STAFF REPORT

DEPARTMENT/FUNCTION:

Operations/Maintenance Division

DEPARTMENT CHAIR:

Councillor G. MacDonald

DATE:

April 5, 2017

REPORT NO:

OP2017-009
Yonge Street (First Street to Eighth Street)
“Road Diet”

RECOMMENDATION
That Council endorse the “road diet” recommendations related to the travel lanes on
Yonge Street from First Street to Eighth Street as outlined in the Staff Report OP2017009; and
That staff be authorized to undertake the work required to implement the
reconfiguration recommendation within the 2017 General Resurfacing budget.
BACKGROUND:
The Town recently requested C.C. Tatham & Associates Ltd. (Tatham), Consulting Engineers
with an expertise in traffic engineering, to review the notion of a “road diet” for Yonge Street
from County Road 93 to King Street. A “road diet” is described as “removing travel lanes from
a road and utilizing the space for other uses.” The resulting available space could then be
used for one or more of the following:
 widening of boulevards, including widening or provision of sidewalks;
 adding bicycle lanes; and/or
 adding a two-way turn lane (TWTL) or centre turn lane
One of the most common configurations for a road diet is the conversion of a 4-lane undivided
road to a 3-lane undivided road consisting of 2 travel lanes (one lane for each direction) and a
common centre turn lane, with the remaining space being used for bicycle lanes.
ANALYSIS:
It is proposed to convert the 4-lane section of Yonge Street from First Street to Eighth Street
utilizing this ‘road diet’ configuration to consist of 2 travel lanes (one lane for each direction), a
common centre turn lane and 2 bicycle lanes (one lane for each direction). The work will be
completed by repaving this section of Yonge Street and repainting the traffic lines to suit the
new proposed configuration.
For more information, we have attached a copy of the Tatham report. Additionally, Michael
Cullip, author of the Tatham report, will be in attendance at the April 10, 2017 General
Committee meeting to answer any questions Council may have related to his report.
General Committee
April 10, 2017
Report OP2017-009
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SUSTAINABILITY:
This recommendation is consistent with the following sustainability plan goals:
Design efficient public facilities in harmony with natural systems: transportation
systems
Reduce the impact that transportation has on the watershed’s contribution to
greenhouse gas emissions
Promote wellness of mind, body and soul: safety
Reduce motorized vehicle collisions/ crashes and fatalities
Improve the safety of alternative transportation modes, particularly cycling
COUNCIL’S STRATEGIC PLAN
This report is consistent with the following Council Strategic Plan priorities:
Priority: A Healthy Sustainable Community
Strategic Action: Improved Quality of Life
Focus on opportunities to increase affordable housing in Midland. Focus on access to
and the retention of existing health care services in Midland. Advance pilot projects
under the Sustainability Plan and explore opportunities to advance the Energy
Conservation & Demand Management Plan. Consider opportunities to explore
walkability, livability and active transportation. Explore the development of an AntiPoverty Strategy and consider ways in which the Town could support more active
engagement of lower income families in Town-operated recreational activities.
CONCLUSION:
It is recommended that Council endorse the proposed recommendation made by C.C. Tatham
& Associates Ltd. to reconfigure the travel lanes on Yonge Street from First Street to Eighth
Street to include 2 travel lanes (one eastbound, one westbound), one centre turn lane and 2
bicycle lanes (one eastbound, one westbound). Staff is of the view that these changes can be
undertaken within the funding envelope for general repaving works.
It should be noted that the budget includes money to repave this section of Yonge Street in
2017. Staff are now working with the Contractor to schedule these paving works to be
completed as soon after the spring sand clean-up as possible (this resurfacing project was
deferred from the 2016 works tendered and awarded to Georgian Paving Ltd.). Line painting
will be scheduled shortly after the resurfacing work has been completed.

General Committee
April 10, 2017
Report OP2017-009
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FINANCIAL IMPACT:
The 2017 General Resurfacing budget submission contains an amount of $242,000.00 to
resurface Yonge Street from First Street to Eighth Street, which would include the new line
painting configuration.

Prepared by: Shawn Berriault, Director of Operations
Reviewed by: John Skorobohacz, Chief Administrative Officer
/aps
Attachment
cc:

R. Dalziel, Manager of Maintenance Operations
L. Bergstrome, Operations Technician

General Committee
April 10, 2017
Report OP2017-009
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March 10, 2017

via mail & e-mail (sberriault@midland.ca)
CCTA File 113126

Shawn Berriault
Director of Public Works
Town of Midland
575 Dominion Ave W
Midland, ON L4R 1R2
Re:

Yonge Street, Midland
Consideration for a Road Diet

Dear Shawn:
Further to your request, we have reviewed the notion of a “road diet” for Yonge Street from County
Road 93 to King Street. Our findings are summarized herein.

What is a Road Diet?
A Road Diet is generally described as “removing travel lanes from a road and utilizing the space for
other uses.” 1 This reduction in the number of travel lanes allows systematic improvements to be
realized with the ultimate goal (and realization) of improving safety. The resulting available space can
be used for the following:


widening of boulevards including widening or provision of sidewalks;



adding bicycle lanes; and/or



adding a two-way left turn lane (TWLTL) or centre turn lane.

One of the most common configurations for a road diet is the conversion of a 4-lane undivided road to
a 3-lane undivided road consisting of 2 through lanes and a centre turn lane. Typical examples of
such road diet configurations are illustrated in Figure 1, illustrating the provision of a centre turn lane
with the remaining space being utilized for an additional buffer to the travel lane or provision of bicycle
lanes. For consideration of a road diet on Yonge Street in the Town of Midland, we understand the
provision of bicycle lanes is desired, reflective of the Town’s Active Transportation objectives.
1

Road Diet Handbook: Setting Trends for Livable Streets. J. Rosales, Institute of Transportation Engineers, Washington,
DC, 2006.

