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Traffic Control Policies and Procedures Manual

Introduction
This manual is a comprehensive set of rules, regulations, guidelines and
procedures for traffic control operations performed by employees of Direct
Traffic Management I n c . It is to be used in conjunction with the current
version of Direct Traffic Management’s Safety Policies, the Occupational
Health and Safety Act (OHSA) and the latest version of Book 7 of the
Ontario Traffic Manual. This manual will be reviewed annually by the Joint
Health & Safety Committee (JHSC) and updated as needed to reflect
new policies of Direct Traffic Management and revisions to rules and
regulations set forth in the OHSA manual. In the event that there is a
discrepancy, the most stringent set of rules will apply and the manual is to
be updated to reflect this.
While the manual is to be referred to in the performance of the work,
there will periodically arise a situation or event not covered by the manual.
In such a case, a plan of action should be created in the spirit of
cooperation between the crew(s) and supervisory staff and management
with the safety of all those concerned the most important outcome. After
further review, this new action may become an amendment to the
manual.
This manual will reflect the dedication to excellence and safety Direct
Traffic Management Inc. aspires to in creating a safe work place on the
roadways within Ontario. This manual is to be made available to all
employees at all times. This manual was created to streamline the work
practices on the road and ensure that the safety and well-being of Direct
Traffic Management I n c . employees is the primary concern.
Traffic control is, by nature, an exercise in both conflict and risk
management. Awareness and due diligence will ultimately decrease the
element of risk inherent in the operation. The following phrases illustrate
this credo.

(i)

“Safety is the First Priority”– this cannot be stressed enough.
Taking the appropriate time to perform different tasks will, in all
cases, result in the work being carried out safely for Direct Traffic
Management I n c . crews, the customer’s crews and the traveling
public. A highway is not the place to lose respect for the
environment the crews must work in. Rash decisions will not be
tolerated and will inevitably jeopardize the safety of others.

“Take the time required to do every job safely”
(ii)

“TRAFFIC CONTROL MUST BE PLANNED” – planning at all
levels can reduce the need for reactive, hasty actions. This
includes management organizing and booking jobs and crews,
and the organization of the crews to ensure a proper plan of
attack and knowledge of the work to be performed.

(iii)

“Be Consistent” – properly setting up effective traffic control each
time will result in the correct driver response. Motorists driving
through construction zones will react better to something that they
have already seen and experienced before. Setting things up
properly every time ensures that the end result is a safer work
zone.

It is everyone’s responsibility to maintain a knowledge of and respect for
the policies and procedures set out in this manual. The manual is not only
based on governing laws (i.e. OHSA) and published official documents
(i.e. OTM Book 7), but the experience of crews and management at Direct
Traffic Management Inc.
Direct Traffic Management I n c . has built a reputation for excellence in
traffic control due to hard work, dedication and the responsibility of its
employees. Direct Traffic Management Inc. has been on the leading edge
of technology and methodology with respect to traffic control. It is through
our performance during many diverse situations and the retention of that
knowledge gained that ensures that we stay on the leading edge.

Responsibilities in Traffic Control
Management will be responsible for booking and organizing the crews
and equipment to complete the jobs. This includes proper reconnaissance
and information gathering for the crews. The flow of information has to
start here. It will be management’s responsibility to ensure that the proper
equipment and crews are provided for each job. It is also management’s
responsibility to ensure that the job is done as per the manual.
Supervisors will ensure that all employees follow the rules and
guidelines of this manual, the OHSA and OTM Book 7. They will report to
management any incidents and follow up with disciplinary action as per
Direct Traffic Management Inc.’s policies. Supervisors will conduct
regular site inspections and communicate effectively to all employees.
Team Leaders are to be knowledgeable in this manual, the OHSA, OTM
Book 7, accident reporting and the procedures that need to be followed in
the event of an accident (as per Direct Traffic Management’s Safety
Policies). Team leaders will ensure that this manual is followed in each
and every job performed by Direct Traffic Management I n c . employees.
In instances where the manual is not followed, team leaders must take
immediate action to correct the deviation from the manual, and report to
their supervisor.
All Employees will endeavor to work in a safe and responsible manner.
Any safety hazards must be noted and reported to management so that
they may be corrected prior to the occurrence of an accident or injury.
While on job sites, all employees will wear the following Personal
Protective Equipment:
(i) C S A Approved Hard Hat
(ii) Retro-reflective Safety Vest (clothing)
(iii) CSA Approved Safety Footwear
(iv) Retro-reflective Arm / Leg Bands (night work)
(v) Eye protection when required on a specific project
All employees will act in a responsible manner following the above noted
legislation as well as any other that pertain to personal conduct and job
safety. This includes, but is not limited to, the Highway Traffic Act (i.e. the
use of seatbelts).
New workers are to be given orientation on the manual and all other
relevant documents pertaining to the work to be performed, hazards
involved with the work, and personal protective equipment. New workers
will be trained in basic traffic control procedures and equipment in the
field by a competent worker. Their progress is to be constantly monitored
by supervisory staff and their status will be upgraded as they progress.
Safety is everyone’s business. Any deviation from the correct and safe
path shall be dealt with according to Direct Traffic Management Inc.’s
disciplinary policies – including possible immediate termination of
employment. Changes are possible and necessary for growth, but only
on the terms set out above.

There has to be a flow of information from all levels in
Direct Traffic Management Inc. in order for all of us to
perform our jobs safely.
Consistency increases safety. A driver who approaches a work area that
is similar to one they have recently travelled through will react with the same
action. If the closure is different, they may not know how to react to the
traffic control measures set up. Providing consistent closures on different
work locations will illicit similar and consistent responses from drivers. This
is one goal of traffic control and increases the safety of all parties involved;
workers and drivers.

Definitions
Following are the procedures that Direct Traffic Management I n c . has set
out as the guidelines for work to be performed. References shall be made
to particular diagrams from OTM Book 7 of the Ontario Traffic Manual. At
night, TC-54s should be used. TC-51s may be used during the daytime
operations and are to be 28” in height with a reflective collar.
The right shoulder will be referred to as the “shoulder”; the left shoulder
will be referred to as the “median”. Lanes are to be counted from the
centre of the road out, lane 1 always being the left most through lane.
LTL will refer to the left turn lane and, likewise, RTL will be the right turn
lane.
All distances are in metric. Truck-mounted attenuators, crash trucks,
bumper trucks and cushion trucks will be referred to as TMAs. Sign retroreflectivity is to be as prescribed by local or provincial laws.
Truck Mounted Attenuators (TMA) TMA’s are to be used in conjunction
with traffic control during the set-up and takedown of traffic control
measures on freeways. A TMA is a truck with a minimum mass of 6800kg
and a maximum mass of 12000kg, as specified in OTM Book 7 with a
crash attenuator mounted to the rear of the truck as well as a flashing TC12 that can be operated from the cab of the truck. It functions to protect
not only the drivers of errant vehicles entering the work zone, but the
workers on the freeway. Generally speaking, the TMA driver is seated
higher than the traffic control crew and is able to see a larger picture of
the environment the crew is working in. It is the TMA driver’s responsibility
to alert the traffic control crew to a situation that could prove to be
dangerous to the crew.

Use of Buffer Vehicle (TMA)
Legislation:
Amendment to MTO General Conditions of the Contract, April
2010 – Special Provision No. 199S62M
“When a buffer vehicle is required, no work shall be undertaken until it is
in place. For clarity, this includes all construction and maintenance
activities including pavement marking, the placement, maintenance and
removal of traffic control devices such as delineation or signing as well
as the installation, maintenance and removal of temporary barrier
systems, regardless of the duration of the activity or the time of day or
night.”
Our Procedures:
Freeway Shoulder Closures – typically, there will not be a crew assisting
the TMA driver with the set-up of a shoulder closure. In these instances,
the TMA driver will still be required to set up the proper signing as per the
traffic control plan. The signing will be set up in front of the TMA with a
minimum LIDG distance from the front of the TMA to the sign. Where
possible, the signs should be set up away from the shoulder to allow
passage on the shoulder.
NOTE: In the case of a very short duration closure (for example, setting up
a TC-64), the TMA must remain LIDG upstream of the crew doing the work.
Freeway Lane Closures - For lane closures, all Advanced Notification
and Advanced Warning signs set up in advance of the closure must be
set up with the protection of a TMA.
For the set-up of the lane closure, the TMA will roll down the lane that is to
be closed. The TMA must remain far enough upstream of the crew that
the TMA can continue to roll and maintain a minimum LIDG gap between
it and the crew setting up the closure. The TMA will have the appropriate
arrow flashing and exposed to traffic on its TC-12. Once the crew has a
portion of the lane closed enough that the TMA can safely enter the
closure, the driver will do so, making sure that there is LIDG from the TMA
to the crew.

