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Figure 2: Site Concept Plan 

1.2 Study Scope 

The scope of the TIA includes: 

• Traffic operation assessment of the study area intersections: 

o Macdonell Street at Wyndham Street South (signalized)  

o Carden Street at Wyndham Street South (signalized) 

o Farquhar Street at Wyndham Street South 

o Fountain Street at Wyndham Street South 

o Surrey Street East at Wyndham Street South 

o Wellington Street East at Wyndham Street South (signalized) 

o Wellington Street East at Gordon Street (signalized) 
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o Wellington Street East at Neeve Street (signalized) 

o Gordon Street at Fountain Street (signalized) 

• Estimate peak hour trip generation using the Institute of Transportation Engineer’s (ITE) Trip 

Generation Manual and the distribution of the site generated traffic based on expected commuter 

traffic patterns in the area. 

• Based on consultation and confirmation with the City of London, this study investigated the following 

study horizons: 

o Existing Conditions in 2025 

o Future Background Conditions in 2027 (build-out year, no development) 

o Future Background Conditions in 2032 (5 years post build-out year, no development) 

o Future Background Conditions in 2037 (10 years post build-out year, no development) 

o Future Total Conditions in 2027 (build-out year, including development) 

o Future Total Conditions in 2032 (5-years post build-out) 

o Future Total Conditions in 2037 (10 years post build-out) 

• Intersection capacity analysis time periods include weekday AM and PM peak hours using Synchro 

12. 

• Identifying the need for transportation network improvements and mitigation measures to maintain 

reasonable traffic operations. 

• Possible Transportation Demand Management (TDM) measures to reduce single occupancy vehicle 

trips from the site. 

• Reviewing sightlines at all proposed site access points in accordance with the Transportation 

Association of Canada (TAC) Manual and confirm that the internal road network can accommodate 

waste collection vehicles. 

• Verifying that the proposed vehicle and bicycle parking supply for the entire site meets the 

requirements of the City’s Zoning By-law Existing Conditions. 
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1.3 Road Network 

Macdonell Street is a two-lane arterial road running east-west under the jurisdiction of the City of Guelph. 

Within the study area, it has a posted speed limit of 40 km/h. Street parking and sidewalks are available on 

either side of the road.  

Carden Street is a two-lane local road running east-west under the jurisdiction of the City of Guelph. Within 

the study area, it has a posted speed limit of 30 km/h. Street parking is available on the north side of the road, 

west of Wyndham Street. Sidewalks are available on either side of the road. 

Wyndham Street is a two-lane arterial road running north-south under the jurisdiction of the City of Guelph. 

Within the study area, it has a posted speed limit of 40 km/h. Sidewalks are available on either side of the 

road. 

Farquhar Street is a two-lane local road running east-west under the jurisdiction of the City of Guelph. Within 

the study area, it has an assumed speed limit of 40 km/h. Sidewalks are available on either side of the road. 

Street parking is available on either side of the road west of Wyndham Street. 

Fountain Street East is a two-lane local road running east-west under the jurisdiction of the City of Guelph. 

Within the study area, it has a posted speed limit of 40 km/h. Sidewalks and street parking are available on 

either side of the road. 

Surrey Street East is a two-lane local road running east-west under the jurisdiction of the City of Guelph. 

Within the study area, it has a posted speed limit of 40 km/h. Sidewalks and street parking are available one 

either side of the road. 

Wellington Street East is a four-lane arterial road running east-west under the jurisdiction of the City of 

Guelph. Within the study area, it has a posted speed limit of 40 km/h. Sidewalks are available on either side 

of the road. 

Gordon Street is a four-lane arterial road running north-south under the jurisdiction of the City of Guelph. 

Within the study area, it has a posted speed limit of 40 km/h. Sidewalks are available on either side of the 

road. 

Neeve Street is a two-lane local road running north-south under the jurisdiction of the City of Guelph. South 

of Wellington Street East, it becomes a collector road. Within the study area, it has a posted speed limit of 40 

km/h. Sidewalks are available on either side of the road. 

Figure 3 shows the existing lane configuration at the study intersections. 
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Figure 3: Existing Lane Configuration 
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1.4 Transit Service 

The study area is served by Guelph Transit. Guelph Transit routes within the vicinity of the study area are 

illustrated in Figure 4.  

Table 1 provides a transit service summary of the Guelph Transit routes that service the study area roadways.  

 

Figure 4: Bus Routes Servicing the Study Area (Source: Guelph Transit Downtown Service Map) 

 Table 1: Summary of Transit Service within Study Area 

Route 
No. 

Study Area Street(s) Serviced Closest Bus Stop to Site 

Approximate 
Distance of 
Closest Bus 
Stop to Site 

Frequency (veh/hr) 

AM Peak PM Peak 

4 
Neeve Street, Surrey Street, 

Wellington Street, Wyndham St 

Wyndham Street at 
Fountain Street 
(Northbound) 

75 metres 2 2 

8 Wellington Street, Wyndham Street 
Wyndham Street at 

Fountain Street 
(Southbound) 

65 metres 3 3 

9 
Wyndham Street, Fountain Street, 
Gordon Street, Macdonell Street 

Wyndham Street at 
Fountain Street 
(Southbound) 

65 metres 2 2 

SITE 
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In addition to the bus routes listed in Table 1, the site is approximately 200 metres away from Guelph Central 

Station where more bus routes can be accessed such as routes 3, 10, 11, 12, 13, 14, 20, and 99. 

1.5 Active Transportation Network 

The following active transportation infrastructure is available in the vicinity of the study area: 

• Bike lanes along Wyndham Street between Carden Street and Wellington Street, and along Gordon 

Street north of Wellington Street 

• Buffered bike lanes along Gordon Street South of Wellington Street 

• Off-road bike route  

Figure 5 shows the active transportation network surrounding the study area. 

 

Figure 5: Active Transportation Network around the Study Area (Source: Guelph Bike Map 2021) 
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1.6 Existing Traffic Data 

Turning Movement Count (TMC) data for the study area intersections were obtained from the City of Guelph 

and collected by Ontario Traffic Inc. (OTI). A summary of the TMC details is provided in Table 2.  

Signal Timing Plans (STP) for the signalized study area intersections were also obtained from the City of 

Guelph. 

Full details of the TMC and STP data can be found in Appendix B.  

Table 2: Traffic Data Details Summary 

Intersection Traffic Control Source Date Collected 

Macdonell Street at Wyndham Street South signalized City of Guelph Thursday April 18, 2024 

Carden Street at Wyndham Street South signalized City of Guelph Wednesday April 17, 2024 

Farquhar Street at Wyndham Street South unsignalized OTI Wednesday November 26, 2025 

Fountain Street at Wyndham Street South unsignalized OTI Wednesday November 26, 2025 

Surrey Street East at Wyndham Street South unsignalized City of Guelph Wednesday April 24, 2024 

Wellington Street East at Wyndham Street South signalized OTI Wednesday November 26, 2025 

Wellington Street East at Gordon Street signalized City of Guelph Thursday November 20, 2025 

Wellington Street East at Neeve Street signalized City of Guelph Tuesday, June 6, 2023 

Gordon Street at Fountain Street signalized City of Guelph Thursday April 25, 2024 

As requested by the City, the TMC data is projected to the existing conditions horizon (2025) using an annual 

growth rate of 1.5%.  

The traffic volume distribution for the weekday AM and PM peak hours in the existing conditions (2025) is 

illustrated in Figure 6. 
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Figure 6: Existing 2025 Traffic Volumes 
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2 Future Conditions 

2.1 Future Infrastructure Improvements 

Future roadway infrastructure improvements are planned along the Wyndham Street corridor as part of the 

City’s Downtown Infrastructure Renewal Program, which includes full corridor reconstruction and “Complete 

Street” upgrades. These works are intended to deliver corridor-level benefits such as roadway renewal, 

enhanced streetscaping, and a reconfigured right-of-way that better accommodates all travel modes, with 

particular emphasis on improved walking and cycling conditions in the downtown core. 

From an active transportation and connectivity perspective, the planned Wyndham Street cross-section is 

designed to strengthen the corridor as a comfortable and continuous north–south route for people walking 

and cycling. The City’s published project materials describe a corridor concept that reallocates right-of-way 

space to support protected cycling facilities and widened pedestrian boulevards/clearways, complemented 

by streetscape features (e.g., furnishing/planting zones and trees) that enhance comfort, accessibility, and 

overall downtown connectivity between key destinations and intersecting streets. 

As part of the early phases of the program (Phase 0 and Phase 1), the City has indicated that protected 

cycling facilities and pedestrian enhancements on Wyndham Street are expected to begin in late 2025/early 

2026. Phase 1 (Wyndham Street Reconstruction) will rebuild the corridor from Wellington Street East to 

Woolwich Street based on the approved Wyndham Street EA cross-section and will include updated 

streetscaping and associated public-realm improvements throughout the downtown. Figure 7 shows the 

study area for the future road improvements on Wyndham Street South.  

 

Figure 7: Future Road Infrastructure Improvements Study Area 
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2.2 Future Background Conditions 

2.2.1 Background Developments 

Upon consultation with the City of Guelph, the following developments, presented in Table 3, are considered 

in this study as part of future background conditions.  

Table 3: Background Developments 

Address Description 

14 Neeve Street and 141 Fountain Street East Highrise residential development with 520 units 

58 Wellington Street East 
23-storey mixed-use development with 250 residential units, 5 
commercial/residential units and 714 square metres of retail 
commercial space 

36-50 Wellington Street East 
Highrise mixed-use development with 355 residential units and 
1,260 square metres of commercial space 

71 Wyndham Street South 14-storey apartment building with 140 units 

2.2.2 Future Background 2027 Traffic Volumes 

The 2027 future background conditions are composed of the trips generated by the background 

developments identified in Section 2.2.1 and the projected traffic volumes from the existing conditions. Per 

City’s recommendations, an annual growth rate of 1.5% was applied to the existing conditions traffic volumes 

to project the traffic volumes for the future background conditions in the horizon year 2027.  

The traffic volume distribution for the AM and PM peak hours in the future background conditions (2027) is 

illustrated in Figure 8. 

2.2.3 Future Background 2032 Traffic Volumes 

The 2032 future background conditions were developed using the same methodology as described for 2027, 

applying a 1.5% annual growth rate to the existing traffic volumes and adding trips from the identified 

background developments.  