Benefits & Drawbacks of a Road Diet
Benefits
As detailed in the Road Diet Information Guide prepared by the Federal Highway Administration
(FHWA) 2 , the conversion of a 4-lane road to a 3-lane road with a centre turn lane can provide the
following benefits (refer also to Figure 2 for illustrations of the reduced conflict points and increased
sight distances):
Safety Benefits





reduction in travel speeds
reduction in vehicle conflict points
improved sight distances for turning motorists
reduction in vehicle collisions

Pedestrian & Cyclist Benefits





creates additional space for pedestrian and/or
cyclist facilities (ie. sidewalks or bicycle lanes)
reduction in vehicle travel speeds
reduction in road width for crossings
centre turn lane provides refuge area for road
crossings

Operational Benefits





provision of separate left turn lanes
fewer lanes to cross for side street traffic
reduction in speed differentials
use of centre turn lane by emergency services

Livability Benefits


quality of life can be improved through
provision of bicycle lanes, pedestrian
improvements and reduced travel speeds

Drawbacks
Road diets have the following potential drawbacks:





increased delay at unsignalized access points as there is only 1 lane per direction to accommodate
opposing vehicles;
loss of passing opportunities along the road;
impacts to speed and reliability of transit service; and
increased travel delays.

Under most average daily traffic conditions where road diets have been applied, there have been
minimal effects on vehicle capacity, because left-turning vehicles are moved into the centre turn lane 3.
However, for road diets with daily traffic volumes exceeding 20,000 vehicles, there is a greater
likelihood that traffic congestion will increase to the point of diverting traffic to alternate routes. 4

Road Diet Information Guide. U.S. Department of Transportation Federal Highway Administration, November 2014.
Road Diets: Fixing the Big Roads. Burden, D. P. Lagerway, March 1999.
4 Evaluation of Lane Reduction 'Road Diet' Measures and Their Effects on Crashes and Injuries. Federal Highway
Administration.
2
3
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Feasibility of a Road Diet
The Road Diet Information Guide notes a number of factors which should be considered when
determining the feasibility of a site for a road diet. Key aspects for each are detailed below, whereas a
summary of the factors, their characteristics and a series of sample evaluative questions is provided in
Appendix A.

Safety
Four-lane undivided roads have inherent design aspects that make them more susceptible to crashes.
Left turning and through movements sharing a single lane contributes to rear-end crashes, left-turn
crashes, and speed discrepancies. In most cases, 4-lane undivided roads do not include provisions
for cyclists and most have no refuge for pedestrians to cross 4 lanes of traffic.
An increase in safety resulting from a road diet may be attributed to a reduction in speed and speed
variability along the road, a decrease in the number of conflict points between vehicles, improved sight
distance for the major-street left-turn vehicles, and reduction in the number of lanes to be crossed for
turns and side-street entries. The Iowa road diet guidelines 5 indicate the total number of crashes is
typically reduced (from 17 to 62% for the case studies identified) when a 4-lane undivided road is
converted to a 3-lane cross section.

Speed
Road diets can reduce the speed differential between vehicles given that they must all operate in the
same lane. Studies have shown reductions in the overall travel speed in the order of 5 to 10 km/h.

Level of Service
Road corridors with a number of closely spaced signalized intersections may have a larger impact on
the road diet operations due to queuing at adjacent intersections. As necessary, this can be often
addressed through adjustment to the intersection signal timing plans.
For through traffic within the corridor, delays due to turning traffic will decrease in that they would no
longer be impeded by left turning traffic (as they would queue and complete their turns from the centre
turn lane). However, as all through traffic will be required to travel in a single lane with expected
reductions in average speeds, the overall travel times through the corridor may increase for through
traffic (level of service is derived from vehicle speed, which will be dictated by the number of travel
lanes, number of intersections and driveways, and turning volumes). Similarly, delays for left turning

5

Guidelines for the Conversion of Urban Four-Lane Undivided Roadways to Three-Lane Two-Way Left-Turn Lane Facilities
Final Report. Iowa Department of Transportation, April 2001.
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traffic may increase recognizing that opposing traffic would be within a single lane versus two lanes,
which will reduce the number of gaps available to accommodate the left turn.

Quality of Service
Quality of service is a quantitative indicator of the operational conditions of the road corridor and the
user’s perception of such. Quality of service for automobile traffic relates back to the level of service,
as measured by vehicle speed. For pedestrians and cyclists, the quality of service is likely to improve
with a road diet should additional facilities be provided (eg. sidewalks or bicycle lanes) and/or through
reduction in travel speeds, road widths and separation between vehicles and other road users.

Traffic Volumes
The average daily traffic volume is a good initial indicator of whether a road diet should be considered.
Various studies have been quoted with upper daily volume thresholds in the order of 15,000 to 24,000
vehicles per day. Four-lane undivided roads with an average daily traffic between 8,400 and 24,000
vpd, and a relatively wide range of traffic flow and physical characteristics have been successfully
converted to 3-lane cross sections in many areas of the United States. The FHWA advises that roads
serving 20,000 vehicles per day or less may be good candidates for a road diet and should be
evaluated for feasibility.
Further to the daily volumes, the peak hour volume in the peak direction should also be considered in
that this volume will dictate the levels of service and operating conditions during the peak hour, when
operations are most critical (and thus any operational impacts stemming from a reduction in travel
lanes will be greatest). Peak-hour volumes along urban roads are typically in the order of 8 to 12% of
the daily volumes. The Iowa road diet guidelines suggest, from an operational perspective, the
following volume-based road diet feasibility conclusions (assuming a 50/50 directional split and 10% of
the daily traffic volume during the peak hour):






probably feasible at or below 750 vehicles per hour (vph) per direction during the peak hour (which
translates to less than 15,000 vehicles per day);
consider cautiously between 750 to 875 vph per direction during the peak hour (ie. 15,000 to
17,500 vehicles per day); and
feasibility less likely above 875 vph per direction during the peak hour and expect reduced arterial
level of service during the peak period (ie. greater than 17,500 vehicles per day).

