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Disclaimer
This Report represents the work of LEA Consulting Ltd (“LEA”). This Report may not be relied upon for
detailed implementation or any other purpose not specifically identified within this Report. This Document
is confidential and prepared solely for the use of Slate Asset Management. Neither LEA, its sub-consultants
nor their respective employees assume any liability for any reason, including, but not limited to,
negligence, to any party other than Slate Asset Management for any information or representation herein.
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INTRODUCTION
LEA Consulting Ltd. (LEA) was retained by Slate Asset Management (Slate) to prepare a Transportation Impact
Study (TIS) supporting the Official Plan Amendment and Rezoning applications for the proposed development
located on the Dixie Outlet Mall lands.

Dixie Outlet Mall is located at 1250 South Service Road in the City of Mississauga. The proposed
redevelopment (herein referred to as the “Subject Site”) will take place on the westernmost portion of the
Slate lands. The subject site and the Slate lands are shown in Figure 1-1.

Figure 1-1: Subject Site Location

Source: Google Earth Aerial Imagery (2020)
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TRANSPORTATION CONTEXT & PROPOSED DEVELOPMENT
This section will describe how the transportation network in the study area is planned to change due to the
MTO undertaking in the area that will introduce improvements to the QEW and its interchanges. An
Environmental Assessment Study (EA Study) is associated with the undertaking and this section will discuss
how the information from the study has been used within this report.

Also described is the proposed development, which will introduce new land uses and a new internal road
connection. Construction of the planned MTO improvements is expected to be complete by 2026, and thus
will be in place prior to the build out of the proposed development. As such, these offsite improvements are
assumed to be in place for all analysis scenarios. Since the transportation context in the study area will change
significantly between existing conditions and build-out, the existing conditions scenario will not be assessed
in this TIS. Thus, only future background and future total scenarios will be studied.

CLASS EA STUDY & QEW IMPROVEMENTS

The MTO’s study area for QEW improvements will include the QEW and the adjacent areas from east of
Cawthra Road to east of Dixie Road, which overlaps with the study area of the subject site. The study area of
the MTO undertaking and the study area of the subject site is shown in Figure 2-1.

Figure 2-1: Subject Site Study Area and MTO Undertaking Study Area

Source: Transportation Environmental Study Report QEW from Evans Avenue to Cawthra Road (January 2016)

The key transportation improvements as part of the MTO undertaking include:

Ʒ Replacement of the QEW/Dixie Road underpass and reconfiguration of the QEW/Dixie Road
interchange to a full-moves interchange including modifications to municipal roads;

Ʒ Replacement of the Ogden Pedestrian bridge and structural culvert west of Dixie Road;
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Ʒ Realignment of local service roads;

Ʒ Localized QEW widening to accommodate operational and safety improvements and to maintain six
lanes of traffic during construction;

Ʒ Modifications to/installation of retaining walls, noise barriers, sign-structures, traffic signals and
illumination.

Within the subject site study area, the main road network changes will be brought on by the Dixie/QEW
interchange improvements. These are to be implemented as part of the Final Preferred Alternative option
which is discussed in the EA Study. Additionally, active transportation facilities are planned to be implemented
along Dixie Road and the municipal roads. These improvements are illustrated on the Final Preferred
Alternative drawings which are shown as Figure 2-2, and in more detail in Appendix A.
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Figure 2-2: Plate 2 Showing Final Preferred Alternative Plan Plates 2 and 6

Source: Transportation Environmental Study Report QEW from Evans Avenue to Cawthra Road (January 2016)
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UTILIZATION OF EA STUDY DATA AND INFORMATION
The transportation network review and traffic analysis within this report will utilize data and information from
two key documents that are part of the EA Study. This is because the major changes to the existing road
network have been approved and are nearing implementation. The two key documents that have been used
are described below:

Transportation Environmental Study Report (herein referred to as the “TESR”):

Ʒ Completed in January 2016
Ʒ Outlines each of the alternatives and details the impacts of the Preferred Alternative

QEW Improvements from Evans Avenue to Cawthra Road Preliminary Design and Class Environmental
Assessment Study Traffic Analysis Final Report (herein referred to as the “EA Traffic Report”):

Ʒ Completed in November 2016
Ʒ Explores the operations of the QEW and nearby intersections considering the implementation of the

Preferred Alternative
Ʒ Refines the Preferred Alternative to obtain the Final Preferred Alternative design and forecasted

traffic volumes

The TESR has mainly been used for background information purposes, whereas the EA Traffic Report has been
used to obtain the anticipated 2031 traffic volumes, discussed at length in Section 3.

PROPOSED REDEVELOPMENT
The proposed redevelopment will involve the build out of three residential blocks and a block of parkland. The
redevelopment will require partial demolition of the existing retail on-site but will primarily be constructed
on the existing surface parking lot.

The proposed development will introduce three (3) residential blocks (5 towers with 9 to 25 stories) on the
northwest portion of the site. The location of the future buildings is currently a surface parking lot for Dixie
Mall. The development will also require the demolition of the westernmost part of the mall. New parkland
and a temporary nursery garden separate the mall and the new residential buildings. The three residential
buildings will share an underground parking garage, with an access on the ground floor of each building.

The statistical breakdown of the development is outlined in Table 2-1.

Table 2-1: Proposed Development Statistics
Land Use Existing Site Future Development Difference

Residential 0 units 1,263 units + 1,263 units

Retail (Slate)
Ground Floor 43,367 m2 34,760 m2 - 8,607 m2

Basement 14,000 m2 14,000 m2 0
Total 57,367 m2 48,760 m2 - 8,607 m2

Retail - Entire Mall
(Slate & Choice)

Ground Floor 56,200 m2 47,593 m2 - 8,607 m2

Basement 14,000 m2 14,000 m2 0
Total 70,200 m2 61,593 m2 - 8,607 m2

The concept plan showing the proposed site plan is illustrated in Figure 2-3.
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Figure 2-3: Site Plan

Source: Giannone Petricone Associates Inc. Architects (December 15, 2022)

A ten-year horizon of 2031 will be utilized to assess future conditions of the development.
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FUTURE BACKGROUND TRAFFIC CONDITIONS
This section will identify and detail the forthcoming changes to the study area as a result of the MTO
undertaking with regards to the road, transit, cycling and pedestrian networks. The future background traffic
conditions have been determined based on a 10-year horizon to the year 2031. This timeline was selected to
account for changes to the road network due to the planned MTO improvements, as well as the change in
traffic patterns, consistent with the EA Traffic Report.

As previously mentioned, construction of the planned MTO improvements is expected to be complete by
2026, and thus will be in place when the proposed development is built out.

ROAD NETWORK

Consistent with the EA Traffic Report, the study will analyze the following intersections during the following
peak periods for analysis:

Ʒ Dixie Road & Sherway Drive (signalized) – AM & PM;

Ʒ Dixie Road & QEW Ramp / North Service Road (signalized) – AM & PM;

Ʒ Dixie Road & QEW Ramp / South Service Road (signalized) – AM & PM;

Ʒ Dixie Road & South Service Road / Rometown Drive (signalized) – AM & PM;

Ʒ Dixie Road & South Mall Entrance (signalized) – AM, PM & SAT;

Ʒ South Service Road & East Mall Entrance (unsignalized) – AM, PM & SAT;

Ʒ South Service Road & Mid Mall Entrance (signalized) – AM, PM & SAT; and

Ʒ South Service Road & West Mall Entrance / Haig Boulevard (signalized) – AM, PM & SAT.

The road network and lane configurations assumed for the future background analysis are illustrated in Figure
3-1, while the network assumed for the future total analysis is illustrated in Figure 3-2.

The following section provides a description of the major roadways within the study area. Future conditions
are based on the planned QEW interchange reconfiguration discussed in Section 2.1
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Figure 3-1: Future Background - Road Network and Lane Configuration
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Figure 3-2: Future Total - Road Network and Lane Configuration

3.1.1 Roadways Undergoing Modifications from Existing Conditions

The following roadways are undergoing changes as a result of the MTO undertaking. Their future condition is
described below.

Queen Elizabeth Way (QEW) is classified as an east-west highway and is part of the 400-series highways. The
route extends between the Peace Bridge in the west and ends at Highway 427 in the east, under the
jurisdiction of the MTO. It operates with a six-lane cross section (three lanes per direction) and a posted speed
limit of 100 km/hr. The existing partial interchange at Dixie Road will be realigned and replaced with a Parclo
(Partial Cloverleaf) A2 configuration north of the QEW and a Parclo A4 configuration south of the QEW. The
Dixie Road Interchange will consist of two inner loop ramps, two outer ramps and one entrance ramp in the
southeast quadrant.
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Dixie Road is a north-south arterial road under the jurisdiction of Peel Region that runs from Lakeshore Road
East to Olde Base Line Road. The future Dixie Road alignment within the study area will feature a roadway
that operates mostly with a four-lane cross section (two lanes per direction) and provides auxiliary turning
lanes at major intersections, and some minor intersections. The roadway operates with a posted speed of
60km/h with a multi-use trail planned for the west side of the road and a sidewalk planned for the east side.
The alignment will match with existing roadway approximately 215m north of Sherway Drive north of the
QEW and approximately 50m south of Londonderry Boulevard south of the QEW.

Sherway Drive is an east-west local road with a two-lane cross section (one lane per direction) under the
jurisdiction of the City of Mississauga that extends from Dixie Road and ends at Etobicoke Creek. As there is
no posted speed limit, Sherway Drive operates with a statutory speed limit of 50 km/h with sidewalks provided
on both sides of the road. As a result of the proposed Dixie Road realignment, Sherway Drive will be extended
to the west to connect to the new Dixie Road.

North Service Road is an east-west major collector road under the jurisdiction of the City of Mississauga that
extends from Hurontario Street to Cawthra Road. The roadway operates with a posted speed limit of 60 km/h.
As a result of the proposed Dixie Road interchange, North Service Road will no longer exist east of Dixie Road
and will be replaced with a new QEW westbound off-ramp that connects to Dixie Road. Access to the existing
North Service Road from Brentano Boulevard will be closed. The cross section will be two (2) lanes (one lane
in each direction) in order to accommodate a new 3-4 m multi-use trail on the north side of the service road
to accommodate pedestrians and public transportation services and a 1-2m sidewalk on the south side.

South Service Road is an east west major collector road under the jurisdiction of the City of Mississauga that
extends from Hurontario Street to Park Royale Boulevard. The roadway operates with a posted speed limit of
60 km/h. As a result of the proposed Dixie Road interchange, South Service Road will be realigned west of
Dixie Road. The proposed realignment intersects with Dixie Road directly across from Rometown Drive and
the existing Dixie Outlet Mall main entrance at Dixie Road will be relocated south to the existing No Frills
access which will be reconfigured to include a full moves signalized intersection and a dedicated right-turn
lane in the southbound direction on Dixie Road. The Haig Boulevard & Dixie Outlet Mall entrance off of South
Service Road will be modified during the redevelopment to no longer provide mall access. The signalized
intersection of South Service Road & Site Access 2 will provide a new dedicated left turn lane from the
westbound direction. Site Access 1 and Site Access 3 will have unsignalized intersections along South Service
Road. East of Dixie Road, the South Service Road connection will be realigned to connect to Boxwood Way at
Park Royale Boulevard.

South Mall Entrance/Church Access is an east-west private road with a four-lane cross section that will
provide access to Dixie Mall west of Dixie Road and a two-lane cross section that will provide access to the
existing church east of Dixie Road. Traffic signals will replace the existing stop-controlled intersection with
Dixie Road as illustrated in the planned EA road network. The road is assumed to have a speed limit of 50
km/h.
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3.1.2 Roadways to Remain Unchanged from Existing Conditions

The following roads will remain unchanged, and their description is listed below.

Rometown Drive is an east-west local road with a two-lane cross section (one lane per direction) under the
jurisdiction of the City of Mississauga that extends from Dixie Road to Winterhaven Road. As there is no posted
speed limit, Rometown Drive operates with a statutory speed limit of 50 km/h and there are no sidewalks
provided on either side of the road.

Haig Boulevard is a north-south local road with a two-lane cross section (one lane per direction) under the
jurisdiction of the City of Mississauga that extends from South Service Road to Lakeshore Road East. As there
is no posted speed limit, Haig Boulevard operates with a statutory speed limit of 50 km/h. The existing
intersection also connects to the West Mall Entrance, which will be removed as part of the redevelopment. In
the area of the subject site, a sidewalk is provided on the west side of the street only.

3.1.3 Planned Site Access Changes

The following site access changes will occur during redevelopment along South Service Road.

Site Access 1 is a new north-south private driveway with a two-lane cross section (one lane per direction) that
will serve the Subject Site. The road will form an unsignalized “T-intersection” with the new South Service
Road alignment where a shared northbound left/right turn lane will be provided according to the planned EA
road network. The road is assumed to have a speed limit of 50 km/h.

Site Access 2 is a north-south private driveway with a two-lane cross section (one lane per direction) that will
serve the Subject Site and Dixie Mall. Site Access 2 will replace the existing Mid Mall Entrance and the
intersection with South Service Road will be shifted slightly to the east. The road will form a signalized “T-
intersection” with the new South Service Road alignment where dedicated northbound left and northbound
right turn lanes, as well as a dedicated westbound left turn lane will be provided according to the planned EA
road network. The road is assumed to have a speed limit of 50 km/h.

