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Agenda – Standing Policy Committee on Infrastructure Renewal and Public Works –  

May 30, 2017 

 

 

REPORTS 

 

Item No. 8 Downtown Grid of Adjustable Protected Bike Lanes 

 

WINNIPEG PUBLIC SERVICE RECOMMENDATION: 

 

That this report be received as information. 
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Agenda – Standing Policy Committee on Infrastructure Renewal and Public Works –  

May 30, 2017 

 

 

DECISION MAKING HISTORY: 

 

STANDING COMMITTEE RECOMMENDATION: 

 

On April 13, 2017, the Standing Policy Committee on Infrastructure Renewal and Public Works 

granted an extension of time of up to 90 days for the Winnipeg Public Service to report back on 

the matter. 

 

On November 29, 2016, the Standing Policy Committee on Infrastructure Renewal and Public 

Works moved the following motion: 

 

WHEREAS Council adopted the Pedestrian and Cycling Strategy in 2015; 

 

AND WHEREAS it would be good to learn more information about whether or not the concept 

of the downtown grid of adjustable bike lanes could fit within the goals and objectives of this 

adopted strategy. 

 

THEREFORE BE IT RESOLVED THAT the Winnipeg Public Service be directed to report 

back to the Standing Policy Committee on Infrastructure Renewal and Public Works within 120 

days on the following: 

 

1. Provide preliminary research and study on the concept of a downtown grid of adjustable 

bike lanes to ensure it fits within the goals and objectives of the adopted Pedestrian and 

Cycling Strategy. 
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ADMINISTRATIVE REPORT 
 

Title: Downtown Grid of Adjustable Protected Bike Lanes 

 
Critical Path: Standing Policy Committee on Infrastructure Renewal and Public Works 

AUTHORIZATION 

 

 

EXECUTIVE SUMMARY 

 
On July 15 2015, Council approved a Downtown ―grid‖ as part of the Pedestrian and Cycling 
Strategies (PCS). Adjustable methods for the deployment of protected bike lanes are being 
considered as an implementation method at some locations, subject to verification through 
study and public engagement. A number of Downtown protected bike lanes are progressing 
towards implementation. Progress on the high priority downtown network is being balanced with 
other priorities in the PCS. 

RECOMMENDATIONS 

 
That this report be received as information. 
 

REASON FOR THE REPORT 

 
On November 29, 2016, the Standing Policy Committee on Infrastructure Renewal and Public 
Works directed the Winnipeg Public Service to report back within 120 days on the following:  
 

1. Provide preliminary research and study on the concept of a downtown grid of 
adjustable bike lanes to ensure it fits within the goals and objectives of the adopted 
Pedestrian and Cycling Strategies (PCS).  

 

IMPLICATIONS OF THE RECOMMENDATIONS 

 
There are no implications to the recommendation. 
  

Author Department Head CFO CAO 

L. Escobar, P. Eng, P.T.O.E. L.P. Deane, P. Eng. n/a D. McNeil 
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HISTORY/DISCUSSION 

 
The Pedestrian and Cycling Strategies (PCS) were adopted by Council on July 15, 2015. While 
the PCS do not specifically reference ―adjustable‖ bike facilities, it does discuss the use of 
materials and products that can be used for the implementation of a protected bike facility. The 
use of adjustable methods to establish a protected bike facility has been used in a number of 
jurisdictions, including most recently Edmonton and Calgary (see Appendix 1: Case Studies — 
Adjustable Bike Lanes).   
 
―Adjustable‖ bike lanes are not a type of facility, but rather a deployment method of a protected 
bike facility. This being the case, adjustable methods for the implementation of a protected bike 
facility fits within the goals and objectives of the PCS. 
 
Adjustable facilities are an economical Capital investment method to establish new protected 
bike facilities or to upgrade existing painted bike lanes to protected bike lanes. However, public 
engagement and input are key components of the PCS. As outlined in the PCS, ―many of the 
initiatives in the Strategies require more detailed input and technical work‖ and consultation with 
partners and with neighbourhoods is an important part of the process for implementing the 
priorities in the PCS (p. xii).  
 
In addition to being compatible with adjustable deployment methods, the PCS also has 
identified a ―grid‖ for the Downtown, which is shown in Figure 1 below. This grid is part of a 
complete city-wide cycling network of various facility types (Appendix 3: Existing and Proposed 
Bicycle Network).   
 

