oo 00 ML oo |:| 04 0o ol
o qoodooo| nmg, - BI-DIRECTIONAL 55 SN g o0 0.5 Bg m o @7 o pao | olug, 0 PO o6 o °ZIMPLEMENT RTOR BAN ON ALL APPROACHES 5 | oot
:]DDE‘I:DDEIEIUD DDDDIﬂDDD‘ B'II}éEOFRA'?ZII(SIX\Y/é)NNUéDDD m]u] DmEIL"DBC'I DIFI;—IEDCTIONAL BIKE EhDdeglijD DDDDO CroLRa mDUDD:ID':J ooOon Moo I'Ejl - IMPLEMENT LEADING PEDESTRIAN INTERVAL iy (o &
- bl- - ALLOCATE ADDITIONAL NB + SB GREEN TIME |
o g N s 000y oDmA 2 /o005 | FOOD NG
hogepeeogas [ peesees 0 [ e L | e g | oo Comoect | S e Bele WEE,SME TP PR | e |0 b g | | & o e oD | dies e
oo 090 o - o b0o =Xl == 80 Hon D4 "Opn oo o ] i p® Smoom O 0 oRg- 0 Ooog - ik
of [=]u] O8O pg o opo omb Oo DD‘DDDD"DD% oo HofbogH —r Dnnnn oe S5"E [D
éDED;DﬂDDEIEDS DDDEPDEIE%UD J EDJE[]D"DOU ey e Y Orrrnorell | ogollosgodr BTDIRPI%HEPFIONEL B'I_'IEE_DD &ﬂT@ﬁDd DDDI:']EIDI]I]]DC' ool oo E]DDEIU EIUD O DDDUDU% [pOm o
FACILITY ON 111 AVENUE oon 0o 0o
&0 A ey =Arrfrrts w0 [ Pgtio — o QIeol | (0o
DDPDDD%E DDEC’DE 0= [:][l O O O ‘:E%PD?D”QEO E\SEEEEQJ%%?E oo Ca u&jugjéuun:ﬂr\fl’ |_||:u:u:| o e DD EQ BD |:| I:I_T_l \E.I:é:‘:“:";l @E E]L'r_—l MD - E‘:'D';D';lgu‘:hé ”ﬂ;‘D DCI:?D':
- = O 000 ogp d° | gooocOo®00og bbooo oo diubpobag O ° i oo
D%ﬁugngugng%g EIJDEbQ g @ OD g aloooo DE?DDEI booooooonde(] dooln0n Uua El;. L] oopaoton T UDDUDDU [ | aip ogle 0eoo || 0ol ooy | @bl
g GG o ) Q oD i oo | CECnnooEo oo ip0Oe | cotoopRo]) | peciRctPo | (0000 O
OEhDDCIf:EE?:DDD OD O OD O gg o Dmﬂ GEI(?ES} E E‘T‘% [:;LEEIDD o0l ol o %o ﬂhunu o O mpnuunulj%]fl o ;D:'DDD;EID o \:?;Dg:‘ljn
] oo wooo= | @ éﬂ o p °o O o poo > | ° Og poH =] =u [ o2 0Oo
;E SDDSD?E;DDSEE > S DDBDUDDUDDD g fDE! Hbg:l i o= - o E (ooos o | oo | [Melbtomalbn || 0 feoDenilo | Jotloooacn U‘:“:'OUDEUDD oo e
0% 00 0
goen ; ab &' o o RO 0 DpOo mlmfylal] | o/ampTuluy] ]} ML= [u:u;m;u:l g | ooooge g orOebabpa | ol 0o
oy om0 | ol = || Plpgpeome | 895 | oeres ez | [| 0 {1 | oo oo | coommmergns | moqunne | moecay rmobonys | ot
}E e E?‘:'D EI ooo d:“gﬂ R :36 @Go%a 330%86“0 oot oop o a0 oo 500 W o0oP00fme | °n O0gR o0 | 0 3t f %I [ DS]D i D[]D[
%D ; B E.ﬂ 5 EII ODOoDooooD QQC‘})OQ cg gﬁh ood ﬁ jl:lulj:l[jmﬂm I{b EU OoooCd UDUEﬂEﬂdDﬂDDDn UE'I]]jIﬂE]EIDEIU o{iogde Ougoonel] w1 i pdo
o, O 2 g OV 00 g8 o0
o0 g0 o 2285 o N no| = o g
Y gl 27" a0 A0 CogOood [} opooo00o | I0dgoopDolk | OfPEpoon)Roo00 o om0 e
% <7D gD ED DC“:I CEE‘::“?:ID OQé%QQ % ﬁ QDEE':JEQS?:EE Duun ooon DEJ%EID% DDDE‘D omo gl A 'Jt_ll]nau':’u ”00 000 f ©OBfg nqp
ac® DIDDII:III =] QOO L ) N oong o il 3 oo O, @ ¢ | ho BooOp0ofg | OE Faodloo n o2 0. _ooogoooo”
LEGEND
PGA TARGET AREA FIGURE 5-5 124 STREET
PARK / OPEN SPACE
BODY OF WATER / RIVER




% - gl

T =7 =H= = = =] T ~ LT — =SS = = — —
goled | gEPR |BEE B Bl g sigghs it~
o B k5588 | SRtk | Skt ‘ W SW (1, = —, § =
S & fadtie 8 | Bafios | Fejimm O 0= B M L —=
\ v - IMPLEMENT RTOR BAN ON ALL APPROACHES L
2 FIEECIERE — - REDUCE CYCLE TIME TO LESS THAN 120s | M
B a = -
g e % DE gﬁ 52| Bl 2 - ADD BIKE DETECTION ACTUATION TO - - LLOCATE ADD'T'ONAL NB + SB GREEN TIME 5 L
ge o 88 2| BEs S PED SIGNAL AT 106 AVE N, = ] L. |
g 23 | o & i : (7 7]
a0 QO -
EE\ R = =AN{E
a8 B OQD ! DE 5 B N — _IMPLEMENT RTOR BAN ON AL L:jz Diﬂ [ B 2 N L)
™ - (m] u
S~ ST APPROACHES \— —a ] . - IMPLEMENT RTOR BAN ON ALL m
- - STONyp i - CONVERT SB LEFT TURN TO ([T APPROACHES bt o s —
wE s s 2LBLAIN R | PROTECTED ONLY- ALLOCATE o
G5 -~ —r A - IMPLEMENT LEADING PEDESTRIAN
o plf BB e ADDITIONAL SB LT IN AM PEAK INTERVALS - i
Vs Jg . = MR ey - CONVERT PAINTED BIKE LANES TO
AT~ =k [] = - CONVERT NB + SBLT TO ]
Y5 G =2 Ll I = PROTECTED FACILITES ON NB AND SB PROTEGTED ONLY
AN = 0% & ¥ U APPROACHES |~ Ll ' r WA
Sy N O ap O o= T~ — . [ D -
()> L’S DUDD EDDDD DE] e —— AV
G — — —— S IS S CEE—— S — D  —
- IMPLEMENT RTOR BAN —= OQ -4 [ O N D;% TR ] Y Y s [
ON ALL APPROACHES = <"/, = i = ) olzgln
- ALLOCATE ADDITIONAL = = =
) EB GREEN TIME & OOD @ Cﬂf g @ - > 0 - CONSTRUCT MISS NG SIDEWALK LINKS | Eﬂ
oS 2D S /24219 |0 o] o =] Drﬁm<—>wma_im
DG N Po [' o] =i 475 - IMPLEMENT RTOR BAN ON ALL APPROACHES
- - IMPLEMENT EB RTOR BAN 7 ﬁa - - IMPLEMENT LEADING PEDESTRIAN INTERVALS
b(R)llf\l\QI%Vﬁl_\\f\ﬁ%F;\lPROACHQO % - - CONVERT NB + SB LTTO PROTECTED ONLY
o0 D{k 0o E\ET 5 [~ |y o IE=7 U
[ o %0} (78 = = = URGRADE EXISTING PAINTED BIKE LANES D
=af= %@ ¢g7'a8 | RE Pl [ TO PROTECTED FACILITES (PROPOSED AS j 0
=y L oy | BN =1 - ' PART OF W|HKWeNToWIN RENEWAL) — 3 [j = 0
£45, s | & 5| (o= el {:C} gﬂ‘ aioel| 8 UL
& () o=
: G d ﬂﬂj\ Aﬁﬁ ] EJ = ﬂﬂﬂDDDD mg- [EZ]QIY/ENUE gralon | 8 600 | 1ale= | E= 102/A ] - - TRANSIT ORIENTEDij
102 AVENU — — - —— — - RECONFIGURATION OFJ
=" I 2 0p| &5 E} - IMPLEMENT RTOR BAN ON ALL APPROACHES® | /=== - IMPLEMENT RTOR BAN ON ALLj G ﬁ || 109 STREETZI| L §
| PR E = O]e - ALLOCATE MORE GREEN TIME TO NB LT IN PM PEAK AP]PFL?OACHES — u J O
- o 5 S 2 @ EJ £S5 | - =
Q { [} | o D - IMPLEMENT RTOR BAN ON ALL APPROACHES
2 % oy Flg]l - = , - CONCURRENT NB AND SB PROTECTED / \ @
| — PERMITTED LT PHASE IN AM PEAK || 1"
(|
& 0% - N - CHANGE ALL LT MOVEMENTS TO PROTECTED
X h ‘ D ONLY IN PM PEAK % EL
Baody | o U “1 | JasPER AVE nYovel| e JASPER AVENUE
: %0, —
- - PROVIDE BIKE INFASTRUCTURE — 12 17 i C] Ey——Ej[} — : D[Cj & ED
CONNECTING LRT STATION TO FACILITES = - IMPLEMENT DISTRICT BIKE
ON 102 AVENUE AND 106 AVENUE : [0 | <C ROUTE UPGRADES ALONG 100 =
% 7 — oA ] =  AVENUE WEST OF 109 STREET | P
- ﬁ:ﬁ af= m T 1 | (PROPOSED AS PART OF O — | & 5
O m - WIHKW&NTOWIN RENEWAL) & ° 5 —
30 = il
N - UPGRADE BIKE FACILITES ALONG ) 100 AVENUE DU U |
VICTORIA PROMENADE (PROPOSED AS
PART OF WiHKW&NT8WIN RENEWAL) ~ o Q )l 3 | [P pooo DDG D T B
=
[m] T B
P P U o O
- REDUCE CURB RADII TO INCREASE PEDESTRIAN QUEUING SPACE = & aﬁ m 2 F ) O -
- CONSIDER CURB EXTENSIONS, BOLLARDS, AND TWS| INSTALLATIONS = & L]
R 'INSTALL WIDER CURB RANPS =
- IMPLEMENT RTOR BAN ON ALL APPORACHES ool _ IMPLEMENT NB RTOR BAN * d
- ALLOCATE ADDDITIONAL GREEN TIME TO EB LT IN AM + PM PEAKS '
L - ALLOCATE MORE SIGNAL 2

TIMING IN AM PEAK TO WB LT |
0 s
'

[

€dmonton

CIM

LEGEND
PGA TARGET AREA
PARK / OPEN SPACE
BODY OF WATER / RIVER NOTE:

= = LRT ALIGNMENT Detailed design on the Valley Line West corridor is in progress through the P3
LRT STATION contract with Marigold Infrastructure Partners. The analysis completed for this
MISSING SIDEWALK study along the Valley Line corridor is based on "Summer 2024 Look Book"
MISSING CYCLING CONNECTION drawings and preliminary signal timings. Multi-modal performance at study
CORRIDOR UPGRADES REQUIRING FURTHER STUDY intersections along the Valley Line corridor are subject to changes to the design,

with any major design chagnse requiring further study to understand any impacts.

FIGURE 5- 6 WlHKWeNTOWIN
PRIORITY GROWTH AREA
POTENTIAL
IMPROVEMENTS




CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

5.1.3.1 109 Street Corridor

109 Street is a street oriented mixed-use / commercial arterial road. It is a pedestrian priority area
from Jasper Avenue to 103 Avenue and supports a variety of transit uses.

109 Street is comprised of a 7-lane vehicle cross section, flanked by sidewalk. The curb lane is used
for time-of-day parking, transit stops, loading zones, and the occasional patio extension. Parking is
prohibited in both directions on weekdays during peak periods. The cross-section elements are
illustrated in Figure 5-7 through Figure 5-9.
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At a corridor level, pedestrian needs are not being met within the space allocated to them, spiling
over into transit experiences. This may be addressed in a sliding scale of treatments:

Option 1 - Remove one lane of traffic and shift the centreline to provide a bare minimum
pedestrian buffer and furnishing zones. Vehicle and transit operations deteriorate slightly.

Option 2 - Remove two traffic lanes to provide ample pedestrian buffer, furnishing zone, and
parking bays. Implement time-of-day variable lane designation (similar to 97 Street NW) and
left turn restrictions to mitigate reduced road capacity.

Option 3 - Remove four traffic lanes to provide dedicated transit lanes and ample pedestrian
buffer, furnishing zone, and parking bays, illustrated in Figure 5-10. The centre left turn lane
could be maintained in this option. While this option significantly reduces the space allocated
to private vehicles, it increases the theoretical capacity of the roadway from 4,400 - 12,000
vph to 9,200 - 19,200 vph?.
Option 3.1 - Based on the recommendations made in the 2022 Infill Roadmap report, the
centre left turn lane could be removed and bike lanes could be added to the corridor,
through parallel facilities exist to the west along the High Level Bridge Street Car corridor
and Railtown Park.

II ¥ ‘..‘ - 124 '@m
]

At a high level, Option 3 would be preferable. Further study and engagement are required to
confirm the long -term vision for this corridor, and as such these changes may not be possible before
the post-development population horizon.

8 National Association of City Transportation Officials (NACTO) “Transit Street Design Guide”

CiME
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Expected multimodal operations at the corridor level are summarized in Table 5.1 based on
Option 3; however, individual intersection assessments in the following sections capture smaller
changes that can be implemented in the meantime. Detailed MMLOS tables which analyze each
corridor under existing and recommended conditions are found in Appendix G and Appendix H,

respectively.

Mode

Original Target
Adjusted Target
Post-Development
without Improvements
Corridor Performance
Post-Development with
Improvements Corridor

Performance

Notes

Pedestrian Cyclist Transit Motor Vehicles
LOSC LOSC LOSD LOSD
LOSB LOSC LOSC LOSD

X " X

n/a

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to future transit routes (110X
RapidBus) and various existing bus routes along portions of the corridor.

At a corridor level, pedestrian MMLOS is predominantly affected by limited buffer
width (furnishing zone, parking, or bike lanes). Pedestrian LOS is acceptable in off-
peak periods when curb lanes are used for parking. The outer-most curb lane may be
reallocated to the pedestrian realm to provide consistent buffers and furnishing zones.

Cycling facilities are not expected on 109 Street. North/south cycling demand must
be met through the shared use path between 109 and 110 Street and protected bi-
directional bike lane on 106 Street, one block to the west and three blocks to the east
respectively.

At a corridor level, transit MMLOS is predominately affected by the low presence of
passenger amenities. Most transit stops on 109 Street are not accompanied by shelter
or seating; shade is provided by building height rather than vegetation. Enhanced
transit passenger amenities and an improved pedestrian realm result in a passing
transit MMLOS.
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5.1.3.1.1 109 Street and 100 Avenue

The intersection of 109 Street and
100 Avenue is fully signalized. 100 Avenue is
a pedestrian priority area and part of the —
cycling network. There is no on-street transit
at this location; however, both the Capital
and Metro LRT lines run underground, f§
parallel to 109 Street, with a station one
block south and west.

West of the intersection, 100 Avenue is
comprised of a 3-lane vehicle cross section
flanked by sidewalk. A bi-directional bike
lane on the north side of the street ties into
the shared use path that runs between 109
and 110 Avenue. East of the intersection,

100 Avenue is comprised of a protected bi-

directional bike lane and a 4-lane vehicle

cross section, flanked by sidewalk. Parking is not permitted on 100 Avenue. The cross-section
elements are illustrated in Figure 5-12.

Expected multimodal operations following rezoning and development are summarized in Table 5.2,
comparing MMLOS outcomes with and without recommended changes to the road network. Being
located within a pedestrian priority area and along an existing cycling corridor, some changes are
necessary to bring the pedestrian LOS within accepted targets.

i

A =i
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOS B LOS B LOSD LOSD
Post-Development

without Improvements x n/a

Intersection Performance

Notes

Pedestrian LOS is largely affected by long cycle lengths and a lack of enhanced
pedestrian measures. The existing curb ramps at this intersection do not meet the
City's Complete Streets Design and Construction Standards.

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from C to B due to the intersection being situated
along the 100 Avenue Cycling Corridor (On-Street protected bike lane).

There is currently no transit service through this intersection.

Post-Development with
Improvements
Intersection Performance

n/a

Recommended
Treatment

Pedestrian MMLOS may be addressed by:

e Installing wider curb ramps with bi-directional grooves as the current ramps are
not wide enough to directly align with the pedestrian crossing.

e Installing an audible pedestrian crossing with call buttons similar to other
intersections in the area.

e Restricting RTOR movements for northbound traffic, reducing the number of
uncontrolled pedestrians-vehicles conflicts.

No specific changes are required to address cyclist MMLOS.
No specific changes are required to address transit MMLOS.
Declining vehicle MMLOS may be mitigated by:

e AM peak period: allocate more green time to westbound left turning vehicles.

e PM peak period: no signal timing changes are required.
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Under current traffic volumes, the intersection performs quite well with an HCM LOS of C for both
peak periods. Using forecasted volumes under the Post-Development Without Improvements
scenario, the LOS of the westbound left movement drops to LOS F in the AM peak period due to an
increase in eastbound through traffic. In the PM peak period, a similar drop to LOS F is also shown
for the westbound through movement due an increase in expected volume and the addition a
protected phase for westbound left movements. However, the increase in total intersection delay
under both peak periods is maintained at six (6) seconds.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.3 based on
forecast traffic volumes following PGA re-zoning and development. The table compares the AM and
PM peak hour operations with and without recommended changes to intersection geometry and
signal timing.

AM Peak
Volume N/A 1006 65 97 1763 96 NA 551 226 69 234 63 |
Post- e Ratio 053 053 063 071 072 099 048 096 042 048 0777
Pevelopment | os c ¢ E B c E c F c D c
Improvements Delay (s) 23.1 24.6 61.2 18.7 211 66.1 27.0 89.8 26.6 53.4 30.12
95¢h % Queue (m) 792 820 419 1168 1251 1892 523 344 591 276 [N
Volume N/A 1006 65 97 1763 96 NA 551 226 69 234 63 [N
Post- e Ratio 06 061 07 08 0.8 086 041 063 036 053 0738
Pevelopment | s c ¢ E c c D c Db ¢ E c
Improvements  bepoo (q) 278 304 697 252 293 385 2295 543 219 581  30.12
95th % Queue (m) 871 912 452 1362 1475 1484 474 260 530 290 [
PM Peak
Volume N/A 591 22 49 1425 185 N/A 198 88 132 609 66 [N
Post- e Ratio 045 046 014 063 063 052 031 033 105 02 0618
Pevelopment | os C D C B C D D C F D D
Improvements  Djay (s) 339 357 341 186 204 383 354 268 860 351 3641
95¢h % Queue (m) 622 645 153 1087 1120 635 244 344 2a5 211 [
Volume N/A 591 22 49 1425 185 N/A 198 88 132 609 66 [N
Post- v/c Ratio 045 046 014 063  0.63 052 031 033 105 02 0619
Pevelopment | 5s C D C B C D D C F D D
Improvements Dol (e) 339 357 341 186 204 383 354 268 860 351 364
95th % Queue (m) 622 645 153 1087 1120 635 244 344 25 211 [

CIM/:

[
5P



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

5.1.3.1.2 109 Street and Jasper Avenue

Avenue is a fully signalized intersection.
Jasper Avenue is a pedestrian priority area.
Transit service runs along Jasper Avenue
and the north leg of 109 Street.

Jasper Avenue is comprised of a 6-lane
vehicle cross section flanked by sidewalk.
Parking is occasionally permitted through
the use of parking bays. The cross-section
elements are illustrated in Figure 5-14.

(mm.  mm.  omm.  am 'Aﬁ

Expected multimodal operations following rezoning and development are summarized in Table 5.4,
comparing MMLOS outcomes with and without recommended changes to the road network.
Changes made to this intersection focus on improving the pedestrian LOS. As the intersection
already features various enhanced pedestrian features including bollards, TWSIs, enhanced storage,
and curb extensions, further changes focus on limiting the number of uncontrolled conflicts between
pedestrians and vehicles.

CIM/ B2
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS C LOSC LOS D LOS D
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements
Intersection Performance

x x (PM only)

Notes

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Cyclist facilities are not expected on Jasper Avenue. East/west cycling demand must
be met through the protected bi-directional bike lanes on 102 Avenue and 100
Avenue, one block to the north and south respectively.

Due to the high intersection delay, low pedestrian LOS, and lack of any transit priority,
the transit LOS fails during the PM peak period as busses are forced to travel in mixed
traffic.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To achieve the target LOS for pedestrians, possible conflicts between pedestrians and
motorists must be reduced. Changes to the total cycle length or intersection radii are
not required if these conflicts are managed.

e Ban RTOR movements on all approaches during both peak periods.

e AM peak period: Change the northbound left to a dedicated protected-permitted
phase concurrent with a protected-only southbound left movement. Adjust the
westbound left to a protected-only phase.

e PM peak period: Change all left turn phases to protected-only.
No specific changes are required to address cyclist MMLOS.
Transit MMLOS targets can be met by:

e Implementing the identified improvements to the pedestrian realm.

o Transit is still expected to share space with general traffic and will experience
delays, TSP may be considered for higher order busses but is not required to meet
MMLOS targets.

100
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Vehicle intersection performance can be improved by:

o Dedicating the outermost eastbound-through lane to a shared through-right lane.
This adds capacity for the expected increase in eastbound right vehicles and will
not increase the risk of collisions with southbound vehicles or pedestrians due to
the RTOR ban.

Under current traffic volumes, the intersection performs quite well with an HCM LOS of C for both
peak periods, while the southbound left movement is the most delayed. Using forecasted volumes
under the Post-Development Without Improvements scenario, the intersection LOS in the AM peak
period drops significantly to LOS F. However, this appears to be heavily skewed by the eastbound
right movement, which shows over a tripling of volume between the current and forecasted data.
This movement alone cause the intersection to fail, with most other movements exhibiting an LOS
between B and E. This failure also causes the queue length to spillover well past upstream
intersections.

In the PM peak period, the eastbound right movement is again problematic, but not nearly to the
same extent as in the AM. Instead, the movement with the highest delay and LOS F is the westbound
through movement, likely due to a near doubling in anticipated traffic volumes which also will likely
create queuing issues along the Jasper Avenue corridor. Overall, the intersection performs atan LOS
E during the PM peak period.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.5 based on
forecast traffic volumes following PGA re-zoning and development. The table compares the AM and
PM peak hour operations with and without recommended changes to intersection geometry and
signal timing.

C IMT 101
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Table 5.5 Traditional LOS 109 Street and Jasper Avenue

—

Volume 265 681 83 96 1174 49 140 969 682 148 419 113 -
Post- Ve Ratio 094 053 021 068 087 08 037 101 174 07 034 025 112
Development
velopm LOS E c c E D D B F F D c c F
Improvements Dol (s) 726 231 273 693 442 548 191 619 3744 389 229 222 872
95th%Queve(m) 90 77 20 45 120 136 29 166 513 40 50 24 [
Volume 265 681 83 96 1174 49 140 969 682 148 419 113 -
Post- Ve Ratio 097 079 025 068 094 096 035 124 154 025 035 028 103
Development
op LOS F D c E D E B F F B c c F
Improvements Doy (s) 853 409 296 669 548 708 17.6 1558 2830 135 232 228 932
95th% Queue(m) 96 100 23 44 132 153 28 297 392 25 50 27 [
Volume 186 439 90 68 1104 170 141 795 368 179 1367 174 -
Post- Ve Ratio 065 032 024 033 089 099 072 08 104 073 12 043 090
Development
velopm LOS D c c D D E D D F D F c E
Improvements Dol (s) 362 204 296 432 480 785 462 460 946 406 1355 295  73.1
95th%Queve(m) 53 51 24 26 13 168 45 128 147 53 342 47 [
Volume 186 439 90 68 1104 170 141 795 368 179 1367 174 -
Post- /e Ratio 111 052 032 041 102 117 102 087 111 033 12 047 098
Development
P LOS F D c D F F F D F B F C F
Improvements [0 (s) 1504 363 341 528 759 1422 1278 533 1156 157 1355 306  92.4

95th% Queue (m) 113 68 29 28 167 224 85 139 171 36 342 53
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5.1.3.1.3 109 Street and 104 Avenue

The configuration of the 109 Street and
104 Avenue intersection is based on Valley
Line LRT concept drawings. The nearest LRT
stations are located two blocks to the east
and west. 104 Avenue is a pedestrian priority
area while 109 Street supports high-
frequency district transit routes.

104 Avenue is comprised of a centre-
running LRT and a 5-lane vehicle cross
section, flanked by sidewalk. Parking is not
permitted on 104 Avenue. The cross-section
elements are illustrated in Figure 5-16.

109 Street J=t

7 A A
. — .l - mm omm |"m

Expected multimodal operations following rezoning and development are summarized in Table 5.6,
comparing MMLOS outcomes with and without recommended changes to the road network. This
intersection experiences high traffic and pedestrian volumes due to its central location adjacent to
MacEwan University and features a wide cross section with the integration of the Valley Line LRT.
Various bus routes travel through the intersection and require a higher turning radius at three of the
four corners.

C IM_ 103
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The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along various future transit routes (Valley Line, R?X and 110X RapidBus).

Pedestrian LOS is largely affected by wider corner radii, long cycle lengths and
uncontrolled conflicts with turning vehicles.

Cyclist facilities are not expected on 104 Avenue. East/west cycling demand must be
met on 105 Avenue protected bike lanes and 102 Avenue protected bi-directional
bike lanes, two blocks to the north and south respectively.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

Pedestrian MMLOS may be improved by:

e Implementing LPIs on all pedestrian phases in both peak periods to prioritize
pedestrian movement.

¢ Banning RTOR movements to reduces the number of possible pedestrian-vehicle
conflicts to its lowest level.

Unfortunately, these measures are not enough to increase the pedestrian LOS to an
acceptable target.

e We recommend that the City explore the possibility of reducing the total signal
cycle length at this intersection to less than 120 seconds, as this would likely be the
most cost-effective way to achieve the target LOS for pedestrians.
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The viability of a reduced signal cycle length is questionable, as this may not be
compatible with the signal timing plan designed for the LRT line. Aside from this, the
only other way to realistically achieve the target pedestrian LOS is to reduce the
average effective turning radius (of all four corners) to less than 9.0 m, which may not
be possible due to the existing bus and truck movements.

No specific changes are required to address cyclist MMLOS.
No specific changes are required to address transit MMLOS.
To address vehicle MMLOS, we recommend:

e AM peak period: allocate more green time to the northbound and southbound
phases. This improves vehicle LOS significantly compared to the signal timing data
provided as part of the Valley Line West analysis. However, this altered plan
assumes compatibility with the pre-emptive signal phasing that will prioritize the
movement of Valley Line vehicles.

e PM peak period: no signal timing changes are required.

Using current traffic volumes and using the planned configuration for the Valley Line West, traffic
performance at this intersection is notably poor, with an HCM LOS of F for all northbound and
southbound movements in both the AM and PM peak period. along with the eastbound left.
However, the performance of most movements improves using traffic data from the Post-
Development Without Improvements scenario, as the forecasted volume for these movements is
lower than the present day, likely because of the effects of the completed Valley Line on traffic
distribution. However, the northbound, southbound, and eastbound left movements experience a
breakdown of flow in the AM peak period in the Post-Development Without Improvements scenario,
with large increases in delay and v/c ratio.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.7 based on
forecast traffic volumes following PGA re-zoning and development. The table compares the AM and
PM peak hour operations with and without recommended changes to intersection geometry and
signal timing.
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Scenario

Sffectveness o

AM Peak
Volume 163 634 33 159 1218 12 89 706 231 NA 256 197 [N
Post- v/c Ratio 207 056 057 202 103 103 129 052 054 019 029 0676
Pevelopment | os F D D F F F F c < c c F
Improvements  pelay (o 594 502 534 571 937 1072 2768 243 249 249 268 1098
95th % Queve(m) 183 906 963 1770 2029 2248 878 1281 1216 390 578 [
Volume 163 634 33 159 1218 12 89 706 231 NA 256 197 [
Post- v/c Ratio 087 048 049 085 087 088 07 082 086 038 07 069
Pevelopment | 35 F D D F E E F E E D E E
Improvements Dol (o 1033 433 454 998 599 684 935 563 623 508 654 619
95th % Queue (m) 979 851 897 945 1694 1863 585 1952 1899 83 933 [N
PM Peak
Volume 152 1121 28 101 1023 44 55 372 110 NA 661 433 [N
Post- o/c Ratio 097 085 086 064 079 08 046 031 033 065 088 07
Development | os F E E F E E F c c D E E
Improvements Delay (s) 135.4 62.8 71.4 87.2 58.6 65.8 82.3 28.0 28.5 47.7 68.4 60.8
95th % Queue (m) 1063 1675 1831 639 1520 1645 352 780 752 13121799 [N
Volume 152 1121 28 101 1023 44 55 372 110 NA  es1 433 [N
Post- v/c Ratio 097 095 096 064 08 09 046 034 036 072 108 0738
Pevelopment | os F F F F E F F c < D F E
Improvements bl (q) 1354 800 941 872 703 829 823 317 322 535 1218 768
95th % Queue (m) 1063 1858 2063 639 1648 1820 352 842  80.9 1383 250.7 [N

This intersection was identified for further sensitivity analysis to investigate future vehicle capacity
constraints. The Post-Development Without Improvements scenario forecasts notable decreases in
through traffic on all approaches, particularly in the AM peak period. Therefore, additional scenarios
were analyzed with forecasted growth rates of 10% and 20% applied to movements which saw a
decrease in volumes between the existing conditions and the City's post-development model. Full
results are shown in Appendix | and Appendix J.

