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PUBLIC AGENDA
STANDING POLICY COMMITTEE ON TRANSPORTATION
MONDAY, SEPTEMBER 15, 2014 AT 9:00 A.M., COUNCIL CHAMBER
Councillor C. Clark, Chair
Councillor R. Donauer, Vice-Chair
Councillor T. Davies
Councillor D. Hill
Councillor M. Loewen
His Worship the Mayor, D. Atchison (Ex-Officio)

1.

CALL TO ORDER

2.

CONFIRMATION OF AGENDA

3.

ADOPTION OF MINUTES
3.1

4.

Minutes of public meeting of the Standing Policy Committee on
Transportation held on August 19, 2014.

UNFINISHED BUSINESS
4.1

New Pavement Design Guidelines
[Deferred matter from August 19, 2014 meeting]
[File No. CK. 6000-1]

Recommendation
1.
That the new pavement design guidelines as outlined in the following report be
approved; and
2.
That the new guidelines be finalized and implemented for all development after
January 1, 2015.
5.

COMMUNICATIONS (requiring the direction of the Committee)
5.1

Delegated Authority Matters

5.2

Matters Requiring Direction

Public Agenda
Standing Policy Committee on Transportation
Monday, September 15, 2014, Council Chamber
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5.2.1 Urban Transportation and Design: Getting Where We Need To
Go – Conference Recommendations, Toddi Steelman,
Executive Director, School of Environment and Sustainability,
University of Saskatchewan
[File No. CK. 7000-1]
Recommendation
That the direction of Committee issue.
6.

REQUESTS TO SPEAK (new matters)

7.

REPORTS FROM ADMINISTRATION
7.1

Delegated Authority Matters

7.2

Matters Requiring Direction – Report to Council
7.2.1 Update Report – Transit and School Board Discussions
[Files CK. 7300-1, WT. 7300-1]

Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
That the report of the General Manager, Transportation & Utilities Department
dated September 15, 2014, be forwarded to City Council for information.
7.2.2 Funds Dedicated to the Traffic Safety Reserve
[Files CK. 6320-1, TS. 1815-1]
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.

2.

That the City of Saskatoon’s portion of the revenue generated from the
Automated Speed Enforcement (commonly known as photo radar)
program be dedicated to the Traffic Safety Reserve; and
That the City Solicitor be requested to prepare the amendments to Bylaw
No. 6774, Capital Reserve Bylaw.
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Standing Policy Committee on Transportation
Monday, September 15, 2014, Council Chamber
Page 3

7.2.3 Communication to Council – Blair Wooff – undated – Limited
Residential Parking Permit Program
[File CK. 6120-4-2]
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.
2.

That a Limited Residential Parking Permit Program be implemented on the
200 – 400 blocks of 25th Street West; and
That the City Solicitor be requested to prepare the amendments to Bylaw
No. 7862, Residential Parking Program Bylaw, 1999.
7.2.4 Strategic Traffic Safety Action Plan
[File CK. 6320-1]

Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.
2.

That the Strategic Traffic Safety Action Plan be received; and
That the Strategic Traffic Safety Action Plan provide input into the decision
making in the delivery of Transportation programs and projects.
7.2.5 Municipal Impound Lot Update – Hours of Operation
[File CK. 6120-6]

Recommendation
That the Standing Policy Committee on Transportation recommend to City Council
during 2015 Business Plan and Budget deliberations:
1.
2.

That the Municipal Impound Lot continue Saturday hours of operation from
11:00 a.m. to 4:00 p.m. for vehicle retrievals; and
That the current hours of operation Monday to Friday, 8:00 a.m. to 7:00
p.m. be modified to 8:00 a.m. to 8:00 p.m.

Public Agenda
Standing Policy Committee on Transportation
Monday, September 15, 2014, Council Chamber
Page 4

7.2.6 Partnership with Saskatchewan Government Insurance
[File CK. 6320-1]
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.

2.

That the City of Saskatoon and Saskatchewan Government Insurance
enter a formal agreement regarding collaborating on delivering costeffective road safety projects within the City of Saskatoon; and
That the City Solicitor prepare the appropriate agreement and that His
Worship the Mayor and the City Clerk be authorized to execute the
agreement under the Corporate Seal.
7.2.7 Parking Restriction - Millar Avenue between 51st Street and
60th Street
[Files CK. 6120-2, TS. 6120-3]

Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
That parking be restricted in each direction on Millar Avenue between 51st Street
and 60th Street to create an extra lane of traffic in each direction to improve traffic
flow.
7.2.8 Communications to Council – Ilsa Arnesen – December 3, 2013
Pedestrian Safety – 20th Street between Avenues M and P
[File CK. 6150-1]
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
That an Active Pedestrian Corridor located at 20th Street and Avenue N be
installed.
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7.2.9 Inquiry – Councillor Jeffries (December 2, 2013) Carpooling
[Files CK. 6330-1, WT. 7550-16]
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
That the option to subscribe to a ridesharing service such as Carpool.ca or
Rideshark at an annual cost of $17,000 be referred to the 2015 Business Plan
and Budget deliberations.
7.2.10 Pavement and Sidewalk Preservation Update
[Files CK. 6315-1, CS. 6315-1, CS. 1500-1]
Recommendation
That the Standing Policy Committee on Transportation submit the report of the General
Manager, Transportation & Utilities to City Council for information.
8.

URGENT BUSINESS

9.

ADJOURNMENT

4.1
New Pavement Design Guidelines
Recommendation
1.
That the new pavement design guidelines as outlined in the following report be
approved; and
2.

That the new guidelines be finalized and implemented for all development after
January 1, 2015.

Topic and Purpose
The purpose of this report is to provide information on the Administration’s
recommended new pavement design guidelines for construction of new roadways. The
design guideline is based on the design procedures outlined in the American
Association of State Highway and Transportation Officials (AASHTO) 1993 Guide for
Design of New Pavement Structures.
Report Highlights
1.
The City’s current pavement design standards need to be improved in order to
better accommodate existing soil conditions, water table issues and serviceability
in the urban environment as Saskatoon expands, and to ensure the most costeffective product is delivered to its citizens.
2.
It is recommended by the Administration to proceed with implementing the
AASHTO 1993 design methodology, supplemented with a sub-surface drainage
requirement, as the City’s standard for roadway design.
3.
Implementing the AASHTO 1993 design standard will generally result in thicker
asphalt, a sub drainage system for all new roadways, and a mandatory deferred
top lift asphalt layer on local, collector and select arterial roadways with
substantial utilities installed below.
4.
For a typical residential roadway, there would be an increase in initial direct
capital cost of approximately 14% to 43% depending on the soil and groundwater
conditions.
5.
For a typical paved lane, there would be an increase in initial direct capital cost of
33% to 67% depending on the soil and groundwater conditions.
Strategic Goals
Upgrading the pavement design guidelines aligns with the City’s Building Better Roads
plan and supports the Strategic Goals of Asset and Financial Sustainability and Moving
Around.

New Pavement Design Guidelines

Background
Improvement of Pavement Design Guidelines
The Administration is looking to improve the City’s current pavement design standards
in order to better accommodate existing soil conditions, water table issues and
serviceability in the urban environment as Saskatoon expands, and to ensure the most
cost-effective product is delivered to its citizens.
The Administration commissioned a study to review, compare and recommend a design
methodology that would provide the City with the best, most cost-effective roads for the
long term. Methodologies such as the Saskatchewan Method, AASHTO, Mechanistic
Empirical Pavement Design Guide and mechanistic design methodologies were
assessed and evaluated as part of the study.
The City’s current design standards are based on the Saskatchewan Shell Curve design
method, modified to deal with local climate and soils. This methodology is only practiced
in Saskatchewan and is being used by the Saskatchewan Ministry of Highways and
Infrastructure. The City of Saskatoon has been utilizing this method for over 25 years.
Reviewing the design standards is intended to address roadway issues related to
moisture sensitive soils, water infiltration and increased heavy traffic during build out of
neighbourhoods.
Report
The City’s goal is to have an improved pavement design guide that follows a design
methodology that:
•
is well understood and widely used throughout North America;
•
is geared towards pavement structural design for urban conditions;
•
can be reviewed and checked in-house by City Staff;
•
can be easily adopted well in advance for roadway design work required for the
2015 construction season; and
•
offers the ability to provide additional design and rehabilitation options by utilizing
non-destructive testing and analysis.
Tetra Tech EBA Inc. (Tetra Tech) was commissioned to evaluate and recommend a
design methodology that would provide for the above points. The three tasks
undertaken were:
1.
Identify, evaluate and recommend a preferred pavement design methodology for
new pavements;
2.
Determine appropriate values or methods to establish the inputs and parameters
required for the preferred design method; and
3.
Develop a Pavement Design Guide for new pavement.
Recommended Design Methodology
A number of methodologies such as the Saskatchewan Method, AASHTO, Mechanistic
Empirical Pavement Design Guide and mechanistic design methodologies were
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assessed and evaluated. The above methodologies were thoroughly reviewed by Tetra
Tech and it is recommended to proceed with the AASHTO 1993 methodology which is a
North American best practice. Many jurisdictions in Canada utilize the AASHTO 1993
methodology including British Columbia, Alberta, Manitoba, Ontario, Quebec, and Nova
Scotia, as well as most of the United States. The Administration instructed the
consultant to move forward with the AASHTO 1993 methodology for the purpose of
generating a new roadway design guide (Attachment #1). The Administration wishes to
adopt the new methodology for any new development after January 1, 2015.
The new design guidelines provide the following features:
•
Accommodation of alternative materials in the design process such as recycled
concrete, drainage materials, high performance polymer-modified asphalt
concrete (PMAC);
•
Provides a reliability-based approach to account for variations in traffic and
performance prediction and to manage this risk based on roadway traffic loading
(or roadway classification);
•
Is technically straightforward and generally well understood by pavement
practitioners;
•
Has design inputs (traffic loading and subgrade support condition) that are
relatively inexpensive to quantify;
•
Is a procedure that is empirically based and has been used in Western Canada
for 20 plus years with good performance experience;
•
Can be used in the design of pavement rehabilitation options using nondestructive testing;
•
Can be implemented quickly by the City; and
•
Will provide the option to possibly adopt the new AASHTO Mechanistic-Empirical
Pavement Design Guideline in the future.
Resulting Factors of the New Design Guideline
The key differences with the current design standards and the proposed design
standards are:
•
a required sub drainage system for all roadways;
•
designs will be developed using AASHTO 1993 criteria, which will typically result
in a thicker hot mix asphalt layer; and
•
a mandatory deferred top-lift asphalt on all local roadways, all collector roadways
and select arterial roadways with substantial utility installations.
The sub drainage system is to mitigate water or frost related failure mechanism. This is
the primary cause of premature failures in the City’s roadway network. The changes
proposed will result in longer service life of the City’s roadway system. The changes will
also minimize the risk of future full-depth structural rehabilitations, which are extremely
costly and disruptive. The deferred top-lift asphalt process will provide staged
construction to help deal with short-term settlements from utility installations and
provides a new driving surface close to substantial neighbourhood build out once
construction traffic has been removed from the area and damage to the roadways can
be minimized.
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While the design guide is near its final draft, there will be minor modifications to include
items including minimum paved lane structures, mandatory deferred pavement lifts and
modifications to ensure the guide aligns with the City of Saskatoon Standard
Specifications and Drawings.
Communication Plan
The Developer’s Liaison Committee was presented the new design guidelines on July
29, 2014. The Administration has taken comments and concerns from the committee
into account for further follow-up and review prior to final implementation of the design
standards. Any changes resulting from reviews will be based on best engineering
practices.
Any change to current practices, with regard to the items listed above, will continue to
be coordinated with Transportation, Water and Sewer, Public Works and other divisions
or stakeholders as required. Communication activities will be integrated when possible
into relevant communication plans involving roadway design, preservation or
construction practices.
The communication of the new standards will be integrated with the City’s Building
Better Roads communication plan including news conferences, advertisements, and
social media as required.
Financial Implications
The most significant change to building our roads includes a thicker asphalt layer, the
required installation of a sub drainage system and mandatory deferred pavement lifts on
lower class roadways and roadways with substantial infrastructure installed below.
For a typical residential roadway, there would be an increase in cost of approximately
$10 to $30 per square meter depending on the sub drain system required resulting from
the soil and water table conditions. On a typical 10m roadway, these changes will add
between $762 and $2,287 to the development cost of the lot.
To construct a new residential roadway, based on the City’s current design standard, it
costs approximately $70 per square meter. Under the new design guidelines and given
the same bearing strength of the subgrade, the cost to construct could range from
approximately $80 to $100 per square metre including a sub drainage system and
thicker asphalt.
Paved back lanes will be required to have the same roadway structure as a local
roadway with a centre drain or a full drainage layer depending on the estimated level of
the water table. To construct a new paved back lane, based on the City’s current
design standard, it costs approximately $60 per square meter. Under the new proposed
design guidelines and given the same bearing strength of the subgrade, the cost to
construct could range from approximately $80 to $100 per square metre. These
changes will add between $1,174 to $2,881 to the development cost of each lot.
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It should be noted that although the initial capital cost is higher, the Administration is
confident that the new roadway standard will provide higher quality roadways that
require less expensive treatments over their lifecycle to maintain their good condition.
Investing more up front will result in savings in the future.
Other Considerations/Implications
There are no options, policy, environmental, privacy, or CPTED implications or
considerations.
Due Date for Follow-up and/or Project Completion
The City Administration plans to adopt the new methodology for January 1, 2015.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Tetra Tech EBA Inc. – City of Saskatoon New Roadway Pavement Design Guide
Report Approval
Written by:
Reviewed by:
Reviewed by:
Approved by:

Mitchell Parker, Manager, Asset Preservation for Roads
Rob Frank, Manager, Preservation Services
Mike Gutek, Director of Major Projects
Jeff Jorgenson, General Manager, Transportation & Utilities

TRANS MG – New Pavement Design Guideline – July 30 2014

Page 5 of 5

ATTACHMENT 1

[•n:]

TETRA TECH

CITY OF SASKATOON NEW ROADWAY PAVEMENT
DESIGN GUIDE

BUILDING

BETTER

•

ROADS

SASKATOON'S ROAD PLAN

PRESENTED TO

The City of Saskatoon
JUNE 2014
ISSUED FOR USE
FILE: E321 03173-01

Tetra Tech EBA Inc.
300 , 410 - 22 Street East
Saskatoon, SK S7K 5T6 CANADA
Tel 306 .347.4000 Fax 306.352 .1687

This page intentionally left blank.

Sask•toon N&.,., Rosdway Pavement Doacgn Gu;de IFU

TETRA TECH

CITY OF SASKATOON NEW ROADWAY PAVEMENT DESIGN GUIDE
FILE: E32103173-01 I JUNE 2014 I ISSUED FOR USE

TABLE OF CONTENTS
1.0

2.0

PURPOSE .................................................................................................................................... 1
DESIGN INPUTS .......................................................................................................................... 1
2.1

Drainage Considerations ....................................................................................................................... 1
2.1.1 Urban Cross-section ... .................................. .. .......................................................................... 1
2.1.2 Rural Cross-section .................................................................................................................. 3
Subgrade Support Conditions ................................................................................................................ 4
Design Traffic .. ............................................................................. ....... ...... ............. ................................ 6

2.2
2.3

3.0

DESIGN PROCEDURE FOR NEW CONSTRUCTION ................................................................. 8
3.1
3.2
3.3
3.4
3.5
3.6

AASHTO Design Inputs; Reliability, Serviceability and Overall Standard Deviation ............................. 8
Material Characterization ............................ ................... ........................................................................ 9
AASHTO Design Procedure ................................................................................................................ 10
Minimum Pavement Layer Thicknesses ............................................................................................. . 11
Deferred Top Lift Construction ................................................ ............................................................. 12
Sample Design......................................................................................... ........................ .................... 13

4.0

SUPPLEMENTARY PUBLICATIONS ........................................................................................ 16

5.0

SUBMITTAL REQUIREMENTS ................................................................................................. 16

LIST OF TABLES IN TEXT
Table 1:
Table 2:
Table 3:
Table 4:
Table 5:
Table 6:
Table 7:
Table 8:

Recommended Design Period ............................................. .............. ............................. ........ 6
Lane Distribution Factors ..... ................... ...... ..... ............... .... ............... ................................... 6
AASHTO Pavement Design Inputs ........... ...................................................... ............. ............ 8
Recommended AASHTO Layer Coefficients .............. ..... ................ ...... .......... .. ............... ...... . 9
Recommended AASHTO Drainage Coefficients ....... .............................................................. 9
Recommended Drainage Layer Gradation and Permeability Requirements .............. ............. 10
Recommended Minimum Pavement Layer Thicknesses ........ ...................................... ..... .... 11
Minimum Recommended ACP Thicknesses for Deferred Construction ................... .. ............ 13

LIST OF FIGURES IN TEXT
Figure A: Sample Urban Cross Section Drainage Conditions .................................................. ..... ......... 2
Figure B: Sample Rural Cross Section Drainage Conditions .......... ...... .. ................... ............................ 4
Figure C: Granular Base/Sub-base Alternative Minimum Granular Thicknesses .. ...... ..... ...... ........ ...... 12

APPENDIX SECTIONS
FIGURES
Figure 1

New Flexible Pavement Design Flow Chart

TETRA T ECH

CITY OF SASKATOON NEW ROADWAY PAVEMENT DESIGN GUIDE
FILE: E32103173-01 I JUNE 2014IISSUED FOR USE

LIMITATIONS OF REPORT
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PURPOSE

The purpose of the City of Saskatoon New Roadway Pavement Design Guide (Design Guide) is to define the
pavement design methodology and procedures to be used for new flexible pavement design within the City of
Saskatoon. The Design Guide is based on the design procedures outlined in the American Association of State
Highway and Transportation Officials (AASHTO) 1993 Guide for Design of New Pavement Structures modified for
the City of Saskatoon's conditions.
This Design Guide focuses on addressing three primary components concerning the design of new flexible
pavement structures:
1. Drainage,
2. Subgrade Support, and
3. Traffic Loadings.
Design methodology has been provided for both rural and urban roadway cross-sections. For the purpose of this
Design Guide, urban and rural cross sections can be defined as follows:
Urban cross-section - roadway with surface drainage controlled with curb and gutter, catch basins and a
storm sewer system; and
•

Rural cross-section - roadway with surface drainage directed to ditches on both sides of the road, with a
minimum of 1 m from ditch bottom to the top of subgrade and with lateral drainage of the granular material
extended through the shoulder to drain out onto the side slope.

The design methodology presented in this Design Guide addresses the various design steps and inputs the
Pavement Designer must consider when completing a new flexible pavement design. These steps are presented
in Figure 1 located in the Figures section of this Design Guide.

2.0

DESIGN INPUTS

2.1

Drainage Considerations

It is important to consider geometric aspects that influence pavement drainage. Adequate surface drainage is
important and minimum cross-slopes and longitudinal grades should be established. Sufficient grade at the top of
subgrade is important to promote water being evacuated as quickly as possible along the granular base-subgrade
interface. These influencing geometric factors apply to both urban and rural cross-sections.

2.1.1

Urban Cross-section

Guidelines for the pavement design drainage for urban cross sections are presented in the following sections. A
hydro-geological study should be carried out for areas incorporating new or reconstructed roadways. Note that
"seasonal groundwater" represents the most shallow groundwater condition anticipated , based on the hydrogeological study for the area. Sample cross sections for urban drainage conditions are presented in Figure A.

