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RECOMMENDATIONS
It is recommended that:
1. Planning and Building Services Report No. 15/16 and the document attached thereto
entitled “Tecumseh New Official Plan Process, Transportation Discussion Paper, June
2016”, as prepared by the Planning and Building Services Department, be received; and
2. The document entitled “Tecumseh New Official Plan Process, Transportation Discussion
Paper, June 2016”, be made available for agency and public consultation review.

BACKGROUND
As part of the development of the Town’s new Official Plan, Council received and endorsed a
report entitled “Tecumseh 2030, New Official Plan Process: Planning Context and Issues
Report”. This report was the first in a series of discussion papers that will form the basis for and
guide policy development in the new Official Plan. It provided background and contextual
information and identified relevant issues and emerging trends that would need to be
addressed.
The attached Discussion Paper, “Tecumseh New Official Plan Process, Transportation
Discussion Paper, June 2016”, is the tenth in the series of 12 discussion papers and follows the
Natural Heritage Discussion Paper that was received by Council in December of 2015.

COMMENTS
Background on Transportation in Tecumseh
Transportation, fundamentally, is about providing connectivity – between settlement areas,
between urban and rural areas and between the residential, employment, shopping and
parkland areas that comprise the settlement areas. This connectivity can be provided through
walkways, cycling paths, roads, and various forms of transit. The network of transportation
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infrastructure is critical to economic vitality and community health. Ensuring that there is a wellplanned and fully functioning multi-modal transportation network in the Town is a key factor in
establishing and maintaining a healthy and complete community.
The evolution of settlement areas in North American has been heavily influenced by the
automobile. Post WWII, the increasing use of the private automobile and the corresponding
construction of roads and freeways (with substantial government subsidies) became a
dominating factor in the layout and design of communities. Over time, the accommodation of the
automobile came at the expense of the pedestrian and cyclist. A significant effort will be
required to “even the playing field” for these more active forms of transportation and to establish
multi-modal transportation networks within our communities.
Similarly, public investment in roads and other private automobile infrastructure has far
outweighed investment in public transit leading to inefficient and ineffective transit systems and
a perception/stigma that transit is only for those who cannot afford a car as opposed to a viable
alternative to the automobile. This condition is exacerbated by the predominance of low density
residential development that is separated by considerable distance from places of recreation,
commerce and employment. These circumstances have made the automobile a preferred, and
in many cases the default, mode of transportation.
More recently, however, societal and demographic trends, such as the millennials with their
different values and priorities and the seniors with their unique mobility needs, along with the
increasing cost of automobile ownership, have caused municipalities to reconsider their
approach to transportation planning and investments. Mixed use, compact development is
making walking, cycling and transit more attractive and viable and ultimately more sustainable.
Given that the new Official Plan and the Tecumseh Transportation Master Plan (TTMP) are
being prepared concurrently, the opportunity exists for the Town to incorporate key goals and
components of the draft TTMP into the new Official Plan. The principles developed through the
draft TTMP and the associated recommendations provide the basis to integrate relevant
transportation planning with land use planning during the development of the new Official Plan.
It is anticipated that the TTMP will in fact be adopted by Council prior to the adoption of the
Town’s new Official Plan.
The Transportation Discussion Paper:


provides a summary of the current state of Tecumseh’s transportation network;



provides a summary of current transportation issues and trends and factors that
influence those trends;



describes the existing policy context at the various levels of government;



identifies emerging policy issues; and



invites input/comments from the public and other stakeholders.

Summary
Through the preparation of the Transportation Discussion Paper, the following key findings were
identified:
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Modal Choice


Although the Town of Tecumseh has taken significant steps in the past decade to
provide more modal choice for its residents, through the provision of transit, bike
facilities, trails and sidewalks, the Town’s transportation network remains predominately
road (private automobile) based.

Future Development of Greenfield Areas - Connectivity


The greenfield growth areas of the Town, situated within the Tecumseh Hamlet, are
subject to two secondary plans – the Manning Road Secondary Planning Area (MRSPA)
and the Tecumseh Hamlet Secondary Plan (THSP). These plans establish a future
block pattern and street network that encourages integration and accessibility of land
uses, encourages walking and cycling and provides for overall connectivity within the
Hamlet. The block pattern is framed by a connected street grid system and hierarchy
that are intended to guide the siting and orientation of development. The block pattern is
not dissimilar to the existing residential development in the Hamlet, but provides a more
fine-grained pattern of connected streets and linkages and shorter blocks to maximize
the level of circulation throughout the Hamlet.

Demographics and Urbanization


A number of demographic trends with transportation ramifications are expected to
continue in coming years, including the aging and increasing urbanization of the
population. The ongoing transportation impacts from general population growth will be
exacerbated by the aging population - a trend not expected to slow down until sometime
between 2036 and 2056. Mobility choice and accessibility in particular will be key
transportation considerations for the Town.



There is growing evidence that the younger generation (often referred to as millenials)
isn’t driving as much as previous generations. They are less likely to get driver's
licenses, they tend to take fewer car trips (when they do, those trips are shorter), and
they are also more likely than older generations to travel by alternative means: by foot,
by bike, or by transit. The housing preferences of millennials are also closely tied to their
transportation patterns – choosing urban over suburban, apartment living over detached
homes, and "walkable" places over drivable ones. These preferences translate into less
car use as well and therefore a need and desire for alternative transportation modes.

Sustainable Transportation


Sustainable transportation requires users to rethink their modal choices, favouring public
transit, carpooling and active transportation over single occupancy car commuting, and
by turning to greener and more energy-efficient supply chains. Sustainable
transportation planning requires a paradigm shift: a fundamental change in the way
people think about and solve problems. This involves more comprehensive analysis of
impacts (including consideration of indirect and cumulative impacts), consideration of a
broader range of solutions than usually occurs, and more effective public involvement in
transportation planning. For example, traffic engineers traditionally describe any
increase in road or parking facility capacity as an ‘improvement’, although from many
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perspectives (pedestrians, residents, aesthetics, and environmental quality) it may
represent degradation.
Active Transportation


Active transportation (AT), in particular walking and cycling, is recognized as an
increasingly relevant issue in light of ever increasing traffic congestion issues and
environmental concerns, the rise in obesity and chronic diseases associated with a lack
of physical activity, and the need for personal mobility choices. The benefits of promoting
AT are numerous and include: health, safety, environmental, social/community and
economic. AT infrastructure includes those elements that support active transportation,
such as sidewalks, dedicated bike lanes and shared facilities, pedestrian-bicycle signals
and safer crossing points, bike racks, and multi-use trails for walking and cycling.

Built Form/Neighbourhood Design – Proximity and Directness of Travel


Neighbourhood design and built form influences travel patterns primarily by impacting
proximity of destinations and directness of travel between these destinations. Proximity
is a function of both the density of development and the mix of land uses. Density (or
compactness) and land use mix (the spatial distribution of different land uses such as
residential, retail, office, industrial, educational and recreational) work in tandem to
determine how many activities are within a convenient distance. Directness of travel is
determined by street network connectivity. As proximity and directness between
destinations increases, distance between those destinations decreases and cycling and
walking begin to become legitimate options to driving.

Complete Streets


“Complete Streets” refers to roadways that are designed for all ages, abilities, and
modes of travel. Constructing complete streets ensures that transportation options exist
for all road users, not only motorists, and therefore, offer wide ranging benefits. They are
cost effective, sustainable and safe. The link between complete streets and public
health is well documented. Jurisdictions across North America already include complete
street policies as part of their preventative health strategies. Complete streets also
promote livability. Human-scale design treatments such as street furniture, trees and
wide pedestrian rights-of-way animate our public realm and encourage people to
linger. They can be integrated into communities of all shapes and sizes; from
downtowns to suburban communities. Incomplete streets – those designed with only
cars in mind – limit transportation choices by making walking, bicycling, and taking public
transportation inconvenient, unattractive, and, too often, dangerous.

Traffic Calming


Traffic calming is a system of design and management strategies that aim to balance
traffic on streets with other uses. It is founded on the idea that streets should help create
and preserve a sense of place, that their purpose is for people to walk, stroll, look, gaze,
meet, play, shop and even work alongside cars – but not be dominated by them. The
tools of traffic calming promote the use of streets by cyclists and pedestrians, rather than
treating the street only as a conduit for vehicles passing through at the greatest possible
speed. Various methods of traffic calming are designed to lessen the impact of car traffic
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by slowing them down, or literally “calming” them. This helps build human-scale places
and an environment friendly to people on foot.
Policy Context


The new Provincial Policy Statement views transportation as more than providing road
capacity for the movement of vehicles and that land use planning and transportation
planning should be done in concert with one another. It recognizes the importance of
establishing multi-modal transportation systems that meet the needs of the many
different users within and between communities. It also acknowledges the role that
transportation plays in conserving energy, improving the air quality and combating
climate change. This direction is echoed in the County of Essex Official Plan and other
regional policy documents that have relevance for the Town of Tecumseh such as the
Essex-Windsor Regional Transportation Master Plan and County-Wide Active
Transportation Study (CWATS).



There are a number of Municipal Class Environmental Assessment (EA) processes that
have been undertaken on roads that are important to the Town’s overall transportation
network but are either under the jurisdiction of the County of Essex or the City of
Windsor. These include EAs related to: County Roads 19, 22, 42, 43 and Lauzon
Parkway and Banwell Road in the City of Windsor.



Each of the current Official Plans (Tecumseh, St. Clair Beach and Sandwich South)
contains transportation policies that are primarily focused on their respective road
networks. They contain broad-based, overarching policies related to transportation
needs. These policies are expressed in varying detail within each of the existing
documents and are contained in either the “Goals and Objectives” or “Municipal
Services” sections of the respective Plans. The new Official Plan provides an opportunity
to establish consistent Town-wide transportation policies.

Town of Tecumseh Transportation Master Plan


The Town of Tecumseh is currently in the process of finalizing its own Transportation
Master Plan (TMP) to ensure the Town grows and operates in a coordinated fashion that
balances and optimizes livability and mobility in a manner that is consistent with
Provincial, Regional, and Municipal policies and objectives and achieves the goals of the
community and Council. A TMP is a strategic plan which recommends a series of
transportation works distributed throughout a study area that are to be implemented over
a period of time. The Tecumseh Transportation Master Plan (TTMP) provides a flexible
and dynamic multi-modal transportation strategy that will guide the provision of
transportation service and networks by the Town of Tecumseh to the year 2034. The
Tecumseh transportation system balances the needs of residents, businesses, and
recreational users in a way that is fiscally responsible. The inclusion of the principles
espoused in the TTMP in the Official Plan will help ensure that transportation choices for
all residents are available or planned, and will encourage the establishment of a
diversified and forward-thinking multi-modal transportation system. Based on the
transportation model, no new significant road widening or expansion projects are
required for roadways under the jurisdiction of the Town of Tecumseh. The currently
planned improvements identified by other agencies in the region will provide additional
capacity along key transportation corridors that are integral components to the Town’s
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road hierarchy and will alleviate traffic conditions along various roadways within the
Town.
Road Hierarchy


The development of an understandable road classification system is a fundamental
requirement for the Town of Tecumseh. A road classification system is the orderly
grouping of roads into systems according to the type of service they provide to the
public. Based on a review of best practices related to classification systems, and taking
into consideration the classification system developed as part of the Essex-Windsor
Regional Transportation Master Plan, 2005 (EWRTMP), the TTMP contains a
recommended roadway classification system that provides a hybrid approach with
provisions for other roadway features and characteristics. In order to maintain the
classifications system identified in the EWRTMP, but simplify it to recognize the needs of
the Town, six different roadway classes are proposed for roadways for Tecumseh which
should be identified in the new Official Plan:







Commercial Main Street;
Minor Arterial;
Collector (Urban);
Local (Urban);
Collector (Rural); and
Local (Rural).

Key Recommendations
The Transportation Discussion Paper, includes the flowing key recommendations:


The principles contained in the draft TTMP should be incorporated into the Official Plan
to ensure that transportation choices for all residents are available or planned, and to
encourage the establishment of a diversified and forward-thinking multi-modal
transportation system;



In order to recognize the relationship between land use and transportation systems, land
use policies need to be included in the new Official Plan to ensure that mixed-use,
compact development patterns are promoted;



That a road hierarchy system be established in accordance with the recommendations of
the TTMP and that it be included as a schedule in the new Official Plan to clearly define
the role and function of each component of a road classification system to ensure
adequate capacity for the movement of people and goods;



Active Transportation policies be included in the Transportation section of the new
Official Plan along with an associated schedule identifying a proposed Active
Transportation system;



That the Official Plan contain appropriate policies to facilitate public transit in the Town,
including policies that influence the location of higher density development near transit
facilities and services, parking management and design, creation of transit
corridors/rights-of-way, and provision of associated pedestrian amenities; and
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Identify those existing roads that are anticipated to require future widenings of the road
allowance in order to accommodate future road cross-section needs so that the lands
can be conveyed to the Town in accordance with Section 42 (Site Plan Control) of the
Planning Act.

Public Consultation
As an integral component of the Tecumseh New Official Plan process, the Transportation
Discussion paper will be posted on the Town’s website and be made available to the public and
local stakeholders. Once the remaining discussion papers are received by Council, an open
house will be held to consider the range of issues identified and to receive stakeholder input into
the formulation of the new Official Plan. In addition, a statutory public meeting will be held in
accordance with the Planning Act. The public process/open house sessions will help confirm the
relevancy of the issues identified in the discussion papers and will provide an opportunity to
consider any other issues that are important to the community.

CONSULTATIONS
None

FINANCIAL IMPLICATIONS
There are no financial implications.

LINK TO STRATEGIC PRIORITIES
No.

2015-16 Strategic Priorities

Applicable

1.

Make the Town of Tecumseh an even better place to live, work and invest
through a shared vision for our residents and newcomers.



2.

Ensure that the Town of Tecumseh’s current and future growth is built upon
the principles of sustainability and strategic decision-making.



3.

Integrate the principles of health and wellness into all of the Town of
Tecumseh’s plans and priorities.



4.

Steward the Town‘s “continuous improvement” approach to municipal
service delivery to residents and businesses.

5.

Demonstrate the Town’s leadership role in the community by promoting
good governance and community engagement, by bringing together
organizations serving the Town and the region to pursue common goals.

COMMUNICATIONS
Not applicable ☐
Website ☒

Social Media ☐

News Release ☐

Local Newspaper ☐

Prepared By:
Planning and Building Services Department
Town of Tecumseh
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1.0 INTRODUCTION
1.1

Background

Land use planning within the Town is currently governed by three separate Official Plans pertaining to
the three former municipalities (the Town of Tecumseh, the Village of St. Clair Beach and the Township
of Sandwich South) that amalgamated in 1999 to form the new Town of Tecumseh. These Official
Plans reflect the land use objectives of their respective former municipalities. Many of the policies are
dated and, in some cases, are no longer relevant. A new, town-wide Official Plan is needed to
articulate a clear, cohesive vision for the amalgamated Town.
The following series of discussion papers will form
the background and basis for the new Official Plan:












Growth Management/Structure Plan
Agricultural and Rural Issues
Community Improvement Planning
Urban Design
Natural Heritage Features
Commercial Development
Housing and Residential Intensification
Employment Lands
Parks and Recreation
Transportation
Sustainability

These discussion papers will be presented to the
public for consultation, deliberation, sharing of ideas
and articulation of a desired policy direction for the
future. The discussion papers and the related public
consultation process will provide the basis for and
guide the development of the new Official Plan. The
resulting Official Plan will be a combination of policy
direction from the top-down (Province/County) and
local input from the ground-up, identifying the
challenges, opportunities and goals for the Town over
the 20-year planning horizon.
This discussion paper deals with Transportation.
Whether along rivers, wagon trails or rail lines,
transportation has played a defining role in shaping
the pattern of Canadian settlement, demography and way of life since before Confederation. We lived,
worked and forged communities in ways based on the ease and efficiency with which people, goods
and services could be transported in pursuit of prosperity and quality of life. Even the pattern and
shape of towns, cities and settled rural areas were driven by transportation considerations.
Transportation has also been an enabler for economic development.
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Transportation, fundamentally, is about providing connectivity – between settlement areas, between
urban and rural areas and between the residential, employment, shopping and parkland areas that
comprise the settlement areas. This connectivity can be provided through walkways, cycling paths,
roads, and various forms of transit. The network of transportation infrastructure is critical to economic
vitality and community health. Ensuring that there is a well-planned and fully functioning multi-modal
transportation network in the Town is a key factor in establishing and maintaining a healthy and
complete community.
The evolution of settlement areas in North American has been heavily influenced by the automobile.
Post WWII, the increasing use of the private automobile and the corresponding construction of roads
and freeways (with substantial government subsidies) became a dominating factor in the layout and
design of communities. Over time, the accommodation of the automobile came at the expense of the
pedestrian and cyclist. A significant effort will be required to “even the playing field” for these more
active forms of transportation and to establish multi-modal transportation networks within our
communities.
Similarly, public investment in roads and other private automobile infrastructure has far outweighed
investment in public transit leading to inefficient and ineffective transit systems and a perception/stigma
that transit is only for those who cannot afford a car as opposed to a viable alternative to the
automobile. This condition is exacerbated by the predominance of low density residential development
that is separated by considerable distance from places of recreation, commerce and employment.
These circumstances have made the automobile a preferred, and in many cases mandatory, mode of
transportation.
More recently, however, societal and demographic trends, such as the millennials with their different
values and priorities and the seniors with their unique mobility needs, along with the increasing cost of
automobile ownership, have caused municipalities to reconsider their approach to transportation
planning and investments. Mixed use, compact development is making walking, cycling and transit
more attractive and viable and ultimately more sustainable.
Given that the new Official Plan and the Tecumseh Transportation Master Plan (TTMP) are being
prepared concurrently, the opportunity exists for the Town to incorporate key goals and components of
the draft TTMP into the new Official Plan. The principles developed through the draft TTMP and the
associated draft recommendations provide the basis to integrate relevant transportation planning with
land use planning during the development of the new Official Plan. It is anticipated that the TTMP will
in fact be adopted by Council prior to the adoption of the Town’s new Official Plan.

1.2

Purpose and Scope

The purpose of this discussion paper is to:


provide a summary of the current state of Tecumseh’s transportation network;



provide a summary of current transportation issues and trends and factors that influence those
trends;
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describe the existing policy context at the various levels of government;



identify emerging policy issues; and



invite input/comments from the public and other stakeholders.
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2.0 CURRENT STATE OF TECUMSEH’S TRANSPORTATION NETWORK
It is estimated that Tecumseh’s current population of approximately 25,000 people will grow to
approximately 30,140 by 2034. As with many communities experiencing growth, traffic congestion is a
significant issue facing the Town. Moderate congestion is being experienced due to increasing local
traffic and increasing levels of commuter traffic from the surrounding communities travelling to and from
the City of Windsor through Tecumseh. Congestion is especially prevalent along the Town’s main
arterial roads (the majority of which are County Roads) during peak periods and in the northern
settlement area. Traffic delays may continue to worsen as development continues within the Town and
surrounding communities as a result of the continued dependence upon the motor vehicle in
comparison to alternative modes of transportation.

