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1 INTRODUCTION

Kinsmen Park is Saskatoon’s oldest city park and is a source of civic pride for the city. The 46-acre park
was first established in 1903 and was the initial = - T DR T e

home of the Saskatoon Fair and horse track. The
park evolved through the decades with new s g
amenities to the park such as adding a paddling 3

pool in 1928, a sports field during the 1950’s, and ; Y
replacing the carousel in 1973. The park has ‘ b} ’ ’ e
continued to evolve and currently hosts a variety B S ; : Qeilipecreonte
of activities for all ages, including boat tours, a > - ¥

theatre, the South Saskatchewan River, the
Meewasin Trail, a large children’s playground, a
conservatory and a children’s museum.

WSP Canada Group Limited (WSP) was retained
by the City of Saskatoon (City) to complete a
comprehensive parking, motor traffic and active
transportation review in order to identify the parking and transportation needs of Kinsmen Park Area over
the next 15 years.

The Kinsmen Park Parking Strategy and Transportation Plan has been developed utilizing the following
three strategic steps to identify the needs / issues for the Park uses and ultimately establish solutions to
address the issues that are tailor-made for the Park:

1. Existing Conditions | Conducted a comprehensive data collection program as well as public
engagement including key stakeholders to establish the baseline conditions.

2. Existing and Future Condition Reviews | Conducted assessments and identified deficiencies for the
existing and future conditions.

3. Solution Development | Brainstormed all potential solutions to address the needs as well as
recommended appropriate remedial measures to accommodate the demand for all road users.

The Kinsmen Park Parking Strategy and Transportation Plan study area is presented in Figure 1-1.

In addition to the park space, the Kinsmen Park Area (Park) was assumed to include the YWCA, Nutrien
Playland, Nutrien Wonderhub, Civic Conservatory, Shakespeare on the Saskatchewan (SOTS), and
Prairie Lily Cruise.
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1.1 EXISTING ROAD NETWORK

The Park is accessible via 25th Street, Kinsmen Avenue, Spadina Crescent, and Queen Street. Table 1-1
summarizes the characteristics of the roads and segments within the study area.

Table 1-1 | Study Segments Characteristics

. . Physical On-Street
Corridors Classification L Modes .
Characteristics Parking
Posted Speed: 50 km/h Sidewalks:  Both sides
25th St East: #of Lanes: 4 Cycling: Shared
University Bridge Arterial Frequent at peak hours None
- Kinsmen Ave Truck Route: No Transit: (Routes 04, 06, 43, 44, 45,
60, 61, 62, 63, 65)
Spadina Cres: Posted Speed: 50 km/h Sidewalks:  Both sides
25th St East - : ing: i
: Arterial #of Lanes: 2 Cycling: Both sides None
Spadina Cres .
Truck Route:  No Transit: None (No stops)
Ramp
West side (continuous), east
Spadina Cres: Posted Speed: 50 km/h | Sidewalks:  side (University Bridge -
Spadina Cres Arterial Spadina Ramp intersection) None
Ramp - Queen St #of Lanes: 2 Cycling: Shared
Truck Route: No Transit: (Hospital Shuttles)
Posted Speed: 50 km/h Sidewalks:  North side .
) North side
Queen St: # of Lanes: 2 Cycling: Shared 2 Hours
Spadina Cres - 9th Collector West of study area (08:00 - 17:00)
Ave North Truck Route:  No Transit: (Routes 11 & 12) and Mon ) F;i
Hospital Shuttle
Kinsmen Ave: Posted Speed: 50 km/h Sidewalks:  West side
North of 25th St Local #of Lanes: 2 Cycling: Shared None
East Truck Route:  No Transit: None
Spadina Cres Posted Speed: 50 km/h Sidewalks:  on the northbound side
Ramp: Universi : ing:
_ p : ty Ramp # of Lanes: 1 Cycling: Shared None
Bridge - Spadina .
Cres Truck Route:  No Transit: None (No stops)
Spadina Posted Speed: 50 km/h | Sidewalks:  None
Westbound to Loop # of Lanes: 1 Cycling: Shared None
Southbound Loop Truck Route: ~ No Transit: None (No stops)

1.2 DATA COLLECTION PROGRAM

To successfully complete the project, data collection was essential to serve as a baseline input to evaluate

the existing conditions and estimate future demand. This includes field investigation of the current

transportation infrastructure and document existing deficiencies, if any. Parking surveys and traffic

volume data were collected to establish the baseline conditions for the usage of the Park. Conflict
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observation and active transportation surveys were completed to document a deeper insight into any
safety issues (i.e. near misses or sight obstructions), and driver and pedestrian behaviors beyond what an
analysis of the collision statistics alone can indicate.

The Park consists of multiple developments including Nutrien Playland, Conservatory, Nutrien

Wonderhub, Prairie Lily Cruise and Shakespeare on the Saskatchewan. The public utilizes the Spadina
Crescent and Kinsmen Avenue corridors as well as parking spaces adjacent to the Park areas to access
these businesses. The following highlights the hours of operations for the businesses.

e Nutrien Playland
e Opens from:
o Weekday Hours of Operation:
e Weekend Hours of Operation:

« Civic Conservatory and Nutrien Wonderhub

e Wonderhub Opening Day:
e Hours of Operation:

May 12 — September 2, 2019
2:30 p.m. — 8:00 p.m.
10:00 a.m. —8:00 p.m.

June 28, 2019
9:00 a.m. —5:00 p.m. daily

The Civic Conservatory was still under renovation during the data collection program.

e Prairie Lily Cruise
e Sightseeing Cruise Operations:
e Sightseeing Cruise Hours:
o Friday Sunset Cruise Operations:
o Friday Sunset Cruise Hours:
o Dinner Cruise Operations:
e Dinner Cruise Hours:
e Sunday Brunch Cruise Operations:
e Sunday Brunch Cruise Hours:
« Shakespeare on the Saskatchewan (SOTS)
e Shows Start:
e Hours of Operation:
e Sunday’s Operations:

1.2.1 PARKING SURVEY

May 10 — October 12, 2019
1:30 p.m. — 8:00 p.m. (90mins)
May 17 — August 23, 2019
8:45 p.m. (boarding)

May 11 — October 12, 2019
6:00 p.m. (boarding)

May 11 — October 13, 2019
11:15 a.m. (boarding)

July 3 — August 18, 2019
7:30 p.m.
1:00 p.m., 5:30 p.m., 7:30 p.m.

The data collection was scheduled to coincide with regular hours of operations for the Park’s activities /

businesses, including:

o Parking Survey:

e Collect at 1-hour intervals for 12 hours
e Collect between 9:00 a.m. and 9:00 p.m.

e Weekday Parking Survey was collected on Thursday July 11, 2019
e Weekend Parking Survey was collected on Sunday July 14, 2019

1.2.2

INTERSECTION VOLUME COUNTS

« Typical Weekday Morning Peak: between 7:00 a.m. and 9:00 a.m.
« Typical Weekday Afternoon Peak: between 4:00 p.m. and 6:00 p.m.
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Weekday Late Evening Peak: between 6:00 p.m. and 8:00 p.m. (determined by the peak hour from
Parking Survey)

Weekend Peak: between 1:00 p.m. and 3:00 p.m. (determined by the peak hour from Parking Survey)
Weekday volumes was collected on Thursday July 11, 2019

Weekend volumes was collected on Sunday July 14, 2019

1.2.3 ACTIVE TRANSPORTATION AND CONFLICT OBSERVATION SURVEY
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Conflict Observation Survey — identify conflict points and near misses, if any, between vehicles,
pedestrians, and cyclists at street intersections, internal intersections, and at driveways.

Active Transportation Review

Review sidewalks and paved/unpaved pathways

Review informal pathways (worn pathways on grass)

Document existing entrance / connection points to the existing infrastructure

Identify missing connections




2 BACKGROUND INFORMATION

WSP reviewed background resources to ensure that the final recommendations developed would align
with the City’s visions. These documents also serve as a guide during the solution development stage so
that the final improvement plans within the Park is consistent with the network throughout Saskatoon.

2.1 KINSMEN PARK MASTER PLAN

The City of Saskatoon Kinsmen Park Master Plan (Master Plan) was developed in November 2011 and
set forth a 25-year improvement process for the rejuvenation and redesign of the Park to ensure that the
Park can continue to be enjoyed by future generations.

“The primary vision of the Master Plan is to create a place-specific, memorable environment that is
enjoyable for all ages, with a special focus on Children’s activities.”

The transportation initiatives identified within the Master Plan includes modifications on the road
network, parking zones, and active transportation facilities. The Master Plan places specific emphasis on
improving pedestrian and cycling infrastructure along Spadina Crescent to encourage the use of active
modes. Recommendations to this street include:

o Improve the public realm through the park by continuing or partially continuing the ‘promenade’
characteristics that are currently found south of the Park on Spadina Crescent (i.e. widened sidewalk,
green infrastructure, sidewalk lamps, textured sidewalk surface treatments);

« Implement dedicated cycling infrastructure, where possible, with the long-term objective of
implementing a cycling facility that is physically separated from motor vehicle travel lanes; and

« Improve the conspicuity and safety of pedestrian crossings.

2.2 COMPLETE STREET DESIGN AND POLICY GUIDE

The Complete Streets Design and Policy Guide provides guidance to planners, engineers, the community
and developers to design the public right-of-way in a consistent manner, ensure land uses are integrated,
and contributes to a people-orientated street environment. The Complete Streets Design and Policy Guide
defines the context of the corridor which includes both existing and future road, transit, bicycle, and
pedestrian networks, and a toolkit that highlights some of the most important treatments that will be
critical to Saskatoon’s success.

2.3 ACTIVE TRANSPORTATION PLAN

The Active Transportation Plan (ATP) sets a vision for the city as a leader in active transportation by the
year 2045. The ATP identifies a desire within the city to make active transportation a safe and
comfortable modal choice for people of all ages and abilities. Furthermore, active transportation should be
a safe and comfortable modal choice throughout the year. The ATP has noted that improving linkages and
connections to destinations in Saskatoon for cyclists and pedestrians is an important component of
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achieving the City’s vision. Improving cycling and pedestrian infrastructure to Kinsmen Park Area is in
line with this vision as the park is a destination for leisure and a connection to downtown.

The ATP has identified opportunities to improve active transportation in the form of six themes, three of
which focuses on pedestrians and cyclists facilities:

1. Connectivity;
2. Safety and Security;
3. Convenience;

Theme 1, Connectivity, aims to create a network of sidewalks, paths, and cycling facilities that is
connected and convenient for all active transportation users. This includes building upon and improving
the existing sidewalk and bicycle network within the city, as well as addressing existing physical barriers.
Improvements to the cycling network should be done to ensure that cycling facilities are designed for All
Ages and Abilities (AAA). This will include the implementation of separated on-street cycling
infrastructure and off-street multi-use paths where possible. Implementing cycling infrastructure that is
designed for all ages and abilities is of specific importance in downtown, as noted by the ATP. Improving
existing multi-use pathways has also been noted as an action item within this theme. The Meewasin Trail,
a pathway that connects through the park, has been specifically identified within this action item as a
facility that may require infrastructure improvements.

Key components for AAA cycling network identified in the study include:

« Safety | Be safe because cyclists are vulnerable road users;
« Comfort | Be comfortable in order to attract new cyclists; and,
« Connectivity | Connect not only to other facilities but also to key destinations in order to be practical.

Theme 2, Safety and Security, includes a desire to reduce conflicts on multi-use pathways between
different modes. This includes managing conflicting movements between pathway users and mitigating
the speed differential of different modes, such as walking and cycling. Infrastructure improvements to the
active transportation network should ensure that the design of shared facilities considers these conflicts.

Theme 3, Convenience, aims to provide public amenities that make active transportation a convenient
and practical modal choice. This includes the provision of bicycle parking and end-of-trip facilities.
Bicycle parking may take the form of short-term parking, bicycle racks situated in the public right-of-
way, and long-term parking, secure storage facilities (e.g. lockers, cages, stations) that are intended for
longer periods. The ATP notes that the City should act as a leader to private property owners by providing
bicycle parking on public-owned land. It is further recommended that cycling amenities, such as bicycle
repair and maintenance stations, be installed at key destinations throughout the city.

24 DOWNTOWN ALL AGES AND ABILITIES CYCLING
NETWORK STUDY

The Downtown All Ages and Abilities Cycling Network study further identified the appropriate corridors
and connections for the AAA network within the downtown area, as illustrated in Figure 2-1. The major
principles in identifying the downtown network include connection with Saskatoon’s wider cycling

network, integration with other downtown projects, as well as the impacts on all road users.

DECEMBER 2019 | 18M-01852-00



13rd g Shredt mmm Proposed AAA Network

| []
= i [ ] FUTURE EXTENSION ==== Shared-Use On-Road Cycling Lane
2 ‘OF 33RD ST MULIT- ::“It:':’(:::l%sv'l‘v
l ' USE PATHWAY -USE PA e Cycle Track
2 o)== by
Voo .I. - -.....Eu...”_'_ - K8 g --------- Bike Boulevard
i = e
| i = 5 5 e Multi-Use Tralls or Pathways
i Ges E H
1 = z= Local Roads
nt i v 2 83
-1 n gg e Exclusive Bike Lanes
bad .§"| : 5. ST [y e Sharrows Wide Lane and Narrow Lanes
sy b LA LSty "' ¥ s === On Road, Sharing the Road or Bike Route

BICYCLE BOULEVARD

[ PO

== Expert Riders - Street with high speed
and high volume of traffic

EXISTING COULEGE 0 Underpass/Overpass

DRIVE SHARED-USE
PATHWAY
) IESZ0  Underpass/Overpass with Stairs

PROPOSED 19TH ST P Bridge
§ rroTECTED BIKE LANE
Railway

ML ] T - <= Future AAA Connection

T Existing AAA Connection

2.5 MEEWASIN TRAIL STUDY

The 2014 Meewasin Trail Study, prepared for the Meewasin Valley Authority, included a review of the
existing Meewasin Trail to identify opportunities for infrastructure, maintenance, and accessibility
improvements. The study notes that the Meewasin Trail is a popular corridor for all active transportation
users. One of the largest complaints among users of the trail is the presence of cyclists and their higher
travel speeds compared to other trail users. The section of trail near the Mendel Building, a location
within the Park, has been noted as the busiest section of the trail and it is expected to have over 450 users
per hour by 2043. The study indicates that this section does not meet the current 3.0m standard for the
Meewasin Trail and that best practices suggest that an even wider facility (> 4.0m) may be warranted
given the anticipated future volume of users. The following infrastructure improvements were identified:

«  Widen the trail to accommodate anticipated future use;
« Reconstruct the pedestrian boardwalk path;

« Prune overhead and adjacent vegetation; and

o Improve accessibility.

2.6 COMPREHENSIVE DOWNTOWN PARKING STRATEGY

The Comprehensive Downtown Parking Strategy reviewed the existing and future parking conditions in
the Downtown, Kinsmen, Riverdale and Broadway study areas, as well as identified a parking
Management Plan and Transportation Demand Management initiatives to potentially reduce the future
parking demands.
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The Kinsmen study area was generally bounded by 25 Street to the south, Spadina Crescent to the east,
Queen Street to the North and Idylwyld Drive to the west.