In the AM peak period, these growth scenarios of added through traffic lead to a breakdown of flow
for most movements aside from westbound and northbound through and right traffic. Minor
optimization can be made to the signal timing plan to allocate a small amount of green time from
the southbound left movement to the remaining phases which results in a small reduction in overall
intersection delay, but further changes would require additional lanes (not possible given the
intersection’s location) or increasing the signal cycle length, which is unlikely given the presence of
the LRT phasing and undesirable due to the additional crossing delay for pedestrians.
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In the PM peak period, saturated flow conditions are more predominant, aside from the eastbound
through and right lanes. While transferring green time from the east-west phasing group to the
north-south reduces overall intersection delay, nearly every movement still exhibits an LOS F during
peak volumes. Given the geometric and signal constraints at this intersection arising from the LRT
line, options to address vehicle capacity constraints at this intersection under these elevated growth
scenarios are limited. Traffic patterns should be monitored upon completion of the Valley Line West
to assess the line's impacts on traffic distribution at this intersection and along the 109 Street
corridor.

5.1.3.2 124 Street Corridor

124 Street is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority area
from Jasper Avenue to 112 Avenue and supports a variety of transit uses.

For much of its length, 124 Street is comprised of a 5-lane vehicle cross section flanked by sidewalk.
Parking is prohibited on the east side during the weekday PM peak hour. Parking is prohibited on
the west side during the weekday AM peak hour. Beginning north 111 Avenue, the cross section
decreases to 4- and eventually a 3-lanes as the character become more residential oriented. The
cross-section elements are illustrated in Figure 5-17 through Figure 5-21.

C IM F 107
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At a corridor level, the current 124 Street cross section meets forecast MMLOS targets. However, as
a pedestrian priority area and frequent transit corridor, additional emphasis should be placed on the
pedestrian realm. The current use of curb lanes as patio extensions indicates a need for additional
public realm. As buildings redevelop, frontage should be reserved for the public realm. Current
parking restrictions in peak periods may be reassigned to transit lanes, increasing reliability and
travel time.

Additional cycling infrastructure is needed to support the current planned network:
Bike detection or actuation is required on 106 and 109a Avenue where these bike
boulevards intersect with 124 Street to improve circulation and controlled crossing
opportunities.

The 2022 Infill Roadmap report identified opportunities to install a bi-directional bike lane
on the south side of 111 Avenue. Combined with the cycling facility on 114 Avenue
identified in the Bike Plan, this would close a large gap in the east/west cycling network.

The spacing between the cycling infrastructure on 114 Avenue and the bike boulevard on
122 Avenue leaves a 1,300 m gap in the east-west cycling network. Routing options should
be explored on 117 Avenue and either 119 or 120 Avenue.

Additional study and engagement will be required to determine the type of facility best suited to the
111 Avenue, 117 Avenue and 120 Avenue corridors.

Expected multimodal operations at the corridor level are summarized in Table 5.8 based on these
recommendations; however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements n/a
Corridor Performance

Post-Development with

Improvements Corridor n/a
Performance
Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

Cyclist facilities are not expected on 124 Street. North/south cycling demand must
be met on 121 Street (painted bike lanes from Jasper to 105 Avenue, shared use
path from 105 to 118 Avenue, and shared street to the north), three blocks to the
east, or the protected bi-directional bike lane on 127 Street (via the bike boulevard
on Wadhurst Road), three blocks to the west. At ~650 m separation, the north/south
bike network coverage is nearing minimum thresholds and additional routes may be
considered.

Bike actuated crossing control is required where bike boulevards cross 124 Street at
106 and 109a Avenue.

Adding transit passenger amenities where they are currently missing and dedicating
curb lanes to busses in the peak period will increase transit corridor MMLOS to

LOS A.
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5.1.3.2.1 124 Street and 102 Avenue

The intersection of 124 Street and
102 Avenue is fully signalized. 124 Street
and the east leg of 102 Avenue are
pedestrian priority areas. 102 Avenue is part
of the cycling network. Both 124 Street and
102 Avenue support frequent bus routes.

West of the intersection, 102 Avenue is
comprised of a protected bi-directional bike
lane and a 4-lane vehicle cross section that
flares to a 5-lane cross section at the
intersection, flanked by sidewalk. Parking is
not permitted west of the intersection. East
of the intersection, 102 Avenue is comprised
of a protected bi-directional bike lane and a
2-lane vehicle cross section, flanked by
sidewalk. Parking is occasionally provided
using parking bays. The cross-section
elements are illustrated in Figure 5-23.
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Treatment options that affect 102 Avenue are uncertain at this time. The Wihkwéntowin
Neighbourhood is currently undertaking a renewal process, and designs have not been finalized.
Current design options include improved public realm and the maintenance of two-way traffic or
increased public realm and conversion to one-way traffic. Another possible 102 Avenue cross
section, converting the one block immediately east of 124 Street to a transit only street, is illustrated

in Figure 5-24.
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Expected multimodal operations following rezoning and development are summarized in Table 5.9,
comparing MMLOS outcomes with and without recommended changes to the road network.
Upgrades to the intersection take a balanced approach to enhance each mode and reduce overall
intersection delay as much as possible.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS C LOS C LOS D LOS D
Adjusted Target LOSB LOSB LOSD LOSD

Post-Development

without Improvements x x (PM Peak) x x

Intersection Performance

Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from C to B due to the intersection being situated
along the 102 Avenue Cycling Corridor (On-Street protected bike lane).

Pedestrian MMLOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

Cyclist MMLOS on 102 Avenue fails in the PM peak due to long cycle lengths.
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Transit MMLOS is largely affected by the delays experienced while travelling in mixed
traffic lanes.

Vehicle MMLOS falls below targets. This is largely affected by long delays (traffic
forecasts more than double northbound left and westbound through demand
resulting in HCM LOS F for these approaches) and few movements are provided
dedicated turn lanes (i.e. demand for one turn movements will affect multiple turn
movements).

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

The total vehicle delay in both peak periods is heavily skewed by the westbound
approach due to a significant increase in the forecasted peak hour traffic volume for
the westbound through movement, which saturates the single shared lane. As part of
the Neighbourhood Renewal, the City is contemplating a one-way conversion of
102 Avenue. The City could also consider converting the east leg into a transit and
bike-only block (between 124 and 123 Street). Analysis assumes that eastbound
through volume are evenly diverted to eastbound right and eastbound left
movements. Westbound traffic would be similarly diverted to the north and south.

Pedestrian MMLOS may be improved by:

¢ Banning eastbound RTOR movements to eliminate an uncontrolled conflict
between vehicles and pedestrians, the existing ban for southbound RTOR should
be maintained.

e The transit and bike-only configuration allows for the elimination of northbound
right and westbound right movements, which reduces the number of conflicts for
pedestrians.

e Exploring curb extensions, especially the southwest corner, to minimize the
average effective turning radius of vehicles.

Cyclist MMLOS may be addressed by:
e Eliminating the westbound right turn movement and exploring curb extensions.
Transit MMLOS may be addressed by:

e Converting the east leg of 102 Avenue (from 124 to 123 Street) to a transit and
bike-only lane.

e Extending the concrete island on the west leg which separates the bike lane from
the travel lane to reduce the turning radius for southbound right vehicles. This may
also require adjustments to the crosswalk location.

Vehicle MMLOS may be addressed by:

e Converting the east leg of 102 Avenue (from 124 to 123 Street) to a transit and
bike-only lane.
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e Converting the existing eastbound through/left shared lane into a dedicated left
turn lane. Based on volume redistribution (and assuming 12 westbound busses
per hour on this approach), the overall intersection delay is reduced significantly.

e Updating signal timing plans to overlap permitted right turn phases with
eastbound left and westbound through phases.

e AM peak period: allocate more green time to the northbound through and left
movements.

Alternatively, the City could explore reducing the signal cycle length at this
intersection to 100 s or lower, although this would affect signal coordination along
124 Street and may not be viable.

Under current traffic volumes, the intersection performs quite well with an HCM LOS of C for both
peak periods and most movements exhibiting either LOS B or C. Under forecasted volumes,
however, the LOS of the westbound shared lane on the east approach drops significantly to a LOS F
in both peak periods due to significant increases in westbound through and right traffic. This
degrades the overall intersection LOS to an F, and results in saturated conditions for westbound
vehicles and busses on this approach and an extremely long queue length.

Another large increase in traffic volume is observed for northbound left traffic in the PM peak period.
This delay increase, however, is more manageable than that facing the east approach.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.10 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.10 Traditional LOS 124 Street and 102 Avenue

Northbound Southbound Eastbound Westbound

Measureof |  Northbound |  Southbound |
Scenario overet
fectiveness | 1 | tH | RT [ ur | i [ RT | ur | i [ RT | T [ TH | R

Volume 393 241 2 NA 414 69 173 189 1027 A 395 45 [
Post- Ve Ratio 049 058 036 045 047 0.63 0.69 177 0.719
Pevelopment | s D D c c c c B F F
Improvements  Dglay (s) 358 387 202 297 303 25.1 17.1 405.9 83.0
95th % Queue (m) | 454 481 539 650 658 80.8 855 AR |
Volume 593 241 NA NA a1 269 268 A 1122 na 12 va [
Post- Ve Ratio 09 098 037 07 08 095 104 0.04 0.597
De"ev'v‘?ﬁ]me”t LOS E F C D D D F C D
Improvements  befay (s) 678 851 209 397 470 502 734 324 39.0
95th % Queve (m) | 908 1029 545 992 1076 208.7 2465 35 L

Volume 1326 304 4 NA 376 101 5 198 570 NA 261 165 [
Post- Ve Ratio 103 113 035 048 051 0.37 0.36 1.98 0.71
Development
velopm LOS F F B D D C B F F
Improvements Dol (s) 744 1074 13.1 354 365 30.3 10.9 506 110.3
95th % Queue (m) 1975 2460 557 715 727 59.4 404 76 [N
Volume 1456 387 NA N/A 376 230 105 NA 670 NA 12 A [
Post- /e Ratio 123 132 043 062 07 076 0.84 0.05 0.678
Development
P LOS F F B D D D D D F
Improvements  bepoo (q) 1507  189.8  14.4 395 439 443 51.2 418 96.7
95th % Queue (m) 3298 3842 710 934 986 1238 129.2 43 L
CIM/F 15



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

5.1.3.2.2 124 Street and Stony Plain Road

The configuration of the 124 Street and
Stony Plain Road intersection is based on
Valley Line LRT concept drawings. An LRT
station is located immediately east of the
intersection. Both 124 Street and Stony
Plain Road are pedestrian priority areas.

West of the intersection, Stony Plain Road
is comprised of a centre-running LRT and
two vehicle lanes flanked by sidewalk. East
of the intersection, Stony Plain Road is
comprised of a centre-running LRT and
three vehicle lanes flanked by sidewalk.
Parking is not permitted Stony Plain Road.
The cross-section elements are illustrated
in Figure 5-26.

P
v
v
-

re)

wn
<
™~

—

Expected multimodal operations following rezoning and development are summarized in Table
5.11, comparing MMLOS outcomes with and without recommended changes to the road network.
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The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT.

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

East/west cycling demand must be met on 105 Avenue or 106 Avenue (painted bike
lanes) and 102 Avenue protected bi-directional bike lanes, two blocks to the north
and south respectively. North/south cycling demand is met by facilities located on
127 Street (protected) three blocks west, or 121 Street three blocks east.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

To improve pedestrian MMLOS, we recommend:

e« Ban RTOR movements to minimize the number of uncontrolled pedestrian
conflicts. This is based on the assumption that the Valley Line West project will
feature various pedestrian enhancements in its final design such as enhanced
storage, audible crossing signals, lower curb radii, and/or other features as
indicated in the design overview and available renderings.

No specific changes are required to address cyclist MMLOS.

No specific changes are required to address transit MMLOS.
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Vehicle MMLOS deterioration can be mitigated by:

e AM peak period: allocating more green time to the eastbound phase while
maintaining the total signal cycle length.

e PM peak period: no signal timing changes are necessary.

Under current traffic volumes, the intersection performs fairly with an HCM LOS of D for both peak
periods. Using forecasted volumes under the Post-Development Without Improvements scenario,
the LOS of the single eastbound lane (for through and right traffic) drops to LOS F in the AM peak
period due to a large increase in traffic volumes. This degrades the intersection LOS to E, and results
in queuing spillover along Stony Plain Road.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.12 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

ectiveness
AM Peak
Volume 75 558 39 50 582 3  N/A 500 195 4 131 31
Post. Ve Ratio 023 066 068 016 065 065 119 0.03 0.2 0.662
Pevelopment | os c D D c D D F D B E
Improvements Delay (s) 26.2 447 45.7 25.3 441 44.2 141.4 50.0 17.8 721
95th % Queue (m) 205 1022 1017 134 997 996 356.6 17 6 [N
Volume 75 558 39 50 582 3 NA 500 195 4 131 31 [
Post- Ve Ratio 03 075 077 021 073 073 0.94 0.05 0.18 0.679
Pevelopment | 3s C D E c D D D E B D
Improvements Do (s) 332 533 553 318 519 520 52.2 55.7 135 487
95th % Queve (m) 239 1112 1113 155  107.1 107.1 234.0 2.0 6 N
PM Peak
Volume 154 500 95 203 391 12 NA 238 81 36 442 117 [
Post. Ve Ratio 033 066 069 052 045 045 0.65 0.24 0.77 0.637
De‘ﬁ'tﬁl‘;:‘te”t LOS c D D c D D D D D D
Improvements Delay (s) 22.9 44.8 47.1 28.6 37.8 38.0 43.4 53.7 36.2 38.7
95th % Queve (m) 396 1023 1009 57.0 681  67.8 104.1 15.9 1584 [N
Volume 154 500 95 203 391 12 NA 238 81 36 442 117 [
Post- v/c Ratio 033 068 071 053 045 045 0.67 0.24 0.79 0.651
Pevelopment | os C D D C D D D D D D
Improvements  pej () 230 454 481 290 378 380 444 53.7 37.4 39.4
95th% Queue (m) 396 1047 1031 572 683 680 107.5 159 16a2 [
CIM/
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5.1.3.2.3 124 Street and 107 Avenue

The intersection of 124 Street and
107 Avenue is fully signalized. 124 Street
and 107 Avenue are pedestrian priority
areas and support frequent transit routes.

West of the intersection, 107 Avenue is
comprised of a 5-lane vehicle cross section
flanked by sidewalk. Parking is not permitted
west of the intersection. East of the
intersection, 107 Avenue is comprised of a
6-lane vehicle cross section flanked by
sidewalk. Parking is permitted on the south
side. Left turns are not permitted on 107
Avenue in the weekday AM or PM peak
periods. The cross-section elements are
illustrated in Figure 5-28.
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Expected multimodal operations following rezoning and development are summarized in Table
5.13, comparing MMLOS outcomes with and without recommended changes to the road network.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

Cycling facilities are planned on 107 Avenue between 163 Street and Groat Road to
the west of the study intersection in 2026; however, there are currently no bike
facilities planned for 107 Avenue directly east and west of 124 Street. East/west
cycling demand must be met on 106 Avenue (bike boulevard west of 124 Street and
painted bike lanes to the east) or 109a Avenue bike boulevard, one block to the south
and three blocks to the north respectively. Of note, there does not appear to be any
bike actuated crossing control where bike boulevards cross 124 Street at 106 and
109a Avenue, nor does 106 Avenue connect to the broader community to the west.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

Pedestrian MMLOS may be addressed by:

e Implementing LPIs on all pedestrian phases in both peak periods to prioritize
pedestrian movement.

e Banning RTOR movements on all approaches.

¢ Maintaining existing restrictions on westbound and eastbound left turns during
peak hours.

No specific changes are required to address cyclist MMLOS.

No specific changes are required to address transit MMLOS.

Vehicle MMLOS deterioration can be mitigated by:

e AM peak period: no signal changes are required.

e PM peak period: allocation additional green time to the northbound and
southbound phases to improve traffic flow. The total signal cycle length can remain
the same.
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Under current traffic volumes, the intersection performs quite well with an HCM LOS of C for both
peak periods. Using forecasted volumes under the Post-Development Without Improvements
scenario, the LOS of the southbound through/right lane drops to LOS F in the PM peak period, partly
due to an increase in volume but also because parking is permitted in the curbside lane during the
PM peak. From the added delay to this movement and minor increases to others, the intersection
LOS is degraded to D in the PM peak period.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.14 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

AM Peak
Volume 264 591 118 160 445 107 N/A 1506 220 N/A 556 66
Post- Ve Ratio 06 071 072 043 055 0.56 086 025 032 007 0728
Pevelopment | o C D D A C ¢ C B B B C
Improvements Delay (s) 28.1 354 35.8 2.7 32.2 32.4 27.7 15.1 15.4 13.2 26.2
95th % Queue (m) 657 965 929 11 743 712 1708 363 sia 98 [N
Volume 264 591 118 160 445 107 N/A 1506 220  NA 556 66 |
Post. Ve Ratio 062 063 063 045 049  0.49 088 029 033 008 0726
Pevelopment | os c c c A Cc c B B B c
Improvements bl (q) 305 306 308 27 286 288 297 16.1 161 138 258
95th % Queue (m) 654 916 877 12 717 684 1765 422 s28 113 [
PM Peak
Volume 184 660 9a 169 585 89  N/A 888 462 N/A 1457 120 [N
Post- Ve Ratio 054 064 065 04 115 0.56 061 093 015  0.851
Pevelopment | s c c c A F c c D B D
Improvements  Dglay (s) 299 333 336 29 122.7 241 270 406 186 445
95th % Queue (m) 458 1035 1007 10 3132 1025 1028 2083 235 [
Volume 184 660 9a 169 585 89 N/A 888 462 N/A 1457 120 [N
Post. Ve Ratio 053 054 055  0.35 0.97 0.66 08 109 02 085
Pevelopment | s c c c A E c D F c D
Improvements el () 278 274 273 24 59.6 306 405 866 235 512
95th % Queve (m) 398 951 921 08 2275 1151 1360 2876 301 [
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5.1.3.2.4 124 Street and 111 Avenue

The intersection of 124 Street and
111 Avenue is fully signalized. 124 Street
and 111 Avenue are pedestrian priority
areas, and both support frequent transit
routes.

111 Avenue is comprised of a 6-lane vehicle
cross section flanked by sidewalk. Parking is
not permitted along 111 Avenue. Eastbound
left turns are prohibited in the AM peak
period. The cross-section elements are
illustrated in Figure 5-30.

Figure 5-29 124 Street and 111 Avenue

Figure 5-30 111 Avenue Facing East

Expected multimodal operations following rezoning and development are summarized in Table
5.15, comparing MMLOS outcomes with and without recommended changes to the road network.

CIME 122



Priority Growth Areas

CIMA+ file number: Z0016285
June 5, 2025 - Review 04

Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Pedestrian LOS is largely affected by medium to long cycle lengths and uncontrolled
conflicts with turning vehicles.

Cycling facilities are planned on 111 Avenue between 121 Street and Kingsway to the
east of the study intersection in 2025; however, the Bike Plan does not identify any
network beyond this point. East/west cycling demand must be met on the 109A
Avenue bike boulevard, two blocks to the south, or 114 Avenue shared use path,
three blocks to the north. Of note, there does not appear to be any bike actuated
crossing control where the bike boulevard crosses 124 Street. The east/west network
spacing is ~900 m, exceeding minimum network coverage.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

Pedestrian MMLOS may be addressed by:

e Banning RTOR movements on all approaches. This is anticipated to have minimal
impact on traffic performance due to the shared through/right lane configurations.

Cycling MMLOS may be addressed by:

e Expanding network coverage on 111 Avenue, as identified in the 2022 Infill
Roadmap.

No specific changes are required to address transit MMLOS.
Vehicle MMLOS deterioration can be mitigated by:

e AM peak period: no signal changes are required.

e PM peak period: allocate additional green time to the westbound left movement.
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Under current traffic volumes, the intersection performs quite well with an HCM LOS of C for both
peak periods. Using forecasted volumes under the Post-Development Without Improvements
scenario, the LOS of the westbound left movement drops to LOS F in the PM peak period due to an
increase in eastbound through traffic. This results in the overall intersection LOS falling to D. The
performance of the intersection in the AM peak period, meanwhile, is largely unchanged between
the two scenarios.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.16 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

AM Peak
Volume 274 431 148 133 543 72 N/A 1459 94 42 809 53
Post. v/c Ratio 071 054 054 033 054 055 078 077 062 04 04
Pevelopment | os c ¢ ¢ ¢ c c c D c B B
Improvements Delay (s) 31.6 294 295 222 29.4 29.5 32.0 353 23.4 17.5 17.6
95th % Queue (m) 660 748 703 299 781 760 1280 1338 598 631 621
Volume 274 431 148 133 543 72 N/A 1459 94 42 809 53
Post- v/c Ratio 072 055 056 033 055 055 079 078 063 04 04
Pevelopment | s c ¢ ¢ c c c c D c B B
Improvements  bepay (<) 319 295 297 223 294 295 323 359 238 177 178
95th % Queue (m) 661 768 719 299 789 767 1293 1355 605 637 626
PM Peak
Volume 181 508 126 202 646 88 5 1042 197 123 1661 119
Post- Ve Ratio 054 068 069 053 081 08 054 057 057 113 074 075
Pevelopment | os c Db D cC D D c c c F c c
Improvements  Djay (s) 289 396 402 315 420 424 256 265 269 1025 253 257
95th % Queue (m) 476 967 926 582 1126 1096 101.8 1012 958 2223 1520 149.7
Volume 181 508 126 202 646 88 5 1042 197 123 1661 119
Post- Ve Ratio 055 067 067 059 084 08 054 056 057 108 074 074
Pevelopment | 5s c b D ¢ D D c c c F c c
Improvements  pelay () 296 385 390 339 435 440 252 259 263 844 246 250

95th % Queue (m) 482 974 928 599 1158 1124 1057 1005 946 2015 1508 1482
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5.1.3.2.5 124 Street and 118 Avenue

The intersection of 124 Street and
118 Avenue is fully signalized. 118 Avenue
supports local transit routes and has been
identified for future rapid transit.

118 Avenue is comprised of a 7-lane vehicle
cross section flanked by sidewalk. Parking is
not permitted on the south side regardless
of day or time. Parking is not permitted on
the north side during the PM Peak period.
The cross-section elements are illustrated in
Figure 5-32.

Figure 5-31 124 Street and 118 Avenue
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Figure 5-32 118 Avenue Facing East

The proposed cross section changes on 118 Avenue are illustrated in Figure 5-33.
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Expected multimodal operations following rezoning and development are summarized in Table
5.17, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is not located within a pedestrian priority area but is a planned route for the future

R12 Rapid Bus.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS C LOS C LOS D LOS D
Adjusted Target LOSC LOSC LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

No adjustments were made to the target LOS for any mode.

Cycling facilities are planned on 118 Avenue (Kingsway) between 121 Street and 113
Street to the east of the study intersection in 2025; however, the Bike Plan does not
identify any network extending further west. East/west cycling demand must be met
through bike boulevards on 109a Avenue and 122 Avenue, nine blocks to the south
and four blocks to the north respectively. The bike plan identifies 114 Avenue as a
future District Connector cycling route, though timing of any further upgrades to the
existing pathway are unknown. Even with the shared pathway cycling facility on 114
Avenue, the east/west network spacing is ~1,400 m, exceeding minimum network
coverage.

Transit LOS falls below the threshold, largely due to the delay experienced while
travelling in mixed traffic without priority measures.
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Post-Development with
Improvements
Intersection Performance

Recommended No upgrades are required to meet pedestrian MMLOS targets. As 118 Avenue
Treatment redevelops, additional opportunities to increase the pedestrian buffer and furnishing
zone should be explored.

Cycling MMLOS may be addressed by expanding network coverage on:
e 117 and 119/ 120 Avenue.
Transit MMLOS may be addressed by:

e Exclusive bus lanes with transit signal priority on 118 Avenue, removing one
through lane in each direction. The theoretical capacity of the roadway nearly
doubles from 4,400 - 12,000 vph to 10,400 - 22,400 vph by re-allocating space to
high frequency transit.

Impacts to vehicle MMLOS may be mitigated by:

e AM peak period: allocate more green time to eastbound traffic.

e PM peak period: no changes to signal timing are required.

Under current traffic volumes, the intersection performs quite well with an HCM LOS of C for both
peak periods. Using forecasted volumes under the Post-Development Without Improvements
scenario, the LOS of the eastbound through and right movements drops to LOS F in the AM peak
period due to a large increase in projected traffic volumes, with the expected queue length
extending to 126 Street. In the PM peak period, this LOS change is only exhibited by the eastbound
right movement, albeit not as severe. These increases in delay result in an overall LOS of D for the
intersection in both peak periods. While the proposed transit lanes would increase the theoretical
roadway capacity along 118 Avenue, the analysis shows that this may worsen the flow of car traffic in
the AM peak period.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.18 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.18 Traditional LOS 124 Street and 118 Avenue

Northbound Southbound Eastbound Westbound

Measureof | _ Nothbound |  Southbound | Eastbound |
Scenario Overall
flectiveness | 7 | tH [ T | ur [t | RT [ ur | W [ RT | [ TH | kT

Volume 352 44 200 140 170 23 30 1532 405 44 811 103 [
Post- Ve Ratio 0.33 0.32 0.48 0.35 015 106 109 016 038 038 0698
Pevelopment | s B c D c c F F c B B D
Improvements  Dglay (s) 19.3 20.1 426 29.1 346 757 988 230 189 197 .
95¢th % Queue (m) | 363 492 1838 52.0 95 2285 2533 89 624 o42 [
Volume 352 44 200 140 170 23 30 1532 405 44 811 103 [N
Post- Ve Ratio 0.39 0.36 0.49 0.35 015 13 14 016 049 05
Development | s c C D c c F F c B B F
Improvements  befay (s) 239 24.0 438 29.1 346 1762 2215 224 185 186 1113
95th % Queue (m) | 40:6 54.8 49.6 520 95 5166 5872 81 886 863 [N

Volume 401 38 220 87 36 37 25 925 512 115 1426 171 |
Post. Ve Ratio 0.27 0.31 0.34 0.15 031 084 100 045 072 073  0.593
Development
velopm LOS B B D c E D F C C C D
Improvements Dol (s) 17.2 18.4 44.8 31.1 635 433 808 318 304 340 384
95th % Queue (m) | 414 52.0 326 203 125 1399 1865 310 1342 1412 [N
Volume 401 38 220 87 36 37 25 925 512 115 1426 171 [
Post- v/e Ratio 0.4 0.43 0.38 0.15 027 087 092 041 078 08  0.66
Development
P LOS C C D c E D D C C C C
Improvements  bepoo (q) 29.0 30.2 483 31.1 571 397 478 263 257 270 337
95th % Queue (m) 554 67.2 34.1 203 118 2029 2038 231 1798 1821 [
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5.1.3.3 104 Avenue Corridor

104 Avenue is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority area
from 121 Street to 105 Street and is undergoing major reconstruction as part of the Valley Line West
LRT project.

104 Avenue is comprised of a centre-running LRT and 4-lane vehicle cross section flanked by
sidewalk. The vehicle cross section expands at intersections to provide dedicated left and right turn
bays as needed. A shared use path replaces the north sidewalk between 121 and 118 Street. Parking
is not permitted on 104 Avenue. The cross-section elements are illustrated in Figure 5-34 through
Figure 5-36.
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An assessment of the 104 Avenue corridor was made based on the Valley Line West LRT renderings
and should be confirmed with construction details. The changes to 104 Avenue create a much more
multimodal environment but pedestrian experiences fall short of MMLOS targets. Ensuring 104
Avenue is constructed with at least 2.6 m unobstructed walk width, or a 1.6 m buffer / furnishing zone
will result in acceptable pedestrian experiences at the corridor level.

Additional cycling infrastructure is needed to support the current planned network. The 2022 Infill
Roadmap report identified opportunities to install a bike lane on 116 Street while the Wihkwéntéwin
neighbourhood renewal has proposed new connections on 118/119 and 112 Street. The
combination of all three routes provides robust cycling network coverage. While the Wihkwéntéwin
neighbourhood renewal routes are planned for near-term implementation as part of the renewal
itself, itis uncertain whether 116 Street will adopt similar infrastructure. Therefore, no changesto 116
Street are assumed as part of this assessment.

Expected multimodal operations at the corridor level are summarized in Table 5.19 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOS C LOSD

Post-Development
without Improvements x n/a
Corridor Performance

Post-Development with

Improvements Corridor n/a
Performance
Notes All recommendations along the Valley Line West corridor will need to be

coordinated with Marigold Infrastructure Partners.
The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor
encompassing a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the Valley Line LRT present
within the corridor.

Throughout much of the corridor, the pedestrian realm either consists of a wide
walk or a wide furnishing / buffer zone. There are a handful of instances where
both criteria are met. Pedestrian MMLOS may be improved by:

e Ensuring both a wide pedestrian walk width (=2.6 m) and buffer zone (=1.6 m)
are provided.