The AM and PM peak hour traffic distributions for 2032 are presented in Figure 9. 

2.2.4 Future Background 2037 Traffic Volumes 

The 2037 future background conditions also follow the same approach, with existing traffic volumes grown at 

1.5% per year and combined with trips from the background developments noted in Section 2.2.1.  

The AM and PM peak hour traffic distributions for 2037 are illustrated in Figure 10. 
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Figure 8: Future Background 2027 Traffic Volumes 



 

13 

 

 

Figure 9:  Future Background 2032 Traffic Volumes 
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Figure 10:  Future Background 2037 Traffic Volumes 
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2.3 Site Trips 

2.3.1 Trip Generation 

ITE Trip Generation Estimate 

The Institute of Transportation (ITE) Trip Generation Manual, 11th Edition, was used to forecast trip generation 

for the proposed development. As requested by the City, ITE land use codes (LUC) 222 Multi-Family 

Residential (High-Rise) and LUC 851 Convenience Store were utilized to estimate the number of person trips 

generated by the development.  

The site trips estimated to be generated by the proposed development are summarized in Table 4. 

Table 4: ITE Trip Generation Results 

Land 
Use 

Code 
Variable Units 

Fitted Curve 
Equation 

Average 
Rate 

Total Trip 
Generation 

IN OUT 
 

% # % #  

AM Peak Hour  

222 Dwelling Units 424 T = 0.22(X) + 18.85 0.27 114 26% 30 74% 84  

851 1000 Sq. Ft. GFA 4.61 N/A 62.54 288 50% 144 50% 144  

Total 402 - 174 - 228  

PM Peak Hour  

222 Dwelling Units 424 T = 0.26(X) + 23.12 0.32 136 62% 84 38% 52  

851 1000 Sq. Ft. GFA 4.61 N/A 49.11 226 51% 115 49% 111  

Total 362 - 199 - 163  

2.3.2 Trip Distribution and Site Trip Assignment 

The site trip distribution was developed based on existing travel patterns in the study area. Using the traffic 

volumes summarized in Section 2.2, counts at each midblock entry and exit road were applied as ‘gate 

volumes’, pictured in Figure 11 to proportion inbound and outbound trips for the site-generated distribution 

for the AM and PM peak. As the site will have exclusive accesses for the residents and the visitors 

(commercial), trips generated by the site were distributed separately.  

The estimated site trip distribution shown in Table 5 for the residential access on Fountain Street and in Table 

6 for the visitor access on Farquhar Street. 

Table 5: Estimated Site Trip Distribution (Residential Access) 

Residential Access 
Origin/Destination 

AM Peak Hour PM Peak Hour 

Inbound Outbound Inbound Outbound 

A 9% 10% 10% 8% 

B 4% 2% 5% 3% 

C 5% 2% 4% 2% 

D 39% 38% 37% 39% 

E 17% 13% 16% 16% 

F 7% 4% 5% 6% 

G 20% 30% 22% 25% 
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Table 6: Estimated Site Trip Distribution (Visitor Access) 

Visitor Access 
Origin/Destination 

AM Peak Hour PM Peak Hour 

Inbound Outbound Inbound Outbound 

A 11% 15% 13% 10% 

B 5% 3% 7% 4% 

C 6% 3% 5% 3% 

D 49% 54% 48% 52% 

E 21% 19% 20% 22% 

F 8% 6% 7% 8% 

 

Figure 11: Entry and Exit Gates 
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2.4 Future Total Conditions 

2.4.1 Future Lane Configuration 

Based on the proposed site concept plans, the future total conditions are expected to include the two 

proposed accesses – one along Fountain Street East and one along Farquhar Street – with the following lane 

configurations illustrated in Figure 12. 

 

Figure 12: Future Lane Configuration 
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2.4.2 Future Total 2027 Traffic Volumes 

The 2027 future total traffic volumes were developed by combining the future background traffic volumes with 

the trips generated by the proposed development. The AM and PM peak hour traffic distributions for the 2027 

total conditions are shown in Figure 13. 

2.4.3 Future Total 2032 Traffic Volumes 

The 2032 future total traffic volumes were estimated by adding the future background traffic volumes to the 

development-generated trips. The AM and PM peak hour traffic distributions for 2032 are presented in Figure 

14. 

2.4.4 Future Total 2037 Traffic Volumes 

The 2037 future total traffic volumes were developed using the same approach, combining the future 

background traffic volumes with the development-generated trips. The AM and PM peak hour traffic 

distributions for 2037 are illustrated in Figure 15. 



 

19 

 

 

Figure 13:  Future Total 2027 Traffic Volumes 
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Figure 14: Future Total 2032 Traffic Volumes 
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Figure 15: Future Total 2037 Traffic Volumes 
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3 Traffic Impact Analysis 

3.1 Methodology 

The industry-standard intersection capacity analysis software Synchro 12 (for all signalized and unsignalized 

intersections) was utilized to evaluate key performance measures. These measures include Level of Service 

(LOS), volume-to-capacity (v/c) ratio, and 95th percentile queue lengths, which are defined below: 

• Average control delay is used to characterize LOS and quantifies the variations in vehicle travel time. 

This is also a surrogate measure of driver discomfort and fuel consumption. 

• v/c ratio quantifies the degree to which the capacity of a lane group is utilized.  

• 95th percentile queue length is the peak extent line of vehicles reach during the lowest performing 

5% of the analysis period. It is common practice to identify preferred storage length requirements for 

auxiliary turn lanes at signalized intersections based on estimated peak hour 95th percentile queue 

lengths. 

Table 7 identifies the control delay thresholds, in seconds of delay per vehicle, for each LOS based on the 

Highway Capacity Manual (HCM) methodology. 

Table 7: Control Delay Thresholds for Each Level of Service at Intersection  

Level of Service Signalized Intersection Unsignalized Intersection 

A ≤ 10 seconds ≤ 10 seconds 

B > 10 seconds to 20 seconds > 10 seconds to 15 seconds 

C > 20 seconds to 35 seconds > 15 seconds to 25 seconds 

D > 35 seconds to 55 seconds > 25 seconds to 35 seconds 

E > 55 seconds to 80 seconds > 35 seconds to 50 seconds 

F > 80 seconds > 50 seconds 

3.2 Critical Thresholds 

The City of Guelph’s Traffic Impact Study Guidelines (2022) provides critical thresholds for traffic impacts at 

intersections and site accesses. The guidelines state that a TIA must identify and propose remedial measures 

at intersections and proposed accesses where:  

Signalized Intersections 

• Volume-to-capacity (v/c) ratios for overall operations, through movements, shared/turning 

movements increased to 0.9 or above;  

• v/c ratios for exclusive movements increase to 0.95 or above; or  

• The estimated 95th percentile queue for an individual movement exceeds available turning lane 

storage. 

Unsignalized Intersections 

• Level of Service (LOS) exceeds LOS E; or 

• The estimated 95th percentile queue for an individual movement exceeds available turning lane 

storage 
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3.3 Intersection Capacity Analysis 

The results of the HCM Intersection Capacity Analysis (ICA) of the existing, future background, and future 

total conditions for the study area intersections are presented in the sections below. Synchro outputs for the 

existing, future background, and future total scenarios have been included in Appendix C, D, and E, 

respectively.  

3.3.1 Wyndham Street South and Macdonell Street Intersection 

The Wyndham Street South and Macdonell Street intersection operates well under all scenarios, with no 

movements exhibiting critical delay or capacity issues. Across the existing, future background, and future 

total conditions, all movements maintain LOS C or better, and no v/c ratios approach critical thresholds. 

Delays remain generally stable across all horizon years, with only minor increases associated with 

background growth and site-generated trips. Queue lengths also remain manageable across all scenarios, 

with no indications of operational constraints. Overall, the intersection is expected to continue operating 

acceptably through the 2037 horizon year, with adequate reserve capacity. Table 8 summarizes the detailed 

intersection capacity analysis results. 

Table 8: Intersection Capacity Analysis – Wyndham Street South and Macdonell Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBLTR 28 (28) C (C) 0.40 (0.71) 19 (36) 

WBLTR 28 (24) C (C) 0.43 (0.51) 20 (26) 

NBLTR 4 (8) A (A) 0.15 (0.20) 4 (16) 

SBL 5 (7) A (A) 0.11 (0.20) 6 (13) 

SBTR 5 (9) A (A) 0.22 (0.32) 20 (39) 

Future Background 2027 Condition 

EBLTR 28 (28) C (C) 0.40 (0.71) 19 (37) 

WBLTR 28 (24) C (C) 0.44 (0.52) 21 (27) 

NBLTR 4 (8) A (A) 0.18 (0.23) 5 (17) 

SBL 5 (8) A (A) 0.12 (0.21) 6 (14) 

SBTR 5 (10) A (A) 0.24 (0.38) 23 (49) 

Future Background 2032 Condition 

EBLTR 28 (29) C (C) 0.43 (0.75) 20 (40) 

WBLTR 28 (23) C (C) 0.47 (0.55) 22 (29) 

NBLTR 5 (9) A (A) 0.20 (0.26) 5 (16) 

SBL 5 (8) A (A) 0.13 (0.24) 6 (15) 

SBTR 6 (11) A (B) 0.26 (0.41) 25 (53) 

Future Background 2037 Condition 

EBLTR 28 (30) C (C) 0.46 (0.79) 22 (45) 

WBLTR 28 (23) C (C) 0.50 (0.59) 23 (33) 

NBLTR 4 (9) A (A) 0.21 (0.29) 6 (15) 

SBL 5 (9) A (A) 0.15 (0.27) 7 (7) 

SBTR 6 (12) A (B) 0.28 (0.46) 28 (31) 

Future Total 2027 Condition 

EBLTR 28 (28) C (C) 0.40 (0.71) 19 (37) 

WBLTR 28 (24) C (C) 0.44 (0.52) 21 (27) 

NBLTR 5 (8) A (A) 0.20 (0.25) 5 (17) 

SBL 5 (8) A (A) 0.12 (0.22) 6 (14) 

SBTR 6 (10) A (A) 0.26 (0.40) 25 (53) 

Future Total 2032 Condition 

EBLTR 28 (29) C (C) 0.43 (0.75) 20 (40) 

WBLTR 28 (23) C (C) 0.47 (0.55) 22 (29) 

NBLTR 5 (9) A (A) 0.22 (0.27) 6 (16) 

SBL 5 (8) A (A) 0.14 (0.24) 6 (15) 

SBTR 6 (11) A (B) 0.28 (0.44) 27 (58) 
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Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2037 Condition 

EBLTR 28 (30) C (C) 0.46 (0.79) 22 (45) 

WBLTR 28 (23) C (C) 0.50 (0.59) 23 (33) 

NBLTR 4 (9) A (A) 0.23 (0.31) 6 (16) 

SBL 5 (9) A (A) 0.15 (0.27) 7 (16) 

SBTR 6 (12) A (B) 0.30 (0.48) 30 (63) 

3.3.2 Wyndham Street South and Carden Street Intersection 

The Wyndham Street South and Carden Street intersection operates acceptably under all scenarios, with no 

movements exhibiting LOS E or F in AM and PM peak hours. Overall delays remain stable across the existing, 

future background, and future total conditions, and all movements continue to operate at LOS C or better. 