The following findings are applicable to this study:

« Atotal of 3,685 parking stalls are available in the Kinsmen area (including on-street, municipal off-
street, commercial off-street, and private off-street).

« Approximately 70% of the parking supply is private off-street which is not available for public uses.

« Approximately 600 public stalls out of 1,514 total stalls were available during the study peak period
at2p.m.

The following recommendations are applicable to this study:

« Actively identify locations to increase the supply of on-street parking.

« Conduct detailed feasibility studies regarding the provision of public parking in new garages on the
former Police Station site and the surface lots adjacent to the YMCA.

« Review the feasibility of providing park and ride surface lots at the outer portion of the future BRT
lines in order to reduce the amount of parking required Downtown.

« Implement a comprehensive TDM program to reduce the amount of costly parking garage(s) required
in the future. This program would include local transit improvements, the provision of auto share
services, a ride matching services, preferential parking for carpool vehicles, enhanced bicycle
parking, a guaranteed ride home service and the continued use of parking rates for employee parking
that are significantly higher than the cost of a transit pass.
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3  PUBLIC ENGAGEMENT

Engaging stakeholders and the public was an important component of this project and for its successful
completion. An effective engagement program targeting stakeholders and the public was necessary to
communicate information about the project, identify issues and concerns, collect valuable feedback and
background information. As part of this project, WSP met with several stakeholders identified by the City
as well as two public open house events.

3.1 STAKEHOLDER CONSULTATIONS

During the kick-off meeting, the City provided a complete list of stakeholders as part of the engagement
including a ‘direct’ group and an ‘informed’ group.

The direct group stakeholders are those that are directly impacted by the future of the Park. These
stakeholders include:

o Meewasin Valley Authority (Meewasin) City of Saskatoon — Special Event

« Nutrien Playland « City of Saskatoon — Facility Division

o Nutrien Wonderhub o City of Saskatoon — Roadways and Operations

o Shakespeare on the Saskatchewan (SOTS) o City of Saskatoon — Park Division (Maintenance)
o Prairie Lily Cruise o City of Saskatoon — Park Division (Irrigation)

« YWCA « City of Saskatoon — Park Division (Design)

« Saskatoon Housing Authority o City of Saskatoon — Transit

« Civic Conservatory

WSP hosted individual meeting(s) with the identified stakeholders to discuss any safety and/or
operational issues and concerns within the study area. The consultation also identified the existing
operations of the Park uses and the anticipated future growth of each use / business. A detailed summary
of the stakeholder consultations is attached in Appendix A.

In addition to the direct group, the City also identified a list of ‘informed’ group stakeholders who,
although may not be directly impacted by the Kinsmen Park area, has a vast interest in the modifications
and improvements of the area. These inform groups include:

o City Park Community e Nutrien
« Saskatoon Housing Authority o Canpotex
o Saskatoon Health Region — City Hospital o Discover Park Condo
» Saskatoon Health Region — Nurse’s « Nordic Ski Club
Residence
» Saskatoon Health Region — Royal University
Hospital
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4  COLLISION ANALYSIS

The most recent available collision information was provided by the Saskatchewan Government
Insurance (SGI). A collision analysis was completed within the study area based on a 5-year (2013 —
2017) timeframe for 25th Street, Spadina Crescent, and Queen Street. The following collision analysis
summary excludes impaired-related collisions.

Figure 4-1 illustrates the number of collisions by severity (ranging from property damaged to fatal
collisions) within the study area. A detailed summary of the analysis is provided in Appendix B.

411 25TH STREET: SPADINA CRESCENT — KINSMEN AVENUE

The collision analysis indicates that there is a total of 111 collisions recorded on 25th Street between
Spadina Crescent and Kinsmen Avenue with 92 Property Damaged Only (PDO), 19 injuries and 0
fatality.

A total of 82 collisions occurred at an intersection, 63 of which were at the 25th Street and Spadina
Crescent intersection. The most common collision configurations were rear-ended at 73 collisions and
side-swipe same direction at 8 collisions.

There was a collision involving a pedestrian recorded in 2013 at the 25th Street and Kinsmen Avenue
intersection that resulted in personal injury. The major contributing factor was failure to yield to the right-
of-way while the pedestrian was crossing the intersection.

4.1.2 SPADINA CRESCENT: 25TH AVENUE — QUEEN STREET

There was a total of 27 collisions recorded between 2013 and 2017 along Spadina Crescent between 25th
Street and Queen Street, 22 of which were PDO, 2 injuries and no fatal collisions. The majority of the
accidents were non-intersection collisions. Similarly, the most common collision configurations were
rear-ended at 15 collisions recorded and followed by lost control right ditch at 3 collisions.

There were no collisions involving pedestrians or cyclists identified.
4.1.3 QUEEN STREET AND SPADINA CRESCENT INTERSECTION

There was a total of 12 collisions recorded between 2013 and 2017 at the Queen Street and Spadina
Crescent intersection, 9 of which were PDO, 3 injuries, and no fatal collisions. There was a total of 11
rear-ended collisions and one lost control right-ditch collision.

There were no collisions involving pedestrians or cyclists recorded.
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1 Pedestrian Collision

B Failure to yield to ROW

PDO / Injury / Fatality Collision Severity
Intersection Collisions

Segment Collisions

203 Wellman Crescent
Saskatoon, SK
S7T 0J1
tel: 306.665.6223
fax: 306.665.8589

Issue Date - 2019-05-28
Scale: NTS
Aerial Imagery: Google
Imagery

FIGURE 4-1 | COLLISION ANALYSIS BY
SEVERITY - 5 YEAR ANALYSIS (2013-2017)

Kinsmen Park Parking Strategy and Transportation Study




5  EXISTING PARKING CAPACITY AND USAGE

In order to determine the current usage and demand for parking within the Park, the current parking
inventory and hourly utilization were recorded. The data collected during the study period was analyzed
for the following key parking performance indicators:

o Occupancy / Utilization
e Parking Turnover
o Duration of Stay

With the Civic Conservatory still under renovation during the data collection program, parking demand
anticipated to generate from this use was estimated and added to the parking usage. Detail calculations are
attached in Appendix C.

Detailed summary of the parking survey is provided in Appendix D.

5.1 EXISTING PARKING CAPACITY

Parking supply for the developments in the Park was divided into 6 surface parking zones for both staff
and public uses, as outlined in Table 5-1 below. Zone 6 is available for the SOTS patrons in the evening.
Figure 5-1 illustrates the parking zones and available capacity.

Table 5-1 | Total Parking Supply for Kinsmen Park Area Uses
Capacity (Stalls)

Parking Zones

Day Evening

Zone 1 — Kinsmen Avenue 85 85

Zone 2 — Staff Parking 14 14

Zone 3 — Spadina West 52 52

Zone 4 — Spadina East 84 84

Zone 5 — Mendel Building 28 28

Total Kinsmen Park Area Parking Supply: 263 263
Zone 6 — City Hospital - 366

Total Parking Supply: 263 629
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5.2 EXISTING PARKING UTILIZATION

The parking survey at each zone was conducted over a 12-hour period (between 9:00 a.m. and 9:00 p.m.)
on Thursday, July 11, 2019 and Sunday, July 14, 2019. Table 5-2 presents the peak parking demand for
the Park for both weekday and weekend operations.

Table 5-2 | Kinsmen Park Area Peak Parking Utilization

Parking Zones Utilization Weekday Weekend
Average (%) 63% 47%
; Peak 95% 84%
Zone 1 — Kinsmen Ave -
*Peak (Time) 11:00 AM 1:00 PM - 3:00 PM
**No. of Hrs > 90% 1 0
Average (%) 57% 43%
) Peak 93% 64%
Zone 2 — Staff Parking -
*Peak (Time) 2:00 PM 12:00 Noon - 3:00 PM
**No. of Hrs > 90% 1 0
Average (%) 90% 85%
Peak 100% 100%
Zone 3 — Spadina West . 11:00 AM-4:00 PM, 2:00 PM - 4:00 PM,
*Peak (Time)
6:00 PM - 8:00 PM 5:00 PM, 7:00 PM
**No. of Hrs > 90% 8 9
Average (%) 86% 94%
Peak 103% 110%
Zone 4 — Spadina East 12:00 Noon - 4:00 PM
*Peak (Ti 1:00 PM - 3:00 PM '
eak (Time) 5:00 PM - 8:00 PM
**No. of Hrs > 90% 8 8
Average (%) 63% 57%
; . Peak 89% 82%
Zone 5 — Meewasin Trail -
*Peak (Time) 2:00 PM 2:00 PM
**No. of Hrs > 90% 0 0
Average (%) 76% 70%
Total Kinsmen Park Area Peak 93% 94%
Parking Zones N -
(excl. Zone 6) Peak (Time) 2:00 PM 2:00 PM
**No. of Hrs > 90% 1 2

* 96Peak higher than 100% capacity of the supply due to illegal parking (i.e. double parked, use of parking circulation aisle.

** Note: Maximum number of hours > 90% = 12 hours (90% is considered full)
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Table 5-3 summarizes the peak parking demand for Zone 6 City Hospital.
Table 5-3 | Kinsmen Park Area Peak Parking Utilization

PARKING ZONES UTILIZATION WEEKDAY WEEKEND
Average (%) 41% 7%
; ; Peak 67% 14%
Zone 6 — City Hospital -
*Peak (Time) 1:00 PM 1:00 PM - 3:00 PM
**No. of Hrs > 90% 0 0

* 06Peak higher than 100% capacity of the supply due to illegal parking (i.e. double parked, use of parking circulation aisle.
** Note: Maximum number of hours > 90% = 12 hours (90% is considered full)

The parking survey findings include:

« Peak parking utilization for the Park occurred between 2 p.m. and 3 p.m. for both weekday and
weekend counts.

« Evening peak parking demand for the Park occurred between 7 p.m. and 8 p.m. for both weekday and
weekend counts.

o Zone 1 appeared to be under-utilized, particularly during the evening period.

« Zone 2 (designated as staff only parking area) was being utilized by both the Park staff and visitors.

e Zone 3 is at capacity during peak demand (> 90% utilization).

« Zone 4 is overcapacity due to illegal parking in the circulating lane.

« Zone 5 (designated as staff only parking area) was being utilized by both the Wonderhub staff and
public.

e Zone 6 was utilized in the evening by the SOTS patrons.

While the demand for parking in Zones 3 and 4 adjacent to Spadina Crescent was over 90% during the
peak periods, it was identified that there was additional capacity available in other zones, particularly
Zone 1 for the evening demand. The parking survey also indicates that parking supply in Zones 2 and 5
are essential to accommodate the demand for the Park.

There was use of adjacent on-street parking west and north of the Park by visitors as evident through the
conflict observation survey and the parking study data collection.

Figures 5-2 and 5-3 illustrate the weekday and weekend peak utilization for each zone.
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3 orth Access

FIGURE 5-3 |
WEEKEND PEAK UTILIZATION
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5.3 PARKING TURNOVER

Parking turnover estimates the number of vehicles parked in a space over the study period. Parking
turnover was determined by the total vehicles counted during the study period over the capacity for each
zone. Table 5-3 summarizes the average parking turnover for the Park for both weekday and weekend
usage during the daytime (9:00 a.m. to 5:00 p.m.) and evening (5:00 p.m. to 9:00 p.m.) operations.

Table 5-4 | Average Parking Turnover

Daytime Turnover Evening Turnover Overall Turnover
Parking Zones Capacity (9:00a.m.-5:00p.m) (5:00p.m.-9:00p.m) (9:00a.m.-9:00p.m.)
Weekday Weekend Weekday Weekend Weekday Weekend

Zone 1 85 5.86 4.40 1.75 1.24 7.61 5.64
Zone 2 14 5.64 4.07 1.21 1.14 6.86 5.21
Zone 3 52 7.44 6.79 3.37 3.37 10.81 10.15
Zone 4 84 7.22 7.13 3.11 411 10.33 11.24
Zone 5 28 5.01 4.46 2.60 2.39 7.61 6.86
Avg Parking Turnover: 263 6.50 5.73 2.57 2.69 9.07 8.43
Zone 6 366 4.40 0.68 0.51 0.13 491 0.81
Avg Parking Turnover: 629 5.28 2.79 1.37 1.20 6.65 3.99

All areas measured showed a slightly lower turnover for the weekend except for Zone 4 during the
weekend evening period. It was identified that the variations in parking turnover in Zone 3 and Zone 4
were minimal.

5.4 DURATION OF STAY

Since there is no restriction on parking duration, a license plate survey was conducted on Sunday to
identify the true duration of stay for the Park. The license plate survey was conducted at a one-hour
interval for Zones 1 to 5. As such, the data is presented as a range rather than precise time of stay, as
summarized in Table 5-4. The majority of the Park visitors stayed between 1 and 2 hours while
approximately 30% stayed longer than 2 hours. The duration of stay for Zones 2 and 5 may also be an
indication that the zones were utilized by visitors since staff would have parked for longer than 2 hours.

Table 5-5 | Duration of Stay (Weekend)

Duration of Stay

Zones
<2 Hours 3 Hours 4 Hours >4 Hours

Zone 1 73% 15% 5% 7%

Zone 3 74% 15% 6% 4%

Zone 4 65% 17% 12% 7%
Visitor Parking Zones: 70% 16% 9% 6%

Zone 2 36% 14% 0% 50%

Zone 5 60% 8% 5% 27%
Total Parking Zones: 69% 15% 8% 8%
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6 EXISTING TRAFFIC VOLUMES

Turning movement counts were collected at the study intersections for a typical weekday and weekend to
determine the traffic demand along Spadina Crescent adjacent to the Park. Traffic volumes on the
weekday were collected during the typical morning (7:00 a.m. — 9:00 a.m.) and afternoon (4:00 p.m. —

6 p.m.) peak periods, corresponding to commuter traffic.

In addition to the typical weekday peak hour, traffic volumes were collected during the peak operations of
the Park, based on the maximum parking demand, on a weekday and weekend in order to determine how
traffic would operate at these periods. As such, the weekday evening peak period was collected between
6:00 p.m. and 8:00 p.m. while the weekend peak period was collected between 1:00 p.m. and 3:00 p.m.

The traffic volumes collected in 2019 during peak operation of the Park were compared to 2018 traffic
volumes, provided by the City. The 2018 traffic volumes were collected in April or November which
represents typical commuter traffic. The purpose of the comparison is to determine the changes between
typical commuter traffic volumes and summer traffic volumes to ensure that the recommended
intersection improvement(s) would be able to accommodate traffic all year round. Table 6-1 summarizes
the morning and afternoon peak hour entering volumes at the study intersections for the 2018 and 2019
data.