While cyclist facilities are not expected on 104 Street, VLW plans include a shared
use path on the north side of the street between 121 Street and 118 Street (future
district connector). Broader east/west cycling demand must be met on 105
Avenue protected bike lanes / 106 Avenue painted bike lanes and 102 Avenue
protected bi-directional bike lanes, two block to the north and south respectively.
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5.1.3.3.1 121 Street and 104 Avenue

The configuration of the 121 Street and
104 Avenue / Stony Plain Road intersection

is based on Valley Line LRT concept g
drawings. LRT stations are located one block &
east and west of the intersection. 124 Street ~
is part of the cycling network while 104 A
Avenue is a pedestrian priority area. b v

121 Street is comprised of a 5-lane vehicle -
cross section and painted bike lanes, flanked ey

by sidewalk. Parking is permitted in both \]
directions. The cross-section elements are
illustrated in Figure 5-38.

122 Street =3

Expected multimodal operations following rezoning and development are summarized in Table
5.20, comparing MMLOS outcomes with and without recommended changes to the road network.

The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational
signal timing plans.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSB LOS C LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from C to B due to the intersection being situated
along the 124 Street Cycling Corridor (painted bike lane).

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT.

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

Painted bike lanes on 121 Street may not provide low-stress riding for cyclists of all
ages and abilities and diminishes the safe operation of cyclists through the
intersection.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

The design of the Valley Line West assumes enhanced pedestrian facilities including
audible pedestrian signals, TWSIs, and enhanced storage. To achieve the target
pedestrian MMLOS, we recommend:

e Banning RTOR movements on each approach to reduce the number of
uncontrolled conflicts between vehicles and pedestrians.

e Implement a protected-only southbound left turn phase in both peak periods.
To address cyclist MMLOS, we recommend:

e Installing protected bike lanes at this intersection to facilitate the safe passage of
cyclists and reduce the risk of vehicle conflict.
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The analysis assumes the removal of the parking lane on the south approach to
accommodate a uni-directional facility, which may differ from the future design
implemented as part of the Wihkwéntowin neighbourhood renewal. A similar facility
on the north approach, however, can likely be accommodated without any parking
removal.

No specific changes are required to address transit MMLOS.
Declining vehicle MMLOS may be mitigated by implementing the following:

e AM peak period: allocate more green time to the southbound left movement to
mitigate the effects of protected-only phasing.

e PM peak period: no signal timing changes are required.

Under current traffic volumes, the intersection performs fairly with an HCM LOS of C and D for the
AM and PM peak periods, respectively. Using forecasted volumes under the Post-Development
Without Improvements scenario, the overall LOS of the intersection in both peak periods remains
the same. In fact, a reduction in total delay is observed due to some reductions in anticipated traffic
volume, and no critical (LOS F) movements are present.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.21 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.21 Traditional LOS 121 Street and 104 Avenue

—

Volume NA 106 38 170 160 15 37 444 13 6 169 25 [
Post- Ve Ratio 0.29 012 037 029 003 033 0.64 005 024 004 0455
Development
velopm LOS D D C c c E C D C C C
Improvements  pelay (s) 415 386 312 297 257  60.6 317 525 228 203 319
95th % Queue (m) 39.0 120 534 487 36 179 1258 27 as0 53 [
Volume NA 106 38 170 160 15 37 444 13 6 169 25 [
Post. Ve Ratio 0.42 06 023 003 027 0.87 004 032 006 0515
Development
o LOS D D c B E E D C C D
Improvements Delay (s) 447 534 217 19.0 55.7 55.7 50.3 32.7 28.8 451
95th % Queue (m) 55.8 695 405 34 168 162.7 26 543 74 [N
Volume NA 197 36 75 257 50 39 203 9 00 sz s [
Post- Ve Ratio 0.49 01 017 041 009 032 0.35 024 083 013 049
Development
velopm LOS D D C c c E C E D C D
Improvements Delay (s) 43.7 359 244 279 22.6 58.4 29.1 56.1 46.8 25.7 38.0
95¢h % Queue (m) 713 108 199 723 115 183 62.4 138 1670 172 [
Volume NA 197 36 75 257 50 39 203 9 0 sz 69 [
Post- v/c Ratio 0.6 047 041 01 032 0.35 024 083 015 0538
Development
o LOS D E c c E C E D C D
Improvements  bepoo (q) 47.6 598 279 228 584 29.2 561 468 259 405
95th % Queue (m) 85.4 349 723 129 183 62.7 138 171 192 [
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5.1.3.3.2 116 Street and 104 Avenue

The configuration of the 116 Street and
104 Avenue intersection is based on Valley
Line LRT concept drawings. LRT stations are
located on either side of the intersection.
104 Avenue and the south leg of 116 Street
are pedestrian priority areas.

116 Street is comprised of a 5-lane vehicle

cross section, flanked by sidewalk. Parking - T
in not permitted on 116 Street. The cross- o g
section elements are illustrated in Figure f =
5-40. X =
HE « = HE -
e e = £
HE =« = HE -
P e = :
7] | —
l = —

Expected multimodal operations following rezoning and development are summarized in Table
5.22, comparing MMLOS outcomes with and without recommended changes to the road network.

The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOS C LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT.

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

Cyclist facilities are not expected on 116 Street in the near term. North/south cycling
demand must be met on the future cycling facilities for either 118 Street or 119 Street
along with 112 Street planned for implementation as part of the Wihkwéntéwin
neighbourhood renewal.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

Pedestrian MMLOS may be addressed by:

e Implementing LPIs on all pedestrian phases in both peak periods to prioritize
pedestrian movement.
e Banning RTOR movements on all approaches.

e Inthe PM peak period, the addition of protected-only phasing to the northbound
and southbound left turning movements to minimize the number of uncontrolled
pedestrian-vehicle conflicts.

No specific changes are required to address cyclist MMLOS.
No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.
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Under current traffic volumes inputted into the planned intersection layout of the Valley Line West,
the intersection exhibits a HCM LOS of D in the AM peak period and E for the PM peak period. Using
forecasted volumes under the Post-Development Without Improvements scenario, the LOS of the
eastbound right lane drops from C to E in the AM peak period due to a significant increase in
anticipated volume. The overall intersection performance, however, remains largely the same. In the
PM peak period, a similar change occurs for southbound through movements for the same reason.
However, the overall intersection delay improves slightly due to a drop in volumes on other
movements, particularly in the westbound direction.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.23 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

Northbound Southbound Eastbound Westbound

Scrario | Messweot |  Mohboud |  Sowhbound |  Easbound |  Wesbownd |
ectiveress | i1 | | RT | |t | kT | [ i | R | | T | RT

AM Peak
Volume 88 319 7 89 434 16 47 793 427 77 316 62
Post- v/e Ratio 085 037 037 017 062 002 038 08 093 063 037 038
Development | os F Db D C c B E D E E c c
Improvements  pglay () 1121 368 369 205 294 184 608 450 698 749 343 348
95th % Queue (m) 579 563 562 215 1166 32 225 1305 1540 409 617 604
Volume 88 319 7 8 43 16 47 793 427 77 316 62
Post- v/e Ratio 147 044 044 017 069 003 038 093 122 063 043 045
Pevelopment | s F b Db C D c E E F E D D
Improvements bl () 3406 422 424 205 351 213 608 605 1629 749 394 402
95th% Queve (m) 892 604 603 214 1269 39 225 1481 2493 409 667 653
PM Peak
Volume 98 310 29 81 566 8 143 341 162 72 513 350
Post- v/c Ratio 046 036 036 016 101 001 074 041 042 037 1 1.08
Pevelopment | o D b D ¢ F C E D D E F F
Improvements Delay (s) 36.2 371 373 212 82.0 26.7 76.7 411 433 57.1 91.7 117.8
95th % Queue (m) 294 606 59.9 207 2456 20 733 629 579 335 2042 2033
Volume 98 310 29 81 566 8 143 341 162 72 513 350
Post- v/c Ratio 086 041 042 042 113 002 074 048 056 037 123 135
Pevelopment | os F D D E F C E D D E F F
Improvements bl () 112.8 420 424 585 1251 300 767 462 519 571 1759 2268
95th % Queue (m) 648 646 639 383 2945 25 733 663 682 335 2842 2839
CIM/

0.62

46.0

0.656

75.6

0.785
E
71.0

0.829
F
116.9
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5.1.3.3.3 112 Street and 104 Avenue

The configuration of the 112 Street and
104 Avenue intersection is based on Valley
Line LRT concept drawings. LRT stations are
located on either side of the intersection.
104 Avenue is a pedestrian priority area.

112 Street is comprised of a 4-lane vehicle

cross section flanked by sidewalk. Parking is &=

permitted on both sides of the street. The
cross-section elements are illustrated in
Figure 5-42
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112 Street
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Expected multimodal operations following rezoning and development are summarized in Table
5.24, comparing MMLOS outcomes with and without recommended changes to the road network.

The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOS C LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT.

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

Cyclist facilities have been planned for 112 Street as part of the upcoming
Wihkwéntéwin neighbourhood renewal. While the design and facility type are
unknown, it is assumed that the width of 112 Street would allow for the installation of
on-street bike lanes in place of existing parking lanes, without alterations to the
existing configuration of travel lanes. Therefore, no changes to the intersection
geometry are incorporated into the analysis, and the recommendations made would
not restrict the provision of cycling facilities either. Meanwhile, east-west cycling
demand is currently met on 105 Avenue a block north or 102 Avenue two blocks
south.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

Pedestrian MMLOS can be addressed by:

e Implementing LPIs on all pedestrian phases in both peak periods to prioritize
pedestrian movement.

e Banning RTOR movements on all approaches.

e Inthe PM peak period, the addition of protected-only phasing to the northbound
and southbound left turning movements to minimize the number of uncontrolled
pedestrian-vehicle conflicts.

To address cyclist MMLOS, we recommend:

AL
A W
4‘ ‘\;

140




CIMA+ file number: Z0016285
Priority Growth Areas

June 5, 2025 - Review 04

e Implementing cyclist facilities on 112 Street as planned as part of the upcomin
Wihkwéntowin neighbourhood renewal.

No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.

g

Under current traffic volumes inputted into the planned intersection layout of the Valley Line West,
the intersection exhibits an HCM LOS of D for both peak periods. Using forecasted volumes under
the Post-Development Without Improvements scenario, no changes are observed to the LOS of any
movement nor the intersection itself.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.25 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

| Effectiveness ------------
AM Peak
Volume 58 105 140 75 142 6 12 907 32 56 426 27
Post. v/c Ratio 0.14 0.42 0.23 0.24 01 075 075 046 036 037
Development | ¢ c C D C D D D E C c
without
Improvements  Delay (s) 30.1 28.4 37.0 24.8 524 404 408 641 287 288
Zi;h % Queue 18.0 67.9 26,5 40.8 53 1447 1442 275 657 652
Volume 58 105 140 75 142 6 12 907 32 56 426 27
Post- v/c Ratio 0.16 0.5 0.29 0.27 01 084 085 046 0.4 0.42
Develc?liment LOS c c D c D D D E c C
|mprZC§mem5 Delay (s) 345 33.9 443 28.5 524 513 524 641 330 333
Zi;h % Queue 19.5 77.4 29.5 44.6 53 161.6 1615 275 706 70.0
PM Peak
Volume 168 116 35 17 94 18 5 447 60 46 671 55
Post- v/c Ratio 0.48 03 0.05 0.22 002 04 041 02 057 058
Development | ¢ D c D c D c c D D D
without
Improvements  Delay (s) 453 33.1 375 31.7 469 316 320 500 360 @ 364
Zﬁ;h % Queue 67.5 50.4 6.2 365 2.1 783 771 197 1134 112.0
Volume 168 116 35 17 94 18 5 447 60 46 671 55
Post. v/c Ratio 0.92 0.47 0.09 0.34 002 059 062 02 084 086
Deve'?liment LOS F D D D D D D D E E
|mpr<\x;ments Delay (s) 105.8 48.6 51.6 45.2 469 475 491 500 622 657
Zi;h % Queue 96.3 63.0 7.6 45.7 21 954 946 197 1463 1468
CIM/F 141

Overall

0.488

35.6

0.502

43.2

0.404
D
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0.474
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5.1.3.4 Jasper Avenue Corridor

Jasper Avenue is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority
area from 124 to 109 Street and supports a variety of transit routes. Imagine Jasper Avenue is a
revitalization project from 109 to 124 Street that is currently ongoing. Construction of Phase 1, from
109 to 114 Street, was completed in 2021 and Phase 2 expected to startin 2025 and will take three
years to complete.

West of 114 Street, Jasper Avenue is comprised of a 7-lane vehicle cross section flanked by sidewalk.
The south parking lane becomes a dedicated transit, taxi, and bike lane during the weekday AM
peak period. The north parking lane becomes a dedicated transit, taxi, and bike lane in the weekday
PM peak period. East of 114 Street, Jasper Avenue is comprised of a 5-lane vehicle cross section
flanked by sidewalk. Parking is provided through dedicated lay-bys. The cross-section elements are
illustrated in Figure 5-43 through Figure 5-45.
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At a corridor level, the proposed Imagine Jasper Avenue cross section meets forecast MMLOS
targets. Additional cycling infrastructure is needed to support the current planned network:

« A parallel cycling network is needed on 100 Avenue, identified in the Bike Plan, between 117 and
110 Street.

e The 2022 Infill Roadmap report identified opportunities to install a bike lane on 116 Street while
the Imagine Jasper Avenue project has proposed bike lanes on 121 Street and the Wihkwéntowin
neighbourhood renewal will implement bike connections on either 118 or 119 Street as well as
112 Street. The combination of all four routes provides robust cycling network coverage. While
the Wihkwéntoéwin neighbourhood renewal and Imagine Jasper routes are planned for near-term
implementation as part of the projects themselves, it is uncertain whether bike infrastructure will
be constructed on 116 Avenue in the near term. Therefore, no changesto 116 Street are assumed
as part of this assessment.

Expected multimodal operations at the corridor level are summarized in Table 5.26 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.

C IM_ 143



Priority Growth Areas

CIMA+ file number: Z0016285
June 5, 2025 - Review 04

Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSD LOSD
Post-Development
without Improvements n/a
Corridor Performance
Post-Development with
Improvements Corridor n/a
Performance
Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

Cyclist facilities are not expected on Jasper Avenue. East/west cycling demand must
be met on 102 Avenue protected bi-directional bike lanes, one block to the north and
along 100 Avenue, one block to the south. The continuation of the 100 Avenue
protected bike lane from 117 to 110 Street will be required and is expected to be
implemented as part of the upcoming Wihkwéntéwin neighbourhood renewal.

Transit passenger amenities are plentiful where Imagine Jasper Avenue revitalization
has already occurred. While transit amenities west of 114 Street do not currently meet
these same standards, they are assumed to be complete by the post-development
population horizon.
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5.1.3.4.1 121 Street and Jasper Avenue

The intersection of 121 Street and Jasper
Avenue is fully signalized. Jasper Avenue
and the north leg of 121 Street are
pedestrian priority areas. 121 Street is part
of the cycling network. Jasper Avenue and
the north leg of 121 Street support frequent
transit service.

121 Street is comprised of painted bike
lanes and a 4-lane vehicle cross section,
flanked by sidewalk. Curb lanes are used as
rightturn lanes at intersections, parking, and
patio extensions. The south leg of the
intersection becomes 100 Avenue, a one-
way northbound street with protected bike
lanes. The cross-section elements are
illustrated in Figure 5-47.

Zh

S d —
Expected multimodal operations following rezoning and development are summarized in Table

5.27, comparing MMLOS outcomes with and without recommended changes to the road network.
The existing cross section at this intersection will be reconstructed as part of the Imagine Jasper
project which is included in this analysis.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSB LOSD LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from C to B due to the intersection being situated
along the 121 Street Cycling Corridor (On-Street protected bike lane).

Pedestrian LOS is largely affected by medium to long cycle lengths and uncontrolled
conflicts with turning vehicles. Additionally, pedestrian crossing is not supported
across the west leg.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To meet pedestrian LOS target, we recommend:

e Banning RTOR movements in the northbound, southbound, and westbound
directions to minimize the number of uncontrolled pedestrian conflicts.

We have assumed that the Imagine Jasper project will feature various pedestrian
enhancements in its final design such as enhanced storage, audible crossing signals,
lower curb radii, bollards, and/or other features as indicated in the design overview
and available renderings.

No specific changes are required to address cyclist MMLOS. Separated bike lanes on
121 Street are to be constructed as part of the Imagine Jasper project which will tie
into existing painted lanes north and south of the intersection until further
adjustments are made as part of the Wihkwéntéwin neighbourhood renewal project.

No specific changes are required to address transit MMLOS.
Declining vehicle MMLOS may be mitigated by implementing the following:

« AM peak period: no signal timing changes required.

e PM peak period: allocate more green time to the northbound left movement.
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Using current traffic volumes inputted into the future intersection configuration being built as part of
the Imagine Jasper project, the intersection exhibits an HCM LOS of B during the AM peak period
and D during the PM peak period. The lower LOS of the PM peak period is attributed to the LOS F
of the northbound left movement, which experiences a high volume of vehicles and subsequent
delay due to limited storage space along the Victoria Promenade/100 Avenue. Using forecasted
volumes under the Post-Development Without Improvements scenario, the overall LOS of the
intersection and most movements remains unchanged in both peak periods.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.28 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

Messureof | Northbound |
cenario
Efectiveress | 11 | | RT [ | M | kT | ur | | R T [ TH | RT

AM Peak
Volume 117 62 27 90  N/A 16 3 1468  N/A  N/A 539 44
~ 0.48 0.2 0.33 0.73 0.76 0.29 0.29
PGA Forecast v/cRatio
Existing LOS D c D B c B B
Intersection 1y ay (s) 48.5 29.4 37.2 191 204 102 103
Zi;h % Queue 44.2 23.7 336 1443 1361 420 423
Volume 117 62 27 9% N/A 16 3 1468  N/A  N/A 539 44
- 0.48 0.21 0.34 0.73 0.76 0.29 0.29
PGA Forecast v/c Ratio
Recommended LOS D C D B C B B
Intersection 5 lay (s) 489 29.5 374 191 204 102 103
Zi;h % Queue 44.4 24.6 34.4 1443  136.1 42.4 42.7
Volume 281 63 32 86 0 26 13 799 N/A  N/A 1331 66
- 1.38 0.24 0.39 0.4 0.41 0.64 0.65
PGA Forecast v/c Ratio
Existing LOS F c D B B B B
Intersection 5 lay (s) 251.4 35.0 44.4 107 110 15.1 15.4
Zi;h % Queue 210.7 29.5 41.2 64.9 63.4 1211 1225
Volume 281 63 32 86 0 26 13 799 N/A  N/A 1331 66
- 0.63 0.15 0.23 0.61 0.64 0.88 0.89
PGA Forecast v/c Ratio
Recommended LOS D c c C C D D
Intersection Delay (s) 41.6 20.3 25.1 254 265 393 41
[o)
Zi;h % Queue 915 218 29.9 841 1108 1960  200.3

i
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5.1.3.4.2 116 Street and Jasper Avenue

The intersection of 116 Street and Jasper
Avenue is fully signalized. 116 Street and
Jasper Avenue are pedestrian priority areas.
Frequent transit routes run along Jasper
Avenue while local routes run along 116
Street.

116 Street is comprised of a 4-lane vehicle
cross section flanked by sidewalk. Parking is
not permitted on 116 Street. The cross-
section elements are illustrated in Figure

5-49.
Figure 5-48 116 Street and Jasper Avenue
= = = TR
ENE =« s HN
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Figure 5-49 116 Street Facing North

Expected multimodal operations following rezoning and development are summarized in Table
5.29, comparing MMLOS outcomes with and without recommended changes to the road network.
The existing cross section at this intersection will be reconstructed as part of the Imagine Jasper
project which isincluded in this analysis. This will remove one through/parking lane in the westbound
and eastbound direction.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Pedestrian LOS is largely affected by long cycle lengths and uncontrolled conflicts
with turning vehicles.

Cyclist facilities are not expected on 116 Street in the near term. North/south cycling
demand must be met on the future cycling facilities for either 118 Street or 119 Street
along with 112 Street planned for implementation as part of the Wihkwéntéwin
neighbourhood renewal.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To address pedestrian MMLOS, we recommend:

e Banning RTOR movements to minimize the number of uncontrolled pedestrian
conflicts, which will have minimal impact on traffic performance due to the shared
through/right lane configuration called for in the design of the Imagine Jasper
project.

We have assumed that the Imagine Jasper project will feature various pedestrian
enhancements in its final design such as enhanced storage, audible crossing signals,
lower curb radii, bollards, and/or other features as indicated in the design overview
and available renderings.

No specific changes are required to address cyclist MMLOS.
No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.
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Using current traffic volumes inputted into the future intersection configuration being built as part of
the Imagine Jasper project, the intersection exhibits an HCM LOS of C in the AM peak period and D
in the PM peak period. Using forecasted volumes under the Post-Development Without
Improvements scenario, the LOS of the intersection drops to E in the AM peak period primarily due
to an increase in eastbound through and right turning traffic, which may cause queue back ups
extending to 119 Street. In the PM peak period, the eastbound and westbound left movements also
experience larger delay due to increases in opposing through traffic. The overall LOS of the
intersection, however, remains at D.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.30 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

AM Peak
Volume 149 320 68 222 556 39 37 1518 291 25 560 19
Post. Ve Ratio 0.44 0.78 068 059 06 011 106 141 035 034 035 0883
Development | C D D C D C F F E B B E
without
improvements  Delay (s) 24.0 43.6 376 348 351 211 746 916 627 162 163 555
Zi;h %Queue 449 113.7 60.9 834 823 85 3123 3422 120 562 558
Volume 149 320 68 222 556 39 37 1518 291 25 560 19
Post. Ve Ratio 0.44 0.8 069 06 06 011 108 143 035 035 035
DeVE'QF;\me“t LOS c D D c D c F F E B B E
|mpr£§ments Delay (s) 24.1 44.8 386 350 352 212 802 101.0 627 162 163 594
(L’righ %Queue 4, 116.9 614 841 829 85 3280 3658 120 565  56.1
PM Peak
Volume 179 405 50 125 341 125 74 978 121 157 1472 41
Post. Ve Ratio 0.44 0.79 04 04 042 113 086 087 094 095 096  0.688
Development | B D C C C F D D E D D D
without
improvements  Delay (s) 17.0 432 267 295 300 2063 454 467 719 497 527 479
?righ%eue“e 35.6 137.2 311 660 631 625 1687 1660 644 2346 2403 -
Volume 179 405 50 125 341 125 74 978 121 157 1472 41 -
Post. Ve Ratio 0.44 0.8 041 042 043 113 087 088 094 095 097 0784
Deve'élime”t LOS B D C C C F D D E D D D
|mpr<\x;ments Delay (s 172 43.9 270 297 304 2063 465 481 719 502 537 486
fnfgh%Q“e“e 35.7 139.7 312 680 647 625 1725 1697 644 2363 2428 -

i
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5.1.3.5 100 Avenue Corridor

100 Avenue is a street-oriented collector road. It is a pedestrian priority area from 116 to 109 Street.
Cycling infrastructure is present west of 116 Street and east of 110 Street. Additional cycling
infrastructure is planned along the west leg of the intersection (Victoria Park Road) in 2025. While
the exact facility type is not yet known, current temporary measures have converted the eastbound
curb lane into a shared use path. Transit does not run on 100 Avenue.

On either side of 116 Street, 100 Avenue is comprised of a 5-lane vehicle cross section flanked by
sidewalk. This gradually narrows to a 2-lane vehicle cross section flanked by boulevard walks
between 115 Street to 112 Street. From 112 Street eastward, 100 Avenue is comprised of a 3-lane
vehicle cross section flanked by sidewalk. Parking is generally prohibited with some exceptions. A
bi-directional bike lane on the north side of the street ties into the shared use path that runs parallel
to 109 Street. Sample cross-section elements are illustrated in Figure 5-50 and Figure 5-51.
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At a corridor level, the 100 Avenue cross section does not meet forecast MMLOS targets.
Additional cycling infrastructure is needed to support the current planned network:
The gap in the 100 Avenue cycling network must be filled between 117 and 110 Street. At
this time, we have assumed that the future cycling facility will continue to be a protected bi-
directional bike lane on the north side of the street, implemented as part of the
Wihkwéntéwin neighbourhood renewal process.

Depending on the active transportation facility constructed on Victoria Park Road, the
100 Avenue cross section at 116 Street could be reduced further, reallocating space to the
pedestrian realm in place of the southern curb lane, illustrated in Figure 5-52.

The 2022 Infill Roadmap report identified opportunities to install a bike lane on 116 Street
while the Wihkwéntdéwin neighbourhood renewal has proposed new connections on 118
Street or 119 Street and 112 Street. The combination of all three routes provides robust
cycling network coverage. While the Wihkwéntowin neighbourhood renewal routes are
planned for near-term implementation as part of the renewal itself, it is uncertain whether 116
Street will adopt similar infrastructure in the near term. Therefore, no changes to 116 Street
are assumed as part of this assessment.
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Expected multimodal operations at the corridor level are summarized in Table 5.31 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOS B LOSD LOSE
Adjusted Target LOSB LOS B LOSD LOSE

Post-Development
without Improvements
Corridor Performance

X .

Post-Development with

Improvements Corridor na
Performance
Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

The expansion of the 100 Avenue cycling facility from 117 to 110 Street will be
required and is expected to be implemented as part of the upcoming Wihkwéntéwin
neighbourhood renewal. East/west cycling demand must be met on 102 Avenue
protected bi-directional bike lanes, two blocks to the north until the cycling network

is expanded.
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5.1.3.5.1 116 Street and 100 Avenue

The intersection of 116 Street and
100 Avenue is fully signalized, with the south
leg providing access to a commercial
parking lot. The north leg of 116 Street and
east leg of 100 Avenue are pedestrian
priority areas. 100 Avenue is identified in the
Bike Plan as part of the cycling network;
however, no infrastructure currently exists
between 117 and 110 Street. Local transit ps
runs along 116 Street before tuning onto
Victoria Park Road.

116 Street is comprised of a 4-lane vehicle
cross section, flanked by sidewalk. Parking is
permitted in the northbound curb lane
outside of weekday peak periods. The cross-
section elements are illustrated in Figure
5-54.

II 'E — ) e e H -

Expected multimodal operations following rezoning and development are summarized in Table
5.32, comparing MMLOS outcomes with and without recommended changes to the road network.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOS B LOSD LOSE
Adjusted Target LOSB LOSB LOSD LOSE

Post-Development
without Improvements
Intersection Performance

X X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Pedestrian LOS is largely affected by medium to long cycle lengths and uncontrolled
conflicts with turning vehicles.

Cycling LOS does not meet the target LOS due to a lack of existing cycling facilities,
which are not expected on 116 Street in the near term. North/south cycling demand
must be met on the future cycling facilities for either 118 Street or 119 Street along
with 112 Street planned for implementation as part of the Wihkwéntdéwin
neighbourhood renewal. However, the 100 Avenue corridor is identified as an east-
west cycling route as part of the Bike Plan.

Transit LOS fails in part due to a low pedestrian LOS, but also due to a lack of transit
priority and high intersection delay

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To address pedestrian MMLOS, we recommend:

e Banning RTOR movements for each approach.

e Enhanced measures which could include increased storage, audible crossing
signals, bollards, or curb extensions. Updates to the intersection geometry should
emphasize a low turning radius (less than 9.0m) to enhance the pedestrian LOS.

East-west cycling demand is anticipated to be met by the construction of a future
facility on 100 Avenue. While this may be included as part of the Wihkwéntéwin
neighbourhood renewal, currently scheduled for 2026-2028, it is not included in the
Post-Development Without Improvements scenario as implementation and facility
type is uncertain. However, the recommended intersection geometry assumes an on-
street bidirectional cycling lane on the northern side of 100 Avenue approaching the
intersection from the east, with a direct connection to the Victoria promenade. This
corresponds to the existing cycling lane further east and removes the right turn lane
to consolidate the existing outermost through lane into a shared through/right lane.
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No specific changes are required to address transit MMLOS, which improves on part
of improved pedestrian access and reduced vehicle delay.

Declining vehicle MMLOS may be mitigated by implementing the following:

e AM peak period: allocate more green time to the eastbound left turn phase Total
cycle length should not increase to maintain pedestrian MMLOS.

e PM peak period: allocate more green time to the eastbound left turn phase Total
cycle length should not increase to maintain pedestrian MMLOS.

Under current traffic volumes, the intersection performs well with an HCM LOS of C in the both the
AM and PM peak periods. Using forecasted volumes under the Post-Development Without
Improvements scenario, the LOS of the shared eastbound left/through lane drops to a LOS F in both
peak periods because of anticipated increases in traffic volume in both movements and for
westbound through traffic. This causes the overall intersection LOS to drop to E in both peak periods.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.33 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing. The recommended intersection geometry assumes an on-street cycling facility
along the northern side of 100 Avenue on the east approach, which will consolidate the existing right
turn and outermost through lane into a single shared lane.

‘L]
|
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Mobility Study
Priority Growth Areas

Table 5.33 Traditional LOS 116 Street and 100 Avenue

. Measure of
Scenario .
Effectiveness

Overall

Volume 73 275 7 551 455 818 13 4 635 83 [N
Post- v/c Ratio 0.06 057 051 129 095 062 067 017 0519
Development
Develo) LOS c C B F D D D C E
Improvements (. () 224 337 124 1657 455 351 373 266 613
95th 9% Queue (m) 3.9 807 764 3053 1968 830 959 192 [N
Volume 7 3 275 7 551 455 818 13 4 635 83 [N
Post- Ve Ratio 0.13 088 056 101 078 0.71 0.78 0.864
Development
o LOS c E B F B D D D
Improvements (. () 32.1 682 134 580 195 385 43.7 36.8
95th % Queue (m) 55 1106 871 1502 1263 980 1123 [
Volume 26 26 141 3 454 505 420 35 8 95 93 [N
Post. Ve Ratio 0.17 033 052 134 056 063 065 014  0.682
Development
Develol LOS c C c F B C c E
Improvements bl (q) 29.4 335 203 1904 156 292 302 202 565
95th % Queue (m) 17.2 458 882 2780 843 1270 1196 20.1 [N
Volume 26 26 141 3 454 505 420 35 8 95 93 [N
Post. Ve Ratio 0.26 0.44 057 108 051 0.7 0.74 0.732
Development
with LOS D D C F B C C D
Improvements  peja () 38.0 430 215 915 105 318 34.1 38.8
95th % Queue (m) 204 532 995 1565 683 1465 1361 [N

CIME
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5.2 156 Street / Stony Plain Road

Each intersection within the 156 Street/ Stony Plain Road PGA was assessed in PTV Vistro using HCM
7th Edition, then exported into the OTC MMLOS toolkit to better weight the operations and
experiences of vehicle delay against all multimodal travel. Detailed HCM LOS and MMLOS tables
are included in Appendices A through F. These tables outline the HCM LOS and MMLOS results of
both pre-development operations and post-development forecast operations along each corridor
and at each intersection, with the post-development forecast consisting of two scenarios: 1) Post-
Development without Improvements and 2) Post Development with Improvements.

