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5.3.1 Potential Funding of Infrastructure and Amenities 

The following outlines potential funding and sponsorship programs that the 

Township and its partners could explore to support the implementation of the 

active transportation network and other supportive amenities.  

GOVERNMENT FUNDING OPPORTUNITIES 

Safe and Active School Routes, Green Municipal Fund 

Federation of Canadian Municipalities 

Funding Available: Grant up to 50% of eligible costs, maximum award of 

$125,000 

This program provides funding for projects that aim to increase walking, biking 

and rolling to school through new or improved active transportation 

infrastructure and road safety improvements. Costs associated with the 

planning, design and implementation stages are eligible for funding. Projects 

must consist of a capital investment (i.e., constructing, altering or improving 

physical assets) and may additionally include policy measures (e.g., speed limit 

changes) and educational strategies. Policy measures and educational strategies 

alone are not eligible for funding.  

For additional details, refer to https://greenmunicipalfund.ca/school-routes  

Active Transportation Fund / Canada Public Transit Fund 

Government of Canada 

Funding Available: up to 60% of capital costs, design, planning costs, and 

indigenous consultation 

The Active Transportation Fund (ATF) program provides funding for planning 

and capital projects that increase the total amount, usage, and quality of active 

transportation infrastructure, increase its use, and support efforts to mitigate 

climate change. As of 2026, the ATF is being integrated into the Canada Public 

Transit Fund under its Targeted Funding Stream. Eligible projects include:  

• Building or enhancing infrastructure for active transportation;  

• Enhancements to the quality of active transportation infrastructure for 

greater usage (even though there may be no net gain in kilometres of 

infrastructure) 









CHAPTER 5  
 

Chapter 5: The Preferred Network | 96 

CENTRE WELLINGTON ACTIVE TRANSPORTATION AND MOBILITY PLAN 

 
Visual Cues and Branding: Quiet Streets should have a visual design to identify to motorists that 

they are entering a space where cyclists and pedestrians are priority. This may be achieved 

through several design treatments (as seen in Figure 5.7): 

• Gateway features to identify a transition in priority, such as continuous sidewalks or painted 

roadway art after an intersection 

• Designing the roadway with very narrow lane widths and/or mountable curbs 

• Using textured pavement treatments 

• Signage to identify the street as cyclist/pedestrian priority 

 

  

 
Figure 5.7: Example of visual cues and branding. Right to left: Pavement markings and road design, 

Peterborough; Branded Sigange, Peterborough; Textured Pavement Treatments, Ottawa 
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BIKE LANES 

Bike lanes are best suited for two-lane roadways with motor vehicle speeds of 50 km/h or less 

and low-to-moderate volumes of motor vehicle traffic. 

Where cycling facilities operate on a roadway with on-street parking, the opening of vehicle 

doors pose a significant threat to the safety of people riding bikes, and as such, appropriate 

design measures are required. This includes providing a buffer between the parking lane and 

the bicycle lane, at least 0.6m in width. 

Table 5.8: Bike lane widths 

Facility type Desired Width Suggested Minimum  

Conventional Bike Lane 1.8m 1.5m 

Conventional Bicycle Lane adjacent to on 
street parking 

1.5 m lane + 1.0 m parking 
buffer 

1.5 m lane + 0.6 m parking 
buffer 

 

PROTECTED BIKE LANES 

Physical separation of bike lanes should be considered as often as is feasible and practical when 

designing cycling facilities. Separation techniques can vary, from pre-cast concrete curbs or 

planters to flex-bollards (see Figure 5.8). They are typically suitable for roadways with moderate 

to high motor vehicle speeds and volumes. 

Table 5.9: Physically separated bike lane widths 

Facility type Desired Width Suggested Minimum  

Physically Separated Bicycle Lane 1.8 m lane + 1.0 m buffer 1.5 m lane + 0.3 m buffer 

 

   
Figure 5.8: Examples of protected bike lanes in Toronto. Separation techniques include concrete barriers 

with public art (left) and Concrete curbs with flex posts (right). 
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CYCLE TRACK 

Cycle Track separation from the motor vehicles is typically achieved using a curb and a buffer 

zone, creating a safer and more comfortable space for cyclists. Depending on the design, they 

may be positioned at sidewalk level, at an intermediate height between the sidewalk and the 

roadway, or directly adjacent to the curb. While cycle tracks often run parallel to the sidewalk, 

they are designated exclusively for bicycle use. They are typically suitable for roadways with 

moderate to high motor vehicle speeds and volumes. 

Table 5.10: Cycle Track widths 

Facility type Desired Width Suggested Minimum  

One-way Cycle Track 2.0 – 2.5 m 1.5 m 

Two-way Cycle Track 3.5 m – 4.0 m 3.0 m 

 

MULTI-USE PATHS 

Multi-Use paths should be signed for shared use by pedestrians and cyclists and is well-suited 

for roads with moderate to high traffic volumes and speeds. When there are many path users, 

pedestrians and cyclists sharing the same space can lead to conflicts, creating uncomfortable 

and potentially hazardous conditions. This is more likely to occur in areas with high pedestrian 

traffic, such as near in tourist areas or commercial areas. Therefore, multi-use paths in areas 

with higher pedestrian volumes should be designed wider with this in mind.  

Table 5.11: Multi-use Paths widths 

Facility type Desired Width Suggested Minimum  

Low-to-moderate volume path (< 100 users/hour) 3.5 m 3.0 m 

High volume path (> 100 users/hour) > 4.0 m 3.0 m 
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5.7 Intersection Guidelines 

Proper design of intersections is essential for creating a safer and more connected active 

transportation network. Intersections often present a higher risk of collisions, making it critical 

to reference best practices whenever a trail or cycling facility intersects with a roadway. 

Designers can consult OTM Books 18 and 15 for guidance on selecting appropriate intersection 

treatments for pedestrian and cycling facilities. 

Treatments can vary significantly depending on road characteristics, such as speeds and 

volumes, but may include a range of pavement markings, lighting and signal solutions, signage, 

and physical infrastructure modifications. 

Centre Wellington should consider integrating the following features at intersections with high 

pedestrian volumes or at crossings with cycling facilities to improve safety for all road users: 

• No Right Turn on Red (NRTOR) signs restrict vehicles from turning right when the traffic 

signal is red. This increases pedestrian and cyclist safety by reducing conflicts with right-

turning vehicles, improves visibility, and creates more predictable intersections.  

• Leading Pedestrian Intervals (LPI) give pedestrians a walk signal a few seconds before 

vehicles receive a green light. The lead-time allows pedestrians to enter the crosswalk 

earlier, improving their visibility and reducing conflicts with both left and right turning 

vehicles. For more information, refer to OTM Book 15. 

• Leading Bicycle Intervals (LBI) provide cyclists with a dedicated green light that activates a 

few seconds before the motorist signal (as seen in Figure 5.9). These are implemented 

alongside bicycle traffic signals. Similarly to LPIs, this gives cyclists a head start that increases 

their visibility and enhances safety by reducing conflicts with right-turning vehicles. NRTOR 

are recommended for the conflicting vehicle turning movement. An advanced protected left 

turn followed by an LBI should be avoided. For more information, refer to OTM Book 18. 
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Figure 5.9: Leading Bicycle Interval Signal Phasing (Source: OTM Book 18: Cycling Facilities) 

 

ADDITIONAL CONSIDERATIONS FOR CYCLISTS 

Additional intersection design treatments for cyclists should be included in intersection designs 

to provide additional safety measures to reduce the risk of conflicts occurring between vehicles 

and cyclists. Several treatments may be considered based on context to provide cyclists with 

dedicated or protected areas at intersections. Design treatments for cyclists at intersections 

include: 

• Adjacent Crossings: The cycling facility is physically separated from the motor vehicle lane 

with little to no setback. 

• Setback Crossings: The cycling facility is offset from the parallel motor vehicle lane (Figure 

5.10). Cyclists are more visible when vehicles are at an improved angle when crossing the 

crossride. 
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Figure 5.10: Setback crossing (Source: OTM Book 18) 

 

• Protected Intersections: Where two setback crossings intersect, a corner of a protected 

intersection can be created, using the setback area as a protected corner island. Protected 

intersections can also include pedestrian refuge islands to reduce crossing distances and 

forward queueing areas for cyclists to improve visibility. The Ontario Traffic Council’s 

Protected Intersection Guide provides detailed guidance on the design of protected 

intersections. 

• Bike Boxes: Cyclists are provided with a dedicated queueing space in front of the vehicle 

stop bar to make left turns (Figure 5.11). 

 

 
Figure 5.11: Bike boxes at a typical intersection (Source: OTM Book 18) 
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• Two-Stage Queue Boxes: Cyclists are provided with a dedicated waiting area in the 

intersection to make the left turn in two stages, by waiting for the green phase on the cross 

street (Figure 5.12). 

