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Preface
This existing context assessment and vision for the Niagara Region has been prepared in support
of the ongoing Multi-Modal Transportation Master Plan (TMP) exercises. Most master plans are
structured to be evolutionary in nature, to confine themselves to issues strictly within the
transportation sphere, and to fit within the opportunities and constraints that typically govern what
is conservative, practical and imminently acceptable to stakeholders and decision-makers.
Niagara Region’s first Transportation Master Plan (TMP) is intended to be nothing less than
transformational in how people understand and make decisions about mobility. It is intended to
challenge perceived barriers and constraints; to speak boldly about the issues both within and
related to the transportation sphere. It is meant to be both sustaining and innovative while
confronting unpleasant realities as this is the only way to craft a credible way forward.
As James C. Collins notes in his 2001 book1: Good to Great: Why Some Companies Make
the Leap … And Others Don’t, being “good” or “good enough” is the greatest barrier to
greatness. Using this analogy, we must ask ourselves: is the existing transportation system “good
enough”; or can it be “great”?
Clayton Christensen is the Kim B. Clark Professor of Business Administration at the Harvard
Business School. Christensen‘s first book2, The Innovator’s Dilemma received the Global
Business Book Award as the best business book of the year (1997); and in 2011 The Economist
named it as one of the six most important books about business ever written. In it, Christensen
defines two distinctly different forms of innovation: sustaining and disrupting.
Sustaining innovation is described as the continual improvement of a product or service over time,
based upon customer/client feedback. It is generally a process of evolution rather than revolution,
aimed at better meeting current needs, and is seldom disruptive or transformational. Disruptive
innovators, on the other hand, bypass existing needs and focus on products/services and/or
technologies that meet future or largely unrecognized needs.
Klaus Schwab, Founder and Executive Chairman, World Economic Forum, holds two doctoral
degrees, one in mechanical engineering and another in economics and social sciences. He has
been at the centre of global affairs for over four decades. He is convinced that the period of
change we are living through is more significant, and the ramifications of the latest technological
revolution more profound than any prior period of human history. In his latest book3, he has
dubbed this era the Fourth Industrial Revolution. He states:
“We are witnessing profound shifts across all industries, marked by the emergence of new
business models, the disruption of incumbents and the reshaping of production,
consumption, transportation and delivery systems.”
“The speed and breadth by which regions and cities absorb and deploy technology,
supported by agile policy frameworks, will determine their ability to compete in attracting
1

Collins, James C. 2001. Good to great: why some companies make the leap--and others don't. New
York, NY: HarperBusiness.
2 Christensen, Clayton M. 1997. The innovator's dilemma: when new technologies cause great firms to
fail. Boston, Mass: Harvard Business School Press.
3. Schwab, Klaus (2016-01-11). The Fourth Industrial Revolution. World Economic Forum. Kindle Edition.
Cologny, Geneva, Switzerland. World Economic Forum.
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talent. Possessing a superfast broadband, putting into place digital technologies in
transportation, energy consumption, waste recycling and so on help make a city more
efficient and liveable, and therefore more attractive than others.”
“The digital revolution created new opportunities for communication and “mobility” that
complemented and enhanced physical mobility. It is likely that the fourth industrial
revolution will have a similar effect, as the fusion of the physical, digital and biological
worlds will further transcend time/ space limitations in such a way as to encourage
mobility.”
As evidence of how this new era is disrupting our norm, some insightful highlights from media
strategist Tom Goodwin’s March 2015 TechCrunch article4 are noted for consideration:
“Uber, the world’s largest taxi company, owns no vehicles. Facebook, the world’s most
popular media owner, creates no content. Alibaba, the most valuable retailer, has no
inventory. And Airbnb, the world’s largest accommodation provider, owns no real estate.”
We have included Section 8, which provides more thorough review of these authors’ work, and
expands on their central themes.
In summary, as we examine the existing transportation systems in Niagara Region, we will keep
in mind these insights and challenges while examining five (5) key elements in support of our
TMP theme of “How We Go?” These issues are as follows:
1.
2.
3.
4.
5.

Where are we Now?
What are the Region’s Assets?
What are the Trends?
What have We Learned?
What is the Vision for Niagara?

“Where are we Now?” takes stock of the current state of transportation and other environmental
influences within and external to Niagara Region. This provides a foundation and context upon
which to build a vision for the future.
“What are the Region’s Assets?” takes a broad view of the positive attributes of the Region which
may be leveraged.
“What are the Trends?” recognizes the importance of understanding the gaps between current
performance and what must occur to achieve expectations.
“What have We Learned?” summarizes the six (6) key trends and the five (5) strategic priorities
underpinning the Transportation Vision.
“What is the Vision for Niagara” presents some forethought into a Vision for Niagara that sets a
direction for the remaining TMP tasks.

4

As referenced in (3)
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1 Introduction
1.1 A Multi-Modal Transportation Master Plan – “How
We Go”
During his 2015 State of the Region address, Niagara Regional Chair Alan Caslin proclaimed,
“move our people, move our performance and move our region forward." This is fundamentally at
the heart of Niagara Region’s recently initiated Transportation Master Plan, which is designed to
support the Region’s new Growth Plan through 2041. Separately, the Region’s Municipal
Comprehensive Review (MCR) will examine available land in the Region, and ensure that enough
is available to sustain the expected growth. The MCR will also examine and review how the land
will be distributed and where growth should occur. Concurrently, the Region’s Transportation
Master Plan, one of the MCR’s Mandatory Projects as illustrated below in Exhibit 1.1, will support
growth initiatives by establishing the Region’s long-term transportation vision or “blueprint”. The
Transportation Master Plan will ultimately comprise policies, programs and implementation plans
that creates a framework for future transportation planning and decisions.
Exhibit 1.1: How We Grow Municipal Comprehensive Review (MCR) - Guiding Projects5

5

Display Board from Municipal Comprehensive Review (MCR) November 17-19th 2015 Public Information
Centres
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The overarching goal of the Transportation Master Plan is to improve the Region’s existing
transportation system within each of its 12 municipalities, including strategies to enhance walking,
cycling and public transit. The need to determine both “How We Grow” and “How We Go” are
essentially intertwined, as population and employment growth directly impacts not only how we
move, but where and how. Exhibit 1.2 highlights population and employment forecasts.
Exhibit 1.2: Population and Employment Forecasts 6
Historic and Projected Growth

Population Forecast to 2041

Employment Forecast to 2041

By 2041, Niagara Region is projected to exceed 610,000 residents, an increase of over 38% since
2011. Moreover, the Region is projected to add over 80,000 jobs by 2041 with new employment
opportunities scattered throughout the Region.
In response to this new growth – Niagara Region is using the Transportation Master Plan as a
vehicle to manage the transportation needs of the community by improving access and mobility
for residents, employees, tourists and freight providers through a number of strategies that will
include new technologies, more sustainable modes of travel and safer and more efficient ways to
move people and goods. It should not be a surprise then, that Niagara Region Council identified
“Moving People and Goods” as one of its six Strategic Priority Areas for 2015-2018.
The Niagara Economic Development Corporation also recognizes the need to make the Region’s
transportation system a priority with one of its goals being to, “Work toward the achievement of
an effective, multi-modal transportation network for Niagara.”
6

Display Board from Municipal Comprehensive Review (MCR) November 17-19th 2015 Public Information
Centres
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2 Supporting Documentation
2.1 Supportive Provincial Policies and Plans
Several Provincial policies and plans created the impetus to manage growth more efficiently and
sustainably by supporting investments in various infrastructure improvements. An overview of the
most relevant Provincial policies and plans is provided below.

2.1.1 Provincial Policy Statement (2014)
The Provincial Policy Statement (PPS) provides policy direction on matters of provincial interest
related to land use planning and development. The PPS provides guidance for development and
land use patterns, employment, housing, public space, infrastructure and public facilities,
transportation, management of resources, and protection of public health and safety.
The Transportation Master Plan should reflect the policies set out in the Provincial Policy
Statement. The PPS establishes policies which promote developments that provide practical
transportation choices while recognizing the public health benefits of active transportation. The
planning of public streets must also take into account the needs of pedestrians for improved
connectivity and mobility. The PPS also recommends that a coordinated, integrated, and
comprehensive approach be used when dealing with planning matters within municipalities, other
orders of government, agencies, and boards.

2.1.2 Growth Plan for the Greater Golden Horseshoe (2006)
The Growth Plan for the Greater Golden Horseshoe was originally released in 2006 and amended
in 2013 to update and extend the Growth Plan’s population and employment forecasts. Among
the key goals of the Plan are to:






Revitalize downtowns to become vibrant and convenient centres;
Create complete communities that offer more options for living, working, learning,
shopping and playing;
Provide housing options to meet the needs of people at any age;
Curb sprawl and protect farmland and green spaces; and
Reduce traffic gridlock by improving access to a greater range of transportation options.

The Growth Plan for the Greater Golden Horseshoe supports the need for “ready and accessible
infrastructure” that is critical to Ontario’s economic competitiveness. This includes to need “ensure
that pedestrian and bicycle networks are integrated into transportation planning.” Additionally, the
Plan identifies public transit as “the first priority for transportation infrastructure planning and major
transportation investments.”
The Growth Plan for the Greater Golden Horseshoe advocates the need to undertake
Transportation Master Plans so that transportation system planning, land use planning, and
transportation investment are coordinated and integrated. Like the Growth Plan, the
Transportation Master Plan is designed to support the movement of people through various
modes as well as the movement of goods to “facilitate efficient goods movement by linking intermodal facilities, international gateways, and communities…”
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2.1.3 Greenbelt Plan (2005)
The Province passed legislation under the Greenbelt Protection Act (Bill 135) that established a
Greenbelt Plan for the Greater Toronto Area (GTA) and Golden Horseshoe. The Greenbelt Plan
incorporates the Oak Ridges Moraine and Niagara Escarpment Plan areas, plus an additional 1.8
million acres as an area of countryside which will be protected from urban development. Areas
protected by the Greenbelt Plan are referred to as Greenbelt lands. The Greenbelt stretches from
Rice Lake in Northumberland County to the Niagara River in Niagara Region.
For purposes of the Transportation Master Plan, Section 4.2 and 4.2.1 discuss the importance of
infrastructure within the Greenbelt:
Section 4.2 – Infrastructure: “Infrastructure is important to the economic well-being, human
health and quality of life in southern Ontario and the Greenbelt….In addition, major infrastructure
serving national, provincial and inter-regional needs traverses the Greenbelt. It is also anticipated
that new and/or expanded facilities will be needed in the future to serve the substantial growth
projected for southern Ontario.”
Section 4.2.1 - General Infrastructure Policies: Acknowledges that all existing, expanded or
new infrastructure subject to approvals is permitted within the Protected Countryside of the
Greenbelt, if it “supports agriculture, recreation and tourism, rural settlement areas, resource use
or the rural economic activity that exists and is permitted within the Greenbelt…or it serves the
significant growth and economic development expected in southern Ontario beyond the Greenbelt
by providing for the appropriate infrastructure connections among urban growth centres and
between these centres and Ontario’s borders.”