Site Access 3 is an east-west private driveway with a two-lane cross section (one lane per direction) that will
provide access to Dixie Mall. Site Access 3 is formerly known as the East Mall Access. The road will form a
right-in-right-out-left-in (RIROLI) intersection with the new South Service Road alignment where a stop sign
will be present for vehicles seeking to exit to South Service Road. The road is assumed to have a speed limit
of 50 km/h.

PEDESTRIAN NETWORK
The study area will be well-connected with a sidewalk network. Concrete sidewalks will be present on both
sides of Dixie Road, Sherway Drive, North Service Road and South Service Road (west of Dixie Road). In
addition, sidewalks will be provided on the south side of South Service Road Extension, east side of Dixie Road
and on the west side of Haig Boulevard. Pedestrian crosswalks are provided at all signalized intersections for
pedestrians to safely cross the street and access transit stops.
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CYCLING NETWORK
As a result of the proposed Dixie Road realignment, a multi-use trail is proposed along the west side of Dixie
Road and on the north side of North Service Road. This proposed facility is reflected in the City of Mississauga
Cycling Master Plan, 2018, and listed as a Peel Region five-year implementation plan project.

The proposed multi-use trail will connect to existing bike lanes south on Dixie Road and an existing multi-use
trail north on Dixie Road, providing a consistent connection between cycling facilities on Lakeshore Road East
and along the waterfront to the south, and to key destinations along Dixie Road such as Dixie GO Station. The
future cycling network will therefore enhance accessibility and cycling as a viable transportation mode to and
from the subject site.

Other nearby facilities include an existing shared route along Ogden Avenue from South Service Road to
Lakeshore Road East and a proposed multi-use trail along the QEW between Dixie Road and Ogden Avenue.
The future cycling network as proposed is shown in Figure 3-3.

Figure 3-3: Existing and Proposed Cycling Network

Source: City of Mississauga Cycling Master Plan, 2018
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TRANSIT FACILITIES
This section will describe the current transit services near the subject site along with the future transit services
based on MiWay and GO Transit planned improvements. Additionally, future transit improvement
opportunities will be touched upon and then discussed further.

3.4.1 Existing Transit Facilities

The subject site is well serviced by local MiWay bus routes. These routes also provide connections to the GO
Regional Transit System as well as the Toronto Transit Commission (TTC) Transit System. Currently, bus stops
are present directly at the Dixie Mall Bus Terminal, providing excellent accessibility to the local transit
network. Bus routes operating within the vicinity of the subject site also provide transit services to several key
locations such as Long Branch GO Station and the Sherway Gardens Shopping Centre.

There are two GO Stations located near the subject site; the Long Branch GO Station (Lakeshore West Line)
approximately 2 km to the south and the Dixie GO Station (Milton Line) approximately 2 km to the north. Long
Branch GO Station provides connections to the TTC streetcar and bus routes. Whereas the Dixie GO Station
provides connections to the GO Transit regional bus service that provides additional connections to several
hubs throughout the GTA.

The current transit facilities near the subject are described below and shown in Figure 3-4.

Figure 3-4: Current GO Transit and MiWay Service Maps

Source: GO Transit – October 2021 & MiWay Transit – September 2022

4 Sherway Gardens – operates generally in an east-west direction between Cooksville GO and Sherway
Gardens Bus Terminal. This route operates Monday-Sunday with approximately 35-minute headways. Route
4 provides connections to the Toronto Transit Commission (TTC) transit services via the Sherway Gardens bus
terminal. Route 4 is accessible in the study area with the closest bus stop located at the Dixie Mall Bus
Terminal.

5 Dixie – operates generally in a north-south direction along Dixie Road between Long Branch GO Station and
the area of Lorimar Drive and Cardiff Boulevard. This route operates Monday-Sunday with approximately 15-
minute headways during weekdays and 25-minute headways during weekends. Route 5 provides connections
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to GO regional transit services via the Long Branch GO Station, and also connects to the Mississauga
Transitway at Dixie. Route 5 is accessible in the study area with the closest bus stop located at the Dixie Mall
Bus Terminal. South of the subject site, the route provides connections to both the 501 and 508 TTC streetcars,
and the 110 and 123 TTC bus services to the Islington and Kipling subway stations, allowing for ease of transfer
onto the TTC network.

3.4.2 Future Transit Facilities

MiWay Proposed Route Network improvements will directly impact the transit opportunities near the subject
site. The relevant improvements proposed include the following:

Ʒ Re-routing of 5 Dixie so that the route continues travelling on Dixie Road south of Dixie Mall as
opposed to the current route that switches to Ogden Avenue via South Service at this location;

Ʒ 5 Dixie and 4 Sherway Gardens to provide direct connections to Dixie GO Station; and

Ʒ 51 Tomken routed to reach further south and connect to the Dixie Mall terminal.

Ʒ Addition of MiExpress Routes 185 on-site and 102 passing by the site.

These improvements are shown on Figure 3-5.

Figure 3-5: MiWay Proposed Route Network (2020)

Source: MiWay Transit – Accessed June 2021
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Major improvements are planned for the Lakeshore West line as part of the Metrolinx GO Expansion Project
which includes Regional Express Rail (RER) 15-minute train headway, more all-day service, more two-way
service, and station improvements. The Metrolinx GO Expansion Full Business Case (Business Case), details
such improvements for each line and sets the general timeline of completion as 2025-2030.

The improvements are planned to yield the following key performance objectives for the Lakeshore West line
and more specifically Long Branch Station:

Ʒ Two-way all-day service between Union and Hamilton stations; and

Ʒ 15-minute service or better between Burlington and Union stations.

Station improvements at Long Branch GO including new tunnels, new entrance buildings, bike facilities
including a secure bike storage room, and improved wayfinding, will improve the accessibility and comfort for
travelers utilizing the station.

TRAFFIC DATA COLLECTION
As previously mentioned, traffic data was obtained from the EA Traffic Report. This is considered a reasonable
approach because the forthcoming road network improvements as part of the Final Preferred Alternative for
the Dixie/QEW interchange will ultimately change the traffic flow within the study area. The EA Traffic Report
contains 2031 projections for 4 of the study area intersections and also contains 2013 turning movement
counts for the Dixie Mall intersections.

It must be noted that the EA Traffic report volumes could not be compared with turning movement counts
under existing conditions. This is because the study area intersections could not be counted due to changes
in traffic patterns as a result of the COVID-19 pandemic. Furthermore, recent counts for the study area
intersections were not available from the City.

Historical TMCs were obtained from the City and Region for some intersections in order to estimate corridor
growth along Dixie and South Service roads.

A summary of the data utilized is shown in Table 3-1. The traffic volume figures within the EA Traffic report
along with supplementary TMCs obtained from the City and Region and signal timing plans are provided in
Appendix A.
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Table 3-1: Traffic Data Utilization Summary

Location Source Peak Period

Dixie Road & Sherway Drive EA Traffic Report
(Final Preferred Alternative 2031 Volumes) AM & PM

Dixie Road & QEW Ramp/North
Service Road

EA Traffic Report
(Final Preferred Alternative 2031 Volumes) AM & PM

Dixie Road & QEW Ramp/South
Service Road

EA Traffic Report
(Final Preferred Alternative 2031 Volumes) AM & PM

Dixie Road & South Service
Road/Rometown Drive

EA Traffic Report
(Final Preferred Alternative 2031 Volumes) AM & PM

Dixie Road & South Mall Entrance EA Traffic Report (2013 pre-Christmas Saturday
Counts on Future Road Network) Saturday

South Service Road & East Mall
Entrance

EA Traffic Report (2013 pre-Christmas Saturday
Counts on Future Road Network) Saturday

South Service Road & Mid Mall
Entrance

EA Traffic Report (2013 pre-Christmas Saturday
Counts on Future Road Network) Saturday

South Service Road & West Mall
Entrance/Haig Boulevard

EA Traffic Report (2013 pre-Christmas Saturday
Counts on Future Road Network) Saturday

South Service Road & Haig Boulevard City of Mississauga (June 1, 2010) AM & PM
Dixie Road & South Service Access

Road Region of Peel (February 13, 2018) AM & PM

Dixie Road & South Mall
Entrance/Rometown Drive Region of Peel (November 7, 2017) AM & PM

Note: The italicized text in the table denotes counts that were utilized to calculate corridor growth along Dixie Road which was then
used to estimate some 2031 volumes.

FUTURE BACKGROUND TRAFFIC VOLUMES
The future background traffic is not typical as a result of the EA traffic data not having AM and PM counts for
the intersections surrounding Dixie Mall, and only containing Saturday pre-Christmas counts. As such, the EA
traffic was supplemented with ITE estimation of the existing mall traffic. Additionally, traffic from the nearby
Lakeview development has been included as it will have an effect on some of the study area intersections.
This methodology is explained in detail within each of the following sub-sections.

3.6.1 Dixie Mall Traffic Volumes

The Dixie Mall traffic volumes to be placed on the road network for the three peak periods have been
forecasted by utilizing trip rate data from the Institute of Transportation Engineers Trip Generation Manual,
11th Edition (ITE Manual). Whereas the distribution of the Dixie Mall traffic was obtained from the 2013
turning movement counts at the mall accesses extracted from the EA Traffic Report. The forecasted mall
volumes were then assigned to the road network according to the distribution. The traffic volumes and ITE
data used in obtaining them are shown in the detailed trip generation Section 4.

3.6.2 Estimated 2031 Future Background AM and PM Peak Hour Volumes

To complete the weekday AM and PM peak hour 2031 base volumes, the AM and PM peak hour volumes
projected for Dixie Road & South Service Road/Rometown Drive (from the 2031 traffic volumes figure in the
EA Traffic Report) were subsequently carried through the South Service Road intersections in addition to the
Dixie Mall volumes forecasted at the accesses and the 2010 South Service Road & Haig Boulevard northbound
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and southbound volumes. The Dixie Mall volumes and 2010 northbound and southbound volumes were not
adjusted for growth as the mall traffic is not expected to increase in the future and Haig Boulevard is
considered fully built out.

3.6.3 Estimated 2031 Future Background Saturday Peak Hour Volumes

The Saturday peak hour study area as per the TOR is only set to include the Dixie Mall access intersections
and the Dixie Road & South Service Road / Rometown Drive intersection. However, it must be noted that only
2013 traffic TMCs for the mall access intersections were available. Therefore, in order to estimate the 2031
Saturday peak hour volumes, an estimate of the growth to Saturday peak hour volumes was undertaken. This
was done by utilizing the existing PM peak hour turning movement counts to calculate corridor growth along
Dixie Road at the links entering and exiting the subject site. PM volumes were chosen as they contain some
discretionary trips, which are typically one of the main types of trips during Saturdays. This therefore provides
the best estimate of Saturday peak hour traffic growth in the absence of any other Saturday counts.

The PM volumes from 2017 and 2018 City counts were compared with the 2031 Class EA Traffic Report PM
volumes at the Dixie Road link between South Service Road and Rometown Drive. The comparison revealed
that negative growth at the links and therefore it was concluded that the Saturday volumes are not expected
to grow within the general area. As such, the 2013 Saturday volumes were utilized for the estimated 2031
Saturday volumes. This process was executed by taking the 2013 Dixie Road & South Service Road/Rometown
Drive volumes and carrying them through the South Service Road intersections to the Dixie Mall intersections
containing the traffic volumes generated by the mall. Lastly, the volumes were balanced at the links to
complete the network volumes.

3.6.4 Background Developments

The future background traffic includes volumes from the 2031 Environmental Assessment (EA) traffic
projection, which considers many of the background development applications in the area. The Lakeview
Village development was also included because it directly impacts the study area intersections which were
not included in the 2031 EA published prior.

Table 3-2 lists the Lakeview Village development statistics. The background development site traffic volumes
were extracted from the Lakeview Village Traffic Consideration Report, and subsequently assigned to the road
network within the study area. Excerpts from the traffic report are provided in Appendix B.

Table 3-2: Background Development Site Statistics
Development Proposed Site Description Site Statistics Source (Date)

Lakeview Village Masterplan Development

Townhouse 355 units

TMIG
(June 2020)

Condominium 7,695 units
Retail 147,078 ft2

General Office 876,817 ft2

Research and Development 867,807 ft2

Recreational Community Center 194,278 ft2

Hotel 191 rooms

3.6.5 Future Background Traffic Volumes

The future background traffic volumes were developed as discussed in Section 3.6, including additional traffic
from the Lakeview Village development. The future background traffic volumes are illustrated in Figure 3-6.
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Figure 3-6: Future Background Traffic Volumes
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SITE GENERATED TRAFFIC
The proposed redevelopment includes the build out of three residential land use blocks in the northwest
section of the existing Dixie Mall area, while a large portion of Dixie Mall remains to the southeast. The existing
and proposed site statistics are detailed in Table 4-1. A total of 1,263 residential units are included, replacing
8,607 m2 of the existing mall. For the purposes of analysis, the number of residential units has been rounded
up to 1,265. It should be noted that the entire mall area (Slate and Choice) has been used to calculate trips
generated by the mall.

