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1.0

Introduction
1.1

Background

The last update of the City’s Transportation Master Plan was completed in 1998. The
1998 Plan was based on a City population of 14,100, with 5 and 10 year capital plans
based on population levels of 16,000 and 25,000. The City’s present population is
15,670 based on the 2005 municipal census, which is close to the target of the previous
study’s 5 year capital improvement plan.
The City has been witness to some significant developments that warrant an update to
the Plan. For example, new “big box” commercial development has occurred on the
City’s west side, and more is anticipated as the City serves as a service centre for a
substantial area population. The City also annexed a substantial amount of land in 2000,
and is in the process of a second annexation. In addition, the Province suggests that
transportation plans be updated every five years to ensure that they remain current and
responsive to change.
Based on these considerations it is timely to revisit the City’s transportation needs for the
next 5 to 10 years, as well as review long term plans and requirements. By reviewing the
City’s development trends and future growth directions, the need for future arterial
roadways, the protection of future rights-of-way, the need for upgrading of existing
roadways and provision for access control can be achieved.
The study area for the Plan is illustrated in Exhibit 1.1. In selected areas, the future
roadway network extends to areas outside the current City limits, into the County of
Camrose. Consultation with the County has been undertaken to ensure that continuity is
maintained.

1.2

Study Objectives

The major objectives of the study are as follows:
¾ Define a long range transportation network to provide for the effective movement
of people and goods, to reserve appropriate rights-of-way for future
transportation needs and to manage land development and related access in a
manner that preserves the integrity of the transportation system
¾ Develop an integrated urban bicycle and pedestrian circulation system
¾ Review strategies for providing public transportation and disabled transportation
services
¾ Identify pavement overlay, roadway reconstruction and rehabilitation needs for
the arterial, collector and local roadway system
¾ Develop recommendations relating to a number of specific transportation and
traffic issues
¾ Develop a Five-Year and a Twenty-Year Transportation Capital Program.
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1.3

Study Management

Guidance to the Project Team was provided by a Steering Committee composed of the
following members:
Ted Gillespie, P. Eng., City Engineer – Chair
Gary Gibeault, P. Eng., City Manager
Mark Barrett, CET, Engineering Assistant
Brenda Hisey, Planner/Development Officer
Jeremy Enarson, EIT, Municipal Engineering Assistant
Chris Clarkson, Parks Director
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2.0

Existing Land Use, Population and Employment
2.1

Traffic Zone System

For purposes of estimating future land use, population, and employment, as well as for
undertaking the traffic modeling for this study, the City of Camrose was divided up into
33 traffic zones. The traffic zones system used is the same as the one utilized in the 1998
Transportation Plan, except that five new zones have been added to reflect the fact that
the City has grown and new areas have been annexed. Where possible, zones follow
natural or man-made barriers such as creeks, railway lines and major roadways. Zones
were also chosen to be as homogeneous as possible, in terms of land use. The traffic
zone system used for this Transportation Master Plan update is depicted in Exhibit 2.1.

2.2

Existing Land Use

The City’s overall land use pattern, based on Land Use Bylaw 2000/95 as amended, is
illustrated in Exhibit 2.2.
Commercial development is concentrated at the City centre, as well as along 48 Avenue
(Highway 13) at the City’s east and west entrances. The majority of new commercial
development is occurring in the west and east commercial nodes. Industrial
development is predominant on the east side of the City, in a large industrial park east of
the CNR line. Three large pipe manufacturers are located in the northeast quadrant of
the City.
The majority of single family residential development exists south and west of the central
area although the downtown is surrounded by a ring of mature single family housing.
Pockets of multi-family housing units are located in several City neighbourhoods. The
majority of new residential construction is occurring in locations south of Camrose Drive
and west of 68 Street. Single and multi family housing are also being developed north of
54 Avenue and east of 60 Street.
Institutional uses are concentrated in the central area of the City, and include the
Augustana Faculty of the University of Alberta, major recreational facilities, the Hospital,
two extended care centres and two seniors’ lodges.

2.3

Existing Population and Employment

The City of Camrose’s 2005 Census indicated a city population of 15,670. This
represents an increase of 11% over the 1998 population of 14,121, upon which the
previous Transportation Master Plan was based. There are currently 5,925 households in
Camrose with an average of 2.59 persons per household and 1.27 autos per household.
Employment in Camrose currently stands at 7,115 jobs, an increase of 16.7% since
1996. The number of jobs per capita is currently at 0.45 as compared to 0.43 in 1996.
About 1,500 jobs (21%) in Camrose are in the Central Business District (zones 1,2,3).
Most of these downtown jobs are in the retail sector. Another 2,400 (34%) jobs are
located in the health and sports related facilities, south of 47 Avenue on either side of 53
Street. Some 1,500 jobs are located in west Camrose along both sides of 48 Avenue.
The remaining jobs are scattered amongst the industrial/business areas in the northeast
and southeast, as well as at the university. A review of Camrose’s Business Directory
shows there are many home-based businesses in Camrose.
April, 2007
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3.0

Existing Transportation System
3.1

Arterial and Collector Roadway Network

The City’s existing arterial and collector roadway networks are depicted in Exhibit 3.1.
The existing arterial roadway network consists primarily of two-lane urban standard
roadways, with some sections of four-lane divided roadways. The main east-west
arterial through Camrose is 48 Avenue, which is the continuation of Highway 13 within
City limits. The remainder of the arterial grid has historically been influenced by the
presence of natural features such as Camrose Creek and Mirror Lake, as well as the
presence of CNR and CPR rail lines within the City. A ring road system exists in the form
of several connected arterials which are situated near the periphery of the developed
edge of the City. This ring is formed by 68 Street in the west, Camrose Drive in the south,
39 Street in the east and 54 Avenue in the north.

3.2

Pedestrian and Multi-use Trail Facilities

Camrose enjoys an extensive network of sidewalks and trails both along and outside the
roadway network, which facilitate both recreational and purpose-based non-motorized
travel. In order to fully meet non-motorized travel demands in the future, there is a need
to extend the network, fill in missing links and improve continuity within developed areas
of the city.
The City of Camrose has several trail systems. These trails are largely for recreational
purposes, although some commuting occurs. The existing trail system is shown in
Exhibit 3.2. It can be classified by use into three groups:
1. Paved Trails – trails that have a concrete or asphalt surface and can be used by
pedestrians, in-line skaters, cyclists, skate boarders, ski-rollers, as well as other
users. This system is largely in the Camrose Creek valley, extending from
Camrose Drive to the CPR tracks, with most of the remaining trails paralleling
Camrose Drive and 68 Street. Some are in manicured park settings and others
are in natural settings. The trails are generally 2.5m wide and without any yellow
centre line. Multi-use of the trails is encouraged and includes hiking/walking,
bicycling, in-line skating, ski-rollers and dog walking. The trails are used by all
age groups.
2. Shale/Walking Trails – these trails have an improved surface but cannot
accommodate in-line skaters, ski-rollers, or similar users. Bicycles can use these
trails provided sightlines are good and proper trail etiquette is followed. Shale
trails are through Kin Park and Rudy Swanson Park. They connect to the paved
trails in the valley at about 44 Avenue and at 55 Street. These trails are lightly
used, primarily by walkers and joggers.
3. Nature Trails – these trails are grass surfaced for use by cross country skiers in
winter. They are part of the Camrose Nordic Centre and extend south from 44
Avenue in the valley. They are intended exclusively for cross country skiing, but
are also used for walking, jogging and cycling. Cross Country Trails are in the
valley from Augustana Faculty to south City limit. They connect to the paved
trails at several points. These trails are used primarily by walkers, joggers,
cyclists and skiers. There is a Rotary four season trail that is interwoven with the
ski and biathlon trails and is intended for walking/hiking, cycling and skiing.
April, 2007
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5.0

Traffic Forecasts and Related Analysis
5.1

Traffic Forecasting Process

This section briefly outlines the process used to develop traffic forecasts for the 2010
and 2025 planning horizons.
The TransCAD travel demand modeling program was used to simulate both the existing
and future traffic conditions and to test differing future transportation networks. As with
all traffic simulation models, information on existing and future land use, as well as
transportation network elements was used to create mathematical representations of the
transportation system for each planning horizon.
The 33-zone traffic zone system, discussed earlier, was used in conjunction with the land
use data to represent the differing types and distributions of land use in Camrose. The
transportation networks for each planning horizon where represented by a node and link
system, with “nodes” representing roadway intersections and “links” representing
roadway segments between intersections. Each traffic zone was represented by a zone
“centroid” which served as the generator of traffic from each zone in the system, based
on the land use in each zone. Each zone was connected to the transportation network
by way of one or more “centroid connectors” which represented the local and collector
street connections to the arterial roadway network. On the basis of the land use in each
traffic zone, trips from and to each zone were calculated by the model, distributed in
accordance with prevailing origin-destination patterns and assigned onto the roadway
network on the basis of the networks characteristics such as capacity and speed.

