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EXECUTIVE SUMMARY
The Chestermere Transportation Master Plan (TMP) Update was developed
in parallel with the Municipal Development Plan (MDP) Update and builds off
the 2009 Transportation Master Plan to bring multi-modal opportunities to the
City. The plan is framed around five key strategies that guide the City towards
Efficient Mobility & Access for All; A Multi-Modal Network; Supporting Walkable
Development for the Downtown and Commercial Centres; Promoting Streets
as Destinations; and Supporting Sustainability.
In doing so, this TMP Update takes a broader approach to transportation
planning than previous TMPs for the City of Chestermere. By moving away
from traditional hierarchical street network planning to an approach that
increases the function (multi-modal opportunities) of all streets, this TMP
will guide the City toward safer streets for Chestermere’s growing families,
including the large youth population.
The TMP creates 3 new street classifications: Connectors, Livable and Local
Streets, within which multiple street types offer variety and flexibility in
how streets can be designed for all age groups, capabilities, and modes of
transportation. In addition to a new integrated street network classification
inspired by a Complete Streets approach, the TMP Update focuses on
connecting neighbourhoods and supporting commercial and recreational
tourism development through guidelines that encourage a dense, connected
street network and walking and cycling networks.
The City’s position at the cusp of transit feasibility and the significant planned
future growth means planning for transit needs to happen now. This TMP
outlines the future regional network and right of way requirements and
provides guidance for future potential local transit.
The 2016 MDP Update includes significant new employment and industrial
land use areas. Coupled with industrial lands proposed in other nearby
jurisdictions, a goods movement network is integral to supporting economic
development and maintaining safety and function in the City’s street network.
Relevant policies, guidelines and action items can be found at the end of each
section in this TMP. An overall policy, guideline and action item summary
that links back to the key strategies of the document can be found in the final
chapter.
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The City of Chestermere needs an efficient transportation system that offers a range
of travel choices supporting an excellent quality of life. A well-connected system is
critical to building stronger communities, supporting a neighbourhood feel and defining
Chestermere as a unique place in the Calgary region.

WHAT IS THE TRANSPORTATION MASTER PLAN UPDATE?

The Chestermere Transportation Master Plan (TMP) has been updated in parallel
with the 2015 Municipal Development Plan (MDP) update. It provides direction for
transportation planning that will enhance Chestermere’s quality of life, and support
economic development and community aspirations with a transportation system
that offers choice and efficiency. The TMP establishes an important link between the
Municipal Development Plan and transportation policy.
Unlike previous TMP planning approaches that focused on short term financial
efficiencies, this TMP was developed with a full understanding of the transportation
environment and a complete approach to planning, in order to guide the City`s short
and long term needs and desires.
The 2017 Transportation Master Plan Update incorporates the community’s strong
vision and aspirations for the next 25 years (and for a projected population of
approximately 57,000) and directs the City toward its realization through a sustainable
transportation planning approach.

1.0 INTRODUCTION
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PROCESS

The TMP was initiated by the City of Chestermere and
prepared by Parsons in collaboration with City staff. It has been
developed in a manner that is fully integrated with the Municipal
Development Plan (MDP) update process.

Background Review

Baseline information was gathered via existing data (including
survey, census, and geographic information systems (GIS) data),
plans and strategies and used as a base for engagement and
visioning for the City’s next 25 years.

Engagement

Engagement for the MDP and TMP was performed on multiple
levels and was led by the City of Chestermere and managed
by O2 Planning & Design as part of the MDP Update process.
Information was gathered via in-person events, on-line platforms,
and workshops involving City staff, stakeholders and members
of the public. Findings from the 2012 City of Chestermere
Community Survey were also used to inform the TMP Update
process.

MDP Vision & Guiding Principles

Following community engagement, Vision and Mission
statements, and Guiding Principles were generated for the MDP
Update.
Stemming from the MDP Vision and Mission statements
and Guiding Principles, and with a thorough understanding
of Chestermere`s background and aspirations, a set of Key
Strategies for how people move about in Chestermere were
developed for the TMP Update.

The TMP works within this context to deliver a document that
guides the City of Chestermere toward achieving its vision.
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ENGAGEMENT & BACKGROUND INFO CALL-OUTS:
Watch for call-outs like this throughout
the document that note key background
information and engagement findings.

Figure 01: Major Inputs for the TMP Update

MDP Update
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Regional context

The City of Chestermere is located in southern Alberta, immediately east of the City of
Calgary. Rocky View County surrounds Chestermere to the north, south, and east. Of
the towns and cities within the Calgary region, Chestermere is the only one that shares
a boundary with the City of Calgary. This allows Chestermere to have significant
influence on how people move between the municipalities, but also creates challenges
in maintaining a unique identity.

POPULATION & DEMOGRAPHICS

Chestermere has grown steadily since its birth as a lakeside recreational village,
with the population more than doubling in the last 10 years. Based on the 2013 Civic
Census, the population of Chestermere was 15,762, with an average household size of
3.1 people per dwelling unit and a geographic area of 32.6 km2.
Chestermere’s population is largely made up of family households, which are
households with a married couple, common-law-couple or lone-parent family. From
2006-2011, the number of family households increased by 47.7%. Of the married and
common-law families, 59.8% had children aged 24 and under living at home (Census,
2011).

Figure 02: Population Growth in Chestermere

2040
56,930

c
Proje

u
Pop
ted

n
latio

Source: City of Chestermere Off-Site Levy Bylaw Update, 2015 and Municipal Development Plan, 2016
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POPULATION & DEMOGRAPHICS (CONt’D)

Chesteremere has a significantly younger population compared to the national average.
In 2011, youth (0-14 years), the working population (15-64 years) and the elderly (65+
years) made up 24%, 70% and 5% of the population, compared to the national averages
of 17%, 69% and 15%, respectively (National Household Survey, 2011).
Recognizing Chestermere’s age groups is critical for future transportation planning.
The above age groups tend to have drastically different transportation behaviour
patterns. For example, the only independent mode of transportation for youth younger
than 16 years of age is active transportation (ie. walking and cycling). On the other
hand, mobility declines with age. While Chestermere’s current elderly population is
much lower than the national average, this will increase significantly as the Working
Group ages and becomes more dependent on modes of transportation other than the
car. Therefore, safety and convenience for walking and cycling is not only critical to
supporting an active population, but even more-so in supporting independent youth and
elderly.
Chestermere’s 2009 annexations have increased future developable land. At full build
out, the population is expected to increase to more than 70,000.

Figure 03: Population Groups
Chestermere

National Average
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15%
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70%

Children/Youth (0-15 yrs)

Working Group (15-65 yrs)

Source: National Household Survey, 2011
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17%

Elderly (65+ yrs)

LAND USE & EMPLOYMENT

Chestermere’s land use is predominantly single family residential. The MDP updated
land use map (Appendix A) designates more than 530 hectares for employment
lands (business park, light industrial), and 160 acres for commercial use, which will
significantly increase live/work opportunities within the City.
Most of the working population (86%) commutes outside of the City for work. Despite
a large commuter population, more than 50% of peak hour trips made by residents
are within Chestermere. This includes trips to local destinations, such as shopping,
schools, and recreational attractions. This number is expected to increase as future
land use and population growth increases along with local employment opportunities.

HOW CHESTERMERIANS COMMUTE

The commuting mode for the employed population 15 years and older is largely
composed of auto-drivers (87%), followed by auto-passengers (6%), transit (4%),
walking (2%) and other (1%) (National Household Survey, 2011). There were a total of
10 reported cycling commute trips out of a total of 7,725 respondents. With a total
of 93% automobile-oriented trips, Chestermere has one of the highest commuting
automobile-dependencies in Canada.

Figure 04: How Chestermerians get to work
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Measuring the commuter modes provides valuable insight
into peak hour travel behaviour, but it does not account for
non-commuter trips, or any trips from non-commuter groups
such as the unemployed, youth and the elderly. It should thus
be noted that commuting mode splits only describe a small
segment of all of the trips in Chestermere. It also indicates
that there is a considerable number of non-commuter trips in
the morning and afternoon peak hours.
While Chestermere’s high commuter population contributes
to it’s high automobile dependency, it has also led to
recent interest in transit feasibility for the City. In the 2012
Community Survey, 27% of households said that a public
transportation system would improve the quality of life in
Chestermere.
In addition, the average one-way commute time to work is
27.9 minutes (56 min/day), above the provincial average of
25.1 (50.2 min/day) (National Household Survey 2011). An
increased commuter time leaves less time for recreation and
active living, particularly for residents who drive to work and
other destinations, such as shopping, daycare and school.
With respect to destinations, it’s often assumed that most
of Chestermere’s peak hour trips are to and from Calgary. In
fact, 52% of the trips that originate in Chestermere during the
morning peak hour are internal, meaning both start and end in
Chestermere, indicating that many of the trips are for reasons
other than commuting. Given that Chestermere is no more
than 6.5 km long, this means that the majority of trips during
peak hour are short trips.

Quality of life

Chestermere’s households reported having a relatively high
quality of life. Households that participated in the 2012 survey
reported their quality of life as being “good” (54.4%) or “very
good” (33.1%). In addition to a transit system, households
reported that more recreation facilities, greater accessibility to
the lake, more youth activities, and more bike/walking paths
would make Chestermere a better place to live.
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Chestermerians

commute an average of

56
min/day

Source: National Household
Survey, 2011

Figure 05: Where do morning peak hour trips that originate in Chestermere end?
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Document Review

Several key plans and strategies were reviewed to provide background and context for
the TMP development. These documents provided insight to relevant findings related to
infrastructure, policy, and planning and are important inputs to the TMP. The following
brief descriptions highlight the relevance to the current TMP update. See Appendix B for
more detailed summaries of each document. The full documents should be consulted
for specific information.

Regional Context

The TMP falls under the regional framework of the Calgary Metropolitan Plan (CMP),
which was developed by the Calgary Regional Partnership (CRP). The CMP outlines
strategic direction and guiding principles to support a successful and sustainable
region. It includes a strategy to plan for regional transportation and mobility. Within
this are policies to plan and protect for regional transit, pedestrian, bicycle and road
networks. The plan promotes the need for providing alternatives to single occupant
vehicle usage and reduced environmental impacts, including air quality.

City-Wide Plans

The TMP was developed in parallel with the updated 2016 Chestermere Municipal
Development Plan (MDP). Other previous documents were also consulted. Although
developed in parallel to the MDP, the TMP has been updated since adoption of the MDP
to reflect changes in outline plans and land use forecasts.

Chestermere Municipal
Development Plan (2009)

Chestermere Transportation
Master Plan (2010)

Outlines policies around transportation
with goals for developing a multi-modal
system, transit, and multi-use trails
to connect neighbourhoods and land
uses. Policies also support relieving
congestion and strengthening the City
Centre and mixed-use Village Centres.

A VISUM model was developed to
understand travel demand forecasting
and identify roadway improvements for
20,000, 30,000 and 80,000 population
horizons.
The plan did not include alternative
modes or land use integration.

Short-Term Transit Service Options
(2012)
Investigated the feasibility of various
public transit options for Chestermere
though it did not include a final
recommendation. Cost estimates were
relatively high, with the lowest cost
being the Calgary Transit 305 BRT
Extension via 17th Ave to Chestermere
City Centre.
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Area Structure Plans

There are several area
structure plans that define
the key transportation
elements of existing and
future developments in
Chestermere. See the key
map for plan locations.

1. Westmere asp (1998)

2. Waterbridge Masp (2013)

This ASP is largely complete and
forms the most of the developed land
on the west side of Chestermere Lake
between Chestermere Blvd and Hwy
1. The final stage, Stage 7 is currently
being developed.

Waterbridge forms a major portion of
Chestermere’s future growth, includes
regional connections and will have
significant influence on City-wide
transportation patterns. The plan
outlines policies for roads, active
transportation, and transit. These
policies are summarized in Appendix B.

3. Edgewater Crossing asp (2013)
1
2

3

4

This transportation objectives
of this ASP include promoting
walkability, enhancing connectivity,
and accommodating multi-modal
transportation on streets with multiple
routes and access points throughout
the community. Policies are outlined in
Appendix B.

Other Plans
Calgary Transportation Plan
The plan identifies connections to surrounding
municipalities (including Chestermere) to enhance
the region’s competitive advantage. Directly relevant
elements involve the regional cycling network, primary
transit and HOV networks, primary HOV network,
and the road and street network. See Appendix B for
specific elements.

Calgary Regional Transit Plan (2009)
Plans include establishing express bus services
between Calgary and Chestermere, and (beyond
2020) LRT along 17 Avenue SE with an extension into
Chestermere. A long term BRT or express bus was
identified from Chestermere north to Conrich and
Airdrie, and south through Janet and Sheppard to
DeWinton.

Southeast Industrial Corridor (SEIC) Growth
Area Plan (2009)
An FTP was developed to reflect the future (35+ years)
SEIC needs. Among the proposed are: an ultimate
expressway standard between Peigan Trail between
84 Street SE and RR 282, future major roads along
Rainbow Rd and RR 282, and a full interchange at
Peigan Trail and Rainbow Rd.

4. South East Chestermere ASP
(2005)
The transportation review prepared
in support of this ASP was primarily
focused on traffic operation issues.
A key transportation link included in
the plan is the south canal crossing
and paving of the southern route to
Highway 560.

Calgary Metropolitan Plan (2012)
The plan outlines 5 principles. A strategy identified is “Plan
for regional transportation and complete mobility”. Key
initiatives identified that will support this strategy include
right-of-way requirements, regional transit, proactive transit
planning, transportation demand management, and transit
system funding.

Conrich Area Transportation Network Study (2015)
The study outlines long-term network needs for the
Conrich area. Recommendations include widening up to 6
and 4 lanes along McKnight Blvd between Stoney Trail and
Range Road 283, 4 laning RR 285 (Conrich Rd) north of
Highway 1 and 2 laning south of Highway 1.

Hwy 1/1A Interchange FPS (2011)
This study was conducted in response to the proposed
Chestermere Business Park and Bayfield (CBPD)
development. Recommendations include upgrading the
existing interchange with the Parclo B4 design, realigning
Hwy 1 to the east, and twinning Hwy 1A. Options for a
bypass and twinning alternative are also discussed. See
Appendix A.

chestermere boulevard corridor plan (2014)
The plan provides a vision and guidance for the future role
and function of Chestermere Boulevard. Concepts and
recommendations focus on improving the streetscape, public
realm, and urban form.

2.0 CONTEXT
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key challenges & opportunities

There are a number of key challenges and opportunities that were given special
consideration in the development of Chestermere’s Transportation Master Plan.
Table 01: Transportation Challenges & Opportunities

CHALLENGE

OPPORTUNITY

High car dependence:
A high car dependence is associated with increased land,
infrastructure, environmental, and health costs.

Long term transportation planning
that provides multi-modal
opportunities

Maintaining a neighbourhood feel and distinct identity:
Chestermere is experiencing rapid growth. Following the
annexations, Chestermere now shares a border with the also
rapidly growing City of Calgary and Rocky View County. This
creates challenges in not only maintaining a small community
feel, but also in maintaining a distinct identity at full build out.

Adopt distinguished street policies
that bring emphasis onto the City
as a place and not a through-area.
Establish gateway streets that
welcome residents and visitors into
the City and its neighbourhoods.

Street network pattern:
Chestermere’s street network is hierarchical in order and
curvilinear with conventional suburban loops and cul-de-sacs.
This type of network makes for inefficient routes to points of
interests and lacks connectivity. For example, a distance of
600 m between two points in Westmere requires an actual
travel distance of 1.6 km (more than 2 times the straight-line
distance). Inefficient routes such as these make walking and
cycling unattractive to residents and therefore increase traffic
volumes.

Guidelines that support a dense,
well connected network and improve
and increase route opportunities to
destinations.

Figure 06: Separation -vs- Travel Distances in Westmere

Separation: 600 m

Travel Distance: 1.6 km
Walking Time: 20 min
Driving Time: 2 min
Rainbow Creek
Elementary School
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Land Use & Employment:
Chestermere’s land use patterns are largely characterized
by low-rise suburban residential development. A lack of
employment opportunities and diversity in land uses lends to
greater distances between where people live, work, and access
their daily needs.

Align land use and transportation
opportunities within a complete
streets policy, supporting strong
multi-modal access to destinations.

Urban design:
Many of Chestermere’s major corridors are comprised of
long blocks, wide roads, sound barriers, large parking lots and
other features that do not support walking or street activity.
Commercial areas are commonly found in developments that
sit away from the street and are accessed via large parking
lots that are not conducive to walking and cycling. Features
that help create human scale streets, such as street-fronting
residential and commercial activity, furniture and tree canopies
are minimal.

Streets can make some of the best
public spaces. Support human
interaction and activity on the
street by supporting all types of
transportation and incorporating
urban design principles.

Safety and perceived safety:
A number of existing street features and conditions (wide
turn radii, infrequent pedestrian crossings, and high speeds)
contribute to decreased safety and perceived safety,
particularly for people walking and cycling. This perception
is supported by data. A study from Texas linked each mile of
arterial with increases in pedestrian and cycling collisions by
9.3 and 6.6% (Dumbaugh, Li and Joh 2012). In Chestermere,
the existing street design along major corridors such as
Chestermere Blvd promotes high motor vehicle speeds, despite
posted speed limits. Collisions involving pedestrians and motor
vehicles traveling at high speeds have a significantly greater
chance of resulting in serious injury or death. A lack of walking
and cycling infrastructure affects the safety and perceived
safety towards active modes.

Given well designed active mode
facilities, 82% and 66% of Canadians
are willing to walk or cycle more,
respectively. More frequent, slower
and narrower streets can move
people safely and efficiently without
compromising motor vehicle traffic.

(Eric Dumbaugh, Wenhao Li, and Kenneth Joh. Examining the Design and

Development Factors Associated with Crashes Involving Pedestrians, Cyclists,
and Motorists in Urban Environments. 2012: http://d2dtl5nnlpfr0r.cloudfront.
net/swutc.tamu.edu/publications/technicalreports/161107-1.pdf)

s m
sm

Figure 07: Vehicular Speed and Pedestrian Survivability
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Source: Guide to Recommended Pedestrian Safety Planning. Washington, DC, USA: Federal Highway Administration, 1989.
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CHALLENGE (Cont’d)

OPPORTUNITY (Cont’d)

Implementing public transit:
There is growing interest for implementing local and regional
public transit networks in Chestermere. Chestermere’s low
density and the financial cost for implementing a transit
network is a challenge.

Weather as a deterrent for walking and cycling:
Cold winters make for challenges in encouraging walking and
cycling, especially for longer trips.