The movement capacities remain well below critical thresholds for all movements, and queue lengths are 

generally manageable, with minor increases observed across the horizon years. The intersection maintains 

sufficient reserve capacity through the 2037 horizon. 

A detailed summary of delays, levels of service, v/c ratios, and 95th percentile queues for each movement is 

provided in Table 9. 

Table 9: Intersection Capacity Analysis – Wyndham Street South and Carden Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBLTR 31 (31) C (C) 0.16 (0.21) 8 (10) 

WBLT 33 (33) C (C) 0.40 (0.36) 13 (12) 

WBR 30 (30) C (C) 0.03 (0.03) 1 (0) 

NBL 5 (5) A (A) 0.06 (0.02) 7 (2) 

NBTR 6 (6) A (A) 0.23 (0.23) 28 (29) 

SBL 3 (2) A (A) 0.08 (0.08) 4 (2) 

SBTR 3 (3) A (A) 0.20 (0.26) 15 (19) 

Future Background 2027 Condition 

EBLTR 31 (31) C (C) 0.16 (0.21) 8 (10) 

WBLT 33 (33) C (C) 0.41 (0.37) 13 (12) 

WBR 30 (30) C (C) 0.03 (0.03) 1 (0) 

NBL 5 (5) A (A) 0.06 (0.02) 7 (2) 

NBTR 7 (6) A (A) 0.27 (0.27) 34 (33) 

SBL 2 (2) A (A) 0.08 (0.08) 3 (2) 

SBTR 3 (3) A (A) 0.21 (0.30) 15 (20) 

Future Background 2032 Condition 

EBLTR 31 (31) C (C) 0.17 (0.24) 8 (11) 

WBLT 34 (33) C (C) 0.44 (0.39) 14 (13) 

WBR 30 (30) C (C) 0.04 (0.04) 1 (0) 

NBL 5 (5) A (A) 0.07 (0.02) 7 (6) 

NBTR 7 (7) A (A) 0.29 (0.29) 37 (118) 

SBL 2 (2) A (A) 0.09 (0.09) 4 (8) 

SBTR 3 (3) A (A) 0.23 (0.32) 16 (85) 

Future Background 2037 Condition 

EBLTR 29 (31) C (C) 0.14 (0.25) 9 (11) 

WBLT 30 (33) C (C) 0.36 (0.42) 15 (14) 

WBR 28 (30) C (C) 0.04 (0.04) 2 (1) 

NBL 6 (5) A (A) 0.08 (0.02) 8 (3) 

NBTR 8 (7) A (A) 0.32 (0.31) 41 (40) 

SBL 3 (2) A (A) 0.11 (0.10) 4 (2) 

SBTR 4 (3) A (A) 0.26 (0.35) 17 (21) 

Future Total 2027 Condition 
EBLTR 31 (31) C (C) 0.16 (0.21) 8 (10) 

WBLT 33 (33) C (C) 0.41 (0.37) 13 (12) 
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Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

WBR 30 (30) C (C) 0.03 (0.03) 1 (0) 

NBL 5 (5) A (A) 0.06 (0.02) 7 (2) 

NBTR 7 (6) A (A) 0.30 (0.28) 38 (35) 

SBL 2 (2) A (A) 0.09 (0.08) 3 (2) 

SBTR 3 (3) A (A) 0.23 (0.32) 16 (20) 

Future Total 2032 Condition 

EBLTR 31 (31) C (C) 0.17 (0.24) 8 (11) 

WBLT 34 (33) C (C) 0.44 (0.39) 14 (13) 

WBR 30 (30) C (C) 0.04 (0.04) 1 (0) 

NBL 5 (5) A (A) 0.07 (0.02) 7 (3) 

NBTR 7 (7) A (A) 0.32 (0.30) 42 (39) 

SBL 2 (2) A (A) 0.10 (0.09) 4 (2) 

SBTR 3 (3) A (A) 0.25 (0.34) 17 (21) 

Future Total 2037 Condition 

EBLTR 29 (31) C (C) 0.14 (0.25) 9 (11) 

WBLT 30 (33) C (C) 0.36 (0.42) 15 (14) 

WBR 28 (30) C (C) 0.04 (0.04) 2 (1) 

NBL 6 (5) A (A) 0.08 (0.02) 8 (3) 

NBTR 8 (7) A (A) 0.36 (0.32) 46 (43) 

SBL 3 (2) A (A) 0.11 (0.10) 4 (2) 

SBTR 4 (3) A (A) 0.27 (0.37) 18 (22) 

3.3.3 Wyndham Street South and Farquhar Street Intersection 

The Wyndham Street South and Farquhar Street intersection operates acceptably under the existing and 

future background scenarios, with all movements generally at LOS C or better and low delays and queues. 

Under the future total conditions, which include traffic from the proposed development, the westbound 

movement becomes the controlling operation and deteriorates noticeably. In 2027, the WBLTR movement 

operates at LOS E in the AM peak and LOS F in the PM peak. By 2032, the WBLTR movement operates at 

LOS F in both peak hours, and continues to operate at LOS F through to 2037 

As LOS E is considered unacceptable for unsignalized intersections per City guidelines, the intersection does 

not meet the City’s operational threshold under the future total scenario, driven by westbound approach delay 

and queuing. Notwithstanding this, the associated v/c ratios remain below 1.0 (approximately 0.68 to 0.88), 

indicating the approach is not at or near saturation and retains reserve capacity, but still experiences 

unacceptable delay and queueing performance. Detailed intersection capacity analysis results are presented 

in Table 10. 

Table 10: Intersection Capacity Analysis – Wyndham Street South and Farquhar Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 17 (17) C (C) 0.04 (0.11) 1 (3) 

NBLTR 1 (1) A (A) 0.02 (0.01) 1 (0) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

 
Future Background 2027 Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 18 (19) C (C) 0.04 (0.12) 1 (3) 

NBLTR 1 (1) A (A) 0.02 (0.01) 1 (0) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

 
Future Background 2032 Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 19 (21) C (C) 0.04 (0.14) 1 (4) 

NBLTR 1 (1) A (A) 0.02 (0.02) 1 (0) 
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Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

 
Future Background 2037 Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 21 (23) C (C) 0.05 (0.17) 1 (5) 

NBLTR 1 (1) A (A) 0.03 (0.02) 1 (0) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

 
Future Total 2027 Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 46 (51) E (F) 0.68 (0.69) 34 (34) 

NBLTR 1 (1) A (A) 0.02 (0.01) 1 (0) 

SBLTR 1 (1) A (A) 0.03 (0.02) 1 (1) 

 
Future Total 2032 Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 57 (66) F (F) 0.74 (0.78) 39 (41) 

NBLTR 1 (1) A (A) 0.02 (0.02) 1 (0) 

SBLTR 1 (1) A (A) 0.03 (0.02) 1 (1) 

Future Total 2037 Condition 

EBLTR 0 (0) A (A) 0.00 (0.00) 0 (0) 

WBLTR 73 (89) F (F) 0.82 (0.88) 46 (50) 

NBLTR 1 (1) A (A) 0.03 (0.02) 1 (0) 

SBLTR 2 (1) A (A) 0.03 (0.03) 1 (1) 

3.3.4 Wyndham Street South and Fountain Street Intersection 

The Wyndham Street South and Fountain Street intersection operates acceptably under existing conditions, 

with all movements operating at LOS D or better overall, and the northbound and southbound movements 

operating efficiently with low delay and minimal queueing. 

Under future background conditions, operations deteriorate on the eastbound and westbound approaches 

during the PM peak hour. The westbound movement becomes the critical movement under the 2027 future 

background volumes and operates at LOS F through the horizon years, with the movement exceeding 

capacity by 2032. The eastbound movement operates at LOS E under the 2027 background volumes during 

the PM peak and continues to deteriorate to LOS F by 2032.  

Under future total conditions, operations on the eastbound and westbound approaches become increasingly 

constrained in AM and PM peak hours. With the 2027 volumes, the eastbound and westbound movements 

are anticipated to become critical during the AM peak hour, continuing to operate critically through the horizon 

years. While the added site-generated traffic contributes incremental delay and queuing, the east-west 

approaches are already the limiting movements under the future background growth, and the critical 

operational conditions persist primarily due to broader background traffic growth. The westbound movement 

operates overcapacity with LOS F in the AM and PM peak hours across the horizon years, while the 

eastbound movement operates at LOS E in the AM peak in 2027 and reaches LOS F by 2032, remaining 

constrained through 2037, but remaining below capacity. 