 

Figure 5.12: On-street two-stage queue box detail (Source: OTM Book 18) 
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5.8 Trails Guidelines 

There are four classifications for trails proposed: High Volume Spine, Low Volume Spine, 

Connector, and Recreational Trail. Each classification is dependant on the area's context, such as 

location, environmental sensitivity, expected volumes, ease of access for maintenance, and other 

aspects. The general characteristics for each category are defined in Table 5.12. 

 

 

Figure 5.13: The Elora Cataract Trailway is a key asset within the Township 

What We Heard  

There are differing perspectives on how off-road trails should be developed—some residents 

prefer the natural character of gravel surfaces, while others advocate for paved trails to 

enhance accessibility and provide additional amenities. Balancing these viewpoints is essential 

to ensure the network meets diverse user needs.  

Residents also shared that some sections of trails over capacity, particularly in the summer. 

Widening of trails in some areas would increase capacity and provide for great safety and 

accessibility.  
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Table 5.12: General Characteristics of Trail Classifications 

  High Volume 

Spine  

Low Volume Spine  Connector  Recreational Trail  

Trail Type  Multi-use Trail 

(High Volume)  

Multi-use Trail 

(Low Volume)  

Multi-use Trail  Recreation Trail  

Modes  Walking, cycling, e-

devices  

Walking, cycling, e-

devices  

Walking, cycling, e-

devices  

Walking  

Trail Width  4.0 – 6.0 m  3.0 m minimum  2.4 m minimum, 

3.0 m desired  

1.0 – 2.0 m  

Surface 

Materials  

Asphalt  Asphalt, granular 

considered in rural 

areas  

Granular or 

asphalt  

Natural surface, 

granular or 

boardwalk in some 

contexts  

Maintenance

  

4-season  3-season, 4-season 

considered  

3-season, 4-season 

considered  

3-season walking, 

winter activities 

considered  

Lateral 

Clearance  

1.0 m   1.0 m   0.6 m  0.6 m  

Furnishing 

Zone  

1.0 m   1.0 m   0.6 m  0.6 m  

Benches  Every 200 m  Points of entry at 

minimum, every 

200 m desired  

Points of entry, top 

and bottom of 

steep slopes  

Points of entry, top 

and bottom of 

steep slopes  

Refuge Areas 

& Waste 

Receptables 

Minimum every 

1000 m, at major 

amenity nodes, 

destinations and 

trailheads 

Minimum every 

1000 m, at major 

amenity nodes, 

destinations and 

trailheads 

Major trailheads  Major trailheads  

Washrooms  At major amenity 

nodes/destinations

  

At major amenity 

nodes/destinations

  

At major amenity 

nodes/destinations

  

At major amenity 

nodes/destinations

  

Lighting  Lighting provided  Lighting 

considered, at 

minimum provided 

at road crossings  

At road crossings  At road crossings  
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5.8.1 Lighting and Amenities 

Trails should have appropriate lighting and amenities to enhance safety, comfort, and usability 

for all users.  

LIGHTING 

Lighting along trails plays a critical role in improving visibility, extending the functional hours of 

use, and enhancing the perception of safety—particularly for women, seniors, and other 

vulnerable users.  

To increase user safety, continuous lighting is recommended for major trails / spine routes in 

urban areas, and for the Trestle Bridge Trail. For lower-volume spine routes, lighting should be 

considered along the trail, with a minimum requirement at trailheads and road crossings. On 

connector and recreational trails, lighting should generally be limited to road crossings to 

reduce environmental impacts and avoid unnecessary light spill into nearby residential areas. 

Lighting should be designed to enhance user safety while minimizing visual impacts on the 

surrounding environment and adjacent land uses, especially residential areas. Strategic 

placement and responsible design are key.  To minimize obtrusive light and glare for adjacent 

residents, as well as to mitigate ecological effects of light pollution, consideration should be 

given to light output, amount of uplight, type of shielding, colour temperature and dimmability. 

Lighting should be designed to illuminate the trail and its users only, using long wavelength 

colour and shielded fixtures to prevent glare or spillage beyond the trail, or excessive uplighting.  

DarkSky International, a nonprofit organization dedicated to protecting the night sky from light 

pollution, provides guidelines on recommended criteria for compliant pedestrian lighting, as 

well as a list of approved luminaires on their website: https://darksky.org/what-we-do/darksky-

approved/darksky-approved-luminaires-program/darksky-approved-luminaires-guidelines. Their 

five principles for responsible outdoor lighting are presented in Figure 5.14, and guidelines for 

DarkSky compliant fixtures are shown in Figure 5.15. 

https://darksky.org/what-we-do/darksky-approved/darksky-approved-luminaires-program/darksky-approved-luminaires-guidelines/
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Figure 5.14: Lighting Principles for Responsible Outdoor Lighting (Source: DarkSky International) 

 

Figure 5.15: Guidelines for DarkSky Approved Lighting (Source: DarkSky International) 
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AMENITIES 

As discussed in Section 6.3, amenities contribute to a more comfortable and accessible trail 

experience. Suitable amenities for trails include:  

• Benches 

• Trash and recycling bins 

• Rest and Refuge Areas 

• Washrooms 

• Potable water 

• Interpretive signs/displays 

• Climate Protection 

• Wayfinding signage 

Amenities should be strategically placed along trails to support longer trips, encourage rest, and 

promote responsible trail use. The placement and design of amenities should consider 

accessibility, maintenance needs, and integration with the surrounding environment to ensure 

they serve a wide range of users effectively. Refer to Section 6.3 for further information. 

5.8.2 Trail Intersections and Crossings 

A mix of controlled (some form of formal traffic control from signage to full traffic control 

signals) and uncontrolled (without any form of traffic control) crossings may be used throughout 

the Township’s trail network, based on a combination of trail use volume and traffic volumes.  

However, there may be several locations along the trail network where a controlled crossings 

could be warranted. All crossings for trails on the Spine and Connector network should be 

controlled crossings. 

Trail crossings treatments may vary depending on the nature of the crossing and intersecting 

road. They may include a range of pavement markings, lighting solutions, signage, and physical 

infrastructure modifications. Designers can consult OTM Books 18 and 15 for guidance on 

selecting appropriate treatments for crossings. 
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Figure 5.16: Elora Cataract Trailway crossing at Gerrie Road 
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6.1 All Ages & Abilities Policy 

Universal accessibility is essential to making walking, cycling, and rolling viable modes of travel 

for everyone. Designing facilities for all ages and abilities (AAA) ensures infrastructure is safe, 

comfortable, and inclusive, regardless of age, physical ability, or experience level. It also 

acknowledges that both real and perceived safety concerns can limit people’s travel choices and 

access to destinations. 

Historically, transportation systems have reflected biases that exclude underrepresented groups, 

including children, seniors, women, racialized and low-income residents, people with 

disabilities, and those who rely on active transportation or move goods. These communities 

often face systemic barriers, such as over-policing in public spaces or limited access to vehicles, 

while also being more dependent on active transportation, even as their neighbourhoods 

frequently lack basic infrastructure. 

As Centre Wellington continues to grow and evolve, its active transportation network must 

adapt to meet the needs of all users. The Township is committed to planning, implementing, 

and promoting an accessible, AAA-compliant active transportation network. 

6.1.1 All Ages and Abilities (AAA) Design 

Active transportation design principles have typically favoured very confident riders, typically 

adult men cycling for sport. Instead, the AAA approach encompasses the idea of creating an 

active transportation network that is safe, comfortable, and equitable given a diverse range of 

users and devices of varying sizes, speeds, and operating characteristics. According to the 

National Association of City Transportation Officials (NACTO), AAA facilities should be: 

• Safe: More people will use active transportation options when they have safe places to ride. 

Better active transportation facilities are directly correlated with increased safety for people 

driving and walking, reducing injury due to crashes for all road users.  

• Comfortable: Active transportation facilities should provide comfortable, low-stress 

environments. 

• Equitable: High-quality infrastructure should be available to all, especially in underserved 

areas. 

Centre Wellington should aim to provide AAA facilities, where possible, that follow the following 

principles: 

• Design for Safety: Design should prioritize the needs of vulnerable users or least confident, 

including children, seniors, people with disabilities, and new cyclists. This includes ensuring 

low-stress routes, safe crossings, and intuitive navigation. If infrastructure works for these 

groups, it will work for everyone.  
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Designing for safety is highly context-sensitive. On high-speed or high-volume roads, 

physical separation from traffic is essential. On lower-speed streets or with lower volumes, 

like neighbourhood bikeways, design should focus on slowing down vehicles and 

discouraging through traffic with traffic calming and diverting methods. 

• Design for Comfort: Where possible, facilities should be predictable and low-stress 

environments that provide consistent, adequate lighting, and are well maintained (see Policy 

6.4: Maintenance Strategy). 

• Integrate Accessibility Features: Facilities must meet or exceed accessibility standards, such 

as the AODA, to support independent navigation for people with disabilities. 

• Design Safe and Inclusive Intersections: Intersections should be designed to reduce 

conflicts and improve safety for all modes. This is discussed in sub-section 6.1.2. 

• Promote Equity in Network Design: AAA design must address historic and systemic 

inequities in transportation planning. Investments should be prioritized in underserved 

neighbourhoods to ensure equitable access to safer infrastructure. 