 
Figure 1 - Downtown Existing and Proposed Bike Grid 

The Implementation Plan in the PCS includes ―Quick Wins‖ (p. 312), which identify a number of 
high priority actions and network improvements to be under-taken in the short-term. The list of 
actions includes: ―Develop a downtown separated bicycle lane network, including conducting a 
detailed study of the Downtown separated bicycle lane network.‖  
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The current implementation strategy for developing the downtown bike network includes adding 
permanent infrastructure to proposed routes when the road requires rehabilitation or 
reconstruction or through allocation of budget from the Pedestrian and Cycling Program in the 
Capital Budget.  
 
Prior to construction, projects require functional, preliminary and detailed designs studies and 
each component identifies the requirements of stakeholder and public engagement in the study 
process. A summary of planned facilities is listed in the Appendix 2. Approximately 10km of 
facilities are being planned in the Downtown within the next 5-7 years (see Appendix 5: Existing 
and Planned Facilities—5-7 years). 
 
The Winnipeg Public Service is currently studying a number of bike facilities in the Downtown 
with consideration to adjustable methods for the establishment of these facilities is part of the 
studies (see Appendix 2: Facilities Planned and Proposed in Downtown). As part of those 
studies, the Winnipeg Public Service has included the viability of using adjustable methods for 
the establishment of protected facilities. The purpose of the study is to obtain sufficient 
information to evaluate the best way to deploy a protected bike lane. The information would 
allow the Winnipeg Public Service to recommend the implementation of a protected bike facility 
ahead of time through adjustable methods, or wait to deploy that facility as part of a 
reconstruction or other Capital project. 
 
While the use of adjustable methods is a mechanism for implementing protected bike lanes in 
the Downtown area is an efficient and cost effective manner, there is still a need for the 
implementation of various other initiatives as directed by the PCS and for verification of those 
implementations through proper studies and meaningful public engagements.  
 

The Winnipeg Public Service balances many priorities when planning the implementation of the 
key directions and actions outlined in the PCS. The Winnipeg Public Service presents an annual 
list of recommended pedestrian and cycling projects in the Pedestrian and Cyling Action Plan, 
as directed by the PCS.  

There are many implementation directions and actions in the PCS that influence the selection of 
projects and studies recommended in the Pedestrian and Cycling Action Plan including:   
(p. 174)  
 

 Develop a complete, connected and dense bicycle network throughout the City;  

 Continue to expand the off-street pathway network;  

 Support the extension of the City’s bicycle network to surrounding communities;  

 Develop a spine network to provide high quality connections to Downtown from each 
area of the city;  

 Ensure that bicycle requirements be addressed in all new and renewal road projects that 
are part of the bicycle network or where the road provides connectivity or support to the 
bicycle network; and,  

 Pursue bicycle network improvements that establish access to major destinations 
throughout the City.  

While Downtown protected bike lanes are a high priority in the PCS, there are other 
components of the PCS that are also high priority and focusing only on the Downtown protected 
bike lanes will undermine the balanced direction provided in the PCS to implement a successful 
cycling network in the City that fosters cycling as a viable transportation.  
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FINANCIAL IMPACT 

Financial Impact Statement Date:  April 5, 2017

Project Name:

COMMENTS:

"Original signed by J. Ruby, CPA, CA"

J. Ruby, CPA, CA

Manager of Finance & Administration

Downtown Grid of Adjustable Protected Bike Lanes

There is no financial impact associated with the recommendation this report. 

 
 

CONSULTATION 

 
This Report has been prepared in consultation with:   
 

OURWINNIPEG POLICY ALIGNMENT 

 
01-1 City Building – Connect and Expand our Sustainable Transportation and 

Infrastructure Networks. Ensuring mobility for people of all ages and abilities with active 
transportation options.  

 

SUBMITTED BY 

 
Department: Public Works 
Division: Transportation 
Prepared by: Stephanie Whitehouse, Active Transportation Coordinator 
  Luis Escobar, Transportation Manager 
Date:  March 28, 2017 
File No:  
 
Attachments / Appendices:  
 Case Studies 

Facilities Planned and Proposed in Downtown  
Map 1 Existing and Proposed Bicycle Network 

  Map 2 Bicycle Network Priorities 

  Map 3 Existing and Planned Facilities – 5-7 Years 
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APPENDIX 1: CASE STUDIES  

 

Case Studies - Adjustable bike lanes 

An ―adjustable bike lane‖ may make use of devices such as concrete curbs and bollards to 
establish a protected bike lane as noted in Page 146 of the Pedestrian and Cycling Strategies. 
The components of an adjustable bike lane are movable/adjustable and are not permanently 
affixed or incorporated into the road pavement. Planters, pavement markings, traffic signals and 
signage are also examples of devices used as part of an adjustable bike lane. This method for 
protecting the cyclist can be potentially a cost-effective and efficient means to establish 
separated cycling facilities on a road without necessitating extensive road works. It also allows 
for refinements and ―tweaks‖ based on usage and ongoing public input. Several cities in Canada 
including Edmonton and Calgary are utilizing this deployment method to prototype or facilitate 
the installation of new protected cycling facilities. 
 