Table 4-1: Proposed Site Statistics

Land Use Existing Site Proposed
(Addition: +, Demolition: -) Future Development

Residential 0 units + 1,263 units 1,263 units
Entire Mall (Slate & Choice) 70,200 m2 - 8,607 m2 61,593 m2

As discussed in Section 3.1, the mall entrances along South Service Road will be modified during the
redevelopment. The West Mall Entrance located at the intersection of Haig Boulevard and South Service Road
will be removed. A new driveway will be constructed approximately 90 m further northeast on South Service
Road, identified in the analysis as Site Access 1. The Mid Mall Access on South Service Road will be shifted
slightly northwest as well and is identified as Site Access 2. Finally, the existing East Mall Access will remain,
and is identified as Site Access 3.

MODAL SPLIT

Local mode split percentages were obtained from the Transportation Tomorrow Survey (TTS) for Traffic Zone
(TZ) 3649 which contains the subject site and nearby TZs 3653, 3648, 3654, 297, and 309. Table 4-2 shows the
mode split for the subject site.

Table 4-2: Mode Split
Mode Split
Transit 18%
Walk 7%

Bicycle 1%
Auto Driver 62%

Auto Passenger 12%
TOTAL 100%

TRIP GENERATION

The Institute of Transportation Engineers Trip Generation Handbook, 11th Edition (ITE Manual), was utilized to
forecast the site trips for the development. ITE LUC 820 and LUC 222 were used to calculate retail and
residential trips, respectively.

It should be noted that ITE trip rates and equations are only for auto trip forecasting and do not contain person
trip forecasting. Therefore, the person trips projected to be generated by the land uses of the site have been
estimated by utilizing the methodology described in Appendix B of the ITE Trip Generation Handbook 3rd

Edition (ITE Handbook).
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Following this methodology, ITE Vehicle Share rates and Vehicle Occupancy Rates as per Appendix B of the
ITE Handbook were applied to the gross vehicle trips to determine the number of person trips. Next, the
internal trips were forecasted using the internal capture methodology described in the ITE Handbook and the
total auto trips for each land use. The internal trips were then subtracted from the auto trips to obtain the
external trips for each land use. Finally, the local modal split was applied to determine the final number of
vehicle trips generated by the site.

Rates applied to calculate the number of vehicle trips generated by the site, as well as the number of trips,
are shown in Table 4-3.

Table 4-3: Subject Site Vehicle Trip Generation

Land Use Description
Weekday AM Peak Hour Weekday PM Peak Hour Saturday Peak Hour

In Out Total In Out Total In Out Total

Existing Mall
Trips

(LUC 820 –
Shopping
Center)

70,200 m2

Percentage Split 62% 38% 100% 48% 52% 100% 52% 43% 100%
Vehicle Trip Rate 0.52 0.32 0.84 1.63 1.77 3.40 2.29 1.89 4.40

Vehicle Trips 394 241 635 1233 1336 2569 1729 1430 3159
ITE Vehicle Share 100% 100% 100% 99.8% 100% 99.8%

Vehicle Occupancy 1.17 1.16 1.21 1.18 1.21 1.18
Person Trips 461 280 741 1492 1580 3072 2092 1691 3783

TTS Vehicle Share 62% 62% 62% 62% 62% 62%
Existing Vehicle

Trips
286 174 460 925 980 1905 1297 1048 2345

Demolished
Mall Portion

8,607 m2

(Approx.
12%)

Reduction in
Vehicle Trips

-35 -21 -56 -113 -120 -233 -159 -129 -288

Residential
(LUC 222 –
High-Rise

Residential
1,265 Units

Percentage Split 34% 66% 100% 56% 44% 100% 57% 43% 100%
Trip Rate 0.12 0.22 0.34 0.26 0.20 0.46 0.21 0.15 0.36

Vehicle Trips 143 278 421 319 251 570 254 192 446
ITE Vehicle Share 100% 100% - 100% 100% - 96.3% 94.7% -

Vehicle Occupancy 1.00 1.00 - 1.00 1.00 - 1.15 1.21 -
Person Trips 143 278 421 319 251 570 303 245 548

Internal Reduction 3 3 146 105 139 102
Net Person Trips 143 281 424 180 151 331 171 148 319
TTS Vehicle Share 62% 62% 62% 62% 62% 62%
Total New Vehicle

Trips
89 174 263 112 94 206 106 92 198

Net New Site Trips 54 153 207 -1 -26 -27 -53 -37 -90

The development is anticipated to generate 207 net trips during the AM peak hour (54 inbound and 153
outbound), -27 net trips during the PM peak hour (-1 inbound and -26 outbound) and -90 net trips during the
Saturday peak hour (-53 inbound and -37 outbound). The reduction in vehicle trips generated by the site is
driven by the demolition of approximately 8,600 m2 of retail space on the western portion of the mall, which
particularly affects evening and weekend trips.
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The trip generation for the entire site (existing and proposed) by mode is shown in Table 4-4.

Table 4-4: Subject Site Multi-Modal Trip Generation

Land
Use

Description
Modal
Split

Weekday AM Peak Hour Weekday PM Peak Hour Saturday Peak Hour
In Out Total In Out Total In Out Total

All

External Person Trips 100% 544 524 1068 1384 1391 2775 1905 1664 3569
Auto Driver Trips 62% 337 325 662 858 862 1720 1181 1032 2213

Passenger Trip 12% 98 95 193 250 251 501 343 300 643
Transit Trips 18% 65 64 129 166 167 333 230 200 430

Pedestrian trips 7% 38 37 75 97 97 194 134 117 251
Cycling Trips 1% 5 0 5 0 0 0 0 0 0

PROPOSED DEVELOPMENT AUTO TRIP DISTRIBUTION AND ASSIGNMENT

The trip distribution of site traffic for each of the peak periods was estimated using Transportation Tomorrow
Survey (TTS) 2016 data for TZs 3653, 3649, 3648, 3654, 297, and 309. The data was filtered for trip purpose to
match the appropriate land use, time of day, and origin and destination.

Trip assignment to the study area gateways was subsequently determined based on the trip origin and
destination, site accesses and the most logical routing. Table 4-5 and Table 4-6 summarize the assumed trip
distribution percentages for residential and retail site traffic. Additionally, a summary of the TTS data used are
presented in Appendix C.

Table 4-5: Directional Trip Distribution of Residential Auto Trips

Gateway No. Locations AM PM SAT
IN OUT IN OUT IN OUT

1 Dixie Rd (N of Sherway Dr) 40% 28% 33% 30% 18% 27%
2 QEW (W of Dixie Rd) 21% 20% 7% 26% 20% 24%
3 QEW (E of Dixie Rd) 28% 46% 54% 30% 53% 32%

4 Dixie Rd (S of Church
Driveway/Street A) 5% 2% 4% 7% 4% 8%

5 S Service Rd (W of Haig Blvd) 6% 4% 2% 7% 5% 9%
Total 100% 100% 100% 100% 100% 100%

Table 4-6: Directional Trip Distribution of Retail Auto Trips

Gateway No. Locations
AM PM SAT

IN OUT IN OUT IN OUT
1 Dixie Rd (N of Sherway Dr) 50% 27% 41% 28% 24% 30%
2 QEW (W of Dixie Rd) 24% 24% 25% 15% 21% 24%
3 QEW (E of Dixie Rd) 22% 32% 16% 47% 41% 31%

4 Dixie Rd (S of Church
Driveway/Street A) 0% 8% 9% 5% 7% 7%

5 S Service Rd (W of Haig Blvd) 4% 9% 9% 5% 7% 8%
Total 100% 100% 100% 100% 100% 100%

To conclude, the site-generated trips applied to the road network, are shown in Figure 4-1, Figure 4-2 and
Figure 4-3.
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Figure 4-1: Site Generated Traffic
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Figure 4-2: Retail Trips Removed from Network
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Figure 4-3: Net Site Generated Trips
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FUTURE TOTAL TRAFFIC CONDITIONS
The future total traffic analysis will assess the traffic impact of the development in the 2031 horizon year, by
comparing results to the future background analysis. The purpose of such is to determine the adequacy of the
proposed final road network and interim road network in servicing the site generated traffic.

The future total traffic volumes are composed of the 2031 future background traffic volumes with the site
generated traffic added. These volumes are depicted in Figure 5-1.
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Figure 5-1: Future Total Traffic Volumes
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INTERSECTION CAPACITY ANALYSIS
The intersection capacity analysis was undertaken using Synchro version 11, which is based on the Highway
Capacity Manual (2000) methodology and adhering to The Corporation of the City of Mississauga Traffic
Impact Study Guidelines (Mississauga TIS Guidelines) and the Region of Peel’s Traffic Impact Study Guidelines
(Peel TIS Guidelines). The intersection capacity analysis was conducted for the weekday AM, PM and Saturday
peak hours.

Intersection capacity analysis results are presented in Sections 6.4 and 6.5. Full details are provided in
Appendix D and E, for future background analysis and future total analyses, respectively.

MISSISSAUGA AND PEEL TIS GUIDELINES

The Mississauga TIS Guidelines require that signalized intersections with the following characteristics shall be
identified:

Ʒ V/C ratios for overall intersections operations, through movements or shared
through/turning movements that are equal to 0.85 or above;

Ʒ V/C ratios for exclusive movements that are equal to 0.95 or above; or

Ʒ Queues for an individual movement that are projected to exceed available turning lane
storage.

The Mississauga TIS Guidelines require that unsignalized intersections with the following characteristics shall
be identified:

Ʒ Level of service, based on average delay per vehicle or on individual movements is LOS “E”
or greater; or

Ʒ 95th Percentile queues for individual movements that exceed the available storage length.

The Peel TIS Guidelines require that the following be identified for signalized and unsignalized intersections:

Ʒ V/C ratios for overall intersections operations, through movements or shared
through/turning movements that are equal to 0.90 or above;

Ʒ V/C ratios for exclusive movements that will exceed 1.00; or

Ʒ 95th Percentile queues for individual movements that exceed the available storage length.

SYNCHRO INPUT PARAMETERS

The input parameters assumed in the analysis along with the basis for each input is listed in point form below:

Ʒ The lane widths for Dixie Road, North Service Road and South Service Road are based on
the final preferred cross-sections in the approved TESR, which shows a width of 3.5m.

Ʒ A peak hour factor (PHF) of 0.93 has been assumed for all study area intersections in
accordance with the EA Traffic Report.

Ʒ A standard 2% was assumed for the heavy vehicle percentages at all movements for all
intersections.
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SIGNAL TIMING PLAN OPTIMIZATION

Signal timing plans have been obtained from the City and Region for all study area signalized intersections.
Given that significant changes are forthcoming to the study area intersections, the corridor cycle lengths have
been maintained for the peak hour periods but the splits within the signal timing plans (STP) have been
optimized for future conditions. In most intersections the optimized weekday PM signal timing plans were
also used for the Saturday peak. The proposed signal timing adjustments are detailed in Table 6-1.

Table 6-1: Signal Timing Adjustments

Intersection Peak
Period

Cycle
Length Splits

Dixie Road &
Sherway Drive

Weekday
AM 120

Weekday
PM 130

Dixie Road &
QEW North

Ramp
Terminal/Nort
h Service Road

Weekday
AM 120

Weekday
PM 130

Dixie Road &
QEW EB Off-
Ramp/South
Service Road

Extension

Weekday
AM 120

Weekday
PM 130
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Intersection Peak
Period

Cycle
Length

Splits

Dixie Road &
South Service

Road/
Rometown

Drive

Weekday
AM 120

Weekday
PM 130

Saturday 130

Dixie Road &
South Mall
Entrance/

Church Access

Weekday
AM 120

Weekday
PM 130

Saturday 130

Site Access 2
& South

Service Road

Weekday
AM 100

Weekday
PM &

Saturday
100

Haig
Boulevard &

South Service
Road

Weekday
AM 100

Weekday
PM 100

Saturday 100
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SIGNALIZED INTERSECTION CAPACITY ANALYSIS

The following tables show the results of the intersection capacity analysis at the signalized intersections in the
study area. Critical movements are bolded.

