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April 5, 2024 Reference Number: 19373

SCREO | Dixie Outlet Mall Inc.
121 King St W, Suite 200
Toronto, ON M5H 3T9

RE:  Transportation Impact Study Update
Proposed Residential Development
Dixie Outlet Mall, 1250 South Service Road, Mississauga, Ontario

LEA Consulting Ltd. (LEA) has been retained by Slate Asset Management (Slate) to provide transportation
consulting services for the proposed residential development located on the Dixie Outlet Mall lands (herein
referred to as the “subject site”) in the City of Mississauga. By way of background, a Transportation Impact
Study (TIS), dated December 2022, was previously prepared by LEA in support of the Official Plan Amendment
(OPA) and Rezoning applications for the proposed development which consisted of the infill of three (3) new
residential blocks to the site and the partial demolition of Dixie Outlet Mall.

Comments from the Ontario Ministry of Transportation were received on February 23, 2023, and comments
from City of Mississauga staff on the application were received on March 29, 2023.

The development concept has been revised following the previous submission. The following letter provides
a summary of the updated development concept and a response to the transportation-related comments. A
full TIS Update is attached.

1 SITE STATISTICS & PROPOSED DEVELOPMENT CONCEPT
The proposed development is an apartment infill project that will introduce three new residential blocks which
will be located on the existing surface parking lot and in place of the west wing of the existing mall, which will
be demolished. The proposed site statistics have been revised since the previous submission.

A comparison of the current site statistics with those reflected in the initial December 2022 TIS is shown in
Table 1. The latest site plan is illustrated in Figure 1.

Table 1: Comparison of Submitted Site Plan Statistics
Land Use December 2022 TIS February 2024 TIS Update Difference

Residential 1,263 Units 997 Units - 266
Retail (Future) 45,643 m2 53,929 m2 + 8,286 m2
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Figure 1: Proposed Site Plan

Source: Giannone Petricone Associates Inc. Architects (March 26, 2024)
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2 RESPONSE TO COMMENTS
The following section identifies the comments provided in February and March 2023 by MTO and City of
Mississauga staff regarding the TIS submission, followed by LEA’s response. The comments are provided in
their original format for clarity.

2.1 CITY OF MISSISSAUGA - PARKING

The following comments about the proposed site plan were provided by City of Mississauga staff on
February 28, 2023.

A. Applicable Planning Policy and Transportation Context

Staff advise that the recently updated parking requirements for off-street parking, Zoning By-Law 0117-2022,
that came into effect June 8, 2022, is supportive of provincial and municipal land use and transportation
policies. The updated rates were derived from the Parking Regulations Study (PRS) which undertook a review
of off-street parking rates throughout the City, including the QEW/Dixie area. These developed rates for
Precinct 4 were carefully tailored to Mississauga's context as well as current needs and are intended to
support development appropriately, including sites that are served by existing or future planned transit.

LEA Response: Noted. The intention of the current parking policy for Precinct 4 is understood, however, it is
also recognized that the subject development will become part of a new, mixed-use community with retail,
services and employment uses available within the immediate vicinity, thereby reducing parking demand
and automobile ownership habits.

As a result of this changing context, reduced parking rates are being sought as part of the application. Survey
data from the existing mall and proxy residential sites has been collected to support the proposed parking
supply. A review of local policy and precedent development applications has also been completed,
demonstrating that several developments in the City are proposing reduced parking rates even with the new
Zoning By-law. Please review Section 6 of the attached TIS Update for a detailed Parking Assessment.

B. Retail Parking Justification

Staff advise that vacant retail store Gross Floor Area (GFA) is to be included in the survey calculations at the
required zoning by-law parking rate. Please update calculations. Staff advise that Gross Floor Area is not the
same as Ground Floor Area. Please update calculations. Staff require clarification of the GFA of the retail use
that was utilized in the PUS as well as other project documentation. Per LEA, a total retail GFA of 56,200 m2

exists, however it is noted that 14,000 m2 is also provided on a lower level. Please confirm whether or not this
is leasable retail space that should be included in the GFA calculations. It is noted that the PUS surveyed the
entire parking lot, however there are also references to both Slate lands and Choice lands and Choice lands
not being included. Staff request clarification and discussion in order to verify that all uses and demands on
the subject site have been correctly included. Staff are unable to verify the accuracy of the survey at this time
and require clarifications as noted. Staff are unable to verify the parking requirements for the overall site due
to inaccurate and missing information. Staff request that LEA discuss further with Municipal Parking staff.
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LEA Response: Noted. LEA has confirmed the total existing retail GFA (69,810 m2) and the occupied retail
GFA during the survey (50,625 m2). This GFA accounts for the entire mall’s leasable area, including both
portions owned by Slate and Choice.

Parking calculations and conclusions have been revised to reflect the direction of City staff, with the zoning
by-law required rates being applied to the vacant area during the survey (19,185 m2). Please review Section
6 of the attached TIS Update for a detailed Parking Assessment with revised calculations.

C. Residential Parking Justification

A satisfactory residential proxy survey was not included in this submission. Please confirm the proposed
tenure of the residential units (rental or condominium). Staff require the Applicant undertake a satisfactory
Parking Utilization Study (PUS) with appropriate proxy sites in Mississauga, per the Citys Parking Terms of
Reference, to justify the requested visitor parking rate, as the parking reduction is greater than 10% from the
existing Zoning By-law 0225-2007, as amended new parking rates for Precinct 4. Before undertaking proxy
surveys, please contact staff to discuss scope. Staff advise the Applicant that each development application is
reviewed based on its own merit. If the Applicant wishes to reference precedent applications, supporting
justification outlining similarities is required.

LEA Response: The residential tenure is still to be confirmed. It is our opinion that the residential tenure
does not significantly affect the parking demand, and evidence for this opinion is provided in Section 6.3.4.4
of the attached TIS Update.

A Parking Utilization Study has been completed in coordination with City staff and in accordance with the
City’s Parking Study Terms of Reference. The methodology and results of the survey are included in Section
6.3 the attached TIS Update. Additional justification has also been added to the TIS Update based on parking
rates proposed in nearby precedent applications, with similarities between these precedents and the
subject development identified.

D. Transportation Demand Management (TDM) Measures

Municipal Parking Staff advise that the Applicant contact TDM Staff in the Transportation Planning Section
(tdm@mississauga.ca) should they wish to receive more information on TDM strategies. The Applicant is
advised that TDM staff are not able to provide an assessment of an applications TDM measures in regards to
the Zoning requirements for parking.

LEA Response: Noted. A TDM Plan has been developed in order to support the proposed parking reduction,
however, is not being relied on as justification for the proposed reduction. Please refer to Section 7 of the
attached TIS Update for a detailed TDM Plan for the development.

Additional Comments:

Staff note that per City of Mississauga Zoning By-law 0225-2007, as amended, that a minimum required
number of Electric Vehicle Ready parking spaces will need to be provided. The associated rates for these are
noted in Table 3.1.1.12, Minimum Required Number of Electric Vehicle Ready Parking Spaces, of the updated
Zoning By-law.
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LEA Response: Noted. The calculation of EV Ready parking requirements for the proposed development has
been added to the Parking Assessment included in Section 6.1.1 of the attached TIS Update. The
development will meet the requirements, with a provision of at least 239 EV Ready parking spaces.

Staff Recommendation:

Staff advise they are unable to verify the parking requirements for the overall site due to inaccurate and
missing information. The proposed reduced residential parking rates are not supportive of the Parking
Regulations Study recommendations as outlined in the existing City of Mississauga Zoning By-Law 0225-
2007, as amended, for Parking Precinct 4 (By-law 0117-2022, June 8, 2022). Additionally, the parking
justification submitted by the Applicant is not satisfactory as the required satisfactory Parking Utilization
Study (Proxy Survey) was not undertaken. For these reasons Staff do not support the proposed parking rates
in this instance. Should the Applicant wish to pursue a reduction in the residential parking rate, the
submission of a satisfactory Parking Utilization Study (PUS) is required. The consultant should confirm the
survey methodology with staff prior to conducting parking surveys. Details can be reviewed in the Citys
Parking Terms of Reference for parking justification requirements. Staff are unable to verify the accuracy of
the retail Parking Utilization Study at this time and require clarifications as noted within the comments. Staff
request that LEA discuss further with Municipal Parking staff. Staff request that discrepancies regarding the
existing non-residential use GFAs noted in the Site Statistics and the Transportation Impact Study be
addressed to ensure that the correct parking needs are determined and verified. The following Parking
Precinct 4 parking rates are recommended:

¶ 1.1 spaces/residential condominium apartment unit

¶ 0.20 spaces/residential condominium apartment unit for visitors

¶ 5.4 spaces/100 m2 retail centre (greater than 2000 m2 GFA non-residential)

Should the Applicant wish to propose a shared parking arrangement between the non-residential uses of the
subject site, a shared parking arrangement is applicable for the calculation of required visitor/non-residential
parking in accordance with the following: the greater of visitor spaces/unit or parking required for all non-
residential uses, except restaurant over 220 m2 GFA non residential.

Restaurant over 220 m2 GFA non residential shall not be included in the above shared parking arrangement
and shall be provided in accordance with applicable regulations contained in Table 3.1.2.2 of City of
Mississaugas Zoning By-law.

All required parking spaces must be accessible to all users participating in the shared parking arrangement
and may not be reserved for a particular use or occupant.

LEA Response: City comments and advice have been noted and the Parking Assessment has been revised in
the attached TIS Update to provide additional detail and clarity, and to update calculations as requested.
Please refer to Section 6 of the attached TIS Update.
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2.2 CITY OF MISSISSAUGA - TRAFFIC

The following comments about the proposed traffic analysis were provided by City of Mississauga staff on
March 21, 2023.

2.2.1 Traffic Note

Please note all Regional traffic and access related works along Dixie Road are being completed through the
on-going MTO project (QEW east of Cawthra Road to East of Dixie Road).

LEA Response: The ongoing MTO undertaking along the QEW is noted. The attached TIS Update prepared
for this application utilizes traffic data collected in February 2024 during construction to represent the
existing conditions where possible. Otherwise, pre-construction data has been used.

2.2.2 Public Road Network

As per the Official Plan (OP), the City strives to create a fine-grained system of roads that seeks to increase
the number of intersections and overall connectivity throughout Mississauga. The OP also notes that
additional public roads, above what is noted in the OP, may be identified through the review of development
applications. The Traffic Section requests that a fine-grained grid network of public roads be implemented
throughout the subject site to assist the City in creating a multi-modal transportation network for the
movement of people and goods which supports the creation of a more sustainable community. Please revise
the plans accordingly.

LEA Response: Phase 1 of the development proposes a new east-west public road connecting to Haig
Boulevard. The new public road will have a right-of-way width of 20m, which will prioritize active
transportation with 2.1m wide sidewalks on each side, 1.8m wide dedicated bike lanes on each side, 3.3m
wide vehicle lanes, and bioswales and trees on both sides. A fine-grained road network will be implemented
as part of the masterplan submission.

2.2.3 Development Concept Plan

The Owner is required to provide a further refined Development Concept Master Plan which illustrates the
vision for the ultimate build-out of the subject site. It shall be a detailed plan showing the location, land use
and form of all Development within the subject site. The plan shall also highlight all existing and proposed
transportation facilities, including a fine-grained grid network of public roads.

LEA Response: Refer to response to comment on Public Road Network development above.

2.2.4 Right-of-Way Package

The developer shall provide a right-of-way package for all proposed roads within the development. The right-
of-way package is to include reference to the relevant City of Mississauga standard drawings with detailed
cross-sections that are applicable for each road. The developer should be advised that further comments on
the development concept may be provided after the ROW package is submitted and therefore, revisions to
the overall draft plan may be required.

***NOTE: Any deviation from a City of Mississauga standard is subject to a comprehensive review and
approval process by City staff and all affected external agencies. If non-standard cross sections are proposed,
the following information will also be required, but not limited to:
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An extensive right-of-way package that includes details of all design elements within a proposed right-of-way
for each proposed street. The right-of-way package is to be prepared in two parts:

(A) The right-of-way package shall include plan views and a description for each of the following
considerations: (i) Public Transit Facilities; (ii) Pedestrian Facilities; (iii) Cycling Facilities; (iv) On-Street
Parking and Curbside Management; and (v) Traffic Calming.

(B) The right-of-way package shall also include typical cross-section details of each  street that include
the following information:  (i) Street Name; (ii) Road Classification; (iii) Right-of-way widths; (iv)
Pavement widths and lane widths; (v) Boulevard widths; (vi) Sidewalks, curbs, splash pads, grades; and
(vii) All above and below ground utilities.

LEA Response: One new public road is proposed in Phase 1 of the proposed development. A ROW design
drawing for the proposed public road is included in the Functional Design Review package attached as
Appendix K to the TIS Update.

2.2.5 Traffic Impact Study

A Transportation Impact Study prepared by LEA Consulting Ltd. dated December 2022 was submitted in
support of the proposed development. Based on the information provided to date, staff provide the following
comments:

(A) GENERAL

(i) Certification Form

The Transportation Consultant must complete, sign, and seal (if appropriate) the Certification Form
found in Appendix A of the Citys TIS Guidelines (2022) and submit the document with the
application/report to ensure compliance with qualification requirements. The TIS Guidelines can be
found at https://www.mississauga.ca/wp-content/uploads/2023/03/Mississauga-Transportation-
Impact-Study-Guidelines.pdf

(ii) Terms of Reference (ToR)

The study does not satisfy the scope of work identified by the City through the review of the proposed
ToR. The study must be revised to include all omitted components from the ToR. Further, the ToR and
associated City comments must be appended in all subsequent submissions.

(iii) The City cannot confirm or refute the findings of the TIS with respect to assessing the
transportation implications and evaluating the appropriateness of the scale of the proposed
development, as this can only be achieved if the technical assumptions, methodologies, and scope of
work are reasonable and correctly applied. The following comments demonstrate that there are a
number of key assumptions and analytical issues that must be addressed before it will be possible to
provide a decision in this regard. While we have endeavoured to identify as many of these potential
concerns as possible below, updates to the TIS may result in additional concerns not addressed herein.

(iv) Modelling Software
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As per the ToR, the modelling analysis shall be undertaken using VISSIM. Please revise accordingly.

LEA Response: Noted. The attached TIS Update provides additional detail and clarification to satisfy the City
review comments on the December 2022 TIS submission and the Terms of Reference. This includes the use
of Synchro, as specified by the Terms of Reference developed by LEA dated October 1, 2022. The
Certification Form, Terms of Reference, and City responses to the Terms of Reference have been appended
to the TIS Update as Appendix B.

(B) EXISTING CONDITIONS

(i) Existing Conditions Scenario

As per the ToR, an Existing Conditions Scenario is required to be analyzed. While it is understood that
there are infrastructure improvements currently under construction, it is crucial to complete an
Existing Conditions Scenario to establish a baseline, compare to the future background/total scenarios,
and identify any existing transportation constraints/issues. The Existing Conditions Scenario should
assume configurations based on pre-MTO construction.

LEA Response: The attached TIS Update includes an analysis of the existing traffic operations, based on
traffic data collected in February 2024. Lane configuration assumptions are based on the pre-construction
road network. Changes between the pre-MTO construction network and the road network at the date of
data collection (Feb 2024) are noted within the TIS Update.

(ii) Traffic Data

While this report can reference and compare to the traffic volumes found in the QEW EA Study, the
volumes should not be used directly. If new traffic counts cannot be completed due to the ongoing
construction, pre-construction/pre-pandemic traffic counts should be utilized. Growth factors are to be
applied to the traffic counts to mimic presumed existing traffic volumes. Please indicate the growth
factors used for each roadway. The report must thoroughly justify all proposed growth rates and the
methodology utilized to calculate them. Furthermore, all background work to calculate the growth
rates must be appended to the report in a format that is easily verifiable to the reviewer.

LEA Response: The attached TIS Update includes traffic data collected by LEA in February 2024 for all
intersections. However, due to construction at the intersection of South Service Road & Haig Boulevard
traffic volumes were extracted from the QEW Improvements EA Traffic Report (page 65/68). No historical
traffic count data was available for this intersection.

(iii) Volume Balancing

Ensure that traffic volumes are balanced to the higher values, where appropriate.

LEA Response: Traffic volumes have been balanced to higher values in the TIS Update.

(iv) Study Area Intersections / Road Network
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As per the ToR, the following additional intersections are required to be evaluated: 1. South Service
Road & Ogden Avenue, 2. Lakeshore Road, 3. East & Haig Boulevard, 4. Lakeshore Road East & Dixie
Road, 5. Atwater Avenue & Haig Boulevard, 6. All site accesses. Furthermore, the City has requested a
fine-grained grid network of public roads be implemented throughout the subject site to assist the City
in creating a multi-modal transportation network for the movement of people and goods which
supports the creation of a more sustainable community. Based on the above, please ensure to
evaluate all new public intersections within the proposed development.

LEA Response: The requested intersections have been added to the analysis provided in the attached TIS
Update.

(C) FUTURE BACKGROUND CONDITIONS

(i) Horizon Years

As per the ToR, the study horizon years shall consist of 5 years from the date of the study and each
major phase of the development including an ultimate buildout phase

LEA Response: Noted. The attached TIS Update for Phase 1 of the Dixie Mall redevelopment considers a
future horizon of 2029, 5 years from existing conditions. Subsequent phases and ultimate conditions are
not yet developed, so it is not possible to include any further information within the TIS Update at this
time.

(ii) Analysis Periods

As per the ToR, AM, PM, and SAT peak periods are required to be analyzed for the Existing, Future
Background, and Future Total scenarios

LEA Response: Noted. The AM, PM and SAT peak periods for Existing, Future Background and Future Total
scenarios are assessed in the attached TIS Update.

(iii) Sections 3.1.1 & 3.1.2

Many of the assumed/posted speed limits indicated for roadways under the Citys jurisdiction are not
reflective of existing conditions as of the date of the report. Please revise the report and Synchro
analyses accordingly.

LEA Response: Noted. The analysis and text of the attached TIS Update has been reviewed to ensure
accuracy of speed limits.

(iv) Corridor Growth Rates

Corridor growth rates for roadways under the Citys jurisdiction must be confirmed with City
Transportation Planning staff. Please contact Tyler Xuereb from the Transportation Planning Section
(tyler.xuereb@mississauga.ca, Ext. 4783) to confirm growth rates for the study area roadways under
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the jurisdiction of the City of Mississauga. Please confirm growth rates for Provincial and Regional
roadways with the MTO and Region of Peel, respectively.

LEA Response: Growth rates were obtained from the City for this TIS Update.

(v) Background Developments

All in-stream and recently approved background developments within approximately 1km from the
subject site must be included. Please use the following link to gather information on developments
proposed in the area for background traffic:
http://www.mississauga.ca/portal/residents/developmentinformation

LEA Response: The proposed development at 1583 Cormach Crescent has been added to the future
background analysis in the attached TIS Update.

(vi) Road Network and Lane Configuration

Incorrect lane configuration assumed for the east leg of the intersection of Dixie Rd & QEW EB Off-
Ramp/South Service Rd. Based on the EA it would appear that westbound left-turns are permitted, in
addition to westbound right-turns. Revise the report and analysis accordingly.

LEA Response: Noted. The analysis and text of the attached TIS Update has been reviewed to ensure
accuracy of lane configurations.

(vii) Future Transit Facilities

It should be noted that Metrolinx has identified Dixie Rd as a future Priority Bus Corridor.

LEA Response: Noted and added to the future transit context review included in the attached TIS Update.

(vii) Dixie Mall Traffic Volumes

2013 traffic counts should not be used to determine the Dixie Mall traffic volumes as they are
significantly outdated. Furthermore, are the trips from the mall site assigned to the entire study area
network, including the intersections along Dixie Rd which have 2031 traffic data from the EA Traffic
Report? If yes, there may be potential double counting of traffic at those intersections as the 2031
volumes from the EA Report would have likely already included the mall traffic. This methodology
would therefore not be considered acceptable.

LEA Response: Noted. The 2013 traffic data is no longer being used in the analysis included in the attached
TIS Update. Traffic data for existing conditions was collected in February 2024.

(viii) Estimated 2031 Future Background Saturday Peak Hour Volumes

Is it possible to use existing count data from the EA Traffic Report completed by MTO to generate a
growth factor instead of the 2017/2018 Region of Peel Data? Since MTO's modelling work has not
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been validated/calibrated against the 2017/2018 Region of Peel Data, it may not be an appropriate
base to generate a growth factor. With the planned interchange improvements in the area, auto
access is expected to improve, therefore one would expect so see increased auto usage of the
interchange.

LEA Response: Traffic data was collected in February 2024 for the Saturday peak period, and growth rates
were obtained from City staff, rather than utilizing the former methodology. Please refer to the attached
TIS Update for an updated analysis.

(D) SITE TRAFFIC

(i) Modal Split / TTS Vehicle Share

Only non-auto modes shall count towards a modal split reduction. Therefore, the TTS Vehicle Share
utilized should be 74%, not 62%. Furthermore, modal splits should be calculated separately by trip
purpose, reflecting shopping center trips versus residential land uses, as in the trip distributions
process. Similar to the trip distribution process, modal split values should also be calculated separately
for the AM and PM peak periods. Revise accordingly.

LEA Response: The mode split applied in the attached TIS Update has been revised from 62% to 74%,
which was derived from TTS 2016 data for residential trips during the AM peak, PM peak and Saturday peak
periods. This residential mode split has been applied in the calculation of future residential trip generation.
Retail trip generation was forecasted separately based on the vehicle volumes collected at the mall
driveways during data collection in February 2024, accounting for the proposed GFA reduction. No mode
split was applied for retail, as the vehicle volumes were obtained directly.

(ii) Site Interaction (Internal Trip Reduction)

Why have internal trip reductions using ITE methodology not been considered in the analysis? Further,
why are the Residential AM and PM Peak ITE Auto Trips not adjusted for both mode share and vehicle
occupancy? It's not appropriate to apply auto mode share reduction as they don't represent person
trips in the current state.

LEA Response: Internal trip reduction, auto mode share and vehicle occupancy were all considered in the
previous submission, and were calculated based on the ITE Trip Generation Handbook 3rd Edition. They
continue to be included in the trip generation calculation used in the attached TIS Update. It should be
noted that AM and PM peak hour trip generation rates applied from the ITE Trip Generation Manual are
defined as person-trips so a 100% ITE Vehicle Share and 1.00 Vehicle Occupancy rate were applied.
Saturday peak hour trip generation is defined as vehicle-trips by the ITE data, so appropriate adjustment
factors have been applied.

(iii) Trip Generation

For verification purposes, please note in the report which Land Use Subcategories, Setting/Locations,
Time Periods, etc were used to calculate trips for each LUC.
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LEA Response: The requested information has been provided in the attached TIS Update.

(iv) TTS Data

Traffic Analysis Zones (TAZs) that fall outside the City of Mississauga boundary (i.e. into Toronto)
should not be used in the analysis. Revise the report accordingly.

LEA Response: Trip distribution and modal split for residential trips in the attached TIS Update was
extracted from TTS 2016 data for Traffic Zones 3648, 3649, 3653 and 3654 which are all in Mississauga.

