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Tatham Engineering Limited has been retained by the Town of The Blue Mountains to provide 

civil engineering services in support of the preliminary design for the reconstruction of Victoria 

Street and Louisa Street in the Village of Thornbury.  In conjunction with this work, a traffic study 

is required to review the intersections of Beaver Street with Louisa Street and Victoria Street, 

and Louisa Street with Victoria Street. 

The purpose of this traffic study is to identify and review potential improvement opportunities 

for the Beaver/Victoria/Louisa intersections, assess the impacts associated with the various 

scenarios considered and recommend a preferred solution.  The development and assessment of 

the improvement scenarios will consider traffic operations, development access, road safety and 

intersection design standards. 



 

This chapter will describe the road network, traffic volumes and operations for the existing 

conditions. 

 

The road network to be addressed by this study consists of Victoria Street, Beaver Street and 

Louisa Street, and their respective intersections, namely: 

▪ Beaver Street with Victoria Street; 

▪ Beaver Street with Louisa Street; and 

▪ Victoria Street with Louisa Street. 

Furthermore, the following intersections have also been included for assessment where such are 

impacted by the proposed improvement scenarios: 

▪ Victoria Street with Alice Street; and 

▪ Beaver Street with Alice Street and Lansdowne Street. 

The study area is illustrated in Figure 1. 

 

Victoria Street, Beaver Street and Louisa Street are local roads under the jurisdiction of the Town 

of The Blue Mountains.  The roads share the following characteristics: 

▪ two-lanes (one lane of travel per direction); 

▪ rural cross-section with gravel/grassed shoulders and open ditches (although it is noted that 

portions of Victoria Street and Beaver Street have semi-urban/urban cross-sections); and 

▪ 50 km/h speed limit (60 km/h design speed assumed). 

Victoria Street and Beaver Street have a paved width of approximately 6.5 metres, whereas 

Louisa Street has a width in the order of 5.0 to 5.5 metres.  While each of the study area roads 

have an asphalt surface, portions of Louisa Street (west of Victoria Street) are severely 

distressed. 

For purposes of this report, Victoria Street is considered as having a north-south orientation, 

whereas Louisa Street is considered east-west. 



 

The intersection of Beaver Street with Victoria Street is a 3-leg intersection with stop control on 

Beaver Street.  The north approach has a single shared through/right turn lane, whereas the 

south approach has a shared left/through lane.  The west approach (Beaver Street) has a shared 

left/right turn lane.  The intersection is skewed, with Beaver Street intersecting Victoria Street at 

an angle of approximately 45°. 

The intersection of Beaver Street with Louisa Street is a 4-leg intersection with stop control on 

Louisa Street.  All approaches consist of a shared left/through/right turn lane.  Similar to the 

intersection of Beaver Street with Victoria Street, the intersection is skewed with Beaver Street 

intersecting Louisa Street at an angle of 45°. 

The intersection of Victoria Street with Louisa Street is a 4-leg intersection with stop control on 

Louisa Street, the minor approach.  All approaches consist of shared left/through/right turn 

lanes. 

The intersection of Victoria Street with Alice Street is also a 4-leg intersection, stop controlled 

on the minor approach (Alice Street) with shared left/through/right approaches. 

The intersection of Beaver Street with Alice Street and Lansdowne Street is a 5-leg intersection 

with stop control on Alice Street (east and west legs) and Lansdowne Street (north leg).  Alice 

Street and Lansdowne Street intersect at a 90° angle, with Beaver Street intersecting at 45°.  

Each approach consists of a shared left/through/right turn lane. 

 

To determine existing traffic volumes, traffic counts were conducted at the study area 

intersections on Wednesday November 20, 2019 from 7:00 to 10:00, 12:00 to 14:00 and 16:00 to 

19:00.  The corresponding traffic count details are provided in Appendix A.   

While the traffic counts did not include the intersection of Beaver Street with the 

Foodland/LCBO access, volumes at the Foodland/LCBO access were established based on a 

review of the traffic patterns at the surrounding intersections. 



