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1

Introduction

Durham Region is in the process of updating its Transportation Master Plan (TMP), a strategic
planning document designed to define the policies, programs and infrastructure improvements
required to plan for Durham’s future transportation needs.
The purpose of the TMP update is to:


gauge and assess the progress of the previous TMP;



update the Region’s travel demand forecasting tools to reflect the most recent
population and employment projections;



revisit and update its strategies and policies to reflect current trends, needs and
best practices; and



identify transportation projects to meet Durham Region’s future needs.

A key element of the update, identified as Strategic Direction #3, is to make walking and cycling
more practical and attractive.

1.1

Objectives

The objective of this Active Transportation Background Report is to provide a summary of the
analysis supporting the recommended active transportation network for 2031 and beyond.
This report will:


present background data on current transportation and demographic trends in
Durham Region that inform active transportation planning;



provide an overview of the pedestrian network within the Region and identify
considerations for pedestrian priority corridors;



provide an overview of the existing and planned cycling network, including the longterm network plan identified in the Regional Cycling Plan (RCP);



present the additional network links considered and selected for the long term RCP
including project rationale;



present the background leading to the identification of Short-Term Cycling Routes,
including the analysis methodology and scores of various potential infill corridors;
and



present the feasibility, cost and phasing considerations for the Short-Term Cycling
Routes.

It should also be noted that the focus of this background report is on the active
transportation network and the rationale for network improvements. Complementary
policies and programs for active transportation are presented in the main TMP document.

1.2

Transportation Directions

The transportation directions that guide the development of the TMP’s policies, strategies and
actions are presented below. The transportation directions are comprised of three main
components: the first level consists of high level principles, generally reflecting the Vision for the
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Region; the second level consists of the directions themselves; and the third level includes
detailed policies, strategies and actions.

Guiding Principles
The guiding principles reflect the Vision for the Region. Three of the principles summarize the
overarching goals of this plan (or the why: healthy communities, economic prosperity and
environmental protection) while the remaining four summarize broad cross-cutting approaches to
achieving those goals (or the how: a focus on users, connectivity, innovation, and collaboration
and leadership). These principles are summarized in Exhibit 1-1.
Many of these guiding principles directly inform the active transportation component of this
study, for example the emphasis on connectivity informs the network development for both
pedestrians and cyclists.
Exhibit 1-1: TMP Guiding Principles

Strategic Directions
Strategic transportation directions have been developed for the TMP to oversee the provision of
an effective transportation system and are outlined in Exhibit 1-2.
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Exhibit 1-2: Transportation Directions

01

02

03

04

• Strengthen the bond
between land use and
transportation

05

• Promote sustainable travel
choices

06

• Invest strategically in the
transportation system

07

• Improve goods movement to
support economic
development

• Elevate the role of integrated
public transit including Rapid
Transit

• Make walking and cycling
more practical and attractive

• Optimize road infrastructure
and operation

Direction #3 is the most relevant for the Active Transportation Background Report, and is
summarized below for reference:
DIRECTION #3: Make walking and cycling more practical and attractive
Significant growth in active transportation levels is both desirable and achievable. By
working with local municipalities to improve the connectivity, continuity, comfort,
convenience and safety of walking and cycling routes, Durham Region will shift more
short trips from cars to either foot or bike. Residents who drive will find it easier to move
within, through and between neighbourhoods without getting behind the wheel, and the
many residents of all ages and abilities who do not drive will enjoy greater opportunity
through improved access to their daily destinations as well as to public transit services.
Cycling routes that improve area municipal connectivity, are key commuter routes, or
enhance Regional cycling tourism will be prioritized.

2

Background

2.1

Existing Active Transportation Network

Each lakefront municipality in Durham Region is well covered with sidewalks along most arterial,
collector, and local roads. Some gaps exist in the network between the lakefront and northern
municipalities. In rural areas, which may have multi-use paths and trails rather than sidewalks,
pedestrians are often forced onto shoulders and roadsides to walk along rural roadways.
The existing cycling network on Regional roads is mostly made up of multi-use paths and paved
shoulders, with the exception of the buffered cycling lanes on Kingston Road, in Ajax and
Pickering. On area municipal roads, there is a mix of multi-use paths, paved shoulders, bike
lanes, edgelines and sharrows. According to respondents in the 2005 Cycling Profile Study,
about 50% of cyclists live within nine minutes of a bike trail or path, while a much lower
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percentage of non-cyclists said they lived within the same distance of cycling facilities. This
reveals that non-cyclists are much less aware than cyclists of the cycling facilities in Durham
Region. This is an impediment to growth in trip- making by bicycle as even most experienced
riders do not feel comfortable riding on major roads with little or no protection for cyclists.
The existing paved pedestrian and cycling networks are augmented by an extensive network of
trails in Durham Region, stretching for a total of nearly 300 km. The majority of these trails are
unpaved (with some paved sections within urban areas) and mostly used for recreational
purposes such as recreational hiking and cycling. However, ere may be potential for
improvements that would allow some of these trails to act as high quality active transportation
links between Durham Region municipalities.

2.2

Travel & Demographic Trends

Data from the Transportation Tomorrow Survey as well as the Greater Golden Horseshoe
Growth Forecast Technical Report was reviewed to identify the emerging trends in Durham
Region and explore their relationship to active transportation.
A variety of these trends are summarized below.
The private automobile is still the dominant travel mode within the Region, and use of the
automobile has stayed fairly consistent over time.