Overall, the intersection is expected to experience operational constraints on the eastbound and westbound 

approaches under the future background and future total scenarios, while the north–south movements remain 

free-flowing. Table 11 presents the detailed intersection capacity analysis results. 
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Table 11: Intersection Capacity Analysis – Wyndham Street South and Fountain Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBLTR 17 (27) C (D) 0.30 (0.60) 9 (29) 

WBLTR 17 (25) C (C) 0.04 (0.23) 1 (7) 

NBLTR 2 (3) A (A) 0.04 (0.06) 1 (2) 

SBLTR 1 (1) A (A) 0.00 (0.00) 0 (0) 

Future Background 2027 Condition 

EBLTR 20 (46) C (E) 0.35 (0.78) 12 (47) 

WBLTR 30 (100) D (F) 0.36 (0.84) 12 (41) 

NBLTR 2 (2) A (A) 0.04 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.00 (0.01) 0 (0) 

Future Background 2032 Condition 

EBLTR 22 (74) C (F) 0.40 (0.92) 14 (67) 

WBLTR 35 (161) D (F) 0.41 (1.02) 14 (52) 

NBLTR 2 (3) A (A) 0.05 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.00 (0.01) 0 (0) 

Future Background 2037 Condition 

EBLTR 26 (127) D (F) 0.47 (1.10) 18 (93) 

WBLTR 42 (261) E (F) 0.48 (1.27) 18 (66) 

NBLTR 2 (3) A (A) 0.05 (0.08) 1 (2) 

SBLTR 1 (1) A (A) 0.00 (0.01) 0 (0) 

Future Total 2027 Condition 

EBLTR 42 (237) E (F) 0.61 (1.36) 27 (116) 

WBLTR 198 (831) F (F) 1.16 (2.53) 66 (124) 

NBLTR 2 (2) A (A) 0.05 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.02) 0 (1) 

Future Total 2032 Condition 

EBLTR 57 (370) F (F) 0.72 (1.66) 36 (149) 

WBLTR 295 (∞1) F (F) 1.38 (3.35) 79 (∞) 

NBLTR 2 (3) A (A) 0.05 (0.08) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.03) 0 (1) 

Future Total 2037 Condition 

EBLTR 83 (595) F (F) 0.86 (2.16) 48 (190) 

WBLTR 424 (∞) F (F) 1.66 (4.68) 91 (∞) 

NBLTR 2 (3) A (A) 0.06 (0.09) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.03) 0 (1) 

3.3.5 Wyndham Street South and Surrey Street East Intersection 

The Wyndham Street South and Surrey Street East intersection operates acceptably under existing 

conditions, with all movements at LOS C or better, and moderate delays in AM and PM peak hours. 

Under future background conditions, operations become constrained primarily on the eastbound and 

westbound approaches during the PM peak. The eastbound movement operates critically under the 2027 PM 

peak hour volumes, operating at LOS F through the horizon years and exceeding capacity by 2037. The 

westbound movement also operates at an unacceptable LOS E in 2027 and transition to LOS F by 2032 and 

2037; although, remaining below capacity despite the higher delay. The northbound and southbound 

movements remain free flowing at LOS A with low delay.  

Under future total conditions, the minor-street approaches experience additional constraints beyond the 

background scenario. The eastbound movement operates unacceptably at LOS F under the 2027 AM and 

 

 

 

1 Refers to significant delays 
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PM peak hour volumes, with operations deteriorating through the horizon years. Similarly, the westbound 

movement operates unacceptably at LOS F under the 2027 PM peak hour volumes, with conditions 

deteriorating in both the AM (LOS E) and PM peak hours through the horizon years.   

Overall, the intersection is expected to experience significant operational constraints on the eastbound and 

westbound approaches under future total conditions, while the north-south movements remain free-flowing. 

Table 12 presents the detailed intersection capacity analysis results. 

Table 12: Intersection Capacity Analysis – Wyndham Street South and Surrey Street East 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBLTR 16 (22) C (C) 0.29 (0.41) 9 (15) 

WBLTR 15 (22) B (C) 0.10 (0.25) 3 (7) 

NBLTR 1 (2) A (A) 0.02 (0.03) 1 (1) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

Future Background 2027 Condition 

EBLTR 26 (60) D (F) 0.57 (0.86) 26 (58) 

WBLTR 19 (46) C (E) 0.14 (0.46) 4 (16) 

NBLTR 2 (2) A (A) 0.04 (0.06) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

Future Background 2032 Condition 

EBLTR 31 (92) D (F) 0.64 (0.99) 32 (76) 

WBLTR 21 (64) C (F) 0.16 (0.58) 4 (22) 

NBLTR 2 (2) A (A) 0.05 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

Future Background 2037 Condition 

EBLTR 41 (155) E (F) 0.74 (1.17) 43 (101) 

WBLTR 23 (105) C (F) 0.19 (0.78) 5 (33) 

NBLTR 2 (3) A (A) 0.05 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.02) 0 (0) 

Future Total 2027 Condition 

EBLTR 103 (280) F (F) 1.00 (1.46) 73 (128) 

WBLTR 33 (163) D (F) 0.24 (0.89) 7 (36) 

NBLTR 2 (2) A (A) 0.05 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.01) 0 (0) 

Future Total 2032 Condition 

EBLTR 159 (404) F (F) 1.16 (1.73) 93 (154) 

WBLTR 37 (286) E (F) 0.28 (1.20) 8 (47) 

NBLTR 2 (2) A (A) 0.05 (0.07) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.02) 0 (0) 

Future Total 2037 Condition 

EBLTR 244 (592) F (F) 1.37 (2.15) 117 (186) 

WBLTR 46 (535) E (F) 0.35 (1.74) 11 (64) 

NBLTR 2 (3) A (A) 0.06 (0.08) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.02) 0 (0) 

3.3.6 Wyndham Street South and Wellington Street East Intersection 

Wyndham Street South and Wellington Street East show constrained operations on the northbound left-turn 

movement under existing conditions, operating at capacity with LOS F in the AM peak hour with delays of 

over a minute and overcapacity with LOS F in the PM peak hours and delays over three (3) minutes. All other 

movements generally operate at LOS D or better. 

Under the future background scenarios, the northbound left-turn movement remains the controlling movement 

and continues to operate at LOS F in AM and PM peak hours, with delays generally over three (3) minutes 

and increasing by the horizon year; the movement also continues to exceed the v/c screening criteria. Under 

the future total scenarios (including the proposed development traffic), conditions extend beyond the future 

background results by introducing additional constraints on the eastbound approaches, with the eastbound 
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left-turn and eastbound shared through/right becoming critical in the PM peak hour (LOS F) by the 2037 

horizon years and exceeding the City defined capacity threshold. The northbound left-turn movement remains 

the primary constraint under future total conditions, continuing to operate at LOS F with delays well over one 

minute (and increasing further in the PM peak hour). 

Table 13 shows the intersection capacity analysis results for this intersection. 

Table 13: Intersection Capacity Analysis – Wyndham Street South and Wellington Street East 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBL 15 (19) B (B) 0.34 (0.35) 25 (21) 

EBTR 20 (24) B (C) 0.55 (0.70) 92 (109) 

WBL 15 (20) B (B) 0.06 (0.08) 3 (5) 

WBTR 17 (23) B (C) 0.42 (0.57) 66 (103) 

NBL 86 (187) F (F) 1.00 (1.30) 87 (116) 

NBT 36 (32) D (C) 0.47 (0.35) 50 (42) 

NBR 32 (29) C (C) 0.03 (0.02) 0 (0) 

SBL 35 (31) C (C) 0.16 (0.15) 12 (12) 

SBTR 41 (41) D (D) 0.45 (0.65) 24 (44) 

Future Background 2027 Condition 

EBL 19 (34) B (C) 0.41 (0.54) 31 (35) 

EBTR 22 (28) C (C) 0.60 (0.78) 97 (156) 

WBL 17 (25) B (C) 0.08 (0.16) 5 (9) 

WBTR 20 (29) B (C) 0.47 (0.68) 85 (119) 

NBL 157 (244) F (F) 1.22 (1.44) 100 (136) 

NBT 39 (33) D (C) 0.58 (0.47) 57 (53) 

NBR 33 (29) C (C) 0.05 (0.03) 0 (0) 

SBL 33 (29) C (C) 0.25 (0.23) 18 (18) 

SBTR 42 (42) D (D) 0.55 (0.72) 29 (51) 

Future Background 2032 Condition 

EBL 24 (41) C (D) 0.46 (0.63) 31 (36) 

EBTR 25 (34) C (C) 0.66 (0.87) 107 (182) 

WBL 20 (30) B (C) 0.09 (0.18) 6 (10) 

WBTR 23 (34) C (C) 0.52 (0.76) 99 (141) 

NBL 191 (289) F (F) 1.30 (1.55) 111 (150) 

NBT 39 (32) D (C) 0.60 (0.47) 59 (54) 

NBR 33 (28) C (C) 0.05 (0.03) 0 (0) 

SBL 32 (28) C (C) 0.26 (0.23) 19 (18) 

SBTR 42 (42) D (D) 0.60 (0.74) 32 (55) 

Future Background 2037 Condition 

EBL 30 (44) C (D) 0.51 (0.68) 33 (35) 

EBTR 29 (46) C (D) 0.73 (0.97) 109 (181) 

WBL 24 (36) C (D) 0.12 (0.19) 7 (10) 

WBTR 27 (41) C (D) 0.59 (0.86) 111 (160) 

NBL 231 (336) F (F) 1.40 (1.65) 124 (165) 

NBT 39 (31) D (C) 0.61 (0.47) 63 (56) 

NBR 32 (27) C (C) 0.06 (0.03) 0 (0) 

SBL 32 (27) C (C) 0.27 (0.24) 19 (18) 

SBTR 42 (41) D (D) 0.64 (0.76) 36 (60) 

Future Total 2027 Condition 

EBL 41 (66) D (E) 0.64 (0.84) 60 (82) 

EBTR 25 (33) C (C) 0.67 (0.86) 99 (176) 

WBL 26 (33) C (C) 0.09 (0.18) 6 (10) 

WBTR 31 (44) C (D) 0.66 (0.87) 95 (127) 

NBL 153 (241) F (F) 1.22 (1.44) 103 (136) 

NBT 34 (30) C (C) 0.54 (0.47) 62 (57) 

NBR 29 (26) C (C) 0.05 (0.03) 0 (0) 

SBL 29 (26) C (C) 0.25 (0.24) 18 (17) 

SBTR 43 (40) D (D) 0.74 (0.77) 48 (62) 

Future Total 2032 Condition EBL 46 (81) D (F) 0.71 (0.93) 66 (75) 
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Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

EBTR 30 (45) C (D) 0.75 (0.96) 139 (178) 

WBL 31 (37) C (D) 0.12 (0.18) 7 (10) 

WBTR 36 (52) D (D) 0.75 (0.94) 106 (145) 

NBL 187 (289) F (F) 1.30 (1.55) 115 (152) 

NBT 33 (29) C (C) 0.54 (0.48) 64 (61) 

NBR 28 (25) C (C) 0.05 (0.03) 0 (0) 

SBL 28 (25) C (C) 0.25 (0.25) 18 (18) 

SBTR 42 (40) D (D) 0.75 (0.78) 51 (67) 

Future Total 2037 Condition 

EBL 59 (107) E (F) 0.83 (1.04) 60 (69) 

EBTR 34 (74) C (E) 0.83 (1.07) 139 (173) 

WBL 35 (41) C (D) 0.16 (0.19) 8 (10) 

WBTR 40 (68) D (E) 0.81 (1.01) 115 (163) 

NBL 226 (336) F (F) 1.40 (1.65) 127 (168) 

NBT 33 (29) C (C) 0.55 (0.48) 67 (64) 

NBR 27 (24) C (C) 0.06 (0.03) 0 (0) 

SBL 27 (24) C (C) 0.25 (0.25) 18 (18) 

SBTR 41 (40) D (D) 0.76 (0.81) 54 (73) 

3.3.7 Wellington Street East and Gordon Street Intersection 

Wellington Street East and Gordon Street operates acceptably under existing conditions, with most 

movements operating at LOS D or better and delays generally under a minute in AM and PM peak hours. 

