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1. INTRODUCTION 

1.1 Study Purpose 

In the spring of 2009, the City of Woodstock Engineering and Public Works Department 
initiated a Transportation Master Plan study. This study was undertaken to develop the 
context for future transportation improvements and to set out implementation methods 
and policies that are needed to fulfill the improvements. Following the completion of the 
study, this Project File Report was prepared as a means of documenting the study process 
and the resulting recommendations. 

The study was conducted in accordance with the Municipal Class Environmental 
Assessment (Class EA) process, which is an approved process under the Ontario 
Environmental Assessment Act. 

The main elements of policy direction and components of the study were as follows: 

• Detailed review of current transportation issues and conditions including the road 
network and intersections, bicycle/pedestrian network, railways, commercial vehicle 
routes, parking, and road classifications 

• Develop a long-term strategic plan that contributes to the long-term transportation 
sustainability of the City 

• Encourage an integrated multi-modal transportation system, where possible, that 
accommodates public transit, cycling and walking along with the vehicular traffic 

• Establish policies to enhance the sustainability of the City and enhance existing 
community safety 

• Evaluation of alternatives and determination of recommended solutions 

• Extensive consultation throughout the study process with stakeholders and the general 
public 

1.2 Study Area 

A map of the City of Woodstock is shown on Exhibit  1-1.  The city contains residential 
areas, commercial areas, highway-oriented business parks and industrial lands, recreation 
and open space lands, as well as a diversity of land uses within the downtown area. 
Highway 401 is located in/near the City’s south boundary, and Highway 403 connects 
with Highway 401 in the southeast. Both CN and CP rail lines go through Woodstock, 
with CN crossing numerous roadways south of Dundas Street. The Thames River flows 
through north Woodstock. The population of the City of Woodstock is approximately 
36,000. 
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Exhibit  1-1 – Study Area – City of Woodstock 
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1.3 Study Process 

1.3.1 Municipal Class Environmental Assessment (EA) Process 

Master Plans are long range plans which integrate infrastructure requirements for existing 
and future land use with environmental assessment planning principles, as defined by the 
Municipal Class Environmental Assessment (EA) document (October 2000, as amended 
in 2007). The Master Plan EA process provides a framework for the planning of a group 
of related projects, or an overall system, which can better define the need and justification 
for individual projects. Master Plan studies differ from project specific studies as follows: 

• The scope of Master Plans is broad and usually includes an analysis of the system to 
outline a framework for future works and development 

• Master Plans typically recommend a series of works / projects that are distributed 
throughout the study area and are to be implemented over an extended period of time 

• Master plans provide the context for the implementation of specific projects over an 
extended period of time 

The Transportation Master Plan for this study is prepared under the requirements of the 
Municipal Class EA document and satisfies, as a minimum requirement, Phases 1 and 2 
of the Class EA process. The processes involved with each of the two phases are: 

Phase 1: Problems and Opportunities 

— identification and description of problems to be addressed or 
opportunities to be realized 

— public consultation 

Phase 2: Alternative Solutions 

— identification of Alternative Solutions 

— consultation with review agencies and the public 

— preliminary identification of recommended solution 

— confirmation of preferred solution (the Master Plan) 

1.3.2 Part II Order 

For Schedule B and Schedule C projects, if concerns are raised that cannot be resolved 
through discussions with the proponent of the project, then members of the public, 
interest groups or technical review agencies can request a “Part II Order” to the Minister 
of the Environment, which requires a proponent to comply with Part II of the EA Act 
before proceeding with a proposed undertaking that has been subject to Class EA 
requirements.  The Minister of the Environment then decides whether to deny the request, 
refer the matter to mediation, or require the proponent to comply with Part II of the EA 
Act. 

Transportation Master Plans may be structured to establish either the framework (Phases 
1 and 2 of the EA process) for future Class EA projects, or to complete the EA process to 
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the extent that all Schedule B projects identified in the Master Plan are approved on 
completion of the Master Plan. In the latter case, the Master Plan itself would be subject 
to the Part II Order request appeal process. However, in the former case, the Part II Order 
request appeal process would only be available for specific projects identified in the 
Master Plan and proceeding separately through the necessary steps of the Class EA 
process, but not the Master Plan itself. This Master Plan is in the former category, i.e. the 
Master Plan itself is not subject to the Part II Order request appeal process. 

1.3.3 Public Consultation Process 

The Municipal Class EA document notes that public consultation is a mandatory 
component of the study process. To address this component, meetings were held with 
agency stakeholders, City departmental representatives and the general public as a part of 
the Transportation Master Plan study.  The following sections briefly describe the various 
points of contact with the public throughout the course of the study. 

A combined Notice of Study Commencement and Public Information Centre (PIC) #1 
was placed in The Oxford Review on January 16, 2010 and January 23, 2010 prior to 
Public Information Centre #1 (held on January 26, 2010) to inform the public of the start 
of the study, to provide an opportunity for individuals to provide comments to the project 
team and to notify the public of the upcoming information centre. Individual letters were 
also sent out to specific stakeholders including review agencies and First Nations, as 
described below. In addition, the County of Oxford, the Chamber of Commerce and the 
Woodstock BIA were notified by City staff.  Copies of the notice and letters are included 
in Appendix E. 

Federal and Provincial  

• Canadian Environmental Assessment Agency 

• CN Rail 

• Canadian Pacific Railway 

• Environment Canada 

• Fisheries and Oceans Canada 

• Indian and Northern Affairs 

— Environment & Natural Resources Lands and Trusts Services 

— Specific Claims Branch 

— Comprehensive Claims Branch 

— Litigation Management and Resolution Branch 

• Transport Canada  

• Ministry of Aboriginal Affairs 

• Ministry of Agriculture, Food and Rural Affairs 

• Ministry of Culture 

• Ministry of the Environment  
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• Ministry of Municipal Affairs & Housing 

• Ministry of Natural Resources 

• Ministry of Transportation 

• Upper Thames River Conservation Authority 

• Ontario Realty Corporation 

• Hydro One Networks Inc. 

First Nations 

• Aamjiwnaang First Nation 

• Caldwell First Nation 

• Chippewas of Kettle & Stony Point 

• Chippewas of Saugeen 

• Chippewas of the Thames 

• Delaware Nation (Moravian of the Thames) 

• Mississaugas of the New Credit First Nation 

• Munsee-Delaware Nation 

• Oneida Nation of the Thames 

• Six Nations of the Grand River Territory 

• Kkejwanong Territory (Walpole Island) 

• Haudenosaunee Confederacy Council 

• Chiefs of Ontario 

Following PIC #1, responses were prepared and sent to those who had submitted 
comments. 

A notice of PIC #2 was placed in The Oxford Review on May 27 and June 3 and in the 
Woodstock Sentinel Review on May 28 and June 4 to notify the public of the PIC #2 to 
be held on June 9, 2010.  Individual letters were also sent out to specific stakeholders, 
review agencies and First Nations, as described above. In addition, the County of Oxford, 
the Chamber of Commerce and the Woodstock BIA were notified by City staff. 

Following PIC #2, responses were prepared and sent to those who had submitted 
comments, in the same mailing as the Notice of Study Completion. Copies of the notice 
and letters are included in Appendix J. 
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2. EXISTING CONDITIONS 

2.1 Background Data 

For the existing conditions review, a substantial amount of data was received or 
generated. An extensive list of this data and information is found below. 

• Existing traffic signal data and turning movement counts 
• 2009 AADT information 
• 2001 Census Journey to Work data  
• 2006 Woodstock population according to census areas 
• Generalized home locations for Toyota plant workers 
•  Street/lot parking occupancy information 
• Aerial/CAD drawings of intersections in potential truck routes 
• As built drawings for Dundas Street, Clarke St and Mill St (sight distance review) 
• 2000-2008 Collision Maps 
• GIS Data from City - existing road shape file, zoning map 
• Oxford County TMP and demand-based traffic model 
• Oxford County Official Plan data for Woodstock 
• Consolidated TIS for Norwich Ave / Juliana Dr Area (TSH 2008) 
• 2007 Road Needs Study 
• 2007 Transit Improvement Strategy – “The New Woodstock Transit” 
• 2010 – Environmental Project Report – Downtown Woodstock Transit Terminal – 

Transit Project Assessment Process 
• Woodstock East Lands Transportation Needs Assessment (Paradigm 2006) 
• 2007 Woodstock Trails Master Plan 
• 2006 Toyota Plant Traffic Impact Study 
• 2009 Ontario Trucking Association – Long Combination Vehicle Route 

Assessment 
• 1983 City of Woodstock Transportation Study – Fenco Engineers Inc. 
• Site photos taken by project team 
• Crossing guard locations/time of day itineraries 

All the above information was reviewed and used in the determination of issues, 
constraints and opportunities. 

2.2 Road Network Classification 

A component of the City of Woodstock Transportation Study, “Definition of Existing 
Conditions and Problems” completed in 1982 by Fenco Engineers Inc. and Springbank 
Consulting Engineers Ltd. presented a classification system based on AADT counts for 
the roads in Woodstock. Recommendations were made as to which roads should be 
classified as arterial, collector or local roads. The existing plans reflect those 
recommendations, with minor changes. The County of Oxford Official Plan, Schedule 
W-5 illustrates the current road classifications for existing (and proposed) roadways in 
Woodstock, as shown in Exhibit  2-1. 
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The road system as set out in the Official Plan is based on a functional classification of 
roads described as follows: 

• Provincial Highways – serve high volumes of inter-urban and long distance traffic 
movements at high speeds; 

• Arterial - serves moderate to high volumes of intra-urban and long distance traffic 
movements at moderate speeds and has limited property access; 

• Collector – serves light to moderate volumes of traffic for short distances between local 
and arterial roads and may provide access to individual properties; 

• Minor Collector – serves light volumes of traffic for short distances between local and 
arterial streets and provides access to individual properties; 

• Local - provides access to individual properties and serves local traffic only. 

As the County of Oxford and the City of Woodstock classification system for the urban 
area is a relatively simple system that does not include sub-categories such as Major 
Arterial, Minor Arterial, Major Collector, or distinctions between roadways in residential 
vs. commercial/industrial districts, the City of Woodstock classifications for Collector 
and Arterial each include elements of a minor arterial nature. This is not seen as a 
shortcoming of the classification system; it is simply a feature that must be recognized. 

2.3 Average Annual Daily Traffic (AADT) 

Average annual daily traffic volumes were provided by the City of Woodstock for all city 
and county owned roadways within the city. These values were collected from counting 
stations for 24 hour periods on randomly selected days throughout the year. This data was 
derived from primarily the year 2009, although the values for some roadways were 
collected in previous years. The AADT volume information was translated into a 
graphical format with band widths illustrated to scale, and Exhibit  2-2 illustrates the 2009 
AADT volumes.  

Notwithstanding that there are County of Oxford roads within the urban area of 
Woodstock, the volumes are not necessarily higher on County roads. For example, 
Dundas Street has a range of AADT’s between approximately 10,000 and 24,000 through 
Woodstock, with the highest volumes east of Springbank Avenue being greater than 
Norwich Avenue, Mill Street, or Devonshire Avenue which are County roads. 
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Exhibit  2-1 – Existing Road Classification System for the City of Woodstock 
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Exhibit  2-2 – 2006-2009 AADT for City of Woodstock 
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2.4 Traffic Signal Timings 

Existing signal timings were provided by CRU Solutions, the traffic signal service 
provider for the County of Oxford and City of Woodstock. Currently the signal timing 
plans are static throughout the day and week (i.e. there is no difference in timing between 
mid-day, a.m. and p.m. peak periods), although some intersections exhibit somewhat 
different characteristics in flow and turning movements for the different peak periods. 
Existing signal timing plans can be found in Appendix A. 