2.1

Roads

Although the Town of Tecumseh has taken
significant steps in the past decade to provide
more modal choice for its residents, through
the provision of transit, bike facilities, trails and
sidewalks, the Town’s transportation network
remains
predominately
road
(private
automobile) based.
Map 2 illustrates the
Town’s current road network including major
commuter routes, collector roads and local
roads.
The framework for the Town’s road network is
provided primarily by County and Provincial
Roads.
In the more heavily populated
northerly urban area (former Tecumseh, former
St. Clair Beach and the Tecumseh Hamlet),
east-west traffic movements are facilitated by
five major routes through the Town including
Riverside Drive, Little River Boulevard,
Tecumseh Road, County Road 22 and County
Road 42. In the rural area, County Roads 8
and 46 and King’s Highways 3 and 401 serve
as the major east-west arterials.
North-south traffic movements in the northerly
urban area are accommodated by Manning
Road (County Road 19), Lesperance Road and
Banwell Road (County Road 43). Manning
Road is the only one of these north-south
routes to extend from the southerly to the
northerly limits of the Town and, as such, it
represents a major commuter route for people
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living in the County south and east of the
Town. It represents the easterly boundary
between the Town and the Town of
Lakeshore until it reaches the northerly
urban area where it dissects the former
Town of Tecumseh and former Village of
St. Clair Beach. A majority of new
commercial development in the Town has
developed around this arterial in the
vicinity of its intersection with Tecumseh
Road and County Road 22.
The predominant traffic movements in the
Town are westerly and northerly in the
morning peak as many commuters travel
to work in the City of Windsor. This
pattern is reversed in the evening upon
their return. Residential growth along the
County Road 22 corridor in the Town of
Lakeshore over the past 20 years has
resulted in a significant increase of
commuter traffic through the Town. This
increased traffic is putting pressure on
the Town’s transportation network and is
adversely affecting service levels.
Accordingly, major improvements have
been identified for County Road 22 (the
principle east-west commuter route) and
its associated intersections to relieve this
pressure and improve traffic flow (see
Map 3).
In addition, improvements in the form of
widenings are also planned for Banwell
Road which consists of County Road 43
south of the CP railway and the Cityowned portion of Banwell Road to the north of the railway. In accordance with the approved County
Road 43 EA, the County owned portion of Banwell Road is to be widened to four lanes of traffic with an
off-road multi-purpose pathway along the east side of the right-of-way. A reallocated intersection in the
form of a roundabout is proposed at County Road 42. North of the CP railway, this cross section is
proposed to be widened to four lanes with provisions for a six-lane cross section in the future. In
addition, a full interchange is proposed at E.C. Row Expressway (more detailed information pertaining
to the the various EA studies affecting the Town’s transportation network is presented in Section 4.0 of
this paper).
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The Oldcastle Settlement Area, located
in the southwest area of the Town
adjacent to the City of Windsor, is well
served by several major elements of
transportation infrastructure (see Map
4). This transportation infrastructure
has
contributed
to
locational
advantages
resulting
in
the
development of major concentrations of
employment uses. This area is at the
nexus of four major transportation
routes: Provincial Highways 401 and 3
and County Roads 9 and 11.
Over the past number of years, there
have been significant investments
expanding and improving the road
network in the vicinity of Oldcastle
Hamlet, including:


The widening of County Road
11 (Walker Road) to five lanes
through the Hamlet from King’s
Highway 401 to King’s Highway
3;



The widening of King’s Highway
401 to six lanes and an
improved interchange at County
Road 46;



The widening of King’s Highway
3 to five lanes;



The westerly extension of the
401 as the Rt. Hon. Herb Gray
Parkway, including a full
interchange at King’s Highways
401 and 3, which provides improved mobility.

In addition to the foregoing investments, a recently completed Municipal Class EA process identifies the
southerly extension of Lauzon Parkway (ultimately six lanes). It is proposed that it will connect with
King’s Highway 401 via a new full interchange and continue southerly to connect with King’s Highway
3. This new highway corridor and interchange is proposed to be just over one km east of Oldcastle
Hamlet and will have the effect of further improving the Hamlet’s superior transportation network.
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2.2 Sidewalks, Dedicated Bike Lanes and Multi-Purpose Trails
The majority of the northerly urban area of the Town is serviced by active transportation infrastructure
in the form of sidewalks, bike lanes and/or multi-purpose pathways (see Maps 5 and 5A).

Of the 124 kilometres of roads in the northern urban area of the Town, nearly half or 56 km are serviced
by sidewalks with 16 km of road length service d by sidewalks on both sides. The majority of streets
with sidewalks on both sides are located in the older, more traditional, grid patterned neighbourhoods
and the commercial nodes. These neighbourhoods developed at a time when it was more of a
standard practice to construct sidewalks on both sides of the street and walking, as a form of
transportation, was more common.
The Town also has 21 km of trails and a 2.0 km stretch of dedicated bike lanes along Tecumseh Road
east of its intersection with Lacasse Road to Manning Road.
In the Oldcastle Hamlet, there is a multi-purpose pathway which extends along North Talbot Road
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(NTR) from Walker Road to the Ciociaro Club. It intersects with the Chrysler Canada Greenway which
runs southerly from NTR to the southerly limit of the Town, thereafter extending into Essex County and
ultimately continuing to Leamington.
As one would expect, the rural area, where population densities are low and dispersed, has little in the
way of pedestrian/cycling infrastructure. The Maidstone Hamlet has a 0.5 km stretch of sidewalk along
County Road 34. A multi-purpose pathway was also recently constructed along Malden Road to
provide a safe route for pedestrians and cyclists between their homes and the various destinations at
the intersection with County Road 34.

2.3 Transit
Since December of 2009, the Town has offered a transit service (Tecumseh Transit Service (“TTS”)) in
the northerly urban area. The TTS operates on a circuitous route with a one-hour headway covering 30
kilometres and 38 stops (see Map 6). The Town manages the service but contracts out the operation
and maintenance of the two Town-owned buses to First Student Canada (FSC). These 24-passenger,
cutaway style buses were purchased over the past six years and are both fully accessible.

The current route is accessible to 65 percent of the population of Tecumseh with accessibility based on
being within a 400-metre walking distance to a bus stop. Within the northerly settlement area, 72
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percent of the population have reasonable access to the service. When only the urban area north of
County Road 22 is considered, the route is accessible to nearly 90 percent of the population. Over the
past six years, the TTS has served over 142,000 riders and has maintained an annual ridership of
approximately 30,000 over the past few years.
As the Tecumseh Hamlet begins to develop in accordance with the Tecumseh Hamlet Secondary Plan,
resulting in higher densities and a more transit supportive built form, the Town will need to evaluate
opportunities to extend the transit service to this area.
In addition to the TTS, a portion of the Oldcastle Business Park is also served by Transit Windsor
enabling some employees living in the surrounding area to access their place of employment by bus.

2.4 Rail and Air
Although Tecumseh has no rail or air service within its limits, both facilities are located within close
proximity and serve Town residents and businesses reasonably well.
The Windsor International Airport is 2 km north of the Oldcastle Hamlet and approximately 5 km west of
the northerly urban settlement area limits of the Town (see Map 2). This airport provides scheduled
airline and charter flights, general aviation activities and cargo distribution and logistics.
Two railways traverse the Town in an east-west direction, both of which are in the northerly settlement
area. The VIA Railway Line runs generally parallel to Tecumseh Road and has passenger train service
which runs through the Town eight times daily connecting Windsor to Montreal. The railway station is
located in Walkerville in the City of Windsor approximately 10 km to the west of the town limits. This
railway line also accommodates the CN freight service which runs approximately twice daily.
The other railway is the CP Railway Line which is located between County Roads 22 and 42 and
provides freight service and ultimately connects to a railroad under the Detroit River connecting Detroit,
MI.

2.5 Proposed Transportation Network – Tecumseh Hamlet
2.5.1

Proposed Road Network

The greenfield growth areas of the Town are situated within the Tecumseh Hamlet which is defined by
County Road 22 to the north, County Road 19 (Manning Road) to the east, County Road 42 to the
south and County Road 43 (Banwell Road) to the west (see Map 7). This greenfield land is subject to
two secondary plans – the Manning Road Secondary Planning Area (MRSPA) and the Tecumseh
Hamlet Secondary Plan (THSP). These plans establish a future block pattern and street network that
encourages integration and accessibility of land uses, encourages walking and cycling and provides for
overall connectivity within the Hamlet. The block pattern is framed by a connected street grid system
and hierarchy that are intended to guide the siting and orientation of development. The block pattern is
not dissimilar to the existing residential development in the Hamlet, but provides a more fine-grained
pattern of connected streets and linkages and shorter blocks to maximize the level of circulation
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throughout the Hamlet. Any long blocks are broken by mid-pedestrian passageways that typically
connect to adjacent open spaces.
The successful integration of
existing development with future
development is dependent on
achieving a permeable block
pattern and a fine network of
vehicular
and
pedestrian
connections in a manner that
allows the existing community as
many opportunities to access
future neighbourhoods, parks and
open spaces, and community
amenities such as the commercial
nodes.
The Town has worked with the
County and the City via their
respective Municipal Class EA
processes
to
determine
appropriate future east-west road
connections along Banwell Road
and Manning Road that have the
effect of supporting the Town’s
goals for a permeable and fine grid
network
of
vehicular
and
pedestrian connection points to
these
important
north-south
corridors.
2.5.2
Proposed
Transportation Network

Active

The proposed active transportation
network in the Tecumseh Hamlet
includes multi-use pedestrian and
cycling pathways and trails along
existing and new open space
corridors. It capitalizes on routes
along Banwell Road, the Hydro
Corridor and the C.P. Rail Corridor
(see Map 8).
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The multi-use linkages are intended
to provide universally accessible
shared-use trail facilities for cyclist,
walkers, joggers, and wheelchairs.
These linkages build on the multi-use
path recommendations and policies
of the Town of Tecumseh Parks
Master Plan 2010. In addition to the
these multi-purpose pathways, the
draft Tecumseh Hamlet Secondary
Plan
provides
additional
trail
connections through all new parks
and open spaces to create a
comprehensive and connected trails
network.
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3.0 TRANSPORTATION ISSUES AND TRENDS
This section reports on some of the more relevant but higher order transportation trends and factors
influencing those trends.

Demographics – An Urbanizing and Aging Population

3.1

A number of demographic trends with transportation ramifications are expected to continue in coming
years, including the aging and increasing urbanization of Canada's population. The ongoing
transportation impacts from general population growth are exacerbated by an increase in the proportion
of Canadians 65 years and over - a trend not expected to slow down until sometime between 2036 and
2056. The country's demographic trends are likely to increase passenger traffic, with intra-urban travel
in large metropolitan areas topping the list of transportation challenges, and accessibility a key
consideration given the aging population.
3.1.1

Figure 1
Town of Tecumseh
Age Distribution - 2006 and 2011

As noted in Figure 1, the demographics of the
Town are undergoing a shift as baby boomers
age and enter the 65 and over cohort. In the
five-year period from 2006 to 2011, the
population within this cohort increased by over
1,000 people or 41 percent from 2,515 to 3,540.
In that time period, the median age has
increased from 39.9 to 44.2 – a more dramatic
shift than the provincial or Canadian experience
– which speaks to the appeal of Tecumseh as a
senior-friendly community. This ‘aging of the
population’ is anticipated to continue over the
20-year planning horizon and is characteristic of
the “aging” trend occurring provincially and
nationally.
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Town of Tecumseh, Ontario and Canada
Median Age of Population - 2006 and 2011
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The propensity to travel differs by age but is
highly correlated with financial situation and the
availability of leisure time. Evidence suggests
that the coming generation of Canadian seniors
will be healthier, wealthier, more independent,
better educated, and more active than
preceding
generations. Consequently,
the
seniors' share of travel is expected to increase
in coming years.

2006 Census
2011 Census
Canada
Ontario
Source: Census Canada,
Tecumseh
2006 and 2011

Demographic information shows a positive
relationship between aging and the incidence of
disability. Disability rates for persons aged 65
and over are three to five times higher than
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those 25 to 54. Disability implies special transportation-related needs depending on the nature of the
disability. As mobility impairment increases with age, Canada's aging population will increase demand
for accessible transportation services and mobility-impairment adjustments to transportation
infrastructure and services.
In 2006, 4.4 million Canadians (14.3%) reported having a disability, including hearing, vision, speech,
learning and mobility disabilities. Of seniors, 1.7 million (43.4%) reported having a disability, with
mobility, hearing and vision impairments being the most prevalent. This percentage increases to 53.3%
for persons 75 and over. Because mobility impairment increases with age and the Canadian population
will age dramatically over the next 20 years, a significant increase in the demand for accessible
transportation can be expected. These demographic-driven pressures will take place in an upcoming
period of uncertain economic times and restrained public expenditures, further limiting the scope of
alternatives available to reasonably respond to these issues.
3.1.2

The Millenial Perspective

At the opposite end of the spectrum, there is growing evidence that the younger generation (often
referred to as millenials) isn’t driving as much as previous generations. They are less likely to get
driver's licenses, they tend to take fewer car trips (when they do, those trips are shorter), and they are
also more likely than older generations to travel by alternative means: by foot, by bike, or by transit.
Although there is limited information from a Canadian context, the US experience from 2007 to 2011
was that the number of cars purchased by people aged 18 to 34 fell almost 30% and according to a
study from the AAA Foundation for Traffic Safety, only 44% of teens obtain a driver’s license within the
first year of becoming eligible. Further, only 54% are licensed before turning 18. There are a number of
reasons explaining this phenomenon:








from
an
economic
standpoint, the cost of
driving (car ownership
and fuel prices) has
increased;
culturally,
millennials
would rather spend their
money on experiences
than things and view
cars
as
mere
transportation, not status
symbols;
they don't need cars to
achieve a sense of self
and freedom as this is
derived through social
media where hand-held mobile devices are used to establish identities, relationships, and
individualism online;
they also appear to factor the environment into their mobility decisions (although not as an
overriding factor).
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Finally, the housing preferences of millennials are also closely tied to their transportation patterns –
choosing cities over suburbs, apartment living over detached homes, and "walkable" places over
drivable ones. These preferences translate into less car use as well and therefore a need and desire for
alternative transportation modes.

3.2

Transportation Infrastructure Challenges

3.2.1

National Trends

Transportation infrastructure such as roads, bridges, highways and transit vehicles provide services
critical to economic competitiveness, sustainability and quality of life. Efficient road networks and
transportation systems are critical for the functioning of a modern economy. Reducing gridlock ensures
that goods can be easily transported across the country, reducing business costs and enhancing trade.
Effective public transit and uncongested road networks allow for faster commute times, reducing worker
stress and increasing labour productivity.
Unfortunately, the limited service life of transportation infrastructure poses a significant challenge for
many municipalities in Canada where much of the existing infrastructure was built over thirty years ago.
Today, a large percentage of transportation infrastructure needs to be refurbished or completely
reconstructed. While increasing usage, growing demand and environmental stressors have all
contributed to this decay, much of the decline can be attributed to decades of underinvestment and
poor maintenance. To make matters worse, as a result of the prolonged period of underinvestment, the
costs of updating and maintaining existing infrastructure are increasing.
Faced with the dual problems of declining investment and aging infrastructure, the Federation of
Canadian Municipalities has estimated that Canada’s municipal infrastructure deficit is $123 billion and
growing by $2 billion annually with Transportation and Transit comprising $21.7 billion and $22.8 billion,
respectively. The need for infrastructure funding conflicts with limited public funding. Competition for
funding among the various other sources of public spending is increasing—health and education being
two primary examples.
Canada’s transportation infrastructure is in dire need of investment. Major roads and highways are
crumbling and our ports of entry need continued investment to remain competitive and to sustain
Canada’s import/export base. Canada’s multimodal transportation sector is also responsible for the
movement of people. Unfortunately, Canadian public transit systems remain badly underfunded and
unable to keep up with expanding demand. Canada continues to be the only OECD (Organization for
Economic Cooperation and Development) and G8 country without a long-term public transit plan.
According to the Canadian Urban Transit Association (CUTA), Canadian transit requires a $71.3 billion
investment in order to operate at optimal levels.
The need for investment has been highlighted by a number of studies:



The McKinsey Global Institute has estimated that Canada must invest $66 billion into
maintaining and repairing urban roads and bridges between 2013 and 2023;
Transit systems across the country require $4.2 billion annually for repair and replacement of
existing assets. This estimate excludes meeting unmet or future demand;
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The Canadian Chamber of Commerce has estimated that congestion is costing the country, as
a whole, $15 billion per year, which is equivalent to almost one per cent of Canada’s GDP.

The Canadian government has recognized the extent of the challenge and has developed helpful
policies and investments over the past several years. The Building Canada Fund, the Green
Infrastructure Fund, the Gas Tax Fund and infrastructure stimulus earmarked under the Economic
Action Plan are all examples. The federal government has also made the annual $2 billion Gas Tax
contribution to municipal infrastructure a permanent program. While these initiatives are welcome, they
will not be sufficient to address the growing need for further infrastructure investment.
3.2.2

State of Tecumseh’s Transportation Infrastructure

In Tecumseh, the transportation infrastructure is predominately road based. The Town of Tecumseh
maintains an extensive network of urban, semi-urban and rural roads of all classes, with the exception
of Class 1 roads such as County Road 22.
The Town had a Roads Needs Study completed in 2008 to assess the existing road system and railway
crossings in the Town and to prepare a comprehensive plan for improving and maintaining the road
systems. The Roads Needs Study classified the road inventory into three main categories:
Urban:
Roads having curb and gutter and storm sewer drainage
Semi-Urban: Roads without curb and gutter in built-up urban areas
Rural:
Roads without curb and gutter outside built-up urban areas
The Town maintains approximately 180 kilometers of roadway (varying from two to four lanes),
consisting of varying materials such as asphalt, concrete, and tar and chip.
Figure 3-1
Road Inventory by Road Classification

Figure 3-2: Road Inventory by Material
Road Inventory by Material (Excludes Connecting Links)

Some roads under the Town’s jurisdiction also serve to connect the County road system and are
referred to as Connecting Links. The Town of Tecumseh and the County of Essex have entered into a
Connecting Link Agreement to share costs of maintaining and reconstructing these roads.
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The total replacement cost of the Tecumseh roads network is $159,960,700. When the replacement
cost of bridges and culverts ($11,280, 817) are added to this total, the total replacement cost of the
transportation network is over $170 million.
In addition to the road based transportation infrastructure, the Town also runs a small transit system
consisting of two buses that need to be replaced every five years. These buses range from $100,000 to
$150,000. In addition to these principle capital components of Tecumseh’s transportation infrastructure,
there are also signs, benches, road markings, etc.
Figure 4: Age Distribution by Road Type

Figure 4 shows the age distribution of
the various road types within
Tecumseh. Over 1/3 of the Town’s
roads are over 41 years old.
Asset Condition
In order to effectively manage and
maintain the state of Tecumseh’s
roads, Public Works staff utilize Roads
Needs
Studies
conducted
approximately every five years. In the
2008 Roads Needs Study, it was noted
that 52% of the road system was found
to be deficient or to become deficient in
the next 10 years. Figure 5 shows that
68.0 km’s or 40.0% of the Towns roads
are rated at PCI 81 or above. It also shows that 88.0 km’s or 50.9% of the Towns roads are rated
between PCI of 60 to 80. That means 90.9% of the Towns roads fall within a 6-10+ year time of
improvement window.
Figure 5: Town of Tecumseh Road Condition (PCI)

In 2005, Council approved a
Lifecycle program as part of the
budget process.
The plan
contemplated
annual
tax
increases of 3.9% for 2005 and
2.9% for the 2006 to 2014 tax
years. In addition the allocation of
gas tax funding was allocated in
order to fulfill funding requirements
of $6.9 million.
Funds raised
through taxation for lifecycle
purposes are segregated into
lifecycle reserves.
The plan
provides the Town with the ability
and resources to respond to
capital infrastructure replacement
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needs based on estimated requirements over time and ensures that adequate funds are being collected
in order to properly maintain this significant capital asset.
The foregoing highlights the importance of aligning transportation infrastructure decisions with land use
decisions to ensure that communities are designed to provide mobility to their citizens in the most
effective and efficient manner. Also, innovation in transportation finance leading to wiser investments
and potentially to more direct user charges may emerge. This will orient consumers and commercial
organizations toward choosing the most cost-effective means of transportation (as well as choice of
residence) in any given case.