5.2

Model Calibration

In order to use any traffic simulation model, it must be “calibrated” to ensure that the
model can reliably replicate, within certain tolerances, existing traffic conditions. The
calibration process is an iterative process that involves successive adjustments to the
model inputs and parameters until the magnitude and distribution of simulated traffic
conditions closely matches actual observed conditions. Once the model has been
calibrated and demonstrated to be able to simulate existing conditions reliably, it can
then be used to forecast and test various land use and transportation network scenarios.
Using the above described methodologies, a TransCAD-based model of the Camrose
transportation system was developed. Successive adjustments to the model were
carried out until the model was able to successfully replicate existing conditions. Exhibit
5.1 illustrates the results of the calibration process and indicates very close correlation
between model outputs and actual observed traffic count data.

5.3

Five Year (2010) Traffic Conditions

Once the TransCAD model of Camrose’s existing transportation system was calibrated,
a model of conditions in 2010 was developed to assess how well the existing network
would perform. Loading the five year growth onto the existing network allowed for a
determination of emerging problems and deficiencies in the network.
Exhibit 5.2 illustrates the distribution of the five year traffic growth onto the existing
roadway network. Exhibit 5.3 illustrates the projected five year traffic volumes on the
network. Reference to these two exhibits indicates that 48 Avenue will continue to be the
April, 2007
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busiest arterial roadway in the City. A number of other links throughout the roadway
network experience traffic growth reflecting the growth in population and employment.
In order to further understand the impact of this traffic growth on the roadway network, a
plot of volume to capacity (V/C) ratios was prepared as shown in Exhibit 5.4. Review of
this plot illustrates that the added traffic growth will result in some deterioration of traffic
operations on some arterial links as follows:
Table 5.1:
Roadway
Camrose Drive
Mount Pleasant Drive
Enevold Drive
39 Street
44 Avenue
48 Avenue
48 Avenue
48 Avenue
51 Street
53 Street
68 Street

Summary of Deteriorated Roadway Links in 2010
Section
Parkview Drive to 39 Street
45 Avenue to 48 Avenue
Edgewood Drive to Parkview Drive
South of 48 Avenue
50 Street to 53 Street
West of 68 Street
51 Street to Mount Pleasant Drive
48 Street to 50 Street
48 Avenue to 48A Avenue
51 Avenue to 54 Avenue
45 Avenue to Marer Drive

V/C ratio
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.8 to 1.0
0.5 to 0.8
0.5 to 0.8

The changes in operating conditions from the 2003 base year do not appear to be severe.
The roadway links that have deteriorated have by and large remained at a satisfactory level
of operation with volume to capacity ratios well within the 0.5 to 0.8 range.

5.4

Twenty Year (2025) Traffic Conditions

As per the analysis of five year conditions, the performance of the existing roadway network
under 20 year growth conditions was analyzed with the assistance of the TransCAD model.
Exhibit 5.5 illustrates the 20 year traffic volumes on the network.
Reference to this exhibit indicates that 48 Avenue will continue to attract significant traffic
growth in the City. In particular, traffic growth will occur on 48 Avenue west of 53 Street
and near 68 Street in the west end. Camrose Drive, between 39 Street and Parkview
Drive, will continue to absorb traffic growth within the next 20 years, although the extent
of the growth on Camrose Drive is not as significant as on 48 Avenue. Other roadways
that will attract additional traffic due to growth include 53 Street, between 50 Avenue and
54 Avenue; 54 Avenue, from 53 Street to 68 Street; 50 Street on both sides of 48
Avenue; 48 Street from 48 to 49 Avenues; Mount Pleasant Drive, from Marler Drive to 48
Avenue; and 68 Street, from Enevold Drive to 54 Avenue.
In order to further understand the impact of this traffic growth on the roadway network, a
plot of volume to capacity (V/C) ratios was prepared as shown in Exhibit 5.6. Review of
this plot illustrates that by 2025, the added traffic growth will result in more wide-spread
deterioration of traffic operations on several arterial links as follows:
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Table 5.2:
Roadway
Enevold Drive
39 Street
39 Street
44 Avenue
48 Avenue
48 Avenue
48 Avenue
48 Avenue
48 Street
51 Street
53 Street
53 Street (2 active lanes)
68 Street
68 Street
68 Street
Camrose Drive

Summary of Deteriorated Roadway Links in 2025
Section
Parkview Drive to Edgewood Drive
42 Avenue to Camrose Drive
46 Avenue to 47 Avenue
50 Street to 53 Street
Mt Pleasant to 53 Street
69 Street to west City Limit
68 Street to 69 Street
65 Street to E. of Grande Drive
48 Avenue to 48A Avenue
48 Avenue to 48 A Avenue
50 Avenue to 51 Avenue
51 Avenue to 54 Avenue
Enevold Drive to Marler Drive
Marler Drive to 45 Avenue
45 Avenue to 48 Avenue
Parkview Drive to 39 Street

V/C ratio
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.5 to 0.8
0.8 to 1.0
0.5 to 0.8
0.5 to 0.8
0.8 to 1.0
0.5 to 0.8
0.8 to 1.0
0.5 to 0.8
0.8 to1.0
0.5 to 0.8
0.8 to 1.0

(Note: The V/C ratio for Mount Pleasant Drive decreases when comparing the 20 year
and 5 year results. This is due to a small volume decrease resulting from a small
change in TransCAD’s traffic assignment. In both cases the V/C ratio is around 0.5.)
To assess the effects of strategic improvements to Camrose’s 20 year transportation
network, the TransCAD model was run with the addition of four key strategic
improvements:
¾ Extension of 53 Street across Mirror Lake
¾ A north Ring Road extending from 39 Street to 68 Street
¾ Twinning Camrose Drive from 39 Street to Parkview Drive
¾ Extension of Camrose Drive west and north to connect with Highway 13 west.
Exhibit 5.7 illustrates 20 year traffic volumes on the network with the addition of the
above three improvements. The effect of these changes is an improvement in
accessibility to the central area through a redistribution of traffic.
The extension of 53 Street across Mirror Lake offers the following benefits:
¾ A reduction in traffic on Grand Drive
¾ A reduction in traffic on 48 Avenue from 53 Street to 48 Street and improved
access to downtown via 51 Street and 48 Street
¾ Fewer left turns from 48 Avenue into downtown
¾ Fewer weaving movements as traffic from 53 Street has to cross few lanes to get
into the downtown
¾ Lower through traffic numbers as some traffic destined for northeast Camrose
now utilizes the 53 street bridge
¾ 50 Street experiences a reduction in traffic
¾ Shorter travel times between the south and the north parts of Camrose,
including emergency vehicle access to the Hospital
¾ Access to the downtown becomes more evenly distributed across 50 Street, 48
Street, 48A Avenue, 49 Avenue, 50 Avenue, and 51 Avenue.
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Note that these benefits are focused on the downtown, as would be expected for this
improvement.
The North Ring Road is a network improvement that results in several benefits. Traffic
growth to and from northeast Camrose will be attracted away from the 48 Avenue and
the 53 Street Bridge to the new link. Another major benefit is the reduction in traffic on 54
Avenue which passes through two residential neighbourhoods and a playground zone,
and passes by a school. The Ring Road will also provide connectivity for heavy traffic
accessing Highway 833, and serve as an arterial link from northeast Camrose to the
west.
Note that most benefits of the Ring Road are focused on the City’s periphery, as would
be expected for this improvement. The Ring Road cannot and does not provide
significant improvement with respect to downtown access.
The exact timing for the installation of the North Ring Road should be assessed over
time using roadway monitoring. As 48 Avenue becomes more congested, there will be
traffic growth on 54 Avenue and Grand Drive. These changes should trigger
consideration of the North Ring Road, which should occur in approximately 15 years.
A plot of volume to capacity ratios showing the effects of these and other network
improvements in 20 years is illustrated in Exhibit 5.8. With strategic improvements such
as the North Ring Road, extension of Camrose Drive west/north, twinning Camrose Drive
in the south, and the 53 Street link across Mirror Lake, traffic operations in 20 years are
expected to remain at a very satisfactory level, with volume to capacity ratios remaining
in the 0.5 to 0.8 range across the entire network.
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6.0