Recent developments in the industry have set new standards as to the
positioning of the TMA in order for it to be an effective safety tool. A TMA,
upon impact, will roll forward and the amount of roll will depend on the
speed and mass of the incoming vehicle. Since this is impossible to
predict, a standard has been set to allow for the higher percentage event
to occur. The testing has shown that the most likely vehicle to collide with
a TMA is a heavy vehicle and the standard was set to reflect this. The
TMA will follow on freeways with a normal, regulatory speed of 100 km/h
with a 70m gap. This space is called the Lateral Intrusion Deterrence Gap
(LIDG) and is measured from the front bumper of the TMA to the Work
Zone. The traffic control measures that are set up should allow for this
extra room. In the case where there is not enough room, or it creates an
unsafe closure, this distance can be shortened, but only after a supervisor
has been notified.

Turn-Arounds are maneuvers that enable crews to get back to the
beginning of a closure without traveling through the closure in an upstream
direction. A turn-around must also be completed to allow crossing from
one shoulder of the roadway to the other (i.e. from the shoulder to the
median) over a short distance. In freeway settings, this involves going to
the next interchange, exiting the freeway and back-tracking either in the
opposite direction on the freeway or taking an arterial roadway back to the
interchange upstream of where the crew wants to be at the closure. In
non-freeway settings this may involve performing a 3- point turn where
permissible by law or accessing a driveway to get upstream of the closure.
It is not allowable for crews to perform U-turns on the freeway unless the
owner of the facility or a supervisor grants permission.
Upstream refers to the direction against traffic, and downstream refers to
flowing with the traffic. EOP refers to the Edge of Pavement. This does
not mean the edge lines painted on the roadway, but the physical edge of
the pavement. SCL refers to a speed change lane and this could refer to
either an acceleration lane or a deceleration lane.
Longitudinal Buffer Area (LBA) is a length of “dead space” within the
closure downstream of the transition area and upstream of the
workspace. Material and equipment is not allowed to be stored in this
space. When a TMA is used, it will be parked at the downstream end of
the LBA and a Lateral Intrusion Deterrence Gap (LIDG) must be used.
The LIDG is the space from the front bumper of the TMA to the
workspace and must also be free and clear of material or equipment.
Both spaces are designed to allow a greater degree of worker safety by
creating a greater distance longitudinally from merging traffic. Table D of
this manual should be referred to for proper LIDG distance.
The length of time a closure is in place has been defined in OTM Book 7.
A Moving Operation (MO) is either moving or stopped for minimal
amount of time (10 minutes or less). A closure of Very Short Duration
(VSD) lasts less than 30 minutes, including setting up and removing the
proper traffic control measures. A closure of Short Duration (SD) lasts
from 30 minutes to 24 hours. Long Duration (LD) closures are 24 hours
or greater in time. In the initial set-up of the closure, the duration is the
expected length of time and if this changes throughout the closure, then its
designation is to be changed and appropriate changes made to the
closure. The appropriate table in OTM Book 7 according to time
designation is to be referred to for spacing and lengths. The only
exception to duration rules is freeway work, and this has its own table,
regardless of duration.

Areas of Temporary Traffic Control
Advance Warning Area – TC-1, TC-2, TC-64
Approach Area – TC-103, TC-9, Rb-1
Transition Area – Tapers
LBA – see definitions on page 8 of this manual
Work Area – storage or materials, equipment, actual workspace
Termination Area – shows traffic how to get back on the normal path.
Rolling Closure is a commonly misused term. For our purposes it will be
defined as a slowing of traffic in one or more lanes (in one direction) for
any distance. For a rolling closure one or more lanes of traffic will remain
open, and at no time will the operation come to a complete stop. Direct
Traffic Management I n c . crews will only take part in rolling closures on a
freeway if a police officer is present.
A Rolling Stop is the slowing of traffic in all lanes in one direction to
accomplish work requiring this type of stoppage. A rolling stop may or may
not come to a complete stop depending on the requirements of the work
being done and distances that are present. Direct Traffic Management Inc.
crews will not perform any rolling stops on a freeway, but will assist in the
performance of a rolling stop when performed with the use of a police
officer.
A Tunnel is a type of set up that reduces traffic into a single lane and
pushes them into an abrupt change of direction without any just cause.
Tunnels are often referred to by other terms such as “snake”, “diversion”,
“shift” or “switch”. Tunnels do not provide the positive guidance
required by OTM Book 7 for traffic control set ups. Tunnels should
not be used on any roadway, especially a freeway, unless they are the
only “reasonable” option and they must be approved by a supervisor
before using one. A tunnel set up as part of a “flip” should never be used
as a replacement for a “flip” of traffic. Building an exit to a freeway off
ramp would not be considered a tunnel as the driver expectation is being
met and the set up does provide positive guidance to the driver.
A Flip of traffic is the changing or switching of a traffic control set up from
one side of the roadway to the other. Flips are required for certain freeway
operations such as paving operations, loop installations and grinding
operations. These types of closures will require the use of a “rolling stop”
and will require a police officer to assist in the performance of that
operation. A flip is a very advanced traffic control action and should only
be performed by a crew with the experience and knowledge to carry it out
properly. Flips require a great deal of advanced planning and coordination
of all crew members to be make sure it is done safely and effectively.

Procedures
Hazard Assessment
All procedures need to be assessed according to their potential risk for
injury, illness or property damage. For the purpose of assessing risk,
the following definitions will be used:
High - The hazard could cause fatal or serious injury, illness and/or
damage, resulting in permanent or long term disability and/or
significant loss
Moderate - The hazard could cause moderate injury, illness and/or
property damage resulting in lost time
Minor - The hazard could cause minor injury or illness without lost time
or other loss

(Freeway and Non-Freeway) Installation /
Positioning of Signs Risk Assessment HIGH
Signs used for closures are to be set up in such a way that they do not
obstruct the view of other signs, or are an obstruction to motorists, or, in
the case of sidewalks, pedestrians. They must be set up as far away from
traffic as possible without losing their effectiveness. Where there is
shoulder/median, they are to be set up on the side of the shoulder furthest
away from traffic. If possible, just off to the side of the shoulder/median.
Where there is no shoulder/median, alternative placement of signs should
be sought specific to the job location.

Order to Open or Close Lane(s) Risk
Assessment - LOW
The crew member responsible for filling out the job daily work report must
indicate the person’s name and time spoken to about the closing or reopening of lanes. This means that communication must be made with
someone on the job prior to starting the job. As soon as the closure is set
up, a crew member is to contact the customer to ensure that the closure
provides adequate protection from traffic. At this point the crew member
should inform the supervisor of how much time is required to remove the
closure prior to the appointed time of opened lanes.
Reversing a Vehicle on the Job Site
Risk Assessment - HIGH
It is not recommended that a vehicle be reversed on a job site while there
are still workers present. In the event that this must be done, a signaler
should direct the driver and the driver should follow the instructions of the
signaler. When the work is finished inside the closure and the workers
have left the closure, a vehicle may back up through the work zone
provided the driver performs a visual inspection of where he/she is backing
up to prior to moving the vehicle. In the case of a TMA or a pick-up truck
that has a load obstructing the view of the driver, nobody is to be beside or
behind the truck and the vehicle is not to move until this condition is met.
It is recognized that backing a vehicle without the use of a signaler
contravenes the OHSA; however, this is a prescribed method of removing
a closure as per OTM Book 7. Establishing that the area behind the work
vehicles is clear is the best way to increase the safety of this type of
operation.