3.3

Sustainable Transportation

A sustainable transportation system is one that:


allows the basic access needs of individuals and societies to be met safely and in a manner
consistent with human and ecosystem health, and with equity within and between generations;



is affordable, operates efficiently, offers choice of transport mode, and supports a vibrant
economy;



limits emissions and waste within the planet’s ability to absorb them, minimizes consumption of
non-renewable resources, limits consumption of renewable resources to the sustainable yield
level, reuses and recycles its components, and minimizes the use of land and the production of
noise.

Transport Canada’s vision of a sustainable transportation system is one that integrates and balances
social, economic and environmental objectives. This vision is guided by the following principles:


highest possible safety and security of life and property - guided by performance-based
standards and regulations when necessary;



efficient movement of people and goods to support economic prosperity and a sustainable
quality of life - based on competitive markets and targeted use of regulation and government
funding; and



respect for the environmental legacy of future generations of Canadians - guided by
environmental assessment and planning processes in transportation decisions and selective
use of regulation and government funding.

Sustainability planning does not always require tradeoffs between economic, social and environmental
objectives, but rather a matter of finding strategies that help achieve all of these objectives over the
long term by increasing transportation system efficiency. Sustainable transportation planning assumes
that each mode can be useful, and strives to create balanced transportation systems that use each
mode for what it does best. Transportation progress therefore involves improving all useful modes. For
example, in many municipalities, the most beneficial strategies may involve improving walking and
cycling, more support for public transit, and restricting automobile travel in congested urban areas. This
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does not assume that improved transport necessarily means faster travel or more mileage,
improvements may increase comfort and safety, provide cost savings, or even reduce the total need for
travel.
Conventional transportation quality indicators mostly consider motor vehicles traffic conditions such as
roadway level-of-service (LOS), average traffic speeds, parking convenience and price and crash rates
per vehicle mile. However, because they favour motorized travel, these indicators tend to contradict
sustainable transport objectives. For example, they justify roadway and parking capacity expansion that
increases per capita vehicle travel and reduces walking, cycling and public transit use. This increases
resource consumption, pollution emissions and land consumption, and exacerbates the transportation
problems facing non-drivers.
There is growing public concern with the impact that environmental pollution and carbon-dioxide
emissions will have on the future quality of life and the livability of communities. Consequently, there
are growing expectations for the transportation system to limit its impact on the quality of air, water and
land. In addition to reducing the environmental footprint of transportation activities, the transportation
system will also need to address the consequences of climate change such as an increase in
catastrophic natural events.
Sustainable transportation will be a particular challenge in the coming years, and internalization of costs
will become increasingly important. For example, the use of the private automobile creates
externalities (side effects) such as emissions, congestion and noise. When these external costs are
taken into account, some modes may be favoured over others. User pay principles, currently applied in
some communities, could be expanded beyond the financial cost to look at important social costs, such
as safety and air, water and soil pollution.
Sustainable transportation also requires users to rethink their
modal choices, favouring public transit, carpooling and active
transportation over single occupancy car commuting, and by
turning to greener and more energy-efficient supply chains.
Sustainable transportation planning requires a paradigm shift: a
fundamental change in the way people think about and solve
problems. This involves more comprehensive analysis of
impacts (including consideration of indirect and cumulative
impacts), consideration of a broader range of solutions than
usually occurs, and more effective public involvement in
transportation planning. For example, traffic engineers traditionally describe any increase in road or
parking facility capacity as an ‘improvement’, although from many perspectives (pedestrians, residents,
aesthetics, and environmental quality) it may represent degradation.
Livability, a goal of sustainability, can support other sustainability objectives, such as reducing need to
travel and increasing the use of public transit, ridesharing, cycling and walking. Community liveability is
sensitive to the quality of the public realm (public spaces where people can interact), of which the street
system is a major component. This suggests that creating a more attractive, interactive, pedestrianfriendly streetscape, and other policies that encourage non-motorised transport, may be important for
sustainable development.
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Transportation patterns can be affected significantly by land use patterns. In particular, low-density
development, hierarchical street patterns, generous road and parking supply, and automobile-oriented
site design tends to increase automobile dependency, leading to high levels of per capita motor vehicle
mileage and a reduction in the quality of travel alternatives (transit, walking and cycling). Many experts
conclude that sustainable transportation requires higher-density land use patterns that accommodate
alternative modes, and that municipalities with high-density neighbourhoods developed around
passenger rail transit systems are the most sustainable model for urban areas.
In summary, sustainability tends to support transportation planning and market reforms that result in
more diverse and economically efficient transportation systems, and more compact land use patterns
that reduce automobile dependency. These reforms help increase economic efficiency, reduce
resource consumption and harmful environmental impacts, and improve mobility for non-drivers.

3.4

Active Transportation

Active transportation (AT) refers to all human powered forms of transportation, in particular walking
and cycling. It includes the use of mobility aids, such as wheel chairs, and can also encompass other
active transportation modes such as in-line skating, skateboarding, cross-country skiing, and even
kayaking. AT can also be combined with other modes, such as public transit.
AT infrastructure includes those elements that
support active transportation, such as
sidewalks, dedicated bike lanes, pedestrianbicycle signals and safer crossing points, bike
racks, and multi-use trails for walking and
cycling.
AT is recognized as an increasingly relevant
issue in light of ever increasing traffic
congestion issues and environmental concerns,
the rise in obesity and chronic diseases associated with a lack of physical activity, and the need for
personal mobility choices. This will be exacerbated by an aging population, challenging an individual’s
quality of life and enhancing the appeal of compact, walkable communities.
The community benefits of AT are significant:
Health benefits - the transportation choices people make can impact their health and overall well-being
in significant ways. Walking and cycling are excellent forms of exercise that can be incorporated into
daily routines, contributing to recommended physical activity levels and combating the rise in obesity
and the incidence of diabetes. AT can also contribute to improved mental health by increasing
opportunities for social interaction, which can reduce social isolation.
Safety benefits - well-designed and purposeful infrastructure can reduce the frequency and severity of
pedestrian and cyclist injuries and fatalities, especially for vulnerable road users such as children and
seniors. Research shows a “safety in numbers” effect whereby the greater the number of pedestrians
and cyclists on the road, the safer the road is for these users.
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Environmental benefits - AT is a sustainable transportation mode that produces fewer greenhouse
gas emissions and air pollution than motorized travel. Thus, communities can help to reduce their
carbon footprints by ensuring there are policies, planning and design standards and guidelines that
enhance cycling and walking opportunities. Further, an increase in the use of AT modes (e.g. bicycling)
results in a reduction in the wear and tear on the road system, meaning less maintenance and fewer
resources are required.
Social/community benefits - AT modes offer an intimate perspective of communities beyond the
confines of the automobile. Going for a bike ride or a walk around a neighbourhood puts more “eyes on
the street.” It encourages social interaction, fosters a sense of place and increases the perception of
personal safety. Additionally, AT is accessible and economical for people of all ages and abilities. AT
can also be the only transportation choice for many because of age, health or income.
Economic benefits—The Organization for Economic Co-operation and Development reported traffic
congestion in the Greater Toronto and Hamilton area is costing the Ontario economy an estimated $3.3
billion per year in lost productivity. It is safe to presume that similar findings would apply to other
communities in Ontario. Adding to that cost is the construction and maintenance costs of transportation
infrastructure for motor vehicles, which are considerably more expensive on average and per capita
than those for active transportation facilities. In Canada, the majority of trips made by the automobile
are short trips—each Canadian makes an average of 2,000 car trips of less than three km each year,
according to the Public Health Agency of Canada. Therefore, a shift towards AT modes for utilitarian
trips (e.g. work, school, errands) or recreational purposes, coupled with public transit and the use of
transportation demand management programs (e.g. carpooling) would increase the capacity and
efficiency of the transportation system. As an added benefit, bicycle tourism can have positive impacts
on local economic development.
The case for AT is strong. As both a transportation strategy and a mode of transportation, AT meets
multiple community, planning, environmental and transportation objectives. Despite increased
awareness of the benefits of active transportation, its modal share has decreased. In fact, according to
the Share the Road Coalition, in Canada, over the past two decades the length of commute, the
kilometres driven and time spent in traffic have all increased at a faster rate than the increase in
population. Time spent walking and cycling on the other hand has decreased by 45% (Table 2).

Table 2
Population
Increased 20%
Length of Commute
Increased 30%
Kilometres Driven
Increased 50%
Time Spent in Traffic
Increased 225%
Time Spent Walking and Cycling
Decreased 45%
Table 3 below identifies the 2011 modal share for commuters in CMAs across Canada. The 2006
commuter modal share for the Windsor CMA (which includes the Town of Tecumseh) is also included
to illustrate the change over that five-year period. The share of the personal vehicle as the most
popular mode of transportation ranges from 69.8 percent (Montreal, QU) to 92.2 percent (AbbotsfordMission, BC). Victoria, BC had the highest percentage of commuters who walk and cycle at 10 percent
and 5.9 percent, respectively. Not surprisingly, given its high density and extensive public transit
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system, Toronto had the highest percentage of commuters using transit at 23.3 percent. It is clear from
this table that the Windsor CMA is highly automobile dependent with the second highest modal share
for commuters using personal vehicles at 91.3 percent and low levels of public transit (3.0 percent),
walking (3.7 percent) and cycling (1.1 percent). Further, with the exception of transit, the modal split is
worsening with more people driving to work and fewer people walking and biking. This trend is
consistent with the national trend of declining modal share for active transportation and an increasing
modal share for personal vehicles.

Table 3
2011 Modal Split of Commuters by Selected Canadian CMAs
CMA
Personal
Public
Walking
Bicycle
Vehicle
Transit
Abbotsford-Mission, BC
92.2
2.5
2.6
0.8
Barrie, ON
89.8
4.6
3.7
1.1
London, ON
85.4
6.9
5.4
1.5
Montreal, QU
69.8
22.2
5.3
1.7
Ottawa, ON
70.4
20.1
6.3
2.2
Kingston, ON
83.1
5.1
8.5
2.2
Oshawa, ON
86.9
8.5
3.2
0.4
Windsor, ON - 2011
91.3
3.0
3.7
1.1
Windsor, ON – 2006
90.6
2.9
4.3
1.3
Toronto, ON
69.9
23.3
4.6
1.2
Victoria, BC
70.7
11.1
10.0
5.9
Source: Statistics Canada, 2011

The primary forms of AT, walking and cycling, are discussed in more detail in the following sections.
3.4.1

Walkability

Walking, as a form of AT, is economically, socially and environmentally beneficial, and also has health
benefits. Creating walkable places is about more than providing infrastructure – it is about shaping our
cities and towns to accommodate these forms of transportation. As one of the leading experts on
creating walkable places, Jeff Speck, in his book, “Walkable Cities”, establishes 10 principles for
creating walkable places. These principles, along with a brief explanation, are listed below:
1. Put cars in their place. A car-first approach has hurt communities, in part because traffic
engineers too often have failed to acknowledge that increased roadway traffic capacity can lead
to more, not fewer, cars on the road. The resulting phenomenon of “induced demand” creates
unanticipated consequences not only for traffic on freeways but especially in neighborhoods and
downtowns, where streets are sometimes treated not as critical public spaces for animating city
life but as conveyances for motor vehicles (i.e. Tecumseh Road Main Street).
2. Mix the uses. “Cities were created to bring things together.” The research shows that
neighborhoods with a diversity of uses – places to walk to – have significantly more walking
than those that don’t. In most downtowns, it is housing – places to walk from – that is in
particularly short supply.
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3. Get the parking right. “Ample parking encourages
driving that would not otherwise occur without it.” There
is an oversupply of underpriced parking, in large part due
to minimum parking requirements for buildings and
businesses. Speck recommends consolidated parking
for multiple buildings and businesses and higher prices,
especially for curb parking.
4. Let transit work. “While walkability benefits from good
transit, good transit relies absolutely on walkability.”
Insufficient residential densities, too much downtown
parking, routes separated from the busiest areas, infrequent service, and a lack of mixed-use,
walkable neighborhoods near the stops. Speck recommends concentrating on those transit
corridors that can be improved to support shorter (ten-minute) headways, and working there to
simultaneously improve both the transit and the urban fabric. Public transportation is “a mobile
form of public space,” and thus should be treated with respect and made pleasurable.
5. Protect the pedestrian. “The safest roads are those
that feel the least safe.” Speck asserts that roadway
“improvements” that facilitate car traffic – such as wider
lanes or one-way streets – encourage higher speeds.
Accordingly, narrow lanes and two-way streets should be
used. On-street curbside parking should also be
encouraged because it buffers the sidewalk from moving
vehicle traffic.
6. Welcome bikes.
This step is only minimally about
walkability, except for the point that bike traffic slows car
traffic. Making communities more hospitable to cycling is important. Although the drivers
complain, car traffic isn’t really inconvenienced much if at all when the addition of cycling
infrastructure is thoughtful. Some experienced cyclists actually prefer riding in the main
roadway rather than in a designated lane but for a majority of riders, particularly on a busy
street, a dedicated lane is preferred.
7. Shape the spaces. “Get the design right and people will
walk in almost any climate.” A sense of enclosure (the
notion of an “outdoor room”) is necessary to feel
comfortable walking. Surface parking lots along the
walkway disrupt this sense of enclosure and buildings with
blank walls make for a less inviting and comfortable
walking experience.
8. Plant trees. Even though street trees correlate with fewer
automobile accidents, many public transportation agencies
seek to limit them because they believe they interfere with
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visibility. In addition to contributing to auto safety, trees provide a myriad public benefits,
including improved aesthetics, natural cooling, reduced emissions and energy demand for air
conditioning, and reduced stormwater pollution.
9. Make friendly and unique building faces. “Pedestrians
need to fee l safe and comfortable, but they also need to
be entertained.”
How far one is willing to walk is
dependent on what is encountered along the way. Stores
and businesses with street-level windows help, as does
disguised or lined parking, vertical building lines, and
architectural details.
10. Pick your winners. “Where can spending the least money
make the most difference?”. Speck argues for focusing on downtowns first, and on short
corridors that can connect walkable neighborhoods
3.4.2

Cycling

Cycling policy is on the agenda in most Canadian communities. In recent years, many local authorities
and cycling advocacy groups, such as the Share the Road Cycling coalition, have been undertaking a
range of activities to stimulate cycling as a daily transport mode, because they are increasingly
convinced that cycling is good for communities.
The Vision statement for Ontario’s Cycling Strategy states:
“Cycling in Ontario is recognized, respected and valued as a core mode of transportation that
provides individuals and communities with health, economic, environmental, social and other
benefits.”
There are a number of benefits to promoting and increasing use of cycling as a form of transportation.
These include:
i)

Personal and Public Health
Cycling increases fitness which, in turn, improves our
defences against minor illnesses. It is good for the heart and
the circulatory and immune systems and improved fitness
leads to an increased quality of life – all of which reduce
health care expenditures. Inactivity is a significant factor in
cardiovascular disease, diabetes, cancer, hypertension,
bone and joint disease and depression. Cycling just 20
minutes a day will significantly reduce the risks of many of
these diseases and provide a person’s daily exercise needs,
thereby reducing healthcare budgets. Both the Canadian
and Ontario Medical Associations recommend incorporating
cycling into our daily lives and, according to the Canadian
Medical Association, a 10 percent increase in physical
activity could reduce direct health-care expenditures by $150
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million per year. It is also recognized that physical activity is good for mental health. It can alter
brain chemistry to improve mood or lead to feelings of wellbeing. A sedentary lifestyle, on the
other hand, increases the risk of depression which, in turn, increases the likelihood of a sedentary
lifestyle. Cycling can improve the fitness of both body and mind.
ii)

Environmental
Reducing air pollution and its related ill-health effects can be achieved by replacing motor vehicle
trips with cycling trips. On average, transportation accounts for approximately one third of
Ontario’s total greenhouse gas emissions (GHG). According to Environment Canada, emissions
in the transportation sector rose by about 48.8 Mt, or 32.8%, from 1990 to 2005. The fact that
combustion engine vehicles pollute is well known. It is less well known, however, that short car
trips contribute disproportionately more to pollution since a cold engine generates considerably
more emissions than a warm engine. Since the majority of vehicle trips are less than six
kilometres, there is a great potential for these short trips to be replaced by cycling. Cycling does
not produce any significant GHG emissions or other air pollutants. In fact, the potential for
reducing GHG emissions is more promising in transportation than in many other areas.

iii)

Economic
Although the cost of owning and operating a vehicle ranges depending on the make and model of
the vehicle, numerous studies have estimated the average annual cost of automobile ownership
to be in the range of $5,000 to $10,000. This includes depreciation, payments, maintenance,
insurance and fuel. The annual cost of owning and operating a bicycle, on the other hand, is
approximately $100 and parking is free. While it may not entirely eliminate the need for
automobile ownership, the ability to use a bicycle as a form of transportation, particularly for
shorter trips, can reduce the need for trips by automobile thereby significantly lowering the cost of
living for a household.
Cycling also has other financial benefits. It does not impose the same external costs on society
that driving does. External costs are the effects of mobility that are judged to be financially
negative, but which are not directly covered by the private user, but rather by society as a whole.
These costs include infrastructure building and maintenance, emissions, noise nuisance,
congestion, land use impacts, stress and those related to traffic accidents.
In addition to reducing the costs associated with automobile ownership and use and lower
external costs, cycling has the potential as an economic generator in terms of its tourism
potential. According to Statistics Canada, in 2010, two million Canadian visitors went cycling
while travelling in Ontario and spent $391 million, which represented an 18 percent increase in
spending over the previous year. Further, many studies have demonstrated that people who walk
or cycle spend more money than motorists at local businesses.