Turning Volumes & Patterns
Road safety and operations are influenced by the volume and patterns of turning vehicles given the
associated conflicts. As the number of intersections and driveways increase, so to will the number of
turning movements and thus a 4-lane road will begin to operate as a defacto 3-lane road (ie. the inside
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through lanes are consumed by turning vehicles and thus through traffic is constrained to the outside
lanes). In these instances, the operational impacts associated with a road diet are lessened.
With the provision of a centre turn lane, offset intersections can be problematic in that vehicles
entering the centre turn lane from opposite directions will be vying for the same space from which to
complete their turns.

Frequently Stopping & Slow Moving Vehicles
The number and frequency of slow moving and frequently stopping vehicles within the road corridor
must also be considered in that these vehicles will have a greater impact on the operations of a 3-lane
road as compared to a 4-lane road given the inability of other vehicles to legally pass them during their
operations. This would include transit with curb-side stops, garbage/recyclable/organics collection,
and school buses, the impacts of which will be particularly greater during the peak hours.

Pedestrians & Cyclists
The introduction of a road diet presents an opportunity to dedicate more space to other road users (eg.
pedestrians and cyclists) and create a more balanced transportation system. For cyclists, road diets
often include adding bicycle lanes to a street with little or no accommodation otherwise. This can
make the route an option for many who would have been too intimidated to use the street previously.
For pedestrians, road diets help reduce vehicle speeds and speed differentials midblock, making
crossings easier and safer. Within constrained rights-of-way where sidewalks are in close proximity to
the road, the reduction in road width resulting from the road diet will provide a greater degree of
separation between pedestrian and vehicular traffic, thus providing a greater level of comfort to those
on the sidewalk.

Other Factors
Other factors that should be considered in determining the feasibility of a road diet include:


the presence of vehicles loading/unloading within the curb lane;



the proximity of parallel routes and potential for traffic volumes to divert to these routes;



the presence of on-street parking;



the presence of at-grade crossings and potential impacts resulting from longer traffic queues due to
the lane reductions.
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Yonge Street Conditions
Road Configuration & Cross-Section
As per the Town’s Official Plan, Yonge Street is classified as an arterial road from County Road 93 to
King Street. In this respect, it is considered a key travel corridor.
Throughout the length, 2 lanes are provided per direction (ie. 4-lane cross-section), with additional turn
lanes provided at its intersections with County Road 93 to the west and King Street to the east. Lane
widths are approximately 3.5 metres in width, and thus the 4-lane cross-section has a 14.0 metre
paved surface.
No Parking signs are posted to restrict parking on both sides of the road. Truck route signs are also
posted, reflective of its arterial road status and recognition of being a key east-west corridor into the
Town.

Intersections & Traffic Control
Apart from its signalized intersections at County Road 93 and King Street, there are traffic signals at
the intersections with Simcoe Boulevard/Keller Drive, Eighth Street (3-way intersection) and Fourth
Street (Intersection Pedestrian Signal only). The resulting spacings between the signalized
intersections are illustrated in Figure 3, varying from 480 to 700 metres. Given this spacing and our
understanding of the traffic volumes and associated traffic operations, there are no significant traffic
queues that develop along Yonge Street that would impede operations.
In addition to the signalized intersections noted above, there are 17 additional intersections which
operate under stop control on the intersecting roads, all of which are T intersections (ie. only 3 road
approaches).
On average, considering both the signalized and unsignalized intersections, there is an intersection
every 112.5 metres along the 2.25 km length of Yonge Street.

Abutting Development & Access
The lands abutting Yonge Street are largely developed and consist primarily of single residential lots
with direct frontage (and hence driveway access) to Yonge Street. There are a number of commercial
and institutional uses as well (including a gas station, church, motel, retirement home, restaurants, the
court house, and several small strip plazas and commercial units). Given this level of development,
there are a significant number of driveways along Yonge Street - 65 driveways on the north side of the
road and 48 driveways on the south side. Overall, this translates to 1 driveway every 20 metres on
average over its 2.25 km length.
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Pedestrian & Cyclist Facilities
A continuous sidewalk is provided on the north side from King Street to County Road 93. On the south
side, the sidewalk extends from King Street to just west of Cornell Drive (beyond which there is
reduced development on the south side). It is noted that the sidewalks are in close proximity to the
edge of the travel lane given that the right-of-way is only 20 metres and accommodates a 4-lane road
(14.0 metres wide). Typically, the separation is approximately 1.3 metres, further reduced on the north
side between Fifth Street and Second Street to approximately 0.6 metres. It is only from just east of
Hartman Drive to the west, where the right-of-way is 25 metres (an additional 5 metres has been
secured on the north side), that the sidewalk is well removed from the edge of the road, thus providing
greater comfort to pedestrians.
As previously noted, there is an Intersection Pedestrian Signal at the Fourth Street intersection which
provides pedestrians an opportunity to cross Yonge Street under signalized control. There is also a
marked zebra crossing at Sixth Street to accommodate students crossing to the adjacent Mundy’s Bay
Public School. Pedestrian signals and crosswalks are otherwise provided at the signalized
intersections with County Road 93, Simcoe Boulevard/Keller Drive, Eighth Street and Yonge Street.

Transit & School Bus Service
Midland Transit operates the North Route along Yonge Street from First Street to County Road 93,
travelling only in the westerly direction, with hourly service from 6:45 AM to 5:45 PM. Bus shelters are
located at Hartman Drive and Simcoe Boulevard (both on the north side), otherwise it is understood
the transit service operates on a “hail bus” method where patrons can simply stop the bus at any
location provided traffic flows permit.
For students enrolled in the Simcoe Muskoka Catholic District School Board, bus service is offered to
elementary school students residing on Yonge Street and secondary school students who live west of
Norene Street. Students enrolled in the Simcoe County District School Board are considered within
walking distance to their associated schools and thus bus service is not offered.