Documentation of the Closure
Risk Assessment - LOW
Closures are to be documented on the job work report. Generally, the
team leader completes the work report. The work report is to contain any
pertinent information regarding the job, including the closure type with
reference to the TL (Typical Layout) Drawings. If the closure is not a
typical type, then it should be noted and a diagram of the closure is to be
included with the work report. Work reports will include measurements,
placement of devices and signs and lane configuration. The supervisor
should be notified and told the reason for the deviation from the Traffic
Control Plan.

Maintaining the Closure
Risk Assessment - HIGH
While the closures are functioning, a drive through of the closure is to be
performed periodically to ensure the functionality of the signs and devices
used for the closure. A drive through also provides the crew a chance to
see the closure as the traveling public sees it, allowing them to make
changes as required. Communication must be maintained at all times with
the customer.

Transferring Traffic Control Equipment
Adjacent to traffic - Risk Assessment - HIGH
Not adjacent to traffic – Risk Assessment – LOW
When transferring traffic control equipment (signs, TC-54s or cones) from
one vehicle to another, the safest option and location should be utilized.
Both vehicles must be stopped and every attempt must be made to reduce
your exposure to live traffic if remaining in the work area. Many options
may be available. The safest, most reasonable one should be used to
maximize worker safety.

Closed Road Conduct
Risk Assessment - HIGH
When a road closure is in effect (including closed collector or express
lanes), certain rules must be followed while traversing the closure. Safety
lighting will be used at all times. Care will be taken to try and minimize
headlights shining into oncoming traffic as much as possible. Always
drive on the right side of the roadway, regardless of direction, and
maximum speed is 40 km/h. In the area of workers, speed will be
reduced to a walking pace and you may have to move from the right side
to move around the work area. In any case, as soon as possible, move
back to the right side before increasing speed.
Removal of the Closure
Risk Assessment - HIGH
Prior to removal of any closure the crew should discuss the removal
operation and formulate a plan. The crew must make sure that all other
persons and equipment have been removed from the area before
they can perform safe removal of the closure. If any person or piece
of equipment remains in an area that may affect the removal
procedure, the crew should not proceed until the customer has the
person or equipment removed. The crew must be given the appropriate
amount of time to remove the closure in a safe manner and proper
communication should be established before commencing with the
removal process.
(Note: In the winter, crews must ensure that the area is clear of snow and
ice before the closure is removed. This should be communicated to the
contractor well in advance.)

Shortening a Closure
Risk Assessment - HIGH
There may be times when it is required to shorten a closure. This can
happen in two ways. First would be to move the closure forward by
extending and then moving the transition area forward and second by
removing the end section of a longer closure or shortening back.

Please see below for the proper method of removal.
1) Extending and Shortening
This procedure requires an additional taper section or transition area to be
created forward of the section to be removed, creating a separate closure
and therefore allowing safe removal of the original transition. Be sure that
all persons, vehicles and equipment are clear before starting removal

2) Shortening Back
This procedure requires the crew to remove a length of closure, normally
when work is done against the flow of traffic and creates an area of
closure that is no longer required. This varies from the first scenario as this
remains an active work zone and therefore separation of the active zone
and the removal zone must be done first. This can easily be done by
placing delineators across the lane(s) perpendicular to the closure line
creating a “choke” so that no work vehicles enter that section while the
removal is being done. It is important to note that the customer must be
informed of this to ensure all site personnel are aware.

Other Safety Considerations / Best Practices
Working at a Safe Pace
Always work at a pace that you are comfortable with. Rushing the set-up
or removal of a closure will only lead to unnecessary incident or injury. You
should be sure to inform the customer how much time will be needed to
set up and remove a closure so that they can make sure to allow for that
time in their operations.
Never allow anyone to force you to rush your set up or removal of a closure.
Communication
Effective communication on site is the best way to make sure that all
parties understand what they will be doing and what is expected of them.
Good communication eliminates surprises and questions while performing
set-up and removal operations, and as a result increases the safety of
everyone on site. Always communicate with other crew members on site
as well as the customer to make sure that all situations are anticipated as
much as possible. It is easier to act rather than have to react.

Weather
Weather conditions will always play a factor in your decision process prior
to setting up traffic control. Adverse weather such as rain, snow, fog and
sun blindness are all issues that will affect the driver’s ability to act and
react to your traffic control measures. Traffic control should never be set
up in a situation where the driver’s ability to control their vehicle is
affected, or their visibility is reduced. If you are unsure about setting up in
certain weather conditions, call your supervisor and ask for advice or
assistance. Never allow anyone to pressure you to set up traffic control if
you do not feel it is safe to do so. In any case, where a customer
disagrees with your decision, you should immediately contact your
supervisor to assist you in resolving the problem. He may need to come
to site and see the conditions for himself. The “Weather Decision
Matrix” at the end of this manual should be used as a guideline along
with your experience and site conditions to come to a safe decision
regarding setting up in adverse weather conditions.
If the supervisor feels it may be safe enough to continue with a closure
set up, he may request the replacement of the crew with another crew.
The second crew will be made aware of the first crew’s decision not to
close due to weather conditions and they will be permitted to decide for
themselves whether it is safe enough to close. If this takes place a
worker member for the JHSC will be notified.
If any conflict with a customer should ever take place regarding weather
issues, immediately contact your supervisor to assist with a resolution.
Housekeeping
This issue is often overlooked with regards to traffic control, but
housekeeping is always an important issue. General tidiness and
cleanliness will always support a safer workplace. In the shop, on the rear
of the work truck or inside the cab of the truck itself, a clean area is less
likely to create a hazard to a worker. Damaged equipment on trucks must
be unloaded after a shift and shall be disposed of in the proper areas at
the yard or in the shop. It takes very little effort to keep things clean and
tidy, but makes a big difference.

Equipment Tag-Out
Any equipment other than TC-54s & TC-51s that become damaged to the
point that it is not safe for use must be identified and repaired. The
damaged piece of equipment must be marked in an obvious area using
yellow electrical tape, yellow bags or yellow caution tape. After being
marked it will be placed in the damaged equipment area for repair.
Damaged equipment sheets are located in this area and must be filled out
completely for each piece of equipment. Damaged TC-54s will be placed
in the appropriate area in the yard for disposal. Damaged TC-54s &
TC-51s do not have to be identified with the colour yellow. Yellow bags
and tape will be available in the damaged equipment area.
Incident Procedure
An incident, as defined by the IHSA, is an event that results in an injury,
property damage or material loss. The Occupation Health and Safety Act
does not define “incident”. When an incident occurs it must be reported to
the Team Leader on site immediately. If there is no Team Leader on that
job site, you must contact your Supervisor. A Supervisor must be
contacted for ALL incidents involving a vehicular accident or any personal
injury. When the Supervisor is contacted they will determine if the incident
needs to be investigated further. If the incident requires immediate and
further investigation a Supervisor will be dispatched to the scene equipped
with an Incident Investigation Kit. While waiting for the supervisor, the
Team Leader must first secure the scene and attend to injuries. After
securing the scene the Team Leader can begin collecting and recording
any information that pertains to the incident until the Supervisor arrives on
site.
For incidents involving minor property damage or equipment loss, an
incident report must be completed by the Team Leader responsible for the
job site. The Team Leader will fill out the incident report with all workers
that were involved as soon as possible. Any worker injury must be
reported to a Supervisor immediately.
All incidents will be reviewed by a supervisor within 24 hours and monthly
by the JHSC. The JHSC will review and make recommendations to
management. Any incidents involving a critical injury as defined in S.
51(1) of the OHSA will be reported to the employer, supervisor, JHSC and
the Ministry of Labour (MOL) immediately.
“Near Miss” Procedure
A near miss, as defined by the IHSA, is an event that could have resulted in
an injury, property damage or material loss at work. These events will be
recorded by an employee that recognizes them. Completed near miss
reports can be handed into the office and will be investigated immediately.
These forms will also be presented to the JHSC each month at the
scheduled meeting times.

Temporary Traffic Control Procedures
(Freeway)
To see drawings, refer to Appendix A, at end of Manual.