6.1.2 Intersections and Crossings 

Intersections are critical points where multiple modes converge. Designing them with all users 

in mind enhances safety and accessibility. A key to designing safer intersections lies in 

maximizing visibility between drivers and active transportation users.  

The following should be incorporated into the active transportation network at intersections: 

• Intersections should be designed shorten crossing distances. 

• Provide appropriate intersection treatments for pedestrians and cyclists including setback 

crossings, adjacent crossings, and protected intersections 

• Pedestrian walking phases should be long enough to accommodate slower walking speeds, 

particularly in areas with a high number of children and seniors. 

• Accessible pedestrian signals at signalized intersections provide an audible tone to help 

pedestrians with low vision locate the opposite side of the crosswalk. 

• Benches or sitting areas should be provided to support those who may be less mobile or 

need to rest. 

• Curb ramps, (AODA Integrated Accessibility Standards Section 80.26) and depressed curbs 

(AODA Integrated Accessibility Standards Section 80.27) should be implemented at 

intersections to assist individuals with changes in elevation. TWSIs should be used to 

indicate the presence of curb ramps (see Sidewalks Policy). 

Consideration should also be given to signalization strategies as an important conflict 

management approach. Signalization strategies can be used in various ways to enhance 

accessibility and safer active transportation user experiences. These may include leading 
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pedestrian or bicycle intervals (LPI/LBI), protected signal phases for motor vehicles, and motor 

vehicle turn prohibitions, such as No Right Turn on Red (NRTOR) restrictions, as discussed in 

Section 5.7.  

6.1.3 Recommendations 

The recommended policies for accessibility and inclusion are shown in Table 6.1. 

Table 6.1: Recommended Accessibility Policies 

Policy Statement Policy Objectives 

Design Safe and 
Comfortable 
Cycling and 
Multi-use 
Facilities 

Design facilities with the needs of those who are most at risk and aim to 

create a low-stress environment. Ensure appropriate separation from traffic 

based on the road’s context. 

Provide active transportation infrastructure that is consistently well-lit and 
maintained, working towards the enhanced maintenance standards in Section 
6.4: Maintenance Strategy to enable more accessible active transportation 
facilities and sidewalks. 

Make 
Intersections Safe 
for Pedestrians 

Implement the following for safer intersections for pedestrians: 

• Provide longer walking signals in areas with high volumes of pedestrians 
or crossings frequently used by young children or seniors. 

• Use a walking speed of 1.0 m/s to calculate the pedestrian clearance 
interval.  

• Shorten crossing distances, where possible. 

Consider people living with neurodivergence by testing APS tones through 
consultation. 

Make 
Intersections Safe 
for Cycling and 
Micromobility 

Adopt current best practices for improved intersection cycling treatments, 

including setback crossings, adjacent crossings, and protected intersections. 

Consider providing NRTOR, LPI/LBI, and/or protected phasing at intersections 
on the cycling network where there is a high potential for conflicts with 
turning motor vehicles. 

Support Inclusive 
Design 

Develop a monitoring program with equity-deserving groups to ensure 
inclusive design is serving all communities 
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6.2 Sidewalks & Accessibility Policy 

Sidewalks are the foundation of an active transportation network. A good 

sidewalk network makes walking a feasible mode of travel for people of all ages 

and abilities. Centre Wellington is committed to enhancing its accessible 

network of sidewalks to improve the comfort and safety for all users. 

6.2.1 Legislative Framework 

Centre Wellington’s approach to ensuring their network is accessible is 

grounded in provincial legislation and regional policy commitments that 

promote inclusive and equitable infrastructure: 

Accessibility for Ontarians with Disabilities Act (AODA): This provincial law 

establishes mandatory standards for public infrastructure to accommodate the 

needs and abilities of all potential users. These standards apply to the design of 

public spaces, including sidewalks, intersections, and active transportation 

facilities. Under the AODA, municipalities are required to implement accessible 

features such as: 

• Curb ramps (also known as curb cuts) 

• Accessible pedestrian signals at street crossings 

• Tactile walking surface indicators (TWSIs) 

• Depressed curbs at intersections 

The AODA emphasizes consultation with people with disabilities and the 

broader public, promoting context-sensitive design over rigid checklists.  

Facility Accessibility Design Manual (FADM): Centre Wellington follows the 

County of Wellington’s FADM, which outlines best practices and technical 

specifications for accessible infrastructure. The FADM is currently under 

revision to reflect updated standards, and the Township will adopt the revised 

version once finalized.  
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What We Heard 

Ensuring sidewalk accessibility for all users, particularly seniors and people with 

mobility issues, is a key priority. Design improvements such as properly sloped 

curb cuts, extended pedestrian signal times, and smooth, even surfaces were 

emphasized as essential to creating a more inclusive and accessible 

environment. 

 

6.2.2 Gaps in the Sidewalk Network 

To support safe and accessible pedestrian travel, addressing sidewalk gaps 

should be prioritized. Priority should be given to gaps within 1.6 km of 

elementary schools and 3.2 km of high schools and within areas where people 

may have lower vehicle ownership rates, such as retirement homes, long-term 

care homes, and low-income housing.  

Sidewalk gaps should also be prioritized near key destinations, including parks, 

commercial centres, and healthcare facilities.  

In areas where physical, environmental, or contextual constraints make the 

construction of standard sidewalks unfeasible, alternative design solutions 

should be pursued to ensure pedestrian safety and accessibility. This includes 

creating quiet streets with traffic calming measures or protected on-road multi-

use paths.  

6.2.3 Sidewalk Design  

When building or reconstructing roads in urban areas, sidewalks should be 

included as follows: 

• Downtown/Main streets: Sidewalks should be provided on both sides of the 

road, with wide sidewalk clearance widths of 2.5 metres or more to 

accommodate high pedestrian volumes. 

• Arterial roads: Sidewalks should be provided on both sides of the road, with 

a minimum clearance width of 2.0 metres. In some areas, the Township may 

consider designs that include a multi-use path on one side of the road, and 

a sidewalk on the other to reduce potential conflict between cyclists and 

pedestrians. 

• Collector roads: Sidewalks should be provided on both sides of the road, 

with a minimum clearance width of 1.8 metres. In some areas, the 

Township may consider designs that include a multi-use path on one side of 
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the road, and a sidewalk on the other to reduce potential conflict between 

cyclists and pedestrians. 

• Local roads: Sidewalks are desired on both sides of the road, but at 

minimum should be provided on one side of the road where constrained, 

with a minimum clearance width of 1.8 metres. 

The Transportation Association of Canada (TAC) Geometric Design Guide for 

Canadian Roads and upcoming AODA guidance recommends a minimum 

sidewalk clearance width of 1.8 metres, which accommodates two people using 

assistive mobility devices to pass each other comfortably and better support a 

broader range of users.  

Sidewalks with a clearance width of 2 meters or more can provide additional 

space for two people walking together while communicating in sign language, 

allowing them to discuss their route of travel, or for a person walking with a 

guide animal to walk with another pedestrian. 

6.2.4 Accessibility and Equity 

The following principles should be implemented to support a safe, accessible, 

and equitable pedestrian environment: 

• Universal Accessibility: Ensure that all sidewalks are designed and 

constructed to meet or exceed the Accessibility for Ontarians with 

Disabilities Act (AODA) standards. 

• Design for All ages and abilities: The principles of AAA facilities should be 

applied to the design of the sidewalk network. This includes designing for a 

safe and comfortable sidewalks and crossings, that provide consistent, 

adequate lighting, and are well maintained. 

• Network Continuity: A well-connected sidewalk network is essential for 

enabling safe, direct, and convenient pedestrian travel throughout the 

community. Gaps and discontinuities in the sidewalk network should be 

closed to improve network accessibility and continuity. This is particularly 

important in areas with high pedestrian demand and near key destinations, 

like schools, commercial centres, and community centres. 

• Equity: Sidewalk improvements should be prioritized in underserved and 

equity-deserving communities, ensuring that all residents have access to 

safe and reliable pedestrian infrastructure. 
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6.2.5 Accessibility Features 

TACTILE WALKING SURFACE INDICATORS (TWSIS) 

Complexity in pedestrian facilities should be minimized, by providing straight 

and direct paths of travel where possible. However, road crossings, 

intersections, and active transportation facilities can create additional 

complexity. Additional guidance can be provided by installing attention tactile 

walking surface indicators (TWSIs) and directional TWSIs. 

• Attention TWSIs provide a tactile warning that a pedestrian is entering an 

area with a potential conflict, such as crossing the roadway or crossing an 

active transportation facility. Attention TWSIs are typically designed as 

metal plates with raised domes. 

• Directional TWSIs provide directional tactile guidance at complex 

intersections, such as where the intersection is skewed or in other complex 

environments. Directional TWSIs are typically designed as small metal plates 

with raised lines in the direction of travel, as seen in Figure 6.1. 