Seasonal Groundwater Greater than 1.0 m below Subgrade Elevation
Where the seasonal groundwater is located 1.0 m or greater below the anticipated subgrade elevation longitudinal
edge drains should be provided within the sub-base material at the top of subgrade. For crowned roads a drain is
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required on both sides of the pavement. If superelevated the drain is only required on the low side. A notch at
the edge of the subgrade using a motor grader is often used to avoid the drain pipe from creeping during subbase placement. The subdrain should be a 100 mm diameter (or greater if required by the roadway width)
perforated plastic pipe with a filter sock. Positive outfall of the drains should be provided at catchbasins. Where
catch basins do not exist, outfall can be made to ditches with a preferred spacing of 100 m.

Seasonal Groundwater Less than 1.0 m below Subgrade Elevation
Where the seasonal groundwater is located less than 1.0 m below the anticipated subgrade elevation , a minimum
200 mm thick drainage layer should be provided. The drainage layer should be enveloped in non-woven
geotextile to prevent fines from entering the drainage layer. To evacuate the collected water the same subdrain
configuration as described for the "groundwater greater than 1.0 m" condition should be installed. The drain
should be located within the drainage layer material and geotextile with positive outfall at catchbasin locations.

URBAN SECTION
GOOD DRAINAGE CONDITION

SEASONAL GROUNDWATER >1 G m FROM SUBGRAOE

POOR DRAINAGE CONDITION

SEASONAL GROUNDWATER <10m FROM SUBGRADE

Figure A: Sample Urban Cross Section Drainage Conditions
2
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Rural Cross-section

Guidelines for the pavement design drainage for rural cross sections are presented in the following sections . In
the case of rural cross sections, the drainage design is based on the distance from the top of subgrade to the
ditch invert.

Ditch Invert 1.0 m or Greater below Subgrade Elevation (Good Condition)
Where the ditch invert is located a 1.0 m or more below the subgrade, the pavement drainage condition is
considered as good. In this case the granular materials, base and sub-base, should extend to the road sideslope
to enable water to escape. No other drainage detail is necessary.

Ditch Invert between 0.5 m to <1.0 m below Subgrade Elevation (Marginal Condition)
Where the ditch invert is located less than 1.0 m below subgrade, but greater than 0.5 m, the pavement drainage
condition is considered marginal. Project and location specific conditions should be considered that would
influence the potential depth of water that may be held in the ditch . This would include the longitudinal ditch
grade, sideslope angle, width of ditch, surface drainage pattern from surrounding area, etc ..
If the potential for standing water greater than 200 mm in depth is considered unlikely, the "good condition" detail
of daylighting the granular materials to the sideslope is considered appropriate. If the potential for standing water
greater than 200 mm in depth is considered likely, the pavement structure should be designed as for an urban
section with the same details for either a shallow or deep groundwater condition (but not curb and gutter). The
material outside of the roadway footprint (i.e. the material forming the sideslope) should be constructed with finegrained low permeable material to act as a "plug" preventing water from entering the pavement structure from the
ditch.

Ditch Invert less than 0.5m below Subgrade Elevation (Poor Condition)
Where the ditch invert is located less than 0.5 m below subgrade, the pavement drainage condition is considered
poor. The pavement structure should be designed as for an urban section with the same details for either a
shallow or deep groundwater condition (but not curb and gutter). The material outside of the roadway footprint
(i.e. the material forming the sideslope) should be constructed with fine-grained low permeable material.
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RURAL SECTION
GOOD DRAINAGE CONDITION

VARI!:S

·.-.

f.,

, I
GRANUlAR SUBBASE
GRAVEL BASE

HMA

POOR DRAINAGE CONDITION

KATURAL

V'IRlioS

GRANULAR SUBBASE

SUBORAi tf

GRAVEL BASE

HMA

Figure B: Sample Rural Cross Section Drainage Conditions

2.2

Subgrade Support Conditions

Subgrade support is to be expressed in terms of resilient modulus (MR)· Two acceptable methods for classifying
subgrade support are as follows:
1.

Estimating the Subgrade Resilient Modulus from California Bearing Ratio (CBR); and/or

2.

Determining the Resilient Modulus from Non-Destructive Testing of Prototype Pavements.

Estimating the Resilient Modulus from CBR
Correlations have been established by researchers that allow the resilient modulus to be estimated from other soil
properties. The correlation for fine grained soils with a soaked CBR of 10 or less is:
Equation 1
MR (MPa)

= 10.3 x (CBR)
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An appropriate number of tests should be performed to reflect the test repeatability, the range of soil types
expected to be encountered on the project, and the size of the project. The recommended minimum frequency for
CBR testing is one test for every 3,000 sq.m. of pavement, with a minimum of three tests per project.

Determining the Resilient Modulus from Non-Destructive Testing of Prototype Pavements
The resilient modulus may be determined by testing a prototype pavement structure with a Falling Weight
Deflectometer (FWD) and the deflection data analysed to determine the back-calculated subgrade modulus. For
the design of new construction pavement structures, the subgrade modulus can be estimated using an existing
representative roadway located near the new project, with similar subgrade soils and drainage conditions, as a
prototype . The prototype should preferably meet the following criteria :
be a minimum of 3 years old;
be a minimum of 0.5 km in length;
be reasonably free of structural distress;
be slightly under-design for the loading condition on the new project being designed; and
have the same pavement structure type as proposed for the new project being designed .
Alternatively, for a roadway that is being reconstructed to increase capacity or improve geometries, the existing
road can be tested with an FWD prior to reconstruction .
The recommended method for determining design MR from FWD testing requires an adjustment factor (C) to
adjust the value used to represent subgrade conditions consistent with the AASHO road test and to account for
regional climate effects. The intent of this adjustment is to ensure the design MR is representative of the
aggregate "year-round" subgrade support condition.
The Effective Roadbed Resilient Modulus for design purposes can be determined by the following equation:
Equation 2
Design MR

= 0.36 x (Backcalculated MR ), where MR is in MPa

This combined adjustment factor would apply to pavement tested by the FWD during the mid-summer through
early fall months when the subgrade is in a relatively stable and unfrozen condition. Unusual spring conditions
(earlier or later than normal) may affect this period of stability and should be considered when interpreting the
results.
The City must approve the use of this method to determine the resilient modulus for pavement design purposes
on a project-by-project basis.

Selection of the Resilient Modulus Value for Design
It is important to note that the design of a pavement structures following the 1993 AASHTO Guide is based on the
average MR value for a representative soil type . The designer must not select a design MR value based on some
minimum or conservative criteria as this will introduce increased conservatism in design beyond that provided in
the reliability factor.
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Design Traffic

Design Traffic is defined in terms of Equivalent Single Axle Loadings (ESALs). Based on the information provided
in this section of the Design Guide, the new Roadway Design ESALs can be determined using the following
procedure:
Step 1: Determine the roadway Classification (from the City)
Step 2: Estimate the new roadway AADT and % Commercial as appropriate (from the City's
Transportation Division)
Step 3: Determine the required Design Period based roadway Classification and roadway cross section
type (urban or rural) using Table 1
Table 1: Recommended Design Period
Design Cross Section Type
Roadway Classification

Rural
(years)

Urban
(years)

Class B

15

15

Class C

15

15

Class A - Local Commercial

15

15

Collector

15

20

Industrial

15

20

Arterial

20

30

Freeway

30

30

Step 4: Estimate the Direction Split for two-way roads
Instances where commercial vehicle loadings may not be equally distributed between travel directions should be
considered.
Step 5: Estimate the Lane Distribution Factor (LDF) for multi-lane roadways using Table 2
Table 2: Lane Distribution Factors
LDF

Roadway CrossSection

Urban

Rural

1 Lane Section

•

.

100% in each lane

100% in each lane

.
•

.
.

2 Lane Section
60 to 70% in each
lane
100% buses in
outside (slow) lane
85% in outside
(slow) lane
40% in inside (fast)
travel lane

3 or more Lane Section

•

50 to 65% in outside (slow)
lane and center lanes

.•
.

30% in inside lanes

•
•

100% buses in outside
(slow) lane
50 to 70% in outside (slow)
lane
50 to 65% in center lanes
25 to 35% in inside lane

Table 2 provides recommended Lane Distribution Factors. For freeways of 3 or more lanes, a traffic study may be
warranted to estimate project specific LDF values.
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Step 6: Estimate the Load Equivalency Factor (LEF) for the expected axle classifications/loadings
Ideally a blended LEF is determined from detailed axle spectra , which would include the anticipated range of axle
classifications and weights. It is understood however that this information is not always available, and therefore a
blended LEF must be estimated by other means.
Commercial Traffic is typically expressed in terms of percentage Single Unit Trucks, Tractor Trailer Combinations,
and Transit Bases. The following range of LEFs is recommended for each commercial vehicle classification:
Single Unit Trucks (SUT)- 0.8 to 1.2 ESALs per truck;
Tractor Semi-Trailer Combinations (TTC) - 1.2 to 2.0 ESALs per truck; and
Transit Buses (Bus)- 2.0 to 3.0 ESALs per bus.
A blended LEF can be determined from the LEF values for each truck/bus classification and the estimated
proportion of each truck/bus type using Equation 3.
Equation 3
.
Load Equtvalency Factor (LEF)

=

[(#SUT) x SUTLEF + (#TTC ) x TTCLEF +(#Bus) x BusLEF]
(#SUT) + (#TTC ) +(#Bus)

Step 7: Determine the Traffic Growth Factor (TGF)
Estimate the traffic growth rate and determine the Traffic Growth Factor (TGF) for the corresponding Design
Period from Step 3. The TGF can be determined using Equation 2.
Equation 4
Traffic Growth Factor (TGF)

+g)" - 1]
= _[(1 __::.___
__
g

Where:
g =growth rate (expressed as a decimal, e.g. 3% = 0.03); and
n = design period in years.
Step 8: Determine the new roadway Design ESALs as per Equation 5
Equation 5
Design ESALsj lane

= (AADT) x (%Commercial) x (Direction Split) x (LD F) x (LEF) x (365 days/year) x (TGF)
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3.0

DESIGN PROCEDURE FOR NEW CONSTRUCTION

The methodology presented in this Design Procedure is based on AASHTO 1993 modified for local conditions
including materials, climate, etc. The premise of this Design Procedure is founded on the following principles:
1. Drainage Condition Evaluation;
2. Evaluation and Classification of Subgrade Support Conditions;
3.

Estimation of Design Traffic (ESALs);

4.

Define Pavement Material Characteristics;

5. Define AASHTO Design Inputs and Complete Design Alternatives; and
6. Validate Design Against Layer Thickness Minimums and Construction Costs.

3.1

AASHTO Design Inputs; Reliability, Serviceability and Overall Standard
Deviation

The Design Inputs recommended for completing new flexible pavement designs are presented in Table 3:

Table 3: AASHTO Pavement Design Inputs
AASHTO Design Input

Value
As Determined
in Section 2.3

Design ESALs
Reliability (Function of Design ESALs per lane)
Design ESALs (per lane) Range
< 100,000

75

> 100,000- 1,000,000

80

> 1,000,000- 5,000,000

85

> 5,000,000- 10,000,000

85

> 10,000,000

90

Serviceability
Initial Serviceability Index (p;)

4.2

Terminal Serviceability Index (Pt)

2.5

Serviceability Loss (6-psi)
Overall Standard Deviation (So)

1.7
0.45

-

As Determined
in Section 2.2

Subgrade Resilient Modulus (MR)

In instances where the Design Reliability could vary by lane across a roadway width (as determined by Design
ESALs), the lane with the highest reliability shall govern and shall be used for the design of all lanes. The design
reliability is used to determine standard normal deviate (ZR). which is a normally distributed random variable with
expected value 0 and variance 1.
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Material Characterization

The material layer properties and corresponding AASHTO layer coefficients recommended for use in the design
of new pavement structures are presented in Table 4. The material properties for Granular Base, Granular Subbase and Drainage Layers are based on material specifications used by the City of Saskatoon
(Saskatoon 2014-2).

Table 4: Recommended AASHTO Layer Coefficients
Material Type

Material Properties

AASHTO Layer Coefficient

ACP

n/a

0.40

ACP - Polymer Modified

n/a

0.42

Cold In-place Recycled Asphalt Concrete

n/a

0.30

Full Depth Reclamation with Stabilization

n/a

0.30

Granular Base Course

CBR65

0.13

Granular Sub-base Course

CBR 25

0.10

Drainage Rock

CBR 25-35

0.10

CBR 25-35

0.10

CBR 10-20

0.08

-

-

Drainage Recycled Concrete
Drainage Sand

-

r-

AASHTO 1993 also provides guidelines for addressing the expected drainage conditions of the pavement
structure through the use of modified layer coefficients. The factor for modifying the layer coefficient has been
integrated into the structural number equation as a drainage coefficient for each pavement layer. Drainage
considerations pertaining to pavement design have been addressed in detail in Section 2.1 of this Design Guide.
The drainage coefficients recommended for use in the design of new pavement structures are presented in
Table 5.

Table 5: Recommended AASHTO Drainage Coefficients
Material Type

Urban and Rural
Drainage Coefficient
for Good Drainage

Rural
Drainage Coefficient for Poor
Drainage

ACP

n/a

n/a

ACP - Polymer Modified

n/a

n/a

Granular Base Course

1.0

0.8

Granular Sub-base Course

1.0

0.8

Drainage Rock

1.0

1.0

Drainage Recycled Concrete

1.0

1.0

Drainage Sand

1.0

1.0

The recommended gradation and permeability requirements for drainage layer materials are provided in Table 6.
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Table 6: Recommended Drainage Layer Gradation and Permeability Requirements
Sieve Size

%Passing

I

Drainage Rock

Reclaimed PCC

50mm

100

100

25mm

0-80

0-80

12.5 mm

0- 18

0- 18

100

5mm

0- 12

0- 12

75- 100

2mm

-

-

55- 100

0-5

0-5

800
400
71

~m
~m
~m

I

0-5

Sand

35-75
20-50

Permeability (em/sec), minimum
4

1 X 10-

3.3

AASHTO Design Procedure

An AASHTO Design SN is determined from design ESALs, subgrade resilient modulus, and AASHTO design
inputs using one of the following methods:
Method 1: Using the AASHTO DARWin 3.1 Software Program
Method 2: Solving the AASHTO Structural Number Equation, presented as Equation 6
Equation 6
( D.PSI )
og,o 4.2 - 1.5
= Zn x S o + 9.36x log 10 (SN + 1)- 0.20 +
+ 2.32 x logw(M 11 )
1094
0.40 + ( SN+l ) s·'"
I

log 10 (W18 )

-

8.07

Note: inputs are in Imperial units (i.e. inches, psi etc.).
Once the design structural number (SN) has been determined using one of the methods described above, it is
necessary to identify a set of pavement layer thicknesses which, when combined, will provide the load-carrying
capacity corresponding to the design SN. The following equation (Equation 5) provides the basis for converting
SN into actual thickness of Asphalt Concrete Pavement (ACP), granular base course, and granular sub-base
course:
Equation 7

Where,
a1o a2 , a3,a 0 =layer coefficient for each pavement layer (a, is the asphalt concrete layer);
0 1, 0 2 , 0 3 , Dn =actual pavement layer thickness (mm) (D1 is the asphalt concrete layer); and
m 2, m3 , mn = drainage layer coefficients for each corresponding pavement layer.
10
Satkal::lon Nev. Roadway Pavemtf'll Oe~gn Gwde IFU

TETRA TECH

CITY OF SASKATOON NEW ROADWAY PAVEMENT DESIGN GUIDE
FILE : E32103 173-01

I JUNE 2014 I ISSUED FOR USE

The SN equation does not have a single unique solution, and there are many combinations of layer thicknesses
that provide satisfactory thickness design solutions.

3.4

Minimum Pavement Layer Thicknesses

Consideration should be given to minimum design thicknesses of the various pavement materials. Minimum
thicknesses have been established primarily for two reasons:
1.

Material properties (i.e. aggregate top size and gradation) dictate the minimum constructable layer
thickness, and

2.

Minimum pavement layer thicknesses should be determined for the purpose of sufficiently limiting the
stresses and strains at pavement layer boundaries as to prevent permanent deformation for the design
traffic loading (ESALs).

Recommended minimum layer thicknesses for each roadway classification are presented in Table 7.

Table 7: Recommended Minimum Pavement Layer Thicknesses
Roadway
Classification

MinimumACP
Thickness (mm)

Minimum
Granular Base
Course
Thickness - if
Used (mm)

Class B

75
75

100
100

150
150

200
200

75

100

150

200

95
110
160
175

100
100
100
100

150
150
150
150

200
200
200
200

Class C
Class A - Local
Commercial
Collector
Industrial
Arterial
Freeway

Minimum
Granular Sub·
base Course
Thickness - if
Used (mm)

Minimum
Drainage Layer
Thickness (mm)

There may be instances (economic, constructability, etc.) where the Designer may elect to design the pavement
structure granular layers entirely out of granular base course, or a combination of base gravel and drainage layer.
In these instanced the following minimum granular base course layers are recommended:
Granular Base Course over Drainage layer- minimum base thickness of 200 mm ; and
Granular Base Course over Subgrade- minimum base thickness of 300 mm .
Figure C presents example cross sections showing alternative minimum granular base/sub-base course layer
thicknesses.
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Figure C: Granular Base/Sub-base Alternative Minimum Granular Thicknesses
It is ultimately the designer's responsibility to ensure the AASHTO layer designs conform with the pavement layer
minimum s.

3.5

Deferred Top Lift Construction

Deferred top lift construction includes the application of a first stage ACP layer with deferment of up to 2 years of
a final stage ACP layer until a point where the majority of the new development construction is complete.
Deferring the final stage ACP layer provides two major benefits:
1. Staged construction provides an opportunity for any corrections to the roadway profile due to settlement,
additional utility installation, or initial pavement deficiencies/defects, and
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Staged construction provides a final surfacing to the roadway following the majority of the heavy vehicle
loading (construction traffic), and restores the roadways serviceability.

Table 8 provides recommendations for minimum ACP thicknesses for first and fina l stage construction for each
roadway classification.

Table 8: Minimum Recommended ACP Thicknesses for Deferred Construction
Minimum Constructed ACP Thickness (mm)

Roadway Classification
Class B
Class C
Class A - Local Commercial
Collector
Industrial
Arterial
Freeway

First Stage

Final Stage

50
50
50
60
60
110
125

35
35
35
35
50
50
50

If deferred top lift construction is selected, it is the ultimately the Designer's responsibility to ensure all ACP layers
conform with the design ACP thickness as well as the minimum ACP layer thicknesses presented in Table 8. For
the purposes of table, the final stage lift is to be constructed within two years.

3.6

Sample Design

The following is an example of a new flexible pavement design using th e Design Procedure presented in Figure 1
and in this report.
Sample Project Description:
The City would like to complete a new pavement design for a 2-lane (1-lane per travel direction) Urban Arterial
Roadway with and estimated AADT of 7000 vehicles/day and Total Percent Commercial = 6% with 40 Transit
Buses per day.
Step 1: Establish Drainage Condition

Proposed roadway geometric, geotechnical and subsurface drainage conditions indicate that this Urban Section
pavement will be subjected to groundwater con ditions less than 1.0 m from the top of subgrade elevation.
Therefore, a drainage layer consisting of drainage rock with longitudinal sub drains is selected for this pavement
structure and drainage layer coefficients of 1.0 are to be used for each pavement layer material.
Step 2: Establish Subgrade Support Condition

Laboratory testing of the subgrade materials indicated an expected bearing capacity equivalent to a soaked
CBR =3.0%.
From equation 1:
M R ( MPa )

= 10.3 x (CBR) = 10.3 x (3.0) = 31 MPa

This design MR was confirmed from FW D testing of prototype roadways in the vicinity with showed seasonally
adjusted resilient moduli ranging between 25 and 35 MPa .
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Step 3: Estimate Design ESALs

A limited traffic review of the City's historical traffic information
traffic inputs should be used in determining Design ESALs:

too the surrounding areas suggests the following

2-Way AADT = 7000 vehicles/day with 3% Growth ;
Directional Split= 0.5 (50% of AADT in each travel direction);
LDF = 1.0 (only a single lane in each travel direction);
Commercial Volumes = 6% of AADT of which 4% are Single Unit Trucks (SUT) (280 total) and 2% are
Tractor Trailer Combinations (TTC) (140 total) with an additional 40 buses per day;
Estimated LEF for SUT =0.9;
•

Estimated LEF for TTC = 1.7; and
Estimated LEF for buses = 2.0.