(v) Table 4-4

Please confirm what External Person Trips represents? Is it the total person trips combined for the
residential and commercial trips? Were these calculated using the formula Existing Mall Site Part of
Mall Demolished + New Residential? If yes, wouldn't the PM Total be 3072 - 368 (12% of total person
trips for the mall) + 331 = 3035?

LEA Response: This table has been revised in the attached TIS Update to present the conclusions more
clearly.

(E) FUTURE TOTAL CONDITIONS

(i) Synchro Input Parameters

Heavy Truck percentages should be based on the actual turning movement counts

LEA Response: The calculation of Heavy Truck Percentages has been revised in the attached TIS Update as
requested.

(ii) Please provide further technical justification as to why it would or wouldn't be appropriate for the
proposed development to proceed.

LEA Response: The discussion in Section 5 of the attached TIS Update has been updated to expand upon
the technical justification for the development, including expected community impacts and proposed
mitigation measures.

(iii) The future total conditions should assess the cumulative overall impact on the site based on the
difference between the currently permitted zoning/densities vs. proposed zoning/densities.

LEA Response: The future total scenario has been compared to the future background scenario to
understand the impact of developing high-rise residential buildings on the Dixie Outlet Mall site, which
currently only provides retail. Discussion on the impacts of the development can be found in Section 5 of
the attached TIS Update.

(F) CONCLUSION / RECOMMENDATIONS
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(i) A Recommendations Section is required to be included complete with recommendations on on-
site/off-site roadway improvements, site access, site circulation, and TDM measures are to be made.

LEA Response: Noted. Detailed recommendations have been added to the conclusions in Section 8 of the
attached TIS Update.

(G) ADDITIONAL COMMENTS

(i) As revisions to the site designs/layouts are required, please update the sightline analyses and
turning movement diagrams in the TIS accordingly. Ensure that the site layout/design is coordinated
with these analyses (e.g. ensure the design does not require vehicles/trucks to encroach parking
spaces and/or curbs when manouevering. Ensure that adequate sightline visibility is provided and that
no obstructions are within the required visibility triangles such as parking spaces, etc.)

LEA Response: Please refer to the revised Functional Design Review attached in Appendix K to the TIS
Update, which includes updated vehicle maneuvering diagrams and sightline analyses.

(ii) Community Impacts

Per the ToR, the TIS shall include a section in the report to address Community Impacts. This section
shall include summary statements outlining the resulting traffic increases to the critical streets,
movements and intersections. Comments or concerns from the community through future public
meetings and engagements that are related to traffic shall also be addressed in this section.

LEA Response: A discussion of community impacts has been added to the attached TIS Update within
Section 5.7.

(iii) Site Access Review

As per the ToR, it must be ensured that the site accesses conform to all TAC standards (e.g. corner
clearances, clear throat lengths, veh & ped sight line distances for ingress/egress, proximity/alignment
to other driveways/roads, etc.); Provide confirmation and technical justification of whether the site
access location(s) and designs are safe for all roadway users and why.

LEA Response: The site accesses have been reviewed to ensure compliance with TAC standards. Please
refer to the attached TIS Update, including the Functional Design Review in Appendix K.

(iv) Traffic Control Warrants

As per the ToR, traffic control warrants are to be completed for all three scenarios at intersections,
where applicable.

LEA Response: A Signal Warrant analysis was completed for the proposed site access on South Service
Road, however it was determined that a signal was not warranted. All other unsignalized intersections had
acceptable operations without the need to complete a signal warrant analysis. Please refer to the attached
TIS Update, including Appendix H for the analysis results and signal warrant analysis.
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(v) Remedial Measures

Per the ToR, the physical and operational road network deficiencies identified in the TIS must be
addressed and feasible solutions to mitigate these deficiencies identified. Functional design plans and
detailed design drawings would be required for identified improvements to ensure their feasibility.
Cost estimates and detailed design drawings must be provided for all identified infrastructure
improvements.

LEA Response: No physical remedial measures were proposed for the road network surrounding the
proposed development. Minor signal timing plan adjustments have been recommended, please refer to
Section 5.3 of the TIS Update.

(vi) Phased Traffic Analysis

Per the ToR, the applicant shall provide a Phased Traffic Analysis that is supported by technical studies,
including a Traffic Analysis to ensure there is adequate infrastructure available and to understand
what infrastructure is required for each phase of development. The Phasing Plan / Study shall include
but not be limited to: (a) The cumulative impacts for each phase of development on the existing and
proposed road network; (b) The required existing and proposed road network improvements for each
phase of development; (c) Any road network improvements that are not available to the developer (i.e.
external private lands) that are required to support the development shall be identified.

LEA Response: A phased analysis has not been completed at this stage, as future development phases are
undetermined. The attached TIS Update concerns Phase 1 of development on the Dixie Outlet Mall site. A
single 5-year future horizon was assumed for the analysis as the future of the site past 5 years is unknown.

(vii) Please submit a revised TIS report addressing all of the aforementioned TIS comments in PDF
format.

LEA Response: Please refer to the attached TIS Update prepared by LEA Consulting, which addresses the
comments received.

(viii) Due to the number and significance of the comments, further comments may be provided in the
subsequent submission(s)

LEA Response: Noted.

2.2.6 Site Access

(a) Accesses/roads shall align with opposing accesses/roads, wherever possible. Roadway connections on
Haig Boulevard, in alignment with Peel Condo 41 driveways should be provided.

LEA Response: The proposed site access on Haig Boulevard has been relocated to align with the Peel Condo
41 driveway.
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(b) The Owner shall ensure all proposed accesses/intersections provide sufficient sight lines, per TAC
standards, such that views are not obstructed at the intersection (street trees, retaining walls, noise walls,
structures, etc.).

LEA Response: Sight lines for movements in and out of the site driveways have been reviewed to ensure
compliance with TAC standards. Sightline analysis is provided as Drawings 007 and 008 in the Functional
Design Review attached in Appendix K to the TIS Update.

(c) The Owner shall provide for a sufficient clear throat lengths, per TAC standards, within driveway accesses
to ensure roadways and internal driveways can operate efficiently.

LEA Response: The site plan has been reviewed to ensure driveways and roadways comply with TAC
standards. Please refer to the Functional Design Review attached in Appendix K to the TIS Update.

(d) The Owner shall provide for a sufficient corner clearances/intersection spacing, per TAC standards.

LEA Response: The site plan has been reviewed to ensure intersections comply with TAC standards. Please
refer to the Functional Design Review attached in Appendix K to the TIS Update.

(f) Site Accesses & Intersections will be further reviewed through the required Transportation Impact Study
and as the application progresses.

LEA Response: Noted.

2.2.7 Internal Site Circulation

(a) As revisions to the site designs/layouts are required, please update the turning movement diagrams in
the TIS accordingly.

(b) Revised detailed turning movements are to be provided for ingress and egress through the access points
for the site.

(c) Ensure that mounting curbs and/or encroaching any portion of parking spaces are not required for any
manoeuvering throughout the site.

(d) Confirmation from Fire and Emergency Services that the internal road is acceptable from an emergency
response perspective is required.

(f) Confirmation from the Region of Peel that the internal road is acceptable from a waste collection
perspective is required.

LEA Response: Comments have been noted. Please refer to the revised Functional Design Review attached
in Appendix K to the TIS Update. All design vehicles can safely and effectively maneuver the site and site
accesses.
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2.2.8 Temporary Turning Circles

The applicant will be required to provide temporary turning circles as an interim condition for all dead end
roads within the proposed development to ensure vehicles, garbage collection, fire & emergency services can
be accommodated. The temporary turning circles will be removed once the municipal roads can be extended
through adjacent lands. Some lots/blocks may need to be frozen to provide a turnaround facility. The City will
request the required lands to be conveyed through a municipal easement.

(i) The applicant shall provide interim conditions on an engineering plan to show the temporary turning
circles that meets municipal standards.

LEA Response: No dead-end roads are proposed within the development. The proposed future public road
and private streets will connect to the existing Dixie Outlet Mall parking lot. As a result, temporary turning
circles will not be required or provided.

2.2.9 Land Dedications

The Owner will be required to gratuitously dedicate the following to the City of Mississauga:

(A) MUNICIPAL ROADS - Right of ways of approximately 20.0-26.0 metres towards the creation of
public roads and associated sight triangles

(B) ROW WIDENINGS - Road allowance widening towards the ultimate 20m meter right-of-way as
identified in the Official Plan, across the site frontages of South Service Road and Haig Boulevard

(C) 0.3 METRE RESERVES.

(D) WALKWAYS - The applicant is to provide walkways for pedestrian connections. Locations and width
of walkways are to be determined.

 ***[NOTE]*** This condition will be cleared upon receipt of confirmation from:

(i) Locations of land dedications and widths noted above will be subject to further review as the
application progresses. All municipal roads are to be free and clear and unencumbered.

(ii) (a) City Surveyor regarding dimensions; (b) Environmental Site Management and Compliance
regarding environmental conflicts; and (c) Legal Services identifying that the transfer has taken place
and associated fees have been paid.

LEA Response: Phase 1 of the development proposes a new east-west public road connecting to Haig
Boulevard. The new public road will have a right-of-way width of 20m which will prioritize active
transportation with 2.1m wide sidewalks on each side, 1.8m wide dedicated bike lanes on both sides, 3.3m
wide vehicle lanes, and bioswales and trees on both sides. A fine-grained road network will be implemented
as part of the masterplan submission.
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2.2.10 Traffic Notes

(i) All damaged or disturbed areas within the municipal right-of-way are to be reinstated at the
Owner's expense.;

(ii) All landscaping and grading within close proximity to the proposed access points is to be designed
to ensure that adequate sight distances are available for all approaching and exiting motorists and
pedestrians.;

(iii) The portion of the driveway within the municipal boulevard is to be paved by the Owner.;

(iv) Driveway accesses shall maintain a 1.5m setback from aboveground features such as utilities and
trees.;

(v) Any above ground utilities located within 1.5m of a proposed access are to be relocated at the
Owner's expense.;

(vi) The cost for any/all road improvements required in support of this development application will be
borne by the Owner.;

(vii) The Owner shall make satisfactory arrangements with the Transportation and Works Department
for the design, construction and payment of all costs associated with works necessary to support
access to this site.;

(viii) Any access to internal servicing shall be provided internally through the site.;

LEA Response: Noted.

2.2.11 Rapid Transit

(A) [LAKESHORE CONNECTING COMMUNITIES] City Council has endorsed the Lakeshore Connecting
Communities Transportation Master Plan which sets out a long-term vision for transit and corridor
improvements along Lakeshore Road from 2020 to 2041 that will support waterfront development. The
Owner is advised to review project details at: https://www.mississauga.ca/projects-andstrategies/city-
projects/lakeshore-connectingcommunities/

LEA Response: The Lakeshore Connecting Communities TMP has been reviewed during the preparation of
the TIS Update.

2.2.12 Environmental Assessment

(A) [QEW IMPROVEMENTS] - The Ontario Ministry of Transportation (MTO) has undertaken Detailed Design
and a Class Environmental Assessment Study to examine the rehabilitation and improvement needs for the
Queen Elizabeth Way (QEW) from Evans Avenue to Cawthra Road. Construction is now underway. Details
can be found at http://www.qewdixiedetaildesign.ca/
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LEA Response: Noted. The future conditions analysis in the TIS Update is based on the proposed conditions
in the area post-construction.

2.2.13 Cycling Facilities

The Owner will be required to provide accessible and secure short term (outdoor) and long term (indoor)
bicycle storage facilities on site. The Site Plan shall be revised to identify the cycling facility locations and to
specify the facility detail(s), including quantity of spaces proposed for each. The following rates are to be
used:

(a) Apartment Mississauga - A minimum of 0.60 long term spaces and 0.05 (6 spaces min.) short term
spaces per residential unit.

(b) Retail (Per 100 sq.m. GFA of retail area) Mississauga A minimum of 0.10 long term spaces and 0.20
short term spaces. Bike parking spaces shall be illustrated as 1.8m x 0.6m spaces, have appropriate
aisle widths (min. 1.5m), and sufficient clearances.

LEA Response: The by-law requirements regarding bicycle parking will be satisfied for the proposed
development. Bicycle parking is proposed to be located on the ground floor and first parking level of the
residential buildings. No bike parking will be provided for the existing retail use on the site as existing
buildings are exempt from requiring bike parking.

2.2.14 Traffic Signal Requirements Package

Upon approval in principle of the geometric design of the intersections, the Owner will be required to submit
a digital copy of the drawing and file in MicroStation format for Traffic Signals staff to carry out the signal
design works. The Owners General Contractor will be expected to use an eligible electrical subcontractor to
complete all the necessary traffic signal works. The collected security will be released upon completion of the
Citys final inspection and no deficiencies detected. Applicant required to contact Darek Koziol
(darek.koziol@mississauga.ca) to obtain the Signals Requirement Package (PHM-125 temporary and
permanent signal design drawings, quantities, form of offer, etc.).

LEA Response: Noted. Traffic signal design will be completed at a later stage of the development
application.

2.3 CITY OF MISSISSAUGA – TRANSIT INFRASTRUCTURE

The following comments about the impact to transit infrastructure were provided by City of Mississauga
staff on February 28, 2023.

2.3.1 MiWay Existing and Future Infrastructure Existing Stops

Please be advised that there is an existing nearside transit stop #0462 located along South Service Road and
Haig Boulevard. The function of this bus stop is to be maintained and shall remain in its current location. All
appropriate drawings shall be amended to clearly depict the location of this bus stop/pad and shelter, and a
note be added to the plan stating that the existing bus stop is to remain in its current location. Please
reference Standard Drawing # 2250.010 (which may be found uploaded in ePlans) to depict the stop
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infrastructure and dimensions. Please be advised that there is an existing midblock transit stop #0427
located along South Service Road and Haig Boulevard. The function of this bus stop is to be maintained and
shall remain in its current location. All appropriate drawings shall be amended to clearly depict the location
of this bus stop/pad and shelter, and a note be added to the plan stating that the existing bus stop is to
remain in its current location. Please reference Standard Drawing # 2250.010 (which may be found uploaded
in ePlans) to depict the stop infrastructure and dimensions. Please be advised that there is an existing
nearside transit stop #0470 located along South Service Road at Dixie Mall Access. The function of this bus
stop is to be maintained and shall remain in its current location. All appropriate drawings shall be amended
to clearly depict the location of this bus stop/pad and shelter, and a note be added to the plan stating that
the existing bus stop is to remain in its current location. Please reference Standard Drawing # 2250.010
(which may be found uploaded in ePlans) to depict the stop infrastructure and dimensions. Please be advised
that there is an existing nearside transit stop #0428 located along South Service Road and Dixie Mall North
Access. The function of this bus stop is to be maintained and shall remain in its current location. All
appropriate drawings shall be amended to clearly depict the location of this bus stop/pad and shelter, and a
note be added to the plan stating that the existing bus stop is to remain in its current location. Please
reference Standard Drawing # 2250.010 (which may be found uploaded in ePlans) to depict the stop
infrastructure and dimensions.

LEA Response: The proposed development will not impact the existing transit stops located at South Service
Road & Haig Boulevard and at South Service Road & Dixie Mall North Access.

2.3.2 Pedestrian Connections

Convenient and accessible pedestrian linkages are to be provided between the existing sidewalk network and
MiWay services/stops. Pedestrian walkway connections to the existing municipal sidewalk are necessary to
ensure accessibility, reduce walking time and encourage transit use.

LEA Response: The proposed development will provide pedestrian connections to the public sidewalk
network and transit stops.

2.3.3 Existing Miway Service

This site is currently serviced by MiWay Route 5 Dixie on South Service Road.

LEA Response: Noted.

2.4 MINISTRY OF TRANSPORTATION

The following comments about the proposed site plan were provided by MTO staff on February 23, 2023.

1. Subject Site Land, Slate Lands and untitled land are shown in Figure 1.1. Confirm all analysis are comprised
of whole of Dixie Mall area plus Slate Lands for the 5-Condo Buildings, hereby called “Project”.

LEA Response: The traffic analysis includes the entire Dixie Mall lands. The on-site parking survey included
data collected in the entire Dixie Mall parking lot.

2. Section 2. Project build out is 2026, MTO QEW/Dixie IC project completion is 2026. Elaborate reason that
base scenario of 2026 is not presented.
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LEA Response: The TIS resubmission evaluates the operations in the existing (2024) horizon and a 5-year
future (2029) horizon. Therefore, a comparison between the pre-QEW/Dixie reconfiguration scenario and
the future development scenario is provided.

3. Final Preferred Alternative 2031 of MTO QEW/Dixie IC project as taken from the TESR, would be acceptable.

a. Copy/Paste this scenario (tables and traffic movement diagrams).

b. Is there no 2026 scenario in the TESR?

c. Clarify which surrounding developments have been taken into account as existing since the Project
Build Out in 2026?

d. 2031 as base scenario is unusual to accept. Follow MTO’s General Guide Lines to prepare TIS that had
been provided before.

e. What is the difference between the traffic in Final Preferred Alternative 2031 and the traffic in Figure
3-6 Future Background Traffic Volumes?

LEA Response: The TESR is no longer being utilized as a primary source of traffic volume data for this
analysis. The attached TIS Update utilizes traffic data collected in February 2024 during construction to
represent the existing conditions where possible. Otherwise, pre-construction data has been used.

4. It is believed that the TIS be reviewed by the City to ascertain validity of the Trip Attraction/Distribution,
directional split etc. results derived using Traffic Tomorrow Survey (TTS 2019?).

LEA Response: The TIS dated December 2022 was reviewed by City of Mississauga staff and comments were
provided to the applicant in March 2023. Comments regarding the trip distribution and assignment have
been received and responded to accordingly. The attached TIS Update reflects any changes accordingly.

5. Stated ITE LUC 820 and 222. Please provide soft copy of the pages used.

LEA Response: The ITE trip generation data sheets have been provided as Appendix G of the attached TIS
Update. Details of the subject site trip generation are provided in Section 4.2 of the TIS Update. Note that
ITE trip generation data was used to forecast residential trip generation, however retail trip generation is
based on the existing trip generation observed at the site in February 2024.

6. Project Condo Buildings traffic can access QEW/Cawthra Road Interchange. Elaborate as to why no traffic
analysis has been provided at QEW/Cawthra interchange.

LEA Response: City of Mississauga staff did not indicate a need to study the QEW/Cawthra Road interchange
through the Terms of Reference correspondence for the study. Please refer to Appendix A of the attached
TIS Update for this correspondence.

Based on the analysis included in the TIS Update, fewer than 10 vehicles per hour are expected to be
generated by the site and routed towards this interchange. Therefore, it is not expected that site traffic will
have an impact on this interchange.

7. Analysis regarding Lakeview Village is not clear. What is its status and when its traffic included in the respect
scenario?
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a. What are the other developments whose traffic comes in to play and in what year?

LEA Response: Lakeview Village has been included as a background development in the future background
analysis provided in the attached TIS Update. Site-generated traffic volumes from Lakeview Village were
extracted from the Traffic Considerations Report prepared in June 2020 by TMIG and applied to the analysis.
However, it was also noted that an MZO was approved for the site which allows for 16,000 units on the site,
so the residential trip generation was prorated to appropriately consider the background impact of this
masterplan development. While the Lakeview Village masterplan development is expected to be built out by
2031, it was included in the 2029 horizon to be conservative.

A second background development, at 1583 Cormach Crescent, just east of the subject site, was also added
to the 2029 background traffic.

8. Table 4.3: Subject Site Vehicle Trip Generation. Vehicle Trips are calculated by ITE LUC then Vehicle Trips are
reduced significantly by 62% using TTS. It is not understandable/acceptable.

LEA Response: This has been corrected in the attached TIS Update. Please refer to Section 4.2 of the TIS
Update for trip generation calculations.

9. Presentation of Appendix E is not clear. Clarify 5-years analysis and 10-years analysis of the traffic at the
North and South Ramp Terminals.

a. Tables 6.6 and 6.7 about capacity statement at ramp terminals would only be looked at once the Trip
Reduction at item 8 above is accepted.

b. Clearly state queue lengths and their effects at all ramp terminals.

LEA Response: The attached TIS Update includes a single future horizon (2029), five years after existing
conditions. The intersection capacity analysis results at both ramp terminals are included in Section 5.5 of
the TIS Update. Queue lengths have also been added to the body of the report as requested.

10. In conclusions as mentioned, elaborate on Single Occupant Vehicles (SOV) regarding traffic at the ramp
terminals.

LEA Response: Discussion has been added to the attached TIS Update regarding impacts of traffic at the
QEW ramps.

11. TIS is to be revised.

LEA Response: Please refer to the attached TIS Update prepared by LEA Consulting.
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This letter has summarized the comments received from review agencies regarding the December 2022
Transportation Impact Study prepared by LEA Consulting, and the corresponding responses. A full TIS
Update is attached to provide additional details and clarification about the current proposal.

Please do not hesitate to contact the undersigned should you have any additional questions or concerns at
ZGeorgis@lea.ca.

Yours truly,

LEA CONSULTING LTD.

Kenneth Chan, P.Eng, PTOE, PMP Zara Georgis, M.Eng., P.Eng.
Senior Vice President Project Manager
Transportation Engineering and Planning Transportation Engineering and Planning

Encl: Attachment 1: Transportation Impact Study Update – Proposed Residential Development, Dixie
Outlet Mall, City of Mississauga

:du
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Executive Summary
LEA Consulting Ltd. (LEA) prepared a Transportation Impact Study (TIS) in December 2022 in support of
the Official Plan Amendment and Zoning By-law Amendment application for the proposed Phase 1
development of Dixie Outlet Mall, located at 1250 South Service Road in the City of Mississauga. This TIS
Update has been prepared to address comments received from City of Mississauga, Region of Peel, and
MTO staff on the December 2022 TIS.

Proposed Development

This TIS assesses Phase 1 of development on the site, which includes a proposal for three new high-rise
residential buildings with four towers in total on the west side of the site and partial demolition of the
existing mall. Phase 1 will introduce 997 residential units and will result in a reduction of 15,881m2 of
retail gross floor area (GFA), resulting in a remaining retail area of 53,929m2 on the site.

Transportation Network

The local transportation network is undergoing significant changes as the Dixie Road/Queen Elizabeth
Parkway (QEW) interchange, immediately adjacent to the site, is being reconfigured to improve traffic
flow. Improvements to the public transit network, regional train service, cycling facilities and pedestrian
connections are also planned for the area.

Study Horizon & Analysis Methodology

The study considers an existing horizon based on traffic data collected in February 2024, and a future
horizon of 2029 (5-years after existing conditions). Intersection capacity analysis has been completed
using Synchro 12 software, following the Mississauga Transportation Impact Study Guidelines (December
2022) and the Peel Region Traffic Impact Study Guidelines.

Traffic Impact

Although approximately 1,000 residential units are proposed to be added to the site, approximately 23%
of the existing mall floor area will be removed. This will result in a trip generation reduction during some
time periods. The development is anticipated to generate 205 net trips during the AM peak hour (55
inbound and 150 outbound), -2 net trips during the PM peak hour (+14 inbound and -16 outbound) and -
198 net trips during the Saturday peak hour (-102 inbound and -96 outbound).