iv)

Safety
In many communities where there are few cyclists, cycling is often perceived as dangerous. This
perception, however, is not based in fact. Cyclists may be more vulnerable in the case of an
accident than someone in a car but cycling is not an inherently dangerous activity. The World
Health Organization reported that more people die due to physical inactivity than to cycling
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accidents. Dangerous situations can be mitigated through appropriate infrastructure and speed
limit and through promotional approaches. In addition, as cycling activity increases the number of
accidents involving cyclists decreases. Thus, the larger the modal share of bicycles in a
community, the lower the accident rate. This improved safety level can be attributed to other road
users becoming more used to and aware of cyclists as they become more common and
numerous in traffic. Further, the more that people cycle, the greater is the political will to improve
the conditions for cyclists which, in turn, further increases cycling rates and the overall safety.
The foregoing benefits can only be realized, however, if the communities are designed to accommodate
cycling through proper built form and the provision of well-designed cycling infrastructure.
3.4.2.1 Built Form
In smaller towns, such as Tecumseh, the potential for increasing the modal split for cycling is greater
due to the short distance between destinations. Statistics suggest that there is a significant potential in
Ontario to increase the number of people who regularly ride their bikes to work or school. One out of
three people has a daily commute of less than five kilometres. This distance would take an average
adult about 20 minutes by bike.
One of the keys to achieving greater bicycle use is the design of the built form. Post-war planning and
development tended to segregate different land uses into single-use district, such as strictly residential
neighbourhoods with no businesses, or all-commercial districts with no residential developments. This
approach increased the distances between the places people needed to go on a daily basis, reducing
the viability of cycling as a mode of transportation. Roads were also designed to be wide, high-speed
arterials with curving disconnected cul-de-sacs and crescents between them. This design deterred
cycling as it would often involve riding on a busy, main road.
Neighbourhood design influences travel
patterns primarily by impacting proximity of
destinations and directness of travel
between these destinations. Proximity is a
function of both the density of
development and the mix of land uses.
Density (or compactness) and land use
mix (the spatial distribution of different
land uses such as residential, retail, office,
industrial, educational and recreational)
work in tandem to determine how many
activities are within a convenient distance.
Directness of travel is determined by street network connectivity. As proximity and directness between
destinations increases, distance between those destinations decreases and cycling and walking begin
to become legitimate options to driving.
The basic unit of a livable community is a walkable neighbourhood with streets and other public spaces
that encourage community interaction. Neighbourhoods are clustered and a variety of compatible land
uses are mixed to improve access to employment, retail and community facilities. These communities
include an interconnected network of lower speed streets designed for safe and pleasant walking,
cycling and driving, with consideration for transit and people with disabilities. Permeable street
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networks, such as the modified grid street system with a dense network of connected streets with many
“T” intersections, facilitate direct movement around an area for cycling and walking.
This type of street network is cycling-friendly for the following reasons:








Direct routes between places;
Convenient and pleasant to cycle and walk;
Easier to navigate and understand;
Can discourage through traffic;
Easier to make cut-throughs and interconnecting routes for cycling and walking;
Viability of public transport increased;
Facilitates community interaction and safety.

3.4.2.2 Infrastructure Design and Cycling
Communities with more bicycle infrastructure have been found to support higher rates of bicycle usage.
Accordingly, encouraging the growth of cycling also means rethinking how transportation infrastructure
is designed. Infrastructure should support increased cycling as a convenient method of daily
transportation (utilitarian), not just cycling as physical activity for health or recreation. Livable
communities include design features that facilitate cycling such as:






Relatively narrow streets and short block lengths (for example, the Institute of Transportation
Engineers recommends 22-24 ft widths for local streets as opposed to the common standard of
28 feet);
Low vehicle traffic design speeds;
Small curb radii;
Pedestrian and bicycle facilities; and
Traffic calming strategies.

To address design issues for cycling, MTO recently published the Ontario Traffic Manual Book 18:
Bicycling Facilities (“Book 18”). This book contains guidelines for cycling facilities based on best
practices in Ontario, Canada and internationally. It provides practical guidance on the type of cycling
facility to construct given the local context. Book 18 will assist road authorities with the creation of highquality cycling facilities and promote a consistent, predictable roadway environment, encouraging safe
behaviour among all road users.

While
the
built
environment
and
infrastructure design are important factors in
increasing bicycle mode share, there are
other factors that contribute to bicycle use.
Studies have demonstrated that social and
psychological factors, such as perceptions
of safety, attitudes towards cycling and
other modes of transportation, habits, the
influence of family, friends and the
workplace and social environments play an
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important role in affecting travel behaviour and mode choice. Accordingly, when developing policy it is
important to think beyond the role of the physical and built environment factors when attempting to
understand, predict and influencing bicycle use.

3.5

Transit-Supportive Planning

In transit-supportive places, transit and land use decisions are integrated at both a system-wide and
local scale so that transit becomes more easily accessible, serves major land uses and ridership
generators and provides direct and efficient routes between destinations. The following principles are
critical to creating successful transit-supportive communities:
i)

There is a strong relationship between transit ridership and land use patterns
Unlike the automobile, transit, to be efficient, must limit its stops to logical locations within a
system. Concentrating densities and a mix of uses in and around stop and station areas is an
effective way of optimizing transit infrastructure, placing more people and uses within close
proximity to transit facilities and supporting higher levels of pedestrian activity. The layout and
design of buildings, streets and public spaces can help to integrate transit facilities into their
surroundings and create a more comfortable environment for pedestrians, cyclists and transit
users.

ii)

Supporting transit requires reconsideration of the way cities and towns grow and evolve
When towns and cities grow outward at lower densities and land uses are not coordinated
alongside planned transit investments, distances between locations get longer. This makes
provision of transit difficult. Routes become longer and because users are spread out around a
larger area, the ridership per kilometre of service decreases. This can make transit systems less
cost effective to operate, resulting in service cuts and loss of ridership. By using investments in
transit to encourage more focused development and place-making, the effects of outward
expansion can be minimized, valuable farm lands or natural areas can be preserved and road
congestion moderated.

iii)

Creating transit-supportive communities demands that a better balance be achieved
between all modes of transportation
All transit users are pedestrians at some point in their journey, whether on their walk to the
station, accessing or transferring between different modes of transit, or walking from the stop or
station area to their local destination. Environments that are designed for the car without
consideration for other modes of transportation can be unsafe or uncomfortable for pedestrians,
cyclists and transit users. The design and function of the mobility network should act to shorten
or reduce trips and recognize pedestrian circulation and comfort as its highest priority followed
by cycling, public transit and the private vehicle.
Investments in public transit encourage and promote a shift from individual car trips to carpooling, land use densities and mix of uses that minimize length and number of vehicle trips,
and encourage the use of transit, walking and cycling — which in turn leads to fewer vehicle
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kilometres travelled and the associated emissions. Between 2003 and 2012, in Ontario, there
was an increase of more than 193 million passenger trips on municipal transit systems, thereby
removing approximately 161 million car trips from the roads.
iv)

Transit-friendly design is pedestrian-friendly design and good planning
Some of the most enduring small communities in Ontario are known for their attractive, walkable
environments. Since transit users are often pedestrians at both ends of the trip, transitsupportive planning and design improves conditions for pedestrians, creating safer, more
attractive streets and encouraging a greater mix of uses, which can reduce travel distances and
enhance transit access.

v)

Transit-friendly communities help to preserve natural areas and rural landscapes
The high quality of life associated with Ontario communities is strongly tied to their surrounding
natural and rural environments. The more compact, mixed-use nature of transit-supportive
community design can help to support sustainable growth while also helping to preserve
agricultural lands and environmentally sensitive areas.

v)

Planning for transit early can help reduce costs in the future
By considering transit supportive design guidelines, communities, including those that don’t yet
offer transit services, can expand in ways that will support transit ridership and minimize the
potential for increased congestion. With rising land and infrastructure costs, these strategies will
help to promote a more efficient use of resources as communities grow.

vi)

Transit can assist small communities in adjusting to changing demographics
Large areas of dispersed development can restrict mobility for those that are unable to drive.
Implementation of transit services even in small communities, where possible, can assist nondrivers, including youth and the elderly, in accessing local services.

3.6

Complete Streets

The term “Complete Streets” refers to roadways
that are designed for all ages, abilities, and modes
of travel. The concept of “complete streets”
encapsulates the notion that streets should be
designed to safely accommodate the access,
mobility and safety needs of motorists, transit
users, bicyclists and pedestrians of all ages
and abilities in the context of an efficient
multi-modal transportation network. On
complete streets, safe and comfortable access for
pedestrians, bicycles, transit users and people
with disabilities is not an afterthought, but an
integral planning feature.
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Constructing complete streets ensures that transportation options exist for all road users, not only
motorists, and therefore, offer wide ranging benefits. They are cost effective, sustainable and safe. The
link between complete streets and public health is well documented. Jurisdictions across North America
already include complete street policies as part of their preventative health strategies. Complete streets
also promote livability. Human-scale design treatments such as street furniture, trees and wide
pedestrian rights-of-way animate our public realm and encourage people to linger. They can be
integrated into communities of all shapes and sizes; from downtowns to suburban communities.
Incomplete streets – those designed with only cars
in mind – limit transportation choices by making
walking, bicycling, and taking public transportation
inconvenient, unattractive, and, too often,
dangerous. Changing policy to routinely include the
needs of people on foot, public transportation, and
bicycles would make walking, riding bikes, riding
buses and trains safer and easier. People of all
ages and abilities would have more options when
traveling to work, to school, to the grocery store,
and to visit family. Making these travel choices
more convenient, attractive, and safe means people
do not need to rely solely on automobiles. They can replace congestion-clogged trips in their cars with
swift bus rides or heart-healthy bicycle trips. Complete Streets improves the efficiency and capacity of
existing roads too, by moving people in the same amount of space (ie. compare all the people who can
fit on a bus or bikes versus the same amount of people each driving their own car). Getting more
productivity out of the existing road and public transportation systems is vital to reducing congestion.
Complete Streets are particularly prudent when more communities are tightening their budgets and
looking to ensure long-term benefits from investments. Transportation budgets can incorporate
Complete Streets projects with little to no additional funding, accomplished through re-prioritizing
projects and allocating funds to projects that improve overall mobility. Many of the ways to create more
complete roadways are low cost, fast to implement, and high impact.
There is no singular design prescription for Complete Streets; each one is unique and responds to its
community context. A complete street may include: sidewalks, bike lanes (or wide paved shoulders),
special bus lanes, comfortable and accessible public transportation stops, frequent and safe crossing
opportunities, median islands, accessible pedestrian signals, curb extensions, narrower travel lanes,
roundabouts, and more.

3.7

Traffic Calming

Traffic calming began in Europe in the late 1960’s. Frustrated by cut-through traffic rendering their
streets unsafe, residents of the Dutch city of Delft turned their street into an obstacle course for motor
vehicles and a safe haven for their children. This first traffic calming solution, called "living yards", or
"Woonerven", slowed traffic and lessened volume with the placement of tables, benches, sand boxes,
and parking bays extending into the streets.
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Traffic calming is a system of design and management strategies that aim to balance traffic on streets
with other uses. It is founded on the idea that streets should help create and preserve a sense of place,
that their purpose is for people to walk, stroll, look, gaze, meet, play, shop and even work alongside
cars – but not be dominated by them. The tools of traffic calming promote the use of streets by cyclists
and pedestrians, rather than treating the street only as a conduit for vehicles passing through at the
greatest possible speed. Various methods of traffic calming are designed to lessen the impact of car
traffic by slowing them down, or literally “calming” them. This helps build human-scale places and an
environment friendly to people on foot.
Besides its power to improve the livability of a place, the advantage of traffic calming is that it can be
applied inexpensively and flexibly. The strategies can be employed by painting lines, colors and
patterns; using planters, bollards and other removable barriers; eliminating or adding parking; or
installing sidewalk extensions or similar structures with temporary materials. All provide an opportunity
to test devices, combinations and locations, fine-tuning the approach according to results.
Traffic calming, along with other small-scale improvements, can enhance a place immediately, while
being tested and refined to meet long-term needs. When funds are available, the right combination of
devices can be transformed into permanent improvements and extended over a broader area.
Regardless of what traffic-calming action is undertaken, the benefit to a community is greater when the
technical improvements are strengthened by visual enhancements like trees, flowers and other
amenities.
The primary types of traffic calming measures are summarized as follows:


Vertical deflections, horizontal shifts, and roadway narrowings are intended to reduce
speed and enhance the street environment for non-motorists.



Closures (diagonal diverters, half closures, full closures, and median barriers) are intended to
reduce cut-through traffic by obstructing traffic movements in one or more directions.

When implemented, these calming measures can take the form of the following:
3.7.1

Diagonal Parking

Where an adequate road allowance width exists, cars park
diagonally, jutting out from the curb, rather than parallel to it.
The benefits include:








Simple and inexpensive
Changes both the perception and the function of a
street
Shortens the “peering distance” for people crossing
the street
Drivers pulling out must be alert to approaching traffic
Oncoming drivers must be alert to the cars pulling out
All of this added driver awareness creates more awareness of pedestrians
Can add up to 40% more parking space than parallel parking
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3.7.2 Changing One-Way Streets to Two-Way
Single or double traffic lanes, either face-to-face or with a median, sometimes flanked by parking. The
benefits are:







3.7.3

Less driving, less confusion, and better traffic access
Eliminates the need to drive blocks and blocks out of
the way
No need to make extra turns to get to nearby
destinations
Drivers can get directly to their destination
Increases commercial traffic and business
Decreases the speed of traffic
Widening Sidewalks/Narrowing Streets and Traffic Lanes

These techniques provide a flexible way to take back space from the street for non-motor-vehicle uses.
Traditional traffic engineering calls for 12- to 13-foot lanes, citing “traffic safety” standards – but newer
evidence shows that lanes as narrow as nine feet can still be safe for driving. The benefits of these
changes are:








3.7.4

Narrowing lanes and widening sidewalks eases
crossing for pedestrians and gives them more space
to walk
Lanes can also be removed from serving vehicular
traffic and designated for busses, trolleys, or other
types of transit
Traffic lanes can be transformed into bicycle lanes
All street lanes can be narrowed together to create
more room for non-auto uses
Vertical elements like trees or bollards further reduce
the “optical width” of a narrowed street, thereby
discouraging speeding
Bulbs, Chokers and Neckdowns

Interchangeable terms for sidewalk extensions in selected
areas – such as at intersections or at mid-block – as opposed
to a full sidewalk widening. The benefits include:







Provide a haven for pedestrians waiting to cross the
street
Shorten the crossing distance
Define parking bays
Deflect through traffic at a corner
Function as entry points
Provide space for amenities and enhancements (e.g.
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kiosks, trees, lighting)
3.7.5

Chicanes

Sidewalk extensions that jog from one side of a street to the other to replicate such a circuitous route.
The benefits include:







3.7.6

Narrow, curving roads encourage motorists to drive
more slowly and carefully
An undulating path interrupts any clear view ahead and
compels drivers to slow down
Chicanes can be formed using sculpture, plantings and
parking to enhance the appearance and function of a
street
Diagonal parking and parallel parking can be alternated
to create a chicane effect.
Chicanes are best used on narrow roads, to prevent
cars from swinging out to maintain their speed around the bends.
Roundabouts

Large, raised, circular islands at the middle of major intersections, around which all oncoming vehicles
must travel until reaching their destination street, where they then turn off. The benefits include:








3.7.7

Create a “calmed,” steady flow of traffic
Reduction in conflict points, which can lead to fewer
accidents
Traffic signals are not customarily required (although
traffic control signs can be prominent)
Streets narrow as they approach the roundabout, and
crosswalks are installed on these approaches – thereby
slowing oncoming vehicles and giving pedestrians a
safe, obvious opportunity to cross
Enhanced with fountains, sculpture or attractive landscaping, the island can serve as a striking
gateway
A sloping ramp around the perimeter of the raised island
allows buses, trucks and other large vehicles to
maneuver the continuous curve while still maintaining a
lowered speed.
Traffic Circles

Essentially “mini-roundabouts” designed for small intersections,
often used to slow traffic from a wide street into a smaller local
street. Traffic circles:


Help to slow down traffic in neighborhoods and remind
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3.7.8

drivers that they must proceed carefully
Help to sustain lowered vehicle speeds when they’re used in a series
Provide an opportunity for community activity in residential areas, where citizens can create
plantings or add other enhancements
Raised Medians

Elevated islands parallel to traffic lanes down the middle of the street, as on a boulevard. The benefits
include:





3.7.9

Curtail vehicle space
Provide a safe in-between refuge for pedestrians as they
make their way across the street, split up a lengthy curbto-curb distance (especially helpful for people who cannot
move quickly)
Provide ideal locations for trees, flowers, sculpture and
other amenities
Tight Corner Curbs

The longer the radius of a curve, the faster a vehicle can move
around that curve – as many pedestrian witness when, in
crossing at an intersection, they are confronted by a car
speeding around the corner seemingly out of nowhere. Reducing
a corner radius to somewhere between one and twenty feet can:




Inhibit the speed of turning vehicles
Give pedestrians a better chance to see and be seen by
approaching traffic
Add sidewalk space, thereby shortening the distance to
the other side of the street

3.7.10 Diverters
These physical barriers redirect traffic heading for a certain street onto a different course, reducing
vehicle overload on vulnerable (usually residential) streets overrun by through traffic looking for
shortcuts.






Diagonal Diverters traverse an entire intersection,
actually creating two unconnected streets that each turn
sharply away from one another.
Semi-Diverters restrict traffic in one direction to prevent
entrance to a street, while permitting traffic to pass
through in the other direction.
Although they effectively reduce traffic volume, diverters
must be part of a comprehensive improvement scheme
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or else they can end up simply displacing congestion.
3.7.11 Road Humps, Speed Tables and Cushions
These devices reduce speed by introducing modest up-and-down changes in the level of the street,
thereby requiring drivers to decelerate.


Road humps (or “speed humps”) are rounded mounds,
approximately three inches high and 10 to 12 feet long.
They effectively slow down traffic to 15-20 mph without
making drivers uncomfortable. For optimum speed
reduction, road humps need to be placed at frequent,
designated intervals based on the street’s dimensions, to
minimize the tendency to accelerate between them
(humps are not to be confused with the speed bumps,
which are usually at least 5-6″ high and less than three
feet long).



Speed tables are road humps that are flat on top and sometimes slightly longer. They are the
same width as the street and rise to meet the grade of the sidewalk, providing safe and
comfortable crossings for walkers and wheelchairs (and greater access for snow clearance than
road humps). One benefit of speed tables is that people cross at the point where drivers
decrease speed.



Cushions cover only part of the width of the street to allow passage for emergency vehicles,
buses or other large vehicles, and bicycles; they are usually placed at varying intervals to
respond to the need to channel the wheels of larger vehicles, while still providing hurdles wide
enough to slow standard-sized vehicles.