Table 6-1 | Comparison of 2018 Commuter and 2019 Park Operations Traffic Volumes

AM Peak Entering Volumes PM Peak Entering Volumes
Intersections 2018 2019 2018 2019
(Apr/Nov)  (Summer) Pechange (Apr/Nov)  (Summer) veChange
25th St & Kinsmen Ave 2,450 2,200 -10% 2,750 2,850 4%
Spadina Cres & Loop 850 750 -12% 750 700 -1%
Spadina Cres & Ramp 1,250 1,100 -12% 1,550 1,500 -3%
Spadina Cres & Playland Access 1,250 1,100 -12% 1,550 1,600 3%
Spadina Cres & Access 1,300 1,100 -15% 1,550 1,500 -3%
Spadina Cres & Queen St 1,350 1,200 -11% 1,550 1,600 3%

It was identified that the variation in traffic volumes was minimal with a maximum of 15% change which
is considered acceptable since fluctuation of up to 25% can occur from day-to-day operations. The
maximum difference was approximately 4 to 5 vehicles per minute between the two timeframes.

With the Civic Conservatory still under renovation during the data collection program, traffic volumes
anticipated to generate from this use were estimated and added to the current traffic volumes. Detail
calculations are attached in Appendix C. Adjusted traffic volumes are illustrated in Figure 6-1 for the
typical weekday commuter morning and afternoon peak hours and Figure 6-2 illustrates the weekday
evening and weekend peak hours.
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7 ACTIVE TRANSPORTATION AND CONFLICT
OBSERVATION SURVEY

7.1 EXISTING ACTIVE TRANSPORTATION CORRIDORS

The Park features two prominent North-South corridors for active transportation: the Meewasin Trail and
Spadina Crescent.

o The Meewasin Trail is a multi-use trail that is shared by pedestrian and cyclists. It runs adjacent to the
South Saskatchewan river and provides direct access to activity centres within the Park.

« Spadina Crescent is a roadway that dissects the centre of the Park. It provides direct access to the
Playland, the Mendel Building, and several parking zones within the Park. It is a shared roadway
between motorists and cyclists. Bike lanes are present on the roadway between the University Bridge
and Spadina Ramp. Sidewalks are present along the full extent of Spadina Crescent on the west side
of the road. Sidewalks are present on the east side of the road south of the Playland. The roadway is
bi-directional with two general travel lanes, one in each direction, with a speed limit of 50 km/h. East-
west pedestrian crossings on this roadway are limited to two locations: one at the southern portion of
Spadina Crescent adjacent to the University Bridge and a second between Zones 3 and 4. The Master
Plan proposes a long-term plan to improve the cycling and pedestrian environments of this roadway.

Figure 7-1: Existing, discontinuous pathways within

East-west movement within the Park is facilitated the Park (Kinsmen Park Master Plan, 2011)

through multi-use pathways adjacent to the
Playland to the north. These pathways connect the
YWCA and Saskatoon City Hospital to the west of
the park. The Master Plan identified that east-west
pathways within the park are unclear, as shown in
Figure 7-1. Since the Master Plan was completed in
2011, redevelopment of the Playland has resulted in
a new pedestrian path between Spadina Crescent
and Kinsmen Avenue. East-west movement within
the park is also segmented by a lack of crossings on
Spadina Crescent.
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7.2 EXISTING PEDESTRIAN AND CYCLIST DESIRE LINES

Desire lines are informal pathways created by the repeated movement of pedestrians and cyclists. They
indicate a desired path for active transportation that is currently unserved by dedicated facilities, such as
multi-use trails or sidewalks. Desire lines may be used to understand the flow of pedestrians and cyclists
and identify opportunities to build infrastructure that services an existing demand. The Park features
several desire lines which should be considered for paving to facilitate improved circulation within and
through the Park, as illustrated in Figure 7-2. The following locations feature desire lines that are
opportunities for new active transportation facilities:

East-west desire line between Zone 3 and Zone 6 parking;

East-west desire line underneath the Spadina Crescent bridge;

East-west desire line between the Zones 4 / 5 parking and Spadina Crescent;

East-west desire line between the Meewasin Trail and Zone 4 parking;

East-west desire line between Kinsmen Avenue and the existing Playland path;
Northwest-southeast desire line within the field enclosed by the Canpotex train tracks;

East-west desire line south of the Canpotex train tracks; and

East-west desire line between Kinsmen Avenue and the northwest intersection corner of Spadina
Crescent and 25 Street.

9. East-west desire line along Queen Street between Zone 6 parking and Spadina Crescent.

© N o Ok~ wDhRE

7.3 POTENTIAL CONFLICT POINTS

Conflict points are locations where motor vehicles, pedestrians, and cyclists have conflicting movements.
These locations may be problematic since vulnerable road users (pedestrians and cyclists) must interact
with motor vehicles in the same space. They are of concern where motor vehicle speeds and volumes are
high, such as Spadina Crescent. Consideration should be made to improve the safety and comfort for
vulnerable road users at these locations, as illustrated in Figure 7-2. The following locations within the
Park could be viewed as conflicts points because they pose potential safety concerns:

10. The pedestrian crossing on Spadina Crescent that connects Zones 3 and 4 parking presents a potential
safety concern between motorists and pedestrians. This pedestrian crossing facilitates movement
across Spadina Crescent for visitors parked on the parking lots and attractions on either side of the
road. At present, this is the only east-west crossing for pedestrians in the middle of the Park. This
pedestrian crossing features pushbutton activated flashing lights that are located directly above the
crossing to warn approaching motorists of pedestrians. If traffic volumes and speeds are high,
techniques to improve the conspicuity of the crossing should be considered. The addition of
supplementary pedestrian crossings along the corridor may be warranted. Consideration could also be
made to installing a crossbike to facilitate bicycle crossing at this location.

11. The motor vehicle exit ramp located approximately 50m on Spadina Crescent north of the University
Bridge presents a potential safety concern between motorists, pedestrians, and cyclists. The pedestrian
crossing is marked by signage and pavement markings, whereas the bicycle lane is not marked
through the conflict areas. Furthermore, the pavement markings for the bike lane leading up to the
conflict area have faded. Consideration should be made to mark the cycling facility at this location
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with a green surface treatment and ‘Turning Vehicles Yield to Cyclists’ signage to alert turning
motorists to the presence of cyclists.

The pedestrian crossing on Spadina Crescent immediately north of the University Bridge presents a
potential safety concern between motorists and pedestrians. The crossing is situated in a location that
is partially obstructed from view of westbound motorists that are turning north onto Spadina Crescent
from the University Bridge. Motorists that are turning onto Spadina Crescent do so from an
unsignalized right-turn channel. The pedestrian crossing is located at the end of this turn channel,
partially hidden from view due to guard rails on the University Bridge and vegetation in the
boulevard. Existing pushbutton activated flashing lights are located directly above the crossing as
well as advance pedestrian crossing warning sign. Due to limited visibility, supplementary flashing
lights in advance of the crossing may be considered. Techniques to improve the conspicuity of the
crossing should be considered, particularly in advance of the right turn channel to alert motorists to
the presence of crossing pedestrians.
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7.4 OTHER SITE OBSERVATIONS

A site visit was conducted to review the existing transportation infrastructure and complete a conflict
observation survey to identify potential safety issues between vehicles and other mode of uses within the
study area.

Figure 7-3 illustrates the existing transportation infrastructure and highlights deficiencies. The following
summarizes key issues identified during the site visit:

« Tripping hazards presented within median of the pedestrian crossings on Spadina Crescent at the
intersection with the Spadina Ramp intersection.

« Pedestrian ramps are not aligned at the Spadina Loop.

« Pavement markings for bike lanes are not provided along Spadina Crescent between 25 Street East
and Spadina Ramp.

« Uneven pathway adjacent to Spadina Ramp at Spadina Crescent may result in tripping hazards.

« Tripping hazards on the sidewalks on Queen Street.

« Sidewalk discontinued on the east of Kinsmen Avenue.

« Missing trails / pathways and connections.

« Drainage issues (flooded when rain) on multi-use pathway just north of Zone 1 parking.

Other site observations noted are summarized in Appendix E. Some of these including:

« Vehicle illegally parked on the grass in Zone 1 parking area.

« Several of the parking concrete blocks in Zone 1 parking area have rebar sticking out, which present
hazards to users.

« There were vehicles circulating the parking zones multiple times looking for a parking spot.

« One-way, Entry-Only, and Exit-Only signs were blocked by vegetation or were too small.

« Some visitors to the Park were not aware of Zone 1 parking supply.

« Parking stall pavement markings need repainting and directional arrows for circulation patterns
should be provided at the Park public parking zones on both sides of Spadina Crescent.

Potential conflicts observed include:

« Sight obstructions presented at the bend of the Meewasin Trail behind the Mendel Building.

« Safety issues at pedestrian crossing on Spadina Crescent (between Zones 3 and 4) with vehicles entry
and exiting the zones, particularly when there are minimal gaps due to high traffic volumes on
Spadina Crescent.

« Sight obstructions at the loop in front of the Mendel Building from the information / advertising
signs.

« Sightline limitation due to vegetation at the corner of Zone 4 parking and the access point.

o Cyclist slipped and fell from bike on multi-use trail behind the Mendel building due to sharp curve.

« Young pedestrians ignoring the crossing device and crossing Spadina Crescent when it was unsafe to
do so.
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8 ESTIMATED FUTURE DEMAND

8.1 TRAFFIC VOLUME PROJECTION

8.1.1 FUTURE CONDITIONS AND BACKGROUND GROWTH

The future horizon for the project was assumed to be a 15-year timeframe. The future demand projection
was conducted using a combination of the following:

« Background growth was applied to traffic on the road network only and not those streets / accesses
associated with Park’s activities. Background growth is associated with organic growth of the city’s
population. The City Transportation Branch suggested that an annual 2% growth should be applied to
the study area.

« Development specific growth is generated by the Park. Growth may occur in the form of increased
attendance with no changes to existing capacity or in the form of physical expansion.

8.1.2 DEVELOPMENT SPECIFIC GROWTH

Information regarding potential future growth for the developments within the Park was derived from the
stakeholder consultation. The following summarizes the potential growth identified:

« Nutrien Playland | No additional rides. Potential increase in overall attendance by 10% over short-
term period. Potential new rental options could increase uses during the day and increase use after
hours (8:00 p.m. —10:30 p.m.). For the purpose of this study, a 20% increase was assumed for the
Playland visitors for long-term growth.

« Nutrien Wonderhub | Current building is at capacity. Industry data suggests that for the first 5-10
years of operation for a children's museum, there is an expected 5% increase in attendance each year.
A 20% increase was assumed for the Wonderhub visitors for long-term growth, assuming there is no
physical expansion.

« Civic Conservatory | No plan to increase the number of visitors.

« Shakespeare on the Saskatchewan | No change in capacity (300 patrons) but potential increase in
attendance by 10-30%. The future growth was assumed at 300 patrons where applicable.

« Prairie Lily Cruise | No change in capacity (400 patrons / day) but potential increase in attendance
by 7-20%.

«  YWCA | Assumed 0% growth since future plan is unknown at this time.

In addition to the above activities, an additional 20% of the Playland visitors was added to the daily
visitors to account for other activities including picnics, exercise classes, Meewasin trail, etc. Based on
the information provided and consideration for each venue’s capacity, it was identified that the overall
growth the Park would ultimately experience is approximately 13% during the weekday and 17% during
the weekend uses. As such, the number of visitors to the Park is expected to increase by approximately
400 visitors to 3,600 visitors for the weekday and 600 visitors to 4,000 visitors per day for the weekend
operations.

Table 8-1 summarizes the anticipated total new trips generated by the development growth for both
entering and exiting the site at each study peak period.

DECEMBER 2019 | 18M-01852-00



Table 8-1 | Kinsmen Park Area Existing and Future Uses

Uses Weekday Uses Weekend Uses Comments
Existing Future Existing Future
Nutrien Playland* 1189 1426 1257 1508 |Assumed 20% future growth
Nutrien Wonderhub 738 886 731 877 |Assumed 20% future growth
Civic Conservatory? 222 222 222 222 |No plan to increase the number of visitors
SOTS — Show 310 310 260 300 |Assumed future growth to maximum capacity of 300
SOTS - Matinee 0 0 240 300 |patrons
Prairie Lily Cruise 174 209 336 400 Assum?d 20% fut-ure grow-th or 400 capacity
(Potential 7-20% increase in attendance)
YWCA 246 246 57 57  |Assumed 0% future growth
Kinsmen Park (i.e. picnic, etc.) 297 297 297 297 |Assumed 20% of the Playland visitors
Total Daily Attendance: 3176 3596 3400 3962
%Future Growth to Existing: - 13% - 17%
1. 2377 tickets scanned for weekday and 2514 for weekend operations. WSP assumed an average of 2 tickets used per visitor.
2. The calculation for the Conservatory visitors is shown in Appendix C.

Future growth traffic patterns were assumed to be the same as the existing. As such, the percent growth
was then applied to the egress and ingress movements at the visitors parking zones (Zones 1, 3, and 4) to
determine the growth in traffic volumes at the site accesses for the respective peak hours. The additional
development trips generated by the Park’s businesses / activities are presented in Table 8-2. The morning
p3030eak hour trips were not shown since it is outside of operating hours of the Park. Zone 6 occupancies
were not included in the calculation since the number of visitors to the Park and to the Hospital cannot be
determined.

Table 8-2 | Additional Kinsmen Park Area Businesses / Activities Generation Trips

Existing Volumes (vph) Growth Additional Future Growth (vph)

Peak Hour
Enter Exit Total Rates Enter Exit Total
AM Peak - - - 0% - - -
PM Peak 185 300 485 13% 24 39 63
Evening 180 175 355 13% 24 23 47
Weekend 255 205 460 17% 42 35 77

8.1.3 KINSMEN PARK AREA FUTURE FORECAST VOLUMES

The future forecast traffic volumes in the Park can be determined by combining the background growth
traffic volumes, generated by the city’s organic growth, and the development specific growth in the Park.
Figure 8-1 illustrates the weekday commuter peak hour traffic volumes and Figure 8-2 illustrates the
weekday evening and weekend peak hour traffic volumes for the Park Future Forecast 15-year planning
horizon.
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8.2 ESTIMATED ACTUAL PARKING DEMAND

The actual parking demand for the Park may exceed those captured in the occupancy data as part of the
parking survey. The parking zones may reach capacity without reaching saturated (100%) utilization due
to accessible stalls. As such, occupancy rates of 90% or higher was assumed to be at capacity. The actual
parking demand may include those circling the parking zones looking for a spot as well as those that left
due to unavailable parking spots. From the utilization data, it was identified that the parking demand in
Zones 3 and 4 exceeds the supply. The total parking shortfall was determine using the license plate survey
completed during the weekend operations to estimate the actual number of occupied spots along with the
number of vehicles entering / exiting the parking zones. Although the weekend data was utilized in the
calculations, it is anticipated that the shortfall is applicable to both weekday and weekend operations as
the parking demand, identified in Section 5, is relatively similar (<10%). Table 8-3 presents the
estimated parking demand for Zones 3 and 4.