From Equation 3:
.
Load Equwalency Factor (LEF)

LEF

=

=

[(#SUT) x SUTLEF + (#TTC) x TTCLEF +(#Bus) x BusLEF]
(#SUT) + (#TTC ) +(#Bus)

[(280)(0.9) + (140)(1.7) + (40)(2.0)]
(280 ) + (140) + (4 0)

.

.

= 1.24 ESALs per Commercwl Vehtcle

From Table 1, the Design Period for an Urban Arterial= 30 years. Therefore from Equation 4:
Traffic Growth Factor (TGF)
TGF =

[(1

+ 0.03) 30 _
0 03

((1 +B)n -1]

=- - - - 9

1]

= 47.6

From Equation 5:
Desi9n ESALsf lane

= (AADT) x (%Commercial) x (Direction Split) x (LDF) X (LEF) x (365 days/year) x (TGF)

ESALs
Desi9n - l- ane

= (7,000) X (0.06) X

(0.5)

X

(1.0)

X

(1.24)

X

(365)

X

(47.6)

= 4.6M ESALsf lane

Step 4: Determine AASHTO Structural Number (SN)

Using the following Design Inputs from Steps 2 and 3 above:
From Step 3 Design ESALs (W 18) = 4.6M ESALs/lane;
From Table 3 Design Reliability (R)

=85%;
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•

=4.2 ;
Terminal Serviceability (Pt) =2.5;
Initial Serviceability (p;)

Serviceability Loss Factor (6PSI) = 4.2 -2.5 = 1.7; and
From Step 2 Subgrade Soil Resilient Modulus (MR)

=31 MPa =4495 psi.

Solving for SN in Equation 6:

I

( !:!.PSI )
og 10 4.2-1 .5
log 10 (W,R) = ZR x S o + 9.36x log 10 (SN + 1) - 0.20 +
+ 2.32x log 10 (M R)- 8 .07
1094
0.40 + (
)s
.,,
SN+l ·

SN

=5.06 inches =129 mm

Step 5: Complete AASHTO Layer Design Alternatives
The following design alternatives have been generated based on Equation 7:

Structural Layer Coefficients are from Table 4, Drainage Coefficients from Table 5, and the Minimum Layer
Thicknesses from Table 7:

Pavement La)!er

Design La)!er
Coefficient

Drainage
Coefficient

Oetion 1

ACP Thickness (mm)

0.40

n/a

160

1

160

Granular Base Course
Thickness (mm)

0.13

1.0

150

350

150

Granular Sub-base
Course Thickness
(mm)

0.10

1.0

250

0

200

Drainage Layer
2
Thickness

0.10

1.0

200

Total SN Provided
(mm)
I

2

1

129

Oetion 2

200

1

1

130

Oetion 3
175

200

1

130

- Minimum layer thicknesses govern.
- Assumes Drainage Rock.
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Step 6: Finalize Design

Based on an economical evaluation of each Design Option (including constructability, construction costs, material
availability, etc.), Option 2 is selected for as the Final Pavement Design . A deferred top lift construction option
has also been provided based on Table 8.
Design LaJler
Coefficient

O[!tion 2

Option 2 with
Deferred ACP

Final Stage ACP
Thickness (mm)

0.40

n/a

50

First Stage ACP
Thickness (mm)

0.40

160

110

Granular Base Course
Thickness (mm)

0.13

350

350

Drainage Layer
Thickness

0.10

200

200

Pavement Lal£er

4.0

SUPPLEMENTARY PUBLICATIONS

The Guide for Design of Pavement Structures, 4th Edition with 1998 Supplement can be purchased at
https://bookstore.transportation .org . It should be noted that AASHTO no longer sells or supports DARWin 3.1
AASHTO software. For organizations that don't have this software, it will be necessary for them to develop the
required spread sheets to solve the AASHTO SN equation and other necessary calculations.

5.0

SUBMITTAL REQUIREMENTS

The Pavement Design Report is to be submitted to:
City of Saskatoon
Major Projects
222 3rd Avenue North
Saskatoon, SK S7K OJ5

The pavement design submission should include all supporting information which provides the basis for the
pavement design , including, but not limited to, field investigations, test data, design inputs, etc. and be signed and
stamped by a Professional Engineer. In addition, supporting reports should be provided, including, but not limited
to:
Geotechnical Report;
Hydro-geological Report; and
Traffic Report.
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FIGURES

Figure 1

New Flexible Pavement Design Flow Chart
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5.2.1
Canada

September 3, 2014

Standing Policy Committee on Transportation
Saskatoon City Council
City Clerk's Office
2nd Floor, City Hall
222 3rd Avenue North
Saskatoon, SK S7K OJS

SEP n8 20Jit

I

CITY CLERK'S OFFICE
SASKATOON
.

To the Standing Policy Committee on Transportation:
On January 24, 2014, a sustainability networking conference entitled "Urban Transportation and Design: Getting
Where We Need to Go" was hosted in Saskatoon. The conference brought together a diverse group of stakeholders and provided both the presenters and attendees the opportunity to discuss urban transportation issues and
solutions for our city. Through facilitation and small group discussions, many recommendations were made for the
City of Saskatoon (below).
The City of Saskatoon's vision to create wealth and prosperity states: "By planning for balanced growth, providing
transportation alternatives and building places that bring people together, the city has become healthier, more
integrated, more accessible and more attractive" (Strategic Plan 2013-2023, pg. 13). The perspectives, ideas, and
solutions that came forward at the conference reflect this vision and a number of the City's other strategic priorities.
Conference Recommendations:
Work with the provincial government to secure funding for municipal transportation projects and infra•
structure, particularly focused on active and public transportation.
o Strategic Goals: Moving Around; Sustainable Growth; Asset and Financial Sustainability
•
Improve and/or develop guidelines and policies to ensure that services and infrastructure for multiple
modes of transportation are required in new and existing developments.
o Strategic Goals: Moving Around; Sustainable Growth
•
Improve connectivity and access between neighbourhoods, destinations, and amenities using roads, bike
lanes, bus routes, sidewalks and pathway networks.
o Strategic Goals: Moving Around; Sustainable Growth
•
Ensure that roads, sidewalks, bike paths, and bridges are adequately cleared to allow for safe, reliable and
timely transportation for pedestrians, cyclists, transit users, drivers, and those who have limited mobility.
o Strategic Goal: Moving Around
•
Improve the transit system by: including more frequent service; adding more direct routes; creating transit hubs or Park-and-Go locations in neighbourhoods outside of Circle Drive; running buses in a more timely
and efficient matter; increasing comfort on buses and at bus shelters; attracting a more diverse demographic of transit users; and offering more incentives for the public to use and/or try the transit system.
o Strategic Goal: Moving Around
•
Build a Bus Rapid Transit (BRT) system, dedicated bus lanes, dedicated cycling lanes, and high-occupancy
vehicle lanes to improve and incentivize those modes of transportation.
o Strategic Goals: Moving Around; Sustainable Growth
•
Extend future BRT systems to outlying communities, such as Martensville and Warman.
o Strategic Goals: Moving Around; Economic Diversity and Prosperity
•
Conduct a market analysis to determine at what cost people will change their transportation choices (e.g.
from single occupancy vehicles to other modes of transportation).
o Strategic Goals: Moving Around; Asset and Financial Sustainabi/ity
•
Increase transportation literacy in the city by discussing the issues, explaining potential solutions, high-

•

•

•

•

•

•

•
•

•

•

•

lighting the costs of maintaining the status quo, and promoting the benefits (e.g. cost and health) of nonautomobile modes of transportation.
o Strategic Goal: Moving Around
Lead by example and champion active and public modes of transportation (Councillors, mayor, and administrators).
o Strategic Goal: Moving Around
Collaborate with and consider input from community organizations that are focused on improving transportation in the city.
o Strategic Goals: Moving Around; Quality of Life
Work with stakeholders to create a more comprehensive Drivers Ed. curriculum that includes more information on the rights, rules and safety of other road users, such as cyclists, pedestrians, and transit users.
o Strategic Goals: Moving Around; Quality of Life
Work with businesses to provide facilities for active commuters (e.g. showers, secure bike racks), offer incentives for transit (e.g. discounted bus passes), and promote ride shares and carpooling to reduce singleoccupant vehicle use.
o Strategic Goals: Moving Around; Economic Diversity and Prosperity
Work with the provincial government to reinstitute rail service between Saskatoon and Regina, given the
growth (and desired future growth) of both cities.
o Strategic Goals: Moving Around; Economic Diversity and Prosperity
Develop innovative parking policies and techniques (e.g. downtown parking permits; graduated parking
fees dependent on location, time of day, and vehicle type; etc.).
o Strategic Goals: Moving Around; Asset and Financial Sustainability
Introduce new full-cost price mechanisms for infrastructure (e.g. toll bridges, road use taxes).
o Strategic Goals: Moving Around; Asset and Financial Sustainability
Provide greater fiscal transparency on the moneys spent on transportation infrastructure, including the
variance between amounts spent on automobiles compared to other forms of transportation.
o Strategic Goals: Moving Around; Asset and Financial Sustainability
Design communities as "urban centres" that provide adequate public amenities, complete streets, and a
variety of housing types.
o Strategic Goals: Sustainable Growth; Quality of Life
Initiate, celebrate and examine the results of innovative transportation pilot projects. Evaluate the potential for these projects to be implemented on a greater scale.
o Strategic Goal: Moving Around
Adopt new technologies for efficiency and effectiveness (e.g. GPS, smart phone apps, electric car plug-ins,
Jane switches, social marketing).
o Strategic Goals: Environmental Leadership; Moving Around

We kindly ask the Standing Policy Committee on Transportation to provide an update on the status of these recommendations. We wish to inform the community on what progress has already been made, highlight Saskatoon's
successes, and better understand the areas that need further attention. We would also welcome feedback on how
citizens, organizations and community stakeholders can get more involved in supporting City of Saskatoon initiatives in the area of urban transportation and design.
We look forward to hearing from you.

Si,n~---------

_,;:; .-~~~

Toddi Steelman, PhD
Executive Director

L------

7.2.1
Update Report – Transit and School Board Discussions
Recommendation
That the report of the General Manager, Transportation & Utilities Department dated
September 15, 2014, be forwarded to City Council for information.

Topic and Purpose
The purpose of this report is to provide information on the discussions that took place
between the Saskatoon Transit Administration and the Saskatoon Public and Separate
School Boards.
Report Highlights
1.
Saskatoon Transit Administration and Saskatoon School Board representatives
met on June 16, 2014.
2.
Primary topic of discussion was the staggered start and end times of schools
located in the same area making it difficult for Saskatoon Transit to provide
service with limited resources.
3.
Comments from the representatives were positive; complaints about transit
service were minimal and Saskatoon Transit was commended for providing a
valuable service.
4.
An agreement was made by all parties to continue to meet periodically to
continue the two-way communication.
Strategic Goals
This report supports the Strategic Goal of Continuous Improvement through continually
increasing and improving Saskatoon Transit communications and engagement with the
Citizens of Saskatoon. It also supports the Strategic Goal of Moving Around through
continued improvement of the transit system.
Background
During consideration of the 2014 Saskatoon Transit Route Enhancements report, City
Council at its meeting held on June 9, 2014 adopted, in part, that the Administration
meet with the school boards and report back in August providing an update on
discussions.
Report
On June 16, 2014, Saskatoon Transit Administration met with Saskatoon School Board
representatives to discuss transit service.
Primary Discussion
The primary topic of discussion was the staggered start and end times of schools
located in the same area (i.e. Aden Bowman, Walter Murray, and Holy Cross). Each
school has a different start and end time for the school day, which makes it very difficult
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for Saskatoon Transit to provide service with limited resources (Attachment 1). There is
not enough time to pick up, drop off and return back to the same area or school for a
second or third trip, nor are there enough resources to provide additional buses for
these trips. Representatives from both School Boards were very understanding of the
challenges that Saskatoon Transit is facing with these staggered times and are
discussing the matter internally with their stakeholders to come to some type of positive
resolution that works for everyone, for the fall of 2015 school year.
Further discussion took place regarding the age of students that use Saskatoon Transit
regularly. Representatives from both School Boards stated that it’s mostly Grade 9 and
10 students using the service and by the time they get to Grade 11 and 12, most of the
students in this age group drive a vehicle to and from school instead of using Saskatoon
Transit. The abundance of part-time job opportunities has made it easy for students to
acquire independent transportation.
Comments in General
Comments regarding Saskatoon Transit, in general, were quite positive; complaints
about transit service were minimal; and Saskatoon Transit was commended for
providing a valuable service. There were some requests for some minor two to three
minute time point changes, which will be accommodated in the fall school schedule that
will require no additional resources or costs to Saskatoon Transit. The School Board
representatives were apprised of the fact that every fall minor time adjustments are
required to accommodate yearly fluctuations in student travel patterns, and that the
issues are usually settled by the last week of September.
Continued Communication
The meeting was very positive, informative, and was a great step forward in building a
collaborative long-term relationship. It was agreed by all parties to continue to meet
periodically to ensure that the flow of information and two-way communication continues
in this positive manner. Possible U-Pass pilots will be discussed at subsequent
meetings.
Public and/or Stakeholder Involvement
The body of this report outlines engagement with the Saskatoon School Boards as an
important Saskatoon Transit stakeholder.
Communication Plan
Saskatoon Transit Administration will continue to meet with the School Board
representatives and develop communication plans as required, for any initiatives or
outcomes arising from these meetings to ensure students and parents are informed.
Minor time adjustments, as indicated, will be updated on Saskatoon Transit materials as
required and in the online Click & Go service. Any updates will also be communicated
to schools affected for inclusion in their materials for students.
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Other Considerations/Implications
There are no policy, financial, environment, privacy, or CPTED implications or
considerations.
Due Date for Follow-up and/or Project Completion
Saskatoon Transit Administration will be continuing discussions with both School
Boards.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachments
1.
School Start and End Times
Report Approval
Written by:
Approved by:

Bob Howe, Director of Saskatoon Transit
Jeff Jorgenson, General Manager, Transportation & Utilities
Department
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Attachment 1
School Start and End Times
Bedford
Start 8:50AM

E.D. Feehan Mount Royal
8:40AM
8:55AM

Tommy Douglas Bethlehem
Start 8:50AM
8:40AM

End

3:15PM

End

3:25PM

3:30PM

3:40PM

3:30PM

Walter Murray Holy Cross Aden Bowman
Start 8:45AM
8:30AM
8:45AM

Centennial
Start 8:40AM

St. Joseph
8:35AM

End

End

3:25PM

3:35PM

3:25PM

3:30PM

3:35PM

Evan Hardy
Start 8:50AM

Marion Graham
Start 8:35AM

Bishop Mahoney
8:35AM

End

End

3:20PM

3:25PM

3:25 PM

Bishop Murray
Start 8:35AM

City Park
Start 9:00AM

End

End

3:20PM

3:15PM

7.2.2
Funds Dedicated to the Traffic Safety Reserve
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.
That the City of Saskatoon’s portion of the revenue generated from the
Automated Speed Enforcement (commonly known as photo radar) program be
dedicated to the Traffic Safety Reserve; and
2.
That the City Solicitor be requested to prepare the amendments to Bylaw
No. 6774, Capital Reserve Bylaw.

Topic and Purpose
The purpose of this report is to obtain approval to allocate the City of Saskatoon’s
portion of the revenue generated from the Automated Speed Enforcement (ASE)
program to the Traffic Safety Reserve. The Traffic Safety Reserve currently funds the
traffic safety program and other traffic safety initiatives.
Report Highlights
1.
Installation of ASE on Circle Drive in Saskatoon was selected due to the high
speed, high traffic volume characteristics of the road and severity of collisions on
the roadway.
2.
The City of Saskatoon’s portion of the funds generated from the ASE program is
to be dedicated to the Traffic Safety Reserve for safety improvements and
initiatives throughout the City.
Strategic Goal
This report supports the Strategic Goal of Moving Around by optimizing the safe flow of
people and goods in and around the city.
Background
In 2013, the Government of Saskatchewan announced the implementation of a two-year
pilot ASE project to reduce speeds in areas of high collisions, high traffic volumes, and
high speed areas throughout the province.
The purpose of the Traffic Safety Reserve is to provide for the funding of projects that
support traffic, pedestrian, and cyclist safety programs and initiatives throughout the
City. Currently, the City of Saskatoon’s portion of revenue generated from the Red
Light Camera program is dedicated to funding The Traffic Safety Reserve.
The ASE pilot project will target problematic areas of the city. Accordingly, the City of
Saskatoon’s Circle Drive has been selected for the implementation of the two-year
provincial pilot project.

Funds Dedicated to the Traffic Safety Reserve

Report
ASE on Circle Drive
According to the Saskatchewan Government Insurance (SGI), the average speed along
Circle Drive in Saskatoon is 98km/hr, the posted speed limit is 90km/hr. Speed
enforcement on Circle Drive is hazardous due to the speed of traffic in close proximity to
a police officer standing on the road. The introduction of the ASE program is also a
strategic tool in reducing the number of times this situation occurs. The differential
speed also contributes to collisions along Circle Drive.
The first phase of the pilot will include ASE cameras mounted in specific locations along
Circle Drive with the ability to be moved to different locations. Signage will be installed
to inform motorists of the cameras. A second phase of the pilot project may include
ASE in school zones throughout the City. The first phase of the ASE project is
anticipated to commence in the fall of 2014.
Dedication of Revenues to the Traffic Safety Reserve
SGI is initially paying for the capital costs associated with the ASE pilot program.
Revenues from violations will be split between the City and the Province (75% to
municipality and 25% to Provincial Justice for court fees). Over the term of the pilot
project, the City will then reimburse SGI for the cost of the equipment ($19,633 per
camera per month) from the revenues. This reimbursement to SGI will only occur if
there are adequate revenues. There will be no negative impact to the City if the
revenues are not sufficient to pay the expenses of the program.
The Administration is recommending that any revenues from the ASE project over and
above the program costs will be used to fund traffic safety improvements and initiatives
in the city. This will enable the Administration to continue to address traffic safety on
the City’s road network, as the demands for improvements on the road network have
continued to grow beyond the current available funding. In addition to a backlog of
existing projects seeking funding, the Neighbourhood Traffic Management Program is
identifying improvements required in residential areas which will require significant
funding over the coming years.
Options to the Recommendation
The alternative option is to direct the revenues to General Revenue. This is not
recommended as the ASE project is intended to address traffic safety concerns;
therefore, the revenues from the program should be dedicated to similar programs.
Public and/or Stakeholder Involvement
The City of Saskatoon is partnering with Saskatoon Police Services for a successful
implementation of this project.
Communication Plan
SGI is the lead on the program and will be coordinating overall communications.
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Once the implementation of the project is in place, a Public Service Announcement will
be released to inform motorists of the new enforcement system. Information such as
answers to frequently asked questions will also be provided via the City of Saskatoon
website. A public service announcement will be placed in The StarPhoenix City Pages
around the time of implementation. ASE may also be considered as the subject of a
‘Building Better Roads’ weekly media briefing around the time of implementation.
Financial Implications
The recommendations as proposed will provide funding for the Traffic Safety Reserve
used to support traffic safety improvements and initiatives. At this time, there are no
estimates of expected revenues as this is a new program in the Province. As the
program proceeds and actuals are known, budgets will be updated to reflect the
incoming revenue.
Other Considerations/Implications
There are no policy, environmental, privacy, or CPTED considerations or implications.
Due Date for Follow-up and/or Project Completion
The Administration will submit a follow-up report in the fall of 2016, following completion
of the two-year pilot ASE project.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Report Approval
Written by:
Reviewed by:
Approved by:

Lanre Akindipe, Traffic System Engineer, Transportation
Angela Gardiner, Director of Transportation
Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS LA - Funds Dedicated to the Traffic Safety Reserve docx
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7.2.3
Communication to Council – Blair Wooff – undated – Limited
Residential Parking Permit Program
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.
That a Limited Residential Parking Permit Program be implemented on the
200 – 400 blocks of 25th Street West; and
2.
That the City Solicitor be requested to prepare the amendments to Bylaw
No. 7862, Residential Parking Program Bylaw, 1999.

