IBI GROUP

Essex-Windsor Regional Transportation Master Plan

•

Provide a transportation policy framework that can be used to regulate and control vehicular
access, building locations and setbacks and land uses adjacent to regional roads;

•

Show how to increase the availability and use of alternative transportation modes, by
describing feasible means of making transit, cycling and walking more attractive to existing
and future regional residents;

•

Describe how to reduce the total kilometres traveled per household by automobile in the
region through Transit-Oriented Development (TOD) urban design, transit-supportive
planning and cycling and pedestrian-friendly land use policies and plans where appropriate
within the region; and

•

Develop a consistent regional road classification system and associated set of design
standards across the region (County and City) based on an agreed upon functional
hierarchy of roads under the jurisdiction of the County and City.

1.3 Transportation Planning Approach
The transportation planning approach used in developing this Plan was based heavily on the land
use/transportation planning interface, whereby most regional transportation needs are expected to
result from the type, location and extent of growth in the region. Other needs will continue and
expand as a result of growth in inter-regional and international through traffic. As a result, the
original study schedule was extended by the need for extensive growth planning throughout the
region, and the translation of this population and employment growth into associated trip-making,
system needs and alternative solutions.
One result of this need for comprehensive transportation planning is that the role of municipal
transportation planning has undergone a major change in the past 10 years. Previously,
transportation planning attempted to provide basic transportation infrastructure – road, transit,
marine and air. Today, transportation planning is much more inclusive and complex, and is
considered part of larger societal strategies to, for example, improve air quality, provide access for
jobs, stimulate economic development and enhance the quality of life. This more integrated
planning approach is also seen in the new County Official Plan.
As a result, the public and their decision-makers now require and expect transportation solutions
that go beyond the ability of any one agency or mode to solve. This expansion of purpose requires
today’s transportation planning approach be focused as much on mobility management as mobility
infrastructure. For example, in order to address the Terms of Reference objective to reduce vehicle
kilometres traveled by automobile, and achieve associated air quality improvements, the Regional
Transportation Master Plan must show how existing transportation resources can be managed
better, balanced with the need to better connect modes and make capacity enhancement
investments.

1.4 Transportation Goal and Objectives
The following goal and objectives for the Essex-Windsor Regional Transportation Study were
developed based on the original study Terms of Reference of February 2002:
T R A N S P O R T A T I O N P L A N G O A L - To develop a new comprehensive Regional Transportation

Master Plan for the Essex-Windsor region with recommended policies and an implementation
strategy that will serve the needs of this region for a twenty year planning horizon.
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TRANSPORTATION PLAN OBJECTIVES

1. Fairly and equitably manage, coordinate and finance growth and non-growth related regionwide transportation improvements, with a balance of capacity enhancements and demand
management that best benefits the region;
2. Have the region develop in a coordinated manner that will be effective in minimizing traffic
congestion and associated environmental impacts, protecting and managing required
transportation corridors and achieving the region’s transportation management goals;
3. Increase the availability of “viable” transportation options by making public transit, cycling
and walking more attractive for Essex-Windsor residents;
4. Identify achievable strategies, in the context of the County of Essex and the City of
Windsor, to reduce the number of kilometres traveled by the private automobile per
household by creating more compact built forms, mixed-use neighbourhoods and
developments, and by adopting transit, cycling and pedestrian-supportive land use planning
and urban design policies and plans throughout the region;
5. Formulate the Regional Transportation Master Plan in an integrated, inclusive and
comprehensive manner; and
6. Satisfy Phases 1 and 2 of the Municipal Class EA process dealing with transportation
system needs and alternative planning strategies respectively.

1.5 Study Area
This Regional Transportation Master Plan encompasses the County of Essex, its seven (7) local
municipalities and the City of Windsor as shown on Exhibit 1.1. Since travel patterns and
transportation needs are not influenced by or respond to municipal boundaries, the study scope
encompassed the entire study area, with no specific emphasis on any particular part or municipality
except where required by transportation system function and need.
Furthermore, the study recognized the four road jurisdictions and associated agencies responsible
for transportation infrastructure within the study area, namely:
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County of Essex
Roads

City of Windsor
Freeways, Arterials
& Collectors

Municipal/Town
Arterial & Collectors
Roads

Provincial
Freeways (401) &
Highways (3, 77)

Provincial Ferry
Service

Transit Windsor

The Canadian
Transit Company
(Ambassador
Bridge)

Detroit-Windsor
Tunnel Corp.

Canadian Pacific
Railway

Canadian National
Railway

The Port of Windsor

The Windsor
International Airport

Essex Terminal
Railway
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Exhibit 1.1 – Study Area

1.6 Conformance Municipal Class Environmental Assessment
Process
The Regional Transportation Master Plan was prepared following the Master Planning Process of
the Municipal Class Environmental Assessment Process. The Plan is a stand-alone document with
a broad level of assessment to describe the Essex-Windsor transportation system, and provides the
context for implementing specific projects within this system by satisfying Phases 1 and 2 of the
Process dealing with the system problems and opportunities, and alternative solutions respectively.
More detailed investigations will be required for specific Schedule B and C projects recommended
in this Master Plan.
Schedule B projects will require the filing of the project file for public review, while Schedule C
projects will have to fulfill Phases 3 and 4 of the Class EA process prior to filing an Environmental
Study Report (ESR) for public review. In both cases, the public review period includes a Part II
Order appeal mechanism (formally known as a “bump-up”), where an individual can make a written
request to the Minister of the Environment to extend the project to a higher level of EA investigation.
Note: A Part II order request can only be made on a project-specific EA, and not on a Master Plan
on which such a project is based.
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1.7 Official Plan Amendments
A number of key recommendations of this Master Plan will need to be translated into amendments
to associated Official Plans, especially involving regional roadway network delineation, any new
road hierarchy and classification changes (i.e. major arterial, minor arterial), road system maps (i.e.
to show recommended roadway extensions), and new policy statements dealing for example with
access management, transit extension and service, Transit-Oriented Development (TOD) and
Transportation Demand Management (TDM). These recommendations for Official Plan integration
are described in Section 5.6.1of this Plan.

1.8 Study Direction
The Master Plan was prepared under the direction of an administrative Steering Committee made
up of the following representatives from Engineering/Public Works and Planning Departments of all
involved municipalities, the Ministry of Transportation and Transit Windsor:
Tom Bateman, County
Engineer, County of Essex
(replacing Stu Kelch in 2004)
Hilary Payne, CAO, Town of
Amherstburg

Richard Fazecash, County of
Essex

Bill King, Manager Planning
Services, County of Essex

Chad Jeffery, Planner, Town of
Essex

Tracey Pillon-Abbs, Planner,
Town of Leamington
John Tofflemire, City Engineer,
City of Windsor
Wes Hicks, Manager of
Transportation Planning, City of
Windsor
Steve Kapusta, Planner,
Transit Windsor/City of Windsor

Larry Silani, Director of
Planning, Town of LaSalle
Bob Hayes, City Planner, City
of Windsor
Steve Bittner, Transportation
Planner, City of Windsor

Cindy Prince, Planner, Town of
Lakeshore (also representing
Town of Kingsville)
Brian Hillman, Director of
Planning, Town of Tecumseh
Alex Shinas, Planner, City of
Windsor
Michael Swim, Senior Project
Engineer, MTO

Rob Larret, Planning Manager,
Transit Windsor

The primary members of the Consulting Team who worked with the Steering Committee to prepare
this Master Plan included:
1. Don Drackley, MCIP, RPP, MITE, Project Manager/Transportation Planner (Stantec
Consulting and IBI Group);
2. Jim Mallett, P. Eng., Demand Forecasting (PTSL);
3. Jonathan Hack, MCIP, RPP, Financial Analysis (IBI Group);
4. Michael Kieran, Rail Transportation (IBI Group); and
5. Bill O’Brien, P. Eng., Transit Analysis (PTSL).
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2.