Suburban “Car Culture”:
A historical tendency towards designing roads for the
automobile has created a strong “car culture” in most North
American towns and cities, including Chestermere. As a result,
supporting the development of walking and cycling is often
met by opposition from the public as it is sometimes perceived
to impede on car mobility.
No Defined Truck Routes:
Currently, there are no restrictions on truck and goods
movements in Chestermere. This significantly decreases the
safety of the overall network, and increases the construction
and maintenance costs of roadways. It also becomes a
deterrent for active mode users who tend to seek predictably
safe routes.
Disconnected active transportation network:
Chestermere’s existing active transportation network is
disconnected. Major routes lack sidewalks, cycle tracks, trails,
paved shoulders and other infrastructure necessary to safely
accommodate all types of modes on the road. Additionally,
existing walking and cycling routes often do not connect with
major points of interest, such as the lake, schools, commercial
areas and parks.
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Regional transit opportunities with
the City of Calgary and CRP and
creative local transit initiatives to
serve the City. Aligning land use
with transportation can support a
successful transit system.
Create snow-clearing bylaws that
support active travel by providing
predictable plowed routes and
“white-ways” and provide programs
for embracing year-round active
transportation. Support educational
and behavioural initiatives to
introduce Chestermerians to walking
and cycling year round.
Support multi-modal opportunities
with awareness campaigns that
promote and educate the public on
the benefits of a street network that
provides for everyone.

Designate a safe and efficient
goods movement network that
accommodates higher levels of
truck traffic, mitigates its effects
on the road, adjacent traffic and
surrounding network, and supports
economic development.
Adopt street and network guidelines
to ensure that no route is a barrier to
active modes.

2.0 CONTEXT
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MDP VISION & guiding principles
The Transportation Master Plan Update draws from the community’s vision for the
Chestermere Municipal Development Plan (MDP). This section summarizes the Vision,
Mission Statement and Guiding Principles for the MDP Update.

Vision - As a lakeside, recreational
community, the City of
Chestermere promotes a safe,
family-oriented and sustainable
environment.
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Mission Statement - Through innovative planning and
community consultation, Chestermere is building an
exceptional place to call home for families of all ages,
employers, and local area businesses.
1. Community with a sense of place.

Chestermere’s tranquil setting, connection to the outdoors and recreation-focused
lifestyle is unique within the Calgary region. Welcoming, friendly neighbourhoods
and a sustainable local economy are the foundations of our enduring community.
Creative design, amenities, and infrastructure celebrate strong communities, building
from valued, gathering places like front porches, pathways, and the lake that connect
residents to each other.

2. Daily needs can be met in Chestermere.

Shopping, work, cultural, institutional, community health and social services, and postsecondary educational opportunities are local destinations. These destinations are
connected to residential areas through the careful planning of higher-density regional
local mixed-use commercial areas. Walking, cycling, driving, and transit options enable
residents to easily move around the city and the region.

3. Live and work in Chestermere.

A diversity of housing, housing affordability, and employment opportunities will create
fiscal sustainability through a balanced tax base and local jobs for residents. Primary
employment areas are located in strategically dispersed business parks that are
connected to neighbourhoods by pathways and transit.

4. Wise stewardship of shared spaces.

Recreation amenities are integrated with the lake and wetland systems to protect
Chestermere’s physical, social, and environmental health. Designing shared spaces
for recreation, learning, and living will contribute to the outstanding quality of life
for residents and visitors alike. To ensure that environmental systems flourish, new
development is guided by principles of sustainability and smart growth that promote
an ethic of wise resource use and stewardship.

3.0 KEY DIRECTIONS
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tmp key directions
Five Key Directions and their supporting policies were developed to guide the
community toward its vision.

Chestermere’s transportation system will provide
efficient mobility and access for all.
A connected and dense network of streets will support the
dispersal of traffic and a reduced dependence on wide
arterials such as Chestermere Blvd to funnel traffic. The
future system will serve Chestermere’s entire population,
including its large youth population and growing elderly
population by providing independent and safe choices of
travel for all levels, ages, and abilities.

A multi-modal transportation network will
connect neighbourhoods and places of
interest.

Networks for all modes will be highly permeable, logical and
reflect Chestermere’s small land area by providing quick and
easy access between neighbourhoods, places of interest,
and transit that make walking and cycling for shorter
distance trips an attractive choice. Multi-modal linkages and
connectivity will be favoured over a hierarchical network that
increases the distance between trips.
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The transportation system will support
the establishment of the downtown and
commercial centres as the retail, civic and
cultural focal points in Chestermere.

Street and multi-modal networks, including transit will make
clear connections to Chestermere’s existing and future
commercial, civic and cultural hubs. The downtown and
commercial centre areas will be multi-modal, but will favour
walking as the highest priority mode, supporting intense
development in a walkable environment. Priority transit will serve
and support these areas.

Transportation corridors will be safe,
aesthetically pleasing and inviting as
destinations as well as movement spaces.

The street network will prioritize local needs, movement, and
traffic and recognize that streets make up the City’s public
space. A welcoming street environment will be supported
by comfortable multi-modal infrastructure, as well as
development that frames the street. Streets will respect the
natural areas that make Chestermere a beautiful place.

The transportation system will be future-oriented,
and developed and maintained in a responsible
and sustainable manner.

Chestermere’s transportation network will lead to long-term
efficiency and durability. Transportation investments will
provide the framework for long term economic development
along commercial routes, and employment and mixed use
areas. Land use and transportation systems will be fully
integrated to support the success of transit, walking and
cycling. Goods will travel safely and efficiently and provide
convenient access to major commercial hubs. The transportation
system will support changing trends of mobility by providing
attractive opportunities for multi-modal travel.

3.0 KEY DIRECTIONS
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FUTURE REGIONAL
TRANSPORTATION SYSTEM
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Streets provide the framework for a multi modal network, and support
integration with adjacent land use and development.
To realize the City’s vision for the future, there must be a clear pathway
between the current and the future road network. Current issues and
concerns need to be addressed in a way that will lead to the long-term
goal. Initially, the focus will need to be on completing projects that
have already started and to support approved developments with an
efficient street network. Over time, the focus will shift to transit and active
transportation networks to promote a shift to multiple modes.
The street network serves Chestermere. Although it needs to provide
connections to other roads outside the City, the network should first and
foremost serve local needs. Therefore, the needs of traffic passing though
Chestermere is not a priority; other provincial and regional roads can serve
that function.

``

The street network serves
Chestermere. Although
it needs to provide
connections to other
roads outside the City, the
network should first and
foremost serve local needs.

Regional Connections

The regional connections provide links between Chestermere and the
major City of Calgary, regional and provincial routes. These streets are the
primary entry points to the City. In the Chestermere context, the regional
connectors should also support direct cycling and walking connections
and access a variety of land uses. In other words, the regional connections
should be at a scale that is consistent with the size of Chestermere, and
do not necessarily need to function in the same way as major skeletal
roads in Calgary or provincial highways.

City, Regional and Provincial Road Network

The City, regional and provincial networks provide connections to locations
outside Chestermere and are therefore a major influence on the internal
skeletal network. Key existing and future regional network elements
include:
•
•
•
•
•

"

Chestermerians said:
Roads should accommodate
locals, not through-traffic

Future interchanges on Highway 1 at Conrich Road (Range Road 284),
Rainbow Road and Highway 791;
Eastern extension Peigan Trail eastward to an expressway standard
and with a diversion to follow the Twp, road 240 alignment south of
Chestermere;
Recent opening of Stoney Trail;
Future median busway on 17 Avenue SE; and
Eastern extension of Memorial Drive to the Calgary City limits
(including a crossing of Stoney Trail),

The Conrich Road (Range Road 284) connection to Highway 1 will be a
consolidation of existing accesses at Conrich Road and Garden Road. The
northern section of Conrich Road will divert westward into Rocky View
County.
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31

Proposed Regional conneCtor streets

The major future transportation corridors affecting Chestermere
will be Highway 1, Stoney Trail and Peigan Trail, with Glenmore
Trail also having some influence. All of these routes will ultimately
be developed to an expressway or freeway standard. The primary
origins and destinations outside the City of Chestermere will have a
significant influence on the requirements for external connections.
Figure 08 shows the forecast origins of all Chestermere-destined
trips in the afternoon peak hour.
Of the over 11,000 PM peak hour trips destined for Chestermere
in 2039, 36% will be from within Chestermere. Trips from the City
Centre and Northeast Calgary will be approximately equal, with
the southeast being slightly less. Trips from the City Centre and
Northeast are generally expected to use the routes that exist today
– Highway 1 and 17 Ave SE/Chestermere Boulevard. The future
Peigan Trail extension and longer term upgrades to Glenmore Trail
will significantly support travel to and from the Southeast, although
the Peigan Trail extension will also serve as a good connection
between south Chestermere and City Centre/Northeast via Stoney
Trail.
Figure 09 shows the current and planned external connections
affecting Chestermere. These external routes currently primarily
connect Chestermere via Chestermere Boulevard. There will be a
need for a north-south route, and enhanced east-west connectivity
to provide access to the external connections.
Township Road 240 (Peigan Trail Extension), Rainbow Road
and Chestermere Boulevard will connect to Stoney Trail and/or
Highway 1 via grade-separated interchanges. As such, these three
Chestermere streets will provide the primary connections to the
regional network. While Conrich Rd is also planned to connect to
Highway 1 via a grade-separated interchange, its role will be less
significant.
These routes will require more attention than other streets to
protect the mobility function in the long term, and will generally be
the higher capacity elements of the transportation system. They
should also be capable of carrying all modes, again, with mobility
being a primary function.

32

City of Chestermere

Transportation Master Plan

Figure 08: PM Peak Hour
Origins of Chestemere
Destined Trips (2039)
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Regional Connector streets are major streets that provide
connections outside the City of Chestermere. They are influenced
by the regional network and provide continuity to that network.
Historically, Highway 1 and Chestermere Boulevard (formerly
Highway 1A) served this function and were under the jurisdiction
of Alberta Transportation. Highway 1 continues to be a provincial
highway, while Highway 1A was turned over to Chestermere in June
2013 and was renamed Chestermere Boulevard.

Calgary NW

Calgary NE

0.2% Strathmore,
0.4% Okotoks,
2% Airdrie

Source: Calgary Regional
Transportation Model, 2039 Forecast

Chestermere Boulevard
Chestermere Boulevard will be a major commercial destination and the City’s primary
east/west connector. It is also designated as future regional transit corridor as it
connects to the bus rapid transit corridor within the City of Calgary on 17 Ave. SE.
Rainbow Road
Rainbow Road will serve as the major north-south connection through Chestermere,
with a future planned connection (via interchange) to Highway 1. Rainbow Road
continues south from Chestermere with significant connections to Peigan Trail
(Township Road 240) and Glenmore Trail (Highway 560).
Peigan Trail (Township Road 240)
Peigan Trail will serve as a major east-west regional connection that will be significant
for both the Shepard/Janet area industrial lands as well as Chestermere’s future
employment lands in the southeast. It will provide direct connections to Stoney Trail
and Highway 791, west and east of Chestermere respectively.
In addition, there are rural roads that connect to the regional network that are not likely
to change significantly in function within the plan horizon. These include TWP Road
243, and Range Road 281. Both roads connect to future planned employment areas
along the City`s periphery.
It should be noted that Rocky View County has planned for Peigan Trail to be six
lanes within its jurisdiction; however, the City of Calgary and City of Chestermere have
planned for this corridor to be four lanes. This will need to be coordinated among the
municipalities.

Figure 09: Future regional network surrounding Chestermere
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Future regional network surrounding Chestermere was assembled from: Conrich Area Network Study (Rocky
View County, 2015); Belvedere Area Structure Plan (City of Calgary, 2013); Southeast Industrial Corridor
Growth Area Plan (Rocky View County, 2009); and Calgary Transportation Plan (City of Calgary, 2009)
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What is AN INTEGRATED NETWORK?

Chestermere’s Integrated Street Network
uses Complete Streets principles to provide
safe opportunities and more options for how
Chestermerians get around. A Complete Streets
approach can “soften” road hierarchy and increase the
number of street classifications, types, functions and
connections, without neglecting, and even enhancing,
capacity and safety.

Existing Street Network

Chestermere’s existing street network follows
a hierarchical system, composed of arterial/
major, collector, local and rural roads. The network
significantly relies on Chestermere Blvd, an arterial, as
the only major regional connection outside of Highway
1. Surrounded by typical suburban development, the
remainder of the street network includes collectors
(31%) and local streets (40%), which are characterized
by looped streets and cul-de-sacs and form the
majority of the street network. Inefficient street
patterns such as those that make up the large portion
of the City’s road network (ie. Collectors and local
streets) inherently strain the efficiency and function
of the entire network by funneling traffic to and
relying on the City’s main arterial to connect people to
destinations.

Why Complete Streets?
“Complete Streets networks
reduce vehicle miles traveled and
increase the number of people
walking and cycling. Connectivity
enables people to take shorter
routes. It also enables them to
travel on quieter streets. These
shorter routes on quiet streets are
more conducive to cycling and
walking. A California study found
that places with a dense street
network had 3 to 4 times more
people walking, cycling, or using
transit to get to work. This in turn
led to a 50% reduction in vehicle
miles traveled per capita in these
cities”
http://smartgrowthamerica.us/documents/cs/
resources/cs-ite-may08.pdf

While the majority of the developed areas of the City
are within 3 km of the downtown, most often, travel
distances are significantly longer than the straight-line
distances between residents and destinations. This is
one of the biggest challenges with a curvilinear street
network. Most trips require significant additional travel
distance, and lose the convenience of using any mode
of transportation other than the car. For example, an
additional travel distance of 400 metres can increase
someone’s walk travel time by 5 minutes. Equally
speaking, a 5 minute detour for someone driving may
be unacceptable. The street network and the street
environment should reflect the relatively short nature
of most trips within the City. People moving by car,
foot, bike or transit should be able to do so efficiently
and on a network that connects them to the places
they want to go.
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Existing street network by type

The Existing Street network (Map 1) includes all streets and pathways
within the City of Chestermere. The map also includes Highway 1,
though this is a provincial highway.

Capacity Through Connectivity & FUNCTION
The street network should provide good connectivity for all modes,
thereby increasing the functions of all but high-speed highways and
making for a more efficient use of infrastructure. In those locations
where added vehicle capacity is required, it should be provided, but
recognizing that capacity can be provided in many ways, not just
by adding more lanes to existing roads. Given that most trips within
Chestermere are short trips, a highly distributed street network
supported by well-connected walking and cycling infrastructure will
move people very efficiently, removing the need for multi-lane, high
speed arterial roads.

While a highly connected network appears to have more road
infrastructure, there is little effect on the total number of lane-kilometres.
A well-connected network will have more through roads, but fewer four
and six lane roads. A connected network is also more efficient from a
maintenance and snow-clearing perspective.
For longer trips, traffic should be efficiently moved to the major regional
roads and highways. Efficiency should not imply higher speeds;
reliability and choice are key elements.

Figure 10: Dense Network - vs - Hierarchical Network
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DId you know?

A California Study found that
cities with more cul-de-sacs had
a 30% higher severe injury rate
and 50% higher fatality rate than
cities with connected dense
street networks.
(Marshall, W. and Garrick, N. Does
the Street Network Design Affect
Traffic Safety?)

MAP 1: existing street network
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FUTURE STREET NETWORK

The Future Street Network introduces a new street classification system. The current
system is based on the network hierarchy in terms of vehicle travel importance.
The new classification describes a broader function of the street. While there are
similarities between the old and new classification systems, the new designations
provide a broader description of how the street will be used. Many of the new street
classifications do not currently exist in Chestermere. These street classifications and
cross-sections are tailored to the City of Chestermere context. A comparison of City of
Chestermere and City of Calgary street classifications can be found in Appendix B.”
A new street classification system means streets can be defined by not just the amount
of motor vehicle traffic they can carry, but also by how they accommodate all other
modes of transportation, relate to land use, and connect to the greater network.
The Chestermere Street Classification System will account for the design along
the street, as well as broader network (ie. connectivity). Chestermere’s new street
classification was developed using best practices for Complete Streets, and by
respecting the currently rural and suburban context. While the approach to Complete
Streets is similar to that of the City of Calgary and others, it is unique to Chestermere
and the community’s vision that guides the MDP and TMP updates.

STREET CLASSIFICATIONS
Connector

Connectors are multi-modal corridors that provide
efficient connections locally and regionally. Together,
they form the skeletal network of the City. They may
function as transit routes, central corridors, City
gateways, or City/commercial centres. Rainbow
Road and Chestermere Boulevard are examples of
Connector Streets.

Livable

Livable streets provide medium capacity connections
within the City, joining neighbourhoods, commercial
centres and major parks, and supporting the skeletal
network of the City. Livable streets put particular
emphasis on active transportation and encourage
interaction on the street. West Creek Boulevard and
Marina Drive are examples of Livable Streets.

Local

Local streets provide a more intimate street setting
and connect to the greater City network in varying
degrees. While not exclusively, they serve residential
and industrial areas, as well as unique areas support
opportunities for creative street activity. Oakmere
Way and Main Street are examples of local streets.
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Chestermerians said:
Space is limited, we need to
use it more creatively

connector street types
Urban Boulevard
Urban Boulevards double as high capacity corridors and City or community gateways.
They are often make up portions of Regional Connectors where commercial,
employment lands, and other activities exist and reflect local area characteristics.
Urban Boulevards have a strong connection to the adjacent land use, and their form
is highly influenced by the nature of developed land they support. Figure 11 shows an
example of an Urban Boulevard.

Regional Connector
Regional Connectors are high capacity corridors. They can support a regional transit
network, and are fully integrated with all other modes of transportation. Due to
increased vehicular traffic on these routes, active modes are given separated facilities.

Rural Connector
Rural Connectors connect to and/or from rural areas. These streets highlight the
cultural landscape of an area and can connect to local focal points.

Figure 11: Urban Boulevard (with Bus Rapid Transit)
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livable street types
Parkway
Parkways are medium-low volume links to local destinations such as commercial areas,
neighbourhoods, and parks. They are located in residential areas with natural features
(eg. parks, golf courses and wetlands) and have distinct tree canopies. Parkways also
serve as scenic recreational routes. An example of a Parkway is shown in Figure 12.

Neighbourhood Connector
Neighbourhood Connectors serve as medium-low volume links to local destinations
such as commercial areas, neighbourhoods, and parks. They provide significant
connectivity between neighbourhoods and mixed use areas.

Activity Centre
Activity Centres are low vehicular volume streets that prioritize active modes. These
streets are typically located in mixed use, institutional, or commercial or park areas that
support pedestrian activity. They are easily convertible to host events, such as markets,
festivals, or spontaneous activities.

Figure 12: Parkway
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local street types
Local Residential
Local Residential Streets provide access to residential land uses. They have slow
posted speeds and low through-traffic. Figure 13 illustrates an example of a Local
Residential Street.

Local Industrial
Industrial Streets provide access to industrial and commercial land uses. They facilitate
the efficient movement of heavy trucks, while maintaining low speeds and safe
environment for other road users.

Lane
Lanes provide access to residential and commercial properties for loading/unloading
and garbage collection. They also provide increased connections for active modes.