Since 1991, the use of the automobile has grown within Durham Region. In 2011, the auto-driver
mode accounted for 65% of the 6:30 am to 9:30 am peak period trips, and overall, 80% of the
300,000 morning peak period trips were completed by private car. This is essentially unchanged
since 1991. Despite growing momentum around sustainable travel modes, there remains much
work to be done to influence travel behaviour.
Exhibit 2-1: 1991-2011 Mode Share Comparisons for All AM Peak Period Trips from Durham

Source: 1991-2011 Transportation Tomorrow Surveys

The use of active transportation has declined across all of the municipalities in Durham

Year over year, the trend for the use of active modes is slowly declining, as shown in Exhibit 2-2.
The use of active modes is generally highest in Ajax, Whitby and Oshawa.
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Exhibit 2-2: 1991-2011 Mode Share Comparisons for %age of Trips taken by Walking & Cycling

Interestingly, the number of metres of cycling infrastructure per capita does not necessarily show
a direct relationship with higher use of active modes (refer to Exhibit 2-3). This suggests that the
presence of infrastructure is not the only indicator that should be used to track progress. Instead,
the quality or comfort of the infrastructure and the destinations served by the infrastructure may
also be important factors. Other environmental factors such as land use and built form also
contribute heavily to mode share choices.
It should be noted that the mode share data is five years behind the cycling infrastructure data,
so it’s possible that a subsequent analysis between 2016 mode share and 2016 infrastructure
may illustrate a closer relationship.
Exhibit 2-3: 2016 Bike Infrastructure / Capita compared to AT Mode Share (2011).
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A greater proportion of people are using cars for very short trips rather than walking or
cycling.

A noticeable and consistent trend across the Region is the increase in the use of private cars for
very short trips. Exhibit 2-4 illustrates the decrease in walking and cycling and corresponding
increase in driving (both passenger and driver) over the same periods. This suggests that
targeting more short trips being made by walking and cycling may directly reduce the number of
drivers. This is in contrast to some municipalities where walking and cycling is more likely to
impact transit ridership than trips made by vehicles.
Exhibit 2-4: Changing use of active modes from 2001 – 2011 by Trip Length

Mode
Walk & Cycle
Auto Driver
Auto Passenger

Change in Mode Share
Under 2 km
2-5 km
-7.6%
+7.2%
+2.9%

-1.0%
+0.9%
+2.0%

In 2011, three quarters of all morning peak period trips less than 2 km long—equivalent to
76,000 trips—were made by car. This represents an increase of 10 percentage points when
compared to 2001 and was matched by declining active mode shares. This change is largely
due to increasing numbers of youth under 19 being driven to school, and Exhibit 2-5 highlights
that this trend is consistent across the urbanized southern municipalities.
Exhibit 2-5: Changing Mode Shares of 11 – 19 Year Olds for School Trips Under 2km Long

Source: 1996- 2011 Transportation Tomorrow Surveys

The rural municipalities have less consistent trends since school buses account for a much
larger share of school trips there. This shift away from active modes for school trips is not unique
to Durham, as York Region has experienced similar trends between 2001 and 2011.
An aging population will require access to alternative modes of travel.

As with many Canadian jurisdictions, Durham Region’s population is forecast to age between
2011 and 2031. In that period, the share of the population in Durham Region aged 65 years and
older is projected to increase from 12% to 18%. As the population ages, it is important to plan for
a transportation network that can help connect people of all ages and abilities to their
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surrounding community. Access to healthy and safe transportation options can help to reduce
the risk of isolation amongst seniors and increase social interaction.

2.3

Existing Walking & Cycling Activity

Exploring the patterns of existing walking and cycling trips can inform planning for future
facilities.
Exhibit 2-6 and Exhibit 2-7 illustrate the distribution of short trips through the Region (1.5km or
less for walking; 5 km or less for cycling, from the 2011 TTS). These maps illustrate higher
walking and cycling activity in denser areas of Durham, which is reasonable given the well
documented relationship between population & employment density and use of sustainable
travel modes.
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Exhibit 2-6: Existing Daily Walking Activity for Trips under 1.5 km

Data Source: 2011 Transportation Tomorrow Survey
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Exhibit 2-7: Existing Daily Cycling Activity for Trips under 5 km

Data Source: 2011 Transportation Tomorrow Survey
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2.4

Summary and Implications for Active Transportation

Several key takeaways emerge from the discussion of trends and current networks:

3



The TMP must identify a number of initiatives to increase transit mode share in order to
shift mode share away from the automobile, and active transportation has a role to play
in supporting the last mile of transit trips. The primary goal for transit integration is that
every transit trip begins and ends with multimodal options.



In order to reverse the declining active transportation mode share, walking and cycling
must be able to compete for short trips. In particular, efforts should focus on the
commute to school, as this represents one of the greatest declines in mode shares.



The quality of infrastructure, the location of infrastructure, the destination served and the
distribution of infrastructure must all be considered, since a variety of factors contribute
to increasing walking and cycling mode share.



Walking and cycling activity is highest within denser urban areas, as a result of built
forms that are more conducive to walking. Accordingly, investment in transportation
related infrastructure should be focused in urban areas. This investment can be
supplemented with investments in tourism related improvements that may support cycle
tourism and economic development through rural communities.



As Durham’s population continues to age, the provision of high quality alternatives to the
motor vehicle will become even more important, and can help to support ‘aging in place’
and provide a higher quality of life for seniors.