1)

Pulling off the traveled portion of roadway to the
shoulder or median.
Hazard Assessment - HIGH
Done properly, this procedure is relatively simple. The vehicle
that is about to pull off the roadway must alert traffic around it with
the use of the amber flashing lights and turn indicators. Once the
lights have been activated, the vehicle is slowed down to a safe
rate of speed to enter the shoulder / median area. The driver
must be aware of the type of surface the shoulder / median is (i.e.
granular, paved) and must also be aware of potential hazards (i.e.
debris, parked vehicles, damaged surface, etc.) that may prohibit
safe travel on the shoulder/median area. Be aware not to slow
down too rapidly. The process should begin approximately 300m
prior to the point that the vehicle is to enter the shoulder / median.
If it is not safe to execute this maneuver due to surrounding traffic
or vehicle positioning, a turn-around should be completed. If a
turn-around would does not suit the situation, a different plan of
attack should be sought.

2)

Pulling from the shoulder or median to the traveled portion
of roadway.
Hazard Assessment - HIGH
Merging back into traffic can sometimes be difficult and time
should be taken to find the right breaks in the traffic pattern. With
amber lights flashing and a turn indicator on, the driver is to
accelerate and merge into the traffic in such a fashion as to avoid
disturbing the flow of traffic, or at least minimally disturb the flow
of traffic. While it is important to try to get back into the flow of
traffic, it is even more important to do it while causing the least
amount of disturbance to the traffic around the workers.

Shoulder / Median Closure – Stationary
(Figure TL-12)

3)

Hazard Assessment - HIGH
Shoulder/median closures are meant to protect workers that are
working on the shoulder/median or off to the side of Edge of
Pavement (EOP) for a duration of more than 30 minutes. A TC-2B
is to be erected prior to the work zone on the side that the work is
being performed. Delineators are to be used to divert any vehicles
traveling on the shoulder/median back towards the traveled portion
of the roadway. Delineators will also be used to delineate the
LBA, LIDG and the work zone. Any encroachment into the
adjacent lane indicates a lane closure is required. The TMA will
remain LIDG distance upstream of the work zone.
The removal of traffic control equipment occurs in the opposite
manner to which it was set up. The delineators delineating the
work zone are to be removed, followed by the delineators diverting
any vehicles onto the shoulder. The removal of signs should not
be done by reversing the work truck up to them, regardless of
conditions. This increases the exposure to traffic and the hazard to
workers. Sign removal should be done by utilizing a “turn around”
to retrieve them while operating with the flow of traffic.

4)

Shoulder / Median Closure – Moving
(Figure TL-11)
Hazard Assessment - HIGH
For work that is carried out on the shoulder / median or the
adjacent EOP area that lasts less than 30 minutes, a moving
shoulder closure may be carried out. When practical, a TC-2B is
to be set up before the initial work zone on the side of the road
that the work is being performed. Another sign is to be placed
every 1km or after every interchange. Care should be taken to
ensure that there is plenty of room on the shoulder / median to
allow for the width of the equipment. Any encroachment onto the
adjacent lane requires a lane closure to be set up. The TMA will
remain LIDG distance upstream of the work crews. The removal
of these signs should be carried out with the flow of traffic after a
turn-around is completed. The signs should be removed as soon
as the driver has an opportunity.

5)

Lane Closure (with shoulder / median) – Freeway
(Figure TL-29 and TL-38)
Hazard Assessment - HIGH
Lane closures are required when work must be carried out on the
traveled portion of the roadway. In most cases there will be a
shoulder from which to begin the lane closure from; certainly once
one lane is closed there is a safe zone, similar to a shoulder /
median to work from.
TC-2Bs are to be erected a minimum of 200m prior to the lane
closure signs. Lane closure signs (TC-103) must be erected a
minimum of 200m prior to the beginning of the taper. In both cases
signs will be placed with a 60m off-set and if distance allows, 300m
between signs would be preferable. With regards to signs being
placed in both the median and the shoulder, there are only two
exceptions to the rule:
(i)

there isn’t enough room on the shoulder or median for the lane
closure signs or
(ii) there are 4 or more lanes width and the closure is single lane
only.
If neither of the exceptions applies, then the signs are to be set up
with a 60m off-set, the median-side sign being placed before the
shoulder-side sign. Distance from the shoulder-side sign to the
closure must be at least 200m. If either of the exceptions applies,
the signs are to be staggered 100m apart, with the lane closure
beginning 200m from the furthest downstream sign.
The lane closure is to be delineated by delineators spaced at 18m 24m apart. A TC-4 should be at the beginning of the lane closure.
The lane closure should be a minimum of 300m long extending from
the shoulder/median across the lane diagonally. A TC-12 should be
placed near the end of the taper, at a point with the best visibility to
oncoming traffic. A TMA will be used to protect the traffic control
crew during the set-up and removal of the lane closure. A TC-12 at
the beginning of a taper should not replace lane closure signs, but
may be used to compensate in situations where typical layouts must
be adjusted based on the closure location.

The closure is to be extended for the length of the work zone in a
safe, efficient manner (see Layout TC-51 or Layout TC-54). If
there is to be more than 1 lane closed, there is to be a minimum
300m space between the end of a taper and the beginning of the
next downstream taper. The signing set-up remains the same as
a single lane closure, but the TC-103 that is to be used in the
closure is to be set up near the open, traveled lane, rather than
on the shoulder/median.
After the closure is set up, an experienced member of the crew
will complete a drive through of the closure to re-evaluate the
closure from the public perspective. This will require a turnaround to be completed and a full run- through of the closure
from the open lanes. The crew is to be responsible for periodical
inspections of the closure from one end to the other.
Removal of the equipment will occur in the opposite manner to
which it was set up. The lights on the safety truck will be used to
alert motorists to the crew working and the TMA will be LIDG
distance upstream of the work truck. Removal of the signs will
occur in much the same manner as with the stationary
shoulder/median closure. A turn-around will be required for
signing the opposite side.

6)

Lane Closure (without shoulder / median) – Freeway
(Figure TL-29)
Hazard Assessment - HIGH
Lane closures that cannot begin from a shoulder/median are
accomplished with the use of a shadow vehicle. The shadow
vehicle is a TMA that follows the crew in the live lane while the
crew sets up the closure. It will remain a safe distance behind the
crew and this distance will vary depending on the conditions. This
is a decision based on the experience of the driver. The speed of
the traffic, curves and hills on the roadway, and visibility are all
factors considered to determine the distance at which the shadow
vehicle follows the crew. In general, the shadow vehicle has to
leave enough room to allow the crew to stop and set up signs
while the shadow vehicle still rolls along at a slow pace. The
shadow vehicle must also allow enough room to be able to speed
up to allow late- merging vehicles a chance to change lanes,
while not hanging back so far that traffic merges back into the
lane in front of the shadow vehicle. The shadow vehicle has to
remain visible to traffic around curves and over hills.

Once the crew has set up the lane closure, the shadow vehicle
will merge into the open lane beside the closed lane. It will then
pull into the closed lane just after the TC-12 and behind the crew.
Removal of the live lane closure also involves the use of a shadow
vehicle. The crew removes the closure back to the TC-12 and
hooks the safety truck up to it. The shadow vehicle provides a
rolling block in the lane that is closed, while one of the crew
members removes the taper. While it remains safe to do so, the
safety truck can remain in place attached to the TC-12 until the
taper is removed. The crew member that removes the taper gets
into the shadow vehicle and the shadow vehicle performs a turnaround. Together with the safety truck, the rest of the signs and
equipment are removed.

7)

Lane Closure – Moving, Live Lane (Figure TL-28) Hazard
Assessment - HIGH
In order to be done efficiently, some operations, such as zone
painting, require a moving closure through the live lanes of a
freeway. This is accomplished through the use of multiple TMAs
following the work vehicle. Moving operations are to be just that –
moving. Operations that must stop for any reason, for any length
of time, are to be given consideration for lane closure set-ups, as
they are no longer moving closures.
As with the set-up of live lane stationary closures, the TMA vehicle
will position itself at least 200m behind the work vehicle, allowing
room to maneuver forward when the need arises, or fall back as
sight lines require.