Figure 13: Local Residential
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future planned street network

The Future Transportation Network (Map 3) is an update to the 2009 Transportation
Master Plan long-term network. The updated network is a compilation of the major road
and pathway networks for approved area structure plans throughout Chestermere. The
plans are considered as a whole based on connectivity and network guidelines. Additional
connections for which alignments cannot yet be established are indicated with arrows.
It should be noted that while the area structure plans are approved, they are subject to
change/modifications at the outline plan stage. All street alignments will be re-assessed
at the Area Structure Plan and Outline Plan stage and will be adapted as necessary. Any
changes will need to follow policies and guidelines in this TMP update.
The network outlines the major future Connectors (Regional Connectors, Urban
Boulevards, and Rural Connectors) and Livable Streets (Neighbourhood Connectors,
Parkways, and Activity Centres). While existing local streets are included in the network,
future local streets are not as they will be determined through local planning.
Some of the streets, particularly the Livable streets, are flexible in nature. For example the
intention of parkway streets are to highlight local natural assets and create recreational
streets, while Activity Centres are typically smaller segments of streets that could be
located in mixed use or commercial areas, such as the Town Centre, where special
activities and a high amount of walking traffic may need to be accommodated.

Southeast Connectivity

The southeast quadrant of the City will require additional attention. Detailed transportation
impact assessments and network development has been undertaken in most of the other
new development areas of the City that are expected to be developed in the next 25 years.
Based on the strategic-level forecasts developed for this TMP, the southeast quadrant will
have the most challenging traffic and congestion issues in Chestermere in the 25-year
horizon.
Solutions for this area need to be considered in the context of future, rather than existing
conditions. Providing connectivity in this area is challenging, but critical, and cannot be
compromised on the basis of existing challenges. These challenges include the railway
and canal crossing and wetlands in the area. In order to support the level and intensity
of development envisioned by the City – particularly the large employment area in the
southeast – sufficient connectivity and capacity must be provided.
City of Chestermere Staff indicated that only one railway crossing be aligned with Range
Road 281. This area will need to be closely monitored and future land use carefully
planned to avoid serious congestion. If the land in this area is to be fully developed, an
additional railway crossing between Range Road 281 and Range Road 282 may need
to be considered. This connection, in addition to the others in the area, will be critical to
providing necessary mobility and access for full development in this area.
It is unlikely that an additional long-term at-grade railway crossing will be approved.
In order to allow this crossing to be added, there will be need to be a commitment to
converting at least one of the existing (or planned) crossings to a grade-separated
crossing. It is anticipated that this requirement is beyond the 25-year horizon of this TMP,
but should be included in the next update to the City’s TMP. The most probable candidates
for railway grade-separation are the crossings on Rainbow Road or Twp Road 240.
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MAP 3: future street network
Potential Future interchange

Note: This map shows the indicative future street
network for Connector and Livable street types.
Specific alignments and local network elements
will be established through local planning.
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Intermunicipal Infrastructure

With the opening of much of Stoney Trail, the role and use of the provincial highway
network around Chestermere has changed. The devolution of Highway 1A to the City
of Chestermere (now Chestermere Boulevard) is a reflection of the change, and the
continued emphasis on Highway 1 as the primary east-west corridor in the province,
and indeed the country. Alberta Transportation’s interest is primarily in moving
provincially significant traffic. Although support for commuter traffic and community
access is provided on provincial highways, these functions are not the highest priorities.
As such, additional traffic signals on Highway 1 are unlikely to be supported in the
long-term. Signals within a high-speed environment and one where most accesses
are not signalized, do not support provincial and national mobility objectives and
often introduce safety issues. Alberta Transportation has indicated that the long-term
vision for Highway 1 around Chestermere is a high-speed highway facility without
intersections.
Chestermere will continue to rely on access to the highway to serve the commuting
needs of residents and to support access to economic generators within the
community. In this regard, Alberta Transportation views connections that primarily
serve a community access as a local responsibility with regard to funding. The City
should begin planning today for future connections that support growth and ease of
movement for residents of Chestermere. The City should continue to work with Alberta
Transportation to provide eventual grade-separated connections to Highway 1 that are
as efficient as possible, providing economical but effective access to Chestermere.
In the interim, more cost-effective connections should be developed to support new
development.
The following describes significant inter-municipal interchanges and roads.
Highway 1 / Conrich Road (Garden Rd) Interchange
This interchange is outside the City of Chestermere. Alberta Transportation prefers to
have a single interchange developed between the current intersections of Garden Road
/ Highway 1 and Conrich Road / Highway 1. Current plans show this as an extension
of Conrich Road. This connection will provide some benefit for the northwest corner of
Chestermere. The greater benefit will be to future developments in the City of Calgary
(Belvedere) and Rockyview County (Conrich). It will also result in removal of an existing
signal on Highway 1, providing benefit to the provincial and national highway system.
When compared with other stakeholders, the benefit of this interchange to Chestermere
is relatively small.
Highway 1 / Rainbow Road Interchange
The Highway 1 / Rainbow Rd interchange is needed to support growth of the City of
Chestermere, as well as growth in Rocky View County to the north. A half-interchange
with west (Calgary) facing ramps will meet Chestermere’s needs. In this case, traffic to
and from the east would be accommodated through other network routes. In the short
term, signals should be considered, particularly as long as the Garden Road signals
remain. The design of this interchange will affect how local roads connect to Rainbow
Road. There may be a need for frontage roads parallel to Rainbow Road to the first
intersection to the south. Specific details will need to be addressed through the design
process.
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Highway 1 / Chestermere Boulevard Interchange
Alberta Transportation has plans to realign the highway to east and redevelop this
interchange. This will modernize the interchange and better aligns it with current
standards. However, the benefits to community access for Chestermere are limited.
Chestermere should continue to support future redevelopment of this interchange, but
with the acknowledgment that benefits to the City will be small.
Highway 1 / 791 Interchange
This junction is the intersection of two provincial highways and is therefore of
provincial significance. It will also provide safer and more convenient access to the
provincial highway system for existing and future development in the area, within
Chestermere and Rockyview County. Of particular interest to Chestermere is the
access that will be provided for the future industrial area in the southeast, when
combined with the Twp Road 240 extension to Highway 791. The City should continue
to work with Alberta Transportation to explore short-term safety improvements for this
intersection.
Conrich Road (Neighbourhood Connector classification)
Conrich Road is a unique boundary road between the City of Calgary and City
of Chestermere. Conrich Rd will serve to connect neighbourhoods and inter-city
destinations. It is recommended that Conrich Road have general purpose lanes,
on-street parking, sidewalks and bike lanes. Discussions between Calgary and
Chestermere have identified some guidance for the design of Conrich Road, including:
• Street-fronting development
• Allowing for non-residential use
• Include on-street parking
• Connect to pathways and trails
• Implement a liveable street standard (as per the City of Calgary Complete Streets
Guidelines)
• Provide architectural and urban design standards (public realm enhancements)
• Support for all modes of transportation (walking, cycling, driving)
The City of Chestermere and City of Calgary will continue to work together for future
planning initiatives relating to Conrich Rd.
Township Road 240 (Peigan Trail)
Township Road 240 straddles Rockyview County to the south and the City of
Chestermere to the north. It also provides access to the employment area planned in
the south of Chestermere. This road requires 4 laning to accommodate the planned
employment centre, as well as other growth in Chestermere. A multi-use pathway
will accommodate walking and cycling along this road, though careful consideration
should be given for active mode safety through intersections and accesses.
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Future TrAVEL DEMAND

Demand for transportation is highly influenced by land use and the activities associated
with those uses. Land use is therefore a fundamental component in any traffic
forecast. Forecasting future land uses can be a challenging task, particularly in a large
urban region which is comprised of several communities, each with its own Municipal
Development Plan, growth forecasts and economic development ambitions. At the
same time, regional growth and development is affected by provincial, national and to a
lesser extent, international economic influences.
Within Chestermere, developers are optimistic about the potential success of their
developments and pace at which they will be completed. However, in developing a
land use forecast that will be used to create a travel demand forecast, the total growth
throughout the City and Region need to be considered. When the broader context is
considered, the pace of development is typically slower. There is often a desire on
the part of municipalities and developers to forecast “optimistically”, i.e., to estimate
high, so that there is no future deficit in roadway capacity. This approach however
can lead to unnecessary costs and potentially capital improvement plans that are not
feasible. Additionally, implementation of a dense, well-connected street network means
that the “catchment” for each street is small and there are multiple route choices for
any trip. This substantially reduces the risk of developing insufficient capacity in the
street network since the land use contributing to a particular street will generally not
exceed the requirement for a two-lane road. This does not suggest that a forecast
should be low either. It is important to adequately plan for future requirements. This is
particularly true for Connector class streets.

Forecast Horizon

The travel demand forecast has been completed for the 2039 horizon year. This year
was selected because it aligns with a future horizon year of the Calgary Regional
Transportation Model, and it is the final year of the forecasts associated with the
updated off-site levy bylaw. Forecasts beyond approximately a 25-year horizon are
generally unreliable as they cannot account for technological and generational attitude
changes.

Land Use Assumptions

There are several growth forecasts for Chestermere that have been developed for
various purposes. The Regional Transportation Model (RTM) allocates growth to
the entire Calgary Region. The growth attributed to Chestermere is a function of the
overall expected regional growth rate and the share of regional population growth that
is expected to occur in Chestermere. This type of regional growth forecast of often
the most reliable as it considers the broader regional growth issues and recognizes
that growth will occur throughout the region. Conversely, the preliminary Off-Site Levy
Forecast was based on developer’s expectations of how quickly development would
occur. As a result, this type of forecast tends to be more aspirational than realistic as it
is unlikely that Chestermere will gain a considerably higher share of the regional growth
than was originally planned for the RTM (the RTM growth allocation was agreed upon
by the member of the Calgary Regional Partnership when it was developed). However,
the RTM land use forecast is now dated, and was developed prior to annexation.
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The 2009 Municipal Development Plan (MDP) forecast was based on past growth
trends. The most recent five years of growth indicates that Chestermere has grown
faster than anticipated. In order to develop a forecast that balances realistic growth
rates with the need to plan for sufficient infrastructure, a new forecast was developed
in preparation for updating the Off-Site Levy Bylaw, and modified to suit the future
traffic forecast. This forecast assumes a rate of 4.6% compounded annually.
The January 2017 land use forecast developed by the City for the Off-Site Levy bylaw
was used to generate the future travel demand.
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Trip GenerationThe forecast traffic generated for new development areas is summarized for the PM peak hour on Map 4. The PM peak hour is the highest volume period
for most of the network and provides sufficient information to assess network requirements. Traffic impact assessments and more detailed traffic planning should consider
other peak hours as appropriate.
The proportions of trips remaining inside Chestermere and those to/from outside the
City were estimated using the Regional Transportation Model. By 2039 with increased
employment in Chestermere, it is expected that approximately 65% the trips generated
in the morning will remain in Chestermere.
Map 5 shows the estimated 2039 PM peak hour volumes on the future street network.
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MAP 4: traffic zones & PM PEAK HOUR TRIP GENERATION
(New trips generated, 2015-2039)
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MAP 5: future network PM PEAK VOLUMES
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Street Capacity

Roadway capacity in an urban area is heavily influenced by intersections. A dense
network with high intersection frequency will distribute traffic such that the delays
at individual intersections will be relatively low. Dense networks also allow individual
streets to be narrower, with minimal need for four-lane streets. For planning purposes,
the environmental capacity can be used as a guidelines for determining future laning
requirements. The environmental capacity takes intersection controls into consideration. The environmental capacity guidelines are summarized in Table 03. These
values are intended as a guideline and should be considered in the context of adjacent
land use, intersecting street, traffic control and directional splits in peak hours.

Table 03: Street Laning & Capacity
Street Type

Primary Street Capacity Range
Travel
(Total, Both Directions)
Lanes
Daily (veh/day)
Peak Hour (veh/hr)

Regional Connector

4

25,000 – 30,000

2,500 – 3,000

Urban Boulevard

4

17,500 – 25,000

1,750 – 2,500

Rural Connector

2

10,000 – 15,000

1000 – 1,500

2-4

8,000 – 20,000

800 – 2,000

2

3,000 – 12,000

300 – 1,200

10,000 – 20,000

1,000 – 2,000

Neighbourhood Connector
Activity Centre
Parkway

2-4

Local Residential

2

2,000

200

Local Industrial

2

3,000 – 8,000

300 - 800
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Street Capacity (Cont’d)

Using the peak hour traffic forecasts and the environmental capacity guidelines, Map
6 shows proposed future laning. The number of lanes refers to the number of primary
general purpose travel lanes, and does not include turn lanes at intersections or special
purpose lanes such as transit lanes. The Chestermere street network will consist
primarily of two lane streets. The only four-lane streets will be Chestermere Boulevard,
Rainbow Road (south of the future Memorial Drive Extension) and Twp. Road 240.
The three-lane streets are all neighbourhood connectors. The third lane on these
streets is a centre two-way left turn lane, which will significantly increase the capacity
when compared with a two-lane road by allowing turning traffic to move out of the
primary travel lanes. Two-way left turn lanes are most effective on relatively low speed
corridors with frequent intersections and accesses. Within the Chestermere network,
three streets have been designated for three lanes:
•
•

Extension of Memorial Drive, which will split into a street to the northeast,
connecting to Rainbow Road, and a connection to the south to the future
commercial area and Chestermere Boulevard; and
Connection from the future southeast industrial area into East Chestermere

These streets all serve significant future growth areas. More detailed traffic assessment
through traffic impact assessments will confirm the capacity requirements for these
streets.
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MAP 6: FUTURE NETWORK LANING MAP
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Network connectivity

As indicated in previous sections, Chestermere’s existing street
network pattern has a number of challenges, including automobile
dependency due to longer distances to destinations, parking
requirements, and congestion. A connected, dense network can
support City goals for safer, more walkable streets and travel
options for all types of transportation, including walking and
cycling. In order to better understand connectivity, many cities,
including Calgary have adopted tools such as connectivity indices
to clearly measure street network connectivity. This section
applies the same connectivity measures to neighbourhoods in
Chestermere.

What are Connectivity Indices?

Connectivity indices quantify the connectivity of transportation
network (total number of links divided by the number of nodes see Figure 14). Connectivity indices are calculated as the ratio of
links to nodes (see examples to the right). Nodes are intersections
and links are segments between intersections. Alleys are not
included in the calculation. For active mode connectivity indices,
cul-de-sacs must have a pathway in order to be included in the
calculation as a link. Pathways are included as separate links and
nodes, unless they are immediately adjacent to the street and do
not offer any more connection than the street.

“The Connectivity Index can
be used to assess whether
design concepts meet
established community goals
or standards for connectivity.
In this manner it can be
either an informal or formal
evaluation tool for approving
plans for new development”
-Calgary Region Connectivity Index Greenfield Tool Box

According to Ewing (1996) and the Victoria Transportation Policy
Institute (2015), a score of 1.4 to 1.6 is the minimum needed
for a walkable community. In areas of higher activity, such as
higher traffic commercial, retail and community centres, a street
connectivity index of at least 1.6 to 1.8 is ideal for supporting
multi-modal trips. It should be noted that despite the minimum
suggested guidelines, all neighbourhoods should strive to have as
high of connectivity as possible.

Existing Connectivity Indices

Connectivity indices in the City of Chestermere typically do not
meet minimum targets of 1.4 and 1.6 for active modes. Figure 14
shows the connectivity indices for the City’s Rainbow Falls and
Kinniburgh communities and compares them to South Canmore,
AB and Nelson, BC. Rainbow Falls is generally well-connected
(1.48), while Kinniburgh is well below the connectivity index goal, at
1.19. In comparison, the Town of Canmore example demonstrates
a dense network with excellent connectivity (1.57). Lower
connectivity suggests that getting to places of interest typically
requires traveling further distances. In most cases, this makes
using a car as a mode of transportation much more necessary. In
Chestermere, 93% of people rely on a car to get to work everyday,
compared to 77% in Canmore.
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Source: Calgary Regional Partnership
Greenfield Toolbox - Connectivity Index

Figure 14: How Connected Are Our Streets?

CONNECTIVITY INDEX - HOW IT’S CALCULATED
Connectivity Index =
Street Links / Street Nodes

Node (intersections with 3 or more legs, cul-de-sacs)
Link (streets between intersections with 3 or more legs,
cul-de-sacs, not alleys)

[
Kinniburgh,
Chestermere (1.19)

Rainbow Falls,
Chestermere (1.48)

South Canmore,
Alberta (1.57)

Nelson, British
Columbia (2.0)

-Weak connectivity
-Many cul-de-sacs,
circuitous loops and
long, continuous blocks
-93% rely on a car to get
to work in Chestermere

-Good connectivity
-Some cul-de-sacs and
circuitous loops
-93% rely on a car to get
to work in Chestermere

-Excellent connectivity
-Few cul-de-sacs and
circuitous loops
-77% rely on a car
to get to work in
Canmore

-Excellent connectivity
-Perfect grid network
-65% rely on a car to
get to work in Nelson
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Connectivity Indices for Active Modes

Typically, connectivity indices for active modes are higher due
to additional pathways that link to the street network. Since
a dense, connected street network is integral to supporting
walking and cycling, guidelines for these indices are also higher.
Figure 15 illustrates the active mode connectivity of the City’s
Rainbow Falls and Kinniburgh, compared to South Canmore,
AB. Rainbow Falls is generally somewhat well-connected (1.53),
while Kinniburgh is well below the active mode connectivity
index goal, at 1.25. In comparison, the Town of Canmore and
City of Nelson examples demonstrate dense networks with
excellent connectivity (1.70 and 2.0, respectively). While a
number of other factors contribute to mode split, it’s no wonder
a total of 18% of people in Canmore and 31% of people in
Nelson walk or bike to work, compared to 2% in Chestermere!

Connectivity for active modes why it’s important
“Community design and transportation
systems have a notable impact on how
readily families can be active outdoors in
natural environments.” -Active Alberta

Active Alberta Policy Framework
Outcome Two: Active Communities
Alberta communities are more active,
creative, safe and inclusive
Encourage local governments to
create opportunities and remove
barriers to physical activity
Work with partners to identify and
implement best practices in land
use and transportation planning
to facilitate active transportation
(walking, cycling).
Outcome Three: Active Outdoors
Albertans are connected to nature and
able to explore the outdoors
Encourage local governments to
develop local parks and outdoor
spaces that are connected to other
parks, outdoor spaces and trails in the
region.
(http://culture.alberta.ca/recreation/activealberta/pdf/Active-Alberta-Policy.pdf)
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Figure 15: How Connected Are Our
Streets & Pathways for Active Modes?

CONNECTIVITY INDEX - HOW IT’S CALCULATED
Connectivity Index =
Street Links / Street Nodes

Node (intersections with 3 or more legs, cul-de-sacs)
Link (streets between intersections with 3 or more
legs, cul-de-sacs, not alleys)

[
Kinniburgh,
Chestermere (1.25)

Rainbow Falls,
Chestermere (1.53)

South Canmore,
Alberta (1.70)

Nelson, British
Columbia (2.0)

-Weak connectivity
-Long block sizes lead
to long distances
required for travel
-Circuitous loops
-2% walk or cycle to
work in Chestermere

-Generally good
connectivity
-Pathways typically
connect where streets
lack
-2% walk or cycle to work
in Chestermere

-Good connectivity
-Good grid network
-Pathways connect
between streets
-18% walk or cycle to
work in Canmore

-Excellent connectivity
-Perfect grid network of
sidewalks on streets
remove need for
pathway links
-31% walk or cycle to
work in Nelson!
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SPACING of CONNECTIONS

In addition to connectivity index, the scale of the index (including the space
between the connections) is just as critical to creating a dense street
network as the ratio of connections to street links.