Pilot projects using adjustable bike lanes in other cities 
 
Calgary: 6.5km of adjustable bike lanes 

In April of 2014, Calgary’s Mayor and City Council directed the Transportation Department to 
pilot a 6.5 km network of protected adjustable bike lanes on three routes in the downtown. The 
6.5 km network is located on three streets at a cost of $5.75 million. The bike lanes are 
separated from traffic by concrete curbs and plastic bollards. The network opened in June 2015 
with the intention of being studied for 18 months to gather data and public feedback. Between 
April 10, 2015 and November 1, 2016 the project received 2,032 service requests via 311 and 
over 100 adjustments were made (including parking and loading changes, signal timing, 
address issues at conflict points and improving connectivity). The study of these facilities has 
found that the inbound peak period bicycle mode split increased from 1.9% to 3%, bicycle trips 
in and out of the downtown increased by 40% and a telephone survey found that two-thirds of 
Calgarian’s support the downtown network and over 1.2 million bicycle trips were recorded on 
three counters located in the middle of the network. On December 19, 2016, Calgary City 
Council voted to make the adjustable network permanent.  
 
Edmonton: 7.1km of adjustable bike lanes 
On October 11, 2016, Edmonton City Council voted unanimously to build a 7.1 km network of 
separated bike lanes using adjustable structure in the downtown by the summer of 2017. The 
estimated cost of the facility is $7.5 million. The proposed protected bike lanes will be separated 
from vehicular traffic by concrete curbs, plastic bollards and planter boxes. The network is 
planned to include five streets in the downtown.  
 
  



 

8 

APPENDIX 2: FACILITIES PLANNED AND PROPOSED IN DOWNTOWN 

 
Current Downtown Network Projects 
The following list of projects are currently planned for construction in the Downtown core in the 
next five to seven years through Capital Budget project funding and/or anticipated additional 
funding sources [see Appendices, map 3: Existing and Planned Facilities—5-7 years]: 

 
Garry Street – Assiniboine Avenue to Notre Dame Avenue / Princess Street to Notre 
Dame Avenue 
Length: approx. 1.5km 
The ―Downtown Protected Bike Lane System (Fort/Garry Preliminary Neighbourhood 
Consultation)‖ project was adopted in the 2015 Pedestrian and Cycling Action Plan. Extensive 
stakeholder and public engagement was undertaken as part of this process, which is considered 
an example study for developing protected bicycle facilities within the downtown core. This 
network upgrade, from painted bike lane to protected bicycle lanes, is planned to start 
construction in 2017. Required work includes watermain renewals, utility renewals, signals 
renewals and street renewal. Construction was approved in the 2017 Capital Budget as part of 
the Regional Street Renewal projects [see: 2017 Capital Budget 2-5]. Construction of the  
Garry Street/Notre Dame Avenue facility, which will be a permanent bi-direction bike facility, is 
considered a pilot for future network routes on Hargrave Street and/or Carlton Street. Ongoing 
public engagement and monitoring is planned for the facility once it is constructed. Anticipated 
completion date is 2018/2019. 
 
McDermot/Bannatyne Avenue from Sherbrook Street to Waterfront Drive 
Length: approx. 4.6km 

A McDermot/Bannatyne Avenue Bike Facility Upgrade Study (aka: West Alexander to East 
Exchange Corridor Study) was adopted by Council in the 2016 Pedestrian and Cycling Action 
Plan. This project will look at options for upgrading the existing painted bike lanes on Bannatyne 
Avenue and McDermot Avenues to protected lanes. It will improve connectivity to the Exchange 
District, Downtown, Health Sciences Centre, University of Manitoba Bannatyne Campus and 
neighbourhoods surrounding Sherbrook Street. 

Given the length of these streets and the anticipated magnitude of costs for permanent 
implementation, it is anticipated that permanent bike facility upgrades would have to be 
implemented in conjunction with local street renewal programs over the course of several 

construction seasons.  

The West Alexander to East Exchange Corridor Study includes the study and design of 
adjustable protected bike lanes that could be implemented in the short term. Within the scope of 
this project are connections on Hargrave Street and Carlton Street from McDermot/Bannatyne 
Avenue to Portage Avenue. This adjustable infrastructure would allow for on-going monitoring 
and public feedback of protected bike lanes that would inform the design of the permanent 

infrastructure to be constructed at the time of future street renewals.  