Existing signal timings are not completely in accordance with signal timing guidelines 
found in the Ontario Traffic Manual (OTM). In general, the amber clearance times are 
somewhat higher and the all red times are somewhat lower compared to the 
recommended practice found in the OTM Book 12. Currently, amber times fall in the 
range of 3 to 5 seconds, and all red times fall in the range of 1 to 2 seconds. Existing 
pedestrian clearance times are also somewhat lower, where they were indicated on the 
record. They range from approximately 8 to 15 seconds, but most are around 8 to 10 
seconds. The existing cycle lengths range from approximately 60 to 110 seconds. 
Generally where there is a short cycle length, the pedestrian clearance time is short as 
well. The intersections with a cycle length of around 60 seconds generally have a 
marginal pedestrian clearance. Current practice utilizes a benchmark walking speed of 
1.2 m/s, but an increasing number of local agencies are using lower speeds of closer to 
1.0 m/s to account for younger children, the elderly and those with mobility challenges. 

Currently, several traffic corridors in the City of Woodstock have coordinated signals. 
One corridor includes the intersections of Wellington Street at Dundas Street and 
Wellington Street at Peel Street. Another on Norwich Avenue includes the signals at 
Juliana Drive, Montclair Drive and Parkinson Road, and a fourth is to be installed in the 
near future 80m north of Salter Avenue to serve the former Husky plant on the east side. 
The Wilson Street corridor is proposed to be coordinated in 2011. Signals are currently 
coordinated through mechanical means, which relies on an initial calibration between the 
signals that can degrade over time. As a result, experience has been that it has not been 
possible to maintain the proper offset between the signals over time. 

Traffic count information was assembled, as outlined in the next section, and together 
with the existing signal timing plans, were analysed to determine the potential for 
improved performance through optimization. A technical memorandum regarding the 
optimization and coordination of traffic signals is provided in Appendix A, and it 
confirms the potential for performance improvements through introduction of timing 
plans tailored to time of day, and application of standardized clearance times. Although 
the results demonstrate that optimization is likely, more robust count information should 
be collected to confirm and support the optimization results. 

2.5 Intersection Traffic Operations 
A key consideration in understanding the transportation characteristics of the City of 
Woodstock is the review and analysis of traffic volumes currently utilizing major 
intersections/traffic corridors and the associated operating levels of service. Various 
turning movement counts along with the existing traffic signal timings were either 
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provided or collected to complete the analysis. All turning movement counts used were 
normalized for a 2009 base year (using a growth rate of 1% per year) and balanced with 
the most recent counts where in close proximity. The available AADT information was 
consulted to corroborate the analysis where required. Balanced turning movement counts 
can be found in Appendix A. 

An analysis of the existing levels of service at signalized and some unsignalized 
intersections was undertaken using the available data and Synchro7/SimTraffic software. 
A technical memo describing the analysis and results can be found in Appendix B. The 
results indicate that current intersection levels of service (LOS) in Woodstock are at LOS 
C or better with very few exceptions. 

2.6 Road Safety Review 

2.6.1 Intersections 

The collision data received was limited in nature, related to the number of collisions at 
intersections. Data showing the number of collisions were provided for the years 2000 to 
2008. From the data, trends were observed regarding locations with high collisions. Four 
intersections had a significantly higher number of collisions than all other intersections: 
Dundas Street and Wilson Street, Peel Street and Wilson Street, Hounsfield/Main Street 
and Wilson Street, and Dundas Street and Springbank Avenue. There have been 107, 79, 
82, and 78 collisions at these intersections respectively over the 9-year period of data. 
Three of the four intersections are located within a 300 metre stretch of Wilson Street. 
Table  2-1 provides details of these intersections. 

Table  2-1 – Highest Intersection Collisions 

Intersection Collisions 
2000 - 2008

Collisions 
/ Year 

Approximate 
Vehicles Entering 

/ Year 

Collisions / 
Million Vehicles 

Entering 
Wilson/Dundas 107 11.89 10,950,000 1.09

Wilson/Peel 79 8.78 7,300,000 1.20
Wilson/Main 82 9.11 6,600,000 1.38

Springbank/Dundas 78 8.67 8,750,000 0.99

An intersection with a collision rate greater than 1.0 collisions per million vehicles 
reflects a statistically increased risk of collision at that intersection. If the rate is within 
0.8 to 1.0 collisions per million vehicles, the intersection is not considered to have a 
critical risk, but it does approach the threshold that warrants monitoring. As seen in the 
above table, all four of these intersections experience rates of collision of 1 to 1.4, and 
show an increased collision risk. Although there are no turn lanes on Wilson Street at the 
intersections of Peel Street and Main Street, Wilson Street between Main Street and 
Dundas Street does not appear to have unusual features or geometry, although site lines 
are constrained in some locations because of existing buildings, and there are numerous 
private entrances throughout the section. The road section is a candidate for further 
monitoring and review to determine if collision countermeasures should be considered. 

The intersection of Springbank Avenue and Dundas Street is at the threshold of increased 
risk. The recently completed Class EA (Schedule B) for Springbank Avenue between 
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Dundas Street and Devonshire Avenue concluded that the geometry and lane 
configurations of the intersection should be modified upon reconstruction, proposed 
within the next few years and this change will materially affect the collision rate. 
Features include elimination of the “pork chop” islands and right-turn slip lanes, and a 
reduction of Springbank Avenue north of Dundas Street to one through lane in each 
direction plus bike lanes, a centre turn lane and southbound to westbound right turn lane. 
It is anticipated that these changes will improve the collision rates. 

2.6.2 Dundas Street Corridor/Median Crossovers 

Currently the stretch of Dundas Street between Springbank Avenue and Oxford Road 4 is 
divided by a grass median with crossovers to allow for left turning property access and 
U-turns. There are six median crossovers between Springbank Avenue and 
Lansdowne/Beards Lane and eight median crossovers between Lansdowne/Beards Lane 
and Oxford Road 4. Out of the 14 median crossovers found on this section of roadway, 
only three have a left turning bay. The absence of left turning bays increases the risk of 
rear-end collisions between vehicles using the median crossovers and the trailing through 
vehicles, and creates potential conflict if vehicles waiting to turn left encroach into the 
through lane, especially  if there is more then one vehicle trying to complete a turn.  

2.7 Road Function Issues 

2.7.1 Lane Markings and Signage 

A review of existing conditions revealed several locations within the City of Woodstock 
where lane markings/signage are not in keeping with best practice. These discontinuities 
in the system affect the function of the roadway and may pose safety concerns as well. 
The list of issues is as follows: 

• Two westbound through lanes on Dundas Street east of Huron/Wilson Street become 
one left turn lane and one through lane. The striping for the left turn lane begins 
approximately 60 metres from the intersection. The only prior indication that the lane 
is ending is a small white sign 180 metres in advance that reads “Through Traffic 
Keep Right”. Modifications are being made in 2010/2011. On-street parking close to 
the intersection affects the approach on Dundas Street from the west. 

• Two northbound through lanes on Huron Street south of Devonshire Avenue become 
one left turn lane and one through lane. The only indication of the through lane 
turning into a left turn lane is the painted left turn arrow 40 metres back from the 
intersection. There are no signed indications of the left lane ending. Additionally, the 
northbound through lane at this intersection does not properly line up with the 
receiving lane on the opposite side. This may create confusion for drivers new to the 
area and is a geometric deficiency. 

• There are no stop bars or crosswalks painted for northbound and southbound traffic 
on Vansittart Avenue at the intersection with Devonshire Avenue. Drivers must use 
their judgement on where to stop for the lights, and there are no visual signs that 
pedestrians are allowed to cross. Additionally, there is no provision for wheelchairs or 
scooters trying to cross Vansittart, as the crossing area has a barrier curb and no ramp. 
Re-construction in 2010/2011 is ongoing, and these matters will be addressed. 
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• Several other locations exhibit lane markings, in particular for left-turn lanes, which 
are not well aligned, resulting in reduced visibility for turning vehicles. Beards 
Lane/Lansdowne at Dundas Street, and Springbank Avenue at Dundas Street are two 
examples. 

• The City of Woodstock portion of Dundas Street between CR4 and CR12 (Mill 
Street) is still signed as CR2 in a number of locations. Dundas Street between 
Huron/Wilson Street and Vansittart Avenue is still signed as CR59, as is Vansittart 
Avenue north of Dundas Street to CR35 (Devonshire Avenue). This is incorrect and 
encourages truck traffic through the neighbourhood and downtown core. CR54 
(Huron Street) between Dundas Street and Devonshire Avenue is not signed as a 
County Road, but would more appropriately be changed to/signed as CR59. 

All of these conditions would be relatively straightforward to rectify, to bring them into 
conformance with current best practice as set out in the Ontario Manual of Uniform 
Traffic Control Devices, and the Ontario Traffic Manual. 

2.7.2 Grades, Visibility and Sight Distance 

A sight distance review was undertaken at three locations within the City of Woodstock.  
Construction drawings, as-built drawings, or equivalents were reviewed to determine the 
characteristics of the existing alignments and profiles. 

One review was completed for the section of Clarke Street north and south of Warwick 
Street. This stretch of roadway has a 40 km/h speed limit, with three schools in the 
vicinity. The review showed that for a 40 km/h speed limit and a 60 km/h design speed, 
sight distances were adequate. 

The second review was completed for the section of Dundas Street between Vansittart 
Avenue and Mill Street. This stretch of roadway has a 50 km/h speed limit and four 
general purpose lanes (GPL). The review showed that for the 50 km/h speed limit and a 
70 km/h design speed, sight distances were adequate. 

The third review was completed for the section of Mill Street between Pember’s Pass and 
Athlone Avenue. This stretch of roadway has a 60 km/h speed limit. The review showed 
that for the 60 km/h speed limit and a 70 km/h design speed, sight distances were 
inadequate, but that they were just adequate at a design speed of 60 km/h. The County of 
Oxford is undertaking a review of this section of Mill Street. 

2.7.3 Capacity Deficiencies 

According to all available traffic data (turning movement counts, AADT counts) there are 
no current capacity deficiencies in the City of Woodstock. Therefore, for existing 
conditions, there is no need for widening of roads to add lanes, or construction of 
additional roads for capacity reasons. 

2.7.4 Access to East Woodstock 

Currently, vehicles wishing to access east Woodstock from Highway 403 are directed by 
signage to the Norwich Avenue interchange on Highway 401 This directs vehicles 
through the downtown/central commercial area before being able to travel eastwards 
towards east Woodstock.  This situation results from a combination of physical 
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constraints introduced by the interchange of two major freeways (Hwys. 401 and 403), 
and Ministry of Transportation policy regarding the signing of destinations from the 
freeway system. The signing on Hwy 403 was not altered when Woodstock annexed the 
lands at the east boundary now occupied by Toyota. 

2.8 Truck Network 

Currently there is no designated truck route system for the City of Woodstock. All 
roadways (with the exception of Oxford Street) are legally able to be used by trucks. This 
creates the situation where trucks may utilize downtown roads of Woodstock on their 
way to external destinations that are not best suited for those trips. This through traffic 
creates increased congestion and noise in the downtown. Currently, CR59 (former 
Highway 59) leading north out of the city from Hwy 401/Wilson Street is signed for 
Dundas Street and Vansittart Avenue – a legacy of the former highway signing. This 
signage encourages truck traffic (as well as other motorized traffic) travelling north of the 
city to follow this route through the downtown core. 

2.9 Transit Network 

The existing Woodstock Transit service operates six routes throughout the city. Service 
headways are every 30 minutes. The run time from Monday to Friday is 6:30 am to 6:30 
pm and on Saturday 8:30 am to 6:30 pm. There is no Sunday service.  