Topic and Purpose
The purpose of this report is to obtain approval for a Limited Residential Parking Permit
(LRPP) Program to be implemented on the 200 – 400 blocks of 25th Street West in
response to local resident concerns related to the high number of non-residential
parking occurring on these blocks. The report also identifies a solution to address midstreet parking limits.
Report Highlights
1.
A petition was received from residents on the 200 – 400 blocks of 25th Street
West to create an LRPP. All criteria was met and the Administration is
recommending approval of an LRPP.
2.
Where the 150 metre range for LRPP ends in a mid-street location, the LRPP
zone will include the entire block until the next intersecting street.
Strategic Goal
This report supports the Strategic Goal of Quality of Life by improving the quality of life
for those affected.
Background
At its meeting held on May 21, 2013, City Council resolved, in part,:
“that the Administration submit a report to the Administration and Finance
Committee with solutions for potential problems with mid-street parking
limits.”
The difference between a Traditional RPP and a Limited RPP are shown in the below
table:

Communications to Council – Blair Wooff – undated – Limited Residential Parking Permit Program

Traditional RPP

Limited RPP

Permits

Available to a resident residing within
the zone

Visitor Permit
Temporary Permit
Level of resident support
Size of area
Enforcement
Fees
Permitted Time Frame

1 visitor permit per unit
Available for a specified time period
70 percent per block
Minimum 10 block faces
Regular enforcement provided
$25.00
Continuous (year round)

Limited to vehicles with a registered
owner at an address within the RPP
zone
Not available
Not available
50 percent per area
1 block face
Enforcement on complaint basis only
$15.00
Continuous (year round)

The Administration has received numerous complaints from residents on the 200 – 400
blocks of 25th Street West as to the influx of vehicles parking in front of their residences
with no space for neighbourhood residents to park. Complaints relate to vehicles being
left parked on the street while the operators are leaving their vehicles walking east
towards the Central Business District.
Report
Limited Residential Parking Permit Program Creation
Residents on the 200 – 400 blocks of 25th Street West have submitted a petition to
create an LRPP Program to address the increasing influx of parking in front of their
residences due to their proximity to the Central Business District. An LRPP would
provide residents who live in the zone the ability to purchase an annual permit for $15 to
allow the zone residents’ vehicles to be parked on the street for a period longer than the
two-hour posted parking restriction.
The results of the petition are shown in the below table:

th

200 25 St W
th
300 25 St W
th
400 25 St W

Resident
Addresses
17
18
20

Number of
Signatures
15
10
10

Percentage of
Support
88%
56%
50%

Considering the confirmed parking shortage on these blocks and the results of the
petition, the Administration has confirmed that this location meets the requirements and
is recommending that an LRPP Program be implemented on the 200 – 400 blocks of
25th Street West from Monday to Friday (8:00 a.m. to 4:00 p.m.). Attachment 1 outlines
the area to be included in the limited RPP zone. Enforcement within the zone would
occur on a complaint driven basis as set out in the Policy.
LRPP Boundary Clarification
In addition, the Administration has reviewed concerns related to the boundaries of
LRPP zones ending mid-street. Should the maximum limit of 150 metres from the
boundary of the parking generator (Central Business District, River Landing or other) fall
mid-street, then criteria and petition requirements to warrant an LRPP zone will extend
to the next intersecting street.
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Extensions beyond the 150 metres would only be considered as an expansion of an
LRPP zone.
Public and/or Stakeholder Involvement
The residents impacted by the LRPP Program were involved in the petition to create the
program.
Communication Plan
Brochures outlining the details of the program, including information on where to
purchase permits and the associated costs, will be provided to all places of residence
that qualify for the LRPP within the zone. The City’s website will also be updated to
reflect the addition of this area. Additionally, Transportation will place signs around the
perimeter of the newly demarcated parking zone to alert local residents, as well as
those that regularly park in the neighbourhood, of the changes.
Policy Implications
The recommendations in this report are consistent with the requirements in Council
Policy C07-014 – Residential Parking Permit Program.
Financial Implications
Residential Parking Permit Programs have traditionally been revenue neutral, whereby
the annual purchase price of the permit covers the costs to implement, administer and
enforce the program. The cost of the parking permit for the LRPP program in this area
will be $15 (plus all applicable taxes).
Environmental Implications
The implementation of an LRPP Program for the 200 – 400 blocks of 25th Street West
would reduce the frequency of drive by traffic searching for available parking spaces
which will reduce greenhouse gas emissions for this area.
Other Considerations/Implications
There are no other options, privacy or CPTED considerations or implications.
Due Date for Follow-up and/or Project Completion
Subject to approval, the program will be implemented by October 1, 2014.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Limited Residential Parking Permit Zone South Caswell Hill
Report Approval
Written by:
Reviewed by:
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Phil Haughn, Parking Services Manager, Transportation
Angela Gardiner, Director of Transportation
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Approved by:

Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS PH CC– Blair Wooff – May 21, 2013 – Limited Residential Parking Permit Program.docx
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7.2.4
Strategic Traffic Safety Action Plan
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.
That the Strategic Traffic Safety Action Plan be received; and
2.
That the Strategic Traffic Safety Action Plan provide input into the decision
making in the delivery of Transportation programs and projects.

Topic and Purpose
The purpose of the Strategic Traffic Safety Action Plan is to assist in improving traffic
safety in the City of Saskatoon. The plan provides input on how the City and
stakeholders can maximize the benefits by collaborating resources and efficiently
allocating budget dollars.
Report Highlights
1.
The Strategic Traffic Safety Action Plan identifies areas of emphasis for traffic
safety that focuses on areas that include aggressive driving, distracted driving,
impaired driving, intersections, older drivers, vulnerable road users and young
drivers.
2.
Identifies traffic safety improvement strategies and programs within each
emphasis area such as Education, Enforcement, and Engineering.
3.
The Strategic Traffic Safety Action Plan and Summary Report identifies a 10%
reduction target in each emphasis area for collisions resulting in injuries and
fatalities.
4.
Periodically the stakeholders will meet to monitor, evaluate, and update the
effectiveness and value of the strategies and programs.
Strategic Goal
This report supports the Strategic Goal of Moving Around by providing improvements for
the safety of all road users (pedestrians, cyclists, and drivers) and helps provide a great
place to live, work and raise a family.
Background
The Strategic Traffic Safety Action Plan is a high level traffic safety policy that provides
a four-to-five year comprehensive safety document for the City of Saskatoon. The
safety document contains scientific, data-driven information that is designed to identify
and address traffic safety issues to direct the allocation of budget dollars in the most
efficient way.
The Strategic Traffic Safety Action Plan was developed with support from the following
stakeholders:

Strategic Traffic Safety Action Plan

1.
2.
3.
4.
5.
6.
7.
8.

City of Saskatoon – Transportation division
City of Saskatoon Traffic Safety Committee
Saskatoon Board of Education
Saskatchewan Government Insurance
Saskatoon Health Region
Saskatoon Police Service
Saskatchewan Centre of Excellence in Transportation and Infrastructure
Department of Civil and Geological Engineering, U of S

The Strategic Traffic Safety Action Plan is expected to support the safety initiatives of
the newly established provincial level Saskatchewan Traffic Safety Committee
(Legislative Assembly of Saskatchewan, 2013).
Report
Emphasis Areas
After a detailed review and analysis of the collision data from 2001 to 2010 and
feedback from a 2012 stakeholder workshop, the plan identifies the following seven
emphasis areas:
1.
Aggressive Driving – collisions stemming from frustration with congested roads.
Saskatoon is one of the fastest growing cities in Canada causing traffic volumes
and congestion to rise, increasing the likelihood of speeding, running red lights,
etc.
2.
Distracted Driving – the use of new communication technologies is a rapidly
growing safety problem (i.e. cell phone use).
3.
Impaired Driving – consequences are severe and public demand for action is
very high.
4.
Intersections – there are a number of high-collision intersections in Saskatoon.
5.
Older Drivers – Saskatoon’s population is aging.
6.
Vulnerable Road Users – consequences of collisions are severe; Saskatoon’s
cyclist and pedestrian population is growing.
7.
Young Drivers – collision statistics have shown that young drivers (age 16-25)
are the most frequently involved more than any other age group.
Strategies and Programs
There are 37 recommended strategies and programs which focus on Education,
Enforcement, or Engineering. Examples of these include the following:
•
Education – message boards, smart phone apps (SGI’s Safe Ride App).
•
Enforcement – Report Impaired Drivers (RID) Program, High Collision
Intersection Enforcement.
•
Engineering – Improved Traffic Signal Operation, Well Maintained Pavement
Markings, Geometric Improvements.
Strategic Traffic Safety Action Plan – Targets for Reducing Injuries and Fatalities
The Strategic Traffic Safety Action Plan and Summary Report includes details on the
recommended strategies/programs and is shown in Attachment 1. The target goals
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applied to each emphasis area is a reduction of traffic collisions involving injuries or
fatalities of 10% by 2019.
The complete technical report can be received by contacting Transportation.
Implementation
The stakeholders will meet on a periodic basis to monitor, evaluate, and update the
effectiveness and value of the strategies and programs currently being applied.
Public and/or Stakeholder Involvement
A stakeholder workshop was held in September 2012. The implementation and
maintenance of the Strategic Traffic Safety Action Plan will require bi-annual meetings
with the stakeholders to review progress, assess effectiveness, and discuss emerging
strategies. Continued stakeholder involvement facilitates a coordinated multijurisdictional approach to improving traffic safety in an efficient manner.
Communication Plan
A news release, plus accompanying backgrounder, will be distributed to announce the
report’s release. The backgrounder will outline how the report was developed while the
news release will outline what the report can be used for (i.e. a resource guide and not
as a City master plan). The following items will be placed on the City’s web-site:
•
Summary Report and Final Report of the Strategic Traffic Safety Action Plan for
the City of Saskatoon.
•
An annual progress report summarizing the status of the 37 recommended
strategies and programs.
Key messages will be developed to respond to media or public inquiries.
Spokespersons will be identified and made available around report release.
Financial Implications
This project was jointly funded through a partnership between the City of Saskatoon and
the Saskatchewan Centre of Excellence for Transportation and Infrastructure. The City
of Saskatoon’s portion of funding for implementation of strategies and programs will be
funded from the Traffic Safety Reserve. This reserve is funded by the City’s portion of
revenues from the Red Light Camera Program. Additionally, many strategies and
programs identified in the Strategic Traffic Safety Action Plan are currently part of
existing capital programs.
Environmental Implications
Traffic safety measures are expected to have positive greenhouse gas emissions
implications, as they tend to reduce total vehicle mileage in an area by reducing speeds
and improving conditions for walking, cycling and transit use.
By improving the safety of all streets, specifically for the vulnerable road user, residents
choosing to walk or cycle will be promoted.
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Other Considerations/Implications
There are no other options, policy, privacy, or CPTED implications or considerations.
Due Date for Follow-up and/or Project Completion
An annual report of the strategies and programs completed for each year will be
presented to City Council.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Strategic Traffic Safety Action Plan for the City of Saskatoon - Summary Report
October 2013.
Report Approval
Written by:
Reviewed by:
Approved by:

Lanre Akindipe, Infrastructure Engineer, Traffic Systems,
Transportation
Angela Gardiner, Director of Transportation
Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS LA – Strategic Traffic Safety Action Plan.docx
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Introduction

A "Traffic Safety Action Plan" (TSAP) is an upper-level traffic safety policy that
provides a scientific, data-driven, four to five year comprehensive safety document for
the jurisdiction.
PURPOSE
The purpose of the TSAP is to assist the City of Saskatoon to allocate its limited budget in the most efficient way possible when
identifying and improving areas of safety concern in Saskatoon.
STAKEHOLDERS
The following stakeholders provided data or feedback for the development of a TSAP for the City of Saskatoon:
• City of Saskatoon (COS)
• Saskatchewan Government Insurance (SGI)
• COS Traffic Safety Committee (TSC)
• Saskatoon Health Region (SHR)
• Saskatoon Board of Education (SBOE)
• Saskatoon Police Service (SPS)
OBJECTIVES
• Identify safety emphasis areas
• Develop target goals for each emphasis area

• Provide network screening results for each emphasis area
• Provide safety improvement strategies for each emphasis area

SCOPE
The TSAP's area of study is limited to the City of Saskatoon, Saskatchewan. Existing collision data (2001-2010) were obtained from
SGI. This project's outcomes are intended for use in Saskatoon only. The results may not be transferable to neighbouring cities or
communities.
SAFETY MEASURES
Five different collision severities were analyzed as safety measures: They are: 1) total, 2) fatal, 3) injury, 4) property damage only
(PDO), and 5) fatal or injury (FI) collisions. To analyze and highlight the City of Saskatoon's traffic safety issues as effectively as
possible, the study uses only "total" and ''fatal or injury" collisions. This is because:
• Fatal collisions were extremely rare in Saskatoon. Being rare and random, fatal collisions cannot be used as a sole safety measure.
• The total number of collisions largely reflect the same collision patterns as PDQ collisions over the period.

This project was jointly funded through a partnership between the City of Saskatoon and the Saskatchewan Centre of
Excellence for Transportation and Infrastructure (SCEn).
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Collision History
Total Number of Collisions (Cont'd)
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• No dear increasing o r decreasing trend
• Direct Cost per capita: $273.01 per year
• Societal Cost per capita: $1,240.01 per year
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• Intersections: 60%; 42,138 (Rear End 29%,
12,399)
• Segments: 32%; 22,571 (Rear End 25%, 5,607)

GENDER

~f; •j
I

llllh.l
,,. :-:-~

• 15 - 24 years old: 27%; 33,220
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• Male Drivers: 46%; 62,578
• Female Drivers: 29%; 40,226
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• Intersections: 60%; 42,138 (Unslgnalized 54%,
22,880; Signalized 34%, 14,250)
• Segments: 32%; 22,571 (Major Arterial
. .. Unmntrolled 29%,..6,439;.LocaL.33%, .7.557) ...
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~~~~sion History

Total Number of Fatal or Injury Collisions
ANNUAL

DAILY 8r. HOURLY

SEASONAL
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• Slight increasing trend
• 1,215 FI collisions per year
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• Peak Day: Friday (17%; 2,126)
• Peak llme: 3pm - 6pm (29%; 3,539)

• Peak Season: Fall (28%; 3,359}
• Peak Months: No dominant peak month
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• No dear Increasing or decreasing trend
• 6 FI collisions per 1000 population per year
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• Slight increasing trend
• Direct Cost: $32.05 million per year
• Societal Cost: $197.62 million per year

( ."irvof'

~ sa~katoon
t\ ~ 1~1 ( .i•ntUf1' ( :try

UNIVERSITY OF
•

SASKATCHEWAN

SCET1

--·-

'IIIP~IIC~r.,...""'."Jf.Nfl~ll'

loo"·~JtoOnf"d~~

5

,

----.. - · - · - -

.. . ······-·

! Collision History
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Total Number of Fatal or Injury Collisions (Cont'd)
ROAD CLASSIFICATlON

COSTS PER CAPITA
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• Intersections: 51%; 9,020 (Unsignalized 47%,
4,207; Signalized 41%, 3,703)
• Segments: 16%; 2,821 (Major Arterial
.. Un!;Q!1tr.o.ll~ 1~o/o, J,~o.?; ~1_15%, .~~§). .

• Intersections: 51%; 9,020 (Rear End 41%,
3,659)
• Segments: 16%; 2,821 (Rear End 41%, 1, 158)
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• No dear increasing or decreasing trend
• Direct Cost per capita: $152.36 per year
• Societal Cost per capita: $938.71 per year

COLUSION CONFIGURATlON
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• Male Drivers: SO%; 12,415
., Female Drivers: 41%; 10,215
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Emphasis Area and Target Goal Selection Process
1) Review emphasis areas in existing TSAPs
• Federal-level TSAP (CCMTA (2011))
• Provincial-level TSAP (Saskatchewan (2010), Alberta (2006), British Columbia (2010))
• Municipal-level TSAP (Burlington (2006), Edmonton (2007), Grande Prairie (2011), Hamilton (2009), New Westminster (2007),
Ottawa (2011), Red Deer (2007}, Strathcona County (2008) and North Vancouver (2010)}
• AASHTO's TSAP (MSHTO (2005})
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Intersections (60%)
Young Drtvers (46%)
Distracted Driving (28%)
Rear End Collisions (27%)
Aggressive Driving (21%)
6. TUming Movement
Collisions (15%)
7. Angle Collisions (12%)
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The 13 potential emphasis areas with 2% or more
of tlle total collisions are:
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• Intersections: $380.52 million
• Young Drivers: $277.90 million
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• Intersections: $1.78 billion
• Young Drivers: $1.25 billion

8. Older Drivers (10%}
9. Road Condition (9%)
10. Lane Departure
Collisions (6%)
11. Horizontal Curves (5%)
12. Vulnerable Road
Users (4%)
13. Impaired Driving (3%),
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Emphasis Area and Target Goal Selection Process (Cont'd)l
2) Consider various collision configurations and contributing factors in SGI's collision database as potential emphasis areas.
3) Investigate the number of total and A collisions for each potential emphasis area.
4) Estimate and compare the direct and societal costs for each potential emphasis area.

5) Communicate among stakeholders to finalize the emphasis areas for the City of Saskatoon.
6) Adopt "Vision Zero" approach (zero fatal or injury collisions over long term period) to determine target goal.