Measuring Vehicle Delay

Figure 16 illustrates some of the major implications of a hierarchical street
network, compared to a dense network.
Travel time is often measured based on the major road, which in the
example on Figure 16 is the east-west road connecting A and E. As the
example shows, the eastbound travel time is about 1.5 minutes shorter
in the example with a single intersection than with 3 intersections. The
westbound travel times are also shorter. If the priority is to serve through
traffic, the single intersection is the better solution, and certainly addresses
the desire expressed by some to reduce the number of signals on a street.
If the desire is to minimize delay for all vehicles, the measurement changes.
In the dense network, there are three intersections along the same eastwest street. By distributing traffic that wants to turn on, off or cross the
main street, the time required to service this traffic at each intersection is
less, and the routes are more direct. Considering intersection delay alone,
the hierarchical network with a single intersection generates 7 more hours
of total vehicle delay (i.e.. the sum of all delay by all vehicles in a one-hour
period) than the dense network with three intersections.
Delay benefits for the dense network are even greater when we account for
the reduced length of some trips. In the hierarchical network, the trip from B
to H requires a person to drive along a local street from B to C, south along
the cross street from C to G, and then west along a local road from G to H.
The total length of this trip is 800 m longer than that of the dense network.
Not only does the trip from B to H in the dense network take less time by car,
it also becomes very walkable at only 150 m in length.
All trips are important, not just through trips on the major street. In this
sense, a dense network with more frequent intersections provides better
service, and reduced travel times and distances. It also allows for fewer
lanes on individual streets, compared to a hierarchical network that requires
longer left turn bays and needs four lanes on the north-south intersecting
street.
The introduction of maximum Intersection spacing can reduce vehicle
delays by increasing route options, and is also integral to providing safer
connections for walking and cycling, and bringing the City’s assets and
places of interest closer to those trying to get to them. Intersection spacing
on local streets should range between 70-150 m. Intersection spacing
between major road intersections should generally not exceed 400 m.
Finally, in order to provide good connections for people walking and cycling,
a maximum of 200 m between connections (ie. marked crosswalks at
intersections, mid-block crossings) should be achieved.
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why does intersection
density matter?
A study by Ewing and Cervero
(2010) found that while
all factors are important,
a permeable network with
short blocks is the singularly
most advantageous factor to
encouraging walking.
Density

Household/
population/job

Diversity

Design

Land use mix/
jobs

Intersection/
Street Density

Distance

Destination
Accessiblity
Jobs within
1 mile

To nearest
transit stop

Ewing, Reid and Cervero, Robert. Travel
and the Built Environment. 2010

Figure 16: Vehicle Delay & Network Types
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35
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15

B

H

G

F

1200 m

(sum of all vehicles in 1 hr)

1:50 min
3:10 min
69 hrs

Outperforms the dense network in
through traffic travel time (1.5 minutes
shorter in eastbound direction).

135
535
100

H

Vehicle Travel Time
A to E		
E to A		
Total Vehicle Delay

E

(sum of all vehicles in 1 hr)

3:22 min
3:46 min
62 hrs

Significantly outperforms the hierarchical
network in total vehicle delay and trip
distance. Dense network has 7 hours less
total hours of vehicle delay! Trip distance
for B to H is 800 m shorter for dense
network and very walkable!

BLOCK PERIMETRES

Block perimeters (or block sizes) provide a good indication of the walkability and
connectivity of a community, though they should be applied alongside intersection
and street spacing guidelines. Figure 17 illustrates two examples of block perimetres
in Chestermere: West Lakeview Crescent and the Cove. West Lakeview Crescent
represents an ideal block perimetre of 475 m, which represents a walking time of
approximately 6 mins. The Cove block is nearly double this size, at 946 m and a walking
time of approximately 12 mins. In order to support walkability in Chestermere, a
maximum of 500 m should be adopted as a block perimetre guidelines.

Figure 17: Block Perimetres in Chestermere
West Lakeview
Crescent (475 m)
-Good block
perimetre
-Indicates good,
walkable form

The Cove (1057 m)
-Weak block
perimetre
-Indicates poor urban
form for walkability.
Through connections
lack infrastructure for
walking and cycling
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integrated local network policies & GUIDELINES

(P1.1) Future Transportation Networks will generally be provided as shown on
Map 3.
(P1.2) A dense network of streets will form the backbone of a transportation
system, support the dispersal of traffic, and provide efficiency, choice
and connectivity for all road users.
(P1.3) The transportation network will be established on a modified grid that
connects nodes of activities via multiple points of access.
(P1.4) The severance impacts of Chestermere Boulevard will be mitigated by
integrating adjacent land use and creating a safe and comfortable multimodal environment.
(P1.5) Where vehicle capacity is required, new multi-modal linkages will be
favoured over creating large arterial roadways.
(P1.6) Networks for all modes will be highly permeable and logical, and provide
easy access to key destinations.
(P1.7) The street network will retain a hierarchy, but all streets will serve
multiple functions, and major streets will support walking, cycling,
transit, and driving.
(P1.8) Roads and trails will respect existing natural areas.
(P1.1) On-street parking will be provided within downtown, commercial and
mixed use areas.
(P6.1) Chestermere’s transportation network will be developed in a manner that
leads to long-term efficiency and durability by planning for multi-modal
opportunities.
(P6.2) The City will prioritize and monitor shifts towards sustainable modes of
transportation, such as walking, cycling, transit and carpooling.
(P6.3) Transportation investments in Chestermere will consider life-cycle
costs, including capital costs, maintenance and operation, as well as the
economic benefits to users and the City as a whole.
(P6.4) The transportation system will support the changing trends of mobility
by providing opportunities for multi-modal travel.
(P6.5) Greenhouse gas emissions will be considered in decisions regarding
future transportation investments.
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Chestermerians said:

Connectivity Guidelines

(G1.1) New neighbourhoods should have a minimum street connectivity index
of 1.4 and active mode connectivity index of 1.6.
(G1.2) Street blocks should have a maximum perimetre of 500 lineal metres.
(G1.3) Future networks should have a maximum spacing of 400 metres
between connector and livable streets.
(G1.4) Intersection spacing between local streets should be 70-150 metres.
(G1.5) Cul-de-sacs should be discouraged, and where provided, should have a
maximum length of 100 metres with an active mode connection at the
end.

The transportation system
needs to be more connected

Street & Network Design Guidelines

(G1.6) Complete Streets principles should be used to establish walking, cycling,
vehicle, and transit networks within street corridors.
(G1.7) There should be flexibility provided in how street components for each
street class are incorporated.
(G1.8) Right-of-way widths should be minimized, allowing for street
components and utilities.
(G1.9) Features such as back-lotting, buffers, sound fences and street-facing
parking lots are discouraged, and building frontages to face the street for
all street classes should be promoted.
(G1.10)Street widths should not exceed four primary general purpose lanes (not
including turn lanes, or special purpose lanes such as transit lanes).

Parking Guidelines

(G5.1) Development applications should include analysis of parking lot walking
and cycling access, safety, and connectivity.
(G5.2) On-site parking requirements and reduction bylaws should be revised
to consider walkability, increased density, urban form, on-street parking,
shared parking agreements, cycling, and transit as possible bases for
reducing parking requirements.

Actions

(A1.1) Develop Chestermere-specific transportation assessment guidelines that
focus on connectivity, street function, and walkability over road capacity
(A1.2) Identify and prioritize connectivity and network improvements to existing
(developed) network areas.
(A1.3) Seek opportunities for network improvements in areas with approved
area structure plans at the outline plan stage.
(A1.4) Implement a data collection program to evaluate and monitor the
transportation network
(A1.5) Undertake a Southeast Area Detailed Transportation Plan
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ACTIVE TRANSPORTATION
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What is Active Transportation?

Active Transportation includes all modes of human-powered
transportation such as walking, cycling, wheeling, in-line skating,
skateboarding, cross-country skiing, canoeing and kayaking.

CHANGING TRENDS

Active Transportation is increasingly gaining interest from
municipalities throughout Canada for its long list of benefits (see
Page 67). Likewise, younger generations such as millennials are
demonstrating new trends for getting around, citing economical,
environmental and technological reasons. In fact, there has been
a steady drop in the number of vehicle kilometres traveled in
developed countries over the last 2 decades (Curran 2014).

you know?
Active modes of transportation are
the only independent modes of travel
for youth under 16 years old.

EXISTING NETWORK

The existing active transportation network consists mostly of
recreational pathways that connect local neighbourhoods and
regional destinations. Some connection routes are shortened by
shared pathway connections, green spaces and/or alleys, but typical
walking routes in the City are not direct. Many neighbourhoods
contain a local park and/or green space that is accessible to
residents within a short walking distance. Sidewalks are generally
provided on both sides of the street within residential areas. At
most intersections, curb letdowns are provided to allow for good
accessibility to people with disabilities or with strollers. At the
regional level, a pathway along the WID canal connects Chestermere
and Calgary.

46%

of millennial drivers would
choose internet access over
car ownership. (Gartner Inc.)

45%

of 18-34 year olds say they have
consciously made an effort to
replace driving with transportation
alternatives (KRC Research & Zipcar)

Curran, Mike. Peak Car: Does it exist and is it evident in New Zealand? November 2014. Accessed at:
www.transport.govt.nz/assets/Uploads/Our-Work/Documents/fd-peak-car.pdf
Garnet Inc., from the NYT article “As Young Lose Interest in Cars, G/M. Turns to MTV for Help”, Amy Chozick,
March 22, 2012
KRC Research, Millennials & Driving; A Survey Commissioned by Zipcar, November 2010.
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SPECIFIC GAPS

The pathways provide good cycling opportunities for beginner or recreational
cyclists, but lack connections, particularly for those requiring direct routes, such as
commuters. Major routes such as Chestermere Blvd do not have any cycling or walking
infrastructure, making them barriers to these modes. Since safety and efficiency are
major factors for commuter cyclists, the existing system poses challenges for this
group, which is demonstrated in the mode split (<1% cycle to work in Chestermere!).
Key points of interest that should be considered critical for walking and cycling links are
schools (particularly Chestermere High School), City Hall and the downtown (including
the library), other commercial and employment activity centres, green spaces and parks,
and water bodies such as Chestermere Lake and the WID Canal.

Key walking & cycling destinations

Key walking and cycling destinations range from the city centre, to mixed use and
commercial/retail areas, employment lands/business parks, parks and recreation
areas (including lakes and trails), and institutional uses such as schools and the public
library. Future transit stations and hubs will also be considered key walking & cycling
destinations, elevating the importance for high connectivity in and to these areas.

Figure 18: Major Activity Centres for Walking & Cycling
Chestermerians said:
•Easy access to the lake, parks,
commercial and schools via active
modes is needed
•The lake should be more accessible

Commercial Activity Centre
Employment Activity Centre
Green Space
Chestermere Lake/WHD Canal
Regional Transit Stops
Schools
Parks
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walking

The convenience and simplicity of walking make it a very
practical way to get around for those who live within
1.5 km of their destination. In fact, almost all trips begin
and end with walking components, making the need for
walking and universal accessibility imperative.

DId you know?

Sunnyside is a model walkable neighbourhood,
scoring 93 on Walkability, 77 on Transit, and 100 on
Cycling!

The importance of walkability is becoming increasingly
apparent with measures such as Walk Score. Walk
Score is an on-line tool that assesses cities, towns,
neighbourhoods, or specific addresses based on their
proximity to services and amenities, and walking and
cycling friendliness. Some studies in the United States
(eg. Walking the Walk for - CEOS for Cities, 2009) have
found that neighbourhoods with higher Walk Scores
have higher home values in typical neighbourhoods, with
one Walk Score point equating between $500-$3,000
increase in home value, and 10 Walk Score points
equating increases of 5-8% in commercial property
values (walkscore.com). This clear relationship between
walkability and real estate has led to the use of this tool
by thousands of real estate websites.
Overall, Chestermere’s Walk Score averages at
36/100, which is considered a car-dependent
community. A comparison between the Walk Scores
of home addresses, one located centrally along West
Chestermere Drive (Walk Score: 63) and the other along
Lakepointe Drive (Walk Score: 20) demonstrates how
Walk Scores can vary dramatically, within distances of
less than 2 km.

Figure 19: WalkScores in Chestermere
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The Benefits of Active Transportation

Health

60

Better livable communities
Lower BMIs in areas with good street
connectivity and land use mix
Increased physical activity and higher
quality of life
Reduction in air pollutants that cause
respiratory diseases (e.g. asthma)

min
/day

of physical activity
can prevent 20-33% of Canadian
deaths related to coronary heart
disease, stroke, type 2 diabetes,
& hypertension. (Warburton et al. 2007)

Fewer road collisions and safer roads

Improved Happiness
Promotes social capital and increases
community cohesion

35

Reduces traffic congestion and
increases time savings

30

Improved physical and mental health

20

Individual transportation cost savings

15

Reduces depression, heart disease,
obesity, adult-onset diabetes,
osteoporosis, and high blood pressure
Parents who walk their kids to school
are happier and more relaxed

Accessibility
Improves mobility for everyone,
especially youth, elderly, and lowincome groups
Promotes functional independence

66

Parents that started walking their children
to school reported feeling more “happy and
relaxed” than parents that drive.
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25

Parent walks
with child

10

Parent behaviour
has not changed

5

Parent drives
more
Happy

Relaxed

Rushed

(National Survey for parents of children whose schools
underwent programs to increase walking to school)

Environmental
Reduced air, water, ground, and noise
pollution
Reduced GHG emissions
Increases amount of potential green
space
Reduced ecological footprint

Youth
More active and occupied children and
youth
Increased safety by providing at-risk
youth with recreational opportunities
Active youth demonstrate better
academic performance
Less harmful emissions where children
are at play

Economic
Savings on road and parking
construction, repair, and maintenance
costs
Increased land use efficiency
Reduced environmental costs (from
ghg emissions and air and water
pollution)

Surrey:
Properties
bordering a
greenway
increased in
property value
by up to 20%

Improvements to local businesses and
tourism
Increased workplace productivity
(fewer sick days)
Healthcare cost savings due to
increased physical activity
Time use savings (skip the treadmill,
bike or walk to work)
Increased property values in walkable
areas
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CYCLING

Cycling is becoming an increasingly popular mode of choice in North America. Victoria,
BC’s bicycle commuting mode split is 11% - the highest in Canada. Nearby, Calgary’s
new cycle track network has drawn major increases in cycling along cycle track routes.
Current routes now see up to 1400 daily cycling trips, and increases of 2-4 times the
cycling traffic recorded prior to the installation of the network.
Cycling has been found to be a viable transportation option for distances less than 7
km. Chestermere’s relatively small size allows for every area to be within a bikeable 7km
radius of key points of interest and amenities such as the lake, commercial areas, parks,
or other recreation sites (See What It Takes to Encourage Walking & Cycling) . Chestermere
is generally flat and provides easy cycling terrain for all levels. Despite this, cycling is
difficult for the greater population due to a lack of connections and insufficient safe and
comfortable infrastructure.

CYCLIng LEVELS

In order to understand the needs of current and future cyclists, a four-part typology
was developed by the City of Portland over 10 years ago. This classification system is
now widely used in active mode planning in many Canadian cities. In order to better
serve the market, transportation initiatives are increasingly focused on encouraging
and supporting “Interested but Concerned” cyclists, who form the majority of the
general population. This majority group forms the latent demand for investing in cycling
infrastructure:

LOW

5-10%

60%

30%
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Strong and Fearless (Very low percentage of population) – You typically
ride anywhere, including along Chestermere Blvd, regardless of conditions
or weather. You can ride faster than other user types, prefer direct routes
and will typically choose roadway connections - even if shared with
vehicles - over separate bicycle facilities such as multi-use trails.
Enthused and Confident (5-10% of population) -You’re an ‘Intermediate’
cyclist who is mostly comfortable riding on all types of bicycle facilities,
but usually prefer low traffic streets or multi-use trails when available,
such as West Chestermere Dr. You may deviate from a more direct route
in favour of a preferred facility type.
Interested but Concerned (approximately 60% of population) – You
typically only ride on low traffic (ie. local) streets or multi-use trails under
favourable conditions and weather. You perceive significant barriers
towards increased use of cycling with regards to traffic and safety.
No Way, No How (approximately 30% of population) – You do not cycle,
and do not perceive cycling as being for you. You may eventually consider
giving cycling a second look, but will likely not.
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Providing for all skill levels - from new
cyclists and children to experienced adults
- is key to the success of Chestermere’s
cycling network.

BICYCLE NETWORK

To accommodate all cycling abilities and encourage more cycling, a multilevel network is suggested. This level rating is inspired by ski resorts:
Introductory (green): for new cyclists, families and others
focusing on recreational cycling (eg: Trails Network such
as the Chestermere Lake trail). Greens serve as low-stress
environments for recreation and gaining primary cycling skills.
Intermediate Direct, Safe and Convenient (blue): for cyclists
with a destination, but who prefer the comfort of cycling facilities
(e.g. bike lanes, multi-use pathways and signed routes) on low
volume streets such as the East Chestermere Drive.
Direct, On-street with Traffic (black): for more confident cyclists
who are comfortable riding on higher traffic streets. Black routes
may include designated on-street cycling facilities (eg. cycle
tracks, bike lanes) along higher volume streets.

Chestermerians said:
Trails are great but they often end
abruptly

RECREATING TO COMMUTING

Recreational cycling is considered a gateway to utilitarian or commuter
cycling. It is important to offer a spectrum of facility types that not only
support those “Interested but Concerned” to try cycling on Introductory
(Green) networks, but encourage them to continue cycling for more utilitarian
purposes on intermediate, safe and convenient (Blue) networks. In some
instances, certain networks (ie. the Blue/Green networks) will provide
overlapping opportunities for cycling levels (from “Interested but Concerned”
to “Enthused and Confident”), given speeds, level of separation from motor
vehicle traffic, and other factors. Finally, providing opportunities for cyclists
who want the most direct and fastest routes (ie. Strong and Fearless levels)
allows those with more experience and confidence to get to their destinations
efficiently. In other words, it is important to provide safety and efficiency for all
cycling types and abilities to allow people to gain confidence in their abilities to
safely travel via bicycle.
Typically, Chestermere’s current network provides for recreating, but does
not strongly support those interested but concerned with on-street dedicated
cycling facilities on medium to low volumes streets (ie. Blue Network cycling).
In order to support cycling to existing and future attractors in the City (such as
commercial and employment lands), safe and direct commuting options need
to be provided.
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A FUTURE NETWORK FOR ALL AGES & ABILITIES

Chestermere’s future cycling network is shown in Map 7. The network connects major
destinations, such as activity and employment centres, higher density and mixed use
areas, institutional uses such as schools and libraries, and park spaces/wetlands. it
also connects to the broader network in Calgary and Rocky View County. Routes are
categorized into blue and black types, following the proposed multi-level (Green, Blue,
and Black) network discussed in the Bicycle Network section.
The majority of the network is composed of Blue routes, which are low-medium
vehicular volume streets. Solid blue routes may be signed (where vehicular volume is
very low), or include bicycle lanes or cycle tracks. Dashed blue routes indicate streets
that will include multi-use pathways with frequent crossings. Therefore, despite high
forecasted traffic volumes along Rainbow Road and Township Road 240, these routes
will be comfortable for cycling, as pathways will comfortably separate cycling from
vehicular traffic. It should be noted that in some cases other forms of separating vehicle
and cycling traffic may be appropriate, such as raised bike lanes as recommended
in the Chestermere Boulevard Corridor Study. The specific form of infrastructure will
be determined in future planning. The network also demonstrates a future multi-use
pathway route that follows an existing utility corridor located between West Creek
Boulevard and West Chestermere Drive. The corridor will connect to a future (blue
network) neighbourhood connector through Waterbridge, terminating at Conrich Rd.