2.1.4 The Big Move - Regional Transportation Plan (RTP) Review
Adopted by the Metrolinx Board of Directors in 2008, The Big Move Regional Transportation Plan
recommended over 100 priority actions and supportive policies needed to achieve the GTHA’s
future transportation vision, as well as an Investment Strategy to finance the transportation system
over the short-and long-terms. The Big Move RTP rests on three pillars: high quality of life, a
thriving environment, and a prosperous economy. It is based on an overarching vision for “an
integrated transportation system that enhances our quality of life, our environment and our
prosperity.” The vision is supplemented by 13 Goals and 37 Objectives that provide a framework
for decision making and planning.
In 2013, Metrolinx prioritized several rapid transit projects in the GTHA including a “First Wave”
of projects and a “Next Wave” – both that included the need to improve rail service to the James
Street North Station in Hamilton which would ultimately interface with expanding GO Transit rail
service to Niagara Falls.
The Big Move RTP identified rapid transit service improvements that will support expanding
service to Niagara Region. It also provides the necessary context to identify other potentially
competing rapid transit projects that could seek provincial and federal funding.
Metrolinx is presently reviewing the RTP. As part of the review, the vision, goals and objectives
from the Big Move RTP is undergoing an update to ensure they reflect current trends and
conditions. At various points during the review process, Metrolinx will offer opportunities for
stakeholders and public engagement.

April 2016

HOW WE GO

4

Context, Vision and Directions Report

The review and update of the RTP will happen in phases as shown in Exhibit 2.1 below. Phase
1, currently underway, must be completed in mid-2016, under the Metrolinx Act, 2006. Phase 2
will follow and the final phase will result in an updated RTP in mid-2017.
Exhibit 2.1: Phases of the RTP Review7

2.1.5 #CycleON: Ontario’s Cycling Strategy (2013)
#CycleON: Ontario’s Cycling Strategy looks ahead 20 years and asks what needs to be done to
help more people and communities in Ontario reap the benefits of cycling. It is designated to
encourage the growth of cycling and improve the safety of people who cycle across the province.
At the heart of the Strategy are a bold Vision, ambitious Goals, and a set of carefully targeted
Strategic Directions, as summarized in Exhibit 2.2 below. These will guide the development of
policies, programs and legislation over the next 20 years. Achieving the Strategy’s Vision requires
commitment from all partners for integrated action to:






Design healthy, active and prosperous communities;
Improve cycling infrastructure;
Make highways and streets safer;
Promote cycling awareness and behavioural shifts; and
Increase cycling tourism in Ontario.

Metrolinx Web Site (Accessed April 4 2016) – Regional Planning
http://www.metrolinx.com/en/regionalplanning/rtp/review.aspx
7
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Exhibit 2.2: #CycleON: Strategy Summary8

2.1.6 Niagara Escarpment Plan (2005)
The Niagara Escarpment Plan provides for the maintenance of the Niagara Escarpment and land
in its vicinity substantially as a continuous natural environment, and to ensure only such
development occurs as is compatible with that natural environment. The Niagara Escarpment is
725 kilometres long, traversing several municipalities within southern Ontario. In Niagara Region,
the Niagara Escarpment is located within northern and central portions of the Region, traversing
Grimsby, Lincoln, Pelham, St. Catharines and Niagara-on-the-Lake.
The Niagara Escarpment Plan serves as a reminder to the Transportation Master Plan that the
need to preserve and protect the Niagara Escarpment constrains where both growth and
supportive transportation infrastructure can occur. It also identifies potential locations where
cycling and pedestrian trails can improve access to these pristine lands.

2.2 Supportive Regional Policies and Plans
Like the Provincial policies and plans, the Region has proactively advanced transportation
initiatives to manage growth more efficiently and identify new transportation corridors. Supportive
Regional policies and plans are provided below.

2.2.1 Regional Official Plan (2013)
The Regional Official Plan is the long-range, community planning document that is used to guide
the physical, economic and social development of Niagara Region. The Plan contains objectives,
policies and mapping that implement the Region’s approach to managing growth, growing the
economy, protecting the natural environment, resources and agricultural land, and providing
infrastructure. Regional Official Plan Amendment (ROPA) 6, has been developed to protect future
transportation corridors and transit facilities so that they “can be developed to achieve growth and

8

#CycleON Web Site (Accessed April 4 2016) http://www.mto.gov.on.ca/english/publications/pdfs/ontariocycle-strategy.pdf
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employment goals without compromising existing and planned land uses.” ROPA 6 includes the
protection of:







The Niagara-to-GTA East Area Corridor;
The Highway 20 By-Pass;
Lands identified for the future Casablanca Boulevard GO Rail Station;
Lands identified for the future Beamsville GO Rail Station;
Lands identified for the future St. Catharines VIA Rail/GO Rail Station; and
Lands identified for the future Niagara Falls VIA Rail / GO Rail Station.

ROPA 6 also established requirements and conditions for planned corridors and transit facilities.
However, ROPA 6 is still under review for compliance with the Ministry of Transportation, Ontario
(MTO) plans which at this time are still being studied.
The Regional Official Plan and the Transportation Master Plan will be unified to ensure land use
and transportation policies and strategies are integrated to support Niagara’s prosperity and
growth.

2.2.2 Niagara Transportation Strategy Update (2012)
Niagara’s first comprehensive Transportation Strategy was completed in 2002, and updated in
2012. The strategy was to guide the implementation of important transportation improvements in
Niagara Region. The 2012 Transportation Strategy Update introduced eight new Guiding
Principles that replace the Strategic Directions from 2002.
The Eight Guiding Principles:


Recognize that all modes of transportation are important and have a role to play in the
day-to-day lives of our citizens, our community’s health, and the growth of our economy.



Improve connectivity, travel and commuting conditions within, to and from Niagara for our
residents, employees, and visitors.



Improve conditions for the efficient and appropriate movement of goods within, to and from
Niagara.



Recognize the influence that transportation and land use development have on
economics, social well-being, public health, and the natural environment, and support
plans, policies, infrastructure and programs that improve these aspects of life in Niagara.



Encourage increased use of transit and active transportation through the development of
supportive plans, policies, programs and infrastructure.



Recognize the importance of railway facilities, Niagara airports, and the international
bridges, their roles in the movement of goods and people and their contributions to
Niagara’s economy.



Encourage coordination between departments, agencies, governments, businesses and
the community in the areas of transportation planning and project/program
implementation.



Include a comprehensive accessibility review, including the social, environmental and
economic perspectives, in the planning of new or improved transportation programs,
infrastructure and initiatives.
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Strategic Initiatives included several road, highway, active traffic management, transit, cycling
and pedestrian measures designed to optimize the Region’s existing transportation networks.
The Region’s Transportation Strategy is essentially a precursor to the Transportation Master Plan
in that it will further examine the Strategic Directions and Initiatives in a manner that satisfies the
Municipal Class EA process while developing a more robust implementation plan.

2.2.3 Fostering an Environment for Economic Prosperity (2014)
Endorsed by Regional Council in early 2015, Fostering an Environment for Economic Prosperity
was developed to support Regional Council in determining strategic directions for the 2014-2018
term. The Plan identifies strategies that would support economic prosperity and make Niagara
more competitive. One of the focuses was to evaluate the role that transportation and transit play
in supporting economic competitiveness, as well as identify strategies that would enable a more
efficient and vibrant transportation system.
Relative to transportation, the economic plan viewed the Region’s Transportation Master Plan as
“the basis for success in this area.” It touted the Transportation Master Plan as the impetus to
“work collaboratively with area municipalities…providing a comprehensive multi-modal strategy
for transportation in Niagara.” The economic plan also viewed the Transportation Master Plan as
the vehicle to advance the Region’s Mobility Hub Strategy and the expansion of GO Transit rail
service to Niagara Falls.

2.2.4 Niagara GO Rail Service Expansion Business Case (2015)
The Business Case provides the justification to operate and provide the necessary infrastructure
for GO Transit rail service between Hamilton and Niagara Falls with stops in Grimsby and St.
Catharines. The Business Case specifically recommends the Province operate regular two-way
weekday service between the GTHA and Niagara to improve access to both areas.
The Business Case demonstrated the economic, social and transportation benefits of expanding
GO Transit service to Niagara Region which strategically would serve as a “jewel” of the
Transportation Master Plan’s transit recommendations.

2.2.5 Niagara GO Rail Service Expansion Study (2015)
The Niagara GO Rail Service Expansion Study revisited the prior recommendations developed
for a 2011 environmental assessment study that examined an expansion of the Lakeshore West
GO train service into Niagara Region. The 2015 study presented an alternative opening day
scenario that would require smaller capital expenditure, while addressing the most significant
constraints brought forward in the environmental assessment study. The study also
recommended strategies that will largely mitigate these primary barriers to initiating GO train
service to Niagara Region by separating the service from the Lakeshore West service to provide
operational and scheduling flexibility, and to avoid having delays on one service impacting the
other.
The expansion of GO Transit rail service into Niagara Region has been identified as a priority by
Regional Council. The Transportation Master Plan will use GO Transit’s approved 2011
Environmental Study Report, the 2015 Business Case study and the 2015 Expansion Study to
further justify the need for the rail service and the infrastructure required to support it.
April 2016
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2.2.6 Regional Niagara Bikeways Master Plan (2003)
The Regional Niagara Bikeways Master Plan established a long-term vision and strategy to
provide programs and infrastructure to support recreational, tourism and utilitarian cycling. A key
component of the Plan was a proposed Region-wide network of on and off-road cycling facilities
that were identified to enhance the existing system while connecting local communities. The
Master Plan developed a set of planning and design guidelines as well as a strategy to improve
coordination among local communities.
The Regional Niagara Bikeways Master Plan laid the early groundwork to plan and design a
Regional bikeway network. Although the Bikeways Master Plan is somewhat dated, it will serve
as the basis for developing significant cycling and pedestrian infrastructure improvements to
support Active Transportation and which shall be reflected in the Niagara Region Transportation
Master Plan.

2.2.7 Complete Streets for Niagara Discussion Paper (2013)
The Complete Streets for Niagara Discussion Paper was a by-product of the 2011 Active
Transportation Summit hosted by Healthy Living Niagara to explore ways to make walking and
cycling more accessible and occur more often within the region. The Discussion Paper defines
“Complete Streets”, broadly identifies its benefits to Niagara Region and identifies challenges to
incorporate Complete Streets into local municipalities. At the 2015 Niagara Active Transportation
Summit, attended by more than 200 people, Complete Streets was identified as one of the three
top priorities.
The Discussion Paper aimed to:


Define Complete Streets and how they might function in the Niagara Region;



Illustrate best practices on how to implement Complete Streets enhancements and policy;



Raise questions about implementation and illustrate the benefits of improving active
transportation in the Niagara Region; and



Outline the project process.