Table 6-2: Intersection Capacity Analysis – Dixie Rd & Sherway Dr (AM Peak Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.55 10 B - - Overall - 0.58 11 B - -

WBL 90 0.42 50 D 22 38 WBL 90 0.41 50 D 22 38
WBR 190 0.58 55 E 26 50 WBR 190 0.60 56 E 28 52
NBTR 1297 0.51 4 A 27 39 NBTR 1336 0.53 5 A 41 42
SBL 120 0.54 14 B 10 39 SBL 120 0.58 16 B 11 45
SBT 736 0.29 4 A 24 41 SBT 762 0.30 4 A 26 42

Table 6-3: Intersection Capacity Analysis – Dixie Rd & Sherway Dr (PM Peak Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.62 5 A - - Overall - 0.62 5 A - -

WBL 65 0.48 62 E 18 33 WBL 65 0.48 62 E 18 33
WBR 20 0.01 55 D 0 9 WBR 20 0.01 55 D 0 9
NBTR 1077 0.40 2 A 15 8 NBTR 1074 0.40 2 A 15 8
SBL 5 0.01 2 A 0 1 SBL 5 0.01 2 A 0 1
SBT 1730 0.64 5 A 79 116 SBT 1713 0.63 5 A 77 113

The intersection of Dixie Road & Sherway Drive is expected to operate within capacity and acceptable levels
of service during the AM and PM peak hours. It should be noted that the westbound right movement during
the AM peak hour will operate at LOS E but an acceptable V/C ratio of 0.60, and the westbound left movement
during the PM peak hour will operate at LOS E but an acceptable V/C ratio of 0.48. It should be noted that
both critical movements operate similarly in the future background and future total scenarios, so it can be
concluded that the congestion is attributed to background traffic.
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Table 6-4: Intersection Capacity Analysis – Dixie Rd & North Service Road/QEW WB Off-
Ramp (AM Peak Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.62 31 C - - Overall - 0.64 30 C - -

EBL 85 0.23 34 C 13 22 EBL 85 0.24 36 D 13 22
EBTR 135 0.13 41 D 3 21 EBTR 135 0.14 42 D 3 21
WBL 283 0.57 29 C 48 68 WBL 304 0.62 30 C 52 75
WBT 45 0.09 31 C 8 16 WBT 45 0.09 31 C 8 16
WBR 520 0.83 53 D 78 115 WBR 520 0.83 53 D 79 117
NBL 10 0.04 29 C 2 3 NBL 10 0.04 29 C 1 3
NBT 697 0.52 32 C 64 71 NBT 736 0.55 31 C 63 77
NBR 127 0.09 0 A 0 0 NBR 162 0.11 0 A 0 0
SBL 130 0.40 18 B 21 28 SBL 130 0.41 18 B 21 27
SBT 676 0.42 19 B 63 60 SBT 702 0.43 19 B 66 61
SBR 15 0.01 17 B 0 0 SBR 15 0.01 17 B 0 0

Table 6-5: Intersection Capacity Analysis – Dixie Rd & North Service Road/QEW WB Off-
Ramp (PM Peak Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.96 49 D - - Overall - 0.97 48 D - -

EBL 25 0.28 34 C 4 10 EBL 25 0.28 34 C 4 10
EBTR 185 0.17 28 C 7 24 EBTR 185 0.19 28 C 10 28
WBL 65 0.16 24 C 11 20 WBL 123 0.29 25 C 21 34
WBT 610 0.93 59 E 171 251 WBT 610 0.93 59 E 171 251
WBR 380 0.37 30 C 19 51 WBR 380 0.37 30 C 19 51
NBL 110 0.81 73 E 17 54 NBL 110 0.81 74 E 16 54
NBT 677 0.83 53 D 100 108 NBT 674 0.83 51 D 100 100
NBR 120 0.08 0 A 0 0 NBR 144 0.10 0 A 0 0
SBL 420 0.98 74 E 111 184 SBL 420 0.98 74 E 110 183
SBT 1370 0.96 48 D 190 234 SBT 1353 0.95 47 D 187 229
SBR 5 0.00 22 C 0 0 SBR 5 0.00 22 C 0 0

The intersection of Dixie Road & North Service Road / QEW Westbound Off-Ramp is expected to operate
within capacity during the AM peak hour. It should be noted that the westbound right turn movement is
expected to operate with a V/C ratio of 0.83 and LOS D in both the future background and future total
scenarios.

During the PM peak hour several capacity constraints are expected. The overall intersection is expected to
operate at LOS D with a V/C ratio of 0.97. Critical movements include the westbound through (LOS E, V/C of
0.93), southbound left (LOS E, V/C of 0.98) and southbound through (LOS D, V/C of 0.95).

Critical movements at this intersection are already approaching capacity in the future background analysis
scenario and thus are not significantly affected by the introduction of site-generated traffic.
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Table 6-6: Intersection Capacity Analysis – Dixie Rd & South Service Road/QEW EB Off-
Ramp (AM Peak Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.54 17 B - - Overall - 0.58 18 B - -

EBL 200 0.51 52 D 27 45 EBL 200 0.50 52 D 27 45
EBT 10 0.51 52 D 28 46 EBT 10 0.51 52 D 28 45
EBR 218 0.15 47 D 0 22 EBR 230 0.16 47 D 0 23
WBR 130 0.36 54 D 11 31 WBR 130 0.37 54 D 11 31
NBT 1677 0.57 10 A 60 80 NBT 1828 0.63 12 B 78 97
SBL 10 0.11 9 A 1 3 SBL 10 0.15 10 B 1 3
SBT 539 0.26 8 A 23 37 SBT 586 0.29 8 A 26 41

Table 6-7: Intersection Capacity Analysis – Dixie Rd & South Service Road/QEW EB Off-
Ramp (PM Peak Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.47 13 B - - Overall - 0.48 13 B - -

EBL 140 0.47 58 E 23 40 EBL 140 0.47 58 E 23 40
EBT 20 0.47 58 E 24 41 EBT 20 0.47 58 E 24 41
EBR 174 0.12 53 D 0 22 EBR 173 0.12 53 D 0 22
WBR 60 0.04 59 E 0 1 WBR 60 0.04 59 E 0 1
NBTR 1566 0.47 8 A 65 78 NBTR 1574 0.47 8 A 64 83
SBL 15 0.11 4 A 1 1 SBL 15 0.11 4 A 1 1
SBT 1145 0.50 6 A 45 20 SBT 1186 0.51 6 A 46 28

The intersection of Dixie Road & South Service Road / QEW Eastbound Off-Ramp is expected to operate within
capacity during the AM peak hour. During the PM peak hour, the intersection is expected to operate within
capacity, however the eastbound left, eastbound through and westbound right movements, are expected to
operate at LOS E but have acceptable V/C ratios. It should be noted that these critical movements operate
similarly in the future background and future total scenarios, so it can be concluded that the congestion is
attributed to background traffic.
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Table 6-8: Intersection Capacity Analysis – Dixie Rd & South Service Road/Rometown Dr
(AM Peak Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.87 37 D - - Overall - 0.97 43 D - -

EBL 654 0.79 25 C 114 165 EBL 814 0.94 39 D 177 272
EBTR 10 0.01 11 B 1 3 EBTR 13 0.01 10 A 1 3

WBLTR 95 0.59 67 E 14 42 WBLTR 95 0.59 67 E 14 42
NBL 5 0.03 24 C 1 2 NBL 9 0.06 27 C 2 5

NBTR 988 0.90 49 D 140 178 NBTR 979 0.91 53 D 130 155
SBL 25 0.44 47 D 4 14 SBL 25 0.44 49 D 4 11
SBT 543 0.49 26 C 44 85 SBT 530 0.52 29 C 43 83
SBR 184 0.13 37 D 0 16 SBR 256 0.18 45 D 4 22

The intersection of Dixie Road & South Service Road / Rometown Drive is expected to operate near capacity
in the AM peak hour with an overall V/C ratio of 0.97 and LOS of D. Critical movements at the intersection are
the eastbound left movement, which will operate with a V/C ratio of 0.94 and a LOS of D, the westbound
left/through/right movement, which will operate at LOS E but have an acceptable V/C ratio of 0.59, and the
northbound through/right movement, which will operate at LOS D and have a V/C of 0.91. It is also noted that
the eastbound left movement is expected to have a 50th percentile queue of 177 m (39 vehicles) and 95th

percentile queue of 272m (62 vehicles). Despite the queues, the delay of 39 seconds indicates that the queues
are expected to be fully cleared in most cycles. The 95th percentile queue represents a worst-case scenario in
comparison to the 50th percentile queue. Hence, this movement is expected to be operating sufficiently in the
future.

Table 6-9: Intersection Capacity Analysis – Dixie Rd & South Service Road/Rometown Dr
(PM Peak Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.92 44 D - - Overall - 0.94 45 D - -

EBL 803 0.89 33 C 173 244 EBL 861 0.94 40 D 199 283
EBTR 15 0.01 12 B 1 4 EBTR 22 0.02 11 B 1 5

WBLTR 30 0.39 70 E 6 17 WBLTR 30 0.40 71 E 6 17
NBL 5 0.09 45 D 1 3 NBL 9 0.18 48 D 2 7

NBTR 773 0.71 53 D 103 141 NBTR 723 0.65 48 D 84 123
SBL 60 0.64 59 E 11 41 SBL 60 0.52 48 D 11 31
SBT 943 0.86 45 D 98 176 SBT 902 0.85 45 D 92 144
SBR 305 0.28 45 D 11 35 SBR 386 0.34 50 D 16 39

In the PM peak hour, this intersection is also expected to operate near capacity with an overall V/C ratio of
0.94 and LOS of D. Critical movements at the intersection are the eastbound left movement, which will
operate with a V/C ratio of 0.94 and LOS D, the westbound left/through/right movement, which will operate
at LOS E but have an acceptable V/C ratio of 0.40, and the southbound through movement, which will operate
with a V/C of 0.85 and LOS D. It is also noted that the eastbound left movement is expected to have a 50th

percentile queue of 199m (44 vehicles) and 95th percentile queue of 283m (62 vehicles). Despite the queues,
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the delay of 40 seconds indicates that the queues are expected to be fully cleared in most cycles. The 95th

percentile queue represents a worst-case scenario in comparison to the 50th percentile queue. Hence, this
movement is expected to be operating sufficiently in the future.

Table 6-10: Intersection Capacity Analysis – Dixie Rd & South Service Road/Rometown Dr
(Saturday Peak Hour)

Sat Future Background Sat Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.79 36 D - - Overall - 0.80 36 D - -

EBL 626 0.80 30 C 128 176 EBL 680 0.84 31 C 147 202
EBTR 97 0.10 16 B 7 17 EBTR 101 0.09 14 B 6 15

WBLTR 51 0.26 63 E 4 19 WBLTR 51 0.26 63 E 4 19
NBL 24 0.20 35 C 5 13 NBL 26 0.21 36 D 5 16

NBTR 901 0.71 43 D 105 158 NBTR 848 0.67 43 D 85 139
SBL 63 0.66 61 E 16 43 SBL 63 0.57 51 D 15 37
SBT 817 0.64 34 C 104 128 SBT 759 0.63 36 D 95 117
SBR 579 0.40 30 C 0 27 SBR 643 0.44 33 C 0 30

Traffic during the Saturday peak hour at this intersection is expected operate sufficiently in the future, with
the exception of the westbound left/through/right movement which will operate at LOS E but with an
acceptable V/C ratio of 0.26. All other movements are expected to operate well. It is noted that the
southbound left movement operates at LOS E in the future background scenario but is improved to LOS D in
the future total scenario.

Table 6-11: Intersection Capacity Analysis – Dixie Rd & South Mall Entrance (AM Peak
Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.40 7 A - - Overall - 0.39 7 A - -

EBL 72 0.38 56 E 12 25 EBL 63 0.34 56 E 10 22
EBTR 16 0.03 51 D 0 6 EBTR 14 0.03 52 D 0 5

WBLTR 2 0.00 59 E 0 0 WBLTR 2 0.00 59 E 0 0
NBLTR 949 0.41 5 A 27 71 NBLTR 950 0.40 5 A 26 69

SBL 2 0.01 3 A 0 0 SBL 2 0.01 3 A 0 0
SBT 473 0.19 4 A 19 8 SBT 476 0.19 4 A 22 9
SBR 103 0.07 5 A 2 0 SBR 90 0.06 4 A 2 0
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Table 6-12: Intersection Capacity Analysis – Dixie Rd & South Mall Entrance (PM Peak
Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.42 29 C - - Overall - 0.39 28 C - -

EBL 405 0.73 55 E 72 96 EBL 355 0.71 57 E 63 87
EBTR 89 0.59 49 D 51 75 EBTR 78 0.55 50 D 43 67

WBLTR 2 0.00 64 E 0 0 WBLTR 2 0.00 64 E 0 0
NBLTR 463 0.32 11 B 25 55 NBLTR 457 0.29 10 A 22 51

SBL 2 0.00 11 B 0 0 SBL 2 0.00 12 B 0 0
SBT 627 0.30 16 B 58 26 SBT 634 0.29 15 B 62 33
SBR 334 0.23 47 D 39 17 SBR 293 0.20 44 D 35 22

Table 6-13: Intersection Capacity Analysis – Dixie Rd & South Mall Entrance (Saturday
Peak Hour)

Sat Future Background Sat Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.50 37 D - - Overall - 0.46 31 C - -

EBL 433 0.74 55 D 77 100 EBL 380 0.72 56 E 67 92
EBTR 96 0.61 48 D 56 81 EBTR 84 0.57 50 D 47 71

WBLTR 2 0.00 64 E 0 0 WBLTR 2 0.00 64 E 0 0
NBLTR 618 0.42 13 B 37 80 NBLTR 605 0.38 11 B 33 72

SBL 2 0.00 7 A 0 0 SBL 2 0.00 7 A 0 0
SBT 434 0.21 11 B 33 12 SBT 439 0.21 11 B 34 15
SBR 469 0.32 75 E 50 26 SBR 411 0.28 58 E 36 17