Other Services
Curb-side pick-up of garbage, recyclables and organics is provided on Tuesday mornings along both
sides of Yonge Street.

Posted & Travel Speeds
The posted speed on Yonge Street is 50 km/h, reflective of the built-up urban environment. There is a
short section from west of Seventh Street to east of Sixth Street through which the posted speed is
reduced to 40 km/h given the adjacent Mundy’s Bay Public School (via “40 km/h when lights flashing”
signs). A Community Safety Zone has also been established from west of Seventh Street to east of
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Fourth Street, which serves to further enforce the speed limit recognizing that speed fines are double
within these zones.
No information has been made available with respect to actual travel speeds although it is understood
that there is a perceived issue with trucks travelling in excess of the posted speed limit.

Existing Traffic Volumes
Traffic volumes along Yonge Street have been obtained from the following traffic counts (as attached
in Appendix B):


intersection turning movement count at the County Road 93 intersection – June 2013;



24 hour traffic count (over 1 day) on Yonge Street east of Yonge Street – April 2008;





24 hour traffic count (over 8 days) on Yonge Street east of Eighth Street – October/November
2009; and
intersection turning movement count at the King Street intersection – August 2010.

A summary of the resulting AM and PM peak hour volumes on Yonge Street is presented in Table 1.
Table 1: Yonge Street Traffic Counts
Location
East of
County Road 93
East of
Eighth St
West of
King Street

AM Peak Hour

PM Peak Hour

Year of
Count

WB

EB

Total

WB

EB

Total

2013

243

338

581

398

437

835

2008

313

403

716

506

490

996

2009

430

518

948

611

542

1153

2010

388

289

677

548

511

1059

In comparing the 2008, 2009 and 2010 volumes (given that these occurred within a few years of one
another), the data suggests volumes are greatest in the area of 8th Street and lesser towards the west
and east limits of the road section (County Road 93 and King Street respectively). This is
understandable given the number of intersecting streets that service Yonge Street and provide
connections to the built-up areas. In reviewing all of the available count data, the PM peak hour
volumes are consistently higher than the AM peak hour volumes (increases are in the order of 20 to
56%) and thus the PM peak hour is considered the critical period.
To reflect current traffic volumes, the above noted data was increased by 1.5% per annum through to
the year 2017, the results of which are presented in Table 2. The 1.5% annual increase corresponds
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to the anticipated population increase from 16,572 persons in 2011 to 22,500 persons in 2031 as per
the Places to Grow Growth Plan for the Greater Golden Horseshoe 6. It is noted that growth from the
year 2006 to 2011 showed an annual increase of only 0.3% (increase from 16,330 to 16,572 persons).
For the volumes east of County Road 93, only the greater volume from the 2 count sources has been
carried forward to reflect the worse case scenario.
Table 2: 2017 Yonge Street Traffic Volumes
Location
East of
County Road 93
East of
Eighth St
West of
King Street

AM Peak Hour

PM Peak Hour

Year of
Count

WB

EB

Total

WB

EB

Total

2017

260

360

620

425

465

890

2017

360

465

825

585

565

1145

2017

490

590

1075

695

615

1305

Truck traffic was specifically counted as part of the turning movement counts undertaken at County
Road 93 and King Street. The data reflects truck volumes in the order of 26 to 30 trucks during the
peak hours east of County Road 93 (accounting for 3 to 5% of the total volume) and 7 to 10 trucks
during the peak hours west of King Street (1 to 3% of the total). These are not considered significant
volumes, translating to 1 truck every 2 to 8 minutes.
The 2009 traffic count east of Eighth Street also yielded an average daily volume of 11,300 vehicles
over the 8 day count period. When projected to 2017 (employing an annual growth of 1.5%), the
current daily volume is estimated at 12,800 vehicles.

Future Traffic Volumes
To consider future operations and conditions, traffic volumes for the 2031 horizon were established
based on the 1.5% annual growth rate previously noted. The resulting volumes are presented in Table
3. As noted, the peak hour peak directional volumes are anticipated to be in the order of 720 to 860
vehicles.
Using the same growth rates, the daily volume on Yonge Street projected east of Eighth Street is
15,800 for the 2031 horizon.

6

Places to Grow Growth Plan for the Greater Golden Horseshoe. Ministry of Infrastructure, 2006. Office Consolidation,
January 2012.

Shawn Berriault
Town of Midland

Page 9 of 13
March 10, 2017

Table 3: 2031 Yonge Street Traffic Volumes
Location
East of
County Road 93
East of
Eighth St
West of
King Street

AM Peak Hour

PM Peak Hour

Year of
Count

WB

EB

Total

WB

EB

Total

2031

445

575

1020

720

700

1420

2031

605

730

1330

860

760

1615

2031

535

400

935

760

705

1460

Consideration of a Road Diet for Yonge Street
Proposed 3-Lane Cross-Section (Road Diet)
For the subject section of Yonge Street, consideration has been given to implementation of a road diet,
which would reduce the existing 4-lane road to a 3-lane road providing 1 lane per direction, a centre
turn lane and bicycle lanes on both sides. The proposed conversion is illustrated in Figure 1 and
detailed below:
4-Lane Cross Section



4 vehicle lanes x 3.5m
total road width of 14.0m

3-Lane Cross-Section (Road Diet)





2 bicycle lanes x 1.5m
2 vehicle lanes x 3.5 m
centre turn lane x 4.0m
total road width of 14.0m

Appropriateness of Existing Road Platform
As indicated, the overall road width can be maintained and thus the implementation of the road diet
would not require any modifications to the existing curb and gutter or storm sewer systems.
Modifications would be required to the following:







pavement markings delineating the travel lanes (and additional markings to delineate and
designate the centre turn lane and bicycle lanes);
stop bar placement at signalized intersections;
placement of signal heads at the Simcoe Boulevard/Keller Drive, Eighth Street and Fourth Street
signals; and
lane transitions at County Road 93 and King Street.