8)

Lay-out and Removal of TC-51
Hazard Assessment - HIGH
Delineators are to be placed on the road using one of two
methods:
(i)
(ii)

positioned by walking them into place or,
placing them from the safety of a platform mounted onto a
truck. Note: A tail-gate is not considered to be a safe
platform and must not be used as such.
Removal will have the same restrictions. It is important to note
that the crew member placing or removing the delineators will
direct the driver of the safety vehicle with pre-arranged hand
signals. This means that the driver must maintain visual contact
with the other crew member(s) as much as possible. If this is not
possible, the driver and crew member must stop and discuss
another way to proceed.

9)

Lay-out and Removal of TC-54
Hazard Assessment - HIGH
TC-54s may be laid out prior to the closure being done or as part of
the closure installation to reduce exposure time to live traffic.
For layout the crew should consist of one driver in the work truck,
one installer (minimum) and a TMA truck with driver if the closure
is on a freeway.
The driver: of the work truck must adhere to the following
procedure when an installer is working from the truck.
• Windows down
• Radio off
• Any devices (i.e. phone) ignored
• Operate the truck at a consistent speed of no more than
5km/h

•
•
•

Avoid “jerky” movements through use of accelerator, brake or
steering
Adjust mirrors to maintain visual contact with the installer
Keep the work truck inside the plane of the closure

The installer: must maintain a 3-point contact at all times when
placing and picking up TC-54s
* Due to the consistent and slow speed of the operation it is
acceptable for the installer to break the 3-point contact for the purpose
of stacking and unstacking the TC-54s. These breaks should be kept
to an absolute minimum.
If the closure is on a freeway there must be a TMA present for this procedure.
When two or more installers are used, communication lines and a plan
must be established with all workers before commencing the work. In
a typical situation one installer will be stationed on the work platform
and the other on the truck stacking/un-stacking TC54s. One installer
on the work platform will be the primary communicator to the driver
and the other installer(s). Before instructing the driver to stop, slow or
speed up the installer on the work platform just first warn the other
installers. The primary communicator must understand that their
communications will affect the safety of all other crew members.
The TMA Driver: must adhere to the following procedure during the
operation
• Windows down
• Radio off
• Any devices (i.e. Phone) ignored
• Visually monitor traffic patterns
• Communicate any concerns to the work truck driver
• Honk horn as a “Panic Signal” to the installer
Note:
The above procedure varies from the OTM Book 7 procedure for
installation. This procedure has been developed as an “as safe”
operation as permitted in OHSA and Regulations for Construction
O.Reg. 213/91, s.3
The procedure does comply with OTM Book 7 section
2.2, “to minimize worker exposure to traffic”
If TC-54s are already in place and must be pulled out for the closure,
a crew member is to drive the safety truck, while another crew
member walks the TC-54 from the shoulder out to place it. The crew
member should then walk directly back to the shoulder / median and
then to the next TC-54 and carry on until the closure is complete.
Removal is done in the reverse order.

10)

Temporary Merge Set Up and Removal
(Figure TL-44)
Hazard Assessment - HIGH
Periodically, stationary work zones will need to be set up through
interchanges. When this occurs and ramps can’t be closed due to
restrictions on operations, temporary merges may have to be set
up. The lane closure will be extended as far as the concrete
bullnose and then an additional line of delineators will be required
to extend the bullnose off of the concrete one. The two lines of
delineators are to meet, and at this point a Wa-116 is to be erected
on the new bullnose. The crew must then move carefully over to
the shoulder of the acceleration lane and prepare to push the ramp
traffic safely into the closed lane adjacent to the traveled lane. This
new line of delineators will begin adjacent to the concrete bullnose,
upstream of the end of the new bullnose. Another Wa-116 is to be
erected on the shoulder inside the new closure. Ramp traffic is
then pushed from the new ramp lane into the traveled portion of
roadway, with the new taper at least 200m long. If the merge is in
a precarious area, a TC-12 may be considered for safety. Removal
of the taper is as per removal of a lane closure taper and the
delineators are removed back to the first Wa-116, with the crew on
the shoulder of the acceleration lane. When it is safe enough, the
crew moves from the shoulder onto the temporary bullnose, driving
forwards into it. The second Wa-116 is removed and the
remainder of the delineators are removed as well. In any case, if it
is not possible for the crew to safely cross the ramp, a turn-around
must be performed.

11)

Temporary Exit Set Up and Removal
(Figure TL-43)

Hazard Assessment - HIGH
Temporary exits are required for the times that off-ramps are not to
be closed, yet a temporary lane closure needs to be extended
through an interchange. The line of TC-54s is extended up towards
the permanent exit. The crew and TMA will stop 150m before the
concrete bullnose. A GF-4 (exit sign) will be set up in front of the
crew truck with a TC-54 placed behind the truck. A TC-54 will also
be placed on the shoulder of the Speed Change Lane (SCL) across
from the GF-4. The TC-54 behind the crew truck represents the tip
of the new temporary gore and the TC-54 across from the GF-4
represents the end of the new SCL. One worker will begin walking
back through the closure, with the TMA’s protection, moving TC54s toward the shoulder creating a new SCL. Once that process
has begun, the other worker will move the crew truck around the
GF-4 and begin creating the new bullnose. The crew member that
creates the new SCL will get into the TMA and the TMA will then
drive up to the crew truck inside of the new bullnose and the closure
will carry on.
Removal is to be completed in same way as the set-up. The TMA
and the crew will back up to the GF-4 as they pick up the closure
upstream. Once the TMA reaches the GF-4 and cannot back up
any further, the crew and TMA must then move safely to the
shoulder of the SCL. From here, The TMA and crew will reverse to
the beginning of the temporary SCL. A worker will then exit the
work truck and walk downstream of traffic blocking the exit
temporarily up to the GF-4. Once this operation is complete the
closure can be picked up normally. If this is not possible due to the
volume of traffic, a turn-around must be performed and the crew
must pull into the closure upstream of the exit.

It is typical behaviour of motorists to cut across the painted
gore when exiting due to indecisiveness. This includes
temporary bullnoses and therefore, extreme caution should be
taken when working on the set up and removal of temporary
exits.

12)

Closure of Half of a Single Lane Ramp
Hazard Assessment - HIGH
Work must sometimes be performed on single lane ramps. As
long as the ramp has a wide enough shoulder and the work is
being performed on one side of the ramp only, traffic can be
manipulated around the work zone. If the ramp is not wide
enough, it must be closed for the work to be carried out. Under no
circumstances is a ramp to or from a freeway to be controlled by
normal flagging means! If the ramp is at least 8m wide from EOP
(Edge of Pavement) to EOP, then there is enough room to work on
half of it. A taper is to be set up prior to the work zone pushing the
traffic to the side of the ramp not being worked on. The length of
this taper shall be governed by the ramp speed. Longer tapers
should be used for ramps taking traffic from a freeway, as the
traffic using them generally moves quicker. No lane closure sign is
required as no lanes are being closed. A TC-4 and/or a TC-12 and
a TC-2B (as well as channeling devices) are all that is required for
this type of operation.

13)

Ramp Closures (Figure TL-45) Hazard
Assessment - HIGH
To close a ramp, whether an on-ramp or off-ramp TC-35 “Ramp
Closed Ahead” signs are to be erected prior to the ramp and
delineators are to be placed across the mouth of the ramp to
direct traffic past it. Also, at the mouth of the ramp, delineators
are to be placed perpendicularly to the travel of traffic and an RB92 is to be erected warning traffic not to enter the ramp. High
profile ramps should be maintained by a crew to prevent passage
by motorists.

14)

Controlling Core / Collector Access Points
Hazard Assessment - HIGH
When the core or collector lanes are closed, work vehicles may be
required to access the closure through a manned location. In an
effort to maintain a secure and safe work area for contractors and
our crews, the diagrams found at the end of this manual should be
referred to. Note, however, that if the work is taking place in the
area of the bullnose where the closure is situated, normal practice
will override the diagrams (i.e. the TMA will be parked in such a
way as to protect the workers).
While the above rules and regulations are enforced at Direct
Traffic Management Inc., there are conditions and situations that
arise on the highway that are above and beyond the rules. Under
such circumstances, the rules can be amended by discussion
with a supervisor and under the provision that the entire crew is
aware of the amendment and understands the new, possibly
temporary, changes. Curves, hills, traffic patterns, and weather
and road conditions can all change the way that things are done
and we recognize this fact. It is through change that Direct Traffic
Management I n c . has evolved as a company with a proven and
respected track record in traffic control. However, change must
be approached in a safe and efficient manner with consideration
given for the safety of everybody involved.