 

 

Figure 6.1: An example of directional TWSIs, Ottawa 

TACTILE DELINEATION 

Where sidewalks are next to a dedicated active transportation facility, such as a 

cycle track, tactile delineation is recommended between the facilities such that 

pedestrians with low vision may be aware of the transition to avoid errantly 

traveling into the active transportation facility.  
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Guidelines on tactile delineation are changing throughout Ontario, but best 

practices are moving towards providing a half-height curb, with a minimum 

height of 50 millimeters to be cane-detectable. Examples are showing in Figure 

6.2 and Figure 6.3. Increasing the separation between cycle tracks and the 

sidewalk with a grass strip or plantings can also provide tactile guidance.  

 

Figure 6.2: Example of a bevelled curb between a cycle track and sidewalk, Toronto 

 

Figure 6.3: Example of a half-height curb between a cycle track and sidewalk. A grassy 
buffer separates the cycle track for motor vehicle lanes, Ottawa. 
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The summary of recommended policies for sidewalks is provided in Table 6.2. 

Table 6.2: Recommended Sidewalk Policies 

Policy 
Statement 

Policy Objectives 

Prioritize 
completing 
sidewalk gaps 

Sidewalk gaps should be filled to ensure network connectivity 
and accessibility. Priority should be given to: 

• Areas within 1.6 km of elementary schools, 3.2 km of high 
schools, and in areas with low vehicle ownership, such as near 
retirement homes, long-term care facilities, and low-income 
housing. 

• Near key destinations, including parks, commercial centres, 
and healthcare facilities.  

Alternative pedestrian facilities, such as quiet streets or 
protected on-road multi-use paths, should be provided where 
sidewalk construction is not feasible. 

New sidewalks 
and sidewalk 
retrofits 

When new roads are built or roads are reconstructed, sidewalks 
should be constructed as follows: 

• Arterial roads: Both sides of the road, minimum 2.0 m wide.  

• Collector roads: Both sides of the road, minimum 1.8 m wide 

• For Arterial and Collector roads, in some areas, a multi-use 
path on one side of the road, and a sidewalk on the other may 
be considered to reduce potential conflict between cyclists 
and pedestrians. 

• Local roads: Preferably both sides; at minimum, one side in 
constrained areas, minimum 1.8 m wide 

• Downtown/Main streets: Both sides of the road, minimum 2.5 
m wide or more to support high pedestrian volumes 

Provide 
Accessible 
Sidewalks  

Update standards to provide: 

• A minimum sidewalk width of 1.8 meters on all roads to allow 
for two people using wheelchairs/mobility devices to pass 
each other.  

• Sidewalk widths of 2 m or wider in areas close to key 
destinations and with high pedestrian traffic. 

Provide 
Accessible 
Sidewalk 
Surfaces 

Improve accessibility by replacing or rehabilitating existing 
sidewalks that are deteriorating and in tandem with capital 
works and road rehabilitation projects. 
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Provide Tactile 
Features and 
Separation 

Update standards to provide a bevelled curb at a minimum height of 50 mm to be 

cane detectable (half-height curb) when sidewalks are immediately adjacent to in-

boulevard dedicated active transportation facilities. 

Install attention tactile walking surface indicators (TWSIs) at crossings of dedicated 

cycling facilities. 

Provide directional tactile guidance at complex intersections or in other complex 

environments. 

 

6.3 Amenities Policy  

Supporting active transportation uptake goes beyond simply building physical infrastructure and 

increasing the supply of All Ages and Abilities facilities. A culture of active transportation must 

be fostered, encouraging people to take up and feel comfortable using active transportation as a 

transportation mode. The implementation of supportive amenities at key locations along an 

active transportation network is an integral component of demonstrating the Township’s 

commitment to provide active transportation infrastructure that is safe, accessible, and 

comfortable for all users. 

A key aspect of supportive amenities falls under Transportation Demand Management (TDM) 

measures. These are strategies aimed at reducing congestion and promoting sustainable 

transportation by influencing how, when, and where people travel and can be used to 

incentivize a shift to an AT-friendly culture. There are a variety of TDM measures the Township 

can use, including employer incentives, promotional initiatives, education, and end-of-trip 

facilities and various measures to influence who, when, why, where, and how of people's travel 

decisions.  

 

What We Heard 

There was strong support among participants for enhancing active transportation amenities. In 

particular, additional washrooms, secure bike parking, and benches/rest areas were frequently 

mentioned as essential to encouraging active travel and improving user experience.  
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6.3.1 Active Transportation Network Amenities 

Network amenities are essential elements integrated into an active transportation network to 

create a functional, attractive, and user-friendly network. They enhance user convenience, 

comfort, and safety for users, generally improving overall user experience. 

Strategically placed network amenities can improve network navigation, encourage users to 

spend more time on the network, and overall attract more people to choose active 

transportation options. Their placement throughout the network is important to ensure they 

are easily accessible to users.  

AMENITY TYPES 

The following is a summary of recommended amenities. Guidance on appropriate spacing and 

placement across the network is provided in the next section. It is important to ensure that all 

amenities are located in areas accessible to Township staff responsible for their maintenance. 

Public bicycle parking: Bicycle parking should be provided at hubs and key destinations as short-

term bicycle racks. Refer to Section 6.3.3 for more information on bike parking. 

    
Figure 6.4: Examples of bike parking in Elora and Fergus 

E-device parking (such as e-bikes): E-devices are generally allowed and can be accommodated 

where conventional bicycles can park. E-bikes that fall outside of the Highway Traffic Act 

definition of ‘power-assisted’ bicycle must park on the street like motorcycles do. In some cities 

such as the City of Calgary, e-scooters are permitted to park in the furniture zone in line with 

bicycle racks. These areas are usually designated with paint and parking symbols. 
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Potable water: Potable water can be a simple hose bib / tap or a bottle fill station. Automatic 

water filling stations are recommended over drinking fountains based on sanitary protocol. 

Furthermore, local businesses could be encouraged to enroll in programs to improve access to 

potable water while helping to promote businesses to residents and visitors.  

Washrooms: Washrooms can be portable or permanent structures. Providing gender neutral 

washrooms with floor to ceiling stall coverage is recommended to allow for all users to feel 

comfortable. 

 

Figure 6.5: Potable water refill station, Elora, and public washrooms, Fergus 

Rest and Refuge Area: Formal bench seating or seating areas that include elements like tables 

are preferred, especially within settlement areas and in areas where accessibility is of greater 

need. Providing a variety of seating options, such as picnic tables, concrete platforms, circular 

seating arrangements, lounge/recliner chairs, etc., meets different needs of users. Examples of 

creative seating options are shown in Figure 6.6. In areas with a lower density of destinations, 

providing less formal seating options is possible. Using natural material, such as flat-topped 

stones or grass seating areas with trees for shade.  

Providing a concrete pad directly adjacent to a bench is crucial to allow for mobility device users 

to sit beside the bench and or use the bench if it is accessible. In this scenario, no arm rest 

should be provided to allow transferring to and from a mobility device to the bench. 
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Figure 6.6: Examples of a variety of seating types and resting areas 
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Wayfinding: Wayfinding can be incorporated throughout the network to offer navigation 

guidance to users. Refer to the Wayfinding Strategy in Chapter 7 for more information. 

Waste and Recycling Bins: The type of containers provided can range from standard barrel bins 

to more innovate models with restricted lids and sensors to indicate when emptying is required. 

Typically provided at the start of infrastructure and rest stops. At least 1 m of space should be 

provided both horizontally and laterally from the bin to allow for standing room. Both bins 

should be placed in periphery to and facing the route, mounted on hard surfaces that are cane-

detectable and on visually contrasting material. They should only be placed in areas where 

Township staff that are responsible for emptying them can access them. 

Climate protection: Climate protection can include shared shelters and tree planting, which 

should both be outside of the lateral clearance area of an active transportation facility. 

   

Figure 6.7: Examples of climate protection shelters with seating 

Lighting: Lighting should be provided throughout the network as it offers a level of safety and 

comfort to minimize potential hazards due to obscured visibility. Appropriate illumination levels 

for cycling and pedestrian facilities are based on the level of pedestrian or cyclist activity as 

outlined by TAC Guide for Design of Roadway Lighting (2006) and OTM Book 18 guidance on 

amenities such as lighting. 

If a path is not going to be entirely lit, then only the entrances, exits, and intersections should 

be lit. If possible, signage should be present indicating if a route is or isn’t fully lit in areas with 

low volume and out of sight lines (such as trails through parks, rural areas, back streets etc.) 
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Bicycle repair stands: Bicycle repair stands commonly include tools for conducting basic 

maintenance and minor repairs, such as fixing a flat tire. Key elements to consider include:  

• Allowing for the bike to be hung for ease of use 

• Using durable construction and providing weather protection 

• Securely attaching tools and air pump to prevent theft 

 

    

Figure 6.8: Examples of lighting along a path and bike repair station 

Public Art: Public Art makes public spaces more vibrant and inviting. It can reflect the 

surrounding area and reference places of historical and cultural heritage significance. Public art 

can exist in a wide variety of forms. For instance, furniture at minor and major hubs, such as 

benches, wayfinding, and shelters can provide opportunities for public art. Public art should not 

compromise functionality or safety of the active transportation infrastructure.  