With respect to the last point, the lane configurations at the intersections are not expected to change.
Rather there would be a transition from the 3-lane cross-section to the existing lane configurations (5Shawn Berriault
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lanes) which would include appropriate lane merges/diverges and start/end transitions for the bicycle
lanes.

Appropriateness of Traffic Volumes & Operations
As previously indicated, road diets have been successfully employed on roads serving up to 24,000
vehicles per day. As per the 2031 projections, volumes on Yonge Street are estimated at 15,800
which is well below the noted level.
The Iowa road diet guidelines indicate road diets are probably feasible at or below 750 vehicles per
hour per direction and should be considered cautiously when volumes are between 750 to 875
vehicles per hour per lane. As per the 2031 projections, volumes during the AM peak hour are
projected at 730 vehicles or less whereas during the PM peak hour, volumes are 860 or less. As such,
they fall within the ranges noted for which no reduction in the arterial level of service will result. To
further consider the resulting operations and levels of service, detailed operational reviews should be
undertaken along Yonge Street and its key intersections, which is considered beyond the scope of this
preliminary assessment.

Appropriateness of Intersections
Apart from the signalized intersections at County Road 93 and King Street, there are only 3 other
signalized intersections along Yonge Street, one of which is a 3-legged intersection and another is an
Intersection Pedestrian Signal (activated only be pedestrian traffic). In this regard, we do not
anticipate any issues with traffic queues extending to upstream intersections or interfering with other
intersection operations.
There are 2 instances where unsignalized 3-legged intersections are relatively closely spaced and thus
the resulting “offset” could cause conflict should opposing left turns advance on both streets
simultaneously. However, these are not considered critical given the anticipated turning traffic
volumes at these locations.

Implications to Travel Speeds
While we do not have information on travel speeds, studies suggest that the introduction of a road diet
will likely lead to a reduction in speed differentials and the overall travel speeds, both of which will yield
positive benefits with respect to safety. While slower speeds may translate to longer travel times,
such, is not considered significant in context of the total length of road considered (2.25 km).
Should additional measures be required to further reduced travel speeds, consideration should be
given to increased police enforcement (in both duration and frequency) and/or the installation of
dynamic speed signs which provide instant feedback to motorists as to their actual travel speed (and a
message if required – “Slow down, too fast”).
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Impacts to Transit & Other Service Providers
Through the elimination of a travel lane, all vehicles will be required to share a single lane per
direction. In this regard, there is the increased potential for delays stemming from curb-side services
including Midland Transit (which is limited to hourly service) and garbage/recycling/organics collections
(which is limited to Tuesday mornings). Motorists approaching from behind would otherwise have an
opportunity to change lanes and navigate around any slower moving or stopped vehicles and thus the
impacts would be minimal. With the lane diet, such will not be available. That being said, it would be
expected that the curb-side service would utilize the bicycle lane if appropriate and that following
motorists would utilize the centre turn lane to pass such vehicles.

Improvements to Pedestrian & Bicycle Facilities
The provision of bicycle lanes will have obvious benefits to the cycling community and will help
develop and foster the Town’s Active Transportation program. In addition, these lanes will provide
additional separation between the vehicle travel lanes and the existing sidewalks that are otherwise in
close proximity to the road. This will improve the quality of service to pedestrians, particularly in the
winter as it is likely that the bicycle lanes could also be used for snow storage.

Use of Alternative Parallel Routes
In considering the Town’s road network, there are no immediately adjacent east-west alternatives to
the use of Yonge Street with the exception of Hugel Avenue. Hugel Avenue is classified as a collector
road and thus is expected to serve higher traffic volumes as compared to typical residential roads. As
per 2010 traffic counts on Hugel Avenue at King Street and Eighth Street, volumes on Hugel Avenue
are approximately 40 to 60% of the volumes on Yonge Street and thus could accommodate some shift
in motorists should such occur. Access to Hugel Avenue is limited along the west end of Yonge
Street, thus limiting the potential for motorists to seek out this alternative route. As Hugel Avenue
provides only 1 lane per direction (as would the 3-lane cross section on Yonge Street), its use may not
be perceived as preferred over Yonge Street. There are no local residential roads within the
immediate area along which we would expect volumes to increase should motorists seek out
alternative routes.

Other Considerations
There is no on-street parking permitted on Yonge Street that would be eliminated or impacted with the
road diet. Likewise, by inference, loading/unloading from the curb lane is not permitted. Similarly,
there are no at-grade rail crossings in the area to consider.
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Summary
In considering the implementation of a road diet for Yonge Street, the Town should consider which is
their priority:


improving traffic and pedestrian safety while maintaining acceptable traffic flow; or



moving traffic with a minimum amount of delay and accepting higher safety risks.

In consideration of the various factors considered to address the feasibility of a road diet and the
information with respect to current traffic volumes and operations along Yonge Street, it would appear
that a road diet is feasible and would provide benefit to the road users (eg. reduced travel speeds,
increased safety for motorists, cyclists and pedestrians, and improved quality of life). While there are
some drawbacks relating to increased travel times and potential delays due to curb-side service, such
are not expected to be significant. A more detailed operational review and analysis, complete with
updated traffic and speed counts, along Yonge Street and at its key intersections, is recommended to
confirm the appropriateness of a road diet from a traffic operations perspective.
Should you have any comments or questions, please do not hesitate to contact us.
Yours truly,
C.C. Tatham & Associates Ltd.

Michael Cullip, P.Eng
Director, Manager - Transportation & Municipal Engineering
MJC:mjc
I:\2013 Projects\113126 - Town of Midland Advice\Documents\Correspondence\L - Midland (Berriault) - Yonge Street.docx
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4-Lane Cross-Section
Existing Configuration
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source: Road Diet Informational Guide, FHWA Safety Program.