Five Year Transportation System Requirements
6.1

Roadway Classification

It is accepted practice to plan and develop a roadway network in accordance with a
classification system that defines a hierarchy of roadways by function and standard. In
most urban areas there are three to four classes of roadway:
¾ Local
¾ Collector
¾ Arterial
¾ Freeway
Local roadways provide direct access to adjacent properties and are typically
connected to other local roads within an area to provide circulation with a small area.
Local roadways are characterised by slower design and operating speeds, narrower
cross-sections and typically unsignalized intersections. Local roads typically have only a
single lane in each direction and can include liberal parking privileges.
Collector roadways, as the name implies, “collect” traffic from the system of local roads
and distribute traffic to/from the next higher order of traffic, the arterial roadway system.
Collector roadways are typically wider than local roads and are designed for and operate
at speeds that are the same as or slightly higher than local roads. Collector roads also
provide direct property access.
Arterial roadways are relatively high standard roadways, which extend over greater
distances than local or collector roads in order to provide access from one part of the
city to another. Arterial roadways are typically designed to operate at speeds ranging
from 50 to 80 km/hr. Arterial roadway intersections are designed to provide higher
capacity by way of exclusive right and left turn lanes, as well as signalized traffic control.
Access to adjacent properties is typically more strictly controlled in terms of the number
and location of accesses; access to residential properties is typically not provided off
this class of roadway although it is often allowed to larger commercial or industrial
properties, where access spacing is larger and where it is feasible to develop
channelization at the intersection..
Arterial roadways are typically developed on a 1.6 km grid, although significant variability
occurs as a result of terrain, natural or man-made barriers and traffic demands.
Freeways are the highest class of roadway in a transportation network. A freeway is a
high speed roadway that provides access over extended distances but no local access
to adjacent properties. Freeways are by definition fully free flow and fully separated from
other roadways by way of grade separated intersections. Freeways are typically
designed to operate from 80 to 110 km/hr.
The City of Camrose recognizes the above described hierarchy and is encouraged to
continue to develop its roadway system in accordance with this hierarchy.

April, 2007

Page 13

City of Camrose
Transportation Master Plan - Final Report

6.2

Roadway Design Standards

The City of Camrose designs and constructs its roadways to Transportation Association
of Canada guidelines and has its own minimum design standards for design and
construction of its roadway system. The City’s roadway design standards were reviewed
and found to be largely consistent with practices in other urban municipalities, with the
exception of the arterial roadway standard.
The City’s current urban arterial roadway cross section specifies minimum 30m and 33m
rights-of-way for four-lane undivided and divided roadways respectively. This is
significantly less than rights of way specified by a number of other municipalities. By way
of example, The City of Edmonton and Strathcona County, specify urban arterial rights of
way of 37m and 40m respectively for divided four-lane arterials. This permits these
municipalities to protect for fully channelized intersections, separate sidewalks on one or
both sides, room for landscaping, and placement of some noise attenuation as
necessary.
The flexibility afforded by a wider arterial road right of way is a significant advantage that
allows a municipality to respond to development, the nature and extent of which it does
not always have control over in the planning stages. It is therefore recommended that
the City of Camrose amend its typical divided arterial cross-sections from the 33m
standard to a 40m right-of way standard. The 40 m right of way allows for development
of a four-lane divided as well as a five lane undivided section, where this may be
appropriate. The recommended standard provides ample room for intersection
channelization, sidewalks or trails, utilities, street lighting and a noise attenuation wall. If
the City wishes to protect for noise attenuation in the form of a berm, a right-of-way of
68m should be protected, which will permit a 3m berm, centred on the property line.
Typical cross sections for the 40 and 68 meter arterial right-of-way are shown in Exhibits
6.1 and 6.2 on the following pages.
It is appropriate for the City to retain a 30 m cross-section for undivided arterials, if this is
deemed useful in some circumstances.

6.3

Staging of Arterial Roadway Construction

In developing its arterial roadway network, the City of Camrose has correctly adopted an
approach of staged implementation; that is, a four-lane arterial roadway is developed
initially as a two lane road and eventually widened to its full four lane cross-section as
demand warrants.
In order to ensure a high degree of safety, carrying capacity and staging flexibility, the
City is encouraged to continue its approach of staged arterial roadway development and
to follow the following guidelines for the staging of these roadways:
¾ Prepare functional plans for arterial roads showing both the ultimate four-lane
stage as well as the initial two-lane stage, which should include separate left turn
lanes
¾ Construct the first two lanes in their ultimate location, to one side of the right of
way
¾ Include intersection channelization as part of the first stage, especially left turn
lanes
¾ Complete construction of remaining lanes of road

April, 2007

Page 14

City of Camrose
Transportation Master Plan - Final Report

6.4

Five Year Roadway Requirements

In order to ameliorate operational performance, to support ongoing suburban growth, as
well as to enhance safety, a series of roadway network improvements aimed at resolving
short to medium term problems have been identified. The improvements fall into three
broad categories as follows:
¾ Roadway Improvements
¾ Intersection Improvements
¾ Arterial and Collector Roadway Rehabilitation Program
A summary of these improvements along with estimated construction costs is provided
in Table 6.1 and illustrated in Exhibit 6.3. Sections 6.4.1 through 6.4.3 elaborate on the
specific requirements and their justification.
Table 6.1:

5-Year Roadway Network Improvements

Project

Improvements

39 Street - South of 48 Avenue to
South of 47 Avenue

Widen to four lanes

39 Street - 51 to 54 Avenue

Overlay and widen by one lane

48 Avenue - 53 to 56 Street

Widen to improve standards, safety, operation

50 Street (44 Avenue to Camrose
Drive)

Pave, upgrade to collector roadway

54 Avenue (39 Street to 46 Street)

Pave existing road

48 Avenue/50 Street

Provide EB right turn bay

Although shown in the 20 year program (Section 7.1), the 53 Street extension across
Mirror Lake will likely be needed just beyond the five year time frame.
6.4.1 Roadway Improvements
39 Street - South of 48 Avenue to South of 47 Avenue
The five year traffic forecast shows that the section of 39 Street will experience more
delays due to traffic growth. Therefore, this section of 39 Street will be widened to four
lanes, tying into the existing four lane width just south of 48 Avenue.
39 Street - 51 Avenue to 54 Avenue
This section of 39 Street has many spot failures requiring repair. In addition, existing
pipe trucks must swing wide on the two lane carriageway in order to make their turns.
Finally, pipe truck traffic is increasing and a new pipe upgrader will start construction
soon further increasing heavy, long loads. To address these issues 34 Street from 51 to
54 Avenues will be overlaid and widened by one lane width.
48 Avenue Upgrading - 53 Street to 56 Street
The City of Camrose has been upgrading 48 Avenue incrementally for a number of years
to bring the roadway to a higher operating and safety standard. These upgrades have
included lane widening, sidewalk widening (and relocation into the boulevard), as well
as intersection improvements. There are still several sections of 48 Avenue that remain
to be upgraded and one of the deficient sections from 53 Street to 56 Street is
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recommended for inclusion in the five year programme; widening on the south side and
an overlay are recommended.
50 Street Paving - 44 Avenue to Camrose Drive
With growth at Augustana Faculty and continuing residential growth in south and
southwest Camrose, the 50 Street link is expected to be more heavily used. As such, it
is recommended that 50 Street be paved to a collector standard roadway. The existing
CNR trestle constrains the roadway to a single lane and there is therefore a need to
control opposing traffic flows. As these flows are likely to be low in the near term, it is
suggested that initially one of the directions be required to yield to opposing traffic. As
traffic grows, consideration may need to be given to installation of a two phase signal
with a short cycle length.
54 Avenue Paving - 39 Street to 46 Street
54 Avenue serves as an important arterial route connecting west end residential
communities with the Downtown and the growing industrial base in east Camrose. It is
recommended that this currently unpaved portion of 54 Avenue be paved so as to
provide a continuous, paved link across north Camrose.
6.4.2 Intersection Improvements
48 Avenue/50 Street
The growth of Augustana Faculty of the University of Alberta will increase traffic flow
heading to the university via 48 Avenue and 50 Street, particularly from the west. This will
generate higher eastbound right turn demand that will need to be better accommodated.
Accordingly, it is recommended that an eastbound right turn bay be constructed at this
intersection in order to accommodate this growing demand without impinging on the
operation of eastbound through traffic on 48 Avenue.
6.4.3 Arterial and Collector Roadway Rehabilitation Program
The updated Municipal Pavement Management System referred to in Section 3.7,
identified a need to address spanning a five year time frame. A five year roadway
rehabilitation list has been developed on the basis of the most recent prevailing
pavement conditions, as well as an assumed level of funding availability for rehabilitation
projects of about $500,000 per year. Table 6.2 identifies a tentative five year roadway
rehabilitation program:
Table 6.2:

Tentative Five Year Roadway Rehabilitation Program (2007 to 2011)

Roadway
39 Street
48 Avenue E/B
Mount Pleasant Dr
Erickson Drive
Marler Drive
41 Avenue
73 Street
50 Street
50 Street
75 St, 43 Ave & 69 St
Enevold Drive
April, 2007

Section

VCI

S of 47 Ave to 44 Ave
41 St to 44 St
Parkview Dr to Marler Dr
Enevold Dr to 62 St
41 Ave to 68 St
Marler Dr to W of 75 St
Marler Dr to N of 43 Ave
46 Ave to 47 Ave
S of 44 Ave to 46 Ave
Marler Dr to Marler Dr
61A St to 68 St

4.20
5.72
5.63
3.98
5.41
4.67
6.04
5.3
5.02
4.99
6.09

Cost
$
$
$
$
$
$
$
$
$
$
$

87,591
64,474
205,342
150,801
219,610
94,996
121,363
67,235
210,967
299,486
295,397
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Roadway
43 Avenue
49 Avenue
50 Street
53 Street
Grand Drive

Section
59 St to Marler Dr
50 St to 52A St
48A Ave to 51 Ave
City Limits to 54 Ave
48 Ave to W of 58 St

VCI
4.58
*
*
5.95
7.69

$
$
$
$
$

Cost
127,075
75,568
227,711
255,884
215,740

* VCI values were not available as these are considered local roadways and were not part of the
scope of the VCI survey. However, these streets were identified as requiring work

Currently unfunded in five year rehab program (see Table 6.5)

6.5

Five Year Transit Service

A study of communities in Alberta has indicated that rudimentary transit systems can
begin to attract viable passenger demand at city populations of around 20,000. The
population of Camrose within the five year horizon is expected to be less than 20,000 but
growth in Camrose to near these levels and interest in transit warrants exploring transit
options.
A review was made of public transit and accessible transportation practices in
communities across Canada, with a focus on small cities with populations ranging from
10,000 to 30,000 and on other small cities in Alberta. In general, it was found that most
communities above a population of 2,000 provide some kind of accessible
transportation service, most typically through a Handi-Bus or Handi-Van service, with the
number of vehicles and hours of service increasing with population. Every community
examined in detail provides door-to-door Handi-bus service, including Camrose through
the Rose City Handi-van Society.
As the population of a city increases further, there is a move toward scheduled bus
service. The population threshold for this transition varies, and reflects the differing
commitments to public transit in provinces across Canada. British Columbia and
Ontario both have province-wide transit agencies that subsidize and organize transit
service in cities with populations as low as 10,000, whereas in Alberta and the other
prairie provinces, transit services are generally left to municipalities to provide and
permanent systems were found only in cities at approximately the 20,000 population
level.
6.5.1 Peace River Public Bus Pilot Project
The town of Peace River, population 6600, is running a trial project of limited bus service.
A single 16 seat bus is being operated by Cardinal Coach under contract. The bus is
used to run a 75 minute loop through the town, targeting low income residents,
commercial areas, and services. Service is being provided from 7:00 AM to 7:00 PM
Monday to Saturday. The contract details are relatively straightforward; Cardinal
operates and maintains the bus according to the route, stops, and schedule specified by
the town. The cost of the trial is approximately $100,000, and if the town council decides
to maintain the route the anticipated cost is approximately $200,000 per year.
The pilot project has found ridership of 60 to 70 passengers per day at peak, down to 50
or less passengers per day in the summer. There are two likely causes for the low levels
of ridership; low potential demand and level of service provided. Transit demand or
ridership arises from several factors including:
¾ population density to support transit
¾ acceptable travel times on transit
April, 2007
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¾
¾
¾
¾
¾

acceptable frequency and schedule
low cost of transit travel due to high parking costs at employment locations or
other costs for driving
limited vehicle accessibility
travel distances that preclude other modes such as walking
comfort on vehicle and at stops

Some of these factors are difficult to take advantage of in smaller communities, such as
the frequency and travel times of transit. In Peace River, a 75 minute cycle length means
that a random arrival to a bus stop would lead to a 37 minute waiting time on average.
Many residents would point out that walking time can be shorter than this average
waiting time. Another issue that has arisen is that employment start time for the low
income people does not fall into the service times of the route.
6.5.2 Fort Saskatchewan Transit Pilot Project
The City of Fort Saskatchewan has partnered with Edmonton Transit to offer a commuter
bus service to residents of Fort Saskatchewan. Initial results are positive with ridership
exceeding expected numbers. The cost of the trial program has been estimated at
approximately $80,000 and the cost to the City of Fort Saskatchewan, should they
decide to continue the service, is expected to be approximately $120,000 per year. The
trial project is employing City of Edmonton buses, maintenance staff and facilities, and
operational staffing, and is currently being funded by the provincial government.
Some aspects of the Fort Saskatchewan Transit Trial that are leading to its success are
related to the factors influencing transit demand above. The population of Fort
Saskatchewan is approximately 15,000, and the close proximity to Edmonton means
that there is commuter demand. The service to Edmonton is relatively frequent (peak
hour 30 minute headway), and competitive travel times to downtown Edmonton are
provided by the LRT transfer. The long distance travelled makes the cost to the rider ($8
round trip) significantly cheaper than taxi costs and comparable to fuel and parking for
an auto trip to central Edmonton. Travel within Fort Saskatchewan on the route costs $1
for up to 90 minutes.
Due to its proximity with Edmonton, Fort Saskatchewan also has the advantage of the
availability of Edmonton City Transit services. This has limited or eliminated the capital
costs of the project and the costs to the city are entirely operational.
6.5.3 Grande Prairie
In Alberta, the smallest city offering municipally funded, regularly-scheduled transit
service is Grande Prairie, with a population of 42,000. Transit officials there indicate that
it was implemented at a population of about 24,000, which is a similar threshold for other
mid-sized cities in Alberta, including St. Albert and Fort McMurray. Grande Prairie
currently operates five routes and a fleet of 11 vehicles; frequencies are 30 minutes on
main routes and during peak hours for most routes, and one hour frequencies on minor
routes off-peak. In 2001 the city reported an operating cost of $1.39 million not including
capital cost. The city also reported a fare-revenue to operating-cost ratio of 39%, which
indicates acceptable financial efficiency for the system (smaller cities tend to have lower
fare revenue ratios).
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6.5.4 Camrose Transit Assessment
With a population of approximately 17,000, Camrose is similar to Fort Saskatchewan for
potential demand of public transit. There are several characteristics of Camrose which
could contribute to or detract from potential demand except that it is not near a major
urban centre.
In general terms the role of Camrose as a retirement community and the presence of
students and older students might contribute to transit demand. There are also notable
demand locations such as the senior’s lodges on 53 Street near 44 Avenue and nearby
recreational and hospital facilities. The Augustana Faculty of the University of Alberta is
in the vicinity as well. Together these might account for a significant source and
destination of transit riders. Other locations with potential demand are the commercial
areas on 48 Avenue west of 68 Street and the downtown areas.
A potential detractor to transit demand is the lack of commuter potential. Most residents
of Camrose have direct access to their place of employment with private autos, and
costs of driving and parking are generally low. Residents without direct access to autos
are known to use the City’s handi-van service or taxi service. Relatively short travel
distances make taxi service financially competitive, and some residents and many
students likely walk to work or school.
In the longer term, the population of Camrose is expected to grow as is the number of
retired persons. In several years the potential demand for transit could be significantly
higher than today.
6.5.5 Camrose Transit Options
The initial stages of a transit trial for Camrose could consist of a single bus on a route
targeting seniors, students, low income residents, and the potential generators
mentioned above. The routing and frequency of service should target acceptable travel
times and frequency for a number of users.
Based on the Transit Capacity and Quality of Service Manual, Level of Service D or the
lowest desirable level of service has a frequency of 30 minutes. Longer frequencies have
LOS E (up to 1 hour) and LOS F (> 1 hour). Based on this information, a loop through
the key areas of Camrose might have a target travel time of 30 minutes.
The costs of a potential transit system are difficult to estimate and these numbers are
provided for basic guidance only. If a company could be found to provide a service
under contract similar to the one in Peace River, a single bus might be operated for a
cost of approximately $250,000 per year including passenger revenues. The cost per
bus would likely decrease if a second bus were added to the system.
Based on experience in the cost of transit in Edmonton, a self operated bus could have a
capital cost of approximately $500,000 and an operating cost of $190,000 per year
based on 55 dollars total cost per revenue hour, 11 hours per day, and 313 days per
year (including passenger revenues of 10 dollars per hour).
An option to decrease the cost in both cases might be to have AM and PM peak hour
buses with late morning and early afternoon no-service periods.
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6.5.6 Recommended Transit Plan / Evaluation
It should be acknowledged that a potential transit system in Camrose would have a
principal role of providing greater accessibility to residents, and be a new service
provided to residents at considerable expense. As such, transit should not be
considered a part of the roadway investment plan but evaluated separately as other new
services might be.
It is recommended that Camrose commission a transit feasibility study as the population
nears 20,000. The study could evaluate available transit options, retrieve cost estimates
for both self operated and contracted transit systems, make recommendations on
potential routes and stop locations, and estimate the costs for these and miscellaneous
aspects such as bus stop installations and marketing.
There are also a number of other Alberta cities with similar time horizons for transit
service, including Leduc, Spruce Grove and Lloydminster. A shared approach to
studying the implementation of transit in communities of this size, perhaps in
conjunction with the province of Alberta, may be appropriate. In its efforts to assess
transit service, the City should consult a number of stakeholders including private bus
companies, taxi companies, the Battle River Regional School Division, Augustana
Faculty, the Handi-Van Society and other local agencies for input. For further
information, Section 7.9 discusses 20 year transit service considerations for Camrose.
6.5.7 Addendum to Recommended Transit Plan / Evaluation.
During the development of the draft versions of this report, the City of Camrose acted
upon the recommendation in section 6.5.6 to undertake a transit feasibility study. In
November 2006, with the technical assistance of D.A. Watt Consulting, the City of
Camrose completed the transit feasibility study, which concluded that “conditions exist
within Camrose to make a ‘starter’ transit system feasible.” At the time of the final
approval of this report, the City was pursuing funding for the implementation of such a
pilot transit service.