As a whole, the Dixie Outlet Mall site is anticipated to generate 394 trips during the AM peak hour (181
inbound and 213 outbound), 833 trips during the PM peak hour (403 inbound and 430 outbound) and
1,457 trips during the Saturday peak hour (769 inbound and 688 outbound) after the development of
Phase 1.

Optimized signal timing plan have been recommended for the following intersections:

Ʒ Dixie Road & Sherway Drive;

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

Ʒ Dixie Road & Rometown Drive/South Service Road;

Ʒ Lakeshore Road East & Haig Boulevard;

Ʒ Dixie Road & Lakeshore Road East; and

Ʒ Haig Boulevard & South Service Road.
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The intersection capacity analysis resulted in the identification of several critical movements which will
arise due to background developments and background growth. Critical movements have been identified
at the following intersections due to background conditions:

Ʒ Dixie Road & North Service Road / QEW Westbound Off-Ramp (PM and Saturday peak
hours);

Ʒ Haig Boulevard & South Service Road (AM and PM peak hours);

Ʒ Lakeshore Road East & Haig Boulevard (AM, PM and Saturday peak hours); and

Ʒ Lakeshore Road East & Dixie Road (AM, PM and Saturday peak hours).

It was also found that the intersection of Dixie Road & Rometown Drive / South Service Road is expected
operate with a V/C ratio of 0.94 in the AM peak hour of future total conditions, which is deemed critical
but not over capacity.

It is recommended that the City monitor these intersections to understand capacity constraints as
background developments and the development of the subject site are built out.

No queueing concerns were identified in the analysis of future total conditions.

Overall, the proposed development is expected to have an acceptable impact on the surrounding
transportation network.

Parking Review & Transportation Demand Management Strategy

In addition to traffic network analysis, the parking provisions have been reviewed for the application, and
a TDM Plan has been developed.

The development proposes to provide 0.85 residential parking spaces per unit and 0.15 visitor parking
spaces per unit for an overall rate of 1.0 space per unit proposed, which does not meet the requirements
for Parking Precinct 4 as set out by the City of Mississauga Zoning By-law 0225-2007.

The retail parking supply will be 4.05 spaces per 100m2 GFA, which meets by-law requirements based on
reductions permitted due to MTO expropriation.

To support the proposed parking supply, a retail parking demand survey was conducted on the site, which
found a peak parking demand of 3.67 spaces per 100m2 GFA, and residential parking demand surveys
were conducted at proxy sites in Parking Precinct 4, which found a peak parking demand of 1.05 spaces
per unit. It should be noted that five out of six residential sites surveyed exhibited a peak parking demand
of 0.87 spaces per unit or lower. Therefore, the proposed parking supply for residents, visitors and retail
guests is anticipated to be sufficient for the future demand.

The subject site is expected to see significant improvements to transit service and active transportation
facilities in the near future, encouraging multi-modal travel and supporting a reduced parking supply.

To further support the proposed reduced parking supply on-site, Transportation Demand Management
(TDM) measures are proposed to encourage the use of transit and active transportation. The TDM strategy
for the site will be extensive, with information about the local multi-modal transportation options being
made available to residents and visitors, bicycle repair stations and amenities being provided, and
wayfinding and other pedestrian circulation measures being implemented to improve comfort and safety.
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INTRODUCTION
LEA Consulting Ltd. (LEA) has been retained by SCREO | Dixie Outlet Mall L.P. (“SCREO) to prepare an Updated
Transportation Impact Study (TIS) in support of the Official Plan Amendment and Rezoning applications for
the proposed residential development located at 2150 South Service Road in the City of Mississauga (herein
referred to as the “subject site”). The subject site is currently occupied by Dixie Outlet Mall.

LEA previously prepared a TIS, dated December 2022, for the first submission of the Phase 1 application.
Subsequently, comments were received from the City of Mississauga for Parking (dated February 28, 2023)
and for Traffic (dated March 21, 2023), as well as from the Ontario Ministry of Transportation (dated February
23, 2023) for the proposed development. Our responses to these comments are summarized in the cover
letter attached to this report.

The development proposal for Phase 1 has also been revised, now consisting of 997 residential units and a
future retail gross floor area (GFA) of 53,929 m2. As such, this TIS has been updated from the original report
to accurately reflect the revised site plan and statistics for this current updated submission.

This study has been prepared following a Terms of Reference circulated to City of Mississauga staff in October
2022, as well as a Parking Study Terms of Reference circulated to City staff in October 2023. The Terms of
Reference letters and associated responses from City staff are provided in Appendix A. The City of Mississauga
Transportation Impact Study Guidelines (December 2022) have also been followed during the preparation of
this study.

A Certification Form for this TIS Update is provided in Appendix B.

SITE LOCATION

Dixie Outlet Mall is located at the southwest corner of the interchange of the Queen Elizabeth Way (QEW)
and Dixie Road. The site is currently zoned as General Commercial (C3) under Zoning By-law 0225-2007 and is
designated as a Mixed-Use area as per the City of Mississauga Official Plan (2010). The subject site is also
located within the Lakeview Local Area Plan.

The mall contains a variety of retail stores including a No Frills supermarket, Treasure Hunt liquidation centre,
Fantastic Flea Market and several large clothing stores. The existing retail GFA is 69,810 m2. The mall can be
accessed via two driveways on Dixie Road and three driveways on South Service Road.

SCREO owns the western portion of the Dixie Outlet Mall lands, which include a majority of the mall and
surface parking lot. The Phase 1 development (i.e the subject site) will take place on the westernmost portion
of the SCREO lands. The total SCREO-owned lands and the subject site lands specifically are shown in Figure
1-1.
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Figure 1-1: Subject Site Location

Source: Google Earth Aerial Imagery (2020)

DEVELOPMENT PROPOSAL
Phase 1 of the proposed development will introduce three (3) residential blocks (4 towers with 8 to 19 stories)
and a community park, which will be built on the west side of the existing Dixie Mall surface parking lot. The
residential tenure is not confirmed at this time. The development will include the demolition of the
westernmost part of the mall. The Phase 1 lands are proposed to be rezoned to Residential Apartment and
Open Space zoning.

An internal road network will be developed for the proposed development, including a new public road
connecting to Haig Boulevard at a full-moves unsignalized intersection. The residential buildings will share an
underground parking garage, which will be accessible via Blocks 2 and 3, with driveways on the internal private
road network. A functional design review of the site accesses, internal road network, and parking and loading
facilities is provided in Appendix K.

The statistical breakdown of the development is outlined in Table 1-1.
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Table 1-1: Site Statistics
Land Use Existing Site Proposed Development Difference

Residential 0 units
Block 1 (8-storey) 159 units

997 units + 997 unitsBlock 2 (18-storey) 338 units
Block 3 (15- & 18-storey) 500 units

Retail 69,810 m2 53,929 m2 - 15,881 m2

An underground parking garage connecting the three residential blocks will contain 848 residential parking
spaces and 161 visitor parking spaces. In addition, 50 short-term bicycle parking spaces and 598 long-term
bicycle parking spaces will be provided on the site. One loading space will be provided in each residential block
for garbage collection and moving.

A key plan for the SCREO-owned lands within the Dixie Outlet Mall site is illustrated in Figure 1-2. A detailed
ground floor plan for the proposed development area is shown in Figure 1-3.

Figure 1-2: Dixie Outlet Mall Key Plan

Source: Giannone Petricone Associates Inc. Architects (March 126, 2024)
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Figure 1-3: Proposed Site Plan (Phase 1)

Source: Giannone Petricone Associates Inc. Architects (March 26, 2024)

STUDY METHODOLOGY

The report will assess the existing (2024), future (2029) background and future (2029) total traffic conditions
for the AM, PM and Saturday peak hours to assess the impact of the proposed development on the study area
transportation network. The report will also include a detailed review and justification for the proposed
parking supply and will identify a proposed Transportation Demand Management (TDM) Plan for the subject
development.

BACKGROUND STUDIES

1.4.1 Interchange Reconfiguration: QEW & Dixie Road

An Environmental Assessment Study (EA Study) has recently been completed by the Ontario Ministry of
Transportation (MTO) for improvements to the Queen Elizabeth Way (QEW) between Cawthra Road and
Evans Avenue, including the Dixie Road interchange adjacent to the subject site. The study area of the MTO
undertaking (herein referred to as the “QEW Improvements”) and the subject site are shown in Figure 1-4.
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Figure 1-4: 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 overpass 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;

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.

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. The two key reference documents 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
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The TESR has mainly been used for background information purposes, whereas the EA Traffic Report has been
used to fill gaps in traffic data. Relevant excerpts from the EA Traffic Report are provided in Appendix C.

Within the subject site study area, the main road network changes will be realized through 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 1-5, and in more detail in Appendix C.

Figure 1-5: 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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The MTO undertaking in the study area is expected to be completed in 2026, and thus many of the proposed
road network changes are well under construction at the time of this TIS submission. As such, the existing
conditions analysis will be completed based on the road network prior to construction, as detailed in Section
2.1, and the future background and future total analyses will be completed based on the EA Study Final
Preferred Alternative.

1.4.2 Lakeshore Connecting Communities Study

The City of Mississauga has developed a Transportation Master Plan called Lakeshore Connecting
Communities, which overlaps with the southern portion of the study area. One of the major objectives defined
by the TMP is to implement a transit priority corridor on Lakeshore Road. Following this recommendation, the
City completed a Transit Project Assessment Process (TPAP) for the Lakeshore Bus Rapid Transit Project, which
will provide a Bus Rapid Transit corridor on Lakeshore Road between East Avenue and Etobicoke Creek. The
proposed road design has been utilized in the development of the future road network model used for the
traffic analysis included in this TIS Update.
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EXISTING TRANSPORTATION CONTEXT
This section describes the existing transportation network in the study area, including the road, transit, cycling
and pedestrian networks.

ROAD NETWORK

The study will analyze the following existing intersections during the weekday AM, PM, and Saturday peak
periods:

Ʒ Dixie Road & Sherway Drive (signalized);

Ʒ Dixie Road & QEW Ramp / North Service Road (unsignalized);

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

Ʒ Dixie Road & North Mall Entrance / Rometown Drive (signalized);

Ʒ Dixie Road & South Mall Entrance (signalized);

Ʒ South Service Road & East Mall Entrance (unsignalized);

Ʒ South Service Road & Mid Mall Entrance (signalized);

Ʒ South Service Road & West Mall Entrance / Haig Boulevard (signalized);

Ʒ South Service Road & Ogden Avenue (signalized);

Ʒ Lakeshore Road East & Haig Boulevard (signalized);

Ʒ Lakeshore Road East & Dixie Road (signalized); and

Ʒ Atwater Avenue & Haig Boulevard (unsignalized).

The study area is under construction for the reconfiguration of the Dixie Road & QEW interchange. As
requested by City staff, the existing conditions analysis is based upon the pre-construction road network. The
road network and lane configurations of study area intersections prior to the construction of QEW
improvements are shown in Figure 2-1.



Page |  9C 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

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  U p d a t e
P r o p o s e d  R e s i d e n t i a l  D e v e l o p m e n t

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

Figure 2-1: Road Network and Lane Configuration – Pre-Construction

It should be noted that traffic data for the existing conditions scenarios was collected in February 2024, when
the study area was undergoing construction for the QEW Improvements. As of February 2024, significant road
network restrictions included the temporary closure of Haig Boulevard at South Service Road due to sanitary
sewer replacement and the restriction of all inbound traffic to Dixie Mall at the intersection of Dixie Road and
the North Mall Entrance. A site visit was conducted in February 2024 to confirm the lane configurations and
turning restrictions during construction, which are illustrated in Figure 2-2.
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Figure 2-2: Existing Road Network and Lane Configuration – As of February 2024

The existing road network in the study area is described in detail below.

Queen Elizabeth Way (QEW) is classified as an east-west 400-series highway, under the jurisdiction of the
MTO. The route extends between the Peace Bridge in the west and ends at Highway 427 in the east. It
operates with a six-lane cross section (i.e three lanes per direction) and a posted speed limit of 100 km/hr.

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. Dixie Road operates with a posted speed of 60 km/h, but is currently under
construction with an advisory posted speed limit of 50 km/h. Within the vicinity of the subject site, Dixie Road
operates with a four-lane cross-section (i.e. two lanes per direction), with a multi-use trail on the west side of
the road and a sidewalk on the east side. South of Dixie Outlet Mall, Dixie Road reduces to one-lane per
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direction with on-street bike lanes and sidewalks on both sides. Dixie Road is in the process of being re-aligned,
with a new bridge over the QEW. Vehicle traffic continues to use the old alignment of Dixie Road at this time.

Lakeshore Road East is an east-west arterial road under the jurisdiction of the City of Mississauga that extends
through the entire City, continuing west into Oakville and east into Toronto. Lakeshore Road East has a four-
lane cross-section (i.e. two lanes per direction) and a posted speed limit of 60 km/h. Sidewalks are present on
the north side of the street, while a multi-use trail is present on the south side.

North Service Road is an east-west major collector road under the jurisdiction of the City of Mississauga that
extends from Hurontario Street to Brentano Boulevard. The roadway operates with a three-lane cross-section
(i.e. two lanes westbound, one lane eastbound) and a posted speed limit of 50 km/h. A sidewalk is present on
the north side of the street. Heavy vehicles are not permitted on North Service Road within the vicinity of the
subject site. North Service Road is currently under construction as part of the QEW improvements project.
North Service Road will terminate at Dixie Road and the segment between Dixie Road and Brentano Boulevard
will be decommissioned.

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 two-lane cross-section
(i.e. one lane per direction) and a posted speed limit of 60 km/h. A sidewalk is present on the south side of
the street. South Service Road is currently under construction as part of the QEW improvements project,
where it is being shifted south to make room for a new off-ramp from the QEW just north of Dixie Outlet Mall.

Ogden Avenue is a north-south major collector road under the jurisdiction of the City of Mississauga that runs
between South Service Road in the north and Lakeshore Road East in the south. It operates with a two-lane
cross-section (i.e. one lane per direction) and a posted speed limit of 40 km/h. Sidewalks are provided on both
sides of the street between South Service Road and Delco Avenue, but only on the west side of the street
between Delco Avenue and Lakeshore Road East. At the northern end of Ogden Avenue, a pedestrian bridge
provides a connection across the QEW for pedestrians and cyclists. Heavy vehicles are not permitted on Ogden
Avenue. There is an at-grade crossing of the Lakeshore West rail corridor on Ogden Avenue.

Haig Boulevard is a north-south minor collector road with a two-lane cross section (i.e. one lane per direction)
under the jurisdiction of the City of Mississauga that runs between South Service Road in the north and
Lakeshore Road East in the south. Haig Boulevard operates with a posted speed limit of 50 km/h. In the area
of the subject site, a sidewalk is provided on the west side of the street only. South of Atwater Avenue,
sidewalks are provided on both sides. Heavy vehicles are not permitted on Haig Boulevard. There is an at-
grade crossing of the Lakeshore West rail corridor on Haig Boulevard.

Atwater Avenue is an east-west local road under the jurisdiction of the City of Mississauga that runs between
Mineola Gardens in the west and Haig Boulevard in the east. It operates with a two-lane cross-section (i.e.
one lane per direction) and a posted speed limit of 40 km/h. Sidewalks are present on both sides of the street.
Heavy vehicles are not permitted on Atwater Avenue in the study area.

Rometown Drive is an east-west local road with a two-lane cross section (i.e. one lane per direction) under
the jurisdiction of the City of Mississauga that extends from Dixie Road to Winterhaven Road. Rometown Drive
operates with a posted speed limit of 40 km/h and there are no sidewalks provided on either side of the road.
Heavy vehicles are not permitted on Rometown Drive.
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Sherway Drive is an east-west local road with a two-lane cross section (i.e. one lane per direction) under the
jurisdiction of the City of Mississauga that extends from Dixie Road and ends at Etobicoke Creek. Sherway
Drive operates with a posted speed limit of 40 km/h with sidewalks provided on both sides of the road. Heavy
vehicles are not permitted on Sherway Drive east of Dixie Road.

West Mall Access is the westernmost driveway for Dixie Outlet Mall along South Service Road.

Mid Mall Access is a driveway for Dixie Outlet Mall along South Service Road that lies between the West Mall
Access and East Mall Access

East Mall Access is the easternmost driveway for Dixie Outlet Mall along South Service Road.

TRANSIT NETWORK
This section will describe the current transit services near the subject. The subject site address has a Transit
Score of 37/100 as per the WalkScore application. Local bus services operated by MiWay provide connections
throughout the City as well as to the GO regional transit system and Toronto Transit Commission (TTC) system.

Key connections include Long Branch GO Station, Dixie GO Station, and the Sherway Gardens Shopping Centre.
Currently, MiWay bus stops are present at the intersection of South Service Road and Haig Boulevard, and at
the Dixie Mall Bus Terminal (near Dixie Road & North Mall Entrance), providing excellent accessibility to the
local transit network. The existing transit network is shown in Figure 2-3 and described below.

Figure 2-3: Current MiWay Service Map

Source: MiWay Transit – January 2024
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4 Sherway Gardens – operates generally in an east-west direction between Cooksville GO and Sherway
Gardens Bus Terminal. This route operates daily with approximately 45-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 and the
area of Lorimar Drive and Cardiff Boulevard. This route operates Monday-Sunday with approximately 15-
minute headways during weekday peak periods and 30-minute headways off-peak and during weekends.
Route 5 provides connections to GO regional transit services via Long Branch GO, and also connects to the
Mississauga Transitway at Dixie Station. 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.

There are two GO Train stations located near the subject site: Long Branch GO (Lakeshore West Line)
approximately 2 km to the east and Dixie GO (Milton Line) approximately 2 km to the north. Long Branch GO
provides connections to the TTC streetcar and bus routes, whereas Dixie GO provides connections to GO
Transit regional bus service that provides additional connections to several hubs throughout the GTA. The GO
Transit network is illustrated in Figure 2-4.

Figure 2-4: Current GO Transit Service Map

Source: GO Transit – September 2023
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CYCLING NETWORK
The subject site has a Bike Score of 57/100 based on the WalkScore application. This score indicates the
availability of some cycling infrastructure in the area. As shown in Figure 2-5, bike lanes are present on Dixie
Road south of the site and there is a multi-use trail on Dixie Road north of Sherway Drive. In addition, there is
an existing shared route along Ogden Avenue from South Service Road to Lakeshore Road East which includes
a pedestrian/cyclist bridge of the QEW.

Figure 2-5: Existing Cycling Network

Source: City of Mississauga – September 2023

It is noted that the QEW Improvements project will improve the cycling network in the study area significantly.
Multi-use trails are proposed along Dixie Road and North Service Road to connect the existing infrastructure.

There is currently a limited supply of bicycle parking at the Dixie Mall entrances.
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PEDESTRIAN NETWORK
The subject site has a WalkScore of 80/100 or “Very Walkable” due to the availability and variety of nearby
amenities, in particular the existing mall. Future residents of the development will be able to accomplish most
errands on foot.

In the study area, most roads have sidewalks on at least one side, and pedestrian crossings are provided at
most intersections. The existing pedestrian network facilitates pedestrian connections to and from the nearby
MiWay transit stops.

It is noted that the QEW Improvements project will improve the pedestrian network in the study area
significantly. In addition, as the subject site develops, the public realm will be positively transformed with
pedestrian-scale blocks and upgraded facilities, such as the proposed community park and urban mews.

TRAFFIC DATA COLLECTION

Turning movement counts (TMCs) were used as the source of traffic data in the intersection capacity analysis.
Counts were conducted by LEA for all study area intersections in February 2024 during the reconstruction of
Dixie Road and South Service Road. A summary of the TMC data collected is outlined in Table 2-1. Detailed
TMC data collected, as well as signal timing plans provided by the Region of Peel can be found in Appendix D.

Table 2-1: Data Collection Summary
Intersection TMC Date (Weekday) TMC Date (Weekend) Source

Dixie Rd & Sherway Drive

Tuesday, February
6th, 2024

Saturday, February
3rd, 2024

LEA
Consulting

Ltd.

Dixie Rd & QEW WB Off-Ramp/N Service Rd
Dixie Rd & South Service Rd
Dixie Rd & Rometown Drive

Dixie Rd and South Mall Entrance/Church Driveway
South Service Rd & East Mall Entrance
South Service Rd & Mid Mall Entrance

South Service Rd & West Mall Entrance/Haig Blvd
South Service Rd & Ogden Ave

Lakeshore Rd E & Haig Blvd
Lakeshore Rd E & Dixie Rd
Atwater Ave & Haig Blvd

It should be noted that the intersection of Haig Boulevard and South Service Road was closed to northbound
traffic due to sanitary sewer construction at the time of the data collection. As such, traffic data for this
intersection is based on existing traffic volumes from the EA Traffic Report, provided in Appendix C.

EXISTING TRAFFIC VOLUMES

The existing traffic volumes in the study area during the weekday AM, weekday PM and Saturday peak hours
are illustrated in Figure 2-6. It should be noted that northbound traffic volumes shown at the intersection of
South Service Road and Haig Boulevard / West Mall Entrance in the figures represent the vehicle volumes
coming from both south legs of the intersection.
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Figure 2-6: Existing Peak Hour Traffic Volumes
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FUTURE BACKGROUND TRANSPORTATION CONTEXT
This section will identify and detail the future transportation network with regards to the road, transit, cycling
and pedestrian networks. The future traffic conditions have been determined based on a five-year horizon to
the year 2029. No further horizons are being assessed as future development phases and an ultimate
condition are not yet determined.

FUTURE BACKGROUND ROAD NETWORK

As previously mentioned, construction of the planned QEW Improvements is underway and is expected to be
complete by 2026, and thus will be fully in place when the proposed development is built out. The future
condition of the study area road network is described below, based on the planned QEW interchange
reconfiguration and the Lakeshore Road Transportation Study.

Queen Elizabeth Way (QEW): 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.

Dixie Road: The future Dixie Road alignment will match the 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: 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: 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 3-4m multi-use trail on the north
side of the service road to accommodate pedestrians and public transportation services and a 1.8-2m sidewalk
on the south side.

South Service Road: As a result of the proposed Dixie Road interchange reconfiguration, South Service Road
is being 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. East of Dixie Road, the South Service
Road connection will be realigned to connect to Boxwood Way at Park Royale Boulevard.

Lakeshore Road East: As part of the proposed Lakeshore Bus Rapid Transit Project, some minor lane
configuration changes are proposed. In the analysis, it is assumed that all left turns will have protected signal
phases.

The road network assumed for the future background analysis is illustrated in Figure 3-1.
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Figure 3-1: Future Background Road Network and Lane Configuration

FUTURE TRANSIT FACILITIES

The study area will see the realization of several local and regional transit improvements in the future.
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3.2.1 MiWay Transit

In terms of local transit, the 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 New Route 14 operating on South Service Road in place of Route 5 Dixie which will be rerouted;

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

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

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

These improvements are shown in Figure 3-2.