Procedures
(Non-Freeway) Short-Duration / Long Duration
1)

Pulling Over (Arterial Roadway, No Shoulder)
Hazard Assessment - HIGH
In most cases, the opportunity does not exist to pull over onto a
shoulder/median on an arterial, or non-freeway roadway.
Therefore, a situation may arise that the crew must stop in a live
lane before any formal closure is set up. A drive through of the
site must be completed first to assess problem areas and
distances for the closure lengths and sign erection. This will
minimize the amount of time the crew must be stopped
unprotected in a live lane.

2)

Shoulder Closure – Moving Operations (Figure TL-5)
Hazard Assessment - HIGH
As with the freeway section, a moving operation on the shoulder is
one that lasts less than 30 minutes. A TC-2A or TC-2B is not
required prior to the work zone on the shoulder/median. The work
vehicle must have its 360’ flashing and TC-12A flashing on the bar
or caution settings. When practical, delineators should be laid out
in such a way to divert any shoulder/median traffic away from the
shoulder and onto the traveled portion of the roadway. Delineators
are also to be set up to delineate the work zone. A lane closure
should be considered when there is any encroachment into the
traveled portion of roadway.

3)

Shoulder Closure – Stationary Operation
(Figure TL-6)
Hazard Assessment - HIGH
Stationary shoulder closures are closures on the shoulder
/median for work that takes place off the traveled portion of
roadway that last more than 30 minutes. A TC-2A or TC-2B is to
be placed on the shoulder/median that the work is taking place on
prior to the work zone. Delineators are to be placed on the
shoulder/median to divert traffic to the traveled portion of roadway
and around the work zone. The distance from the sign to the work
zone and the spacing between the delineators should be dictated
by the speed of the traffic according to OTM Book 7.

4)

i) Lane Closure – 2 Lane Roadway (Figure TL-20A)
Hazard Assessment - HIGH
At times, it will be necessary for work to take place on a
2-lane roadway and a flagging operation will be required. Flagging
operations should be given every consideration as they are
intended to stop traffic rather than just divert it around a work zone.
Sight distances and stopping distances are extremely important in
this type of operation. TC-2B, TC-21 (oversized) and “Be
Prepared to Stop” signs are to be erected in both directions prior to
the work zone. The spacing between the signs is to be according
to the speed of traffic (as per OTM Book 7) as well as sighting
distances to the signs and the work zone. Flags should be inserted
into the tops of the sign stands to draw more attention to the work
ahead. There are to be at least 2 qualified flagging personnel, 1 at
either end of the work zone (as per OTM Book 7), and more
flaggers should be used if situations dictate (i.e. curve, hill).
Flaggers should use caution and prepare an escape route if the
situation arises. Traffic is to be stopped in at least one direction
while the delineators are set about the work area. Once the
delineators are laid out and the second flagger is in position, the
flagging operation will begin its cycle and the work in the closure
will begin. Flaggers will stop, and keep the traffic stopped until
such time that the traffic coming from the other direction has been
stopped and the flaggers can both confirm this. Hand held radios
will be provided in situations that sighting between the 2 flaggers is
not possible. All flagging locations are to be seen by a supervisor
before the work is initiated and, periodically, during the work.
Flagging should never occur in a signalized or busy intersection.
Paid-Duty Police are to be used for these operations.

ii) Lane Closure – 2 Lane Roadway (Figure TL-21)
Hazard Assessment - HIGH
There will be times when it is more effective to use and install
temporary traffic lights. This method proves to be more effective
and should be used wherever possible. Before turning the lights on
where a red or green light is visible to traffic, all signs and traffic
lights must be in place as per OTM Book 7. Extra cones (with
reflective collars) should be placed on the centre line and shoulder
of the roadway approximately 50m prior to the traffic light and
ending at the Rb-78 (this will create the illusion of a new stop bar).
After the lights are on and functioning properly, the TC-4 and
delineators may be placed between the traffic lights, closing the
appropriate side of the road way.
5) Lane Closure – Multi-Lane Roadway
(Figure TL-23, TL-24, TL-26, TL-27)
Hazard Assessment - HIGH
Lane closures on arterial or non-freeway roadways are to be
carried out in much the same manner as freeway lane closures:
that is the warning signs must be erected prior to closing the lane.
This must all be done downstream of the traffic, as in most
instances there is no shoulder / median to begin the closure from.
Whenever the work truck stops in a live lane, the emergency
flashing lights must be activated. The crew is to follow a set of
instructions already agreed upon in an effort to minimize the
amount of time spent stopped in the lane. Due to the limited
amount of space on most urban arterial roadways, signing must
be placed in the most advantageous locations, not necessarily the
proper locations as dictated by the OTM Book 7. In these
instances, a TC-12 should be used for lane closures to draw the
attention of the traveling public as to the direction they must
merge. A TC-12 will almost always be more effective than any
other signing used in urban closures.

The use of Paid-Duty Police is not always required for
closures through an intersection, but can sometimes be useful.
Paid-Duty Police are required to control a signalized intersection.
(This means contravention of signal lights.) Care must be taken
when sidewalks are present in the work zone. They must be
closed and the pedestrian traffic diverted to the other side of the
roadway at the nearest signalized or controlled crossings on either
side of the work zone, or through a detour through the closure as
designed by the contract administrator.
6)

Lane Closure At An Intersection, Multi Lane Roadway
– Far Side (Figure TL-61)
Hazard Assessment - HIGH
When closing a lane at an intersection for work to be performed
at the near side, nothing changes from the actual set up of the
lane closure. Special consideration however, must be made for
turning traffic.
For work at the far side of an intersection, a lane closure must be
set up on the side of the intersection leading up to it, and a
widened temporary curb must be built on the far side of the
intersection using delineators. A TC-4, TC7 or TC-12 must be used in the temporary curb to direct turning
and through traffic towards the open lane(s). The delineators
delineating the work zone must be spaced tightly together so that
traffic can’t mistake where the work zone is and where the open
lane is.

7)

Median Cross-Over – Multi Lane Roadway
(Figure TL-33)
Hazard Assessment - HIGH
Median crossovers are required when work must be performed on
one half of a multi-lane roadway. The roadway does not
necessarily have to be undivided as long as there is ample room
in the breaks of the median for traffic to cross over from one side
of the roadway to the other. This will have to be confirmed by a
supervisor. A proper left lane closure must be set up on the side of
the roadway that the work is not being performed on. As this lane
closure is built, a reverse lane closure is to be made inside at the
end of the taper in preparation for oncoming traffic in the closed
lane.
As the lane closure is extended, any additional signing required
throughout the median crossover should be erected. The lane
closure must be extended beyond the beginning of the lane
closure(s) of the opposite direction. Once the lane closure is
prepared for the traffic switch in terms of signing and the diversion
back to the original lanes, the crossover can be started. This
means that the right lane(s) of the direction of traffic that the work
is being performed on must be closed prior to the work zone so
that only one lane is opened. This remaining lane is pushed into
the closed left lane of the opposite direction and around the work
zone. This traffic is then forced back to their lanes by the reverse
taper originally set up. The median crossover should be
maintained due to the danger of a head-on collision. Median
crossovers can be performed through an intersection and do not
always require the use of Paid-Duty Police.
Arterial Roadway Temporary Traffic Control can and will present
differently in situations not found in OTM Book 7. When planning
work on arterial roadways, OTM Book 7 should be referred to in
selecting the closest TL Drawing as possible. Any deviations or
enhancements made in the closure are to be noted in the crew’s
daily work report.