Pedestrian Network

The regional pedestrian network is largely the responsibility of the area municipalities. According
to the current jurisdictional division as specified in the Municipal Act (S.O. 2001, c. 25, s. 55),
area municipalities are responsible for building and maintaining sidewalks and multi-use paths
along Regional roads as well as all pedestrian and cycling facilities on local roads.


Although the Region has limited jurisdiction over pedestrian facilities, they support
on a number of initiatives related to pedestrian enhancements, including the establishment
Walking Network Database for measuring and monitoring pedestrian access to transit,
can be used for other facilities such as schools. Ensuring pedestrian facilities provide
transit facilities is of Regional interest, and therefore should be pursued in partnership with
municipalities. As an example of the type of analysis that may be necessary to support this
work, Constructing any missing sidewalk links to ensure that areas of high potential demand
receive connected pedestrian facilities first (for example, along Brock Road)



Widening of sidewalks to provide additional clear width in areas of heavy pedestrian
demand, or incorporating streetscaping and amenities such as trees, benches, planters or
shrubs, in order to support high order transit



Upgrades to intersections to enhance pedestrian safety and comfort, which may include
adjusting corner radii, AODA upgrades such as adding missing curb ramps and tactile
plates, or adding audible pedestrian signals, signal timing adjustments to improve
pedestrian LOS, and retrofitting smart channels

Exhibit 3-1 illustrates potential high priority pedestrian corridors, based on current walking
activity, existing and future transit facilities and existing pedestrian infrastructure.
While this is a preliminary concept for further exploration, the priority pedestrian corridors could
be a focus for further study and investment, in order to achieve the following:
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Constructing any missing sidewalk links to ensure that areas of high potential demand
receive connected pedestrian facilities first (for example, along Brock Road)



Widening of sidewalks to provide additional clear width in areas of heavy pedestrian
demand, or incorporating streetscaping and amenities such as trees, benches, planters or
shrubs, in order to support high order transit



Upgrades to intersections to enhance pedestrian safety and comfort, which may include
adjusting corner radii, AODA upgrades such as adding missing curb ramps and tactile
plates, or adding audible pedestrian signals, signal timing adjustments to improve
pedestrian LOS, and retrofitting smart channels
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Exhibit 3-1: Potential Pedestrian Priority Corridors
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4

Cycling Network

4.1

Regional Cycling Plan (RCP)

The Region has an ambitious network plan (2012 Regional Cycling Plan), which includes a
Primary Cycling Network (PCN). The PCN primarily supports longer trips between communities,
area municipalities and other regions. PCN routes are typically located along arterial road
corridors, and are on a combination of Regional and area municipal roads. With respect to the
Regional road component of the PCN, the 2016 and 2032 targets of 50.9 km and 218.6 km
identified in the Regional Cycling Plan respectively represent increases of 11.8 and 179.5 km
over the existing network.1 Future facilities identified within the plan include a mix of multi-use
paths, cycle tracks, paved shoulders, on-road cycling lanes, and buffered cycling lanes.

4.2

RCP Funding Arrangement

The RCP identified the following funding arrangement for implementation of the PCN:


For all paved shoulders and on-road cycling lanes on Regional Roads that form
part of the Primary Cycling Network, the Region is 100% responsible for all capital
construction cost of providing the cycling facility (including land acquisition and
utility relocation, signage and markings), customized bridge structures, and ongoing
regular maintenance and repair costs.



For multi-use paths located within Regional road rights-of-way that form part of the
Primary Cycling Network, the Region will be responsible for providing, at its
expense, a platform for the construction of a multi-use path. The cost of providing a
platform will include land acquisition, utility relocation, grading and customized
bridge structures. The cost of granular, asphalt, signage, markings, the provision of
other amenities and path maintenance and repair, is the sole responsibility of the
area municipality in which the multi-use path is located.



Along municipal roads, area municipalities are responsible for the capital costs
associated with the cycling project.

Note that costs may vary substantially depending on whether the project is provided as part of a
coordinated road project, so projects are coordinated whenever possible, except where an area
municipality or the Region determines that the link should be provided as a stand-alone infill
project.
No changes to the above-noted funding arrangement are proposed as part of the TMP.

4.3

Proposed Modifications to the Regional Cycling Plan Network

The PCN represents a comprehensive long-term network goal, which was endorsed by Regional
Council as part of the 2012 RCP. The TMP Update Study did not include a comprehensive
review of the PCN, because the study started only two years after the RCP was approved.
However, while no major changes to the PCN are recommended, a number of specific potential
network revisions were identified and evaluated through the TMP process. These links are
summarized in the following sections.

1

As of October 2016, existing cycling facilities on Regional roads are estimated at 39.1 km. The 2032 target reflects the 2012 RCP and
does not include the additional routes proposed in Section 4.3.
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I – Greenbelt Route, Brooklin & South Whitby Connection
This proposed connection would extend along the Greenbelt Cycling Route in the north to
Taunton Road in the south. Whitby has identified a further connection along Cochrane south to
eventually join with Downtown Whitby and the Waterfront Trail via Henry Street. The proposed
route is illustrated in Exhibit 4-1. The Town of Whitby has received provincial funding to
complete the section of the route from Taunton Road in the south to Townline Road in the north,
so that portion of the network will be completed by 2018.
This connection is considered to be Regionally significant as it provides access to several
existing and planned network components and communities. Once complete, the route will:

November 17, 2017



Provide a more direct connection to the Greenbelt Cycling Route for residents living
in west Whitby, and improve a portion of the Greenbelt Cycling Route north of
Myrtle Road;



Connect the growing community of Brooklin to the existing commercial centres
south of Highway 407, including the Regional Centre at Taunton Road/Baldwin
Street/Brock Street;