6.6

Disabled Transportation Initiatives

The transportation needs of disabled people in Camrose are partially met by the Rose
City Handi-van service. The City has also adopted a number of initiatives to improve the
quality of service provided to disabled residents including:
¾ Clean sidewalks and eliminate foliage obstruction
¾ Sidewalk inspection and maintenance including grinding to maintain a smooth
surface
¾ Wheelchair accessible curb ramps at new intersections
¾ Maintaining smooth corridors on sidewalks with Uni-stone placement
¾ Appropriate street furniture placement
¾ Developing retrofit programs to install curb ramps at existing intersections where
they do not exist
¾ Ensuring that hard surface sidewalk connections are provided to all intersections
so that there are no missing links that could leave disabled persons stranded
¾ Adopting and enacting barrier-free design principles and practices
¾ Considering the installation of audible crosswalk signals at selected locations to
facilitate the crossing of intersections by the visually impaired. High traffic
locations should be targeted for such installations. Organizations such as the
Canadian National Institute for the Blind (CNIB) should be consulted in
determining the areas of greatest need.
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¾

Prioritizing the construction of improvements for disabled individuals with
consideration for likely high demand areas such as near seniors’ residences,
extended care facilities, hospitals, medical clinics, and shopping areas.

The foregoing policy and practices should be reviewed periodically to provide the
improvements afforded by new technology.
A nominal amount of funding should be identified in the Five Year Capital Plan to fund
accessibility initiatives such as para-ramp construction, audible signal installations and
missing sidewalk links.

6.7

Five Year Bridge Rehabilitation Program

There are four bridges within the City of Camrose that have been constructed to
standard Alberta Transportation designs:
¾ 53 Street at the north City limit
¾ 54 Avenue west of 56 Street
¾ 47 Avenue east of 51A Street
¾ 44 Avenue west of 50 Street
The bridges were built between 1974 and 1986 and are starting to show signs of
deterioration. Given the age of the bridges and the chloride induced deterioration due to
winter maintenance activities, deterioration of the girders is expected to be a problem
over the next ten years. A review of rehabilitation alternatives for all four bridges has
indicated that the life of three of the four structures can be extended by a period of 20 to
25 years at a cost of about $100,000 per bridge. The 53 Street Bridge at the north City
limit is a timber structure that is expected to require outright replacement within 20 years.
Based on the foregoing, it is recommended that no remedial action be taken with the 53
Street bridge until it is replaced in about 20 years’ time. The replacement bridge should
be wider. The other three bridges should be rehabilitated within the next five years by
replacing the existing asphalt deck with a 150mm reinforced concrete slab, subject to
additional testing and field work. The three bridges requiring redecking are noted in
Exhibit 6.3. A single design contract and a single construction contract should be used
so that economies of scale can be realized.

6.8

Five Year Walkway and Trail Program

On the basis of a review of existing deficiencies and requirements to serve ongoing
growth and new demands, the following program of walkway and trail improvements is
recommended. The plan emphasizes connections to the downtown, the university and
the high school as well as providing new connections to newly developing areas. The
five year walkway and trail program is illustrated in Exhibit 6.4 and detailed in Table 6.3.
The trails listed in Table 6.3 are in priority order. The first priority is the Camrose Creek
trail extension north and south of 54 Avenue.
Other trails in the inner City are emphasized in order to integrate the great variety of land
uses and to bring older areas up to a new standard. The downtown walk trail will provide
this through a more pleasurable, wider, safer and better accessible route to and through
the core. These inner city trails require public input. There is also some connectivity
near the CRE and in the east industrial park. New developing areas on the fringes of the
City can have many trails implemented as development occurs. Trails and walkways in
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developing areas can be developed as a requirement and condition of subdivision and
enforceable through servicing agreements.
In addition, the City can through its development review process negotiate the creation
of walkways between adjoining neighbourhoods and subdivisions to ensure good
pedestrian connectivity between neighbourhoods for access to schools and other
neighbourhood amenities. The City should also amend its Land Use Bylaw to specify
bicycle parking stalls for new buildings or major renovations. The bylaw should
recognize that some sites in the downtown do not have space on private property for
bicycle stalls and that these will need to be provided on City sidewalks or on-street (such
as 50 Street).
Finally, the City should install trail route maps at key locations to help with way-finding
(see Section 7.10.2).
Section 7.10 discusses the 20 Year Walkway and Trail Program as well as specifications
for the trail system.
Table 6.3:

5-Year Walkway and Trails Program

Location and Trail Type

Description

Camrose Creek north Paved Trail

Extend existing trail system to north end of
City

44 Avenue, Rudy Swanson Park

Connect east and west of 55 Street

Downtown Walkway

Connect downtown with the university, Mirror
Lake and Exhibition Grounds

45 Avenue Paved Trail, Camrose Creek to
High School

Connect Creek trails to High School –
improves shale trail to paved trail

45 Avenue Paved Trail, High School to 68
Street

Connect High School to new developing
areas west of 68 Street

Old Rail Paved Trail, Mount Pleasant Drive to
68 Street

Connect High School to new developing
areas in southwest Camrose

73 Street/50 Avenue Pave Trails

Extend trail into new commercial and
residential developments

Enevold Drive, Paved Trail, west of 68 Street

Extend trail into new residential area.

Camrose Drive, Parkview Drive to Exhibition
Grounds, Paved Trail

Extend existing trail system along ring road
and connect to Exhibition Grounds

6.9

Five-Year Capital Transportation Plan

6.9.1 Funding Sources
The development of a Five Year Capital Program for Camrose requires an understanding
of the available or potentially available sources of funding. There are four broad sources
of funding for capital expenditures in Camrose:
¾ City of Camrose General Revenues
¾ City of Camrose Debentures or Local Improvements
¾ Federal/Provincial Grant Programs
¾ Developer Contributions
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While provincial and federal grant programs have provided varying levels of grants over
the years a consistent characteristic of these grant programs is that they are based on a
cost sharing formula with the municipality up to a maximum. At the present time, the
Alberta Government provides cities in Alberta (except Edmonton and Calgary) with a $60
per capita “Basic Capital Grant” to cover up to 75% of the cost of eligible projects.
Assuming population growth of 3.5% annually as indicated in Section 4.5, the amounts
of funding likely to be available are as follows:
Table 6.4:
Year
2007
2008
2009
2010
2011