Map #7 Symbol

User

Facility Type

Vehicle Interaction

Dashed blue line

Recreational

Multi-use pathway / utility
corridor multi-use pathway
with infrequent crossings

Infrequent crossings of local
streets.

Multi-use pathways with
frequent crossings

Frequent crossings of streets of all
types

On-street signed routes

Shared use of low-volume streets,
usually residential streets

Bike lanes

Shared use, but within designated
lanes, generally on Livable class
streets

On-street - moderately busy
streets

Shared use, usually with bike lanes
on moderately busy streets such
as highly used Neighbourhood
Connectors

Solid blue line

Black line
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Recreational
or commuter

Confident
cyclists
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MAP 7: cycling network map
network in Rocky View County
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WHAT IT TAKES TO ENCOURAGE walking & cycling

There are several factors that can encourage the use of active modes of travel,
especially when considered together. Strong policies and supported guidelines
for multi-modal road networks (e.g. complete streets), environment (land
use, road network and infrastructure), and programs (enforcement programs
and education and behavioral programs and campaigns) can all lend toward
encouraging more sustainable transportation behaviour.
Distance is also a factor. The entire length of Chestermere does not exceed
6.5 km, making the average local trip significantly less in terms of average
distance. Walking and cycling are practical options for short to medium
6.5
trips within the range of 10 to 20 minutes. Below is a comparison of typical
distances that can be easily traveled in various ways in the 10 to 20 minute
time horizon. These travel times will vary based on a number of factors and are
intended to be indicative only.
Mode		
Walking		
Cycling		
Transit		
Private Automobile

Distance traveled in 10-20 mins
0.8 - 1.5 km
2 - 7 km
5 - 15 km
6 - 20 km

This suggests that the places where people live should be within a kilometre
of key walkable destinations, such as convenience stores, basic recreational
opportunities and transit stops. It also suggests that the population within a
kilometre of key destinations such as libraries, the city centre, major recreation,
shopping, employment centres and others should be maximized via excellent
access and connectivity.

SAFETY & ACCESSIBILITY

For youth under 16 years of age as well as seniors and persons with disabilities
who cannot drive, the only independent mode of transportation is cycling and
walking. Children, seniors and those with disabilities must be accommodated
through non-automobile dependent modes of transportation by providing
universal accessibility and safe, connected walking and cycling networks.
Intersections and other active mode infrastructure should be designed with
curb let-downs, bump-outs, and adequate lighting and separation from motor
vehicle traffic.

Cityofof
Chestermere
Chestermere
72 City
01
Transportation Master Plan
Transportation Master Plan

km

6.5 km

winter

Chestermere experiences winter conditions for the majority of the year. This does not
mean that year-round active modes are not viable. In fact, people living in much colder
places walk, bike, and even ski or snow-shoe to get around much more than people
living in Chestermere. Average winter temperatures in Whitehorse are approximately 8
degrees colder than Chestermere. Strong active transportation policy in Whitehorse led
to increases in walking and cycling year round. 7%, 3%, and 5% of people in Whitehorse
now walk, bike, or take transit, respectively. By 2036, the City hopes to double walking
and cycling and triple transit mode shares. Cold success stories don’t end there.
Terrace, BC has a 12% walking and 4% cycling mode split.
Cold cities throughout Canada (including Edmonton, Winnipeg and Whitehorse) are
beginning to introduce winterizing strategies, understanding that designing for our
climates plays a major role in transportation planning.
The current snow clearance bylaw gives priority to primary roadways, followed
by secondary roadways for snow clearance. Snow clearance along sidewalks in
residential areas are the responsibility of the adjacent homeowner within 48 hours
of the snow fall. Bike paths and sidewalks not in residential areas are cleared once
primary and secondary roadways have been cleared. Additionally, salt and sand are not
used on public bike paths or sidewalks due to environmental and economical reasons.
The uncertainty of snow clearance along sidewalks and bike paths is a deterrent for
those who rely on them (or would like to rely on them) for active trips.
Chestermere should support a predictable maintenance program for all walking and
cycling routes in the City. A predictable program can include regular maintenance and
snow clearance, as well as winterized routes that provide routes for winter activities. A
predictable and defined maintenance program will support the year-round recreational
aspirations of the City.

Chestermerians said:
• Paths should be accessible all-year round
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WALKING & CYCLING policies & Guidelines

(P2.1) The Short and Long Term Cycling Network will generally be provided
as illustrated on Map 7.
(P2.2) The transportation system within the downtown and commercial
areas will be multi-modal, but will favour walking as the highest priority
mode, supporting intense development in a walkable environment.
(P2.3) The cycling network will build on the existing trail system and provide
safe, comfortable and convenient connections for all (Black, Blue and
Green) skill levels.
(P2.4) The future Pathway & Trails Master Plan will integrate with the Green,
Blue and Black cycling network.
(P2.5) Pathways and bikeways will connect to regional and neighbouring
municipal networks.

Walking Guidelines

(G2.1) Transportation systems should be designed to maximize 10-minute
walking access to commercial areas, schools, major parks, downtown
and other key attractions.
(G2.2) Sidewalks and/or multi-use pathways should be provided on all street
types.
(G2.3) Where practical, commercial and residential development should face
the street and provide a comfortable and safe pedestrian environment.
(G2.4) Pedestrian connections into neighbourhoods should be provided at a
minimum spacing of 200 m along Regional Connectors and Livable
Streets (ie. Neighbourhood Connectors).
(G2.5) Dedicated pedestrian crossings should be a minimum of 400 m
spacing on Regional Connectors and Urban Boulevards; 200m on
Neighbourhood Connectors.
(G2.6) Pedestrian connections to Regional Connectors and Neighbourhood
Connectors should maximize residences within 400 m walking
distance of future potential transit stops.
(G2.7) Intersection and pedestrian crossings should include high quality
features such as zebra markings, curb bump outs and small turn radii.
(G2.8) On existing streets where designated walking infrastructure is not
provided and there are no near-term plans for road reconstruction,
interim solutions (such as painted sidewalks with pinned curbs)
should be considered.

Cycling Guidelines

(G2.9) High quality bicycle parking (ie. sheltered, protected, and/or visible)
should be provided at all schools, recreational facilities, civic buildings,
commercial centres and future transit hubs.
(G2.10) Design snow clearance ability and snow storage areas for cycling
infrastructure.
(G2.11)The existing trail system should form part of the Green cycling
network, and will be further developed through the future Pathways &
Trails Master Plan.
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Walking & Cycling Guidelines

(G2.12)Existing network connectivity improvements should support smaller
blocks and walkability, particularly in commercial areas and between
neighbourhoods.
(G2.13)Travel distance advantages should be provided for active modes,
with a focus on connections to local commercial centres, schools and
recreation areas.
(G2.14)Future Outline Plans applications should include considerations for
green, blue and black cycling networks and walkability
(G2.15) Future development should support end-of-trip facilities for active
modes, such as high quality bicycle parking, employee showers and
change rooms.

Actions

(A2.1) Support the future cycling network with a City-wide Pathways &
Bikeways Map
(A2.2) Support educational/behavioural programs or campaigns to
accompany walking & cycling network improvements
(A2.3) Collect and maintain geospatial data for sidewalks, pathways,
bikeways, and other infrastructure, such as bicycle racks
(A2.4) Designate snow clearance and winterized routes for walking and
cycling to allow for maintenance predictability
(A2.5) Investigate winterizing opportunities in the future trails and pathways
master plan
(A2.6) Pilot and promote a “white-way” trail/sidewalk portion or trail system
for winter activities such as cross-country skiing or sledding
(A2.7) Develop programs to encourage, support and maintain active modes of
travel all year round
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EXISTING TRANSIT SERVICE

The Rocky View County Handibus provides service to people with
mobility challenges in several municipalities within the region, including
Chestermere. There is a privately-owned regional bus service between
Strathmore, Chestermere and Calgary. This service is made up of a bus
that provides one round trip each day during business days (ie. One trip
into Calgary during the morning peak, and one trip to Strathmore during
the evening peak).The cost for this service is relatively high, at a monthly
rate of $312, or $98 for 10 tickets. Availability is only guaranteed for
monthly pass holders.

Short & LONG Term Transit Plan

In 2013, the Calgary Regional Partnership (CRP) developed Short and
Long Term Regional Transit Plans that connect communities within the
Calgary Regional area.
The short term plan was aimed for 2010-2014 and included two-way Bus
Rapid Transit (BRT) and Express service through Chestermere, between
Calgary and Strathmore.

Chestermere BLVD corridor
study
Adopted in 2015, the
Chestermere Blvd Corridor
study recommends an urban
street design for Chestermere
Boulevard which is safe for all
modes of transportation, serves
as a gateway, and connects
local destinations. Specific
recommendations include:
•
4 general purpose lanes
•
Median transit lanes
•
Raised cycletracks and
sidewalks on both sides of
the street
•
Mid-block crossings

In the long term, the plan envisions rapid transit connections among
CRP communities and to the City of Calgary. Long term rapid transit
connections to Chestermere identified in the Plan include:
•
•

East/West BRT Service route along Chestermere Blvd, from
Calgary to Strathmore
BRT or Express Route along Conrich Rd, connecting Okotoks and
the Northeast Calgary border

Figure 20: CRP Regional Transit Plan (2009)
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The Plan also conceptually identifies local connections within Chestermere to the
potential commuter rail connection. It suggests establishment of transit-oriented
development east and west of the CP Rail line south of 1 Ave. NW. In order to support
a population of over 70,000 in Chestermere, and to provide strong regional transit
connections, the future Chestermere transit network will need to be supportive of a
hierarchical regional system, with consideration for rapid transit, frequent local service
and local connecting services.
BRT and express routes indicated in the Plan represent the regional transit connections
to/from Calgary and other regional communities. The need for BRT infrastructure
in Chestermere may be several years away, but corridors need to be protected now.
The City of Calgary is developing a median busway on 17 Avenue SE. An extension
of such a busway into Chestermere would be an example of BRT infrastructure. The
Chestermere Boulevard Corridor Study establishes recommendations that would
complement the City of Calgary’s plans.
Within Chestermere, services could include express routes, similar to Airdrie ICE, that
provide connections to Calgary (including LRT stations) in the short to medium term,
with more extensive connections via a BRT service in the longer term. This type of
service will generally operate within mixed traffic, but may also include some transit
priority and transit-only infrastructure.
Local services using Connector and Liveable streets, provide access to transit in lowerintensity areas of development. Local services will include transit buses of various
sizes, reflecting the demand requirements of the particular route. This type of service
would generally be provided as a conventional, scheduled service; however, other
service models such as demand-responsive services (dial-a-bus) could be considered.
It should be noted that while a regional service between Chestermere and Calgary is
anticipated in the near future, frequent and local service should only be pursued once
regional ridership levels have been established.
The future regional service, as well as potential long term rapid and frequent service
areas are shown on Map 8.
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MAP 8: Future chestermere transit network
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transit accessibility

Every transit trip starts and ends with walking. Safe and pleasant access to transit,
particularly for pedestrians is integral to the success of a transit system. Developments
that are well-connected and have walkable urban form have shown to significantly
influence whether or not people walk to transit.
Supporting active connections to transit also allows for multi-modal trips (such as
transit and walking), which have been shown to help physically inactive groups meet
daily recommended physical activity. A study from Montreal demonstrated that on
average, transit users met 25% of their daily physical activity needs by walking to and
from transit stops (Morency, Trepanier and Demers 2011). In addition to health benefits,
integrating active transportation with public transit can encourage more people to walk
or cycle to and from public transit instead of using park and ride facilities, thus reducing
the demand for surface transit parking. A study by Cervero (2000) concluded that the
conversion of park-and-ride lots to transit-oriented developments favour walk-and-ride
transit usage. Application of Transit Oriented Development (TOD) principles will need
to be considered, particularly along Chestermere Boulevard, to further support future
transit growth.
While Chestermere does not currently have a transit system, a future transit system
that is built within strong urban form and provides good pedestrian and cycling
connections and amenities (such as bus shelters, bike racks on buses, and protected
bike parking) will support the success of a new transit system.

Transit Catchments

It should be noted that while transit catchments are often displayed as circular areas,
actual catchments rely on street network density and connectivity. Generally speaking,
the more connected and dense a network is, the more circular a catchment area is. The
example below overlays a potential (or ideal) circular catchment area for a 10 minute
walking distance on the actual catchment area (as estimated on Walkscore.com). The
actual catchment area is estimated using street network/pedestrian facility data. The
example demonstrates that the current street network does not capture the potential
walking catchment.

Figure 21: Transit Catchments (Potential-vs-Actual)

Actual 10-minute walking
catchment (Walkscore.com)
Potential 10-minute walking
catchment

Catherine Morency, Martin Trepanier and Marie Demers. Walking to transit: An unexpected source of physical
activity, 2011, Transport Policy: http://www.sciencedirect.com/science/article/pii/S0967070X11000631
http://www.nctr.usf.edu/2001/01/walk-and-ride-factors-influencing-pedestrian-access-to-transit/
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Transit Policies & Guidelines

(P3.1) The Future Regional Transit Network will generally be provided as illustrated
on Map 8.
(P3.2) A future BRT service will provide reliable, convenient and efficient
connections between Chestermere and neighbouring areas, and form the
basis for a future (long-term) local transit service.
(P3.3) The City will plan and protect for long-term rapid transit along Chestermere
Boulevard connecting to the future 17 Avenue SE transitway in the City of
Calgary.
(P3.4) The downtown and commercial areas will be primary future transit
destinations, and priority service locations when transit is introduced.
(P3.5) Major street corridors and major activity nodes will be developed to support
future transit services.
(P3.6) When feasible, the City will pursue the introduction of regional and local
transit services in cooperation with the Calgary Regional Partnership.

Transit Guidelines

(G3.1) Well-connected, walkable developments that support transit should be
incorporated within an 800 m radius of transit stops to support the success
of the transit system and decrease the need for park & ride facilities.
(G3.2) Collaborate with the CRP to pursue regional transit opportunities
(G3.3) Future transit hubs should be supported by urban form and strong cycling
and walking connectivity.
(G3.4) High quality, heated shelters should be provided at major bus stops
locations, such as regional stops along Chestermere Blvd.
(G3.5) ASP and Outline Plan applications should require analysis of support for
transit.

Actions

(A3.1) Update the Chestermere Transit Feasibility Study.
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GOODS MOVEMENT
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EXISTING GOODS MOVEMENT

Currently, there are no bylaws for truck routes and/or the movement of dangerous
goods in Chestermere. Truck routes serve a vital role in providing safe access to
industrial and commercial zones, and to the economic development and growth of
Chestermere, locally and regionally.

LAND USE DESTINATIONS

The current land use designations include three major employment areas that will
potentially have office, business park, or light industrial uses. Two of the designated
employment lands are adjacent to the highway and one adjacent to the rail line. Additionally, land use in support of major commercial centres are located along Chestermere Blvd in Waterbridge, the Town Centre, and Commercial Centre at Chestermere
Blvd and Highway 1, as well as minor mixed use commercial areas throughout the City.
Given the expected growth of the town, a safe goods movement network that connects
to these areas must be established.
Established truck routes must be designed and have the capacity to accommodate
existing and future volumes, sizes, and weights of vehicles. Sensitivity must be given
to certain land uses, such as residential and parks; and other modes of transportation,
such as active modes. With a growing interest toward active modes and recreation in
the City, significant consideration needs to be made toward the safe and comfortable
integration of these modes.

ADJACENT GROWTH

Significant growth is planned in areas adjacent to Chestermere, such as Conrich to the
north and Janet to the west. Current plans for these areas include expressway standards for Peigan Trail, Glenmore Trail, and 6 and 4 laning for McKnight Boulevard east
of Stoney Trail. Although Stoney Trail will be the primary north-south corridor for industrial and commercial traffic, there may be some heavy vehicle traffic that will travel
north/south through Chestermere along Conrich and Rainbow Road.

Province of Alberta High Load Corridor

The Province of Alberta published a High Load Corridor on Provincial Highways map,
dated May, 2012. The area in the map surrounding Chestermere has been included in
Figure 22. The red segments represent the existing corridor with 9.0 metre maximum
height, and the blue segments represent proposed routes.

Figure 22: High Load Corridor on
Provincial Highways Map (Province
of Alberta, May 2012)
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future goods movement

The future goods movement network (Map 9) includes three major connectors:
Chestermere Boulevard, Peigan Trail, and Rainbow Road. Truck traffic will be
discouraged along Conrich Road, where a more narrow street width, significant streetfronting residential, and less direct access to Highway 1 is planned.

Goods Movement Policies & Guidelines

(P4.1) The City will adopt the Goods Movement Network, as illustrated on Map 9.
(P4.2) The transportation system will provide opportunity for economic development
along main routes such as Chestermere Blvd.
(P4.3) The transportation network will support prosperity within Chestermere by safely
and efficiently moving goods via designated routes.

Goods Movement Guidelines

(G4.1) Truck traffic should be discouraged along Conrich Road and other Liveable and
Local street types. Through truck traffic should be prohibited on these street
types.

Actions

(A4.1) Establish a truck route and dangerous goods bylaw.
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MAP 9: Future GOODS MOVEMENT network
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IMPLEMENTATION & MONITORING
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capital projects

The following table lists the capital projects required to implement the future street
network. These projects do not include those that are the responsibility of developers
within new developments (Liveable and Local streets). A summary of the projects
and their capital costs are listed in Table 04. The projects are shown on the map in
Appendix C.