Two reports were received regarding the transit system in Woodstock. The first report, 
titled “Transit Improvement Strategy – The New Woodstock Transit” (2007) deals with a 
review of the existing public transit service and possible needs and opportunities for 
improvement of the service. The second report, “Downtown Woodstock Transit Terminal 
– Transit Project Assessment Process” (2010), involved the documentation of the Transit 
Project Assessment Process as it pertained to the relocation of the Woodstock Transit 
Terminal. In the latter report it is recommended that an actuated signal be installed at the 
new transit terminal at York Street, not only to provide buses gaps to enter Dundas Street, 
but also to give pedestrians a protected crossing of Dundas Street. 

2.10 Railway Crossings Review 

There are 15 railway crossings in the City of Woodstock. Of these 15 crossings, eight are 
currently not grade separated. These railway crossings were reviewed for warrant 
justification. Warrants are based upon the Exposure Index (EI) which is the daily number 
of trains multiplied by annual daily traffic volumes. The EI was used to determine 
whether gates or a grade separation were warranted. According to the warrants, an 
Exposure Index of 50,000 results in a justification for gates, and an Exposure Index of 
200,000 results in a justification for grade-separation. 

The review of warrants shows that the at-grade railway crossing at Wilson Street north of 
Cedar Street is justified to be grade-separated. However, there are four grade-separated 
crossings in the area (Mill Street, Butler Street, Wellington Street and Springbank 
Avenue) that provide alternatives to Wilson Street for crossing the railway tracks. As 
well, it is common for grade separations to await funding sources and opportunities, 
especially in cases with nearby grade-separated alternatives. The review also found that 
the at-grade CP rail crossing at County Road 4 near County Road 17 is warranted for 
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gates. These roads are both County roads and are under the jurisdiction of the County of 
Oxford. Background calculations for these warrants can be found in Appendix C. 

2.11 Cycle Network  

Currently there is no official City of Woodstock bicycle network. A Trails Master Plan 
was undertaken for Woodstock in 2007. It created an inventory of existing trails and 
recommended additional trails and the use of a number of local street sections to provide 
connections between trails. The Trails Master Plan did not review the opportunity for a 
utilitarian on-street cycle network.  

A review of existing primary roadways reveals that there are many road sections where 
cycle lanes could be marked without affecting the existing roadway characteristics. There 
are many other road sections where cycle lanes could be implemented through changes in 
pavement markings and/or curb side regulations/parking. These opportunities are 
explored in later chapters. 

2.12 Pedestrian Domain 

The pedestrian domain is comprised of sidewalks that are provided on the majority of the 
roads within the City of Woodstock and multi-use pathways found within the parks and 
open space areas, such as adjacent to the Thames River and the Gordon Pittock 
Reservoir. Current practice within the City of Woodstock is to provide sidewalks on at 
least one side of every street with a minimum width of 1.2 metres, including sidewalks 
that are immediately adjacent to the curb.  

There are some signalized crossings that are not equipped with pedestrian signal heads 
(e.g. Springbank Avenue and Dundas Street), and there are several intersections where 
pedestrian clearance times are less than desirable. 

There are 16 locations within the City of Woodstock that have a school crossing guard 
stationed during school hours. Generally, the crossing guards are on duty Monday to 
Friday between 8:00 - 9:00 a.m., 3:00 - 4:00 pm, and at various times throughout the day 
for recesses and lunch breaks. They serve a total of 18 different schools. The Thames 
Valley District School Board (TVDSB) represents 13 of the schools (3 Secondary) and 
the London District Catholic School Board represents 5 of the schools (1 Secondary).. A 
list of crossing guard locations and itineraries provided by the City of Woodstock can be 
found in Appendix D. 

A review of best practice (Ottawa Pedestrian Plan 2009 and City of Calgary Pedestrian 
Policy and Needs Report 2008) suggests that it would be desirable to have protected 
pedestrian crossings approximately 500 metres apart on busy roadways and 
approximately 300 metres apart in a downtown core area, subject to there being 
attractions or destinations to justify their use; however there are a number of instances in 
Woodstock where this optimum spacing does not occur. 

Within the downtown core, there have been significant improvements to the 
pedestrian/urban design/streetscaping realm. The use of planters, sidewalk bulb-outs, and 
alternative materials has provided improvements such as shorter pedestrian crosswalks. 
However, property limitations have restricted sidewalk widths in some areas. The picture 
below,  Exhibit  2-3, illustrates Dundas Street at Wellington Street in the downtown core. 
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Exhibit 2- 3 – Pedestrian Domain in the Downtown Core 

2.13 Parking 

Currently there are three different options for parking in the downtown area of 
Woodstock. On-street parking is available at no cost to the user with a two hour time 
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limit. There are also off-street parking lots available in the downtown core. Some of the 
lots also offer two hour free parking, while others are pay parking lots where the user 
pays for use for the day. For these lots, frequent users can purchase monthly passes at 
reduced rates. There is a parking enforcement officer employed by the City who is in 
charge of enforcement of time limit parking and pay parking. A map of the existing 
parking lots and on-street parking spaces is shown in Exhibit  2-6. 

Current parking usage in the downtown core is somewhat lower than several years ago. 
Off-street parking lot usage is under 50% of capacity, and on-street parking spot usage is 
just under 60% of capacity. It should be noted that there are certain areas in the 
downtown that have higher usage rates. According to license plate statistics it was 
determined that approximately 20% of the users of the two hour parking spots are 
abusing the system by parking for two hours in one spot, and moving to another spot(s) 
for successive two hour periods.  

A review of best practices in similar-sized cities, and a review of the existing parking 
policy and possible alternatives for the City of Woodstock were undertaken by the study 
team, and the results are discussed in subsequent chapters. 

2.14 Traffic Control and Pedestrian Crossings 

At present there are 32 traffic signals, a large roundabout at the intersection of two 
County roads (CR17 and CR59), two neighbourhood roundabouts within new 
subdivisions (Lakeview/Ridgewood/Eastview and Lakeview/Fairway/Sally 
Creek/Greenside), and four all-way stops (Main/Wilson, James/Teeple, 
Springbank/Mohican, and a recent installation at Springbank/Lansdowne). As noted 
earlier, there are also 18 School Crossing Guards at painted crosswalks. However, all 
crosswalks are of the two single painted line variety, and are not highly visible, as 
illustrated in Exhibit  2-4 below at Brompton Avenue and Devonshire Avenue. However, 
there is signing at and in advance of the crosswalks using current graphics and strong 
yellow-green colour for visibility. 
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Exhibit  2-4 – Crosswalk at Brompton and Devonshire 

As was noted earlier, there is insufficient spacing of opportunities for protected 
pedestrian crossings on busier roads. All of these features, as well as locations of 
Woodstock schools, are illustrated in Exhibit  2-5 – Traffic Control and Pedestrian 
Crossings. 
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Exhibit  2-5 – Traffic Control and Pedestrian Crossings 
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Exhibit  2-6 – Downtown Parking Locations 
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3. PUBLIC INFORMATION CENTRE #1 
The purpose of the first Public Information Centre (PIC) was to obtain public input after 
reviewing the study scope, preliminary assessment of current and future transportation 
needs and opportunities, and the preliminary transportation strategies for consideration.  

As mentioned previously, notification of the first PIC was combined with the Notice of 
Study Commencement. Additional details regarding the notification process are provided 
in Section 1.3.3. 

The PIC was held at the Woodstock Museum on Tuesday, January 26, 2010 as an open 
house between 6:00 p.m. and 8:00 p.m. During the open house, those who attended could 
review the available display panels and discuss the study with representatives from the 
City of Woodstock, County of Oxford, and the Consultants. 

Approximately 25 individuals signed in at the PIC. Three elected officials attended the 
PIC.  

PIC #1 presented information based on the list of issues suggested by the project team 
from the City of Woodstock. This related to issues regarding the following: 

• Corridor Traffic Coordination 

• Traffic Operations  

— Collision Safety 

— Level of Service 

— Grade Issues 

• Truck Route 

• Downtown Bypass 

• Rail Warrants 

• Pedestrian Network 

• Bicycle Network 

• Parking Development 

Based on comments received, the following is a summary of the main issues that were 
identified by the public during and following PIC: 

• Pedestrian Network 

— Additional and/or wider sidewalks 

— Provision of signalized pedestrian crosswalks 

• Cycling Route/Network 

— Establish a cycling network 

— Cyclist safety 



City of Woodstock Transportation Master Plan 

McCORMICK RANKIN CORPORATION November 2010 Page 3-2 

• Recommendations for specific unsignalized / signalized intersections  

• Parking policy 

• Criteria for Para Transit / Para Taxi 

• Existing rail crossings 

• Truck by-pass/ designated truck routes 

The displays presented at PIC #1 and the Public Information Centre #1 Summary Report 
are included in Appendix E. 
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4. ISSUES AND OPPORTUNITIES 
The various points of contact with the public have allowed for the development of an 
extensive list of transportation-related issues and concerns that are important to the City 
of Woodstock residents and stakeholders. Each of these issues was reviewed through 
discussions with City and County staff, numerous field visits, and data collection to 
verify the issues and to identify possible opportunities to address the issues. This section 
provides an overview of the various issues which were identified and the opportunities 
that were investigated. 

4.1 Overview of Context and Constraints 

A detailed review of the study area was undertaken in conjunction with the identification 
of issues and opportunities so that the overall context and existing constraints could be 
identified. The context and constraints include the following: 

• Municipality size and scale 
• Existing land uses and built form 
• Natural environment 
• Senior municipality / agency policies 

Municipality size and scale are related to the types of infrastructure improvements that 
would be considered unacceptable because of The City of Woodstock’s population, 
employment and travel demand characteristics. Examples of infrastructure modifications 
that may not be in keeping with the overall scale and context of the City would be the 
widening of a roadway to more than six lanes or the frequent use of double turning lanes. 
While it may be that higher capacity road infrastructure may become necessary near the 
interchanges of Highway 401, such infrastructure would not typically be required within 
a city of 30,000 to 40,000 residents. 

Existing land uses and built form are constraints to increasing the network capacity along 
corridors such as downtown Dundas Street due to cultural, historical, economic and 
social impacts. Additionally, they may limit the feasibility of implementing facilities for 
alternative active modes of transportation, such as bike lanes and wider sidewalks. 

Natural environment constraints limit development of infrastructure due to vegetation, 
watercourses, environmentally sensitive land, and species at risk. The City of Woodstock 
has the Gordon Pittock Reservoir / Thames River open space areas in the north of the 
city, the Cedar Creek open space areas in the south and east of the city, environmentally 
protected lands along the southern portion of Springbank Avenue, and environmentally 
protected lands north and east of the Toyota Plant.  

Senior municipality / agency policies are constraints involving different governing 
agencies (e.g. MTO and the County of Oxford) whose policies or standards affect or limit 
improvements because of jurisdiction, ownership, proximity, or regulation. 

4.2 Summary of Issues and Opportunities 

Due to the numerous issues, observations and concerns that were identified by the City of 
Woodstock staff and stakeholders, the issues were grouped into categories for ease of 
discussion and review. It is suggested that all of the comments submitted by study 
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participants, including those who attended one or both of the Public Information Centres, 
are reflected in the table The categories and a brief definition of each are noted in Table 
 4-1. 