Population
17,982
18,611
19,262
19,935
20,633
Total

Available Funding

Basic Capital Grant
(75%)
$
$
$
$
$
$

1,078,920
1,116,660
1,155,720
1,196,100
1,237,980
5,785,380

City Share
(25%)
$
$
$
$
$
$

359,640
372,220
385,240
398,700
412,660
1,928,460

Total
$
$
$
$
$
$

1,438,560
1,488,880
1,540,960
1,594,800
1,650,640
7,713,840

Over the next five years, the City of Camrose will be eligible for about $5.79 Million in
provincial Basic Capital Grant. In order to take full advantage of this grant, the City needs
to invest about $1.93 Million in eligible transportation infrastructure over the next five
years. The City is of course free to invest more than this amount and has done so in the
past.
Another source of funding in the near future is the reimbursement to municipalities of the
federal gas tax. The amount to be made available to Camrose is expected to grow from
$250 000/year in the first year to $900 000/year in the fifth year.
In order to support land development in Camrose, some transportation infrastructure
costs are directly attributable to development and the City has and will continue to
negotiate developer contributions for certain improvements. The funding made available
from developers is termed the Development Fee only for specific projects. For the
purpose of developing a Five Year Capital Plan, it has been assumed that $200,000
would be available from developers to fund development related improvements every
year.
6.9.2 Tentative Five Year Capital Plan
A Five Year Capital Transportation Plan has been developed on the basis of needs
identified through this project, as well as through discussions with the City Engineer.
Over the next five years, projects valued at $21.3 M have been identified. Funding of the
plan is as follows:
City of Camrose
Province of Alberta (Basic Capital Grant)
Developers
Federal Gas Tax Rebate

$11.61 M (55%)
$5.79 M (27%)
$1.00 M (5%)
$2.90 M (14%)
$21.3 M (100.00%)

The proposed Tentative Five Year Capital Plan is presented in Table 6.5, and illustrated
in Exhibit 6.3.
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7.0

Twenty Year Transportation Requirements
7.1

Transportation Network Improvements

In the 20 year time frame, Camrose will require several categories of network
improvements:
¾ Strategic new roadway linkages
¾ Widening of arterial roads
¾ Intersection improvements
¾ Goods movement route adjustments.
Table 7.1 lists the specific network improvements that will be needed while Exhibit 7.1
illustrates the items graphically. The listed projects have not been assigned an
implementation priority as these projects are too far removed in time.
It should be noted that the 53 Street extension across Mirror Lake will likely be needed in
the five year time frame.
Table 7.1:
Project
53 Street Extension Across Mirror Lake
53 Street (48A Avenue to 54 Avenue)
53 Street at 54 Avenue
North Ring Road (68 Street to 53 Street)
North Ring Road (53 Street to 39 Street)
53 Street (44 Avenue to 48 Avenue)
53 Street (54 Avenue to North of North Ring
Road)
53 Street (north)
48 Avenue (53 Street to West of Mt.
Pleasant)
48 Avenue (53 Street to 51 Street)
48 Avenue/68 Street
48th Avenue (73 Street to West City Limits)
39 Street (42 Avenue to Camrose Drive)
Camrose Drive/39 Street
Camrose Drive at Parkview Drive
Camrose Drive (39 Street to Parkview Drive)
68 Street (50 Avenue to 54 Avenue)
68 Street/54 Avenue
68 Street/50 Ave
68 Street (45 Avenue to Marler Drive)
68 Street/Marler Drive
68 Street (Marler Drive to Camrose Drive)
Camrose Drive Extension west of 68 Street
SW Arterial Connection (Camrose Drive
Extension to Twp Rd 46-4)
Exhibition Drive (Camrose Drive to Hwy 13)
Exhibition Drive (Hwy 13 to Hwy 26)
36 Street (Hwy 13 to Hwy 26)
Hwy 26 (Rge Rd 20-1 to Rge Rd 20-0)

April, 2007

Twenty-Year Roadway Network Improvements
Improvements

Cost

Construct new bridge from 48 to 48A Avenue
Ban parking
Install traffic signal in conjunction with parking ban
Construct first 2 lanes of 4 lane divided
Construct first 2 lanes of 4 lane divided
Ban parking to permit 4 travel lanes
Widen to a 4 lane roadway

$
$
$
$
$
$
$

7,700,000
100,000
200,000
5,880,000
5,600,000
50,000
850,000

Replace existing bridge
Widen to a 6 lane divided roadway

$
$

800,000
2,760,000

Rebuild bridge and raise gradeline
Improve Intersection (channelization)
Widen highway to 4 lanes divided
Widen to a 4 lane roadway and signalize Camrose Drive
intersection
Signalize
Widen to a 4 lane divided roadway and install full signal
Widen to a 4 lane divided roadway and construct second
bridge across Camrose Creek
Construct second half of 4 lane divided
Signalize
Signalize
Widen to a 4 lane divided roadway
Upgrade to a traffic signal
Widen to a 4 lane divided roadway
Extend Camrose Drive west and north from 68 Street to
Highway 13 - first 2 lanes of 4 lane divided roadway
Construct first 2 lanes of 4 lane divided roadway

$
$
$
$

6,300,000
400,000
5,480,000
595,000

$
$
$

200,000
710,000
11,910,000

$
$
$
$
$
$
$

1,700,000
200,000
200,000
1,105,000
200,000
2,210,000
11,760,000

$

3,360,000

Complete 4 lane divided roadway
Construct first 2 lanes of 4 lane divided roadway
Construct first 2 lanes of 4 lane divided roadway
Widen to a 4 lane divided roadway

$
$
$
$

1,275,000
2,800,000
2,000,000
1,615,000
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7.2

Strategic New Roadway Linkages

7.2.1 53 Street Extension Across Mirror Lake (48 Avenue to 48A Avenue)
Access to the Camrose Downtown from the west (via 48 Avenue) and the south (via 53
Street) has become increasingly more congested due the barrier imposed by the
existing Mirror Lake, which sits at the southwest corner of Downtown. Traffic accessing
the central core from the west uses 48 Avenue and turns at 51 Street and 49 Street, both
of which are two-lane streets that are lined with parking.
Traffic accessing the Downtown from the south uses 53 Street to 48 Avenue and then
turns onto and continues along 48 Avenue to 51 Street and 49 Street, where it turns left
into the central area. The high level of turning activity, coupled with the discontinuity of
the arterial grid at Mirror Lake, causes significant peak hour delays along 48 Avenue.
The heavy turning movements at 51 Street are constrained by the limited left turn
capacity afforded by the narrow roadway width of the 48 Avenue Bridge across Mirror
Lake, as well as the 6% approach grade to the intersection.
Current delays along 48 Avenue at the downtown access points have led to increased
use of Grand Drive as an alternative access route into the Downtown. The residential
land uses and golf course along Grand Drive make it much less suited as a Downtown
access route. Analysis of the Camrose roadway network indicates that failure to improve
access to the Downtown from 48 Avenue will lead to increased use of Grand Drive, to
the detriment of local residents along the route.
The discontinuity of the north-south arterial grid imposed by Mirror Lake has imposed
undue pressure on the internal roadways within and around the Downtown and has
hampered emergency vehicle access to/from and across the downtown. The
discontinuity also forces through traffic originating/destined to Highway 833 to pass
through Downtown streets that are not suited to traffic wishing to bypass the area.
The City of Camrose has pursued a resolution to the aforementioned problems for 25
years, with a number of improvements to 48 Avenue. It has however been recognised for
some time and corroborated through this Transportation Master Plan update that the
Downtown access barriers present on 48 Avenue, the discontinuity of the arterial
roadway grid at the south end of Downtown, and ongoing shortcutting on Grand Drive
can only be fully alleviated through the extension of 53 Street north across Mirror Lake.
The addition of the 53 Street extension across Mirror Lake will significantly reduce traffic
on 48 Avenue between 53 Street and 48 Street, thereby improving operations at 51
Street and 48 Street. Furthermore, the new roadway link will allow for better utilization of
underutilized roadway capacity north of Mirror Lake, offer up to four additional access
points to Downtown, as well as provide a bypass route for non-centrally destined trips.
In order support and take full advantage of the improvements afforded by the 53 Street
extension across Mirror Lake, parking should be banned along 53 Street to allow four
travel lanes on 53 Street (the parking ban could be staged by peak hours or directions,
subject to review at time of implementation). In conjunction with the 53 street extension
and parking ban, a full traffic signal should be installed at the intersection of 53 Street
and 54 Avenue to handle additional traffic expected through this intersection.
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7.2.2 Southwest Area Roadway Network
Significant growth and development is and will continue to occur in south and southwest
Camrose over the next 20 years. This growth will result in 68 Street, between Camrose
Drive and 48 Avenue, becoming more of an internal arterial roadway providing access to
and from suburban residential development, rather than serving as a “ring” route. In
addition, residential development south of Camrose Drive, west of Camrose Creek, will
put pressure on Parkview Drive and raising the question as to its future function and
classification, south of Camrose Drive.
In early 2002 the City of Camrose, together with ISL, convened a workshop to investigate
and discuss alternatives for the arterial and collector roadway network in southwest
Camrose, west of Camrose Creek. Eight (8) network alternatives were generated and
quickly reduced to four that were examined in greater detail. The four shortlisted
alternatives were evaluated and ranked using the following criteria:
¾ Safety
¾ Network Traffic Flow
¾ Aesthetics
¾ Quality of Life (Subdivision Residents)
¾ Quality of Life (Camrose Residents)
¾ Economic Benefit to Camrose
¾ Costs/Benefits.
The evaluation of the four alternatives resulted in the selection of a preferred network
configuration having the following three characteristics:
¾ Parkview Drive is to extend south-westerly, roughly parallel to Camrose Creek as
a “collector” roadway.
¾ Camrose Drive is to be extended westerly, from the Camrose Drive/Range Road
20-4 intersection and then swing north towards Highway 13, or possibly
continue west to Highway 21.
¾ In addition to the westerly extension of Camrose Drive, a new arterial link would
extend from the Camrose Drive extension south-westerly to provide access to
new development areas.
The Camrose Drive extension, together with the southwest arterial need only be built as
two-lane roadways with a rural cross section initially. Proper channelization (left turn
lanes as a minimum) should however be included at all intersections during the first
stage to ensure that these new arterial links provide the greatest benefit.
The preferred long term network in the southwest area of Camrose is illustrated in
Exhibit 7.2; collector roadway locations are highly conceptual and for illustrative
purposes only.
7.2.3 North Ring Road
A North Ring Road near the current northern limits of the city was identified and
proposed in plans prior to and including a 1991 Functional Plan. The proposed North
Ring Road would replace Range Road 20-3 (68 Street) north of 54 Avenue, curve around
the residential subdivision to link to Highway 833, join with Airport Road, and continue to
39 Street southbound, providing a continuous link. The roadway would serve multiple
purposes including:
¾ Provide a northerly bypass of the city center for traffic, including farm vehicles
¾ Provide a connection from the north east commercial areas to Highway 13 and
Secondary Highway 833
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¾
¾
¾