EXISTING REGIONAL TRANSPORTATION SYSTEM

2.1 Transportation Planning Principles
Planning principles form the strategic foundation for development of transportation master plans.
They reflect the basic, essential directions of the region on developing a regional transportation
system. Being strategic in nature, the Principles are not intended to fully describe associated needs
and actions. This will be done through further development of plans and policies required to
implement each Principle.
The following five (5) Principles are based largely on the study Terms of Reference, analysis of
existing regional transportation conditions and initial community input provided through public
meetings and stakeholder discussions at the outset of the project.
Principle #1: Optimize Arterial Roadway Network Capacity – Based on experience elsewhere,
regional residents are expected to want a safe, convenient and effective transportation system.
The County of Essex, its local municipalities and the City of Windsor have a responsibility to provide
a functional transportation system with an appropriate Level-of-Service (LOS) for the safe and
efficient movement of people and goods.
In response, and where appropriate in the region, priority should be placed on optimizing the
carrying capacity of the existing arterial roadway network within the urban and rural areas before
investing in new major capital improvements such as road widenings, extensions and new roads.
Arterial optimization will focus on access management and corridor protection along “regionally”
important major routes through regulation and control of vehicular access, building locations, land
use types, turning movements, side road access and driveway access. It must be noted that this
principle is not intended to hinder the development of new roadway infrastructure deemed
necessary to solve urgent, special problems created by border traffic.
Principle #2: Select Appropriate Levels of Service and Standards – Before making major
roadway network improvements, the road or roads in question should be analyzed to determine the
appropriate Level-Of-Service and design standards that match the need and character of the area
being served. This principle is required in a mixed urban/rural region such as Essex-Windsor
because the urban and rural character is extremely different. In predominantly rural areas, County
roads typically have low traffic volumes. This trend is expected to continue into the future, and so
most of the County road system is not expected to experience Level-of-Service problems.
Conversely, there are several County roads near Windsor within urban communities that are
already experiencing congestion. When roadway improvements are considered in these areas,
they should be examined from the perspective of community need, traffic volumes and Level of
Service measurements.
Principle #3: Ensure Transportation Improvement Affordability – The ability of the City, County
and local municipalities to fund major transportation projects over the next 20 years may be limited
by funding limitations and competing needs. This being the case, transportation planning may have
to consider the implications of reduced investment scenarios on the level of transportation service,
as measured by criteria such as travel time and LOS changes. The Transportation Master Plan
must prioritize recommended system improvements, including structural, operational and TDM
measures, in order to respond to funding limitations or targets.
Principle #4: Ensure Transportation System Sustainability – To sustain the existing
transportation system in the Essex-Windsor region, decisions should be made using integrated
transportation/land use planning. This approach responds to the Smart Growth approach to land
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use and density distribution, using re-urbanization and intensification in appropriate areas to reduce
the impacts of urban growth on the roadway network. In both the City of Windsor and County of
Essex, this principle could extend so far as to allow urban development only where and when
adequate transportation services and capacities are made available. The common measurement of
the regional transportation system’s sustainability will be the vehicle kilometres of travel being
conducted. Under the sustainability principle, this measurement should not increase over the next
20 years, and preferably decrease in appropriate areas such as the urban communities. This
principle can be accomplished through a balance of roadway capacity optimization and
enhancement that provide for high connectivity and travel efficiency throughout the region, coupled
with demand management measures that encourage more sustainable travel characteristics by
regional residents (i.e. alternative modes, travel times and home-work proximity) and a closer
home-work relationship (i.e. through moiré mixed use and intensified development forms).
Principle #5: Ensure Roadway Network Enhancement Achievability – In order to satisfy Phase
2 of the Class Environmental Assessment process, the Transportation Master Plan study must
objectively identify all possible alternatives to address transportation system needs over the next 20
years. However, alternatives that are not considered to be feasible and reasonable based on
current Official Plan policies, Provincial Policy Statements, community character, expected system
and community impacts and public costs should be screened out early from further consideration.
This principle applies equally to capacity-based projects such as road improvements, and demandbased projects such as transit service extensions and TDM programs.

2.2 Existing Transportation Policy Foundation
The basis of a comprehensive Essex-Windsor regional transportation policy and implementation
strategy is currently found in the transportation sections of the respective municipal Official Plans.
A comparison of relevant policy areas in each Plan is summarized as follows, showing various
complimentary County and City transportation policies. All recommendations made in the Regional
Transportation Study should be compatible with these policies:
2.2.1

TRANSPORTATION PRINCIPLES / GOALS

County of Essex

City of Windsor

To connect urban areas with each other and
other communities outside this area by
providing space for efficient, cost effective
and safe movement of people, goods,
energy and information without disrupting
community integration and function.

Sustainable, effective and efficient infrastructure.

To provide cost effective and
environmentally sound municipal services.
2.2.2

An accessible, affordable and available
transportation system.
An environment in which all modes of
transportation can play a balanced role.

ROADS

County of Essex

City of Windsor

Designated Provincial Highway, County
Arterial and County Collector Road system.

Roads and Bikeways system policies include;
Controlled Access Highway, Class I Arterial,
Class II Arterial, Scenic Drive, Class I Collector,
Class II Collector and Local Roads.

When considering matters of land use
planning, the County shall (abridged):
i) consider need to improve regional traffic
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Optimal use of existing infrastructure.

Other road-related policies for:
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flow in the vicinity of the City;

Turning Lanes & Special Features

ii) minimize conflict between local and nonlocal traffic by protecting County arterial
system;

Road Maintenance

iii) consider whether resources are
available;
iv) encourage integration of transportation
facilities provided by local municipalities,
adjacent municipalities and the Province;

New or Additional Rights-of-Way
Guidelines for New Roads
Residential Areas
New Development

v) review road corridors to determine
necessary changes in classification.
vi) encourage safe, convenient and visually
appealing pedestrian facilities where
appropriate along arterial and collector road
systems;
vii) minimize direct access and limit access
to arterial roads where local road access is
available;
viii) ensure traffic impact studies for
development proposals likely to generate
significant traffic;
ix) address the matter of cross boundary
traffic with adjacent municipalities;
x) prepare a County Roads Policy Manual.
xi) provision of public transit is encouraged,
and is a local matter.
2.2.3

County of Essex

City of Windsor

The County’s Official Plan Section 2.9.2
states that if the preferred solution involves
a transportation route in Essex County,
additional planning policies and an Official
Plan amendment may be required, and
would also need to be satisfactory to the
local host municipality and its Official Plan
policy direction.

Council shall maximize the economic development
potential provided by cross-border traffic…

2.2.4
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BORDER CROSSING

Council shall ensure construction of an additional
border crossing has minimal negative social,
environmental and economic impacts on Windsor.

OTHER TRANSPORTATION SERVICES:

County of Essex

City of Windsor

Pedestrian and Bicycle Policies:

Transit Policies:

Local municipalities are encouraged to
consider development of pedestrian
walkways and bicycle paths…that ensures
their interconnectivity where possible with

Council shall require all proposed developments
and infrastructure undertakings to provide facilities
for public transportation wherever appropriate.
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existing and proposed paths includes those
in the City of Windsor

Pedestrian Network Policies:
Require all proposed developments and
infrastructure undertakings to provide facilities for
pedestrian movement wherever possible.
Make pedestrian movement safer and more
convenient by requiring sidewalks on both sides of
all roads except Local Roads, and at least one
side of Local Roads…
Cycling Network Policies:
All proposed development and infrastructure
provide facilities for cycling movement and storage
wherever appropriate.
Provide for development of a Bikeway
Implement, monitor and update a cycling master
plan.
Install cycling supportive facilities…

Rail Policies:

Rail Transportation Policies:

Local municipalities encouraged to develop
policies that consider safe and reasonable
pedestrian movement across tracks.

Minimize conflict among rail, vehicle and
pedestrian movement by working with various
public agencies and private organizations for
appropriate use of level crossing controls, grade
separated crossings and construction of fencing
adjacent to railway ROW or rail yards.
Encourage reuse of abandoned railway rights-ofway for enhancement of the transportation,
Greenway System and other uses as appropriate.

2.3 Existing Regional Travel Characteristics
As part of this study, in October, 2002 a household travel survey was conducted via telephone in
the part of the County outside the previous WALTS study area previously surveyed in April/May of
1997. The purpose of the survey was to gather supplementary information regarding the PM Peak
Period (3 PM to 6 PM) travel characteristics of the suburban/rural population in the County of
Essex. The survey gathered information regarding the type of household, number of occupants in
the household, employment status, trips made during the PM peak and the frequency of those trips.
At the end of the survey, several attitudinal questions were asked in regards to the road system, the
bicycle system, pedestrian system, traffic conditions and transit facilities. More detailed information
on this survey is located in the Technical Appendix to this Master Plan.
Response to the survey was lower than expected based on experience with similar surveys
elsewhere, even though radio and print advertising was utilized and prizes were offered for the
completion of the survey. A total of 146 surveys were completed over the course of two weeks.
From these surveys, information was collected for a total of 267 trips (one-way). The table below
shows 53% of the trips made by the residents were within the local area where they reside, 27% of
the trips were made to Windsor and 20% were made to other areas both within and outside of the
County.
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Trip Breakdown
Trips within own area
Trips to Windsor
Trips to other areas
Total trips

142
72
53
267

53%
27%
20%
100%

Trip Purpose - The majority of the trips were work based home trips as shown below. These
account for 26% of the total trips made. School based home trips account for 22% of the total while
shopping based home trips account for 9% of the total. Almost half, or 48% of the trips made
between 3 PM and 6 PM are by people returning from work or school, with few non-home based
trips occurring during this time period.
Trip Purpose
Work to Home
School to Home
Shopping to Home
Home to Shopping
Home to Work
Home to Recreation
Work to Shopping
Home to School
Home to Other
Home to Personal Business
Shopping to Shopping
Recreation to Home
Other to Home
Visit Friends to Home
All others