TREND ANALYSIS
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The 13 potential emphasis areas that are greater
than 2% of FI coRislons are as follows:
1. Intersections (74%)
2. Young Drivers (52%)
3. Rear End Collisions (40%)
4. Distracted Driving (39%)
5. Aggressive Driving (26%)
6. Vulnerable Road
Users (17%)
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• Intersections: $1.42 billion
• Young Drivers: $967.01 million

• Intersections: $235.95 million
• Young Drivers: $163 million

7. Turning Movement
Collisions (16%)
8. Angle Collisions (14%)
9. Older Drivers (12%)
10. Horizontal Curves (7%)
11. Road Condition (6%)
12. Lane Departure
Collisions (5%)
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Saskatoon's Emphasis Areas and Target Goals (Vision Zero)
Emphasis Area #1: Aggressive Driving
• Aggressive Driving collisions stem from driver's frustration with congested roads. Saskatoon is one the fastest growing cities in canada and
congestion is likely increasing.
• Ranked Fifth In terms of total collisions (21%) and fatal or Injury collisions (26%).
• Target Goal: 10% redu~on by 2017 (equivalent to 34 fewer fatal or injury aggressive driving collisions).
Emphasis Area #2: Distracted Driving
• The use of new communication technologies, such as handset devices, Is a fast growing safety problem In Saskatoon.
• Ranked Third In terms of total collisions (28%) and Fourth In terms of fatal or injury collisions (39%).
• Target Goal: 10% reduction by 2017 (equivalent to 46 fewer fatal or injury distracted driving collisions).
Emphasis Area #3: Impaired Driving
• Although the number of Impaired driving collisions is small, the consequences are severe, and public demand for action Is very high.
• Ranked Thirteenth in terms of total collisions (3%) and fatal or injury collisions (4%),
• Target Goal: 10% reduction by 2017 (equivalent to 5 fewer fatal or injury impaired driving collisions).
Emphasis Area #4: Intersections
• Far more collisions occur at Intersections than on road segments.
• Ranked First in terms of total collisions (60%) and fatal or Injury collisions (74%).
• Target Goal: 10% reduction by 2017 (equivalent to 91 fewer fatal or injury collisions at Intersections).
Emphasis Area #5: Older Drivers
• Saskatoon's population is aging. Potential safety issues relating to older drivers need to be considered.
• Ranked Eighth In terms of total collisions (10%) and Ninth In terms of fatal or injury collisions (12%).
• Target Goal: 10% reduction by 2017 (equivalent to 13 fewer fatal or injury collisions involving older drivers).
Emphasis Area #6: Vulnerable Road Users
• Although the number of vulnerable road user collisions is relatively small, the consequences of these collisions are very severe.
• Ranked Twelfth In terms of total collisions (4%) and Sixth In terms of fatal or injury collisions (74%).
• Target Goal: 10% reduction by 2017 (equivalent to 20 fewer fatal or Injury collisions Involving vulnerable road users).
Emphasis Area #7: Young Drivers
• Young people are involved in many collisions related to the selected emphasis areas, e.g., distracted driving and impaired driving.
• Ranked Second In terms of total collisions (46%} and fatal or injury collisions (52%).
• Target Goal: 10% reduction by 2017 (equivalent to 60 fewer fatal or Injury collisions involving young drivers).
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Safety Strategies/Programs
Education
ER!Dhasls Ar••s

Str.WW/Program
Description
JD

COSTSC,
Radio and TV
Statlons,SGI

Enhance

Enhance

Enhance

Enhance

COS, SGI, SPS

Enhance

Enhance

Enhance

Enhance

SBOE,SGI

IrUaduce

Introduce

Introdua!

COSTSC, SGI

Enhance

Enhance

Enhance

Introduce

Introduce

Enhance

Title

Awareness campaigns Local broadcasthg channeS (radb,
usng Mulinedla and TV, communty newsletters, CAA
Communty N~let:t2rs arttles, etc.) create and promote
awareness.
Popular social media (e.g.,
Awareness campaignS
Facebook) and st:akehotlers'
ISlO SocBI Mecil and homepages
2
(e.g., COS, SPS) can
VariouS OrganizationS'
be used to create and promote
Homepages
awareness.
Trafl'i: safety themed actlvlies
can be designed for high school
Educatbnal Acttilies
students.
These adtilles can be
targeted at Hgh
3
COOI'<tlated and promoted by
Schools
Saskatoon School Board ~
Educat*ln.
Bllloards or changng message
signs create and promote
4
Message Boards
awareness, and advise drtiers of
safety Issues and assoclatl!d
......... and tr.es.
1

s

#3:
III1Nilred
Drlvlna

#4:
Intilrsec:tlons

Drlvlna

#2:
Distracted
Drivlna

Stakehalden

Awareness Week

An awareness Wi!E!k can be used

to aeate and promote awareness. COSTSC, SGI

SGI demonstrates l:s robver
sint*ltor at 5askat:Don hgh
Robler Sinulator
6 Dernonstrattlns at Hgh schools to emphaslz:e the safety
Schools
benefts d seatbets n severe
rob.ter mlslons.
Smartphone apps can be used tD
create and promote awareness.
7
Smartphone Apps
For example, SGI's Safe Rtle App
provtles nfonnati:ln on taxis,
.
drtmg_seiVt::es etx:.

#1:
Aggressive

#6:
v~nerable

Young

ArMs

Road USers

Drivers

Involved

Enhance

Enhance

Enhance

7

Enhance

Enhance

6

Irb'oduce

Irtroduc:e

s

Enhance

4

I

3

SBOE,SGI

SGI

#7:

No. of
Emphasis

#5:
Older
Drivers

Enhance

1

1

Enhance

Enhance: Expand and Improve existing program(s)
Introduce: Create new program(s)
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I Safety -Strategies/Programs
Enforcement
ID

nue

Description

#1:
Stakeholders
Aggressive
Drlvina

Selecttle enforcement programs
may use hght( vlsl* and/or
Selectt.te Enforcement
1
nvsble law enforcement. Colsbn
SGI, SPS
Programs
maps can be used to select the
:
program's locations/ttnes.
Lquor enforcement team {LET)
offb!rs provite hghtf VI>!*
'
enforcement (HVE) v.thh and
Higli/ Vlsli!
I
2 Enfortement (HVE) ai'OI.Ild dltlkhg establshmerts to
SPS
I
contiluaff retlforce the message
that hlpah!d drivers v.l be
stoooed and arrested.
The RID program Is a new road
safety nliiltt.oe that encourages
restlents to cal911 to report a
suspected mpah!d drtler. RID
!
Report lmpared
abt.s the pubic to assist ~w
' 3
COSTSC, SGI
Dft.lers (RID) Program
enforcement n ftldhg and
removilg mpat'ed drivers from
the roads. RID also selVes as a
1
wamhg to mpared drtlers that
many eves are watdlila them.
r-- r
Saskatoon polce onurs have
been focusing on enforcement at
Hgh Colsbn
~rsedbns tonStlered hgh-rlsk
4
Intersed:kln
from past colsbn statistics. An
SPS
Enforcement
iltersedbn colsoo map can be
used to select the target
ntersedbnstttnes.

i

#2;
Distracted
Drlvlna

#3:
l...,aired
Drivlna

#4:

#5:

#6:

#7:

lnllersec:ttons

Older
Drivers

Vulnerable
Ro.ldUsers

Young
Drivers

No. of
Ef111hasls
Areas
Involved

Enhance

Enhance

Enhance

Enhance

Enhance

6

:rtmhasll Areu

Strategy/Program

Enhance

Enhance

1

Enhance

1

1

Enhance
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~~~~tYStrategies/Programs____
I E~forcement (Cont'd)
Description

ID

Stakeholders

Title

The MASTeam program focuses
on seatbet enforcement
Enforcement agencies throughout
Mull Agency Seat Bet
Saskatchewan conduc.t stopchecks
5 Team (MASTeam) to enforce seatbet use. To target
Seatbel: Checkstops
YOUlQ dl1vers, a yooog drwer
colslon map can be used to select
the program's locatbns/tmes.

.,.

( 'itv

No. of

Emahasls Areas

StrategyI Program

#1:

#2:

#3:

#4:

Aggressive
Drlvlna

Dlstractecl

lft1NIIred

lntersectlorw

Driving

Drivtna

#5:
Older
Drivers

#6:

#7:

Vulnera..e
RoadUsen

Yo.mg
Drivers

Involved

1

Enhance

SPS

or

·~ Saskatoon
:\ 21st Cc•nhii)' <.ity

Emphasis
Areas
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Safety Strategies/Programs

I

[ Engineering
~Ills Areas

Strategy/Program

#1:
Stakeholders
Aggressive

Description

ID

Title

Drlvlna

Whter mai'ltenance programs
(e.g., sandng and s~)
Improved Road
mprove road surface frttbn on
1 ~rface Flt:ti:ln/Wilter
~h speed IOaCMeys and hl)h
Mantenance
dassft:atbn roadways (e.g., Ch:le
Dltle and major/mnor arterials).

OOS, SGI

Enhance

#1:
Distract.d
Drlvlna

#3:
ln1J;IIred
Drivina

#4:
Intersections

#5:

#6:

#7:

Older
Drivers

Vulnerable
Road Users

Young
Drivers

No. of
EQhasls
Areas
Involved

Enhance

Enhance

Fnhance

4

2

Street name signs that use the
Clearvlew font and larger street
name plates are designed to
Clearvlew street Signs drt.rers to tnc1 the.- route, choose
the.- la.ne, etc. and thus negotiate
the ntersectbn more safet( and
more eastt.

cos

Introduce

Introduce

Introduce

3

3

Mlsshg and faded pavement
mal1d1gs (aosswak5, lane
mal1d1gs, lane endng ~icatorS,
etc.) at/near Cly ntersedlons are
maiUaned throughout the year to
ensue good vlsbky. Clear
markilgs are mportant at al
ntersectlons, but may be
especalf mportant at bcatbns
saeened as high collsbn bcatDns.

cos

Enhance

Enhance

Enhance

3

Traffi:: signal phasng at ~h
colsiln ntersedlons. Possble
countErmeasures hdJde provilng
Improved Traffk: Signal
4
a protected left-tum signal phase,
Operatbn
prohbttlg left-tuns, and
extendng the yebw, green, or red
signal phase as appropriate.

oos

he_,

Wei Mantatled
Pavement Marlctlgs

Enhance

Enhance

Entance
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Safety Strategies/Programs
Engineering (Cont'd)
Strategy/Program
IDI

Title

I

Description

#1:

Stakeholders

#2:
Dlstradlld
Driving

Aggressive

I

Driving

In-service safety review projects
can be conducted at select2d
ntersectl:lns to determhe
Professbnal Engileemg eng~ col.lltermeas\l'eS that
,.. mprave the surface
Projects Designed to hfrastructure. Typt:al engneemg
Improve Surface
5 1Infrastnx:tu (e
.,_ countenneasll'l!s hc:Ude addhg 1 COS, SGI
re .g.,
exdlstle left/!lllt tum bnes
servte road safety
hstal'lg advanced signal chanQe
review proJects)
wamng signs, etc. An rrt:ersectiln
colslon map can be used to select
target intersectbns for tHler/ice
road safety review projects.
6 1 Red LJ;jht cameras I Red i;lht ca~eras are nst:aled at I
!mh cnlson ntersedbns.
Certan types of aggresstle drtlng
(e.g., speedng and unsafe bne
changhg) are knoY.n to stem from

ros, SGI

I

#3:
1111Jalred
Driving

Enmhasls Areas
#4:
Intersections

#5:
Older
Drivers

#6:
Vulnerable
Road Users

I

I

I

Enhance

I

I

Enhance

I

#7:

No. of
E111JhiiiiS

Young
Drivers

Involved

Areas

I

I

2

I

I

I

2

Enhance

I

B'lhance

I

I

I

roads. COS's varbus surface 1
ros I
hfrastnJcture proJects are
Peak Pettxl Coogestb\ designed to reduce congestl:ln on
the road networt and can
therefore he_, to reduce
ill!l!!!l!!Sive drti!!J.
Olangeable message signs are
l'lstaled at bcatbns Ylhere
aggressive dl1vhg Is k!adng to
8 I Olangea::essage cnlsbns. The signs may also be I COS TSC, SGI I
1 used to advise road users of
adverse weather and road
condtDns.
Speed reader boards are l'lstaled
at bcattlns v.tlere aggresst.re
9 I Speed Reader Boards I drt.rng Is leadhg to cnlsbns. The 1cos TSC, SGI I
~ns show each dl1ver his or her

Enhance

I

I

I

I

I

I

I

1

Enhance

I

I

I

I

I

I

I

1

Enhance

I

I

I

I

I

I

I

1
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't
t

· Engineering (Cont'd)
Strategy/Program

nue
Photo Radar
Technobgy

Description

SGI has been CXJnSifemg
expandilg the use of photo radar
technobgy n Saskatchewan from
wn zones (as at present) tn
other roadways. The program
woutr need pubi: s'-"PP't and a

Numerous engi'leerilg
countermeasures can he" tn
Roadway Safety
reduce the problem of distracted
Improvements tn
drivi'lg: advance stxlp signs,
reduce the l..kellood advance signilg for l!lne cbsures,
and Severty of
larger and more reflective slgnage,
COisiOns
nstalatDn of medians, removal of
obstades, and mproved lilne
mal1cng and detleation of curbs.

CountiiD'tWI Pedestrian
Signals

tiners hform pedestni!ns how
many seconds reman for
crossilg. The countdown tiners
may be visual ont(, or visual and

Stakeholders

SGI

COS, SGI

#1:

Emphasis
Areas
Involved

Introduce

1

1

Enhance

cos

Enhance

1

cos

Enhance

1

Enhance

1

Btyde lane connectifly can be
Btycle Lane

proviled v.tlere possble. Dtmg
Connectt.<ly (Le.,
surface nfrastrudlJre
contnuous ~-of-wav I inprovement, ralsed/exdJs~e
for btyclsts) and
lanes (rather than OJJb
Btycle Friend~<{ Factles
lanes) can be consktered
ml'lvinl7,. btyclsts' safety.
Bus stops v.tlere access
hlpeded by snow, te or broken
pavement are ktentfled, and COS
Wnter Mantenance of
can be nformed of these
Transt Facilies
problems by Saskatoon Transt so
that the problems can be

cos,
Saskatoon
Transt
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Engineering (Cont'd)
Strateor/Program

nu.

ml

Description

161

Stablholdera

171 Accessl*y Ramps

I
I

ne1Jhbourfloods wth mlsshg
stlewalcs, or UI!!Jrade stsevelks.
Create aa:ess by addhg CU'b
ramos on street comers.

#3:
I. . .ired
Drivlna

#2:
Distracted
Drivlna

Aggressive
Drlvlna

#4:

lntlarsedlons

\ 2 Jst ( A.-111ury U ty

#7:

#6:

Efi1Jhasls

Vulnerable

Young

AreiiS

RoeciUHrs

Driven

Involved

Enhance

1

I

I

I

I

I

I

Enhance

I

I

1

I ros, SGI I

I

I

I

I

I

Enhance

I

I

1

I

COS, SGI

~;;k,~toon
1

#5:
Older
Drivers

COS, SGI

{e.g., aucfb}.
Sl:lewalks can be added to ot1

~'~0!1-Ytrua~formats

• · ·-·

Sklewak Retrofl:

#1:

I

151 ........~....... ~~-· 1 APS c:omrmr.t:ate rtonnati:ln n
-·

No. of
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I

Legislation
Description
ID

Stakeholders

ntle

Impose tougher files on motorists
Vttlo do not reduce thet" speed
1 Work Zone Regliltbn v.hen drt.<hg i1 CXIf1Struttkln zones
v.t1en Y«lfb!rs a~ present.

2

Drtler Improvement
Program

Admnlstrat:tle Ltence
Suspension Program
3
(a.k.a. Immediate
Roadslle Prohlll:bn
(IRP} Program}

No. of

:rq,huls Areas

strategy /Program

DrtleG are assigned demert
poi1ts every ttne they a~
alfiVt:ted of a traflt offence
rebted to aggresst.<e dltlilg. In
Saskatchewan, dnrers are
CUITI!nlti assigned 4 demert poi1ts
for runnhg a stop sign, and 1
demert poilt: for exceedilg the
soeedlhlt.
The tenc:e suspension program Is
appled at the roadslle to drt.rers
v.t:h 0.08 BAC. Saskatx:heY.an has
varbus dltier ~ suspenstln
programs. The sanctbns vary wlh
the dltler's offence and ilclJde 90.
day admilistratt.le suspensbns,
roadside suspensions, statutory
suspensbns, and crtnilal code
suspensbns.

#1:

#2:

#3:

#4:

#5:

#6:

Aggressive
Drlvlna

Distracted
Drivina

1111»81red
Drlvlna

lnt.rsecttons

Older
Drivers

VuiMrable
Road Users

COS, SGI

Inlroduce

SGI

Enhance

Introduce

Drivers

E!11»haSIS
Areas
Involved

Introduce

3

#7:
Young

1

SGI, SPS

Enhance

1

SGI

Enhance

1

An lgntiln nterbck Is an ak:ohol
testi1g devt:e connected tn the

4

Igntiln Interbcks
Program (liP)

ignliDn and pov.\!r systems of a
vehicle. It prevents an ak:ohol
mpared drt.rer from stilrti'IQ the
vehtle. In Saskatl:hewan, drt.rers
Ytt1o ·~ convkted of mpah!d
drtmg, v.t.o diVe over 0.08 BAC,
or Ytt1o refuse to bike a breath
test are e~bk! for the liP.

I

s~~j,.~oon
A 2 1'it ( ~ntu I')' City
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Safety St;~t~gies/Programs
Legislation (Cont'd)
;lllllhasls Areas

Stra~/Program

Desaiption

ID

ntle

5

OrNer Evabltkln
Program (DEP)

6

Graduated OrNer
L.k:ensng (GDL)
Program

#1:
Stakeholden
Aggressive
Drlvlna

#2:
Distracted
Drlvlna

#3:

#4:

l...,aired

lntersedions

Drivlna

#5:
Ohler
Driven

#6:
Vainerable
RoadUMrs

#7:
Young

Drivers

ArHs
Involved

DEPs moniDr drNers vile have
medical col'ldlbns that may affed
thet ably tD drive.
GDL programs are desgned tD
ensure that young drNers'
exposure to hgher ~els of risk
ilcreases hcrementat( as the
drNers gah more experience
drNng. The detals of such
programs vary. SGI Is constjeri'lg
tcughenhg the current GDL
oroaram.

1

Enhance

SGI

Enhance

SGI

II

No. of
Emphllsls

I

l

1

-L-
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7.2.5
Municipal Impound Lot Update – Hours of Operation
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council
during 2015 Business Plan and Budget deliberations:
1.
That the Municipal Impound Lot continue Saturday hours of operation from
11:00 a.m. to 4:00 p.m. for vehicle retrievals; and
2.
That the current hours of operation Monday to Friday, 8:00 a.m. to 7:00 p.m. be
modified to 8:00 a.m. to 8:00 p.m.

Topic and Purpose
The purpose of this report is to provide an update on the operations at the Municipal
Impound Lot and to recommend continuing the Saturday hours, and reinstating the
additional hour per day from Monday to Friday.
Report Highlights
1.
Changes to the operating hours at the Municipal Impound Lot for providing
vehicle retrievals on Saturdays resulted in 118 vehicles released on Saturdays
between January 25 and August 9, 2014.
2.
The removal of an hour each day from Monday to Friday has resulted in an
increase in overtime to accommodate a surge of vehicle retrievals just prior to
7:00 p.m.
Strategic Goal
This report supports the Strategic Goal of Quality of Life by providing a reliable and
responsive community service.
Background
The hours of operation at the Municipal Impound Lot were modified in January 2014 as
a pilot project to provide for vehicle retrievals on Saturdays from 11:00 a.m. to 4:00 p.m.
In order to not impact the mill rate, equivalent operational hours were reduced Monday
to Friday by an hour each day to offset the Saturday hours.
Report
Saturday Retrieval Statistics
Statistics from January 25, 2014 to August 9, 2014 indicate that on Saturdays the
number of vehicle retrievals averages four vehicles per day.
There were 77 vehicles released on Saturdays from January 25, 2014 to April 30, 2014,
with a total of 901 vehicles impounded during the same period. This equals an 8.5%
Saturday release rate.