Indian Circle Review of Guiderail Installation

Figure

Typical Road Diet Configurations
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source: Road Diet Informational Guide, FHWA Safety Program.
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Road Conflicts – 4-Lane Road vs 3-Lane Road

2

Intersection
Pedestrian
Signal (IPS)

N

signalized intersection
unsignalized intersection
source: Simcoe Maps

Indian Circle Review of Guiderail Installation

Figure

Yonge Street Intersections
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Appendix A:
Road Diet Feasibility Factors

Appendix B – Feasibility Determination Factors, Characteristics,
			
and Sample Evaluative Questions
Factor
Roadway Function and
Environment

Characteristics
• Actual, Expected, and Desired Primary
Function (Access, Mobility, or a Combination
of the Two)
• Community Objectives or Goals for the
Roadway
• Available Right-of-Way
• Current and Expected Adjacent Land Use
• Jurisdictional Plan or Policy for Conversions
• Jurisdictional Context Sensitive or Complete
Street Policy

Sample Evaluative Questions
• What is the primary current, expected, and desired
function of the roadway?
• Is the roadway primarily a collector or minor arterial
roadway?
• Does the current roadway primarily operate as a “de
facto” three-lane cross section?
• Is the goal for the roadway improvement increased
safety with somewhat lower mobility?
• Is the right-of-way limited?
• Will the adjacent land use remain relatively stable
throughout the design period?
• Will the proposed cross section match the desired
function of the roadway?
• Will the answers to the above questions remain the
same throughout the design period of the project?
• Does the jurisdiction have a plan or policy related to
these types of conversions?
• Does the jurisdiction have a context sensitive or
Complete Streets policy that may apply?

Crash Types and Patterns

• Type of Crashes
• Location of Crashes

• Can the crashes that are occurring be reduced with a
conversion?

• Number and Location of Pedestrians and
Bicyclists

• Will a reduction in speed and speed variability increase
safety?

• Parallel Parking Needs

• Are there safety concerns related to parallel parking
maneuvers?
• Do pedestrians and bicyclists have safety concerns?

Pedestrian and Bike
Activity

• Number and Location of Pedestrians
• Number and Location of Bicyclist Use
• Characteristics of Pedestrians and Bicyclists
(e.g., Age)
• Bicycle and Pedestrian Friendliness of
Roadway

• Do pedestrians and bicyclists have safety concerns?
• Will the addition of a TWLTL assist pedestrians and
bicyclists?

• Cross-section Width

• How will pedestrians and bicyclists interact with parallel
parking?

• Parallel Parking Need

• Can a bike lane be added after the conversion?

• Bus Stop Locations
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• What is the pedestrian and bicyclist friendliness of the
roadway?

Factor
Overall Traffic Volume and
Level of Service

Characteristics
• Total Daily Volume
• Peak-Hour Volume (Morning/Noon/Evening)
• Directional Split
• Intersection and Arterial Level of Service
• Side Street and Driveway Vehicle Delay
• Volume of Frequent-Stop or Slow-Moving
Vehicles
• Vehicle Classification
• Signal Timing or Phasing
• Arterial Travel Speeds and Vehicle Delays

Turning Volumes and
Patterns

Sample Evaluative Questions
• What is an acceptable increase in minor street or signalrelated delay due to the conversion?
• Is a decrease in arterial travel speed of 5 mph or less
acceptable?
• What is an acceptable reduction in intersection level of
service?
• What level of daily traffic volume and peak hour exists or
is expected in the design year?
• Does the signal timing or phasing need to be changed?
• Does the current roadway primarily operate as a “de
facto” three-lane cross section?

• Existence of Turn Lanes

• What is the potential impact during off-peak hours?

• Number and Location of Turn Volumes and
Access Points

• Does the signal timing or phasing need to be changed
or optimized?

• Peak Time Period of Turn Volumes

• How important is it that right-turning vehicles quickly
enter or exit the roadway?

• Existence of Left-Turn and Right-Turn Lanes
• Design of Access Points and Intersections
• Turn Volume of Frequent-Stop or SlowMoving Vehicles
• Minor Street and Access Point Vehicle Delay
• Signal Timing or Phasing

• Do the access point and intersections need to be
redesigned (e.g., radii, approach slopes, location)?
• Are right-turn lanes needed at particular locations?
• Does the proposed marking allow the design vehicle
(e.g., tractor-trailer) to turn properly?
• What is an acceptable increase in minor street vehicle
delay and left-turning vehicle delay?
• Does the current roadway primarily operate as a “de
facto” three-lane cross section?

Frequent-Stop and/or
Slow-Moving Vehicles

• Volume, Location, and Time of Frequent-Stop • What is the acceptable delay with respect to frequentand/or Slow-Moving Vehicles
stop and/or slow-moving vehicles?
• Type, Design (Length, Width, Turning Radius,
etc.) and Speed of Vehicles

• Can these vehicles turn properly at the access points
and intersections?

• Arterial Travel Speeds and Vehicle Delays

• Can passing prohibitions be feasibly enforced?

• Level of Enforcement for Proper TWLTL Use
(i.e., No Passing Allowed)

• Are there locations for pull-outs for these vehicles?
• Can some or all of the stop locations for the frequentstop vehicles be combined?
• What are the potential peak and off-peak impacts?
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Factor
Weaving, Speed, and
Queues

Characteristics

Sample Evaluative Questions

• Signal Timing or Phasing
• Number of Existing Lane Changes
• Turn Volume and Location
• Arterial Travel Speeds and Vehicle Delays
• Level of Enforcement for Proper TWLTL Use
(i.e., No Passing Allowed)
• Number and Location of Turn Volumes and
Access Points
• Peak Time Period of Turn Volumes
• Existence of Left-Turn and Right-Turn Lanes
• Design of Access Points and Intersections
• Turn Volume of Frequent-Stop or SlowMoving Vehicles
• Minor Street and Access Point Vehicle Delay
• Queue Length

• Does the signal timing or phasing need to be changed
or optimized?
• How important is it that right-turning vehicles quickly
enter or exit the roadway?
• Do the access point and intersections need to be
redesigned (e.g., radii, approach slopes, location)?
• Are right-turn lanes needed at particular locations?
• What is an acceptable increase in minor street and leftturning vehicle delay?
• Is a decrease in arterial travel speed of 5 miles per hour
or less acceptable?
• What is an acceptable change in queues?
• Are there safety concerns related to weaving?
• Can no passing be enforced?
• Can drivers be educated about proper use of TWLTL?
• Is a reduction in speeders and speed variability
preferred?