The resulting 2019 traffic volumes are illustrated in Figure 2.  Given the time of counts, the 2019 

volumes remain indicative of existing conditions. 

 

 

To establish the existing conditions, the study area intersections were assessed based on the 

2019 traffic volumes, the existing intersection control and configuration and procedures outlined 

in the 2000 Highway Capacity Manual1 (using Synchro v.10 software). For unsignalized 

intersections, the review considers the average delay (measured in seconds), level of service 

(LOS) and volume to capacity (v/c) for the critical movements  Level of service ‘A’ corresponds 

to the best operating condition with minimal delays whereas level of service ‘F’ corresponds to 

poor operations resulting from high intersection delays.  A v/c ratio of less than 1.0 indicates the 

intersection movement/approach is operating at less than capacity while v/c of 1.0 indicates 

capacity has been reached.  A summary of the analysis is provided in Table 1, whereas detailed 

operations worksheets are included in Appendix B.  It is noted that for movements where zero 

vehicles were observed during the traffic counts, a minimum volume of 1 vehicle has been 

assumed for the assessment.  It is noted that the intersection of Beaver Street with Alice Street 

and Lansdowne Street is not included in the assessment as Synchro does not support 5-leg stop 

control intersections.  

Beaver Street & 
Victoria Street 

EB stop 9 A 0.04 9 A 0.07 

Victoria Street &  
Louisa Street 

EB stop 9 A 0.01 9 A 0.05 

WB stop 9 A 0.01 9 A 0.03 

Beaver Street &  
Louisa Street 

EB stop 9 A 0.00 9 A 0.00 

WB stop 9 A 0.01 9 A 0.03 

Victoria Street &  
Alice Street 

EB stop 9 A 0.01 9 A 0.02 

WB stop 9 A 0.01 9 A 0.02 

 

1 Highway Capacity Manual.  Transportation Research Board, Washington DC. 2000. 



 

Based on the existing volumes and intersection control, the subject intersections provide 

excellent overall levels of service (LOS A) with minimal delays during both peak hours.  While the 

intersection of Beaver Street with Alice Street and Lansdowne Street has not be assessed, 

excellent levels of service can be inferred based on the findings at the other intersections and 

given that it serves the least number of vehicles of all the intersections. 

 

As previously noted, the study area road network consists of local roads.  As per industry 

standards, a typical local road has a lane capacity of 400 vehicles per hour per lane (vphpl).  In 

considering the 2019 traffic volumes, the peak hour peak directional volumes are in the order of 

100 vehicles or less.  In this respect, the local road network is operating at 25% of capacity or less.  



 

In consideration of the planned reconstruction of Victoria Street and Louisa Street, the Town is 

exploring the opportunity to address the existing alignment of the intersections of Beaver Street 

with Victoria Street and Louisa Street in parallel with the reconstruction work. 

Various alternative solutions have been developed for consideration.  The alternatives range from 

permanent road closures to operational improvements to reduce the volume of traffic utilizing 

the skewed intersections (and thus mitigating safety concerns).  The alternative solutions are 

described below and further addressed in Chapters 4 and 5. 

 

It is generally desirable that an intersection be configured so that the roads intersect at an angle 

of 90°.  Where skewing of the intersection is required, the Transportation Association of Canada 

(TAC) Geometric Design Guideline for Canadian Roads2 recommends that an angle of skew within 

±20° of a right angle be maintained (i.e. between 70° and 110°).  Intersection angles that are less 

than 70° or greater than 110° are not recommended for the following reasons: 

▪ flat angle of entry will encourage drivers to disobey the control device and enter the free 

flow street without stopping; 

▪ vehicles that obey the stop control are standing in a position that affords poor visibility for 

judging the speed and distance of approaching vehicles;  

▪ vehicles leaving the free flow movement are encouraged to enter the side street at high 

speeds due to the flat angle (potentially causing them to travel in the opposing lane of the 

side street); 

▪ flat angle increases the distance to cross; and 

▪ sharp angle is difficult to navigate for larger vehicles and snowplows. 