Table 8-3 | Estimated Existing Zones 3 and 4 Parking Demand — Weekday and Weekend Operations
9:00 AM 10:00 AM 11:00 AM 12:00 PM 1:00PM 2:00PM 3:00PM 4:00PM 5:00 PM 6:00PM 7:00 PM

Occupied 18 | 61 | 84 | 8 | 107 | 94 | 75 | 73 | 69 64 60

Zone 3 Capacity 52
Surplus / Deficiency 34 -9 -32 -28 -55 -42 -23 -21 -17 -12 -8
Occupied 12 52 88 99 126 100 76 90 84 77 67

Zone 4 Capacity 84
Surplus / Deficiency 72 32 -4 -15 -42 -16 8 -6 0 7 17
Overall Surplus / Deficiency 106 23 -36 -43 -97 -58 -15 -27 -17 -5 9

The data above includes the parking deficiency (vehicles circling the parking zones looking for parking
spots or left due to unavailable capacity) as well as pick-up and drop-off. For the purpose of this study,
the demand between 1:00 p.m. and 3:00 p.m. was used to determine the range of additional parking
supply needed to meet the Park’s demand.

The parking demand for the Park was estimated by combining the demand and supply for all visitor
parking zones, as presented in Table 8-4. It was identified that additional 52 to 89 parking stalls would be
required to meet the current Park’s parking demand.

Additional future parking demand was estimated based on the anticipated development generated trips,
identified in Table 8-2. For conservative estimates, only the entering vehicles were taken into
consideration. With the future development growth, it is anticipated that additional 76 to 132 stalls would
be required to accommodate the demand.

Table 8-4 | Estimated Visitors Parking Demand

Estimated Deficiency Existing Additional Future
. L Occupancy (Stalls)
Parking Existing (Stalls) Surplus / Future Surplus /
Zones  Capacity Deficiency Demand Deficiency
1:00 PM 2:00 PM 1:00 PM 2:00 PM

(stalls) (stalls) (stalls)

Zone 1 85 71 71 0 0 14 -9to0-13 0Oto5
Zone 3 52 51 52 -55 -42 -42 t0 -54 -7 10 -15 -49 to0 -69
Zone 4 84 91 92 -42 -16 -24 10 -49 -810-14 -32 10 -63
Overall Parking Surplus / Deficiency (stalls): -52 to -89 -24 10 -42 -76 t0 -132

DECEMBER 2019 | 18M-01852-00




9

INTERSECTION CAPACITY ANALYSIS

Existing and future forecast scenarios have been assessed using Synchro Suite 10.0 (industry-standard
traffic analysis software). The study intersections were assessed using the current conditions during the
morning and afternoon peak hour with no additional turning lanes or changes applied.

Level of service (LOS) analysis assesses the effectiveness of a transportation system alphabetically from
A to F, with LOS A equating to the best operating conditions and LOS F representing the failure of a
movement or intersection. LOS E is typically considered the limit of acceptable operation for minor
streets in order to provide additional capacity or maintain free-flow movement on the major street.

The volume-to-capacity (v/c) ratio is representative of congestion and available capacity, and may be
used to identify a movement’s ability to accommodate fluctuations in traffic flow. V/C values of 0.90 or

greater typically indicate a system that has reached its limit of operational effectiveness. The 95™

percentile queue length represents the maximum length of a queue a movement may experience with

95th percentile traffic volumes.

9.1 25TH STREET AND KINSMEN AVENUE

Table 9-1 and Table 9-2 summarize the capacity analysis results during the weekday morning, afternoon,
evening and weekend park peak hour for the existing and future forecast traffic conditions.

Table 9-1 | LOS Summary for Existing Traffic Conditions — 25th Street and Kinsmen Avenue

25th St 25th St Kinsmen Ave | Kinsmen Ave
Peak Hours Overall Intersection  Performance W-Leg E-Leg S-Leg N-Leg
LT T RT| LT T RT LT T RT LT T RT
VIC Ratios 0.11 0.35 0.66 0.09 0.12 0.13 0.11
Weekday Cycle Length: 95s Delay (s) 5 6 14 32 4 33 3
Morning Peak Intersection Delay: 18.6s | LOS A A ) B C A C A
Intersection LOS: B 95th Queue (m) 13 48 92 10 12 14 13
VI/C Ratios 0.09 0.63 0.6 0.07 0.6 0.52 0.23
Weekday Cycle Length: 100s Delay (s) 6 10 14 32 29 45 8
Afternoon Peak Intersection Delay: 21.1s | LOS A A ) B C C D A
Intersection LOS: C 95th Queue (m) 26 73 71 19 23 28 26
V/C Ratios 0.08 0.41 0.37 0.04 0.13 0.11 0.08
Weekday Cycle Length: 60s Delay (s) 10 9 8 14 5 15 4
Evening Peak  Intersection Delay: 10.1s | LOS A A ) A B A B A
Intersection LOS: B 95th Queue (m) 14 49 42 8 12 15 12
V/C Ratios 0.09 0.35 0.33 0.07 0.12 0.15 0.11
Weekend Park  Cycle Length: 60s Delay (s) 9 8 8 15 5 16 5
Peak Intersection Delay: 10s LOS A A ) A B A B A
Intersection LOS: B 95th Queue (m) 21 49 36 10 12 15 13
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Table 9-2 | LOS Summary for Future Forecast Traffic Conditions — 25th Street and Kinsmen Avenue

25th St 25th St Kinsmen Ave | Kinsmen Ave
Peak Hours Overall Intersection  Performance W-Leg E-Leg S-Leg N-Leg
LT T RT | LT T RT LT T RT LT T RT
V/C Ratios 0.16 0.45 0.9 0.11 0.15 0.15 0.12
Weekday Cycle Length: 95s Delay (s) 7 7 26 32 2 33 1
Morning Peak Intersection Delay: 18.6s | LOS A A ) C C A C A
Intersection LOS: B 95th Queue (m) 16 59 128 12 12 15 16
V/C Ratios 014  0.83 0.82 0.08 0.76 0.56 0.25
Weekday Cycle Length: 100s Delay (s) 7 16 23 31 40 46 9
Afternoon Peak Intersection Delay: 21.1s | LOS A B ) C Cc D D A
Intersection LOS: C 95th Queue (m) | 26 102 69 40 28 29 28
V/C Ratios 0.13 0.54 0.48 0.05 0.16 0.12 0.09
Weekday Cycle Length: 60s Delay (s) 11 11 9 14 8 16 5
Evening Peak  Intersection Delay: 10.1s | LOS B B ) A B A B 0
Intersection LOS: B 95th Queue (m) | 17 61 58 9 14 15 12
V/C Ratios 0.16 0.51 0.47 0.09 0.16 0.18 0.13
Weekend Park  Cycle Length: 60s Delay (s) 11 10 10 15 8 17 5
Peak Intersection Delay: 10s LOS B B ) A B A B 0
Intersection LOS: B 95th Queue (m) | 21 58 57 11 14 17 14

The 25th Street and Kinsmen Avenue intersection currently operates at acceptable conditions during all
study peak hour and is expected to continue to operate acceptably for the future forecast traffic volumes.
The east leg of 25th Street (heading into downtown) is expected to approach its capacity during the
morning peak hour in the future forecast traffic volumes. Optimization of the signal timing plan would
improve the v/c ratios.

9.2 SPADINA CRESCENT AND SPADINA RAMP

Table 9-3 summarizes the capacity analysis results during the weekday morning, afternoon, evening and
weekend park peak hour for the existing traffic conditions. The north leg of the Spadina Crescent fails
(LOS E/F) during the morning and afternoon peak hour. Although the south leg operates acceptably
(LOS C) during the afternoon peak hour, the 95th percentile queue lengths indicates that the queues may
spill back to the University Bridge. The weekday evening and weekend park peak hours operate at
acceptable conditions at LOS C or better.

Table 9-4 summarizes the traffic operations during the morning and afternoon peak hour for the existing
conditions with signal timing modifications. By optimizing the current signal timing plans, the north leg
of the Spadina Crescent is expected to improve to LOS C or better during both peaks. However, the

queuing patterns on the south leg may still spill over to the University Bridge.
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Table 9-6 | LOS Summary for Existing Traffic Conditions — Spadina Crescent and South Accesses

Zone 3 Access

Zone 4 Access

Spadina Cres

Spadina Cres

Peak Hours Performance W-Leg E-Leg S-Leg N-Leg
LT T RT LT T RT LT T RT LT T RT
Weekday Morning .
Park Not In Operation
Peak
V/C Ratios 0.13 0.2 0.87 0.61
Weekday Delay (s) 3 5 28 14
Afternoon Peak LOS A A C B
95th Queue (m) 15 18 70 192
V/C Ratios 0.15 0.17 0.51 0.43
. Delay (s) 4 4 9 6
Weekday Evening
LOS A A A A
95th Queue (m) 17 14 56 60
V/C Ratios 0.19 0.22 0.54 0.47
Delay (s) 4 4 10 7
Weekend Park Peak
LOS A A A A
95th Queue (m) 17 16 72 108

Table 9-7 | LOS Summary for Future Forecast Traffic Conditions — Spadina Crescent and South Accesses

Zone 3 Access

Zone 4 Access

Spadina Cres

Spadina Cres

Peak Hours Performance W-Leg E-Leg S-Leg N-Leg
LT T RT LT T RT LT T RT LT T RT
Weekday .
Morming Peak Park Not In Operation
V/C Ratios 0.14 0.2 1.14 0.81
Weekday Delay (s) 3 6 96 23
Afternoon Peak  LOS A F C
95th Queue (m) 17 20 67 169
V/C Ratios 0.17 0.18 0.68 0.58
Weekday Delay (s) 4 4 16 11
Evening Peak LOS A A B B
95th Queue (m) 18 18 77 171
V/C Ratios 0.23 0.24 0.68 0.59
Weekend Park  Delay (s) 4 4 15 11
Peak LOS A A B B
95th Queue (M) 18 17 77 200
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Since the existing intersection operates as a pedestrian actuated overhead flashing beacon system, traffic
operations at this location would vary depending on the frequencies of the push buttons. With the current
traffic volumes and active mode users, the intersection operates acceptably. Spadina Crescent is expected
to operate overcapacity at the future forecast horizon.

Traffic signal warrant was completed using the Transportation Association of Canada (TAC) Signal
Warrant for the future forecast traffic volumes. Traffic signals are not warranted at this location. The TAC
Pedestrian Crossing Control Guide was also reviewed to determine whether pedestrian signals would be
warranted. A Rectangular Rapid Flashing Beacon (RRFB) System is warranted. The existing OF
treatment is a higher order than the RRFB treatment. TAC warrant analysis is presented in Appendix F.

9.4 SPADINA CRESCENT AND QUEEN STREET

Table 9-8 summarizes the capacity analysis results during the weekday morning, afternoon, evening and
weekend park peak hour for the existing traffic conditions. The intersection operates at LOS D or better
during all peak hours for the existing traffic volumes. During the morning peak hour, Spadina Crescent
operates near capacity (v/c ~ 1.0). Optimization of the signal timing plan is expected to improve the
capacity of the segment, as presented in Table 9-9.

Table 9-8 | LOS Summary for Existing Traffic Conditions — Spadina Crescent and Queen Street

Queen St Spadina Cres Spadina Cres
Peak Hours Overall Intersection Performance W-Leg S-Leg N-Leg
LT T RT LT T RT LT T RT

V/C Ratios 0.4 04 | 061 035 0.96

Weekday Morning  Cycle Length: 75s Delay (s) 9 9 19 9 51
Peak Intersection Delay: 29.0s LOS A ) A B A ) ) D
Intersection LOS: C 95th Queue (m) 17 17 36 41 97

VIC Ratios 0.72 0.72 | 0.33 0.7 0.66

Weekday Cycle Length: 75s Delay (s) 25 25 9 15 23
Afternoon Peak  Intersection Delay: 18.7s LOS C ) C A B ) ) C
Intersection LOS: B 95th Queue (m) 303 303 | 56 106 184

V/C Ratios 0.29 0.29 | 0.22 0.37 0.51

Weekday Evening Cycle Le-ngth: 75s Delay (s) 9 ] 9 7 9 ) ) 20
Intersection Delay: 12.9s LOS A A A A B

Intersection LOS: B 95th Queue (m) 15 15 23 47 56

V/C Ratios 0.28 0.28 | 0.19 0.38 0.54

Weekend Park Cycle Length: 75s Delay (s) 8 8 7 9 20
Peak Intersection Delay: 13.1s LOS A ) A A A ) ) C
Intersection LOS: B 95th Queue (m) 11 11 22 46 60
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Table 9-9 | LOS Summary for Existing Traffic Conditions w/ Signal Timing Modifications — Spadina

Crescent and Queen Street

Queen St Spadina Cres Spadina Cres
Peak Hours Overall Intersection Performance W-Leg S-Leg N-Leg
LT T RT LT T RT LT T RT
V/C Ratios 0.47 047 | 0.65 0.33 0.82
Weekday Cycle Length: 70s Delay (s) 10 10 16 6 27
Morning Peak  Intersection Delay: 17.5s LOS B ) B B A ) ) C
Intersection LOS: B 95th Queue (m) 14 14 32 33 79
V/C Ratios 0.67 0.67 | 0.38 0.72 0.71
Weekday Cycle Length: 85s Delay (s) 23 23 11 18 27
Afternoon Peak Intersection Delay: 21.0s LOS C ) C B B _ ) C
Intersection LOS: C 95th Queue (m) 232 232 48 104 176

Table 9-10 summarizes the capacity analysis results during the weekday morning, afternoon, evening and
weekend park peak hour for the future forecast traffic conditions. Traffic operations during the morning
and afternoon peak hours are expected to continue to deteriorate. Overall intersection is expected to fail
(LOS E) during the morning peak hour with Spadina Crescent operating overcapacity (v/c > 1.0). During
the afternoon peak hour, Queen Street is expected to experience significant delays and queuing. The north
leg is also expected to approach its capacity.

Table 9-10 | LOS Summary for Future Traffic Conditions — Spadina Crescent and Queen Street

Queen St Spadina Cres Spadina Cres
Peak Hours Overall Intersection Performance W-Leg S-Leg N-Leg
LT T RT LT T RT LT T RT
VI/C Ratios 0.49 0.49 | 0.76  0.45 1.26
Weekday Cycle Length: 75s Delay (s) 9 9 29 10 156
Morning Peak  Intersection Delay: 76.55 LOS A Al|lc A ) F
Intersection LOS: E 95th Queue (m) 24 24 50 55 167
V/C Ratios 0.97 0.97 | 0.56 0.88 0.92
Weekday Cycle Length: 75s Delay (s) 55 55 17 24 43
Afternoon Peak Intersection Delay: 35.7s LOS E ) E B C _ ) D
Intersection LOS: D 95th Queue (m) 670 670 57 106 161
V/C Ratios 0.38 038 | 0.35 048 0.73
Weekday Cycle Length: 75s Delay (s) 10 10 9 10 27
Evening Peak Intersection Delay: 16.1s LOS A ) A A B ’ ) C
Intersection LOS: B 95th Queue (m) 25 25 29 60 97
V/C Ratios 0.35 035 | 0.29 051 0.7
Weekend Park  Cycle Length: 75s Delay (s) 8 8 8 11 25
Peak Intersection Delay: 15.5s LOS A ) A A B ) ) C
Intersection LOS: B 95th Queue (m) 58 58 32 70 155
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Optimization of the signal timing plans is expected to slightly improve traffic operations to LOS D or
better. However, Queen Street is still expected to experience long queues. Table 9-11 summarizes the
future traffic conditions with optimized signal timing plans. Due to the constraint right-of-way, there are
limited opportunities to implement geometric improvements to increase intersection capacity. To
minimize impacts on the green space, traffic operations should be continuously monitored and modified
signal timing plans to accommodate traffic demand. No additional improvements were recommended.