It is important to highlight road humps, speed tables and cushions with clear markings to alert
approaching drivers. This can be accomplished by: painting words and symbols directly on the street;
changing the texture of the street surface; or using signage (the word “Bump” instead of “Hump” is a
standard approach thought to effectively put drivers on the alert).
3.7.12 Rumble Strips and Other Surface Treatments


The rumble strip provides visual and aural cues to alert
drivers to areas that require special care (shopping
centers, freeways undergoing construction work,
schools, entrances to residential neighborhoods).
Materials like granite and concrete are roughened by
being broken into raised lines or patterns, and placed in
strips across roadways, usually in a series. Drivers can
lessen the vibration and the abrasive sound they create
by slowing down.
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Changes in pavement color and texture (such as bricks or Belgian blocks), used in
interesting and visually attractive ways, can also have the effect of rumble strips. These paving
treatments also: delineate and create awareness of a pedestrian crosswalk or haven; make a
street appear narrower than it is to deter speeding; define a street from a sidewalk or a parking
lane.
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4.0 GOVERNMENT POLICY CONTEXT
This section reviews the Provincial, County and local planning policy that currently affects
transportation issues and related decision-making in the Town of Tecumseh.

4.1

Provincial Policy Statement 2014

The provincial interest in land use planning issues is articulated in the Provincial Policy Statement
(PPS). The Planning Act establishes that Council, when making decisions that affect a planning matter,
“shall be consistent with” the 2014 Provincial Policy Statement issued under The Planning Act.
Section 1.1.1 of the PPS states that healthy, liveable and safe communities are sustained, in part, by
promoting efficient development and land use patterns which sustain the financial well-being of the
Province and municipalities over the long term. Planning for efficient development and land use
patterns includes ensuring the maintenance and provision of efficient transportation routes and options.
This section of the PPS also encourages ensuring that necessary public service facilities and
infrastructure (which includes transit and transportation corridors and facilities) are or will be available
to meet current and projected needs.
The PPS, under section 1.2, Coordination, encourages a “coordinated, integrated and comprehensive
approach” when dealing with planning matters within municipalities, or which cross lower, single and/or
upper-tier municipal boundaries. There are a wide range of planning matters that are subject to this
approach including the management and/or promotion of growth and development, and infrastructure.
Section 1.3.1 states that planning authorities must promote economic development and
competitiveness by, in part, ensuring necessary infrastructure is provided to support current and
projected needs. The PPS (1.7.1) also states that long-term economic prosperity should be supported
by:


optimizing the long-term availability and use of infrastructure;



providing for an efficient, cost-effective, reliable multi-modal transportation system that is
integrated with adjacent systems and those of other jurisdictions, and is appropriate to address
projected needs to support the movement of goods and people. A “multi-modal transportation
system” is defined as “a transportation system which may include several forms of
transportation such as automobiles, walking, trucks, cycling, buses, rapid transit, rail (such as
commuter and freight), air and marine”

Section 1.6.1 of the PPS states that infrastructure and public service facilities “shall be provided in a
coordinated, efficient and cost-effective manner to accommodate projected needs. Planning for
infrastructure and public service facilities shall be integrated with planning for growth so that these are
available to meet current and projected needs”.
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These sections of the PPS require coordinated planning at the Provincial, Regional and Town levels
through the preparation of transportation plans (e.g. Transportation Master Plans at the County and
Town levels) and Regional (County and City) and Town Official Plan policies.
Section 1.6.3 of the PPS encourages the optimal use of existing infrastructure before consideration is
given to developing new infrastructure. The PPS, under section 1.6.5, also establishes that public
service facilities should be co-located in community hubs, where appropriate, to promote costeffectiveness and facilitate service integration, access to transit and active transportation.
Section 1.8, Energy Conservation, Air Quality and Climate Change, sets out that planning authorities
shall support energy conservation and efficiency, improved air quality, reduced greenhouse gas
emissions, and climate change adaptation through land use and development patterns which:
a) promote compact form and a structure of nodes and corridors;
b) promote the use of active transportation and transit in and between residential, employment
(including commercial and industrial) and institutional uses and other areas;
c) focus major employment, commercial and other travel-intensive land uses on sites which are
well served by transit where this exists or is to be developed, or designing these to facilitate
the establishment of transit in the future;
d) focus freight-intensive land uses to areas well served by major highways, airports, rail
facilities and marine facilities;
e) improve the mix of employment and housing uses to shorten commute journeys and
decrease transportation congestion.
PPS Summary
The 2014 PPS has enhanced policy related to transportation over its predecessor (2005 PPS). It is
clear that the new PPS views transportation as more than providing road capacity for the movement of
vehicles and that land use planning and transportation planning should be done in concert with one
another. It recognizes the importance of establishing multi-modal transportation systems that meet the
needs of the many different users within and between communities. It also acknowledges the role that
transportation plays in conserving energy, improving the air quality and combating climate change.

4.2

MTO Transit Supportive Land Use Guidelines

The MTO Transit Supportive Land Use Guidelines do not represent formal provincial policy, but are
rather a set of suggestions and advice to be used at the discretion of municipalities. The guidelines are
designed to be applicable across Ontario. As a result, there are some guidelines well-suited to
Tecumseh and some that are not. The guidelines generally propose a series of low-cost measures that
help prevent traffic congestion. Suggestions on how to enhance quality of life by improving the
walkability of communities are also provided.
Incorporate transit-supportive policies into municipal official plans. Municipal Official Plans are
key tools in the creation of transit-supportive communities. They provide the statutory framework to
facilitate a strong connection between land use planning and transit service at the scale of our towns
and cities. More than any other policy process or document, the municipal Official Plan relates directly
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to the widest array of guidelines within this document. When drafting municipal Official Plans, it is
important to emphasize:


the clear establishment of local community structure including settlement areas, non-settlement
areas, urban growth boundaries, nodes, corridors and builtup areas;



policies related to the establishment of minimum density standards in secondary plans and
zoning bylaws capable of supporting the desired level of transit service in different areas of the
town or city;



policies related to the creation of complete streets capable of supporting all modes of
transportation;



parking and transportation demand management policies to promote a shift towards higher
levels of transit use and more active modes of transportation;



transit-supportive built form and urban design policies to ensure the creation of a transitsupportive urban form, applicable to both new areas and the retrofit of existing areas to support
higher levels of transit ridership;



transit network design and the relationship between the transit system and land use patterns or
major specialized uses within the town or city;



policies enabling site plan control in areas where transit services exist so that municipalities can
evaluate development proposals at a detailed level; and



the identification of secondary plan areas, particularly at key nodes and corridors where more
detailed transit-supportive planning and design direction is necessary for the creation of more
transit-supportive environments.

The Transit Supportive Guidelines suggest a number of key themes and objectives that should be
considered in the Town’s new Official Plan. Primarily, these Guidelines are intended to encourage
compact patterns of development at densities and mix of land uses that are capable of supporting
public transit. This mix of land uses and increases in densities can be achieved in part through policies
in the Official Plan that encourage infill development, the creation of nodes around key transit stops and
areas and designing and orienting buildings and parking areas to support accessibility to transit
services. The Guidelines also support Official Plan policies that encourage the design of
neighbourhoods that make it easy for people to walk and bike to and from transit stops and services.
This accessibility to transit services can also be supported by policies in the Official Plan that call for the
design of street networks and blocks that provide for these connections between living areas and
transit.
Use transportation master plans to strengthen the integration between land use planning and
transit. A transportation master plan outlines policies and establishes a framework of projects and
programs to meet the transportation needs of a municipality. As documents that establish the strategic
priorities for investment in a municipality’s transportation system, they can have a significant impact on
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transportation patterns within a community and be used to strengthen the integration of land use and
transportation policy.
Transportation master plans should help to shift modal split in favour of walking, cycling and transit use
and strengthen the integration of land use and transit by:


emphasizing the integration of land use and transportation decisions and directing transit
investments to support planned areas of higher density and mixed-use development;



identifying and prioritizing strategic transit initiatives and capital improvements needed to
enhance transit service and promote a shift towards higher levels of transit usage;



identifying deficiencies in land use planning policy that may prohibit planned transit investments;



encouraging more active modes of transportation through the incorporation of complete street
policies and assisting in the development of a comprehensive network of complete streets
through the phasing of capital improvements;



identifying strategies such as the consolidation of access points to support the creation of an
interconnected network of secondary streets in employment and commercial centres;



identifying and promoting transportation demand management measures that promote a shift in
modal split to higher levels of walking, cycling and transit usage; and



coordinating transportation decisions with adjacent jurisdictions to promote the establishment of
a seamless regional transportation network.

The draft Tecumseh Transportation Master Plan that was recently tabled with Council for
public review at a PIC on June 22, 2016 contains the applicable policy directions
recommended by MTO’s Transit Supportive Guidelines. Its completion at this time enables an
appropriate integration of transportation and land use planning issues in the development of
the Town’s new Official Plan.
4.3

County of Essex Official Plan

The County of Essex adopted a new Official Plan (OP) in February of 2014 and the Plan received
approval from the Ministry of Municipal Affairs and Housing in April of 2014. The County OP establishes
planning policy at a high level fundamentally by defining the physical boundaries of the settlement
areas, allocating and directing growth to these areas and protecting the agricultural and natural
resources outside of these areas.
Policies related to transportation are found in Section 2.8 of the new County OP. Those policies that
are most relevant to the Town of Tecumseh are as follows:
“2.8

TRANSPORTATION
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The County’s transportation network consists of Provincial, County and local roads in addition to
railway lines, water ferries, harbours, marinas, a commercial airport, some private air strips and
a planned active transportation system including pedestrian and bicycle paths. The County shall
encourage the identification of historic transportation routes as heritage roads and the protection
of their respective heritage attributes, where feasible and appropriate. When considering
servicing and development proposals, including road improvements such as realignments or
widenings, the County will encourage measures to help mitigate any negative impacts to
heritage roads, where feasible and appropriate. Development proposals will be considered in
the context of all forms of transportation subject to the following objectives and policies:

2.8.1

a)

To facilitate the safe, energy efficient and economical movement of people and goods
throughout the County.

b)

To develop a hierarchy of roads throughout the County through the regular updating of a
Transportation Master Plan.

c)

To ensure that appropriate right-of-way widths for all existing and proposed roads are
provided in accordance with the Planning Act.

d)

To promote the continual development and improvement of the active transportation
system.

e)

To encourage the development of convenient and efficient public transit services
throughout the County.

f)

To plan for and protect corridors for transportation, transit and infrastructure.

g)

To support the continuation and improvement of the railway system.

h)

To support the provision of air services for both passengers and goods.

i)

To restrict development on private roads.

Roads
This Plan acknowledges the strong relationship between roads, their function, land use and
development. Schedule “D1” of this Plan identifies Provincial Highways and County Roads.
Provincial Highways are under the jurisdiction of the Ministry of Transportation and are subject
to permit control and approval under the Public Transportation and Highway Improvement Act.
In addition to all municipal requirements under the Planning Act, Ministry of Transportation
permits are required for access to Provincial Highways where permitted and for the construction
of buildings, structures and signs in proximity to the Provincial Highways. All applicants
proposing new development or changes to existing development on lands adjacent to a
Provincial Highway are advised to consult with the Ministry of Transportation prior to making
formal applications under the Planning Act.
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In December 2004, the draft Essex-Windsor Regional Transportation Master Plan was
completed. The Plan was prepared using the Master Planning Process from the “Municipal
Class Environmental Assessment Process” and was intended to provide a comprehensive
regional transportation master plan with policies and implementation strategies that would serve
the needs of the region for 20 years. The Plan identified roadway capacity enhancements,
evaluated the levels of service, and recommended a new roadway classification system.
Unfortunately, the Plan was prepared based on population projections that have not been
achieved. As a result, the recommendations contained in the Plan require review and the
County intends on updating the Transportation Master Plan, and implementing it by way of a
future amendment to this Plan.
When considering matters of land use planning, the County shall:
a)

Take into consideration the need to improve regional traffic flow in the vicinity of the City
of Windsor.

b)

Consider whether resources are available to ensure the transportation system meets the
needs of the road users and the growth policies of the County.

c)

Identify measures to optimize roadway network capacity through roadway access
management and intersection optimization.

d)

Identify measures to reduce transportation needs such as managing the appropriate type
and scale of growth, the use of alternative transportation choices, and the development
of an active transportation system.

e)

Strive to minimize conflict between local and non-local traffic by protecting the County
Road system depicted on Schedule “D1”. The County shall discourage new development
that would adversely impact traffic movement along the County Road system unless
road improvements can be undertaken to eliminate the adverse impact. New
development proposing access onto County Roads outside of “Settlement Areas” shall
be managed according to the County’s access policies.

f)

Encourage integration of transportation facilities provided by local municipalities,
adjacent municipalities and the Province.

g)

Review road corridors, in consultation with local municipalities and the Province, to
determine if a change in classification is necessary. Transfer of road jurisdiction to or
from the County shall not require an amendment to this Plan.

h)

Encourage safe, convenient and visually appealing pedestrian facilities, where
appropriate, along the Provincial and County Road systems.

i)

Ensure that development proposals that are likely to generate significant traffic are
accompanied by a traffic impact study addressing the potential impact on the Provincial
and County Road systems and the surrounding land uses and how to minimize any
identified negative impact.
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j)

Address the matter of cross boundary traffic with adjacent municipalities and establish a
planned network of roads which considers and coordinates the road hierarchy across
municipal boundaries.

k)

Maintain a Best Management Practice which establishes required right-of-way widths,
setback requirements, access requirements, lighting requirements and other related
matters. Noise attenuation measures where deemed necessary should also be
established.

l)

While the provision of public transit is encouraged as an alternate means of
transportation, this Plan acknowledges that the provision of public transit is a local
matter.

m)

Restrict new development on private roads to Plans of Condominium.

2.8.1.1 Right-of-Way Widths and Road Widenings
The appropriate right-of-way widths and the need for road widenings shall be considered as part
of the update to the Transportation Master Plan. In the interim, road widenings identified in local
municipal Official Plans will form the basis of the required widening on all roads.
2.8.2

Airports
In addition to the Windsor Airport, there are a number of private air strips located within the
County of Essex. To protect airports from incompatible development:
a)

b)

Planning for land uses in the vicinity of airports shall be undertaken so that:
i)

The long-term operation and economic role of airports is protected; and

ii)

Airports and sensitive land uses are appropriately designed, buffered and/or
separated from each other to prevent adverse effects from odour, noise and other
contaminants.

Airports shall be protected from incompatible land uses and development by:
i)

Prohibiting new residential development and other sensitive land uses in areas
near airports above 30 NEF/NEP, as set out on maps (as revised from time to
time) that have been reviewed by Transport Canada;

ii)

Considering redevelopment of existing residential uses and other sensitive land
uses or infilling of residential and other sensitive land uses in areas above 30
NEF/NEP only if it has been demonstrated that there will be no negative impacts
on the long-term function of the airport; and

iii)

Discouraging land uses which may cause a potential aviation safety hazard.
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2.8.3 Rail
Existing operating rail lines within Essex County are shown on Schedule “D1” and the following
policies apply:
a)

Local municipalities are encouraged to develop policies that take into consideration safe
and reasonable pedestrian movement between residential development and commercial
uses and other services across the tracks. Other requirements pertaining to development
proposed in proximity to rail lines is contained in subsection 2.12 Noise and Vibration of
this Plan.

b)

County Council acknowledges the importance of the rail infrastructure and recognizes its
critical role in long-term economic growth and the efficient and effective movement of
goods and people. Council shall ensure the continued viability and ultimate capacity of
the rail corridors and yards (if applicable) is protected and shall identify and support
strategic infrastructure improvements such as targeted grade separations, where
feasible.

c)

Sensitive land uses will not be encouraged adjacent or in proximity to rail facilities.

d)

All proposed residential or other sensitive use development within 300 metres of a
railway right-of-way will be required to undertake noise studies, to the satisfaction of the
local municipality in consultation with the appropriate railway, and shall undertake
appropriate measures to mitigate any adverse effects from noise that were identified. All
available options, including alternative site layouts and/or attenuation measures, will be
thoroughly investigated and implemented if practicable to ensure appropriate sound
levels are achieved, particularly with respect to the 55 dBA outdoor living area criterion.

e)

All proposed residential or other sensitive use development within 75 metres of a railway
right-of-way will be required to undertake vibration studies, to the satisfaction of the local
municipality in consultation with the appropriate railway, and shall undertake appropriate
measures to mitigate any adverse effects from vibration that were identified.

f)

All proposed development adjacent to railways shall ensure that appropriate safety
measures such as setbacks, berms and security fencing are provided, to the satisfaction
of the local municipality in consultation with the appropriate railway. Where applicable,
the local municipality will ensure that sightline requirements of Transport Canada and the
railways are addressed.

g)

Implementation and maintenance of any required rail noise, vibration and safety impact
mitigation measures, along with any required notices on title such as warning clauses
and/or environmental easements, will be secured through appropriate legal mechanisms,
to the satisfaction of the local municipality and the appropriate railway.

h)

New residential development or other sensitive land uses will not be permitted within 300
metres of a rail yard (if applicable).
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i)

2.8.4

All residential development or other sensitive land uses located between 300 metres and
1000 metres of a rail yard will be required to undertake noise studies, to the satisfaction
of the local municipality and the appropriate railway, to support its feasibility of
development and, if feasible, shall undertake appropriate measures to mitigate any
adverse effects from noise that were identified.