2.2.8 The Complete Streets Model Policy Handbook (2013)
The Complete Street model policies that were outlined in this report were derived from existing
local policies and best practices from other communities. These policies were written as a
foundation to support official plans, secondary plans and transportation master plans. The
policies encourage actions and investments that can contribute to healthy communities while at
the same time addressing Provincial interests as outlined within the Planning Act. The Model
Policy includes approved planning policies from local municipal official plans and other Regional
planning documents and guidelines. These policies were provided to address concerns put
forward by stakeholders during a rigorous consultation process.
The Handbook identifies potential goals, objectives and best practices designed to enhance land
use and transportation policies in Niagara Region supportive of Complete Streets. Elements of
the Handbook will serve as the foundation to develop Complete Streets policies tailored to
Niagara Region.
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2.2.9 Niagara Region GO Hub and Transit Station Study (2016)
Niagara Region, in partnership with the municipalities of Grimsby, Lincoln, St. Catharines and
Niagara Falls and in consultation with Metrolinx, is undertaking a GO Transit Hub and Transit
Stations Study. The study is being undertaken to support the future introduction of two-way GO
train service between Niagara Falls and Hamilton.
The study will involve the preparation of detailed Secondary Plans and Transit Station Functional
Plans for station sites and surrounding areas in Grimsby, Lincoln, St. Catharines and Niagara
Falls to promote investment, support transit-oriented development and guide decision-making
around the station areas. The Hub and Transit Station Study Area Plans will also help to support
and inform a number of on-going strategic initiatives, including the Region’s Growth Management
Strategy - Niagara 2041, as well as the Servicing Master Plan and development charges by-law.
The goals and objectives of the assignment are to:


Identify a long-term vision and plan for the future GO stations and the lands around the
stations;



Proactively plan for growth and economic development;



Support opportunities for high quality urban design, integrated mobility and transitsupportive development;



Effectively consult and collaborate with key stakeholders, agencies and the public;



Identify critical infrastructure needs.

The expected outcome of this assignment includes preliminary designs for each of the station
areas, along with secondary plans for the lands around the station areas (generally the lands
within approximately 800 metres of the planned station areas). The four secondary plans will be
prepared under the Planning Act.

2.2.10 A Review of the Niagara Region Role in the Operation of the Public Airports
in the Region (2016)
Within the Region of Niagara there are currently two publicly owned airports, each operated by
its own Commission. In June and July of 2015, each of the two Commissions, as well as each of
the local municipalities that fund the airports, passed similar motions requesting that the Region
assume, or consider assuming, operations of the respective airports.
At its meeting on July 23, 2015, Niagara Regional Council approved the following motions:
A. That Regional Council SUPPORTS engaging in preliminary discussions with the Niagara
District Airport Commission and its participating municipalities: the Cities of St. Catharines
and Niagara Falls and the Town of Niagara-on-the-Lake, regarding the potential transfer
of the operations of the Niagara District Airport Commission to The Regional Municipality
of Niagara;
B. That Regional Council SUPPORTS engaging in preliminary discussions with the Niagara
Central Airport Commission and its participating municipalities: the Cities of Welland and
Port Colborne, the Town of Pelham, and the Township of Wainfleet, regarding the potential
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transfer of the operations of the Niagara Central Airport Commission to The Regional
Municipality of Niagara;
C. that the Chief Administrative Officer BE DIRECTED to meet with the staff of the local
municipalities to jointly review and prepare the necessary background information and
options for Regional Council; and
D. That the Chief Administrative Officer REPORT BACK to the Transportation Strategy
Steering Committee with a detailed report and recommendations in the first quarter of
2016.
The Region has currently retained a consultant team to complete this review.

April 2016

HOW WE GO

11

Context, Vision and Directions Report

3 Where Are We Now?
3.1 The Niagara Setting
Niagara Region is a regional municipality comprising twelve municipalities of Southern Ontario,
as shown in Exhibit 3.1. As a regional municipality, the Niagara Region Council includes
representation from each of these twelve municipalities.
Exhibit 3.1: Local Municipalities of the Niagara Region9

Niagara’s neighbours include:





9

The City of Hamilton;
Haldimand County;
Niagara County, New York State; and
Erie County, New York State.

Niagara Region Policy Plan 2011 – Physical and Economic Background
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Niagara Region is connected to its neighbours by a series of transportation networks highlighted
by the Queen Elizabeth Way (QEW) through the northern and eastern sections of the Region.
Highway 406 and Highway 140 connect the Region north-to-south.
There are four International Border Crossings including:





The Peace Bridge;
The Whirlpool Bridge;
The Queenston-Lewiston Bridge; and
The Rainbow Bridge.

Although not considered a member of the Greater Toronto Hamilton Area (GTHA), Niagara
Region has several rail corridors that are primarily freight corridors at present, but have great
potential to be used for commuter and tourism passenger travel. However, these rail corridors
also present themselves as physical barriers throughout the region as there are few rail-road
grade separations.
Tourism is a primary economic generator for the Region highlighted by the world-renowned
Niagara Falls and the emergence of eco-tourism made possible by the Niagara Escarpment which
includes the Bruce Trail and enhanced by the increase in interest in cycling tourism. These natural
features are enhanced by Niagara’s unique wine industry and emerging reputation as a world
class destination for golfing. The Niagara Wine Route, the Waterfront Trail, and the Greater
Niagara Circle Route are all draws for tourists from global destinations to come and visit Niagara
and enjoy it by car, rail, bus, cycling, or walking.

3.2 The Road Network
3.2.1 Existing Road Network
Currently, the roadway network within the Niagara Region, as shown in Exhibit 3.2, is
controlled by four jurisdictions:
1. Provincial (195 linear km), including:
 Highway 405;
 Highway 406;
 Highway 420;
 Queen Elizabeth Way;
 Highway 58;
 Highway 58A;
 Highway 140; and
 Highway 3
2. Regional (772 linear km);
3. Municipal (3,500 linear km); and
4. The Niagara Parks Commission (56 linear km).
In February, 2009, the Region completed its Transportation Sustainability Review. In it, the
Regional Road Network was described as having the following functions and should follow these
multi-modal guidelines:
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“The high capacity, high diversity function of regional roads distinguishes them from the
remaining hierarchy of the less-travelled public roads. To function as multi-modal routes,
regional road corridors should be:


High-Capacity: Regional road corridors should continue to accommodate the highest
volume of people, goods and services through a diversity of travel modes, and their design
should facilitate the safe and efficient movement of these modes;



Safe: The design of regional road corridors should maximize safety for all travel modes
and users;



Supportive of Other Modes: Regional road corridors should encourage the growth in
walking, cycling, and public transit where viable; and



Compatible for Heavy Vehicles: Regional road corridors should be designed to safely and
efficiently move heavy vehicles, buses, and emergency vehicles. Proper design will
minimize vehicle conflicts with pedestrians and cyclists and reduce roadway maintenance
costs.”

Applying these guidelines, and other developed criteria, the above noted study recommended
jurisdictional reviews for both the short-term and the long-term.The result of the review of the
Regional Road system indicates a possible net increase of 9 km to the network over the next 25
years.

3.2.2 Performance
The QEW, being the primary provincial facility in the region, experiences regular congestion
during the weekday peak periods and during peak tourist traffic times. As the areas that border
the QEW continue to grow, the commute times are also growing, especially in the section between
St. Catharines through to Hamilton.
The MTO has completed an Environmental Assessment for the widening of the QEW from
Mountain St. to McLeod Rd in Niagara Falls, but construction has not yet been initiated.
Being the primary auto route between US border crossings and many southern Ontario
destinations such as Hamilton and Toronto, the QEW attracts both through and local traffic. The
US border connections in Niagara, being the Lewiston-Queenston Bridge, the Rainbow Bridge,
the Whirlpool Bridge and the Peace Bridge, bring to the QEW some of the most significant crossborder traffic, either commercial or tourist.
Highway 406 has recently been extended to the south into Welland, creating some relief to
commuter travel in the north-south direction, but since it does not extend all the way to the
southern peninsula, traffic must divert to either Highway 140, or onto the Regional Road system.
Summer average daily traffic volumes can be higher than the average daily traffic in Niagara due
to its attractiveness as a tourist and recreational centre. Very high traffic volumes leading to traffic
congestion is especially bad during peak summer weekends around hotel check-in and checkout times.
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Exhibit 3.2: Niagara Region Transportation Facilities10

10

Niagara Region
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3.2.3 Niagara Region Expansion Plans
Every year the Region releases its road improvement program as endorsed by Council. Included
are both short term and longer term planned and ongoing projects for improving the existing road
and infrastructure network, or expanding the network.
Class Environmental Assessments are performed prior to undertaking any major road
construction projects to identify and address their overall impact on the social, cultural and natural
environment. This is an approved process that municipalities must follow under the Ontario
Environmental Assessment Act. A few planned road network expansion projects worth noting are:


South Niagara East-West Arterial Road (between the southerly limit of Highway 406 and
QEW in Fort Erie);



New Escarpment Crossing Arterial Road (extending south from the QEW, between the
Hamilton / Niagara boundary and Vineland); and



New Highway 406 Interchange (At Third Ave. Louth in St. Catharines).

The categories included within the Region’s Road Improvement Program, as shown in Exhibit
3.3, include:


“Future Construction Projects Under Design involve the preparation of detailed design
contract drawings and technical specifications for construction projects, such as new
roads and road widening, road reconstruction and/or rehabilitation, bridge rehabilitations,
grade separations, and intersection improvements.



New roads and bridges address the need for improved road network connectivity and / or
open up previously inaccessible lands for development. Road widenings add capacity for
vehicle travel, and / or dedicated lanes / facilities for transit, walking or cycling.



Major Road Construction includes the construction of new roads, and the widening or
reconstruction of existing roads as part of the Region’s 10-Year Capital Roads Program.
Road Resurfacing involves grinding out and repaving the road surface to restore it to its
original state. Restoration of damage caused to sod, driveways and private curbs as a
result of construction is also included in the roads resurfacing contract.



Bridge Rehabilitation involves the modification, alteration or improvement of existing
bridges on Regional Roads. The work is performed to correct deficiencies that will extend
their service life or increase their load carrying capacity.



Bridge Replacement involves the replacement of existing bridge structures that have
reached the end of their service life.



Grade Separations allow one road to pass over or under another road or a railway,
physically separating conflicting traffic streams.



Intersection Improvements are modifications to improve the safety and / or capacity of an
intersection, such as adding turn lanes and curbs, resurfacing the road and changing
pavement markings, installing new traffic signals, and creating roundabouts.”
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Exhibit 3.3: 2015 Road Improvement Programs – Niagara Region and MTO11

3.2.4 Provincial Expansion Plans
It is important to acknowledge that the Province has been initiating highway rehabilitation projects
and are planning highway expansion projects in Niagara.
Based on the Province’s Southern Highways Program 2015 – 2019, as shown in Exhibit 3.3
above, the province has a significant number of bridge projects either underway or planned for
the 2016 – 2019 time frame. The majority of these are on Hwy 406 or along the QEW corridor.
Some are of significance to the Region including:





Rehabilitation of the Hwy 406/QEW Interchange in 2018;
Rehabilitation of the Hwy 58/Hwy 406/St. David’s Rd. interchange in 2018;
Rehabilitation of the QEW/Hwy 420 Interchange also in 2018; and
Replacement of the Garden City Skyway on QEW which is in the planning stage.