• Number of Speeders

• Can all the old markings be completely removed?
• Does the current roadway primarily operate as a “de
facto” three-lane cross section?
Right-of-Way Availability,
Cost, and Acquisition
Impacts

• Available Right-of-Way

• Is the right-of-way limited?

• Cost of Right-of-Way

• Will the cost of right-of-way acquisition be significant?

• Existence of Left-Turn and Right-Turn Lanes

• Do the access point and intersections need to be
redesigned (e.g., radii, approach slopes, location)?

• Design of Access Points and Intersections
• Number of Properties Needed and
Environmental Impacts (e.g., Tree Removal)
• Cross Section Width

• Are right-turn lanes needed at particular locations?
• What is necessary in the cross section (e.g., bike lane,
parallel parking, etc.)?

• Parallel Parking Needs

General Characteristics
Parallel Roadways

• Roadway Network Layout
• Volume and Characteristics of Through
Vehicles Diverted
• Impact of Diversion on Parallel Roadways

• Is a decrease in arterial travel speed of 5 miles per hour
or less acceptable?
• Does the signal timing or phasing need to change or be
optimized?
• Will conversion divert through vehicles to parallel
roadways?
• Is it possible to avoid or reroute the diverted traffic?
• What is the impact on the parallel roadway
environment?
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Factor
Offset Minor Street
Intersections

Characteristics
• Volume and Time of Left Turns

Sample Evaluative Questions

• Queue Lengths

• Do left turns occur into both minor street and access
point approaches at a similar time?

• Distance between Minor Street Approaches

• Are the left-turn volumes significant?
• Will the left-turn volumes produce queues in the
through lanes of a three-lane roadway?

Parallel Parking

• Parallel Parking Needs

• Does parallel parking exist?

• Number of Parking Maneuvers

• How many parking maneuvers occur during peak travel
times?

• Operational and Safety Impacts of Parallel
Parking
• Design of Existing or Proposed Parallel
Parking

• What are the safety and delay concerns related to
parallel parking maneuvers?
• Is it possible to design these spaces for easy entry or exit
(i.e., to minimize delay)?
• Will it be necessary to reduce the number of parking
spaces?
• Does parallel parking reduce the ability of vehicles to
turn in and out of minor streets and access points?

Corner Radii

• Design of Access Points and Intersections
• Number and Location of Turn Volumes and
Access Points

At-Grade Railroad
Crossing

• How important is it that right-turning vehicles quickly
enter or exit the roadway?

• Peak Time Period of Turn Volumes

• Do the access points and intersections need to be
redesigned (e.g., radii, approach slopes, location)?

• Existence of Left-Turn and Right-Turn Lanes

• Are right-turn lanes needed at particular locations?

• Turn Volume of Frequent-Stop or SlowMoving Vehicles

• Does the proposed marking allow the design vehicle
(e.g., tractor-trailer) to turn properly?

• Minor Street and Access Point Vehicle Delay

• Do parallel parking spaces need to be removed to allow
proper turning?

• Volume, Location, and Time of Train Crossing

• Do trains cross during peak travel periods?

• Length of Crossing Train

• What is the typical delay from a train crossing?

• Delay Impacts of Train Crossing

• Is double the current queue length (with four-lane
undivided cross section) at a railroad at-grade crossing
acceptable?

• Queue Impacts of Train Crossing
• Total Daily Vehicle Volume
• Peak-Hour Vehicle Volume (Morning/Noon/
Evening)

• Is there a nearby parallel at-grade intersection where
impacts may need to be mitigated?

• Directional Split of Vehicles

Adapted from Knapp, Welch, and Witmer, 1999.
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Appendix B:
Traffic Counts

Ontario Traffic Inc
Specified Period
From: 6:00:00
9:00:00
To:

Morning Peak Diagram
Municipality:
Site #:
Intersection:
TFR File #:
Count date:

Weather conditions:

Midland
1301800042

Person(s) who counted:

CR 93 & CR 25/Yonge St
17
24-Jun-13

** Signalized Intersection **

Major Road: CR 93 runs N/S

North Leg Total: 1255

Heavys 0

0

0

0

North Entering: 602

Trucks 3

North Peds:

One Hour Peak
From: 8:00:00
9:00:00
To:

0

Peds Cross:

Heavys 0

28

9

40

Cars 103

337

122

562

Totals 106

365

131

East Leg Total: 581

Trucks 41
Cars 612
Totals 653

East Entering:

243

East Peds:

0

Peds Cross:

CR 93
Heavys Trucks Cars

Totals

Cars

Trucks Heavys Totals

0

206

109

11

0

120

74

3

0

77

43

3

0

46

226

17

0

8

198

N
CR 25/Yonge St
W
Heavys Trucks Cars

Totals

0

4

125

129

0

1

141

142

0

3

27

30

0

8

293

Peds Cross:

CR 25/Yonge St
S

CR 93
Cars 407

West Peds:

0

West Entering:

301

West Leg Total: 507

E

Trucks 34
Heavys 0
Totals 441

Cars 21

Cars

Trucks Heavys Totals

325

13

0

338

378

62

461

Peds Cross:

Trucks 2

26

3

31

South Peds:

Heavys 0

0

0

0

South Entering: 492

404

65

Totals 23

Comments

0

South Leg Total: 933

Ontario Traffic Inc
Specified Period
From: 15:00:00
18:00:00
To:

Afternoon Peak Diagram
Municipality:
Site #:
Intersection:
TFR File #:
Count date:

Weather conditions:

Midland
1301800042

Person(s) who counted:

CR 93 & CR 25/Yonge St
17
24-Jun-13

** Signalized Intersection **

Major Road: CR 93 runs N/S

North Leg Total: 1769

Heavys 0

0

0

0

North Entering: 1013

Trucks 1

North Peds:

One Hour Peak
From: 15:45:00
16:45:00
To:

2

Peds Cross:

Heavys 0

15

11

27

Cars 218

525

243

986

Totals 219

540

254

East Leg Total: 835

Trucks 18
Cars 738
Totals 756

East Entering:

398

East Peds:

0

Peds Cross:

CR 93
Heavys Trucks Cars

Totals

Cars

Trucks Heavys Totals

0

437

150

6

0

156

164

1

0

165

73

4

0

77

387

11

0

3

434

N
CR 25/Yonge St
W
Heavys Trucks Cars

Totals

0

1

145

146

0

0

140

140

0

0

53

53

0

1

338

Peds Cross:

CR 25/Yonge St
S

CR 93
Cars 651

West Peds:

1

West Entering:

339

West Leg Total: 776

E

Trucks 19
Heavys 0
Totals 670

Cars 52

Cars

Trucks Heavys Totals

422

15

0

437

443

39

534

Peds Cross:

Trucks 1

11

4

16

South Peds:

Heavys 0

0

0

0

South Entering: 550

454

43

Totals 53

Comments

0

South Leg Total: 1220

INTERSECTION COUNT
AM PEAK HOUR
GENERAL INFORMATION

Surveyor Name

CG, Town of Midland

Jurisdiction/Date

Town of Midland

August 17 2010

Weather Conditions

Sunny with cloudy periods

Major Street

King Street

N-S

Project Name

Midland Traffic Study

Minor Street

Yonge Street

E-W

Project Number

110120

Intersection Control

traffic signal

Additional Comments

500

% Trucks Entering

3.6%
King Street

Vehicles Entering

221

Pedestrians

0

TOTAL



Heavy
Trucks
Light
Trucks

Ped Crossing
NORTH LEG

Autos

37

166

18

279

0

0

0

1

0

8

0

7

37

158

18

271

3

5

Yonge Street

0

1

35

83

0

2

81

170

1

7

Vehicles Entering

227

Pedestrians

0

Ped Crossing



Autos

N

36

2.2%

EAST LEG

380

W

% Trucks Entering

Heavy
Trucks
Light
Trucks

Heavy Light
Autos
Trucks Trucks

388

381

TOTAL

Autos
Total

Total Vehicles

Light Heavy
TOTAL
Trucks Trucks

38

1

0

39

141

1

2

144

43

1

0

44

152

2

0

154

Yonge Street

Total Vehicles

E

S

Light Heavy
Autos
Trucks Trucks

162

Total

Heavy Light
TOTAL
Autos
Trucks Trucks

Autos

Ped Crossing



Light
Trucks
Heavy
Trucks

Pedestrians

0

TOTAL

Vehicles Entering

289

% Trucks Entering

WEST LEG

Total Vehicles

363

202

198

53

16

4

5

0

1

1

1

0

380

207

204

53

Autos
Light
Trucks
Heavy
Trucks

SOUTH LEG
Ped Crossing



Pedestrians

0

Vehicles Entering

464

3.8%

% Trucks Entering

2.4%

677

Total Vehicles

844

King Street

8:45

11 - King Street & Yonge Street Count Summary 17AUG10

to

TOTAL

9:45

2016-01-15

INTERSECTION COUNT
PM PEAK HOUR
GENERAL INFORMATION

Surveyor Name

CG, Town of Midland

Jurisdiction/Date

Town of Midland

August 17 2010

Weather Conditions

Sunny with cloudy periods

Major Street

King Street

N-S

Project Name

Midland Traffic Study

Minor Street

Yonge Street

E-W

Project Number

110120

Intersection Control

traffic signal

Additional Comments

718

% Trucks Entering

2.4%
King Street

Vehicles Entering

335

Pedestrians

0

TOTAL



Heavy
Trucks
Light
Trucks

Ped Crossing
NORTH LEG

Autos

68

239

28

383

0

0

0

0

3

4

1

4

65

235

27

379

Heavy
Trucks

554

0

Yonge Street

0

1

56

199

0

0

199

255

0

Heavy
TOTAL
Trucks

3

415

Pedestrians

0

Ped Crossing



Light Heavy
TOTAL
Trucks Trucks

58

0

0

58

251

0

0

251

105

0

1

106

290

2

0

292

E

S

Light Heavy
Autos
Trucks Trucks

252

Total

Light
Autos
Trucks

Autos

Ped Crossing



Light
Trucks
Heavy
Trucks

Pedestrians

0

TOTAL

Vehicles Entering

511

% Trucks Entering

WEST LEG

Total Vehicles

Vehicles Entering

Autos

N

57

0.2%

EAST LEG

548

W

% Trucks Entering

Heavy
Trucks
Light
Trucks

Light
Autos
Trucks
6

707

TOTAL

Autos
Total

Total Vehicles

Yonge Street

Total Vehicles

592

232

265

64

7

3

3

1

1

0

0

0

600

235

268

65

Autos
Light
Trucks
Heavy
Trucks

SOUTH LEG
Ped Crossing



Pedestrians

0

Vehicles Entering

568

0.8%

% Trucks Entering

1.2%

1065

Total Vehicles

1168

King Street

16:00

11 - King Street & Yonge Street Count Summary 17AUG10

to

TOTAL

17:00

2016-01-15