An overview of the AM and PM peak period MMLOS results comparing pre-development operations
to post-development forecast operations (without improvements) are illustrated in Figure 5-55 to
Figure 5-58.
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BODY OF WATER / RIVER
NOTE:

Detailed design on the Valley Line West corridor is in
progress through the P3 contract with Marigold
Infrastructure Partners. The analysis completed for this
study along the Valley Line corridor is based on
"Summer 2024 Look Book" drawings and preliminary
signal timings. Multi-modal performance at study
intersections along the Valley Line corridor are subject to
changes to the design, with any major design chagnse
requiring further study to understand any impacts.
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NOTE:

PARK / OPEN SPACE
BODY OF WATER / RIVER

Detailed design on the Valley Line West corridor is in
progress through the P3 contract with Marigold
Infrastructure Partners. The analysis completed for this
study along the Valley Line corridor is based on
"Summer 2024 Look Book" drawings and preliminary
signal timings. Multi-modal performance at study
intersections along the Valley Line corridor are subject to
changes to the design, with any major design chagnse
requiring further study to understand any impacts.

PEDESTRIAN LOS,

VEHICLE LOS

GOODS MOVEMENT LOS

AM PEAK HOUR OVERALL LOS: PRE-PGA / POST-PGA
PM PEAK HOUR OVERALL LOS: PRE-PGA / POST-PGA

PRIORITY GROWTH AREA
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5.21 Recommended Mobility Assessment

A summary of the recommended qualitative and quantitative assessments is provided Figure 5-59
and Figure 5-60.

5.2.2 Qualitative Assessment

A review of missing pedestrian and cyclist facilities within the PGA was completed, identifying several
missing links, ranging from short blocks to longer corridors, as shown in Figure 5-59 and Figure
5-60.

5.2.3 Quantitative Assessments

Each intersection within the 156 Street/ Stony Plain Road PGA was assessed in terms of their MMLOS
for each mode using the OTC MMLOS toolkit. Recommended changes requiring adjustments to the
signal timings or lane configuration were analyzed for each intersection in PTV Vistro using HCM 7*
Edition, with the resulting data on vehicle delay being exported into updated HCM LOS tables. The
results of this analysis fed back into the MMLOS toolkit to calculate the final LOS for each mode.
Detailed HCM LOS and MMLOS tables are included in Appendices A through F.

An overview of the AM and PM peak period MMLOS results comparing pre-development operations
to post-development forecast operations without improvements are illustrated in Figure 5-57 and

Figure 5-58.

C IM_ 163



Z <
< W]
-y
= 0 o,
(NS DOGHM_@ I Y H T
DD _H_ﬂ m 0 g L N
7] DM Bflbaal g 8 < = << W
o/ IO =) —
DE&HBDDUD.@@ O RS @D%@OO OQA@& _ﬁle_lM
e O 5 0 oAk T8 o) N O O L
Op g ] Go N& Z
08 | ol 0netls \ %ﬂmuﬂﬂ@u =8 s ) oy QAW < n nd >
Bn mnmumDGD ! Av%%%v@ Q& muuu%@% Q&% - Q) __|_|L O
1] [ [u]
ol / OD 5
i Sl 2 Ol nd
a [\ o, F B mﬂnu _k_u >- m 0
umD_ua m =0 / Doy — _% o SRIPOD _“ M
peo | s} \ ps oD L R
o Dm_mm o o0 @UDQD —
hoO ] / o'® 0o mm mm Y O
_Hu@ nDDOQ \ Db m ﬁ_“_mu.\,u
o O}= —
s ] _HJDDDD/a Dﬁ - nooo DW_ EOD_UD mw _HumD %% QAHW Wv ﬁUU e
o = - 3
it s Byiesn | By HE il S SEEN e
090 | DRESE | HS iy = R
DDDDDM_WDDD Om_uﬂn - B/ nﬁu a g o g 00%@ 00
HQ mﬂmﬂnmﬂqu 0 | Borse looe N &0 Bg %% oS mWQoo 3
oop ﬁum_ﬂ ﬂ@@mﬁ_ﬂ & > ) (s} mﬁ_ Q%%O QO mvm
DDD%G = [yl IR\ JZARS SR O TYES va 2. 3 E
sose e\ it =] Y/ S oY 335 E
B4 o S z/o55 L mromMn
o | 2gegpFEea mguum_mmmml% /ﬁ@wa S0P W 25 &3/ oo o 538325
[ | 008 |y @ﬂ 5o > '~ (- uammum
- IR RCE \“r B3 & TS A i SRR
¢ T Sl Q N ﬂﬂw Ormiolg St Em o0 a4 ummﬂamm
[l {n| ! Y7 @ 3 mmm
- £op) Sttt TENREAN = > ST 2220932 i
GDDDD_HWDDDDD DMHDD — Boeoy N o < DMOVAGLW_ mmmANnNNP mm.mmdw.
o | g5 o5 BocOco S| Botrs gz 4 Sro. 6! S2ETE:
Dum__um WGGWWDD@GG_H_ Qoo | oon HMWMD@_H_/ m HWIJWD o g o|ih aA m_uDNANAEWMANn @ %Ww .Smm\umwm
- o \ T — - o SFsEos
= [ = (@) P O S5 .wus.onam
: 5055 oo | anlpemies sodecoE \ @ o0 | BRREL ol %%&wmwm D\ &
P omgns o D09 mobiodl e\ Cripes mm Rolmbig5e | o S8R,z 0.\ o Beogis
3 B0 0d O ] go S DDDDDD 0 =~ WFHNM AW Wmmumem.
3| sooCamoso Zpe o i o\ S o3 o5! CDEzEEY & 258588
o8 | pog Zp o O \ Tl hLJ H=s<O U S58t% 2
o) mtateoaot U ek \ =7k 22 gEEel 9| P
be2 | Camesop_ 52 \ @ g ! P %HONO% Qom A Sefess
og u=| =Z =) oo UTN_H_HC & my.mm.m
i e B\ed o | | S 158552 glg =2
oo x5 oooe pe g \ [ o = < ﬂ 55 827
] 1 q| . L 14 L < o GM 530 ©5
L[;o NAuDDDUD / oD = STREEP cJ I 25203
QECH0oL 2= . hUNRTTA N $£o5ET
50| S e 5L 90\ ad5s 0 | @] ss280c
o oo o i °% D_ummn o DO BEA%OS £ o mewmm
| oefodes Fa A 825393 =os
1) EGGD_H_ g o an_uDuDqum& __H_ADnMWAAmA, DDJU z0o
Ty i SN =
EEY OUDclagRTD S S qg\ 2 o SUO&O%
p © H0e003 | Q= = o= 2 = 0\ e o Oro SHoE
e - | pooezocen | oo gor S | B\ 2 CHE
DGGDDE oo m _H_D h o DGD%@Q@& ﬂﬂ_ O |
pof) | oo o g oo | g m@wamum . P O Dﬁ% .
b O _Mm_ﬁ_ o nDDDDD DEDDD gde D mmn Dn_w _Hum DD D@DDRU @D:ﬂmoﬂ_ﬂuuﬂé
o [
ngo AN — W_um 20 2oR 2 m o] m_._.mvmm_u_\ == T5
Hoa oo Wuw _u_n_n__u Dmm% 133 %O_uﬂn_m_u o0 | o
oo 9 mwm@w mﬁuﬂw mmmau mmumm & \op |5 R/ o0
DDmD_U DDDD QWDD EDD DGD_HV Dm [N
DDDD ﬁm_u__u_n_\mvV BD mvu Dmv DDW_D =1z WD_HH_ %ﬂvmﬁ
— 05 a ] o [ D_H_Hu = = 5]
3 @ g = Og = 0
@mgum g T[S &5 ] . 0 ol 258/ 4
Ay o P | My . Sl 57 6 <
o0/0e2 v | 2eta, I 5 & % & %MW%A% & g
R EEE DDDDuﬂu ﬂ_u__mnw@_u _u_n_ﬂ__uu_u _ua_umﬂ . o L nﬂ_m ¢l o w - oo GQQ Q%% %O w
=8 NG o mwuauum%mﬁumuﬂm = Al EE 155 /. omm_m_um m%&w H_mmu_uumu Dumcva 3 QO@ & w
U%&oﬂﬂm e 0} | | s £ |00 \ = mga,mo m%mmmmm%g m%%&o 4z O
=] (] [m) zZ = O = =
b | Rl muoﬁgnmwmmmm%m e\ e d B ez St P %8 HT i
O o o ﬂ_..Dnu _nﬁ_u_uHDD [} m On QDD o DD o] O /] AS_AMENDY
8| RE8 | pasodadose S g7 | Bae ], Ne5E | & 5= a5 502 g 0 B 8852030
9| By e ol o PR Fi2 R TTDITR %~ S %%%%Emm <3 QAN =o02Ege
D= 0 o0 e S, oo QJJWD o mg 58/ mo o m e < ROCSS 9 Egs E® 5
N ey 87 Mol =, 2z /& oo % SEoRK2S
e e 01 B Om te s _boooaop L Ut 23 /o Q&Q@o@ O<or
T Srn e 5233 | 2. Sl |5 T —— OO %
ap o 5 oodHlo [0 BoeiE ot 22 e ' PEZ oo Zoe= c AT O
el i b e ED =g o anfn_m_ Zgh ESao Oo | o 0 gto GOO & N w
Og opop . L [ i 0= L%y,
 — R g e ] e olfep S35 mwnggaiw\ LA Sk o@&o@%@wT
o = g O LN of =3y SEfn
pligne S ey Jesosnr 5 g %w@%ﬁ@% sBs = N3
(10! D lo t a Z P00
EEBettbo0 | o0 mEoell | S ot | 23 ! fua oy
BDD%DDMEDD% Dmmu i u@mmma i H_mmiDDDD: | oD oD D o ¢
O " Mg - 590, .
L P e T pepd T
.0 5 o *oeliog o 020 Dot mn_&f%% P ol (e Bt N
WW%WDDDD oNaCI] @ mﬂ _H%QMNDDDD Dmnm mﬁw_m_m._ / %WDW%
gt ot e L = | &3 soo0boend O € TGl - o m—
bhoog | 9 0 vl o oo oo Bniooe ST I (o
ML mgg%im%ﬁ% ool | g2 [IIHIS 67} P ol d
2eps om0 o boooomP = D@DGMDGB ol mm AN i m_amﬁnmoﬁmmz ==
= il B [y O
ml o o a O
Crpmoamiy mm_uuu_u Dgummmn_mgqmm mm i i = ns,e0 BDD@G%DD 3
by O0og _umu ﬂannU_nH_MD_uu_uDDDDDw /G < Dﬁm@mmm_n 5 DDDDDEUD N
B@gg COoon . = , 0o b dobe
o] | 0\ (e 8 : pEDop ol | O oer |
= ) qu ® 0 3 @B * - ﬂDﬂmm_m_me -
= Eﬂﬂ& =) DD%_H_Q q ' GDDD_H_ o004 o o 0
e DGD% _HUmSH_DD - DDGDW@ DDDD noee ﬂD _ ,__U_H_D ﬁu m_H__H_D or o @UD EDD_H‘HG . .m.
o ] &0 (==
Bol o notinded Q_H_DH_DH_ DDD S oo JI0—] B0 ] 2
= | OO GDHDUD _uD_u_H_ WDU_H__H__H_ _H_D 1 DD,__Ll‘_ =0 DDDM =
= 1] e 3 O 0e(7 a5 =
EDDDE_H_H_H_HM_MH_E m__H_DDD o DD_UUD = _ D_M_ DUDWDGG_UB Dﬂuﬁ_ B EE% Dmm = €
=] =] 00 o GDD_H__M_DEDED ' o o | T oon | o | [
o pam T o ae | Pa: = coog — _ = &9 N o MotooD &
ua| _.I\_D ° 5 oo
o0 | o I w s (Mool N Bris | cocos B0 NG, | 9
[ooa D o DBUWTDD ol B _uu DEDDD . DDGQG_HDD Eﬂ%ﬁ_ﬁ_ oo !
0| (eqet. o = i o | T | g e A
AUaoGTL N ) = e B
I_H_DDM_QMD m Sfa o Opl, DDUDD%GEHDD D_ —
=" Hum mmm_u%gmmg@ - u — DJ
Y . Eaﬂ:ﬁ.@m
QBDD@@H I o 00
[REEOArD | Lo,
o [l
E_H_Dmmﬂﬂw_mm o
o | ]
E o




E IL’_‘_\ LI’:———H | L__J—\_I'_‘_\——I | WP ST MR L= ) S L W L ol | e W Ll I N A | [ [ T L ) L = I g | e L o g g o | — T T T e e T—rer —_— ED ‘%‘_’
[l oopEo e o [ ] Uo
oDy]E0 | 0o Io0 0D P oo Do OnEPEoE | ogRoEpioo | (ORGP | 0C0e0f0oan | 00BpeRnocs | gog=obipP (o) | a[ie[forn oiahy | a0, 0 0 -
Q =[] @ QDDDD DDDDGE' noogoodnf} QEJDD‘I‘ DDEE 0 olg D D%Fdj obo | odyny DDDE 10 D[.!D\h B[ gobo EIED ko | oconmb oot @, | gan DDEETDD;: . Dch;mm . E”ED; ?DDDEJEDDDD?DG”D i
o9 oo o =] o ol op | Oo O pg | U 0°0=m o Oo 0.0 - a0°g 0O 0«0 O g | gOgpoooopo0 ooooo o o 0o —
ﬁ ol s oﬂ ez ﬂ%DD:DDDEED o DE%DE{]DEI]D Ooohba E\q;\ [o 05000000 | olnds | Dooowdl) &2 | Sacooalinoto | commrosbolnn | feclBHioadl | 0B o ooo coal | Do ooe0mn O @m DEE\
]
=
o poo0o g | @ el e | po peoo ogogo=d | peaceeihn | =peopai g B | poreoieooann | [Re0000N0 L]
g EEDD\:@ ! ] DD]A] mg *a ¥ D:”E]E .,HDED EE o0 Q DD%\EQ :.D Ip ™ m DLDDB\ZI "o B DDDDD‘I‘J D\fg EDD o_=Popaomog UZDD”DDEDDDEDDD %DUD%
I Oo O 0of o000 |0g o o O , OO0 0l oog, o_pP | opoog 00 g'oPopp o (o Do "t Op, "o 0
oll=m ! = S0Bms | cfacde B0 | Doo0fon oo | Dods st (e 08 | ongbtioes | aooeitoskdd | Buomommoerof | 0 oddanfhtoeD = = e Ej %EEE
[m]
QoOoME o o oo MM mem =n | efenrnmogoo | Dooooooooon] | R poaooq (o0 oooop oo | oo O Lo
o E,I O | oo | onsmop OAFTaERION, | cQMpPOtop | ge= e [orie= | Soned D;SN%L EXTEND 153 STREET BIKE U0 | 4 s 0 a8 | o oo 0 BE0E D0 ® Fofeg s felad
l — o DDDEbD e L A . P e e DemeA T o] B 000, EL/DANES_TUOWAVEWJEJD o 5 a0 | B0, 5 g e B Tl o Wema¥ | gas DDWEDD Oolp
D O Oo I E BETD[;Q g | oo el DDDDDDDT:IEQEJ Do CID0 | 00fs wondiP | corfgo oo EBDE’ QQODGD pocnonods | ooobos ook | Hooddtidoen | Dedbooeadfen | Udaountoogon | dbinoooopon —
' i |
= - e e e e e m e R e e e e L I B o T Y e e e O e ] nlwim] S S Comgoo CONSTRUCT MISSING momocciad - FUTURE RECONFIGURATION TO o
] HF/%E” g%‘éﬂﬁﬁf&,\'}ﬂgs'”e; A0 ZLEMPLEMENT NO RTOR BAN FOR WB, SB, AND EB MOVEMENTS |,/ = B B | >p09y, SIDEWALK LINKS £, #1700 152 || || ACCOMMODATE BRT AND ACTIVE MODES 112, 5% O ==
y AL o= 5 . -RESTRICT EB LT TO PROTECTED ONLY PHASING AND 5"~ 5 00 % o] o, o 52 DDS; 5\; ow %ﬁ’ B0 o O 8 00 7] ool dple -
= ﬂ/ﬂﬁ? NS TRYCT L Bk oo NCREASE PHASE DURATION i st | oo (Xidinn | uod ofotcs || 55 | dddoad Oaben . Iy 2 Ocidondl o fobe | GooeocLED
- < | 0| L = = 0
FACILITY ON 102 o orCo oo o oo o) S oogooo opoog o ol & Dooog | [FO0oO0R00g0 i}:
H| O | Tavenue AR § |peegrnapan | erencreene | Mo R | [P @] e teoptesta® ([P0 | 80 B | B ofhanagd o o | J moan mong | .
- o o, o Qopoo B 0 peoD OOl ml= =" dh ]
ol | om0 | |Eon0 | omead |lss stretie—y1 | oo |[podedostia BocrnorD oecie | CC T spdiR
B | e e O R | —— I N, " r— D
e | P 0T0 o =ad =S p s po 0 | BSRRES T [ D%%EED@ESD@@\G@ D i N [E:cc
o Ly i
" @O [T 0oD PO O pl. 0 || o oo Ofo oo A 0o o B om oy o000 Ry s 8o g Q@g <>
EDﬂDEDE\‘: S o @UH]EEDDU] poloool DDDEFDDDD oo o Joo oo oo -‘: cfinoonsh | ObSSHF=am & EJS Eﬁ %OQDDEJ DDDQQQ:QQ o%g%‘ N\ 2 /jj p—
E G N P o] ot o 7 dm | Fe. U [ D= Ty N SR/N || ®tao
= Ur:ﬁ OTmm . ADD PEDESTRIAN CROSSING ON | Al pH=ize” [ pe e O B%DD - IMPLEMENT NO RTOR BAN ON ALL APPROACHES 3 7 <><><><§<§Q> \ i
[ dhrooo g o_| ©8'0 8gogl | _togd oo 5 F - IMPLEMENT LEADING PEDESTRIAN INTERVAL ON | S \ H
WEST SIDE OF INTERSECTION & — 5 = = 55 o] el | oleg RIAN INTERV N ¢ %, R % B
i ’ ﬂ— Sy Tyt Dﬂ pP | Byl ﬁJEE R0 oo oo il ALL APPROACHES W | e o | 8 [ed & é? Dy BN, S REE
0 D @ D i DDE]DD\ZIDDGE:E a0 [bdooh | of Dooodtin | cooostson 0 B DOCOZDEIDDE%? EDI\%DDDDJJZ;% E D\:‘E E% % Eh E% %QQD% 8<><§> O%OB E‘Cgl N '?,7- <C Hu u{
———— o /2 = ¢ o ] ' 0
= OpOmPpe | Joogs N e°SIarPas | n8eoposey 2o |00 | FéBdeas Pl | 515 | a0 | Bho | 9oL 5887 8% N\ s | Bk
(2o - el Em b 4 bp O 4 o Ao EIECB =10 | o N 76 OOO N
- DGD = %% E% :DE ; EES@EE DDDDDL:P o [P w0 7 B GJHE ggﬁ B;% &0 | = O Qé%o &%%%%O & %O O Y i
a -z K : g o e E% a:@ o0 o O C.D | 50T %50 & X 0.0
ow E::]D T i D% oo ool | o Qoo S o H g Og ;H %D Hg o E@ Ea E'% %pm =z |4 E% A OOO QOQO%O Q?@@ AN 4
T [ A %a% OO} SO0 | SCRfR0 | oRImye - IMPLEMENT NORTH-SOUTH E goen | ool | 8 5| 818 | By | s S % \ g
00 0 ; 50 DO prooee | #/0-B [ BIKE INFRASRUCTURE Hol® | &7 | ofs | a3 FG 0 5 A %
ooOo - @ DDDELI© ] . =] s o =} - o - — o — o B Du 0 a n) ] ae,e Dl"_—’om Q EE Q & A
poo = - \? BchonD 5 “Bgoo |8 37 0 O, Q.. O S o nSom B ] Ogad | 4o o gl Lo/ ©g0 &00% % K
P e | - & oo | Do tiT o] Du%ﬂ&?ﬂﬂﬂ oglodne OF | ffBlSodods 5 == | Oojgm | Ogfem | 0= ] L0, @000& S/ 2R
o < ! o] T 5
=l [m] o O 1Y %Q (S [ By
e o [~ B 7 | SO | g | oo oooe pReyy | e ||| BLE | | 2| ELIES SR X — i
=0 ° ~a = : = 0 0
z FoSa [mommnat me oo e b o ool | oo 3] ||| S8 | Bt | BakD | ol dBleD [ /6789 %@&% N K S0
Dj ) 2.5 - PROVIDE ADDITIONAL ENHANCED PEDESTRIAN otz B aBBe | 05g0 | Gheg C 2 ' 4
EDD oo g BH goeEn o8 | HE - IMPLEMENT NO RTOR BAN ON ALL APPROACHES al
= 5 CROSSING(S) BETWEEN 158 AND 163 STREET ; OO adl o [ E i
B[ 0|l Oqel | g2 [ - BUS PRIORITY MEASURES (INCLUDING LANE &7\ o'o
O ot WITH PED ACTIVATED SIGNALS rinrominn | goeooo00]) «h ||| gBes | Bpg O, lafy f I5jeH
o7 Se.0Q . 0 Boeg o ot 5 oden gl REASSIGNMENT) ANTICIPATED AS PART OF B2 BRT 0 =
E\ g - - PEDESTRIAN REALM RECONIFGURATION % o0o Qzu\ﬂg@o 0| 090 B ¥ 2 S 5 ==
= = = BETWEEN 156 STREET AND 163 STREET .~ & onfs 0 whot o o0 Ooag | do g [ CORRIDOR 52, RNV | TR & of | Haled || B o
° = 85,98 | |aDicaibne,n oipRn el | dodfommdod | BEEPS ool DD% IR ] s HEeH | Ge\STEEERE S ) Befn | et ey | Sand ||| Gole8
[y | — 1 | BBpe o ol % O, &= - IMPLEMENT NORTH-SOUTH BIKE Opbpn, o ¥ B: gled) | A0S e Blal A ieTr A
| ool - RECONSTRUCT PEDESTRIAN INFRASTRUCTURE, INCLUDING LARGER ]Q ED g\lEFT%SER,hJ%(l)JEE E(,F\’IGETAQBL;;?UE\?EENRL\J/I\;AY g0 | P
1T 1T 1 = a regirg | sy . p
B3 T e O AN M Bl L AP RG] e D"SS P/ i I eReomoA o)1 AS PART OF OTHER CITY PROJECTS) T g Badm s o s a1 | B IS Edgisradory | Dg%
o VI 0 m 2 ) il o m Opgs oo §
F i 0 | DNeTH | oot smtn el mommsounisticly et N\ St Botd B | | saiteslmenien© | boottimatfzll | 12
. 1| Og gl
0%, 0
o
0o o oooop | o o ool B
D MDD DDUDD DDEbQGDDD-OEDXTEF,’\\IGDEJSF,\SERDEDDDSEPHDVSESCEEE%@BEST@S%T SD EE ooo ql] o %SJE:'D;\D O DI:QEEDEDD oo SD ! D%EP DD%
& i o *wuppgood f Oy Ej Q o] ] 0 ] a_ & |B =
[ jesp—— B TO 170 STREET & 0 5a5050 he®[ 75 2 L k= 00 £ E%Dmﬁmﬂ%ﬂ%g&:ﬂ@% ol || g0
u r& =) ﬁ - _ | 31 EI’!_\ i | o 5w o W (W Eﬂ% 1 PH“
LEGEND
PGA TARGET AREA_ FIGURE 5-60 156 STREET
T/ RIVER PRIORITY GROWTH AREA
LRT STATION NOTE:
MISSING SIDEWALK gotncept pltz;‘nning fct>r th?.B1 atnd I?Z BFf\fT I’OLijteS hasdbeien i/nittiat’ged ?nd ;/‘vill POTE NTIAL
MISSING CYCLING CONNECTION e _ermlne_ e_exac _rou Ing, street con |gu_ra lon, and stop / station locations.
CORRIDOR UPGRADES REQUIRING FURTHER STUDY E;?mlé\fﬁ;yfg?fclwsetfuﬂ:Lzﬁskgﬁ&gfe%ce design work has been completed and | M P ROV E M E N TS




CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

5.2.3.1 Stony Pain Road Corridor

Stony Plain Road is a street oriented mixed-use / commercial arterial road. It is a pedestrian priority
area from 127 to 121 Street and 149 to 170 Street. From 121 Street to 156 Street, it is undergoing
major reconstruction as part of the Valley Line West LRT project.

Stony Plain Road along the LRT alignment is typically comprised of a centre-running LRT and 2-lane
vehicle cross section flanked by sidewalk. The vehicle cross section expands at critical intersection
to provide left and right turn bays as appropriate. Parking is occasionally provided using parking
bays.

Stony Plain Road between 156 and 163 Street is comprised of a 4-lane vehicle cross section flanked
by sidewalk. Beginning at 158 Street, the eastbound curb lane is reserved transit, taxi, and bikes in
the weekday AM peak period. Parking is occasionally provided using parking bays. The cross-section
elements are illustrated in Figure 5-61 through Figure 5-66.
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An assessment of the Stony Plain Road corridor was made based on the Valley Line West LRT
renderings and should be confirmed with construction details. The changes to Stony Plain Road
create a much more multimodal environment but pedestrian experiences fall short of MMLOS
targets. Additional active transportation infrastructure is needed to support the current planned
network:
Ensuring Stony Plain Road is constructed with at least 2.6 m unobstructed walk width or a
1.6 m buffer / furnishing zone will improve pedestrian experiences at the corridor level.

Controlled crossing is required at 144 Street to provide regular crossing opportunities for
pedestrians and allow cyclists to access the cycling network planned on 144 Street north of
Stony Plain Road. Implementation of this crossing may be challenging due to the need for a
crossing of the LRT tracks.

Crossing control is recommended at either 161 or 162 Street to provide regular crossing
opportunities for pedestrians, especially given the transit stops located on either side of the
street midway between these two intersections.
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Cycling infrastructure is not expected along Stony Plain Road.

Parallel east/west routes are required along 100 Avenue to the south and 104 Avenue to
the north. Gaps in the cycling network must be filled along 104 Avenue (from 156 to 163
Street). Though not identified in the Bike Plan, the City should consider extending the 100
Avenue facility to the west. Additionally, the Infill Road map identified the need for a
parallel route on 102 Avenue. While the minimum cycling network coverage is achieved
with routes on 104 and 100 Avenue, additional coverage on 102 Avenue will facilitate more
movement by bike.

North/south cycling routes cross Stony Plain Road at 136 Street, 144 Street (crossing
control needed), 146, 153, and 163 Street. Gaps in the cycling network must be filled on
163 Street between Stony Plain Road and 95 Street. Additionally, we recommend the City
consider include 158 Street as part of their cycling network. As a local road with reasonable
north-south connectivity, 158 Street provides must needed network coverage and a low-
stress environment.

Stony Plain Road between 156 and 163 Street is over-sized for the vehicle demand. The lane
reductions associated with the LRT force vehicle traffic to take other routes between the city centre
and amenities in the west. Traffic volumes only increase beyond ~800 vph at 163 Street where traffic
diverts back onto Stony Plain Road from the north and south. As a result, right-of-way can be
reallocated from cars to other uses such as transit and the pedestrian realm.

An example cross section illustrates an expanded pedestrian realm in Figure 5-67 but the cross
section could include parking bays and any other number of street uses.
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Expected multimodal operations at the corridor level are summarized in Table 5.34 based on these
recommendations; however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.

Mode
Original Target
Adjusted Target

Post-Development
without Improvements

Corridor Performance
(156 Street to 102 Avenue)

Post-Development with
Improvements Corridor
Performance

(156 Street to 102 Avenue)

Notes

C I M:j

Pedestrian Cyclist Transit Motor Vehicles
LOS C LOS C LOSD LOSD
LOSB LOSC LOSC LOSD

**

*%x

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the Valley Line LRT present within
the corridor.

Throughout most of the corridor, controlled pedestrian crossing are provided every
~100 m. There are no controlled crossing opportunities between 145 and 142 Street,
a distance of ~350 m which exceeds recommended spacing and may result in
jaywalking.

**Shared use path constructed as part of the LRT connects 144 Street and the existing
shared use path on 102 Avenue, is not present along entire corridor.
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Mode

Post-Development
without Improvements

Corridor Performance
(165 to 156 Street)
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Pedestrian Cyclist Transit Motor Vehicles

x n/a

Post-Development with
Improvements Corridor

Performance
(165 to 156 Street)

n/a

Notes

Throughout this section of Stony Plain Road, sidewalks are narrow with no buffer
between pedestrians and vehicles. There are no controlled crossing opportunities
between 160 and 163 Street, a distance of ~350 m which exceed recommended
spacing and may result in jaywalking.