Provide access to the Heber Down Conservation Area and Cullen Central Park,
improving access to recreational facilities within Whitby; and



Connect to a crossing of Highway 407 which currently includes partially paved
shoulders. The nearest alternative crossing in proximity to Brooklin is almost 1 km
east at Baldwin Street, which is an interchange without cycling facilities. The
alternative bridge over Highway 407 with cycling facilities is at Anderson Street,
about 2 km away.
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Exhibit 4-1: Greenbelt Route, Brooklin & South Whitby Connection

One consideration along this route is the existing facilities on Ashburn Road at Highway 407. A
partially paved shoulder has been provided for cyclists on the approaches to the overpass;
however the width does not provide sufficient operating space relative to the speed and volume
of automobile traffic. The bridge structure itself includes ample side clearance to accommodate
cycling lanes. Consideration should be given to upgrading to a fully paved shoulder in order to
improve the overall quality of the facility.

II –Thickson Road Waterfront Trail Connection
This proposed connection extends along Thickson Road from Victoria Street to the Waterfront
Trail (illustrated in Exhibit 4-2). The Town of Whitby is planning to construct a multi-use path
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along this corridor in conjunction with the Region’s capital road widening project (currently
scheduled for 2020).
This corridor is considered to be Regionally significant as it:


Provides a gateway to the Waterfront Trail;



Serves the employment lands to support commuting; and



Provides a key connection from the Oshawa GO Station (approximately 1.2 km east of
Thickson Road) down to the waterfront (via Bloor Street/Victoria Street).

Exhibit 4-2: Thickson Road Waterfront Trail Connection

Future consideration should be given to accommodating cycling facilities across Highway 401 in
order to connect to Durham College and the residential communities north of the highway.
Ideally the connection would be on Thickson Road; however, there are few options to retrofit this
crossing given it was recently reconstructed and the presence of ramps to/from 401 create
challenges. Hopkins Street provides a longer term alternative to this route after the Highway
401 overpass is constructed. Another option would be to construct a dedicated grade-separated
cycling and pedestrian connection across Highway 401 east of Thickson, which would also serve
to link the existing Oshawa GO station and the future Thornton’s Corners GO Station.
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III – Highway 2 Oshawa-Courtice-Bowmanville Connection
This proposed corridor runs along Regional Highway 2 between Townline Road and Regional
Road 57 (refer to Exhibit 4-3).
This corridor is considered to be Regionally significant as it:


Provides a higher order (separated) facility connecting Oshawa, Courtice, Maple
Grove & Bowmanville;



Connects the Courtice and West Bowmanville Regional Centres;



Creates a high quality recreational and commuter route as an alternative to Nash
Road, which is a shared facility (uncomfortable for some riders and not as direct for
commuting); and



Provides a crossing of the future Highway 418 corridor and connection to a future
commuter lot at the interchange, which could be implemented as an interim transit
station and facility prior to the construction of a Highway 407 Transitway.

This corridor is expected to be implemented over a longer term horizon. It should be noted that,
as part of the TMP, the Highway 2 corridor was identified for protection for a future rapid transit
route.
Since this corridor is identified for future rapid transit, it was determined that this route would
not be carried forward at this time, since constructing cycling facilities in advance of rapid
transit may mean there are throw-way costs. There are also some operational and safety
concerns associated with retrofitting the facility. This corridor should be considered for
advancement within a longer term horizon (beyond the current TMP timeline).
Exhibit 4-3: Highway 2 Oshawa-Courtice-Bowmanville Connection
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IV – North Oshawa to Scugog Connection
This proposed connection is intended to address a missing route between North Oshawa and
Port Perry via some combination of Ritson Road, Simcoe Street, Old Simcoe Road and
connecting east-west road segments. This proposed network addition would:


Connect the Port Perry and Windfields Regional Centres;



Address demand for improved access to recreational trails and provide an attractive
rural recreational route that connects to the Greenbelt Route and the Oak Ridges
Moraine Trail; and



Enhance connections to planned rapid transit facilities on Simcoe Street, facilitating
multi-modal trips.

Various potential routes for this proposed connection were considered. Key
characteristics of the major north-south roads that could be used include:
Simcoe Street:


Most direct route;



Available and fully developed over the full extent of the route, with a partially paved
shoulder in certain sections;



Already included in the PCN from Columbus Road southerly to Taunton Road;



Crosses Highway 407 at an interchange, which creates an uncomfortable and
potentially risky environment for cyclists; and



Carries high volumes of traffic, including trucks, with high operating speeds on
curvilinear horizontal and vertical alignments, which increases the potential risk of
vehicle-cyclist collisions.

Ritson Road:


Available only south of Coates Road;



Unimproved, narrow gravel road for part of the section between Raglan Road and
Coates Road, and has a narrow cross-section for much of the route, which may
limit options for implementing cycling facilities;



Carries lower traffic volumes and fewer trucks than Simcoe Street, which makes it a
more comfortable and safer cycling environment;



Has a grade separated crossing of Highway 407 with no interchange; and



Would provide a connection to the new Kedron development area, and cycling
facilities could potentially be implemented with development-related road
modifications.