Figure 3-2: MiWay Proposed Route Network

Source: MiWay Transit – Accessed June 2021

The City of Mississauga has also committed to providing enhanced bus shelters and transit amenities at Dixie
Outlet Mall and along Dixie Road.
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In addition, the City completed a Transit Project Assessment Process (TPAP) for the Lakeshore Bus Rapid
Transit Project, which will provide a Bus Rapid Transit corridor on Lakeshore Road between East Avenue and
Etobicoke Creek. This project will enhance transit service to Long Branch GO Station.

3.2.2 GO Transit

As for regional transit, Metrolinx has identified Dixie Road as a future Priority Bus Corridor, as per the 2041
Regional Transportation Plan. The priority corridor would run between Lakeshore Road and Bovaird Drive.
There is potential to connect Bramalea Go, Dixie GO, and Long Branch GO with future priority service along
this corridor.

In addition, 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 accessibility and comfort for
travelers utilizing the station. Construction is currently underway and is scheduled to be complete by 2027.

FUTURE ACTIVE TRANSPORTATION NETWORK

3.3.1 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.

3.3.2 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 the site to the existing network, providing a consistent connection to future
dedicated 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 the viability of cycling for transportation to and from the
site. The Cycling Master Plan also proposes a multi-use trail along the QEW between Dixie Road and Ogden
Avenue. The proposed cycling network is shown in Figure 3-3.
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Figure 3-3: Existing and Proposed Cycling Network

Source: City of Mississauga Cycling Master Plan, 2018

FUTURE BACKGROUND TRAFFIC VOLUMES

The future background conditions were determined by incorporating background development traffic,
corridor growth, and road network changes into the existing traffic conditions.

3.4.1 Background Developments

Two background developments located within the proximity of the subject site were considered under future
background conditions. Table 3-1 lists the development statistics of the background developments. The
background development site traffic volumes were extracted from the Lakeview Village Traffic Consideration
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Report and the 1583 Cormack Crescent TIS, and subsequently assigned to the road network within the study
area, as shown in Figure 3-4 and Figure 3-5. Excerpts from these traffic reports are provided in Appendix E.

Table 3-1: Background Development Site Statistics
Development Site Statistics Source (Date)

Lakeview Village
(Master Plan

Development)

Residential 16,000 units* Traffic Considerations Report,
TMIG

(June 2020)

*Updated unit count provided by
City as of 2024

Retail 147,078 ft2

General Office 876,817 ft2

Research and Development 867,807 ft2

Recreational Community Center 194,278 ft2

Hotel 191 rooms

1583 Cormach Crescent 22 single detached residential units TIS (Figure 7), Tatham Engineering
(May 2019)

It is noted that the Lakeview Village Master Plan is proposed to be built out by 2031, however was fully
included in the 2029 horizon for a conservative estimate of the future road network capacity.

3.4.2 Corridor Growth

Corridor growth rates obtained from City of Mississauga staff were applied to the existing traffic volumes to
determine the background growth. These rates are summarized in Table 3-2.Growth rates for the QEW off-
ramps were extracted from the EA Traffic Study, as shown in Figure 3-6. Excerpts from the EA Traffic Study
are provided in Appendix C for reference.

Table 3-2: Corridor Growth Rates

Corridor Direction
Annual Growth Rate

AM PM

Dixie Road
Northbound 2% 1%
Southbound 2% 1%

Lakeshore Road East
Eastbound 0.5% 1%
Westbound 0.5% 1%

South Service Road Eastbound/Westbound 0% 0%

3.4.3 Future Background Traffic Volumes

The future background conditions were determined by incorporating background development traffic,
corridor growth, and road network changes into the existing traffic conditions. The future background traffic
volumes are illustrated in Figure 3-7.
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Figure 3-4: 1583 Cormach Crescent Background Traffic Volumes
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Figure 3-5: Lakeview Development Background Traffic Volumes
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Figure 3-6: Future QEW Ramp Volumes (Source: EA Traffic Report)
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Figure 3-7: Future Background Traffic Volumes
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FUTURE TOTAL TRANSPORTATION CONTEXT
The proposed redevelopment includes the build-out of three residential blocks with a total of 997 units in the
northwest section of the existing Dixie Mall area. The development will reduce the existing retail GFA by
15,881 m2 to 53,929 m2.

The following section discusses the proposed road network changes, the trip generation calculation based on
the retail GFA reduction and proposed residential development, and the distribution and assignment of site-
generated vehicle trips to be generated by the proposed development.

The future total scenario will be compared to the future background scenario through intersection capacity
analysis to understand the impact of the proposed development’s scale and density.

FUTURE TOTAL ROAD NETWORK

The proposed development will include some road network modifications regarding the site accesses. The
proposed changes are described below. The network assumed for the future total analysis is illustrated in
Figure 4-1.

Firstly, the existing North Mall Access is being removed as part of the QEW Improvements project, as the west
leg of the intersection will eventually connect directly to South Service Road instead of the Dixie Mall parking
lot. Reassignment of existing vehicle traffic due to this change is shown in Figure 4-2.

A new site access is proposed along Haig Boulevard (“Site Access 1”). This access will be a new public street
that will eventually extend to the east to create a fine-grid road network through the subject site in later
stages of development.

The Haig Boulevard & West Mall Entrance intersection along South Service Road will be modified during the
redevelopment. The connection to the West Mall Entrance will be removed, and instead a new access (“Site
Access 2”) will be created 80m to the east, providing access to the proposed residential development and the
mall. The Mid Mall Entrance will also be removed. Reassignment of traffic volumes due to the removal of the
Mid Mall Access and the West Mall Access are shown in Figure 4-4 and Figure 4-5, respectively.
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Figure 4-1: Future Total - Road Network and Lane Configuration

SITE GENERATED TRAFFIC

The existing and proposed site statistics are detailed in Table 4-1.

Table 4-1: Proposed Site Statistics
Land Use Existing Site Proposed Addition (+) / Demolition (-) Future Development
Residential 0 units + 997 units 997 units
Retail 69,810 m2 - 15,881 m2 53,929 m2
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4.2.1 Modal Split

Local modal split percentages were obtained from the Transportation Tomorrow Survey (TTS) for Traffic Zone
(TZ) 3649 which contains the subject site and nearby TZs 3648, 3653 and 3654. Table 4-2 shows the existing
modal split for the subject site, which was applied to the future analysis. TTS data is provided in Appendix F.

Table 4-2: Local Modal Split
Mode AM Peak PM Peak Saturday

Auto Driver + Passenger 74% 74% 74%
Transit 17% 18% 18%
Walk 7% 7% 7%

Bicycle 2% 1% 1%

4.2.2 Trip Generation

The Institute of Transportation Engineers Trip Generation Handbook, 11th Edition (ITE Manual), was utilized to
forecast the residential site trips for the development. Trip generation rates for ITE LUC 222, filtered for ‘Not
Close to Rail Transit’ and ‘General Urban/Suburban’ were utilized. Person trip rates were extracted for the AM
and PM peak hours, whereas vehicle trip rates were extracted for the Saturday peak hour and then converted
into person trips by utilizing the methodology described in Appendix B of the ITE Trip Generation Handbook
3rd Edition (ITE Handbook). Trip generation data sheets are provided in Appendix G for reference.

Since the retail trip generation for the existing mall has been captured within the existing conditions scenario,
a reduction was applied to in and out volumes at site accesses based on the retail GFA to be removed. Internal
trips capture was also calculated based on the methodology described in the ITE Handbook. The internal trips
were then subtracted from the auto trips to determine the net amount of trips generated. Finally, the local
modal split was applied to determine the final number of vehicle trips generated by the site. The trip
generation calculations are shown in Table 4-3.

Table 4-3: Subject Site Peak Hour Vehicle Trip Generation

Land Use Description
Weekday AM Weekday PM Saturday

In Out Total In Out Total In Out Total

Residential
(LUC 222 – High-Rise

Residential
997 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 - - - - - - 205 154 359
ITE Vehicle Share - - - - - - 96.3% 94.7% -

Vehicle Occupancy - - - - - - 1.15 1.21 -
Person Trips 115 224 339 257 202 459 245 197 442

Internal Reduction -2 -2 -118 -85 -113 -83
Net Person Trips 113 222 335 139 117 256 132 114 246
TTS Vehicle Share 74% 74% 74% 74% 74% 74%

Total New Vehicle Trips 84 164 248 103 87 190 98 84 182
69,810 m2

Existing Retail
Total Existing Vehicle

Trips 126 63 189 389 446 835 871 784 1655

15,881 m2 of Existing
Retail Removed (~23%)

Trips Removed (23% of
existing surveyed trips) -29 -14 -43 -89 -103 -192 -200 -180 -380

Net New Site Trips 55 150 205 14 -16 -2 -102 -96 -198
Total Trips 181 213 394 403 430 833 769 688 1457

The development is anticipated to generate 205 net trips during the AM peak hour (55 inbound and 150
outbound), -2 net trips during the PM peak hour (+14 inbound and -16 outbound) and -198 net trips during
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the Saturday peak hour (-102 inbound and -96 outbound). The reduction in vehicle trips generated by the site
is driven by the demolition of approximately 23% of retail space on the western portion of the mall, which
particularly affects evening and weekend trips. Removal of these trips from the surrounding road network is
illustrated in Figure 4-3. Residential site generated trip assignment is shown in Figure 4-7.

Considering the net impact of the proposed development, the Dixie Outlet Mall site is anticipated to generate
394 trips during the AM peak hour (181 inbound and 213 outbound), 833 trips during the PM peak hour (403
inbound and 430 outbound) and 1,457 trips during the Saturday peak hour (769 inbound and 688 outbound).

The trip generation for the net new trips by mode is shown in Table 4-4.

Table 4-4: Subject Site Multi-Modal 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

All

Net Person Trips 113 222 335 139 117 256 132 114 246
Auto Driver Trips 84 164 248 103 87 190 98 84 182

Transit Trips 19 38 57 25 21 46 24 21 45
Pedestrian trips 8 16 24 10 8 18 9 8 17

Cycling Trips 2 4 6 1 1 2 1 1 2

4.2.3 Trip Distribution and Assignment

The trip distribution of residential site traffic for each of the peak periods was estimated using Transportation
Tomorrow Survey (TTS) 2016 data for TZs 3648, 3649, 3653 and 3654. The data was filtered for home-based
trips and time of day.

Table 4-5 summarizes the assumed trip distribution percentages for residential site traffic based on the TTS
data. A summary of the full TTS dataset used is presented in Appendix F.

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%

Retail trip distribution was forecasted based on the observed traffic patterns of existing site traffic.

Trip assignment to the study area gateways was subsequently determined based on the trip origin and
destination, site accesses, and the most logical routing. The site-generated trips applied to the road network,
are shown in the following section.

FUTURE TOTAL TRAFFIC CONDITIONS

The future total traffic analysis will assess the traffic impact of the development in the 2029 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 2029 future background traffic volumes with the site generated traffic
added. These volumes are depicted in Figure 4-9.
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Figure 4-2: Removal of Existing Site-Generated Traffic at Dixie Rd & Rometown Drive
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Figure 4-3: Removal of Existing Site-Generated Traffic at Other Mall Entrances (West, Mid, East, South)
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Figure 4-4: Reassignment of Existing Site-Generated Traffic at Mid Mall Entrance
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Figure 4-5: Reassignment of Existing Site-Generated Traffic at West Mall Entrance
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Figure 4-6: Total Removed and Reassigned Retail Trips
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Figure 4-7: Residential Site Generated Traffic
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Figure 4-8: Net Site Generated Trips
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Figure 4-9: Future Total Traffic Volumes
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INTERSECTION CAPACITY ANALYSIS
The intersection capacity analysis was undertaken using Synchro version 12, which is based on the Highway
Capacity Manual (2000) methodology for signalized intersections and the Highway Capacity Manual (6th

Edition) for unsignalized intersections. The study was also prepared in adherance to 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 summarized in Sections 5.3 and 5.4, with full reports in Appendix H.

MISSISSAUGA AND PEEL TIS GUIDELINES

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

Ʒ V/C ratios for overall intersections operations that are equal to 0.85 or above;

Ʒ V/C ratios for individual through or turning movements that are equal to 1.0 or above; or

Ʒ 95th percentile queues for an individual movement that are projected to exceed available
turning lane storage or that are projected to block vehicles from entering turning lanes.

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

Ʒ Level of service, based on average delay per vehicle, on individual movements is LOS F; 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 turning 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 Peak hour factors (PHF) for all movements have been calculated based on surveyed traffic
data, and applied within the analysis.

Ʒ Heavy vehicle percentages (HV%) for all movements have been calculated based on
surveyed traffic data, and applied within the analysis.

Ʒ The Lane Utilization Factor was adjusted to 1.00 to reflect the congested conditions created
by the Lakeview Village development in the future horizons for the following movements:

o Dixie Rd & Lakeshore Rd E: EBTR and WBT for AM, PM and SAT periods;

o Haig Blvd & Lakeshore Rd E: EBTR and WBTR for AM and PM periods.
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SIGNALIZED INTERSECTION CAPACITY ANALYSIS

The following sections detail the results of the peak hour intersection capacity analysis at the signalized
intersections in the study area. Critical movements are bolded.

Signal timing plans have been obtained from the City and Region for all study area signalized intersections to
be used in the existing conditions analysis. For the analysis of future conditions, signal timing plans have been
optimized to accommodate changing traffic patterns. In general, the corridor cycle lengths have been
maintained for the peak hour periods but the splits within the signal timing plans have been optimized for
future conditions. The proposed signal timing adjustments for each intersection are also discussed in the
following sections.

5.3.1 Dixie Road & Sherway Drive

The signal timing plans at the intersection of Dixie Road and Sherway Drive for the existing and future
condition are shown in Table 5-1.

Table 5-1: Signal Timing Adjustments – Dixie Rd & Sherway Dr

Peak Period Cycle
Length Horizon Splits

Weekday
AM 120

Existing

Proposed

Weekday
PM 130

Existing

Proposed

Saturday 130

Existing

Proposed

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and Sherway Drive. It should be noted that the western leg of the intersection will be removed in
the future scenarios due to the realignment of Dixie Road.
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Table 5-2: Intersection Capacity Analysis – Dixie Rd & Sherway Dr (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.62 D (37) -/- - 0.59 B (13) -/- - 0.61 B (14) -/-
EBL 434 0.74 D (53) 65/92 - - - (-) -/- - - - (-) -/-
EBT 49 0.74 D (53) 67/94 - - - (-) -/- - - - (-) -/-
EBR 68 0.04 D (37) 0/4 - - - (-) -/- - - - (-) -/-

WBLT 135 0.59 D (54) 36/55 135 0.60 D (54) 36/54 133 0.59 D (54) 36/54
WBR 207 0.32 D (48) 10/33 207 0.41 D (49) 16/39 207 0.43 D (50) 17/41
NBL 217 0.37 C (20) 36/59 - - - (-) -/- - - - (-) -/-

NBTR 446 0.31 C (20) 40/57 1185 0.59 A (8) 64/70 1225 0.61 A (9) 63/80
SBL 156 0.63 D (45) 40/76 156 0.56 B (13) 9/18 156 0.59 B (14) 9/21
SBT 15 0.01 C (27) 2/5 797 0.33 A (5) 34/50 818 0.34 A (5) 35/51
SBR 586 0.43 C (34) 0/29 - - - (-) -/- - - - (-) -/-

Table 5-3: Intersection Capacity Analysis – Dixie Rd & Sherway Dr (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.69 D (40) -/- - 0.50 A (7) -/- - 0.50 A (6) -/-
EBL 387 0.69 E (57) 58/81 - - - (-) -/- - - - (-) -/-
EBT 22 0.68 E (57) 57/81 - - - (-) -/- - - - (-) -/-
EBR 83 0.05 D (43) 0/9 - - - (-) -/- - - - (-) -/-

WBLT 71 0.41 E (59) 19/34 71 0.43 E (59) 19/35 69 0.42 E (59) 19/34
WBR 59 0.03 D (54) 0/3 59 0.03 D (53) 0/14 59 0.03 D (53) 0/14
NBL 227 0.31 B (15) 29/55 - - - (-) -/- - - - (-) -/-

NBTR 285 0.14 B (13) 18/32 938 0.34 A (2) 15/22 926 0.34 A (2) 15/22
SBL 83 0.19 C (24) 15/32 83 0.20 A (4) 5/11 83 0.20 A (4) 5/11
SBT 62 0.04 C (22) 5/12 1395 0.51 A (5) 57/82 1387 0.50 A (5) 56/80
SBR 978 0.84 D (46) 60/201 - - - (-) -/- - - - (-) -/-

Table 5-4: Intersection Capacity Analysis – Dixie Rd & Sherway Dr (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.63 C (33) -/- - 0.37 A (5) -/- - 0.35 A (5) -/-
EBL 498 0.70 D (46) 59/87 - - - (-) -/- - - - (-) -/-
EBT 21 0.70 D (46) 59/87 - - - (-) -/- - - - (-) -/-
EBR 81 0.05 C (33) 0/5 - - - (-) -/- - - - (-) -/-

WBLT 54 0.37 D (51) 12/25 54 0.38 D (51) 12/25 51 0.36 D (51) 12/24
WBR 51 0.03 D (47) 0/0 51 0.03 D (46) 0/12 51 0.03 D (47) 0/12
NBL 354 0.53 B (18) 50/83 - - - (-) -/- - - - (-) -/-

NBTR 325 0.19 B (15) 22/35 951 0.35 A (3) 19/36 885 0.32 A (3) 19/36
SBL 68 0.20 C (26) 12/25 68 0.17 A (3) 3/9 68 0.16 A (3) 3/8
SBT 67 0.05 C (24) 6/12 1016 0.37 A (3) 31/46 954 0.35 A (3) 28/42
SBR 860 0.67 D (37) 13/117 - - - (-) -/- - - - (-) -/-

During the AM peak hour at the signalized intersection of Dixie Road & Sherway Drive, all movements operate
within capacity in existing conditions and are forecasted to operate within capacity in future total conditions
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with an overall V/C ratio of 0.61, delay time of 14 seconds and LOS of B. All movements are expected to
operate within capacity.

This intersection is also forecasted to operate within capacity in the existing and future PM peak hour, with
an overall V/C ratio of 0.50, delay time of 6 seconds and LOS of A. All movements are expected to operate
within capacity.

Lastly, the Saturday peak hour at this intersection is also expected to operate within capacity in the future
with an overall V/C ratio of 0.35, delay time of 5 seconds and LOS of A. All movements are expected to operate
within capacity.

During all peak hours, queues are not expected to worsen significantly between future background and future
total conditions.

5.3.2 Dixie Road & North Service Road

Both Dixie Road and North Service Road will be realigned from their existing positions, creating a new
intersection for the future horizons. The proposed future signal timing plans are shown in Table 5-5.

Table 5-5: Proposed Signal Timing– Dixie Rd & North Service Rd / QEW WB Off/On-Ramp

Peak Period Cycle
Length Horizon Splits

Weekday
AM 120 Proposed

Weekday
PM 130 Proposed

Saturday 110 Proposed

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and North Service Road.
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Table 5-6: Intersection Capacity Analysis – Dixie Rd & North Service Rd/QEW WB Off-Ramp (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - 0.62 D (37) -/- - 0.64 C (34) -/-
EBL - - - (-) -/- 85 0.21 C (30) 14/22 85 0.21 C (31) 14/22

EBTR - - - (-) -/- 135 0.12 D (36) 3/18 135 0.12 D (36) 3/18
WBL - - - (-) -/- 130 0.30 C (26) 22/32 148 0.33 C (26) 25/36
WBT - - - (-) -/- 45 0.10 C (31) 9/17 45 0.09 C (31) 9/17
WBR - - - (-) -/- 520 0.85 E (56) 75/114 520 0.85 E (56) 77/116
NBL - - - (-) -/- 10 0.05 C (25) 2/5 10 0.05 C (21) 1/3
NBT - - - (-) -/- 580 0.46 C (33) 78/96 618 0.50 C (30) 86/105
NBR - - - (-) -/- 100 0.07 F (104) 5/20 133 0.10 D (44) 7/28
SBL - - - (-) -/- 130 0.38 B (18) 22/38 130 0.40 B (19) 22/38
SBT - - - (-) -/- 787 0.52 C (24) 86/124 807 0.54 C (25) 89/128
SBR - - - (-) -/- 15 0.01 B (17) 0/0 15 0.01 B (17) 0/0

Table 5-7: Intersection Capacity Analysis – Dixie Rd & North Service Rd/QEW WB Off-Ramp (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - 1.00 D (48) -/- - 1.00 D (45) -/-
EBL - - - (-) -/- 25 0.49 D (50) 6/22 25 0.49 D (53) 6/22

EBTR - - - (-) -/- 185 0.15 C (33) 3/22 185 0.15 D (36) 3/23
WBL - - - (-) -/- 40 0.10 C (25) 7/15 86 0.22 C (27) 16/27
WBT - - - (-) -/- 610 0.92 E (56) 174/247 610 0.93 E (58) 174/247
WBR - - - (-) -/- 380 0.38 C (29) 20/49 380 0.38 C (29) 20/49
NBL - - - (-) -/- 110 0.90 F (94) 20/56 102 0.83 E (78) 17/50
NBT - - - (-) -/- 428 0.36 C (30) 44/54 414 0.34 C (30) 42/55
NBR - - - (-) -/- 85 0.06 D (47) 3/10 107 0.07 D (45) 5/13
SBL - - - (-) -/- 420 0.96 E (56) 63/137 420 0.94 D (50) 64/131
SBT - - - (-) -/- 1378 0.98 D (51) 213/262 1368 0.96 D (47) 210/258
SBR - - - (-) -/- 5 0.00 C (20) 0/0 5 0.00 B (20) 0/0

Table 5-8: Intersection Capacity Analysis – Dixie Rd & North Service Rd/QEW WB Off-Ramp (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - 0.91 D (43) -/- - 0.88 D (37) -/-
EBL - - - (-) -/- 25 0.19 C (25) 3/7 25 0.19 C (26) 3/7

EBTR - - - (-) -/- 185 0.13 C (23) 2/18 185 0.14 C (25) 2/18
WBL - - - (-) -/- 40 0.08 B (18) 5/11 61 0.12 B (18) 7/14
WBT - - - (-) -/- 610 0.89 D (45) 132/198 610 0.89 D (45) 132/198
WBR - - - (-) -/- 380 0.28 C (24) 4/24 380 0.28 C (24) 4/24
NBL - - - (-) -/- 110 0.61 D (41) 16/35 96 0.53 C (34) 14/28
NBT - - - (-) -/- 359 0.39 C (32) 29/38 294 0.31 C (30) 23/35
NBR - - - (-) -/- 85 0.05 F (203) 1/2 106 0.07 E (70) 3/7
SBL - - - (-) -/- 420 0.93 D (50) 85/167 420 0.87 D (41) 77/154
SBT - - - (-) -/- 983 0.85 D (40) 120/161 917 0.79 D (36) 109/138
SBR - - - (-) -/- 5 0.00 C (24) 0/0 5 0.00 C (24) 0/0
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The signalized intersection of Dixie Road & North Service Road/Westbound Off/On-Ramp is expected to
operate within capacity in the future AM peak hour, with an overall V/C ratio of 0.64, delay time of 34 seconds
and LOS of C. All movements are expected to operate within capacity.