The road system in the study area is predominantly grid based, with roads intersecting with one 

another at 90°.  The exception being Beaver Street, which bisects the grid at an angle, resulting 

in a number of skewed intersections.  As previously noted, the angle of intersection of Beaver 

Street with Victoria Street and Louisa Street is approximately 45°, which is well below the skew 

tolerance noted in the TAC design manual. 

 

2 Geometric Design Guideline for Canadian Roads.  Transportation Association of Canada.  June 2017 



 

Maintaining the status quo assumes no changes to the existing road network.  While it is 

recognized that this does not reflect any improvements, it has been considered in order to 

provide a reference or baseline scenario when assessing the other alternatives (particularly from 

an operations perspective).  

 

Alternative 2 considers the closure of Beaver Street from Victoria Street, thus eliminating the 

intersection of Beaver Street with Victoria Street and reducing the intersection of Beaver Street 

with Louisa Street from a 4-leg to a 3-leg intersection.  With re-configuration to a 3-leg 

intersection, it has been assumed that the existing stop control on Louisa Street would be 

removed and stop control applied to Beaver Street (thus being consistent with a typical ‘T’ 

intersection).   

Despite the road closure, access to the Foodland/LCBO would be maintained via Victoria Street.  

Under Alternative 2A (refer to Figure 3), the access would be relocated to the north in order to 

utilize the existing Beaver Street right-of-way to connect to Victoria Street at 90 (an aligning 

with the internal Foodland drive aisle).  Under Alternative 2B (refer to Figure 4), the existing 

access is maintained and extended easterly through the adjacent vacant property to create a 

new connection with Victoria Street. 

 

Alternative 3 (refer to Figure 5) explores the closure of Beaver Street from Victoria Street to the 

Foodland/LCBO access.  The intersection of Beaver Street with Louisa Street would remain as 

currently configured with stop control on Louisa Street; however, given the closure of Beaver 

Street to the north of the commercial access, the north leg will only serve traffic accessing the 

Foodland/LCBO plaza.   

Similar to Alternative 2, the intersection of Beaver Street with Victoria Street will be eliminated. 

 

Alternative 4 (refer to Figure 6) involves converting Beaver Street to provide one-way operations 

in the southbound direction between Victoria Street and Louisa Street.  With the north leg of the 

intersection of Beaver Street with Louisa Street becoming one-way in the southbound direction, 

it is recommended that the north leg be realigned to the east - thus, creating two ‘T’ intersections.  

This is recommended to prevent northbound vehicles on Beaver Street from accidentally 

proceeding through the intersection into the one-way section of Beaver Street (i.e. the wrong 

way). This alternative also converts the existing Foodland/LCBO access into a right-in/right-out.   



 

Alternative 5 considers the closure of Beaver Street at Alice Street with the implementation of a 

cul-de-sac at the Beaver Street terminus (refer to Figure 7).  While this improvement does not 

introduce any changes to the intersections of Beaver Street with Victoria Street and Louisa 

Street, it will alter the traffic patterns in the area and reduce the through volumes on Beaver 

Street significantly (in that “through” traffic will be forced to remain on Victoria Street). 

This alternative has the added benefit of eliminating the northwest leg at the intersection of 

Beaver Street with Alice Street and Lansdowne Street, thus leaving it as a 4-leg intersection.  

With this reconfiguration, it has been assumed that the intersection will be converted to all-way 

stop control.  While the volumes do not warrant all-way stop control, the south leg of the 

intersection (Beaver Street) remains at an angle and does not align with the north leg 

(Lansdowne Street).  Thus, establishing the north-south movement as free flow is not 

recommended.  A slight realignment of the remaining approaches to improve the intersection 

alignment has also been identified for consideration, as evident in Figure 7. 



 

For the purpose of assessing the traffic operations associated with each alternative solution, a 

2030 horizon has been considered. 

 

The future volumes have been determined based on the existing volumes and historical and 

projected growth for the area. 