Active Transportation
In 2012 County Council approved the County Wide Active Transportation (CWAT) Master Plan.
The CWAT Master Plan is a 20 year Plan to guide the County and local municipalities in
implementing a County-wide network of cycling and pedestrian facilities. Schedule “D2” contains
the County of Essex Active Transportation System as outlined in detail in the CWAT Master
Plan.
The vision for the CWAT Master Plan is as follows:
“The County of Essex and its seven local area municipalities support active
transportation (walking and cycling) and in association with the Essex Region
Conservation Authority, City of Windsor, and Municipality of Chatham-Kent and other
partners, are working together to foster a safe, comfortable bicycle and pedestrian
friendly environment by encouraging people of all ages and abilities to engage in nonmotorized activities for everyday transportation and recreation. Residents and visitors
are able to travel and experience the urban and rural areas of the County by way of a
connected network of on and off-road pedestrian cycling facilities.”
The primary tool to implement and enhance the Active Transportation System is through the
master planning exercise for County and municipal infrastructure projects, i.e., road
improvements, and through the review of development applications.
a)

All County and local municipal roads, shall be considered accessible for active
transportation unless otherwise designated, and that a vehicular approach to cycling be
adopted that recognizes the bicycle as a vehicle which operates on public roadways or
within road rights-of-way with the same rights and responsibilities as motor vehicles.

b)

The County’s Active Transportation System will continue to evolve over time through the
addition of missing links and the incorporation of additional linkages such as the use of
unopened right-of-ways, hydro right-of-ways, existing or abandoned rail corridors, open
green-space and future roadway improvements. Amendments to this Plan are not
required for route or facility type revisions, provided the continuity and functionality of the
network is maintained in the same general location and/or is consistent with the route
selection principles contained within the CWAT Master Plan.

c)

At the time of the review or update of local Official Plans as well as during the
development review process, the County encourages active transportation friendly
(pedestrian and cyclist) streetscaping, urban design and active transportation oriented
land development.
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d)

Mixed use development and higher densities are encouraged within the Primary
Settlement Areas to promote/facilitate increased vitality and quality of life.

e)

During the review of development applications, local municipalities will require the
integration of pedestrian and cycling linkages to commercial, transit, schools, trails, parks
and municipal facilities, where feasible and appropriate. In addition, the designs of new
local roads shall have shorter block lengths that are generally less than 250 metres to
encourage walking and cycling.

f)

The County encourages the use of best practices when planning, designing,
constructing, maintaining and operating active transportation facilities. Specific
consideration and reference should be made to the following:
i)

ii)
iii)
iv)

4.4

The Institute of Transportation Engineers recommended practices for the
application of site design guidelines that promote sustainable transportation
through site design.
Essex County Transportation Advisory Committee Bikeway Traffic Control
Guideline.
Ontario Ministry of Transportation Bikeway Planning and Design Guidelines.
Any other relevant documents released from time-to-time.

g)

The County will coordinate the implementation of the Active Transportation Network with
the County’s Transportation Services Department Five-Year Road Rehabilitation
planning process.

h)

Local municipal Zoning By-laws, or other local planning instruments, shall establish
standards for bicycle parking that is adequate to meet demands. The County encourages
bicycle parking to be secure, illuminated, highly visible, sheltered and convenient.

Essex-Windsor Regional Transportation Master Plan (EWRTMP), October 2005

Major findings of this regional transportation study for the Essex-Windsor region to 2021 with relevance
or significance to the Town of Tecumseh are summarized as follows:
1.

The Regional Transportation Master Plan builds and expands on the City’s 1999
Windsor Area Long Range Transportation Study (WALTS). WALTS considered Windsor
and area growth and transportation needs to 2016 to County Road 8 to the south, and
County Road 27 to the east;

2.

One important transportation planning principle being used in the regional study is to
optimize the region’s existing roadway network carrying capacity, through access
management and corridor protection, before investing in road widenings, extensions and
new roads. This principle does not hinder the development of new roadway infrastructure
deemed necessary to solve urgent, special problems created by border traffic. In fact, the
Schwartz Report appropriately recommends the opposite approach, or “thinking big” to deal
with this longstanding international transportation problem. The Regional Transportation
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Master Plan has attempted to distinguish between the local and regional needs of the
County of Essex and the City of Windsor which are the focus of this study, and the
international border traffic problem which is the focus of other studies and initiatives;
3.

80% of all trips in the region use automobiles. As expected, most County roads in rural and
semi-rural locations are experiencing relatively low traffic volumes, with higher volumes
found in LaSalle, Tecumseh, Lakeshore and the City, and on Highways 401 and 3. The
result is that today, poor level of service and congestion conditions are being experienced
on a number of key City roadway sections, including Tecumseh Road, Wyandotte Street,
Howard Avenue, Walker Road and Riverside Drive. In the County, the roadway level of
service remains good except for deteriorating conditions on parts of County Roads 19, 22,
11 and 3, all in close proximity to the City boundary;

4.

One approach to dealing with growing traffic volumes and reduced level of service in the
urban parts of the region is to extend public transit services to these suburban
communities in LaSalle, Tecumseh and Lakeshore. Extension of Windsor Transit service
beyond the City of Windsor service area is the main transit issue identified in this study;

5.

In 2021, with the expected growth and distribution of regional population and employment
but no changes in trip-making behaviour, development form or roadway network capacity,
severe roadway congestion is forecast on a number of key County Roads including 9, 19,
22, 42, 11 and 9 in the LaSalle, Tecumseh and Lakeshore areas, and on County Roads 20
and 31 near Leamington. In its existing two lane configuration, the entire length of Highway
3 will also have deficient capacity to accommodate future travel demands. In the City, major
capacity deficiencies are forecast on sections of key routes including the E.C. Row
Expressway, Huron Church Road, Cabana Road/Division Road, Tecumseh Road,
Wyandotte Street, Ouellette Avenue/Dougall Avenue and Howard Avenue.

6.

The regional transportation study included an extensive assessment of options to address
the region’s transportation system needs to 2021. These options fall into four distinct
categories of improvements:
a. Supply-Side Options to enhance the capacity of the regional road network through
strategic road widenings, extension, new roads, geometric improvements and traffic
diversion;
b. Supply-Side Options to optimize the capacity of existing regional roads and
intersections through signal optimization, access restrictions and other Transportation
Operations Management (TOM) techniques;
c. Demand-Side Options that uses various Transportation Demand Management (TDM)
techniques to shift more trip making to transit and non-motorized modes, and encourage
ridesharing and off-peak period trip making; and
d. Demand-Side Options that use land use planning and urban design techniques to
reduce the length of trips and the amount of trip-making by reducing the distance
between home and work, and providing for more transit, cycling and walking-friendly
neighbourhood designs.
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7.

A series of strategic roadway capacity enhancements, mainly in the form of important
road widenings, are required in the region to solve localized route capacity deficiencies at a
total capital cost in the order of $270 M by 2021, or about $17 M per year. While these
capacity enhancements will address deficiencies in specific locations, they will not be
effective in addressing all roadway capacity deficiencies by 2021. Some portions of the road
network in the urbanized Windsor, LaSalle, Tecumseh and Lakeshore areas will remain
deficient in traffic carrying capacity and level of service.

8.

The evaluation of demand-side options in this study shows that a combination of strategic
roadway capacity enhancements with a 25% reduction in average trip lengths through more
intensified and mixed use urban development forms would have the greatest long-term
benefits to the regional transportation system. This particular planning option provides the
most effective transportation system in 2021, with the lowest amount of travel distance, time
and delays. It also supports the extension of transit service beyond the City of Windsor into
adjacent suburban service areas.

9.

In order for the County, City and Towns to plan for an acceptable level of transportation
service to year 2021, the focus of regional transportation planning should be on a
combination of selected roadway capacity enhancements, AND changes to development
forms in urban areas that offer alternative transportation choices and reduced
transportation needs for Essex-Windsor residents.

10.

This Regional Transportation Master Plan identifies a Regional Road System that should be
protected from any conditions that would reduce the capability of this system to serve
regional travel needs. It is also recommended that to fund their part of the recommended
roadway capacity enhancements, the County should consider further the establishment
of a development charge. In terms of cost-sharing of regional roadway system costs, any
apportionment of costs between the County and lower tier municipalities should be based
on a clear understanding of local versus County benefits.

11.

Opportunities exist through the application of “Smart Growth” land use principles and
Transportation Demand Management to minimize or avoid the need for physical capacity
improvements resulting from planned growth in the region. If through these initiatives,
roadway capacity deficiencies cannot be adequately addressed, the ongoing monitoring of
the Master Plan will “trigger” the requirement to update the Plan to define physical capacity
improvement projects that can address the deficiency.

12.

The Essex-Windsor region is dependent on future improvements to Highway 3 capacity and
operations as the primary inter-municipal corridor through this part of Essex County.
Regular monitoring and review of the Plan will be required to ensure that all
municipalities within the region are benefiting from the transportation capacity optimization
and enhancement recommendations, and the TDM strategy recommended in this Master
Plan. Should these benefits not evolve as planned by 2021, then the regular Plan review
process will have to consider strategic amendments to this Plan.

Tecumseh New Official Plan Process
Transportation Discussion Paper
June 2016

47

4.5

County of Essex Transit Assessment Report, March 2010

In 2010, the County of Essex undertook an assessment of the potential for a regional transit system
serving the County municipalities. The key objectives of this study were to define transportation needs
and provide guidelines and tools for identifying and implementing specific, cost-effective, and innovative
public transportation services for residents in the County of Essex.
Through the completion of background research, online survey results, stakeholder and public
consultations as well as a market analysis, it was recognized that there are limited transit services
available to County residents and most rely on their automobile for travel. Analysis of data from postsecondary and secondary school institutions and place of work information reveals an unmet need in
the County for transit services to and from major educational facilities and employment areas. Lack of
alternative transportation options also creates a barrier for businesses to retain employees and limits
their flexibility in where they choose to locate in the region.
The consultants posited that an effective transit system would provide alternative transportation to
County of Essex residents, reduce traffic congestion and capital investments on road infrastructure as
well as greenhouse gas emissions and therefore support more sustainable development for the local
economy and environment.
Through this exercise, the County established the following vision:
To provide sustainable mobility options for all rural and urban residents,
contributing to quality of life, economic and environmental sustainability,
economic development and a healthy natural environment.
The proposed goals, related to the vision, are as follows:


to provide multi-tiered accessible transit services connecting regional urban areas to
employment, education, recreation, social and health facilities



to support the County’s transportation system by providing a transit alternative to complement
the road network and active transportation systems;



to provide customer-focused services that meet the transportation needs of all our communities;
and



to provide supporting rural services connecting to urban communities and services in the
County.

The service concept involved a hierarchy of transit services involving:
Urban Connectors: services designed to connect between urban communities in the County and
the City of Windsor and its urban fringe with a primary focus to fulfill the needs of work and student
commuters.
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County Connectors: services designed to provide warranted connections to and between urban
communities in the County.
Local Service: services designed to maximize coverage in the urban area and connect to County
and Urban Connectors.
Rural Services: services designed to provide connections between rural areas and the urban
communities in the County, focused on providing access to necessary amenities and services.
The report encouraged the adoption of transit supportive land use polices by the County and local
municipalities to ensure a successful transit system. These policies included:








providing suitable community densities
providing appropriate mixed uses where applicable
planning road networks that promote direct and efficient transit operations
developing a safe and ubiquitous pedestrian and cycling network for easy access to bus stops
organizing development in such a manner that promotes transit usage by orienting structures,
rather than parking, to align with the street
providing curb cuts and safe crosswalks for universal accessibility
applying traffic calming measures and reducing surface parking

Ultimately, the study was not adopted by County Council. There was general consensus that this
proposed first foray into public transit by the County used an overly aggressive service model (rather
than focusing on a few key, highly populated, critical routes) and that the substantial initial capital costs
and ongoing operating costs were too high. There has been no significant revisiting of public transit at
the County level since this 2010 report.

4.6

County-Wide Active Transportation Study (CWATS)

The County of Essex has developed a comprehensive Active Transportation (walking and cycling)
Master Plan to guide the County and local area municipalities in implementing a County-wide network
of cycling and pedestrian facilities over the next 20 + years.
The vision for the CWATS Master Plan is as follows:
“The County of Essex and its seven local area municipalities support active
transportation (walking and cycling) and in association with the Essex Region
Conservation Authority, City of Windsor and Municipality of Chatham-Kent and other
partners, are working together to foster a safe, comfortable, bicycle and pedestrian
friendly environment by encouraging people of all ages and abilities to engage in nonmotorized activities for everyday transportation and recreation. Residents and visitors
are able to travel and experience the urban and rural areas of the County by way of a
connected network of on and off-road pedestrian and cycling facilities.”
A set of objectives that support this vision are as follows:
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Recommend actions to improve
conditions for walking, cycling and
active transportation in the
County of Essex for people of all
ages by providing an on-road
corridor and off-road trails system
which integrates a number of
facility types for both recreation
and utilitarian use;



Identify the elements of an Active
Transportation network that are
appropriate for the County of
Essex,
that
will
improve
consistency and coordination
throughout the county, and will
provide appropriate connections
to the neighbouring municipalities
of Chatham-Kent and the City of
Windsor;



Develop an effective and practical
implementation strategy that will
identify priorities, annual costs,
best practices for facility design
and support an improved active
transportation network;



Identify
and
recommend
strategies and programs that the
County
as
well
as
local
municipalities can lead, or partner
with others, to encourage more
people to walk and bicycle more
often
for
utilitarian
and
recreational purposes; and



Identify roles and responsibilities for the County, Local Municipalities and other partners in
facilitating walking, cycling and active transportation.

CWATS includes an inventory of existing conditions, establishing route selection principles, selecting
candidate routes, and overall AT network and associated facility types comprising both on and off-road
routes linking key destinations and local municipalities throughout the county.
CWATS includes an implementation strategy to guide the County in improving its active transportation
infrastructure over the next 20+ years and beyond. The proposed implementation plan consists of
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several phases to be coordinated where possible, with the County’s plans for capital projects. These
phases include:
» Short (0-5 years);
» Medium (6- 10 years); and
» Long (11 – 20+ years) Term projects.
Map 9 illustrates the various CWATS Projects proposed in Tecumseh over the 20-year life of the Plan.
The vast majority of Tecumseh CWATS Projects are identified for implementation later in the life of the
20-year Plan as they are largely associated with the construction of significant County Road
reconstruction projects (e.g. the 4-laning of Manning Rd, the 4-laning of Banwell Road, the extension of
Lauzon Parkway southerly to Highway No. 3). Each of these includes some combination of off-road
trails and/or on-road bike lanes that are identified as CWATS Projects and will have some level of
CWATS funding. The Tecumseh CWATS Projects that are implementable earlier largely have been
(e.g. signage for ‘Share the Road’ routes in the rural area) funded and installed a few years ago, while
the next project identified is the trail link along the east side of Walker Road from North Talbot Road to
King’s Highway 401 which has been delayed in order to be coordinated with the installation of the
sanitary sewer being installed by the Town along the same corridor in a couple of years. It is important
that the CWATS Plan continue to be monitored to seek opportunities to install the identified AT features
in a more timely manner.

4.7

Environmental Assessment Studies

There are a number of Municipal Class Environmental Assessment (EA) processes that have been
undertaken on roads that are important to the Town’s overall transportation network but are either
under the jurisdiction of the County of Essex or the City of Windsor. The proposed improvements
identified for each of these corridors are summarized in this section.
4.7.1

Municipal Class Environmental Assessment for Improvements to County Road 22 (East
of Manning Road to County Road 42) (2006)

This Environmental Study Report details the environmental assessment undertaken for improvements
to County Road 22 (east of Manning Road to County Road 42, in the Town of Lakeshore) and the
preferred alternative. The need to examine this corridor was based on future population and
employment growth in the Towns of Tecumseh and Lakeshore, focusing on Lakeshore. This roadway is
a crucial link between the two Towns and the City of Windsor. The traffic demands placed upon County
Road 22 were projected to increase considerably to 2021, while the road was currently identified as
having poor operating conditions and intersections performing at or above their intended capacities.
The public and stakeholder consultation process identified twenty main areas of concern ranging from
general road safety, access control, to provision of cycling and pedestrian facilities, specific
intersections and preservation of existing roadside vegetation.
Major recommendations from this study included:


Final cross-section for the road was:
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-

Four lanes (with a 1m flush median) between Manning Road and I.C. Roy Drive (2.5km).

-

Two lanes (with continuous two-way left turn lane) between I.C. Roy Drive and the Belle
River bridge (17.5km).



Roadway illumination at all intersections and full illumination in the urban sections where
sidewalks are proposed on both sides of the roadway.



Recommended upgrades are to occur in series of six contracts to be completed 2007-2012, and
estimated to be valued at approximately $47 million.

4.7.2

County Road 19 (Manning Road) & County Road 22 Improvements Class Environmental
Assessment and Preliminary Design (2008)

The Ministry of Transportation, Ontario, in association with the County of Essex and Transport Canada,
completed an EA and preliminary design of improvements to County Road 19 (Manning Road) and
County Road 22. The study area included 13km of County Road 19, from Highway 3 to the VIA Rail line
and 3km of County Road 22, from the City of Windsor boundary to 350m east of Lakeshore Boulevard.
The major project features and preferred design of the improvements included:


Widening County Road 19 from two to four lanes.



Widening County Road 22 from four to six lanes.



Double lane roundabout at Essex County Roads 19 and 34.



Highway 401 interchange improvements, including construction of a new underpass structure
and reconstruction of interchange ramps.



Widening of Pike Creek Bridge from two to four lanes.



Grade separation of the CP Rail crossing and construction of access/service roads for existing
uses.



Single point urban interchange at County Roads 19 and 22.



Partial interchange (half diamond/button hook) County Road 22 and Lesperance Road.



Provision of on-road dedicated bike lanes as well as an off-road multi-use trail on the east side
of Manning Road, from Pike Creek to County Road 22.
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4.7.3

County Road 43 / Banwell Road from the CPR Tracks (City Limits) to South of County
Road 42 Class Environmental Assessment Study (2009)

This Class Environmental Assessment Study was completed to assess various improvements to
County Road 43 / Banwell Road between the Canadian Pacific Railway tracks to south of County Road
42. Operating deficiencies were identified resulting from anticipated growth within the Town of
Tecumseh and the eastern part of the City of Windsor.
The study confirmed the need to widen County Road 43 / Banwell Road to 4 lanes, as previously stated
in the Essex Windsor Regional Transportation Master Plan. The recommended widening is to occur to
the east side of Banwell Road to minimize impacts on properties along the west side.
Major recommendations from this study which are pertinent to the Town are as follows:


Widen County Road 43 to 4-lanes, towards the east side of the roadway (to minimize impacts
on properties along the west side). Construct wider (3.65m) lanes and a centre median to better
accommodate a variety of vehicles. Install a sidewalk (on the west side) and a multi-use trail (on
the east side) from 11th Concession to the Canadian Pacific Railway tracks.



Eliminate the offset intersections of County Road 43 / Banwell Road / County Road 42 and 11th
Concession by realigning both roads to the west.



Construct two additional intersections between County Road 42 and the Canadian Pacific
Railway tracks to allow for future development access.

4.7.4 Lauzon Parkway/County Road 42 Improvements Class Environmental Assessment Study
(2014)
This Schedule ‘C’ Class Environmental Assessment Study was completed to assess the following
future requirements for Lauzon Parkway and County Road 42 improvements:


Various improvements to Lauzon Parkway from E.C. Row Expressway to County Road 42;



Lauzon Parkway extension to Highway 401;



Lauzon Parkway further extension to Highway 3;



Various improvements to County Road 42 from Walker Road to the City/County boundary, and
from the City/County boundary to County Road 25; and



The future east-west arterial from Walker Road to 10th Concession Road / County Road 17.

Major arterials around the study area are operating at or near capacity, and there are limited existing
east-west and north-south links. Future growth will significantly challenge the transportation network’s
ability to provide access. Several improvements are suggested in this study to address these
challenges, including extending the Lauzon Parkway to Highway 3, creating a new interchange with
Highway 401, and removing the existing “jog” in the Parkway at County Road 42.
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Major findings and recommendations from this EA that are of particular relevance to Tecumseh are as
follows:


The Lauzon Parkway should be extended to Highway 3, and a new interchange should be
constructed at Highway 401. A multi-use trail is proposed on the west side, with a separate
structure to cross the 401.



County Road 42 should be widened to 4 lanes as an urban cross-section from Walker Road to
County Road 19, and as a rural cross-section from County Road 19 to County Road 25.