Under the future background scenarios, operations generally remain similar through 2032; however, by 2037, 

the northbound left-turn movement becomes critical during the PM peak hour, operating at LOS F with delays 

of over one (1) minute and capacity exceeding the City defined critical threshold. The eastbound through/right 

movement also trends toward constrained operations by 2037, exceeding the City’s capacity threshold while 

operating with acceptable delays and LOS of E. Under the future total scenarios, the key change relative to 

future background is a further constraint on the eastbound through/right movement, which progresses to LOS 

F by 2037, operating overcapacity with delays over one (1) minute, while the northbound left-turn movement 

remains critical in the PM peak hour consistent with future background conditions. The westbound through-

right movement also exceeds the capacity threshold, albeit operating at LOS D.  

Table 14 shows the intersection capacity results for this intersection. 

Table 14: Intersection Capacity Analysis – Wellington Street East and Gordon Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBL 14 (17) B (B) 0.35 (0.37) 21 (18) 

EBTR 27 (29) C (C) 0.69 (0.70) 144 (133) 

WBL 30 (32) C (C) 0.69 (0.73) 57 (62) 

WBTR 19 (26) B (C) 0.50 (0.64) 74 (108) 

NBL 31 (52) C (D) 0.44 (0.83) 20 (40) 

NBT 35 (35) C (C) 0.43 (0.53) 39 (52) 

NBR 32 (32) C (C) 0.11 (0.17) 15 (18) 

SBL 28 (25) C (C) 0.21 (0.35) 16 (18) 

SBTR 42 (38) D (D) 0.75 (0.73) 68 (66) 

Future Background 2027 Condition 

EBL 16 (18) B (B) 0.45 (0.43) 24 (19) 

EBTR 29 (33) C (C) 0.74 (0.79) 156 (153) 

WBL 34 (40) C (D) 0.75 (0.82) 58 (61) 

WBTR 22 (31) C (C) 0.58 (0.71) 96 (117) 
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Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

NBL 30 (57) C (E) 0.46 (0.86) 20 (44) 

NBT 34 (35) C (C) 0.43 (0.54) 40 (55) 

NBR 32 (31) C (C) 0.11 (0.17) 15 (18) 

SBL 28 (24) C (C) 0.22 (0.36) 16 (18) 

SBTR 41 (37) D (D) 0.76 (0.74) 70 (70) 

Future Background 2032 Condition 

EBL 18 (22) B (C) 0.54 (0.53) 27 (24) 

EBTR 35 (41) C (D) 0.84 (0.89) 147 (170) 

WBL 45 (43) D (D) 0.83 (0.85) 65 (61) 

WBTR 25 (34) C (C) 0.64 (0.79) 105 (123) 

NBL 30 (73) C (E) 0.50 (0.94) 20 (53) 

NBT 33 (34) C (C) 0.44 (0.55) 42 (58) 

NBR 31 (30) C (C) 0.12 (0.18) 15 (18) 

SBL 27 (23) C (C) 0.23 (0.39) 16 (16) 

SBTR 41 (36) D (D) 0.77 (0.76) 75 (74) 

Future Background 2037 Condition 

EBL 22 (25) C (C) 0.63 (0.58) 36 (27) 

EBTR 47 (60) D (E) 0.95 (1.00) 194 (189) 

WBL 49 (43) D (D) 0.86 (0.88) 72 (61) 

WBTR 28 (37) C (D) 0.71 (0.86) 111 (126) 

NBL 31 (111) C (F) 0.56 (1.06) 22 (66) 

NBT 33 (36) C (D) 0.45 (0.61) 46 (62) 

NBR 30 (31) C (C) 0.13 (0.20) 16 (18) 

SBL 26 (22) C (C) 0.25 (0.42) 17 (15) 

SBTR 41 (36) D (D) 0.80 (0.79) 81 (80) 

Future Total 2027 Condition 

EBL 17 (20) B (B) 0.51 (0.47) 24 (20) 

EBTR 31 (36) C (D) 0.80 (0.86) 176 (174) 

WBL 38 (38) D (D) 0.81 (0.83) 55 (53) 

WBTR 27 (35) C (C) 0.66 (0.77) 114 (126) 

NBL 30 (57) C (E) 0.46 (0.86) 20 (44) 

NBT 34 (35) C (C) 0.43 (0.54) 40 (55) 

NBR 32 (31) C (C) 0.11 (0.17) 15 (18) 

SBL 28 (24) C (C) 0.22 (0.36) 16 (17) 

SBTR 41 (37) D (D) 0.76 (0.74) 70 (70) 

Future Total 2032 Condition 

EBL 21 (23) C (C) 0.60 (0.54) 35 (25) 

EBTR 40 (50) D (D) 0.91 (0.97) 194 (191) 

WBL 40 (39) D (D) 0.83 (0.85) 57 (55) 

WBTR 32 (38) C (D) 0.72 (0.84) 120 (127) 

NBL 30 (73) C (E) 0.50 (0.94) 20 (53) 

NBT 33 (34) C (C) 0.44 (0.55) 42 (58) 

NBR 31 (30) C (C) 0.12 (0.18) 15 (18) 

SBL 27 (23) C (C) 0.23 (0.39) 16 (16) 

SBTR 41 (36) D (D) 0.77 (0.76) 75 (74) 

Future Total 2037 Condition 

EBL 29 (25) C (C) 0.71 (0.58) 48 (27) 

EBTR 62 (84) E (F) 1.02 (1.08) 214 (210) 

WBL 43 (37) D (D) 0.86 (0.88) 58 (56) 

WBTR 35 (40) C (D) 0.79 (0.92) 127 (129) 

NBL 31 (111) C (F) 0.56 (1.06) 22 (66) 

NBT 33 (36) C (D) 0.45 (0.61) 46 (62) 

NBR 30 (31) C (C) 0.13 (0.20) 16 (18) 

SBL 26 (21) C (C) 0.25 (0.42) 17 (15) 

SBTR 41 (36) D (D) 0.80 (0.79) 81 (80) 
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3.3.8 Wellington Street East and Neeve Street Intersection 

Wellington Street East and Neeve Street intersection operates well under existing, future background and 

future total conditions with all movements operating at acceptable LOS D or better in the AM and PM peak 

hour. Table 15 shows the intersection capacity analysis results for this intersection. 

Table 15: Intersection Capacity Analysis – Wellington Street East and Neeve Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Existing Condition 

EBL 1 (1) A (A) 0.02 (0.04) 0 (0) 

EBTR 2 (2) A (A) 0.40 (0.45) 4 (5) 

WBL 6 (6) A (A) 0.07 (0.16) 6 (10) 

WBTR 6 (7) A (A) 0.26 (0.33) 35 (49) 

NBLTR 49 (48) D (D) 0.73 (0.71) 50 (48) 

SBLTR 34 (35) C (C) 0.09 (0.27) 10 (21) 

 
Future Background 2027 Condition 

EBL 2 (1) A (A) 0.02 (0.05) 0 (0) 

EBTR 2 (2) A (A) 0.44 (0.49) 9 (7) 

WBL 6 (7) A (A) 0.09 (0.19) 6 (11) 

WBTR 7 (8) A (A) 0.28 (0.38) 40 (59) 

NBLTR 48 (49) D (D) 0.74 (0.76) 53 (53) 

SBLTR 34 (35) C (C) 0.25 (0.36) 19 (26) 

Future Background 2032 Condition 

EBL 2 (2) A (A) 0.02 (0.06) 0 (0) 

EBTR 3 (2) A (A) 0.49 (0.54) 10 (7) 

WBL 7 (8) A (A) 0.11 (0.23) 7 (13) 

WBTR 8 (9) A (A) 0.31 (0.42) 45 (67) 

NBLTR 48 (50) D (D) 0.75 (0.78) 56 (56) 

SBLTR 33 (34) C (C) 0.25 (0.37) 19 (28) 

Future Background 2037 Condition 

EBL 2 (2) A (A) 0.03 (0.07) 0 (0) 

EBTR 3 (3) A (A) 0.53 (0.59) 11 (7) 

WBL 7 (9) A (A) 0.13 (0.29) 8 (16) 

WBTR 8 (10) A (A) 0.34 (0.46) 51 (76) 

NBLTR 48 (50) D (D) 0.76 (0.79) 60 (60) 

SBLTR 32 (33) C (C) 0.24 (0.37) 19 (28) 

 
Future Total 2027 Condition 

EBL 2 (2) A (A) 0.02 (0.05) 0 (0) 

EBTR 3 (2) A (A) 0.46 (0.50) 11 (8) 

WBL 7 (8) A (A) 0.09 (0.19) 6 (12) 

WBTR 8 (9) A (A) 0.29 (0.40) 42 (63) 

NBLTR 49 (50) D (D) 0.76 (0.77) 56 (56) 

SBLTR 35 (35) C (C) 0.38 (0.42) 27 (31) 

Future Total 2032 Condition 

EBL 2 (2) A (A) 0.03 (0.06) 0 (0) 

EBTR 3 (3) A (A) 0.50 (0.55) 11 (8) 

WBL 7 (9) A (A) 0.11 (0.24) 7 (17) 

WBTR 8 (10) A (A) 0.32 (0.44) 47 (71) 

NBLTR 49 (50) D (D) 0.78 (0.79) 60 (59) 

SBLTR 34 (34) C (C) 0.36 (0.42) 27 (31) 

Future Total 2037 Condition 

EBL 2 (2) A (A) 0.03 (0.07) 0 (0) 

EBTR 3 (3) A (A) 0.55 (0.61) 12 (7) 

WBL 8 (10) A (A) 0.14 (0.31) 8 (17) 

WBTR 9 (11) A (B) 0.35 (0.48) 53 (79) 

NBLTR 49 (51) D (D) 0.79 (0.81) 63 (63) 

SBLTR 33 (33) C (C) 0.35 (0.42) 26 (33) 
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3.3.9 Gordon Street and Fountain Street East Intersection 

Gordon Street and Fountain Street East intersection operates well under existing, future background and 

future total conditions with all movements operating at acceptable LOS E or better in the AM and PM peak 

hour. Table 16 shows the intersection capacity analysis results for this intersection. 