Interpretive signs/displays: These signs provide specific information about points of ecological, 

historical and general interest, designed to help visitors understand and appreciate the 

significance of a site. They should be located at cultural heritage destinations. 

Micromobility charging stations: Standard charging outlets are appropriate for e-bikes, e-

scooters and compatible mobility devices. Adequate, even and smooth space should be 

provided adjacent to the outlets to allow for at least two devices to charge at the same time. 

Mobility device charging station: Public mobility device charging stations can charge specific 

devices such as mobility scooters and powered wheelchairs. These charging stations differ from 



CHAPTER 6  
 
 

Chapter 6: Policies & Strategies | 125 

CENTRE WELLINGTON ACTIVE TRANSPORTATION AND MOBILITY PLAN 

 

standard outlets that can charge micromobility devices such as e-bikes. Adequate, even and 

smooth space should be provided adjacent to the outlets to allow for at least two devices to 

charge at the same time. 

 

    

Figure 6.9: Examples of interpretive displays and mobility device charging station 

6.3.2 Amenity Placement 

Throughout the active transportation network, there will be three general locations in which 

amenities should be placed: along routes, at minor hubs, and at major hubs. 

MAJOR HUBS 

Amenities should be strategically located at existing municipal facilities where servicing is 

provided for potable water and charging or where servicing could be provided. Major hub’s 

locations should include parks, major trail heads, community centres, schools and Township 

offices. Efforts should be made to establish independent major hubs or in partnership with 

Wellington County in downtown Elora and Fergus if these amenities cannot be provided at a 

Township-owned facility. 
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Potential major amenity hub locations where amenities should be prioritized include: 

• Township of Centre Wellington Municipal Building (1 Macdonald Square), Elora 

• Bissell Park, Elora 

• Hoffer Park, Elora 

• Wellington County Library Fergus Branch, Fergus 

• Centre Wellington Community Sportsplex, Fergus 

• Groves Memorial Community Hospital and County Campus Lands, Fergus 

• Maple Park, Belwood 

• Veterans Park, Salem 

MINOR HUBS 

These are small scale nodes features amenities designed to provide support to people using 

active transportation, as seen in Figure 6.10. Amenities should be located at or as close as 

possible to where two Spine Routes meet, as they are excellent locations for amenities due to 

higher volumes of active transportation users. To not interfere with ideal sightline zones, minor 

hubs should be kept along the edge of the intersection. 

 

Figure 6.10: Example of a Minor Amenity Hub with wayfinding, seating, and waste receptacles in 
Charlottetown, PEI 
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ALONG ROUTES 

Amenities should be placed along all routes within the active transportation network, such as 

Local, Connector, Spine Routes. As outlined above, the presence of amenities is mainly along 

connector and spine routes and with local routes being considered in contextual cases. 

In high-volume pedestrian areas and in areas where high numbers of people with disabilities 

and mobility challenges are present, rest areas, lighting, and climate protection are 

recommended at a spacing of 30 m. Dedicated mobility device charging stations are 

recommended at popular rest areas. 

Table 6.3 presents the minimum recommended amenities and additional amenities to consider 

at each location. 

Table 6.3: Recommended Amenities Placement 

Amenity Major Hubs Minor Hubs Along Routes 

Bike Parking (short-term) • •  

Bike Parking (long-term) •   

Wayfinding • • • 

Washrooms and potable 
water  •  

 

Waste and recycling bins • •  

Rest Areas  • • • 

Lighting • • • 
Climate protection • • • 
Bicycle repair stands  •  

 

Public Art •   
Interpretive signs/displays •   
Dedicated Mobility Device 
charging stations • •  
Micromobility Device 
charging stations •   

• = Minimum recommended 

 = Additional amenities to consider  
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6.3.3 Bicycle Parking 

Bike parking is a critical component of a successful active transportation network because it 

directly supports the usability, security, and appeal of cycling as a mode of transportation. The 

Township is considering opportunities to support and potentially regulate bicycle parking more 

formally. Bicycle parking consists of two categories based on user types: 

Short-term: Short term bike parking should be an easy and in convenient location for visitors to 

secure their bicycle, typically near building entrance. Users of short-term parking are usually 

people visiting businesses and institutions, typically lasting up to two hours. Short-term bicycle 

parking spaces should have a horizontal orientation on the ground. 

Long-term: Long term bike parking should be a secure and sheltered place to store a bicycle. 

Users of long-term parking often value security and weather protection as their bicycles can be 

left for several hours or more. t is usually located within residential or commercial buildings and 

should be easy to access for cyclists.  

BICYCLE PARKING TYPES AND PLACEMENT 

Public bicycle parking should be located within 20 m of the destination it is intended to serve. 

Preferred types of short-term bicycle parking include inverted-U racks and post & ring racks, as 

shown in Figure 6.11. Areas with high demand for bicycle parking may benefit from bicycle 

corrals, which can be installed and removed seasonally. In all cases, public bicycle parking 

should accommodate a variety of bicycle types and allow for the locking of the frame and at 

least one wheel with a U-lock. Refer to the Association of Pedestrian and Bicycle Professional’s 

Essentials of Bike Parking Guide for additional guidelines for bicycle parking. 

Common types of parking include a dedicated room within a building, secure enclosures within 

a parking garage, and bike lockers. Long-term bicycle parking within multi-storey buildings 

should be located on the ground floor or as close to the ground floor as possible. All new 

higher-density developments must include provisions for long-term bicycle parking, with 

specific implementation approach to be determined by municipal staff using available planning 

tools—such as zoning regulations, the Community Planning Permit System (CPPS), or other 

applicable regulatory frameworks. 

Long-term bicycle parking spaces may be horizontal, vertical, or stacked, examples of which are 

shown in Figure 6.12. However, at least 50 percent of spaces should be horizontal on the 

ground to be accessible by those who cannot lift a bicycle to vertical or upper-level stacked 

racks. 
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Figure 6.11: Examples of Short-term bike parking, including post & ring racks (top left), sheltered bike 
parking (top right), bike corrals (bottom left), and inverted-U racks (bottom right) 

   

Figure 6.12:  Example of long-term bike parking, including stacked bicycle parking (left) and bike lockers 
(right) 
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Quick Win 

The Township should seek to install temporary bike corrals in high-demand areas for the 

summer and fall, immediately after the approval of the ATMP. It is recommended that one be 

installed in downtown Elora and downtown Fergus near key tourist destinations by reallocating 

one vehicle space for temporary bike corrals in each location. 

The appropriate number and type of bicycle parking spaces can vary depending on the 

surrounding land use, such as residential, commercial, institutional, or recreational, each of 

which may generate different levels of bicycle traffic. Typically, minimum bicycle parking 

requirements are based on the gross floor area (GFA) of a building use. In mixed-use buildings, 

the total requirement is calculated by applying the appropriate rate to each use and summing 

the results. These suggested rates are summarized in Table 6.4. 

Table 6.4: Typical Bicycle Parking Rates 

Building Use Bicycle Parking Rate 

Multi-residential uses • 0.1 short-term spaces per unit  

• 0.7 – 0.8 long-term spaces per unit 

Commercial Uses • 2.0 short-term spaces per 1,000m2 (GFA) 

• 1.0– 2.0 long-term spaces per 1,000m2 (GFA) 

Office Uses • 1.0 – 2.0 short-term spaces per 1,000m2 (GFA) 

• 1.0– 2.0 long-term spaces per 1,000m2 (GFA) 

Industrial Uses • 0.5 – 1.0 long-term spaces per 1,000 m2 (GFA) 

Institutional Uses • 1.0 – 1.5 short-term spaces per 1,000m2 (GFA) 

• 1.0– 1.5 long-term spaces per 1,000m2 (GFA) 

Elementary/ 
Secondary Schools 

• 0.6 – 1.0 short-term spaces per 1,000m2 (GFA) 

• 0.6 – 1.0 long-term spaces per 1,000m2 (GFA) 

Notes:  

1 Areas are calculated as Gross Floor Area (GFA), as defined in the Zoning By-law: “The total area of all floors above finished grade measured 

between the outside surfaces of exterior walls or between the exterior surfaces of all exterior walls and the centreline of a firewall located on a 

common property line, but shall not include a crawl space, attic, garage, porch or any area used for parking.” 
2 Best practices based on rates from the Town of Ajax, City of Mississauga, City of Ottawa, and City of Toronto. 

 

As the Township considers regulate bicycle parking more formally, it may be beneficial to 

consider that at least 5% of long-term bicycle parking spaces be designed to accommodate 

larger or accessible bicycles, such as cargo bikes, adaptive bicycles, or tricycles (including e-

bikes). These spaces should ideally be horizontal, ground-level, and measure at least 1.5 m wide 

by 2.4 m long. 
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6.3.4 End of Trip Facilities 

End-of-trip facilities—such as showers, lockers, change rooms, repair stations, and bicycle 

cleaning stations— provide greater convenience and comfort for active transportation users at 

their destinations. These are typically considered where five or more long-term bicycle parking 

spaces are provided. In particular, showers and changerooms may be most relevant in buildings 

with non-residential uses, are typically required when non-residential uses are present in a 

building while repair and cleaning stations could be encouraged for any development meeting 

the long-term parking threshold. 
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6.4 Maintenance Strategy 

Maintenance is a critical component of a 

high-quality active transportation network. 