Table  4-1 – List of Issues 

Issue Category Description of Issue 

Pedestrian Domain Absence or presence of sidewalks, protected crossings, 
accessibility, safety, IPS, mid-block signals, all-way 
stop signs 

Cycle Network Absence or presence of cycle lanes / network, bicycle 
parking, connectivity to trails and pedestrian domain, 
safety 

Downtown Parking Existing downtown parking, pay structure, time limits, 
enforcement 

Lane markings / signage Improper lane markings or signage 

Truck network Lack of a formal truck route network, use of local 
roads, turning radius constraints, through movements in 
the downtown core 

Road classification Appropriateness of the existing road classification 
system 

Downtown bypass routes Issues related to options for bypassing the downtown 
for through traffic, and truck traffic in particular 

Traffic and Intersection
Operations / Traffic Signal 
Timing 

Potential for coordination, optimization, actuation, and 
modernization of traffic control devices, traffic 
operations 

Safety Issues Perceived safety concerns at a number of intersections / 
locations within Woodstock, including Dundas St 
median crossovers 

Left Turn Actuation Potential for identification of intersections for potential 
left turn actuation 

Justification for All-Way 
Stops and Intersection
Pedestrian Signals (IPS) 

Review of warrants for justification for the installation 
of IPS and all-way stops at some intersections 

Each issue is described on the following pages with opportunities identified for further 
review. 
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4.2.1 Pedestrian Domain 

The existing conditions review noted that current practice in Woodstock is to provide a 
minimum 1.2m sidewalk width, notwithstanding whether or not the sidewalk is located 
adjacent to the curb or separated from the curb by a boulevard. In some areas, including 
the downtown core, wider sidewalks and other features such as planters, alternative 
materials, and sidewalk bulb-outs have been provided. 

A review of practice in other jurisdictions was conducted, and reports and guidelines 
generated by the Cities of Ottawa and Calgary are considered to summarize best practice, 
and are most applicable to Woodstock. In general, recommended practice was for wider 
sidewalks and buffer areas between pedestrians and moving traffic, and for the provision 
of sidewalks on both sides of most streets. A number of municipalities have also enacted 
“pedestrian charters” that set out criteria to guide decision-makers in providing 
appropriate infrastructure for pedestrians. 

Comments received from the public and stakeholders indicated strong support for 
improvements in the pedestrian domain in Woodstock, and a number of suggestions were 
received that were consistent with the results of the review of best practice. Several 
respondents recommended the adoption of a pedestrian charter, also with reference to the 
International Charter for Walking developed by Walk21 organization in October of 2006, 
and to an Active Communities Charter developed by the Haliburton, Kawartha, Pine 
Ridge District Health Unit. Samples of these charters are contained in Appendix F. 

Opportunities that have been identified include: 

• Increase minimum sidewalk widths and buffer areas / boulevards 

• Provide appropriate pedestrian clearance times at traffic signals, having regard to 
walking speeds that are reflective of the population 

• Install pedestrian signal heads, countdown timers and audible pedestrian signals at 
traffic signals 

• Increase the number of protected pedestrian crossings of main roads throughout the 
city. Based on recommended spacing for protected pedestrian crossings on higher-
order roads, ten possible locations to improve pedestrian crossings have been 
identified as follows: Clarke Street & Warwick Street, Dundas Street & York Street, 
Huron Street at the Salvation Army Store, Springbank Avenue & Sprucedale Road, 
Springbank Avenue & Lansdowne Avenue, Clarke Street & Sloane Street, 
Devonshire Avenue & Blossom Park Road, Devonshire Avenue & Valleyview Street, 
Alice Street & Aileen Drive, Mill Street & Fifth Avenue. 

• Consider the use of Intersection Pedestrian Signals (IPS) where warrants are met, as a 
traffic control device on high traffic roads at intersections where side street traffic 
does not warrant a full signal.  

• Construct sidewalks on both sides of the road unless the area has low residential 
density, the road is a cul-de-sac or where the traffic volume is very low, e.g. less than 
500 vehicles per day. 
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• Consider sidewalk bulb-outs at intersections to reduce pedestrian walking distance, 
and zebra or ladder crossings that are highly visible to approaching vehicles. 

4.2.2 Cycle Network 

Through discussion with City representatives and extensive comments received from the 
public, it was determined that the City of Woodstock should begin steps to implement a 
cycling network. The City of Hamilton recently completed an update of its cycle network 
and its Council adopted a Cycling Master Plan in June of 2009, and it is considered a 
good Canadian example to draw from for guidelines and recommended practice. 

An initial scan of opportunities to provide cycle lanes on Woodstock roadways was 
undertaken, and it was determined that there are some roadways that could be retrofitted 
easily, and others that would require reconfiguring pavement markings, modifications to 
curb side regulations, or widening in order to add bike lanes. 

An initial base cycle network was developed, having regard to provision of a reasonably 
fine grid of cycle opportunities, connections between significant attractions/destinations, 
and connections with Woodstock trails. The draft base network is illustrated in Exhibit 
 4-2. This network indicates different categories for roads according to whether the road 
can be striped for bicycle lanes; with no widening, with modifications to pavement 
markings and/or removal of parking, or only with road widening. 

For instances where modifications/widening is not feasible, there is an opportunity to 
utilize the “sharrow” symbol. Sharrow symbols represent current best practice for 
indicating to all road users that the lane is to be shared by motorists and cyclists, and to 
remain vigilant. Sharrows are used in one of three situations: for shared lanes where there 
is space for a motorized vehicle and bicycle side by side; for locations where cyclists 
must occupy the lane (single file); or, where there is a specific conflict location such as at 
ramps or turn lanes. The symbol includes a bicycle with a double chevron above, as 
illustrated in Exhibit  4-3. 

As sharrows are not yet used in Woodstock, the introduction of such a traffic control 
device would have to be carefully managed, in order to maximize public understanding of 
the concept, and the safety of users. 

Other opportunities relate to design and maintenance standards of roadway elements such 
as catch basins and bicycle parking facilities, public education and training, and 
enforcement. An example of a potential design for catch basins is shown in Exhibit  4-1. 

Exhibit 4-1 –  Sample Catch Basin 
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Exhibit  4-2 - Potential Woodstock Cycle Network 



City of Woodstock                                                                                                                Transportation Master Plan 

McCORMICK RANKIN CORPORATION November 2010 Page 4-6 

Exhibit  4-3 – Sharrow Symbol 

4.2.3 Downtown Parking 

A review of best practices in similar-sized cities was undertaken, and the current policies 
in Woodstock are generally in line with other municipalities. Free parking is considered 
important to downtown businesses, especially when the economy is fragile and beginning 
to recover. The cost of parking of $1.00 per day is lower than comparable municipalities, 
variable time duration for paid lots is currently not available, and re-parking is an issue. 

Opportunities include increasing the cost of parking, and introducing new policies and 
parking fee collection hardware to allow variable time durations. Pay parking could be 
introduced to replace free parking when the economy permits. Re-parking is an issue that 
could be addressed through enhanced enforcement changes to re-parking regulations to 
discourage re-parking in successive time periods. 

A full report on the review of parking policies for similar sized municipalities is included 
in Appendix G. 

4.2.4 Lane Markings/Signage 

Issues regarding lane markings and signage were set out in section 2.7.1. 

Opportunities include: 

• Install signs according to standards in the Ontario Traffic Manual (OTM) Book 5. 

• For the two westbound through lanes on Dundas Street east of Huron/Wilson Street, 
there should be two individual turn lane designation signs attached side-by-side. One 
sign is to be a “Left Turn Only” arrow sign and the other is to be a “Straight Through 
or Right Turn Only” arrow sign. 

• For the two northbound through lanes on Huron Street south of Devonshire Avenue, 
there should be two individual turn lane designation signs attached side-by-side. One 



City of Woodstock                                                                                                                Transportation Master Plan 
  

McCORMICK RANKIN CORPORATION November 2010 Page 4-7 

sign is to be a “Left Turn Only” arrow sign and the other is to be a “Straight Through 
or Right Turn Only” arrow sign. Additionally, the alignment for the northbound 
through lane at the intersection changes at the intersection, therefore the straight 
through arrow should be angled to indicate the actual alignment of the roadway. 

• It is appropriate to use ground-mounted signs, notwithstanding that the local road has 
the authority to determine whether ground-mount or overhead signing should be used. 
The guidelines in the OTM Book 5 do not preclude the use of overhead signs, but 
only in circumstances that are generally not met in Woodstock. In any case, it is 
suggested that ground-mounted signs be used in order to reflect the smaller scale of 
the City, and to avoid highway-type traffic control hardware. Overhead signs are 
large, expensive, and do not fit the profile of the existing signage throughout the rest 
of the city. 

• Pavement marking arrows must be used to supplement the turn lane designation 
signs. 

• There should be stop bars and crosswalks painted for northbound and southbound 
vehicles travelling on Vansittart Avenue at the intersection with Devonshire Avenue. 
The County of Oxford has indicated that this intersection will be undergoing upgrades 
in 2010/2011. 

• Signs indicating County Road 59 on Dundas Street between Huron/Wilson Street and 
Vansittart Avenue, and Vansittart Avenue from Dundas Street to Devonshire Avenue 
should be removed, as the proper route is Huron Street/Devonshire Avenue (both 
County roads). The signing for CR2 on the City portion of Dundas Street should also 
be removed. 

4.2.5 Truck Network 

For existing conditions, there is no truck route present in the City of Woodstock. Trucks 
are allowed to travel on any road with the exception of Oxford Street south of Ingersoll 
Avenue that has restrictive truck signing. Investigations have identified a system that 
could be implemented. This network should be denoted by a permissive signing system 
throughout the City of Woodstock for roads on which trucks are permitted to drive. 
Opportunities relating to this system are: 

• Utilize County roads as the core system for the network, and augment with City roads 
as necessary to complete the network. 

• Develop a truck route system that provides access to all commercial/industrial areas 
of the city while dissuading through traffic through the downtown core.  

• Dundas Street could continue to provide an east-west corridor through the central area 
of the city. Alternatives were considered through this area (Main/James, Simcoe 
/Peel, Hunter/Princess), but constraints due to truck turning radii, residential land use 
and delivery routes resulted in them being deemed inferior to Dundas Street. 
Removing Dundas Street within the downtown core was also reviewed, but it was 
determined that there would be undesirable consequences for downtown businesses. 
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• The geometry of potential routes was reviewed to determine adequacy of routes at 
intersections, and if spot improvements would be required. Turning radii were 
reviewed to ensure a WB 20.5 design vehicle could travel and make turns on all 
network roads. Four locations were found where turns would not be possible in 
designated lanes without further intersection expansion or widening: 
Vansittart/Devonshire, Huron/Devonshire, Springbank/Parkinson, and the curve at 
Springbank/Juliana. 

• Truck travel routes to external areas should be indicated on signs so truck traffic is 
properly diverted around the downtown core and not through it. This should include 
signing changes on Hwy. 403 at County Road 55 (see Exhibit  4-4). Replacement of 
Eastwood with Woodstock on the signing would be logical, notwithstanding that it is 
not or may not be consistent with current MTO signing policy. 

Exhibit  4-4 – Signing, Hwy. 403 at CR55 

Based on the opportunities described above, a draft truck route network was prepared for 
consideration at PIC #2 (see Appendix J for the PIC #2 report, including all presentation 
materials). 

4.2.6 Road Classification 

The existing road classification system used in Woodstock is set out in section 2.2. 
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Other jurisdictions utilize different classification systems, many of which have a greater 
number of road categories. In the context of Woodstock, it is suggested that the present 
road classification system categories are suitable, as they contain sufficiently fine 
distinctions between road types, and they are consistent with other policies and plans, 
including the Official Plan. One issue identified in section 2.2 is that the category of 
Collector Road encompasses elements of a category of Minor Arterial Road, sometimes 
used in other municipalities. The opportunity corresponding to that issue is that the 
characteristics of Collector Roads may be defined broadly enough to include those 
elements. 

Based on a review of the function of primary roads in Woodstock, and on a review of 
alternative classification systems including the Geometric Design Standards for Ontario 
Highways (GDSOH) and the Road Classification Policy Paper (City of Hamilton 2005), a 
draft road classification system was developed for presentation at PIC #2 (see Appendix J 
for the PIC #2 report, including all presentation materials). 