Old Simcoe Road:

November 17, 2017



Available only between Port Perry and approximately 800 m north of Coates Road;



Low speed, low volume local road, which makes it a comfortable cycling
environment;



May be suitable for use as a shared road, allowing for rapid, low cost
implementation; and



Has a narrow cross-section, which could limit options for implementation of
dedicated cycling facilities if required in the future.
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One potential route for this new connection is shown in Exhibit 4-4. However, given the route
characteristics noted above, a more detailed assessment, including consultations with the City of
Oshawa, Township pf Scugog and local cycling groups, will be required to select a single
preferred route. It is recommended that a generalized connection, rather than a specific route,
be shown in the TMP to clearly demonstrate the Region’s intent to implement this connection
through future work.
Exhibit 4-4: Potential North Oshawa to Scugog Connection

Funding Considerations
Three recommended additions to the Durham Regional Cycling Plan’s Primary Cycling Network
have been identified through the TMP process. These network additions will enhance the overall
connectivity of the network, providing access to important Regional destinations including
Regional Centres, the Regional Trail Network and the Greenbelt Route.
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The costs of these additional facilities will be provided over time through the normal cost sharing
formula, as described in Section 4.2.

4.4

Short-Term Cycling Routes

The intent of identifying Short-Term Cycling Routes is to support the PCN’s implementation over
the short-term (e.g., next 10 years). While the PCN provides the overall vision for the Region,
the Short-Term Cycling Routes form a subset of the PCN with the aim of providing a highquality, connected network to support near term modal shifts and economic and tourism goals.
The network of Short-Term Cycling Routes will be made up of the following elements:


Existing Regional & Municipal Cycling Network - The more connected the existing
network is, the greater the potential for usage along all of its links. Connections to
existing and proposed cycling facilities increase the potential for local routes to “feed”
into the broader PCN.



Planned Capital Investment – In keeping with on-going practice, the annual Regional
Road Program Capital Budget and Nine Year Forecast provides an opportunity to
provide cycling facilities as roads are reconstructed. In addition to links identified in the
capital plan, new transit corridors with funding are included in the network. Road links
identified for reconstruction within a short-term horizon as part of the proposed TMP
road and transit improvements are considered to provide an opportunity for improved
cycling connections.



Regional Trail Spines – For such a geographically large region, a regionally connected
trail network will form the backbone of the active transportation network, supporting a
wide variety of users. The Regional Trail Network (last updated in 2015 can be
leveraged to provide alternative short-term connections where parallel sections of the
PCN have yet to be implemented..



Key Infill Connections – These network links are intended to be advanced outside of
the current nine -year capital road program forecast, and are the primary departure from
status quo in the Region.

These key infill corridors will help to serve Regional focus areas:
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Regional Centres – Regional Centres have been designated in the Regional Official
Plan as key nodes of commercial, employment, and residential activity. In addition,
these areas are intended to support multi-modal connections, with major transit
investments. Ensuring strong active transportation networks are available in these
Regional Centres is important to achieve Regional goals.



Transit Priority Network – Access to major transit via active transportation enhances
the potential value of investment in both transit and active transportation.



External Cycling Networks – Connecting to networks outside of Durham Region,
particularly to the City of Toronto in the west, is critical to ensuring a connected network
that supports commuting and recreational travel. For instance, the new Rouge National
Urban Park contains cycling and trail connections that should be considered in future
plans for the Region’s cycling infrastructure investment. Further, supporting recreational
routes – components of the PCN that are geared towards recreational cycling – can be
achieved by resolving existing gaps.
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Infill Corridor Analysis & Feasibility Review
An initial list of potential infill corridors was developed based on the following criteria:




Links that connect to existing facilities or Regional trail spines at multiple points along
the project;
Links that do not require new major pieces of infrastructure (such as major railway or
highway crossings); and/or
Links that provide access to transit corridors or serve destinations within the urban area.

These guidelines were intended to highlight corridors that are critical from a network perspective
but which are feasible within a short-term horizon.
Since the infill projects are the key departure from the status quo, further analysis of these infill
corridors was carried out. In order to provide justification for the priority network, and to enable
comparisons of the relative value of one infill link over another, a priority infill analysis tool was
developed using ArcGIS. The list of criteria used and evaluated by the methodology is presented
below in Exhibit 4-5. The rankings allow for the adjustment of priorities depending on the
available funding for the infill corridors.
Exhibit 4-5: Infill Analysis Tool for Key Infill Connections

CRITERION

RATIONALE

Connectivity

The primary purpose of the infill corridors
is to help to connect existing and
planned pieces of cycling infrastructure
in order to improve the usability of
standalone links and to provide a
connected network that encourages
cycling for transportation purposes.

Density

Population and employment density can
support additional active transportation
trips. Areas of higher population and
employment density often have built form
and land use patterns that support active
transportation. In other cases, they may
represent strategic locations for
investment in multi-modal connections
due to their trip generation potential i.e.
major employment areas

Potential
Demand
(Short Trips)

Trips of 5 km or less are generally
considered to be appropriate for cycling
by most people. As a result, areas where
there are many short trips currently being
made by autos likely have high cycling
potential for expanded cycling networks.

Major Trip
Generators

Major trip generators such as transit
hubs, schools, and recreation/community
centres should be accessible by active
transportation so that residents have
options when accessing essential
services.

EVALUATION OVERVIEW
The number of links that connect on either
end of an infill corridor or midway through
the link are calculated and used to
determine its rating for the criteria. A link
scores differently for connecting to
different types of facilities (i.e. existing
versus planned) since existing facilities
are already in place (less uncertainty
around project phasing) and already have
established users (expanded reach of
network).

Connections to each of the
following assigned points by
type:

A 500m buffer of the infill corridor is
created. A total density is calculated
based on area within a buffer and the
density of the zone in that area.
Thresholds based on the average density
are used to determine the rating for the
criteria. The analysis assumes that density
is evenly distributed throughout the zone.