The PM peak hour at this intersection is forecasted to operate at capacity in future background conditions
with an overall V/C ratio of 1.00, delay time of 48 seconds and LOS of D. The westbound through and
southbound through movements will operate with critical V/C ratios of 0.92 and 0.98, respectively. Under
future total conditions, the overall intersection is still forecasted to operate at capacity, with an overall V/C
ratio of 1.00, delay time of 45 seconds and LOS of D. The critical movements will exhibit similar operations,
with the westbound through movement operating with a V/C ratio of 0.93 and the southbound through
movement operating with a V/C ratio of 0.96. Therefore, the congestion anticipated at this intersection is
caused by background growth, and is not significantly impacted by the proposed development. Overall,
despite some movements approaching capacity, the delay time being less than one cycle length (120 seconds)
indicates that all movements can sufficiently progress through the intersection within one cycle.

The Saturday peak hour at this intersection is expected to operate within capacity in the future with an overall
V/C ratio of 0.88, delay time of 37 seconds and LOS of D. Although this overall V/C ratio is deemed critical by
the City, it is an improvement from future background conditions, where the overall V/C ratio is 0.91.
Therefore, the proposed development will have a positive impact on this intersection’s operations. All
movements in the intersection are expected to operate within capacity.

During all peak hours, queues are not expected to worsen significantly between future background and future
total conditions.

5.3.3 Dixie Road & South Service Road

The signal timing plans at the intersection of Dixie Road and South Service Road for the existing and future
condition are shown in Table 5-9.
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Table 5-9: Signal Timing Adjustments – South Service Rd / QEW EB Off-Ramp

Peak Period Cycle
Length Horizon Splits

Weekday
AM 120

Existing

Proposed

Weekday
PM 130

Existing

Proposed

Saturday 110

Existing

Proposed

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and South Service Road.

Table 5-10: Intersection Capacity Analysis – Dixie Rd & South Service Rd/QEW EB Off-Ramp (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.33 B (10) -/- - 0.44 B (19) -/- - 0.48 B (17) -/-
EBL 157 0.61 D (53) 39/59 200 0.50 D (52) 27/45 200 0.50 D (52) 27/45
EBT - - - (-) -/- 10 0.51 D (53) 28/45 10 0.51 D (53) 28/45
EBR 22 0.01 D (43) 0/7 150 0.10 D (46) 0/19 167 0.11 D (46) 0/20
WBL - - - (-) -/- 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0
WBR - - - (-) -/- 130 0.31 D (53) 9/28 130 0.33 D (54) 9/29
NBL 73 0.12 A (5) 5/12 - - - (-) -/- - - - (-) -/-

NBTR 436 0.18 A (5) 17/26 1340 0.44 B (12) 59/95 1488 0.49 A (8) 48/72
SBL - - - (-) -/- 10 0.06 A (6) 1/3 10 0.08 A (7) 1/3
SBT 458 0.19 A (4) 15/26 633 0.30 B (11) 63/82 672 0.32 B (11) 67/88
SBR 401 0.27 A (5) 0/9 - - - (-) -/- - - - (-) -/-
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Table 5-11: Intersection Capacity Analysis – Dixie Rd & South Service Rd/QEW EB Off-Ramp (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.37 A (6) -/- - 0.48 B (10) -/- - 0.50 A (10) -/-
EBL 77 0.45 E (59) 21/37 140 0.47 E (59) 23/40 140 0.47 E (59) 23/40
EBT - - - (-) -/- 20 0.46 E (58) 23/40 20 0.46 E (58) 23/40
EBR 28 0.02 D (53) 0/10 140 0.09 D (53) 0/20 147 0.10 D (53) 0/20
WBL - - - (-) -/- 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0
WBR - - - (-) -/- 60 0.04 E (59) 0/0 60 0.04 E (59) 0/0
NBL 66 0.13 A (3) 4/7 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

NBTR 462 0.17 A (3) 13/18 1171 0.34 A (5) 28/45 1199 0.35 A (4) 27/38
SBL - - - (-) -/- 15 0.06 A (2) 0/1 15 0.06 A (2) 0/1
SBT 725 0.26 A (3) 20/32 1211 0.51 A (2) 11/16 1247 0.53 A (2) 16/22
SBR 540 0.36 A (4) 0/7 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

Table 5-12: Intersection Capacity Analysis – Dixie Rd & South Service Rd/QEW EB Off-Ramp (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.36 A (8) -/- - 0.42 B (13) -/- - 0.40 B (13) -/-
EBL 147 0.57 D (48) 33/52 140 0.42 D (48) 19/34 140 0.42 D (48) 19/34
EBT - - - (-) -/- 20 0.42 D (48) 19/34 20 0.42 D (48) 19/34
EBR 37 0.02 D (40) 0/9 140 0.09 D (44) 0/18 160 0.10 D (44) 0/19
WBL - - - (-) -/- 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0
WBR - - - (-) -/- 60 0.04 D (49) 0/0 60 0.04 D (49) 0/0
NBL 99 0.23 A (4) 6/10 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

NBTR 540 0.21 A (3) 16/21 820 0.25 A (4) 10/28 789 0.24 A (3) 9/18
SBL - - - (-) -/- 15 0.04 A (7) 1/2 15 0.04 A (7) 1/2
SBT 806 0.31 A (5) 28/44 1005 0.45 A (8) 33/51 960 0.43 A (7) 26/51
SBR 477 0.32 A (5) 0/9 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

The AM peak hour at the signalized intersection of Dixie Road & QEW Eastbound Off Ramp/South Service
Road is forecasted to operate within capacity in the future with an overall V/C ratio of 0.48, delay time of 17
seconds and LOS of B. All movements are expected to operate within capacity.

The PM peak hour at this intersection is also expected to operate within capacity in the future with an overall
V/C ratio of 0.50, delay time of 10 seconds and LOS of A. All movements are expected to operate within
capacity and with minimal delays.

The Saturday peak hour at this intersection is also forecasted to operate within capacity in the future with an
overall V/C ratio of 0.40, delay time of 13 seconds and LOS of B. All movements are forecasted to operate
within capacity.

During all peak hours, queues are not expected to worsen significantly between future background and future
total conditions.

5.3.4 Dixie Road & Rometown Drive

The signal timing plans at the intersection of Dixie Road and Rometown Drive for the existing and future
conditions are shown in Table 5-13.
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Table 5-13: Signal Timing Adjustments – Dixie Rd & Rometown Dr / South Service Rd

Peak Period Cycle
Length Horizon Splits

Weekday
AM 130

Existing

Proposed

Weekday
PM 130

Existing

Proposed

Saturday 110

Existing

Proposed

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and Rometown Drive. It should be noted that the west leg of this intersection was the North Mall
Entrance in existing conditions, but is the realigned South Service Road in future conditions.

Table 5-14: Intersection Capacity Analysis – Dixie Rd & South Service Rd/Rometown Dr (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.23 A (8) -/- - 0.77 C (33) -/- - 0.94 D (45) -/-
EBL 43 0.47 E (59) 11/23 493 0.80 C (34) 112/135 643 0.95 D (47) 151/242

EBTR 3 0.01 D (49) 1/4 44 0.03 B (16) 1/5 46 0.03 B (12) 0/6
WBLTR 76 0.13 D (51) 3/18 91 0.10 B (16) 10/16 91 0.09 B (12) 8/16

NBL 1 0.00 A (3) 0/0 73 0.23 C (29) 15/32 76 0.29 C (30) 11/23
NBTR 509 0.20 A (3) 8/11 902 0.73 D (38) 121/183 900 0.86 D (45) 68/84
SBL 49 0.08 A (1) 1/3 52 0.57 D (54) 12/40 52 0.91 F (118) 14/37
SBT 441 0.17 A (1) 4/7 375 0.30 C (29) 41/63 359 0.34 B (19) 44/38
SBR 54 0.03 A (0) 0/0 289 0.19 C (28) 0/22 361 0.24 E (76) 54/88
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Table 5-15: Intersection Capacity Analysis – Dixie Rd & South Service Rd/Rometown Dr (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.30 A (8) -/- - 0.74 B (16) -/- - 0.77 B (18) -/-
EBL 80 0.52 E (58) 23/38 465 0.88 D (50) 122/167 513 0.93 D (54) 137/209

EBTR 12 0.04 D (49) 3/9 41 0.03 C (21) 2/9 39 0.03 B (19) 2/8
WBLTR 52 0.11 D (50) 5/16 60 0.06 C (21) 3/11 60 0.06 B (19) 3/11

NBL 25 0.05 A (3) 1/5 66 0.46 B (17) 4/11 68 0.48 B (19) 5/26
NBTR 488 0.20 A (4) 7/28 759 0.52 A (9) 26/32 739 0.54 A (10) 29/28
SBL 82 0.14 A (4) 4/8 89 0.49 B (14) 4/24 89 0.52 B (17) 8/26
SBT 607 0.25 A (4) 15/22 870 0.60 A (8) 23/61 828 0.60 A (9) 41/61
SBR 197 0.13 A (1) 0/2 306 0.21 A (3) 0/0 391 0.27 A (6) 0/2

Table 5-16: Intersection Capacity Analysis – Dixie Rd & South Service Rd/Rometown Dr (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.39 A (8) -/- - 0.55 B (17) -/- - 0.53 B (18) -/-
EBL 119 0.61 D (50) 28/45 329 0.83 D (49) 75/105 342 0.85 D (50) 78/111

EBTR 14 0.04 D (38) 3/9 52 0.05 C (25) 3/11 47 0.04 C (25) 2/10
WBLTR 53 0.09 D (39) 4/14 61 0.07 C (26) 3/12 61 0.07 C (25) 3/12

NBL 25 0.06 A (4) 2/5 99 0.32 B (13) 12/21 95 0.27 B (12) 11/19
NBTR 617 0.27 A (5) 27/40 586 0.33 B (11) 36/45 542 0.31 B (11) 30/39
SBL 72 0.15 A (4) 3/6 79 0.23 A (7) 6/14 79 0.22 A (8) 6/15
SBT 761 0.34 A (4) 15/23 657 0.37 A (7) 28/42 572 0.32 A (7) 22/39
SBR 197 0.13 A (1) 0/1 276 0.19 B (18) 5/22 336 0.23 B (19) 3/27

The AM peak hour at the signalized intersection of Dixie Road & South Service Road/Rometown Drive is
expected to operate within capacity in the future with an overall V/C ratio of 0.94, delay time of 45 seconds
and LOS of D. This is classified as critical operation by the City. Future impacts to key movements in the
intersection including the eastbound left, northbound through-right and southbound left movements should
be monitored to ensure operations remain acceptable. All movements are forecasted to operate within
capacity, with queue lengths that can be accommodated by existing storage capacity and delays that are
shorter than one cycle length (120 seconds). It has been noted that the forecasted 95th percentile queue length
for the eastbound left movement is 242m, however this queue length would not block the upstream
intersection at South Service Road and the East Mall Entrance. There may be rare instances where the
eastbound left queue blocks vehicles from entering the eastbound through-right lane, which will have a
storage length of approximately 200m based on the QEW Improvements EA drawings. However, the volume
of traffic forecasted for the eastbound through-right movement is minimal, and so no significant impact is
anticipated. All other projected queues are expected to fit within provided storage capacity.

The PM peak hour at this intersection is forecasted to operate within capacity in the future with an overall
V/C ratio of 0.77, delay time of 18 seconds and LOS of B. All movements are expected to operate within
capacity. The queue for the eastbound left turn lane is expected to be up to 209m during PM peak hour
conditions, however as discussed above, the impact will be acceptable. All other projected queues are
expected to fit within provided storage capacity.

Lastly, the Saturday peak hour at this intersection is also expected to operate within capacity in the future
with an overall V/C ratio of 0.53, delay time of 18 seconds and LOS of B. All movements are expected to
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operate within capacity in the future. All projected queues are expected to fit within provided storage
capacity.

5.3.5 Dixie Road & South Mall Entrance

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and the South Mall Entrance. The existing signal timing plan was maintained for future conditions.

Table 5-17: Intersection Capacity Analysis – Dixie Rd & South Mall Entrance (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.36 A (4) -/- - 0.38 A (4) -/- - 0.37 A (3) -/-
EBL 10 0.19 E (58) 3/9 10 0.18 E (58) 2/9 8 0.16 E (58) 2/7

EBTR 20 0.01 D (54) 0/7 20 0.01 D (54) 0/7 16 0.01 D (54) 0/5
WBLTR 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

NBL 17 0.02 A (2) 1/3 - - - (-) -/- - - - (-) -/-
NBLTR 515 0.36 A (3) 23/56 992 0.38 A (3) 33/43 991 0.38 A (3) 33/43

SBL 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0
SBT 390 0.28 A (1) 2/5 350 0.13 A (2) 9/13 353 0.13 A (0) 1/2
SBR 70 0.06 A (0) 0/0 70 0.05 A (2) 0/3 54 0.04 A (0) 0/0

Table 5-18: Intersection Capacity Analysis – Dixie Rd & South Mall Entrance (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.38 B (10) -/- - 0.42 A (6) -/- - 0.38 A (5) -/-
EBL 87 0.55 E (60) 25/42 87 0.53 E (60) 24/41 67 0.46 E (59) 18/34

EBTR 86 0.06 D (50) 0/16 86 0.12 D (52) 3/20 66 0.09 D (53) 2/17
WBLTR 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

NBL 60 0.10 A (4) 4/10 - - - (-) -/- - - - (-) -/-
NBLTR 417 0.32 A (5) 33/57 797 0.40 A (2) 6/6 785 0.37 A (1) 5/5

SBL 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0
SBT 458 0.35 A (2) 2/4 725 0.29 A (0) 1/2 725 0.29 A (0) 1/2
SBR 182 0.14 A (1) 0/0 182 0.13 A (0) 0/0 140 0.10 A (0) 0/0

Table 5-19: Intersection Capacity Analysis – Dixie Rd & South Mall Entrance (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.45 B (16) -/- - 0.44 B (12) -/- - 0.38 B (11) -/-
EBL 194 0.69 D (49) 44/64 194 0.67 D (49) 40/60 150 0.61 D (50) 31/49

EBTR 127 0.08 C (35) 0/14 127 0.18 D (37) 5/23 97 0.16 D (40) 5/21
WBLTR 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0

NBL 143 0.26 A (9) 13/30 - - - (-) -/- - - - (-) -/-
NBLTR 421 0.36 A (9) 42/77 628 0.37 A (8) 32/54 591 0.31 A (7) 25/42

SBL 3 0.00 A (1) 0/0 3 0.00 A (0) 0/0 3 0.00 A (0) 0/0
SBT 398 0.34 A (3) 1/75 321 0.14 A (1) 1/2 319 0.13 A (1) 1/2
SBR 368 0.26 B (14) 0/63 368 0.25 A (2) 1/0 283 0.19 A (1) 0/1
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The AM peak hour at the intersection of Dixie Road & South Mall Entrance is forecasted to operate within
capacity in the future with an overall V/C ratio of 0.37, delay time of 3 seconds and LOS of A. All movements
are expected to operate within capacity.

The PM peak hour at this intersection is expected to operate within capacity in the future with an overall V/C
ratio of 0.38, delay time of 5 seconds and LOS of A. All movements are expected to operate within capacity.

Lastly, the Saturday peak hour at this intersection is forecasted to operate within capacity in the future with
an overall V/C ratio of 0.38, delay time of 11 seconds and LOS of B. All movements are expected to operate
within capacity.

During all peak hours, queues are not expected to worsen significantly between future background and future
total conditions.

5.3.6 Mid Mall Entrance & South Service Road

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and the Mid Mall Entrance. It is noted that this entrance will eventually be removed, so it is not
included in the future total conditions.

Table 5-20: Intersection Capacity Analysis – Mid Mall Entrance & South Service Rd (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.22 A (1) -/- - 0.66 A (3) -/- - - - (-) -/-
EBTR 531 0.22 A (0) 0/3 849 0.66 A (3) 0/17 - - - (-) -/-
WBL 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 - - - (-) -/-
WBT 220 0.18 A (1) 0/15 348 0.27 A (2) 0/24 - - - (-) -/-
NBL 5 0.18 D (54) 1/5 5 0.18 D (54) 1/5 - - - (-) -/-
NBR 3 0.00 D (48) 0/3 3 0.00 D (48) 0/3 - - - (-) -/-

Table 5-21: Intersection Capacity Analysis – Mid Mall Entrance & South Service Rd (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.24 A (8) -/- - 0.42 A (6) -/- - - - (-) -/-
EBTR 291 0.11 A (0) 0/0 590 0.42 A (1) 5/5 - - - (-) -/-
WBL 0 0.00 A (0) 0/0 6 0.01 A (2) 0/1 - - - (-) -/-

WBLT 301 0.22 A (3) 15/27 324 0.23 A (3) 16/28 - - - (-) -/-
NBL 56 0.36 D (46) 11/23 56 0.36 D (46) 11/23 - - - (-) -/-
NBR 45 0.03 D (42) 0/11 45 0.03 D (42) 0/11 - - - (-) -/-

Table 5-22: Intersection Capacity Analysis – Mid Mall Entrance & South Service Rd (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.22 B (14) -/- - 0.36 B (13) -/- - - - (-) -/-
EBTR 379 0.16 A (6) 17/29 433 0.35 A (8) 45/61 - - - (-) -/-
WBL 0 0.00 A (0) 0/0 31 0.05 A (3) 2/5 - - - (-) -/-

WBLT 205 0.18 A (4) 11/22 249 0.19 A (4) 14/26 - - - (-) -/-
NBL 84 0.41 D (43) 18/32 84 0.41 D (43) 18/32 - - - (-) -/-
NBR 104 0.07 D (39) 0/15 104 0.07 D (39) 0/15 - - - (-) -/-
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The intersection operates within capacity during all peak hours in existing and future background conditions.

5.3.7 Haig Boulevard / West Mall Access & South Service Road

While the intersection of Haig Boulevard and the West Mall Access at South Service Road is an existing
signalized intersection, a modified signal timing plan is being recommended for the future total conditions
when the West Mall Access will be removed. The existing and proposed future total signal timing plans are
shown in Table 5-23.

Table 5-23: Signal Timing Adjustments – Haig Blvd & South Service Rd

Peak Period Cycle
Length Horizon Splits

Weekday
AM 100

Existing

Proposed
(Future
Total)

Weekday
PM 100

Existing

Proposed
(Future
Total)

Saturday 100

Existing

Proposed
(Future
Total)

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Haig Boulevard and South Service Road.

Table 5-24: Intersection Capacity Analysis – Haig Blvd & West Mall Access & South Service Rd
(AM)

AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.76 C (25) -/- - 1.11 F (146) -/- - 1.02 D (47) -/-
EBTR 745 0.86 C (25) 108/244 1038 1.45 F (230) 304/381 1037 1.02 D (42) 252/333
WBLT 225 0.25 B (11) 21/46 353 0.41 B (19) 43/64 372 0.29 A (9) 29/44
NBLR
(Haig) 225 0.57 D (36) 45/72 259 0.71 C (33) 73/159 261 1.00 F (84) 86/151

NWLR
(Mall) 2 0.07 D (51) 0/3 2 0.07 D (51) 0/3 - - - (-) -/-
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Table 5-25: Intersection Capacity Analysis – Haig Blvd & West Mall Access & South Service Rd
(PM)

PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.62 C (23) -/- - 1.06 F (89) -/- - 0.90 C (27) -/-
EBTR 537 0.64 B (18) 84/123 947 1.20 F (120) 246/319 928 0.93 C (26) 175/279
WBLT 351 0.37 B (14) 51/76 380 0.89 B (16) 54/79 438 0.38 B (12) 45/70
NBLR
(Haig) 225 0.65 D (43) 44/82 404 1.02 F (89) 102/174 422 0.82 D (45) 76/111

NWLR
(Mall) 67 0.42 D (46) 14/27 67 0.42 D (46) 14/27 - - - (-) -/-

Table 5-26: Intersection Capacity Analysis – Haig Blvd & West Mall Access & South Service Rd
(SAT)

Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.76 C (31) -/- - 0.79 C (33) -/- - 0.62 B (15) -/-
EBTR 700 0.82 C (25) 119/184 736 0.86 C (27) 129/209 695 0.59 A (8) 72/120
WBLT 258 0.27 C (22) 40/60 333 0.32 C (20) 45/68 404 0.29 A (7) 28/48
NBLR
(Haig) 225 0.78 D (55) 45/99 243 0.84 E (62) 49/108 261 0.70 D (44) 47/72

NWLR
(Mall) 100 0.46 D (43) 21/36 100 0.46 D (43) 21/36 - - - (-) -/-

During the AM peak hour, the signalized intersection of Haig Boulevard & South Service Road is expected to
operate over capacity in the future total conditions, with an overall V/C ratio of 1.02, delay time of 47 seconds
and LOS of D. Although above capacity, this is an improvement from future background conditions where the
intersection is forecasted to operate with a V/C ratio of 1.11, delay time of 146 seconds and LOS of F. Similarly,
the eastbound through-right movement is expected to operate with a V/C ratio of 1.02, delay time of 42
seconds and LOS of D in future total conditions, which is an improvement in comparison to the future
background conditions where this movement is operating with a V/C ratio of 1.45, delay time of 230 seconds
and LOS of F. Unfortunately, the improvement of eastbound operations and overall operations through signal
timing plan optimization comes at the detriment of northbound operations, as the northbound movement is
expected to operate with a V/C ratio of 1.00, delay of 84 seconds and LOS of F in the future total conditions.
It should be noted that site-generated traffic does not add significant volume to this intersection, and the
redevelopment will improve the operations of the intersection by removing one leg. Therefore, the congestion
can be primarily attributed to background growth and changes in the overall road network. It should also be
noted that projected delays during the future total scenario are not expected to exceed the cycle length, and
thus all movements will be able to pass through intersection within one cycle. The City may want to study the
benefit of adding exclusive turning lanes at this intersection in the future to accommodate background
growth.

The PM peak hour at this intersection is expected to operate within capacity in future total conditions with an
overall V/C ratio of 0.90, delay time of 27 seconds and LOS of C. This will be an improvement from existing
conditions where the V/C ratio is expected to be 1.06. Similarly to morning peak conditions, the eastbound
through-right movement will have a critical V/C ratio of 0.93, a delay of 26 seconds and LOS of C. This is also
an improvement from future background conditions where the V/C ratio is expected to be 1.20. Therefore,
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although the overall operations and eastbound operations are expected to operate near capacity, this is a
result of background growth, not an impact of the proposed development. All other movements at this
intersection are expected to operate with minimal delays and within capacity.

Lastly, the Saturday peak hour at this intersection is forecasted to operate within capacity in the future with
an overall V/C ratio of 0.62, delay time of 15 seconds and LOS of B. All movements are expected to operate
within capacity and with minimal delays.

During all peak hours, queues are not expected to worsen between future background and future total
conditions. Therefore, the proposed development will improve queueing conditions.

5.3.8 Ogden Avenue & South Service Road

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Ogden Avenue and South Service Road. The existing signal timing plan was maintained for future conditions.