Municipal Impound Lot Update – Hours of Operation

The Saturday release rate drops to 5.1% for the period of May 1, 2014 to August 9,
2014 where 799 impounds resulted in 41 Saturday releases.
There does not appear to be a correlation between the number of vehicles retrieved on
a Saturday, whether it is a long weekend or regular weekend.
The chart in Attachment 1 shows the number of vehicles retrieved on Saturdays.
Providing for retrievals on Saturdays is estimated to impact the annual revenues at the
impound lot by $6,240 due to two less days of impound fees per vehicle.
Increase of Overtime
During the pilot project, the Saturday shift was staffed by a regular Monday to Friday
employee, as it was imperative staff are proficient in the regular operations and
numerous technical functions that accompany the Municipal Impound Lot. This resulted
in overtime costs of about $7,500 per year for the five-hour Saturday shift.
The reduced hours for Monday to Friday (closing at 7:00 p.m.) has caused a public
surge of vehicle retrievals near closing time resulting in the staff working beyond
7:00 p.m., at a cost of $7,500 per year.
Administration is recommending that the Municipal Impound Lot continue to provide for
vehicle retrievals on Saturdays and reinstate an additional hour on Monday to Friday,
which will give the public ample time for retrieving a vehicle. Given that this is no longer
a pilot project, shifts will be modified to reduce the overtime costs currently being
experienced on Saturdays and after regular hours during the week.
Options to the Recommendation
An option is to remove the Saturday retrievals to restore revenues. This is not
recommended since the statistics show a demand for the ability to retrieve vehicles on
Saturdays.
A second option is to maintain the current hours of operation on Saturdays
(implemented January 2014), and not reinstate the additional hour Monday to Friday.
This is not recommended as there is also a demand for retrievals beyond 7:00 p.m.
Monday to Friday and unintentionally results in overtime costs.
Public and/or Stakeholder Involvement
There was no public or stakeholder involvement in the development of these
recommendations.
Communication Plan
A Public Service Announcement will be released to inform citizens of any changes to
the hours of operation at the Municipal Impound Lot. Signage at the Municipal Impound
Lot and the City’s website will be updated to reflect any changes in hours of operation.
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Financial Implications
The cost to reinstate the additional hour of operation each day Monday to Friday, and
maintain Saturday operation hours with an existing trained employee at overtime rates,
is an additional $5,000 per year. In addition, the lost revenues from two days of
impound fees is estimated at $6,240 per year, for a total impact of $11,240 per year.
This cost has not been included in the 2015 Operating Budget submission.
The Municipal Impound Lot ended 2013 with a $37,000 surplus and the current year
end projections are approximately the same which will absorb this additional cost.
Budgeted

Unbudgeted

Capital

X

Operating

Non-Mill
Rate

External
Funding

$11,240

Other Considerations/Implications
There are no policy, environmental, privacy or CPTED considerations or implications.
Due Date for Follow-up and/or Project Completion
Any changes to the hours of operation at the Municipal Impound Lot would be
implemented immediately.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Chart - Saturday Releases-Impound Lot
Report Approval
Written by:
Reviewed by:
Approved by:

Roxanne Christian, Parking Enforcement Coordinator
Angela Gardiner, Director of Transportation
Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS RC - Municipal Impound Lot Update – Hours of Operation
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Saturday Releases-Impound Lot

Feb

Mar

Apr

May

Jun

Jul

Aug

7.2.6
Partnership with Saskatchewan Government Insurance
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
1.
That the City of Saskatoon and Saskatchewan Government Insurance enter a
formal agreement regarding collaborating on delivering cost-effective road safety
projects within the City of Saskatoon; and
2.
That the City Solicitor prepare the appropriate agreement and that His Worship
the Mayor and the City Clerk be authorized to execute the agreement under the
Corporate Seal.

Topic and Purpose
The purpose of this report is to inform City Council on how the Saskatchewan
Government Insurance (SGI) and the City of Saskatoon currently collaborate, and
receive authorization to execute the agreement.
Report Highlights
A formal agreement is proposed between the City of Saskatoon and SGI that will
establish cooperation, recognize individual and joint rights, and identify responsibilities
and authorities in working collaboratively on traffic safety projects.
Strategic Goal
This report supports the Strategic Goal of Moving Around by providing the safety of all
road users (pedestrians, cyclists, and drivers) and helps provide a great place to live,
work, and raise a family.
Background
Currently the City of Saskatoon and SGI collaborate on many initiatives in an ad-hoc
fashion, samples of which include the following:
•
Development of the Traffic Safety Action Plan.
•
Identification of road improvement projects that mutually benefit the City of
Saskatoon and SGI.
•
Determine the percentage of the cost of projects apportioned to the City of
Saskatoon and SGI.
•
Monitor the development and completion of the project.
•
SGI periodically provides traffic collision data and information that significantly
benefits Transportation’s engineering assessments and solution identification.
In the past, SGI has provided funding for improvements to infrastructure to improve the
safety on the transportation network. These projects were typically one-off without a
formal plan for working together.

Partnership with Saskatchewan Government Insurance

Report
Partnership Agreement
In order to formalize the working arrangement currently enjoyed by the City of
Saskatoon and SGI, and to maximize the benefits gained by collaboration on
transportation improvement projects, a formal agreement is proposed. This
agreement will:
•
Establish cooperation;
•
Recognize individual and joint rights; and
•
Identify responsibilities and authorities.
The following guiding principles will form the environment of the collaboration:
•
Ongoing communication and sharing of information in a regular and timely
fashion, while upholding confidentiality requirements.
•
Exploration and implementation of innovative solutions with an outcome that
provides the ability to measure return on investment.
•
Commitment to a responsive and respectful Information Sharing Agreement that
improves road safety issues and concerns through joint prioritization and
delegation of responsibilities and tasks; joint decision-making processes; and an
understanding of expectations, timelines, and concerns of each partner.
A formal agreement between the City of Saskatoon and SGI will allow both parties to
better plan and budget for upcoming projects, as opposed to addressing individual
projects on an ad-hoc basis.
Public and/or Stakeholder Involvement
There is no Public and/or Stakeholder involvement.
Communication Plan
A joint SGI – City of Saskatoon news release will be released announcing the
formalization of the partnership.
Financial Implications
The Traffic Safety Reserve funds traffic safety related programs and projects throughout
the City and will be used to fund the City’s portion of the project in the future. No new
funding source is being requested at this time.
Environmental Implications
Infrastructure improvement projects are expected to have positive greenhouse gas
emissions implications, as they tend to reduce total vehicle mileage in an area by
reducing speeds and improving conditions for walking, cycling and transit use.
By improving the safety of streets, the choice by residents to walk and bicycle will be
promoted.
Other Considerations/Implications
There are no other options, policy, privacy, or CPTED implications or considerations.
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Due Date for Follow-up and/or Project Completion
An annual renewal of the agreement will be required, and a report will be provided to
City Council.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Report Approval
Written by:
Reviewed by:
Approved by:

Justine Nyen, Traffic Safety Engineer, Transportation
Angela Gardiner, Director of Transportation
Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS JN - Partnership with Saskatchewan Government Insurance.docx
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7.2.7
Parking Restriction – Millar Avenue between 51st Street and
60th Street
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
That parking be restricted in each direction on Millar Avenue between 51st Street
and 60th Street to create an extra lane of traffic in each direction to improve traffic
flow.

Topic and Purpose
This report is to request approval to remove on-street parking on Millar Avenue between
51st Street and 60th Street. The result of the parking removal is two additional lanes
available for through traffic; therefore, increasing the traffic capacity of this segment of
Millar Avenue.
Report Highlights
1.
A corridor study resulted in current traffic flows on Millar Avenue and traffic
entering or crossing from the side streets are delayed by the current
configuration of Millar Avenue.
2.
The removal of on-street parking will improve traffic flow on Millar Avenue, and
provide more opportunities for drivers on the side streets to enter or cross Millar
Avenue.
Strategic Goal
This report supports the Strategic Goal of Moving Around by optimizing pedestrian
safety and the flow of people and goods in and around the city.
Background
Millar Avenue between 51st Street and 60th Street is a two-lane (one per direction) major
arterial roadway with on-street parking both directions. The increase in traffic volume
during peak hours has resulted in increased traffic delays and side street congestion
when entering or crossing Millar Avenue.
Report
Corridor Review Study Results
In 2013, the Administration initiated the process of a corridor review, including a study of
recent traffic and pedestrian volumes for Millar Avenue between 51st Street and 60th
Street, which found alternatives for improving traffic operations along this corridor. The
review confirmed the following:
•
Traffic operations at this corridor, specifically the two-lane traffic on Millar Avenue
configuration, does not accommodate increasing traffic volumes during peak
hours.

st

th
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•

Corridor traffic delays also impact drivers on side streets attempting to enter or
cross Millar Avenue.

On-Street Parking Removal
The Administration recommends the removal of on-street parking in each direction
along Millar Avenue between 51st Street and 60th Street to create two permanent lanes
of traffic in each direction.
Removal of the on-street parking is expected to decrease delays on Millar Avenue while
providing more opportunities for traffic to enter or cross Millar Avenue.
Options to the Recommendation
The installation of a traffic signal on Millar Avenue between 56th Street and 60th Street
was an option considered, but while improving the side street traffic flow, it increases
traffic delays on Millar Avenue; therefore, this was not an option to consider.
Public and/or Stakeholder Involvement
In June 2014, information was sent out to property owners along Millar Avenue (43rd
Street and 60th Street), including the side streets, highlighting the upcoming construction
and including information on proposed parking restrictions with a request to provide
feedback (Attachment 1). Feedback was received from eight property owners, with one
being opposed to the parking restrictions. That property owner’s preference to improve
traffic flow is to install traffic signals along Millar Avenue. The remainder were
supportive of the proposed parking restrictions.
Communication Plan
Residents and businesses affected by the parking changes will be sent a letter in
advance of implementation to alert them of the coming changes. Street-side parking
signage will be installed at the time of implementation to ensure the restrictions are
clearly visible to motorists. A public service advertisement will be placed in The
StarPhoenix City Pages to notify all city motorists of the changes to traffic flow on Millar
Avenue.
Policy Implications
The parking restriction on Millar Avenue between 51st Street and 60th Street is in
accordance with Policy C07-010 – Parking Restrictions and Parking Prohibitions.
Financial Implications
The cost to install parking restriction signage and lane demarcation lines is
approximately $10,000. Funding will be available within the approved Capital Project
#1506 – Traffic Signing Replacement.
Budgeted
X
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Unbudgeted

Capital
$10,000

Operating

Non-Mill Rate

External
Funding
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Environmental Implications
The reduction in delays along Millar Avenue is expected to have a positive impact on
greenhouse gas emissions, but has not been quantified at this time.
Other Considerations/Implications
There are no privacy, or CPTED considerations or implications.
Due Date for Follow-up and/or Project Completion
The Administration will provide a follow up report in the fall of 2015 assessing the
impacts of providing an extra lane of traffic in each direction along Millar Avenue
between 51st Street and 60th Street.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Update on Construction in Your Area – Millar Avenue from 43rd Street to 60th Street
Report Approval
Written by:
Reviewed by:
Approved by:

Lanre Akindipe, Traffic System Engineer, Transportation
Angela Gardiner, Director of Transportation
Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS LA - Parking Restriction – Millar Avenue between 51st Street and 60th Street.docx
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Update on Construction in Your Area
Millar Avenue from 43rd Street to 60th Street
Extensive maintenance work is scheduled to begin on Millar Avenue in July 2014 as crews
upgrade water and sewer infrastructure and resurface the roadway. The work will take
approximately four weeks to complete. Thank you for your patience and understanding as you
navigate through and around the roadway restrictions that are required for us to complete these
projects. Below is an overview of the work that will occur. A more detailed timeline and summary
of the road restrictions will be provided to you prior to the work commencing.

We would like to hear any concerns you may have regarding these projects.
Please contact the Project Manager listed below each project.
43rd Street to Molaro Place - Water and Sewer Upgrades
Project Manager: Cam LeClaire, 306-975-2735 or cam .leclaire@saskatoon .ca
Starting in early July, water and sewer infrastructure upgrades will occur along Millar Avenue
from 43rd Street to Molaro Place. This will require cutting rectangular holes (known as utility
cuts) in the road to access underground utilities. The work will be performed in the roadway
area and could span the entire street from curb to curb. To minimize disruption, only a few
blocks will be repaired at a time. During work, lane or full closure restrictions will be required,
and vibration and noise will be present. For businesses adjacent to the work zone, driveway
access will be limited; however, it will be accommodated whenever possible . The work is
expected to take two weeks to complete.

43rd Street to Molaro Place - Road Resurfacing
Project Manager: James Donohoe, 306-986-0892 or james.donohoe@saskatoon.ca
After water and sewer upgrades are complete, road resurfacing will occur. The deteriorated
asphalt will be milled and then the road will be resurfaced with new hot mix asphalt. To minimize
disruption to your business and to motorists this work will take place overnight from 7:00p.m. to
7:00a.m. During construction access to businesses will be maintained. The work is expected to
take two weeks to complete.

51st Street to 60th Street- Traffic Operation Improvement (Parking Restrictions)
Project Manager: Olanrewaju Akindipe, 306-975-3657 or
olanrewaju .akindipe@saskatoon.ca
The City of Saskatoon is considering implementing parking restrictions on Millar Avenue
between 51st Street and 60th Street in order to improve traffic operations by providing for an
extra lane of traffic in each direction. We would like your input regarding this proposed change
by July 11 , 2014.
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Frequently Asked Questions
Will customers have access to my business during this work?
Driveway access will be limited during the water and sewer work; however, it will be
accommodated whenever possible. Businesses should use alternate parking on their properties
and on the side streets. Access to businesses will be maintained during the road resurfacing
work.
Will there be vibration and noise during construction?
Yes. Please note that to minimize disruption the road resurfacing work will be done at night
between the hours of 7:00 p.m. and 7:00a.m. The water and sewer work will be done during
the day.
Will my water and sewer services be affected?
Water and sewer could be affected. If, for any reason, the water and sewer services need to be
interrupted, you will be notified in advance of any scheduled interruption in service.
Will bus routes be affected?
Bus routes along the construction route may be affected. During construction, please check the
signs posted for alternate bus stop locations or call Saskatoon Transit at 306-975-3100.
Why are you removing on-street parking?
The City of Saskatoon reviewed existing traffic operations of Millar Avenue between 51st Street
and 60th Street, and determined the current level of service was poor. Specifically, the existing
two lanes for through traffic are becoming congested, delaying vehicles at intersections, and
making it more difficult for vehicles to safely enter Millar Avenue from the side streets.
A potential improvement includes removing the on-street parking in each direction, thus
providing one extra lane of traffic in each direction. With the on-street parking removed, the
roadway will now permanently have two lanes of traffic in each direction . This improvement will
decrease delays to drivers on Millar Avenue and provide more opportunities for vehicles from
the side streets to safely enter Millar Avenue. During the development of this proposed
improvement, City Staff visited the area and noted that the on-street parking for Millar Avenue
was not significantly used, and that ample parking was available on the side streets and offstreet. The City therefore concluded that the impact of removing on-street parking is expected to
be minimal, and the benefits to the drivers on Millar Avenue positive.

What about parking during construction?
Businesses should use alternate parking on their properties and on the side streets.

7.2.8
Communications to Council – Ilsa Arnesen – December 3, 2013
Pedestrian Safety – 20th Street between Avenues M and P
Recommendation
That the Standing Policy Committee on Transportation recommend to City Council:
That an Active Pedestrian Corridor located at 20th Street and Avenue N be
installed.

Topic and Purpose
The purpose of this report is to address the pedestrian safety crossing located at 20th
Street between Avenue M and Avenue P.
Report Highlights
1.
A review of pedestrian activity along 20th Street near Avenue N South was
completed.
2.
Installation of an Active Pedestrian Corridor at 20th Street and Avenue N is
recommended.
Strategic Goal
This report supports the Strategic Goal of Moving Around by optimizing pedestrian
safety and the flow of people and goods in and around the city.
Background
City Council, at its meeting January 20, 2014, considered a letter from Ilsa Arnesen
regarding the safety of pedestrians on 20th Street between Avenues M and P. City
Council passed a motion that the information be received and that the matter be
referred to the Administration for a further report, including the feasibility of curb bulbing.
Report
Pedestrian Study Results
Pedestrian studies were conducted along 20th Street to determine pedestrian usage.
Subsequently, warrant analysis was completed to assess the appropriateness of
installing an Active Pedestrian Corridor or a Pedestrian Actuated Signal. Details on the
data collection and warrant analysis are provided in Attachment 1.
The result of the studies indicated:
•
All crosswalk locations are being used by pedestrians;
•
The Avenue M crossing is commonly used by pedestrians going to the transit
stop;
•
The Avenue N crossing is commonly used by pedestrians going to school; and
•
The Avenue O crossing is commonly used by pedestrians going to school and
transit stops.
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Currently, Pedestrian Actuated Signals are installed at Avenue M and Avenue O. The
crossing at Avenue N is unmarked.
A Pedestrian Actuated Signal is typically not coordinated with the traffic signal timing
and activates when the button is pushed by a pedestrian (light turning red to cross) with
a waiting time of approximately 1 – 2 minutes. In the case where a second pedestrian
pushes the button right after activation, the waiting time is longer which can possibly
lead to a pedestrian crossing prior to the signal change.
The results of the warrant analysis indicate that:
•
No device is warranted at Avenue M
•
An Active Pedestrian Signal is warranted at Avenue N
•
An Active Pedestrian Signal is warranted at Avenue O
An Active Pedestrian Signal utilizes amber flashing beacons to notify motorists that a
pedestrian is at the crosswalk and intending to cross.
Enhanced Pedestrian Crossing at Avenue O
The Administration is recommending the installation of an additional Active Pedestrian
Corridor at Avenue N and 20th Street leaving the current pedestrian devices at Avenue
O and Avenue M.
Advantages of the Active Pedestrian Corridor:
•
The device flashes immediately with no waiting time for the pedestrians.
•
Pedestrians can proceed to cross once vehicles have stopped.
•
When a second pedestrian comes along a second later and activates the light,
the device will flash immediately.
•
The device will remain dormant through the day until the pedestrian activates the
device.
A curb extension is not recommended at Avenue N as typically this type of traffic
calming device is used for mid-block locations, directly in front of schools, or on
residential streets such as local and collector roads. In addition, City Council recently
approved the installation of a reduced speed school zone on 20th Street which will
encompass Avenue N. The school zone will then perform as a traffic calming measure.
Options to the Recommendation
•
Move the pedestrian actuated signal at Avenue O to Avenue N and install a
zebra crossing at Avenue O. This is not recommended as the pedestrian activity
at Avenue O also warrants enhanced crossings.
•
Installation of an additional Pedestrian Actuated Signal at Avenue N is feasible
but not recommended as the option will disrupt traffic flow along 20th Street.
Avenue O and Avenue M currently have Pedestrian Actuated Signals, and if all
three signals are activated at once, the traffic flow will be disrupted. In addition,
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pedestrians will have a longer wait time to cross via a Pedestrian Actuated
Signal.
Public and/or Stakeholder Involvement
On May 22, 2014, a public meeting was held with representatives from the St. Mary’s
Education and Wellness Centre, area residents, and the Community Association to
discuss their concerns and ideas regarding pedestrian safety along 20th Street.
Residents were able to share their input on the website shapingsaskatoon.ca. All input
supported the expansion of the school speed zone onto 20th Street including the
recently approved school zone expansion.
Communication Plan
Transportation will notify all stakeholders of the outcome of the review, including
representatives of St. Mary’s Education and Wellness Centre and the Community
Association. Additionally, area residents will be notified of the active pedestrian corridor
recommendation by flyers and via the website shapingsaskatoon.ca. All
communications with area residents will advise of approximate timelines for
implementation.
Policy Implications
The recommendation to install an Active Pedestrian Corridor is in accordance with
Policy C07-018, Traffic Control at Pedestrian Crossings.
Financial Implications
The cost to install the Active Pedestrian Corridor is approximately $40,000. A budget
submission has been made for 2015 within Capital Project #0637 – Traffic Safety.
Budgeted