Table 9-11 | LOS Summary for Future Traffic Conditions w/ Signal Timing Modifications — Spadina
Crescent and Queen Street

Queen St Spadina Cres Spadina Cres
Peak Hours Overall Intersection Performance W-Leg S-Leg N-Leg
LT T RT LT T RT LT T RT
VI/C Ratios 0.66 0.66 | 0.88 0.39 0.93
Weekday Cycle Length: 100s Delay (s) 20 20 50 6 37
Morning Peak  Intersection Delay: 28.2s LOS C ) C D A ) ) D
Intersection LOS: C 95th Queue (m) 32 32 52 42 116
V/C Ratios 0.9 09 |0.61 0091 0.93
Weekday Cycle Length: 90s Delay (s) 44 44 22 30 48
Afternoon Peak Intersection Delay: 37.3s LOS D ) D C C ) ) D
Intersection LOS: D 95th Queue (m) 513 513 58 115 174
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10 DEVELOPMENT OF SOLUTIONS

Potential options were developed and reviewed with the Steering Committee prior to further comments.
Options developed include combinations of parking, traffic operations, and active modes of
transportation. Some of the potential options may be implemented year-round or during the summer
season only when the Park is in operation. In addition, some of the proposed options may be implemented
in conjunction with others to achieve higher effectiveness. Some of the identified strategies would have
impacts on multiple transportation modes.

10.1 PARKING STRATEGIES

10.1.1 IMPROVE PARKING ENFORCEMENT

During the data collection program, it was identified that there was minimal parking enforcement within
the parking zones. This was also confirmed during the stakeholder consultation. Some observations made
during the parking survey include parking on the grass, parking exceeding duration limits, and vehicles
parked in the circulating lanes blocking the parking area circulation. Improved parking enforcement
would encourage parking turnover and reduce the need for additional parking spaces.

o Impacts on Active Modes of Transportation | No.

« Impacts on Parking | Yes, increase turnover and compliance.

« Impacts on Traffic Operations | Yes, improved parking circulation within the parking area.
= Recommendation: Yes

10.1.2 IMPLEMENT TIME LIMIT ON WEEKEND PARKING DURATION

Since the Park is a destination location for summer activities, the City may consider implementing a
similar time limit for parking during the weekend as well during the summer when the Park is in
operation. Similar to the weekday operations, the implementation of a time limit on the weekend would
increase turnover rates. There may be increased demand for the on-street parking from the Park’s visitors
within the City Park residential area which has no restrictions during the weekend. If implemented,
parking enforcement would be required during the weekend as well. City Park should be informed prior
to implementing this change.

This strategy may be implemented during the summer season when the Park is in operation.

o Impacts on Active Modes of Transportation | No.

« Impacts on Parking | Yes, increased turnover rates. Potential for higher use of on-street parking.
adjacent to the Park

« Impacts on Traffic Operations | No.

= Recommendation: Yes

10.1.3 IMPROVE USER INFORMATION, MARKETING AND WAY-FINDING

As noted, it was identified that some visitors were not aware that Zone 1 is reserved for the Park visitors,
resulting in underutilization of this zone. Way-finding signage relating to Zone 1 is provided in Zone 3
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only, while SOTS provides sighage showing alternate parking in Zone 6 for patrons in Zone 4. Parking
utilization may be increased by improving user information and way-finding through maps, signs,
brochures and / or social media (i.e. City of Saskatoon / Kinsmen Park Area / Meewasin Trail websites).

« Impacts on Active Modes of Transportation | Yes, potentially improve safety by reducing vehicles
on the road and circling the parking zones.

« Impacts on Parking | Yes, increase utilization / reallocation of demand for Zones 3 and 4.

« Impacts on Traffic Operations | Yes, reduce queuing and spillback onto city roadways.

= Recommendation: Yes

10.1.4 PARKING CAPACITY DISPLAY

During the site observation and data collection program, it was noted that there were vehicles circling as
well as crossing between Zones 3 and 4 searching for available spots. In addition, some visitors were also

not aware of Zone 1 parking supply.

Figure 10-1 | Example of Digital Parking Displa
A “Digital Parking Display” may be considered at o | . ¢ R

each parking zone identifying whether there are
available spots in the zone as well as other zones.
An example of a digital parking display is provided
in Figure 10-1. Real-time information on available
parking capacity may also be provided on the City’s
or the Park’s website to help visitors plan their trips;
thus, improve visitors’ experience. Signage and
awareness of parking zones will be critical to these
devices working to reduce demand in Zones 3 and 4.

Hvailable

« Impacts on Active Modes of Transportation | Yes, potentially improve pedestrian safety by
eliminating vehicles circulating on the roadways as well as parking zones.

« Impacts on Parking | Yes, improve utilization in other zones and reallocation of demand in Zones 3
and 4.

« Impacts on Traffic Operations | Yes, potentially improve traffic operations by eliminating traffic
volumes on the roadways, particularly at Zone 3 and 4 access points.

m  Recommendation: Yes

10.1.5 IMPLEMENT PAID PARKING PROGRAM

A paid parking program should be considered in the visitor parking zones within the Park. Different
combinations of a paid parking program may be implemented including free parking for a defined period
(i.e. 30 minutes), paid parking in premium locations (i.e. Zones 3 and 4) to improve utilization in other
zones, combination of free and pay parking for non-peak hours or seasons. A paid parking program would
encourage turnover, use of alternate modes of transportation, and reduce violations. Escalated parking
fees may be considered to encourage high turnover rates. City Park should be informed prior to
implementing this change.

This strategy may be implemented during the summer season when the Park is in operation.
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« Impacts on Active Modes of Transportation | Yes, potentially improves safety by reducing traffic
on the roadways and encourages alternate modes of transportation.

« Impacts on Parking | Yes, increase turnover.

« Impacts on Traffic Operations | Yes, potentially reduce congestion by encouraging alternate modes
of transportation.

= Recommendation: Yes

10.1.6 REMOTE PARKING AND SHUTTLE SERVICES

It was identified from the City of Saskatoon Downtown Parking Strategy Report that there is additional
available parking supply in the downtown and Kinsmen area. The report also identified other potential
parking garages to accommodate future demand. Opportunities to utilize the available spaces

(i.e. Midtown Plaza and other off-street parkades) should be considered as satellite parking for the Park.
Free shuttle services should be considered and would likely encourage visitors to utilize these parking
areas. A similar off-site parking model is being implemented at the Saskatoon airport.

This strategy may be implemented during the summer season when the Park is in operation.

« Impacts on Active Modes of Transportation | Yes, potentially improves safety by reducing traffic
on the roadways and encourages alternate modes of transportation.

« Impacts on Parking | Yes, increase supply with no impact on green space.

« Impacts on Traffic Operations | Yes, potentially improve traffic operations by reducing traffic
volumes on the roadways in the Kinsmen Park Area.

= Recommendation: Yes

10.1.7 ADDITIONAL PARKING SUPPLY IN ZONE 1

There are approximately 27 stalls currently reserved for the YWCA staff in Zone 1, which would increase
the current supply from 85 stalls to 112 stalls. These additional stalls may be used to accommodate the
Park needs during the summer months without additional cost or impact on the existing green space.

This strategy may be implemented during the summer season when the Park is in operation.

« Impacts on Active Modes of Transportation | No or minimal.

« Impacts on Parking | Yes, increase supply without impacting green space.
« Impacts on Traffic Operations | No or minimal.

m Recommendation: Yes, with consultation with the YWCA

10.1.8 POTENTIAL PARKING FACILITY EXPANSION

Zone 1 parking facility may be redesigned to a 45-degree angle parking which would provide additional
parking spaces. The total number of stalls may vary slightly in the final design due to corner curbs and /
or the number of accessible stalls.

An optional reconfiguration of the parking facility that was examined at a high level would increase the
total parking supply from 112 stalls to 125 stalls. The dimensions are 2.7m by 6.0m for each typical stall
or 6.3m by 6.0m for two accessible stalls side by side, meeting the City’s standards. There are some
impacts on the existing green space due to reconfiguration of the access points as well as expansion to the
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north (approximately 3.9m to the north). The final number of stalls will be determined by a cost benefit
analysis. A conceptual redesign of Zone 1 facility is presented in Appendix G.

Other potential expansion to consider is Zone 3 parking area. The parking capacity of Zone 3 was
previously at 100 stalls. It was identified in the Master Plan that the capacity was reduced during the
public consultation process as the general consensus was that there was adequate parking supply. The
parking strategy explored the opportunities of restoring the original capacity of this zone. Potential
expansion may be constructed to the north. However, the expansion would result in the loss green space
usable for recreational activities. Although the increase in traffic volumes at the access point from further
Zone 3 expansion may not be significant, there would be additional conflicts and potential safety concerns
between vehicles and vulnerable road users at the driveway access. This location was already identified as
an existing conflict point during the field review and AT review. Note that this option is not a preferred
option as there is potential to increase parking inventory at other locations with less impact on usable
green space.

« Impacts on Active Modes of Transportation | May increase potential conflicts between pedestrian
and vehicles at the access points. Zone 1 expansion may require realignment of the existing pathway
on the north.

« Impacts on Parking | Yes, increase parking supply for visitors.

« Impacts on Traffic Operations | Yes, increase traffic volumes at access point.

s Recommendation: Yes. Note that expansion of Zone 3 is not a preferred option as there are
other location with less impact on usable green space.

10.1.9 INCREASE PARKING SUPPLY ON KINSMEN AVENUE

As part of the Master Plan, additional parking supply is identified along Kinsmen Avenue. Depending on
the final recommendations on the adjacent parking zones, this area may be considered for the near- or
long-term horizon. The Master Plan proposed that 40 stalls would be provided along Kinsmen Avenue.
Depending on the configuration, the parking area may impact traffic on Kinsmen Avenue (nose-in
parking) or may impact the existing green space through the provision of a layby to avoid interrupting
traffic flow.

« Impacts on Active Modes of Transportation | No or minimal.

« Impacts on Parking | Yes, increase supply with minor impact on green space.

« Impacts on Traffic Operations | No or minimal.

= Recommendation: Yes, consider for medium- or long-term depending on the final
recommendations.

10.1.10 ON-STREET PARKING ALONG SPADINA CRESCENT

Similar to the northern portion of Spadina Crescent north of the Queen Street intersection, on-street
parking may be considered particularly on the southern portion between the University Bridge and
Spadina Ramp. On-street parking may serve as a traffic calming measure by reducing roadway width and
increase side friction. However, the provision of on-street parking along Spadina Crescent would likely
impede on bike lanes as well as blocking through traffic flow during parking maneuvers.
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« Impacts on Active Modes of Transportation | Yes, may impact the existing bike lanes.

« Impacts on Parking | Yes, increase supply without major impact on green space.

« Impacts on Traffic Operations | Yes, likely interrupt through traffic flow during parking maneuvers
and reduce travel speeds.

s Recommendation: No, unless major reconstruction of Spadina Crescent is desired for other
reasons.

10.1.11 MAINTAIN ZONE 2 STAFF PARKING SUPPLY

While Zone 2 is proposed to be removed in the Master Plan, the parking survey indicates that there is a
shortage in parking supply in the Park. As such it is recommended that this zone be maintained as is for
staff parking. It was noted during the parking survey that this zone is not 100% utilized during both
weekday and weekend operations and was being utilized by some visitors as well. Regular enforcement
would discourage any illegal parking. To increase better utilization and open up additional parking
capacity for the visitors, allowing all the Park staff / business owners to utilize this zone should be
considered including the Wonderhub, SOTS, and Prairie Lily’s staff with designated stalls. Not all staff
parking demand from the Park’s businesses could be accommodated in this zone. If desired, designated
staff parking stalls may be provided in other zones if required.

This strategy may be implemented during the summer season when the Park is in operation.

o Impacts on Active Modes of Transportation | No.

« Impacts on Parking | Yes, increase parking supply for visitors.
» Impacts on Traffic Operations | No.

= Recommendation: Yes

10.1.12 POTENTIAL ZONE 4 UPGRADES

The Meewasin Valley Authority provided a preliminary design of Zone 4 parking reconfiguration as part
of the trail upgrade. With the planned redesign and additional space gained due to the Spadina Crescent
and Spadina Ramp intersection upgrades (Option 10.4.3), opportunities to expand and redesign the
parking arrangement should be considered. Similar to Zone 3 expansion, any expansion would increase
additional conflicts with pedestrians at the crossings. Care should be taken as part of the redesign with the
following key considerations:

— Pick-up / drop-off bay should be provided. A pull-out or pick-up / drop-off loop should be
considered to avoid blocking circulation routes.

— Depending on the final configuration of the parking zone as well as pedestrian pathways in the
adjacent areas, raised or textured surface treatment for the pedestrian crossings should be considered.

— If one-way parking circulation is selected, angled parking arrangements should be considered to
emphasize the one-way traffic flow.

— Consider providing additional right-in and / or right-out access to reduce traffic at the existing access
which in turn would reduce potential conflicts with pedestrians at the crossing.

« Impacts on Active Modes of Transportation | May increase potential conflicts between pedestrian
and vehicles at the access point.

« Impacts on Parking | Yes, increase parking supply.
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« Impacts on Traffic Operations | Yes, increase traffic volumes on road network and site access.
= Recommendation: Yes

10.1.13 MAINTAIN AND UPGRADE ZONE 5 PARKING FACILITY

It was identified in the Master Plan that the Zone 5 parking area would be removed over time. Zone 5 is
located in a busy portion of the park for pedestrians, cyclists, etc. There are no physical curbs or barriers
present to separate the vehicular traffic from the pathway in the southern portion behind the Wonderhub,
which poses safety concerns for vulnerable road users. The parking survey indicates that there is a
significant parking shortage in the Park even with the current supply in Zone 5. As such it is
recommended that this parking area be maintained to accommodate the demand.

Potential mitigation measures include providing curb separation between
the parking area and the pathway or consider converting Zone 5 into a
back-in parking area. By doing so, vulnerable road users on the pathway
would always be in the field of vision of the drivers and avoid potential ANGLE® PARKING
conflicts of vehicles backing into vulnerable road users. With the planned B AC K_IN ON I.Y
Meewasin Trail upgrade within the area, opportunities to modify and convert

the parking orientation to an angle (45-degree) back-in parking configuration
should be considered. Proper signage (Figure 10-2) would need to be provided.
The benefits of converting to a 45-degree compared to a 90-degree is that it
would provide extra spacing between vehicles and vulnerable road users.

Figure 10-2 | Example of Angle
Back-in Parking Signage

Another potential improvement option includes converting this portion to a
shared street which is discussed in Section 10.3.6.

« Impacts on Active Modes of Transportation | Yes, improve vulnerable
road users’ safety compared to existing conditions.

« Impacts on Parking | Potential reduction to current parking supply.

o Impacts on Traffic Operations | No or minimal.

= Recommendation: Yes, with curbing.