This study also recommended 2-lane roundabouts at all major intersections with County Road
42 including at County Roads 19 and 43.

This study followed a joint Municipal Class Environmental Assessment planning process with the
Sandwich South Secondary Plan, which outlined future land use, transportation, and utilties, and the
development phasing of the area. The plan was not approved by Council.
4.7.5

City of Windsor Banwell Road Class Environmental Assessment Study (2015)

The Banwell Road Class Environmental Assessment investigated capacity, safety, and operational
improvements to Banwell Road between Tecumseh Road East and the Canadian Pacific Railway
tracks.
This project assessed the transportation infrastructure improvements required in the Banwell Road
corridor to provide and adequately accommodate traffic growth for over a 20-year horizon. The corridor
was recognized in the Essex-Windsor Regional TMP as exhibiting capacity deficiency by 2021.
Key findings from the EA study pertinent to the Town of Tecumseh are:


An analysis of 2014 traffic conditions determined that several intersections were operating with
poor levels of service, especially the intersection at the E.C. Row Expressway. Several
movements operate at level of service F. Based on these two findings, there is a need for road
capacity improvements in the short term.



A new signalized intersection directly connecting the E.C. Row Expressway westbound off-ramp
to Banwell Road (adjacent to the northwest on-ramp) would improve traffic operations. A
modified parclo A-4 interchange should be used, with a fourth leg to the eastbound off-ramp
(south ramp intersection) providing one-way only movement to the east.



Widen Banwell Road from Tecumseh Road East to the Canadian Pacific Railway Tracks, from 2
lanes to 4 lanes. It will include a 1.5m sidewalk on one side a 4m multi-use trail will be included
between Mulberry Drive and Gouin Street. The Town requested that the City consider locating
the proposed multi-use trail along Banwell Road on the east side instead of the west side,
between Intersection Road and Gouin Street. This would maintain a more consistent alignment,
reduce road crossings, and improve public safety and accessibility.
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Protect for potential widening to 6 lanes south of E.C. Row Expressway to the Canadian Pacific
Railway tracks, and for a potential future grade separation at the Canadian Pacific Railway
tracks.



Signalize Banwell Road at:

4.8

-

Off-ramp terminals at the E.C. Row Expressway interchange;

-

Palmetto Street;

-

Maisonneuve Street; and

-

Intersection Road.

Tecumseh, St. Clair Beach and Sandwich South Official Plans

Each of the current Official Plans contains Transportation policies that are primarily focused on their
respective road networks. They contain broad-based, overarching policies related to transportation
needs. These policies are expressed in varying detail within each of the existing documents and are
contained in either the “Goals and Objectives” or “Municipal Services” sections of the respective Plans.
4.8.1

Tecumseh Official Plan

The Tecumseh Official Plan, under the Goals and Objectives and the Transportation Policy sections,
identifies:
“2.6

TRANSPORTATION GOAL

It shall be the transportation goal of this Plan to provide an adequate integrated and intermunicipal
transportation network for the efficient movement of people and goods, so as to minimize the time
distance factors and to provide alternative selection in routes.
2.7

TRANSPORTATION OBJECTIVES
a) To acquire the necessary land and buildings presently existing in the Little River Boulevard
right-of-way.
b) To open Little River Boulevard, thus improving east-west vehicular movement.
c) To eliminate key "T" intersections within the Planning Area, so as to alleviate traffic
congestion and potential hazardous conditions.
d) To connect major east-west transportation routes into the Windsor and St. Clair Beach
transportation network.
e) To acquire sufficient land at the comer of Lesperance road and Riverside Drive to improve
access and sight visibility.
f) To give further consideration to the downgrading of the proposed intersection of Lesperance
Road and the E. C. Row Expressway and encourage the construction of an interchange in
the vicinity of Manning Road.”
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The Tecumseh Official Plan provides additional detailed policies related to transportation, which
identifies that:
4.0

TRANSPORTATION POLICY

4.1

GENERAL

The Transportation Plan, attached
hereto as Schedule "B", is based on
the inter-relationship of land use
designations
and
transportation
requirements. The road network is
based on and designed to facilitate
the satisfactory movement of both
people and goods to and from the
various land use areas within the
Planning Area, as well as to facilitate
through traffic movement. The overall
road pattern should be in harmony
with the proposed road pattern of the
adjoining municipalities, the County
Road system and the Provincial
Highway system.
4.2
FUNCTIONAL
CLASSIFICATION OF THE ROAD
NETWORK
The roads within the Planning Area,
both existing and proposed, are
classified on Schedule "B" according
to their predominant function. Where
additional land is required for
widenings,
extensions
and
intersection improvements, such land
shall be obtained, wherever possible,
in the course of approving plans of
subdivision under the authority of the
Planning Act.
(a) PROVINCIAL HIGHWAY
The Provincial Highway designation
refers to roadways under the
jurisdiction of the Ministry of
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Transportation and Communications. These roadways are designed to facilitate through movement of
medium to high volumes of traffic on 2 to 5 lanes with right-of-way width of 36.5 metres to 46 metres
with access to abutting properties being restricted unless absolutely necessary.
(b) ARTERIAL ROADS
Arterial roads are existing and proposed roads on 2 to 4 traffic lanes with right-of-way width of 20
metres to 30.5 metres which are designed to facilitate the inter-municipal and through movement of
medium volumes of traffic to and from major traffic generating sectors in the Planning Area and provide
limited access to abutting properties.
(c) COLLECTOR ROADS
Collector roads are existing and proposed roads on 2 traffic lanes with a right-of way width of 20 metres
which are designed to collect and carry medium volumes of local traffic to the Arterial roads to distribute
traffic to the local roads, as well as to provide access to abutting properties.
The travelled portion of Centennial Road from Riverside Drive south to St. Thomas Street will not be
widened beyond its existing width and Centennial Drive will not be a north/south collector road in a
continuous line.
(d) LOCAL ROADS
Local roads are existing and proposed roads with 2 traffic lanes and a right-of-way of 20 metres, or a
width as approved by the Ministry of Transportation and Communications which are designed primarily
to provide access to abutting properties. They should be designed so as to discourage the movement
of through traffic and function as local distributor roads.
4.3

INTERSECTION IMPROVEMENTS

It is the intention of this Plan that, as traffic conditions warrant, improvements in the form of
interchanges, jog eliminations, regulation of turning movements, proper signing, installation of traffic
signals, marking of traffic lanes and channelization construction will be undertaken at the intersections
so indicated on the Transportation Plan, attached hereto as Schedule "B".
4.4

RAILWAY CROSSING IMPROVEMENTS

It is the intention of this Plan that level railway crossings be eliminated by means of grade separations,
or be provided with other protective measures such as day lighting, signals or gates, or combinations
thereof.
4.5

OFF-STREET PARKING

This Plan proposes the establishment of sufficient off-street parking facilities as are required to serve
the needs of the central business area. Whether an off-street parking program is developed entirely by
the Town of Tecumseh, by private enterprise or jointly by the town and private enterprises, certain
policies shall be established to develop reasonable parking facilities, consistent with demand and in
accordance with the following general principles:
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a) The parking facilities within the central business area should be limited to parking for
shopping and business purposes, primarily short term parking with a high turnover;
b) The area behind the stores and businesses that line Tecumseh Road should be developed
in such a manner as to provide off-street parking spaces for the customers; and
c) The municipality should attempt to provide public parking facilities within the downtown
core.”
Summary
The majority of the objectives and policies are focused on roadway infrastructure and the need to
accommodate vehicular traffic. The policies do not take into account any modes of transportation other
than the automobile. In addition, some of the noted objectives and policies are outdated and much of
the identified works have been achieved. The new Official Plan will need consider the transportation
network required for today and in 20 years, both from a network perspective and in terms of
encouraging a multi-modal system.
4.8.2

St. Clair Beach Official Plan

The St. Clair Beach Official Plan, under the Municipal Services section, provides policy related to the
transportation needs of the former municipality:
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“5.1

ROADS

Arterial and collector roads are depicted on Schedule ‘A’ of this Plan. All other roads or streets within
the boundaries of the Village shall be considered local roads.
a) Arterial Roads
Manning Road (County Road No. 19) and Tecumseh Road (County Road No. 2) within the
limits of the Village of St. Clair Beach are designated as arterial roads. These roads carry
traffic between the Village and other locations within the metropolitan area and function as
the main traffic arteries within the Village. The minimum standard for these roads shall be
two unrestricted traffic lanes in 20 metre (66 foot) right-of-way.
b) Collector Roads
Collector Roads designated on Schedule ‘A’ of this Plan are intended to provide for the
movement of moderate volumes of traffic between local roads and arterial roads while at
the same time providing access to abutting properties. These include St. Gregory’s Road,
Arlington Blvd., Riverside Drive and Brighton Road.
c) Local Roads
All other roads not designated on Schedule ‘A’ of this Plan are expected to function as local
roads during the planning period , providing direct access to various abutting land uses.
d) Improvements
To maintain a satisfactory road system in the Village it shall be the policy of Council to
pursue a program of improving road alignments, surfaces, pavement widths and the
establishments of adequate road allowances and standards for new development. The
implementing zoning by-law shall make provision for adequate setbacks for all new
development having regard for both the width and function the abutting road.
It shall be a further policy of Council to provide the improvement of existing collector and
local roads when storm and sanitary sewers are installed to bring these roads to the
standard of the Ministry of Transportation wherever possible.
Also where possible, roadside vegetation and tree plantings shall be retained or replaced as
road improvements are undertaken.
Road improvements will be undertaken in accordance with the Village’s financial ability to
pay for specific projects on an annual basis.”
Summary
Once again, the majority of the objectives and policies are focused on roadway infrastructure and the
need to accommodate vehicular traffic. The policies do not take into account any modes of
transportation other than the automobile. As noted with respect to the former Town of Tecumseh’s
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Official Plan policies, it is important that the new Official Plan consider the transportation network
required for today and in 20 years, both from a network perspective and in terms of encouraging a
multi-modal system.
4.8.3

Sandwich South Official Plan

The Sandwich Official Plan, under the Municipal Services section, provides policy related to the
transportation needs of the former municipality:
“5.5

TRANSPORTATION
a) During the planning horizon of this official plan document, the principal mode of
transportation for township residents will continue to be the private automobile.
Consequently, the transportation policies of this plan envisage that with the exception of
local trips to/from various locations within a neighbourhood, township residents will continue
to use the existing provincial highway, county road and township road systems to travel for
work or leisure purposes.

Schedule “C” of this Plan depicts the existing township road network, and identifies the type of road by
the function it is expected to perform. New collector roads are also shown on this schedule.
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b) The arterial road network consists of all provincial highways and county roads. These roads
are intended to provide fast and efficient movement of large volumes of vehicular traffic from
one area of the township to another and to destinations beyond the corporate limits of the
municipality.
Collector roads are intended to provide for the movement of moderate volumes of traffic
between local roads and the arterial roads, while at the same time providing access to
individual properties.
All other roads in the township are expected to function as local roads during the planning
period, providing direct access to various abutting land uses. By their very nature they are
designed and intended to accommodate a much lower volume of traffic.
c) To maintain a safe and efficient road system in the township, it shall be the policy of Council
to pursue a program of improving road alignments, surfaces and pavement widths, and to
establish adequate road allowances and standards for new development.
Priority will
generally be given to any repairs on arterial and collector roads so that the flow of traffic
may be maintained. The roads need study of the township and the capital works budget will
be used to establish priorities for the upgrading of the existing municipal road system that is
under the control and jurisdiction of the township.
d) Council will also require sidewalks, walkways, bikeways to be provided as part of all new
residential developments, to facilitate cycling and pedestrian modes of transportation within
and between residential neighbourhoods, recreational and community facilities.
e) Provisions for bus bays will be considered as part of future subdivision applications to
accommodate an expanded regional transit service, should such a service become available
during the life of this Plan.
f)

Council also supports the concept of an intermodal transportation terminal, centered at
Windsor Airport, should such a facility be required in the future.

g) A regional transportation study is currently being prepared for all lands located within the
Metropolitan Windsor area. Additional transportation policies may need to be added to this
plan once this study is complete and recommendations are available for review by Council.
h) Maidstone Hamlet
In addition to the foregoing, the following more specific policies shall apply to development
within Maidstone Hamlet, as depicted on Schedule “A-3” of this Plan. Oversizing of
infrastructure shall be provided by individual developments as deemed necessary by the
Town to assist in facilitating the orderly and logical progression of development in the
hamlet.
.
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The existing road pattern for the developed portion of the Hamlet and the adjacent lands is shown on
Schedules “A-3” and “C-1” of this Plan. The conceptual location of future collector and local roads for
the undeveloped lands situated within the Hamlet are depicted on Schedules “A-3 and “C-1” of this
Plan.

The alignment of future collector and local roads is depicted conceptually on Schedule “C-1” of this
Plan. The precise alignment of all new roads will be determined at the draft plan of subdivision stage
and will be guided by Schedules “A-3” and “C-1” of this Plan, Subsection 1.5.6 and Section 3.14 of this
Plan and for clarity shall include the strategic location of single loaded roads overlooking open space
areas, local roads opening and intersecting with open space areas and the integration of a trail system
within portions of the collector road right-of-way.
Maidstone Hamlet is serviced by three (3) major arterials: County Road 19 (Manning Road), County
Road No. 46, County Road No. 34 (Talbot Road) and by Provincial Hwy. No. 3.
The limits of the Hamlet are well defined by County Road No. 19 (Manning Road) and the Town of
Lakeshore to the east, the railway line and Hwy. No. 3 to the south, and County Road 46 to the north.
The westerly limit has been set at the westerly limit of Farm Lot 294 and the East Branch of the Delisle
Drain.
The Hamlet is dissected into various segments by both natural and man-made obstacles, including Pike
Creek, Ontario Hydro Corridor; Malden Road and the CN/CP Railway. The new collector road system
along with a limited number of local roads will integrate these areas.
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Access is offered to that portion of Maidstone Hamlet which lies to the west of Malden Road by a
proposed collector road system which interconnects County Road 46 to the north, County Road 34
(Talbot Road) to the south, which in turn connects to Highway No. 3 and to Malden Road to the east at
two (2) separate locations.
In an attempt to integrate the area west of Malden Road with that east of Malden Road, the east
collector road will intersect Malden Road and connect to the collector system to the west. This east
collector will also connect to County Road No. 34 to the south.
The overall road concept establishes a new north/south collector road system that will direct traffic
away from existing Malden Road.
A system of linear pedestrian/bicycle pathways along streets, the Ontario Hydro corridor and the
naturally occurring alignment of Pike Creek will also serve to integrate the various segments. These
will serve as an access to the focal point of the Hamlet, the St. Mary's Church/School/park area.
Although Malden Road is intended somewhat to remain in the existing condition, the additional
vehicular traffic and pedestrian traffic generated by the adjacent development would no doubt impact
Malden Road. For this reason, it is the policy of this Plan that only a limited improvement be
considered, i.e. trail on one side, improved street lighting, improved barrier or separation between
pavement and existing roadside drain for safety purposes.
Under the April 2002 County of Essex County Road 19 Corridor Study, F. R. Berry & Associates
identified several roadway improvements anticipated in the next 20 years. One area of concern is the
County Road No. 19/North Talbot Road/Malden Road intersection and its proximity to County Road No.
46. The development of the Hamlet will exacerbate the traffic problem foreseen in this area.
Due to the fact that this area is situated in Tecumseh west of Manning Road and in Lakeshore east of
Manning Road, and under the ownership of several parties, any improvement to the alignment of these
roads will prove challenging but necessary nonetheless. A proposed realignment is shown on
Schedules “A-3” and “C-1”.
All proposed local residential rights-of-way must be a minimum of 20 metres in width to accommodate
an 8.5 metre wide roadway, sidewalk on one side and services. The proposed collector right-of-way
must be a minimum of 24.38 metres in width in order to accommodate the proposed 3.65 metre foot
wide multipurpose, hard-surfaced trail on one side. Pavement width for the collector road need not be
any wider than that of local residential streets, except at its intersection with Talbot Road, Malden Road
and County Road 46, where a widened pavement width will be required to accommodate left turn lanes.
Street lighting must be installed to levels similar to an urban setting.
Sidewalks will be required on one side of all local streets. Sidewalks should have a minimum width of
1.52 metres.
A multipurpose trial system is an amenity intended to provide a broad range of recreational
opportunities, encourage walking/cycling as an alternative means of transportation for short trips within
the Hamlet, and provide a safer environment for pedestrian and non-vehicular recreational traffic. A
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properly designed trail system will be able to safely interconnect community facilities such as the
school, parks and various areas of open space, the church and commercial sites with the surrounding
residential community. The trail should be uniformly hard-surfaced throughout the Hamlet and have a
width of 3.65 metres.
Improvements will be required where new collector roads intersect with external roadways.
particular, improvements will be required at the following locations:




In

intersection of Malden Road and County Road 19;
length of road connecting County Road 46 and North Talbot Road, along with intersection of same
road with County Road 46;
intersection of new collector roads with Talbot Road (County Road 34).