In the planning for the future, the MTO is planning several key projects important to the Region of
Niagara including:



The extension of Hwy 406 from Welland to Port Colborne;
The widening and rehabilitation of the QEW from McLeod Rd. to Mountain Rd.; and

11

Niagara Region (Accessed April 4 2016) http://www.niagararegion.ca/ and MTO Web Sites (Accessed
April 4 2016) http://www.mto.gov.on.ca/english/highway-bridges/southern-and-northern-highwaysprograms.shtml
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The widening and introduction of HOV lanes along the QEW from Hwy 406 to Guelph
Line.

The Province is also presently addressing several strategic planning studies, some of which are
highlighted in Exhibit 3.4. A few key studies that affect transportation in south-west Ontario
include:
 Transportation Development Strategy for Niagara to GTA (NGTA) corridor (previously
known as the Mid-Peninsula corridor). This study is presently inactive since the completion
of the Environmental Assessment Phase 1 work completed in 2013. Niagara Region
continues to advocate for the NGTA East Area segment (connecting Hwy 406 to the QEW)
as a strategic priority of Council;


Environmental Assessment for the GTA West corridor. This new facility was proposed to
traverse the north-western municipalities of the GTA (York, Peel, Halton) in an east-west
direction eventually connecting with Hwy 401 in the Milton area. However, the Province
has recently put their commitment to the GTA West corridor project on hold; and



The Province is initiating a Greater Golden Horseshoe (GGH) Multimodal Transportation
Planning Study that will develop a 30 year plan to support provincial growth, economic
and environmental objectives.

The NGTA and GTA West Corridors together would provide a new economic corridor from the
GTA and other urban centres in southern Ontario to Niagara Region and the United States.
Through a charter agreement, Niagara Region has been working with Hamilton, Halton, Peel and
Waterloo Region to provide a collective voice for strategic transportation planning in southwestern Ontario.
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Exhibit 3.4: Major Highways and Traffic Flows12

3.3 Multi-Modal Transportation
3.3.1 Airports
Niagara has access to three International commercial and cargo airports within a one and a half
hour drive. The largest airports are Lester B. Pearson International Airport located in Toronto, and
Buffalo-Niagara International Airport located in Buffalo, New York. Although Hamilton
International Airport is significantly smaller, it also services international carriers. Both BuffaloNiagara, Lester B. Person and Hamilton airports have the capabilities to ship products non-stop
internationally. Within the Region of Niagara there are currently two publicly-owned airports, each
operated by its own Commission, as shown in Exhibit 3.5. They are:



12

St. Catharines/Niagara Airport (Niagara-on-the-Lake); and
Welland/Niagara Central Airport (Welland).

Niagara Region
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In June and July of 2015, each of the two Commissions, as well as each of the local municipalities
that fund the airports, passed similar motions requesting that the Region assume, or consider
assuming, operations of the respective airports.
The St. Catharines/Niagara District Airport (NDA) is located in Niagara-on-the-Lake, Ontario,
Canada, on Niagara Stone Road (Regional Road 55) at Airport Road (Regional Road 90), just
north of the Queen Elizabeth Way and east of the City of St. Catharines. The airport has no
scheduled passenger services, despite being the closest sizeable Canadian airport to Niagara
Falls. The airport is classified as an airport of entry by NAV CANADA and is staffed by the Canada
Border Services Agency. The NDA features a 5,000-foot runway, 24-hour Customs clearance,
NAV CANADA on site, and Avgas and Jet Fuel refueling available. Although the airport primarily
serves general aviation (GA) aircraft, it is not unusual to see chartered aircraft (turboprops and
business jets) delivering passengers to waiting limousines for a ride to the Niagara Fallsview
Casino Resort or other local attractions.
The Welland/Niagara Central Dorothy Rungeling Airport (NCDRA) was established in 1941 in
response to a training need for pilots in World War II. The NCDRA is a community-owned airport,
supported by the Cities of Welland and Port Colborne, the Town of Pelham and the Township of
Wainfleet, and is operated by the Niagara Central Airport Commission. The NCDRA is located in
the South Central area of the Niagara Peninsula between Welland and Pelham. The airport is
situated in the municipality of Pelham. The NCDRA has two active paved runways (3,493’ by 100’
& 2,663’ by 50’), external tie-down spaces, two 60-year old, largely unimproved hangar buildings,
a building used by the Air Cadets for training, an administration office/pilot lounge building and
five privately-owned hangars. The NCDRA is not Transport Canada certified, which is only
required by airports operating or contemplating scheduled services.
There are other privately operated airports in the region including the Grimsby Airport on the
Niagara Escarpment brow that primarily serves local business operators and recreational private
use.
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Exhibit 3.5: Airport Locations13

St. Catharines/Niagara District
Airport
Grimsby Airport

Welland/Niagara Central
Airport

3.3.2 Seaway and Ports
The Great Lakes/St. Lawrence Seaway was built as a binational partnership between the U.S.
and Canada, and continues to operate as such. Niagara is strategically located on the Welland
Canal, which is part of the St. Lawrence Seaway System, linking Lakes Ontario and Erie. The
Welland Canal circumvents Niagara Falls. Its eight locks lift a westbound vessel 99.4 m over a
distance of 43.5 km.
The Welland Canal provides direct international shipping access to and from Niagara. Docking
facilities are located at Port Colborne, Port Robinson, Thorold and Welland along the canal. These
are highlighted in Exhibit 3.6. There are also companies that provide docking and loading
services at several of these canal locations.






The Welland Canal corridor has 20 wharves along its 43 km stretch from Lake Ontario to
Lake Erie;
Approximately 32 vessels can go through a lock on a busy day in the Canal;
Vessels 222.5 m (740 feet) long and 23.8 m (78 feet) wide and loaded to a draft of 8 m
(26 feet 3 inches) can pass through a lock;
Iron ore and wheat constitute the main commodities carried through the Canal;
Other bulk commodities carried through the Canal include corn, barley, soybeans, coal,
steel, fuel oil and other petroleum products;

13

Developed from the Niagara Region Web Site Map (Accessed April 4 2016)
http://www.niagararegion.ca/
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Project cargoes (e.g. large gas turbine assemblies, boilers, and wind turbines) also
utilize the Seaway in order to reach their intended destinations; and
Tens of millions of tonnes of cargo are shipped every year via the Welland Canal.

Less than one hour away, The Port of Hamilton handles the largest volume of cargo and shipping
traffic of all the Canadian Great Lake ports, ranking it among the top ten ports in Canada. The
port is equipped to handle cargoes that range from raw materials such as coal, iron, salt, sand,
grains and soybeans to liquid fertilizer and jet fuel.
In 2014, the Welland Canal carried over 31,000,000 tonnes of cargo representing almost a 9%
increase over the cargo carried in 2013. Of this, over 10,000,000 tonnes were agricultural
products (e.g. wheat, corn, soybeans, etc.), over 14,000,000 tonnes were mine products (iron ore,
coal, salt, etc.), and just under 7,000,000 tonnes were processed products (e.g. iron and steel,
petroleum, chemicals, etc.). While the agricultural product tonnage carried was up significantly
from 2013 to 2014, mine products were down which reflects the changing economy in Canada
and the slowdown of mineral and natural resources extraction activities.
Exhibit 3.6: Locations of Major Rail Lines and Port Facilities14

14

Display Board from Niagara Region Transportation Strategy Update April 23rd, 2012 Public Information
Centre
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Currently enjoying a resurgence in the Great Lakes / Seaway System is overnight passenger
cruising. A new generation of ocean cruise ships is now rediscovering the Great Lakes as an
excellent cruise destination.
The St. Lawrence Seaway Management Corporation, the City of Port Colborne and a number of
private operators provide port services in Port Colborne. The Port provides several strategic
advantages. It is within 20 minutes of the border crossing at Buffalo, NY and 30 minutes from the
border crossing at Niagara Falls, NY.
Port Colborne has extensive experience in the movement of bulk goods such as aggregates, grain
and energy products. A public grain elevator acts as a storage facility and intermediate location
to move bulk product from smaller ships to larger ships. Snider Dock Service and Great Lakes
Stevedoring, a division of Quebec Stevedoring Limited, offer stevedoring services in Port
Colborne, with immediate connections to road and rail.
The capabilities for the movement of over-dimensional and specialized project cargo gives Port
Colborne an advantage not found in many port facilities on the Great Lakes. Operators in Port
Colborne have experience and expertise in handling: Wind Towers, Nacelles, Wind Turbine
Blades, Plate and Roll Steel, and Large Engineered Products.
Complementing Port Colborne's location advantages is the City owned Port Colborne Harbour
Railway which connects to both CN and CP main lines. The Port Colborne Harbour Railway is
operated by Trillium Rail, which manages several short-lines in Ontario.

3.3.3 Trucking
Trucking within the Niagara Peninsula faces many constraints. The QEW can be very congested
on weekday peak periods and during high-tourist times. However, trucking on the QEW
represents approximately 15% of the total traffic volumes on the QEW on an average weekday.
Many truckers look for alternative routes to traverse Niagara but face challenges there as well.
The Niagara Escarpment is considered a significant barrier to trucking activities. The steep grades
of 6% to 12% across the face of the escarpment creates safety and operating concerns for local
and regional deliveries.
One international initiative that is considered to be a key to improving goods movement
throughout the Niagara region and beyond is Continental 1. As shown in Exhibit 3.7, Continental
1 is a 1,500-mile direct route from Toronto to Miami.
The completion of Continental 1 has many benefits but can be summarized in five areas of focus:
1.

2.

3.

Trade Corridor – Completion of Rt. 219 through New York, Pennsylvania and Maryland will
provide attractive logistics benefit for manufacturing attraction and expansion throughout
the corridor, providing a shorter, more cost-efficient trucking route for East Coast, Midwest
and Canadian shippers.
Linkage – Improved linkage between the cities, towns and villages along Rt. 219 are a key
benefit of the completion of the highway, offering enhanced accessibility for commercial and
personal travel.
Safety – A primary goal of Continental 1 trade corridor is to improve safety by detouring
heavy long-distance traffic onto the corridor, away from the central business districts.
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4.

5.

Tourism – Greater accessibility to
communities along the Rt. 219
corridor
will
provide
growth
opportunities for the tourism and
entertainment
industries,
particularly in Western New York and
Pennsylvania.
Job Creation and Economic
Development – Completion of
Continental 1 will lead to significant
job growth and economic impact by
allowing communities along the
corridor to take advantage of current
initiatives such as the growth of the
Marcellus Shale natural gas industry,
the strengthening trade relationship
with Ontario, and the expansion of
the Panama Canal.