10.1.14 SHARE PARKING WITH SASKATOON HEALTH REGION (ZONE 6)

The data collection program identified that less than 70% of Zone 6 supply was utilized during the
weekday and less than 15% during the weekend. The City may consider entering into a share parking
agreement with the Saskatoon Health Region (SHR) where some of Zone 6 parking area would be
supplied for the Park uses during the summer months while the City may provide the city parking zones
when the Park is not in operation.

« Impacts on Active Modes of Transportation | No.
« Impacts on Parking | Yes, increase supply

« Impacts on Traffic Operations | No.

= Recommendation: Yes
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10.1.15 PICK-UP / DROP-OFF AREAS

Pick-up / Drop-off (PUDO) areas should be provided for passenger vehicles as well as buses, particularly
in Zones 3 and 4. There is a 5-minute loading zone provided in Zone 3 in the southwest corner which
could potentially block the circulation if a school bus occupies the area. As such, the loading area in Zone
3 should be restricted for passenger vehicles only to avoid blocking circulation while school bus loading
may be accommodated in front of the Mendel Building. In addition, the planned improvement of Zone 4
parking area provides opportunities to include a PUDO area for both passenger vehicles and buses.
Additional PUDO area may be provided in Zone 1 as part of the redesign recommended in Option 10.1.8.
Pavement marking and different curbing may be considered to emphasize the areas.

o Impacts on Active Modes of Transportation | No.

« Impacts on Parking | Yes, potentially reduce on-site parking demand.

« Impacts on Traffic Operations | Yes, improve circulation within parking area.
= Recommendation: Yes.

10.2 TRANSPORTATION DEMAND MANAGEMENT

10.2.1 DEVELOP SPECIAL EVENT TRAFFIC AND PARKING MANAGEMENT PLAN

An overflow parking plan to address special events (i.e. Children’s Festival) should be developed to
accommodate the demand for the Park during the event. In addition to traffic demand management,
parking demand management is also required during festivals. Activity hosts / organizers should
coordinate with the City to develop plans to address traffic and parking demand during the event. Some of
the strategies may include, but not limited to, the following:

— Coordinate event scheduling with the adjacent parks (i.e. River Landing) to ensure manageable
parking and traffic demand in the downtown area

— Provide remote parking and shuttle services to the event to reduce the parking and traffic demand
coming to the event

— Consider opportunities for shared parking with the adjacent off-street parking facilities during the
event

— Depending on the size and time of the event, Spadina Crescent and / or Queen Street adjacent to the
Park may be closed to commuter traffic during the event to ease congestion to facilitate transit /
shuttle services as well as charter buses

— Spadina Crescent may be converted to one-way only traffic during the event to improve traffic flow
through the Park. Additional traffic management plan details will be required to identify the
circulation routes

— Consider providing a concierge service for bike parking during the events

— Provide a communication plan to the public on the alternate modes of transportation to arrive at the
event area

« Impacts on Active Modes | Yes, encourage the use of alternate modes of transportation.

« Impacts on Parking | Yes, reduce vehicular parking demand.

« Impacts on Traffic Operations | Yes, reduce traffic volumes on roadways.

= Recommendation: Yes
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10.2.2 BIKE SHARE

Currently, the Downtown Saskatoon (DTNYXE), the city’s central Business Improvement District, has
launched a free bike rental service collaborating with eight hotels in the downtown area. This provides the
City opportunities to explore and further expand this service to the Park, the downtown area and
ultimately all throughout the city. Bike share, a similar but larger framework program, is being
implemented in other Canadian cities. Bike share programs offer many benefits including improved
mobility and accessibility, positive impacts for the environmental and public health, and reduced
automobile dependency. Additional assessments on feasibility, ridership, and stations should be
considered. Other e-mobility options such as electric scooters have been introduced as an alterative mode.

« Impacts on Active Modes of Transportation | Yes, encourage alternate modes of transportation.
« Impacts on Parking | Yes, reduce demand for parking.

« Impacts on Traffic Operations | Yes, reduce the traffic demand on the roadway.

= Recommendation: Yes

10.2.3 TRANSIT SERVICES

Opportunities to provide transit service within the Park may be explored. Depending on the final design
of the Spadina Crescent and Kinsmen Avenue, bus stops may be provided on one- or both sides of the
street on Spadina Crescent or Kinsmen Avenue. Pull-outs are not generally desired, but may be necessary
if the City determines that the bus should not impact traffic flow on Spadina Crescent.

This strategy may be implemented during the summer season when the Park is in operation.

« Impacts on Active Modes of Transportation | Yes, encourage alternate modes of transportation.

« Impacts on Parking | Yes, reduce the demand for parking spaces.

« Impacts on Traffic Operations | Yes, reduce the traffic demand on the roadway. Depending on the
location of the bus stop(s), the bus could temporarily block traffic flow.

= Recommendation: Yes

10.2.4 SHUTTLE SERVICES / PROGRAM

In addition to the remote parking and shuttle services, a shuttle program between key tourist destinations
in Saskatoon may be considered. These attraction points may include the Remai Modern Museum,
Wanuskewin Heritage Park, Western Development Museum, and Saskatoon Forestry Farm Park and Zoo,
etc. The provision of a shuttle service between attraction points would enrich visitors’ experience while
reducing the demand for parking spaces.

« Impacts on Active Modes of Transportation | Yes, encourage alternate modes of transportation.

o Impacts on Parking | Yes, reduce the demand for parking spaces.

« Impacts on Traffic Operations | Yes, reduce the traffic demand on the roadway.

s Recommendation: Consider exploring future possibility as part of city-wide or Saskatoon
tourism program.
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10.2.5 EMPLOYEE TRIP REDUCTION

Employee trip reduction programs offer resources and incentives to reduce automobile trips and switch to
non-motorized modes of transportation. Some of the strategies may be appropriate for the Park, including
the following:

« Financial incentives are developed to encourage use of more efficient commuter modes, which may
include one or more of the incentives including employee parking pricing, travel allowances, reduced
or subsidized cost of public transit and rideshare benefits.

« Guaranteed ride home program provides subsidized rides for employees who use alternate modes in
the event of an emergency or the need to work later than expected.

« Cycling and transit programs encourage employees to use non-motorized modes through promotional
campaigns, educational programs, secure bike storage and end-of-trip facilities, and subsidize fares.

« Alternative scheduling should be considered when applicable, particularly between the City of
Saskatoon staff. The purpose of alternative scheduling is to reduce the number of employees at the
site at one time and reduce the demand for employees parking supply.

Similar to other measures, these strategies may be implemented during the summer season when the Park
is in operation.

« Impacts on Active Modes of Transportation | Yes, encourage the use of non-motorized modes.
o Impacts on Parking | Yes, increase visitors supply.

o Impacts on Traffic Operations | No or minimal.

= Recommendation: Yes

10.3 ACTIVE TRANSPORTATION IMPROVEMENTS

10.3.1 MODIFICATIONS ALONG SPADINA CRESCENT

As noted during the public consultation stage, there is a desire to reduce the speed of vehicles traveling
along Spadina Crescent within the Park. Depending on the provision of other improvement options,
traffic calming measures along this segment of Spadina Crescent may be considered. Since Spadina
Crescent is classified as an arterial roadway, reducing the posted speed limit on the segment adjacent to
the Park may not be appropriate, particularly with the Park currently only in operation during the summer
months. As such, implementing permanent or seasonal speed reduction may not be effective and could
result in violations or driver confusion. However, this measure may be revisited if there are additional
winter activities as part of the Winter City program.

Although an arterial roadway, Spadina Crescent runs through the Park. As such, this segment was
examined to determined if the Playground Zone may be warranted. As per TAC Speed Management
Guide — Playground Speed Zone Warrant, the warrant scores resulted between 67 (Playground Area) or
82 (Playground Zone) points. The variations in the warrant scores were a result of how the following
components are defined, including:

1. Fencing | the Playland may be considered as fully or partially traversable. The traversability is
determined by “extent of fencing between the roadway and the playground, the effectiveness of the
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playground’s internal pathway system in guiding children to a safe opening in the fence, and the
height and type of fencing”.

2. Property Line Separation | “A roadway that is separated from the playground by only a sidewalk or
fence is said to abut the roadway.” Considering the playground and equipment, the property line of
the Playland may be considered to abut the roadway or be situated within 50m of the roadway.

It was identified that the City is reviewing transportation policies regarding playground zones and
playground areas in Saskatoon including the Kinsmen Park Area. Although generally not implemented
along arterial roadways, a playground zone or area should be considered along this segment of the Park
since this roadway runs through the Park with high volumes of vulnerable road user.

« Impacts on Active Modes of Transportation | Yes, improve pedestrians and cyclists’ safety.

» Impacts on Parking | No.

« Impacts on Traffic Operations | Yes, reduce travel speed and safer operations at site access points.

s Recommendation: Potentially, depend on the implementation of other proposed options that
would work in conjunction or remove the need for additional traffic calming measures. City of
Saskatoon reviewing playground zone and playground area policy.

10.3.2 CROSSWALK ON SPADINA CRESCENT BETWEEN ZONES 3 & 4

The public and stakeholder consultation as well as the AT review identified that the Spadina Crescent
crosswalk between Zones 3 and 4 is a potential conflict area. Connecting the east and west side of the

Park, this crosswalk experiences high pedestrian volumes.

Figure 10-3 | Textured Pedestrian Crosswalk on

Since the majority of the Park is in operation during the Stonebridge Boulevard (Google Map)

summer months only, permanent vertical deflection may not
be appropriate. Other improvement measures to consider may
include colored or textured surface treatment to emphasize
active modes activities within the area. An example of
textured crossing is currently installed in Saskatoon along
Stonebridge Boulevard, as shown in Figure 10-3. Although
typically paired with raised crosswalk, shark teeth pavement
marking may be used to increase the conspicuity at a non-
raised crossing.

The maximum protection provided for pedestrians is to implement traffic signal controls at the
intersection where vehicles are stopped. Traffic signals and pedestrian signals are not warranted at this
location with the future forecast traffic volumes, as presented in Section 9.3. A RRFB system is
warranted at this location. An OF treatment is provided in the existing conditions. As such, no additional
improvements are required at this time. It is recommended that this crossing be monitored continuously as
pedestrian volumes would likely increase throughout the year since the Wonderhub opened.

o Impacts on Active Modes of Transportation | Yes, improve active mode users’ safety.

« Impacts on Parking | No.

o Impacts on Traffic Operations | No.

= Recommendation: Monitor continuously to identify appropriate improvements, if required.
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10.3.3 IMPROVE CROSSWALK AT UNIVERSITY BRIDGE

The field review and public consultation also identified safety concerns at the crosswalk on Spadina
Crescent immediately north of the University Bridge. There is currently an OF treatment provided at the
crosswalk. The crosswalk is positioned on a channelized right-turn where vehicles may be travelling
downstream at a high speed.

m itional m r nsider for short-term ) .
_So ¢ additio 6_1 eaSl_J es to consider for short-te Figure 10-4 | Example of Textured Pedestrian
improvements include: Crossing with Shark Teeth Markings

— Enhance the existing (ladder) crosswalk with shark teeth
pavement markings to improve the conspicuity of the
crossing and to reinforce yielding behavior for motorists

— Colored or texture surface treatment to provide visual and
audible cues about the traffic-calmed area while increasing
pedestrian and cyclist visibility

— Upgrade the existing “Pedestrian Crossing Ahead” sign to
“Pedestrian and Bicycle Crossing Ahead”

An example of textured surface treatment for pedestrian
crosswalk with shark teeth marking is provided in Figure 10-4.

Long-term measures to consider include:

— Consider corner radius treatment to reduce vehicle turning speeds

— Consider implementing horizontal deflections (i.e. choker / curb extensions)

— Consider vertical deflections (i.e. rumble strips, raised crosswalks, speed humps)

— Additional assessment will be required prior to implementing any of the long-term measures to
ensure the improvement to pedestrian and cyclist safety would not result in other potential traffic
conflicts.

« Impacts on Active Modes of Transportation | Yes, improve active mode users’ safety.

« Impacts on Parking | No.

« Impacts on Traffic Operations | Depend on the improvement measures implemented.
Recommendation: Additional assessment required particularly for long-term improvements.

10.3.4 UPGRADING SPADINA CRESCENT TO AAA NETWORK

Currently, there are bike lanes provided on both sides of Spadina Crescent between Spadina Ramp and
the University Bridge. With the available right-of-way, this segment may be upgraded to an AAA
network without major impacts to the existing green space. Opportunities to extend the bike lanes to the
north should be explored with consideration to the right-of-way restriction at the Spadina Crescent bridge.

The intent of a protected bike lane facility is to allow cyclists of all ages and abilities to feel comfortable
and safe when using the facility. The implementation of the bicycle facility should take into consideration
the potential improvements at the Spadina Crescent and Spadina Ramp intersection. The following
bicycle network may be considered:
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Option A: Multi-Use Trail with Connection to Meewasin Trail | This option proposes the bicycle
facility be provided as bidirectional in-boulevard multi-use pathways. While providing buffer
between vehicles and vulnerable road users, multi-use pathways require less right-of-way than a
separate protected bike lane and sidewalk. With the planned Meewasin Trail upgrades, it is
recommended that the proposed multi-use trail on the east side be connected to the Meewasin Trail to
increase cyclists’ comfort by providing additional buffer between bicycle and traffic.

Option B: Protected Bike Lanes | The bicycle facility may also be provided in the form of protected
on-street bike lane.

Figure 10-5 illustrates the potential improvements for a bicycle facility along Spadina Crescent.
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Impacts on Active Modes of Transportation | Yes, encourage alternate modes of transportation.
Impacts on Parking | Yes, increase available parking supply with the accessibility to other park
facilities and potentially reduce parking demand.

Impacts on Traffic Operations | Yes, reduce the traffic demand on the roadway.
Recommendation: Option A




10.3.5 SHARED STREET — SPADINA CRESCENT

A shared street or shared space shifts the priority from vehicles toward pedestrians and cyclists where
pedestrians and cyclists can cross anywhere. Curbs, barriers and traffic control devices are often removed
to improve the recognition of shared space. Street furniture (i.e. bollards, benches, planters, and bicycle
parking), trees, textured pavements are typically used to help define a shared street, subtly delineating the
traveled way from pedestrian-only space. Shared streets are typically implemented on urban commercial
streets with active commercial frontages and low to moderate traffic volumes. However, there are cases
where shared streets have been implemented on streets with higher traffic volumes and high pedestrian
demand.

A shared street may be considered for Spadina Crescent between Queen Street and Spadina Ramp as a
much more aggressive approach on Spadina Crescent to emphasize the active transportation uses. Since
the Kinsmen Park Area is mostly only heavily utilized by active mode users during the summer months,
this option may not be appropriate as a short-term improvement. In addition, Saskatoon drivers may not
be familiar with the concept yet which could potentially introduce more conflicts with the traffic demand
along this segment.

This modification may be reserved for a longer Figure 10-6 | anmple of Shared Street (www.halifax.ca)

term improvement when there are more winter
activities in the Kinsmen Park Area that would
increase the demand for active modes throughout
the year. Additional assessments and planning
would be required to ensure that all road users’
needs are met. Prior to implementation, an
education campaign should be conducted so all road
users are aware of how to utilize a shared space.
Stakeholders and public consultation should also be
incorporated into the plan.