The opportunity relating to this system is to re-classify a number of roadways in 
Woodstock to more properly reflect present and future function. 

4.2.7 Downtown Bypass Routes 

Possible downtown bypass routes from Highway 403 into east Woodstock, and 
downtown bypass alternatives for vehicles travelling to external areas such as to Stratford 
were investigated. The following list of issues and opportunities summarizes the findings. 

• Traffic from Highway 403 destined to the east end of Woodstock currently travels to 
Highway 401 WB and takes the Norwich Avenue exit, travelling to Dundas Street 
and then east. This creates unnecessary traffic in the central area as opportunities exist 
for travel on alternate routes that have shorter distances. 

• The possibility of creating an interchange at the intersection of Towerline Road and 
Highway 403 was considered to alleviate this problem. However, it was determined 
that due to geometric requirements and clearances from the Hwy 401/Hwy 403 
freeway to freeway directional high speed interchange, it would be very difficult to 
design and obtain MTO approval for any works in the vicinity of the existing 
interchange between Highway 403 and Highway 401. 

• There is currently an interchange located 6 km to the east of the Highway 
401/Highway 403 interchange. This exit connects to County Road 55, which connects 
directly to County Road 2 (Dundas Street. Currently this area is signed for access to 
the settlements of Cathcart and Eastwood. However, with the recent annexation of 
lands by Woodstock for the Toyota Plant, the municipal boundary is now abutting the 
T-intersection of County Road 2 and County Road 55. Listing Woodstock on the exit 
sign for County Road 55 instead of Eastwood would be logical, although an exception 
to the MTO signing policy may be required. 

• It was determined that a bypass route that allows vehicles to travel to areas 
surrounding Woodstock on County Roads without travelling through the downtown 
core is possible and could be signed. 
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• By not including certain roadways, such as the northerly potion of Vansittart Avenue 
in the truck route system, it is believed that truck travel would be discouraged in the 
downtown core.  

4.2.8 Traffic and Intersection Operations / Traffic Signal Timing  

Opportunities relating to traffic operations and signal management are: 

• A traffic counting program may be created to keep updated turning movement counts 
at all signalized intersections, and unsignalized intersections that have longer delay 
times. 

• By undertaking turning movement counts every two or three years, the signal timing 
plans can also be monitored and updated every few years to efficiently serve 
changing traffic demands. 

• An optimized signal timing plan and technical memorandum has been included in 
Appendix A. This includes recommendations relating to changes that could be made 
to the existing signal timing plan, subject to confirmation by undertaking counts and 
completing an analysis.  

• All existing traffic operations for the reviewed intersections in the City of Woodstock 
were determined to have acceptable delay and levels of service. 

• As future growth will be relatively modest, significant road widenings are not 
anticipated to be required, except for several road sections connecting to Hwy 401. 

4.2.9 Safety Issues 

The following lists the issues and opportunities relating to safety in the existing system. 

• The Transportation Master Plan study undertook a limited review of safety issues, 
based on intersection collision data. From the limited safety review, it was determined 
that the Wilson Street corridor has a higher number and rate of collisions, and should 
be reviewed in depth to determine if countermeasures are appropriate. 

• Although the intersection of Springbank Avenue and Dundas Street exhibits a 
collision history that indicates above average risk, the City has approved a Class EA 
(Schedule B) for reconstruction of Springbank Avenue between Devonshire Avenue 
and Dundas Street that should improve the situation in the near future. 

• Infrastructure improvements on Dundas Street between Springbank Avenue and 
Oxford Road 4 relating to traffic operations at median accesses are possible. 

• The first median crossover east of Springbank Avenue should be removed as it is 
located immediately adjacent to the left turn bay for the intersection. This location 
is shown in Exhibit  4-5. 
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• The first crossover east of Churchill Place should also be removed as it is in close 
proximity to other crossovers.  

• Left-turning bays should be added to the remaining median crossovers.  

• All median crossovers should have lines painted to indicate acceptable lane 
positioning for vehicles making a turn, to prevent vehicles from conflicting with 
movements in the opposite direction. 

Exhibit 4-5 –  Median Cut East of Springbank Avenue 

4.2.10 Left Turn Actuation 

Turning movement counts and existing signal timing plans were reviewed, and left turn 
signal warrants were consulted to determine if volumes warranted left turn phase 
actuation. Two intersections were brought to the attention of the study team by members 
of the public; the intersection of Wellington Street at Dundas Street; and, the intersection 
of Mill Street at Dundas Street. 

A review of left turn signal warrants at the first location indicated that the number of left 
turning vehicles is significantly below what is required for left turn actuation to be
justified. A review of left turn signal warrants at the second location indicated that the
number of left turning vehicles was lower than is required for left turn actuation to be
justified. Both of these intersections exhibit acceptable levels of service and queue
lengths for left turning vehicles. An analysis of left turn signal warrants is provided in
Appendix H. 
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4.2.11 Potential for All-Way Stops and Intersection Pedestrian Signals (IPS) 

Turning movement counts, pedestrian counts, IPS warrants and all-way stop warrants 
were consulted to determine if volumes of vehicles and pedestrians could warrant an IPS 
or all-way stop control at a number of locations identified by staff, the public, or the 
study team. As noted in Exhibit  2-5, ten locations were identified for potential IPS or all-
way stops in order to satisfy the criteria for sufficient protected pedestrian crossing 
opportunities on busy roads, having regard to other considerations such as development 
patterns, connections to/from attraction / destinations. The locations reviewed included: 

• Lansdowne Avenue & Springbank Avenue 

• Fifth Avenue & Mill Street 

• Huron Street at the Salvation Army 

• Sprucedale Road & Springbank Avenue 

• Alice Street & Aileen Drive 

• York Street & Dundas Street 

• Warwick Street & Clarke Street 

• Sloan Street & Clarke Street 

• Valleyview Street & Devonshire Avenue 

• Blossom Park Road & Devonshire Avenue 

Published IPS warrants in use by the Region of Waterloo, based on warrants developed 
jointly between the City of Hamilton and MTO are current practice and are appropriate 
for use in Woodstock. Pedestrian counts were obtained in order to review the warrants, 
but estimates of average crossing delay and the number of assisted pedestrians (children, 
those with walking disabilities and the elderly) were assumed. Therefore, full counts 
collecting the necessary data would be required to determine if identified locations meet 
the warrants. 

Four of the intersections appear to surpass the warrant level to justify the installation of 
IPS, and are listed in descending Priority Point order; Springbank Avenue & Sprucedale 
Road; Dundas Street & York Street; Devonshire Avenue & Blossom Park Road; and, 
Huron Street at the Salvation Army Store. One intersection (Clarke Street & Sloane 
Street) appears to be very close to meeting the warrants, but the result is sensitive to the 
assumptions made. The remaining intersections do not appear to meet the justification 
level for IPS installation. 

While the intersection of Springbank Avenue and Lansdowne Avenue does not appear to 
meet the warrant for an Intersection Pedestrian Signal, it does meet justification levels for 
an all-way stop.  

Warrant results for these intersections /locations based on the available count information 
and assumptions can be found in Appendix H. 
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4.3 Potential Opportunities Presented at PIC #1 
At PIC #1, the following potential opportunities of the TMP study were presented to the 
public, with the request that they identify other opportunities if they believed that they 
had been missed. No new opportunities were suggested, although there were suggestions 
for increased effort on active transportation and supporting infrastructure such as lighting 
on any cycle route. The potential opportunities as presented were: 

• Road section / corridor operational improvements 

• Prioritize new road links / connections 

• Modifications to existing road configurations to improve access to property, reduce 
collisions, and improve the pedestrian domain, while continuing to provide a good 
level of service 

• Modifications to parking policy 

• Establishment of a cycle network 

• Coordinated access planning for roads that connect to Highway 401 interchanges 

Exhibits that illustrate the intersections / corridors for review, and the system-wide issues 
to address, are shown on Exhibit  4-6 and Exhibit  4-7. All of these locations are addressed 
in the TMP.
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Exhibit  4-6 – Intersections and Corridors to Review 
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Exhibit  4-7 – System-wide Issues to Review 
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5. FUTURE CONDITIONS 
An assessment of future conditions was undertaken to determine transportation 
infrastructure requirements that would be required as a result of growth in population and 
employment in Woodstock. As Woodstock grows, additional person trips will result. A 
summary of future traffic conditions, resulting issues and concerns and recommended 
future infrastructure improvements is provided in the following sections. 

5.1 Background Traffic Growth 
Population and employment forecasts were obtained from the report entitled ‘Population, 
Household & Employment Forecasts – 2001-2031 for Oxford County’ prepared by 
Hemson Consulting Ltd. Projected employment and population forecasts for the City of 
Woodstock for the next 20 years indicate total growth at a rate of approximately 1.25 (or 
a 25% increase in growth), with more growth occurring in the first few years. 

For the purposes of the intersection operational analysis, traffic growth was set at 2% per 
year over the initial five years, and reduced to 1% per year over the next fifteen years for 
the twenty year horizon. This gives an overall rate of 1.28 (28% increase). 

For the demand based model approach, population rates were expected to rise marginally 
throughout the city, with larger increases in the northwest, northeast, and southeast where 
there are residential development areas. Employment rates are expected to have larger 
increases in the east and south industrial areas of Woodstock. 

5.2 Potential Future Intersection Operational Concerns 
Analyses of projected operations of intersections were completed for a 5 year and 20 year 
planning horizon according to traffic growth described above. These projections provide 
the basis for recommendations regarding future infrastructure improvement needs. 
Using the Synchro 7 software, signal timing plans were optimized and coordinated for the 
two horizon periods. Traffic was simulated using SimTraffic to observe any problems 
projected to develop in the future.  
For the five year time horizon, it is projected that the assessed intersections will operate 
at an acceptable level of service and delay. However, three movements during the PM 
peak hour at three different intersections exhibited longer delay times creating a level of 
service D. These movements were southbound left turns at Vansittart Avenue and 
Dundas Street, northbound through movements at Springbank Avenue and Dundas Street, 
and northbound left turns at Clarke Street and Devonshire Avenue. The movements are of 
lower priority and therefore a LOS D is acceptable. The results from the optimized traffic 
simulations for each time period can be found in Appendix I. 
For the twenty year horizon, it is projected that the assessed intersections will operate at 
an acceptable level of service and delay, but that a number of specific movements 
exhibited excessive delay and unacceptable level of service (D or worse). The specific 
movements are northbound left turns at Clarke/Devonshire (LOS F), westbound left turns 
at Springbank/Devonshire (LOS E), southbound left turns at Vansittart/Dundas (LOS E) 
and northbound through movements at Springbank/Dundas (LOS E). 
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For the twenty year time horizon, some operational and geometric improvements will be 
required for the intersections to operate at an acceptable LOS: 

- Addition of traffic signals at Dundas/Vansittart, and at Devonshire/Clarke 
- Addition of through lanes at Dundas/Springbank 
- Addition of capacity on Devonshire Avenue between Clarke Street and 

Springbank Avenue 
- Capacity improvements to eastbound and westbound turning lanes at Dundas 

Street and Wilson/Huron Street 

The results of these improvements would improve all levels of service to acceptable 
standards. It is assumed that by adding a signal at Devonshire/Clarke, where several 
private accesses may need to be consolidated/relocated, some traffic using Springbank 
Avenue to access Devonshire Avenue may be diverted. After the implementation of these 
improvements all turning movements are expected to exhibit a LOS D or better 
(acceptable delay times for future conditions). 