2017-2019 Projects

A.1 - Upgrade Rainbow Road to Urban 2-Lane (expandable to 4-Lane) from Western
Headworks Canal to Township Road 240 (2-Lane Regional Connector). South of the
Western Headworks Canal to Twp. Road 240, Rainbow Road is a narrow, rural roadway
in poor condition. As further development occurs south of the Canal, there will a need
to upgrade Rainbow Road to support additional traffic. It will initially be constructed as
a two-lane roadway on the ultimate northbound lanes, and will ultimately be developed
to a four-lane road by introducing southbound lanes. This project will provide an
improved connection for Chestermere to the south, and in conjunction with projects
A.4-A.7, provides substantially improved access to the southern half of Chestermere,
with a good external connection to Highway 560 (Glenmore Trail) to the south.
A.3 - Signalize Rainbow Road / West Merganser Drive (Signal/Intersection) – Delays
at this intersection suggest that a signal is now required. Requirements for signal pole
locations on the west side of the road will need to be established during design.
A.4a - Canal Crossing on Twp 240 between Rainbow Road and RR 284 (Bridge) – A
50 m structure that can support two lanes of traffic and a multi-use pathway has been
assumed. It is assumed that when the roadway is expanded to four lanes, the bridge
will be twinned.
A.4c - Railway Crossing, West of Rainbow Road (Railway Crossings) – This project
will be similar to Project A.2b, the railway crossing on Rainbow Road, including the
preliminary work in anticipation of eventual four-laning.
A.5 - Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane)
Rainbow Road to RR 282 (2-Lane Regional Connector) – The eastward continuation of
the Twp. 240 upgrade will include intersections to connect new development to from
the north.
A.6 - Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to
4-Lane), RR 282 to RR 281 (2-Lane Regional Connector) – This section of Twp. Road
240 will include connection to the south for the proposed industrial / business park and
to the north to Kinniburgh.
A.7 - Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to
4-Lane), RR 281 City Boundary (2-Lane Regional Connector) – Upgrading will continue
on to Highway 791, but only the section within Chestermere’s boundaries are included
in the TMP.
A.7a - Canal Crossing Between RR 281 and Hwy 791 (Bridge) – This bridge will be a
30 m long two-lane structure. The bridge will be twinned when the road is expanded to
four-lanes.
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2020-2024 Projects

A.2a - New Western Headworks Canal Bridge on Rainbow Road (Bridge) – As part of
the Rainbow Road upgrading (Project A.1), a new bridge is planned over the Western
Headworks Canal. It will be constructed to ultimately support four lanes, a multi-use
pathway and sidewalk. The assumed length is 40 m.
A.2b - Railway Crossing Improvements on Rainbow Road (Railway Crossings) – In
conjunction with the upgrade of Rainbow Road, the existing railway crossing south of the
Western Headworks Canal will need to be upgraded. It is assumed that preliminary work
to ultimately allow for four lanes will be completed.
A.4 - Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane),
Conrich Road to Rainbow Road (2-Lane Regional Connector) ¬ This is the first of four
phases to the upgrade of Twp. Road 240 along the southern boundary of Chestermere.
The current roadway is within the City of Chestermere, and the first two lanes (ultimately
the westbound lanes) will be developed on the existing alignment. When combined with
Projects A.1, A.5, A.6 and A.7, there will be significant improvements for access to the
southern portion of Chestermere, including the future proposed industrial lands. This
road will ultimately connect to the easterly extension Peigan Trail, providing an excellent
connection to Highway 791, Stoney Trail and Calgary.
B.1/C.1 - Upgrade Chestermere Boulevard from 2-Lane to 4-Lane with Wide BRT
Median, Conrich Road to Rainbow Road (4-Lane Urban Boulevard, Upgrade from
2-Lanes) – As development continues within the Waterbridge area and throughout the
rest of the City, there will be a need to four-lane Chestermere Boulevard west of Rainbow
Road. A wide median allows for future widening to accommodate bus rapid transit (within
the median). There is considerably more right-of-way than is required, thus the width of
the median has negligible effect on the cost.
B.2 - Upgrade Rainbow Road from 2-Lane to 4-Lane, Chestermere Boulevard to
Western Headworks Canal (4-Lane Regional Connector, Upgrade from 2-Lane)
– Rainbow Road is nearing the threshold for four-laning. The completion of new
developments to the south will result in the threshold being exceeded. The existing lanes
will be converted to northbound lanes, and new southbound lanes will be introduced.

2025-2029 Projects

C.2 - Upgrade Rainbow Road from 2-Lane to 4-Lane, Western Headworks Canal to
Township Road 240 (4-Lane Regional Connector, Upgrade from 2-Lane) – Completion
of the four-laning of Rainbow Road to the south will provide a high-capacity connection to
southern boundary of the City. This additional capacity improves the external connection
south to Glenmore Trail, and west to Stoney Trail via Twp. Road 240 once the Peigan Trail
Extension is completed. The project also provides an important connection between
the future business/industrial park in the southeast with the north and west areas of
Chestermere.
C.3 - Replace Causeway with New 4-Lane Structure (Bridge) – The need for this project
is primarily due to the bridge condition. The bridge is expected to support four travel lanes,
a sidewalk on one side and multi-use pathway on the other. The current structure is only
30 m in length. It has been assumed that the new structure will be slightly longer. There
is also allowance for some widening of the causeway sections. It is assumed that 25% of
the bridge cost is attributable to off-site levies, representing the requirements associated
with additional capacity due to development.
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C.4 - New 2-Lane Rainbow Road (Urban), Windermere Drive to Highway 1 (2-Lane
Regional Connector, New) – The northern extension of Rainbow Road to Highway 1 will
provide the only continuous north-south route completely within Chestermere, and will
make Rainbow Road Chestermere’s primary north-south street. Along with Project C.5, it
will provide a new external connection, relieving pressure on other locations such as the
entry points to Chestermere on Chestermere Boulevard.
C.5 - Rainbow Road Interchange (Half Diamond Interchange) – A new connection
to Highway 1 will serve as an important connection for Chestermere. The assumed
configuration of the interchange is considerably more modest than current Alberta
Transportation plans. However, AT has clearly indicated that the interchange will be
funded through development. Therefore, a half diamond with west-facing ramps has
been assumed, as this will meet the majority of the City’s requirements.
C.6 - Upgrade Chestermere Boulevard to Urban 2-Lane, Causeway to Marina Drive
(expandable to 4-Lane) – This option involves “urbanizing” Chestermere Boulevard
between the causeway and west of Marina Drive. This includes converting the current
open ditch drainage to an enclosed system, addition of curb/gutter and sidewalks and
other street amenities to convert it from a rural highway to an urban street. This initial
upgrade will ultimately become two of the four lanes on this section of Chestermere
Boulevard.
C.7 - Upgrade Range Road 281 to 2-Lane Rural, Township Road 240 to South Boundary
(2-Lane Rural Connector) – Upgrading of RR 281 allows it to better serve as an alternate
connection to Chestermere from the south, particularly for access to the proposed
business/industrial park. It will also help relieve traffic demand on Twp. Road 240 for
access to East Chestermere. As it will not be directly serving new development, a rural
cross-section will be sufficient.

2030-2034 Projects

C.8 - Upgrade Township Road 240 from 2-Lane to 4-Lane, Conrich Road to Rainbow
Road (4-Lane Regional Connector, Upgrade from 2-Lane) – It is assumed that this
project will not proceed until the Peigan Trail Extension is completed from Stoney Trail to
Conrich Road. If that connection is not completed, four-laning of this section will not be
required. As much of the “urbanization” of Twp. 240 will have been completed as part of
Project A.4, it has been assumed that twinning of the Western Headworks Canal crossing
will be captured in the allowance for stormwater and miscellaneous. This capacity
expansion will serve the expanding development in southern Chestermere, and provide a
strong connection to Stoney Trail and the City of Calgary via Peigan Trail.
D.3 - Upgrade Township Road 243 to Urban 2-Lane (expandable to 4-Lane), Existing
East Highway 1 Ramps to Range Road 281 (Urban Boulevard, 2-Lane Upgrade) - The
upgrade to an urban standard will support future commercial and industrial development
in the northeast quadrant. The scope of this project may change, depending on potential
upgrades to the Highway 1 / Chestermere Boulevard interchange.
D.5 - Highway 791 / Highway 1 Interchange (Highway 1 FPS, Hwy 791 Interchange)
– An interchange at this location will improve access to development lands, and allow
Highway 791 to serve as a better connection for Chestermere.
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2035-2039 Projects

E.1 - Median BRT, Conrich Road to Marina Drive (Median BRT) – Chestermere Boulevard
will be widened into the median to provide bus-only lanes. The project will also include
some construction of narrow median to delineate bus lanes from general purpose traffic
and all signals will need to be upgraded to provide transit priority. The median BRT on
Chestermere Boulevard will connect directly the similar BRT facility to be developed on 17
Ave SE in Calgary, providing a direct dedicated transit route to downtown Calgary.
E.2 - BRT Stations - Waterbridge, Rainbow, Invermere, Waterfront (BRT Station) –
In conjunction with Project E.1, four stations will be developed: 3 in the median along
Chestermere Boulevard and 1 at the Waterfront as a terminus station in the existing
lakefront commercial area. Stations include platform / waiting area, shelters, protection
from adjacent street traffic and other typical bus stop amenities.
E.3 - Regional BRT Park’n Ride – The regional Park’n Ride has been planned for on the
east side of Highway 1. This location will avoid the need for Park’n Ride users to cross the
lake, reducing traffic demand within the core of Chestermere. The location also provides
easy access to Highway 1 and Highway 791 for customers and other regional transit
services that will connect various regional routes and the BRT service via Chestermere.
The final cost of this site will depend on its size, which will need to be determined as the
future demand for regional transit services becomes better understood.

Future Planning Projects

Update to Transit Feasibility Study - The City initiated the Chestermere Regional Transit
Feasibility Study in 2014. With the future planned Chestermere Boulevard median bus
lanes, potential (long term) local rapid routes, and changes to the future transportation
network, the feasibility study requires update. The City of Chestermere should work with
the CRP to move forward in future transit planning.
Southeast Area Detailed Transportation Plan - The new industrial/employment lands and
residential planned in the south of Chestermere will cause significant traffic in an area
where the transportation network is challenged by barriers such as the rail line and the
canal. A detailed transportation plan is required to better plan for this area in the future.
Trails and Pathways Master Plan - This TMP outlines the future on-street cycling
network, comprising of the Blue and Black level networks for intermediate to confident,
advanced cycling abilities. The Green network will support recreational and beginner
cycling levels, mainly in park settings. While some green routes already exist (Eg. Along
the Western Headworks Canal and along the northwest side of Chestermere Lake), much
of the existing pathway network is disconnected. In addition, a significant amount of
the future trails and pathways will be located in new greenfield development areas, such
as the Waterbridge Area. A coordinated Trails and Pathways Master Plan is needed to
support access to Chestermere’s green spaces and wetlands, ensure proper connectivity
to local and regional trails and destinations, and support form through design guidelines.
The plan should also develop opportunities to enjoy trails and pathways year-round,
including winterizing strategies, and maintenance strategies. The Trails and Pathways
Master Plan will need to be highly coordinated between ongoing greenfield development
initiatives.
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Transportation Impact Assessment (TIA) Guidelines - Previous TIA considerations
for the City placed emphasis on vehicular traffic. The multi-modal approach of the
Transportation Master Plan update will require support within TIA guidelines that
apply considerations for walking, cycling, and transit. Connectivity, street function and
walkability should be prioritized. Guidelines for active modes of transportation and
Complete Streets should be heavily reflected in the TIA Guidelines.
Educational/Behavioural Programs - In conjunction with multi-modal and Complete
Street improvements, consider the implementation of programming or campaigns
to educate or encourage shifts in travel behaviour. Examples include: Walk or Bike to
School programs, Share the Road campaigns, Winter bicycling programs, Sustainable
transportation programs (ie. Carpool, Bike to Work, etc.), and others.
Table 04: Indicative Capital Costs
Project

Description

2015 Cost

2017-2019 Projects
A.1

Upgrade Rainbow Road to Urban 2-Lane
(expandable to 4-Lane)

Western Headworks Canal to
Township Road 240

A.3

Signalize Rainbow Road / West Merganser
Drive

A.4

Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane)

Conrich Road to Rainbow Road

$6,400,000

A.4a

Canal Crossing

Twp 240 between Rainbow
Road and RR 284

$2,925,000

A.4c

Railway Crossing

West of Rainbow Road

A.5

Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane)

Rainbow Road to RR 282

$6,400,000

A.6

Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane)

RR 282 to RR 281

$6,400,000

A.7

Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane)

RR 281 City Boundary

$6,400,000

A.7a

Canal Crossing

Between RR 281 and Hwy 791

$1,755,000

$4,400,000
$350,000

$500,000

2020-2024 Projects
A.2a

New Western Headwork Canal Bridge

Rainbow Road

$4,140,000

A.2b

Railway Crossing Improvements

Rainbow Road

$500,000

A.4

Upgrade Township Road 240 to Urban Industrial 2-Lane (expandable to 4-Lane)

Conrich Road to Rainbow Road

$6,400,000

B.1/C.1

Upgrade Chestermere Boulevard to Urban
2-lane (expandable to 4-Lane)

Conrich Road to Rainbow Road

$11,200,000
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Project
B.2

Description
Upgrade Rainbow Road from 2-Lane to
4-Lane

Chestermere Boulevard to
Western Headworks Canal

2015 Cost
$11,000,000

2025-2029 Projects
C.2

Upgrade Rainbow Road from 2-Lane to
4-Lane

Western Headworks Canal to
Township Road 240

C.3

Replace Causeway with New 4-Lane Structure

C.4

New 2-Lane Rainbow Road (Urban)

C.5

Rainbow Road Interchange (50% of half-diamond)

C.6

Upgrade Chestermere Blvd to Urban 2-Lane
(expandable to 4-Lane)

Causeway to West of Marina
Drive

$1,500,000

C.7

Upgrade Range Road 281 to 2-Lane Rural

Township Road 240 to South
Boundary

$4,800,000

Conrich Road to Rainbow Road

$8,000,000

$5,500,000
$7,200,000

Windermere Drive to Highway
1

$10,000,000
$31,548,000

2030-2034 Projects
C.8

Upgrade Township Road 240 from 2-Lane to
4-Lane

D.3

Upgrade Township Road 243 to Urban 2-Lane Existing East Highway 1
(expandable to 4-Lane)
Ramps to Range Road 281

D.5

Highway 791 / Highway 1 Interchange (1/4
Share)

$1,840,000

$100,000,000

2035-2039 Projects
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E.1

Median BRT

Conrich Road to Rainbow Road

E.2

BRT Stations

Waterbridge, Rainbow

E.3

Regional BRT Park’n Ride
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$5,280,000
$500,000
$4,000,000

Geospatial Data Set - Build and update a geospatial dataset for walking, cycling and
transit infrastructure, including but not limited to sidewalks, intersection crossings,
on-street cycling routes, bicycle parking, transit stops, street trees and furniture, and
others.
Winter Maintenance Bylaw - Develop a bylaw for prioritizing snow clearance and
other maintenance along on-street bike network routes. Align road, sidewalk, bikeway,
pathway, and transit shelter clearance so that overflow of snow does not impede on
accessibility to active modes of transportation.
Establish a truck route and dangerous goods Bylaw - This should reflect designated
goods movement routes outlined in Future Goods Movement Network Map.
Existing Network Opportunities - Identify and prioritize connectivity and network
improvements to existing (developed) network areas. Potential opportunities for
network improvements should also be considered in areas with approved area
structure plans at the outline plan stage.
Traffic Data Collection Program - To support monitoring and evaluation of
Chestermere’s future street network, the City should consider implementing a basic
traffic data collection program. Such a program does not need to be extensive or
costly. With a few six-hour turning movement counts when combined with data
collection from traffic signal controllers, it will be possible to reasonably track changes
in traffic patterns over time. This helps to identify when improvements are required
and helps to support evaluation of new developments and the impact of those
developments on the network (See Future Data Collection section).

Future Data Collection

The following section provides a framework for cost-effective data collection to support the monitoring and evaluation of Chestermere’s street network.
1.

As part of any transportation impact assessment undertaken to support an application for a new development, traffic counts should be undertaken at adjacent
intersection for which traffic counts are not available, or for which counts are more
than 24 month old.

2.

The City should implement a count program on a three year rotation as summarized in Table 05.

Fall counts should be undertaken on a Tuesday, Wednesday or Thursday in October.
Summer counts on one of the same days in July or August, but not on the week of a
holiday.
Data collected should include pedestrians and cyclists, and be collection for the AM,
midday and PM peak periods (7:00-9:00am, 11:30-1:30pm, 3:30-5:30pm) in 15 minute
intervals. Alberta Transportation regularly collects data on Highway 1 and the ramps.
This data should be included in the City’s count database. Additionally, data from
traffic controllers should be downloaded and summarized monthly from traffic signal
controllers that are count-enabled (a few days per month, where possible on the same
day as manual turning movement counts are conducted).
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Monitoring Tools & Cost-Effective Data Collection Methods
Mode Split - While mode split provides a useful tool to quantifying user % per mode,
it does not always account for supporting modes (Eg. Walking or biking to transit), or
trip types. For example, Census data relies on commuter mode split of the employed
population. While an understanding of commuter mode split is important, it does not
account for youth trips, trips by unemployed population groups, including seniors. As
a result, commuter mode splits significantly under-represent trips made by walking,
biking, or taking transit.
Citizen-Led Counts - Citizen-led counts involving volunteers of the community can
take place twice a year at key locations. Clipboards with Transportation Modes, Gender,
Demographics (or any other relevant data) are provided to volunteers. Citizen-led counts
have been successfully performed in the City of Tucson, Arizona. For qualitative data
collection, such as perceptions of safety along a particular route, volunteers can perform intercept surveys.
Eco-Counter - A number of low-cost automatic counters are available for measuring
bicycle and/or pedestrian traffic in different settings. For example, Eco-Counters are
able to record bicycle traffic on dedicated cycling infrastructure or in mixed traffic.
Eco-Counters are used along a number of City of Calgary cycling network routes.
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COMPLETE STREETS Implementation toolkit

The tools in this section will help define Chestermere’s road network from a Complete
Streets perspective. The tools provide details for the classification of road types (1 Street Type Classification), and facilitate choosing the best means for completing the
street (2 - Design Components). The Design Components should be used alongside the
City’s road standards, whilst maintaining sensitivity to case-by-case scenarios, requirements and modifications.
A number of key considerations should be made for Complete Streets. Considerations
are described below.

New and Retrofitted Streets

Complete Streets implementation pertains to the construction of new and reconstruction of existing roads. New streets should entirely adopt a Complete Streets design,
while streets planned for reconstruction prioritize the integration of Complete Streets.
For example, in the event that a road is set for rehabilitation or upgrade, considerations
for how Complete Street treatments can be integrated into the design must be made.
For existing streets, Complete Street opportunities can come in many forms. Examples
of projects include road widening, resurfacing, corridor life cycle renewals, intersection improvements, showcase or pilot projects, sidewalk replacement, curb and gutter
addition, furniture installations, and others. All existing street reconstructions should be
considered as an opportunity to incorporate a Complete Street improvement.

Connectivity

Achieving connectivity through Complete Streets involves achieving and exceeding a
connectivity index in future communities, and where possible, improving the connectivity index of the existing street network.
Connectivity Guidelines (including Connectivity Indices, Maximum Block Perimetres,
and Maximum intersection spacing) are used in this Complete Streets toolkit to help
achieve greater connectivity and walkability. These guidelines should be considered
for the greater street network first and foremast, and where a street connection is not
possible, accommodating active modes (at a minimum) is required. For example, where
a motor vehicle street connection is not possible, a pedestrian connection is required.