 

Historic traffic volumes were obtained from MTO for the segments of Highway 26 to the east and 

west of the Village of Thornbury.  The Annual Average Daily Traffic (AADT) volumes on Highway 

26 for the 10-year period of 2006 to 2016 (with 2016 being the most current published data) 

indicate an average annual increase of 1.14% to the east of Thornbury and 0.69% to the west. 

 

As per 2016 census data, the population of the Town of The Blue Mountains increased from 6,450 

in 2011 to 7,025 in 2016, translating to an annual increase of 1.7%.  The census data also indicates 

that the population of Thornbury increased from 2,363 in 2011 to 2,485 in 2016, or 1.0% per 

annum. 

The Grey County Growth Management Strategy Update3 forecasted the population of the Town 

of The Blue Mountains to increase from 6,850 in 2016 to 8,460 in 2036, which translates to an 

annual growth rate of 1.06%.  It also projected that employment within the Town would grow 

from 4,170 in 2016 to 4,330 in 2036, or 0.19% per annum.  

 

While historic growth and projected population and employment data indicates that an annual 

growth rate of 1.0% is appropriate, a conservative growth rate of 2.0% per annum has been applied 

to the traffic volumes on the study area road network. 

 

In reviewing the Town’s development activity map, the following residential developments were 

located in the immediate area: 

 

3 Grey County Growth Management Strategy Update.  Hemson Consulting Ltd.  December 17, 2015. 



▪ Ashbury (Applevale) Subdivision - 11 single units located on the southwest corner of the 

intersection of Alfred Street with Victoria Street; 

▪ Thornbury Meadows Subdivision - 86 units (singles, semis and towns) adult lifestyle 

development located on the southeast corner of the intersection of Napier Street with 

Victoria Street; and 

▪ Towns of Thornbury Subdivision - 23 townhouse units located south of Louisa Street, 

between Lansdowne Street and Beaver Street (with access proposed to each). 

The Ashbury (Applevale) Subdivision is built-out, whereas the Thornbury Meadows Subdivision 

is partially built.  The Towns of Thornbury development has not yet commenced construction. 

Given that trips associated with the Ashbury development and partially built Thornbury Meadows 

development were captured during the traffic counts, and further recognizing that the remaining 

units to be constructed are not expected to generate significant volumes (23 townhouses in the 

Towns of Thornbury + the remaining ±60 adult lifestyle units in Thornbury Meadows will generate 

in the order of 30 trips during the PM peak hour), no adjustments have been made to account for 

the remaining development - rather, the 2% background growth rate is considered sufficient in 

addressing future traffic volumes.  Regardless, the volumes on the road network are very low 

and the operations will not be impacted by the remaining development. 

 

The future traffic volumes were established based on the 2019 volumes, adjusted by an annual 

growth rate of 2% through to 2030.  Furthermore, the volumes were redistributed through the 

network as necessary (based on anticipated travel routes) to reflect the impact of each 

alternative solution.  The resulting 2030 volumes for each alternative are illustrated as follows: 

▪ Alternative 1 - Figure 8; 

▪ Alternative 2 - Figure 9; 

▪ Alternative 3 - Figure 10; 

▪ Alternative 4- Figure 11; and 

▪ Alternative 5 - Figure 12. 

 

 

To establish the operational impact of each alternative, the study area intersections were re-

assessed to consider the 2030 traffic volumes and revised intersection configurations.  As 



previously noted, the volumes have been redistributed to reflect the revised traffic patterns 

associated with each alternative solution.  Where zero movements were observed during the 

traffic counts, a minimum volume of 1 vehicle has been assumed. 

As previously noted, the intersection of Beaver Street with Alice Street and Lansdowne Street is 

not included in the assessment as Synchro does not support 5-leg stop control intersections.  

However, the intersection is assessed under Alternative 4, whereby the intersection is reduced 

to a 4-leg intersection. 

The results of the analyses are summarized in Table 2 through Table 6 (detailed operations 

worksheets are provided in Appendix C). 