While safe infrastructure is essential, it must 

also be well-maintained to remain usable 

and reliable for all users. These targets are 

based on both the frequency of maintenance 

activities and measurable criteria that 

indicate when infrastructure is in disrepair. 

Maintenance frequency can be aligned with 

the classification of active transportation 

route.  

The frequency and types of maintenance for 

a route is often referred to as the 

maintenance level of service. A route with a 

high maintenance level of service will be 

maintained more frequently than routes with 

lower maintenance levels of service. Due to 

the different types of maintenance activities 

that are required seasonally, the 

maintenance targets for non-winter and 

winter maintenance activities are discussed 

separately. 

What We Heard 

Maintenance of facilities was as a key 

concern for the community, highlighting the 

need for improved upkeep to enhance the 

usability and accessibility of the network, 

particularly along sidewalks and trails. 

The Ontario Minimum Maintenance 

Standards (MMS) set targets for sidewalks 

and some cycling facilities provincially. The 

targets set in the MMS focus on cycling 

facilities that are located on the roadway, 

such as bike lanes and separated bike lanes.  

In-boulevard cycling facilities, such as cycle 

tracks, are a gap in the MMS. This 

maintenance strategy sets targets for 

consideration for in-boulevard facilities and 

enhanced targets for sidewalks and on-road 

bike lanes to improve the quality and 

accessibility of these facilities. 

Enhanced maintenance targets come with 

increased costs for maintenance operations 

and maintenance equipment. Additional 

costs in the Township’s budget should be 

expected with both the increased total 

length of active transportation facilities and 

the enhanced maintenance targets for 

usability. Estimates for the cost to maintain 

active transportation facilities should be 

developed for approval by Council.  
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6.4.1 Non-Winter Maintenance Targets  

Non-winter maintenance activities include clearing debris from cycling facilities, repairs of 

sidewalks and cycling facilities, and maintaining surfaces of trails. These facility types can vary 

based on surface types, context, and maintenance required for each. The recommended 

maintenance targets are divided based on the different contexts for these facilities in Table 6.5 

and Table 6.6. 

Table 6.5: Maintenance Targets for Sidewalks, Cycle Tracks, In-Boulevard Multi-use Paths, and Paved 
Multi-use Trails 

Activity Service Level Criteria 

Patrol/Inspection Twice annually (spring and mid-summer). 

Sweeping Scheduled sweeping particularly in Spring and Fall or during major 
construction activities; deploy resources outside of scheduled sweeping as 
soon as practicable after becoming aware of debris. 

Surface Discontinuities 1 cm within 21 days after acquiring knowledge of the discontinuity. 

Signage and Pavement 
Markings 

Refreshed as needed 

Cracking Greater than 1.5 cm wide and 1 cm deep. 

Potholes 2 cm deep within 4 days after acquiring knowledge of the pothole. 

Surface Drop-off at 
Shoulders 

Deeper than 8 cm. 

Vegetation 
Management 

Routine mowing including daylight triangles at intersections; annual 
trimming of bike path trees. 

 

Table 6.6: Maintenance Targets for Granular Multi-use Trails 

Activity Service Level Criteria 

Patrol/Inspection Twice annually (spring and mid-summer). 

Mowing Lateral 
Clearance Zone 

Mowing grass in park and meadow settings bi-weekly 

Patching and Grading Provided for granular surface trails once every 2 years, including 25 – 50 
mm top up of screening, infill of potholes, light compaction 

Apply and Compact 
Skim Coat 

Applied to granular surface trails once every 5 years, includes 50 mm skim 
coat of stone dust screening 
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BEST PRACTICES FOR ACCESSIBILITY 

The recommended levels of service above represent 

enhanced levels compared to current targets in the 

Ontario MMS, but do not meet the best practices for 

accessibility. Accessibility best practices set targets for 

the vertical differences for surface discontinuities (such 

as cracks and level differences at sidewalk expansion 

joints) to be less than ¼ inch and the horizontal 

difference (crack or gap width) to be less than ½ inch.  

The Township should strive to achieve these best 

practices as much as possible so sidewalks and in-

boulevard multi-use paths, which are often used by 

wheelchair or mobility scooter users, are as accessible 

and comfortable as possible. These best practices 

should be prioritized where there may be high use by 

people with mobility challenges, such as near senior’s 

homes and medical facilities. 

 
Figure 6.13: Sidewalk in Elora 

6.4.2 Winter Maintenance Targets 

Winter maintenance will be an important 

consideration to budget for as the active 

transportation network expands. Proper 

winter maintenance is essential to ensure 

that active transportation remains practical 

year-round, but investment in resources and 

staff is required to achieve this. Winter 

maintenance targets to consider are 

presented in Tables 6.7 and 6.8. 

These should be targets to strive for, but 

extreme snowfall and weather events may 

extend timelines for snow clearing and ice 

treatment. In some cases, maintaining a 

compacted snow base on certain trails may 

be more appropriate than full snow 

removal.  

The Trestle Bridge Trail, serving as the 

primary spine trail, is intended to provide a 

paved, year-round active transportation 

connection between Elora and Fergus. 

What We Heard 

Through listening sessions, we heard from 

community members who rely on walking, 

cycling, and rolling for transportation year-

round. The importance of winter 

maintenance was highlighted to help meet 

community mobility needs, including 

seniors, youth, and people without access 

to a motor vehicle. 
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Other trails, particularly those that are 

unpaved and have a natural surface, may be 

better suited for winter recreational 

activities. Guidelines for grooming trails for 

cross-country skiing, snowshoeing, and 

other winter uses are provided in Table 6.8. 

Within urban areas, it is recommended that 

groomed trails should not be used by 

motorized snow vehicles; however, in rural 

areas, the use of recreational motorized 

snow vehicles may be considered where 

appropriate. 

 

Table 6.7: Recommended Service Levels for Winter Maintenance for Sidewalks, Paved Trails and On-Road 
or In-Boulevard Facilities 

Activity Spine Routes Connector Routes 

Snow Clearing Maintain within 8 hours Maintain within 24 hours 

Ice Treatment Treat within 3 hours or by 7 am and by 
3pm on a weekday 

Treat within 8 hours 

Ice Prevention Proactive anti-icing approach applied 
within 8 hours prior to a storm event 

Proactive anti-icing approach applied 
within 24 hours prior to a storm event 

 

Table 6.8: Recommended Service Levels for Winter Treatment for Unpaved/Natural Trails 

Activity Criteria 

Preparing snow base Minimum of 10 cm 

Grooming After snowfalls of 5 cm or more, or at minimum once a week before 
weekend 

Grooming after rainfall Minimum of 12 hours after rainfall, or once freezing temperatures return, 
whichever is longer 

APPROACHES TO WINTER MAINTENANCE 

When planning an active transportation network, it may not be practical to maintain all facilities 

throughout the winter. Some routes may not yet be fully integrated into the broader network or 

may not provide direct access to key destinations. In such cases, maintaining these facilities 

year-round may not represent the most effective use of resources or budget.  

The proposed active transportation routes may not form a fully connected network until the 

medium- to long-term phases of implementation, as shown in Chapter 5. The Township should 

assess network connectivity to prioritize winter maintenance in areas with the highest 

likelihood of active transportation use, as well as in neighbourhoods with higher concentrations 
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of historically underserved populations. In the short term, this will likely focus on sidewalks and 

cycling facilities near downtown areas, such as the cycle tracks on St. David Street. Facilities that 

are on the urban fringes may be lower priority for maintenance in the short-term, such as the 

multi-use paths on Dickson Drive or Gerrie Road. 

Where facilities are not maintained year-round, the Township should install clear signage 

indicating that these routes are closed for the winter season. Additionally, an annual notice 

should be issued prior to the onset of winter, outlining which routes will not receive winter 

maintenance and identifying those included in the winter-maintained priority network 

 

 

COST CONSIDERATIONS FOR WINTER MAINTENANCE 

The costs to providing the recommended service levels for winter maintenance should be 

considered and budgeted for in future budgets as the network is built out. The recommended 

service levels will require additional labour, material, and equipment costs to be budgeted for to 

provide a usable year-round active transportation network that provides equitable 

transportation options for all in the community.  