Table 16: Intersection Capacity Analysis - Gordon Street and Fountain Street East 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue 
(m) 

AM (PM) 

Existing Condition 

EBLTR 40 (44) D (D) 0.07 (0.52) 8 (36) 

WBL 42 (48) D (D) 0.29 (0.62) 12 (27) 

WBTR 40 (33) D (C) 0.08 (0.05) 10 (8) 

NBLTR 3 (4) A (A) 0.29 (0.33) 23 (21) 

SBLTR 3 (5) A (A) 0.34 (0.37) 26 (41) 

 
Future Background 2027 

Condition 

EBLTR 40 (44) D (D) 0.08 (0.55) 9 (38) 

WBL 42 (51) D (D) 0.30 (0.66) 13 (27) 

WBTR 40 (35) D (C) 0.10 (0.06) 11 (9) 

NBLTR 3 (4) A (A) 0.30 (0.34) 24 (22) 

SBLTR 4 (5) A (A) 0.36 (0.39) 28 (44) 

Future Background 2032 
Condition 

EBLTR 39 (44) D (D) 0.09 (0.55) 9 (40) 

WBL 42 (54) D (D) 0.32 (0.69) 14 (28) 

WBTR 40 (35) D (C) 0.11 (0.06) 12 (9) 

NBLTR 3 (4) A (A) 0.33 (0.38) 27 (27) 

SBLTR 4 (6) A (A) 0.39 (0.43) 32 (51) 

Future Background 2037 
Condition 

EBLTR 39 (44) D (D) 0.09 (0.57) 9 (43) 

WBL 42 (59) D (E) 0.34 (0.74) 14 (30) 

WBTR 40 (34) D (C) 0.12 (0.06) 12 (9) 

NBLTR 4 (5) A (A) 0.36 (0.41) 31 (34) 

SBLTR 4 (6) A (A) 0.43 (0.48) 36 (61) 

 
Future Total 2027 

Condition 

EBLTR 40 (45) D (D) 0.14 (0.58) 11 (42) 

WBL 42 (54) D (D) 0.30 (0.67) 13 (26) 

WBTR 40 (37) D (D) 0.17 (0.09) 13 (9) 

NBLTR 3 (4) A (A) 0.30 (0.35) 24 (23) 

SBLTR 4 (5) A (A) 0.36 (0.39) 28 (45) 

Future Total 2032 
Condition 

EBLTR 40 (45) D (D) 0.14 (0.59) 11 (43) 

WBL 42 (58) D (E) 0.33 (0.72) 14 (27) 

WBTR 40 (36) D (D) 0.18 (0.09) 14 (10) 

NBLTR 3 (4) A (A) 0.33 (0.38) 27 (28) 

SBLTR 4 (6) A (A) 0.39 (0.43) 32 (52) 

Future Total 2037 
Condition 

EBLTR 40 (44) D (D) 0.15 (0.60) 12 (46) 

WBL 42 (62) D (E) 0.34 (0.76) 14 (28) 

WBTR 40 (36) D (D) 0.18 (0.09) 14 (10) 

NBLTR 4 (5) A (A) 0.36 (0.42) 31 (34) 

SBLTR 4 (7) A (A) 0.43 (0.48) 36 (62) 
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3.3.10 Farquhar Street and Visitor Access Intersection 

The visitor access for the subject development on Farquhar Street operates efficiently in AM and PM peak 

hours under the future total scenarios. All movements are anticipated to operate at LOS A with minimal delays 

and stable operations through the horizon years, and the reported v/c ratios remain comfortably within 

available capacity. Table 17 shows the intersection capacity analysis results for the visitor access on 

Farquhar Street.  

Table 17: Intersection Capacity Analysis – Farquhar Street and Visitor Access 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2027 Condition 

EBTR 0 (0) A (A) 0.10 (0.09) 0 (0) 

WBLT 0 (0) A (A) 0.00 (0.00) 0 (0) 

NBLR 10 (10) A (A) 0.18 (0.14) 5 (4) 

Future Total 2032 Condition 

EBTR 0 (0) A (A) 0.11 (0.09) 0 (0) 

WBLT 0 (0) A (A) 0.00 (0.00) 0 (0) 

NBLR 10 (10) A (A) 0.18 (0.14) 5 (4) 

Future Total 2037 Condition 

EBTR 0 (0) A (A) 0.11 (0.09) 0 (0) 

WBLT 0 (0) A (A) 0.00 (0.00) 0 (0) 

NBLR 10 (10) A (A) 0.18 (0.14) 5 (4) 

3.3.11 Fountain Street East and Resident Access Intersection 

The residential access for the subject development on Fountain Street East operates efficiently in AM and 

PM peak hours under the future total scenarios. All movements are anticipated to operate at LOS A with 

minimal delays and stable operations through the horizon years, remaining within available capacity. Table 

18 shows the intersection capacity results for the resident access on Fountain Street East.  

Table 18: Intersection Capacity Analysis - Fountain Street East and Resident Access 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2027 Condition 

EBLT 2 (3) A (A) 0.02 (0.04) 0 (1) 

WBTR 0 (0) A (A) 0.06 (0.07) 0 (0) 

SBLR 10 (10) A (A) 0.10 (0.07) 3 (2) 

Future Total 2032 Condition 

EBLT 2 (3) A (A) 0.02 (0.04) 0 (1) 

WBTR 0 (0) A (A) 0.06 (0.08) 0 (0) 

SBLR 10 (10) A (A) 0.10 (0.07) 3 (2) 

Future Total 2037 Condition 

EBLT 2 (3) A (A) 0.02 (0.04) 0 (1) 

WBTR 0 (0) A (A) 0.06 (0.08) 0 (0) 

SBLR 10 (10) A (A) 0.10 (0.07) 3 (2) 
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3.4 Traffic Signal Warrants 

Traffic Signal Warrant Analyses were completed for Farquhar Street at Wyndham Street and Fountain Street 

at Wyndham Street in accordance with the Ontario Traffic Manual (OTM) signal justification methodology 

(Justifications 1, 2, and 3). As both intersections operate as unsignalized, the warrant calculations were based 

on the forecast future average 8-hour traffic volumes for the 2037 Future Background and 2037 Future Total 

scenarios. 

For each scenario, Justification 1 (Minimum Vehicular Volume) compared the 8-hour major- and minor-street 

demands to the volume criteria, Justification 2 (Delay to Cross Traffic) evaluated whether minor-street 

demand relative to major-street volumes indicate conditions where signal control may be warranted to 

address crossing/turning delay. At both intersections, the minor-street (cross-traffic) volumes does not meet 

the OTM-defined compliance thresholds for Justification 1 and 2. The completed warrants in Appendix F 

indicate that neither intersection meets the signalization thresholds under the 2037 Future Background or 

2037 Future Total conditions; therefore, traffic signals are not warranted in the horizon year. 

3.5 Proposed Mitigations  

To mitigate the traffic capacity issues identified at the critical intersection for the future scenarios, mitigations 

such as signal timing optimizations and lane configuration modifications were considered. 

3.5.1 Wyndham Street South and Fountain Street East Intersection 

Wyndham Street South and Fountain Street East has critical eastbound and westbound movements under 

the future background and future total traffic conditions, exhibiting an unacceptable LOS of F and exceeding 

City-defined capacity thresholds. As the signal warrant analysis does not recommend signalization at this 

location due to minor-street (cross-traffic) volumes not meeting the OTM-defined compliance thresholds, 

there are limited operational improvements available under the existing traffic control. Accordingly, it is 

recommended that auxiliary left-turn lanes be provided for the eastbound and westbound approaches. This 

improvement is beneficial because it provides dedicated storage for left-turning vehicles, reducing turning-

vehicle interference and preventing left-turn queues from blocking through and right-turn traffic, which reduces 

delay and improves overall operations. Although the westbound left-turn movement is still expected to operate 

over capacity in the PM peak and the eastbound and westbound movements continue to exceed the City-

defined LOS E criterion for unsignalized intersections, the intersection operations are improved with the 

updated lane configuration.  

Traffic signals should be explored at this intersection as a potential improvement, even though the signal 

warrant analysis does not currently support signalization. Given the projected operational constraints and 

queueing on the critical movements, signal control may offer improved assignment of right-of-way and more 

reliable operations over the horizon years. Table 19 shows the intersection capacity analysis results for the 

optimized 2037 future total scenario at this intersection.  
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Table 19: Optimized Intersection Capacity Analysis – Wyndham Street South and Fountain Street East 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2037 Condition 

EBLTR 83 (595) F (F) 0.86 (2.16) 48 (190) 

WBLTR 424 (∞) F (F) 1.66 (4.68) 91 (∞) 

NBLTR 2 (3) A (A) 0.06 (0.09) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.03) 0 (1) 

Future Total 2037 Condition – 
With updated Lane Configurations 

EBL 32 (114) D (F) 0.25 (0.77) 7 (31) 

EBTR 24 (42) C (E) 0.39 (0.73) 13 (41) 

WBL 162 (718) F (F) 1.00 (2.19) 49 (86) 

WBTR 23 (45) C (E) 0.16 (0.42) 4 (14) 

NBLTR 2 (2) A (A) 0.06 (0.09) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.03) 0 (1) 

Future Total 2037 Condition – 
With signalization (70s cycle length) 

EBLTR 26 (29) C (C) 0.40 (0.67) 26 (35) 

WBLTR 32 (43) C (D) 0.63 (0.80) 31 (47) 

NBLTR 9 (12) A (B) 0.63 (0.68) 74 (66) 

SBLTR 6 (9) A (A) 0.39 (0.53) 44 (69) 

3.5.2 Wyndham Street South and Surrey Street East Intersection 

Wyndham Street South and Surrey Street East has critical eastbound and westbound movements under the 

future background and future total traffic conditions, exhibiting unacceptable LOS of F in the AM and PM peak 

hours and exceeding City-defined thresholds. Given the intersection is expected to continue operating under 

unsignalized control, there are limited operational improvements available beyond geometric modifications. 