Exhibit 3.7: Continental 1 Route Map15

3.3.4 Freight Rail
Niagara has several short line railways and
two national railway systems running
through the region as shown in Exhibit 3.8.
The short line systems include Trillium
Railway, Norfolk Southern, and Railink
Southern Ontario. The two national
railways are Canadian National Railway
(CNR) and Canadian Pacific Railway
(CPR). These railways feature several
suitable train-loading facilities. The rail
corridors are often shared with passenger
carriers such as Amtrak, but also between
the freight carriers. Many routes have been
reconciled in recent years as well to avoid
urban centres such as Niagara Falls.
One of the short line railways, the Trillium
Railway, operates Port Colborne Harbour,
which connects rail infrastructure with
interchangers to the major lines in the area.
Through the interchanges, customers are
connected to the vast North American
railway network and marketplace.

15

Continental 1 Web Site (Accessed April 4
2016) http://continental1.org/maps
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Canadian National Railway (CNR) has several yards in the region. Canadian Pacific Railway
(CPR) in the Niagara Region basically has one major and three minor Subdivisions. The heavily
traveled Subdivision is the CPR Hamilton Subdivision
Exhibit 3.8: Key Transportation and Logistics Infrastructure 16

3.4 Transit
3.4.1 Local Transit
Of the 12 municipalities within the Niagara Region, there are 3 public municipal transit providers;
those being: Niagara Falls Transit; St. Catharines Transit; and Welland Transit. Pelham has
recently initiated a local transit system for a very limited range of routes. Thorold has service
provided by St. Catharines Transit. Fort Erie and Niagara-on-the-Lake have community services
on a limited number of routes. Grimsby and Lincoln are planning to initiate studies to explore local
transit services in those communities.
The St. Catharines transit headquarters and maintenance garage was opened on First Street
Louth in 1991. A modern downtown terminal was opened in December of 1996. A hub for city and
16

Report - Niagara Transportation and Logistics Sector Development, Oct. 7, 2013, CPCS
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intercity routes, the passenger terminal is located within the first floor of the provincial Ministry of
Transportation building on the corner of St. Paul Street and Carlisle Street. As of 2013 there were
20 bus routes (all buses being fully accessible), 135 employees, 66 conventional buses, and 8
paratransit buses.
Established in 1960, Niagara Falls Transit originally operated ten routes. The current service now
provides 14 Monday to Saturday daytime routes, Eight Evening & Sunday & Holiday routes and
three shuttle services for Brock University and Niagara College (Welland and Glendale). In 2007
the operation of Niagara Falls Transit was taken over by the transportation department of the City
of Niagara Falls, the following year it changed its name to Niagara Falls Transit. The motto for
Niagara Falls Transit is "The way to go". On October 8, 2013 Niagara Falls City Council approved
the re-routing of Niagara Falls Transit effective January 5, 2014.
In 2015, the city’s new $25-million, 26,000 ft2 bus maintenance and storage building was opened
in southwest Niagara Falls. The new facility was necessary because the former Niagara Falls
Transit building was 55-years-old and was in rough shape. It also didn’t have enough room to
handle new fleet, including the new WEGO buses. The new property, on Heartland Forest Rd.
behind Niagara Square and is almost four times the size of the previous location. 36 buses can
be stored at the new facility. There is space for the city’s fleet of transit and WEGO buses, as well
as GO buses, Chair-A-Van buses and the city’s parking vehicles.
WEGO, previously operated as the Falls Shuttle, the Niagara
Falls Parks shuttle service replaced on Monday August 13,
2012 by a new Niagara Falls Visitor Transportation System
branded as WEGO. Full WEGO service commenced on the
23rd of August, 2012. Service operates on a more frequent service than the conventional City of
Niagara Falls transit service, and is split among four routes; the Red line operating between the
main transfer hub near Table Rock and the Lundy's Lane corridor, the Blue line operating between
the hub and Marineland. WEGO buses are fitted with the latest in intelligent transportation
technology, featuring on-board screens, next stop display and announcements, transit signal
priority and real-time information on the Web. The buses also use the latest in clean diesel
technology and have new maintenance and cooling technology which results in a reduction of fuel
consumption and emissions.
Welland Transit provides public transport services locally. Since its inception in 1973 the bus
service had been operated by a private company, Metro Niagara Transit, funded by the city who
assumed full operation of the transit system in 1977. Eight scheduled routes provide Monday to
Friday daytime service with two additional community bus routes that give extended service
during off-peak times and provide evening service after the regular routes stop running. Weekday
service is provided on two routes to destinations outside the city; to Port Colborne and St.
Catharines. Additionally, Welland Transit operates two community shuttles for the city of Port
Colborne. For outlying areas of the city not on current transit routes, a service named Trans-Cab
offers taxi connections to the conventional bus service for a small additional fee. Accessible
services, for people unable to make use of regular buses, are available within the city or across
the region.

3.4.2 Niagara Region Transit
Unlike other regional transit systems in the province, NRT operates with, rather than replaces,
the existing municipal transit systems operating in the region by connecting them together.
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Service commenced the morning of September 12th 2011, with fares of $6 per intercity trip,
including transfer between two local municipal transit services. The transit fare cost was $5 for
the first six months.
The NRT service, as shown in Exhibit 3.9, is operated under partnership with the local transit
operators of St. Catharines, Niagara Falls and Welland, with a revenue sharing arrangement so
that the rider pays once at the time of boarding for inter-municipal trips. The service also connects
Fort Erie, Port Colborne, Niagara-on-the-Lake, and Pelham. The Pelham transit service started
in 2015 as two year pilot project funded, in part, by MTO under the Communities Grant program.
The inter-municipal transit service is utilized by the general public for travel between municipalities
for education, employment and other business. This service is of particular importance for the low
wage earners traveling across municipalities for employment and for seasonal work in the tourism
areas. This inter-municipal transit service supplements the transit service provided by local
municipal transit and private coach operators.
Exhibit 3.9: Niagara Region Transit Route Map and Schedule17

In 2015, 191,120 trips were taken on the NRT system. This was 12% higher than the 171,197
trips taken in year 2014. The increase in ridership is mainly due to the increase in Niagara College
student use (U-Pass rides) and the growth in both Cash and Pass trips. The 15% decrease in the
feeder rides is due to redistribution of this category to U-Pass rides as the Niagara College
students were allowed to board the NRT buses during the months of May through August (2015)
following an agreement with the Niagara College Student Administrative Council (NCSAC).

17

https://www.niagararegion.ca/transit/routes-xml.aspx accessed 15/02/2016

April 2016

HOW WE GO

27

Context, Vision and Directions Report

Based on 303 operating days of the NRT service, the 191,120 trips are equivalent to an average
of approximately 7.1 riders per bus trip. Compared to 6.7 riders per bus trip in 2014, the average
number of riders per bus has improved, though still allows for a significant increase in ridership
before the capacity of the buses is reached.

3.4.3 Specialized Transit
A regional paratransit service, Niagara Specialized
Transit, has been in operation since November
2006 and operated by BTS Network Inc. To be
eligible, one must be traveling from one municipality
to another, have some form of physical limitation,
and have a trip purpose that is either for medical
appointments,
employment,
or
educational
activities.

3.4.4 Commuter Rail
In 2012, VIA cancelled two daily, weekday return trains and Saturday and Sunday trains which
ran from Niagara Falls to Toronto. The last commuter train arrived in St. Catharines in October
that year. However, on February 8, 2016, St. Catharines Council unanimously passed a motion
Monday urging VIA Rail and the federal government to restore VIA train service in Niagara. With
the absence of a VIA rail choice, riders instead rely on Amtrak (one train daily, in each direction),
GO Transit (summer GO train service, and multiple daily trips year-round by GO bus service),
and private providers for their commuter service from Niagara.
Niagara is advocating for daily GO rail commuter service to Niagara Falls with stops in Grimsby,
St. Catharines and Niagara Falls. The advocacy is led by the 12 mayors of Niagara, Niagara
Region staff, municipal CAOs, post-secondary institutions, the non-profit sector, industry partners,
associations and businesses. As a result of these advocacy efforts, the Premier has directed a
group, including policy advisors from the Premier's Office, the Minister of Transportation's office
staff, Metrolinx and Niagara officials to perform the necessary due diligence to make expansion
to Niagara happen.
In April 2015, Niagara Region produced a business case for GO rail commuter service expansion
entitled: “NIAGARA GO RAIL - A Case for Weekday GO Train Service between Niagara and the
GTHA”. The following sections from that document highlights why the time is now for this service
expansion.
“While GO bus service currently operates in the region, rail service not only signals a real
commitment on the part of the Province, but a sense of permanence for the residents and
businesses of Niagara, potential residents looking to relocate and investors looking to
help strengthen Niagara’s communities. With the compelling and proven socioeconomic
benefits of GO expansion, Niagara will be poised for future growth and prosperity. Niagara
stands ready to mobilize all of the tools at its disposal to ensure a Provincial investment in
GO rail expansion to Niagara Falls, with stops in Grimsby and St. Catharines, will realize
provincial objectives and be a catalyst for economic prosperity in our communities.
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GO Transit is a catalyst for growth and expansion, as well as a cornerstone for future
routing and the establishment of mobility hubs. On a local scale, extending GO rail is
known to have a dramatic effect on the areas surrounding stations.
GO Transit envisions its stations being ‘a transformative force in communities, providing
busy transit hubs for local and interregional travel, and shaping sustainable employment,
institutional, and residential communities.’
Niagara is ready, willing and able to leverage this transit investment together with a
number of planning tools already in place, including Community Improvement Plans
(CIPs) to revitalize community cores in and around the GO stations. Strategically, GO rail
expansion to Niagara aligns with numerous Provincial policies/plans including the
Provincial Policy Statement, the Growth Plan for the Greater Golden Horseshoe, the Big
Move and GO Transit’s Strategic Plan for 2020 to drive inter-regional connectivity and
service expansion to designated Urban Growth Centres, of which St. Catharines is one”
Niagara Region, in partnership with the municipalities of Grimsby, Lincoln, St. Catharines, and
Niagara Falls and in consultation with Metrolinx, is undertaking a GO Hub and Transit Station
Study. The study is intended to promote investment, support transit-oriented development and
guide decision making around the station areas. The mobility hub and transit station designs will
be based on Metrolinx’s Mobility Hub Guidelines to promote seamless mobility, placemaking, and
successful implementation.