The intersection of Dixie Road & the South Mall Entrance is expected to operate within capacity and
acceptable levels of service during all peak hours. It is noted that the eastbound left, westbound
left/through/right and southbound right movements are expected to operate at LOS E but have acceptable
V/C ratios. Furthermore, it should be noted that the critical movements in all peak hours operate similarly
between the future background and future total scenarios, so it can be concluded that the congestion is
attributed to background traffic.
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Table 6-14: Intersection Capacity Analysis – Site Access 2 & South Service Road (AM Peak
Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.46 5 A - - Overall - 0.51 8 A - -
EBTR 680 0.48 3 A 27 59 EBTR 744 0.53 5 A 70 49
WBL 34 0.07 2 A 1 3 WBL 59 0.13 2 A 2 6
WBT 136 0.09 2 A 5 9 WBT 170 0.12 2 A 6 12
NBL 26 0.27 48 D 5 14 NBL 26 0.21 45 D 5 14
NBR 21 0.01 44 D 0 8 NBR 85 0.06 43 D 0 15

Table 6-15: Intersection Capacity Analysis – Site Access 2 & South Service Road (PM Peak
Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.63 12 B - - Overall - 0.63 14 B - -
EBTR 794 0.64 4 A 34 0 EBTR 809 0.65 9 A 112 114
WBL 111 0.34 7 A 7 20 WBL 130 0.40 8 A 8 25
WBT 111 0.09 4 A 6 13 WBT 155 0.12 4 A 8 17
NBL 149 0.57 43 D 31 49 NBL 133 0.53 43 D 27 44
NBR 119 0.17 37 D 5 20 NBR 139 0.10 37 D 0 16

Table 6-16: Intersection Capacity Analysis – Site Access 2 & South Service Road (Saturday
Peak Hour)

Sat Future Background Sat Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.61 12 B - - Overall - 0.60 14 B - -
EBTR 749 0.61 4 A 32 0 EBTR 756 0.61 9 A 103 71
WBL 156 0.45 9 A 11 33 WBL 161 0.45 9 A 11 33
WBT 321 0.26 5 A 19 38 WBT 361 0.29 5 A 21 42
NBL 160 0.58 43 D 33 51 NBL 143 0.55 43 D 29 46
NBR 128 0.20 37 D 7 22 NBR 145 0.10 36 D 0 16

The intersection of Site Access 2 & South Service Road is expected to operate within capacity during all peak
hours, with no critical movements identified.
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Table 6-17: Intersection Capacity Analysis – Haig Blvd & West Mall Access & South Service
Road (AM Peak Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.75 42 D - - Overall - 0.56 19 B - -

EBT 588 0.76 28 C 86 201 EBTR 583 0.52 10 A 54 109
WBL 66 0.23 13 B 3 14 WBL 64 0.16 6 A 4 12
WBT 97 0.09 8 A 4 18 WBT 103 0.09 5 A 6 15
NBLR 303 0.99 86 F 67 123 NBLR 327 0.71 43 D 46 69
NWL 24 0.37 53 D 5 13 - - - - - - -

The intersection of Haig Boulevard & West Mall Access / South Service Road is expected to operate sufficiently
in the AM peak hour, with no critical movements identified in the future total scenario. The northbound
left/right movement operates at LOS F in the future background scenario, but this is expected to improve with
the introduction of the subject development in the future total scenario. This is primarily due to intersection
reconfiguration at the mall access.

Table 6-18: Intersection Capacity Analysis – Haig Blvd & West Mall Access & South Service
Road (PM Peak Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 1.09 153 F - - Overall - 0.96 49 D - -

EBT 990 1.40 218 F 294 372 EBTR 956 0.98 43 D 184 290
WBL 129 0.67 41 D 21 46 WBL 120 0.81 68 E 13 43
WBT 131 0.14 8 A 21 10 WBT 128 0.11 8 A 5 34
NBLR 235 0.95 83 F 52 101 NBLR 370 0.95 72 E 74 135
NWL 136 0.56 44 D 28 47 - - - - - - -

During the PM peak hour, the overall intersection operates with LOS F and a V/C ratio of 1.09 in the future
background scenario but is improved to LOS D and a V/C ratio of 0.96 in the future total scenario. Critical
movements include the eastbound through/right (LOS D, V/C of 0.98), westbound left (LOS E, V/C of 0.81) and
northbound left/right (LOS E, V/C of 0.95) movements. It is noted that the eastbound left/through/right
movement is expected to demonstrate a 50th percentile queue of 184m (41 vehicles) and 95th percentile queue
of 290m (64 vehicles). Despite the queue lengths, this movement is still expected to operate sufficiently as
the delay of 43 seconds is less than 1 cycle length which indicates that all traffic can pass through the
intersection sufficiently.
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Table 6-19: Intersection Capacity Analysis – Haig Blvd & West Mall Access & South Service
Road (Saturday Peak Hour)

Sat Future Background Sat Future Total

Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue Mvmt Vol V/C Delay
(s) LOS 50th

Queue
95th

Queue
Overall - 0.99 77 E - - Overall - 0.86 29 C - -

EBT 965 1.15 107 F 252 330 EBTR 920 0.91 31 C 163 268
WBL 137 0.72 47 D 14 53 WBL 127 0.65 39 D 14 26
WBT 344 0.32 9 A 38 32 WBT 343 0.29 7 A 29 42
NBLR 118 0.95 111 F 26 63 NBLR 264 0.77 49 D 49 81
NWL 146 0.58 44 D 30 50 - - - - - - -

The Saturday peak hour analysis indicates that this intersection is expected to operate near capacity in the
future total scenario with an overall V/C ratio of 0.86 and LOS of C, which is improved from the future
background scenario. All movements will operate well in the future total scenario, with the exception of the
eastbound through/right movement, which is expected to operate with a V/C ratio of 0.91 and LOS of C which
has improved significantly in comparison to FB due to the intersection reconfiguration. Also, this movement
is expected to have a 50th percentile queue of 163m (36 vehicles) and 95th percentile queue of 268 (60 vehicles)
in the future. However, despite these queues, the delay time of 31 seconds indicates that all traffic will be
able to progress through this intersection within 1 cycle. The northbound left/right movement also operates
above capacity in the future background scenario but is mitigated in the future total scenario due to
intersection reconfiguration that removes the west mall access.

UNSIGNALIZED INTERSECTION CAPACITY ANALYSIS

The following tables show the results of the intersection capacity analysis at the unsignalized intersections in
the study area.

Table 6-20: Intersection Capacity Analysis – South Service Rd & Site Access 3 (AM Peak
Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 95th

Queue Mvmt Vol V/C Delay
(s) LOS 95th

Queue
EBR 12 0.03 13 B 1 EBR 46 0.13 17 C 4
NBL 31 0.04 9 A 1 NBL 49 0.07 10 B 2
NBT 183 0.11 0 A 0 NBT 246 0.14 0 A 0
SBTR 705 0.41 0 A 0 SBTR 846 0.50 0 A 0

Table 6-21: Intersection Capacity Analysis – South Service Rd & Site Access 3 (PM Peak
Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 95th

Queue Mvmt Vol V/C Delay
(s) LOS 95th

Queue
EBR 68 0.18 17 C 5 EBR 78 0.23 19 C 7
NBL 100 0.13 11 B 4 NBL 124 0.18 11 B 5
NBT 239 0.14 0 A 0 NBT 306 0.18 0 A 0
SBTR 821 0.48 0 A 0 SBTR 877 0.52 0 A 0
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Table 6-22: Intersection Capacity Analysis – South Service Rd & Site Access 3 (Saturday
Peak Hour)

Sat Future Background Sat Future Total

Mvmt Vol V/C Delay
(s) LOS 95th

Queue Mvmt Vol V/C Delay
(s) LOS 95th

Queue
EBR 73 0.16 15 B 5 EBR 84 0.21 16 C 6
NBL 141 0.17 10 B 5 NBL 164 0.21 11 B 6
NBT 513 0.30 0 A 0 NBT 567 0.33 0 A 0
SBTR 716 0.42 0 A 0 SBTR 776 0.46 0 A 0

The intersection of Site Access 3 & South Service Road is expected to operate within capacity during all peak
hours, with no critical movements identified.

Table 6-23: Intersection Capacity Analysis – South Service Rd & Site Access 1 (AM Peak
Hour)

AM Future Background AM Future Total

Mvmt Vol V/C Delay
(s) LOS 95th

Queue Mvmt Vol V/C Delay
(s) LOS 95th

Queue
- - - - - - EBTR 732 0.43 0 A 0
- - - - - - WBLT 35 0.04 2 A 1
- - - - - - NBLR 76 0.18 16 C 5

Table 6-24: Intersection Capacity Analysis – South Service Rd & Site Access 1 (PM Peak
Hour)

PM Future Background PM Future Total

Mvmt Vol V/C Delay
(s) LOS 95th

Queue Mvmt Vol V/C Delay
(s) LOS 95th

Queue
- - - - - - EBTR 833 0.49 0 A 0
- - - - - - WBLT 47 0.07 2 A 2
- - - - - - NBLR 42 0.10 15 B 3

Table 6-25: Intersection Capacity Analysis – South Service Rd & Site Access 1 (Saturday
Peak Hour)

Sat Future Background Sat Future Total

Mvmt Vol V/C Delay
(s) LOS 95th

Queue Mvmt Vol V/C Delay
(s) LOS 95th

Queue
- - - - - - EBTR 789 0.46 0.0 A 0
- - - - - - WBLT 43 0.06 2 A 2
- - - - - - NBLR 42 0.10 15 B 3

The intersection of Site Access 1 & South Service Road is expected to operate within capacity during all peak
hours, with no critical movements identified.
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PARKING AND LOADING ASSESSMENT
This section will discuss the vehicular and bicycle parking standards as well as loading standards from the City
of Mississauga’s Zoning By-law 0225-2007, which currently governs the parking requirements for the subject
site.

Given the subject site’s location, planning context, and future transportation context, parking rates that differ
from the by-law are proposed for the subject development. The proposed parking rates and parking supply
will be discussed, followed by an in-depth parking rationale (Section 7.3) and the proposed TDM Plan (Section
8) to support these rates. The proposed parking supply is expected to enable the proposed large-scale
development to contribute to Mississauga’s multi-modal city objective and goals towards efficient and
effective use of parking resources.

It is expected that the details of the parking supply will be refined as the design advances. As such, the intent
of this review is to ensure that the proposed total parking supply is appropriate. A further review of the parking
strategy for the subject site is anticipated to occur at the Site Plan Application (SPA) stage.

VEHICLE PARKING ZONING BY-LAW REQUIREMENTS
The vehicle parking requirements for the proposed land uses have been determined based on the parking
rates prescribed by the City of Mississauga’s Zoning By-law 0225-2007, recently amended by By-law 0117-
2022. The subject site is located in Parking Precinct 4, which covers the majority of the City outside designated
transit-oriented areas.

Table 7-1 shows the by-law parking requirements for the development, including the new residential use
proposed and the remaining mall area. Please note that the basement area was not included in calculations
for required parking.

Table 7-1: By-law 0225-2007 Precinct 4 Parking Requirements

Land Use Units/GFA (m2) Minimum Parking Rate Minimum Required Parking
Residential 1,263 1.10 1,389
Visitor 1,263

The greater of 0.20 spaces per unit,
or 5.4 spaces per 100 m2 retail GFA 1,877Retail (Remaining Mall –

Slate only) 34,760

TOTAL 3,266

As shown in Table 7-1, the Slate lands will be required to provide a total of 3,266 parking spaces consisting of
1,389 spaces for residents and 1,877 spaces for retail and visitors.

PROPOSED VEHICLE PARKING RATE

Recognizing the subject site’s location, site design, existing planning context, and the surrounding
transportation network, reduced rates are proposed for the development. The proposed rates are
summarized in Table 7-2.
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Table 7-2: Proposed Parking Rates for the Development

Land Use Units/GFA (m2) Proposed Parking Rate Proposed Parking Spaces
Residential 1,263 0.9 1,137
Visitor 1,263 5.2 spaces per 100 m2

retail GFA 1,821
Retail (Remaining Mall – Slate only) 34,760

TOTAL 2,958

The development proposes rates of 0.9 space per unit for residents, and the surface parking lot will provide a
supply equivalent to 5.2 spaces per 100 m2 retail GFA for visitors and retail. With the proposed supply, a
minimum of 2,958 parking spaces will be provided, including 1,137 spaces for residents in the underground
parking garage and 1,821 spaces for retail and visitors to be provided as surface parking on the Slate lands.
With this proposed supply, the subject site will be deficient from Precinct 4 requirements by 308 spaces.

It should be noted that the by-law specifies that mixed-use developments may share residential visitor parking
and retail parking as long as the shared parking supply is greater than both the required amount of visitor
parking and required amount of retail parking as per the by-law. Due to Dixie Outlet Mall’s ample retail parking
supply in its surface lot, no visitor parking will be provided in the residential underground parking garage.
Visitors will be expected to park in the adjacent retail parking lot on the Slate lands. Further discussion on the
retail parking supply is provided in Section 7.3.2, including the results from a Parking Utilization Study
undertaken at the mall.

It is noted that the proposed parking supply accounts for the removal of 210 spaces in the MTO 14m setback
area. Given that these spaces do exist for use prior to the realignment of South Service Road, a total of 2,031
parking spaces will be available for use.