26%
22%
9%
6%
4%
4%
3%
2%
2%
2%
2%
2%
2%
2%
12%

Trips To and From Windsor - The survey data was also examined to determine how many trips
were being made to and from Windsor, showing that the residents of Amherstburg made more trips
to/from Windsor than the other surrounding areas and the residents of Leamington made the least.
This can be attributed to Amherstburg being closer to Windsor. Note that the further from Windsor
the area is located, the fewer trips were made.
Trips to/from Windsor by Area
Amherstburg
Essex
Kingsville
Lakeshore
Leamington
TOTAL

28
15
12
11
6
72

39%
21%
17%
15%
8%
100%

Travel Mode – In April/May 1997, the Household Travel Survey of 6,300 Windsor and surrounding
area households conducted as part of WALTS found that in the 3-6 PM Peak Period, autos
accounted for about 80% of all trips made. Walking was second at about 10%, followed by 4%
using school buses, 3% using Transit Windsor, 2% cycling and 1% using other modes (i.e. taxi,
motorcycles). An example of how this compares to travel mode shares in other comparable and
larger centres in shown on Exhibit 2.1. The conclusion from that survey was that the Windsor and
surrounding area is generally a highly auto-dominated travel environment characterized in part by
higher than average walking and cycling use for an urban area if this size, and lower than average
transit use due in part to the lack of transit service beyond the City of Windsor.
October, 2005
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Exhibit 2.1 – Comparison of Travel Modes Shares (%age of PM Peak Period Trips)
Mode

Windsor Area

London

Hamilton

Winnipeg

Auto Driver/Passenger

80

83.6

76

76.4

Transit

3

6.9

8

15.2

School Bus

4

-

-

-

Walk

10

6.9

10

6.3

Cycle

2

0.4*

2

1.4

Other

1

2.2

4

0.7

TOTAL

100

100

100

100

* The London Household Travel Survey was conducted in November when cycling use would be reduced.
Source: WALTS, London Transportation master Plan 2004, Transportation Association of Canada

The 146 completed Household Travel Surveys conducted for the EWRTMP Study in October, 2002
were used to augment this earlier WALTS data to include more rural travel characteristics and
attitudes. Since there is little to no public transit service provided outside the original WALTS
survey area, and the rural nature of Essex County necessitates more auto use compared to cycling
and walking over short distances, it was felt that the EWRTMP data would slant the WALTS survey
results across the entire Essex-Windsor study area towards increased auto use. As a result, the
extra EWRTMP travel mode data was used only in the context of rural travel.
Public Attitudes - The attitudinal questions garnered a very good response rate. Of the completed
surveys, 138 responses were received regarding the road system, a response rate of 95%. The
transit facilities question received the lowest response at 38, for a rate of 26% which can be
attributed to the lack of transit in the areas outside Windsor. For all questions, the “Satisfied”
answer ranked first, with “Somewhat Satisfied” ranking second, with the exception of Transit
Facilities where “Very Dissatisfied” ranked second. This indicates that the residents of Essex
County are generally happy with the transportation system. Comments were received regarding the
transit service and at the top of the list was the desire to have transit readily available in all areas.

2.4 Major Roadway Network
2.4.1 TRAFFIC VOLUME

The major roadway network in the Essex-Windsor area comprises a provincial freeway (Highway
401) and two provincial highways (3 and 77), a network of County Roads and urban arterials, and
associated collector and local streets throughout the urban and rural areas. Existing traffic volumes
on the County Roads were provided from1998 average annual daily traffic (AADT) counts,
supplemented by updated 24 hour counts conducted in 2002 at 25 additional County Road
locations. The 1998 County data was factored up to 2002 volumes by applying a factor of 1.053
(total growth of 5.3% in four years, or 1.3% per annum). This factor was derived by comparing the
1998 count data to the data collected in 2002.
The Ministry of Transportation provided 2002 AADT data for 12 locations on Highway 3, 11
locations on Highway 401 and five locations on Highway 77. The City of Windsor provided traffic
data from their annual traffic count program. The combination of County, MTO and City of Windsor
traffic volume data is summarized on the existing major roadway network on Exhibit 2.2.
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Exhibit 2.2 – Major Roadway AADT 1998-2002

Legend
< 5000
5001-10000
10001-15000
15001-20000
20001-30000
> 30000

This recent traffic data provides the following general conclusions about current traffic volumes on
major County roads, highways and City of Windsor arterials:
a. AADT’s in the County vary from less than 5,000 vehicles per day (vpd) up to 30,000 vpd on
Highway 401. The County Roads, excluding Highways 3 and 401, experience AADT’s up
to 15,000 vpd.
b. The majority of the roadways within the County are currently experiencing AADT volumes
of 5,000 or less, which are considered low volumes of traffic, with a few occurrences of
moderate volumes in the 10,000 to 15,000 vpd range, and up to 30,000 on CR 20 in
LaSalle and CR 22 west of CR 21 in Tecumseh.
c.

Highway 401 within the County has AADT’s of 20,000 or more for the entire length from
east of Tilbury to the tunnel/bridge split at Windsor. At this point, the majority of Highway
traffic enters the tunnel route. The highest AADT on Highway 401 within the County occurs
between Highway 77 and County Road 25, which link to the communities of Leamington,
Kingsville and Essex.

d. Highway 3 from Windsor to Leamington experiences AADT’s of greater than 5,000 for its
entire length, with the highest volume experienced between County Road 9 and Highway
401, just outside Windsor. In response, MTO is completing an Environmental Assessment
and preliminary design of Highway 3, and will seek environmental approval for
improvements to Section 2 and 3 of the Highway from Todd Lane/Cabana Road in
LaSalle/Windsor south to Leamington described as follows:
October, 2005
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Section 2: Highway 401 Interchange to Maidstone – addition of one through lane per
direction and a continuous two-way left turn lane, plus pavement rehabilitation,
intersection and illumination improvements and realignment of the Oldcastle Road
intersection;
Section 3: Maidstone to Leamington – addition of two additional through lanes south of
the existing highway to create a four lane highway with a wide grassed median, plus
pavement rehabilitation, illumination improvements, additional traffic signals and turning
lanes and introduction of strategic intersection closures and realignments.
e. Other high volume routes of note are County Road 20 from County Road 18 at
Amherstburg north into Windsor, County Road 20 and 34 through Leamington and the
sections of County Road 9 and 11 immediately south of Windsor. These County Road
sections are currently experiencing AADT’s of between 10,000 and 15,000 vpd.
f.

The highest AADT volumes record to date on County Road 19/Manning Road are 10,00015,000 vpd between CR 2 and CR 42.

g. The busiest route sections in Windsor with AADTs over 30,000 were reconfirmed to be on
EC Row Expressway, Huron Church Road, Ouellette/Dougall Avenue, Tecumseh Road
East, Walker Road and Cabana Road.
Where commercial traffic volume data were available, it consisted mainly of heavy trucks, with little
recreational vehicle or bus traffic. The percentage of commercial traffic on the road system is
based on the total daily traffic as shown on Exhibit 2.3, with the following observations noted:
a. The majority of County roads experience commercial volumes of less than 2.5%. The
highest percentage of commercial traffic in the County is experienced on Highway 401,
Highway 77 between County Road 14 and Highway 401, and on County Road 37 between
County Roads 14 and 34, all with 30% or greater commercial traffic. Cross-border traffic is
seen as a contributing factor to the high volume of commercial traffic on Highway 401;
b. Highway 3 has commercial traffic volumes of greater than 5% for its entire length; and
c.

Other areas of note that experience heavier commercial traffic volumes are County Road
20 between County Roads 31 and 33, which currently experiences between 20 and 30%
trucks and County Road 42 between County Road 31 and Highway 77, which currently
experiences between 15% and 20% commercial vehicle traffic.

d. In the City, the percentage of commercial traffic over 5% is found on Huron Church Road
(20-30%), Division Road and south section of Walker Road (see Exhibit 2.3).
2 . 4 . 2 R E C O M M E N D E D E S S E X - W I N D SO R R O A D W A Y C L A SS I F I C A T I O N S Y S T E M

The Terms of Reference for this study asked that “a consistent classification system and set of
standards across the County and City” be developed and applied based on “an agreed upon
functional hierarchy of transportation corridors”. In response, the study developed this more
extensive and consistent roadway classification system for the Essex-Windsor region as shown on
Exhibit 2.6. Additional information on the rationale and criteria used to develop this classification
system is documented in the Technical Appendix, and is based largely on the following important
planning conclusions:
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Exhibit 2.3 – Existing Commercial Traffic Volumes

Legend
< 2.5%
2.5%-5%
5%-10%
10%-15%
15%-20%
20%-30%
> 30%

1. WALTS Planning Capacities are reasonable – and consistent with those use in recent
transportation planning models developed in Ontario.
2. Smaller Communities require/expect a higher LOS – larger urban centres are planning to
LOS E, but this is not acceptable in smaller urban centres. For example, Guelph, St.
Thomas and Peterborough base their future planning on LOS D, meaning they are
committed to roadways improvements at a lower threshold volume.
3. Provincial Highways should follow MTO method – Since there are provincial highways
within the study area that are under the direct control of the Ministry of Transportation, the
best way to reflect the LOS on these facilities is to use the province’s method of determining
LOS. This will ensure that public information regarding provincial facilities and future need
will be based on similar decision-making processes.
Most travel involves movement through a network of roads that can be categorized by functional
classification. Base criteria for classifying roads in Ontario are available from three official sources:
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•

Ministry of Transportation Geometrical Design Standard Manual;

•

Transportation Association of Canada (TAC) Geometric Design Guide for Canadian Roads;
and

•

Minimum Maintenance Standards for Municipal Highways (Regulation 239/02 of the
Municipal Act).
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Examples of classification systems were also reviewed in other Regional Municipalities that, like the
Essex/Windsor area, combine both urban and rural features. The one common factor in all
classification systems is the recognition that all types of roads perform two basic functions:
•

To provide mobility by facilitating travel between points of origin and destination; and

•

To provide land access.