Providing for active modes in the Short Term

A number of streets within Chestermere currently do not provide for active modes, and
in particular, walking (Eg. sidewalks). Examples include East Chestermere Drive and
East Lakeview Road, which serve important roles to connecting to local park space.
Where no immediate or near-term plans for roadway improvements (Ie. resurfacing)
or development-driven upgrades exist, consideration should be given to providing cost
effective short term improvements, such as painted sidewalks or shoulders. Where
possible, buffers with pinned curbs, bollards, or rumble strips should be considered to
increase comfort. This would provide the most comfort between these options, and provide a comparable level of separation as a mono-sidewalk. Such improvements should
only be considered where no near term roadway improvements are planned.

Temporary Curb
with Bollard
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As summarized in Figure 23, the Complete Streets Implementation Tool Kit includes a 5
step process for planning and designing streets. The 5 steps are as follow:

1. Confirm Street Type

Map 3 illustrates future Connectors and Livable streets for the future integrated
network. Street types were identified based on current and future context, land use, and
function. In general, Street Classifications (Connector, Livable, Local) will remain into the
future, while street types may vary on a project-by-project or segment basis, particularly
for Livable streets. Local streets will be identified through future community outline
plans.
The Street Classification (Table 6, page 99) links street types to functional and land
use contexts. Context should be a major consideration in the planning of a Complete
Street project. For example, treatments will vary between rural and urban locations.
When applying a Complete Streets approach, consider the neighbourhood, general
street function and adjacent land uses. What are the vision, goals, and objectives of
the street or street segment? Stakeholder and/or community engagement at this stage
should be performed to build a strong understanding of the future street desires, vision,
constraints and opportunities, as well as determine trade-offs.
The confirmed street type should reflect a review of the Future Network Map, the Street
Classification Table, and the vision for the street.

2. Select Components

Once a street type has been identified, design components that meet the goals and
objectives of the street will be selected using the Design Components (Table 7, page
100). Design Components are outlined in measurements or via a scale (from Required
to Not Recommended) and allow for some flexibility in achieving the multi-modal and
multi-function objectives of Complete Streets. Where a Required treatment cannot be
implemented, strong justification is needed and a Highly Recommended alternative
should be used. Additionally, other high quality treatments can be used to help meet the
goals of the Complete Streets toolkit. Where several challenges to implementing design
components exist, alternative features should compensate and ensure the vision of the
street is maintained.

3. Design Street

Once the design treatments have been selected, new or reconstructed streets will be
designed in detail to ensure that the street can accommodate the design.

4. Review Design

Once the street has been designed with the street components, review the design by
returning back to the established vision and goals of the street. Does the design support
the context, vision, and goals of the street? If yes, proceed with the design. If no, repeat
steps 2 to 4. Design reviews should incorporate internal and external stakeholders.
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Construct

Design

Plan

Figure 23: Complete Streets Process

1

CONFIRM Street Type

2

SELECT Components

3

DESIGN Street

4

REVIEW Design

-Consult TMP Network Map,
Street Classification Table
-Determine Context, Vision
-Confirm appropriate type

-Using Design Components
Table
-Support vision and goals of
street

-Using local design standards
-Prepare cross sections

-Engage internal and external
stakeholders
-Does design support
context, vision, goals?

No

Yes

5

BUILD & MAINTAIN

-Design, tender, construction
-Evaluate and monitor street
-Report back
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5. Build & Maintain

Following the detailed design and tender, the project will be constructed and
maintained. Monitoring and evaluation of complete street improvements is important
to understanding the successes and challenges, and inform future projects. Findings
should be reported back to stakeholders and the community. Communicating positive
outcomes of Complete Streets will encourage long term support. Examples of
performance indicators include: mode split, user demographics, collision data/safety,
local business improvements, air quality, travel time for all modes, and other qualitative
data or anecdotal findings, such as perceptions of safety should be collected where
possible. In the absence of previous data (for example, for Greenfield projects),
Complete Streets should form part of a greater data collection and monitoring program
for the City.
For retrofit projects, such as Chestermere Boulevard, baseline data (before the
Complete Street improvement) should be collected to serve as a comparison.
See Implementation & Monitoring Section for more information.
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1 confirm street type
Table 06 summarizes the primary functions and adjacent land uses for each street type.
The primary functions should not be interpreted as a list of permitted uses; a complete
streets approach to network planning should help to maximize the functionality of street
space.
Table 06: Street Functions and Land Use

Livable

Connector

•
Urban Boulevard

•
•

Local

Rural

Parks, Open Space

Residential

High-capacity multi-modal
connectors
Define City areas and serve as
local gateways

•

Medium capacity connections
between primarily agricultural
uses with interspersed residential,
commercial and institutional

Neighbourhood
Connector

•

Provide medium-low volume
connections between local
neighbourhoods and nodes, and
other areas of interest.

Parkway

•

Scenic medium-low volume
connection, often adjacent to park
and residential.
Recreational destination

Activity Centre

•

Special areas that serve higher
pedestrian volumes and special
events (ie. Town Centre)

Local Residential

•

Low-volume local connections

Local Industrial

•

Low speed connections for heavy
loads and industrial areas

Commercial Lane

•

Service; Parking; Active
connection through commercial
uses or local neighbourhoods

Residential Lane

Residential
(Neighb. Connector)

Regional higher capacity
connections
City gateway

Rural Connector

•

Employment (Light Ind.)

•

Employment
(Office, Business Park)

Regional Connector

Commercial
(Neighb./Mixed Use)

Function

Commercial
(Corridor/Centre)

Street Type

Commercial (Downtown)

classification

LAND USE
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2 select components
The complete streets approach to street planning allows for flexibility in how the various
street functions are incorporated. Table 07 provides suggestions on appropriate street
components, while the subsequent cross sections can be used as guidelines, showing
examples of how street components can be delivered within the various classifications.
Table 07: Street Components

STREET classification

Urban Boulevard

Rural Connector

Neighbourhood
Connector

Parkway

Activity Centre

Local Street

Local Industrial

Commercial Lane
Residential Lane

Local

Regional Connector

Livable

Paved Shoulder Width (m)

NR

NR

≥1.5

NR

NR

NR

NR

NR

NR

Marked Mid-Block Crossings

LA

R

LA

HP

HP

HP

LA

HP

LA

Signalized Mid-Block Crossings

HP

HP

LA

LA

LA

LA

NR

LA

LA

Curbless Street/Shared Street

NR

NR

NR

LP

NR

HP

LA

NR

HP

Curb Letdowns/Wheelchair Ramp

R

R

R

R

R

R

R

R

R

Separated Sidewalks

R

R

LA

HP

HP

HP

LP

HP

NR

Sidewalk/Pathway Width (m)

≥3

≥3

≥2

≥1.8

≥1.8

≥2.5

≥1.5

≥1.5

≥3

Sharrows

NR

NR

NR

NR

NR

HP

LP

LA

NR

Marked Wide Curb Lanes

NR

NR

NR

LP

LP

LP

LA

LP

NR

Cycle Track

LP

HP

LA

HP

LP

NR

LA

LA

NR

Multi-Use Pathway

R

HP

HP

LP

R

NR

LA

LA

NR

Marked Bike Lane

LA

LA

LA

HP

LP

HP

LA

LP

NR

Bus Priority*

HP

HP

LA

LA

NR

NR

NR

NR

NR

Bus Stop Pull Outs

HP

HP

LP

NR

NR

NR

NR

NR

NR

High Freq. Route

HP

HP

LP

HP

NR

NR

NR

NR

NR

Local Route

LP

HP

LA

HP

LP

LP

LA

LA

NR

Two-Way Left Turn Lanes

NR

LP

LP

LP

NR

LA

NR

LA

NR

Median

R

HP

LA

NR

LP

NR

NR

NR

NR

Residential Driveways

NR

LA

LP

LA

LA

LA

LP

R

HP

Commercial Access

NR

LP

LP

HP

LA

R

LA

HP

LA

Traffic Calming

NR

LA

NR

LP

HP

HP

HP

LP

HP

Posted Speed (kph)

60

50

80

40

40

30

30

40

30

Curb Lane Width

3.5

3.5

3.5

3.5

3.5

3.5

3.3

4.5

3.5

Loading Zones

NR

LA

NR

LA

LA

HP

NR

R

LA

Designated Truck Route

R

LP

R

LA

NR

NR

NR

R

R

Street Type
Walking
Cycling
Transit
Driving
Goods
Mov’t

Connector

100 City of Chestermere

Transportation Master Plan

R Required: Treatment must
be included
HP High Priority: Treatment
should be included if
possible
LP Low Priority: Treatment
should be considered and
included if possible
LA Limited
Appropriateness:
Treatments may
be included where
appropriate (eg. School
zones)
NR Not Recommended:
Treatments not
recommended for
reasons of space, safety,
incompatible uses or
functions
*Bus priority measures include
bus lanes and queue jump
lanes. These are to be
considered in the future.

REGIONAL CONNECTOR

2

1.5 1

3.2

3.5

NEIGHBOURHOOD CONNECTOR

3.5

6

3.5

1 1.5

3.5

3.2

2
2

36 m

CONNECTOR examples
3.5

3.5

1.5 1

3.2

1 1.5

3.5

3.3

3.5

REGIONAL CONNECTOR
NEIGHBOURHOOD
CONNECTOR
2
2
2.1 .8 1.5 1 3.3

2

1.5 1

3.2

3.5

3.5

6

3.5

3.5
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Monitoring Program

To date, limited transportation data collection has been performed
within Chestermere. Much of the future network will be located
in greenfield areas, where no street performance baseline can be
understood. As a result, the near term objectives and monitoring
of transportation systems in Chestermere will be qualitative. Over
time, this should develop into more quantitative measures.
1. Select Evaluation Area(s) - These should be key intersections
or corridors, such as those outlined in Table 05 of the Traffic Count
Program section.
2. Select Measures - Include qualitative and quantitative
considerations, and baseline data. Qualitative Measures may
include: Improving conditions for walking, cycling, or transit; and
perceived safety. Quantitative Measures may include: Greenhouse
gas emissions from automobiles (tonnes of GHGs emitted);
Collision data involving pedestrians, cyclists, drivers; Street life/
Number of people on the street (I.e. Foot counts); Traffic data
counts; Mode split data
3. Set Objectives - These should not be arbitrary. They should
consider trends and patterns in transportation behaviour.
4. Monitor, Collect Data - Monitoring should take place at strategic
periods during the year, and be repeated annually. Strategic periods
for data collection is provided in the Future Traffic Count section. In
most cases, an initial Baseline will need to be collected to compare
benchmarks against.
5. Evaluate & Report Back - Unlike monitoring, evaluation is not
a continuous process. Near and long term evaluations may take
place within a few months to a year of a street improvement, and
several years later. Report monitoring and evaluating findings to
stakeholders and the public.
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key considerations for monitoring
Be Systematic: Be consistent with data
collection methods over time
Ease of Collection: Hone available
resources (Census, transit passenger
counts, etc.) to supplement local data
collection and reduce labour resources.
Partnerships: Non-Profits, volunteer
labour, students can assist in data
collection and monitoring
Linked to Objectives: Categorize and
link monitoring results to objectives to
understand how (and which) objectives
are being impacted by strategy.
Benchmarks and Baseline Information:
Establishing clear existing conditions
provides baseline data to compare
against over time.
Source: Planning for Active
Transportation, https://www.fcm.ca/
Documents/tools/GMF/Transport_
Canada/ActiveTranspoGuide_EN.pdf
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Policy

Key Strategies
Efficient
Mobility &
Access

A MultiModal
Network

Support for
Downtown
and Walkable
Development

Streets as
Destinations

Support
Sustainability

R

R

R

Overall Street Network
(P1.1) Future Transportation Networks
will generally be provided as shown
on Map 3.
(P1.2) A dense network of streets
will form the backbone of a
transportation system, support
the dispersal of traffic, and provide
efficiency, choice and connectivity
for all road users.
(P1.3) The transportation network will be
established on a modified grid that
connects nodes of activities via
multiple points of access.
(P1.4) The severance impacts of
Chestermere Boulevard will be
mitigated by integrating adjacent
land use and creating a safe
and comfortable multi-modal
environment.
(P1.5) Where vehicle capacity is required,
new multi-modal linkages will be
favoured over creating large arterial
roadways.
(P1.6) Networks for all modes will be
highly permeable and logical,
and provide easy access to key
destinations.
(P1.7) The street network will retain a
hierarchy, but all streets will serve
multiple functions, and major
streets will support walking,
cycling, transit, and driving.
(P1.8) Roads and trails will respect
existing natural areas.

R

R

R

R

R

R

R

R

R

R

R

R

R

R

R

Connectivity Guidelines

(G1.1) New neighbourhoods should have a minimum street connectivity index of 1.4 and active mode
connectivity index of 1.6.
(G1.2) Street blocks should have a maximum perimetre of 500 lineal metres
(G1.3) Future networks should have a maximum spacing of 400 metres between connector and livable
streets
(G1.4) Intersection spacing between local streets should be 70-150 metres
(G1.5) Cul-de-sacs should be discouraged, and where provided will have a maximum length of 100 metres
with an active mode connection at the end
Street & Network Design Guidelines

(G1.6) Use Complete Streets principles should be used to establish walking, cycling, vehicle, and transit
networks within street corridors.
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Policy

Key Strategies
Efficient
Mobility &
Access

A MultiModal
Network

Support for
Downtown
and Walkable
Development

Streets as
Destinations

Support
Sustainability

(G1.7) There should be flexibility provided in how street components for each street class are incorporated
(G1.8) Right-of-way widths should be minimized, allowing for street components and utilities
(G1.9) Features such as back-lotting, buffers, sound fences and street-facing parking lots are discouraged,
and building frontages to face the street for all street classes should be promoted
(G1.10)Street widths should not exceed four primary general purpose lanes (not including turn lanes, or
special purpose lanes such as transit lanes)
Actions
(A1.1) Develop Chestermere-specific transportation assessment guidelines that focus on connectivity, street function,
and walkability over road capacity
(A1.2) Identify and prioritize connectivity and network improvements to existing (developed) network areas.
(A1.3) Seek opportunities for network improvements in areas with approved area structure plans at the outline plan stage.
(A1.4) Implement a data collection program to evaluate and monitor the transportation network
(A1.5) Undertake a Southeast Area Detailed Transportation Plan

Walking & Cycling
(P2.1) The Short and Long Term Cycling
Network will generally be provided
as illustrated on Map 7.
(P2.2) The transportation system within
the downtown and commercial
areas will be multi-modal, but
will favour walking as the highest
priority mode, supporting intense
development in a walkable
environment.
(P2.3) The cycling network will build
on the existing trail system and
provide safe, comfortable and
convenient connections for all
(Black, Blue and Green) skill levels
(P2.4) The future Pathway & Trails Master
Plan will integrate with the Green,
Blue and Black cycling network.

R

(P2.5) Pathways and bikeways will
connect to regional and
neighbouring municipal networks.

R
R

R
R

R

R

R

R

R

R

R

R

R

R

Walking Guidelines

G2.1) Maximize the 10-minute walking access to commercial areas, schools, major parks, downtown and
other key attractions
(G2.2) Sidewalks and/or multi-use pathways should be provided on all street types
(P2.3) Commercial and residential development should face the street and provide a comfortable and safe
pedestrian environment.
(G2.4) Pedestrian connections into neighbourhoods should be provided at a minimum spacing of 200 m
along Regional Connectors and Livable Streets (ie. Neighbourhood Connectors)
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Policy

Key Strategies
Efficient
Mobility &
Access

A MultiModal
Network

Support for
Downtown
and Walkable
Development

Streets as
Destinations

Support
Sustainability

(G2.5) Provide dedicated pedestrian crossings a minimum of 400 m spacing on Regional Connectors and
Urban Boulevards; 200m on Neighbourhood Connectors
(G2.6) Pedestrian connections to Regional Connectors and Neighbourhood Connectors should maximize
residences within 400 m walking distance of future potential transit stops.
(G2.7) Intersection and pedestrian crossings should include high quality features such as zebra markings,
curb bump outs and small turn radii.
(G2.8) On existing streets where designated walking infrastructure is not provided and there are no near-term
plans for road reconstruction, interim solutions (such as painted sidewalks with pinned curbs) should
be considered
Cycling Guidelines

(G2.9) High quality bicycle parking (ie. sheltered, protected, and/or visible) should be provided at all schools,
recreational facilities, civic buildings, commercial centres and future transit hubs
(G2.10)Design snow clearance ability and snow storage areas for cycling infrastructure
(P2.11)The existing trail system will form part of the Green cycling network, and will be further developed
through the future Pathways & Trails Master Plan
Walking & Cycling Guidelines

(G2.12)Support existing network connectivity improvements that support smaller blocks and walkability,
particularly in commercial areas and between neighbourhoods
(G2.13)Travel distance advantages should be provided for active modes, with a focus on connections to local
commercial centres, schools and recreation areas
(G2.14)Future ASP applications should include considerations for green, blue and black cycling networks and
walkability
(G2.15) Future development should support end-of-trip facilities for active modes, such as high quality bicycle
parking, employee showers and change rooms.
Actions
(A2.1) Support the future cycling network with a City-wide Pathways & Bikeways Map
(A2.2) Support educational/behavioural programs or campaigns to accompany walking & cycling network improvements
(A2.3) Collect and maintain geospatial data for sidewalks, pathways, bikeways, and other infrastructure, such as bicycle
racks
(A2.4) Designate snow clearance and winterized routes for walking and cycling to allow for maintenance predictability
(A2.5) Investigate winterizing opportunities in the future trails and pathways master plan
(A2.6) Pilot and promote a “white-way” trail/sidewalk portion or trail system for winter activities such as cross-country
skiing or sledding
(A2.7) Develop programs to encourage, support and maintain active modes of travel all year round

Transit
(P3.1) The Future Regional Transit
Network will generally be provided
as illustrated on Map 8.

R

R

R

(P3.2) A future rapid regional transit
service will provide reliable,
convenient and efficient
connections between Chestermere
and neighbouring areas, and form
the basis for a future (long-term)
local transit service.

R

R

R
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Policy

Key Strategies
Efficient
Mobility &
Access

(P3.3) The City will plan and protect
for long-term rapid transit along
Chestermere Boulevard connecting
to the future 17 Avenue SE
transitway in the City of Calgary
(P3.4) The downtown and commercial
areas will be primary future
transit destinations, and priority
service locations when transit is
introduced.
(P3.5) Major street corridors and major
activity nodes will be developed to
support future transit services.
(P3.6) When feasible, the City will pursue
the introduction of regional and
local transit services in cooperation
with the Calgary Regional
Partnership.

A MultiModal
Network

R

R

R

R

R

R

Support for
Downtown
and Walkable
Development

Streets as
Destinations

Support
Sustainability

R

R
R

Transit Guidelines

(G3.1) Well connected, walkable developments that support transit should be incorporated within an 800 m
radius of transit stops to support the success of the transit system and decrease the need for park &
ride facilities
(G3.2) Collaborate with the CRP to pursue regional transit opportunities
(G3.3) Future transit hubs should be supported by urban form and strong cycling and walking connectivity
(G3.4) High quality, heated shelters should be provided at major bus stops locations, such as regional stops
along Chestermere Blvd.
(G3.5) ASP applications should require analysis of support for transit
Actions

(A3.1) Update the Chestermere Transit Feasibility Study

Goods Movement
(P4.1) The City will adopt the Goods
Movement Network, as illustrated
on Map 9.
(P4.2) The transportation system will
provide opportunity for economic
development along main routes
such as Chestermere Blvd.