PROPOSED VEHICLE PARKING RATE RATIONALE
It is recognized that the proposed development will provide a parking supply that is deficient from the
applicable Zoning By-law requirements. The following section will discuss the appropriateness of the proposed
parking supply based on a review of applicable planning policy, the transportation context, and comparable
precedent setting developments.

7.3.1 Planning Justification

The following planning policies and documents were reviewed to establish an understanding of the current
planning and transportation context and objectives applicable to the subject site:

Ʒ Provincial Policy Statement, 2020

Ʒ A Place to Grow: Growth Plan for the Greater Golden Horseshoe, 2020

Ʒ City of Mississauga Official Plan

Ʒ Lakeview Local Area Plan

Ʒ Mississauga Parking Master Plan and Implementation Strategy (PMPIS)

7.3.1.1 The Provincial Policy Statement (2020)

The Provincial Policy Statement (PPS) outlines the Ontario government’s policies on land use planning and
development direction. A key focus of the statement is to manage development to support population growth
while minimizing impacts to the natural environment. For transportation systems, which are defined to
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include parking, key directives include providing efficient systems to address project needs, efficiently using
existing and planned infrastructure through TDM strategies, and minimizing the length and number of vehicle
trips, and supporting use of transit and active transportation modes.

Under Section 3 of the Planning Act, all decisions affecting land use planning matters “shall be consisted with”
the PPS. One of the key matters pertaining to PPS policies includes the promotion of transportation decisions
that increase active transportation and transit usage. As stated under Section 1.8.1 b. of the PPS, planning
authorities shall support land use and development patterns which: “promote the use of active
transportation and transit in and between residential, employment (including commercial and industrial)
and institutional uses and other areas;”

Through proposing reduced parking spaces for future residents and visitors, the proposed development is
supporting a shift away from the provision of excess parking. The subject site is located in close proximity to
local and regional transit serving the City of Mississauga and providing connections to adjacent municipalities,
including the City of Toronto, and is located in an area exhibiting a non-auto driver mode split around 40%
during both the AM and PM peak periods, as detailed under Section 4. Therefore, the decision to provide less
parking aids to promote mobility options that are not automobile-dependent, such as active transportation
and transit.

7.3.1.2 Growth Plan for the Greater Golden Horseshoe (2020)

The Growth Plan for the Greater Golden Horseshoe provides a framework for municipalities to better manage
growth in the region that supports a high quality of life, environmental protection, as well as economic
prosperity. The support of municipalities in land use choices is vital to achieving the long-term framework
outlined by the Growth Plan. Some of the key issues listed in the Growth Plan includes:

Ʒ Reduce sprawl;

Ʒ Build complete communities that utilize transit to better connect where residents live,
work, and play;

Ʒ Minimize the negative impacts of climate change.

By supplying a reduced parking supply for future residents and visitors of the subject site, the proposed
development supports an increasing trend towards a reduction in car ownership. This benefits a range of
members of the community, from younger individuals preferring to take advantage of transit and active
transportation modes to travel to and from work, school, recreational, and shopping destinations, to elderly
individuals preferring to walk shorter distances to access daily shopping and service needs. By planning for
development that leverages the surrounding transit network and active transportation options, the
proposed development discourages sprawl and limits the need for travelling long distances for daily needs.
This change would also lower the negative environmental impact caused by vehicle usage. The proposed
parking for this development aligns with transportation-related issues and goals outlined in the Growth Plan.

7.3.1.3 City of Mississauga Official Plan

The City’s Official Plan sets out a framework for how the municipality will grow to the year 2031. The City of
Mississauga Official Plan aims to direct growth in a sustainable manner that protects and enhances its natural
and cultural heritage resources, as well as the urban form. The Official Plan’s approach to land use planning
focuses on strategic management of growth and integration of land use, transportation, and design.

The City plans to direct growth within locations supported by existing and planned higher order transit through
high density and pedestrian-oriented development. In particular, one of the Plan’s seven (7) guiding principles
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includes “Create a Multi-Modal City”, which speaks to prioritizing transit and implementing an efficient
active transportation network for cyclists and pedestrians. Section 8.4 addresses parking specifically and
recognizes it as a tool to help influence travel behaviour and choice of transportation modes.

Specifically, Policy 8.4.3 states that “Consideration will be given to reducing off-street parking requirements
for developments to reflect levels of vehicle ownership and usage, and as a means of encouraging the greater
use of transit, cycling and walking…”

The reduced parking supply sought for the subject development is supportive of the City’s Official Plan growth
approach as it plans to leverage its location in proximity to the existing transit connections along Dixie Road,
existing and proposed cycling facilities along Dixie Road, existing Dixie GO Train Station, and planned
Lakeshore Road East higher order transit corridor. The proposed development will encourage future
residents to utilize alternative transportation modes as opposed to vehicular travel.

7.3.1.4 Lakeview Local Area Plan

The purpose of the Lakeview Local Area Plan (LAP) is to introduce area specific policies that will advance the
goals within Mississauga’s strategic plan and official plan while considering the context and opportunities
within the area. The defined boundaries of the Lakeview area are shown in Figure 7-1.

Figure 7-1: Lakeview Area Boundaries and Subject Site

Source: Mississauga Parking Master Plan and Implementation Strategy Appendices (May 2019)

Specifically, the LAP outlines policies that will help achieve Mississauga’s important Multi-Modal City goal.
These policies state that new developments will direct growth to support transit, help in developing walkable
connected neighbourhoods, and promote sustainable neighbourhoods that will conserve, restore, and
enhance the natural environment. The goals within such policies will in large part be achieved through
vehicular parking strategies that include:
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Ʒ Reduced parking requirements;

Ʒ Minimal surface parking; and

Ʒ Encouragement of underground parking.

The parking strategy of this proposed development clearly aligns with the parking strategies within the LAP.
The parking spaces will be mostly located beneath each of the blocks and the proposed supply will represent
a reduction from the requirements in-line with other major developments in the area. It is therefore
anticipated that the parking strategy of this development will help achieve the goals within the LAP and for
Mississauga as a whole.

7.3.1.5 Mississauga Parking Master Plan and Implementation Strategy (PMPIS)

Mississauga’s PMPIS outlines how local parking will evolve as the City grows by setting parking goals,
strategies, and implementation plans for various areas of the City. The PMPIS report document was approved
by Mississauga City Council in June 2019. As of June 8, 2022, many of the recommendations of the PMPIS have
been implemented through Zoning By-Law amendments 0117-2022 and 0118-2022 for vehicle parking and
bicycle parking, respectively. This includes reduced parking rates and the introduction of parking precincts.

The PMPIS report provides policies that seek to manage parking through various measures, with one key
measure being the reduction of parking supply for certain areas, classified through a precinct system. Precinct
Policies categorize the City’s areas into four precincts that each contain different parking strategies. Precinct
1 has the lowest minimum parking rates, while Precinct 4 has the highest. The areas that are recommended
to have a parking reduction from the by-law rate are recommended to be areas with mixed land-uses, built
forms that promote density, available nearby transit, high walkability, and developments with robust TDM
measures.

This information relates to the proposed development because its location and the surrounding area is
anticipated to contain many of the characteristics that the PMPIS recommends should result in a reduced
parking supply from the by-law. Each of these characteristics and how they relate to the expected
characteristics of the subject site are listed below:

Ʒ Mixed land use – Three residential buildings and a park area are introduced to supplement
the existing on-site retail

Ʒ Walkability – Ample sidewalks and MUTs within the internal subject site network, with
critical links to pedestrian and cycling infrastructure improvements planned for Dixie Road

Ʒ Built form – Dense development consisting of blocks with multiple buildings sharing a
podium

Ʒ Transit availability – many MiWay bus connections to higher-order transit options and key
destinations

Ʒ Robust TDM measures – Extensive TDM plan proposed for the subject site as detailed in
Section 8

According to the Parking Precincts Map, the subject site is proposed to be located within Precinct 4, which
covers the majority of the city. However, the development proposal will not meet the parking requirements
of Precinct 4 as set out in the Zoning By-law.

The parking rates associated with each parking precinct are provided in Table 7-3. A discussion of precinct
characteristics follows.
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Table 7-3: Precinct Parking Rates Compared to Proposed Supply

Use Units /
GFA (m2)

Precinct 2
Rate

Required
Spaces

Precinct 3
Rate

Required
Spaces

Precinct 4
Rate

Required
Spaces

Proposed
Spaces

Residential 1,263 0.9 1,137 1.0 1,263 1.1 1,389 1,137
Visitor 1,263 0.2

1,321
0.2

1,564
0.2

1,877 1,821
Retail 34,760 3.8

sp./100m2
4.5

sp./100m2
5.4

sp./100m2

Total 2,458 2,827 3,266 2,958
Note: Required spaces calculated include sharing between retail and residential visitors.

The proposed parking supply aligns more closely with the requirements of Precinct 2. Several factors,
discussed below, support the argument that the subject site has characteristics of Precinct 2 over Precinct 4.

Precinct 4 Characteristics

Based on the draft parking precinct criteria and boundaries, Precinct 4 is not required to be an intensification
area, nor is rapid transit connectivity required. Additionally, Precinct 4 is also assigned to areas that have
limited walkability, with a Walk Score between 0 and 25, and limited or no accessibility for cyclists.

Precinct 2 Characteristics

Precinct 2 areas have more multi-modal features than Precinct 4 areas. There may be more public parking
available, more mixed land use and high residential density, and several transportation demand management
strategies, for sites that fall within Precinct 2.

The subject site presents a lack of public parking facilities, however ample parking is provided in the Dixie Mall
parking lot for visitors to use. As for land use, the proposed development will introduce residential
intensification on-site, further aligning with Precinct 2 characteristics.

Although Dixie Outlet Mall does not lie within an Intensification Area as per the Mississauga Official Plan, the
Lakeview Local Area Plan identifies the site as a good location for potential intensification with a transition to
residential uses while retaining on-site retail, as set out in the development proposal. Several transportation
demand management methods will be implemented on-site, as discussed in Section 8.

Finally, Precinct 2 is characterized by planned rapid transit service, high-frequency bus service, walk scores
above 50 and moderate cycling accessibility. As detailed under Sections 3.2, 3.3 and 3.4, and shown in Figure
7-2, the subject site will have direct access to dedicated cycling facilities and transit service via Dixie Road.

The subject site will have direct connections to two GO Stations, Dixie GO and Long Branch GO, the latter of
which is part of the Metrolinx GO Expansion Project and will operate two-way all-day service with 15-minute
headways by 2025-2030. Both GO Stations will be within 10-15-minute connecting bus rides and less than 10-
minute bicycle rides along dedicated cycling facilities, thereby facilitating first and last-mile connections via
sustainable travel modes without the need for a personal vehicle.
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Figure 7-2: Future Planned Transit and Cycling Network

Additionally, it should be noted that the Dixie Outlet Mall site has a Walk Score of 70, which indicates a very
walkable environment where many errands can be accomplished on foot. This far exceeds the typical Walk
Score threshold for Precinct 4, which falls between 0 and 25.

Subject Site Summary

The subject site will be accessible by local transit and dedicated cycling infrastructure and will have first and
last-mile connections to higher order regional transit via transit and active transportation modes.

Given its context and development vision to provide higher density residential in proximity to mixed land uses
and a multi-modal transportation network, the subject site is more aligned with Precinct 2 as compared to
Precinct 4. It is recommended that the reduced parking rates proposed, aligning with Precinct 2, are
appropriate for the development.

7.3.2 Retail Parking Justification

A parking utilization study was undertaken to better understand the existing retail parking demand for Dixie
Mall. The parking utilization study was undertaken as per the City of Mississauga’s Terms of Reference for
Parking Utilization Studies for Site Specific Applications. The guidelines require parking utilization studies to
be undertaken for a total of six (6) days across two (2) consecutive weeks.

Accordingly, the parking utilization survey was undertaken between October 28th and November 6th, 2022, to
determine the utilization of the existing Dixie Outlet Mall parking lot in its entirety. Surveys were completed
during business hours of Dixie Outlet Mall (10:00 am – 9:00 pm on weekdays, 10:00 am – 7:00 pm on
Saturdays, 11:00 am – 6:00 pm on Sundays), with observations being made every half hour. The entire mall
parking lot was studied, corresponding to a total retail GFA of 56,200 m2. As the mall has been at 93%
occupancy since 2018, a adjusted retail GFA of 52,266 m2 was used to represent the occupied retail GFA, which
was used to calculate the retail parking utilization on-site.

A map of the surveyed parking lot is provided in Figure 7-3.
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Figure 7-3: Parking Utilization Study Boundaries

During the study, a total supply of 2,800 spaces was observed in the Dixie Mall parking lot. However, 240
spaces were obstructed due to construction, bringing the effective supply to 2,560 spaces. An unmarked
paved area was also observed in Zone I (shown in Figure 7-3), estimated to provide approximately 225 spaces,
but was not included in the supply as no vehicles were observed to park in the unmarked area. Overall, the
effective supply of 2,560 spaces corresponds to a supply rate of 4.9 spaces per 100m2 retail GFA.

The highest parking utilization was observed on Sunday, November 6, 2022, at 2:30 pm. Results from the study
are shown in Table 7-4 and Figure 7-4. The full study dataset is provided in Appendix F.