The cost comparisons following current winter maintenance practices and recommended winter 

maintenance practices are shown in Table 6.9 and Table 6.10. 
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Table 6.9: Cost considerations for business-as-usual winter maintenance (snow clearing within 48 hours) 

 Phase   Connector 
Length (km)  

 Connector Annual 
Operating Cost  

 Spine Length 
(km)  

 Spine Annual 
Operating Cost  

 Annual 
Operating Cost  

Cumulative Annual 
Operating Cost 

 Existing   11.4   -     41.4   -     -     -    

 Short   4.4  $ 8,800   39.8  $ 79,560   $ 88,360  $ 88,360  

 Medium   5.9   $ 11,760   32.5  $ 64,980  $ 76,740  $ 165,100  

 Long   -     -     2.6  $ 5,160  $ 5,160  $ 170,260  

 

Table 6.10: Cost considerations for recommended maintenance level of service for winter maintenance 

Move Phase 
 Connector 
Length (km)  

 Connector 
Annual Operating 

Cost  

 Spine Length 
(km)  

 Spine Annual 
Operating Cost  

 Annual 
Operating Cost  

Cumulative Annual 
Operating Cost 

 Existing  11.4 $ 22,840  41.4  $ 414,000   $ 436,840   $ 436,840  

 Short  4.4  $ 17,600  39.78  $ 477,360   $ 494,960   $ 931,800  

 Medium  5.9  $ 23,520  32.49  $ 389,880  $ 413,400   $ 1,345,200  

 Long    -    2.58  $ 30,960   $ 30,960   $ 1,376,160  
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6.5 New Development & Infill 

Secondary plans, new development areas, 

and infill sites should proactively integrate 

active transportation facilities into the street 

network to support safe, accessible, and 

convenient active travel for people of all ages 

and abilities.  

What We Heard 

Residents view new development areas as 

key opportunities to proactively design 

walkable and bike-friendly neighbourhoods 

with strong active transportation 

connections, helping to prevent the creation 

of isolated communities.  

DIRECT ROUTES 

Secondary plans, new development areas, 

and infill sites are required to integrate in 

their designs active transportation routes 

that provide direct connections to key 

destinations such as schools, shops, services, 

parks, and employment areas. These routes 

should also link seamlessly with the broader 

active transportation network. Directness 

improves convenience and travel time, 

making walking, cycling, or rolling more 

appealing for everyday trips. Where a trail 

exists adjacent to a new development area, it 

is required that active transportation 

connections be provided to ensure safe and 

convenient access between the development 

and the trail network. 

SITE PERMEABILITY 

Future planning of new developments and 

infill sites should ensure a high degree of 

permeability to support ease of movement 

for pedestrians, cyclists, and users of mobility 

devices. High permeability ensures that 

people can move easily and directly through 

neighbourhoods, whether they are walking, 

cycling, or using mobility aids. It is essential 

for encouraging active travel and supporting 

accessibility and inclusivity. 

To achieve this, secondary plans and new 

developments should be designed with a 

fine-grained network of streets with short 

blocks, paths, and open spaces, as 

represented in Figure 6.14. This includes 

incorporating pedestrian and cyclist-only 

pathway cut-throughs that allow pedestrians 

and cyclists to bypass longer routes, such as 

through parks or between buildings. These 

linkages should be safe, comfortable, and 

accessible year-round.  

Low-stress local streets with reduced traffic 

speeds should also be leveraged to provide 

safe and comfortable connections. 

Importantly, permeability should extend 

beyond the development’s boundaries to 

connect with adjacent neighbourhoods, 

schools, parks, and other community assets. 
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FACILITIES AND AMENITIES 

Within these developments, all new collector 

and arterial roads should incorporate 

separated or protected active transportation 

facilities to provide safe and comfortable 

travel for pedestrians and cyclists. All new 

higher-density developments must also 

include provisions for long-term bicycle 

parking. The specific implementation 

approach can be determined by municipal 

staff using available planning tools, such as 

zoning regulations, the Community Planning 

Permit System (CPPS), or other applicable 

regulatory frameworks, to ensure flexibility 

and context-sensitive application.

 

 

Figure 6.14: Representing permeability of a site through pathways between buildings and open spaces 
like parks 
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FUTURE CONSIDERATIONS FOR ELECTRIC MICROMOBILITY 

Electric micromobility is gaining traction as a practical 

solution for first- and last-mile travel. These devices, 

such as e-bikes and e-scooters, are lightweight, typically 

single-person vehicles powered by an electric motor. 

They are designed for short- to medium-distance travel 

and offer a flexible, low-emission alternative to car 

trips, particularly in urban and suburban settings.   

However, integrating these devices into existing transportation networks presents challenges. 

On shared roadways, riders may feel unsafe due to high traffic volumes and speeds. On the 

other hand, mixing micromobility devices with pedestrians on sidewalks or narrow trails can 

raise safety and accessibility concerns. Therefore, careful planning and clear regulations are 

needed to support their integration into the mobility network. 

In Ontario, electric kick-style scooters (e-scooters) are currently permitted under a provincial 

pilot program running until November 27, 2029. This program allows municipalities to opt in 

and regulate e-scooter use locally. The pilot outlines specific requirements, including maximum 

speed and weight limits, minimum rider age, and helmet use. E-bikes, while regulated 

separately under the Highway Traffic Act, are also subject to municipal bylaws that determine 

where they can operate, particularly on sidewalks and trails. 

Although Centre Wellington has not opted into the provincial e-scooter pilot, the growing 

popularity of e-scooters and e-bikes suggests that the Township should begin planning for their 

future integration through bylaws and policies that regulate their use. 

Regulations in Other Ontario Jurisdictions 

Ontario municipalities of various sizes have adopted different approaches to managing e-

scooter and e-bike use: 

• Town of Collingwood: Allows e-scooters and pedal-assist e-bikes on select roads and trails to 

improve access to recreational areas. 

• Town of Huntsville: Prohibits e-scooter and e-bike use on specific sidewalks in the urban 

centre and within municipal parks. 

• Region of Waterloo: Integrates e-scooters into its broader micromobility strategy. Use is 

permitted on roads with speed limits under 50 km/h, bike lanes, in-boulevard multi-use 

paths, and select paved recreational trails. Sidewalk use is prohibited. 

• City of London: Permits e-scooters on roads and bike lanes, with restrictions on sidewalks. 

• Ottawa and Windsor: Operate shared e-scooter programs in partnership with private 

companies, using geofencing to manage use and parking.



 
 

 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Chapter 7: Wayfinding Strategy 
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Wayfinding refers to the process by which individuals orient themselves in a physical 

environment and navigate from one place to another. An effective wayfinding system provides 

residents and visitors with clear, easy-to-understand information, enabling a logical and intuitive 

experience as they explore local areas, services, and attractions. Well-designed signage 

enhances the sense of welcome, supports tourism, and improves access to key destinations. It 

also promotes the safe and inclusive use of active transportation networks—benefiting people 

of all ages, abilities, and cultural backgrounds. 

In Centre Wellington, effective wayfinding is essential as people travel through the community 

using various modes of transportation and entering from different entry points. For those using 

trails and active transportation routes, clear guidance is needed on how to navigate the 

infrastructure, where to go, and how to interact with others. 

This wayfinding strategy will: 

• Highlight priority routes for active transportation users 

• Help both residents and visitors navigate the Township efficiently 

• Direct people to amenities and points of interest 

• Encourage more people to choose active transportation over driving 
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7.1.1 Wayfinding Hierarchy 

Not all wayfinding is equal. A structured system of signage and information helps people 

navigate spaces efficiently by providing different types of guidance at different levels. Active 

transportation routes and trails that incorporate a variety of wayfinding elements can support 

network users by providing them the right information at the right time and place, building 

greater confidence using the active transportation network.  

Wayfinding is divided into four processes: 

 

 

Orientation: 
Understanding 

where you are in 
relation to where 
you want to be. 

 

Route Decision: 
Deciding how best 

to get to the 
destination point. 

 

Route Monitoring: 
Ensuring you are 
on the right path 
throughout the 

route. 

 

Destination 
Recognition: 

Knowing when you 
have reached your 

destination.

These processes are supported by a coordinated system of signage—often referred to as a 

“family of signs”—that incorporates consistent wayfinding features. These signs help attract 

users to new routes by providing useful information such as route/trail length, slope, surface 

type, exit points, and nearby destinations. 

SIGNAGE TYPES 

Signage can be categorized into distinct types, each serving a specific role that supports the four 

core wayfinding processes. The types of signage to be incorporated along active transportation 

network includes:  

Directional signs should be used throughout the 

network at regular intervals of uninterrupted 

segments and at pathway intersections. Directional 

signs provide users with reassurance that they are 

following the designated route. They include: 

• Turn signs, which indicate where a route turns 

from one street onto another street.  

• Confirmation signs, which identify the current 

route of travel, reinforce direction of travel after a 

turn, and are repeated regularly to indicate to 

users that they are on a designated route. Figure 7.1: Directional Signage in Centre 
Wellington 
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Distance markers placed incrementally along a route can enhance the user’s experience if they 

are using the route for exercise. Frequent and accurate markers can also help in the case of an 

emergency, especially if they are recorded with a GPS device and incorporated into a digital 

mapping format. 

Trailhead signs identify the primary trail access point. They may also include warnings about 

poisonous plants, information about the trail’s ecology and how to minimize environmental 

impact, a directory of key destinations, and a point of contact for trail maintenance issues. 