Table 5-27: Intersection Capacity Analysis – South Service Rd & Ogden Ave (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.46 A (7) -/- - 0.67 A (9) -/- - 0.67 A (9) -/-
EBTR 538 0.49 A (6) 41/58 831 0.74 B (11) 96/125 830 0.73 B (11) 96/125
WBL 47 0.12 A (2) 1/2 47 0.21 A (3) 1/3 47 0.21 A (3) 2/3
WBT 317 0.28 A (3) 6/8 459 0.40 A (3) 16/21 465 0.40 A (3) 17/21
NBL 50 0.29 D (41) 12/21 50 0.27 D (41) 12/22 50 0.27 D (41) 12/22
NBR 81 0.06 A (3) 0/3 81 0.06 A (4) 0/3 81 0.06 A (4) 0/3

Table 5-28: Intersection Capacity Analysis – South Service Rd & Ogden Ave (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.34 A (5) -/- - 0.63 A (8) -/- - 0.61 A (8) -/-
EBTR 460 0.37 A (5) 29/42 870 0.70 A (10) 89/128 851 0.68 A (9) 85/122
WBL 58 0.11 A (2) 2/3 58 0.22 A (3) 1/2 58 0.21 A (3) 2/4
WBT 429 0.33 A (3) 14/17 526 0.42 A (3) 9/11 505 0.40 A (3) 19/24
NBL 29 0.15 D (40) 6/15 29 0.15 D (40) 6/15 29 0.15 D (40) 6/15
NBR 51 0.03 A (3) 0/3 51 0.03 A (3) 0/3 51 0.03 A (3) 0/3

Table 5-29: Intersection Capacity Analysis – South Service Rd & Ogden Ave (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.40 A (4) -/- - 0.43 A (5) -/- - 0.40 A (5) -/-
EBTR 546 0.44 A (6) 39/52 582 0.48 A (6) 45/61 541 0.44 A (6) 40/55
WBL 18 0.04 A (1) 0/1 18 0.04 A (2) 0/2 18 0.03 A (2) 1/2
WBT 442 0.35 A (2) 7/9 492 0.40 A (3) 11/28 460 0.37 A (3) 19/24
NBL 19 0.10 D (40) 4/11 19 0.10 D (40) 4/11 19 0.10 D (40) 4/11
NBR 65 0.04 A (3) 0/3 65 0.04 A (3) 0/3 65 0.04 A (3) 0/3

The peak hour operations at the signalized intersection of Odgen Avenue & South Service Road are expected
to be acceptable in the future with all movements operating within capacity and with minimal delays. During



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  U p d a t e
P r o p o s e d  R e s i d e n t i a l  D e v e l o p m e n t

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

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  | 54

all peak hours, queues are not expected to worsen significantly between future background and future total
conditions.

5.3.9 Lakeshore Road East & Haig Boulevard

The signal timing plans at the intersection of Dixie Road and Sherway Drive for the existing and future
condition are shown in Table 5-30. The proposed signal timing plans include protected left turn phases to
accommodate for the future BRT along the corridor.

Table 5-30: Signal Timing Adjustments – Lakeshore Rd E & Haig Blvd

Peak Period Cycle
Length Horizon Splits

Weekday
AM 130

Existing

Proposed

Weekday
PM 130

Existing

Proposed

Saturday 110

Existing

Proposed

It should be noted that the subject development is proposed to generate minimal trips through this
intersection, however Lakeshore Road is expected to experience significant background growth, and the
intersection configuration under future conditions will include a new south (northbound) leg for the Lakeview
Village background development. Additionally, a centre-running BRT along Lakeshore Road is anticipated to
be in place by the horizon year. To reflect these network changes, LEA has provided a best estimate of the
signal timing plan incorporating eastbound and westbound left turns restricted to protected only movements,
and increased cycle lengths to accommodate additional east-west green time. However, this timing plan
should be further refined as more information regarding the Lakeshore BRT and Lakeview Village development
becomes available.

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Lakeshore Road East and Haig Boulevard.



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  U p d a t e
P r o p o s e d  R e s i d e n t i a l  D e v e l o p m e n t

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

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  | 55

Table 5-31: Intersection Capacity Analysis – Lakeshore Rd E & Haig Blvd (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.36 A (4) -/- - 1.16 F (83) -/- - 1.16 F (83) -/-
EBL 24 0.05 A (2) 1/3 99 0.56 E (62) 27/46 100 0.56 E (62) 27/47

EBTR 965 0.35 A (3) 28/44 1875 0.98 D (46) 251/314 1875 0.98 D (46) 251/314
WBL - - - (-) -/- 190 0.97 F (113) 55/105 190 0.97 F (113) 55/105

WBTR 926 0.34 A (1) 2/13 1206 0.62 C (21) 114/136 1205 0.62 C (21) 114/136
NBLTR - - - (-) -/- 469 1.72 F (392) 184/254 469 1.72 F (392) 184/254
SBLTR 80 0.36 E (56) 11/26 205 0.76 E (63) 50/91 205 0.76 E (63) 50/91

Table 5-32: Intersection Capacity Analysis – Lakeshore Rd E & Haig Blvd (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.34 A (3) -/- - 1.45 F (136) -/- - 1.45 F (137) -/-
EBL 25 0.06 A (2) 1/3 96 0.91 F (123) 27/63 97 0.92 F (125) 28/64

EBTR 821 0.29 A (3) 21/31 1379 0.98 E (58) 188/239 1373 0.97 E (57) 186/237
WBL - - - (-) -/- 301 0.95 F (82) 90/82 301 0.95 E (77) 76/71

WBTR 964 0.34 A (1) 6/9 1794 0.95 B (16) 251/228 1783 0.95 B (17) 249/231
NBLTR 0 - - (-) -/- 682 2.36 F (671) 311/389 682 2.38 F (678) 311/389
SBTR 45 0.26 D (55) 8/20 267 0.55 D (41) 58/89 269 0.56 D (41) 59/90

Table 5-33: Intersection Capacity Analysis – Lakeshore Rd E & Haig Blvd (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.30 A (4) -/- - 0.92 D (36) -/- - 0.92 D (35) -/-
EBL 21 0.04 A (2) 1/3 30 0.45 E (61) 7/18 31 0.45 E (61) 7/18

EBTR 796 0.30 A (3) 21/33 1646 0.92 C (32) 186/237 1631 0.91 C (31) 182/228
WBL - - - (-) -/- 129 0.73 E (64) 31/84 129 0.73 E (64) 31/84

WBTR 769 0.30 A (2) 13/25 1963 0.98 D (36) 283/334 1944 0.97 C (34) 278/329
NBLTR - - - (-) -/- 189 0.73 D (54) 38/62 189 0.73 D (54) 38/62
SBTR 58 0.26 D (45) 7/19 83 0.22 D (38) 10/24 85 0.22 D (38) 10/24

The AM peak hour at the intersection of Haig Boulevard & Lakeshore Road East is forecasted to operate over
capacity in the future total conditions with an overall V/C ratio of 1.16, delay time of 83 seconds and LOS of F
which is identical to the future background operations. It should be noted that an insignificant amount (i.e.
increase of 1-2 vehicles per hour for each movement) of traffic volumes generated by the proposed
development is forecasted to traverse through this intersection, and the congestion is primarily due to the
background growth, particularly from the Lakeview Village background development. The northbound
movement is expected to operate over capacity in the future total conditions with a V/C ratio of 1.72, delay
time of 392 seconds and LOS of F. Also, the eastbound through-right movement is forecasted to operate with
a V/C ratio of 0.98, delay time of 46 seconds and LOS of D.

The intersection operations during the PM peak hour are expected to be over capacity in the future total
conditions with an overall V/C ratio of 1.45, delay time of 137 seconds and LOS of F. Similar to the AM peak,
this condition is not a result of the proposed development, but rather background growth, primarily from the
proposed Lakeview Village development.
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Lastly, the Saturday peak hour at this intersection is expected to operate within capacity in the future with an
overall V/C ratio of 0.92, delay time of 35 seconds and LOS of D. All movements are expected to operate
sufficiently and within capacity, however the eastbound through-right and westbound through-right
movements are expected to have critical V/C ratios of 0.91 and 0.97, respectively. However, both of these
movements will improve from future background conditions, so this constraint is not being introduced by the
proposed development.

During all peak hours, queues are not expected to worsen significantly between future background and future
total conditions.

Overall, the results demonstrate that the future total scenario will operate with little to no changes in
comparison to the future background scenario. Therefore, LEA has not reviewed any additional mitigation
measures for this intersection. Therefore, it is recommended that the City further monitor this intersection
due to the high volume of trips the Lakeview Village development will impose at this intersection.

5.3.10 Dixie Road & Lakeshore Road East

The signal timing plans at the intersection of Dixie Road and Lakeshore Road East for the existing and future
condition are shown in Table 5-34.

Table 5-34: Signal Timing Adjustments – Dixie Rd & Lakeshore Rd E

Peak Period Cycle
Length Splits

Weekday
AM 140

Existing

Proposed

Weekday
PM 130

Existing

Proposed

Saturday 140

Existing

Proposed

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Dixie Road and Lakeshore Road East.
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Table 5-35: Intersection Capacity Analysis – Lakeshore Rd E & Dixie Rd (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.63 C (32) -/- - 0.90 D (44) -/- - 0.90 D (44) -/-
EBL 302 0.61 B (19) 28/69 718 0.95 E (60) 209/325 718 0.95 E (60) 209/325

EBTR 688 0.28 A (9) 29/71 1239 0.47 A (8) 69/101 1239 0.47 A (8) 69/101
WBL 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0 0 0.00 A (0) 0/0
WBT 816 0.44 B (15) 55/98 889 0.96 E (72) 134/175 889 0.96 E (72) 134/175
WBR - - - (-) -/- 182 0.25 D (42) 15/38 182 0.25 D (42) 15/38

NBLTR 4 0.01 D (42) 1/4 4 0.02 D (49) 1/4 4 0.02 D (49) 1/4
SBL 133 0.60 E (66) 37/58 146 0.64 E (62) 42/63 147 0.64 E (62) 42/63

SBTR 257 0.22 F (147) 17/46 495 0.37 D (54) 3/40 494 0.37 D (54) 3/40

Table 5-36: Intersection Capacity Analysis – Lakeshore Rd E & Dixie Rd (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.64 C (22) -/- - 1.11 F (83) -/- - 1.10 E (79) -/-
EBL 238 0.58 C (22) 26/55 546 1.18 F (115) 194/172 540 1.17 F (114) 181/160

EBTR 609 0.27 A (10) 31/59 936 0.43 B (12) 80/107 936 0.42 A (3) 6/43
WBL 2 0.00 B (13) 0/2 2 0.12 E (71) 1/4 2 0.12 E (71) 1/4
WBT 880 0.50 B (19) 73/105 1446 1.15 F (123) 249/291 1446 1.14 F (115) 249/291
WBR - - - (-) -/- 196 0.27 C (31) 21/43 191 0.26 C (31) 20/41

NBLTR 7 0.01 D (37) 1/5 7 0.02 D (38) 1/5 7 0.02 D (39) 1/5
SBL 207 0.73 E (55) 51/76 217 0.70 C (31) 53/89 210 0.69 C (30) 51/84

SBTR 272 0.19 D (39) 1/23 656 0.95 F (104) 155/206 645 0.93 F (108) 156/198

Table 5-37: Intersection Capacity Analysis – Lakeshore Rd E & Dixie Rd (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - 0.64 C (22) -/- - 1.02 E (55) -/- - 1.00 D (51) -/-
EBL 304 0.61 C (22) 34/75 357 1.20 F (177) 136/201 342 1.15 F (158) 126/191

EBTR 551 0.26 B (12) 27/60 1364 0.60 B (16) 131/153 1364 0.60 B (15) 127/153
WBL 24 0.07 B (16) 3/10 24 0.57 F (93) 8/18 24 0.57 F (93) 8/18
WBT 665 0.45 B (20) 48/76 1743 1.01 E (60) 299/341 1743 1.00 E (56) 292/341
WBR - - - (-) -/- 195 0.22 C (21) 19/37 173 0.19 C (20) 15/32

NBLTR 74 0.30 C (33) 11/23 74 0.89 F (123) 20/54 74 0.85 F (110) 20/52
SBL 201 0.63 D (40) 40/59 211 0.82 E (73) 62/101 198 0.80 E (72) 59/89

SBTR 295 0.23 C (32) 3/22 358 0.54 D (53) 31/71 339 0.49 D (53) 25/62

The AM peak hour at this intersection is expected to operate within capacity in the future with an overall V/C
ratio of 0.90, delay time of 44 seconds and LOS of D. There is no change between future background and
future total operations at this intersection, as the net vehicle volumes at the intersection will decrease due to
the removal of existing site traffic. Therefore the congestion at this intersection can be attributed to
background growth, particularly the Lakeview Village background development. All movements are expected
to operate sufficiently and within capacity, however the westbound through movement will operate with a
V/C ratio of 0.96, delay of 72 seconds and LOS of E in both future background and future total conditions.
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The PM peak hour at this intersection is forecasted to operate over capacity in the future with an overall V/C
ratio of 1.10, delay time of 79 seconds and LOS of E. The future total conditions are a slight improvement from
future background conditions where the overall intersection will operate with a V/C ratio of 1.11. As discussed,
this is because of the net removal of existing retail site trips from the road network due to the proposed
development. Therefore, the congestion at this intersection can be attributed to background growth,
particularly the Lakeview Village background development. Overall, despite the intersection operating over
capacity, the forecasted delays indicate that all movements can sufficiently progress through the intersection
within one cycle length. The eastbound left movement is expected to operate with a V/C ratio of 1.17, delay
time of 114 seconds and LOS of F which is an improvement in comparison to the future background V/C ratio
of 1.18. The westbound through movement is also expected to operate over capacity in future total conditions
with a V/C ratio of 1.14, delay time of 115 seconds and LOS of F which is an improvement in comparison to
the future background V/C ratio of 1.15. It is also noted that the southbound through-right movement is
expected to approach capacity in the future total conditions, with a V/C ratio of 0.93, delay of 108 seconds
and LOS of F, which is an improvement from future background conditions where a V/C ratio of 0.95 is
expected. Therefore, the operations of these critical movements are constrained due to background growth,
not the proposed development.

Lastly, the Saturday peak hour at this intersection is expected to operate at capacity in the future total
conditions with a V/C ratio of 1.00, delay time of 51 seconds and LOS of D, which is an improvement from
future background conditions where a V/C ratio of 1.02 is expected. The eastbound left movement is
forecasted to operate with a V/C ratio of 1.15, delay time of 158 seconds and LOS of F in the future total
conditions, which is an improvement in comparison to the future background scenario where the V/C ratio is
expected to be 1.20. Despite the V/C ratio being over capacity, the queue lengths for this movement are
forecasted to be within their provided storage for both the 50th and 95th percentile queue. Furthermore, the
westbound through movement is expected to operate at capacity with a V/C ratio of 1.00, delay time of 56
seconds and LOS of E in future total conditions. This is a slight improvement from future background
conditions, where a V/C ratio of 1.01 is expected. Therefore, the operations of critical movements are not
worsened due to the proposed development, but rather are caused by background growth.

During all peak hours, queues are not expected to worsen significantly between future background and future
total conditions.

UNSIGNALIZED INTERSECTION CAPACITY ANALYSIS

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

5.4.1 East Mall Entrance & South Service Road

The following tables show the results of the peak hour intersection capacity analysis at the intersection of the
East Mall Entrance and South Service Road.
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Table 5-38: Intersection Capacity Analysis – South Service Rd & East Mall Entrance (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (0) -/- - - - (0) -/- - - - (0) -/-
NBL 14 0.01 A (8) -/0 14 0.02 A (9) -/0 11 0.01 A (9) -/0
NBT 458 0.00 A (0) -/0 348 0.00 - (0) -/0 426 0.00 - (0) -/0
EBR 2 0.00 A (9) -/0 2 0.00 B (12) -/0 4 0.01 B (14) -/0
SBT 196 0.00 - (0) -/0 514 0.00 - (0) -/0 669 0.00 - (0) -/0
SBR 0 0.00 A (0) -/0 0 0.00 A (0) -/0 0 0.00 A (0) -/0

Table 5-39: Intersection Capacity Analysis – South Service Rd & East Mall Entrance (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (1) -/- - - - (1) -/- - - - (1) -/-
NBL 49 0.03 A (8) -/0 49 0.04 A (8) -/0 42 0.04 A (8) -/0
NBT 556 0.00 A (0) -/0 330 0.00 - (0) -/0 424 0.00 - (0) -/0
EBR 38 0.04 A (9) -/0 38 0.06 B (11) -/0 64 0.10 B (12) -/0
SBT 102 0.00 - (0) -/0 401 0.00 - (0) -/0 435 0.00 - (0) -/0
SBR 2 0.00 A (0) -/0 2 0.00 A (0) -/0 2 0.00 A (0) -/0

Table 5-40: Intersection Capacity Analysis – South Service Rd & East Mall Entrance (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (2) -/- - - - (3) -/- - - - (3) -/-
NBL 127 0.10 A (8) -/0 127 0.10 A (8) -/0 122 0.09 A (8) -/0
NBT 449 0.00 A (0) -/0 280 0.00 - (0) -/0 341 0.00 - (0) -/0
EBR 67 0.08 A (9) -/0 67 0.09 A (10) -/0 132 0.17 B (10) -/1
SBT 152 0.00 - (0) -/0 206 0.00 - (0) -/0 174 0.00 - (0) -/0
SBR 3 0.00 A (0) -/0 3 0.00 A (0) -/0 2 0.00 A (0) -/0

The unsignalized intersection of South Service Rd & East Mall Entrance is forecasted to operate well during all
peak hours with all movements operating within capacity and with minimal delays.

5.4.2 Site Access 2 & South Service Road
The following tables show the results of the peak hour intersection capacity analysis at the intersection of the
future Site Access 2 and South Service Road.

Table 5-41: Intersection Capacity Analysis – South Service Rd & Site Access 2 (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - - - (-) -/- - - - (3) -/-
NBL - - - (-) -/- - - - (-) -/- 9 0.08 E (36) -/0
NBR - - - (-) -/- - - - (-) -/- 126 0.44 C (25) -/2
EBT - - - (-) -/- - - - (-) -/- 869 0.00 - (0) -/0
EBR - - - (-) -/- - - - (-) -/- 22 0.00 - (0) -/0
WBL - - - (-) -/- - - - (-) -/- 63 0.10 B (11) -/0
WBT - - - (-) -/- - - - (-) -/- 361 0.00  (0) -/0
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Table 5-42: Intersection Capacity Analysis – South Service Rd & Site Access 2 (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - - - (-) -/- - - - (5) -/-
NBL - - - (-) -/- - - - (-) -/- 95 0.55 E (46) -/3
NBR - - - (-) -/- - - - (-) -/- 67 0.15 B (14) -/1
EBT - - - (-) -/- - - - (-) -/- 562 0.00 - (0) -/0
EBR - - - (-) -/- - - - (-) -/- 69 0.00 - (0) -/0
WBL - - - (-) -/- - - - (-) -/- 81 0.10 A (9) -/0
WBT - - - (-) -/- - - - (-) -/- 342 0.00 A (0) -/0

Table 5-43: Intersection Capacity Analysis – South Service Rd & Site Access 2 (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - - - (-) -/- - - - (6) -/-
NBL - - - (-) -/- - - - (-) -/- 137 0.54 D (33) -/3
NBR - - - (-) -/- - - - (-) -/- 70 0.13 B (12) -/0
EBT - - - (-) -/- - - - (-) -/- 369 0.00 - (0) -/0
EBR - - - (-) -/- - - - (-) -/- 156 0.00 - (0) -/0
WBL - - - (-) -/- - - - (-) -/- 74 0.08 A (9) -/0
WBT - - - (-) -/- - - - (-) -/- 266 0.00 A (0) -/0

The unsignalized intersection of South Service Rd & Site Access 2 is forecasted to operate well during all peak
hours with all movements operating within capacity and with minimal delays. Furthermore, a signal warrant
was also conducted at this intersection and was not warranted. The signal warrant analysis is provided in
Appendix H.

5.4.3 Haig Boulevard & Site Access 1

The following tables show the results of the peak hour intersection capacity analysis at the intersection of the
future Site Access 1 and Haig Boulevard.

Table 5-44: Intersection Capacity Analysis – Haig Blvd & Site Access 1 (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - - - (-) -/- - - - (1) -/-
NBT - - - (-) -/- - - - (-) -/- 389 0.00 - (0) -/0
NBR - - - (-) -/- - - - (-) -/- 1 0.00 - (0) -/0
WBL - - - (-) -/- - - - (-) -/- 0 0.00 A (0) -/0
WBR - - - (-) -/- - - - (-) -/- 35 0.06 B (11) -/0
SBL - - - (-) -/- - - - (-) -/- 17 0.02 A (8) -/0
SBT - - - (-) -/- - - - (-) -/- 350 0.00 A (0) -/0
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Table 5-45: Intersection Capacity Analysis – Haig Blvd & Site Access 1 (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - - - (-) -/- - - - (1) -/-
NBT - - - (-) -/- - - - (-) -/- 404 0.00 - (0) -/0
NBR - - - (-) -/- - - - (-) -/- 1 0.00 - (0) -/0
WBL - - - (-) -/- - - - (-) -/- 2 0.01 C (18) -/0
WBR - - - (-) -/- - - - (-) -/- 18 0.03 B (11) -/0
SBL - - - (-) -/- - - - (-) -/- 21 0.02 A (8) -/0
SBT - - - (-) -/- - - - (-) -/- 447 0.00 A (0) -/0

Table 5-46: Intersection Capacity Analysis – Haig Blvd & Site Access 1 (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - - (-) -/- - - - (-) -/- - - - (1) -/-
NBT - - - (-) -/- - - - (-) -/- 243 0.00 - (0) -/0
NBR - - - (-) -/- - - - (-) -/- 1 0.00 - (0) -/0
WBL - - - (-) -/- - - - (-) -/- 2 0.01 B (13) -/0
WBR - - - (-) -/- - - - (-) -/- 17 0.02 A (10) -/0
SBL - - - (-) -/- - - - (-) -/- 20 0.02 A (8) -/0
SBT - - - (-) -/- - - - (-) -/- 250 0.00 A (0) -/0

The unsignalized intersection of Site Access 1 and Haig Boulevard is forecasted to operate well during all peak
hours with all movements operating within capacity and with minimal delays.

5.4.4 Haig Boulevard & Atwater Avenue

The following tables show the results of the peak hour intersection capacity analysis at the intersection of
Atwater Avenue and Haig Boulevard.