3.4.5 High-speed Rail
Numerous high-speed rail proposals have been advanced in Canada and the northeastern United
States. Most have not moved beyond the planning stage. The definition of what constitutes “highspeed” varies by agency, but new lines in excess of 250 km/h and existing lines in excess of 200
km/h are generally considered to qualify.
Canadian proposals (Quebec-Ontario) have included some or all of the Quebec City to WindsorDetroit corridor (via Montreal and Toronto), with possible links to US destinations including:
Chicago, Toledo, Cleveland (from Windsor-Detroit); Buffalo, Albany, Cleveland, New York City
(from Toronto); and Boston, New York City (from Montreal). Only the Toronto-New York City link
would potentially traverse Niagara Region. While CN Rail operated a gas-turbine powered higherspeed (160-200 km/h) passenger service (the UAC Turbo-Train) between Montreal and Toronto
from 1968 until 1982, there is currently no true high-speed rail service in Canada.
US plans for high-speed rail date back to the High Speed Ground Transportation Act of 1965.
Various state and federal proposals have followed. In the US, as in Canada, there is currently no
true high-speed rail service. Inter-city rail in the United States with top speeds of between 145
km/h and 241 km/h is sometimes referred to as higher-speed rail. There is only one higher-speed
rail service in operation. The Acela Express operates in the northeast corridor, which extends
from Boston through New York City, Philadelphia, and Baltimore, ending in Washington D.C.
In Canada, at the federal level, a recent article in the Ottawa Citizen18 outlined a VIA Rail proposal
for a dedicated passenger rail corridor between Montreal and Toronto, needed to allow for higher
Via’s proposal for Toronto-Montreal corridor makes sense, but Liberals studying cost: minister; by
Jason Fekete, Ottawa Citizen, published March 3, 2016; accessed at
http://www.highspeedrailcanada.com/ March 29, 2016.
18
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train speeds, possible electrification, and to eliminate conflicts with freight movements. Separating
passenger and freight rail networks to allow for a dedicated Montreal-Toronto corridor was a key
recommendation of a comprehensive review of Canada’s transportation system that was tabled
by the Liberal government. Although not tabled as a high-speed rail service, the proposal could
revive such discussions.
At the Ontario provincial level, a 2014 study by FCP19 for the Ministry of Transportation examined
a pre-feasibility business case for an electrified, dedicated-corridor, high-speed rail link between
Toronto and London, ON. The proposal remains under consideration.

3.5 Active Transportation
Niagara Region includes over 200 cycling routes and trails, as well as several walking and hiking
trails. Exhibit 3.10 highlights the major trails and cycling network. Among the most distinct is the
Greater Niagara Circle Route which is a 140-kilometre trail system uniting several different paved
paths. The Short Hills Provincial Park trail system comprises 688-hectare of natural environment
features and six established trails designated as either shared use hiking/cycling/horseback riding
or as hiking only. A few other notable routes now in place and properly marked include:




Niagara Parkway;
Niagara Wine Route; and
Waterfront Trail.

In 2003, Niagara Region prepared its first Bikeways Master Plan. It addressed recreational,
tourism, and utilitarian cycling for both on and off-road facilities. It had two main goals:
1. To develop a visible and connected cycling network that is easily accessible and actively
used by all types of cyclist; and
2. To connect, integrate, enhance, and expand the existing and on and off-road cycling
network as a means of facilitating the use of bicycles for leisure, tourism, and utilitarian
purposes.
Niagara has reached several transportation planning milestones in recent years. For example,
the Regional Niagara Bicycle Committee (RNBC) was established almost 20 years ago. Recently,
the RNBC was folded as part of an overall active transportation strategy. A new Active
Transportation Sub-Committee was established under the Transportation Steering Committee as
it would have stronger representation within the larger transportation strategy. This SubCommittee provides input on active transportation issues, projects, policies and programs that
includes safe bicycling for all ages as a means of sustainable transportation, recreation, and
tourism.
In November 2011, Healthy Living Niagara (HLN) hosted the Active Transportation in Niagara
Summit which explored strategies for making walking and cycling safer and more accessible in
the region. Its purpose was to establish and have the Niagara Region recognized as the premier
bicycle-friendly community in Ontario, where cyclists of all ages and abilities can cycle in safe and
enjoyable environments for transportation, recreation and tourism purposes.
19

Toronto-Kitchener-London Ontario High-Speed Rail Pre-feasibility Study, March 2014 by
FirstClassPartnerships Inc. for the Ministry of Transportation Ontario; accessed at
http://www.highspeedrailcanada.com/ March 29, 2016
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Exhibit 3.10: Cycling, Trails and Transit Network20

The 2015 Niagara Active Transportation Summit brought together over 200 people from across
Niagara to look for ways to accelerate active transportation for people, businesses and community
by making it easier for people to walk and cycle to where they need to go. The top three directions
that participants selected as priorities for Niagara included creating consistent wayfinding
signage, engaging school communities to increase active transportation, and develop
complete streets.

20

Display Board from Niagara Region Transportation Strategy Update April 23rd, 2012 Public Information
Centre
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3.6 Transportation Demand Management
Transportation Demand Management (TDM) has long been overlooked as a means to protect our
investments in transportation infrastructure by ensuring that those facilities are used most
efficiently and by tapping into currently underutilized capacity. TDM measures cost a fraction of
what it costs to build roadway and transit infrastructure.
TDM strategies aim to change how, when, where, and why people travel by:






Providing more travel choices and options;
Providing incentives to take transit, cycle, walk, or carpool;
Providing disincentives to discourage single-occupant car trips, especially during peak
commuting hours;
Eliminating the need to make some trips (e.g. Internet access, telecommuting, virtual
meetings, etc.); and
Providing active or transit-based alternatives to single-occupant car trips.

Niagara has developed a Transportation Demand Management Framework, but has yet to
establish a policy.
In November of 2011, an Active Transportation Summit was hosted by Healthy Living Niagara to
explore ways to make walking and cycling more accessible and occur more often within Niagara.
In response, the Region initiated the “Complete Streets for Niagara” project in January of 2012.
The project included the preparation of a discussion paper and conversations with many local
stakeholders about the perceived challenges and opportunities associated with improving
Niagara’s streets.
The process has involved a review of local policy efforts to date for making streets more
accessible and the development of additional model policies which help create a strong
framework for successfully implementing ‘Complete Streets’ in the Niagara region. The Niagara
Region’s discussion paper states that, “developing and adopting Complete Streets model policies
will present the opportunity for more of these proactive measures to be conducted in a formal
manner which will ultimately help mitigate the conflicts between motorized and non-motorized
modes of transportation on regional and local roads”
The discussion paper has since led to the development of the Complete Streets Handbook for
Niagara.The model policies that are outlined therein are derived from existing local policies and
best practices from other communities. These policies are written as a foundation and are
adaptable to fit official plans, secondary plans or transportation master plans. The model policies
are not meant to replace land use or transportation policies contained within existing plans, they
are meant to enhance them.

3.7 Internet and Information Connectivity
Internet services in Niagara Region vary considerably between communities, and between urban
versus rural areas. While more densely-populated areas may have access to high-speed
connections, some rural areas continue to “make-do” with the limitations of dial-up access or must
assume the considerable expense of satellite-based connections.
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Increasingly, internet access and online services are reducing a portion of travel demand.
Telecommuting, virtual meetings, and the electronic transfer of documents is replacing workrelated travel and the movement of physical information such as plans, drawings, documents, and
contracts. The ability to shop, gather information, obtain government services, and stream
entertainment content is replacing some discretional trips made for these purposes. In the world
of commerce, tracking vehicles and their cargo, down to individual packages, is allowing for
substantial improvements in economy and efficiency. Internet-enabled devices, networked to
function as a system, are increasingly automating manufacturing processes, and will soon replace
humans in many skilled but repetitive tasks such as driving.
All of this is only possible however, if an internet connection of sufficient bandwidth and reliability
is available to support these technologies. Efforts are underway to improve internet access across
southwestern Ontario. The South Western Integrated Fibre Technology (SWIFT) initiative is a
project to build an ultra high-speed fibre optic Internet network for everyone in Western Ontario
and Niagara. The project is being led by a partnership of 16 regional and local municipalities in
Southern Ontario, including Niagara Region.
The project’s aim is to provide access to fibre-optic high-speed Internet access for 3.5 million
Ontarians living in rural areas by 2040. A feasibility study, outlining the resources needed to make
this a reality in Niagara, is currently being created, and will be completed in the first quarter of
2016.
The SWIFT project will allow the creation of an extensive, cost-effective high-speed Internet
network that will serve all of Niagara. This has wide-reaching economic benefits for Niagara,
including:




Supporting the growth of small businesses in rural areas by expanding access to online
and e-commerce tools;
Securing significant Federal and Provincial investment to improve Niagara’s information
infrastructure; and
Better connecting residents in rural communities with online information and services.
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4 Assets of the Niagara Region
4.1 Physical Environment
The region occupies most of the Niagara Peninsula. It comprises an area of 1,854 km2 (715.93
m2). Its geography is highlighted by:





The eastern boundary is the Niagara River, which is also the border with the United States;
The northern boundary is Lake Ontario;
On the south it is bounded by Lake Erie; and
The St. Lawrence Seaway’s Welland Canal bi-sects Niagara connecting the Great Lakes.

Exhibit 4.1 illustrates that the Region is bisected east-west by the Niagara Escarpment and northsouth in the easterly portion by the Welland Canal.
Within the 1,854 km2 which comprises Niagara Region are three distinct physiographic regions
including the Niagara Escarpment, Iroquois Plain and the Haldimand Clay Plain. 21 The Niagara
Escarpment effectively divides the physiographic regions by isolating the Iroquois Plain (lower
area adjacent to Lake Ontario) from the elevated areas above the lip of the Escarpment. The
Niagara Escarpment extends in a roughly east-west direction through the Niagara area. The
Escarpment is a distinctive feature with vertical cliffs along the brow. In some areas, particularly
just east and west of St. Catharines, and again near Beamsville, there is a ‘bench’ area between
the brow and the lower areas near Lake Ontario.
Fixed crossings of the Welland Canal consist of one (1) fixed bridge crossing and three (3) tunnel
crossings:





The Garden City Skyway, which carries the QEW over the canal (planned for expansion
by MTO);
The Thorold Tunnel, which carries Highway 58;
The Main Street Tunnel, which carries Highway 7146; and
The Townline Tunnel, which carries Highway 58A.

These fixed crossings are complimented by eight (8) vertical-lift, single, and double-bascule
bridge crossings, which open to allow shipping traffic to pass, and include the following:









St. Catharines - Bridge 1 Lakeshore Road (Regional Road 87);
St. Catharines - Bridge 3A Carlton Street (Regional Road 83);
St. Catharines - Bridge 4 Queenston Street (Regional Road 81;
St. Catharines - Bridge 5 Glendale Avenue (Regional Road 89);
Thorold - Bridge 11 Canboro Road (Regional Road 20);
Port Colborne - Bridge 19 Main Street (Highway 3);
Port Colborne - Bridge 19A Mellanby Avenue (Regional Road 3A); and
Port Colborne - Bridge 21 Clarence Street.