Table 7-4: Parking Utilization Study Results

Survey Date Max Demand
(spaces)

Utilization
(spaces/100 m2 GFA)

Utilization (spaces/100 m2 GFA)–
Monthly Adjustment Applied1

Friday Oct 28, 2022 706 1.35 1.78
Saturday Oct 29, 2022 1126 2.15 2.83
Sunday Oct 30, 2022 1142 2.18 2.87
Tuesday Nov 1, 2022 587 1.12 1.48
Saturday Nov 5, 2022 1199 2.29 3.02
Sunday Nov 6, 2022 1238 2.37 3.12

1Monthly adjustment factor for November applied as per Urban Land Institute’s Shared Parking methodology for calculating
maximum parking demand.
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Figure 7-4: Parking Utilization Survey Data

During the survey, the maximum demand observed was only 2.37 spaces per 100m2 retail GFA. Adjusting for
time of year using the Monthly Adjustment Factor of 0.76 based on the Urban Land Institute’s Shared Parking
(see Appendix F), the maximum demand in the busiest season of the year (December) would be 3.12 spaces
per 100m2. It is noted that the retail parking demand is expected to remain around this level, as only minimal
reductions in floor area will be made to the mall, no other significant changes.

As discussed in Sections 7.1 and 7.2, the required retail parking supply on Slate lands is 1,877 spaces according
to Precinct 4 requirements (5.4 spaces per 100m2). The proposed supply of 1,821 spaces on the Slate Lands
(5.2 spaces per 100m2) will be slightly below Precinct 4 requirements. However, it is expected that this supply
would be more than sufficient for the maximum demand observed during LEA’s six-day parking utilization
study, 2.37 spaces per 100m2 (December Adjustment – 3.12 spaces per 100m2).

7.3.3 Residential Parking Justification

Several recent developments in Mississauga have sought to provide a reduced parking supplied for residential
parking to support the City’s Multi-Modal City and urban planning goals.

A review of development applications within the surrounding area, as well as those sharing a similar
transportation context to the subject site, was conducted. This includes developments within Mississauga and
the Etobicoke district of Toronto that have similar access to local surface transit and regional transit service.
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Several development proposals with approved or sought reduced parking rates are summarized in Table 7-5.
With respect to the approved application of 22-28 Ann St, the total parking rate was calculated based on the
maximum units and parking rates permitted in the approved Zoning By-law (ZBL). For the other development
applications, the rates presented are from their respective parking justification studies.

Table 7-5: Developments with Reduced Residential Parking Rates

Development
Location Status Parking Rate spaces/unit Basis of Parking Reduction

Residential Visitor
City of Mississauga

70 Mississauga
Road South and
181 Lakeshore

Road West
(Port Credit)

(Parking Precinct 2)

ZBA
Recommended

for Approval
by Council

1.00 0.15

- 15-20-minute walk & 5-10-minute bike ride
to Port Credit GO Station
- Dense development with masterplan
promoting multi-modal alternatives to
reduce automobile dependency

1082 Lakeshore
Road East
(Lakeview

Masterplan)
(Parking Precinct 3)

Resident
Parking Rates
Supported by

City in
Response

Memo

1.00 0.15

- Adjacent to Lakeshore West higher order
transit corridor
- Close to Dixie Road Bicycle Lanes
- Dense development with masterplan
promoting multi-modal alternatives to
reduce automobile dependency

22-28 Ann Street
(Parking Precinct 1) ZBL Approved

1-Bed: 0.75
2-Bed: 0.90
3-Bed: 1.10

0.10 - Adjacent to Port Credit GO Station and 1
block from the Hurontario LRT

Square One
Properties (Parking

Precinct 1)

ZBA Under
Review

1-Bed: 0.70
2-Bed: 0.90
3-Bed: 1.00

0.15
- Proximity to Downtown City Centre Transit
terminal and future LRT

Etobicoke District (City of Toronto)

1197 The
Queensway
(Etobicoke)

Approved &
Closed 0.82 0.15

- Bus service along The Queensway; 15-
minute bus ride to Kipling Station
- Approx. 10-minute drive east from subject
site

1193 The
Queensway & 45

Zorra St

Approved &
Closed 0.85 0.15

- Approved in 2014
- Large-scale development (~1,000 units)
- Bus service along The Queensway & Kipling;
20-minute bus ride to Kipling Station

Average
1-Bed: 0.85
2-Bed: 0.91
3-Bed: 0.96

0.14
- Proximity to local/regional transit
- Dense development promoting multi-
modal transportation

Subject Site Proposed 0.90
0, shared

with retail
parking

- Close to Lakeshore East future higher order
transit corridor
- Adjacent to future Dixie Road Bicycle Lanes
providing direct connection to Dixie GO
Station
- 10-minute bike ride, 15-minute bus ride
and 25-30-minute walk to Dixie GO Station
- Dense development promoting multi-modal
alternatives to reduce automobile
dependency



T r a n s p o r t a t i o n  I m p a c t  S t u d y
D i x i e  O u t l e t  M a l l

C i t y  o f  M i s s i s s a u g a
1 9 3 7 3

C A N A D A  |  I N D I A  |  A F R I C A  |  A S I A  |  M I D D L E  E A S T P a g e  | 50

The context of the site is anticipated to be similar to that of the precedent developments in multiple ways.
Firstly, the conceptual design of the proposed development shares many similarities with the design elements
of the Lakeview Masterplan development. Both developments are planned as dense, mixed-use communities
that will provide an interconnected active transportation network. Additionally, the subject site shares
similarities with the other precedent developments as each seek to add significant residential density to the
surrounding community, while capitalizing on proposed or planned transit improvements underway.

Specifically, active transportation improvements adjacent to the site will be provided via implementation of
the Dixie Road bicycle lanes from Rometown Drive to Lakeshore Road East along with a west side multi-use
trail (MUT), east side sidewalk, and sidewalks along South Service Road. Additionally, improvements to the
MiWay bus route in the area are proposed to include a re-routing of Route 5 so that it will travel along Dixie
Road instead of Ogden Avenue South Service Road to Lakeshore Road East, making for a seamless connection
to the future higher order transit planned for Lakeshore Road East. It is therefore anticipated that the area
will become much less reliant on vehicles in the future, similar to the areas of the other developments listed
in the table.

A clear trend of providing reduced residential parking is observed within each of the comparable
developments. The average resident parking rates of such developments for each of the unit types is
comparable to the proposed development’s provision.

As previously mentioned, Mississauga’s By-law 0225-2007 provides amended parking rates that reflect more
appropriate rates for dense, compact, mixed-use built form in proximity to transit options. Despite this, lower
rates are still being proposed and approved (i.e. 22-28 Ann Street). Since the subject site area is expected to
exhibit these characteristics and enhance transit usage, it is anticipated that the proposed reduced parking
supply is appropriate and can be based on the precedent developments also exhibiting these characteristics.

PARKING SUMMARY

Based on a review of the applicable planning policy and transportation context, as well as comparable
developments providing reduced residential and visitor parking rates enclosed in this Parking Assessment, a
reduction in parking is being sought based on a new set of proposed rates for the development.  A summary
of the by-law requirements and proposed parking supply is shown in Table 7-6.

Table 7-6: Parking Summary

Land Use Units /
GFA (m2)

Minimum Parking
Rate

Minimum
Required Parking

Proposed Parking
Rate

Proposed Parking
Spaces

Residential 1,263 1.10 spaces/unit 1,389 0.90 spaces/unit 1,137
Visitor 1,263 The greater of 0.20

spaces per unit, or
5.4 spaces per 100

m2 retail GFA

1,877 ~5.2 spaces/100m2 1,821Retail
(Remaining Mall

– Slate only)
34,760

TOTAL 3,266 2,958

The proposed parking for the subject site includes 1,137 residential parking spaces, a rate of 0.9 spaces per
unit. This is deficient from Precinct 4 residential requirements, but satisfies the requirements of Precinct 2.
Retail and residential visitor parking will be shared, as per Mississauga Zoning By-law 0225-2007. A supply of
1,821 surface parking spaces will be provided for these non-residential uses, approximately 5.2 spaces per
100 m2 retail GFA, surpassing the visitor requirement of 0.20 spaces per unit but slightly below the retail
parking requirement of 5.4 spaces per 100 m2 retail GFA. It should be noted that the maximum retail demand
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observed on site was 3.12 spaces per m2 retail GFA, so it is anticipated that the proposed supply will be
sufficient.

Based on a review of applicable Mississauga planning policy, site context, observed parking demand, and
precedent development parking rates either being sought or approved, the proposed rates are considered to
be appropriate for the proposed development and will support and encourage travel to and from the subject
site by alternative modes to the personal vehicle. Application of the proposed rates would support sustainable
development of the subject site by avoiding an oversupply of parking and promoting non-single-occupant
vehicle (non-SOV) travel for future residents and visitors of the proposed development.

In order to further support the pursued parking supply and encourage multi-mode travel to and from the
subject site, a number of TDM measures have been recommended, as detailed in Section 8.

BICYCLE PARKING
The City of Mississauga Zoning By-law 0225-2007, recently amended by by-law 0118-2022 now requires
bicycle parking for new developments. The required bicycle parking rates are shown in Table 7-7 .

Table 7-7: Subject Site Bicycle Parking Requirements

Use Units /
GFA (m2)

Bicycle Parking Space Requirement Bicycle Parking Spaces Required
Short Term Rate

(spaces/unit or 100 m2)
Long Term Rate

(spaces/unit or 100 m2) Short Term Long
Term Total

Residential 1,263 0.05 0.60 63 758 821
Retail 34,760 0.20 0.15 70 52 122

TOTAL 133 810 943

In summary, a total of 943 bicycle parking spaces are required on the subject site. The development proposes
to meet or exceed the by-law requirements for bicycle parking. Secure bike storage will be provided on the
ground floor and first underground parking level of each residential building. Short-term at-grade bicycle
parking already present on site will be supplemented as required.

LOADING REVIEW

The loading space requirements of the subject site are governed by the City’s Zoning By-law 0225-2007.
Loading spaces are required for each residential building. Table 7-8 lists the general loading requirements and
proposed loading space supply.

Table 7-8: Zoning By-law 0225-2007 Requirements
Loading Space Requirement (ZBL 0225-2007) Total Required Loading Spaces Proposed Loading Spaces
One loading space per apartment buildings 3 5

A functional design review, including swept path diagrams demonstrating vehicular and loading functionality
of the subject site and proposed development, are provided in Appendix G.
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TRANSPORTATION DEMAND MANAGEMENT PLAN
Transportation Demand Management (TDM) is a set of strategies which strive towards more efficient
transportation networks by influencing travel behavior and ultimately reducing the need for single-occupant-
vehicle (SOV) travel. Effective TDM measures can reduce vehicle usage and encourage people to engage in
more sustainable methods of travel.

The main objectives of this TDM plan include:

Ʒ Reduce vehicle dependence and the attractiveness of SOV trips;

Ʒ Increase the feasibility and attractiveness of walking, cycling, and transit modes of travel;

Ʒ Promote transit and carpooling programs that reduce SOV; and

Ʒ Ensure that all measures can be reasonably implemented and compliment the non-auto
infrastructure in the surrounding area.

TDM-SUPPORTIVE ELEMENTS
TDM elements for the subject site have been planned in such a way that the design of the development itself
will work to greatly encourage travel by active transportation and transit modes while reducing the need for
vehicular travel. Elements planned, their anticipated effects and future recommended design strategies are
discussed further below.

8.1.1 Land Use Strategy

The development form and land use strategy are crucial elements that directly affect the amount of travel,
length of trips, and choice of travel mode. The goal for the development is to make non-SOV trips more viable.

The development concept indicates plans for compact residential blocks that will be supported with retail in
the existing Dixie Outlet Mall. Potential future development on-site may contain retail or service retail and
residential uses. Since such retail uses will be located either within a residential building or just blocks away,
residents will be encouraged to walk to complete errands or leisure shopping activities.

These varying land uses are expected to attract a significant number of internal trips as mentioned in Section
4, which would likely be completed via walking or cycling and therefore reduce vehicular traffic on the
surrounding road network.

Privately Owned Public Space (POPS) and gardens will also be provided as part of the proposed development.
These pedestrian amenities will be located near the residential buildings to provide natural community space
to residents and visitors.

Additional complimentary strategies that are recommended for the development include:

Ʒ Incorporate frequent entrances to buildings with active road level uses to increase
permeability;

Ʒ Avoid long stretches of blank walls, berms or high fences adjacent to the street;

Ʒ Support areas with high levels of pedestrian activity through building setbacks and
pedestrian amenities;
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Ʒ Locate buildings close to transit stops and to higher levels of pedestrian activity and transit
ridership; and

Ʒ Scale buildings to match their specific context. Transitions in building scale can enable
higher-density uses close to transit stops while integrating with the scale and character of
surrounding communities.

8.1.2 Pedestrian-Based Strategies

Ensure safe and convenient internal and external pedestrian connections: The proposed site plan ensures
safe, comfortable and convenient pedestrian connections to key internal destinations such as the proposed
park areas, retail, and bus stops on South Service Road. Connections are also provided to the future external
pedestrian network which proposes sidewalks on both sides of South Service Road and the east side of Dixie
Road, along with a multi-use trail (MUT) on the west side of Dixie Road. The pedestrian network will also
provide key connections for residents and visitors to the nearby external MiWay along the perimeter of the
subject site.