To identify the classification that should be assigned to any road, a series of service, function and
operational criteria were considered as described below:
Land Use to be Served - The intensity of access needs provided by a road changes with the type
and intensity of land use being served. This is the main reason why the geometric requirements for
roads in a low density rural setting are different from those of urban roads in more intense
residential, industrial or commercial areas. This is partly attributed to the types of vehicular traffic
prevalent in the traffic stream of urban compared to rural settings. It is also important to recognize
that roads in predominantly residential areas, particularly the locals and collectors, are designed to
achieve many objectives other than the provision of vehicular access.
These objectives range from minimizing unnecessary through traffic volumes, to encouraging
walking and cycling and providing space for social interaction that enhances the quality of life in
residential areas. Similarly, rural land use patterns need roads to accommodate locally prevalent
vehicles such as agricultural machinery or gravel trucks. Changes in land use resulting from
rezoning and redevelopment can create the need to alter the classification of a particular road.
Geometric changes may be desirable to better meet the vehicular, pedestrian and other
requirements associated with the altered land use.
Roadway Service Function - All roads provide service to traffic, access to land, or both, but do this
to varying degrees. Freeways, expressways and arterials provide for the movement of urban and
inter-urban through traffic. Local roads and public lanes are used exclusively for access. Collectors
provide for both the movement of through traffic and access.
Traffic Volume - Freeways, expressways and arterials carry high volumes of traffic while low
volumes are associated with collectors and locals. However, the volume range for each
classification is wide and can overlap that of other classifications (see Exhibits 2.4 and 2.5).
Note: Traffic volume can be incorrectly used as the main criteria to determine roadway
classification (i.e. the greater the volume, the higher the classification). This primary correlation
between volume and classification should be avoided for two important reasons:
1. Roadway traffic volume is not a reflection of the roads role in the total roadway network.
Rather, it is an indicator of how the road is being used to serve travel needs in a particular
part of the network. For example, a collector connecting two arterial roads may exhibit high
traffic volumes owing to its connection role, but this does not justify its design and
designation as an arterial road; and
2. High traffic volumes on collector and/or local roads is usually an indication of capacity
deficiencies in the arterial grid. In most cases, enhancement of the arterial grid capacity will
alleviate connecting road congestion. This is one of the principles behind “traffic calming”.
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Traffic Flow Characteristics – The desired characteristics of traffic flow have a major influence on
determining roadway classification. For example, road primarily serving traffic movement such as
freeways and arterials are expected to have uninterrupted traffic flow characteristics. Conversely,
traffic flow on minor collectors and local roads is expected to provide full land use access, and so is
necessarily restricted by intersections, driveways, pedestrians and other road users, as well as
parked vehicles.
Running Speed - The average running speed of traffic operating under off-peak volume conditions
varies on roads of the same classification depending on the type and condition of the surface,
intensity of adjacent land development, access to the roadway, vehicle types, and traffic flow
controls. Running speeds generally increase from locals to collectors, arterials and freeways.
Vehicle Types - The proportion of passenger cars, buses and trucks using a roadway is generally
dependent on the purposes of the roadway and is, therefore, related to the road classification. This
is seen in the current roadway classification policies of the County of Essex Official Plan that
include a clear distinction between “passenger” and “commercial” vehicles. Passenger cars and
small trucks predominantly use local and collector roads, while freeways and arterials generally
carry a higher proportion of commercial vehicles.
Connections - In an ideal road network, local streets connect with collectors, collectors with
arterials, and arterials with expressways and freeways. Therefore, it is preferable to restrict the
interconnection of local streets with arterials, and collectors with expressways and freeways.
The basic roadway classification standards recommended for use across the Essex-Windsor region
are summarized on Exhibit 2.4 and 2.5, with the recommended system shown on Exhibit 2.6:
Exhibit 2.4 – Rural Road Classification Standards
Criteria
Land Use
Served

FREEWAY /
EXPRESSWAY
does not serve
land use

Land Service

no access

limited access

limited access

full access

Service
Function

Optimum
mobility

optimum
mobility

Traffic Volume
AADT
Traffic Flow
Character

more than
10,000
free flow

Traffic
movement/land
access equally
important
200 – 10,000

interrupted flow

100 -120 km/h

uninterrupted
flow except at
signals
80 –100 km/h

interrupted flow

Design Speed
(not posted speed)
Average
Running Speed
Vehicle Type

more than
10,000
uninterrupted
flow except at
signals
80-100 km/h

Traffic
movement
primary
consideration
1,000 – 20,000

access primary
consideration
Traffic
movement is
secondary
consideration
not applicable

60 – 100 km/h

60 – 80 km/h

80 – 120 km/h

80-100 km/h

60 – 100 km/h

60 – 90 km/h

50 – 80 km/h

all types, heavy
trucks average
20 – 30%

all types, heavy
trucks average
20 – 30%

all types, up to
20% trucks

all types up to
30% trucks
mostly single
unit type

Freeways
arterials

freeways
arterials

freeways
arterials
collectors

arterials
collectors
locals

predominantly
passenger cars
and light to
medium trucks
and occasional
heavy trucks
collectors locals

Connects to
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HIGHWAY
land access is
secondary
consideration

REGIONAL
ROAD
connects urban
areas

SECONDARY
ROAD
rural
development
areas

TERTIARY
ROAD
access to
individual
properties
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Exhibit 2.5 – Urban Road Classification Standards
Criteria

FREEWAY /
EXPRESSWAY

HIGHWAY

Land Use
Served

does not serve
land use

land access is
secondary
consideration

Land Service

no access

limited access

Service
Function

Optimum
mobility

optimum
mobility

Traffic Volume
AADT
Traffic Flow
Character

more than
75,000
free flow

Design Speed
(not posted speed)
Average
Running Speed
Vehicle Type

100 -120 km/h

more than
50,000
uninterrupted
flow except at
signals
80-100 km/h

80 – 120 km/h

Connects to

ARTERIAL
(Major/Minor,
Class I, Class II
connects
districts &
development
nodes
limited access

COLLECTOR
(Major/Minor,
Class I, Class II)
internal area
connections

Traffic
movement
primary
consideration
5,000 – 50,000

Traffic movement
& land access
equal importance

full access

LOCAL
Access to
individual
properties

1,000 – 20,000

access primary
consideration
Traffic
movement is
secondary
consideration
not applicable

uninterrupted
flow except at
signals
80 –100 km/h

interrupted flow

interrupted flow

60 – 100 km/h

60 – 80 km/h

80-100 km/h

60 – 90 km/h

60 – 70 km/h

40 – 60 km/h

all types, heavy
trucks average
20 – 30%

all types, heavy
trucks average
20 – 30%

all types, up to
20% trucks

all types

Freeways
arterials

Freeways
arterials

freeways
arterials
collectors

arterials
collectors
locals

predominantly
passenger cars
and light to
medium trucks
collectors
locals

2 . 4 . 3 E X I S T I N G R O A D WA Y N E T W O R K C A P A C I T Y

At the outset of this study, roadway planning capacities adopted for use in demand modelling came
directly from WALTS. Using this approach, all County Roads were considered to be “rural
highways” and therefore assigned a planning capacity equivalent to 22,000 vehicles/day for a twolane County Road and 44,000 vehicles/day for a four-lane County Road. However, after reviewing
the resulting volume/capacity ratios and LOS measurements, it became evident that this
methodology understated the identification of roadway LOS deficiencies. As such, it was decided
by the project team that a more conservative approach was required. At that time it was decided to
adopt the Ministry of Transportation (MTO) method with respect to estimating service flows.
The main difference between the WALTS and MTO methods is that WALTS assumed all County
Roads operated with the same capacity (11,000 vehicles/day/lane), while the MTO method
recognized that different types of rural roads operate with different planning capacities. If these
differences could be incorporated into the LOS calculations, then the results would be more
sensitive to the public’s expectations of traffic volumes in various types of rural areas.
Based on this need to evaluate LOS on different types of rural roads, and with information collected
from other jurisdictions, the Essex-Windsor Regional Transportation Master Plan area was divided
into three categories for transportation study purposes. As shown next on Exhibit 2.7, which is a
representation of Official Plan policies, this approach reflects the three most basic types of study
area characteristics, which are also reflected on the Exhibit 2.6 Recommended Roadway
Classification System:
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Exhibit 2.6 – Recommended Essex-Windsor Roadway Classification System