Provide a connection for all of eastern Camrose commercial and industrial zones
to Secondary Highway 833
Relieve traffic on 54 Ave and to a lesser extent Grand Drive
Provide access to potential new development in northern and north eastern
Camrose.

In the 20 year time frame a two lane roadway will be needed, with protection provided for
an ultimate 4 lane arterial. It is imperative that the initial design provide proper
channelization at all intersections as part of the first stage to ensure that these
intersections function at peak efficiency and the greatest benefit is derived out of the new
roadway.
7.2.4 50 Street at CNR Trestle
In the review of five year requirements, it was indicated that 50 Street may be subjected
to increasing traffic loads over time. The single lane operation suggested for the section
under the trestle in Section 6.4 may, depending on evolving traffic growth, require a twolane section. It is suggested that the City take a structural evaluation of the trestle to
determine what options, short of replacement, might be possible to accommodate a
wider (minimum 2-lane roadway).

7.3

Widening of Arterial Roadways

In order to accommodate higher traffic volumes due to expected long term growth, the
following arterial roadways will need to be widened:
¾ 39 Street (42 Avenue)
¾ 53 Street (54 Ave to North Ring Road); widen to 4 lanes with development
¾ 68 Street (Camrose Drive to 45 Ave); widen to four lanes
¾ 48 Avenue (73 St to west City Limit); widen to four lanes, as driven by
development
¾ 48 Avenue (53 Street to Mount Pleasant Dr.); widen to 6 lanes
¾ Camrose Drive (Parkview Drive to 39 Street); widen to 4 lanes
¾ Exhibition Drive (Camrose Drive to Highway 13); widen to 4 lanes

7.4

Intersection Improvements

As traffic grows on Camrose‘s arterial roadway network, a number of intersections may
need to be upgraded to increase their carrying capacity. The upgrades will typically
entail adding turn lanes where none exist, adding additional lanes to the already existing
channelization, or lengthening turn bays. The intersections which may be candidates for
upgrading are:
¾ 48 Avenue/68 Street
¾ 48 Avenue/Mount Pleasant Drive; in conjunction with 48 Ave widening and with
bridge replacement
¾ 48 Avenue/53 Street; in conjunction with widening
¾ 68 Street Intersections (45 Avenue, Marler, Enevold); in conjunction with
widening
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7.5

First Stage Intersections in Developing Areas

It is apparent, that a number of two-lane roadways in Camrose were built as the initial
stage of a future four lane facility. Intersections along many of these roadways were not
channelized as part of the first stage of construction. The absence of channelization has
often been the source of operational problems on these roadways.
It is therefore strongly recommended that the City of Camrose develop its initial
roadways to include channelization as part of the initial stage. At a minimum, the
intersections on the arterials should include separate left turn lanes so as to increase
capacity and safety. The need for right turn lanes is typically less crucial, as there is little
pedestrian activity to block right turning traffic.

7.6

Bridge Rehabilitation and Replacement

In ten to 20 years the Camrose Drive bridge across Camrose Creek will likely require a
new wearing surface. This will cost an estimated $200,000. In order to minimize traffic
disruption, this work should be scheduled to occur after the twinning of Camrose Drive.
This will allow traffic to be diverted to the new traffic lanes and bridge, while the existing
bridge is refurbished.
While all bridges will require ongoing inspection and maintenance, no other major
rehabilitation is required. As was noted in the discussion of the five year requirements,
the 53 Street bridge at the north City limit will require outright replacement some time in
the 20-year timeframe. In addition, the 48 Avenue bridge will require replacement within
20 years along with a reduction in the steep grades nearby.

7.7

Goods Movement Route Adjustments

A review of Camrose’s Goods Movement Routes indicates reasonable amounts of
access throughout the City. As the City grows and additional roadway links are added,
some adjustments may however be appropriate as follows:
The addition of the North Ring Road across the north side of the City provides an
additional opportunity to route heavy vehicles. Consideration may also be given to
designate this link as a Dangerous Goods Route (DGR).
The future arterial network changes in southwest Camrose provide an opportunity to
adjust goods movement designations in that quadrant on the City as well. The extension
of Camrose Drive west, beyond 68 Street, should be designated as a DGR to allow all
heavy vehicles to bypass the residential areas along 68 Street and connect directly to
Highway 13 (and/or Highway 21). Once the Camrose Drive extension is in place as a
DGR, 68 Street can be redesignated as a regular truck route without DGR designation
and 54 Avenue can be closed to trucks and dangerous goods. The retention of 68 Street
as a truck route, is based on a requirement to continue to serve the west end
commercial area along 48 Avenue, which would otherwise be poorly served.

7.8

Traffic Noise Attenuation

The City of Camrose does not currently have a policy concerning urban traffic noise and
its mitigation. As Camrose grows and citizens are exposed to higher traffic volumes and
related noise, it is likely that there will be a growing number of requests for noise
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attenuation measures. It is recommended that the City of Camrose develop a traffic
noise policy aimed at defining when and how the City will respond to traffic noise issues.
A number of municipalities in Alberta already have their own traffic noise policies and it
would therefore be relatively straight forward for Camrose to develop its own policy,
using the other Alberta examples as models.

7.9

Twenty Year Transit Service

As per the discussion of transit service for the five year time frame, Camrose is
approaching a population where transit service can attract viable passenger demand. In
particular the 20,000 population will be reached sometime between 2010 and 2015, and
Camrose should plan on initiating limited service in this time frame. Based on experience
in other small communities, the initial service is likely to be characterized by one or two
fixed routes serving a limited number of origins and destinations.
It is premature to specify the specific routing of such a service, but it should serve the
areas of greatest need and demand at that point in time. It will be tempting to develop an
initial service that attempts to serve too many needs and demands. It will be important
to keep the service objectives narrow and focused on strictly those areas of need that
truly warrant the service and that will ensure an early success. If this is not done, the
chances of success for the initial service will be diminished and chances of reestablishing a viable service thereafter will be delayed and hampered.
As indicated in the earlier discussion, the early deployment of transit service should
focus on serving:
¾ Augustana Faculty of the University of Alberta
¾ Areas with high concentrations of seniors
¾ High density residential area
¾ Schools
¾ Commercial areas; the Downtown and the west and east end commercial strip
¾ Lower income families
In reviewing the make-up and configuration of transit service, the City of Camrose should
be open to innovative manifestations of transit service. For example, the initial transit
service could take the form of an extension of the existing Handi-Van service, or it could
take the form of a group taxi service that operates on a fixed route/fixed schedule basis
similar to airport shuttles. Consideration should be given to both public and/or private
operations.