Unbudgeted

Capital

X

$40,000

Operating

Non-Mill
Rate

External
Funding

Other Considerations/Implications
There are no, environmental, privacy or CPTED considerations or implications.
Due Date for Follow-up and/or Project Completion
If approved, the Active Pedestrian Corridor will be installed in 2015.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Pedestrian Safety Review – Crossing 20th Street between Avenues M and P
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Report Approval
Written by:
Reviewed by:
Approved by:

Shirley Matt, Traffic Management Engineer, Transportation
Angela Gardiner, Director of Transportation
Jeff Jorgenson, General Manager, Transportation & Utilities
Department

TRANS JN – CC-Ilsa Arnesen-December 3, 2013 – Pedestrian Safety – 20th Street between Avenue M and P.docx

Page 4 of 4

CITY OF SASKATOON

Date:
File:
To:

August 27, 2014
CK 6150-1

File

From: Shirley Matt, P. Eng.
Report Title: Pedestrian Safety Review - Crossing 20th Street
between Avenues M and P
1. Introduction
This report addresses pedestrian safety of crossing 20th Street between Avenue M and
Avenue P. This report includes analysis of the pedestrian data collected and identifies
the recommended pedestrian crossing device suggested to improve the level of safety
for pedestrians crossing 20th Street at Avenue N.
2. Methodology
The assessment was completed by completing the following tasks:
1. Collect pedestrian crossing data at the following locations:
a.
20th Street and Avenue M
b.
20th Street and Avenue N
c.
20th Street and Avenue O
2. Complete a pedestrian warrant calculation for each location in accordance with City
of Saskatoon Policy – C07-018, Traffic Control at Pedestrian Crossings.
3. Provide a recommendation on the type and location of the pedestrian crossing
control device.
3. Pedestrian Crossing Data
Pedestrian crossing data was conducted during the following weekday peak hours:
•
8:00 AM – 9:00 AM
•
11:30 AM – 1:30 PM
•
3:00 PM – 5:00 PM
The data collected at the three locations along 20th Street is summarized in Table 1.
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Table 1: Pedestrian Crossing Peak Hour Data
Location
th
on 20
Street

Date of
Study

Ave M

March 25,
2014

Ave N

March 5,
2013
June 11,
2013
March 7,
2013

Ave 0
June 11,
2013

Existing
Pedestrian
Crossing
Control
Pedestrian
Actuated
Signal

Pedestrian Classification
West Approach
East Approach

Grand
Total

Child

Teen

Adult

Total

Child

Teen

Adult

Total

0

0

6

6

12

2

94

108

114

21

13

20

54

8

11

12

31

85

26

13

20

59

6

14

19

39

98

0

2

7

9

12

15

52

79

88

0

5

9

14

16

20

65

101

115

unmarked
Pedestrian
Actuated
Signal
Pedestrian
Actuated
Signal

4. Types of Pedestrian Crossing Control Devices
City of Saskatoon Council Policy – C07-018, Traffic Control at Pedestrian Crossings
states that “…appropriate traffic controls at pedestrian crossings shall be based on
warrants listed in the document entitled “Traffic Control at Pedestrian Crossings – 2004”
approved by City Council in 2004.”
A review of Traffic Control at Pedestrian Crossings, City of Saskatoon, 2004
provides the following hierarchy of typical pedestrian crossing applications:
•
Unmarked Crosswalks
•
Standard Crosswalk
•
Zebra Crosswalk
•
Pedestrian Corridor
•
Active Pedestrian Corridor
•
Pedestrian Actuated Signal
Additional details on the Active Pedestrian Corridor and Pedestrian Actual Signal types
of pedestrian crossing controls follow below.
Active Pedestrian Corridor
An Active Pedestrian Corridor utilizes amber flashing beacons to notify motorists that a
pedestrian is at the crosswalk and intending to cross. The device flashes immediately
when the pedestrians activate the button.
Motorists are to stop when the light is flashing to allow the pedestrian to cross and then
proceed after the pedestrian finishes crossing the street. The pedestrian corridor is
typically dormant until a pedestrian activates it; therefore the device does not disrupt
traffic flow.
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An Active Pedestrian Corridor should not be used on streets with more than two lanes
of traffic in either direction, nor on streets where the speed limit is 70 kilometres per
hour (kph) or greater.
An Active Pedestrian Corridor warrant utilizes a cross-product method of evaluating the
ease of crossing that pedestrians have at a particular location. During the 15-minute
count periods at peak pedestrian activity times (normally 8:00 AM to 9:00 AM, 11:30 AM
to 1:30 PM, and 3:00 PM to 5:00 PM) pedestrian crossing and vehicle counts are
undertaken. Pedestrians are classified as elementary school aged, high school aged,
adult and senior/mobility impaired.
Pedestrian Actuated Signal
Pedestrian actuated signals are a traffic signal control for the through street traffic and
stop or yield control for side-street traffic. The traffic signal can be actuated by
pedestrians to create a gap in traffic to facilitate their crossing,
Pedestrian actuated signals are similar to a traffic signal where motorists stop when the
signal shows red and cannot proceed until a green signal. Typically drivers wait for a
longer duration when compared to an Active Pedestrian Corridor, as they have to wait
for the light to return to showing green. With an Active Pedestrian Corridor, a driver can
proceed once the pedestrian has finished crossing.
Pedestrian Actuated Signals should not be installed on streets where:
•
The posted speed limit is 70 kph or greater;
•
The installation is less than 200 metres from an adjacent traffic signal; and
•
Where safe stopping sight distance for drivers approaching the crosswalk is
insufficient.
5. Warrant Calculation Results
A warrant score of 3 points for three – 15 minute period intervals within the peak hour
indicates an Active Pedestrian Corridor is warranted.
A warrant score of 80 indicates a Pedestrian Actuated Signal is warranted. The warrant
calculation results are summarized in Table 2.
Table 2: Warrant Results
Location on 20
Street

Avenue M
Avenue N
Avenue 0

th

Date of Study

March 25, 2014
March 5, 2013
June 11, 2013
March 7, 2013
June 11, 2013
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Existing
Pedestrian
Crossing
Control
Pedestrian
Actuated
Signal
unmarked
Pedestrian
Actuated
Signal

Warrant Scores
Active
Pedestrian
Pedestrian
Actuated
Crossing
Signal
1

61

3
3
3

62
71
58

2

58

th
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Based on the warrant results it is concluded that an Active Pedestrian Crossing are
warranted at the intersection of 20th Street and Avenue N.
6. Curb Extensions
Traffic calming devices are intended to slow speeding vehicles down, reduce collision
frequency, enhance the safety and perception of safety for pedestrians and reduce
shortcutting through residential neighbourhoods.
Curb extensions, a type of traffic calming device, are horizontal intrusions of the curb
into the roadway resulting in a narrower section of roadway. The curb is extended on
one or both sides of the roadway to reduce the width to as little as 6 metres for two-way
traffic.
However, curb extensions are not recommended to be installed at the intersection of
20th Street and Avenue N as they are typically used at mid-block crossing locations,
directly in front of schools, resident streets such as local and collector roads, and at
major crosswalk locations. None of these criteria are met with this assessment of 20th
Street.
In addition, recently City Council approved the installation of a school zone on 20th
Street that encompasses Avenue N. This school zone will act as a traffic calming
device.
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7.2.9
Inquiry – Councillor Jeffries (December 2, 2013) Carpooling
Recommendation
That the option to subscribe to a ridesharing service such as Carpool.ca or Rideshark at
an annual cost of $17,000 be referred to the 2015 Business Plan and Budget
deliberations.
Topic and Purpose
The purpose of this report is to respond to the inquiry by Councillor Jeffries on
Carpooling by providing an option to subscribe to an online ridesharing service that
makes the coordination of carpooling effective and convenient for citizens.
Report Highlights
1.
The City of Saskatoon (City) has identified carpooling as one strategy in the
Transportation Demand Management Strategic Plan.
2.
Carpooling can be encouraged and facilitated through an online tool known as a
ridesharing service.
3.
In addition to carpooling, the City supports a number of initiatives to encourage
sustainable transportation options including developing an Active Transportation
Plan, parking support for the CarShare Cooperative, pedestrian and cycling
infrastructure, annual participation in Commuter Challenge, and support for the
Bike Valet.
Strategic Goal
The recommendations in this report support the long term strategy to optimize the flow
of people and goods in and around the city through the Strategic Goal of Moving
Around.
Background
On December 2, 2013, Councillor Jeffries made the following inquiry:
“Traffic congestion is becoming more significant as Saskatoon continues
to grow. Many communities at both citizen and government levels work
to encourage carpooling to reduce the number of vehicles on the roads at
peak times. Could the Administration please report on the feasibility of
creating a program to encourage and facilitate carpooling in the city?
This could include but is not limited to signage, designated parking,
advertising, and coordination activities.”

Inquiry – Councillor Jeffries (December 2, 2013) Carpooling

Report
Transportation Demand Management
In June 2010, the City adopted a Transportation Demand Management Strategic Plan
(the Plan) that identified the need to reduce dependency on single-occupant auto trips
and encourage more sustainable means of travel such as transit, walking, cycling and
carpooling.
Within the Plan, carpooling is identified as an important tool for managing the demand
for space on our roadways through strategies such as:
• allocating parking stalls for carpool vehicles and providing incentives for
carpooling to civic staff;
• developing and proactively promoting a centralized carpooling service;
• providing online or other resources to assist with travel planning, including
ridesharing;
• participating in commuter week and support for carpooling through
www.carpool.ca;
• setting up a Transportation Demand Management working group with willing
major trip generators (e.g. large employers and institutions) to promote sitebased projects including carpooling, flexible work scheduling, teleworking,
videoconference, parking initiatives, improved walking and cycling infrastructure,
and end of trip facilities.
Participation in commuter week continues, but the City no longer makes use of
Carpool.ca. Today, citizens may access Carpool.ca; however, it is not an active
subscription and therefore the benefits of the program are limited. The service is also
not actively promoted.
Among the strategies identified in support of carpooling above, re-establishing a
subscription and promoting an online resource known as a ridesharing service supports
the other strategies and will support carpooling among civic employees and the
community at large.
Online Ridesharing Service
Ridesharing services provide opportunities for commuters to identify others with whom
they can share trips. They are popular in many Canadian cities when coupled with
education and promotional campaigns. In Saskatoon, several large employers facilitate
ridesharing for their employees; both the Saskatoon Health Region and the University of
Saskatchewan utilize a service called Rideshark.
The Administration has identified that the two leading services providing an online tool
for the effective and convenient coordination of carpooling among all citizens are
Carpool.ca and Rideshark.
Subscription to Carpool.ca helps users find carpooling partners for their regular
commute and other trips. Carpool.ca would administer and host the site on behalf of
the City, and the City would have access to data and reporting. Carpool.ca also
provides promotional support.
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Rideshark also provides rideshare matching for single trips or regular ongoing
commutes; modes of transportation include carpooling and vanpooling, but also
includes facilitating matches for cyclists, walkers and transit users. The service includes
the multi-modal matching service as well as individual tracking, administrative support,
promotion support, and reporting from a customized internet microsite. Rideshark
provides additional options to promote use of the site and enhance active transportation
education including Commuter Challenge, regional car matching, and emergency ride
home.
Other Carpooling and Alternative Transportation Initiatives
The City is involved in a number of initiatives meant to encourage a shift from singleoccupant vehicle use to more sustainable options. These include:
• The development of an Alternative Transportation Plan as part of the Growing
Forward (the growth plan for a population of 500,000).
• Partnering with Saskatoon CarShare Co-operative on a 2-yr pilot project to setaside assigned parking spots in the Nutana neighbourhood and the installation of
signage. The CarShare Co-operative provides access to a vehicle through
membership.
• Provision of pedestrian and cycling infrastructure in our built environment and
support of the Meewasin multi-use trail system.
• Civic participation in the annual Commuter Challenge event promoting
carpooling, transit and all modes of active transportation, including the installation
of promotional banners along 25th Street East each year in June.
• Support for the Bike Valet through its initial launch (as a partner in Road Map
Saskatoon); and funding for Saskatoon Cycles in 2013 to continue the growth of
this program through the Environmental Cash Grant.
• Partnered with APEGS and the University of Saskatchewan School of
Environment and Sustainability in a Networking Conference on Urban
Transportation. The conference explored how to create more sustainable
transportation systems, how to encourage urban dwellers to choose sustainable
transportation, and why it’s important.
Options to the Recommendation
City Council may choose to focus on other initiatives that support transportation demand
management rather than subscribe to a ridesharing service.
Public and/or Stakeholder Involvement
The 2010 Transportation Demand Management Strategic Plan engaged a number of
major trip generators including the University of Saskatchewan, Saskatoon Health
Region, Cameco, Potash Corporation of Saskatchewan, and representatives from
various departments within the civic Administration.
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Communication Plan
Communication for the implementation and operation of a carpooling program would
focus on increasing awareness of the benefits of carpooling, and encouraging behaviour
change through a customer-centric, flexible carpool website with real-time and accurate
information. Businesses would be supported in the development of their own workplace
travel plan through the provision of a simple template with suggested actions.
Financial Implications
Subscription to a ridesharing service has an annual cost of approximately $7,000.
Rideshark charges $15,000 to set up the customized website in the first year, and has
an annual fee of $7,200. Carpool.ca has no set up fee and has an annual subscription
fee of $7,000.
Additional annual funding of $10,000 will also be required to promote the service.
The Administration recommends that the option to subscribe to a ridesharing service
such as Carpool.ca or Rideshark be referred to the 2015 Business Plan and Budget
deliberations requesting the addition of $17,000 to the Environmental Programs Service
Line.
Environmental Implications
In Saskatoon, approximately 65% of all trips are travelled in a car alone, and 17% are in
a carpool. Reducing the number of single-occupant vehicle trips can reduce greenhouse
gas emissions as well as air and noise pollution. Approximately 5.1 tonnes of CO2e are
avoided annually for every passenger vehicle removed from the road.
Other Considerations/Implications
There are no policy, privacy, or CPTED implications or considerations.
Due Date for Follow-up and/or Project Completion
If approved, the performance of the new ridesharing service will be reported on in
November 2015.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Report Approval
Written by:
Reviewed by:

Approved by:

Amber Jones, Education and Environmental Performance Manager
Brenda Wallace, Director of Environmental and Corporate
Initiatives
Angela Gardiner, Director of Transportation
Catherine Gryba, General Manager, Corporate Performance
Department
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7.2.10
2015 Pavement and Sidewalk Preservation Update
Recommendation
That the information be received.

Topic and Purpose
The purpose of this report is to advise Council that the Administration will be bringing
forward, as part of the 2015 budget package, a dedicated road levy tax increase of
2.92%. This will be the second year of a three-year phase in to build the annual
investment base into road and sidewalk preservation.
Report Highlights
1.
Continuation of the three-year phased-in dedicated tax increase is part of the
City’s strategy to increase core funding for roadway and sidewalk investment.
2.
This continued investment is required in order to sustain a program of similar size
to 2014.
Strategic Goals
The report supports the Strategic Goals of Continuous Improvement, Asset and
Financial Sustainability, Quality of Life, and Moving Around.
Background
In August of 2013, City Council considered three reports pertaining to funding
adjustments for roadway and sidewalk preservation and operations. A 4.23% dedicated
tax levy was ultimately approved for the 2014 budget, of which 2.92% was dedicated to
roadway and sidewalk preservation and the remaining 1.37% was dedicated to
sweeping, pothole, and snow program enhancements. Attachment 1 is the Roadway
Financial Management Strategy report considered in August of 2013.
Report
A significant funding increase for roadway and sidewalk preservation in 2014 resulted in
a program roughly twice as large as previous year’s programs. A total of $25.25 Million
was allocated, compared with $13.56 Million the previous year. 2014 funding is more
than five-times the 2011 funding level.
The 2014 program was made possible by the 2.92% property tax increase dedicated to
roadway and sidewalk preservation, combined with a significant base funding increase
and a one-time capital contribution of $9 Million made possible by land development
dividends. The 2014 program will result in more than 180 lane-kilometres of roadway
being treated.

2015 Pavement and Sidewalk Preservation Update

In order to continue the roadway and sidewalk preservation investment at current levels,
two more years of phase-in are required for the 2.92% dedicated tax increase. This
increase is in addition to any increase required to sustain existing civic operations.
The Administration believes that the 2014 Roadway and Sidewalk Preservation
programs have been well received by the citizens of Saskatoon. Many operational
changes were included in addition to the significant increase in funding, including 24/7
work for major road renewal projects, and the Building Better Roads communications
system to keep the public apprised as programs were implemented. Although the full
impact on public perception of the 2014 program will not be known until the results of
the next Civic Satisfaction Survey are known (spring of 2015), the Administration has
heard many positive reports from residents on their appreciation for the significant work
undertaken in 2014. As the 2014 program nears completion in October, the
Administration will report more comprehensively on the various successes of the 2014
program.
The 2014 Civic Satisfaction Survey was based on phone and on-line feedback in the
spring of 2014, which was after the completion of the winter programs but before the
start of the 2014 Roadway and Sidewalk Preservation programs. Roads continue to
remain a priority concern, with 37% of telephone respondents and 32% of online
respondents reporting roads as the dominant issue.
Options to the Recommendation
City Council could choose to not implement the 2015 portion of the phase-in. This would
result in a 2015 program that sees significantly fewer lane-kilometres of work than 2014,
unless additional one-time funding is found.
Administration does not recommend long-term reliance on one-time funding for roadway
and sidewalk preservation. Base funding is a sustainable way to maintain the City’s
roadway and sidewalk infrastructure.
Public and/or Stakeholder Involvement
No specific engagement activities will be undertaken with respect to the proposed
2.92% dedicated tax increase.
Communication Plan
The Building Better Roads communication approach was instrumental in keeping the
public apprised of the 2014 program.
Financial Implications
The 2.92% dedicated tax increase would build the base funding for roadways to
approximately $23.1 Million in 2015. A modest amount of one-time funding will be
added to this base funding to bring 2015 Roadway and Sidewalk Preservation funding
to a level slightly higher than 2014, and final details will be included in the 2015 budget
proposal from the Administration. The target annual funding to achieve Service Level B,
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which results in a modest but steady improvement in overall roadway and sidewalk
condition on an annual basis, is $29.0 Million as presented in the 2013 reports.
Other Considerations/Implications
There are no policy, environmental, privacy, or CPTED implications or considerations.
Due Date for Follow-up and/or Project Completion
The Administration will further report on the 2014 program in October of 2014, and the
formal funding request will be integrated into the Administration’s 2015 recommended
budget.
Public Notice
Public Notice pursuant to Section 3 of Policy No. C01-021, Public Notice Policy, is not
required.
Attachment
1.
Roadway Financial Management Strategy Report Considered in August of 2013.
Report Approval
Written &
Approved by:

Jeff Jorgenson, General Manager, Transporation & Utilities
Department
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ATTACHMENT 1

TO:
FROM:
DATE:
SUBJECT:
FILE NOS:

Secretary, Executive Committee
General Manager, Corporate Services Department
August7,2013
Roadway Financial Management Strategy
CS.6315-1 and CS.1500-1

RECOMMENDATION:

that the attached Roadway Financial Management Plan be
approved in principle and be forwarded to the 2014 Business
Plan and Budget deliberations.