Accordingly, it is recommended that updated lane configurations (including auxiliary left-turn storage on the 

eastbound and westbound approaches) be implemented. This improvement is beneficial because it provides 

dedicated space for turning vehicles, reduces turning-vehicle interference, and prevents left-turn queues from 

blocking through and right-turn traffic, which reduces delay, shortens queuing, and lowers approach v/c ratios 

by increasing the effective capacity of the through movements, even though the proposed eastbound and 

westbound left turn movements are still expected to operate at LOS E and F during peak hours. Table 20 

shows the intersection capacity analysis results for the optimized 2037 future total scenario at this 

intersection. 

Implementing traffic signals at Wyndham Street South and Fountain Street East may help create more regular 

breaks in the Wyndham Street traffic stream, which could provide additional opportunities for vehicles turning 

left from Surrey Street given the close spacing between the intersections. This could help optimize left-turn 

operations at Surrey Street by improving gap availability and reducing delay for the critical movements.
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Table 20: Optimized Intersection Capacity Analysis – Wyndham Street South and Surrey Street East 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2037 Condition 

EBLTR 89 (265) F (F) 0.97 (1.43) 72 (134) 

WBLTR 32 (110) D (F) 0.26 (0.79) 8 (34) 

NBLTR 3 (3) A (A) 0.06 (0.08) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.02) 0 (0) 

Future Total 2037 Condition – 
With updated Lane Configurations 

EBL 50 (102) E (F) 0.55 (0.76) 21 (32) 

EBTR 18 (29) C (D) 0.38 (0.60) 13 (28) 

WBL 49 (111) E (F) 0.10 (0.51) 2 (16) 

WBTR 21 (24) C (C) 0.15 (0.23) 4 (7) 

NBLTR 2 (3) A (A) 0.06 (0.08) 1 (2) 

SBLTR 1 (1) A (A) 0.01 (0.02) 0 (0) 

3.5.3 Wyndham Street South and Wellington Street East Intersection 

The critical operations at this intersection are associated with the eastbound and northbound left-turn 

movements under the 2037 future conditions. Based on the forecast left-turn demands (approaching 300 

vehicles in the northbound direction and exceeding 300 vehicles in the eastbound direction), it is 

recommended that dual left-turn lanes be provided on the eastbound and northbound approaches, along with 

optimized signal splits (100s cycle length to maintain coordination). 

This improvement is recommended because the existing single left-turn lanes are operating at or over 

capacity, which is reflected in higher control delay on the left-turn movements. Providing a second left-turn 

lane increases both storage and discharge capacity, improves use of the protected left-turn phase, reduces 

the potential for spillback, and brings the left-turn movements back toward acceptable capacity conditions, 

resulting in improved overall intersection performance compared to the unmodified 2037 condition. Given the 

low northbound right-turn demand, the through and right-turn movements can be combined to reallocate 

roadway space to accommodate the dual left-turn lanes, if required. 

Table 21 shows the intersection capacity analysis results for the optimized 2037 future total scenario at this 

intersection. 
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Table 21: Optimized Intersection Capacity Analysis – Wyndham Street South and Wellington Street East 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2037 Condition 

EBL 59 (107) E (F) 0.83 (1.04) 60 (69) 

EBTR 34 (74) C (E) 0.83 (1.07) 139 (173) 

WBL 35 (41) C (D) 0.16 (0.19) 8 (10) 

WBTR 40 (68) D (E) 0.81 (1.01) 115 (163) 

NBL 226 (336) F (F) 1.40 (1.65) 127 (168) 

NBT 33 (29) C (C) 0.55 (0.48) 67 (64) 

NBR 27 (24) C (C) 0.06 (0.03) 0 (0) 

SBL 27 (24) C (C) 0.25 (0.25) 18 (18) 

SBTR 41 (40) D (D) 0.76 (0.81) 54 (73) 

Future Total 2037 Condition –  
With dual left-turn eastbound and 
northbound lanes, through-right 
shared northbound lane and 
optimized splits. 

EBL 25 (43) C (D) 0.50 (0.73) 22 (28) 

EBTR 31 (58) C (E) 0.80 (1.02) 165 (206) 

WBL 23 (35) C (C) 0.15 (0.19) 6 (9) 

WBTR 25 (37) C (D) 0.63 (0.84) 102 (139) 

NBL 38 (42) D (D) 0.83 (0.90) 36 (53) 

NBTR 42 (32) D (C) 0.76 (0.60) 91 (79) 

SBL 40 (43) D (D) 0.74 (0.83) 19 (20) 

SBTR 25 (43) C (D) 0.50 (0.73) 54 (77) 

3.5.4 Wellington Street East and Gordon Street Intersection 

At Wellington Street East and Gordon Street, it is recommended to implement a dual left-turn lane 

configuration on the westbound approach, as westbound left-turn volumes are projected to exceed 300 

vehicles during the PM peak hour. Compared to maintaining the existing configuration, this improvement 

better accommodates westbound left-turn demand and enables signal timing optimizations where green time 

previously required for the westbound left-turn phase can be reallocated to other movements, contributing to 

improved LOS and generally lower v/c ratios across the intersection. Under the optimized configuration, the 

northbound left-turn and the westbound through-right movements in the PM peak remain the key movement 

to monitor as part of ongoing timing refinement and future operational tuning. Table 22 shows the intersection 

capacity analysis results for the optimized 2037 future total scenario at this intersection.  
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Table 22: Optimized Intersection Capacity Analysis – Wellington Street East and Gordon Street 

Intersections Movements 
Delay (s) 
AM (PM) 

LOS 
AM (PM) 

v/c Ratio 
AM (PM) 

95th Queue (m) 
AM (PM) 

Future Total 2037 Condition 

EBL 29 (25) C (C) 0.71 (0.58) 48 (27) 

EBTR 62 (84) E (F) 1.02 (1.08) 214 (210) 

WBL 43 (37) D (D) 0.86 (0.88) 58 (56) 

WBTR 35 (40) C (D) 0.79 (0.92) 127 (129) 

NBL 31 (111) C (F) 0.56 (1.06) 22 (66) 

NBT 33 (36) C (D) 0.45 (0.61) 46 (62) 

NBR 30 (31) C (C) 0.13 (0.20) 16 (18) 

SBL 26 (21) C (C) 0.25 (0.42) 17 (15) 

SBTR 41 (36) D (D) 0.80 (0.79) 81 (80) 

Future Total 2037 Condition – 
With dual left-turn westbound 
lane configuration 

EBL 27 (25) C (C) 0.71 (0.60) 45 (32) 

EBTR 32 (36) C (D) 0.86 (0.89) 175 (175) 

WBL 28 (34) C (C) 0.70 (0.74) 31 (32) 

WBTR 27 (36) C (D) 0.78 (0.92) 127 (181) 

NBL 32 (86) C (F) 0.57 (0.99) 22 (64) 

NBT 33 (36) C (D) 0.46 (0.61) 26 (63) 

NBR 30 (33) C (C) 0.13 (0.35) 16 (34) 

SBL 27 (21) C (C) 0.25 (0.40) 18 (20) 

SBTR 42 (38) D (D) 0.81 (0.80) 83 (82) 

4 Transportation Demand Management 

The City of Guelph’s transportation policy direction for downtown and other transit-supportive areas 

emphasizes a multimodal, “move people” approach where growth is accommodated through mode shift and 

demand management rather than roadway expansion alone. This direction is reflected in the City’s TIS 

Guidelines, TMP, Downtown Secondary Plan, and ongoing downtown parking initiatives, which collectively 

support integrating parking management, shared mobility, cycling facilities, and information/wayfinding into 

development planning. Given the proposed development’s downtown location and proximity to Guelph 

Central Station, the site is well positioned to implement Transportation Demand Management (TDM) 

measures that reduce single-occupant vehicle travel and support transit and active transportation use.  

Key characteristics of the City’s approach that are relevant to this development include:  

• TDM as a standard development consideration: The City’s TIS framework is grounded in a 

broader policy toolkit (Official Plan/TMP and related mobility plans) and anticipates that development 

applications consider strategies that reduce single-occupant vehicle demand and support walking, 

cycling, and transit access 

• Downtown-focused mobility and access: The Downtown Secondary Plan policy direction supports 

downtown growth while managing transportation impacts through measures that discourage single-

occupancy vehicle travel and reinforce transit and active transportation as viable choices. 

• Parking management as a TDM lever: The City’s downtown parking work explicitly links parking 

management (e.g., pricing/management approaches) with an integrated TDM strategy to support 

downtown vitality while limiting unnecessary auto demand. 

• Flexible parking standards to support mode shift: City parking policy work recognizes that tools 

such as flexible standards and potential parking maximums (particularly in areas like the downtown 
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core and major transit station areas) can support transit- and pedestrian-oriented development and 

encourage TDM. 

• Stronger, implementation-oriented TDM guidance over time: The TMP direction includes 

strengthening TDM guidance in the development approvals process, reinforcing that TDM is expected 

to be practical, monitorable, and scalable as downtown intensification continues 

Table 23 provides a robust TDM measures that could be considered and refined through detailed design and 

approvals, recognizing that final commitments (e.g., quantities, timing, operators, and funding) would be 

confirmed through the site plan process and coordination with the City and service providers.  