Figure 10-6 shows an existing shared street in
Halifax.

« Impacts on Active Modes of Transportation | Yes, improve pedestrian and cyclist safety as well as
encourage more activities.

« Impacts on Parking | No changes to parking supply.

« Impacts on Traffic Operations | Yes, impacts on travel time and delays and would remove Spadina
Crescent as a key link in the city road network.

s Recommendation: Not at this time but should be monitored by the City. Additional assessment
and planning would be required.

10.3.6 SHARED STREET — ZONE 5 AREA

The demand for additional parking spaces, currently accommodated in Zone 5, and the high pedestrian
and cyclist activities along the Meewasin Trail call for an opportunity to explore a share street design.
Modifications to the trail to the south and Zone 4 parking may be required to improve circulation east of
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Spadina Crescent. Although noted in the above section that a shared street may be a more appropriate
solution for the longer term option on Spadina Crescent due to the traffic volumes, this portion of north-
south movements may present a more suitable environment due to lower traffic demand and travel speeds.
In addition, shared street within this portion would improve ‘eyes on the street’, safety, lighting, etc.
Similarly, additional assessments should be conducted to identify the feasibility and circulation.
Stakeholders and public consultation should also be conducted as part of the assessment.

« Impacts on Active Modes of Transportation | Yes, improve vulnerable road users’ safety as well as
encourage more activities.

« Impacts on Parking | No changes to current parking supply.

« Impacts on Traffic Operations | Yes, reinforce interaction of drivers and active mode users.

s Recommendation: Possible solution for longer term with modifications to layout and design of
the area. Additional assessment and planning should be conducted

10.4 TRAFFIC OPERATIONS

10.4.1 RIGHT-IN/RIGHT-OUT ACCESS AT ZONES 3 AND 4

During the data collection and site observation, it was noted that vehicles were crossing Spadina Crescent
back and forth between Zone 3 and Zone 4 parking areas searching for available stalls, which could pose
as safety issues for all road users as well as additional delays at the access points. Converting the access
points to right-in / right-out configurations would eliminate these issues at the access but could move the
issues to another location unless alternative parking zones are known or drivers understand how to get to
their destination without the left-turn movements.

If implemented, displacements of the left-turn and through movements are expected. The maximum left-
turn and through traffic volumes exiting the site for the future forecast traffic volumes are anticipated to
be 50 vehicles from Zone 3 and 50 from Zone 4 during the weekend peak hour. The maximum left-turn
movements entering from Spadina Crescent are 50 vehicles for Zone 3 and 25 for Zone 4 during the
weekend peak hour. The capacity analysis indicates that the increased right-turn movements would be
adequately accommodated.

« Impacts on Active Modes of Transportation | Yes, improve active mode users’ safety by reducing
conflicting movements.

o Impacts on Parking | Yes, impact access to Zones 3 and 4 parking.

« Impacts on Traffic Operations | Yes, improve intersection operations and reduce queuing, increase
inconvenience.

= Recommendation: Yes

10.4.2 INTERSECTION IMPROVEMENTS AT SPADINA RAMP INTERSECTION - DUAL
LEFT-TURN LANES

For interim improvements, a southbound dual left-turn from Spadina Crescent onto the Spadina Ramp

was considered to improve the operations along Spadina Crescent and avoid spillback onto the University
Bridge. The provision of the dual left-turn lane may be accommodated by converting the existing outside
southbound through lane to a shared left-turn / through lane. It should be noted that this modification will
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no longer permit free-flowing southbound through traffic, which is considered acceptable since the
through movement volumes are relatively low (approximately 100vph in the afternoon peak hour for the
15-year future forecast condition). An update of the signal timing plan will be required.

A conceptual sketch is illustrated in Figure 10-7. It should be noted that the purpose of this interim option
is to improve traffic operations with minimal modifications to the current infrastructure. The conceptual
design proposes that the northbound right-turn loop remain as is with a yield control approaching the
Spadina Ramp. Other alternatives to this option include:

— Lane drop on the outside receiving lane on Spadina Ramp to a one-lane segment prior to the loop.
This would allow the loop to continue to operate at free-flow conditions and Spadina Ramp operate
as is; or

— Adjust the northbound right-turn movement from the loop to the Spadina Crescent and Spadina
Ramp intersection. This would likely require a channelization for the right-turn movements or
realignment of the intersection. A similar lane change would be required for southbound traffic to
continue south at the on-ramp loop to the University Bridge.

Capacity analysis was completed using Synchro 7.0 for the future forecast traffic volumes during the
weekday afternoon peak hour for the worst-case scenario, as summarized in Table 10-1. The interim
option modifies the existing lane arrangement on the north leg (Spadina Crescent). Although overall
intersection operation is expected to improve to acceptable conditions, the dual receiving lanes on
Spadina Ramp may result in more conflicts and weaving movements with the loop south of this
intersection. As such, it is not recommended unless the right-turn movement at the loop is relocated to
avoid weaving conflicts with Spadina Ramp and that the skewed angle be addressed.

Table 10-1 | LOS Summary for Interim

Spadina Cres | Spadina Ramp | Spadina Cres
Peak
Overall Intersection Performance S-Leg E-Leg N-Leg
Hours
LT T RT | LT T RT | LT T RT
V/C Ratios 0.76 0.76 | 0.01 0.3 0.8
Weekday - 1o | ength: 80s Delay (s) 23 23 [ 31 o0 28
Afternoon - - -
Peak Intersection Delay: 19.2s | LOS C C C A C
Intersection LOS: B 95th Queue (m) | 97 97 5 99 79

« Impacts on Active Modes of Transportation | Yes. Depending on the final option, potential
conflicts for active mode users may be reduced by consolidating the right-turn movements at the loop
with the intersection.

« Impacts on Parking | No.

« Impacts on Traffic Operations | Yes, improve intersection operations though weaving or merge
conflicts will increase.

s Recommendation: No, unless the intersection will be realigned as part of the staging
improvements for the long-term solution. Relocation of the right-turn movements at the loop
would be required to reduce potential conflicts and weaving segment south of the intersection.

DECEMBER 2019 | 18M-01852-00



=4

10.4.3 INTERSECTION IMPROVEMENTS AT SPADINA RAMP — ROUNDABOUT

For long-term improvements, a multi-lane roundabout may be considered at the Spadina Crescent and
Spadina Ramp intersection, as illustrated in Figure 10-8. The provision of the roundabout would improve
traffic operations and reduce queuing. Although pedestrian / AT crossings become more spread out,
roundabout intersections also typically have traffic calming effects by reducing vehicle speeds and in-turn
improves safety for active mode users. In addition, the roundabout intersection provides opportunities to
realign the current intersection geometry from a skewed angle and reduce potential conflicts (i.e. for left-
turn movements from the east leg onto the south leg). The multi-lane is for one movement (Spadina
Crescent toward Spadina Ramp) which will simplify the roundabout operations compared to a fully multi-
lane roundabout.

As part of the Active Transportation improvement options, it is recommended that Spadina Crescent be
upgraded to an AAA cycling network. Cyclists may have difficulty negotiating through a multi-lane
roundabout. If implemented, it is recommended that the bicycle facility on the east side be constructed as
an in-boulevard multi-use pathway to improve cyclists’ safety and comfort. Opportunities to implement a
cross-ride should be considered. The bike facility on the west side of Spadina Crescent may be
implemented as a protected bike lane separated from the sidewalks or as multi-use pathways since active
mode users would be travelling parallel to the traffic and both options provide buffers.

Capacity analysis at the Spadina Crescent and Spadina ramp multi-lane roundabout intersection was
conducted using Sidra 7 (industry simulation software for roundabouts) for the total future forecast
volumes during the afternoon peak hour for the worst-case scenario, summarized in Table 10-2.

Table 10-2 | Capacity Analysis for Spadina Crescent and Spadina Ramp Roundabout Intersection

Spadina Ramp Spadina Cres Spadina Cres
INTERSECTIO . Performanc
N Overall Intersection (East Leg) (North Leg) (South Leg)
e
LT T RT LT T RT | LT T RT
. V/C Ratios 0.97 097 | 0.27 0.27 072 04
Roundabout Intersection
Spadina Cres & Delay (s) 38.4 33.9 7.3 3 9 8.5
Spadina Ramp Intersection Delay: 14.3 | LOS D o A A A A
Intersection LOS: B 95th Queue (m) | 139 139 16 16 40 12.3

Overall, the intersection is expected to operate acceptably for the future forecast traffic volumes during
the afternoon peak hour. The implementation of the multi-lane roundabout is anticipated to accommodate
traffic demand during other peak hours acceptably since there is less traffic demand than during the
afternoon peak hour. Although the Spadina Ramp is anticipated to approach its capacity (v/c ~ 1.0) with
the proposed single-lane approach, traffic is expected to operate with acceptable delays (LOS D). Since
the majority of the traffic are right-turn movements and minimal left-turns (< 5 vehicles), the Spadina
Ramp approach was designed as a single-lane approach to minimize the required right-of-way and
ultimately the loss of green space. If a bypass lane is implemented to accommodate the right-turn
movement from Spadina Ramp onto Spadina Crescent, the Spadina Ramp is expected to operate at
optimal conditions (LOS A and 0.3 v/c ratio). Detailed summary of the analyses are presented in
Appendix H.
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o Impacts on Active Modes of Transportation | Yes, improve active mode users’ safety by reducing
vehicle speeds. Multi-lane roundabout may be difficult to navigate on bikes and crossings become
more spread out.

« Impacts on Parking | No.

« Impacts on Traffic Operations | Yes, improve intersection operations and reduce queuing.

m  Recommendation: Yes

Table 10-3 summarizes all the proposed improvement options.
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Table 10-3 | Proposed Improvement Options

Impacts on
Options : Recommended
AT Parking Traffic
Ops
1  Improve Parking Enforcement No Yes Yes Yes
2 Implement Time Limit on Weekend Parking No Yes No Yes
3 Ir_npr_ove User Information, Marketing and Way- Yes Yes Yes Yes
Finding
4 Parking Capacity Display Yes Yes Yes Yes
5 Implement Paid Parking Program Yes Yes Yes Yes
6 Remote Parking and Shuttle Services Yes Yes Yes Yes
Parking 7  Additional Parking Supply in Zone 1 No Yes No Yes
Demand 8  Potential Parking Facility Expansion Yes Yes Yes Yes
Management
9 Increase Parking Supply on Kinsmen Ave No Yes No Yes
10 On-Street Parking along Spadina Cres Yes Yes Yes No
11 Maintain Zone 2 Parking Supply No Yes No Yes
12 Potential Zone 4 Upgrades Yes Yes Yes Yes
13 Maintain and Upgrade Zone 5 Parking Facility Yes Yes No Yes
14  Shared Parking with SHR (Zone 6) No Yes No Yes
15 Pick-up / Drop-off Areas No Yes Yes Yes
16 Develop Special Event Traffic and Parking Yes Yes Yes Yes
Management Plan
Traffic 17 Bike Share Yes Yes Yes Yes
Demand 18 Transit Services Yes Yes Yes Yes
Management
19 Shuttle Services / Program Yes Yes Yes Yes
20 Employee Trip Reduction Yes Yes No Yes
21 Modifications along Spadina Cres Yes No Yes See Report
22 ;r::g;ove Crosswalk on Spadina Cres b/w Zones 3 Yes No No See Report
Active . 23 Improve Crosswalk at the University Bridge Yes No Yes See Report
Transportation
Improvements | 24 Upgrade Spadina Cres to AAA Network Yes Yes Yes Yes
25 Shared Street - Spadina Crescent Yes No Yes No
26  Shared Street - Zone 5 Yes No Yes No
27 Right-in / Right-out Access at Zones 3 and 4 Yes Yes Yes Yes
Traffic 28 Intersection Improvements at Spadina Ramp - Dual Yes No Yes No
Operations LT Lanes :
29 Intersection Improvements at Spadina Ramp - Yes No Yes Yes
Roundabout

* See Report for comments on assessments or for future consideration.
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11 RECOMMENDED INFRASTRUCTURE NETWORK

Stakeholders, steering committee, and public consultation inputs have been combined with the results of
the network assessment and capacity analyses to develop an improved strategy to address existing issues
and anticipated deficiencies as traffic volumes continue to grow. All identified mitigation measures have
been evaluated to develop recommendations that will provide a comprehensive plan to address the
operations and parking needs within the Park. The following sections identified the recommended plan
for the Park based on modifications to infrastructure, parking, active transportation and traffic operations.

11.1 EXISTING TRANSPORTATION INFRASTRUCTURE

The field review identified deficiencies in existing infrastructure, as illustrated in Figure 7-3. Table 11-1
summarizes the recommendations addressing those issues that may be implemented in immediate-term.

Table 11-1 | Recommended Modifications for Existing Infrastructure Deficiencies — Immediate-term

. . Immediate-
Locations Modifications term (<1year)
1 25 St & Spadina Cres Trim median curb back within crosswalk to avoid tripping hazards 4
2 Spadina Cres & Spadina Loop | Align the southern pedestrian ramp to the north 4
3 Spadina Cres: 25 St - Ramp Provide pavement marking for bike lanes 4
4  Spadina Cres & Spadina Ramp | Trim median curb back within crosswalk to avoid tripping hazards ¢
5 Zared Patd Repa_lint parking stall markings and directional arrows where .
applicable
6 Zone 4 Parking Provide wayfinding signage for all Kinsmen Park Area parking ¢
7  Zone 4 Parking Repaint pedestrian crosswalk 4
8 Spadina Cres Crosswalk See Section 11.3 N/A
9 e Ftd Repa_lint parking stall n_1arkings and directional arrows where .
applicable. One-way signage blocked by shrub
10 Trail See Section 11.3 ¢
11 Trail See Section 11.3 ¢
12 Spadina Cres & Queen St No improvement required N/A
13 Queen St Assumed will be rectified when construction activities adjacent to N/A
Queen St are completed
14 Queen St No improvement required 4
15 Trail on Queen St Connect pathway 4
16 Informal Pathway See Section 11.3 N/A
17 Informal Pathway See Section 11.3 N/A
18 Trail (Zone 1) Drainage improvements required to avoid flooding during rain 4
19 Zone 1 Park.ing stall markings, directional arrows, wayfinding signage, and R
parking curbs needed
20 Kinsmen Ave No improvement required N/A
21 25th St & Kinsmen Ave No improvement required N/A
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11.2 PARKING AND TRAFFIC DEMAND MANAGEMENT
STRATEGIES

Section 10.1 identified various strategies to increase parking supply without major impact to the green
space as well as to reduce parking demand by encouraging the use of other modes. Using the Victoria
Transport Policy Institute Parking Management Strategies?, the typical percent reduction on parking
demand is summarized in Table 11-2. Some strategies also help reduce vehicle traffic volumes, which is
noted as an additional advantage of the strategy.