TOPIC AND PURPOSE(S)

To develop a Roadway Financial Management Strategy to maintain the City's roadway
assets and to provide an agreed-upon service level for road operations.
REPORT HIGHLIGHTS

1.

A financial plan has been developed to fund the existing gap for roadway assets
which will meet the previously-approved service levels for paved roads,
sidewalks, back lanes, and boundary roads.
A financial plan has also been developed to fund increased service levels
including two city-wide snow clearing programs, a compressed timeline for street
sweeping, and additional reso urces to repair potholes.

2.

STRATEGIC GOAL(S)

This report relates to the Strategic Goal of Asset and Financial Sustainability and meets
the goal of establishing levels of service for rehabilitation of assets and identifying
supporting financial strategies.
REPORT

City Council has approved roadway asset service levels. Based on public input, City
Council has also indicated a desire for an increase in service levels in three road-related
programs: snow clearing and ice control, street sweeping and pothole repair. This
report is intended to be a companion report to the following:
•
•

Neighbourhood and Primary Roadway and Sidewalk Preservation
Paved Roadways- Summer and Winter Operational Service Level Increases

The Administration has developed a Roadway Financial Management Strategy to
address the funding gap related to the Roadway Asset Funding Gap and the operating
service level increases (Attachment 1). A three-year phase-in is outlined for the asset
funding gap; the phase-in period is optional. The strategy recommends the use of a
dedicated property tax, however, the use of a base (flat) tax is also available. The use
of a base tax is outlined in more detail under the Options section of this report.

2
OPTIONS TO THE RECOMMENDATION

Phase-in Period
The phase-in period can be increased to a period longer than three years.
Base Property Tax
A portion, or all, of the gap can be funded through a base or flat tax (versus using the
mill rate which is an ad valorem approach to property taxes).
The authority to levy a base tax is in Section 259 of The Cities Act. This option can only
apply to the municipal portion of the property tax. The school and library portions would
continue to be levied on the ad valorem basis.
The current ad valorem tax results in the same rate of tax being applied to every dollar
of fair value assessment. In other words, every dollar of residential assessment is
levied the same rate of tax. An assessment of $200,000 would be levied twice the tax
of an assessment of $100,000.
The theory behind a base tax is to charge every property a base amount "off the top". If
this base tax does not raise the full levy, the difference is then raised using the ad
valorem formula against all property. A case can be made for using a base tax to fund
a portion of the capital cost to maintain the roadway assets as all residents and
commercial/industrial businesses use the roads either through driving a vehicle, using
public transit and/or taxis, accepting deliveries, etc.
Attachment 2 compares the results of using a base tax to fund the annual three-year
phased-in shortfall of $13.8 million, compared to the ad valorem system. As identified
within the attachment, this shortfall results in a base tax of $170 ($14.17 per month) on
every property. This would be phased-in over three years resulting $56.67 in 2014,
$113.34 in 2015 and $170.00 in 2016.
The City uses Effective Tax Rates (ETR) as a means to compare the taxes between
properties with the same assessed value in different property classes. The effective tax
rate is calculated by dividing the taxes by the assessed value. Currently, the ETR is the
same for all properties within the same class. Using a mix of ad valorem and base tax
would mean the ETR would vary by property class, as well as by assessed value. The
result would be that properties within the same property class would have different
effective tax rates and that a lower valued property would have a higher ETR than a
property with a higher value.
Presently, the City uses the ETR as a means to manage the tax ratio between
commercial and residential properties. Using a base tax would impact this ratio. As a
result, the ratio could only be maintained on the non-base portion, and the ETR would
no longer be an accurate indicator of relative taxes between these two property classes.
If this option is of interest, a further report outlining the implementation details will be
provided.

3
Local Improvement
In past reports, your Administration has suggested local improvements as a funding
option for sidewalk replacement. This option results in the City borrowing funds with the
residents benefiting from the improvement repaying the debt over approximately 25
years. The repayment is included on the property tax bill; however, the debt is also
included within the City's overall debt limit.
POLICY IMPLICATIONS

The Cities Act provides cities with the ability to calculate taxes using mill rates and mill
rate factors multiplied by taxable assessment. The Act also provides the option to use a
base tax, a minimum tax, or a special tax. A special tax can only be used to pay for a
specific service that will be completed within the taxation year.
FINANCIAL IMPLICATIONS

The Roadway Financial Management Strategy requires a property tax increase;
however, the specific impact is dependent upon the phase-in period selected .
PUBLIC AND/OR STAKEHOLDER INVOLVEMENT

The 2013 Civic Services Survey is conducted annually to obtain citizen feedback on a
variety of civic issues. The City uses the information during its planning cycle as input
into program or service changes and budget decisions, in an attempt to meet the
program and service needs of the citizens of Saskatoon.
The condition of streets continues to be the most frequently mentioned priority issue
facing the City today (36% among telephone respondents and 31% of online
respondents). As with last year, it should be noted that the survey takes place in the
spring when road conditions are typically at their worst.
Maintenance of major roadways and freeways in the city, ice and snow management,
traffic management, planning and development of the city, and neighbourhood street
maintenance are areas where the level of satisfaction with the service is lower than the
level of importance.
The Roadway Financial Management Strategy has been prepared to address the
priorities that citizens have identified related to roadways in Saskatoon.
COMMUNICATION PLAN

Answers to frequently asked questions will be developed and will also be posted on the
City's website.
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DUE DATE FOR FOLLOW-UP AND/OR PROJECT COMPLETION

The recommendation is to refer this to the 2014 Business Plan and Budget deliberations
to ensure that this matter is not dealt with outside the normal budgeting timeframe.
ENVIRONMENTAL IMPLICATIONS

There are no environmental implications and or greenhouse/gas emissions identified at
this time.
PUBLIC NOTICE

Public Notice pursuant to Section 3 of Policy No. C01-021 , Public Notice Policy, is not
required .
ATTACHMENTS

1.
2.
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Base Tax versus Ad Valorem Tax.
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Introduction
The roadway infrastructure within the City of
Saskatoon has been continuing to deteriorate
based on insufficient funding levels. Condition
assessments are conducted periodically
and the existing funding has been allocated
to ensure the dollars are used in a way that
slows the deterioration.
City Council approved a number of roadway
capital asset service levels in 2012 ; however,
current funding levels do not meet this level.
Increases are included in the annual budget;
however, these have only partially offset
inflation and as a result, the existing funding
gap continues to grow. Progress has begun
and a number of significant funding changes
have been introduced over the past few
years, including:
• In 2010, City Council approved a
phased-in plan to fully fund the back
lane capital program by increasing the
annual tax-supported funding level by
$300,000 until2016.

• The 2013 Budget introduced a property tax
increase of $1,967,300 (1 .25% increase
over the 2012 tax base) dedicated
specifically to paved roadways.
·Allocation of ad hoc funding , whenever
opportunities arise, including allocations
from neighbourhood land development
profits and yearend surpluses.
·Access to the federal Infrastructure Stimulus
Fund to assist in street reconstruction.
Administration has previously recommended
that a 1.25% dedicated property tax increase
continue until approved roadway fund ing
targets have been met. However, this will take
approximately 10 years. The Administration
has clearly heard the priority that both City
Council and Saskatoon's citizens have
placed on the state of Saskatoon's roads.
Based on this, a more aggressive funding
strategy is proposed.

Roadway Assets
The Administration is responsible for
evaluating the condition of the City's paved
roadways and for developing an annual
program to maintain them at a minimum
long-term cost, with modifications based on
approved funding levels. Where feasible,
condition assessments are conducted on
an annual basis. The assessments are
used to determine condition and to develop
annual capital improvement plans.
The level of service for each type of asset is
defined differently. For example, the service
level for water mains may be defined by the
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number of service interruptions per year, for
bridges it may be the Bridge Condition Index
(BCI) , for parks it may be the health of the
vegetation . Therefore, as the level of service
increases, so does the cost of maintaining
the asset in the desired condition level.
In order to be able to compare apples to
apples, six levels of expenditures identified by
the letters A through F have been introduced,
where A represents the highest level of
expenditures and F represents no expenditure.
Table 1 describes each level of service.
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Table 1: Expe nditure Service Levels
Asset Condition

Description

A

Getting Better
Quickly

Sufficient expenditures to keep asset in top
condition and to increase asset condition/value
quickly over time.

B

Getting
Better

Sufficient expenditures to keep asset in top
condition and to increase asset condition/value
slowly over time.

Maintain Assets
that are in
Poor Condition

Sufficient expenditures to keep asset in constant
condition over time. This expenditure level applies
to older assets in poor to fair condition.

Maintain Assets
that are in
Good Condition

Sufficient expenditures to keep asset in constant
condition over time. This expenditure level applies
to newer assets in good to excellent condition.

Expenditure Level

c
0

E

Getting Worse Insufficient expenditures to maintain asset condition.
Over time asset condition will deteriorate.

F

Getting Worse
Quickly

No expenditures. Asset condition/value
decreases rapidly.

Using the above criteria, City Council has approved a number of roadway asset service
levels. The Administration has identified the following funding gaps for each asset class:

Table 2: Funding Gap by Asset Class (in Millions of Dollars)
Asset Class

2014 Annual
2013 Approved Required Existing Increases
Annual Annual included in Subtotal Funding
Service
Service
Gap
Level
Level Funding Funding 2014 Draft
Budget

Paved Roadways

LeveiE

LevelS

$26.20

$8.8

$0.45

$9.25

$16.95

Sidewalks

LeveiE

LevelS

2.78

0.5

0.08

0.58

2.20

Paved Back Lanes

LeveiE

LevelS

0.62

0.2

0.17

0.37

0.25

Gravel Back Lanes

Level A

Level A

1.03

0.13

1.03

Boundary Roads
Total Gap

LeveiE

Level D

0.41

0.9
0.0

0.00

0.00

0.00
0.41

$31 .04

$10.4

$0.83

$11.23

$19.81

(Based on 2013 Dollars)
To fully fund the approved service levels, additional annual funding of $19.81 million is required.
A three-year property tax increase phase-in is being recommended to address the remaining
shortfall. This translates into an increase of $6.60 million in each of 2014 through 2016.
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The following outlines the annual investment in paved roadways over the past three years:

in Millions of Dollars

Annual Base Funding

$3.77

$5.82

$8.80

One-time Paved Roadway Funding

0.83

4.68

4.26

Total Annual Investment

$4.60

$10.50

$13.06

The three year phase-in results are outlined in Table 3.

Table 3: Resulting Annuallnvestent through a Phased-In Approach
(in Millions of Dollars)
2013
2014
Base
Draft
Funding Budget

Paved Roadways
Sidewalks
Subtotal

$8.80
0.50
$9.30

2014

2016

$9.25 $14.90 $20.55 $26.20

Investment
Investment
over the over the next
next 3 years
10 years
(2014 through (2014 through
2016)
2023)
$61 .65

$245.05

2.78

6.13

25.59

$9.83 $16.21 $22.59 $28.98

$67.78

$270.64

0.58

1.31

2.04

Paved Back Lanes

0.16

0.37

0.45

0.53

0.62

1.60

Gravel Back Lanes

0.93

1.03

1.03

1.03

1.03

3.09

5.94
10.30

Boundary Roads

0.00

0.00

0.14

0.28

0.41

0.83

3.70

Annual Investment $10.89 $11.23 $17.83 $24.43 $31.04

$73.30

$290.58

The Administration is introducing the concept
of a Neighbourhood Renewal Program.
This program would fund the neighbourhood
roadway and sidewalk network separately
from the primary roadway and sidewalk
network. This ensures an adequate portion
of funding goes towards local roads and
sidewalks on a yearly basis.
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2015

Restating Paved Roadways and Sidewalks
from Table 3 to acknowledge neighbourhood
roads and sidewalks separate and apart from
the primary road and sidewalk network, and
continuing with the current preservation
strategy, results in the following:
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Table 4: Restated Neighbourhood and Primary Network Renewal Programs
(in Millions of Dollars)
Investment over the
next 3 years (2014
through 2016)

Investment over the
next 10 years (2014
through 2023)

$25.10
3.86

$107.00
16.32

14.50
1.00

36.55
2.27

138.05
9.27

$22.59 $28.98

$67.78

$270.64

Neighbourhood Network Renewal Program
Roadways
Sidewalks

$1.70 . $5.03
0.79
0 .29

$8.37 $11 .70
$1 .29
1.78

Primary Network Renewal Program
Roadways
Sidewalks
Annual
Investment

7.55
0.29

9.87
0.52

$9.83 $16.21

12.18
0.75
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Increased Roadway Service Levels - Street
Sweeping, Pothole Repairs, and Snow Clearing
Based on communications from both City Council and the public, the Administration is
recommending additional service levels be added to the 2014 budget. These include the
following:
1. Increases to the street sweeping program
of $605,000. This includes the following:
introduction of a "Spring Sweeping Blitz"
estimated at $175,000; a compressed
Residential Area Sweep program at an
estimated additional cost of $250,000,
additional summer sweeping estimated
at $20,000, and additional equipment
estimated at $160,000.
2. "Spring Pothole Blitz" program totalling
$550,000. This program will fully patch
all travelled lanes in the City's freeway,
collector and arterial roads over a 2 to
3-week period and will overlay areas of
large defects.

3. An increase in annual operating funding
levels to supplement the existing summer
pothole patching program. The 2013
operating budget includes resources for
four crews. This was enhanced for two
years to eight crews and a weekend crew
through capital funding. This is estimated
at a cost of $500,000.
4. Additional city-wide snow clearing, with an
estimated cost of $500,000 is proposed.
A snow clearing program consisting of
potentially two complete city-wide clearings
has been built into the 2014 draft budget.
These four service level increases total
$2.355 million and translate into a 1.50%
property tax increase.

Funding Plan
Contribution from the Water/Wastewater
Utilities
Deeply buried water and sewer mains
adversely affect the life expectancy of the
roadways above them. During construction,
deep excavations are made to install water,
sewer and storm sewer systems. As the
infrastructure ages and repairs are made or
new connections are installed, the pavement
structure is further damaged.
The Administration is proposing a transfer
of base funding of up to $6 million per year
from the Utility as a direct contribution towards
paved roadways. This will be phased-in over
three years with the first contribution in 2014
of $2 million.
5

Back lane Program
In 201 0, City Council approved a funding plan
for back lanes. This funding plan included
an annual $300,000 provision funded from tax
revenue received from annual assessment
growth funds. The 2014 preliminary budget
will include a $300,000 provision for back
lanes.

Paved Roadways and Sidewalks
The City's 2014 draft budget includes a
$450,000 additional provision for paved
roadways and a $80,000 additional provision
for sidewalks, to acknowledge inflationary
increases.
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Dedicated Property Tax Increase (in Millions of Dollars)
As part of the 2013 Budget, City Council approved a 1.25% property tax increase dedicated
specifically to roads. It is recommended that this approach be continued over the next three
years to fund both the capital road program (roadway asset funding gap) and the increased
service levels.
The following reconciles the annual Service Level B funding required from a dedicated tax
increase:
Required Investment (in of 2013 dollars)

$31 .04

2013 Base Funding

(1 0.40)

Less:

2014 Draft Budget

(0.83)

Contribution from Water/Wastewater Utility

(6.00)

Dedicated Tax Increase

$13.81

Three Year Phase-in Requirement

$4.60

Table 5 provides a further breakdown of the increases required by the various classes of
assets, as well as the requirements for the service level increases.

Table 5: Dedicated Property Tax Increase Phase-In (in Millions of Dollars)
2014

2015

2016

$2.83 1.80%

$2.83 1.80%

$2.83 1.80%

1.55 0.98%
0.22 0.14%

1.55 0.98%
0.22 0 .1 4%

1.55 0.98%
0.22 0.14%

$4.60 2.92%

$4.60 2.92%

$4.60 2.92%

$4.60 2.92%

$4.60 2.92%

Roadway Asset Funding Gap
Neighbourhood Network Renewal Program
Primary Network Renewal Program
Back Lanes and Boundary Roads
Subtotal
Service Level Increases
Enhanced Street Sweeping Program

0.60 0.38%

Spring Pothole Blitz

0.55 0.35%

Supplemented Summer Pothole Patching

0.50 0.32%

Additional City-wide Snow Clearing

0.50 0.32%

Subtotal

$2.15 1.37%

Total

$6.75 4.29%

(Based on 2013 Dollars)
Changes to the phase-in period and any
revisions to the service level increases will
impact the final dollars and percentage
increases as will inflation in future years.

A phased-in approach results in a continuously
growing backlog . The use of one-time funding
will continue to be recommended by the
Administration over the next three years.
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Ad Valorem Tax versus Base Tax
2013 Taxes
#of
%of
Fair Value properties properties
at this
at this
value
value
50,000
75,000
100,000
150,000
200,000
250,000
300,000
350,000
400,000
450,000
500,000
600,000
750,000
1,000,000
1,500,000
1,900,000

1,971
598
1,231
4,088
6,674
12,092
14,850
16,640
9,414
5,513
2,881
2,675
1,399
900
600
309
81,835

2.41%
0.73%
1.50%
5.00%
8.16%
14.78%
18.15%
20.33%
11.50%
6.74%
3.52%
3.27%
1.71%
1.10%
0.73%
0.38%
100.00%

Ad Valorum
Tax Levy
City Portion

$233.63
$335.45
$447.27
$670.90
$894.53
$1,118.16
$1,341 .80
$1,565.43
$1,789.06
$2,012.69
$2,236.33
$2,683.59
$3,354.49
$4,472.65
$6,708.98
$8,498.04

City
ETR

0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%
0.45%

Ad Valorem vs Base Tax.xls

City
Taxes
as a% of
Total
Taxes
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%
52.8%

2014 Taxes: $13.8 Madded to Ad Valorum Levy
City
Ad Valorum
Taxes
$Tax
Tax
% Tax
City
as a% of
Total
Increase Increase Increase ETR
Taxes
$243.37
$365.06
$486.75
$730.12
$973.50
$1 ,216.87
$1,460.25
$1,703.62
$1,947.00
$2,190.37
$2,433.74
$2,920.49
$3,650.62
$4,867.49
$7,301.23
$9,248.23

$19.74
$29.61
$39.48
$59.23
$78.97
$98.71
$118.45
$138.19
$157.93
$177.68
$197.42
$236.90
$296.13
$394.84
$592.26
$750.19

8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%
8.76%

0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%
0.49%

54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%
54.9%

2014 Taxes: $170 Base Tax
Ad Valorum
with additional $ Tax
%Tax
Base Tax
Increase Increase

$393.63
$505.45
$617.27
$840.90
$ 1,064.53
$1 ,288.16
$1 ,511.80
$1 ,735.43
$1,959.06
$2,182.69
$2.406.33
$2,853.59
$3,524.49
$4,642.65
$6,878.98
$8,668.04

$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$170.00
$1 70.00
$170.00

76.0%
50.7%
38.0%
25.3%
19.0%
15.2%
12.7%
10.9%
9.5%
8.4%
7.6%
6.3%
5.1%
3.8%
2.5%
2.0%

City
ETR

0.79%
0.67%
0.62%
0.56%
0.53%
0.52%
0.50%
0.50%
0.49%
0.49%
0.48%
0.48%
0.47%
0.46%
0.46%
0.46%

City
Taxes
as a% of
Total
Taxes
66.3%
62.8%
60.7%
58.4%
57.1%
56.3%
55.8%
55.4%
55.1%
54.8%
54.6%
54.3%
54.0%
53.7%
53.4%
53.3%