Traffic control on arterial roadways can be even more dangerous
than working on a freeway even though the speeds are generally
lower. Traffic is forced to make many more decisions in shorter
amounts of distance and time than drivers on a freeway. Traffic is
also moving in several different directions and can change
direction for a variety of reasons. Closure distances are usually
shorter and spacing between markers smaller. Work must fit into
a shorter distance due to confining factors such as utilities,
driveways and intersections.
Just because traffic is moving slower, working on the roads
in the city can be dangerous and challenging and will require
your undivided attention.

Above-Ground Tank Fueling
Hazard Assessment – HIGH
Our Hamilton yard has now been equipped with a diesel fuel tank.
Fuelling at an above-ground tank requires a great deal of diligence from
the worker carrying out the transfer of fuel from the tank to the truck. The
number one priority is safety and avoiding spills. We have developed a
procedure for this which is attached; here are some of the critical points to
highlight their importance.
1. Turn off ignition to truck and keep it off. Eliminate other sources
of ignition.
2. Reset the gauge on the pump before removing the nozzle from the
pump.
3. Never leave the nozzle unattended for any reason or any length of
time and never place anything in the nozzle to lock it to the “on”
position.
4. No smoking is to take place within 15 meters of the tank at any
time.
5. Keep an eye on the tank as it fills and remove the nozzle slowly from
the tank to allow for excess fuel to drain before removing the nozzle
completely from the tank. Do not overfill which may cause a spill.
6. Return the nozzle to the rest immediately after fueling. Your hand
should always be on the nozzle while it is away from the rest.
7. Never throw or place the nozzle on the ground under any
circumstance.
8. Record the fuel usage in liters on your worksheet.
9. Always wind the hose up neatly after using. The hose should never be
resting on the ground, as this will cause the hose to rot over time.
10. The tank has two shot off switches. One is located at the pump and
one is located inside the shop entry and is marked accordingly.
11. If a spill occurs, no matter what size, you must act quickly to contain
and absorb it immediately. Report it to the supervisor and follow the
Spill Procedure.
These procedures are of extreme importance. Failure to follow them will
result in immediate disciplinary action.

TC-12 Storage – On and Off Site
TC-12 trailers present a danger to traffic when in use and when
not in use if they are improperly stored on a job site. When in use on a
closure they are protected by the lane closure that they are placed in.
Storage when not in use should be carefully considered to ensure safety,
efficiency and convenience. There are laws that require a certain distance
from the travelled portion of a roadway to any piece of equipment stored
within the “Right-of-Way”, which is defined by the area governed by the
owner on any given freeway. This can loosely be identified by the space
between the fences on an MTO owned freeway.
It is always the best option to store TC-12s off site and off the
Right-of-Way. In some cases they can be stored within the Right-of-Way,
but every precaution must be taken to ensure they are safe and secure in
the location they are left.
The following must be utilized as a guideline for onsite storage:
•

•

•
•

•

The equipment must be more than 4 meters from the travelled portion
of the roadway, and not on the travelled portion of the roadway. This
distance must be measured to the overhang of the sign panel, not the
trailer itself.
Wherever possible, place the equipment behind guiderail, concrete
wall, or another barrier. Always at the trailing end, never near a crash
attenuator at the beginning of the protection system.
Do not “strand” the equipment, making it difficult for someone else to
access it without another method of pick up.
Avoid leaving equipment in the median of the roadway, regardless of
clearances. In some cases there may be a suitable spot to leave it,
but only if it is protected in some manner.
“In-field” areas are good options, but be careful of soft ground in the
spring and times of excess precipitation, as recovery of the equipment
may be difficult to impossible.

•

Small access roads to collection ponds or utility boxes may be good
options, but make sure you leave enough room for others to access
those roads as well.

•

Never leave equipment in a “bullnose” area. This is extremely
dangerous and completely unacceptable, even for short durations.

As previously mentioned, the first option should always be an offsite
location for storage of the TC-12s. On site storage should only be
utilized if there are no suitable offsite areas to store the equipment.
It is acceptable to place TC-12s on shoulders or close to shoulders
when preparing for the closure set up or removal. This should never
exceed 60 minutes in duration and the TC-12s should be Up, On
and Facing Traffic, with some TC-54s around them for additional
protection and visibility. The TC-54s should mark the overhang of the
TC-12 panel to clearly identify clearances. Always make sure TC-12s
are safe and secure by dropping the legs down. This can prevent
movement from wind and drag from truck wash etc.
Always err on the side of caution and safety when leaving any
equipment on or off the roadway.

Commonly Used Terms
10-4

“OK”, “Confirmed”

10-9

“Say again”, “Please repeat”

10-20, “What’s your 20?”

“Where are you?”

Acceleration Lane

A speed change lane for the purpose of:
(1) enabling a vehicle entering a roadway to increase
its speed to a rate at which it can more safely merge
with through traffic;
(2) providing the necessary merging distance;
and
(3) giving the main road traffic the necessary time to
make appropriate adjustments

Buffer (Area)

area of clear zone between workers and vehicular
traffic

Choice Lane

a lane that splits, giving traffic in that lane the option of
choosing to move left or right without changing lanes

Choke

closure point beyond the bullnose, physically across
the closed road

Closing Taper, Anti-Taper terminating taper at the end of a closure allowing

traffic back to its regularly travelled path. Also called
the “anti-taper”
Curly “Q” ramp

a ramp from one roadway to another that curls under
itself and usually has a lower speed limit than those of
the starting or terminating roadway

Downstream

the direction that traffic is travelling

Edge line

a painted line marking the edge of the roadway

Extending

laying out delineators to make an existing closure
longer

Freeway

a multi-lane divided highway with a continuous dividing
median, full control of access and interchanges in place
of At-grade Intersections, and a posted speed of 90 km/h
or greater. This term includes Toll Highways built to a
freeway configuration.

Hammer Lane

the furthest left lane on a roadway, normally used for
faster moving traffic. NOT the same as a High
Occupancy Lane. The second lane from the left on a
freeway for heavy vehicles

High Occupancy Lane (HOV)

designated lane reserved for multi-passenger vehicles
on some roadways

HML(P)

High Mast Light (Pole)

Lanes

lanes are numbered starting at 1 on the far left and
continuing higher to the right. NOTE that the HOV lane
is not numbered. If the HOV is on the left, the lane
immediately to its right will be lane 1

Long Ramp

a ramp from one roadway to another that maintains a
relatively straight alignment allowing for a higher speed
access than a curly ramp

Median

that portion of a divided highway separating the travelled
ways for traffic in opposite directions

OHS

Overhead Sign

Pick-up Lane

any lane that begins on the left or right side of parallel
lanes

Push

closure at “choice” lane, eliminating one of the choices
left, or right

Shoulder

the non-travelled portion of the right side of a roadway

Shorten (up)

removal of delineators to make an existing closure
shorter

Skip (line)

dotted line markings between lanes

Tangent

portion of a closure that runs parallel with the existing
lanes along a skip line

Taper

the section of the closure with a diagonal line of
delineators across the lane to close the lane

TCB or Tall Wall

Temporary Concrete Barrier Wall

Tunnel

after closing lanes from the left or the right so that traffic
is in only one lane, the movement of traffic to the left or
right out of the normally travelled lane. ***NOTE: NOT
TO BE USED WITHOUT THE WRITTEN PERMISSION
OF YOUR SUPERVISOR***

Turn-around

the action of using the next interchange to get into the
opposing direction of lanes of a divided roadway

Upstream

the direction that traffic is coming from

Work Area

specific area where the work is taking place

Work Zone

a section of roadway encompassing the work area, as
well as lane closures and information signing relating to
the work area. Construction zone is the defined limits of
the contract, denoted by Construction Zone Begins /
Ends signs.

Appendix A – Typical Layout Drawings
**TL Drawings have been reproduced to better fit the manual (in terms of
sizing). In all cases, the intent of the original TL drawings has been
maintained and the only changes made, other than cosmetic, have been
to suit this manual and the safe work practices of Direct Traffic
Management.

If there is any confusion with any drawing in this manual you
should consult the Ontario Traffic Manual Book7 – Temporary
Conditions for reference and/or ask your supervisor for
information.

DIRECT TRAFFIC MANAGEMENT employees will not take part in
this type of set up unless adequate natural light conditions are present.