Beaver Street & 
Victoria Street 

EB stop 9 A 0.05 9 A 0.08 

Victoria Street &  
Louisa Street 

EB stop 9 A 0.01 9 A 0.05 

WB stop 9 A 0.01 9 A 0.03 

Beaver Street &  
Louisa Street 

EB stop 9 A 0.00 9 A 0.00 

WB stop 9 A 0.01 9 A 0.03 

Victoria Street &  
Alice Street 

EB stop 9 A 0.01 9 A 0.02 

WB stop 9 A 0.02 9 A 0.03 

 

  



Foodland/LCBO Access 
& Victoria Street 

EB stop 9 A 0.03 9 A 0.11 

Victoria Street &  
Louisa Street 

EB stop 9 A 0.04 10 B 0.06 

WB stop 9 A 0.01 9 A 0.03 

Beaver Street &  
Louisa Street 

NB stop 8 A 0.03 9 A 0.04 

Victoria Street &  
Alice Street 

EB stop 9 A 0.01 9 A 0.02 

WB stop 9 A 0.02 9 A 0.03 

 

Victoria Street &  
Louisa Street 

EB stop 9 A 0.06 10 B 0.14 

WB stop 9 A 0.01 10 B 0.03 

Beaver Street &  
Louisa Street 

EB stop 9 A 0.00 9 A 0.00 

WB stop 9 A 0.04 9 A 0.12 

Victoria Street &  
Alice Street 

EB stop 9 A 0.01 9 A 0.02 

WB stop 9 A 0.02 9 A 0.03 

 

  



Beaver Street (one-way) 
& Victoria Street 

NBL free 1 A 0.01 3 A 0.02 

Victoria Street &  
Louisa Street 

EB stop 9 A 0.04 9 A 0.08 

WB stop 9 A 0.01 9 A 0.03 

Beaver Street &  
Louisa Street 

NB stop 8 A 0.03 8 A 0.03 

Beaver Street (one-way) 
& Louisa Street 

SB stop 9 A 0.03 9 A 0.09 

Victoria Street &  
Alice Street 

EB stop 9 A 0.01 9 A 0.02 

WB stop 9 A 0.02 9 A 0.03 

 

Beaver Street & 
Victoria Street 

EB stop 9 A 0.03 9 A 0.05 

Victoria Street &  
Louisa Street 

EB stop 9 A 0.01 9 A 0.05 

WB stop 9 A 0.01 10 B 0.03 

Beaver Street &  
Louisa Street 

EB stop 9 A 0.00 9 A 0.00 

WB stop 9 A 0.01 9 A 0.03 

Victoria Street &  
Alice Street 

EB stop 9 A 0.03 10 B 0.05 

WB stop 9 A 0.02 9 A 0.03 

Beaver Street & 
Lansdowne Street/ 
Alice Street 

EB stop 7 A 0.01 7 A 0.00 

WB stop 7 A 0.02 7 A 0.05 

NB stop 7 A 0.04 7 A 0.05 

SB stop 7 A 0.01 7 A 0.03 



As indicated, the study area intersections will continue to provide excellent operations (LOS B 

or better) with minimal delays through the 2030 horizon regardless of the alternative solution 

introduced.  It is also noted that the intersections operate at 14% of capacity or less (v/c ≤ 0.14).  

This is an indication of the relatively low volumes on the study are road network, and the ability 

of the intersections to accommodate rerouted traffic and/or significant growth in traffic.  Based 

on the results of the intersection assessment, intersection operations will not dictate the selection 

of a preferred alternative solution, recognizing that the intersection operations are excellent 

through 2030 regardless of improvement.  

 

As previously noted, the study area roads have an assumed lane capacity of 400 vphpl (typical 

of a local road).  In considering the projected 2030 traffic volumes, the peak hour peak directional 

volumes are in the order of 120 vehicles or less.  In this respect, the local road network is 

operating at 30% of capacity or less. 



 

This chapter provides an assessment of each alternative solution, considering traffic operations, 

development access, road safety and overall impacts to the road network. 