PLANSCAPE – Building Community Through Planning, Regional Agricultural Economic Impact Study,
Regional Municipality of Niagara, 2003.
21
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Exhibit 4.1: Key Physical Features of Niagara Region22

4.2 Natural Environment / Natural Resources
Niagara is fortunate to have an abundance of natural features that are rarely found elsewhere in
southern Ontario. Niagara’s natural heritage landscape contains the following:







Escarpment – World Biosphere Preserve;
Agricultural assets;
Woodlands;
Greenbelt;
Niagara River, Falls, Hydro-electric; and
Mineral assets (aggregate).

As a result, Niagara Region is unique in its ability to take advantage of these unique features and
offer to its residents and visitors an opportunity to interact with nature in a manner that promotes
a healthy lifestyle and enhances the ecotourism economy of the region.

22

Niagara Region Policy Plan 2011 – Physical and Economic Background
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To highlight the abundance of natural features in the region, and the opportunity for all to enjoy
them, is a listing of conservation areas and trails that are available to the public to enjoy:
Conservation Areas








Balls Falls;
Beamer Memorial;
Chippawa Creek;
Long Beach Conservation Area;
Louth Conservation Area;
Morgan’s Point Conservation Area;
Mud Lake;








Rockway Conservation Area;
St. John’s Conservation Area;
Stevensville Conservation Area;
Wainfleet Wetlands Conservation
Area;
Woodend Conservation Area; and
Woolverton Conservation Area.

Friendship Trail;
Haulage Road Trail;
Niagara Parkway;
Niagara River Parkway Recreational
Trail;
Steve Bauer Trail;
Welland Canals Trail;
Bruce Trail;
Green Ribbon Trail;
Harbour Walkway;











Merritt Trail;
Participark Trail;
Terry Fox Trail;
Walker’s Creek Trail;
Waterfront Trail;
Talbot Trail;
Merritt Island;
Stop 19 Trail; and
Welland Canals Trail.

Trails










4.3 Socio-Economic Environment
The Team Niagara Economic Development Action Plan - 2015-2018 outlines the coordinated and
sustained efforts of the Region of Niagara, led by the Region’s Economic Development Division
and the professional economic development officers in St. Catharines, Niagara Falls, Fort Erie,
Welland and Port Colborne, and the stakeholders in the other Niagara municipalities. As the report
states,
“Since 2008, the pace of the global economy has changed. Business and jurisdictional
competition is fierce, and private and public resources are limited. Niagara’s economy has
not been immune to these economic forces, evidenced in key comparative metrics,
including; unemployment, average household income, total building permit activity
(investment) and real GDP growth.”
The Action Plan will identify and use the region’s strengths to take advantage of opportunities for
future growth. The Action Plan, developed through consultation with Team Niagara and insights
from across the region, focuses on three interconnected, key “pillars” which are critical to the
region’s future success:




PILLAR 1: Investment Attraction/Leads Generation and Innovation & Entrepreneurship;
PILLAR 2: Economic Research and Analysis; and
PILLAR 3: Advocacy.
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The Action Plan will direct strategic efforts toward providing a range of new economic
development opportunities through; targeted investment and trade missions; support for
innovative investments/actions on the part of Niagara’s entrepreneurs and post-secondary
institutions; and, an improved capacity to examine, report on, and advocate the competitiveness
of the Niagara region, its businesses and related stakeholders. All these initiatives are necessary
to provide the best possible environment for business growth and prosperity.
Among the transportation priorities identified by the Action Plan are:





Securing year-round, GO Train service to Niagara and related economic development
investments including improved inter-municipal transit service;
Fully participating in the Niagara/GTA Corridor and transportation corridor developments
leading to new public investments in the Niagara region;
Participate in resolving international trade and accessible border issues and work to
establish a Foreign Trade Zone in Niagara; and
Proactively working with Regional and municipal Planning departments on strategic
development initiatives focused on new municipal investment/ development “hubs” and
related to GO train service provision.

Also of significant importance is the Region’s efforts to support the Niagara Gateway Economic
Zone and Centre. On May 28th, 2009 the Region adopted Amendment 2-2009 which contained
policies intended to implement the Region’s growth management strategy, Niagara 2031. To
maintain oversight responsibility for the implementation work related to the Niagara Gateway
Economic Zone and Centre, the Region established the Niagara Gateway Economic Zone and
Centre Implementation Committee.
The Niagara Gateway Economic Zone and Centre will be a model environment under the
Provincial Growth Plan that fully takes advantage of its superior quality of life. It will be recognized
as unique by all levels of government with the necessary support and initiatives to make it
sustainable, economically diverse, with superior tourist facilities including transit and a natural
environment that has been maintained and enhanced.
The Gateway Economic Zone and Centre will represent a Centre of excellence for integrated
multi-modal assets (road, rail, marine) and a major area through which cross border traffic and
goods movement continues to grow. The area in which the Gateway Economic Zone and Centre
is situated will abound with job opportunities in key economic clusters including tourism, gaming,
agriculture, aerospace, logistics, food processing, health, bio-sciences, green technologies, and
interactive media.
Fully serviced and attractive employment lands will be protected for future growth and the linkages
that will be formed between the educational sector and the private sector will ensure that labour
requirements are met and an entrepreneurial and innovative environment continues to grow.
Since the adoption of Amendment 2-2009, the Region has undertaken two projects which are
intended to support the development of the Economic Gateway Zone and Centre, which are:
1. Niagara Gateway Employment Lands Study (June 2011); and,
2. Niagara Gateway Zone and Centre Community Improvement Plan (June 2012).
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The Gateway CIP provides a comprehensive framework for the introduction and implementation
of financial incentive programs and municipal leadership actions designed to attract investment
and development integrated strategic growth sectors to employment lands in the Gateway
Economic Zone and Centre. Along with a number of supporting land use plans and policies, and
infrastructure and transportation improvements, it is anticipated that the Gateway CIP will play a
significant role in the development of the Gateway employment lands and the revitalization and
strengthening of the Regional economy through diversification. Six Strategic Locations for
Investment, as shown in Exhibit 4.2, have been identified within the Gateway Community
Improvement Project Area as the locations where infrastructure investment, planning and
marketing efforts will be concentrated.
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Exhibit 4.2: Strategic Locations for Investments23

23

Niagara Gateway Economic Zone and Centre Community Improvement Plan
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4.4 Cultural Environment
In 2011 Niagara Regional Council approved the Niagara Culture Plan (NCP), the first of its kind
for upper-tier municipalities in the province. Since that time a great deal has been accomplished
to implement the Plan; key highlights include conducting an economic impact assessment of
Niagara’s culture sector; establishing the Niagara Investment in Culture grant for non-profit
cultural organizations and local municipalities; and successfully providing programming across all
municipalities in all cultural sectors over the course of the year 2012 in which Niagara Region was
designated a Cultural Capital of Canada.
In the wake of the Regional Culture Plan, several local municipalities in Niagara have updated or
created their own culture plans, and several landmark facilities have been constructed -- most
notably the new First Ontario Performing Arts Centre – which have significantly increased
capacity, programming and opportunity across Niagara’s already robust cultural
environment. From museums, art galleries, theatres, and heritage sites, to the many festivals
and events happening across Niagara spanning sectors including dance, drama, music, literature,
heritage, culinary, digital and visual art, Niagara features an abundance of cultural activities for
all tastes and ages in every corner of the region, all year long.
It is worth noting in this context that in Niagara’s cultural economic impact report (ICP 76-2013)
and in many engagement meetings, better transportation options to access culture throughout
the Region (for cultural workers and consumers) is repeatedly identified as an issue key to
advancing the sector.

4.5 Built Environment
Niagara Region is comprised of cities, towns, and hamlets, along with rural areas, as shown in
Exhibit 4.3. It is a constantly expanding community with some significant development proposals
presently being drafted including:








Canadian Motor Speedway;
Fort Erie Marina;
Prudhommes Secondary Plan;
Brock University District Plan;
Free Trade Zone application;
Grand Niagara Golf Club redevelopment; and
Thundering Waters Golf Club redevelopment.
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Exhibit 4.3: Niagara Region Built Environment 24

24
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5 Trends
5.1 Regional, National, and Global Trends
As more work in knowledge industries becomes independent of physical mobility, people will
increasingly choose to work from the most desirable, livable and connected communities, as
opposed to being close to traditional sources of employment. Already there are examples of
people who may technically “work” in Toronto, but choose to live in Niagara, and perform much
of their job function from here via telepresence.
For the manufacturing, tourism, and retail industries, the 9-11 attacks in the US and the strength
of the Canadian dollar throughout the recession have made Canadian goods comparatively more
expensive, the US border more of a barrier, curtailed US and international tourism while also
making it comparatively more costly, and encouraged Canada-to-US cross-border shopping. The
recent fall of the Canadian dollar, relative to the US currency, may reverse some of those trends,
making exports more competitive, and trips to Canada from the US more financially attractive.
Already in 2016, the cross-border shopping trend appears to have reversed, with Canadians
spending their money at home, and US shoppers increasingly buying in Canada and flying from
Canadian airports at lower costs.
The transportation industry overall is presently benefitting from lower fuel prices. Low natural gas
prices are benefitting home-owners, commercial property owners, and industry. However, rising
electricity costs in Ontario, already some of the highest in North America, will remain problematic
for energy-intensive industries.
From a global perspective, there can be no more important trend than that of climate change.
Climate change, our collective efforts to limit its extent through reductions in carbon emissions,
and necessity of hardening our infrastructure to provide a resilient capacity capable of
withstanding extreme weather events will have significant impacts on the future of transportation.
Sustainability initiatives such as complete streets, active transportation, (public) transportation
choices, ride-sharing, and transportation demand management will all benefit the effort to limit
climate change. Infrastructure design, such as how we anticipate storm-water management
needs, will evolve to provide additional resilience. Perhaps the most beneficial initiatives will be
those which result in a reduction of car trips. These will likely revolve around enabling technologies
such as high-speed internet, telecommuting and telepresence, online shopping, streaming
entertainment, the Internet of Things (e.g. within-the-hour delivery of parcels by drone), and smart
transit.