The following points are
assigned based on density
thresholds:

A 500m buffer of the infill corridor is
created. A weighted number of existing
daily auto short trips is calculated based
on the area within a buffer and the number
of trips in that area. Thresholds based on
the number of short trips are used to
determine the rating for the criteria. The
analysis assumes that the number of short
trips is evenly distributed throughout the
zone.

 Existing Regional or
municipal cycling network =
3 pts
 Existing Regional trail = 2
pts
 Capital plan or TMP projects
= 2 pts
 Other infill corridor =1 pt

 <15 people +jobs /ha = 0 pts
 15 – 40 people + jobs / ha =
2 pts
 >40 people + jobs /ha = 5
pts

The following points are
assigned based on short trip
thresholds:





< 2000 = 2 pts
2000 – 4000 = 4 pts
4000 – 6000 = 6 pts
6000+ = 8 pts

Major trip generators are identified:
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CALCULATION

Regional Centres*
GO Transit Stations
Postsecondary Institutions
(Durham College/UOIT, Durham
College – Whitby Campus)
Existing Carpool Lots

Each major generator is
assigned 3 pts.
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CRITERION

RATIONALE

EVALUATION OVERVIEW



CALCULATION

High schools
Recreation/community centres

A 500m buffer is assigned around each
corridor and the number of trip generators
within the buffer is used to determine its
rating for the criteria.

Barriers

Major barriers such as rail lines, water
bodies or highways can impede active
transportation. Priority infill corridors that
cross a major barrier can be considered
to provide a critical linkage. Often, the
types of projects that cross barriers are
particularly costly to implement, but it is
important to recognize the value added
to the network from a connectivity
perspective when considering the
additional capital cost.

Major barriers are identified:



Freeways (401, 407, 412, 418,
35/115)
Rail corridors

Each barrier is assigned 3 pts.

The number of barriers that each infill
corridor crosses is used to determine its
rating for the criteria.

This analysis provides a useful methodology for evaluating and comparing infill corridors within
the cycling network. The tool can be used to provide a strong data-based argument for the
importance of these links to the overall cycling network, as well as the potential for cycling along
these corridors relative to each other.
In addition to the infill analysis, links were reviewed from the perspective of feasibility to identify
an appropriate cycling facility and ensure it is feasible to retrofit the facility outside of the context
of a road capital project. On urban roads, facilities were assigned based on the roadway
characteristics including AADT, number of lanes and operating speeds. This means that in each
case, the facility type is based on the appropriate degree of separation for cyclists given the
roadway context.
Note that the assigned facility types represent the minimum desirable facility class. In other
words, a higher order facility would also be acceptable. Instances where the decision may be
made to provide a higher order cycling facility along a corridor include routes which serve
school-aged children, routes that provide access to an important community destination such as
a school, hospital, community centre or major retail, or where the roadway design changes
significantly from what was originally envisioned during the TMP.
Exhibit 4-6 presents the results of the infill analysis and feasibility review. Each key infill
connection identified in the TMP was scored using the infill tool, and the cycling facility and
associated costs were determined. Note that the costs shown in this table illustrate the costs to
provide the identified facility and include both municipal and Regional corridors. In addition,
feasibility notes are included for future consideration as these facilities undergo planning and
design at a higher level of detail than through the TMP. Note that since this review was
conducted, there are a few infill corridors that have been partially or fully implemented by the
Region or area municipalities (e.g., portions of Harwood Avenue, Ashburn Road, Cochrane
Street).
In addition to the table, a corresponding map (refer to Exhibit 4-5) has been prepared to illustrate
the associated infill links for each reference.
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Exhibit 4-6: Summary of Infill Scores & Characteristics of Infill Corridors
ID

ROUTE

INFILL
SCORE

10

Adelaide Avenue - Thornton
Road North to Golf Street

11

20

Altona Road - Strouds Lane to
Finch Avenue

50

Brock Road - Waterfront Trail to
Bayly Street

80
90
100

Croxall Boulevard – Carnwith
Drive West to Columbus Road E
Columbus Road – Ashburn Road
to Croxall Boulevard
Conlin Road - Thornton Road N
to east of Stevenson Road N

FACILITY
TYPE

FACILITY
CLASS

COST
ESTIMATE

Bike Lane

Dedicated
Facility

$

110,000.00

21

Boulevard
Multi-use Path

Separated
Facility

$

572,000.00

29

Boulevard
Multi-use Path

Separated
Facility

$

816,000.00

21

Bike Lane

$

29,500.00

16

Boulevard
Multi-use Path

$

788,000.00

29

Bike Lane

$

37,500.00

Dedicated
Facility
Separated
Facility
Dedicated
Facility

110

Harwood Avenue S - McRae
Road to Bayly Street (Ajax
Waterfront Trail Connection)

33

Buffered Bike
Lane

Dedicated
Facility

$

144,000.00

111

Harwood Avenue S - Lake
Driveway to McRae Road (Ajax
Waterfront Trail Connection)

33

Cycle Track

Separated
Facility

$

47,500.00

120

Henry Street, Whitby GO Station
to north of Highway 401 overpass

26

Boulevard
Multi-use Path

130

Liberty Street N - Concession
Street to Longworth Avenue

11

Bike Lane

140

Longworth Avenue Connectors

7

Bike Lane

150

170

180

500

510

520

Mill Street S - Toronto Street to
Edward Street (Highway 401
Crossing)