CR 22

CR 27

CR 25

CR 19

CR 17

CR 42

Hwy 401

Hwy 77

CR 11

CR 9

CR 20

CR 8

CR 18

Hwy 3
CR 20

Freeway
Highway
Regional Road
Secondary
Tertiary
Major Arterial
Minor Arterial
Major Collector
Minor Collector
Freeway
Class I Arterial
Class II Arterial
Class I Collector
Class II Collecto
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Urban - The red area in the northwest has been classified as the major “Urban” component of the
study area. This area is the “area of influence” of the greater-Windsor “commutershed” and
essentially functions as one expanded urban area from a transportation perspective. It is
generally the limit of urban development and is characterized by areas of higher employment and
population concentrations. The roadways in this area are characterized by significant adjacent
commercial, industrial and residential development. Driveway density is higher than in the rural
areas, and major intersections are usually controlled by traffic signals.
Urban in a Rural Setting - The yellow areas on Exhibit 2.7 have been classified as the “Urban in a
Rural Setting” components of the study area. These areas are typically smaller urbanized town and
village centres that are isolated within the general rural character of Essex County. Development
within these areas is typically urban with higher densities of population and employment than the
surrounding rural area. The roadways in this area are characterized by adjacent commercial,
industrial and residential development. Driveway density is higher than in the rural areas and major
intersections may be controlled by traffic signals.
Rural - Green areas on Exhibit 2.7 are classified as the “Rural” component of the study area.
Development within these areas is sparse with very low densities of population and employment.
Roadways in this area are generally characterized by adjacent agricultural development, driveway
density is very low and major intersections are occasionally controlled by traffic signals.
Exhibit 2.7 – Roadway Planning Capacity Areas

Urban

Rural
Urban in a Rural Setting

Exhibit 2.8 next sets out the recommended planning capacities for the various types of roadways
within the recommended classification matrix, and the geographic planning areas shown on Exhibit
2.7. The leftmost Urban column is the extension of the earlier WALTS classifications. These were
used for all roads within the City of Windsor (including the newly annexed lands) and those portions
of LaSalle, Tecumseh and Lakeshore that all fall within the “Urban” area. Values displayed under
“Urban within a Rural Setting” apply to the built-up areas around Oldcastle, Essex, Amherstburg,
Harrow, Kingsville and Leamington, reflecting a desire to have less delay and less traffic compared
to the major urban area. The “Rural” area of Essex County connects urban areas. The extreme
right columns are for the Provincial Highway system, and are applied irrespective of geographical
considerations since that is not a required consideration in the Province’s method.
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Note that the following functional classification does not necessarily mean the assigned designation
would ultimately be the Official Plan designation for these facilities. Rather, it is an attempt to
capture the function of these roads in the overall road system to reflect their roles in the system.
The complete roadway classification system is shown on Exhibit 2.6 based on existing conditions,
Official Plan designations and the classification criteria.
Exhibit 2.8 – Regional Roadway Planning Capacities (vehicles/lane/hour)
Urban

Urban in Rural Setting

Class

Lanes

Max
Volume/
Direction
(LOS E)

Expressway

4

3600

Rural Hwy

2

1100

4

2200

Class I
Arterial

2

900

4

1800

Class II
Arterial

2

800

4

1600

Class I
Collector

2

650

4

1300

Class II
Collector

2

500

4

1000

Local

2

400

Class

Major
Arterial

Lanes

Max
Volume/
Direction
(LOS E)

2

800

4

1600

2

700

4

1400

2

600

4

1200

Minor
Collector

2

450

4

900

Local

2

300

Minor
Arterial
Major
Collector

Rural
Class

Lanes

Provincial Highway
Max
Volume/
Direction
(LOS E)

Regional
Road

2

1000

4

2000

Secondary

2

800

4

1600

Tertiary

2

700

Local

2

300

Class

Lanes

Max
Volume/
Direction
(LOS E)

Freeway

4

3000

Highway

2

1250

4

2500

2 . 4 . 4 E X I S T I N G ( 2 0 0 1 ) R O A D WA Y S Y S T E M L E V E L - O F - S E R V I C E

Roadway Level of Service (LOS) is defined by six levels or grades of generalized traffic conditions,
characterized as follows, and is a commonly used measurement of overall transportation system
operations for links and intersections:
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LOS

V/C Ratio

Generalized Traffic Conditions

A

<+0.79

Free flow traffic with average overall travel speed in the upper range.

B

<+0.79

Reasonably unimpeded operations at average travel speeds, with
reasonable delays.

C

<+0.79

Stable operations with acceptable delays, but ability to maneuver and
change lanes in midblock locations may be more restricted than at LOS B,
and longer queues may contribute to lower average travel speeds.

D

0.80 0.89

Approaching unstable flow where delays may become extensive and with
overall average travel speeds in the lower range.

E

0.90 –
0.99

Unstable flow with continuous backup of approaches to intersections,
significant delays and low average travel speeds.

F

>=1.0

Unacceptable conditions where vehicle demand exceeds available
capacity, resulting in extremely low speeds and intersection congestion.
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As traffic LOS on roadways and at intersections worsens, associated socio-environmental impacts
result from the restricted traffic flow, indicated by the following measures of roadway effectiveness:
a. Vehicle emissions increase and concentrate along more congested roadway sections as
engines run less efficiently (i.e. idling);
b. Vehicle hours of delay increase;
c.

Vehicle kilometres of travel increase as traffic attempts to find less direct alternatives to
congested routes;

d. Vehicle hours of travel time increase because of the long travel distances, diversions to
alternative routes, slower speeds and delayed conditions;
e. Fuel consumption increases owing to these less efficient travel characteristics;
f.

Driver frustration and unsafe practices increase as motorists deal with reduced LOS.

Measuring roadway (LOS) involves a comparison of the planning capacity of all links in the roadway
network to carry vehicles in a prescribed time period (peal hour, peak period or daily), and the
actual number of vehicle trips measured or forecast to occur on these links during these periods.
The resulting ratio is assigned a LOS grade as previously listed from A to F by translating ratio to
grade as follows; LOS A-C <=0.79, LOS D 0.80-0.89, LOS E 0.90-0.99 and LOS F >=1.0.
Exhibit 2.9 shows the existing LOS on the Essex-Windsor major roadway network when the
planning capacities (Exhibit 2.8) and functional classifications (Exhibit 2.6) established for this
project are compared against recently measured and extrapolated traffic volumes on the City and
County road network. This shows that the vast majority of County Roads are currently operating at
a LOS C or better, which is considered acceptable.
However, there are also some key sections of County Roads in the vicinity of the City currently
operating at an unacceptable LOS E and F that are requiring current capacity enhancement and
operational improvement measures, notably:
Existing Deficient County Roads:
•

CR 11 from Highway 401 to South Talbot Road in the Oldcastle area (LOS E);

•

CR 3/Malden Rd. from CR 6/Todd Lane to Normandy St. (LOS F);

•

CR 22 from the Banwell Rd. to East Pike Creek Rd. (LOS F) and from East Pike Creek Rd.
To Patillo Rd. (LOS E);

•

Tecumseh Rd. from Lesperance Rd. to CR 19/Manning Rd.; and

•

Riverside Dr. at Lesperance Rd. and CR 19/Banwell Road (LOS E).

Furthermore, a number of critical arterial roadway sections are providing a poor peak period LOS in
the City as plans continue to enhance capacity and operations within the arterial network. Sections
operating at LOS E are already experiencing unstable conditions that are expected to worsen over
time if the growth in traffic volumes continues unabated, and measures are not implemented or
effective in better managing the demand for, and operation of the transportation system. Alternative
means of addressing these system problems will be further described and evaluated in Section 4 of
this report.
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Exhibit 2.9 – 2001 Roadway Network Level-of-Service

CR 22
CR 42

CR 19

Rd.