Cycling facilities are not expected on Stony Plain Road. East/west cycling demand may
be met by the shared-use path on 100 Avenue, two blocks south; however, there are
no formal connections from 100 Avenue to the north at this time.

Transit LOS meets the threshold but passenger amenities are inconsistently provided
along the corridor.

Vehicle LOS meets the threshold but the number of curb lane conflicts (private
accesses) detracts from overall operations.

To address pedestrian and transit MMLOS, we recommend:

e Reallocating existing travel lanes to other uses, an expansion of the pedestrian
realm and an increase in transit passenger amenities. Vehicle LOS does not
deteriorate with these changes as the street was over-sized.

¢ Implementing new controlled pedestrian crossing opportunities.

Cycling facilities are not expected on Stony Plain Road. East/west cycling demand may
be met two blocks south and three blocks north.
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5.2.3.1.1 Stony Plain Road and 102 Avenue

The configuration of the Stony Plain Road
and 102 Avenue intersection is based on
Valley Line LRT concept drawings. An LRT
station is located one block west of the Gres
intersection. The east leg of 102 Avenue is 'P,
part of the existing cycling network. For |
cross section consistency, Stony Plain Road
is considered the north leg at this T-
intersection.

ﬁf‘
M

>
-
A

West of the intersection, 102 Avenue is
comprised of a shared use path, LRT
runningway, 6-lane vehicle cross section,
and a residential service road. East of the
intersection, 102 Avenue is comprised of a
shared use path, a 5-lane vehicle cross
section, and a residential service road.
Parking is permitted on 102 Avenue. The
cross-section elements are illustrated in
Figure 5-69.

UL 140Street

L

i
I
I

I _. .0

Expected multimodal operations following rezoning and development are summarized in Table
5.35, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is the planned terminus of the 102 Avenue Bikeway.

The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational
signal timing plans.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOS B LOSD LOSE
Adjusted Target LOSC LOSB LOSD LOSE

Post-Development
without Improvements
Intersection Performance

Notes

No adjustments were made to the target LOS for any mode.

North/south cycling demand may be accommodated on the 136 Street bike
boulevard or 144 Street (construction in 2026), three blocks to the east and four
blocks to the west respectively. Additionally, 138 Street (half a block east) provides a
connection to the bike boulevard leading to 142 Street south over MacKinnon Ravine
Park.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

No specific changes are required to address pedestrian MMLOS.
To meet cycling MMLOS targets, the following cycling network is required:

e VLW plans show a shared use path connection between 102 Avenue and 144
Street (construction in 2026) on the north side but no controlled crossing at 144
Street. The portion of 142 Street north of Ravine Drive is listed as a future District
Connector in the City's Bike Plan but the timing of implementation is uncertain.

e The intersection between Stony Plain Road and 144 Street is the terminus of the
102 Avenue Bikeway for east/west bike traffic. The last kilometer of this bikeway
should feature clear signage and markings that direct cyclists towards 136 Street,
142 Street (southbound), and 144 Street (northbound). Further cycling demand to
the west must be met on 100 and 104 Avenue.

No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.
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Using current traffic volumes inputted into the future intersection configuration being built as part of
the Valley Line West project, the intersection exhibits an HCM LOS of B during both peak periods.
Using forecasted volumes under the Post-Development Without Improvements scenario, the LOS of
the eastbound left movement intersection drops to E in the AM peak period likely due to a large
increase in anticipated traffic volume. A similar change (to LOS D) is observed for the westbound
through movement in the PM peak period. However, overall intersection performance remains
largely the same for both peak periods.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.36 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

AM Peak
Volume N/A  NA N/A N/A N/A 252 531 1353 N/A N/A 938 N/A -
Post. Ve Ratio 025 092 049 0.32 0.564
Development
without LOS c E A B B
Improvements Delay (s) 30.4 60.7 5.2 131 19.14
95¢h % Queue (m) 343 1930 652 58.4 e
Volume N/A NA  N/A N/A N/A 252 531 1353 N/A N/A 938 N/A -
Post- Ve Ratio 025 092 049 0.32 0.564
Development
with LOS C E A B B
Improvements Delay (s) 30.4 60.7 5.2 13.05 19.14
95th % Queue (m) 343 1930 652 58.4 o
PM Peak
Volume N/A  N/A NA  NA N/A 706 362 525 N/A  N/A 1488 N/A -
Post. Ve Ratio 042 038 019 08 0518
Development
without LOS B B A D c
Improvements Delay (s) 16.1 16.0 3.8 353 23.4
95th % Queue (m) 638 703 189 136.8 e
Volume NA N/A O N/A L N/A N/A 706 362 525 N/A N/A 1488 N/A -
Post- /e Ratio 042 038 0.9 0.8 0.518
Development
with LOS B B A D C
Improvements Delay (s) 16.1 16.0 3.8 353 23.4
95th % Queue (m) 638 703 189 136.8 ]

i
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5.2.3.1.2 Stony Plain Road and 142 Street

The configuration of the Stony Plain Road
and 142 Street intersection is based on
Valley Line LRT concept drawings. An LRT
station is located immediately east of the
intersection. |

142 Street is comprised of a 7-lane vehicle
cross section flanked by sidewalk. The
northbound curb lane will be used as a
transit queue jump lane Parking is not
permitted on 142 Street. The cross-section
elements are illustrated in Figure 5-71.

i
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Expected multimodal operations following rezoning and development are summarized in Table
5.37, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is a convergence of two arterial roadways along with the Valley Line LRT. Transit
LOS at this intersection currently fails because of the delay experienced by busses traveling in mixed
traffic lanes. This intersection is classified as a Neighbourhood Connector, demanding a higher
MMLOS for transit compared to other intersections in the network. For this classification, the target
transit MMLOS was not adjusted, as LOS B is a realistic target considering the level of vehicle traffic
at this intersection. To attain appropriate transit MMLOS levels, it is necessary to increase the
pedestrian LOS despite not being a pedestrian priority area.
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The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSE LOSD LOSB LOSD
Adjusted Target LOSD LOSD LOSB LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from E to D due to the intersection being
situated adjacent to a future LRT station.

While pedestrian LOS is considered acceptable for this road classification,
improvements should be considered to improve user experiences near the transit
station.

North/south cycling demand may be accommodated on the 136 Street bike
boulevard or 144 Street (construction in 2026), four blocks to the east and two blocks
to the west respectively. Additionally, 138 Street (two blocks east) provides a
connection to the bike boulevard leading to 142 Street south over MacKinnon Ravine
Park. However, the east/west planned routing of the bike network through the area
presents issues of continuity, particularly for westbound bike traffic. It is unclear
whether the current design plans for VLW allow westbound cyclists from the 102
Avenue bikeway to continue westward to 142 Street without dismounting.

Transit LOS is affected by poor pedestrian LOS and delays experienced by busses
using mixed traffic lanes. Despite the future Valley Line LRT, the target LOS for transit
was not adjusted upwards considering the level of vehicle traffic at this intersection,
while the target LOS B for a neighbourhood connector roadway (non-street oriented
arterial street) is acceptable for transit passage.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

To improve pedestrian and transit MMLOS, we recommend:

','.. 1}
y A .
4‘ A N
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e Banning RTOR on the westbound, eastbound, and southbound approaches
reduces the number of uncontrolled pedestrian conflicts.

e Additional pedestrian enhancement measures be installed such as a Rectangular
Rapid Flashing Beacon (RRFB) at the pedestrian conflict within the channelized
double right turn lanes for northbound vehicles to warn them of crossing
pedestrians.

To address cyclist MMLOS, we note:

e Wayfinding must be clearly labelled for cyclists should 144 Avenue be designated
as the primary north-south bikeway for this District Connector corridor.

e Should the northern portion of 142 Street (north of Ravine Drive) feature dedicated
cycling infrastructure in the future, the 102 Avenue Bikeway should be extended
to the intersection of 142 Avenue and Stony Plain Road to provide continuity.

To meet transit MMLOS targets, we recommend:

e A southbound queue jump lane be
installed with transit signal priority, similar
to the south approach as part of the Valley
Line West project. Besides ensuring
transit priority at all approaches, this
measure is anticipated to reduce transit
movement delay compared to the Post-
Development  Without Improvements

NOTE

Higher order transit does not
currently run on 142 Street north
of the intersection. If higher order
transit is not anticipated on 142
Street after the introduction of
VLW, this recommendation may
be omitted and transit LOS may

scenario. The resulting lane configuration
for southbound vehicles is illustrated in
Figure 5-72.

fall below targets with the
understanding that not all
approaches warrant treatment.

To mitigate impacts to vehicle MMLOS, we
recommend:

e AM peak period: allocate more green time to the westbound left protected turn
phase

e PM peak period: allocate slightly more green time to the north and south
approaches to reduce overall intersection delay.
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Using current traffic volumes inputted into the future intersection configuration being built as part of
the Valley Line West project, the intersection exhibits an HCM LOS of E in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, the LOS of the
intersection drops to F in both peak periods. In the AM peak period, this is due to increases in
anticipated traffic volumes for all northbound movements along with westbound left and through
traffic, thus causing all of these movements to fail under peak loads with the largest delay
experienced by westbound left turning traffic. In the PM peak period, the deterioration in LOS is less
severe. However, significant delays will be experienced by all left turning movements in addition to
southbound through traffic. The delay for southbound traffic is attributed to an increase in traffic
volume along with a prioritization of green time to the east-west phases and Valley Line LRT.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.38 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.38 Traditional LOS Stony Plain Road and 142 Street

Westbound

cenario vera
= ==

Volume 103 1023 1236 31 420 31 65 617 13
Post- v/c Ratio 1.11 1.03 1.1 012 027 004 059 056  0.56
Development | ¢ F F F C B B E D D
without
Improvements  Delay (s) 1147  85.1 994 262 194 16.9 760 394 395
[o)
95th % 2692 2444 2512 73 494 6.0 352 1000  99.6
Queue (m)
Volume 103 1023 1236 31 420 31 65 617 13
Post- v/c Ratio 1.19 1.11 116 017 031 032 032 056 056
Devev'mment LOS F F F c c c D D D
Improvements  Delay (s) 1495 1137 1219 303 247 248 519 394 395
(o)
95th % 2972 2858 2761 85 610 604 275 1000  99.6
Queue (M)

513
2.22
F
621.0

264.0

513
1.19
F
157.6

152.5

666
1.19
F
1432

350.2

666
1.19
F
1432

350.2

11
0.02

29.7
3.0

11
0.03

29.7

0.944

147.0

0.96

108.5

Volume 14 661 358 10 928 6 75 519 32
Post. v/c Ratio 114 075 038 019 122 001 067 077 078
Development | o F E D F F D F E E
without
Improvements  Delay (s) 1451 612 456 866 1738 475 996 759 776
(o)
95th % 1965 1558 689 7.2 3039 23 530 1388 1326
Queue (M)
Volume 14 661 358 10 928 6 75 519 32
Post. v/c Ratio 104 067 034 013 103 104 073 101 1.02
Deve'QF;ment LOS F D D E F F F F F
wit
(o)
95th % 1703 1450 655 65 2562 2561 561 1722 1657
Queue (m)

CIME

1405
1.03
F
81.4

332.7

1405
1.02

76.1
3251

730
0.71
C
33.7

231.9

730
0.76

39.1
248.9

59
0.07

19.4
14.5

0.08

221
17.4
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0.904
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5.2.3.1.3 Stony Plain Road and 149 Street

The configuration of the Stony Plain Road and
149 Street intersection is based on Valley Line
LRT concept drawings. 149 Street and the
west leg of Stony Plain Road are pedestrian
priority areas. An LRT station is located one
block west of the intersection. A future
pedestrian and cyclist crossing is planned one
block to the east.

n

150 Street

149 Street is comprised of a 4-lane vehicle

cross section, widening to six lanes at the AL
i ion, flanked by sidewalk. Parking is E g oo
Intersection, tlanke y . 9 mee——— |

not permitted on 149 Street. The cross-section
elements are illustrated in Figure 5-74.

Ill e iy

Stony Plain Road is comprised of centre-running LRT and two traffic lanes flanked by sidewalk. The
west leg of Stony Plain Road widens to three lanes at the intersection, while the east leg widens to
five lanes at the intersection. Parking is occasionally provided using parking bays. The cross-section
elements are illustrated in Figure 5-75.

The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational
signal timing plans.
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Expected multimodal operations following rezoning and development are summarized in Table
5.39, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is located within the Stony Plain Road Pedestrian Priority Area. The intersection is
classified as a Neighbourhood Main Street as it is the entry point for the Stony Plain Road Commercial
Area.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS C LOS C LOS D LOSD
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development

without Improvements x
Intersection Performance

Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT.

Pedestrian LOS is affected by long cycle lengths and the number of uncontrolled
conflicts with turning vehicles exacerbated by three channelized right turn lanes which
significantly increase the effective turning radius for vehicles.
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North/south cycling demand may be met by the cycling infrastructure on 148 Street
(construction in 2026) or the bike boulevard on 153 Street, one block to the east and
four blocks to the west respectively. East-west cycling traffic is accommodated a block
south on 100 Avenue.

Post-Development with
Improvements
Intersection Performance

Recommended All recommendations along the Valley Line West corridor will need to be
Treatment coordinated with Marigold Infrastructure Partners.

Three treatment options could be used to address pedestrian MMLOS:

Remove the channelized islands to both reduce the effective turning radius and
the number of uncontrolled pedestrian conflicts, but increase total pedestrian
crossing distance. Combined with a RTOR ban, this increases pedestrian MMLOS
to 'B".

Convert the channelized islands to a high-entry angle design to reduce the
effective turning radius. This increases the pedestrian MMLOS to 'C".

Reduce the signal cycle length, though this is not ideal due to the coordination in
place along the Valley Line corridor.

Regardless of the above, RTOR should be banned on the southbound approach.

Changes to intersection geometry at this location are unlikely to be implemented in
the near term as the “existing” configuration is being constructed as part of the
Valley Line West LRT. Therefore, the pedestrian MMLOS will remain at D until such
changes are implemented.

No specific changes are required to address cyclist MMLOS.

No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.

Using current traffic volumes inputted into the future intersection configuration being built as part of
the Valley Line West project, the intersection exhibits an HCM LOS of D in the AM peak period and
F in the PM peak period. The poor LOS in the PM peak is attributed to delays experienced by
westbound through traffic due to the single remaining westbound through lane west of 149 Street.
Using forecasted volumes under the Post-Development Without Improvements scenario, the LOS of
the intersection remains unchanged in the AM peak period, with the delay slightly improving
because of some reductions in anticipated traffic volumes. In the PM peak period, the number of
forecasted vehicles in the westbound through movement drops since it is anticipated that the Valley
Line West will deter westbound through traffic towards alternative routes. Therefore, the overall
performance of the intersection improves to LOS D despite the westbound through LOS remaining
at F. This is because all other movements exhibit LOS B, C, and D.

CIMN/T
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Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.40 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

AM Peak
Volume 45 827 111 11 644 65 100 472 46 57 500 264
Post- v/ Ratio 024 076 019 004 046 009 067 08 008 02 087 049
Pevelopment | os D D c c c c E D cC D E D
Improvements Dl (s) 463 406 293 233 258 209 736 507 298 519 553 372
95th% Queue (m) 181 1277 294 27 825 138 519 1596 122 117 1747 773
Volume 45 827 111 11 644 65 100 472 46 57 500 264
Post- v/ Ratio 024 076 021 004 046 01 067 08 009 02 087 054
Pevelopment | s D D c c c E D c D E D
Improvements  Dejay (o) 463 406 296 233 258 210 736 507 299 519 553 386
95th % Queue (m) 181 1277 329 27 825 156 519 1596 138 117 1747 858
PM Peak
Volume 53 696 340 24 1059 89 109 281 85 274 482 73
Post- v/ Ratio 019 062 057 007 095 015 055 068 022 072 147  0.19
Pevelopment | os c c cC B D c D D c D F c
IMPrOVements  Defay (s) 227 303 312 174 495 236 523 447 334 533 1392 329
05th% Queue (m) 107 873 801 45 1581 187 425 885 224 522 2397 193
Volume 53 696 340 24 1059 89 109 281 85 274 482 73
Post- v/ Ratio 019 062 063 007 095 017 055 068 024 072 147 021
Development | o c c cC B D c D D c D F c
Improvements  [gja () 228 303 332 174 495 238 523 447 338 533 1392 332

95th % Queue (m) 107 873 900 45 1581 210 425 885 253 522 2397 215

This intersection was identified for further sensitivity analysis to investigate future vehicle capacity
constraints. The Post-Development Without Improvements scenario forecasts a decrease in vehicle
volume on various movements across all approaches in both the AM and PM peak periods, but most
notably the northbound through movement in the AM peak and the westbound through movement
in the PM peak due to anticipated traffic redistribution upon the Valley Line West's opening.
However, additional scenarios were analyzed with forecasted growth rates of 10% and 20% applied
to movements which saw a decrease in volumes between the existing conditions and the City’s post-
development model. Full results are shown in Appendix | and Appendix J.
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In the AM peak period using the same recommendations in Table 5.39, these alternative growth
scenarios result in an LOS F for the northbound and westbound through movements, while all other
movements remain at LOS E or higher. Overall intersection performance is reduced to LOS E under
the 10% growth scenario and F in the 20% growth scenario. To mitigate this, re-allocating only a few
(less than 5) seconds of green time from the left turning phases to the through phases manages to
improve the overall intersection performance to D in the 10% growth scenario and E in the 20%
growth scenario due to reductions in delay for through movements. Changes to the total cycle length
were not considered due to possible impacts with the anticipated LRT phasing along with pedestrian
delay.

In the PM peak period, the delay on the WBT movement increases significantly under these
alternative growth scenarios, which results in an overall intersection delay of LOS F for both despite
all other movements being LOS D or higher. Adopting the same treatment as the AM peak period
also mitigates the total intersection delay primarily due to improved traffic flow for westbound
vehicles, although the overall intersection performance in the 20% growth scenario remains at LOS
F. No other changes are recommended should these alternative growth scenarios materialize.

C IMT 184



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

5.2.3.1.4 Stony Plain Road and 156 Street

The configuration of the Stony Plain Road
and 156 Street intersection is based on
Valley Line LRT concept drawings. Stony
Plain Road and 156 Street are pedestrian
priority areas. The north leg of 156 Street :
supports high-frequency district transit : ._4
routes. An LRT station is located one block : -
south of the intersection and the Jasper
Place Transit Centre (bus) is located one
block to the west.

oSy

B 155 Street

Stony Plain Road 3 ..
PR A ’

South of the intersection, 156 Street is *‘
comprised of curb-side LRT and two traffic 4
lanes, flanked by sidewalk. North of the oo0| oo0e , 1!

100A "Avenue ] R
i I8 asper Place
¥ 3..Stop

intersection, 156 Street is comprised of a 4-
lane cross section that narrows to three lanes
at the intersection. Parking is not permitted
on 156 Street. The cross-section elements
are illustrated in Figure 5-77.

]

Amm—
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il Ol AR

Expected multimodal operations following rezoning and development are summarized in Table
5.41, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is located within the Stony Plain Road Pedestrian Priority area adjacent to the Jasper
Place LRT stop.
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The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOS D LOS D
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT and future R12 RapidBus route.

Pedestrian LOS is affected by long cycle lengths and uncontrolled conflicts with
turning vehicles. The intersection is anticipated to feature enhanced pedestrian
features such as median refuge and enhanced storage. While the intersection design
features a channelized northbound right turn lane, the pedestrian crossing is situated
prior to the curve. Thus, the average turning radius for the intersection is taken from
the remainder of the approaches.

North/south cycling demand may be met by the bike boulevard on 153 Street, three
blocks to the east. Additional nearby north/south cycling routes should be
considered.

East/west cycling traffic is accommodated on 100 Avenue (one block south).

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

To address pedestrian MMLOS, we recommend:

e Banning RTOR for the westbound and southbound movements (eastbound RTOR
is already banned).

e Restricting the eastbound left turn to protected-only during both peak periods.

'y ]
rF L
A
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No specific changes are required to address cyclist MMLOS.
No specific changes are required to address transit MMLOS.
Impacts to vehicle MMLOS may be mitigated by:

e Both peak periods: adjust the signal timing to add more green time to the
eastbound left phase along with the eastbound and westbound through phases.

Using current traffic volumes inputted into the future intersection configuration being built as part of
the Valley Line West project, the intersection exhibits an HCM LOS of D in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, the LOS of the
intersection drops to E in the AM peak period. This is due to an increase in delay for westbound
through/right traffic, which shares a single lane and experiences an increase in anticipated traffic
volumes. However, the same lane experiences a drop in anticipated traffic volumes in the PM peak
thus improving the overall intersection LOS to C. This is likely due to future westbound traffic being
diverted towards alternative routes because of the Valley Line West alignment.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.42 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.42 Traditional LOS Stony Plain Road and 156 Street

Northbound Southbound Eastbound

Westbound

Measureof |  Northbound |  Southbound |
Scenario Overet
fectiveness | 11 | tu | RT | o [ TH [ RT | 0 [ TH [ RT [ T [ TH | RT |

Volume N/A 265 87 N/A 86 192 271 278 36
Post- v/c Ratio 0.36 0.1 0.12  0.26 0.93 0.36
Development
without LOS ¢ ¢ c c E ¢
Improvements Delay (s) 241 20.6 20.6 22.6 73.6 21.2
95th % Queue (m) 68.9 188 20.7 449 94.2 74.4
Volume N/A 265 87 N/A 86 192 271 278 36
Post- v/c Ratio 0.5 0.16 0.16 042 0.99 0.29
Development
N LOS D C c D F B
Improvements Delay (s) 373  30.9 30.9 355 102.2 12.3
95th % Queue (m) 843 239 263 634 1351 56.9
Volume N/A 193 82 N/A 276 146 237 258 25
Post- v/c Ratio 0.34 0.14 0.48  0.26 0.62 0.27
Development
without LOS ¢ < c ¢ < B
Improvements Delay (s) 31.6 285 34.6 30.4 28.5 13.4
95th % Queue (m) 60.2 217 84.4  40.2 53.6 54.1
Volume N/A 193 82 N/A 276 146 237 258 25
Post- v/c Ratio 036  0.15 052  0.29 0.75 0.26
Development
with LOS C C D C E B
Improvements Delay (s) 343 308 37.8 32.9 61.2 11.9
625 226 87.9 421 96.3 50.1

95th % Queue (m)

CIME

nva 636 100 [N
117 0.66
F E
133.0 715
76 [

nva s36 100 [
1.02 0.725
F E
735 55.3

2841

nva o eaz 32 [
0.79 0.598
D C
35.0 29.9
187.1 -
nva o edz 32 [
0.97 0.687
E D
63.7 45.2
2045 [
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5.2.3.1.5 Stony Plain Road and 158 Street

The intersection of Stony Plain Road and 158
Streetis a pedestrian actuated two-way stop-
controlled intersection. Stony Plain Road
and 158 Street are pedestrian priority areas.
The Jasper Place Transit Centre is located
~120 m to the east.

South of the intersection, 158 Street is
comprised of a 3-lane vehicle cross section,
flanked by sidewalk. Parking is permitted on
the east side of the street. North of the
intersection, 158 Street is a 4-lane vehicle
cross section. Parking is permitted on both
sides of the street. The cross-section
elements are illustrated in Figure 5-79.

Figure 5-78 Stony Plain Road and 158 Street

- 'ﬂ! I_I “- i

Figure 5-79 158 Street Facing North

Expected multimodal operations following rezoning and development are summarized in Table
5.43, comparing MMLOS outcomes with and without recommended changes to the road network.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOS D LOS D
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Pedestrian crossing is limited to the east side of Stony Plain Road and does not
provide direct connections to all approaching pedestrian facilities. As a result,
minimum design thresholds are not met for LOS targets.

158 Street has the potential to be a low stress cycling corridor; however, crossing
control at Stony Plain Road is not accessible. Cycling LOS theoretically passes based
on experiential factors but fails to meet minimum design thresholds.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To address pedestrian MMLOS, we recommend:
e Adding crosswalk on the west leg; necessary to meet the minimum requirements
for pedestrians at this location.

e Banning RTOR on all approaches.
To address cycling MMLOS, we recommend:

e Designating 158 Street a low stress cycling corridor (as a local road with reasonable
north-south connectivity) to connect current and future east-west corridors
including 95 Avenue, 100 Avenue, 104 Avenue, and 107 Avenue. This does not
need to be a protected facility, but it should be clearly shown through traffic
calming, pavement markings, and signage that the corridor is a cycling facility, with
bike detection at controlled crossing points.

No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.

Under current traffic volumes, the intersection experiences minimal delay with an HCM LOS of B in
both peak periods, with all movements also operating at LOS B.
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Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.44 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.

Table 5.44 Traditional LOS Stony Plain Road and 158 Street

—

Volume 32 14 51 5 2 21 18 334 17 21 398 -
Post. /e Ratio 0.15 0.04 0.23 0.24 024 0.26 0.184
Development
Improvements Delay (s) 14.8 13.9 10.6 10.8 10.8 10.9 11.3
95th % Queue (m) 12.8 35 212 19.9 247 232 -
Volume 32 14 51 5 2 21 18 334 17 21 398 8 -
Post- /e Ratio 0.15 0.04 0.23 0.24 0.25 0.26 0.187
Development
op LOS B B B B B B B
Improvements Delay (s) 14.9 13.9 10.6 10.8 10.8 10.9 1.3
95th 9% Queue (m) 13.6 3.7 214 20.0 24.8 233 [
Volume 36 18 66 6 9 3 20 314 15 46 516 10 -
Post. /e Ratio 017 0.07 0.22 0.24 036 038 0.241
Development
without LOS B B B B B B B
Improvements Delay (s) 12.8 1.9 1.3 11.5 12.6 13.0 12.3
95th % Queue (m) 13.6 5.3 19.8 18.8 348 339 -
Volume 36 18 66 6 9 3 20 314 15 46 516 10 -
Post. /e Ratio 0.18 0.07 0.22 0.24 036 0.38 0.245
Development
P LOS B B B B B B B
Improvements Delay (s) 12.9 12.0 1.4 11.6 12.6 13.0 12.4
95th % Queue (m) 145 5.7 20.0 18.9 349 0 [
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5.2.3.1.6 Stony Plain Road and 163 Street

The intersection of Stony Plain Road and
163 Street is fully signalized. Stony Plain
Road and the south leg of 163 Street are
pedestrian priority areas. Stony Plain Road
supports high-frequency district transit
routes. The north leg of 163 Street is part of
the cycling network.

South of the intersection, 163 Street is
comprised of a 4-lane vehicle cross section,
flanked by sidewalk. Parking is not permitted
on 163 Street. North of the intersection, 163
Street is comprised of a 4-lane vehicle cross |

section, flanked by sidewalk. Sidewalk on &
the west side terminates 60 m north of the
intersection. Parking is permitted in both
directions. The cross-section elements are
illustrated in Figure 5-81.

7/ .

Expected multimodal operations following rezoning and development are summarized in Table
5.45, comparing MMLOS outcomes with and without recommended changes to the road network.
Despite being located within a Pedestrian Priority area, the pedestrian experience at this intersection
is notably poor.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOS D LOS D
Adjusted Target LOSB LOS B LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Cyclists: Target LOS adjusted from C to B due to the intersection being situated
along the 163 Street Cycling Corridor (facility unknown).

Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future R12 RapidBus route.

Pedestrian LOS falls well below targets, largely due to long cycle lengths, limited
enhanced treatment measures, and uncontrolled conflicts with turning vehicles.
Currently, pedestrians face poor storage, deteriorated sidewalks, outdated curb
ramps, and a lack of call buttons for either the pedestrian phase or an audible warning.

Cyclist LOS does not meet targets. Exact facility type for the 163 Street district
connector is unknown (construction in 2026).

Transit LOS is negatively affected by pedestrian LOS, a lack of transit priority, and
delays experienced while traveling in mixed vehicle lanes. The future westbound R12
Rapid Bus Route will run along Stony Plain Road and cross through this intersection.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To address pedestrian MMLOS, we recommend:

Implementing enhanced pedestrian measures such as improved curb ramps,
increased pedestrian storage, TWSIs, and pedestrian call buttons for audible
crossing signals.

Realigning the curbs at each intersection corner to enforce an effective turning
radius for vehicles of 9.0m or less.

Banning RTOR movements on all approaches.

Changing the southbound, westbound, and eastbound left turn phases to
protected-only phasing to minimize uncontrolled conflicts between vehicles and
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pedestrians, with northbound left remaining as protected-permitted to prevent
excessive increases in vehicle delay.

To address cycling MMLOS:

e The type of facility running north-south along 163 Street through the intersection
is unknown, but it may reasonably be assumed that the corridor will feature a
shared pathway facility which will require cyclists to cross along the crosswalk. We
recommend that whichever crosswalk is used for the cyclist crossing be wide
enough to accommodate pedestrians and cyclists separately and prevent the need
for cyclists to dismount.

To address transit MMLOS, we recommend:

e Transit priority measures are necessitated to accommodate busses to address
excessive delays. Widening of the road right-of-way to accommodate a westbound
queue-jumping lane with transit signal priority is likely the best option for this
intersection given that westbound vehicles already experience a poor LOS during
the AM peak. This measure will require property acquisition.

Deteriorating vehicle MMLOS may be mitigated by:

e AM peak period: allocate more green time to the northbound and southbound
phases to minimize overall intersection delay, particularly for the northbound left
and through movements.

e PM peak period: allocate a roughly equal amount of green time between the west-
east and north-south phases.