Provision of additional pedestrian facilities: The provision of additional pedestrian realm facilities that will
enhance the experience and encourage residents and visitors to utilize walking as a mode of travel include
the following:

Ʒ Crosswalks should be outlined through pavement markings at relevant intersections;

Ʒ Pedestrian facilities such as frequent benches, garbage bins, and lighting;

Ʒ Gardens and landscaped areas should frame high traffic pedestrian areas and meeting
points; and

Ʒ Connections to Haig boulevard provided through the park fronting the street.

8.1.3 Cycling-Based Strategies

Provide cycling connections that facilitate first- and last-mile trips to and from higher order transit: As
detailed in Section 3, a multi-use trail is proposed along the west side of Dixie Road and on the north side of
North Service Road as part of the proposed Dixie Road realignment and Mississauga Cycling Plan.

This proposed multi-use trail will connect to existing bike lanes south on Dixie Road and an existing multi-use
trail north on Dixie Road, providing a consistent connection between cycling facilities on Lakeshore Road East
and along the waterfront to the south, and to higher order transit service via Dixie GO Station.

Provide short-term and long-term bicycle parking: Provision of bicycle parking facilities will support and
encourage active transportation, while taking advantage of the planned cycling network nearby and within
the broader area along Dixie Road. Short-term bicycle parking facilities should be located at-grade in a highly
visible and convenient area close to building entrances and parks/gardens for residents and visitors. Long-
term bicycle parking will be provided in secured and weather-protected locations, such as storage rooms and
bicycle locker rooms located on the ground floor and first underground parking level of each building.

8.1.4 Transit Based Strategies

Support existing and future transit connections to and from the subject site: The subject site is located in an
area with accessibility to surface transit provided by two MiWay bus routes that connect to nearby GO Transit
services and TTC services. As detailed in Section 3.4, the subject site is serviced by existing bus routes along
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South Service Road (Route 5), and Dixie Road (Route 4). Route 5 provides a connection to Long Branch GO
Station along the Lakeshore West GO Line and the 508 TTC Streetcar Route to the south. Route 4 provides a
connection to Dixie GO Station along the Milton GO Line to the north.

Access to regional transit service expansion and improvements: Major improvements are planned for the
Lakeshore West and Milton GO Lines as part of the Metrolinx Regional Express Rail (RER) transit improvement
plans. As indicated in GO Transit’s 2020 strategic plan the current goal for the Lakeshore West Line and Milton
Line is to provide 15-minute or better train service at Long Branch Station and Dixie Station. Additionally,
express service during high-demand periods and off-peak service every 30 minutes, is also planned at both
stations. Improvements are also planned for the MiWay network as a the MiWay Five 2021-2025 study is
currently underway and seeks to improve connections to GO Stations and service concerns voiced by the
public. The proximity of the subject site to the identified corridors increases the desirability of transit usage
for future residents of the proposed development. Both existing and future transit routes allow for residents
and visitors to travel throughout Mississauga and to nearby Toronto conveniently with numerous connections
to amenities, attractions, schools and employment destinations.

8.1.5 Reduced Parking Supply

A reduced parking supply, more in line with the requirements of Precinct 2 according to Mississauga’s Zoning
By-law, is proposed for the subject site.

Parking supply can either encourage households to choose transit, or to purchase a vehicle. Figure 8-1
illustrates the self-reinforcing cycle of increased automobile dependency and urban sprawl, has been
reinforced by many transportation and land use planning practices observed during the last century. This was
generally unintended, reflecting a lack of consideration of the consequences behind these decisions. For
example, when deciding the amount of parking required for a particular type of land use, traffic engineers
generally determine minimum parking rates disregarding the additional sprawl that may result from these
supply rates.

Figure 8-1: Cycle of Automobile Dependency and Related Effects

Source: Evaluating Transportation Land Use Impacts Considering the Impacts, Benefits and Costs of Different Land Use Development
Patterns 27 (February 2017).
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As displayed by the figure it has been recognized that an oversupply of parking is becoming problematic in
areas with strong transit access and active transportation networks, wherein the availability of parking greatly
reduces transit ridership, along with walking and cycling trips. Parking policies should be based on location,
transit availability, context of the development, and strategic plans for the area outlined by the municipality.
Mississauga addressed this issue though the Parking Masterplan and Implementation Strategy and associated
zoning by-law amendments through recommending various parking reduction strategies for areas of the City
with ample transit and active transportation options. Given that there are several transit and active
transportation improvements planned for the area surrounding the subject site, there is substantial potential
for a parking reduction strategy to reduce vehicle ownership and increase usage of the transit active
transportation investments. Therefore, the provision of a reduced parking supply will be a key measure in
ensuring that parking is not oversupplied, and vehicle dependency is not encouraged.

ADDITIONAL TDM-SUPPORTIVE MEASURES
This section reviews the provision of additional TDM strategies that cannot be explicitly viewed within the
proposed development’s conceptual plan and are recommended to supplement the strategies and
recommendations of the previous section.

8.2.1 Travel and Parking-Based Strategies

Establish and promote Smart Commute travel management programs: Smart Commute is a program used
by Metrolinx and the municipalities in the GTHA to help employers, residents, and commuters explore and try
smart travel options such as walking, cycling, transit, and carpooling. It is recommended that the applicable
aspects of the program be brought to the attention of the residents and measures may be put in place to
encourage utilization of the program. This will encourage carpooling and reduce SOV trips from the proposed
development.

Provision of carpool and car share spaces: Car share programs will be considered to encourage car sharing
activities and to reduce the need for automobile ownership. Car share can be provided through an external
partner that manages and maintains the logistics of the car share space. Car share spaces are expected to
reduce vehicle ownership of residential developments and the overall parking demand that is generated.
Additionally, the effectiveness of car share spaces is anticipated to increase as the density of the proposed
development increases, and since the proposed development is anticipated to be built out as a compact dense
community car share provisions would be ideal.

8.2.2 Additional Transit-Based Strategies

Provide public transit information to residents: Public transit information should be made available to
residents, such as MiWay and GO Transit route maps and seven-day schedule timetables for nearby stops.
Route and scheduling information could be provided as displays in the lobby, or through real-time updated
digital displays in a central location in the building. This will increase the likelihood of new residents
incorporating alternatives in their travel patterns when residing at the development.

8.2.3 Additional Cycling-Based Strategies

Promote and increase cycling awareness & multi-modal transportation: It is recommended that information
packages be provided to residents to help encourage active transportation and increase awareness of
different travel alternatives. The package should include information regarding the environmental and health
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benefits of cycling, rules of the road, and maps of active transportation infrastructure available in the
surrounding area.

Seek opportunities for Bike Share Programs: The applicant is encouraged to seek opportunities to partner
with Mississauga and/or TTC Public Transit authorities, local universities and colleges, and Metrolinx to
provide secure shared bike stations at the subject site. This will improve and promote cycling between the
site and the nearby GO Stations.

8.2.4 TDM Summary

Table 8-1: Summary of Recommended TDM Measures Being Considered
Recommended TDM Measure Benefits

Strategies Incorporated Within the Development

Compact, Pedestrian-Oriented Land
Use Strategy

+ Pedestrian entrances to retail entrances and parkland directly accessed
from internal road network
+ Minimal conflicts (e.g. shared loading entrances) to improve pedestrian
safety and comfort
+ Provides amenities on-site, reducing the need to travel far

Mixed-Use (Incl. Retail/Service
Retail)

+ Encourages people to conduct activity within walking distance
+ Reduces reliance on personal automobile for day-to-day trips

Pedestrian Connections and Facilities + Creates a safe environment for active travel modes
+ Increases comfort for pedestrians on-site

Provide Short-Term and Long-Term
Bicycle Parking Facilities + Encourages cycling as a travel mode

Reduced Vehicular Parking Supply

+ Encourages some residents to forgo auto ownership
+ Encourages travel behaviour to favour transit, active transportation, and
ride/car sharing options from day one
+ Avoids oversupplying vehicles where travel demand can be accommodated
by alternative travel modes

Access to Local and Regional Transit
Improvements

+ Encourage travel by existing surface transit providing direct connections to
additional MiWay, GO Transit and TTC service
+ Opportunity to capitalize on planned transit improvements (e.g. Lakeshore
West RER, MiWay Express Service, etc.)

Additional Strategies to be Considered
Provision of public transit info and/or

programs such as Smart Commute + Improve knowledge about available transit options

Consider provision of carshare
and/or carpool spaces + Provide flexibility for occasional vehicle use without need to own

Consider opportunities for future
Bike Share programs + Provide flexibility to capitalize on future bike sharing programs
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CONCLUSIONS
¤ The proposed development at Dixie Mall will introduce 3 residential blocks with 5 high-rise towers on

the northwest portion of the site while the majority of the existing mall remains. The development
will add 1,263 residential units to the site and reduce the retail GFA by approximately 8,600 m2,
leaving a remaining 48,760 m2 of retail GFA on the Slate lands. It is noted that the remaining ground
floor area of the Slate portion of the mall will be 34,760 m2.

¤ The subject site lands are located within the study area for the Detail Design and Class Environmental
Assessment Study (EA Study) for Contract 2 of improvements to the QEW from east of Cawthra Road
to east of Dixie Road. The impacts of the proposed development have been assessed on the future
transportation network brought upon the area as part of the EA Study improvements. It is noted that
the existing traffic conditions utilizing the road network currently in place within the area has not
been assessed because the EA Study improvements are imminent and will be fully in place by 2026.
As such, the 2031 future background conditions are taken as the baseline traffic conditions and the
site traffic is then layered onto this traffic condition to model future total traffic conditions.

¤ Access to the site is proposed via three driveways on South Service Road, as well as the connected
parking lot of Dixie Outlet Mall.

¤ For the future background analysis, the signal timing plans have been adjusted since the intersections
within the study area will change drastically from what is observed on-site today and the provided
signal timing plans will no longer apply. However, the cycle length from such plans has been
maintained while the splits have been adjusted to better serve the change in traffic patterns that will
arise as a result of the reconfiguration of the area road network.

¤ Under future background conditions, all signalized intersections are generally expected to have
acceptable operations, however several movements have been identified to operate at LOS E or have
a V/C ratio above 0.85. The only intersection expected to operate over capacity (i.e. V/C > 1) is Haig
Boulevard & West Mall Access / South Service Road. However, it is noted this intersection will be
reconfigured in the future scenario, and operations are anticipated to improve. The unsignalized
intersections are expected to perform well.

¤ The development is anticipated to generate 207 net trips during the AM peak hour (54 inbound and
153 outbound), -27 net trips during the PM peak hour (-1 inbound and -26 outbound) and -90 net trips
during the Saturday peak hour (-53 inbound and -37 outbound). The reduction in vehicle trips
generated by the site is driven by the demolition of approximately 8,600 square meters of retail space
on the western portion of the mall.

¤ Under future total conditions the pressure at Haig Boulevard & West Mall Access / South Service Road
is resolved, as V/C ratios decrease below 1 and LOS improves for many movements. At other signalized
intersections that experience capacity constraints in the future background scenario, most
movements exhibit better LOS and V/C in the future total scenario due to the modified site-generated
traffic and intersection reconfigurations. The only intersection that is adversely affected by the site-
generated traffic introduced in the future total scenario is Dixie Road & South Service Road /
Rometown Drive in the AM and PM peak hours. An optimized signal timing plan has been proposed
for this intersection in the future total scenario to mitigate the impact, and the intersection is still
expected to operate within capacity during the future total scenario so no further mitigation measures
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are proposed. All unsignalized intersections were observed to perform well under future total
conditions.

¤ A proposed parking supply ratio of 0.9 spaces per unit is recommended for the residential parking.
This represents a reduction from the Mississauga By-law 0225-2007 Precinct 4 parking rate
requirements. However, with the review of approved and pursued parking supplies of nearby
developments, the policy review, and proposed TDM measures, it is in our professional opinion that
the proposed parking supply can accommodate the potential parking demand associated with the
proposed development.

¤ The proposed parking supply of approximately 5.2 spaces per 100 m2 retail GFA is recommended for
non-residential parking. Residential visitors and retail will share this parking supply, as permitted by
Zoning By-law 0225-2007. Based on a parking utilization study on-site, demand for retail parking is
much lower than by-law requirements, with maximum demand observed to be 3.12 spaces per 100
m2 retail GFA. Along with policy review and proposed TDM measures, the proposed parking supply is
expected to satisfy demand from the development.

¤ A total of 133 short-term and 810 long-term bicycle parking spaces are required according to the rates
identified within the amended City of Mississauga Zoning By-Law. The development will meet or
exceed this requirement.

Ʒ A robust set of TDM measures is recommended for the subject site in order to facilitate the necessary
change in travel behaviour sought for the area and reduce single occupant vehicle (SOV) trips
generated by the proposed development. Such measures that are recommended include bicycle
parking facilities, ample pedestrian connections, parks and active transportation infrastructure,
promotion of multi-modal travel alternatives, and a reduced parking supply from the current by-law
requirements.



APPENDIX A
Traffic Data and EA Information
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