Table 5-47: Intersection Capacity Analysis – Haig Blvd & Atwater Ave (AM)
AM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - A (8) -/- - - A (9) -/- - - A (9) -/-
NBLTR 91 0.13 A (8) -/0 255 0.37 A (10) -/2 256 0.37 A (10) -/2
EBLTR 60 0.08 A (8) -/0 60 0.10 A (9) -/0 60 0.10 A (9) -/0
WBLTR 9 0.01 A (7) -/0 9 0.02 A (8) -/0 9 0.02 A (8) -/0
SBLTR 66 0.09 A (7) -/0 191 0.28 A (9) -/1 191 0.28 A (9) -/1

Table 5-48: Intersection Capacity Analysis – Haig Blvd & Atwater Ave (PM)
PM Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - A (7) -/- - - A (10) -/- - - A (10) -/-
NBLTR 80 0.11 A (8) -/0 259 0.38 B (10) -/2 260 0.39 B (10) -/2
EBLTR 40 0.05 A (7) -/0 40 0.07 A (8) -/0 40 0.07 A (8) -/0
WBLTR 3 0.01 A (7) -/0 3 0.01 A (8) -/0 3 0.01 A (8) -/0
SBLTR 45 0.06 A (7) -/0 267 0.39 B (10) -/2 269 0.39 B (10) -/2



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  U p d a t e
P r o p o s e d  R e s i d e n t i a l  D e v e l o p m e n t

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

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  | 62

Table 5-49: Intersection Capacity Analysis – Haig Blvd & Atwater Ave (SAT)
Sat Existing Conditions (2024) Future Background (2029) Future Total (2029)

Mvmt Vol V/C LOS
(Delay)

Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95) Vol V/C LOS

(Delay)
Queues
(50/95)

Overall - - A (7) -/- - - A (7) -/- - - A (7) -/-
NBLTR 50 0.07 A (7) -/0 68 0.09 A (8) -/0 69 0.09 A (8) -/0
EBLTR 40 0.05 A (7) -/0 40 0.05 A (7) -/0 40 0.05 A (7) -/0
WBLTR 6 0.01 A (7) -/0 6 0.01 A (7) -/0 6 0.01 A (7) -/0
SBLTR 35 0.05 A (7) -/0 60 0.08 A (7) -/0 62 0.08 A (7) -/0

The unsignalized intersection of Haig Boulevard and Atwater Avenue is forecasted to operate well during all
peak hours with all movements operating within capacity and with minimal delays.

INTERSECTION CAPACITY ANALYSIS SUMMARY
In summary, the movements listed in Table 5-50 will be impacted by the proposed development such that
their operations will be become critical.

Table 5-50: Intersection Capacity Analysis Summary – Critical Movements due to Development
Intersection
/Movement

Time
Period

V/C (Future
Background)

V/C (Future
Total) Recommendation

Dixie Road &
Rometown Drive /

South Service Road:
Overall intersection

AM
Peak
Hour

0.77 0.94

City to implement proposed signal timing plan
optimization. City to monitor future traffic at intersection

to respond to anticipated congestion.

Haig Boulevard &
South Service Road:

NBLR movement

AM
Peak
Hour

0.71 1.00

Note that worsening of NBLR operations is a result of STP
optimization that is required to improve overall

intersection capacity as V/C exceeds 1.0 in future
background conditions. City to implement proposed STP

when West Mall Access is removed. City to consider
adding exclusive turn lanes to improve operations.

In addition, several movements have been noted to exceed the critical capacity, as defined by the City and
Region, due to background growth. These movements are summarized in Table 5-51.
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Table 5-51: Intersection Capacity Analysis Summary – Critical Movements due to Background
Intersection Movement Time Period V/C (Future Background) V/C (Future Total)

Dixie Road & North
Service Road / QEW

Westbound Off-
Ramp

Overall intersection PM Peak Hour 1.00 1.00
WBT PM Peak Hour 0.92 0.93
SBT PM Peak Hour 0.98 0.96

Overall intersection Saturday Peak Hour 0.91 0.88

Haig Boulevard &
South Service Road

Overall intersection AM Peak Hour 1.11 1.02
EBTR AM Peak Hour 1.45 1.02

Overall intersection PM Peak Hour 1.06 0.90
EBTR PM Peak Hour 1.20 0.93

Lakeshore Road
East & Haig
Boulevard

Overall intersection AM Peak Hour 1.16 1.16
EBTR AM Peak Hour 0.98 0.98

NBLTR AM Peak Hour 1.72 1.72
Overall intersection PM Peak Hour 1.45 1.45

EBTR PM Peak Hour 0.98 0.97
WBTR PM Peak Hour 0.95 0.95
NBLTR PM Peak Hour 2.36 2.38

Overall intersection Saturday Peak Hour 0.92 0.92
EBTR Saturday Peak Hour 0.92 0.91
WBTR Saturday Peak Hour 0.98 0.97

Lakeshore Road
East & Dixie Road

Overall intersection AM Peak Hour 0.90 0.90
WBT AM Peak Hour 0.96 0.96

Overall intersection PM Peak Hour 1.11 1.10
EBL PM Peak Hour 1.18 1.17
WBT PM Peak Hour 1.15 1.14
SBTR PM Peak Hour 0.95 0.93

Overall intersection Saturday Peak Hour 1.02 1.00
EBL Saturday Peak Hour 1.20 1.15
WBT Saturday Peak Hour 1.01 1.00

The proposed development will have minimal impact or will improve these operations due to net volume
reduction, so mitigation measures are not being proposed on behalf of the development.

RECOMMENDED MITIGATION MEASURES

Signal timing plan optimization has been proposed at the following intersections:

Ʒ Dixie Road & Sherway Drive;

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

Ʒ Dixie Road & Rometown Drive/South Service Road;

Ʒ Lakeshore Road East & Haig Boulevard;

Ʒ Dixie Road & Lakeshore Road East; and

Ʒ Haig Boulevard & South Service Road.

A signal warrant analysis was completed for the intersection of South Service Road & Site Access 2, however
it was found that a signal was not warranted. The signal warrant analysis can be found in Appendix H.
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As discussed in Section 5.5, the impact of the development’s AM peak hour traffic on the intersection of Dixie
Road & Rometown Drive should be monitored as development on the site is built-out, as the overall
operations of the intersection are expected to approach capacity. Similarly, the operations of the intersection
of Haig Boulevard and South Service Road should be monitored. The proposed development will improve the
operations of this intersection by removing one leg and optimizing the signal timing plan, however the
northbound movement is still expected to operate at capacity in the morning peak hour due to background
growth.

In summary, there are several constraints identified in future background conditions because of the Lakeview
Village masterplan development. The proposed development at Dixie Outlet Mall does not introduce any new
capacity constraints and some movements will operate better due to the net volume reduction.

COMMUNITY IMPACTS

In summary, it is expected that the study area road network will develop some congestion issues in the 2029
horizon, and much of these issues will stem from the development of the Lakeview Village masterplan. In
particular, the community will notice increased congestion in the following intersections:

Ʒ Dixie Road & Rometown Drive / South Service Road (AM peak hour only);

Ʒ Haig Boulevard & South Service Road (AM peak hour only);

Ʒ Dixie Road & North Service Road / QEW Westbound Off-Ramp (PM and Saturday peak
hours);

Ʒ Haig Boulevard & South Service Road (AM and PM peak hours);

Ʒ Lakeshore Road East & Haig Boulevard (AM, PM and Saturday peak hours); and

Ʒ Lakeshore Road East & Dixie Road (AM, PM and Saturday peak hours).

However, the proposed Phase 1 development at Dixie Outlet Mall will improve operations for many
movements and intersections in the study area, due to the net removal of vehicle trips generated by the
existing retail on the site during afternoon and weekend peak periods. Therefore, the development will have
a positive impact on the community. The proposed development will also increase the viability of non-auto
transportation modes in the study area, through the implementation of TDM measures such as pedestrian
amenities, wayfinding, bike parking and transit information displays, as will be discussed in Section 7.
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PARKING AND LOADING ASSESSMENT
This section will discuss the vehicular parking, bicycle parking, and loading requirements applicable to the
subject site based on the City of Mississauga’s Zoning By-law 0225-2007. A review will also be undertaken of
the proposed parking strategy for the subject site to provide a comparison to the applicable requirements and
assess whether the proposed strategy is appropriate for the site.

Given the subject site’s location, planning context, future transportation context, parking data, development
precedents, and the proposed Transportation Demand Management (TDM) plan, a parking reduction
compared to the zoning by-law requirements is recommended for this development. The reduced parking
strategy and TDM Plan will enable the subject site to contribute to the area in a manner that reduces
automobile dependency, supports daily travel by transit and active transportation, and creates a dynamic,
mixed-use community on the subject site.

VEHICULAR PARKING REQUIREMENTS – ZONING BY-LAW 0225-2007

6.1.1 Vehicular Parking Requirements

The vehicle parking requirements for the proposed land uses have been determined based on the City of
Mississauga’s Zoning By-law 0225-2007, 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 6-1 shows the zoning by-law parking requirements for Precinct 4 applied to the proposed development.
As the residential tenure is still to be decided, the highest requirement (i.e. the required rates for condo
tenure) has been assumed to be conservative.

Table 6-1: By-law 0225-2007 Precinct 4 Parking Requirements
Land Use Units/ GFA (m2) Minimum Parking Rate Minimum Required Parking

Residential 997 1.10 spaces per unit 1,097
Visitor 997 0.20 spaces per unit 199
Retail 53,929 5.4 spaces per 100 m2 retail GFA 2,912

TOTAL 4,208

As shown in Table 6-1, the proposed development and remaining mall would be required to provide a
minimum of 4,208 parking spaces to meet the Precinct 4 parking requirements, consisting of 1,097 spaces for
residents, 199 spaces for visitors and 2,912 spaces for retail.

Based on a survey of the Dixie Outlet Mall parking lot, there are approximately 2,950 existing parking spaces
on-site. For the existing retail GFA of 69,810m2, the existing supply is equivalent to 4.23 spaces per 100 m2

retail GFA. More information about this survey is provided in Section 6.3.4.

6.1.2 Vehicular Parking Requirements Following MTO Expropriation

Approximately 279 existing retail parking spaces will be lost to the MTO expropriation for the QEW/Dixie
interchange reconfiguration. According to article 2.1.7 of Zoning By-law 0225-2007, the acquisition of a
portion of the parking area by the Province of Ontario does not result in a deficiency from the standard parking
requirements.

The expropriation will leave the site with 2,671 spaces, equivalent to approximately 3.83 spaces per 100 m2

retail GFA based on the existing retail GFA. Therefore, a parking supply of 3.83 spaces per 100 m2 retail GFA
will is the updated parking requirement for the site. Since the retail GFA will be reduced by approximately
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15,881 m2 due to the proposed development, applying the minimum rate of 3.83 spaces per 100 m2 GFA to
the future retail GFA results in a minimum requirement of 2,063 retail parking spaces. The parking
requirements for the site are summarized in Table 6-2.

Table 6-2: Parking Requirements Following MTO Expropriation
Land Use Units/ GFA (m2) Minimum Parking Rate Minimum Required Parking

Residential 997 1.10 spaces per unit 1,097
Visitor 997 0.20 spaces per unit 199

Retail 53,929 Existing supply rate after MTO expropriation
(Approximately 3.83 spaces per 100m2 retail GFA) 2,063

TOTAL 3,359

Therefore, the proposed development must provide a minimum of 1,097 residential parking spaces, 199
visitor parking spaces and 2,063 retail parking spaces.

6.1.3 Electric Vehicle Parking Requirements

Zoning By-law 0225-2007 also requires the provision of Electric Vehicle Ready parking spaces in accordance
with Table 3.1.1.12. The requirements for the development are summarized in Table 6-3.

Table 6-3: By-law 0225-2007 Electric Vehicle Ready Parking Requirements

Land Use Units Minimum Parking Rate Minimum Required
Parking

Minimum Required
EV-Ready Parking

Residential – Condominium
or Rental Apartment 997 20% of the total required

parking spaces 1,097 219

Visitor – Condominium or
Rental Apartment 997 10% of the total required

parking spaces 199 20

TOTAL 239

A total of 239 Electric Vehicle Ready parking spaces are required for the proposed residential development.
No Electric Vehicle Ready parking will be required for the existing retail use. This requirement will be satisfied.

PROPOSED VEHICULAR PARKING RATE

Recognizing the subject site’s location, site design, planning context, and the surrounding transportation
network, reduced rates are proposed for the development. The proposed rates and corresponding supply are
summarized in Table 6-4.

Table 6-4: Proposed Parking Rates for the Development

Land Use Units/GFA
(m2) Proposed Minimum Parking Rate Proposed Parking Supply Shortfall from By-law

Requirements
Residential

997
0.85 spaces per unit 848 spaces (0.85 sp/unit) -249

Visitor 0.15 spaces per unit 161 spaces (0.16 sp/unit) -38
Retail 53,929 3.8 spaces per 100 m2 retail GFA 2,185 spaces (4.05 sp/100m2) N/A

TOTAL 3,194 -287

The development proposes a supply of 848 residential parking spaces and 161 visitor parking spaces in an
underground parking garage which will accommodate the projected parking demand for the site without a
need for off-site parking arrangements. The proposed parking supply will meet the proposed reduced parking
supply rates of 0.85 spaces per unit for residents and 0.15 spaces per unit for visitors.
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The existing surface parking lot will provide a supply of 2,185 retail parking spaces, equivalent to 4.05 spaces
per 100 m2 retail GFA. The future retail parking supply accounts for the net loss of 279 existing spaces due to
MTO expropriation and 486 spaces due to the addition of the proposed residential blocks.

With the proposed supply, the subject site will have a shortfall from Precinct 4 requirements for residents and
visitors of 287 spaces overall.

VEHICULAR PARKING REDUCTION JUSTIFICATION
It is recognized that the proposed development is seeking to provide a parking supply that is reduced 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, parking
demand data, and comparable precedent-setting developments.

6.3.1 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)

6.3.1.1 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
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 consistent 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;”

The proposed development will provide less than one parking space per unit, supporting a shift away from
automobile dependency. 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 mode split around 26% during peak periods, as detailed in Section
4.2.1. Therefore, the decision to provide less parking aids to promote mobility options that are not
automobile-dependent, such as active transportation and transit.
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6.3.1.2 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.

6.3.1.3 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
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.

6.3.1.4 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 6-1.
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Figure 6-1: 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:

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.

6.3.1.5 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.
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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 areas with mixed land-uses, built forms that promote
density, available nearby transit, high walkability, and developments with robust TDM measures.

The guidance of the PMPIS relates to the proposed development because the proposed parking reduction is
supported through the following proposed development characteristics:

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

Ʒ Walkability – Ample sidewalks and trails 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; and

Ʒ Robust TDM measures – Extensive TDM plan proposed for the subject site in Section 7 .

Although the subject site has been designated Precinct 4, it is clear that the development context and
transportation vision for the area exhibit the characteristics of a precinct with lower parking requirements.

6.3.1.6 Major Transit Station Areas (MTSA)

Provincial, regional and local policies for density and development are structured around the identification of
Major Transit Station Areas (MTSA). Mississauga’s MTSAs are located along future higher-order transit
corridors including the Dundas BRT corridor, Hazel McCallion LRT corridor, Lakeshore BRT corridor and around
GO Stations. Although the subject site is not within an official Major Transit Station Area, the proposed Phase
1 residential buildings are located within 800m of the Dixie Outlet Mall Bus Terminal and the Priority Bus
Corridor along Dixie Road, designated by Metrolinx.

As per the PMPIS, MTSAs are generally categorized as Parking Precinct 1-3, whereas the subject site has
been categorized as Parking Precinct 4. Due to the intensification proposed on the subject site and the
availability of transit within a priority network, it is recommended that parking rates below those required in
Precinct 4 be implemented on the site.

6.3.2 Future Transportation Context

As discussed in Section 3, the future transportation context of the subject site is supportive of non-auto
transportation modes. As shown in Figure 6-2, several transit and active transportation improvements are
proposed in the study area. Many routes will be extended or re-routed to serve the Dixie Mall Terminal, and
a new route (14) will continue to provide service along South Service Road, directly adjacent to the proposed
residential buildings.
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Figure 6-2: Future Planned Transit and Cycling Network

6.3.3 Residential Parking Demand

6.3.3.1 Proxy Parking Demand Surveys

To justify the proposed residential parking supply, a residential parking utilization study was undertaken as
per the City of Mississauga’s Terms of Reference for Parking Utilization Studies for Site Specific Applications.
LEA collected residential parking demand data from several proxy sites in the City of Mississauga to assess the
existing parking demand for residential buildings with similar location and development contexts. The sites
included in the study are described in Table 6-5.

Table 6-5: Residential Parking Proxy Sites
Address Number of Units Tenure Transportation Context Parking Precinct

1333 Bloor Street, Mississauga 442 Condo Walk Score: 73
Transit Score: 52 4

1750 Bloor Street, Mississauga 153 Rental Walk Score: 68
Transit Score: 53 4

Subject Site:
1250 South Service Road, Mississauga

Block 1: 159
Block 2: 338
Block 3: 500

TBD Walk Score: 80
Transit Score: 37 4

The proxy sites were approved as appropriate proxy sites through a Terms of Reference letter circulated to
the City of Mississauga’s Transportation Works Department on October 27, 2023, which is provided in
Appendix A. The surveys were undertaken in January 2024. For each survey, the residential parking demand
was surveyed over 6 days (Sunday – Tuesday, for 2 weeks), making observations every half hour between 6:00
PM and 1:00 AM.

Vacancy rates for the proxy sites could not be confirmed. Instead, the average vacancy rates were obtained
from the Canada Mortgage and Housing Corporation (CMHC) Rental Market Report (January 2024). In 2023,
the average vacancy rate of purpose-built rental units for buildings with 100-199 units in the Mississauga
Northeast zone was 2%. Vacancy data for condominium apartments was available for the Toronto Census
Metropolitan Area only, rather than the Mississauga Northeast zone. The average condominium vacancy rate
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in 2023 was 0.5% for buildings with 400-499 units. These vacancy rates were applied to the results of the
parking demand surveys for their respective tenure, to be conservative.

The demand observed during each survey and the corresponding utilization is presented in Table 6-6. Full
datasets are provided in Appendix I.

Table 6-6: Proxy Residential Parking Utilization Survey Results

Survey Date Max Demand (spaces) Utilization
(spaces/unit)

Utilization (spaces/unit) –
Unit Vacancy Adjustment Applied

Residents Visitors Residents Visitors Residents Visitors
1333 Bloor Street

Sunday, January 14, 2024 455 24 1.03 0.05 1.04 0.06
Monday, January 15, 2024 455 15 1.03 0.03 1.04 0.03
Tuesday, January 16, 2024 454 17 1.03 0.04 1.03 0.04
Sunday, January 21, 2024 460 25 1.04 0.06 1.05 0.06
Monday, January 22, 2024 459 16 1.04 0.04 1.04 0.04
Tuesday, January 23, 2024 457 10 1.03 0.02 1.04 0.02

1750 Bloor Street
Sunday, January 14, 2024 131 12 0.86 0.08 0.87 0.08
Monday, January 15, 2024 119 13 0.78 0.08 0.79 0.09
Tuesday, January 16, 2024 127 13 0.83 0.09 0.85 0.09
Sunday, January 21, 2024 130 12 0.85 0.08 0.87 0.08
Monday, January 22, 2024 131 11 0.86 0.07 0.87 0.07
Tuesday, January 23, 2024 129 11 0.84 0.07 0.86 0.07

The maximum observed parking demand at 1333 Bloor Street was 1.05 spaces per unit for residents and 0.06
spaces per unit for visitors. At 1750 Bloor Street, the maximum observed parking demand was 0.87 spaces per
unit for residents and 0.09 spaces per unit for visitors.

Although the results are slightly higher than the proposed residential parking rate of 0.85 spaces per unit, it is
expected that Transportation Demand Management (TDM) measures to be implemented on the site will
reduce the demand for residential parking on the subject site.  The TDM Plan for the development is detailed
in Section 7. It is also expected that the subject site will have higher Walk, Bicycle and Transit Scores than the
proxy sites upon occupancy, as planned improvements are built out, as discussed in Section 3.

Further, it is expected that as the transportation and land use context of the subject site evolve through
improvements to the transportation network and the proposed development, the context will resemble more
mixed-use and less auto-dependent areas of the city as opposed to Precinct 4 lands, which the subject site is
currently categorized.

The observed peak visitor parking demand during the surveys is supportive of the proposed visitor supply rate
of 0.15 spaces per unit.

6.3.3.2 Other Parking Utilization Surveys

To further justify the proposed parking supply, past parking demand surveys from LEA Consulting’s existing
database were reviewed for four comparable residential sites. The proxy sites selected are located within the
City of Mississauga, all in Parking Precinct 4. They have similar high-rise residential contexts and are all rental
buildings.
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The Transit Score and Walk Score were noted as a simple metric to compare the walkability and transit
accessibility of each site. The subject site has a relatively high Walk Score of 80 due to the abundance of nearby
amenities, primarily provided within Dixie Mall itself. However, it has a relatively low Transit Score of 37 due
to the limited number of local bus routes available within the vicinity, and the distance to higher order transit.

The transit score is expected to increase with the proposed MiWay improvements discussed in Section 3.2.
The site is also accessible to regional transit by way of Dixie GO and Long Branch GO Stations, which are
accessible via local transit and active transportation modes. As such, the selected sites are considered to be
suitable proxy site locations to assess the appropriateness of the proposed parking rates and supply for the
development.

Table 6-7 shows the comparable proxy sites and the peak parking demand observed during the survey period.
Detailed survey data summaries are provided in Appendix I.

Table 6-7: Historical Proxy Residential Parking Utilization Survey Results

Proxy Site
Location Site Stats Walk Score/Distance to

Higher-Order Transit Survey Period
Observed Max.

Parking Demand Rate
Spaces Rate/Unit

1750 Bloor
St

(Precinct 4)

11-storey rental
apartment; 153

units (150
occupied)

Walk Score: 68
Transit Score: 53
Transit Context: served by
2 local bus routes; 15 min
bus ride to Kipling GO.

Thur. Feb 28, 2019 (6 PM – 1 AM)
Fri. Mar 1, 2019 (6 PM – 1 AM)
Sat. Mar 2, 2019 (6 PM – 1 AM)
Sun. Mar 3, 2019 (6 PM – 1 AM)

Res: 120
Vis: 16

Res: 0.80
Vis: 0.11

Total: 0.91

3315
Fieldgate Dr
(Precinct 4)

11-storey rental
apartment; 149

units (147
occupied)

Walk Score: 68
Transit Score: 53
Transit Context: served by
2 local bus routes; 15 min
bus ride to Kipling GO.

Thur. Feb 28, 2019 (6 PM – 1 AM)
Fri. Mar 1, 2019 (6 PM – 1 AM)
Sat. Mar 2, 2019 (6 PM – 1 AM)
Sun. Mar 3, 2019 (6 PM – 1 AM)

Res: 121
Vis: 13

Res: 0.82
Vis: 0.09

Total: 0.91

1055 Bloor
St

(Precinct 4)

18-storey rental
apartment; 323

units (fully
occupied)

Walk Score: 69
Transit Score: 53
Transit Context: served by
2 local bus routes; 25 min
bus ride to both Dixie GO
and Kipling GO.

Thur. Oct 24, 2019 (11 PM – 3 AM)
Fri. Oct 25, 2019 (11 PM – 3 AM)

Res: 275
Vis: 14

Res: 0.85
Vis: 0.04

Total: 0.89

3480
Havenwood

Dr
(Precinct 4)

8-storey rental
apartment; 132

units

Walk Score: 59
Transit Score: 51
Transit Context: served by
2 local bus routes; 15 min
bus ride to Kipling GO.