The class 5 estimate for construction of a permanent protected bike lane and road renewal is 
$15 million. Estimated class 5 cost for an adjustable facility estimated at $4 million. The City has 
applied for funding for this project through the Public Transit Infrastructure Fund with the 
Federal Government.  If awarded, the construction of an adjustable bike facility would have a 
completion date of 2018. The announcement for funding will be in April 2017. Construction of a 

permanent facility in 2020 is subject to the completion of a final design and additional funding.  



 

9 

Carlton Street & Hargrave Street from McDermot/Bannatyne Avenues to Portage Avenue 
Length: approx. 1.3km 
An adjustable facility is being studied and designed for Carlton Street and Hargrave Street from 
McDermot/Bannatyne Avenue to Portage Avenue as part of West Alexander to East Exchange 

Corridor Study.  

Princess Avenue 
Length: approx. 400m 

A Mill & Fill Preservation work is planned on Princess Street from William Avenue to Donald 
Street for 2017/2018, subject to Council approval.  As part of this project, a protected bicycle 
lane is proposed to be installed on Princess Avenue from William Avenue to Notre Dame 
Avenue, which will connect to the Garry Street/Notre Dame Avenue facility.  

Arthur Street from Notre Dame Avenue to McDermot Avenue 
Length: approx. 150m  

This one block segment on Arthur Street will provide a counter flow connection, closing a gap 
from the Garry Street/Notre Dame Avenue protected bicycle lane to the future McDermot 

Avenue route. Construction is projected for 2018, subject to Council approval.  

Memorial Boulevard from Broadway to St Mary Avenue 
Length: approx. 375m. 

Road Reconstruction of Memorial Boulevard is projected in the Capital Budget for 2019, subject 
to Council approval. The Road is on Provincial land. The City will discuss the opportunity for a 
protected facility to be added to this corridor. A bicycle corridor study will need to be undertaken 

in advance of construction. This route is not currently identified in the PCS.  

St. Mary Avenue from Memorial Avenue to Portage Avenue  
Length: approx. 350m 

St. Mary Avenue from Colony Street to Portage Avenue is projected for road rehab in 2020, 
subjust to Council approval. Design of protected bike lanes will be included in the consultant 

assignment for this project once it is confirmed and approved by Council.  

Future Downtown Network Considerations 
 
St. Mary Avenue from Fort Street to Memorial Boulevard 
Length: approx. 900m 
St. Mary Avenue has a painted bicycle lane from Fort Street to Memorial Boulevard. This route 
is identified for an upgrade to a protected bike lane.  This route has not yet been studied to 
determine issues and opportunities for upgrading the bike lanes. Currently the painted lane is 
located between the street parking and the lanes of traffic. This route is a potential candidate for 
an adjustable facility.  
 
Carlton Street & Hargrave Street from Assiniboine Avenue to Portage Avenue 
Length: approx. 1-2km 

Substantial new development and construction is planned on Carlton Street south of Portage 
Avenue in the next few years. With parking restrictions and lane closures in effect during this 
time, upgrading the painted bicycle facilities would be challenging until construction is complete. 
This will also provide for adequate time for the Garry Street bi-directional facility to be monitored 
to confirm whether or not this facility type is successful and for consideration on Hargrave Street 
or Carlton Street.  
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Cumberland Avenue from Notre Dame Avenue to Donald Street 
Length of facility: approx. 1.3km  
Priority of a west east movement is currently focused on upgrading McDermot/Bannatyne 
Avenue  as part of the downtown core grid network. Cumberland Avenue protected bike lane 
will be considered as part of a road renewal project or will be a future project in the Pedestrian 
and Cycling Program of the Capital Budget, subject to Council approval.    
 
Qu’ Appelle Avenue from Balmoral Street to Hargrave Street 
Length: approx. 500m 
Priority of a west east movement is currently focused on upgrading McDermot/Bannatyne 
Avenue as part of the downtown core grid network. Qu’Appelle Avenue protected bike lane will 
be considered as part of a road renewal project or will be a future project in the Pedestrian and 
Cycling Program of the Capital Budget, subject to Council approval. 
 
Balmoral/Isabel Street from St. Mary Avenue to Alexander Avenue 
Length: approx. 1.8km 

Priority of a north/south movement is currently focused on upgrading Sherbrook Avenue and 
Maryland Avenue as well as Garry Street as part of the downtown grid network. 
Balmoral/Isabel Street protected bike lane will be considered as part of a road renewal project 
or will be a future project in the Pedestrian and Cycling Program of the Capital Budget, subject 
to Council approval.   
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APPENDIX 3: EXISTING AND PROPOSED BICYCLE NETWORK  
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APPENDIX 4:  BICYCLE NETWORK PRIORITIES 
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APPENDIX 5:  EXISTING AND PLANNED FACILITIES – 5-7 YEARS 

 