Highway 401

CR 11

CR 9

na
Caba

H
ig

hw

ay

3

LOS A-C
LOS D
LOS E
LOS F
As shown on Exhibit 2.9, Windsor roadway sections at LOS E and F that require immediate
attention to optimize existing capacity, add additional capacity, reduce demand and/or improve
operations include the following notable key routes:
Existing LOS E Deficient City Roadway Sections on:
•

Tecumseh Rd. East;

Existing LOS F Deficient City Roadway Sections on:
•

Riverside Dr. east and west of the downtown (owing to reduced “Civic Way” capacity);

•

Wyandotte St. between Huron Church Rd . and Ouelette Ave.;

•

Howard Ave., Dougall Ave., Cabana Rd., Tecumseh Rd East and Lauzon Parkway;

•

Dominion Blvd. and Campbell Ave.; and

•

Walker Rd.

2.5 Public Transit Service
2.5.1 EXISTING SERVICE DESCRIPTIONS

The primary public transit service within the Essex-Windsor study area is the Transit Windsor
services within the City of Windsor. These services consist of conventional fixed route schedule
bus services that provide service seven days a week to most of the developed area of the City.
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Transit Windsor is fully owned and funded by the City of Windsor, reporting to a Board of Directors
whose members are appointed by City Council.
The primary exceptions to transit service in developed areas in the City are the Ojibway Industrial
area in the southwest corner of the City and a portion of the East Riverside and Lakeview
residential developments in the east end. The transit services tend to be focused on the downtown
area of Windsor with a major City Centre Transit Terminal that provides connections between City
routes and also with inter-city bus services using the terminal. Transit Windsor also operates three
services just outside the City boundaries, as follows:
•

The Tunnel Bus provides a connection from the City Centre Transit Terminal to downtown
Detroit with connections to public transit services throughout Detroit and southeastern
Michigan. This service is utilized heavily by commuters traveling between Windsor and
Detroit as well as for recreational travel to Joe Louis Arena, Comerica Park, Ford Field and
the Cobo Convention Complex.

•

Route 8 extends to the Oldcastle industrial area in Tecumseh around Walker Rd and North
Talbot Rd to accommodate Windsor residents traveling to and from employment
opportunities in that area. This is a minor route extension that has been accommodated
within the regular route schedule.

•

Route 6 extends to the Windsor Crossing Premium Outlet mall in the Town of LaSalle
immediately south of the Talbot Road/Highway 34 boundary to accommodate Windsor
residents traveling to shopping opportunities at that location. This is a very short route
extension that does not have a significant cost to the transit system.

Transit Windsor does have a public vehicle license that permits public transit operations into
Tecumseh, LaSalle and Lakeshore. It is also noted that public transit services have been provided
to the suburban area in the past. As recently as the 1980s, bus services extended into the former
municipalities of Sandwich West (now LaSalle) and Sandwich South (now Tecumseh). At that time,
the suburban municipalities funded the net costs of the services within their jurisdiction.
Today, the goals and objectives of Transit Windsor for 2004-2006 are1:
1. To increase the profile of public transit within our municipality.
2. To increase ridership both within our municipality and by careful expansion of public
transit service into our adjacent municipalities.
3. To investigate the potential of a merger between Transit Windsor and Handi-Transit.
The primary components of the existing Transit Windsor network are the City Centre Transit
Terminal and satellite depots located at Devonshire Mall near the south central area, Tecumseh
Mall in the east end and the College Avenue Community Centre, which provide for passenger
transfers between routes. The main bus routes are the Transway 1A providing service to
Devonshire Mall and the Howard Ave. corridor, The Transway 1C on the University Ave., Ouellette
Ave. and Tecumseh corridors, and the Crosstown 2 along the Wyandotte St corridor.
Transit Windsor currently provides about 6 million (5,560,000 - 2003) annual passenger trips for a
service area population of about 2,000 persons (Service Area 190,000, Municipality 210,000. This
represents a ridership level of about 30 annual trips per capita, which is an average level for a city
of this size as shown on Exhibit 2.10.
1

Chair’s 2004-2006 Goals and Objectives, Transit Windsor Board of Directors, February 26, 2004
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Transit ridership in Windsor was considerably higher in about 1989/90, with ridership levels of
almost 12 million trips annually. Transit ridership declined in the mid-1990s owing to:
•

provincial funding cuts;

•

employment decentralization in the Windsor area;

•

the economic turndown;

•

the low density form of suburban growth;

•

an ample supply of low cost parking;

•

reductions in two Bus Pass programs by Social Services and the Board of Education; and

•

registered farebox technology installed in 1991 revealed that the number of actual Bus Pass
riders were lower then previously estimated.

During the late 1990’s, Transit Windsor began to experience a slow recovery in ridership , followed
by a gradually improving trend since 2000. The most recent available statistics indicate a 2.8 %
increase in ridership from 2002 to 2003.
Exhibit 2.10 – Comparable Annual Transit Ridership Per Capita
Niagara Region:
Kitchener/Waterloo:
Windsor:
Hamilton:
Oshawa:
London:

16.5
27.5
30
41
45
46

The fares on Transit Windsor are currently $ 2.35 for an adult cash fare, $ 2.30 per ticket (strip of 10
tickets) and $ 75.00 for a monthly pass. Reduced fares are provided to seniors and students. The
system has an overall revenue to cost ratio of about 63%, which is relatively high in comparison to
other similar sized transit systems.
Transit Windsor operates 37 accessible buses within a total fleet of 96 buses, dispersed over 6 of
its’ 15 fixed routes. In addition to the conventional and accessible transit services operated by
Transit Windsor, there are specialized transit services provided for persons with disabilities who are
unable to use the conventional transit service. These services are operated by Handi-Transit
Windsor, a not-for-profit agency that is funded by the City of Windsor. The service has about 2250
registered clients and provides about 40,000 annual door-to-door trips primarily within Windsor.
Outside the City of Windsor, the following public transit services have been identified:
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•

The Town of LaSalle has some service provided to persons with disabilities by HandiTransit Windsor and pays that agency directly for the net cost of those trips.

•

The Town of Tecumseh has a limited service referred to as Shoreline Transit that is
operated by a service club for seniors and persons with disabilities. Funding support is
provided by the Town to support the service.
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•

The Town of Leamington’s Community Services Department operates a conventional bus
service on two routes within the urban area of the Town. This service operates weekdays
and Saturdays from about 9:00 AM to 5:00 PM on a 60-minute frequency. The service is
modified slightly in summer to meet changing ridership patterns.

2.5.2 EXISTING PUBLIC TRANSIT ISSUES

Extended Transit Services - The lack of a public transit service connecting suburban communities
in Tecumseh, Lakeshore and LaSalle to the activity centres within the City of Windsor is the primary
transit issue identified in this study. These municipalities tend to contain largely residential
developments that are linked to employment, education, medical and business services within the
City of Windsor. The lack of an established public transit service has created an auto-dependency
pattern for travel by the residents of these suburban and rural communities. This lack of public
transit service is also noted in the other outlying municipalities of Essex County, but with their noncontiguous development patterns and greater distances from Windsor, opportunities for transit
service are not as feasible and urgent as in the communities adjacent to Windsor.
Transit Funding Framework – Currently there is no funding framework in place for transit services
operating within Windsor to be extended into the adjacent municipalities. Funding of suburban
services by the City is not feasible if the services primarily benefit the taxpayers in the adjacent
municipalities. At the present time, Transit Windsor can only justify transit service expansion
beyond the City boundaries where there is a clear benefit to the City taxpayers that justifies such
expansion. For the orderly planning and provision of public transit service expansion to the three
contiguous municipalities in the County, an acceptable framework is needed between these
municipalities for the planning of services and funding the net costs of the services.
For local municipalities, there is a new opportunity now available through gas tax funding to expand
transit services outside of Windsor by applying for funds under the gas tax program to expand
(Leamington) or establish (LaSalle, Tecumseh) transit services. For example, the Town of
LaSalle's Gas Tax funding was included in Windsor's funding envelope based on the service
provided in LaSalle by Handi Transit.
Transit Policy Framework - The existing Official Plans of the County, City and local municipalities
do not make significant provision or recognition for public transit at the present time. The City of
Windsor Official Plan sets out goals of “an accessible, affordable and available transportation
system” and “an environment in which all modes of transportation can play a balanced role”. The
plan sets out the objective regarding public transportation as “To establish and maintain a viable
public transportation network.” It contains specific policies that require proposed development and
infrastructure undertakings to provide facilities for public transportation wherever appropriate. The
Plan also requires proposed development and infrastructure undertakings to provide easy access to
public transportation.
These Official Plan provisions regarding public transit indicate that this service is viewed primarily
as a basic service that may be utilized by persons without other readily available travel options.
They do not represent a strong statement that public transit is viewed as a significant alternative to
private automobile travel. Conversely, the Windsor Transportation Master Plan (WALTS) suggests
an expanded role for public transit services over the life of that plan.
The WALTS study proposes that public transit can double its PM peak period mode share from 3%
of trip now to 6% by 2016 through transit service improvements and related supporting policy
measures. In actual fact, significant improvements in public transit services have been very difficult
for municipalities to support because transit services are currently funded through the fare box and
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local property taxes. Ridership growth on Transit Windsor services has taken place in the past
several years but at a lower rate than population growth, indicating a reduced rate of transit use.
While costs have been controlled, fares have risen and present a further disincentive to transit
ridership growth.
To guide the planning of future transit services beyond the current City boundaries, a public transit
policy framework needs to be articulated and adopted that recognizes the following principles:
1. Affordable, convenient and reliable pubic transit service enhances the mobility within a
community and improves quality of life for persons who do not have access to an
automobile or can not drive.
2. Public transit service can offer a reasonable alternative to private automobile travel and
contribute to reduced negative impacts of automobile traffic such as neighbourhood
disruption, noise, vehicular emissions and the need for roadway improvements.
3. The travel patterns within the Essex-Windsor study area are relatively independent of
municipal boundaries. As such, public transit services should be planned and developed on
a regional basis.
4. There must be a funding mechanism established so that communities benefiting from public
transit services contribute a fair and equitable share of the cost of providing these services.
5. Transit services must be convenient and provide frequencies of service that are attractive to
potential users.
While an increase in the transit modal share in the Windsor area may have the potential to reduce
the extent of some roadway improvement requirements (this will be tested in Section 3), the actions
required to achieve a particular modal share target are not known. Rather, it is suggested that the
public transit policy framework should be based on the four Transportation Planning Principles
established in Section 2.1 for this plan. As alternative improvement strategies are considered, the
identification of a modal share target may be further considered. However, without explicitly
accepting these basic policy principles, it would not be a particularly meaningful exercise to identify
an arbitrary public transit modal share target.