Thur. Aug 11, 2022 (6 PM – 1 AM)
Fri. Aug 12, 2022 (6 PM – 3 AM)

Sat. Aug 13, 2022 (12 PM – 3 AM)
Fri. Aug 19, 2022 (6 PM – 3 AM)

Sat. Aug 20, 2022 (12 PM – 3 AM)

Res: 103
Vis: 5

Res: 0.78
Vis: 0.04

Total: 0.82

Subject Site:
1250 South

Service
Road

3 buildings:
8-19 stories,
159, 338 and

500 units
Total: 997 units

Walk Score: 80
Transit Score: 37
Transit Context: served by
2 local bus routes; 20 min
bus ride to both Dixie GO
and Long Branch GO.

Proposed Rates
Res: 0.85
Vis: 0.15

Total: 1.00

Based on the historical survey results, the observed peak residential parking demand at the proxy sites ranges
from 0.78 to 0.85 spaces per unit, despite the zoning by-law requiring a parking supply of 1 space per unit for
apartment units in Parking Precinct 4. These observed trends indicate that the proposed residential parking
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supply of 0.85 spaces per unit will sufficiently meet the demand of future residents of the subject site, since
residents of existing buildings located Precinct 4 are already utilizing alternatives modes of transportation for
primary trips. This parking rate is also supportive of local policies to reduce parking, as discussed.

Similarly, the observed peak visitor parking demand at the proxy sites ranges from 0.04 to 0.11 spaces per
unit, despite the zoning by-law requiring a parking supply of 0.2 spaces per unit for Parking Precinct 4.
Therefore, the proposed visitor parking supply of 0.15 spaces per unit will sufficiently meet the future visitor
demand of the subject site.

6.3.3.3 Development Precedents

In addition to the data collected above, several recent developments in Mississauga have sought to provide a
reduced residential parking supply to support the City’s Multi-Modal City and urban planning goals.

A review of development applications sharing a similar transportation context to the subject site, was
conducted. The locations of the precedent sites are shown in Figure 6-3, and the development and location
context for each is summarized in Table 6-8. The development statistics and proposed parking supply rates
presented are from the respective transportation impact studies, parking justification studies or city council
recommendation reports for each application, excerpts from which are provided in Appendix J.

Figure 6-3: Precedent Site Locations
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Table 6-8: Recently Pursued or Approved Residential Parking Rates

# Site Location Development
Context

Unit
Breakdown Existing Transportation Context

Proposed
Parking Rate
(spaces/unit)

Application
Status

1

1750 Bloor St
& 3315

Fieldgate Dr
(Precinct 4)

258 new units
+ 302 existing

units

1-Bed: 54%
2-Bed: 43%
3-Bed: 3%

Walk Score: 68
Transit Score: 53
Transit Access: served by 2 local
bus routes; 15-min bus ride to
Kipling GO.

Res: 0.80
Vis: 0.09

Approved
(By-law
0073-
2022)

2 1785 Bloor St
(Precinct 4)

238 new units
+ 76 existing

units

Bachelor: 6%
1-Bed: 29%
2-Bed: 52%
3-Bed: 13%

Walk Score: 67
Transit Score: 53
Transit Access: served by 2 local
bus routes; 15-min bus ride to
Kipling GO.

Res: 0.77
Vis: 0.15

Application
in Progress

(OZ/OPA
22-14 W3)

3
1000 & 1024
Dundas St E
(Precinct 3)

3 buildings:
543 units,

750 m2 retail
GFA

Bachelor: 43%
1-Bed: 31%
2-Bed: 26%
3-Bed: <1%

Walk Score: 84
Transit Score: 52
Transit Access: served by 3 local
bus routes; 15-min bus ride to
Dixie GO.

Res: 0.68
Vis: 0.12
Retail:

shared with
visitors

Application
in Progress

(OZ/OPA
22-18 W1)

4
1225 Dundas

St E
(Precinct 3)

462 condo
units, 34

townhouse
units, 676 m2

retail GFA

1-Bed: 56%
2-Bed: 35%
3-Bed: 9%

Walk Score: 87
Transit Score: 54
Transit Access: served by 3 local
bus routes; 15-min bus ride to
Dixie GO.

Apartment
Res: 0.51
Vis: 0.10

Townhouse
Res: 0.90
Vis: 0.18

Application
in Progress

(OZ/OPA
22-20 W3)

5
255 Dundas St

W
(Precinct 3)

392 units,
1,288 m2 retail

GFA

1-Bed: 59%
2-Bed: 34%
3-Bed: 7%

Walk Score: 85
Transit Score: 59
Transit Access: served by 7 local
bus routes; 16-min walk or 10-
min bus ride to Cooksville GO.

Res: 0.85
Vis: 0.15

Application
in Progress
(OZ 21-004

W7)

6

Subject Site:
1250 South

Service Road
(Precinct 4)

3 buildings:
997 units

1-Bed: 65%
2-Bed: 20%
3-Bed: 15%

Walk Score: 80
Transit Score: 37
Transit Access: served by 2 local
bus routes; 20-min bus ride to
Dixie GO or Long Branch GO.

Res: 0.85
Vis: 0.15 Proposed

The future transportation context of the subject site is anticipated to be similar to that of the precedent
developments in multiple ways.

Firstly, the pedestrian connectivity and transit options will both be improved in the study area as the
development is built-out. 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.
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Additionally, the precedent developments represent the vision of dense, mixed-use communities that will
provide an interconnected multi-modal transportation network in the city. The subject site shares similarities
with the precedent developments as each seek to add significant residential density to the surrounding
community, while capitalizing on proposed or planned transit improvements underway.

A clear trend of providing reduced residential parking is observed within each of the comparable
developments. The proposed residential parking rates of such developments are comparable to the proposed
development’s parking supply.

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. 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
justified based on the precedent developments also exhibiting these characteristics.

6.3.3.4 Residential Tenure

It is understood that the City of Mississauga sets different parking standards for condominiums and rental
apartments. The set of proxy sites and precedent developments considered in this study represent a variety
of tenure since the tenure of the proposed development is unconfirmed at this time.

It is noted that residential condominium buildings do not preclude rental tenure. According to the Canadian
Mortgage and Housing Corporation (CMHC), many condominium buyers purchase their units as an investment
and plan to rent them out. Therefore, it is anticipated that the parking demand would be similar between
condos and rentals.

In addition, a reduced parking supply has been proposed for the subject site, as a car-free lifestyle will be
encouraged and supported through improvements to the local multi-modal transportation network. A
reduced parking demand is expected from residents of the proposed development because of this, no matter
the tenure.

Furthermore, LEA completed a review of the Zoning By-law parking requirements for all 25 municipalities in
the Greater Toronto Area, in order to determine if other municipalities differentiate between rental and
condominium tenure for parking requirements. The results are summarized in Table 6-9.

Table 6-9: Jurisdictional Review of Zoning By-laws

Municipality Current Zoning By-Law Differentiation between
Tenure Type?

York Region
Aurora Zoning By-law 6000-17 No
East Gwillimbury Zoning By-law 2018-043 No
Georgina Zoning By-law 500 No
King Zoning By-laws 74-53 & 2017-66 No
Markham Zoning By-law 28-97 No
Newmarket Zoning By-law 2010-40 No
Richmond Hill Zoning By-law 111-17 No
Vaughan Zoning By-law 001-2021 No
Whitchurch-Stouffville Zoning By-law 2010-001-ZO No
Halton Region
Burlington Zoning By-law 2020 No
Halton Hills Zoning By-law 2010-0050 No
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Municipality Current Zoning By-Law Differentiation between
Tenure Type?

Milton Zoning By-laws 144-2003 & 016-2014 No
Oakville Zoning By-laws 2014-014 & 2009-189 No
Peel Region
Brampton Zoning By-law 270-2004 Yes
Caledon Town of Caledon Zoning By-law No
Mississauga Zoning By-law 0225-2007 Yes
Durham Region
Ajax Zoning By-law 95-2003 No
Clarington Zoning By-law 84-63 No
Oshawa Zoning By-law 60-94 Yes
Pickering Zoning By-law 7553/17 No
Scugog Zoning By-law 14-14 No
Uxbridge Zoning By-law 81-19 No
Whitby Zoning By-law 2585, 1784 and 5581-05 No
Brock Zoning By-law 287-78-PL No
City of Toronto
Toronto Zoning By-law 569-2013 No

Overall, it was determined that only 12% (3/25) of municipalities differentiate between rental and
condominium tenure within their Zoning By-law. Therefore, it is evident that tenure type is not a significant
factor in parking demand and the acceptance of the observed residential parking rates at the rental apartment
buildings are considered good practice.

6.3.4 Retail Parking Demand

A parking utilization study was undertaken at Dixie Outlet Mall to determine the existing retail parking demand
on the site in order to support a reduction in the existing retail parking supply. 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 in
the Dixie Outlet Mall parking lot. Surveys were completed during the 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.

A map of the surveyed parking lot is provided in Figure 6-4.
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Figure 6-4: Retail Parking Utilization Study Boundaries

During the study, a total supply of 2,800 spaces was observed in the Dixie Outlet Mall parking lot. An unmarked
paved area was also observed in Zone I (shown in Figure 6-4), estimated to provide approximately 150 spaces,
but was not included in the supply as no vehicles were observed using the unmarked area. Therefore, the
total parking supply on the site is approximately 2,950 spaces.

It should be noted that 240 spaces were obstructed during the survey due to construction, bringing the
effective supply to 2,560 spaces. A summary of the parking supply and corresponding supply rates are
provided in Table 6-10.

Table 6-10: Dixie Outlet Mall Existing Parking Supply

Parking Supply Retail GFA (m2) Parking Supply Rate
(spaces/100m2 GFA)

Total Mall Parking Supply 2,950

Total
Retail GFA 69,810

Existing Parking
Supply 4.23Unmarked Area Parking Supply (Not surveyed) 150

Parking Supply Obstructed During Survey 240

Effective Parking Supply During Survey 2,560 Effective Parking
Supply During Survey 3.67

The existing mall provides a parking supply of 4.23 spaces per 100 m2, however, during the parking utilization
survey, only 3.67 spaces per 100 m2 were available for use.

The occupied retail GFA at the time of the survey was 50,625 m2, as per communications from SCREO.

The parking demand across the six survey dates is illustrated in Figure 6-5. The highest parking demand was
observed on Sunday, November 6, 2022, at 2:30pm. Weekend parking demand trends were very consistent
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throughout the survey, with the demand rising steadily until the peak around 2:30pm and then diminishing
through the rest of the day. Weekday parking demand is more consistent through business hours, however
lower overall compared to the weekend demand.

Figure 6-5: Retail Parking Utilization Survey Data

During the survey, a peak retail parking demand of 1,238 spaces was observed. Considering the occupied retail
GFA of 50,625 m2, the parking demand was 2.45 space per 100 m2. Adjusting for time of year using the Monthly
Adjustment Factor of 0.76 based on the Urban Land Institute’s Shared Parking (see Appendix I), the maximum
demand in the busiest season of the year (December) would be 1,629 spaces, or 3.22 spaces per 100 m2.

LEA received the following comment on February 28, 2023, from City Parking staff regarding the December
2022 TIS submission:

“Staff advise that vacant retail store Gross Floor Area (GFA) is to be included in the survey calculations at the
required zoning by-law parking rate. Please update calculations.”

At the request of City staff, the zoning by-law required rate for Precinct 4 (5.4 spaces per 100 m2 GFA) was
applied to the vacant retail area (19,185 m2) in place of parking demand data, resulting in a forecasted demand
of 1,036 additional spaces for the vacant retail area.

Combining the observed demand and additional demand for retail vacancy, the peak retail parking demand
on the subject site is 2,665 spaces, or 3.82 spaces per 100 m2 GFA.
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The survey results and demand calculations discussed above are summarized in Table 6-11. The full survey
dataset is provided in Appendix I.

Table 6-11: Parking Utilization Study Results

Survey Date
Observed

Peak
Demand

Peak
Demand,

Adjusted for
Peak Month1

Peak Demand Rate
(spaces/100 m2

GFA) – Adjusted for
Peak Month1

Estimated
Demand of

Vacant Retail
GFA

Total Peak
Demand

Total Peak
Demand

Rate

Friday Oct 28, 2022 706 929 1.83
5.4 spaces

per 100 m2 *
19,185 m2 =

1,036

1965 2.81
Saturday Oct 29, 2022 1,126 1,482 2.93 2518 3.61
Sunday Oct 30, 2022 1,142 1,503 2.97 2539 3.64
Tuesday Nov 1, 2022 587 772 1.53 1808 2.59
Saturday Nov 5, 2022 1,199 1,578 3.12 2614 3.74
Sunday Nov 6, 2022 1,238 1,629 3.22 2665 3.82

1Monthly adjustment factor for November applied as per Urban Land Institute’s Shared Parking methodology for calculating
maximum parking demand.

It is expected that the future retail parking demand will be consistent with the data collected, as no significant
changes are proposed for the mall, other than the reduction in GFA. Therefore, a minimum retail parking
supply rate of 3.22 spaces per 100 m2 is expected to be sufficient for the subject site. Following the
methodology proposed by City staff, a parking supply rate of 3.82 spaces per 100 m2 is justified.

Therefore, the proposed retail parking supply of 4.05 spaces per 100 m2 retail GFA is supported by the results
of the retail parking utilization survey completed at the subject site.

VEHICULAR PARKING SUMMARY

The justification for the proposed residential parking supply is summarized below:

Ʒ Zoning By-law 0225-2007 (Parking Precinct 4) minimum requirements:

o Residential Requirement: 1,097 spaces (1.1 spaces per unit)

o Visitor Requirement: 199 spaces (0.2 spaces per unit)

Ʒ Proposed parking supply:

o Residential Supply: 848 spaces (0.85 spaces per unit)

o Visitor Supply: 161 spaces (0.16 spaces per unit)

Ʒ Residential parking demand surveys at proxy sites:

o Surveys completed at two sites in January 2024

o Historical survey data from four sites

o All residential sites located in Parking Precinct 4

o Peak residential parking demand between 0.78 and 1.05 spaces per unit

o Peak visitor parking demand between 0.04 and 0.11 spaces per unit

Ʒ Precedent development applications for residential developments in Parking Precincts 3 and 4:

o Residential parking rates as low as 0.51 spaces per unit
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o Visitor parking rates as low as 0.09 spaces per unit

The justification for the proposed retail parking supply is summarized below:

Ʒ Zoning By-law 0225-2007 (Parking Precinct 4) minimum requirements: 5.4 spaces per
100 m2 GFA.

Ʒ Existing parking supply: 2,950 spaces (4.23 spaces per 100 m2 existing GFA).

Ʒ Due to the expropriation of existing parking spaces on the site by the Ministry of
Transportation, the Zoning By-law requirements is reduced to the post-expropriation
supply of 2,671 spaces (3.83 spaces per 100 m2 existing GFA). This rate can thus be applied
to the future development.

Ʒ Proposed parking supply: 2,185 spaces (4.05 spaces per 100 m2 future GFA).

Ʒ On-site parking demand survey:

o Observed peak demand: 3.22 spaces per 100 m2 GFA

o Calculated peak demand, accounting for vacant mall area at by-law rate: 3.82
spaces per 100 m2 GFA

In addition, the local policy context and future transportation context of the subject site support reduced
parking requirements. Therefore, based on a review of applicable Mississauga planning policy, site context,
observed parking demand, and precedent developments, 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 7.

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. Bicycle parking will only be required for the proposed residential uses
on site, as the retail is part of an existing building where bicycle parking is not required. The bicycle parking
requirements for the proposed development are shown in Table 6-12.

Table 6-12: Bicycle Parking Requirements

Use Units /
GFA (m2)

Bicycle Parking Space Requirement Bicycle Parking Spaces Required
Short Term Rate Long Term Rate Short Term Long Term Total

Residential 997 0.05 spaces per unit 0.60 spaces per unit 50 598 648

In summary, a total of 648 bicycle parking spaces are required on the subject site. The development will meet
or exceed the by-law requirements for bicycle parking. Secure bike storage will be provided on the ground
floor of Blocks 2 and 3 and in the first underground parking level of Block 3. Short-term at-grade bicycle parking
will also be provided in key locations on the site, including near building entrances and along trails.
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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 6-13 lists the general loading requirements,
which will be met by the proposed development.

Table 6-13: Loading Requirements
Loading Space Requirement (ZBL 0225-2007) Total Required Loading Spaces Proposed Loading Spaces

One loading space per apartment building 3 3

A functional design review, including swept path diagrams demonstrating vehicular and loading functionality
of the subject site and proposed development, are provided in Appendix K.



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  U p d a t e
P r o p o s e d  R e s i d e n t i a l  D e v e l o p m e n t

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

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  | 83

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 City of Mississauga requires a TDM Scheme to be developed for large-scale development such as this one.
TDM measures supported by the City that will be implemented in the proposed development are summarized
in Table 7-1, along with the anticipated benefits. A TDM Checklist for the proposed development is provided
in Appendix L.

Table 7-1: Summary of Recommended TDM Measures
TDM Measures Benefits

Pedestrian Circulation

Ʒ Located within walking distance of amenities and destinations

Ʒ Building entrances provide direct access to public streets,
sidewalks, the proposed park, and nearby transit

Ʒ Passenger pick-up/drop-off areas located near the primary
residential building entrances

Ʒ Sidewalks along proposed public street and within the site will
be continuous and accessible

Ʒ Shelters and benches are provided at nearby transit stops

Ʒ Pedestrian amenities, wayfinding and lighting to be provided

Ʒ Safe pedestrian crossings to be provided throughout the site;
nearby intersections are being reconfigured to reduce crossing
distances (i.e. remove channelized turn lanes)

Ʒ Loading areas consolidated within ground floor of each
residential area, away from pedestrian entrances.

Ʒ Provides amenities on-site, reducing
the need to travel far

Ʒ Encourages people to conduct activity
within walking distance

Ʒ Encourages travel by existing surface
transit network

Ʒ Creates a safe and comfortable
environment for active travel modes

Cyclist Orientation

Ʒ Long-term and short-term bicycle parking provided in
accordance with Zoning By-law minimum requirements

Ʒ Bicycle repair station provided for residents

Ʒ Provide wayfinding for cyclists on the site

Ʒ Supports the existing and future cycling
network in study area

Ʒ Facilitates basic repairs / maintenance

Ʒ Encourages cycling as a travel mode

Transit Service

Ʒ Provide information about public transit routes, schedules and
fares in building lobbies

Ʒ Improves knowledge about available
multi-modal travel options

Ʒ Capitalizes on planned transit
improvements
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TDM Measures Benefits
Motor Vehicle Parking

Ʒ Provide a reduced parking supply

Ʒ Provide priority parking for electric vehicles

Ʒ The majority of new parking will be located underground,
screened from pedestrians

Ʒ Requires some residents to live car-free

Ʒ Avoids oversupplying parking where
travel demand can be accommodated
by alternative travel modes

Ʒ Encourages low-emission vehicles

Ʒ Reduces visual impact of parking

Incentives

Ʒ TDM measures will reduce peak hour vehicle trips by >10%

Ʒ Parking cost will be unbundled from unit cost

Ʒ Property owner to become a member of local Transportation
Management Association and appoint a TDM Coordinator

Ʒ Avoids oversupply of parking where
travel demand can be accommodated
by alternative travel modes

Ʒ Consistent TDM promotion

Overall, these TDM measures will reduce the reliance on vehicles for everyday travel, and the residents will
be able to take advantage of the public transit and active transportation facilities in the area. The TDM
measures summarized above are discussed in detail in the following sub-sections.

PEDESTRIAN CIRCULATION
TDM elements for the subject site have been planned in such a way that residents can access key destinations
and run daily errands within walking distance, or by accessing the local transit network. The land use strategy
and development form 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.

Land Use Strategy: The development concept indicates plans for compact residential blocks that will be
supported with retail in the existing Dixie Outlet Mall. Future residents will be able 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.

Development Form: Building entrances will provide direct access to South Service Road or the internal street
network, which will provide continuous and accessible sidewalks, and safe crossings through the parking lot.
A new public street will be provided, connecting directly to Haig Boulevard.

Pedestrian Amenities: In addition, pedestrian amenities such as frequent benches and garbage disposals,
wayfinding and lighting will be provided to enhance the overall comfort of the site. Nearby transit stops have
benches and shelters available as well.

Natural Space: A community park will also be provided as part of the proposed development. This space, in
proximity to the residential buildings and existing retail, will provide natural community space to residents
and visitors. The landscaping will also frame areas with high pedestrian traffic and meeting points.

Pick-Up/Drop-Off Facilities: A pick-up and drop-off area will be provided on the west side of the site, in close
proximity to the primary residential entrances. This area will support the use of ride-sharing and ride-hailing,
thereby reducing the need for auto-ownership and reducing the amount of SOV trips generated by the site.
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Consolidated Loading: Finally, loading activities will take place within loading areas in the ground floor of each
building, so should have minimal impacts to pedestrian flow.

CYCLIST ORIENTATION

As detailed in Section 2.4, a multi-use trail exists along the west side of Dixie Road. The trail will be extended
north along Dixie Road and a new multi-use trail will be added to the north side of North Service Road as part
of the proposed QEW Improvements.

The future trail network will connect the subject site to the existing cycling corridor along Lakeshore Road
East, providing a safe route along the waterfront and to higher order transit service via Long Branch GO
Station. Similarly, cycling infrastructure along Dixie Road will facilitate travel between the subject site and
Dixie GO Station.

Bicycle Parking: The 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 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.

Bicycle Repair Station: The provision of a bicycle repair station increases the accessibility of cycling for
residents and visitors as common tools will be available in the building. Therefore, residents don’t need to
worry about buying or keeping tools to maintain their bicycle. A bicycle repair station should be located at-
grade or near long-term bicycle parking.

Cycling Information: It is also 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 benefits of cycling, rules of the road, and maps
of active transportation infrastructure available in the surrounding area. Physical wayfinding should also be
implemented through the development of the site, to assist cyclists in travelling between the site and the
nearby dedicated facilities.

Cycling Amenities: Additional amenities for cyclists should be provided for residents. Amenities could include
additional maintenance facilities such as bike wash stations, or could include community events like cycling
skills training sessions or information sessions about nearby cycling routes. These amenities will further
support residents who choose to use a bicycle for daily travel year-round.

TRANSIT SERVICE

The subject site is located in an area served by two MiWay bus routes that connect to nearby GO Transit and
TTC services. As detailed in Section 2.2, the subject site is serviced by existing bus routes along 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.

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



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  U p d a t e
P r o p o s e d  R e s i d e n t i a l  D e v e l o p m e n t

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

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  | 86

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 per the MiWay Five 2021-2025 study which seeks to improve connections to GO Stations and
address 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.

Transit Information: 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.

MOTOR VEHICLE PARKING

Minimize Parking: A reduced parking supply is proposed for the subject site. The proposed parking supply is
deficient from Zoning By-law 0225-2007 requirements by 249 residential spaces and 38 visitor spaces. Parking
availability can either encourage households to choose transit, or to purchase a vehicle. Figure 7-1 illustrates
the self-reinforcing cycle of increased automobile dependency and urban sprawl, which 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 7-1: 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).

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
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