Under current traffic volumes, the intersection exhibits an HCM LOS of C in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, the LOS of the
intersection drops to F in the AM peak period primarily due to increases in northbound traffic, which
cause the delay and queue length to worsen significantly with a LOS F. Most other movements,
however, remain largely the same. In the PM peak period, the intersection LOS drops to D only,
which is attributed to an increase in vehicle delay for the northbound left movement. Most other
movements remain unchanged.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.46 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.46 Traditional LOS Stony Plain Road and 163 Street

— e

Volume 732 610 242 18 114 258 15 98 6 72 991 23 [
Post- Ve Ratio 0.97 1.34 032 017 041 013 008 008 015 075 075 0962
Development
velopm LOS D F E c C D C C C D D F
Improvements  Dglay (s) 53.1 206.4 797 288 334 545 269 269 313 431 432 869
95th % Queue (m) | 2207 536.6 113 350 746 71 151 150 234 1656 1647 [N
Volume 732 610 242 18 114 258 15 98 6 72 991 3 [
Post. Ve Ratio 1.08 1.03 018 013 034 016 01 011 078 097 097 0904
Development
op LOS F F E B C E C C E E E E
Improvements  befay (s) 95.4 73.7 616 187 219 594 347 347 741 790 794 729
95th % Queue (m)  267:6 3434 92 272 671 68 177 176 369 2165 2156 |
Volume 345 200 190 38 429 235 54 281 39 73 848 33
Post- e Ratio 1.14 0.79 034 08 05 024 019 02 012 052 053  0.609
Development
velopm, LOS F D E E D D B B B C C D
Improvements  Dglay (s) 143.4 53.4 642 589 407 377 199 199 138 255 256  50.6
95th % Queue (m) 1699 132.6 190 1569 730 196 381 373 139 1093 1084 [N
Volume 345 200 190 38 429 235 54 281 39 73 848 33 N
Post- /e Ratio 0.86 0.77 019 079 051 022 029 03 031 078 078 0657
Development
P LOS D D D D D D C C D D D D
Improvements  bepoy (q) 48.1 48.9 492 497 386 478 329 331 498 481 485 460
95th % Queue (m) | 105:3 133.2 156 1456 779 216 520 509 300 1476 1466 [N
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5.2.3.2 156 Street / Meadowlark Road Corridor

156 Street / Meadowlark Road is currently a Non-Street Oriented Arterial Road, but will transition to
a Street Oriented Mixed Use Arterial Road for much of its length upon completion of the Valley Line
(classified as a Neighbourhood Main Street under OTC guidelines). It is a pedestrian priority area
from 87 Avenue to 102 Avenue. From 87 Avenue to Stony Plain Road, it is undergoing major
reconstruction as part of the Valley Line West LRT project.

156 Street is comprised of centre-running LRT and a 2-lane vehicle cross section, flanked by sidewalk.
The vehicle cross section expands at critical intersection to provide left and right turn bays as
appropriate. Parking is occasionally permitted on the west side through the use of parking bays. The
cross-section elements are illustrated in Figure 5-82 through Figure 5-84.
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An assessment of the 156 Street / Meadowlark Road corridor was made based on the Valley Line
West LRT renderings and should be confirmed with construction details. The changes to 156 Street
/and Meadowlark Road create a much more multimodal environment but pedestrian experiences
fall short of MMLOS targets. Additional active transportation infrastructure is needed to support the
current planned network:

e Ensuring 156 Street / Meadowlark Road are constructed with at least 2.6 m unobstructed walk
width or a 1.6 m buffer / furnishing zone will improve pedestrian experiences at the corridor level.

» Pedestrian crossing control is recommended at 98 Avenue and 93a Avenue to provide regular
crossing opportunities for pedestrians, especially young pedestrians walking to Meadowlark
Christian School and the Sherwood Community Park. Implementation of these crossings may be
challenging due to the need for a crossing of the LRT tracks.

« Cycling infrastructure is not expected along 156 Street / Meadowlark Road
Parallel north/south routes must be provided on 153 Street and 158 Street.

East/west cycling routes cross 156 Street / Meadowlark Road at 100 Avenue and 95 Avenue.
87 Avenue is identified as a future bike route in the Bike Plan, but no cycling amenities are
included in the VLW renderings. There is a significant gap in cycling coverage between the
existing 95 Avenue network and the proposed 87 Avenue network. 92 Avenue is the only
continuous route and should be considered but will require a protected or physically
separated facility. A less direct route could be explored on 90 Avenue / 160 Street but this is
not preferred.

Expected multimodal operations at the corridor level are summarized in Table 5.47 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.
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Original Target

Adjusted Target
Post-Development
without Improvements
Corridor Performance
Post-Development with
Improvements Corridor

Performance

Notes

CIMN/T

Pedestrian Cyclist Transit Motor Vehicles
LOS C LOS C LOSD LOSD
LOS B LOSC LOSC LOSD
n/a

x n/a

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the Valley Line LRT present
within the corridor.

Throughout most of the corridor, controlled pedestrian crossing are provided every
~120m. There are no controlled crossing opportunities between 97 and
99 Avenue, a distance of ~320 m and between 92 and 95 Avenue, a distance of
~400 m. These distances exceed recommended spacing and may result in
jaywalking, especially for children walking to Meadowlark Christian School.

To improve pedestrian MMLOS, we recommend:

e Implementing additional crossing opportunities. Due to the limited buffer zone
along much of the sidewalk, the pedestrian LOS is improved to an LOS C but
does not reach the targeted LOS B.

Cycling facilities are not expected on 156 Street. A bike boulevard runs parallel to
the corridor on 153 Street between 95 and 100 Avenue and the Bike Plan identifies
an extension to the south, but timing is unknown. There is not sufficient north/south
cycling routes within an acceptable distance of 156 Street to meet demand at this
time.
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5.2.3.2.1 156 Street and 95 Avenue

The intersection configuration of 156 Street and 95
Avenue is based on Valley Line LRT concept drawings,
along with the installation of a cycling facility as part of
the 95 Avenue District Connector. 156 Street and the
east leg of 87 Avenue are also pedestrian priority
areas.

95 Avenue is comprised of a 4-lane vehicle cross
section flanked by residential service roads and
sidewalk. A cycling facility is planned for construction
in 2026 however, the facility type is not yet known.
Parking is not permitted on 95 Avenue. The cross-
section elements are illustrated in Figure 5-86.

i’ i i
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Expected multimodal operations following rezoning and development are summarized in Table
5.48, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is located between the two platforms planned as part of the Glenwood/Sherwood
stop along the Valley Line LRT. Besides being a pedestrian priority zone, this intersection will also
feature an east-west future bike facility as part of the 95 Avenue District Connector. The target LOS
for bikes was not adjusted at this location as an LOS B was deemed acceptable for this corridor.
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The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSB LOSD LOSE
Adjusted Target LOSB LOSB LOSC LOSE

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the Valley Line LRT.

Pedestrian LOS falls just short of the target, largely due to long cycle lengths and
uncontrolled conflicts with turning vehicles.

Despite the presence of the 95 Avenue Bike corridor, the target LOS for cyclists was
not adjusted upwards as a target LOS B for an urban boulevard (street-oriented
collector street) is acceptable for cyclist passage.

Itis assumed that the future bike facility will be constructed as a shared use path along
the south side of 95 Avenue, although this design has not been confirmed. Despite
the presence of a dedicated facility, cyclist LOS does not meet the target for an Urban
Boulevard due to the number of conflicts with turning vehicles. North-south cycling
demand is currently met by 153 Street three blocks east.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be
coordinated with Marigold Infrastructure Partners.

To address pedestrian MMLOS, we recommend:

e Banning RTOR movements on all approaches.

e Implementing LPIs on all pedestrian phases in both peak periods to prioritize
pedestrian movement.

To address the cycling MMLOS:
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e The cycling facility type for the future 95 Avenue District Connector is unknown.
The analysis assumes a shared use path built on the south side of 95 Avenue and
requiring cyclists to use the crosswalk to cross through the intersection. By banning
RTOR movements for northbound vehicles, cyclists will encounter only two
conflicts with vehicles which manages to raise the cycling MMLOS to B.

No specific changes are required to address transit MMLOS.

No specific changes are required to address vehicle MMLOS.

Using current traffic volumes inputted into the future intersection configuration being built as part of
the Valley Line West project, the intersection exhibits an HCM LOS of D in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, this LOS remains
unchanged in both peak periods. The intersection experiences a reduction in total delay during the
PM peak period due to anticipated drops in future through traffic anticipated as part of the Valley
Line completion.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.49 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Scenario

Measure of

Northbound

Southbound

CIMA+ file number: Z0016285
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Eastbound

Westbound

Post-
Development
without
Improvements

Post-
Development
with
Improvements

Post-
Development
without
Improvements

Post-
Development
with
Improvements

Sffectveness ------------ o

Volume
v/c Ratio
LOS

Delay (s)

95th % Queue (m

Volume
v/c Ratio
LOS

Delay (s)

95th % Queue (m

Volume
v/c Ratio
LOS

Delay (s)

95th % Queue (m

Volume
v/c Ratio
LOS

Delay (s)

95th % Queue (m

)

)

)

)

227
0.75
E
62.5
93.8
227
0.79

67.0
96.7

93
0.49

58.2
421
93
0.49

58.2
42.1

182
0.45
C
291

134

84.2
182
0.48

134

30.5
89.3

166
0.57

113

42.2
90.2
166 113
0.7

52.1
102.6

AM Peak

44 203 92
0.27 0.53

D D
53.9 38.0
19.3 90.6

44 203 92
0.46 0.63

E D
69.8 453
23.1 100.9

PM Peak

71 222 70
0.37 0.58

D D
54.4 42.6
31.0 95.2

71 222 70
0.37 0.71

D D
54.4 52.1
31.0 106.5

36
0.10
C
25.6
9.7
36
0.10

25.0
9.5

78
0.16

19.1

17.4
78

0.16

19.3
17.3

342
0.76
D
48.4
130.3
342
0.82

54.6
139.1

310
0.59

34.3

108.1
310

0.68

41.3
119.8

45

45

66

66

68
0.22

28.2
19.1
68
0.21

27.7
18.7

85
0.19

19.9

19.2
85

0.18

20.3
19.1

293 31
0.64
D
42.3
105.4
293 31
0.68

45.8
110.2

329 11
0.53

32.3
97.5

329 11
0.6

37.9
105.2

0.557

42.7

0.568

47.2

0.471

37.5

0.483

43.8

This intersection was identified for further sensitivity analysis to investigate future vehicle capacity
constraints. The Post-Development Without Improvements scenario forecasts a heavy decrease in
vehicle volume on the northbound through movement in the AM peak period, along with all through
movements in the PM peak period due to anticipated traffic redistribution upon the Valley Line
West's opening. However, additional scenarios were analyzed with forecasted growth rates of 10%

and 20% applied to movements which saw a decrease in volumes between the existing conditions
and the City's post-development model. These were analyzed with the recommended changes

provided in Table 5.48. Full results are shown in Appendix | and Appendix J.

Aside from an increase in delay in the northbound through movement, other impacts to vehicle
performance in the AM peak period are minimal and the overall intersection LOS does not change
from D. Therefore, no changes are required in this period to address the additional growth.
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In the PM peak period, however, more negative impacts to LOS are observed in the northbound and
southbound through movements, which drop to LOS F under both growth scenarios thus causing
the overall intersection performance to fall to F as well. This can be mitigated by allocating more
green time from each of the protected left phases to the northbound and southbound through
phases in both growth scenarios. While this causes the northbound left LOS to drop to F, the overall
intersection performance improves to E.

5.2.3.2.2 Meadowlark Road and 87 Avenue

The configuration of the Meadowlark Road
and 87 Avenue intersection is based on
Valley Line LRT concept drawings.
Meadowlark Road and 87 Avenue are :
pedestrian priority areas. In addition to LRT, ploTEs510nd
87 Avenue supports high-frequency district
transit routes and B2 bus rapid transit in the
future.

- = "Q}v =3

Meadowlark Road

West of the intersection, 87 Avenue is
comprised of a 5-lane vehicle cross section
with  centre-running LRT, flanked by
sidewalk. Parking is occasionally permitted
on the north side through the use of parking
bays. East of the intersection, 87 Avenue is
comprised of a 5-lane vehicle cross section
flanked by sidewalk. Parking is not
permitted. The cross-section elements are
illustrated in Figure 5-88.
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Expected multimodal operations following rezoning and development are summarized in Table
5.50, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is a confluence of several transit routes including the Valley Line LRT, R6 Rapidbus,
and B2 BRT. Being classified as a Neighbourhood Connector intersection, this designation
emphasizes transit connectivity over any other mode with a target LOS of B. The Bike Plan identifies
future cycling infrastructure on 87 Avenue, which is not included as part of VLW construction.

The purpose of the study has been to identify the overall multi-modal impacts as a result of PGA
rezoning. The traffic analysis completed is not intended to be a detailed operational analysis of the
intersections along the Valley Line LRT and such a study would require final designs and operational

signal timing plans.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS E LOS D LOSB LOSD
Adjusted Target LOSD LOSD LOSB LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from E to D due to the intersection being located
within a Pedestrian Priority Area.

Cyclist LOS fails to meet targets. The Bike Plan identifies future cycling infrastructure
on 87 Avenue or a parallel corridor. Cycling infrastructure is notincluded on 87 Avenue
as part of VLW construction.

Despite the presence of the Valley Line LRT and various future RapidBus routes, the
target LOS for transit was not adjusted upwards as a target LOS B for a neighbourhood
connector (non-street oriented arterial street) is appropriate considering the level of
traffic and is acceptable for transit passage.

Transit LOS fails to meet targets. This is predominantly affected by pedestrian
experiences and a lack of transit priority measures for non-LRT transit (rapid and
frequent bus service).

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

All recommendations along the Valley Line West corridor will need to be coordinated
with Marigold Infrastructure Partners.

No specific changes are required to address pedestrian MMLOS.

'y 1}
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To address the cyclist MMLOS, we recommend:

e Implementing the 87 Avenue District Connector bike network. The analysis assumes
that a separated facility will be built on either side of 87 Avenue and will not remove
travel lanes for vehicles.

To address transit MMLOS, we recommend:

e Implement planned BRT using semi-exclusive routing. We have assumed this
requires the removal of one through lane for traffic in both the eastbound and
westbound direction. This increases vehicle delay, particularly for the remaining
eastbound through/right lane. Adopting this measure results in transit MMLOS 'C’
since the south approach does not feature transit priority measures.

NOTE

The R6 Rapidbus is expected to make a northbound left in mixed traffic at this
intersection. Considering both the intersection geometry and the expectation
that the Rapidbus travel in mixed traffic, it is difficult to justify introducing transit
priority measures for this approach. Transit MMLOS may fall below targets with
the understanding that not all approaches warrant treatment.

e Transit MMLOS may be elevated through improvements to pedestrian MMLOS.
This would require additional pedestrian enhancement measures, restrictions on
RTOR and protected-only left movements (which increases vehicle delay
significantly), along with either a reduction in intersection corner radii or reduction
in signal cycle length. These improvements may be considered but are not
recommended at this time.

To mitigate deterioration to vehicle MMLOS, we recommend:

e Optimizing signal phase timing to allocate more green time to the eastbound and
westbound phases to reduce intersection delay.

Using current traffic volumes inputted into the future intersection configuration being built as part of
the Valley Line West project, the intersection exhibits an HCM LOS of C and D in the AM and PM
peak periods, respectively. Using forecasted volumes under the Post-Development Without
Improvements scenario, the intersection experiences minor increases in delay in the AM peak
period, but not because of one single movement. In the PM peak period, a similar increase in delay
is mostly attributed to the westbound left movement experiencing LOS F. This is due to a doubling
of the anticipated volume on this movement between the two scenarios.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.51 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.



Mobility Study CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

Table 5.51 Traditional LOS 109 Street and 100 Avenue

—

Volume 236 374 770 32 219 13 149 eo1 91 163 213 17 [N
Post- v/c Ratio 082 026 088 035 024 025 029 066 067 051 024 024 0617
Development | ¢ E c c E D D c D D c c c D
without
Improvements  Delay (s) 703 246 318 678 350 352 272 442 452 335 342 343 380
159.
95th % Queue (m) 1019 50.1 . 169 384 382 428 1148 1123 509 375  37.1
Volume 236 374 770 32 219 13 149 601 91 163 213 17
Post. v/c Ratio 082 026 09 035 024 025 033 1.33 0.69 0.44 0.815
Deve"?liment LOS E c c E D D c F D D E
wit
Improvements  Delay (s) 703 246 341 678 350 352 282 204.9 465 37.9 78.9
163.
95th % Queue (m) 1019 501 > 169 384 383 433 430.0 57.8
Volume 62 394 330 22 234 77 66 450 379 435 408 29
Post. v/c Ratio 041 04 047 015 033 035 013 078 084 1.02 036 037 0628
Development | ¢ E D C D D D B D E F C C D
without
Improvements  Delay (s) 596 367 276 522 365 372 188 495 571 861 307 309 473
157.
95th % Queue (m) 288 647 810 95 529 515 149 1439 1357 )T 660 650
Volume 62 394 330 22 234 77 66 450 379 435 408 29
Post. v/c Ratio 091 036 048 032 029 031 016 1.37 1.34 0.58 0.834
Development LOS F C C E C C B F F C F
with 215.
Improvements  bejay (e) 1421 332 285 679 329 335 196 218.3 8 30.7 115.2
262.
95th % Queue (m) 477 618 823 120 498 484 147 514.8 o 117.6
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53 University - Garneau

Each intersection within the University-Garneau PGA was assessed in PTV Vistro using HCM 7
Edition, then exported into the OTC MMLOS toolkit to better weight the operations and experiences
of vehicle delay against all multimodal travel. Detailed HCM LOS and MMLOS tables are included in
Appendices A through F. These tables outline the HCM LOS and MMLOS results of both pre-
development operations and post-development forecast operations along each corridor and at each
intersection, with the post-development forecast consisting of two scenarios: 1) Post-Development
without Improvements and 2) Post Development with Improvements.

An overview of the AM and PM peak period MMLOS results comparing pre-development operations
to post-development forecast operations (without improvements) are illustrated in Figure 5-89
through Figure 5-90.
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5.31 Recommended Mobility Assessment

A summary of the recommended qualitative and quantitative assessments is provided in Figure
5-91.

5.3.2 Qualitative Assessment

A review of missing pedestrian and cyclist facilities within the PGA was completed, identifying several
missing links, ranging from short blocks to longer corridors, as shown in Figure 5-91.

5.3.3 Quantitative Assessments

Each intersection within the Garneau PGA was assessed in terms of their MMLOS for each mode
calculated using the OTC MMLOS toolkit. Recommended changes requiring adjustments to the
signal timings or lane configuration were analyzed for each intersection in PTV Vistro using HCM 7*
Edition, with the resulting data on vehicle delay being exported into updated HCM LOS tables. The
results of this analysis fed back into the MMLOS toolkit to calculate the final LOS for each mode.
Detailed HCM LOS and MMLQOS tables are included in Appendices A through F.

An overview of the AM and PM peak period MMLOS results comparing pre-development operations
to post-development forecast operations without improvements are illustrated in Figure 5-90.
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determine the exact routing, street configuration, and stop / station locations.
Delivery timelines will be known once design work has been completed and
funding for construction is allocated.
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5.3.3.1 109 Street Corridor

109 Street is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority area
from 88 Avenue southward and supports a variety of transit uses. Both the B1 and B2 mass transit
are expected to travel along 109 Street in the future.

109 Street is comprised of a 6-lane vehicle cross section, flanked by sidewalk. The cross section
expands to seven lanes at 82 Avenue and 87 Avenue to accommodate left turn bays. Parking in not
permitted south of 84 Avenue, north of this point parking is permitted on the west side outside of
the PM peak period. Beginning at 82 Avenue, the northbound curb lane is reserved for right turning
vehicles and through transit, taxis, and bikes. The cross-section elements are illustrated in Figure
5-92 through Figure 5-96.
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At an intersection level, MMLOS demand can be met on 109 Street without significant geometric
changes. At a corridor level, pedestrian needs are not being met within the space allocated to them.
Preliminary modifications to the corridor include dedicated transit lanes in both directions of travel
as part of B1 and B2 BRT route planning, illustrated in Figure 5-97. Further modifications to the cross
section could include reallocating vehicle space to the pedestrian realm, illustrated in Figure 5-98.
With the introduction of higher order transit, the theoretical capacity of the roadway is not
diminished.

l.l ) ‘ﬂ .
|" m— = mm. mm.  .mm. : .

. %

Cycling infrastructure is not expected on 109 Street. Parallel routes are provided on 106 Street,
110 Street, and 111 Street. East/west routes cross 109 Street at University Avenue, 83 Avenue, 88
Avenue All development within the Garneau PGA will occur within 400 m of a low-stress cycling
facility.
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Additional study and engagement will be required to determine the BRT runningway and
appropriate pedestrian realm but vehicle capacity must be reduced to support other uses on 109
Street. Expected multimodal operations at the corridor level are summarized in Table 5.52 based
on these recommendations however, individual intersection assessments in the following sections
capture incremental changes that can be implemented in the meantime. Detailed MMLOS tables
which analyze each corridor under existing and recommended conditions are found in Appendix G
and Appendix H, respectively.

Original Target

Adjusted Target
Post-Development
without Improvements
Corridor Performance
Post-Development with
Improvements Corridor

Performance

Notes

CIMN/T

Pedestrian Cyclist Transit Motor Vehicles
LOSC LOSC LOSD LOSD
LOS B LOSC LOSC LOSD
n/a
n/a

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the future B1/B2 BRT present
within the corridor, along with existing bus services.

Pedestrian LOS fails during the PM peak periods when the curb lane is used for vehicle
traffic and there is minimal pedestrian realm buffer. While the curb lane is used for
parking in off-peak periods, pedestrian LOS is acceptable.

To address pedestrian MMLOS at the corridor level, we recommend:

e Additional pedestrian realm - both unobstructed walk width and buffer / furnished
zone must be increased. This should also include additional passenger amenities
such as shelters, benches, and shade trees.

Cycling facilities are not expected on 109 Street. A ~50 m shared use path on the
east side of the street connects the protected cycling facility on 88 Avenue to a
shared street between Saskatchewan Drive and 87 Avenue. Broader north/south
cycling demand must be met through the bi-directional bike lane on 110 Street one
block to the west, and cycle track on 106 Street, three blocks to the east.

Transit LOS is acceptable, but additional passenger amenities should be explored
such as shelters, benches, and shade.
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5.3.3.1.1 109 Street and 82 Avenue

The intersection of 109 Street and 82
Avenue is fully signalized. Both
109 Street and 82 Avenue are pedestrian
priority areas. B1 and B2 transit are
expected to travel along 109 Street and
the east leg of 82 Avenue in the future.

West of the intersection, 82 Avenue is
comprised of a é-lane vehicle cross
section flanked by sidewalk. East of the
intersection, 82 Avenue is comprised of a
7-lane vehicle cross section flanked by
sidewalk. Curb lanes are used for transit
stops, parking and loading zones, and
patio extensions. The cross-section
elements are illustrated in Figure 5-100.

" m

-

Expected multimodal operations following rezoning and development are summarized in Table
5.53, comparing MMLOS outcomes with and without recommended changes to the road network.
While the design and routing of the future B1 and B2 BRT routes is yet to be finalized, the
recommended geometry includes running BRT lanes in place of the present outer travel / parking
lanes.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOS D LOS D
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B1 and B2 Bus Rapid Transit (BRT) routes.

Pedestrian LOS falls below target due to long cycle lengths and the number of
conflicts with turning vehicles.

East/west cycling demand must be met through the bi-direction bike lane on 83
Avenue, one block to the north.

The transit LOS reflects pedestrian experiences. Improvements associated with the B1
and B2 mass transit are expected to improve LOS to acceptable standards.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To address pedestrian MMLOS, we recommend:

e Banning RTOR to minimize uncontrolled vehicle-pedestrian conflicts.

e Implementing Leading Pedestrian Intervals on all approaches.

A pedestrian scramble crossing was tested during the analysis, but the impacts on
vehicle and transit delay were significant and this treatment was ruled out.

No specific changes are required to address cyclist MMLOS.
To address transit MMLOS, we recommend:

e Implementing planned exclusive transit runningway in both directions. Combined
with pedestrian improvements, transit MMLOS is expected to meet target levels.

Impacts to vehicle MMLOS may be mitigated by:

e AM Peak Period: no additional changes to signal timing plans.

e PM Peak Period: optimize split time to allocate more green time to the northbound
and southbound through phases.
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Under current traffic volumes, the intersection exhibits an HCM LOS of C and D in the AM and PM
peak periods, respectively. Using forecasted volumes under the Post-Development Without
Improvements scenario, the intersection experiences minor increases in delay in the AM peak
period, but not because of one single movement. In the PM peak period, a larger increase in delay
is mostly attributed to the westbound left movement experiencing LOS F and the southbound right
movement experience an LOS E. The increased delay for both movements is due to an increase in
anticipated traffic volumes, with southbound right traffic sharing a lane with through vehicles. The
overall intersection LOS, however, remains at D.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.54 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing. The recommended intersection configuration includes the provision of transit

lanes.
Scenario Overa
Effectiveness
------------
AM Peak
Volume 426 1553 112 76 805 58 55 516 78 74 744 239
Post- /e Ratio 073 093 014 029 045 046 061 062 063 05 086 061 0748
Development
Ve opm. LOS C C B C C C E C C D D C c
Improvements  pela (s) 213 333 128 235 238 251 562 327 330 470 369 324 309
95th% Quove (m) 741 192 166 112 664 699 210 786 791 266 1045 1.7 [
Volume 426 1553 112 76 805 58 55 516 78 74 744 239 -
Post- /e Ratio 083 099 102 032 07 07 074 059 06 048 106 111 0865
Development
oP LOS C D F C C C E C C D F F D
Improvements Dol (s) 320 526 612 253 331 335 635 310 312 460 782 985 529
95th% Queue (m) 848 249 267 121 113 1113 226 776 779 262 1912 199 [
PM Peak
Volume 205 899 169 239 1769 76 115 595 342 204 556 156 -
Post- /e Ratio 081 075 031 067 097 099 036 088 099 105 057 04 0828
Development
without LOS D @ @ C D E C D E F C C D
Improvements  pela (s) 522 345 257 314 514 664 259 426 644 973 317 292 475
95th% Queue(m) 611 124 407 593 195 2247 299 1414 1593 815 788 398 [N
Volume 205 899 169 239 1769 76 115 595 342 204 556 156 -
Post- v/c Ratio 098 07 073 077 118 121 052 106 124 106 084 096 1.021
Development
P LOS F C C D F F D F F F D E F
Improvements Doy (s) 968 287 303 393 124 1378 377 850 1610 103 421 560 895

95th % Queue (m) 748 135 133 602 434 4587 358 1966 2515 862 1149 123
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5.3.3.1.2 109 Street and 83 Avenue

The intersection of 109 Street and 83
Avenue is right-in, right-out stop
controlled with actuated pedestrian and
cyclist crossing control. 109 Street is a
pedestrian priority area while 82 Avenue is
part of the cycling network. B1 and B2
transit are expected to travel along 109
Street in the future.

83 Avenue is comprised of a single
eastbound vehicle lane and a protected bi-
directional bike lane, flanked by sidewalk.
Parking is permitted west of the
intersection. The cross-section elements
are illustrated in Figure 5-102.

L2

_"“‘“ﬁ" - ;“"—

Expected multimodal operations following rezoning and development are summarized in Table
5.55, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection currently operates very well for all modes. Actuated crossing control for pedestrians
and cyclists on 83 Avenue results in responsive crossing opportunities for active modes while limiting
delay for vehicles and transit on 109 Street.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOS D LOS D
Adjusted Target LOSB LOS B LOSC LOSD

Post-Development
without Improvements
Intersection Performance

Notes -

Post-Development with
Improvements
Intersection Performance

Recommended The target LOS was adjusted for the following modes:

Treatment e Pedestrians: Target LOS adjusted from C to B due to the intersection being

located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from C to B due to the intersection being situated
along the 83 Avenue Cycling Corridor (On-Street protected bike lane).

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B1 and B2 Bus Rapid Transit (BRT) routes.

No specific changes are required to address pedestrian MMLOS.
No specific changes are required to address cyclist MMLOS.

No specific changes are required to address transit MMLOS; however, we
recommend the following.

e The existing northbound transit lane can be retained in its current form. Currently,
northbound right turning vehicles are permitted to use this lane while turning onto
83 Avenue. Due to the low volume of this movement, this arrangement can stay in
place as the impact on transit LOS is negligible.

e The outermost southbound lane must be converted to a dedicated transit lane as
part of the future BRT.

No specific changes are required to address vehicle MMLOS.

Under current traffic volumes, the intersection experiences minimal delay with an HCM LOS of A in
both peak periods, with all movements also operating at LOS A. As no forecasted volumes are
available, future intersection performance is unknown but is anticipated to be largely unchanged. A
small increase in delay is anticipated for southbound through vehicles in the PM peak period due to
the future installation of the transit lane.
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Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.56 based
on forecast traffic volumes following PGA re-zoning and development.