7.10 Twenty Year Walkway and Trail Program
The recommended 20 year walkway and trail program is shown in Exhibit 7.3. The 20
year plan emphasizes connections to new residential areas with connections to areas in
the north, east, and west ends of the City. These connections can be constructed at the
time of development or of construction of the ring road; connections to new residential
subdivisions should be installed by the developer. All shale trails are to be upgraded to
paved trails.
Some new trails will require special treatment at rail crossings. One parallels Camrose
Creek to the City’s north end. The final two are along 39 Street between 48 and 54
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Avenues. The specifics of the treatment will need to be defined in a more detailed study,
as there is more than one option in each case.
The 20 year trail plan also contemplates better connectivity to the east industrial area via
two routes. First a trail in the 39 Street right-of-way is shown. The implementation of this
trail depends on using a 3-lane cross section for 39 Street upgrading, and accesses
crossing this trail alignment should be minimized. If a 4-lane section is used, alternative
trail alignments will need to be considered.
The second trail alignment may be achieve through future subdivision. It follows the CNR
alignment north from Camrose Drive, then connects to 39 Street via an extension of 44
Avenue.
Table 7.2 lists the recommended 20 year walkway and trail program in priority order.
Table 7.2:

20-Year Walkway and Trails Program

Location and Trail Type

Description

North Ring Road, 68 Street to Camrose
Creek, Paved Trail

Extend existing trail system along ring
road and connect to Camrose Creek
trails

North Ring Road, 39 Street to Camrose
Creek, Paved Trail

Extend existing trail system along ring
road and connect to Camrose Creek
trails

39 Street, North Ring Road to Camrose
Drive

Extend existing trail system along ring
road and connect to Exhibition Grounds

East/West trails in West end, Paved Trails

Provide connections with development

North/South trail along extension of
Camrose Drive, Paved Trail

Provide continuity with east/west trails
and along Camrose Drive corridor

CNR/44 Avenue

Provide connections to east industrial
with development

Within the 20 year horizon the 48 Avenue bridge at Mirror Lake will be replaced and
raised. At that time a new pedestrian facility on 48 Avenue will also be required, with
preference given to a tunnel going under 48 Avenue.
7.10.1 Trail Specification Considerations
The recommended trail system has essentially two types of trails:
¾ Paved trails
¾ Grass/Walking trails
Paved trails are hard surfaced trails that accommodate a wide variety of recreational
users including cyclists, roller-bladers, pedestrians, and dog-walkers. These trails may
also accommodate commuting cyclists, roller-bladers and pedestrians, depending on
the directness of the route. Grass/walking trails accommodate fewer user types, as inline skaters cannot use these trails, and trails designated for walking usually are less
desirable for cyclists and roller-bladers.
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Generally the wide range of user groups only mix well in low volume situations.
Experience in North American cities indicates that as the number of users increase, the
conflicts increase, particularly between cyclists and other user groups. Further,
documented evidence shows that sidewalk cycling is likely to result in twice as many
car/bicycle collisions than on road-cycling.1&2 Therefore, one means to reduce user
conflicts and provide a safer cycling environment is to encourage on-road cycling. If the
alternative of riding on the adjacent road is available, the potential liability issues for the
municipality can be minimized.
Although sidewalk cycling is less safe, it is still important to provide wide sidewalks for
two basic reasons:
1. The facility accommodates a wider range of user groups that include in-line
skaters, joggers, dog walkers and pedestrians.
2. The facility provides an option for slower, less experienced and more recreationoriented cyclists who feel uncomfortable on the road.
For multi-use paved trails most guiding literature suggests a minimum width of 3.0m3& 4
however, in cases of lighter volumes or other constraints lesser widths can be
considered. A minimum 3.0 meter width is recommended for major or important trails,
while shared bicycle trails with less traffic can be reduced to 2.4-2.6 meters. The trailside should be kept clear of hazards such as street light poles, signs, trees, gravel and
wood chips. Exhibit 7.4 shows the recommended cross section for paved trails.
Recommended longitudinal grades and curve radii should follow guidelines established
in TAC for bicycle trails.
Widths for grass/walking trails can be as narrow as 1.5 meters. The horizontal alignment
can have sharp turns and steep grades can be tolerated unless access for mobilityimpaired is needed. The trail-side should be cleared of objects that block sightlines for
personal security/safety. Exhibit 7.5 shows a grass trail cross section. This trail would
be used in a natural or a manicured park setting. The surface is made of a compacted
granular material.
Exhibit 7.6 shows a downtown walking trail cross section. This trail would be used in an
urbanized setting and would be hard-surfaced. It would have decorative features and
interpretive and way-finding signs to distinguish it from an ordinary sidewalk. The width
of the trail is permitted to vary in order to fit constrained situations, as it will likely be
used in existing areas as a retro-fit measure.
There are no set standards for width or clearances of trails in Alberta; as most pedestrian
or shared bicycle trails are in urban or park settings it is up to the local authority for
construction, safety and maintenance.

1
2
3
4
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7.10.2 Trail Signage
Basic way-finding will be necessary in most cases. Exceptions can be made where a
trail parallels a street which will usually be the case for paved trails parallel to an arterial
road and for walking trails. At key entry points into the trail system, a map of the trail
network should be displayed. Distances should be marked on the map. Warning signs
may be necessary for unexpected hazards. General information for warning signs is
available in the manual of Uniform Traffic Control Devices.
7.10.3 Road Crossings
Any trail system will need to cross roadways at grade. The crossings are important for
trail continuity. Crossings need to be legal and need to meet safety criteria.
All trail crossings of roads need to be at locations where it is legal to cross the road.
Usually this is at intersections. Mid block trail crossings lead to complications in
required crossing control, signage, speed limits, sight lines, geometry such as entrances
and exits to the trail, and other issues outlined below. Because of this mid block trails
should be avoided when possible. If a mid-block trail is necessary then an appropriate
crossing control (cross walk signs or markings) will be needed to make the crossing
legal.
Compliance with legal criteria does not ensure that safety criteria are met. Generally,
arterial road crossings will require a traffic control signal. For this reason it is economical
to design trails to cross arterial roads where signals are already planned, such as at
collector road intersections. Crossings of collector roads may need crosswalk signs and
markings, regardless if the crossing is mid-block or at an intersection. Local road
crossings may not need to be marked at a local road intersection, but at mid-block
locations will require some form of signs and markings for legal reasons. Trail crossings
could also use special textures surfaces or special identification signing to give them
more prominence to motorists.
Paved trail crossings of arterials such as 68 Street and of crossings of collectors at an
arterial intersection need special attention. The following factors need to be considered
in the design:
¾ Sight lines must be unobstructed between the trail and the parallel road, and
between the trail and the crossing road.
¾ Clear signage and pavement markings or textured surfaces should be used to
define the right of way and alert all users of potential hazards. “Yield” signs for
trail users are a preferred initial treatment. More aggressive measures such as
“Cyclist Dismount” or “Stop” signs or physical barriers should not be used as
past experience is that these are ignored or are more hazardous than the
crossing itself.
¾ The trail should be aligned to allow cyclists to see turning vehicles from the
parallel road.
¾ The trail should have “gentle” horizontal curvature to discourage high speeds,
especially through areas with frequent trail crossing such as commercial
frontages. “Gentle” curvature in this context means a 3m variation in alignment
as compared to a parallel tangent and radii well above the minimum for the
design speed.
¾ The slopes of the curb ramps should be flat to reduce braking distances for
cyclists at the road crossing.
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¾
¾
¾
¾

¾

Catch basin grates are slippery to cyclists and a potential trap. These should be
textured for better traction, made flush with the roadway surface, and openings
in the grates should oppose rather than run parallel to the bicycle paths
The radii for right turning vehicles should be as small as reasonable to
encourage low speed turns.
The right hand through lanes of the adjacent arterial road should be wide
enough to allow shared cycling of the lanes.
All gutter pans of roads should be no wider than 0.25m. The joint between the
lip of the gutter and the asphalt pavement is a known hazard to cyclists that can
cause a severe injury fall. Using a smaller gutter pan places this hazard near the
curb face, which cyclists avoid. It also allows the curb lane to be widened from
3.7m to 4.2m on a standard existing divided arterial road without changing the
curb to curb distance.
The number of road and driveway crossings of trails should be kept to a
reasonable minimum.

In addition to the above guidelines, the City should consider cyclists when designing
new roads or upgrading existing roads.
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