Table 23: Proposed TDM Measures 

TDM Measure Description 

Unbundled Parking 
Parking spaces are leased or sold separately from residential units to 
reduce auto ownership 

Fee-Based Parking 
A fee-based parking system for both residents and visitors, 
encouraging efficient use of parking and discouraging unnecessary 
vehicle use  

Passenger Pick-Up/Drop-Off (PPUDO) 
A designated on-site PPUDO area to accommodate rideshare 
services, deliveries, and carpooling, with appropriate signage and 
designations to support effective use  

Active Transportation Connectivity 

Provision of a network of internal sidewalks and pedestrian paths, 
connecting to the external pedestrian and cycling network, encourage 
the use of active transportation. Consider wayfinding signage and 
simple “how to get there” maps to Guelph Central Station, nearby 
stops, and key downtown destinations 

Secure, weather-protected short- and 
long-term bicycle parking 

Provide secure resident bicycle parking consistent with City 
downtown zoning definitions/standards and best practice siting 
(visible, convenient, secure) 

On-site bicycle repair station 
Consider a small repair/maintenance point (e.g., pump + basic tools) 
in a common area near bike parking 

Transit incentives (e.g., 
introductory/subsidized passes) 

Encourages early transit habit formation and reduces initial auto 
reliance.  

Transit Information and Welcome 
Package 

The welcome package containing information on local transit routes, 
nearby bus stops, schedules, and promotions for transit use.  
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5 Access Management Analysis 

5.1 Site Access Sightline Review 

A desktop review was performed by utilizing Google’s aerial and street view imagery to identify sightline 

deficiencies in the vicinity of the proposed access locations. Using equation 9.9.1 of the Transportation 

Association of Canada’s (TAC) Geometric Design Guide for Canadian Roads, Chapter 9 – Intersections, the 

following was used to calculate intersection sight distance (ISD): 

𝑰𝑺𝑫 = 𝟎. 𝟐𝟕𝟖 𝑽𝑴𝒂𝒋𝒐𝒓𝒕𝒈 

Where:  

• ISD is the required intersection sight distance in metres; 

• 𝑽𝑴𝒂𝒋𝒐𝒓 is the major roadway’s design speed in km/h; and 

• 𝒕𝒈 is the minor roadway time gap in seconds. 

 The intersection sight distance was calculated using the following parameters:  

• 50 km/h design speed for both Farquhar Street and Fountain Street for the purpose of evaluating 

sight distance at the proposed site access intersections; 

• A time gap of 9.5 seconds for left turns from a stop and 8.5 seconds for right turns from a stop was 

utilized to represent a conservative scenario of a single-unit truck attempting to perform a turning 

maneuver from the site access; and, 

• A time gap of 6.5 seconds for left turns from Farquhar Street, and Fountain Street into the site access. 

The calculations results are summarized in Table 24 and shown in Figure 16, Figure 17, and Figure 18. 

Based on TAC Geometric Design Guide for Canadian Roads (“TAC”) Section 9.9.2.3, the applicable cases 

are as follows: 

• Case B1 – left turn movement from the minor road 

• Case B2 – right turn movement from the minor road  

• Case F – left turn movement from the major road 
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Table 24: ISD Calculation Results for Single-unit Trucks 

Intersection Case 
Design 
Speed 
(km/h) 

Stopping 
Sight 

Distance 
(m) 

Required 
Intersection 

Sight 
Distance (m) 

Available 
Sight 

Distance 
(m) 

Comments 

Farquhar 
Street at 
Visitor 
Access 

B1 50 65 135 
50 west, 
105 east 

50 metres west of the access is 
available due to the intersection of 
Farquhar St and Gordon St. Otherwise, 
available sight distance past the 
intersection is >150 metres. 
 
105 metres east of the access is 
available due to the road ending leading 
to a parking area. It is expected that 
vehicles will be moving slower when 
leaving the area. 

B2 50 65 120 50 

50 metres west of the access is 
available due to the intersection of 
Farquhar St and Gordon St. Otherwise, 
available sight distance past the 
intersection is >150 metres. 

F 50 65 95 50 

50 metres west of the access is 
available due to the intersection of 
Farquhar St and Gordon St. Otherwise, 
available sight distance past the 
intersection is >150 metres. 

Fountain 
Street at 

Residential 
Access 

B1 50 65 135 50 

50 metres west of the access is 
available due to the intersection of 
Fountain St and Gordon St. Otherwise, 
available sight distance past the 
intersection is >150 metres. 

B2 50 65 120 
> 150 
metres 

  

F 50 65 95 
> 100 
metres 

  

The results show that a single-unit truck has sufficient sightline to enter and exit the two proposed accesses 

to the site. Although there are cases where the noted available sight distance is less than the required sight 

distance due to adjacent intersections, it is expected that drivers will still have sufficient sightlines due to the 

nature of vehicles’ speed slowing down while turning into an intersection. 
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Figure 16: ISD Requirements for Left Turns Out of Proposed Site Accesses (Case B1) 

 

Figure 17: ISD Requirements for Right Turns Out of Proposed Site Accesses (Case B2) 
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Figure 18: ISD Requirements for Left Turns into Proposed Site Accesses (Case F) 

5.2 Swept Path Analysis 

A vehicle swept path analysis was conducted using AutoTURN software and it was verified that the following 

vehicles can access and manuever the site: 

• Passenger vehicle (5.6m x 2m) 

• Moving truck (medium single unit, 10m x 2.6m) 

• Waste Collection Vehicle (11.4m x 2.6m) 

The results of the analysis are presented in Appendix H. 
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7 Conclusions 

This traffic impact analysis for the proposed mixed-use development located at 70 Fountain Street East in 

the City of Guelph, Ontario concludes: 

• The proposed development is a 24-storey mixed-use apartment building consisting of 424 residential 

units and 428.3 square metres of commercial space. There are two proposed accesses: a residential 

access along Fountain Street and a visitor access along Farquhar Street 

• 174 inbound trips and 228 outbound trips in the AM peak hour, and 199 inbound trips and 163 

outbound trips in the PM peak hour are expected to be generated by the proposed development 

based on the ITE Trip Generation Manual 11th Edition 

• The traffic operations for the following intersections were analyzed and considered as part of the 

study area: 

o Macdonell Street at Wyndham Street South (signalized)  

o Carden Street at Wyndham Street South (signalized) 

o Farquhar Street at Wyndham Street South 

o Fountain Street at Wyndham Street South 

o Surrey Street East at Wyndham Street South 

o Wellington Street East at Wyndham Street South (signalized) 

o Wellington Street East at Gordon Street (signalized) 

o Wellington Street East at Neeve Street (signalized) 

o Gordon Street at Fountain Street (signalized) 

o Farquhar Street at Visitor Access 

o Fountain Street at Residential Access  

• The intersection capacity analysis result shows: 

o Wyndham Street South and Macdonell Street operates acceptably in AM and PM peak 
hours across existing, future background, and future total scenarios; all movements operate 
at LOS C or better with no critical v/c concerns. No mitigations are required for this 
intersection. 

o Wyndham Street South and Carden Street operates acceptably in AM and PM peak hours 
across existing, future background, and future total scenarios; all movements operate at LOS 
C or better with no critical v/c concerns. No mitigations are required for this intersection. 

o Wyndham Street South and Farquhar Street operates acceptably under existing and 
future background scenarios; under future total scenarios, the westbound approach becomes 
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the critical movement and trends to higher delay/poorer LOS, while v/c ratios indicate reserve 
capacity remains available. No mitigations are required for this intersection. 

o Wyndham Street South and Fountain Street East is identified as critical under future 
background and future total scenarios, with constrained minor-street operations; traffic signal 
warrants are not met based on the OTM justification assessment. It is recommended that 
auxiliary left-turn lanes be provided on the eastbound and westbound approaches. Although 
signal warrant analysis does not support installing traffic signals at this intersection, 
implementing traffic signals may improve overall traffic operations in the corridor through the 
horizon years.  

o Wyndham Street South and Surrey Street East is identified as critical under future 
background and future total scenarios, with increased constraints on the minor-street 
approaches. It is recommended that auxiliary left-turn storage lanes be provided on the 
eastbound and westbound approaches. 

o Wyndham Street South and Wellington Street East has critical operations associated with 
the eastbound and northbound left-turn movements under the 2037 future conditions. It is 
recommended that dual left-turn lanes be provided on the eastbound and northbound 
approaches here, along with optimized signal phasing splits (100 s cycle length to maintain 
coordination). 

o Wellington Street East and Gordon Street experiences increased constraint associated 
with the westbound left-turn demand under the 2037 future total condition. It is recommended 
that a dual left-turn lane configuration be implemented on the westbound approach, 
supported by signal timing optimizations to reallocate green time to other movements. 

o Wellington Street East and Neeve Street operates stably and acceptably through the 
horizon years; the northbound left-turn remains the controlling movement and all other 
movements continue to operate efficiently. No mitigations are required for this intersection. 

o Gordon Street and Fountain Street East operates steadily across scenarios, with modest 
increases in westbound delay/constraint in the PM peak by the horizon year while remaining 
within acceptable capacity. No mitigations are required for this intersection. 

o Farquhar Street and Visitor Access is anticipated to operate efficiently in AM and PM peak 
hours under the future total scenarios, with minimal delay and stable operations through the 
horizon years. No mitigations are required for this intersection. 

o Fountain Street East and Resident Access is anticipated to operate efficiently in AM and 
PM peak hours under the future total scenarios, with minimal delay and stable operations 
through the horizon years. No mitigations are required for this intersection. 

• Transportation Demand Management (TDM) measures are recommended to support mode shift 

and reduce single-occupant vehicle demand consistent with the site’s downtown context. 

Recommended measures include unbundled and fee-based parking, an on-site PPUDO area, 

enhanced active transportation connections, secure bicycle parking and end-of-trip amenities, and 

transit incentives and information for residents/visitors. 

• The sightlines for the two proposed accesses are deemed adequate according to the TAC 

intersection sight distance and stopping sight distance guidelines for a single-unit truck. Vegetation 

along the Farquhar Street and Fountain Street east of Wyndham Street is recommended to be 

monitored to ensure sightlines for vehicles exiting the proposed accesses are unobstructed. 

• The site’s internal road network can sufficiently accommodate the circulation of a regular passenger 

vehicle, a medium single-unit truck, and the City of Guelph’s typical waste collection vehicle. 
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• The proposed development is located within a Major Transit Service Area and is therefore not 

subjected to provide a minimum number of parking spaces. The site is proposing a total of 95 parking 

spaces on-site including 2 Type A and 2 Type B parking spaces. 

• The proposed bicycle parking supply of 31 short-term and 289 long-term spaces for the development 

meets the City’s minimum bicycle parking requirements. 