2.6 Walking & Cycling Systems
Walking trips are typically characterized by shorter trip lengths under two kilometres. For distances
over two kilometres, the percentage of trips made by walking decreases dramatically. Cycling can
be used for recreational and/or utilitarian (i.e. commuting) purposes. Most trips tend to be less than
four kilometres in length, and use decreases after than based on longer trips lengths and seasonal
conditions. Both non-motorized forms of transportation are encouraged by City and County Official
Plan policies (see Section 2.2.4).
The predominant walking and cycling facility in the Essex-Windsor region, outside of the City of
Windsor’s parks and trails system, is the Chrysler Canada Greenway. Owned by the Essex Region
Conservation Authority, the 50 km abandoned railway corridor has been transformed into a multiuse recreation trail, underground utility corridor and a natural green space. It extends from the
Oldcastle area of the Town of Tecumseh south to Harrow and then east through Kingsville to
Ruthven at Colasanti’s Tropical Gardens. The trail connects natural areas and historically
significant features, and links to 25 otherwise separate natural areas and three watersheds within
the County.
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Additional pedestrian and cycling facilities, including trail networks such as the Town of LaSalle’s
multi-purpose recreation ways, are also found within the urban settlement areas of the County as
part of parks, open space and natural areas system. In the City of Windsor, there are presently six
trail routes open to the public, plus eight neighbourhood walking paths. The Bicycle Use Master
Plan calls for a cycling network of bike lanes, multi-use trails and signed bike routes.

2.7 Rail Transportation System
There are six railway companies serving the Essex-Windsor region as shown on Exhibit 2.11,
namely CN, CPR, the Essex Terminal Railway (ETR), VIA, Norfolk Southern (NS) and CSXT. The
Detroit River Tunnel Project (DRTP) also owns the Canada South (CASO) line from the Detroit
River rail tunnel to 8th Concession Road just south of Highway 401. The busiest line in the County
is the CPR mainline that runs on a fairly direct tangent alignment into Windsor and then onto the
Detroit railway tunnels. This line handles all of CPR’s import and export traffic from the Port of
Montréal, plus all of the automotive industry related traffic (machinery and electronics, auto parts
and finished vehicles) in the Windsor and Detroit areas. There is also a significant amount of
general manifest freight traffic (e.g. forest products).
CN rail service to Windsor is primarily to serve local Windsor industry, including automotive, the
agri-food industry and salt mines. Its long distance trains operate across the border at Sarnia-Port
Huron. Arrangements between the railways exist such that CPR also operates some of its long
distance domestic intermodal trains to Chicago through the Sarnia Gateway with about 14 trains per
week each way. CN through-trains at Windsor enter the tunnel from the CASO alignment and
proceed into the tunnel via the Van der Water Yard. Until recently, CN and CP owned the tunnel
jointly, however, CN sold its interest in the tunnel to Borealis Infrastructure Funds. CPR now
operates the Detroit River Tunnel through its partnership arrangement with Borealis.
Exhibit 2.11 – Existing Essex-Windsor Rail System

CNR
CPR

Leamington Spur
no longer active

Source: Canadian Railway Atlas 2003
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Trains coming into Canada from the US follow the CASO alignment to the Pelton Spur and turn
back towards the river near Walker Road and the Highway 401. The Pelton Spur runs parallel to
Walker Road between it and the airport, and connects with the CPR mainline. CN runs for about
two km on CPR line through the automotive plants, and then turns back on its own track near
Shawnee Park to travel through Windsor and then connect again with the Chatham Subdivision to
go back north towards Chatham and London.
VIA Rail Canada operates its trains on the CN Chatham Sub right through Essex-Windsor to the
station located near the foot of Walker Road. The Essex Terminal Railway is a local switching
railway in the Windsor area. It interchanges with all four Class 1 railways (CN, CPR, NS, and
CSXT) to serve local industries in the area.
The main rail routes for potential conflict with roads at level crossings are the CN mainline as far as
the VIA station, the CPR mainline right to the tunnel, and the CASO line crossing Howard Avenue,
Cabana Road and Walker Road in the City, and throughout the County. In the absence of a rail
rationalization plan, all three of these routes would pose conflicts with road and highway expansion
in the years ahead. Within the City, there are five key areas of concern, as follows:
•

Howard Avenue near the Devonshire Mall;

•

A number of possible conflicts near where Walker Road intersects with the CPR mainline,
although the rail crossing at Grand Marais Road is one of the initial five projects
recommended for implementation in the new Let’s Get Windsor-Essex Moving Strategy;

•

a number of conflicts in the vicinity of Greater Windsor Industrial Estates, including
Jefferson Blvd. and Clemenceau;

•

a major conflict at the CPR/Howard Avenue at-grade crossing just south of Memorial Drive;
and

•

Lauzon Parkway and Lauzon Road intersecting with the CN line.

These are only the main areas of concern between rail/road operations. There are a number of
others that would arise if the rail traffic volume on the CN Chatham connectors were to increase.
The issue is not simply the passage of trains, but because this is a highly industrialized area with
numerous switching activities, roadway traffic delays are possible on account of trains parked
waiting for clearance.
Federal railway regulations allow trains to block roads for an indefinite period of time as long as they
are not stopped for more than a five minute period, or else the train would have to be broken apart
to allow traffic to pass and then reassembled when ready to go. This is a major inconvenience for
train crews.
Outside of Windsor, the main rail/road problem areas are in the community of Essex where the
CASO line crosses County Road 8 twice in a fairly short space, and in the Tecumseh/Lakeshore
area relating to high speed VIA trains at numerous level crossings. Also, the VIA trains currently
come into Windsor on CN track and terminate outside the downtown core area at the foot of Walker
Avenue. This does not have direct access to the tunnels going through Detroit, and it is a less
desirable location than the former CPR station, which is much closer to downtown and can be more
easily accessible to the tunnel in the case of future expansion of train services to Detroit.
International passenger trains now operate through the Sarnia Gateway, and this is likely to
continue to be the route for long distance passenger trains in the foreseeable future, so this point
may be moot.
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The CPR mainline is the most direct rail alignment into Windsor connecting with the Detroit tunnel.
It also carries the largest traffic volume at this time and is the logical candidate as the focal line in
the event of future rail or route rationalization in the Windsor-Essex area.