Table 5.56 Traditional LOS 109 Street and 83 Avenue

- Measure of Northbound Southbound Eastbound Westbound 0
Scenario Overa
Effectiveness
o [ | r | o [ [ kT [ TH | R [ [ e[ RT
Volume nva 1043 11 NnA o se2 na o na o Na o aa o va o Nva o A [
Post- v/c Ratio 0.4 0.01 0.23 0.07 0.394
Development
without LOS A A A D A
Improvements Delay (s) 3.2 1.9 2.5 38.8 5.9
95¢h % Queue (m) 279 04 12.8 33 e
Volume NA 1043 11 NA L 582 NA o NA L NA o 44 A A A [
Post- v/c Ratio 0.4 0.01 0.23 0.07 0.394
Development
o LOS A A A D A
Improvements Delay (s) 3.2 1.9 2.5 38.8 5.9
95th % Queue (m) 279 04 12.8 33 L

Volume N/A 860 33 N/A 1272 N/A  N/A N/A 130 N/A N/A  N/A -
Post. /e Ratio 04 003 0.4 0.1 0.324
Development
without LOS A A A ¢ A
Improvements Delay (s) 7.8 5.5 7.8 31.9 9.14
95th % Queue (m) 551 3.0 54.3 9.2 e
Volume N/A 860 33 N/A 1272 N/A  N/A  N/A 130 N/A  N/A  N/A -
Post- v/c Ratio 0.4 0.03 0.6 0.1 0.444
Development
with LOS A A A C B
Improvements Delay (s) 7.8 5.5 9.9 31.9 10.4
95th % Queue (m) 551 3.0 88.9 9.2 L]
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5.3.3.1.3 109 Street and 86 Avenue

The intersection of 109 Street and 86
Avenue is a two-way stop-controlled
intersection. 109 Street is a pedestrian
priority area. B1 and B2 transit are
expected to travel along 109 Street in the
future.

West of the intersection, 86 Avenue is
comprised of a single westbound vehicle
lane and a parking lane, flanked by
sidewalk. East of the intersection, 86
Avenue is comprised of two vehicle lanes
and one parking lane, flanked by sidewalk.
Curb extensions have been constructed
across 86 Avenue on the southeast and
southwest quadrant. The cross-section
elements are illustrated in Figure 5-104.

‘_,I —_— = = ° “

Expected multimodal operations following rezoning and development are summarized in Table
5.57, comparing MMLOS outcomes with and without recommended changes to the road network.
The MMLOS analysis for this intersection differs from others in that unsignalized intersections have a
different set of LOS criteria for each mode. Improvements to this intersection focus on improving the
pedestrian experience while potentially restricting westbound through and left movements to
reduce delay and collision risk.

i = = '-'li‘.'i‘m
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOS D LOS D
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development
without Improvements
Intersection Performance

X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B1 and B2 Bus Rapid Transit (BRT) routes.

Pedestrian LOS is based on crossing distance, the presence of marked crossings,
and the average effective turning radius of vehicles. This parameter currently fails
due to the lack of marked crossings across 109 Street, despite the presence of
TWSIs indicating east-west crossings on both sides of 86 Avenue. The nearest
controlled crossings are one block to the north or south, ~100 m away.

East/west cycling demand is expected to be met on 83 Avenue or 88 Avenue, three
blocks to the south and two blocks to the north respectively.

Vehicle LOS is considered acceptable from a multi-modal perspective; however, the
stop-controlled east leg experiences significant delays in both peak periods.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

Pedestrian MMLOS will continue to fail due to the large average crossing distance, a
distance that cannot be reduced without compromising vehicle and transit MMLOS.
Pedestrian MMLOS can be raised to ‘C’ by implementing the following:

e Upgrade this crossing with a pedestrian actuated Rectangular Rapid Flashing
Beacon (RRFB), although TAC warrants for this installation are not met based on
controlled crossing separation.

o Extend the existing median on 109 Street to the north creating a right-in/right-out
only designation for the east leg of 86 Avenue. The median may provide a possible
refuge space for pedestrians.

e Optionally, consider a continuous crossing or a curb extension on the east leg of
the intersection.
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Establishing a proper crossing at this location is appropriate given the location
within a pedestrian priority area and improving ease of access to the future BRT line.

No specific changes are required to address cyclist MMLOS.

Transit MMLOS will be addressed by the implementation of planned BRT routes using
an exclusive runningway.

No specific changes are required to address vehicle MMLOS. Westbound through
and left turns - the source of intersection delay - were removed from consideration to
reflect the proposed RIRO configuration.

Due to no signals present at this intersection, all northbound and southbound through movements
operate at an HCM LOS A in both peak periods, with southbound left exhibiting LOS C and B in the
AM and PM peak periods, respectively. Currently, westbound traffic is controlled by a stop control
and there is no signage prohibiting westbound through or left movements. Therefore, the small
number of vehicles attempting these movements are faced with an extremely significant delay due
to the constant flow of northbound and southbound traffic along 109 Street. This skews the overall
intersection performance to F, but this is not indicative of the true performance as these delays affect
only a very small number of vehicles in reality, if any.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.58 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing. The recommended intersection configuration includes the provision of transit
lanes.
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Table 5.58 Traditional LOS 109 Street and 86 Avenue

Northbound Southbound Eastbound Westbound

Measure of
Scenario Overall
Effectiveness ------------

Volume NA 1776 24 19 927 67 NA  N/A NA 1 g 91 [
Post- Ve Ratio 002 0 006 001 0 005 053 033
Pevelopment | s A A C A A F F F F
Improvements Delay (s) 0 0 15.9 0 0 289 3422 115 4.74
95th % Queue (m) 0 0 024 012 0 222 a22 22 [
Volume nva 1776 24 19 927 67 na o na o na o nva o nva 91 [
Post. Ve Ratio 002 0 006 001 0 0.35
Devevlvc?ﬁwment LOS A A c A A D D
Improvements Delay (s) 0 0 15.9 0 0 25.8 0.91
95th % Queue (m) 0 0 024 012 0 113 [

Volume N/A 1129 40 54 2032 51 NA L NA L NA L 2 15 36 [
Post- Ve Ratio 0 0 011 002 0 005 327 0.1
Development
velopm, LOS A A B A A F F F F
Improvements  Dglay (s) 0 0 121 0 0 1452 2145 1372 2535
95th % Queue (m) 0 0 071 024 0 563 563 s6.3 [N
Volume N/A 1129 40 54 2032 51 NA  NA  NA NA L NA 36 [
Post- Ve Ratio 0 0 011 002 0 0.09
Development
with LOS A A B A A C C
Improvements Delay (s) 0 0 121 0 0 15.4 0.36
95th % Queue (m) 0 0 071 024 0 236 [
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5.3.3.1.4 109 Street and 87 Avenue

The intersection of 109 Street and 87
Avenue is a major access to the University
of Alberta, the east leg is an access to a
commercial parking lot. 109 Street and
the west leg of 87 Avenue are pedestrian
priority areas; however, pedestrians
crossing is prohibited across the north leg
of the intersection. B1 transit is expected
to travel along 109 Street while B2 transit
is expected to travel along the south leg
of 109 Street and the west leg of 87
Avenue in the future.

West of the intersection, 87 Avenue is
comprised of a 5-lane vehicle cross-
section flanked by sidewalk. Parking is
permitted on the north side. The east leg of the intersection is a commercial access, permitting left
and right turns onto 109 Street. The cross-section elements are illustrated in Figure 5-106.

l o0 O = = =

Expected multimodal operations following rezoning and development are summarized in Table
5.59, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection does not meet the minimum design requirements for pedestrian infrastructure,
providing marked pedestrian crossings to all approaching pedestrian facilities.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOS C LOSD

Post-Development
without Improvements
Intersection Performance

x x (PM Peak)

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B1 and B2 Bus Rapid Transit (BRT) routes.

This intersection does not meet the design requirements for pedestrian
infrastructure, providing marked pedestrian crossings to all approaching pedestrian
facilities. Pedestrians are required to make a three-stage crossing to stay on the north
side of the street. This is likely to avoid conflicts with the dual eastbound left turn lane
which operates under a dedicated phase.

North/south cycling demand is expected to be met on 110 Avenue, one block to the
west. East/west cycling demand is expected to be met on 88 Avenue, one blocks to
the north.

Transit LOS fails in the PM peak period due to delays experienced by southbound
vehicles travelling in mixed traffic lanes.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To meet pedestrian MMLOS targets, we recommend:

e Implementing a scramble crosswalk. This is the only reasonable method to safely
accommodate pedestrians in all directions and to attain the target pedestrian
LOS, which is justified for a pedestrian priority area.

No specific changes are required to address cyclist MMLOS.

Transit MMLOS will be addressed by the implementation of planned BRT routes
using exclusive runningway. It is assumed that the remaining lanes allocated for
vehicles in the southbound direction will be a single through lane and a shared
through/right lane.

To mitigate deteriorating vehicle MMLOS, we recommend:
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e Allocating additional green time to the north and south through phases in both
peak periods.

e PM peak period: Increase the signal cycle length from 110 to 220 seconds.

Under current traffic volumes, the intersection exhibits an HCM LOS of C in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, the intersection
experiences a drop to LOS D in the AM period, which is attributed to an increase in anticipated traffic
volumes affecting the delay of northbound left turning and southbound through traffic. In the PM
peak period, the LOS also drops to D for the same reason, but also due to a heightened delay for
eastbound vehicles.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.60 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing. The recommended intersection configuration includes the provision of transit
lanes.

Adopting the recommended measures results in a significant increase in overall vehicle delay and
queue length for the anticipated traffic volumes, particularly for the southbound through and
northbound left movements (assuming a pedestrian-only phase length of 30 seconds). With the
anticipated growth in traffic volumes and queue, this intersection is a critical point along the 109
Street corridor for vehicle traffic as the anticipated southbound queue will spillback well beyond the
intersection at 88 Avenue to the north.
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. Measure of
Scenario E

Post-
Development
without
Improvements

Post-
Development
with
Improvements

Post-
Development
without
Improvements

Post-
Development
with
Improvements

Volume

v/c Ratio

LOS

Delay (s)

95th % Queue (m)
Volume

v/c Ratio

LOS

Delay (s)

95th % Queue (m)

Volume

v/c Ratio

LOS

Delay (s)

95th % Queue (m)
Volume

v/c Ratio

LOS

Delay (s)

95th % Queue (m)

686
1.04

753
182.8
686
1.45

248.3
425.9

350
1.1

120.7
121.5
350
0.92
F
108.8
130.8

1171
0.57
B
1.4
84.9
1171
0.68

19.0
112

806
0.37

8.4
54.2
806
0.39

B
19.5
120

10
0.01

8.1

10
0.01

53
0.8

0.01

1.8
0.3

0.01
A
6.4
1.4

AM Peak
N/A 833
0.75

37.6
97.7
833
1.08
F
98.3
217

N/A

PM Peak
N/A 1835
0.77

C
23.6
149
1835
1.4
F
252
862

N/A

231
0.79
D
46.6
108.4
231
1.12

114.8
234.4

175
0.77
C
26.5
155.3
175
1.39
F
249.5
858.5

267
0.37

33.1
38.3
267
0.85

59.9
53.5

532
0.93

80.4
122.8
532
1.34
F
273.9
270.9

0.37

33.1
38.3

0.86

60.2
53.7

1.03

103.8
153.9
72
1.39
F
296.1
302.2
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160
0.45
c
31.4
39.9
160
1.15

130.1
80.2

243
0.9

66.0
88.2
243
0.88

F

114.4

154.0

20
0.1

D
39.1
6.3

0.28

52.1
7.5

0.9

86.7
30.7
59
1.8
F
496
74.5

N/A

N/A

N/A

N/A

197
0.52

37.9
59.2
197
0.7
F
92.0
117

Overall

0.489

36.3

0.526

100.7

0.869

42.8

1.073

188.9

This intersection was identified for further sensitivity analysis to investigate future vehicle capacity
constraints in the AM peak period. The Post-Development Without Improvements scenario forecasts
a decrease in vehicle volume on the northbound through, southbound right, and eastbound
movements. Therefore, additional scenarios were analyzed with forecasted growth rates of 10% and
20% applied to these movements between the existing conditions and the City's post-development
model. All remaining movements, however, assume the same number as predicted by the model.

Full results are shown in Appendix | and Appendix J.
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In the AM peak period, both scenarios cause an increase in delay and LOS F for the southbound and
eastbound through and right movements, with the eastbound right being the worst performing.
Unfortunately, options to adjust the signal timing under the current cycle length are limited in these
instances due to the dedicated pedestrian phase, which is necessary to achieve the target pedestrian
LOS. Therefore, increasing the cycle length to 200 seconds for the AM peak period is likely the best
option in these advanced growth scenarios to address vehicle capacity concerns and maintain
coordination with other intersections along the 109 Street corridor, as implementing this measure
alone does not decrease the pedestrian LOS. Using this timing plan, delay is minimized when most
of the green time is allocated to the northbound and southbound phases. In this 10% growth
scenario, this results in a total intersection delay and v/c ratio being similar to the original Post-
Development With Improvements scenario with the recommended changes in Table 5.59. For the
20% growth scenario, the overall intersection performance is lower, but once again the total delay
can be minimized by allocating most green time to the northbound and southbound phases.
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5.3.3.1.5 109 Street and 88 Avenue / Saskatchewan Drive / Walterdale Hill Road

The intersection of 109 Street and 88
Avenue is the convergence of four
roadways. 109 Street is a pedestrian
priority area. 88 Avenue is part of the
cycling network. B1 transit is expected to
travel along 109 Street onto the
Walterdale Bridge in the future.

88 Avenue is comprised of a single
westbound vehicle lane and a bi-
directional cycle track, flanked by
sidewalk. The cross-section elements are
illustrated in Figure 5-108.

_'
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Expected multimodal operations following rezoning and development are summarized in Table
5.61, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection features a complex layout to accommodate the series of movements between each
approach for all modes.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSB LOS C LOSD

Post-Development

without Improvements x (PM Peak) x

Intersection Performance

Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from C to B due to the intersection being situated
at the confluence of various bike routes.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B1 Bus Rapid Transit (BRT) route.

Bicycle facilities fall short of targets in the PM peak hour as a result of long cycle
lengths. Physical infrastructure meets the complex movements at this intersection.

The dedicated northbound transit lane along 109 Street becomes a right turn lane at
this intersection, forcing transit to share space with other vehicles and increasing

delay.
Post-Development with
Improvements
Intersection Performance
Recommended No specific changes are required to address pedestrian MMLOS.

Treatment To address cyclist MMLOS, we recommend:

¢ Installing enhancements to the existing bike facilities such as increasing the size of
the pedestrian island to accommodate cyclists demand through the two-stage
crossing.

¢ Improving signage and wayfinding to aid cyclists in navigating to their intended
route.

To address transit MMLOS, we recommend:

e Implement north and southbound curbside transit-only lanes south of the
intersection. The northbound vehicle lane configuration will be reduced to two
lanes (one lane towards Walterdale Hill and one towards Saskatchewan Drive).

e Implementa queue jump phase (assumed 8 seconds in Vistro) to give transit signal
priority to northbound busses, allowing them to bypass the flow of traffic while
merging onto Walterdale Hill.
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Deterioration to the vehicle MMLOS may be mitigated by the following:

e AM peak period: slight increase in green time allocated to the southbound left
phase.

e PM Peak Period: Increase in green time allocated to the southbound-through and
northbound phases.

Under current traffic volumes, the intersection exhibits an HCM LOS of C in both peak periods,
respectively. Using forecasted volumes under the Post-Development Without Improvements
scenario, the southbound movements towards Saskatchewan Drive experience a drop in LOS to E
from a near doubling of anticipated traffic volume. The overall intersection LOS, however, remains
at C. In the PM peak period, an increase in southbound volume from the High Level Bridge towards
109 Street cause this movement to fail and the intersection LOS to drop to E, with the queue
extending northwards back onto the bridge.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.62 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing. The recommended intersection configuration includes the provision of transit
lanes.

C IM_ 233




Mobility Study
Priority Growth Areas

CIMA+ file number: Z0016285
June 5, 2025 - Review 04

Table 5.62 Traditional LOS 109 Street and 88 Avenue/Saskatchewan Drive/Walterdale Hill Road

Scenario Measure of
Effectiveness

Northbound

Southbound

Eastbound

Westbound

| Nomhbound | Southbound | overa
| [ kT | o [He [tz [ kT | R | i | RT | | T RT

Volume
Post- v/c Ratio
Development
without LOS
Improvements  Delay (s)
95th % Queue (M)
Volume
Post- v/c Ratio
Develgpment LOS
with
Improvements Delay (s)
95th % Queue (m)
Volume
Post- v/c Ratio
Development
without LOS
Improvements Delay (s)
95th % Queue (M)
Volume
Post- v/c Ratio
Develgpment LOS
with
Improvements  Delay (s)
95th % Queue (m)

*NBT: To Walterdale Hill Road
*NBR: To Saskatchewan Drive

CIMF

1252
0.72
B
18.0

251

96.8

1252
1.07

F
67.0

251

251.5

1163
0.86
C
30.1

372

134.0

1163
0.96
C
337

372

201.0

26 773 1043 180  N/A
0.95 0.8 084
E c  c
57.0 259 297
132.8 133 1423
26 773 1043 180  N/A
0.95 08 084
E c  c
57.0 259 297
132.8 133 4423
3
47 457 2010 91 N/A
0.41 103 1.05
c F F
23.7 587 640
63.0 337 3526
47 457 2010 91 N/A
0.68 082 083
D B B
413 147 155
81.6 198 1632

*SBL: To Walterdale Hill
*SBT1: To Saskatchewan Drive

N/A

N/A

N/A

N/A

N/A N/A N/A N/A

0.662

31.56

N/A N/A N/A

0.859

63.51

N/A N/A

N/A N/A

0.631

61.35

N/A N/A N/A

0.635

35.56

*SBT2: To 109 Street
*SBR: To 88 Avenue
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5.3.3.2 114 Street Corridor

114 Street is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority area
from 87 Avenue southward and supports a variety of transit uses including the Capital line LRT.

114 Street is typically comprised of a 5-lane vehicle cross section, flanked by sidewalk. South of 82
Avenue, the west sidewalk becomes a shared use path. LRT begins running parallel to the corridor
at-grade just south of 87 Avenue. Parking is not permitted on 114 Street. The cross-section elements
are illustrated in Figure 5-109 through Figure 5-110.
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At an intersection level, MMLOS demand can be met on 114 Street without significant geometric
changes. At a corridor level, it is clear that pedestrian needs are not being met within the space
allocated to them. This could be addressed by expanding the sidewalk and increasing the furnished
zone along Corbett Field or connecting pedestrians at 82 Avenue to the shared use path in the
northwest quadrant of the intersection - moving pedestrians away from motor vehicles.
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On-street cycling infrastructure is not expected on 114 Street between 82 and 87 Avenue. Demand
must be met through the bike boulevard one block west on 115 Street, but this offers little protection
for cyclists within the University. Cyclists may also use a series of shared us pathways to navigate
north/south through the university, though this network is neither direct nor continuous. A formal,
protected cycling network within the University may require significant engagement with
appropriate stakeholders.

Expected multimodal operations at the corridor level are summarized in Table 5.63 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.

Mode

Original Target
Adjusted Target
Post-Development
without Improvements
Corridor Performance
Post-Development with
Improvements Corridor

Performance

Notes

CIMN/T

Pedestrian Cyclist Transit Motor Vehicles
LOSC LOSC LOSD LOS D
LOS B LOS C LOSC LOSD

X

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the future B1/B2 BRT present
within the corridor, along with existing bus services.

At a corridor level, pedestrian MMLOS is predominantly affected by limited buffer
width (furnishing zone, parking, or bike lanes). Pedestrian realm should be widened
where possible. Consider a connection between the 82 Avenue intersection and the
shared use path in the northwest quadrant to provide an alternate connection into
campus away from vehicles.

The shared use path meets cyclist MMLOS targets but does not continue north of
82 Avenue. Demand must be met through the bike boulevard one block west on
115 Street. Within the University, 115 Street and 116 Street are considered part of the
on-street cycling network but offer no physical protections for cyclist. Cyclists may
also use a series of shared us pathways to navigate north/south through the university,
though this network is neither direct nor continuous.
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5.3.3.2.1 114 Street and 82 Avenue / University Avenue

The intersection of 114 Street and
82 Avenue / University Avenue is a
primary access to the University of
Alberta. The Capital Line LRT runs
parallel to 114 Street at-grade. 114
Street is considered a pedestrian
priority area; however, pedestrian
crossing is not supported across
the west leg of the intersection.

West of the intersection, University
Avenue is comprised of a sidewalk,
a 7-lane vehicle cross section, and
a residential service road that
serves the cycling network. The
cross-section elements are »
illustrated in Figure 5-112. East of Figure 5-111 114 Street and 82 Avenue / University Avenue
the intersection, 82 Avenue is

comprised of a 6-lane vehicle cross section and a wide sidewalk. Parking is not permitted on 82
Avenue / University Avenue.

Figure 5-112 University Avenue Facing East

Expected multimodal operations following rezoning and development are summarized in Table
5.64, comparing MMLOS outcomes with and without recommended changes to the road network.
Being classified as a Neighbourhood Connector intersection, this emphasizes transit movement over
all other modes. Currently, on-street transit experiences delays in the PM peak as busses travel in
mixed traffic with heavy vehicle demand and signal pre-emption required for at-grade LRT crossing,
which heavily impacts the intersection performance.
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This intersection does not meet the design requirements for pedestrian infrastructure - providing
marked pedestrian crossings to all approaching pedestrian facilities.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS D LOS D LOS B LOS D
Adjusted Target LOSC LOSC LOSB LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted two levels from E to C due to the intersection
being located within a Pedestrian Priority Area.

e Cyclists: Target LOS adjusted from D to C due to the intersection being situated
along the University Avenue Cycling Corridor (Shared Pathway and Service Road).

This intersection does not meet the design requirements for pedestrian infrastructure
- providing marked pedestrian crossings to all approaching pedestrian facilities.
Pedestrians are required to make a three-stage crossing to stay on the west side of
the street, closest to most transit services.

A shared use path connects cyclists on the south side of 82 Avenue to the residential
service road. However, because of the LRT crossing and mixing with pedestrians,
cyclists are generally expected to dismount to cross the intersection. North-south bike
traffic is relegated to 115 Avenue one block west, which connects directly to the
University but provides minimal cyclist protections.

The target LOS for transit was not adjusted as a target LOS of B for a neighbourhood
connector roadway (non-street oriented arterial roadway) is appropriate considering
the level of traffic and is acceptable for transit passage. On-street transit experiences
delays in the PM peak and is affected by pedestrian LOS.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To meet pedestrian MMLOS targets, we recommend:

e Installing a crosswalk on the west approach to ensure safe and convenient
pedestrian access, particularly towards the University to the north and McKernan
Belgravia LRT station to the south. This would require that the current stop bar for
eastbound vehicles be set back appropriately. The crossing phase for pedestrians
on this leg would overlap with the north-south through phase, which must be
increased to accommodate the Flashing Don't Walk time.
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e Banning RTOR movements for all approaches.

e Converting the channelized northbound right turn island to a high entry angle
design to reduce vehicle speeds through the pedestrian crossing.

To address cyclist MMLOS, the City may consider:

e Upgrading and/or widening the existing pedestrian crossing on the south leg to
permit continuous bike travel across 114 Street. This is optional as the existing
crossing is not hazardous to cyclists and is generally acceptable for this route.

e The City may consider working with the University of Alberta to establish a cycling
network on campus.

To address transit MMLOS, we recommend:

e Rebuilding this at-grade LRT crossing as a grade separated crossing as suggested
in The City's Mass Transit Study’, published in 2020. Doing so would improve the
vehicle and transit LOS and provide greater comfort to pedestrians crossing the
west leg.

NOTE

Until grade separation is implemented, options for increasing surface transit LOS
are limited. Given the existing LRT priority and no plans for semi-exclusive bus
routes through this intersection, an overall transit LOS of ‘C’ is considered
acceptable for this intersection.

To mitigate deterioration to vehicle MMLOS, we recommend:

e AM peak period: increasing the cycle length to 190 seconds, allowing for more
green time to be allocated to each of the left turn phases.

e PM peak period: no additional changes to signal timing are required.

Under current traffic volumes, the intersection exhibits an HCM LOS of D and F in the AM and PM
peak periods, respectively. Using forecasted volumes under the Post-Development Without
Improvements scenario with no changes to intersection geometry or signal timing, minor increases
in delay are anticipated in the AM peak period for all left turning movements due to increased traffic
volume. The overall intersection LOS, however, remains at D. In the PM peak period, the overall
intersection delay is expected to improve to LOS E, with the improvement attributed to a decrease
in through traffic, particularly in the southbound direction.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.65 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing as discussed in Table 5.64.

? Mass Transit Study - Edmonton’s Future Mass Transit Network (2020) - 1Bl Group
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Northbound Southbound Westbound

Scenario dilesiiz el Overall
Effectiveness ------------

AM Peak
Volume 870 546 170 N/A 294 40 46 347 566 153 423 15 |
Post- Ve Ratio 096 03 064 055 005 077 050 038 078 055 055 0642
Pevelopment | s E B E E B F E B F E E D
Improvements  Dejay (s) 590 175 665 624 149 957 559 136 809 567 569 460
95th % Queue (m) 1943 69.0  77.8 724 82 304 803 646 455 998 990 [N
Volume 870 546 170 N/A 294 40 46 347 566 153 423 15 [N
Post. Ve Ratio 096 03 064 055 005 077 050 038 078 055 055 0645
Development | s E B E E B F E B F E E D
Improvements Delay (s) 59.4 17.4 653 62.3 14.9 95.4 55.9 13.6 81.2 56.9 57.0 46.0
95th % Queue (m) 1949 689 77.0 724 91 303 803 646 456 1004 99.5 |
PM Peak
Volume 624 314 149 NA 722 33 17 206 648 289 217 16 |
Post- e Ratio 088 019 052 125 004 046 028 048 088 022 023 0652
Pevelopment | os E C E F B F D B E D D E
Improvements Delay (s) 57.1 20.2 57.2 178 18.6 80.9 45.8 18.5 74.0 36.9 36.9 72.0
95th % Queue (m) 1334 421 63.2 235 75 101 440 819 745 447 a1 [
Volume 624 314 149 NA 722 33 17 206 648 289 217 16 |
Post- Ve Ratio 1 019 043 103 005 046 028 051 088 023 023 0652
Pevelopment | s F c D F B F D C E D D D
Improvements  belay (e) 765 201 517 830 186 814 463 221 745 373 374 550
95th % Queue (m) 1504 421 607 172 82 102 445 896 750 457 449 [N

This intersection was identified for further sensitivity analysis to investigate future vehicle capacity
constraints. The Post-Development Without Improvements scenario forecasts notable decreases in
through traffic, particularly in the northbound and southbound directions in the AM and PM peak
periods, respectively. Therefore, additional scenarios were analyzed with forecasted growth rates of
10% and 20% applied to movements which saw a decrease in volumes between the existing
conditions and the City's post-development model. Full results are shown in Appendix I and
Appendix J.

Inthe AM peak period, this increase in volume only impacts the northbound movements, particularly
the northbound left which experiences LOS F under both scenarios, compared to LOS E in the Post-
Development Without Improvements model. However, the relatively minor increase in delay does
not justify transferring additional green time away from the other phases to the northbound left
movement since the east-west phases already experience decreased LOS, and the northbound
through phase must be kept at a sufficient green time to allow enough crossing time for pedestrians
on the recommended crosswalk across the west approach. Therefore, no further improvements are
required should these alternative growth scenarios materialize.
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In the PM peak period, the southbound through lanes are the sole lane group to experience a
significant delay increase compared to the Post-Development Without Improvements model, which
causes the overall intersection LOS to decrease to F in both scenarios. However, alternative signal
timing plans which increase the green time allocation to this phase or increase the overall cycle
length do not have a notable effect on reducing this movement delay. As such, improvements to
southbound traffic flow are likely only possible with additional through lanes, which is unlikely given
the presence of the LRT tracks. Given that the delay experienced by southbound through vehicles
under these growth scenarios is not much larger than what is experienced under current volumes,
no further improvements are necessary should the southbound through volume attain this level of
growth. However, traffic volumes should be monitored for this intersection to complete further
analysis as development of the surrounding area takes place.
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5.3.3.2.2 114 Street and 87 Avenue

The intersection of 114 Street and 87 Avenueis |
fully signalized. B2 transit is expected to travel
along 87 Avenue into the University of Alberta
in the future.

87 Avenue Street is comprised of a 5-lane
vehicle cross section, flanked by sidewalk.
Parking is occasionally provided through the
use of parking bays. The cross-section
elements are illustrated in Figure 5-114.
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Expected multimodal operations following rezoning and development are summarized in Table
5.66, comparing MMLOS outcomes with and without recommended changes to the road network.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOS B LOSD LOSE
Adjusted Target LOSB LOSB LOSC LOSE

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B2 Bus Rapid Transit (BRT) and 920X RapidBus routes.

Pedestrian LOS is impacted by the lack of enhanced facilities, wide corner radii, long
cycle lengths, and uncontrolled conflicts with turning vehicles.

No cycling infrastructure is provided. East/west cycling demand is expected to be
met on 88 Avenue, one block to the north. North/south cycling demand is satisfied
by the 115 Avenue neighbourhood route, just west of the intersection.

Transit LOS is impacted by the poor pedestrian LOS and delays resulting from
operating in mixed traffic.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To attain the target pedestrian MMLOS, we recommend:

e Banning RTOR movements on all approaches.

e Implementing LPIs on all pedestrian phases in both peak periods to prioritize
pedestrian movement.

e Implementing audible pedestrian signals with call buttons.
e Installing wider curb ramps with TWSlIs.

e Implement protected-only left turn phasing for the north-, east-, and westbound
approaches in both peak periods to reduce the number of uncontrolled conflicts
with pedestrians. Additionally, the same measure should be adopted for the
southbound left movement in the PM peak period.

No specific changes are required to address cyclist MMLOS.

To address transit MMLOS, we recommend:
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e Converting the curbside westbound through lane to a dedicated transit-only lane
to accommodate bus movements into the University bus loop.

e Implement the noted pedestrian enhancements.
Deterioration to vehicle MMLOS can be partially mitigated by:

e Allocating more green time to all through phases while maintaining cycle length.