Interpretive or informational signs can be used in combination with directional signs or on their 

own to educate users of points of interest along the route, such as natural and cultural heritage 

features. These signs provide specific educational information about points of ecological, 

historical and general interest, as well as current land uses along the corridor depending on the 

interpretive program and complexity of information to be communicated. 

7.1.2 Signage Design and Templates 

TEMPLATES 

Signage templates have been created to assist the municipality in establishing a consistent 

visual “style” for all signs. Each type of sign includes specific content, referred to as the 

“message block” in the diagrams below. When designing signage, it is essential to ensure that 

the text size, font style, and layout are clear, easy to read, and accessible so that users can 

quickly understand the information being presented. 

Final wayfinding signage designs should be consistent across the Township, County, and the 

Grand River Conservation Authority (GRCA). These partners should be engaged in the final 

design and coordination of wayfinding to ensure the signage is consistent across the Township. 

On-Road Route Signage  

Directional signage is typically deployed in modular sets of three per decision point: directional, 

turn, and confirmation signs. 

On-Road Directional Signage: These on-road directional signs are designed for both the 

pedestrian and cyclists. The signs are smaller in scale and can accommodate three destinations 

on one panel. They are located along the active transportation network and may be installed as 

standalone structures or mounted on existing poles, walls, or other vertical surfaces. 

Below are three layout options are shown, featuring variations in branding, icon usage, and the 

inclusion of distance or time-to-destination information.  
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Figure 7.2: On-Road Directional Signage Templates 

 

 

Turn Signs: Turn signs indicate upcoming changes in direction along a route and are placed at 

decision points. These signs may feature an arrow and icon pointing in the direction of the turn. 

For more complex intersections, a fingerboard-style sign can be used, displaying both 

destination names and directional icons.  

 

Figure 7.3: Turn Sign Templates 
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Confirmation Signs: Confirmation Signs are placed after the turn sign to reassure users that 

they are on the correct route to reach their intended destination. These supplemental signs are 

especially useful when located in areas with long distances between amenities or attractions, 

providing confidence to users navigating the network. Sign size and layout may vary depending 

on the information presented. 

 

Figure 7.4: Confirmation Sign Template 

Off-Road Trail Signage 

Trail Sign: Trail signs mark access (entry) points to trails that are not designated as major or 

minor trailheads. These signs help users assess their ability to complete the trail by providing 

key information such as difficulty level, length, slope, and surface material. All content is 

tailored to the specific trail or route. 

 
Figure 7.5: Trail Sign Template 



CHAPTER 7  
 

Chapter 7: Wayfinding | 147 

CENTRE WELLINGTON ACTIVE TRANSPORTATION AND MOBILITY PLAN 

 
Trail Decision Point Marker: These markers provide essential information such as distance, trail 

rules and etiquette, nearby destinations, and a segment map. Their purpose is to provide a 

simple visual message to users that they are travelling on the designated trail network. Decision 

point markers should be located at trail intersections and at regular intervals along long, 

uninterrupted sections of trail. 

Where the trail network must use an on-street, connecting link, clear signage should direct 

users to the next off-street pathway. This includes directional markers and a compact map board 

(e.g., 60 cm x 60 cm) illustrating the location where the off-road trail picks back up or the next 

available off-street segment. Including the distance to the next exit (e.g., “Next exit in ## km”) is 

especially helpful for disabled and vulnerable users. 

Trails that are not part of the network, such as trails which have been closed, cultural, informal, 

and/or unsanctioned trails should be signed to indicate they are not official trails and are not 

maintained.  

   

Figure 7.6: Trail Decision Point Marker Template 
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Trail Distance Marker: Trail markers, placed at regular intervals, enhance the trail experience by 

helping users track their progress. They are especially valued by fitness enthusiasts and can be 

critical in emergencies if integrated with GPS and digital mapping systems.  

 

Figure 7.7: Trail Distance Marker Template 

 

Major Trailhead/Kiosk: Typically located at key destinations and major network junctions, these 

provide an overview of the trail network and are intended to facilitate community-wide 

exploration. They serve both functional and branding purposes, therefore, the physical aesthetic 

attributes of the sign are equally as important as the function. Individual components of the 

sign often include: 

• A full trail network map 

• Trail etiquette and regulatory information 

• Promotional content linked to the municipal website 

Large-format hub signs may also include advertising space to promote local services and offset 

signage costs. This not only provides information about local services that may be of interest to 

trail users, but it helps to offset the cost of signs and trails. Advertising or sponsor information 

can be integrated into the sign face, back, or referenced via a web interface (e.g., “Check Out 

Our Trail Sponsor”).  
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Minor Trailhead: Minor trailhead signs are typically used to identify the start of a trail, mark 

alternative access points, and focus on a specific trail segment rather than the entire network. 

These signs are typically placed at minor trail network access points. Individual components of 

the sign often include: 

• A zoomed-in trail map 

• Interpretive and destination-specific information 

• Regulatory information, including trail etiquette and safety guidelines 

Minor trailheads help set the tone for the trail experience and are placed at secondary access 

points within the network. 

 

Figure 7.8: Trail Head Sign Template 

 

  



CHAPTER 7  
 

Chapter 7: Wayfinding | 150 

CENTRE WELLINGTON ACTIVE TRANSPORTATION AND MOBILITY PLAN 

 
7.1.3 Placement and Siting 

Wayfinding signage should be strategically located along active transportation routes to support 

intuitive navigation. Key locations include route corridors, trailheads, intersections, and both 

minor and major destination hubs. The following best practices outline placement and siting 

standards for both on-road and off-road environments.  

ON-ROAD STANDARDS 

These standards apply to signage installed along on-road cycling routes and multi-use pathways 
within the public right-of-way (ROW). 

 

Table 7.1: Sign Placement Guidelines Along On-Road Cycling and Multi-Use Within ROW 

Sign Type Placement Guidelines 

Directional Signs • Typically installed 15-30m in advance of intersection. 

• Destinations to be included on the sign should be organized per progressive 
disclosure principles: 

- Primary destination (downtown districts, main parks, E-C Trail): listed 5-
10km in advance 

- Secondary destination (high schools, community parks): listed 2km in 
advance 

Tertiary destinations (neighbourhood parks, elementary school, community 
centre, local trail, etc.): listed 1km in advance 

Turn Signs Typically located at intersections, positioned outside the 9-metre traffic sight 
triangle to maintain visibility and safety. 

Confirmation 
Signs 

• Typically placed on route no more than 150m downstream of major 
intersection/ trail crossing. 

• Along rural and/or remote routes, signs should be placed at a minimum of 
every 20-30km.  

Along urban and/or built-up routes, signs should be placed at a minimum of 
every 400 – 1000m.  
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CLEARANCE GUIDELINES 

Urban Street + Active Transportation Route 

 
Figure 7.9: Urban Street & AT Route Signage Placement. Min. 600mm edge of sign to edge of curb. Min. 

2400mm vertical clearance to bottom of sign 

Rural Street + Active Transportation Route 

 

Figure 7.10: Rural Street & AT Route Signage Placement. Min. 1800mm from edge of sign to edge of 
roadway or shoulder. Minimum 2100mm vertical clearance from bottom of sign. 
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OFF-ROAD STANDARDS 

These standards apply to signage along off-road trails and pathways, including access points 
from on-road networks.  

Table 7.2: Sign Placement Guidelines for Off-Road 

 

Sign Type Placement Guidelines 

Directional Sign/ 
Trail Decision Point 
Marker 

• Typically placed 5-10m before trailhead access intersection. 

• Typically placed 5-10m before a trail-to-trail intersection. 

• Typically placed 5-10m approaching trail crossing. 

• If there is road access, place sign 5-10m from trail access at the road as it 
must be visible from roadway. If there is a road ahead, place sign 15-20m 
in advance of road ahead, keeping 9m traffic site triangle clear. 

Confirmation Sign/ 
Trail Marker 

• Typically placed 20-30m after trailhead access (on-road to off-road) 
intersection. 

• Typically placed 20-30m after a trail-to-trail intersection. 

• Along a trail, signs should be placed at a minimum of 1km. Note: a trail 
marker can also act as a confirmation sign however ensure trail branding 
is used (if trail has a symbol or specific name) to confirm correct trail, 
every 5-10km.  

Kiosk 
(Major/Minor) 

• Typically placed at trail-to-trail intersections. 

• Typically included at major and/or minor trailheads.  

• Typically placed every 4km along a multi-use pathway (asphalt surface/ 
high traffic trail) including trail name, etiquette/ trail rules, and area 
map. Interpretive information (i.e.: heritage, cultural significance) could 
also be included. 

Warning Signs • Place 25m from hazard if grade is 2% or less. 

• Place 40m from hazard if grade is greater than 2%.  

Regulatory Signs • Install at appropriate locations on the trail and/or active transportation 
route to inform users to all usage regulations and associated risks. These 
signs are typically placed around access point parking lots.  

• Note: these can be incorporated into major or minor trailheads, and/or 
information kiosk.  

• Speed limit, stop or yield signs are typically placed on/at multi-use trails, 
route intersections, and crossings. 

 