2.8 Major Regional Transportation Issues
Major transportation issues facing the Essex-Windsor area were identified in the Regional
Transportation Study Terms of Reference. Most of these issues continue to face the area while
others have grown in magnitude, especially those associated with cross-border transportation
planning and local municipal growth and development. Furthermore, input from external agencies,
stakeholder groups and the public has helped reconfirm some of these issues, and introduce other
more specific transportation concerns and expectations. In 2005, many of these issues will be
addressed on the City of Windsor as part of the Community Based Strategic Rail Study to be
conducted by the City and involved partners.
This agency, stakeholder and public input, plus more recent transportation-related planning and
decision-making in the Essex-Windsor region have all combined to present a series of high priority
key transportation issues to be addressed, to the degree possible, in the Regional Transportation
Study. These issues fall into five categories;
Transportation System Operations
Cross Border Transportation
Transportation Demand Management (TDM)
Transportation Impacts
Transportation Affordability, Financing and Implementation
2.8.1 TRANSPORTATION SYSTEM OPERATIONS

1. There is a need to maintain a Level-of-Service (LOS) on all County Roads and Windsor
arterial roads that moves people and goods safely and efficiently, thereby reducing socioenvironmental impacts of vehicular traffic. LOS is measured by the observed volume of
vehicular traffic on roadways compared to their operational capacity. This capacity can
become constrained by roadway geometry, driveways, intersections and abutting land use.
2. Where appropriate and required, existing and new region-wide transportation corridors
need to be protected for multi-modal vehicular, transit, cycling and pedestrian use, plus
possible utility alignments (hydro, pipeline, rail) to accommodate demands over the next 20
years. On “regionally important” corridors, this corridor protection requires a coordinated
program of County Road/Arterial Road Capacity Optimization that includes; 1) Access
Management, 2) Signalized Intersection Operations and 3) Zoning/Site Plan Controls.
3. The County Road network needs to provide maximum connectivity with the Windsor and
Chatham-Kent arterial roadway system, to the USA and to links to Pelee Island.
4. There has been a marked increase in the amount of heavy commercial goods movement in
the Essex-Windsor area in response to the areas economic base and strategic cross-border
location. Primary truck routes with adequate capacity are required to facilitate this
commercial traffic without diversions to routes that are not capable of accommodating large
commercial volumes.
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5. The changing role of rail transportation in southern Ontario presents opportunities to
rationalize and consolidate the Essex-Windsor rail network, with associated opportunities to
reduce at-grade rail crossings and provide new opportunities for abandoned rail rights-ofway (see Section 2.7 of this Report).
6. Peak period roadway congestion is already evident on key County Roads in proximity to
Windsor as shown on Exhibit 2.9 in this Report. Most notably is CR 22 as an extension of
the E.C. Row Expressway, and CR 11 as an extension of Walker Road to South Talbot
Road.
7. WALTS recommends operational and capacity improvements to Lauzon Parkway south of
EC Row Expressway to Division Road, and further protection of a “Highway 401 East Long
Term Corridor Protection Area” in this area connecting to Highway 401 that could include
extension of Lauzon Parkway further south to Highway 401, subject to further study. A
further extension to Highway 3 was also considered in the regional Master Plan to expand
on the local and regional transportation benefits that such an extension offers.
8. The annexation of some 2,700 hectares of land in the Town of Tecumseh to the City of
Windsor on January 1, 2003 introduced new transportation needs and opportunities in the
southeast Windsor/County area. A Lauzon Parkway extension from the E.C. Row
Expressway south to Highway 401 and Highway 3 would serve growth in this annexation
area and lands to the east in Essex County. Also, by creating an additional link to Highway
401, a Lauzon Parkway extension offers the potential to not only reduce the impact of
annexation area traffic on existing Windsor and County roads connecting to Highway 401,
namely Walker Road, Provincial Road and Dougall Avenue and CR 19/Manning Road, but
also provide an alternative to the high volume Lesperance Road and CR 43 (Banwell Road)
routes.
9. Continuity is needed between the Essex-Windsor municipal roadway networks. This
requires a consistent roadway classification system and set of standards for all local
municipalities in Essex County that is also compatible with the City of Windsor’s
classification system. This regional classification system needs to address the overall
regional roadway hierarchy and basic design standards (i.e. geometrics). Application of this
system may require the transfer of a Town Road to a County Road, or reversed depending
on the role and function of the road in question.
10. Highways 401, 3 and 77 are key routes within the regional transportation system for
vehicular, commercial and possible transit services. Functional operations and access
management along these routes will continue to be the responsibility of the Ontario Ministry
of Transportation.
2.8.2 CROSS-BORDER TRANSPORTATION

1.

2

Cross border trade and commerce have a significant impact on the Essex-Windsor
transportation system. The Bi-National Partnership Study2, the Schwartz Report (January
2005) and other initiatives recommend long-term solutions for new crossing capacities and
operations that must be detailed through the environmental assessment process. These
studies and initiatives are not part of this Regional Transportation Master Plan. The
Regional Plan has attempted to distinguish between the local and regional needs of the
County of Essex and the City of Windsor which are the focus of this Plan, and the
international border traffic problem which is the focus of the other studies and initiatives.

Canada-United States-Ontario-Michigan Transportation Partnership Planning/Need and Feasibility Study
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2. With reductions in the level of service at the Windsor border crossings and connecting
roadway network, some commercial traffic has been observed to divert to alternative routes
within and adjacent to Windsor to access the crossings. Such diversions place added
operational pressures and associated safety concerns on the alternative routes.
2 . 8 . 3 T R A N S P O R T A T I O N D E M A N D M A N A G EM E N T ( T D M )

1. A regional transportation planning policy is required that has the region “develop in a
coordinated manner that will be effective in minimizing traffic congestion poor air quality
and smog alter days while allowing the goals of improved public transit and less
dependence on the automobile to be achieved.”3 This can be an achievable goal in the
urbanized parts of the Essex-Windsor using a variety of TDM measures including but not
limited to:
i. Extension of transit service;
ii. Provision of expanded infrastructure and service for non-motorized travel modes;
iii. Land use intensification and mixed land use forms at appropriate locations to provided
shortened travel distances to a trip origins and destinations;
iv. Follow Smart Growth principles in subdivision design including short blocks, multiple
travel route choices and a variety of street types; and
v. Increase the roadway network connectivity wherever possible throughout the region to
provided for more efficient travel with resulting air quality benefits.
2. Smart Growth is a concept of policies that integrate transportation and land use decisions,
for example by encouraging more compact development in appropriate locations, and
discouraging low-density, auto dependent development at the urban fringe, in rural
subdivisions and through extensive severances. Low-density, homogeneous forms of rural
development are generally not capable of reducing the amount of travel by automobiles. A
prime example in Essex County is the designated linear Settlement Area in the Town of
Lakeshore extending along CR 22/CR 2 from Windsor east to Stoney Point that is
contributing to increased traffic volumes and decreased Level of Service along CR 22.
3. While following TDM principles in urbanized areas, it must also be recognized that the low
density rural nature of most of the Essex-Windsor region limits the realistic application of
many TDM measures. Therefore, the TDM measures that may apply in rural setting must
be feasible and achievable. Therefore Essex County, its local municipalities and the City of
Windsor must all determine which TDM measures are appropriate for their community in
response to the objectives to reduce auto dependence and improve air quality.
4. Although the role of public transit may be a key component of the ultimate regional
transportation plan, County policy has defined the provision of this transportation mode as a
“local matter” according to Official Plan Section 2.9.1.xi.
5. Whatever TDM programs are used in the Essex-Windsor area, they will require public
education about alternatives to auto use, and the impacts of high auto use. A dedicated
TDM Coordinator position may also be required to promote and manage programs.
6. Managing demands on the regional transportation system needs to serve the region’s
changing demographics and aging population.

3

Terms of Reference, Essex-Windsor Regional Transportation Study
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2 . 8 . 4 T R A N S P O R T A T I O N I M PA C T S

1. Effects of transportation systems on the environment are well documented, involving
engine emissions, fuel consumption, noise and vibration, direct property impacts including
possible impacts on environmentally sensitive areas. The County Official Plan and each
municipal Official Plan designate natural heritage features intended for protection and
conservation. Any introduction or enhancement of roadways or other transportation
infrastructure through or along these areas can only be planned by taking into consideration
environmental impacts, roadway network operations, land use patterns and implementation
costs as required by the Environmental Assessment Act.
2. It must be recognized that failure to resolve poor roadway Level of Service through capacity
optimization, capacity enhancement and/or TDM measures will create associated negative
environmental impacts stemming from impacts such as traffic congestion, poor air quality
concentrations and driver frustration.
2.8.5 TRANSPORTATION AFFORDABILITY, FINANCING AND IMPLEMENTATION

1. Essex-Windsor regional transportation demands are forecast to grow as a result of; 1)
growth in background traffic not attributed to growth (i.e. minor increases in trip-making), 2)
increase in traffic related to growth, and 3) increase in cross border through traffic although
these volumes are concentrated on cross border access routes. Population and
employment growth is typically the predominant reason for expanding and upgrading a
transportation system. However, while growth in Essex County is generating the need for
much of the County’s transportation system needs, the County does not have access to
Development Charges (DC) funding to fund improvement projects (see Section 5.5).
Similarly, the County is not provided any DC transfer funds from its local municipalities
where this growth is occurring. This brings into question the affordability of major
transportation system expansion in Essex County. A fair and equitable funding mechanism
is needed to finance growth and non-growth related system improvements. Funding
options include County DC, local municipal DC transfers, a County transportation levy and
an improvement reserve fund, user pay and federal/provincial funding sources.
2. The County, its local municipalities and the City may need to adopt selective amendments to
their respective Official Plans to incorporate the planning and policy recommendations
stemming from the Regional Transportation Study. This coordinated policy approach is
needed in order to accomplish the study goal of a “regional” transportation planning policy.
3. Implementing this regional transportation policy may require some sort of regional
transportation planning authority involving all member municipalities (see Section 5.6.2).
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