 

As previously noted, the Status Quo alternative is intended for reference in the assessment of 

the other alternative solutions.  While the intersections and road sections will provide excellent 

operations through the 2030 horizon based on the existing configurations, Alternative 1 does not 

address the primary safety concerns regarding the configuration of the intersections of Beaver 

Street with Victoria Street and Louisa Street.  

 

▪ eliminates Beaver Street/Victoria Street 
intersection 

▪ reduces Beaver Street/Louisa Street 
intersection to 3-legs (thus reducing the 
number of conflicting movements) 

▪ maintains full-moves access to 
Foodland/LCBO plaza 

▪ consistent with typical grid network 

▪ does not impact existing stormwater 
features (Alternative 2A) 

▪ no impact to internal layout of 
commercial parking area (Alt 2B) 

▪ limited separation between commercial 
access and Victoria Street/Louisa Street 
intersection 

▪ commercial access located opposite 
residential properties 

▪ impact to internal layout of commercial 
parking area (Alternative 2A) 

▪ requires purchase of vacant corner lot 
(Alternative 2B) 

▪ additional costs associated with 
stormwater management features 
(Alternative 2B) 

 

▪ eliminates Beaver Street/Victoria Street 
intersection  

▪ maintains full-moves access to 
Foodland/LCBO plaza 

▪ utilizes existing Beaver Street platform 
as commercial access (i.e. no need to 
construct new access, no impact to 
existing SMW features) 

▪ no need to purchase additional land 

▪ does not address Beaver Street/Louisa 
Street intersection 

▪ increases conflicting left turn volumes at 
Beaver Street/Louisa Street intersection 
(WBL and SBL) 



 

▪ mitigates sight line concerns at Beaver 
Street/Victoria Street intersection by 
eliminating outbound movement from 
Beaver Street to Victoria Street 

▪ reduces Beaver Street/Louisa Street 
intersection to 3-legs (thus reducing the 
number of conflicting movements) 

▪ does not full address intersection of 
Beaver Street with Victoria Street 

▪ increases northbound left turn 
movement from Victoria Street to 
Beaver Street (difficult and unsafe 
manoeuvre due to intersection angle) 

▪ reduces commercial access to right-
in/right-out 

▪ requires purchase of vacant corner lot 

▪ increased construction costs associated 
with realignment of Beaver Street  

 

▪ reduces volumes at intersections of 
Beaver Street with Victoria Street and 
Louisa Street 

▪ reduces the intersection of Beaver 
Street with Alice Street and Lansdowne 
Street to a 4-leg intersection 

▪ traffic calming effect on Beaver Street 
(south of Alice Street) as Beaver Street 
will no longer be a free flow through 
movement at Alice Street (i.e. motorists 
traveling to or from intersection will be 
required to stop) 

▪ does not address substandard geometry 
of Beaver Street/Victoria Street or 
Beaver Street/Louisa Street 

▪ property requirements to implement 
appropriate cul-de-sac 

 

The alternative solutions have been ranked based on the advantages and disadvantages noted 

above and the degree to which each respective alternative addresses the overall concerns of the 

road network. 

1st Alternative 2 - Close Beaver Street from Victoria Street to Louisa Street 

2nd Alternative 3 - Close Beaver Street from Victoria Street to Foodland Access 

3rd Alternative 4 - Convert Beaver Street to One-way SB & Realign 

4th  Alternative 5 - Close Beaver Street at Alice Street 

5th  Alternative 1 - Maintain Status Quo 



 

Alternative 2 is considered the preferred solution in that it best addresses safety concerns at the 

intersections of Beaver Street with Victoria Street and Louisa Street.  Furthermore, it provides a 

standard ‘T’ intersection access to the existing commercial development.   

As previously noted, Alternative 2 was subdivided into Alternatives 2A and 2B which differ only 

in how access to the Foodland/LCBO site is provided. 