R

R

R

R

(P4.3) The transportation network
will support prosperity within
Chestermere by safely and
efficiently moving goods via
designated routes.

R

R
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Policy

Key Strategies
Efficient
Mobility &
Access

A MultiModal
Network

Support for
Downtown
and Walkable
Development

Streets as
Destinations

Support
Sustainability

Goods Movement Guidelines
(G4.1) Truck traffic should be discouraged along Conrich Road and other Liveable and Local street types.

Through truck traffic should be prohibited on these street types.
Actions

(A4.1) Establish a truck route and dangerous goods bylaw.

Parking
(G5.1) Development applications should
include analysis of parking lot
walking and cycling access, safety,
and connectivity.
(G5.2) On-site parking requirements
and reduction bylaws should be
revised to consider walkability,
increased density, urban form,
on-street parking, shared parking
agreements, cycling, and transit as
possible bases for reducing parking
requirements.

R

R

R

R

R

R

Parking Guidelines
(G5.1) Include analysis of parking lot walking and cycling access, safety, and connectivity in development applications.
(G5.2) Revise on-site parking stall requirement and reduction bylaws to include walkability, increased density, urban
form, on-street parking, shared parking agreements, cycling, and transit as possible bases for reducing parking
requirements.

General

(P6.1) Chestermere’s transportation
network will be developed in
a manner that leads to longterm efficiency and durability
by planning for multi-modal
opportunities.
(P6.2) The City will prioritize and monitor
shifts towards sustainable modes
of transportation, such as walking,
cycling, transit and carpooling.
(P6.3) Transportation investments in
Chestermere will consider lifecycle costs, including capital costs,
maintenance and operation, as well
as the economic benefits to users
and the City as a whole.
(P6.4) The transportation system will
support the changing trends of
mobility by providing opportunities
for multi-modal travel.
(P6.5) Greenhouse gas emissions will be
considered in decisions regarding
future transportation investments.
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Land Use Map, Municipal Development Plan Update, 2016
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Comparison between Chestermere and Calgary
Street Classifications
Chestermere Classification

Comparable Calgary Classification (Design Guidelines for
Subdivision Servicing, 2014)

Connector
Urban Boulevard

Variation on Urban Boulevard (narrower sidewalk and boulevard);
no direct comparable for Chestermere Boulevard with median bus
lane

Regional Connector

Arterial Street, 4 Lanes

Rural Connector

No direct comparable

Livable
Parkway

Similar to Parkway, but only two lanes (curb to property line same
as Parkway)

Neighbourhood Connector

Similar to Neighbourhood Boulevard, but with narrower sidewalk
and boulevard; Chestermere classification intended to be highly
flexible and Neighbourhood Boulevard would be an acceptable
cross section for Chestermere.

Activity Centre

Similar to Activity Centre street but Chestermere Activity Centre
street should be developed to unique conditions of the activity
centre.

Local
Local Residential

Similar to Residential Street M; Calgary Local Residential
classification acceptable for Chestermere

Local Industrial

Local Industrial

Lane

Lane
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Chestermere Municipal Development Plan (2009)

The current Chestermere MDP was adopted in 2009 and outlines several policies
related to the role of the transportation system in the overall framework for growth in
the City. The transportation goals in the MDP focused on developing a multi-modal
transportation system with particular mention of transit and multi-use trails to connect
neighbourhoods to other land uses. The policies provided guidance on relieving
congestion and strengthening the City Centre and mixed use Village Centres. These
policies anticipated the future need for a local public transit system and regional bus
rapid transit, favoured integration of active transportation facilities into street and
utility corridors, highlighted the need for connectivity and encouraged walking for all
residents with specific provisions for low-mobility residents.
The MDP outlines a general transportation network. Of particular note on this map is
the designation of Chestermere Boulevard as a future BRT route.
Figure B1: Proposed Transportation Network (Chestermere MDP, 2009)
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Chestermere Transportation Master Plan (2010)

The 2010 Chestermere Transportation Master Plan (TMP) identified road network
improvements required for the 20,000, 30,000 and 80,000 population horizons, with
the short term horizon representing growth within the previous City boundaries and
medium to long-term horizons including expansion into the areas that had recently
been annexed.
A VISUM model was developed to assist with the travel demand forecasting element
of the TMP update. In the short term, signalization of Inveremere Drive / Chestermere
Boulevard was recommended. Although Alberta Transportation thresholds for a twolane highway were exceeded on Chestermere Boulevard, the individual intersections
operated acceptably with a two-lane cross-section, and a three-lane solutions was
recommended. Upgrading of East Chestermere Drive along with traffic calming, a new
east side canal crossing, paving of Rainbow Road south to the west canal crossing and
upgrading of West Chestermere Drive were also recommended in the short term.
At the 30,000 population horizon, four-laning of Chestermere Boulevard was
recommended along with signalization of intersections on the corridor. Upgrading of
several other roads was recommended to increase capacity, including conversion of
some rural roads to urban. The TMP noted that an interchange would be required at
Highway 1 / Rainbow Road by the 30,000 population.
In the longer term, significant upgrade and a southerly extension of Rainbow Road to
Glenmore Trail was recommended. The TMP noted that Conrich Road would carry very
high volumes, requiring significant upgrading.
The scope of the 2010 TMP update did not include active transportation, transit,
neighbourhood streets or land use integration.

Short Term Transit Service Options (2012)

A feasibility study was completed that investigated various options to introduce
public transit service to Chestermere. The study provided a review of services in other
suburban communities in the Edmonton and Calgary areas and applied travel patterns
between Chestermere and Calgary based on the regional transportation model from
2005.
•
•
•
•
•

Several services options were reviewed, including:
Chestermere Regional service via 17 Avenue SE to DownCity Calgary
Chestermere Regional service to Rundle LRT Station
Calgary Transit 305 BRT Extension via 17 Avenue SE to DownCity Calgary
Strathmore – Chestermere – Calgary Regional service

The study did not include a final recommendation. The study indicated that net
operating costs for the various options would range from %251,000 and $517,000, and
Chestermere’s share of capital costs $717,000 to $4.4M. The Calgary Transit 305 BRT
Extension option had the lowest net operating and capital cost, while the service to
Rundle Station LRT has the highest costs.
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Figure B2: Chestermere Recommended Future Network (Chestermere TMP, 2010)
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area structure plans

There are several area structure plans that define the key transportation
elements of existing and future developments in Chestermere. These relevant
transportation components of these plans are discussed in the following.
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Figure 7: Transportation

Edgewater Crossing (2013)
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The transportation policies are summarized as follows:
• A minimum of three access points shall be provided
onto Cityship Road 240 in addition to the Rainbow Road
and Range Road 282 intersections.
• A minimum of two all-turn intersections shall be
provided along Rainbow Road between the WID Canal
and Cityship Road 240.
• Couplet roads, being two one-way streets separated
by a linear open space, shall be allowed in the
community design as an alternative road standard that
accommodates pedestrian and bike transportation in an
enhanced linear open space
• Roundabouts should be considered in the design of key
intersections in the Plan Area.
• A traffic impact assessment on the road design and
traffic volumes shall be required as part of the Outline
Plan application.
• Visual screening and sound attenuation for residential
development adjacent to Rainbow Road and Cityship
Road 240 shall be addressed where appropriate, prior to
subdivision approval and in consultation with the City of
Chestermere.
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Edgewater Crossing is in south Chestermere, and includes
lands annexed into the City in 2009. The transportation
objectives of the ASP sought to enhance connectivity,
accommodate multi-modal transportation on streets with
multiple routes and access points throughout the community.
The intent is to create a walkable community and promote
active transportation modes outside the community.
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Figure B4: Proposed Transportation
Network (Edgewater ASP, 2013)
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South East Chestermere (2005)

The lands included in this ASP were annexed in 1996, and
include the area along the east side of Chestermere Lake,
south of Highway 1.
The transportation review prepared in support of this ASP
was primarily focused on traffic operation issues. A key
transportation link included in the plan is the south canal
crossing and paving of the southern route to Highway 560.

Figure B5: Proposed Road Network
(Southeast Chestermere ASP, 2013)
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Waterbridge (2013)

Waterbridge represents a major component of the future growth in
Chestermere. With connections within and beyond Chestermere’s
boundaries, it will have a significant effect on overall transportation
patterns for the entire City.

Figure B6: Waterbridge
Transportation Map (Waterbridge
ASP,
2013)
Map 16.1
Transportation Map

The key policies associated with major and regional connections are
as follows:
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(1) Trans-Canada Highway
(a) No direct access shall be allowed from lands in Waterbridge to the
Trans-Canada Highway (Highway No. 1) with access to be provided
from the existing intersections and the future interchanges at Rainbow
Road and Conrich/Garden Road.
(b) Lands required for the future interchanges should be defined as
part of a Detailed Area Structure Plan and Outline Plan and Land Use
Amendment application for the Business Park.
(2) Chestermere Boulevard
(a) access and egress to Chestermere Boulevard should be provided in
accordance with the “Urban Major” road design standards, as identified
in the Chestermere Transportation Master Plan.
(b) Subject to 17.1.2(2)c; Chestermere Boulevard shall be considered
to form an “Urban Major” road through the City with its design to
integrate with the City of Calgary standard for this road to the west,
and
i. contain appropriate traffic calming measures to address vehicle
Map 16.1 Transportation Map
speeds and flow through conditions and to facilitate pedestrian and
bicycle activity for residential and commercial uses.
ii. as part of the preparation of a Detailed ASP for the City Centre,
a detailed design concept, with cross-sections for Chestermere
Boulevard, should be prepared.
(c) A Corridor Study addressing the design and function of
Chestermere Boulevard will be prepared by the City for this road to
determine its ultimate function and cross-section.
(3) Major Roads
(a) Major roads should be designed in accordance with the City of
Chestermere Engineering and Design Construction Standards for
urban roads.
(b) Visual screening and sound attenuation should be incorporated into
the design of major roads, as well as Chestermere Boulevard, where
required.
(c) Major roadways should connect to existing and planned roads
within the City and the adjacent municipalities in order to ensure that a
coordinated regional network is achieved.
(d) Road design standards, including road widening requirements,
should be identified at the Outline Plan and Land Use Amendment
stage.
Future
Interchange

Chestermere
Lake

Future Township
Road 241

City of Calgary
Rocky View County

The Master ASP provides several policies for local roads, active
transportation and transit, and includes a policy regarding a major
transit station on Chestermere Boulevard.
Township Road 240
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Mas

Note:
a. All roads and pathways are conceptual
only and subject to change at a more detailed
planning stage.
b. Local roads, local pathways and transit routes
are not shown and will be determined through
the Outline Plan process.

MAP 16.1

DRAFT FOR DISCUSSION

Transportation Network Concept
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Westmere (1998)

The majority of the Westmere ASP is now complete, and represents most of the
developed land on the west side of Chestermere Lake between Chestermere Boulevard
and Highway 1. Stage 7 is currently being developed and is the final stage in the ASP.
Figure 6: Westmere Area Structure Plan

Figure B7: Land Use and Transportation (Westmere ASP, 1998)
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Outline Plan and Land Use Redesignation

Calgary Metropolitan Plan (2012)

The Calgary Regional Partnership completed this study in June, 2012.
The Plan outlines five principles:
• Protecting the natural environment and watershed
• Fostering the region’s economic vitality
• Accommodating growth in more compact settlement patterns
• Integrating efficient regional infrastructure systems
• Supported through a regional governance approach
A key strategy identified is “Plan for regional transportation and complete mobility”. Key
initiatives identified that will support this strategy include right-of-way requirements,
regional transit, proactive transit planning, transportation demand management, and
transit system funding.
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Calgary Transportation Plan (2009)

The Calgary Transportation Plan (CTP) provides policy direction on
multiple aspects of the city’s transportation system. The policies
contained in the CTP align with the goals and policy direction of the
Calgary Metropolitan Plan. The transportation networks identified
in the CTP accommodate connections for multiple modes of
transportation to adjacent municipalities, including Chestermere,
that will enhance the region’s competitive advantage regionally,
nationally and globally.
The CTP includes a series of maps showing future transportation
system elements. The elements directly affecting Chestermere are:
• Primary Cycling Network – connection to Chestermere on a
primary cycling route along 17 Avenue SE and a regional multiuse pathway along the canal.
• Primary Transit Network – future primary transit route along 17
Avenue SE, extending to Chestermere
• Primary Goods Movement –16 Avenue NE and Peigan Trail
are shown as east-west Main Goods Movement Corridors, and
Stoney Trail a north-south corridor.
• Primary HOV Network – 16 Avenue NE and 17 Avenue SE are
designated as part of the HOV network west of Stoney Trail
and Stoney Trail as part of the Provincial HOV Network (to be
confirmed by the Province).
• Road and Street Network – several roadways shown extending
to the City of Chestermere boundary, including Memorial Drive
NE, 17 Avenue SE and Peigan Trail SE that will be classified
through future Local Area Plans.

Calgary Regional Transit Plan (2009)

The Calgary Regional Partnership (CRP) completed the regional
transit plan to support growth management and enhance mobility
in the region. It addressed several components for regional transit
services in the context of existing and planned Calgary Transit
services, existing and planned transit services in the regional
communities, current and forecasted travel patterns, existing and
future enhanced specialized transportation services, and other
transit-related initiatives in the region.
In the short-term, the Plan calls for establishment of express bus
services between Calgary city centre or LRT stations and the regional
communities, including Chestermere. The specific routes and
frequency of service will depend on demand, resource and provincial
funding. Beyond 2020, the Plan identified and LRT on 17 Avenue
SE by Calgary Transit, and an extension into Chestermere. A long
term BRT or express bus was identified from Chestermere north
to Conrich and Airdrie, and south through Janet and Sheppard to
DeWinton.
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Figure B8: Long-term Transit
Plan for Calgary Region (Calgary
Regional Transit Plan, 2009)

Conrich Area Transportation Network Study (2015)

The Transportation Network Study was prepared for Rocky
View County (RVC) to understand long-term (full build-out)
network needs for the Conrich Area. The area is planned for
commercial/industrial all along the Highway 1 border, as well
as residential and a large industrial area to the north. The study
uses an updated RVC traffic model developed in 2007.
Recommendations for network upgrades and conclusions of
the study that directly affect Chestermere include:
• Range Road 285 (Conrich Road) - 4 lanes to the north and
2 lanes to the south of Highway 1
• Range Road 283 (Rainbow Road) - 4 lanes north of
Highway 1
• McKnight Boulevard - 6 lanes between Stoney Trail and
Range Road 285; and 4 lanes from Range Road 285 - 282

Figure B9: Ultimate Road Network (Conrich
Area Transportation Network, 2015)

Highway 1/1A Interchange Functional Planning
Study (2011)
This study was conducted in response to the proposed
Chestermere Business Park and Bayfield (CBPD) development
for its potential impact on traffic along Hwy 1/1A, future plans
to achieve 8 and 4 lanes, respectively, and to define the ROW for
this and an interchange plan. Based on input during the study, 5
Chestermere bypass concepts were designed but rejected due
to a significant increase in costs (+65%) they would add to the
project.
The document suggests that potential for a bypass exists in
conjunction with the future Calgary Regional Ring Road (CRRR).
In terms of interchange configuration, the study recommends
that if a decision is made to replace the existing interchange, to
do so with the Parclo B4 design, and realign Hwy 1 to the east.
It also suggests confirming that the CBOB development will
start at the west end of the site, and that the developer will take
on the short-term interchange improvements listed in the TIA.
In the event that twinning is not planned with the City, the study
recommends confirming that the developer quantify the extent
of the CBPC development that can be supported by a two-lane
Hwy 1A and upgraded intersection.
The study recommends the changes demonstrated in Figure
B10.

Figure B10: Proposed Interchange
Upgrades, Hwy 1/1A Interchange Functional
Planning Study, 2011
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Southeast Industrial Corridor Growth Area Plan (2009)

A functional transportation plan for the Southeast Industrial Corridor in Rocky View
County was developed to reflect the transportation needs for a future horizon of 35+
years. The study area is mostly south of Chestermere, and included roads under the
jurisdiction of Rocky View County. The study identified a road network that would
support future land use along with an appropriate classification system. The Rocky
View County transportation model was used to analyse the network requirements. The
plan recommended that Peigan Trail between 84 Street SE and Range Road 282 be
protected for an ultimate expressway standard. Several other roads were identified to
be protected for a future major standard.
Figure B11: Proposed Road Classification (Southeast Industrial Corridor Growth Area
Plan, 2009)
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Capital Projects Map
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2015-2019
2020-2024
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2030-2034
2035-2039

A.1 Upgrade Rainbow to Urban 2-Lane, expandable to 4 (WHC to TWP 240)
A.3 Signalize Rainbow Rd/West Merganser Dr
A.4a Canal Crossing (TWP 240 between Conrich and Rainbow)
A.4c Railway Crossing (TWP 240 between Conrich and Rainbow)
A.5 Upgrade TWP 240 to Urban Industrial 2-Lane, expandable to 4 (Rainbow to RR 282)
A.6 Upgrade TWP 240 to Urban Industrial 2-Lane, expandable to 4(RR 282 to RR281)
A.7 Upgrade TWP 240 to Urban Industrial 2-Lane, expandable to 4(RR 281 to East Boundary)
A.7a Canal Crossing (TWP 240 between RR 281 and Hwy 791)
A.2a New WHC Bridge (Rainbow Rd)
A.2b Railway Crossing Improvements (Rainbow Rd)
A.4 Upgrade TWP 240 to Urban Industrial 2-Lane, expandable to 4 (Conrich to Rainbow)
B.1/C.1 Upgrade Chestermere Blvd to Urban 2-Lane, expandable to 4 (Conrich to Rainbow)
B.2 Upgrade Rainbow Rd from 2 to 4-Lane (Chest Blvd to WHC)
C.2
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C.7

Upgrade Rainbow from 2 to 4-Lane (WHC to TWP 240)
Replace Causeway with New 4-Lane Structure
New Urban 2-Lane Rainbow Rd (Windermere Dr to Hwy 1)
Rainbow Rd Interchange (50% of half-diamond)
Upgrade Chestermere Blvd to Urban 2-Lane (Causeway to Marina) expandable to 4
Upgrade RR 281 to 2-Lane Rural (TWP 240 to South Boundary)

Range Road 281

New/Upgraded 2-Lane Road
2-Lane to 4-Lane Upgrade
New Interchange
Bridge/Railway Crossing
New Traffic Signal
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C.8 Upgrade TWP 240 from 2 to 4-Lane (Conrich to Rainbow)
D.3 Upgrade TWP 243 to Urban 2-Lane, expandable to 4 (Existing East Hwy 1 Ramps to RR 281)
D.5 Hwy 791 Interchange (1/4 Share)
E.1 Median BRT (Conrich to Marina)
E.2 BRT Station (Waterbridge, Rainbow Rd, Invermere, Waterfront)
E.3 Regional Park’n Ride
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