* TL is modified from OTM Book 7

Direct Traffic Management has determined that the placement of the additional Gf-4 (Exit) sign
prior to the off ramp exit will cause confusion to drivers as this is a clear difference from a normal
roadway exit situation. Placement of the sign would cause drivers to enter the closure earlier than
the intended location and may place traffic control workers and other workers in a dangerous
situation.
As a result us our version of TL-43 for all Exit set ups for Freeway and Non-Freeway situation

* TL is modified from OTM Book 7

1) Distances in the 2014 edition of Book 7 do not allow for merges to be built in many situations
due to the increased distances. OTM Book 7 does allow for adjustment of distances where
necessary and as a result of the new TL-44 this would always be the case. Please continue to use
our procedure and distances for TL-44 when setting up a merge of traffic.
2) The 2014 edition of OTM Book 7 includes the placement of a TC-12 at the end of the merging
lane; this contradicts the need for allowable safe area for a vehicle to use in case in cannot merge
properly. The TC-12 presents a dangerous obstacle to the vehicle and driver and is a hazard to
both. As a result our TL-44 procedure and set up will be used to ensure the safest scenario for all
road users.
Where and if possible an additional TC-12 can be placed on the shoulder of the roadway near the
end of the merge to aid in merge compliance, and is required for long duration set ups on freeway
only.

Direct Traffic Management Specific
Typical Layout Drawings
**These TL Drawings have been produced or reproduced by

Direct Traffic Management to reflect our minimum
standards.
If there is any confusion with any drawing in this manual
you should consult the Ontario Traffic Manual Book7 –
Temporary Conditions for reference and/or ask your
supervisor for information.

Collector Lanes
Closure at Access
Point (Freeway)

Very Short Duration
Short Duration
Long Duration

TC-54

Rb-92

•See applicable TL
Drawings for Lane Closure
Details leading to the
transfer.
•For Collector Lanes
Closure that is not an
access point for work
vehicles, the first line of
TC-54 are to be extended
across the entire width of
the closed lanes and the
second line is not required.
The truck “manning” the
closure will still sit on the
right shoulder downstream
of the closure point.
•The distance between the
first and second line of TC54 should be
approximately 90 - 100m
•the TMA (or sign truck)
will ensure there is (are)
only (a) work vehicle(s)
entering the closure, pull
forward to allow
admittance and back-up
after the operator is sure
the way is clear to do so.

Collector to Core
Transfer Lanes
Closure at Access

TC-54

Rb-92

Very Short Duration
Short Duration
Long Duration

•See applicable TL
Drawings for Lane Closure
Details leading to the
transfer.
•For Transfer Lanes
Closure that is not an
access point for work
vehicles, the first line of
TC-54 are to be extended
across the entire width of
the closed lanes and the
second line is not required.
The truck “manning” the
closure will still sit on the
right shoulder downstream
of the closure point.
•The distance between the
first and second line of TC54 will vary, allowing
enough room for incoming
work vehicles to
manoeuver from the left
side of the roadway to the
right side at a slow pace.
•the TMA (or sign truck)
will ensure there is (are)
only (a) work vehicle(s)
entering the closure, pull
forward to allow
admittance and back-up
after the operator is sure
the way is clear to do so.

Core to Collector
Transfer Lanes
Closure at Access

TC-54

Rb-92

Very Short Duration
Short Duration
Long Duration

•See applicable TL Drawings
for Lane Closure Details
leading to the transfer.
•For Transfer Lanes Closure
that is not an access point for
work vehicles, the first line of
TC-54 are to be extended
across the entire width of the
closed lanes and the second
line is not required. The truck
“manning” the closure will still
sit on the right shoulder
downstream of the closure
point.
•The distance between the first
and second line of TC-54
should be approximately 90 100m.
•the TMA (or sign truck) will
ensure there is (are) only (a)
work vehicle(s) entering the
closure, pull forward to allow
admittance and back-up after
the operator is sure the way is
clear to do so.

Express Lanes
Closure at Access
Point (Freeway)

TC-54

Very Short Duration
Short Duration
Long Duration

•See applicable TL Drawings
for Lane Closure Details
leading to the transfer.
•For Express Lanes Closure
that is not an access point
for work vehicles, the first
line of TC-54 are to be
extended across the entire
width of the closed lanes
and the second line is not
required. The TMA
“manning” the closure will
still sit on the right shoulder
downstream of the closure
point.
•The distance between the
first and second line of TC54 will vary, allowing enough
Rb-92 room for incoming work
vehicles to manoeuver from
the left side of the roadway
to the right side at a slow
pace.
•the TMA (or sign truck) will
ensure there is (are) only (a)
work vehicle(s) entering the
closure, pull forward to allow
admittance and back-up
after the operator is sure the
way is clear to do so.

Appendices

.

Weather Decision Matrix
Please note that these are only guidelines for your decisions regarding temporary traffic control
closures. There are many other factors that will affect the final decision to set up or not and these
can only be made on site and at the time. The safety of all parties should be considered when using
this tool for the set up of traffic control.
Weather
Condition

Specific Condition
Heavy rain falling
Vehicle “Spray” very
heavy
Light rain falling, not
clearing
Spray heavy
Light rain falling,
conditions clearing
Spray moderate to heavy

Road

Visibility

Very wet
or flooded

Very poor

Very wet wet

Poor

Wet

Poor - Fair

Wait in safe location,
not on roadway.
Possible to wait
closer to work
location to be
prepared for action.

Fair

Possible to install
signs for closure, no
lane encroachment
at this time
Wait on shoulder for
improvement in
conditions

Fair - good

Installation of signs
Possible
encroachment or
wait for
improvement in
conditions

Rain
Rain ended, recently
Spray moderate to heavy

Rain ended, conditions
clearing
Spray light to moderate

Wet –
track dry

Track dry dry

Action
Wait in safe
location, not on
roadway
Wait in safe
location, not on
roadway

Continued
Weather
Condition

Snow

Fog

Specific Condition

Road

Visibility

Action

In almost any snow conditions the roadway should be cleared and work
cancelled to allow for winter maintenance operations to occur. See below of
other possible snow conditions. General guidelines for rain can be used for wet
snow conditions as well.
Remove closure at
Closure in place and snow
earliest possible
Wet
Fair
begins to fall
time.
Do not open
closure until
situation is
Closure in place heavy snow
Snow
reviewed by MTO.
Poor
falling
covered
Roadway may need
to be plowed or
salted prior to
closure opening.
Fog is a weather condition that only affects visibility of traffic control devices
and workers. As a result is should be addressed in a very serious manner and
evaluated with utmost scrutiny for safety. Both worker and driver safety are
seriously affected by foggy weather. Due to the nature of fog a site evaluation is
the only true way to know if it will be safe to set up traffic control measures.
Keep in mind that fog can change in location and intensity very quickly.
Wait in safe
location, not on
Heavy fog
Dry
Very poor
roadway
Possible to install
signs for closure,
no lane
encroachment at
Patchy or light fog
Dry
Fair - Poor
this time
Wait on shoulder
for improvement in
conditions
Installation of signs
Possible
encroachment or
Very light fog
Dry
Fair - Good
wait for
improvement in
conditions

Other Conditions Affecting Traffic Control

Weather
Condition

Specific Condition

Road

Visibility

Thunder &
Lightening

Severe weather
conditions, possible
high winds.
These conditions can
form very quickly and
be extreme

Dry or
Wet

Very good
to poor

Wind

Heavy winds and or
truck turbulence

Dry

Very
Good

Sun

Low level sunlight.
Very bright (blinding)
light at dawn or dusk

Dry

Poor

Dust

Dust from within the
work area or from
another source

Dry

Possibly
Poor

Action
If lightning is ever
present near the
work area, all
workers should
remain in a safe
location (inside the
truck) until it passes
Do not take any
chances with your
personal safety
Some adjustment
may be needed to
secure temporary
equipment and
signing so it does not
blow into live traffic
or create an
additional hazardous
condition.
Waiting until the sun
rises (Dawn) or
lowers (Dusk) and is
out of the drivers
sightlines.
Adjusting the location
of the closure
transition area to stay
clear of dust area if
possible. If source of
dust is from within
the work area, inform
the contractor if you
feel it may affect the
closure compliance.