▪ With Alternative 2A, the access is located so as to make use of the existing Beaver Street 

ROW where it currently connects to Victoria Street.  The primary benefits to this location 

are that it mitigates any impact to the existing stormwater features and does not require the 

purchase of property.  However, shifting the access to the north will have significant impacts 

to the Foodland/LCBO site, as the parking area would require reconfiguration to 

accommodate the new access location.   

▪ With Alternative 2B, the internal layout of the commercial plaza would not be impacted - 

the existing access location would remain as is.  However, the extension to Victoria Street 

would require purchase of the adjacent property to the south.  Furthermore, the access 

location in Alternative 2B would have impacts on the existing SMW features.  Additional 

review is required to identify which alternative, 2A or 2B, is most appropriate in terms of 

cost and feasibility to construct. 

Regardless of various advantages/disadvantages between Alternatives 2A and 2B, the overall 

impact of both on the study area road network are the same.  In this respect, both Alternative 

2A and 2B will provide the best overall benefit to the road network when compared to the other 

alternatives considered. 

 

Recognizing that Alternatives 2A and 2B may not be immediately feasible from a cost or timing 

perspective (i.e. land acquisition, coordination with commercial property owners, cost to 

construct, etc.), Alternative 3 - Closure of Beaver Street from Victoria Street to the Commercial 

Access - is considered a reasonable interim solution.  Similar to Alternative 2, Alternative 3 also 

eliminates the intersection of Beaver Street with Victoria Street - which is a key consideration of 

this study.  While Alternative 3 does not address the conditions at the intersection of Beaver 

Street with Louisa Street, it is more readily implemented than Alternative 2 in that it does not 

require any land acquisition and does not impact the internal layout of the commercial plaza.  

Furthermore, Alternative 3 makes use of the existing Beaver Street ROW between Louisa Street 

and the commercial access, thus reducing the construction costs. 



 

This study has reviewed various potential improvement opportunities for the 

Beaver/Victoria/Louisa intersections, assessing the impacts associated with each scenario with 

respect to traffic operations, development access, road safety and intersection design standards. 

While the traffic operations on the study area road network are otherwise excellent in terms of 

intersection operation and mid-block capacity, the orientation of Beaver Street, which bisects 

the otherwise grid-based road network at a 45% angle, creates substandard intersections at 

Louisa Street and Victoria Street. 

In consideration of the planned reconstruction of Victoria Street and Louisa Street, the Town is 

exploring the opportunity to address the existing alignment of the intersections of Beaver Street 

with Victoria Street and Louisa Street in parallel with the reconstruction work.  In identifying a 

preferred solution, the following alternative solutions were considered: 

▪ Alternative 1 - Maintain Status Quo; 

▪ Alternative 2 - Close Beaver Street from Victoria Street to Louisa Street; 

▪ Alternative 3 - Close Beaver Street from Victoria Street to Foodland Access; 

▪ Alternative 4- Convert Beaver Street to One-way SB & Realign; and 

▪ Alternative 5 - Close Beaver Street at Alice Street. 

The intersection and mid-block operations were reviewed for the 2030 horizon with traffic 

volumes established form historic and projected growth for the area.  An operations assessment 

was completed for each improvement, with traffic volumes redistributed through the network to 

reflect the impact of the various improvements on traffic patterns in the study area.  The results 

of the operational assessment indicate that the road network will continue to provide excellent 

operations regardless of the alternative solution considered in the assessment.  As such, 

intersection and mid-block operations will not dictate the selection of a preferred alternative 

solution  



The alternative solutions were ranked based on the advantages and disadvantages of each 

alternative and the degree to which they addressed the overall concerns of the road network. As 

a result of the assessment, the following was identified as the preferred improvement solution 

given that it best addresses safety concerns at the intersections of Beaver Street with Victoria 

Street and Louisa Street: 

▪ Alternative 2 - Close Beaver Street from Victoria Street to Louisa Street  

As an interim solution, in the event that Alternative 2 is not immediately feasible, the following 

should be considered: 

▪ Alternative 3 - Close Beaver Street from Victoria Street to Foodland Access. 
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