These improvements may include widenings, turning and bypass lanes, the introduction of traffic
signals and traffic circles. Improvements, as identified through individual traffic studies, will be subject
to the approval of the County Engineer along with the Town.”
Summary
The policies of this Plan contemplate multiple modes of transportation, not solely the automobile.
However, some of the policies are dated and relate to lands no longer within the amalgamated Town of
Tecumseh (ie. airport lands). In addition, the policies provide very specific requirements that were
introduced to the Official Plan as part of Council’s adoption of the Maidstone Hamlet Secondary Plan.
As previously noted, the new Official Plan provides an opportunity to establish consistent Town-wide
transportation policies. Having stated that, the new Official Plan will need to carry forward the specific
policies that were developed as part of the very detailed Secondary Planning process, including the
Maidstone Hamlet Secondary Plan (complete) and the Tecumseh Hamlet Secondary Plan (near
completion).
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5.0 POLICY ISSUES – TECUMSEH TRANSPORTATION MASTER PLAN
5.1

Transportation Vision, Goals and Directions and Core Themes

With the population of Tecumseh expected to grow from approximately 23,500 today to over 30,000 by
2034, numerous transportation planning initiatives have recently been undertaken by various Provincial
agencies and the County of Essex to further define mobility needs, issues, and opportunities within and
adjacent to Tecumseh. As a result, the Town of Tecumseh is currently in the process of finalizing its
own Transportation Master Plan to ensure the Town grows and operates in a coordinated fashion that
balances and optimizes livability and mobility in a manner that is consistent with Provincial, Regional,
and Municipal policies and objectives and achieves the goals of the community and Council.
The Tecumseh Transportation Master Plan (TTMP) provides a flexible and dynamic multi-modal
transportation strategy that will guide the provision of transportation service and networks by the Town
of Tecumseh to the year 2034. The Tecumseh transportation system balances the needs of residents,
businesses, and recreational users in a way that is fiscally responsible.
The draft Master Plan was presented and received by Council on May 24, 2016 and a Public
Information Centre has been scheduled for June 22, 2016. The inclusion of the principles espoused in
the TTMP in the Official Plan will help ensure that transportation choices for all residents are available
or planned, and will encourage the establishment of a diversified and forward-thinking multi-modal
transportation system.
A Transportation Master Plan (TMP) is a strategic plan which recommends a series of transportation
works distributed throughout a study area that are to be implemented over a period of time. The scope
of the recommendations for the draft TTMP include a broad analysis of the transportation system and
policies for planning and implementing future transportation improvements.
The TTMP builds on current and recently completed studies that define and recommend policies and
infrastructure. Major findings of various reports, plans, policies and guidelines are highlighted, and a
transportation model was developed to understand future (2034) travel behaviour, system performance,
and potential alternative solutions. The future (2034) base case scenario was premised on the planned
and committed 2034 Regional and Municipal transportation infrastructure proposals being built.
Based on the transportation model, no new road widening projects are required for roadways under the
Town of Tecumseh jurisdiction. The currently planned improvements identified by other agencies in the
region will provide additional capacity along key transportation corridors and alleviate traffic conditions
along roadways within the Town.
5.1.1

TTMP Vision

Stakeholder consultation completed early in the TTMP process was used to generate the following
Vision statement and themes for the TTMP:
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The TTMP provides an integrated and diverse transportation system for all residents and
businesses that is safe, convenient, affordable and sustainable, and that facilitates the efficient
movement of people and goods within the Town and to adjoining areas. The transportation
system supports the goals and values of the Town, maintaining the rural and small Town
character, protecting the environment and natural heritage, and promoting sustainable
economic growth.
5.1.2

TTMP Goals and Directions
Table 4
TTMP Goals and Directions
Goals

TMP Directions

Integration
Integrate
transportation
networks with each other
and with adjacent land use

 Balance the needs of private, commercial, and
recreational users and all modes of transportation
through the development of complete streets.
 Integrate transportation planning with land use planning
to provide services and infrastructure in sync with
growth and minimize negative impacts of the
transportation network on adjacent land uses.
 Plan compact communities with a mix of land uses so
that people can shop, play and work close to where
they live.
 Develop a connected system of pedestrian and cycling
routes as a continuous system with linkages to parks,
open spaces, community facilities, schools and
services.

Social sustainability
Provide
transportation
residents

accessible
for
all

 Develop a barrier-free transportation system that is
accessible to all residents regardless of ability and
socio-economic circumstances.
 Improve access to isolated areas of the Town.

Environmental
sustainability
Reduce
environmental
footprint of transportation in
Tecumseh

 Increase the use of active modes of transportation to
encourage healthy active lifestyles and reduce carbon
emissions.
 Minimize negative impacts of the transportation
network on the natural environment.
 Reduce automobile dependence and support
alternatives to single occupant vehicle trips.
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Economic sustainability
Maximize
return
on
investment in, and economic
benefit of, transportation
system

 Plan a transportation system that will be affordable to
operate and maintain for the long term.
 Maximize access to businesses, institutions and
festivals by employees, clients and visitors.
 Increase the economic impact of bicycle tourism.
 Work co-operatively with the Province, County and
adjacent municipalities to improve transportation
infrastructure to and within the Town.

Safety
Reduce
transportationrelated safety concerns

 Properly maintain roads and bridges and make
upgrades to improve safety where required.
 Ensure the transportation system is safe for
pedestrians, bicyclists and recreational vehicles in
addition to vehicular traffic.

Efficiency
Maintain reasonable mobility
levels for workers and freight
Accountability
Engage stakeholders
decision making

5.1.3

in

 Optimize and upgrade the existing transportation
infrastructure to increase capacity where required.

 Involve citizens in the transportation planning process
and foster support for transportation solutions that
recognize the needs of Tecumseh and adjacent
communities.
 Measure and evaluate the performance of the
transportation system on an ongoing basis.

TTMP Core Themes

The TTMP was developed around four core themes:
1) Improve the integration of the existing transportation networks
• Improve safety – points of connection are often points of conflict
• Leverage existing transportation corridors to serve more
2) Provide networks to encourage and facilitate transportation by Active Modes
• Minimize environmental footprint of transportation networks
• Maximize health and economic benefits of Active Transportation
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3) Provide infrastructure to serve demands at preferred Performance Targets
• Avoid negative environmental and economic impacts of congestion
• Create economic opportunities through access for goods and workers
• Develop a network investment strategy that maximizes return on investment
4) Provide transportation systems that serve all citizens
• Reduce barriers in transportation system for persons with mobility challenges
5.1.4

TTMP Recommendations

Recommendations arising from the preparation of the TTMP and related assessment are as follows:
Roads


Adopt a complete streets framework to change the approach to planning and design of streets;



Adopt a functional road classification system based on six road classes (see Maps A1 and A2 in
Appendix ‘A’). This system is consistent with the system recently adopted for the County and
includes design criteria for the roadway rights-of-way; and



Monitor Riverside Drive volumes to identify corridor operational issues and identify mitigation
measures to address any such issues, as required.

Active Modes


Implement the design guidelines included in the Complete Streets Design Handbook to support
the development and implementation of active mode facilities;



Develop the active mode network within Tecumseh (see Map A3 in Appendix ‘A’);



Implement pedestrian crossings on arterial and major collector roads; and



Prioritize attractiveness, convenience, and connectivity in the planning and design of
subdivisions, roadways, and intersection modifications.

In addition to the above infrastructure-based recommendations, a series of strategic and operational
policies are recommended to support the principles of the TTMP.
Strategic policies convert these principles into specific actions and directions the Town and
stakeholders can implement to create the desired transportation system. The Complete Streets Design
Handbook provides the strategic policies for the TTMP, and describes the preferred approach to
planning and designing road and active transportation networks within a complete streets lens.
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5.2

Strategic Policies: Complete Streets Design Handbook

5.2.1

Complete Streets Policy

Adopt a “complete streets” approach to the planning, design, operation, and maintenance of
road. Shift the focus of streets from a strong emphasis on auto mobility to a more balanced
philosophy to better serve all modes to meet the needs of travellers of all ages and abilities.
Tecumseh’s streets are the pillars of the Town’s transportation system and economy. They provide vital
links across the County and serve automobiles, trucks, emergency services, public transit, cyclists, and
pedestrians. Streets are also important public spaces and home to parks, businesses, schools, and
homes. They are a communal meeting place. However, the space that can be allocated to each of
these varied uses is limited, and as a result the Town often must make challenging decisions to plan,
design, and operate its road network to maximize public benefit.
The complete streets framework seeks to balance the many roles of roads to maximize their potential
as a public resource. A complete street is appropriate for all expected functions and offers safety,
comfort, and convenience to all users regardless of age or ability. Complete streets must be
implemented with a context sensitive approach, as different users take priority in different locations.
Corridors must be assessed from both a local (small-scale) perspective and a global (large-scale)
perspective, to understand their function to all users and all trips. As an example, in “main street” areas
where sustainable travel choices are promoted, the needs of pedestrians and cyclists (the most
vulnerable users) will be prioritized. The needs of transit users will be secondary, and the needs of
motorists will be tertiary. In areas where there is high demand for several modes, the Town will seek to
balance the needs of all users in a sustainable and context sensitive manner.
A Complete Streets Design Handbook has been prepared as a supplement to the TTMP to guide
stakeholders through the planning, design and operations of streets.

Complete Streets in a City, Town, and Rural Context

5.2.2

Hierarchy of Road Classifications

A road classification system is the orderly grouping of roads into systems according to the type of
service they provide to the public. When a road system is properly classified, the characteristics of each
road are readily understood. Classification assists in establishing the geometric design features for
each group of roads, consistent with the short and long term operational needs of that particular group.
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Traditionally, roadway classification systems are structured on a hierarchy of classes focused primarily
on mobility and access for private vehicles. A Complete Streets approach establishes a framework for
street design that provides “streets for everyone”. The corresponding multi-modal roadway
classification system maintains hierarchy between road classes, but speaks to all modes of
transportation and places greater emphasis on pedestrians, cyclists, and transit users. This approach
allows for streets to be designed according to their local context and provide a safe, comfortable, and
convenient environment for pedestrians, cyclists, and transit users, while maintaining traffic flow.
The development of an understandable road classification system is a fundamental requirement for the
Town of Tecumseh. Based on a review of best practices related to classification system, and taking into
consideration the classification system developed as part of the Essex-Windsor Regional
Transportation Master Plan, 2005 (EWRTMP), the TTMP contains a recommended roadway
classification system that provides a hybrid approach with provisions for other roadway features and
characteristics. In order to maintain the classifications system identified in the EWRTMP, but simplify it
to recognize the needs of the Town, six different roadway classes are proposed for roadways for
Tecumseh which should be identified in the new Official Plan:







Commercial Main Street;
Minor Arterial;
Collector (Urban);
Local (Urban);
Collector (Rural); and
Local (Rural).

Maps A1 and A2 in Appendix ‘A’ show the recommended road hierarchy system for the Town. Figures
B1 to B11 in Appendix ‘B’ show typical cross-sections for new roads in all road classes proposed in the
road hierarchy. These cross-sections are a starting point for designing roads in these road classes;
individual roads need to consider local conditions for road design and construction and have a certain
degree of discretion based on unique contexts.
Traditionally, roadway classification systems are structured on a hierarchy of classes focused primarily
on mobility and access for private vehicles. A Complete Streets approach establishes a framework for
street design that provides “streets for everyone”. The proposed multi-modal roadway classification
system maintains hierarchy between road classes, but speaks to all modes of transportation and places
greater emphasis on pedestrians, cyclists, and transit users. This approach allows for streets to be
designed according to their local context and provide a safe, comfortable, and convenient environment
for pedestrians, cyclists, and transit users, while maintaining traffic flow.
Together, these policies result in key changes to road planning, operations, and design:


New roads will be designed and built with facilities for pedestrians and cyclists in addition to
cars;



Appropriate pedestrian and cyclist facilities will be added to existing roads when reconstructed,
consistent with the Complete Streets Design Handbook and road classification;
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Key gaps in the pedestrian and cyclist network within the road system will be prioritized based
on network plans and recommendations from the AT plan; and



Pedestrian and cyclist crossings of Arterials and Collectors will be provided as needed.

5.2.3

Network Design

The Complete Streets philosophy is an overarching theme across all levels of planning detail, affecting
the arrangement of streets within a city, town, community, or region. The intent is to create a highly
connected street network to provide connections to all users within and between neighbourhoods, and
to prevent large vehicle throughways from becoming barriers. A highly connected street network is
effective in improving safety and the public benefit in many ways, as follows:


Highly connected networks distribute vehicular demand more evenly across the system,
and reduce average speeds. Hierarchical street patterns depend on arterials for the majority of
traffic flow. Most vehicles are diverted to arterials with higher traffic speeds large intersections.
Most collisions occur at intersections, and are more likely and more severe at higher speeds.
Therefore, a highly connected street pattern can reduce the likelihood and severity of traffic
collisions.



Highly connected networks reduce the number of vehicle-kilometres travelled, and
increase the number of pedestrians and cyclists. A more connected network allows users to
take shorter, more direct routes, on quieter streets more appropriate for walking and cycling.
Typically, highly connected networks feature shorter distances to transit stops, which can incent
use of transit over private automobiles.



Highly connected networks shorten emergency response times and improve the
efficiency of deliveries. A more connected network allows for shorter, more direct routes, and
provides redundancy and alternative route choices. This has been found to improve the
efficiency of emergency services and consequently reduce the cost of providing these services.
Increased redundancy also reduces the impacts of congestion and unplanned network
disturbances.

A key component of making a network “complete” is making it highly connected. The connectivity of a
network describes the variety of trips and modes users can choose to travel between places. The
network includes:




Regional streets (arterials and expressways);
Residential streets (collectors, local streets, and alleys); and
Paths (multi-use paths, bicycle paths, and walkways).

The way in which these network components are combined affects users’ travel choices, and research
has demonstrated that increased connectivity between these components results in numerous benefits,
as outlined above.
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5.2.3.1 Design Principles
A highly connected street network designed under a complete streets framework will:







Prioritize pedestrians, cyclists, and transit users.
Balance the support of adjacent land uses and mobility for private vehicles passing through the
area.
Protect and enhance natural features and ecological systems.
Maximize social and economic activities.
Function in harmony with all other transportation networks of all modes.
Provide a variety of street types.

5.2.3.2 Design Guidelines
The following guidelines should be followed to achieve a highly connected “complete” network:


Limit street block lengths. Street blocks should be 150 to 175 metres in length. If this is
exceeded, pedestrian and/or cyclist connections should be provided, through alleys or other
means. Existing blocks should be retrofitted to provide these connections, and street closures
should not be allowed on existing networks if they would result in larger blocks.



Improve accessibility within blocks. Accessibility should be improved within a block through
alleys, service courts, and other access connections.



Connect adjacent neighbourhoods by multiple streets. This can be achieved by extending
lower order streets beyond the local area.



Maintain pedestrian and cyclist connections. Provide separate and dedicated pedestrian
and cyclist connections over or under major arterials and geographic barriers.



Maintain network quality and growth. Allow the network to grow and expand through
development, revitalization, intensification, or redevelopment, as it is required to maintain
network quality, but avoid increasing street widths or number of travel lanes.



Provide parking. Provide on-street curbside parking on the majority of streets, except on
narrow streets, streets with bus lanes, high-speed roads, or where a better use of the space
exists.



Limit design speeds. All streets lower than an arterial classification should be designed to a
50km/h speed limit at most. To incent compliance on long, straight streets, reduce driver
comfort at high speeds through traffic controls, narrow lane widths, traffic calming, and
boulevard features.



Discourage poor-performing features. Maintain a highly functioning network by discouraging:
a.
b.

One-way streets;
Turn prohibitions;
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c.
d.
e.
f.
g.


Full or partial closures, except on bicycle boulevards or areas dedicated to other public
uses;
Removal of on-street parking, except when replaced with wider sidewalks, enhanced
streetscapes, bicycle lanes, or other means that promote the public realm;
Gated streets and communities;
Widening of streets; and
Conversion of city streets to limited access facilities.

Aim for high connectivity indexes. New community plans should aim to achieve a high
connectivity index

5.2.4 Street Design Guidelines
Typically, streets and their design have prioritized movement of private automobiles, and as such
streets have been created which are not amenable to other users. Streets with wide lanes, large corner
radii, and auxiliary turn lanes are key indicators of this. These are inconvenient for all non-automobile
users. This section outlines design principles and guidelines consistent with the complete streets
framework, to create “streets for everyone”.
These guidelines apply to the section of the street right of way in between curbs, including such
features as parking lanes, bicycle lanes, transit lanes, general travel lanes, and medians. The design of
this right of way affects users in the roadway as well as the areas adjacent to it.
5.2.4.1 Design Principles
The following design principles should be held as central themes to the design of all streets under a
complete streets framework:


Design for Everyone. The street design should be convenient, comfortable, and safe for all
users of all modes, ages, and abilities.



Design for Safety. The design speed should correspond to the desired role and function of the
street, considering the land use, urban form, adjacent sidewalk activities, and other users.
Lowering design speeds, particularly on urban roads, improves safety for all users.



Design for Desired Operating Speeds. Typically, roads are designed for a speed that is
higher than the intended operating speed. Designing instead for the intended operating speed
creates a safer environment for all users. Street and travel lane width should correspond to the
intended operating speed.



Design to Accommodate Large Vehicles. Designing for large vehicles by increasing roadway
dimensions is undesirable, but larger vehicles likely to frequent the area should be
accommodated.



Design Appropriate Travel Lane Widths. Travel lane widths should correspond to the context
of the street, desired speed, and on-road bicycle facilities.
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Design to Accommodate On-Street Parking. On-street parking supports businesses along a
street, reduces travel speeds by increasing driver discomfort, and provides a buffer for
pedestrians and sidewalk activities. Angled parking should be avoided, but if necessary,
reverse-in angled parking should be preferred over reverse-out angled parking, as it allows
better vision of the street for drivers.



Design with Turn Lanes Only if Appropriate. Turn lanes often result in higher speeds, as
through vehicles do not have to slow down for turning vehicles. Turn lanes also tend to reduce
pedestrian and cyclist comfort and safety. The need for turn lanes should be considered
alongside the desired speed and needs of other users.



Design with Medians. Medians provide pedestrians with a refuge while crossing a street, limit
left turns into and out of developments, reduce conflict points, and create space for landscaping,
lighting, and utilities. Median widths should be designed based on the desired operating speed,
pedestrian accessibility, turning lanes, green infrastructure requirements, available right of way,
and street classification.



Design with Efficient Right of Way Width. Right of way width should complement the function
of multi-modal facilities and should include designated zones for all utilities (horizontal and
vertical). In a constrained right of way, priority should be given to sidewalks over bicycle lanes,
parking lanes, and green infrastructure. Additional building setback should be provided in a
constrained right of way wherever possible. To ensure that proper facilities are provided in
existing rights-of-way, the Town should utilize the provisions of Section 42, Site Plan Control, of
the Planning Act to acquire road widenings, where appropriate, at the time of site plan approval.
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6.0 CONCLUSION AND RECOMMENDATIONS
On the basis of all of the preceding information and analysis, it is recommended that the following key
policy issues be addressed in the Town’s new Official Plan:

1) The principles contained in the draft TTMP should be incorporated into the Official Plan to
ensure that transportation choices for all residents are available or planned, and to encourage
the establishment of a diversified and forward-thinking multi-modal transportation system;
2) In order to recognize the relationship between land use and transportation systems, land use
policies need to be included in the new Official Plan to ensure that mixed-use, compact
development patterns are promoted;
3) That a road hierarchy system be established and included as a schedule in the Official Plan to
clearly define the role and function of each component of a road classification system to ensure
adequate capacity for the movement of people and goods;
4) Active Transportation policies be included in the Transportation section of the new Official Plan
along with an associated schedule identifying a proposed Active Transportation system;
5) that the Official Plan contain appropriate policies to facilitate public transit in the Town,
including policies that influence the location of higher density development near transit facilities
and services, parking management and design, creation of transit corridors/rights-of-way, and
provision of associated pedestrian amenities; and
6) Identify those existing roads that are anticipated to require future widenings of the road
allowance in order to accommodate future road cross-section needs so that the lands can be
conveyed to the Town in accordance with Section 42 (Site Plan Control) of the Planning Act.
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How to Provide Input
Send your comments by regular mail, fax, e-mail or by visiting the Town’s website.
By mail:
Att. Tecumseh Official Plan
Town of Tecumseh
Planning Department
917 Lesperance Road
Tecumseh, ON
N8H 2J4
By fax: (519) 735-6712
By e-mail: cjeffery@tecumseh.ca or edececco@tecumseh.ca
Go to: www.tecumseh.ca/officialplan to register your comments using the on-line form. Register your contact
information at the same time to receive notification of upcoming consultation events.

Tecumseh New Official Plan Process
Transportation Discussion Paper
June 2016

76

Appendix A
Proposed TTMP Road Classifications and Active
Transportation Network
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Appendix B
Proposed TTMP Road Classifications Cross Sections
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