Table 11-2 | Typical Parking Reduction

PARKING DEMAND MANAGEMENT TYPICAL PARKING TRAFFIC
STRATEGIES REDUCTION REDUCTION

1 |Shared Parking (with Zone 6) 10 - 30% -

2 | Remote Parking 10 - 30% Yes
3  Walking and Cycling Improvements 5-15% Yes
4  Parking Pricing 10 - 30% Yes
5 | Bicycle Facilities (i.e. secure storage) 5-15% Yes
6 | Improve Users Information and Marketing 5-15% Yes

Other parking and transportation demand management strategies proposed within this study also have
varying rates of reduction including improve parking enforcement, bike share program, transit services,
and shuttle program. Although each strategy has a typical range of percent reduction, applying multiple
strategies at the same time does not indicate cumulative reduction. For a conservative estimate, a 10% to
30% reduction was set as the total potential parking demand reduction for the Park.

The estimated parking demand including future growth, identified in Section 8.2, indicates that
approximately 76 to 132 additional parking stalls would be required. Assuming 10 — 30% parking
reduction from the parking demand management strategies, the revised forecast increase in parking
demand is expected to be:

o 10%-Reduction = 68 to 119 additional stalls required; or
« 30%-Reduction = 53 to 93 additional stalls required.

As such, approximately 55 to 120 additional stalls would be required to meet future demand in the Park if
the parking demand management strategies are to be implemented.

Based on the proposed reconfiguration of Zone 4, identified in the planned Meewasin upgrades,
additional 12 stalls would be provided to increase the capacity from 84 to 96 stalls.

As such, it is anticipated that approximately 45 to 110 additional stalls would be required to meet future
demand in the Park.

! parking Management Strategies for More Efficient Use of Parking Resources — Updated November 28, 2018

(https://www.vtpi.org/tdm/tdm28.htm#_Toc128220479)
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To minimize the impacts on green space, the following potential improvement options (identified in
Section 10.1) are recommended to meet the parking demand:

Expanding and redesigning Zone 1 facility would potentially increase parking supply up to 35 stalls.
Expanding and redesigning Zone 4 facility would potentially increase parking supply up to 40 stalls.
Note that this improvement is further expansion of the planned Meewasin upgrades identified above
(additional 12 stalls) which may be implemented due to the additional right-of-way obtained from the
roundabout improvement at the Spadina Crescent and Spadina Ramp intersection.

3. Providing the parking area along Kinsmen Avenue proposed in the Master Plan would potentially
increase parking supply up to 40 stalls.

It is recommended that the parking demand be monitored continuously along with the growth of the Park
uses prior to implementing additional expansions. The final parking improvements may be completed
with a combination of the abovementioned improvements and should be implemented as needed.

11.3 ACTIVE TRANSPORTATION NETWORK

Active transportation needs including desire lines, potential conflicts and safety concerns, as well as
existing infrastructure deficiencies are outlined in Section 7, providing insights to the current and
anticipated future demand. Special consideration should be made to road safety recommendations on
Spadina Crescent to improve the safety and comfort of vulnerable road users. This roadway dissects the
Park and currently acts as a barrier to east-west movement for active transportation. Opportunities to
implement intersection improvements, traffic calming strategies, and physically separated cycling
facilities should be explored. The Master Plan, completed in 2011, identified opportunities to improve
pedestrian connections between activity centres and parking zones. As such, the following sections are
intended to confirm the improvements identified in the Master Plan with existing demand and identify
potential modifications of those improvements to address the current and future uses, which have been
illustrated in Figure 11-1.

11.3.1 EAST-WEST MOVEMENT

The east-west circulation within the park is fragmented and Spadina Crescent acts as a barrier to
pedestrian and cycling movement. Opportunities to implement new pedestrian paths within the park and
intersection improvements should be considered to facilitate greater ease of movement across Spadina
Crescent. The following list includes opportunities from the Master Plan and modifications to the Master
Plan that are suggested to improve east-west movement within the Park:

1. Implement a path from the Meewasin Trail to 26th Street, as proposed by the Master Plan. Modify the
proposed facility to a multi-use trail, so that it may be shared between pedestrians and cyclists, and
include yellow skip centrelines to delineate space for east and west movement. The pedestrian
crossing on Spadina Crescent that connects the two portions of this path should be upgraded as part of
this proposed trail improvement. The proposed improvements to this pedestrian crossing are
described by Improvement 8.

2. Implement a path between Zone 3 and Zone 6 parking areas, as proposed by the Master Plan. This
path will provide a connection between the Park’s path network and the Hospital’s parking (Zone 6)
area, which currently serves as overflow parking to the Park parking. Demand for this connection is
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demonstrated by an existing desire line connecting these two locations. The Master Plan currently
proposes a 1.5m to 2.0m path, however, a wider (3 — 4 m) path may be warranted given the current
demand for this connection and the capacity of the hospital’s parking supply.

Implement a northwest-southeast path within the field enclosed by the Canpotex train tracks, as
shown by desire lines. Ensure that this proposed path connects to the proposed east-west multi-use
path to the north and the existing park entrance to the south. Provide mitigating measures where the
path crosses the train tracks, such as ‘Look Both Way for Trains’ signage. Opportunities to improve
the pathway to be aligned with the crosswalk on Spadina Crescent immediately north of the
University Bridge should be considered.

Provide sidewalk connection on the south side along Queen Street between the hospital main access
to Spadina Crescent.

11.3.2 NORTH-SOUTH MOVEMENT

The Master Plan identifies opportunities to improve north-south movement within the Park, particularly
through improvement to existing facilities on Spadina Crescent and the Meewasin Trail. The Master Plan
notes that Spadina Crescent is a key corridor for motorists that connects to several parking zones and
activity centres within the Park. Although there are existing facilities for pedestrians and cyclists on or
adjacent to the roadway, opportunities exist to improve these facilities to attract users of all ages and
abilities. The following list includes opportunities from the Master Plan and modifications to the Master
Plan that are recommended to improve north-south movement within the Park:

5.
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Widen the Meewasin Multi-Use Trail to 4m or greater to accommodate higher cycling volumes, as
proposed by the Master Plan and the Meewasin Trail Study. Include yellow skip centrelines within
the redesign of this facility to delineate space for north and south movement. Provide wayfinding
signage to key destinations at crossings and entrances of the trail.

With the widening of the multi-use pathway on the east side adjacent to Spadina Crescent
(Improvement 5), opportunities to expand the pedestrian and AAA facilities should be explored.
Implement separated cycling and pedestrian multi-use pathway on the south and connect it to the
Meewasin Multi-Use Trail. Note that the position of the final connection between the Spadina multi-
use pathway and the Meewasin trail will depend on final configuration of Zone 4 parking area. The
connection should be extended to connect to the existing walkway on the west side of Zone 4 as well
as the sidewalk in front of the Mendel Building.

Repaint the existing bike lane on Spadina Crescent. Where possible, the bike lane should be extended
to connect with other cycling facilities, such as the proposed east-west multi-use path near Playland
and the Mendel Building. A long-term objective should be to implement separated cycling facilities
along the full extent of the Park on Spadina Crescent, as noted by the Master Plan. The Downtown
All Ages and Abilities Cycling Network Study has identified the south portion of this roadway as
future AAA connection to the University Bridge. Extending the AAA facilities on Spadina Crescent
north of the University Bridge will allow connections to additional activities and parking supply in
the downtown area and ultimately encourage alternate modes. Providing physical separation between
motorists and cyclists may upgrade the facility to an all ages and abilities design. Implementing cycle
tracks or physically separated bike lanes would require widening the road right-of-way.
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11.3.3 IMPROVED CROSSINGS

The intersection crossings on Spadina Crescent are conflict points between motorists, cyclists, and
pedestrians. Opportunities to improve the safety of vulnerable road users by managing conflicts at these
locations should be explored. The Master Plan identifies several locations for intersection improvements
that have the potential to mitigate these conflicts. The following list includes opportunities from the
Master Plan and modifications that are suggested to improve crossings on Spadina Crescent:

8. Implement a path underneath the Spadina Crescent bridge, as proposed by the Master Plan and
existing desire lines. Connect this path to the existing path to the west of the bridge, which connects
to the intersection of Queen St and 9" Ave. Widen both the existing and proposed paths to 4m to
facilitate comfortable two-way movement. If the height of the bridge accommodates bicycle
clearance, ensure that signage indicates that path is multi-use (i.e. shared between cyclists and
pedestrians) and include yellow skip centrelines to delineate space for east and west movement. If
implemented, this facility would serve as a cycling connection between the existing Meewasin Trail
and the proposed AAA cycling facility on 9" Avenue.

9. Enhance the existing pedestrian crossing between Zones 3 and 4 by adding shark teeth pavement
markings to the existing ladder crossing markings to improve the conspicuity of the crossing and to
reinforce yielding behaviour for motorists. The existing ‘Pedestrian Crossing Ahead’ warning signs in
advance of the crossing should also be replaced with ‘Pedestrian and Bicycle Crossing Ahead’
warning signs. Explore the opportunity of implementing a raised crossing at this location.

10. Consider the implementation of a roundabout to replace the existing entrance and exit to Spadina
Crescent, as noted by the Master Plan. The proposed roundabout has the potential to have a traffic
calming effect on Spadina Crescent and would provide an additional mid-park pedestrian crossing.
The existing entrance and exit ramps are unsignalized and provide limited instruction to motorists to
yield to pedestrians or cyclists. Replacement of the Spadina Crescent and Spadina Ramp intersection
with a roundabout would require significant reconstruction of the road. If this is not possible in the
short-term, a temporary solution to mitigate conflicts would be to implement new pavement markings
and signage at these locations. Ladder pavement markings are recommended to add to the conspicuity
of the pedestrian crossings. A green surface treatment and ‘Turning Vehicles Yield to Cyclists’
signage are recommended to add to the conspicuity of the bicycle lane through the conflict zone.

11. Enhance the existing pedestrian crossing at 25" Street to alert turning motorists to the presence of
pedestrians on the roadway. This crossing is partially obstructed by guard rails on the University
Bridge and vegetation in the boulevard. This crossing connects the Park’s path system to the multi-
use path on the University Bridge. It should be expected that cyclists will use this crossing to travel
between these facilities.
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11.3.4 BICYCLE NETWORK FACILITY

Section 10.3.4 identified two potential options for the AAA bicycle network along Spadina Crescent. It is
recommended that Option A be considered since there is less impact on the existing green space. Due to
the constrained right-of-way along Spadina Crescent particularly at the bridge, there would be gaps on the
AAA cycling network where the bike facility would have to share the roadway with traffic. If desired, the
City may expand the existing bridge or provide separate infrastructure for active transportation users to
ensure continuous AAA network within the Park.

Figure 11-2 illustrates the proposed bicycle facility along Spadina Crescent. The cross-section drawings
for Spadina Crescent with the recommended bi-directional in-boulevard multi-use pathway are presented
in Figure 11-3.

11.3.5 BICYCLE PARKING

The Park currently features several locations for short-term bicycle parking, including the Zones 3 and 4
as well as the SOTS site. Consideration should be made to adding additional short-term bicycle parking at
key destinations as cycling to the park becomes more desirable following infrastructure improvements.

11.4 TRAFFIC OPERATIONS

It is recommended that traffic operations at all study intersections be monitored continuously and traffic
signal timing plans be optimized, when required, to accommodate the traffic demand.

Although the Spadina Crescent and Queen Street intersection is expected to approach its capacity in the
15-year future forecast traffic volumes. The intersection is expected to operate at LOS D or better and no
further improvements are required.

The Spadina Crescent and Spadina Ramp intersection is expected to fail in 5 to 10 years, depending on
Saskatoon background growth rates. Although one of the improvement options identified an interim
modification, it is not recommended due to the skewed angle of the existing intersection. It is
recommended that the intersection be monitored continuously, and when required, the proposed multi-
lane roundabout be implemented.

Figure 11-2 illustrates the proposed modifications along Spadina Crescent. Figures 11-3 illustrates the
cross-section design of the recommended roundabout at the Spadina Crescent and Spadina Ramp
intersection.

Table 11-3 summarizes the proposed improvement options, identified in Section 10, as well as the
improvement horizons.
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Table 11-3 | Kinsmen Park Area Recommendations with Horizons

Recommended

Improvement Horizons

Options Short Medium Long
(<5Yrs) (5-10Yrs) (>10Yrs)
1  Improve Parking Enforcement Yes ¢
2 Implement Time Limit on Weekend Parking Yes ¢
Improve User Information, Marketing and
& Way-Finding ves ¢
4 Parking Capacity Display Yes ¢
5 Implement Paid Parking Program Yes ¢
6 Remote Parking and Shuttle Services Yes ¢
Parking 7  Additional Parking Supply in Zone 1 Yes ¢
Demand 8  Potential Parking Facility Expansion Yes (as needed)
Management = =
9 Increase Parking Supply on Kinsmen Ave Yes | ¢
10 On-Street Parking along Spadina Cres No N/A
11 Maintain Zone 2 Parking Supply Yes ¢ |
12 Potential Zone 4 Upgrades Yes 4 (>5years)
13 Maintain and Upgrade Zone 5 Parking Facility Yes ¢
14  Shared Parking with SHR (Zone 6) Yes ¢
15 Pick-up / Drop-off Areas Yes (as available)
16 Develop Special Event Traffic and Parking Yes .
Management Plan
Traffic 17 Bike Share Yes ¢
Demand 18  Transit Services Yes ¢
Management :
19  Shuttle Services / Program Yes ¢
20 Employee Trip Reduction Yes ¢
21  Modifications along Spadina Cres See Report (City reviewing policies)
29 Improve Crosswalk on Spadina Cres between See Report N/A
Active Zones 3 and 4
Transportation 23 Improve Crosswalk at the University Bridge See Report (additional assessments needed)
Improvements | 24  Upgrade Spadina Cres to AAA Network Yes | | ¢
25 Shared Street - Spadina Crescent No N/A
26  Shared Street - Zone 5 No N/A
27  Right-in / Right-out Access at Zones 3 and 4 Yes | ¢ |
Traffic 28 IIDnterlsE(_:IPEn Improvements at Spadina Ramp - No N/A
Operations SEN LI LLElilss :
29 Intersection Improvements at Spadina Ramp - Yes ¢
Roundabout

The recommended improvements of the Kinsmen Park Area are presented in Figure 11-4.
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12 CLOSING

The Kinsmen Park Area is Saskatoon’s oldest city park and is a source of civic pride for the city. The
Park welcomes thousands of visitors throughout the year. With various activities, festivals, and the
Meewasin Trail, the Park experiences one of the highest pedestrians and other active modes in the city.

WSP was retained by the City of Saskatoon to complete a Parking Strategy and Transportation Study to
address the Park’s needs including parking demand, traffic operations and safety, and active
transportation. Comprehensive data collection program and conflict observation survey were conducted to
establish the baseline conditions. Solutions were developed to address the Park’s needs to accommodate
all road users while preserving the valuable green space of the Park. The Parking Strategy and
Transportation study identified potential remedial measures as well as short-, medium-, and long-term
recommendations to address the parking, active transportation, and traffic operations in the study area.
Implementations of these recommendations may be completed as part of investment into the Park or in
conjunction with other City initiatives. Future demand of parking and transportation infrastructure
depends on the rate of development of the Park’s uses which ultimately dictate the need for
improvements. It is recommended that the City continuously monitors the operations at the Park prior to
implementing the changes, particularly the medium- and long-term improvements.
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