5.3 Demand Based Traffic Model 

A network including the major roads in the city of Woodstock was created in a 
transportation demand modelling program called VISUM. The network was created using 
a series of GIS files provided by the City of Woodstock and County of Oxford along with 
additional network statistics. All road connections and turning movements were checked 
and fixed for completeness. The network was calibrated for existing conditions and 
projected for 5 year and 20 year time horizons. Assignments were then run and data 
pertaining to these assignments were collected and analyzed. Appendix I has a full 
breakdown of the calibration of the model and detailed results generated by the 
assignment of the travel demand. 

5.4 Potential Future Roadway Capacity Deficiencies 

A short term (5 year horizon) and long term (20 year horizon) vehicle demand analysis 
was completed to identify any screenline capacity deficiencies. The screenline capacity 
analysis included a review of the road network and planned roadway capacities that cross 
the 9 screenlines (and 21 sub-screenlines) in addition to the short and long term vehicle 
demand.  

Based strictly on the screenline analysis, little congestion occurs until the 20 year horizon 
period. At 20 years, the “North of Highway 401” screenline becomes congested (v/c ratio 
> 0.9). This covers both the eastern portion (Dundas Street and Towerline Road) and the 
western portion (Mill Street and Norwich Avenue). Additionally, the northern section of 
the “West of Springbank” screenline becomes congested with a v/c ratio of 0.9. 

On a road by road basis at the “North of Hwy 401” screenline, for the 5 year horizon 
period (v/c = 0.83), northbound traffic on Norwich Avenue exhibits unstable conditions 
with moderate amounts of congestion, and southbound traffic on Mill Street (v/c = 0.85) 
exhibits moderate amounts of congestion and approaches unstable conditions. At the 
“West of Springbank” screenline, eastbound traffic on Devonshire Avenue exhibits a v/c 
ratio of 0.82. 
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For the 20 year horizon period, unstable and congested operations occur at a number of 
roads. For Screenline 2 (South of Parkinson) both northbound traffic and southbound 
traffic experience unstable conditions at Mill Street and Norwich Avenue (v/c ratios = 
0.81-0.82). For Screenline 7 (West of Springbank), westbound and eastbound traffic on 
Devonshire Avenue exhibits v/c ratios of 0.82 and 0.96 respectively. For Screenline 8 
(West of Huron / Wilson / Norwich) both the westbound and eastbound traffic at Dundas 
Street (v/c = 0.90 and 0.83) and the westbound traffic on Juliana Drive (v/c = 0.85) 
experience unstable conditions. 

Exhibit  5-1 provides an overview of screenline locations with respect to the City of 
Woodstock road network. Screenlines were created by grouping roads together that 
occupied the same geographical area.  

Exhibit 5-1 –  Screenline Locations with Respect to the City of Woodstock Road Network 

One additional congested location that isn’t mentioned in the screenline analysis is 
northbound County Road 59 from Devonshire Avenue. It approaches congested levels for 
the 20 year horizon period with v/c ratios in the range of 0.85-0.95. It should be noted 
that this represents a large increase in traffic from existing conditions. 

From the analysis results the following infrastructure improvements are recommended for 
the 20 year horizon period: 

Mill Street from Hwy 401 to Juliana Drive should be widened from 2 to 4 lanes plus turn 
lanes as required. Traffic operations continuing up to Parkinson Road should be 
monitored to identify if there is a need for further widening northbound. 

Commercial development should be monitored on Norwich Avenue from Hwy. 401 to 
Parkinson Road. The County has completed a Class EA Study on the Norwich Avenue 
corridor between Montclair Drive and Parkinson Road, and recommends widening to a 
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five-lane section to match the cross-sections to the south, and at the Parkinson Road 
intersection. Future traffic conditions at this location indicate that it may be necessary to 
widen this area from 4 to 6 through lanes, plus turn lanes as required. 

Commercial/industrial development in the Woodstock East lands should be monitored. If 
significant development occurs, additional capacity along Oxford Road 2 from Oxford 
Road 4 to Hwy 401 and/or along Towerline Road from Oxford Road 4 to Hwy 401 may 
be required. 

Devonshire Avenue may require capacity improvements by means of widening to a 4/5 
lane cross-section between Industrial Avenue and Springbank Avenue. Traffic through 
this area should continue to be monitored as v/c ratios are estimated to be high for future 
conditions. 

County Road 59 north of Devonshire Avenue exhibits unstable and congested operations 
generated in part by the new residential development for the 20 year horizon period. 
Capacity improvements may be required north of Tecumseh Road. 

Exhibit  5-2 shows the results from the screenline analysis and optimized intersection 
operational analysis. 
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Exhibit  5-2 – Screenline Analysis Results 



City of Woodstock                                                                                                                Transportation Master Plan 
  

McCORMICK RANKIN CORPORATION November 2010 Page 6-1 

6. PUBLIC INFORMATION CENTRE #2 
The purpose of the second PIC was to review and obtain public comments on the 
alternatives / opportunities under consideration as well as the study recommendations. It 
should be noted that a PIC for two Schedule ‘B’ projects, reconstruction of Springbank 
Avenue and reconstruction of Athlone Avenue, was held at the same time as the TMP 
PIC. 

The Notice of PIC #2 was placed in The Oxford Review on May 27 and June 3 and in the 
Woodstock Sentinel Review on May 28 and June 4 to notify the public of the upcoming 
information centre.  Individual letters were also sent out to specific stakeholders, review 
agencies and First Nations, as described in Section 1.3.3. In addition, the County of 
Oxford, the Chamber of Commerce and the Woodstock BIA were notified. 

The PIC was held at Woodstock Council Chambers on June 9, 2010 as an open house 
from 6:30 p.m. and 8:30 p.m. A formal presentation was held at 7:00 p.m. followed by a 
brief question and answer period. The presentation was filmed and broadcasted on the 
local television network in Woodstock, and was streamed live on the internet. During the 
open house, those who attended could review the available display panels and discuss the 
study with representatives from the City of Woodstock and the Consultants. 

Approximately 30 individuals signed-in at the PIC. In addition, two elected officials 
attended the PIC.  

PIC #2 presented information based on the issues and opportunities set out in Section 4 
and the results from the future conditions analysis set out in Section 5. The presented 
information included the following: 

• Existing and future traffic analysis 

• Existing and future travel demand analysis 

• Rail warrants 

• Downtown bypass opportunities 

• Truck network opportunities 

• Road classification system 

• Traffic control devices – best practice opportunities 

• Pedestrian domain and safe road crossings 

• Cycling network 

• Downtown parking 

Based on comments received, the following is a summary of the main issues that were 
identified by the public during and following PIC: 

Pedestrian Network  

—

•

Safety on sidewalks, at intersections, and at road crossings 

• Cycling Route/Network 
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— Integration with the Woodstock Trail Master Plan 

— Additional cycle routes 

— Cyclist safety in bicycle lanes and on roadways with sharrows  

• Parking policy 

• Designated truck routes 

The Public Information Centre #2 display boards and the Summary Report, including a 
detailed summary of comments received from the public and stakeholders, are included 
in Appendix J. 
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7. RECOMMENDED PLAN 
The initial scope of the Transportation Master Plan study was primarily oriented to traffic 
operations, but in the course of the study process, it became evident to all that the TMP 
must be more holistic, to fully address all modes and a sustainable transportation strategy. 
To this end, the TMP recommends improvements to the pedestrian domain, a potential 
core cycling network, a recommended truck route system, changes in signing/wayfinding 
from major highways, modifications to road classifications, continuation of the City’s 
transit strategy, recommendations for changes in parking policy, and a phasing strategy 
for transportation infrastructure improvements. These recommendations are set out 
below. 

7.1 The Pedestrian Domain 

Improvements to the pedestrian domain are proposed to provide convenient, comfortable, 
and accessible space for pedestrians. 

7.1.1 Sidewalks 

• Sidewalks should be provided on both sides of every road, but exceptions may be 
made for cul-de-sacs, where residential densities are very low (fewer than 2.5 
dwellings per hectare), and on very low volume residential roads (with AADT’s of 
less than 500), where sidewalks on one side may be considered  

• Recommended best practice for sidewalk widths is 1.5m minimum where not against 
the curb, or 2m minimum where against the curb 

• In areas with greater demand, such as in the Downtown, greater widths (2.4m to 3m) 
are recommended 

• In commercial areas and near hospitals and nursing homes, 2.4m is recommended 

• Where pedestrian volumes are expected to be high, such as near the proposed transit 
terminal, widths greater than 3m may be necessary 

• Buffer areas / boulevards of at least 0.6 to 1.2m on local and collector roads and 1.5 
to 1.8m on arterial roads are recommended between the curb and sidewalk where 
space permits, but should not be greater than 3m 

• It is recommended that the City of Woodstock Council enact a pedestrian charter 
based on internationally recognized principles 

7.1.2 Intersections

• Traffic signals for new installations and modernizations should include countdown 
pedestrian heads (Exhibit  7-1) and user-selectable audible signals for all crosswalks 
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Exhibit  7-1 – Countdown Timer

• Marked crosswalks should only be provided where there is a traffic control device or 
a school crossing guard and signing 

• Ladder markings (see Exhibit  7-2) are recommended where there is significant 
interaction between pedestrians and vehicles, and where enhanced visibility is 
required 

Exhibit  7-2 – Ladder Crosswalks 

• It is recommended that crosswalk lengths be minimized through the use of sidewalk 
bump-outs where feasible 

• Pedestrian refuge islands should not be routinely used, but may be considered on 
collector and minor collector roads where they may serve particular destinations, but 
crosswalk markings should not be used 

7.1.3 Protected Pedestrian Crossings 

• The recommended traffic control device for pedestrian crossings is an Intersection 
Pedestrian Signal (IPS), or a mid-block pedestrian signal if there is no suitable side 
street intersection nearby 

• It is recommended that pedestrian crossings on primary roads be a maximum of 
approximately 500 metres apart (about a 5 – 8 minute walk or 3 – 4 minutes from 
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midway in between) where there are nearby land uses that are desired origins and 
destinations and would attract significant pedestrian traffic, and in the downtown area 
this spacing should be reduced to approximately 300 metres (about a 3 – 5 minute 
walk or 1 – 3 minutes from midway in between) 

• Four intersections were identified as likely meeting the warrants for a protected 
pedestrian crossing. They are as follows, in order of score/priority: 
Springbank/Sprucedale, Dundas/York, Devonshire/Blossom Park/Brompton, and 
Huron Street at the Salvation Army Store. The intersection of Clarke/Sloane is likely 
very close to meeting the warrant. All five locations should be counted during the 
school year in accordance with the full data requirements of the warrant calculation to 
confirm justification and priority. 

• There are additional locations that showed potential need (spacing > 500 m) for 
pedestrian crossings, but are not recommended due to close proximity to existing 
crossing guard locations, no land use on one side that would attract pedestrians, low 
main street volumes, or not in close proximity to primary schools/other institutions 

• The Woodstock Central Area Design Study recommends a mid-block pedestrian 
signal on Dundas Street between Victoria Street and Bay/Beale Street. This location 
would be approximately 200m from the signal at Wellington Street, and 
approximately 200m from the proposed signal at York Street. This location is not 
inconsistent with the recommended spacing of protected pedestrian crossings in the 
downtown of 300m, and it is recommended that this location be studied in 
conjunction with studies for the other priority locations. 

7.2 Cycle Network 

It is recommended that a cycle network be implemented in the City of Woodstock. This 
TMP study has identified a potential core cycle network as illustrated in Exhibit  7-3, but 
it will be necessary to undertake a more thorough investigation to determine a final 
recommended network. 
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Exhibit  7-3 – Potential Cycle Network 
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The recommended guiding principles for further work include: 

• A base network should include cycling facilities with a minimum 2km spacing, with a 
denser more varied network in the mature urban core area. 

• Bicycle parking should be provided for high bicycle traffic areas, throughout the 
downtown core and the southern commercial district. 