Olive Avenue - Harmony
Creek/Florell Park to Townline
Road S
Port Darlington Road - Waterfront
Trail to Lake Road; Lake Road Liberty Street S to Port Darlington
Road (Bowmanville Waterfront
Trail Connection)
Rossland Road W - Cochrane
Street to Brock Street N
Cochrane Street - Vernon
Street/Bonacord Avenue to
Rossland Road
Ashburn Road - Heber Down
Conservation Area to south of
Highway 407
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Separated
Facility

Dedicated
Facility
Dedicated
Facility

$

374,800.00

$

69,500.00

$

45,000.00

FEASIBILITY NOTES
Wide pavement with opportunity
to stripe bike lanes - constrained
between Park Road & Arena
Street
Provide boulevard multi-use
path
Multi-use path could serve both
pedestrians and cyclists.
Selection of side of the road
needs to achieve continuity
while addressing driveway
access. Consider some median
refuge islands to facilitate
pedestrian crossings.
Retrofit bike lanes
Provide boulevard multi-use
path – constrained corridor
Construct bike lanes once road
is urbanized/reconstructed
Volumes potentially supportive
of road diet (<20000 AADT),
consistent with Lower Harwood
Avenue Study.
Consistent with Lower Harwood
Avenue Study.
MTO reconstructing bridge in
2017;MUP to be provided on
one side with appropriate
crossings compared to providing
buffered bike lanes for northsouth continuity.
Crossing enhancements needed
at GO Station signal to facilitate
access into GO Station.
Wide pavement with opportunity
to stripe bike lanes

12

Bike Lane

Dedicated
Facility

$

275,000.00

Opportunity to reconfigure lanes
to three lane cross-section with
bi-directional cycle track on the
west side & provide turn lanes
onto highway ramps. Any work
will require MTO approval &
further traffic study.

4

Bike Lane

Dedicated
Facility

$

68,500.00

Wide pavement with opportunity
to stripe bike lanes

5

Paved
Shoulder

Dedicated
Facility

$

103,275.00

Paved shoulder to be provided
when pavement rehab occurs

N/A*

Boulevard
Multi-use Path

Separated
Facility

$

320,000.00

North side boulevard appears
wide enough to accommodate
an MUP

N/A*

Bike Lane

Dedicated
Facility

$

36,000.00

N/A*

Paved
Shoulder

Dedicated
Facility

$ 1,006,425.00

Sufficient pavement width to
stripe bike lanes
Town of Whitby is planning to
implement in late 2016
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ID
530
190

ROUTE
Heber Down Conservation Area
Multi-Use Path
Rossland Road W - Brock Road
to TransCanada Trail

INFILL
SCORE

FACILITY
TYPE

FACILITY
CLASS

N/A*

Multi-use Path

19

Boulevard
Multi-use Path

Separated
Facility
Separated
Facility

COST
ESTIMATE
$ 1,536,000.00
$

240,000.00

200

Rossland Road E - Hilton Gate to
Audley Road

20

Boulevard
Multi-use Path

Separated
Facility

$

132,000.00

210

Rossland Road W - Ravenscroft
Road to Mullen Park Trail

22

Boulevard
Multi-use Path

Separated
Facility

$

100,000.00

13

Boulevard
Multi-use Path

$

626,000.00

13

Bike Lane

$

41,500.00

20

Boulevard
Multi-use Path

Separated
Facility
Dedicated
Facility
Separated
Facility

$

992,000.00

39

Bike Lane

Dedicated
Facility

$

20,000.00

39

Signed Route

Shared
Facility

$

18,200.00

34

Boulevard
Multi-use Path

Separated
Facility

$

424,000.00

15

Bike Lane

Dedicated
Facility

$

96,500.00

43

Boulevard
Multi-use Path

Separated
Facility

$

660,000.00

230
231
260

270

271

280

290

300

Townline Road N - King Street E
to Adelaide Avenue E
Townline Road S - Olive Avenue
to King Street E
Victoria Street E- Seaboard Gate
to S Blair Street
Rougemount Drive - Kingston
Road to Toynevale Road
(Pickering Waterfront Trail
Connection)
Rougemount Drive - Toynevale
Road to Rosebank Road;
Rosebank Road - Rougement
Drive to Rodd Avenue (Pickering
Waterfront Trail Connection)
Westney Road N - Kingston
Road West to Magill Drive
Wilson Road S - Marwood Drive
to Bloor Street E; Marwood Drive
- Farewell Street to Wilson Road
S; Farewell Street - Harbour
Road to Marwood Drive (Oshawa
Waterfront Trail Connection)
Bayly Street - Liverpool Road to
Brock Road

310

Anderson Street - Dundas Street
E to Rossland Road E

19

Boulevard
Multi-use Path

Separated
Facility

$

124,200.00

320

Garden Street - Dundas Street E
to Julie Payette Public School (to
connect to existing MUP)

17

Boulevard
Multi-use Path

Separated
Facility

$

168,000.00

330

Thornton Road N - King Street W
to Adelaide Ave W

3

Boulevard
Multi-use Path

Separated
Facility

$

284,000.00

340

Conlin Road E - Wilson Road N
to Townline Road N

5

Boulevard
Multi-use Path

Separated
Facility

$

996,000.00

350

Conlin Road E - Simcoe Street N
to Wilson Road N

15

Boulevard
Multi-use Path

Separated
Facility

$

976,000.00

360

Lake Ridge Rd - Columbus Rd W
to Seventh Concession Rd

12

Paved
Shoulder

Dedicated
Facility

$

93,150.00

13

Bike Lane

$

108,500.00

$

680,000.00

410
420
421
422

Adelaide Avenue E - Harmony
Creek Trail to Townline Road N
Rossland Road E - Garden Street
to Thickson Road
Rossland Road - Thickson Road
to Stevenson Road N
Rossland Road E - Stevenson
Road N to Mary Street N
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36
36
36