Under current traffic volumes, the intersection exhibits an HCM LOS of D in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, the total
intersection delay decreases in the AM peak period due to less anticipated volume in the
northbound left movement, thus elevating the LOS of this movement to D. The overall intersection
LOS, however, remains at D. In the PM peak period, the intersection fails due to a near doubling of
anticipated traffic volumes in the eastbound through direction, thus causing this movement to fail
and significant spillback problems with the resulting queue length.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.67 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Table 5.67 Traditional LOS 114 Street and 87 Avenue

—

Volume 299 141 148 19 28 24 71 280 302 61 575 8 [N
Post. Ve Ratio 072 016 019 008 006 008 022 058 077 021 079 088 046
Development | ¢ D B B D C C C D D C D E D
without
Improvements | Delay (s) 444 130 134 361 296 299 234 353 476 239 491 612 409
114,
o5th% Queve () P33 233 227 60 68 68 155 795 899 142 1065 ¢ -
Volume 299 141 148 19 28 24 71 280 302 61 575 8 [N
Post- e Ratio 075 016 02 008 006 008 072 056 074 054 143 0.657
Development
o LOS D B B D c c E c D E F F
Improvements Delay (s) 47.2 13.5 14.0 36.5 29.6 29.9 55.6 33.9 443 62.6 239.9 104.1
95th% Queve (m) 959 239 233 60 68 68 272 781 8.1 274 w81 [
Volume 309 8 154 60 84 54 48 948 349 85 832 38 -
Post. Ve Ratio 102 011 026 032 0418 024 015 139 06 043 066 068 083
Development | ¢ F B C D D D B F C C C C F
without
Improvements  Delay (s) 1018 193 214 488 360 375 186 2181 299 321 327 335 979
117.
95th% Queve(my 1452 181 336 239 218 218 93 596 850 210 1174 |, -
Volume 309 8 154 60 84 54 48 948 349 85 832 38 -
Post- Ve Ratio 127 012 032 053 019 025 06 128 06 045 1.29 0.833
Development
o LOS F c c E D D E F c E F F
Improvements bl (s) 1986 21.8 250 701 361 378 582 1658 27.4 565 173.1 131.9
95th % Queve (m) 1984 195 409 300 228 227 199 5185 891 364 s [
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5.3.3.3 82 Avenue Corridor

82 Avenue is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority area
from 112 Street eastward and supports a variety of transit uses including the future B1 and B2 mass
transit. The Old Strathcona Public Realm Strategy defines the future vision for the 82 Avenue corridor
between 109 Street and 99 Street, however, timelines for implementation of the vision are unknown.

82 Avenue is comprised of a 6-lane vehicle cross section, flanked by sidewalk. The cross section
expands to seven lanes at 109 Street to accommodate left turn bays. Parking is prohibited on the
north side during the AM peak period and on the south side during the PM peak period. The cross-
section elements are illustrated in Figure 5-115 and Figure 5-116.
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At an intersection level, MMLOS demand can be met on 82 Avenue without significant geometric
changes. At a corridor level, pedestrian needs are not being met within the space allocated to them.
Ample pedestrian realm is provided on the north side of the corridor through street-oriented
frontage between 110 Street and 112 Street. As the area re-develops, additional frontage can be
claimed for pedestrian uses; however, this is a long term and incomplete approach. Curb lanes may
be repurposed into the pedestrian realm to provide transit amenities, parking pays, and other
furnishing zones elements, illustrated in Figure 5-117.
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On-street cycling infrastructure is not expected on 82 Avenue. Parallel routes must meet cycling
demand on University Avenue, 83 Avenue and 88 Avenue. North/south routes intersection 82
Avenue at 106 Street, 110 Street, 111 Street, and 112 Street (south of intersection). Further study and
consultation would be required to implement these changes.

Expected multimodal operations at the corridor level are summarized in Table 5.68 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOSC LOSD LOSD
Adjusted Target LOSB LOSC LOSD LOSD
Post-Development
without Improvements n/a
Corridor Performance
Post-Development with
Improvements Corridor n/a
Performance
Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

At a corridor level, pedestrian MMLOS is predominantly affected by limited buffer
width (furnishing zone, parking, or bike lanes). Pedestrian LOS fails during peak
periods but is acceptable in off-peak periods when curb lanes are used for parking.
Converting the time-of-day parking lanes to pedestrian realm, transit amenities, and
parking bays provides the needed protection for a comfortable pedestrian
experience without disrupting vehicle LOS.

Cycling facilities are not expected on 82 Avenue. East/west cycling demand must be
met through the bi-direction bike lane on 83 Avenue, one block to the north.
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5.3.3.3.1 112 Street and 82 Avenue

The intersection of 112 Street and 82 Avenue is a
primary access to the University of Alberta. This
intersection is a gateway between a car-centric
cross-section and street-oriented space along 82
Avenue. The north leg of 112 Street and east leg of
82 Avenue are pedestrian priority areas. 112 Street
is considered part of the bike network.

South of the intersection, 112 Street is comprised of
a painted southbound bike lane and a shared
northbound cycling / vehicle lane, flanked by
sidewalk. North of the intersection, 112 Street
becomes a 5-lane cross section flanked by
sidewalk, cyclists are expected to share the road
with vehicles. Parking is permitted north of the
intersection in the northbound curb lane. The cross-
section elements are illustrated in Figure 5-119.

CIMA+ file number: Z0016285
June 5, 2025 - Review 04

Expected multimodal operations following rezoning and development are summarized in Table
5.69, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection is situated at a transition point along 82 Avenue between a street-oriented urban
boulevard and a high-capacity arterial roadway.
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Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS C LOSC LOS D LOS D
Adjusted Target LOSB LOSC LOSD LOSD

Post-Development
without Improvements
Intersection Performance

X X

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

Pedestrian LOS is largely impacted by long cycle lengths and uncontrolled conflicts
with turning vehicles.

The 112 Street bicycle facility type is not continuous through the intersection and
pavement markings do not provide guidance. While high-quality cycling facilities are
present to the east on 111 Street and 110 Street, additional protections should be
considered to connect cyclists on 112 Street with the bike route on 82 Avenue at a
minimum.

Several of the approach and departure lanes are wider than a typical travel lane. A
portion of the vehicle lane width on 112 Street could be reallocate to other uses.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

To address pedestrian MMLOS, we re commend:

e Constructing curb extensions at the northeast and southeast corners of the
intersection to narrow the intersection approaches, reduce crossing distances, and
delineate parking areas.

e Install bi-directional curb ramps on the northwest corner

e Either cut back the concrete median separating east and westbound traffic that
protrudes into the west crossing or extend the median to include an accessible
pedestrian path.

e Banning RTOR movements on all approaches to minimize the number of
uncontrolled conflicts with vehicles.

To address cyclist MMLOS, we recommend:

e Installing a shared pathway facility on the west side of 112 Street to connect cyclists
to and from 83 Avenue. Adopting this measure ensures safe passage of cyclists




CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

through the intersection and can be coordinated with the southbound left turn
phase to avoid conflicts with vehicles.

On-street protected cycling facilities were considered but ultimately ruled out.
Removal of a southbound left turn lane has a significant impact on traffic delay, and
transit LOS by extension. Additionally, removal of a northbound receiving lane is not
ideal due to the presence of a bus stop immediately north of the intersection.

No specific changes are required to address transit MMLOS.
Deterioration to vehicle MMLOS can be mitigated by:

e AM peak period: no signal timing changes are required.

e PM peak period: allocate more green time to the southbound left phase. The total
cycle length should not increase.

Under current traffic volumes, the intersection exhibits an HCM LOS of D in both peak periods. Using
forecasted volumes under the Post-Development Without Improvements scenario, the intersection
experiences a minor decrease in overall delay and an improvement to LOS C in the AM peak period.
In the PM peak period, the westbound right movement fails due to a large increase in anticipated
traffic volume and the sharing of the outermost lane with through traffic. The overall intersection LOS,
however, remains at D.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.70 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry
and signal timing.
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Mobility Study
Priority Growth Areas

Table 5.70 Traditional LOS 112 Street and 82 Avenue

Northbound Southbound Eastbound Westbound

Measure of
Scenario Overall
Effectiveness ------------

Volume NA 95 18 219 N/A 81 112 405 a26 556 [
Post- Ve Ratio 0.21 0.39 017 08 029 057 082 0.544
Development
without LOS C C C D B C D C
Improvements Delay (s) 25.6 33.7 25.2 54.8 18.3 24.0 36.0 291
95th % Queue (m 27.8 324 182 424 412 9a4 133 [
Volume NA 95 18 219 N/A 81 112 405 a26 556 [
Post. Ve Ratio 0.21 0.39 019 08 029 057 091  0.585
Development
with LOS C C C D B C D C
Improvements Delay (s) 25.7 33.8 255 54.8 18.3 240 460 32.26
95th % Queue (m 28.4 325 204 424 412 9a4 163 [N
Volume NA 42 19 837 N/A 148 69 286 364 420 [
Post- /e Ratio 0.07 0.72 018 076 034 08 11 0719
Development
veopm LOS B c B E C D F D
Improvements Delay (s) 1.9 25.7 13.0 63.0 34.1 54.6 120 48.5
95th % Queue (m 9.7 105 235 297 440 1263 188 [
Volume NA 42 19 837 N/A 148 69 286 364 420 [N
Post- v/c Ratio 0.08 0.91 0.24 0.75 0.25 0.6 0.87 0.752
Development
P LOS B D B E C C D D
Improvements (g1 (s) 17.8 47.4 198 624 252 330 519 406
95th % Queue (m 12.8 140 339 296 368 1005 140 [
CIM/



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

5.3.3.4 87 Avenue Corridor

87 Avenue is a street oriented mixed-use /commercial arterial road. It is a pedestrian priority area
from and supports a variety of transit uses including the future B1 and B2 mass transit.

The 87 Avenue cross section is variable. Through the University of Alberta, it is comprised of a 5-lane
vehicle cross section, flanked by sidewalk. Through the residential area to the east, it is typically a 3-
lane cross section flanked by sidewalk. The centre lane provides back-to-back left turn storage.
Expect between 109 and 110 Street, parking is prohibited in both directions. The cross-section
elements are illustrated in Figure 5-120 through Figure 5-122.
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At an intersection level, MMLOS demand can be met on 87 Avenue without significant geometric
changes. At a corridor level, pedestrian needs are not being met within the space allocated to them.
The possible B2 BRT routing along 87 Avenue complicates the development of treatment options. If
the BRT design results in exclusive transit lanes, 87 Avenue may be reduced to a single lane, one-
way street or a transit only street. In the case of a transit only street, the pedestrian realm may be
expanded by reallocating a vehicle lane to other uses. If the BRT design results in mixed traffic lanes,
public realm may be acquired by eliminating left turn lanes except where absolutely necessary,
illustrated in Figure 5-123. Further study and consultation would be required to implement these
changes.
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On-street cycling infrastructure is not expected on 87 Avenue. Parallel routes must meet cycling
demand on University Avenue, 83 Avenue and 88 Avenue. North/south routes intersection 87
Avenue at 106 Street, 110 Street, and 111 Street.

Expected multimodal operations at the corridor level are summarized in Table 5.71 based on these
recommendations however, individual intersection assessments in the following sections capture
incremental changes that can be implemented in the meantime. Detailed MMLOS tables which
analyze each corridor under existing and recommended conditions are found in Appendix G and
Appendix H, respectively.

Mode Pedestrian Cyclist Transit Motor Vehicles
Original Target LOS C LOS C LOSC LOS D
Adjusted Target LOSB LOSC LOSC LOSD

Post-Development
without Improvements x n/a
Corridor Performance

Post-Development with

Improvements Corridor n/a
Performance
Notes The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the corridor encompassing
a Pedestrian Priority Area.

At a corridor level, pedestrian MMLOS is predominantly affected by narrow sidewalk
width. As this area redevelops, efforts should be made to maintain the treelined
streets and increase walk width.

Cycling facilities are not expected on 87 Avenue. East/west cycling demand is
expected to be met on 88 Avenue, one block to the north.

Removal of the centre left turn lane can be used to provide future transit amenities
and improved pedestrian realm.
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5.3.3.4.1 110 Street and 87 Avenue

The intersection of 110 Street and 87
Avenue is a pedestrian and cyclist actuated
two-way stop-controlled intersection. 110
Street and 87 Avenue are pedestrian priority
areas. 110 Street is part of the cycling
network. B2 transit is expected to travel
along 87 Avenue into the University of
Alberta in the future.

110 Street is comprised of one northbound
vehicle lane and a bi-directional bike lane,
flanked by sidewalk. Parking in not
permitted on 110 Street. The cross-section
elements are illustrated in Figure 5-125.

Expected multimodal operations following rezoning and development are summarized in Table
5.72, comparing MMLOS outcomes with and without recommended changes to the road network.
This intersection currently operates very well for all modes. Actuated crossing control for pedestrians
and cyclists on 110 Street results in responsive crossing opportunities for active modes while limiting
delay for vehicles 87 Avenue. A target LOS of B for cyclists is appropriate for an Urban Boulevard.
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Pedestrian Cyclist Transit Motor Vehicles
Original Target LOSC LOS B LOSD LOSE
Adjusted Target LOSB LOSB LOS C LOSE
Post-Development
without Improvements n/a
Intersection Performance

Notes

The target LOS was adjusted for the following modes:

e Pedestrians: Target LOS adjusted from C to B due to the intersection being
located within a Pedestrian Priority Area.

e Transit: Target LOS adjusted from D to C due to the intersection being situated
along the future B2 Bus Rapid Transit (BRT) route.

This intersection currently operates very well for all modes. Actuated crossing
control for pedestrians and cyclists on 110 Street results in responsive crossing
opportunities for active modes while limiting delay for vehicles 87 Avenue.

Despite the presence of the 110 Street Bike Route (On-street protected bike lane),
the target LOS for cyclists was not adjusted upwards as a target LOS B for a urban
boulevard (street-oriented collector street) is acceptable for cyclist passage. The
existing bike lane along 110 Street operates on the cross street, which is a low-traffic
residential road.

Post-Development with
Improvements
Intersection Performance

Recommended
Treatment

While the future B2 BRT route may travel along 87 Avenue, minimal delays are
anticipated at this intersection due to limited cross traffic. As the current intersection
meets the target LOS for all modes, no changes are needed.

Under current traffic volumes, the intersection experiences minimal delay with an HCM LOS of A and
B in the AM and PM peak periods, respectively, with all eastbound and westbound movements
operating at LOS A. As no forecasted volumes are available, future intersection performance is
unknown but is anticipated to be largely unchanged.

Traditional HCM LOS reporting for vehicle traffic operations are summarized in Table 5.73 based
on forecast traffic volumes following PGA re-zoning and development. The table compares the AM
and PM peak hour operations with and without recommended changes to intersection geometry

and signal timing.
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Table 5.73 Traditional LOS 110 Street and 87 Avenue

Scenario Overall
Effectiveness ------------

Volume 4 67 79 NA NA NA 13 350 WA WA 580 143 [
Post- Ve Ratio 0.56 014  0.14 041 012 0414
Development
without LOS D A A A A A
Improvements Delay (s) 47.2 1.8 1.8 3.1 1.8 9.9
95th % Queue (m) 26.6 61 58 226 55 [N
Volume 4 67 79 NA NA NA 13 350 A WA ss0 143 [
Post- v/c Ratio 0.56 0.14 0.14 0.41 0.12 0.414
Development
o LOS D A A A A A
Improvements Delay (s) 47.2 1.8 1.8 3.1 1.8 9.9
95th % Queue (m) 26.6 61 58 326 55 [N
Volume 10 41 69 NA NA NA 16 553 NA  NA 265 83 [
Post. e Ratio 0.15 024 024 022 008  0.263
Development
without LOS D A A A A B
Improvements Delay (s) 37.0 5.3 5.3 5.1 4.4 10.6
95th % Queue (m) 17.3 278 262 269 73 [
Volume 10 41 69  NA NA NA 16 553 NA  NA 265 83 [
Post. Ve Ratio 0.15 024 024 022 008  0.263
Development
o LOS D A A A A B
Improvements Delay (s) 37.0 5.3 5.3 5.1 4.4 10.6
95th % Queue (m) 17.3 278 262 209 73 [N
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6. Cost Estimates for Network Improvements

High level capital cost estimates were prepared for the intersection level recommended
improvements, along with missing pedestrian and cyclist connections. Where recommendations
overlap with planned Wihkwéntéwin neighbourhood renewal, costs were not included. Costs for full
scale corridor reconfigurations (such as those along 109 Street, or implementation of the Old
Strathcona Public Realm Strategy along 82 Avenue) have not been included as further study and
engagement will be required for these corridors to determine a preferred configuration. A summary
is provided in Table 6.1, and more detailed estimates can be found in Appendix K. Unit costs are
based on the 2023 City of Bid Tabs to reflect available actual construction costs.

Table 6.1 Recommended Improvements

Component Probable Capital Cost

124 Street / Wihkwéntéwin Area

109 Street/ 100 Avenue $45,000
109 Street / Jasper Avenue $5,000
109 Street / 104 Avenue $5,000
124 Street/ 102 Avenue $1,000
124 Street / Stony Plain Road $5,000
124 Street/ 107 Avenue $5,000
124 Street/ 111 Avenue $5,000
124 Street/ 118 Avenue No changes.
121 Street / Stony Plain Road $5,000
121 Street / Jasper Avenue $5,000
116 Street / Stony Plain Road $6,000
116 Street / Jasper Avenue $5,000
116 Street/ 100 Avenue $45,000
112 Street / Stony Plain Road $6,000
Missing Pedestrian Links $60,000
Missing Cycling Links & Signals $840,000
Total $1,043,000
Stony Plain Road / 102 Avenue $5,000
Stony Plain Road / 142 Street $150,000
Stony Plain Road / 149 Street $3,000,000
Stony Plain Road / 156 Street $5,000
Stony Plain Road / 158 Street $185,000
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Stony Plain Road / 163 Street $145,000
156 Street / 95 Avenue $5,000
Meadowlark Road / 87 Avenue $5,000
Missing Pedestrian Links $2,100,000
Missing Cycling Links $2,900,000
Total $8,500,000

82 Avenue / 114 Street $335,000
82 Avenue / 114 Street $675,000
82 Avenue / 109 Street $5,000
109 Street/ 83 Avenue No changes.
109 Street / 86 Avenue $330,000
109 Street / 87 Avenue $80,000
109 Street / Saskatchewan Drive / $350,000
88 Avenue / Walterdale Hill Road

87 Avenue / 110 Street No changes.
87 Avenue / 114 Street $65,000
Missing Pedestrian Links No changes.
Missing Cycling Links No changes.

Total $1,840,000
Grand Total $10,383,000

CIME 260



CIMA+ file number: Z0016285
Priority Growth Areas June 5, 2025 - Review 04

The improvements suggested in this report are not required to support PGA redevelopment, rather,
they address identified gaps in the mobility network and help to improve the overall MMLOS to
optimize the potential people moving capacity of the network. Some of the improvements identified
align with existing long-term planning and strategy documents, such as the Bike Plan. In many cases,
the various recommended improvements should not be considered as a condition of future
development as they address existing network gaps for some modes, improving modal levels of
service, and increasing people moving capacity. Rather, the PGA redevelopment would potentially
impact the prioritization of these improvements among other City-wide priorities.

Overall, the recommended network improvements can be grouped together and prioritized based
on the scale of the investment required, whether they can be achieved as part of potential developer
led improvements, and anticipated timelines for their implementation. Broadly, the improvements
can be grouped as:

Potential developer led improvements:

These are localized improvements that are necessary to support development of individual
parcels that have traditionally been conditioned as a requirement of development. These can
include construction of missing sidewalk connections abutting the parcel, construction of missing
curb ramps adjacent to the development, and alleyway upgrades.

Short term City led improvements:

These are high-impact, low-cost improvements that can be implemented by the City with
comparatively little design work required. These include adding missing curb ramps, RRFBs,
signal timing changes, right turn on red restrictions, implementation of protected left turn
phasing, and addition of transit priority measures. These changes can be implemented over a 0-
to-5-year timeframe.

Medium term City led improvements:

These are improvements that require a moderate level of design effort to address gaps and
missing links in the pedestrian and cycling network and reconfigure intersections. These changes
could be implemented over a 5-to-10-year timeframe.

Long-Term City led improvements:

These are large scale, corridor level improvements along major corridors, including exploring
reconfiguration of street cross sections to reallocate space between various modes. These
projects are generally bigger-picture activities that have impacts beyond the PGA and align with
the long-term City building vision. These projects will require a multi-year engineering study
(from conceptual design through detailed design), complete with public engagement.
Implementation of these changes can also be coordinated with street rehabilitation to maximize
investment returns. Given the effort required to complete the background studies, these changes
would be implemented over a 10+ year timeframe.

The resulting grouping of improvements is presented in the table on the following pages.
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Short Term Initiatives

Project

Medium Term Initiatives

Project

Cost

Long-Term Initiatives

Missing Sidewalks:

109 Avenue E 124 St $30,000
110 Avenue E 124 St $30,000
Total $60,000

Intersection Improvements:
109 Street/ 100 Avenue

109 Street/ Jasper Avenue
109 Street/ 104 Avenue

124 Street/ 102 Avenue

124 Street / Stony Plain Road
124 Street/ 107 Avenue

124 Street/ 111 Avenue

121 Street / Stony Plain Road
121 Street / Jasper Avenue
116 Street / Stony Plain Road
116 Street / Jasper Avenue
116 Street/ 100 Avenue

112 Street / Stony Plain Road

Total*

$45,000
$5,000
$5,000
$1,000
$5,000
$5,000
$5,000
$5,000
$5,000
$6,000
$5,000
$45,000
$6,000

$143,000

New Cycling Facilities:

123 Street LRT Connection - Shared
Street Facility

100 Avenue Bike Lane - Protected
Separate Facility

Ped Signal Bike Actuation Retrofit -
124 St/ 106 Ave

Ped Signal Bike Actuation Retrofit -
124 St/ 109A Ave

112 Street Cycling Facility
116 Street Cycling Facility
118/119 Street Cycling Facility

Victoria Promenade Bike Lane

Upgrades
121 Street Bike Lane Upgrades

Total

$490,000

*kk

$175,000

$175,000

*kk
*Kkk
*kk

*k*k

*k*k

$840,000

Transit oriented reconfiguration of
109 Street north of Jasper Avenue

Bi-directional cycling facilities along
111 Avenue

Bi-directional cycling facilities along
117 Avenue and 119 Avenue or 120
Avenue

Reconfiguration of 118 Avenue to
accommodate  eastbound  and
westbound bus only lanes

***These improvements are anticipated to be explored and potentially constructed with Wihkwéntoéwin neighbourhood renewal and therefore costs have not been estimated.

*Rounded up from $143,000
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Growth

Areas

Developer Led Initiatives Short Term Initiatives Medium Term Initiatives Long-Term Initiatives
Project Cost Project Project Cost

Missing Sidewalks: Intersection Improvements: Missing Sidewalks: Bi-directional cycling facilities along

143 Street (SPR - 103 Ave) $60,000 Stony Plain Road / 102 Avenue $5,000 103 Avenue (137 St - 140 St) $185,000 ;gidA"e””e paralleling Stony Plain

144 Street S of SPR $40,000 Stony Plain Road / 142 Street** $150,000 103 Avenue (142 St - 144 St) $95,000 . ! .
Pedestrian realm reconfiguration of

158 Street N. 100 Avenue $60,000 Stony Plain Road / 156 Street** $5,000 102 Avenue (149 Stto 163 St) $830,000 Stony Plain Road from 156 Street to

160 Street N. 100 Avenue $60,000 Stony Plain Road / 158 Street $185,000 | 91 Avenue (154 St- 156 St) $110,000 | 163 Street, including transit signal
priority at 163 Street

99 Avenue E 156 Street $60,000 Stony Plain Road / 163 Street $145,000 90 Ave E Meadowlark Rd $55,000
Extension of the 100 Avenue Shared

99 Avenue W 156 Street $60,000 156 Street/ 95 Avenue $5,000 156 Street S. Meadowlark Rd $65,000 Pathway to 170 Street

98 Avenue W 156 Street $60,000 Meadowlark Road / 159 Street / $5,000 Extension of cycling facilities on 153

** *kkk

97 Avenue E 156 Street $60,000 87 Avenue **/ Intersection Improvements: Street and 163 Street

97 Avenue W 156 Street $60,000 Stony Plain Road / 149 Street** $3,000,000 | Reconfiguration of 87 Avenue to
accommodate future BRT and active

96 Avenue E 156 Street $60,000 modes. ****

93a Avenue E 156 Street $60,000 New Cycling Facilities:

93a Avenue W 156 Street $60,000 158 Street Shared Street Facility $1,900,000

92a Avenue E 156 Street $60,000 153 Street Shared Facility Extension  $1,000,000

Total $760,000 Total $500,000 Total $7,240,000

**These improvements are above and beyond what is being constructed as part of the Valley Line West LRT P3 Project and may require coordination with the P3 Contractor
("Marigold”) for future implementation.

****|mprovements in this area are planned to be explored as part of the B1 + B2 BRT Concept Planning study.
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Medium Term Initiatives

Long-Term Initiatives

None identified. N/A

Intersection Improvements:

82 Avenue / 109 Street****
109 Street / 87 Avenue****
87 Avenue / 114 Street

Project
82 Avenue / 114 Street
$5,000 82 Avenue / 112 Street
$80,000 109 Street/ 86 Avenue****
$65,000 Saskatchewan Drive / 109 Street /

$150,000 Total

Walterdale Hill Road Intersection****

$335,000
$675,000
$330,000
$350,000

$1,690,000

Reconfiguration of 82 Avenue and
implementation of Old Strathcona
Public Realm Strategy****

Reconfiguration of 109 Street from 61
Avenue to Walterdale Hill
Road/Saskatchewan Drive to improve
transit and pedestrian realm****

Reconfiguration of 87 Avenue to
improve transit service****

****|mprovements in this area are planned to be explored as part of the B1 + B2 BRT Concept Planning study.
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The five initially targeted Priority Growth Areas (124 Street/Wihkwéntoéwin, 156 Street/Stony Plain
Road, and University-Garneau) form an integral component of the City's long-term urban densification
strategy. As Edmonton moves toward the 1.25 million population horizon and beyond, these areas
provide an important opportunity to accommodate growth and densification, offering the
infrastructure needed for multi-modal transportation and a lower reliance on single occupancy
vehicles.

The analysis focused on utilizing a Multi-Modal Level of Service (MMLOS) framework to optimize
people moving capacity, shifting the focus from vehicle delay to a broader perspective that includes
pedestrians, cyclists, transit, and goods movement.

The multi-modal mobility assessment confirms that existing infrastructure can functionally
accommodate the anticipated densification with only limited decreases in level of service for some
modes. Targeted improvements can further be undertaken to accommodate higher-density
developments while addressing existing network gaps for some modes, improving modal levels of
service, and increasing people moving capacity.

Small scale improvements abutting redevelopment parcels should become a condition of future
development permits. These are localized improvements that are necessary to support development
of individual parcels, which have traditionally been undertaken as a condition of development by the
property owner. These improvements can include construction of missing sidewalk connections
abutting the parcel, construction of missing curb ramps adjacent to the development, and alleyway
upgrades.

Developers may also be asked to provide:
Pedestrian oriented frontage such as furnishing zones, setbacks, and room for transit amenities
to replace auto-oriented frontage such as parking lots,

Easements to ensure a permeable pedestrian network if deemed necessary by the scale of the
proposed development,

Access management from alleys and minor roads or opportunities to consolidate existing
accesses,

Secure bike parking above and beyond current zoning requirements, and
Large scale corridor improvements requiring street reconfigurations could be considered in the long-
term. Some of these improvements may be undertaken as part of other projects (such as
reconfiguration of 82 Avenue, 87 Avenue, and 109 Street in the Garneau area as part of the B1 and B2
BRT implementation), while other may require stand alone studies and engagement, particularly:

Transit oriented reconfiguration of 109 Street north of Jasper Avenue

Bi-directional cycling facilities along 111 Avenue

Bi-directional cycling facilities along 117 Avenue and 119 Avenue or 120 Avenue

Cycling facilities along 112 Street and 118 or 119 Street, which are anticipated to be explored
as part of the Wihkwéntéwin neighbourhood renewal.

Bi-directional cycling facilities along 102 Avenue paralleling Stony Plain Road
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Bi-directional cycling facilities on 158 Street

Pedestrian realm reconfiguration of Stony Plain Road from 156 Street to 163 Street
Extension of the 100 Avenue Shared Pathway to 170 Street

Extension of cycling facilities on 153 Street and 163 Street

The implementation of these improvements will require capital investments from the City, ranging
from minor signage and curb crossing improvements, to more extensive intersection upgrades and
construction of missing pedestrian and cyclist corridors, to address noted gaps in the multimodal
network. This capital investment implementation can be phased such that:

Short-term (0-5 years): High-impact, low-cost improvements (signal timing, RTOR bans,
transit priority measures).

Medium-term (5-10 years): Cycling and pedestrian network expansion, missing link
construction, intersection reconfigurations.

Long-term (10+ years): Street reconfigurations.

Furthermore, some improvements could be combined with other capital projects, such as arterial
renewal or future BRT implementation, to optimize delivery and reduce potential for rework. Smaller
scale improvements, such as short sections of missing sidewalk or missing curb ramps, could also be
conditioned with future redevelopment.

Beyond the improvement to increase multimodal capacity within the PGAs, upgrades to alleyways may
also be required to support densification. In areas where rear alleys exist, potential increase in traffic
volumes along the rear alleys can be mitigated by upgrading existing gravel and paved residential
alleys to a commercial alley standard, both in width and pavement structure, along with requiring
developments to provide additional setbacks from the rear property line to any building envelopes or
parking areas to provide additional passing space for oncoming vehicles. Construction of the alley
upgrades could be considered as part of neighbourhood and alley renewal, or as a condition of
redevelopment.
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