• A substantial base cycle network which covers an extensive area of the city and 
provides access to many areas with high traffic should be developed, utilizing City 
roads where possible.  

• Accessibility to east Woodstock and the Toyota Plant should be improved, as 
additional on-road and off-road routes may be desirable, in addition to the Dundas 
Street corridor. 

• The network may rely on roads that can be striped for bicycle lanes with no widening, 
with modifications to pavement markings and/or removal of parking, or only with 
road widening. Where widening is not feasible, the concept of sharrow lanes may be 
used. 

• Regard should be had to the Transportation Association of Canada (TAC) Bikeway 
Traffic Control Guidelines for Canada (1998), and a soon-to-be-completed major 
update of those guidelines. Bike lane widths should be a minimum of 1.5m, but 
desirable widths should be 1.8m. Although some jurisdictions permit bike lanes of 
1.2m in width, it is recommended that the City of Woodstock adopt a minimum of 
1.5m as the City will be starting with a clean slate. 

• Sharrows are used for shared lanes, or for locations where cyclists must occupy the 
lane (single file), or where there is a specific conflict location such as at ramps or turn 
lanes. The use of sharrows should be carefully evaluated, and should be used only 
where necessary. Subject to more thorough investigations, if the potential cycle 
network should be implemented, it should evolve to marked bike lanes at the earliest 
opportunity. However, it is recognized that Dundas Street in the Downtown may 
require the use of sharrows in the longer term because of competition for limited 
space for pedestrians, parking, landscaping, and vehicle travel. 

• If and when sharrows are introduced, it is recommended that there be robust media 
coverage and a public awareness campaign, to heighten awareness and understanding 
of the use of sharrows in a cycle network. 

• Lighting should be provided on all cycle routes. 

• The City of Woodstock should support or facilitate training opportunities for cyclists, 
including CAN-BIKE training and programs targeting school-age children. 

The Draft Woodstock Urban Design Study suggests that Simcoe/Peel be considered for 
the addition of bike lanes. This suggestion is not inconsistent with the principles of 
establishing a core cycle network, and it is recommended that the Simcoe/Peel link be 
considered in the more detailed study/evaluation of a cycle network for Woodstock. 
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7.3 Truck Route Network 

There is no truck route network in Woodstock and trucks are permitted on all roads 
(except Oxford Street), but a need has been identified to regulate truck routes to 
discourage through trucks in the downtown core. Therefore: 

• It is recommended that a permissive-sign truck route system be implemented (green 
circle signing) 

• County of Oxford roads should form the backbone of the truck route system, signed 
for through truck movements 

• Signing changes should be instituted on Highway 403 approaching Woodstock to 
indicate that County Road 55 leads to Woodstock. Although this change requires the 
approval of the MTO, and is/may not be in accordance with current MTO signing 
policy, it is a logical change that should be pursued by the City and County.  

• Additional signing should be provided to direct through trucks away from Dundas 
Street in the Downtown, but Dundas Street should be part of the truck route system to 
adequately serve the Downtown area 

• Provision of truck routes would be necessary to provide access to the industrial area 
at the west end of Ingersoll Avenue - it is recommended that Tecumseh Street provide 
the route to/from the north, and Vansittart/Ingersoll provide the routes to/from the 
south  

• Intersection/radius improvements should be completed before implementation at four 
locations: Devonshire/Vansittart (construction will be completed in 2011); 
Devonshire/Huron; Springbank/Juliana; and, Springbank/Parkinson 

• Should Long Combination Vehicles (LCV’s) be accommodated adjacent to Hwy 401 
at Mill Street, pavement/lane widths and corner radii must be sufficient to 
accommodate access to/from the designated facility. However, neither the remainder 
of the truck route nor an Emergency Detour Route (EDR) will need to accommodate 
LCV’s, because such vehicles are required to wait out freeway closures rather than 
using alternate non-freeway routes. 

The recommended truck route network is shown in Exhibit  7-4. 
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Exhibit  7-4– Recommended City of Woodstock Truck Network 
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7.4 Wayfinding, Bypass, and Through Routes 

As noted in the earlier recommendations related to truck routes, access to east Woodstock 
and to points north of Woodstock for traffic approaching Woodstock on Highway 403 is 
constrained by the large directional freeway to freeway interchange of Highways 401 and 
403. Additional ramp connections to and from Highway 403 near Highway 401 would 
provide limited benefit relative to the cost, and may not be supported by the Province for 
technical and traffic operations reasons. In addition, while being physically close to the 
Woodstock industrial/business park area, additional ramp connections would be south of 
Highway 401 and would not provide any better direct line-of-sight visibility than 
ramps/interchanges further east on Highway 403. Therefore, as an alternative, signing 
changes on Highway 403 approaching Woodstock to indicate that County Road 55 leads 
to Woodstock should be pursued by the City and County, notwithstanding that the 
changes are not/may not be in accordance with current MTO signing policy. 

Additional signing should be provided on County Road 55, County Road 2 (Dundas 
Street), and County Road 4 to indicate that through traffic destined north of Woodstock 
should use those routes. 

Additional signing should be provided to direct through trucks away from Dundas Street 
in the Downtown, but Dundas Street should be part of the truck route system to 
adequately serve the Downtown area. 

7.5 Highways 401 and 403 – Access Management 

There are two provincial highways located within Woodstock, Highway 401 and 
Highway 403, which are under the control and jurisdiction of MTO.  The Highway 401 
corridor through Woodstock must be protected for widening in the future.   

Development which falls within MTO’s permit control areas under the Public 
Transportation and Highway Improvement Act is subject to the requirements of MTO.  In 
general terms, MTO’s permit control area is defined as follows: 

An MTO permit is required to … Within this distance … 

Place a building, structure, entrance or any 
road 

45 m of the limit of any highway 

180 m of the centre point of any 
intersection (on King’s highways) 

395 m of the centre point of any 
interchange or intersection (on 
controlled-access highways) 

Place a sign 400 m of the limit of the highway 

Change the use of land in a way that will 
generate large amounts of traffic 

800 m of the limit of the highway 
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New entrances or the upgrading of entrances, location of buildings, signs and 
encroachments within MTO’s permit control area shall be subject to the approval of 
MTO.  This may increase the required access management standards such as private 
access connections, intersection separation and traffic signal spacing requirements as 
outlined in the policies and by-laws of Woodstock. 

For major development proposals for large traffic generators within the permit control 
area of a provincial highway, MTO will require an applicant to prepare a transportation 
impact assessment in accordance with its “General Guidelines for the Preparation of 
Traffic Impact Studies”.  The main purpose of a Traffic Impact Study is to demonstrate 
how the transportation impacts of a proposed development or redevelopment can be 
mitigated and addressed in a manner that is consistent with the objectives of MTO.  The 
Traffic Impact Study also serves as the basis for the identification and evaluation of 
transportation related improvements or measures to be included as a condition of access 
approval, including funding, for the development or redevelopment. 

Woodstock, County of Oxford and MTO will work cooperatively with respect to the 
planning of land development and associated access connections within MTO’s permit 
control areas adjacent to all provincial highways and interchanges in order to protect for 
the future safety, operation and capacity of the provincial highway network as well as 
Woodstock and County of Oxford’s transportation corridors for the movement of people 
and goods. 

At a minimum, it is recommended that land use planning for future development and 
redevelopment be planned with no access to Mill Street, Norwich Avenue, Parkinson 
Road, and Dundas Street within 200m of an existing ramp terminal. 

7.6 Road Classification 

The Official Plan policies for the City of Woodstock, contained in the County of Oxford 
Official Plan, include Recommended Road Standards in Table 4 of the Official Plan, as 
illustrated in Table 7-1. 



TABLE4 

COUNTY OF OXFORD O FFICIAL PLAN - CITY OF WOO DSTOCK 

RECOMMENDED ROAD STANDARDS 

tr

h

t

t
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Table 7.1 – OP Table 4 – Recommended Road Standards 

Classification Function R ight of Way 
(Mews) 

Intersection Policy Property Access & C\Jrbsjde Parking Policy 

Provincial 
Highway 

High volume t hrough traffic 
movement - free flow. high 
s�ed 

Est ablishe d  by 
the Province 

- Established by the 
Province 

Restrio:ed aooess to abutting prope rty s'Ubjea to 
Provincial approvals. 

Arterial Medium vol ume inter-.area 
movement of traffic as part of 
the comple te arter ial street 

system of the City. 

26-36 metres 

(85-118 ft.) 
- Interchanges with 

freeways are grade 
separated. 

- Intersections with 
aneri.ll and 
collector roads at 
grade. 

Di rect aocess to OOIJ!t ing property shall be limited 
where possible. 
New resjdential lo ts adjacent ::o ar terials. shall be 
designed Wth limited access except \\here an 
existing land deveJopme m pattem make-s diis 
objeC(ive imprad ic.l.I. 
C.ommercial Community Facilffies. I nd ustrial and 
multiple Residenti al uses may have acce s s  t o 
arter ial streets. but developmems shall be grouped, 
and entrances. exits and curb use conolJed in 
order to rectuoe the n umber of access points that 
oouJcl inder l!raffic movement. Strip or extended 
line a r  developmen; shall be discouraged. 
Parking may be restricted to improve traffic 
movement. 
Adeauate ol htino shall be orovided. 

i
ColJec(Or C ollector streets shal be 

designed ::o take the bulk of 
u-affic moving t hrough a 
neighbourhood and <hereby 
red uce traffic movement on 
loc.ll Stree-'!S. 

20-26 metres 

(6�5fl) 

- Intersections with 
arterial . coDeaor 
and local road.s will 

be at g rade. 

Access ::o abutting property permitte d  but 
controlled to ensure safe design. Parkin g gen erally 
pennitted, subject to concerns for pedestrian safety 
n ear pa rtts and school sites. 

Minor Collector C ollect and dis bute light to 

moderate volumes of traffic 
be:zween local s or traffic 
generators and arterial or 
collector roads. 

20-26 metres 

(6�5fl) 

- Intersections with 
arterial . coDeaor 
and local road.s will 

be at g rade. 

Access ::o abutting property permitte d  ri but 
controlled to ensure safe design. Parkin g gen erally 
pennitted, subject to concerns for pedree-;s estrian safety 
n ear pa rtts and school sites. 

Loco! Carry light volumes ot traffic 
moving between points of origin 
and the coD eaor road system. 
Th rough t ra ffic discou raged b y  
means of road pa<tern and 
traffic controls. 

18-20metres 

(59-66 fl) 

- Intersections with 
collector roads at 
grade. 

- Intersections with 
arterials 
discour�ecl where 
nn.o:.si bl e. 

Fu ll access to a.butting property. 

Parking pe rmit :ed exoep t near sch ools or on oJder 
streets serving commercial and ind ustrial areas. 

The Official Plan designates some roadways as a higher-order road or a lower-order road 
than their current and future function would indicate, and it is recommended that some 
roadways be reclassified. However, the current road allowance widths set out in the 
Official Plan for collector roads of 20m – 26m may be insufficient in some instances to 
support both transportation for all modes and urban design objectives, so it is 
recommended that the upper width of the range be increased to 30m. The existing Oxford 
Official Plan also sets out that the current road allowance widths for urban County roads 
is a range of 20m – 26m, so it stands to reason that the upper limit of the range should 
also be increased to 30m. The main reason for the suggested increase for collector and 
County roads is that the “collector” designation incorporates elements commonly 
associated with “minor arterials” in some other jurisdictions, which may accommodate 
multiple general purpose lanes, public transit, bike lanes, and sidewalks and boulevards. 