Boulevard
Multi-use Path
Boulevard
Multi-use Path
Cycle Track

Dedicated
Facility
Separated
Facility
Separated
Facility
Separated
Facility

FEASIBILITY NOTES
Town of Whitby is planning to
implement in 2017

To connect to MUP on North
side of Rossland to the west of
Hilton Gate
Connect to existing trail parallel
to Rossland Road at Mullen
Park
Constrained corridor
Wide pavement with opportunity
to stripe bike lanes

Narrow travel lanes to provide
bike lanes

Consider road diet on Wilson to
accommodate bike lanes.
Provide bike lanes or edgelines
along Marwood Drive/Farewell
Street
Some constrained sections
along corridor
Volumes potentially supportive
of road diet (<20000 AADT) to
construct an on-road buffered
bike lane
Upgrade sidewalk to MUP with
appropriate crossing treatments
to meet up with existing MUP
Volumes potentially supportive
of road diet (<20000 AADT) to
construct an on-road buffered
bike lane
Facility type is largely
dependent on development
within the area
MUP on the south side identified
as the preferred alternative in
Conlin Road EA
Connects routes on Columbus
Rd in Whitby and Seventh
Concession Rd in Pickering
Wide pavement with opportunity
to stripe bike lanes

$ 1,075,000.00
$

400,000.00

Two-way cycling facility more
desirable (on street) as road has
houses with driveways fronting
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INFILL
SCORE

FACILITY
TYPE

FACILITY
CLASS

430

Thornton Road - Adelaide Ave W
to Rossland Road W

15

Boulevard
Multi-use Path

Separated
Facility

$

544,000.00

440

Olive Avenue - Ritson Road to
Harmony Creek

8

Bike Lane

Dedicated
Facility

$

98,000.00

450

Taunton Road W - Audley Road
to Baycliffe Drive

26

Boulevard
Multi-use Path

Separated
Facility

$ 1,182,000.00

N/A*

Boulevard
Multi-use Path

Separated
Facility

$

ID

ROUTE

Thickson Road S - Victoria Street
E to Waterfront Trail (Whitby
460 Waterfront Trail Connection) excluding section between
Wentworth Street & Rail Corridor
Score Ranges

Lowest (3)
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50th percentile

COST
ESTIMATE

568,000.00

FEASIBILITY NOTES
Volumes potentially supportive
of road diet (<20000 AADT) to
construct an on-road buffered
bike lane
Wide pavement with opportunity
to stripe bike lanes
Transition to on-road facilities
may be needed for facilities on
bridge across Hwy 412
(additional cost)
MUP to be constructed by the
Town of Whitby

*N/A indicates that the infill corridor was identified after the initial infill analysis, so no
scores are available.

Highest (43)
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Exhibit 4-7: Map identifying infill link locations and ID numbers
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Network Phasing
The Short-Term Cycling Routes have not been assigned phasing since they are intended to be
entirely completed within the short-term (ten-year) horizon. However, the phasing of the network
within the ten-year period should follow a logical development of the network, as well as
consider opportunities for cost savings. For example, where an infill corridor is proposed
between a capital project and an existing facility, the infill corridor should be implemented
following or in conjunction with the capital project. If it is possible to coordinate the construction
of the cycling project as part of the construction contract for the capital project, some cost
savings may be possible.

Funding Considerations
Implementing the infill projects will require additional spending on cycling infrastructure beyond
corridors identified in the ten-year Regional roads capital plan. The additional spending is used
to help maximize the value of significant investments already being made. For example, infill
projects connect to the existing network, which extends the reach of the existing network and
may provide access to communities previously isolated from existing Regional facilities. Infill
projects also connect cycling infrastructure provided through the capital program to existing
facilities and also to major destinations such as major transit and Regional Centres, thereby
maximizing the value of the capital project investments. In the same way that it would not make
sense to build an isolated transit corridor or road link, the cycling network must be developed in
a connected manner in order to maximize potential use.
It is intended that the Region will include the identified infill connections within Regional rights-ofway in the Region’s annual Regional Road Program Capital Budget and Nine Year Forecast
process for consideration and prioritization with other transportation projects as part of the
Region’s annual business planning and budget process. The Region will also work with
provincial and federal partners to advance the implementation of the key infill connections within
the PCN beyond the capital program, as well as connecting routes between the Waterfront Trail
and Greenbelt Cycling Route, in partnership with area municipalities and other agencies.

5

Conclusions & Recommendations

As the Region grows and intensifies, active transportation (walking and cycling) will become a
mode of choice for more people. Achieving greater levels of active transportation is essential to
addressing a number of strategic goals of the Region from promoting healthy neighbourhoods to
mitigating climate change.
In support of enhanced access to transportation, various network elements have been explored
and identified through this document, including:
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Review of trends to inform the planning of future active transportation facilities;



Mapping of existing walking and cycling activity in the context of current facilities;



Review of potential high demand pedestrian priority corridors;



Review of the Primary Cycling Network of the Regional Cycling Plan, with proposed
additions; and



Identification, evaluation and feasibility review of key infill connections to support ShortTerm Cycling Routes which will help to accelerate cycling infrastructure build-out.
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