The proposed road classification system for Woodstock set out in Table  7-2 is based upon 
Table A5-5 – Characteristics of Urban Road Classifications in the Geometric Design 
Standards for Ontario Highways (GDSOH), adapted to the road system for the City of 
Woodstock, and is consistent with Table 4 of the County of Oxford Official Plan 
described above. 
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Table  7-2– Proposed Road Classification System for the City of Woodstock 

Arterial Collector Minor Collector Local 
Land access is 
considered just 

above traffic 
movement. 

Land access is 
primary concern. 
Through traffic is 

limited. 

Traffic 
Movement vs. 
Land Access 

Traffic is primary 
concern. Land 

access is limited. 

Traffic movement is 
considered just 

above land access. 

Generally < 2,000; 
<1,000 in 

residential areas 
AADT > 5,000 3,500 ~ 16,000 1,000 ~ 8,000 

Expected 
running 
speeds 

50 - 80 km/h 50 - 70 km/h 50 - 60 km/h 40 - 50 km/h 

Major 
Connections 

to: 

Freeways, Arterials, 
Collectors, Minor 

Collectors 

Arterials, Collectors, 
Minor Collectors, 

Locals 

Arterials, Collectors, 
Minor Collectors 

Collectors, Minor 
Collectors 

There is no single standard that should be applied to each road classification for total 
pavement width, because the absence or presence of on-street parking, bike lanes, or a 
centre turn lane will influence that decision. However, in terms of lane widths, several 
sources provide information. The TAC Geometric Design Guide Section 2.2.2 sets out 
that for minor arterial and collector roads with a 60 km/hr posted speed, lane widths of 
3.3m - 3.7m are recommended for new construction. In retrofit/tight situations, it 
suggests the lane widths could be reduced by 0.2m. In the discussion, it notes that below 
3.3m in width, side friction starts to become a factor, and collision experience rises with 
lane width reduction. It also notes that there is no benefit in going wider than 3.7m, as it 
promotes wandering within the lane with increasing width. The implication is that roads 
that have lower speeds and are more local in nature may have lane widths of about 3.3m, 
and roadways with higher speeds and volumes, and that may be truck routes, may have 
lane widths of about 3.5m to 3.7m. Many standards ignore the impact of alternative gutter 
and road drainage treatments, or cumulative width of pavement line markings, but it is 
important to have regard to those elements, because in the case of a centre turn lane, the 
pavement markings occupy 0.3m width on each side. 

The following list describes the recommended changes in classifications to certain roads 
in the City of Woodstock: 

• Dundas Street (Mill Street to Huron Street): change from an arterial to a collector, as 
it serves as a multi-purpose street in the downtown area 

• Ingersoll Avenue (Tecumseh Street to Huron Street): change from an arterial to a 
collector as it serves a residential area and an employment area 

• Wellington Street (Devonshire Avenue to Henry Street): change from an arterial to a 
collector as it is not attractive for through movement and has direct residential access 

• Vansittart Avenue (Devonshire Avenue to Dundas Street): change from an arterial to 
a collector as it serves a residential area, and the change would assist reducing 
through traffic on Dundas Street 
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• Springbank Avenue (Devonshire Avenue to Dundas Street): change from an arterial 
to a collector as it provides an equal balance between access to a primarily residential 
area and service for through traffic to other neighbourhoods 

• Lansdowne Avenue (Nellis Street to Dundas Street): change from an arterial to a 
collector as it maintains continuity of the collector system north of Nellis Street 

• Springbank Avenue and Lansdowne Avenue (Devonshire Avenue to north extents): 
change from collectors to a minor collectors as their primary purpose is to provide 
access to the residential area north of Devonshire 

• Juliana Drive (Mill Street to Springbank Avenue): change from a collector/local to an 
arterial as direct access is controlled, and it serves the new hospital and large 
commercial centres 

• Athlone Avenue (Mill Street to Juliana Drive): change from a minor collector to a 
collector as Athlone Avenue is part of the proposed truck route system and provides 
access to the new hospital 

• Nellis Street (Huron Street to Clarke Street): change from a minor collector to a 
collector, as along with Ingersoll, provides an alternative to Dundas Street for some 
trips 

In addition, a number of road sections are recommended for a non-Local Road 
classification to reflect the inclusion of the road in the proposed truck route network. 

The Woodstock Central Area Design Study also addresses the issue of road 
classifications in the central area. The study recommendations include section-specific 
classifications for Dundas Street (Dundas A and Dundas B), in addition to Connector 
streets and Local streets. The classifications have regard to surface treatments, boulevard 
treatments, street furnishings, sidewalk bumpouts, parallel parking, and cycling facilities. 
Notwithstanding that the Analysis contained in an Appendix uses terminology identifying 
Dundas Street and Vansittart Avenue as Major Arterials, the definition employs factors 
that are quite different from the more traditional transportation-oriented definitions 
contained in this TMP, and there is no inherent conflict between the two studies. 

The Woodstock Central Area Design Study recommends the extension of both Adelaide 
Street and Princess Street easterly when the large block is redeveloped. Should this occur, 
the Minor Collector designations proposed in the TMP for Princess Street and York 
Street should be revisited at that time to reflect the revised development pattern and 
Transit Terminal location.  

The recommended TMP road classifications are illustrated in Exhibit  7-5. 
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Exhibit  7-5 – Recommended City of Woodstock Road Classifications 

Detailed changes proposed for road classifications are contained in Appendix K.
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7.7 Transit and Para-transit 

A Transit Improvement Strategy was completed in 2008, is being implemented, and is an 
appropriate guide for transit service planning. It is recommended that the City continue to 
monitor best practices, affordability, options for sustainable funding for off-peak service, 
and the potential impact of transportation demand management (TDM) including 
ridesharing, bike and car rental. 

7.8 Parking Policy 

A review of best practices in similar-sized cities was undertaken, and the current policies 
in Woodstock are generally in line with other municipalities, but several changes are 
recommended: 

• Free parking is considered important to downtown businesses, especially when the 
economy is fragile and beginning to recover, and it is recommended that 2-hour free 
parking be continued. 

• The cost of parking of $1.00 per day is lower than comparable municipalities, and it 
is recommended that it be increased to $0.25 per hour to a maximum of $2.00 per 
day, and that monthly, semi-annual, and annual permit costs be doubled. 

• It is recommended that variable time duration for paid lots be introduced, and that 
parking control and revenue hardware be upgraded to permit the changes. 

• The economic health of the Downtown should be monitored, and as conditions 
warrant, prime higher demand on-street parking spaces in the Downtown may be 
converted to pay parking. 

• Re-parking is an issue that should be addressed through enhanced enforcement. A 
policy of no free re-parking within a 4-hour period within the Downtown is desirable, 
but may be difficult to achieve. 

• Although current parking space occupancy data does not indicate that additions to 
parking supply are warranted, usage should be monitored, and if 90% capacity is 
attained in a certain sector 60-70% of the time, acquisition of additional parking space 
should be explored. 

• The Woodstock Central Area Design Study recommends that a centrally located site 
of sufficient size for an efficiently designed parking structure be identified, and that 
the City consider acquisition of the site. This recommendation is supported by the 
results of the parking investigations. 

7.9 Phasing Strategy 

Traffic operations modifications identified in the course of the study that are 
recommended to align with best practice, guidelines, and standards are recommended for 
adoption and implementation as soon as is practicable. Such modifications are referenced 
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in appendices to the TMP, and include traffic signal modifications, signing changes, and 
modifications to pavement markings. 

In the short term, two intersections were identified as approaching the warrants for traffic 
signals: Vansittart/Dundas and Clarke/Devonshire. These intersections should be 
monitored and 8-hour traffic counts undertaken every one to two years. There are private 
entrances on the north side of Devonshire Avenue opposite Clarke Street that may have 
to be modified/consolidated/removed when a traffic signal is installed. 

In the short term, intersection pedestrian signals (IPS) are recommended for four 
intersections, subject to confirmatory field studies to confirm that they meet warrants:  

• Springbank Avenue and Sprucedale Road 

• Dundas Street and York Street 

• Devonshire Avenue and Brompton Avenue 

• Huron Street near the Salvation Army Store* (Should be implemented as a mid-block 
signal) 

In addition, five locations should be monitored, and IPS installed when warranted: 

• Clarke Street and Sloane Street 

• Clarke Street and Warwick Street 

• Devonshire Avenue and Valleyview Street 

• Alice Street and Aileen Drive 

• Mill Street and Fifth Avenue 

Although an IPS is not warranted, an all-way stop is warranted at the intersection of 
Springbank Avenue and Lansdowne Avenue. 

In the short term, Athlone Avenue has been identified for improvements because of 
ongoing development, including the new hospital. The County of Oxford is undertaking a 
review of Mill Street at Athlone Avenue, having regard to the sight distances and 
operational needs. 

In the longer term, the study determined that widening may be required by the year 2031 
for the following locations: 

• Mill Street from Hwy. 401 to Juliana Drive 

• Towerline Road from Oxford Road 4 to Hwy. 401 

• Norwich Avenue from Hwy. 401 to Montclair Drive 

• County Road 59 North from Tecumseh Street to Ridgewood Drive 

• Devonshire Avenue from Industrial Avenue to 100m east of Springbank Avenue 

• Springbank Avenue from Nellis Street to 100m south of Dundas Street 
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7.10 Costing 

Benchmark costing from Southern Ontario municipalities (Waterloo, Hamilton) was used 
to develop order of magnitude costs for transportation network modifications, excluding 
property costs and excluding annual maintenance and operations costs. Tables 7-3 and 7-
4 illustrate the estimated costs of the network elements. 

Table 7-3 – Network Element Estimated Costs 

Network Element Length 
(km) 

Estimated 
Time Period 

Estimated 
Cost ($K) 

Traffic Signals 
Dundas/Vansittart 2011-2016 150
Devonshire/Clarke 2016-2021 150

Intersection Pedestrian Signals 
Dundas/York 2011-2016 100
Huron near Salvation Army 2011-2016 100
Springbank/Sprucedale 2011-2016 100
Devonshire/Brompton 2011-2016 100

Cycle Network Elements 
Bike route signing 2011-2021 20
Marked Bike Lanes on roads 36.00 2011-2031 70
On trails or local roads 21.00 2011-2031 5
Road widenings required to 

accommodate bike lanes (assume 
3.2m total additional width) 

7.40 2011-2031
Incremental

cost 1,440 on
reconstruction

Sharrow sections 2.75 2011-2016 10

Truck Route System 
Truck Route Signing 2011-2016 20
Spot Radius Improvements 2011-2016 50
Springbank/Juliana curve widening 2011-2016 50

Table 7-4 – Road Widening Estimated Costs 
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Road Section From To Modifications Estimated 
Time Period

Estimated 
Cost ($K)

Springbank Ave Devonshire Ave Dundas St From 2/4 to 3 lanes 2010-2012* 5,800
Athlone Avenue Mill St 1.1 km easterly Widen 2 to 3 lanes 2011* 4,400
Mill St Hwy 401 Juliana Dr Widen 2 to 4 lanes 2016-2026 3,650
Towerline Rd Oxford Rd 4 Hwy 401 Widen 2 to 4 lanes 2011-2021 2,150
Norwich Ave Hwy 401 Parkinson Widen 4 to 6 lanes 2021-2031+ 3,250
County Road 59 Tecumseh St Ridgewood Dr Widen 2 to 4 lanes 2016-2026 3,650
Devonshire Ave Industrial Ave Springbank Ave Widen 3 to 5 lanes 2021-2031 2,820
Springbank Ave Nellis St Dundas St Widen 3 to 5 lanes 2026-2031+ 1,640

*programmed

All costs are shown in 2010 dollars. Annual operating costs will vary. Pavement marking 
will be required annually for cycle lanes and sharrows, and there will be energy costs for 
additional traffic signals, notwithstanding that LED technology has reduced energy costs 
substantially in comparison to incandescent systems. 
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