5.2 Growth in Niagara
Niagara 2031, the initial Growth Management Strategy for the Niagara Region, shows how
Niagara has grown since 2006. Niagara’s population growth has been 1.0% which is the third
lowest population growth rate among the Upper and Single Tier jurisdictions within the Golden
Horseshoe. To keep pace with targets, the growth should have been at 3.5% over the same
period. This population is aging, with young people leaving the Region, and empty-nesters and
retirees arriving.
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Exhibit 5.1 shows that the Provincial forecast for 2041 is a population of 610,000 and employment
at 265,000 jobs. This represents an increase of 168,000 persons and 80,000 jobs between 2011
and 2041.There must be a significant shift in Niagara’s growth trends to achieve these Provincial
targets and the transportation network must be a key contributor to that shift.
Exhibit 5.1: Population and Employment Forecasts - 204125

Housing growth has out-paced population growth. Between 2001 and 2006, Niagara Region
added 7,000 households and 17,000 persons for an average of 2.4 persons per household. In the
next five year period, 2006 to 2011, the Region added 5,000 households and 4,000 persons for
an average of only 0.8 persons per household.
The number of jobs in Niagara increased by 6.5% between 2001 and 2006 but decreased by
4.7% between 2006 and 2011. The economy is reflective of the decline in manufacturing jobs
experienced throughout Southern Ontario. The Region’s highest concentration of jobs are in the
municipalities of St. Catharines, Niagara Falls, and Welland. Transportation trends have also
changed as shown in Exhibit 5.2.
These statistics suggest that Niagara Region has been experiencing a very slow growth in
population and employment. Much slower than had been expected and much slower than growth
experienced by other neighbouring municipalities. However, in contrast, the increase in housing
has been substantial over the past decade, but slowed significantly in recent years.
Clearly the status quo for growth is presently at an unacceptable rate and if Niagara Region is to
achieve its growth targets, then significant changes must be made. The Growth Plan for the
Greater Golden Horseshoe, as amended in 2013, sets out key goals that should be instrumental
in achieving change. They are:






Revitalize downtowns to become vibrant and convenient centres;
Create complete communities that offer more options for living, working, learning,
shopping and playing;
Provide housing options to meet the needs of people at any age;
Curb sprawl and protect farmland and green spaces; and
Reduce traffic gridlock by improving access to a greater range of transportation options.

25
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More evidence of Niagara’s need to change comes from the CPCS Report, Niagara
Transportation and Logistics Sector Development Report, (Oct. 2013) prepared for Niagara
Economic Development as quoted below. The transportation and non-transportation factors must
go hand-in-hand to achieve change and the Transportation Master Plan is the first step in
achieving this change.
“Niagara Region’s value proposition for Transportation and Logistics (T&L) companies
relative to other regions can be understood in terms of transportation and nontransportation factors. In terms of transportation factors, there is a fairly strong value
proposition for Canadian T&L companies involved in cross-border operations, especially
into the US northeast. Easy access to the US border and associated services, easy access
to Buffalo intermodal terminals, the availability of border-related support services, and
border-related logistics activities, all strengthen this value proposition.
In terms of non-transportation factors, Niagara’s value proposition is strongest in terms of
low land costs. However, the lack of a large body of skilled labour, large base of T&L
support services, and marketing efforts explicitly focused on the T&L industry weakens
Niagara’s value proposition for T&L companies.”
Exhibit 5.2: Changes in Place of Work Employment 26

26
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5.3 Travel Trends
5.3.1 Total Trips
Based on the 2011 TTS data, and highlighted in Exhibit 5.3, there are approximately 970,000
daily trips within the Region, which is down from 1,027,734 in 2006. This is an interesting trend
as the number of housing units has increased during the same time period. The number of
trips/household/day is shown as being 5.6 and yet these trips, despite the mode choice, is very
short. In fact the median length of an auto trip was only approximately 4.3 km.
Exhibit 5.3: Population, Daily Trips, and Median Trip Length

5.3.2 Modal Split
In order to estimate the modal split within the Region, Transportation Tomorrow Survey (TTS)
data was analyzed and it was estimated that modal split consists of approximately 90% auto driver
and passenger, 7% active transportation (walk and bicycle) and 3% transit trips. As seen in
Exhibit 5.4, the dominant mode of choice at present is auto vehicle. However, as noted
previously, the average trip length for autos is only 4.3 km. Why are such short trips being done
by auto vehicle? What are the barriers from choosing to walk or cycle? What would it take to
convert a significant percentage of these trips to a more sustainable mode?
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Exhibit 5.4: Modal Split within Niagara Region

The daily total trips made within the Region using various modes of travel in 2001, 2006 and 2011
shown in Exhibit 5.5 indicate that there was an increase of 2% in 2006 from 2001 but decrease
of 5% 2011 from 2006. An overall decrease of 3% in total daily trips between 2001 and 2011 was
observed. The trend for total daily trips is interestingly also reflected in the trends for almost every
other mode choice except for cycling and GO Transit trips, although cycling trips are still down in
total over the past decade.
Exhibit 5.5: Primary Mode of Travel, Region of Niagara

Daily Total Trips
2001
14,257

Daily Total Trips
2006
17,654

Daily Total Trips

Primary Travel Mode of Trip
Transit Excluding GO Rail
Cycle

6,942

4,620

6,064

Auto Driver

734,121

745,959

706,196

Go Rail Only

366

422

1,000

Motorcycle

358

324

296

Auto Passenger

177,971

187,889

182,574

School Bus

33,040

33,774

30,117

Taxi Passenger

2,336

2,479

1,997

Walk

33,749

33,435

27,264

Other

727

1,178

1,093

Total

1,003,867

1,027,734

972,853
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What we are seeing here is that the total number of daily trips are down over the past decade,
and that a reduction in daily trips is reflected proportionally amongst all modes, except GO Transit
trips.
In summary, population and employment is growing, albeit slowly. In the past decade, housing
has been on the increase, yet total daily trips have been going down, and proportionally down for
all modes except GO Transit. Is this a result of more people moving to the Region and not working,
or working remotely from their home offices? Is home shopping via the internet reducing the
number of trips as well? If so, what long term affect will this have on the requirement to provide
transportation infrastructure? Is telecommuting and ecommerce becoming a non-trip mode choice
that we should embrace and encourage?

5.3.3 Trip Destination
Exhibit 5.6 indicates that out of all total daily trips made, external daily trips represented:




5% in 2001;
6% in 2006; and
7% in 2011.

External daily trips grew by:



11% between 2001 and 2006, and
16% between 2006 and 2011.

In the decade between 2001 and 2011, the percentage of external daily trips grew by 29%.
Exhibit 5.6: Daily Total Trips and External Trips

Type of Trips
Total Trips
External Trips
External/Total Trips

2001

2006

2011

1,003,867

1,027,734

972,853

52,395

58,256

67,600

5%

6%

7%

Exhibit 5.7 illustrates the detail of the daily trips made from each of the Niagara Region
municipalities to destinations within the Region, within that same municipality, or to the Greater
Toronto and Hamilton Area (GTHA).
We can see that the number of daily trips that stay within the same municipality is very high in the
more urbanized municipalities of St. Catharines, Niagara Falls, Welland, and Fort Erie. This is
likely because these municipalities offer residents the opportunity to live, work, shop, or be
entertained within their same municipality.
Other municipalities such as Wainfleet, Pelham, Thorold and Niagara-on-the-Lake see the highest
percentage of daily trips staying within the Region, but not staying within their same municipality.
Unlike the other urbanized municipalities, residents must travel outside their same municipality to
find employment, shop, or be entertained.
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In the western and northern areas of the Region, we see a trend of travel that is oriented towards
the Greater Toronto and Hamilton (GTHA) areas. In Grimsby, the most westerly and northern
municipality, the number of daily trips to the GTHA is actually higher than the number of daily trips
within the Region itself.
Exhibit 5.7: Trip Composition
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6 What Have We Learned?
6.1 Workshop Findings
In preparation for the January 8, 2016 TMP Vision and Directions Workshop, the following six key
trends were identified as those expected to have significant impact on transportation and growth
patterns within the Region over the next 25 years.
1. Changing Demographics – In Ontario, the population aged 65 years and over is expected
to more than double to 3.5 million over the next 25 years. This will have a direct, tangible
impact on the transportation system and the need for accessible infrastructure and
services. The percentage of people with a driver’s license begins to decline after 59, and
multiple transportation options can help seniors lead less isolated and more fulsome lives.
2. Emerging Technologies – The rate of change due to the impact of new technologies on
our everyday lives is greater than ever. The shared economy and new technologies such
as real time information, Uber, autonomous vehicles, drones and transit apps are
reshaping our entire transportation network, including goods movement. This is an
important time for the Region to provide a forward thinking TMP, as emerging technologies
will completely reshape the look and feel of transportation over the next 25 years.
3. A Transitioning Economy – In 2016, the majority of jobs in Niagara Region are in the retail
and wholesale trade sector, accommodations and food service sector, and the
manufacturing sector. These sectors, along with government, will continue to be critical to
the Niagara Region economy, but economic trends are changing. It is important that the
Region position itself to support the knowledge and creative industries driven by
millennials, a cohort born between the early 1980s and early 2000s. Millennials have
different working and living patterns than previous generations and these patterns will
have an impact on the transportation network.
4. Revitalizing Town Centres – A key strength of Niagara Region is its traditional town
centres, which are known for their livability and high quality of life, along with reasonably
priced housing. At the same time, however, these centres face economic challenges.
Niagara Region can learn lessons from neighbouring municipalities both within Canada
and the United States that have used an integrated approach to transportation planning
to strengthen similar local centres.
5. Sustainability – The impacts of climate change are more prominent than ever. Over the
next 25 years both climate change and mitigation measures will have significant impact
on Niagara Region’s economy, development patterns, energy sector and transportation
network.
6. Interregional Connectivity – Niagara Region is well located, neighbouring the Greater
Toronto and Hamilton Area, as well as the United States. The Region’s ability to leverage
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this location as a strength will be critical for supporting economic development and will
require improved interregional connectivity at hubs of movement, including railway
facilities, port facilities, Niagara’s airports, and international bridges. Expanded GO
Transit service, mobility hubs and improved inter-municipal transit will be important
components of this improved connectivity.

6.2 Strategic Priorities
The TMP is a critical tool for supporting strategic growth within Niagara. In 2015, five strategic
priorities were approved by Regional Council. These include.
1. Moving People and Goods – Create strong linkages between all modes of transportation
for people and goods
a. People need reliable and effective transportation modes that allow them to easily
move between home and work, leisure, health care, and education
b. Similarly, the inter-connectedness, along with ease of use and efficiency of various
types of transportation, is essential for the movement of goods to support
businesses to employ, locate, invest, and expand in existing and new markets
2. Fostering Innovation, Investment and Entrepreneurship – Provide necessary
infrastructure to foster growth and be a catalyst to attract investment
a. It is essential to create an attractive environment for both current and prospective
businesses and investors to innovate, invest and embark on new and exciting
entrepreneurial ventures.
b. The new economy will be dependent on innovation to keep ahead of global
competition, so it is necessary to foster creativity, celebrate innovation successes,
support research and development and encourage new and expanded business
opportunities in Niagara
3. Building a Labour-ready Workforce – Economies are facing rapid change and unique skills
and training are required to stay ahead of the competition
a. There is currently a phenomenon of “jobs without people, and people without jobs”
and this strategy seeks to bridge the gap
b. Careers in the new economy have been difficult to fill because job seekers do not
have the right skills to meet labour demand
4. Positioning Niagara Globally – By diversifying population, economy and opportunities
a. Niagara has a global brand and regularly hosts international travelers, students
and businesses
b. Connect with people in Niagara who are already connected to global markets to
understand foreign investment opportunities and better market Niagara to attract
skilled immigrants, foreign investors and international students
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5. Doing Business Differently and Advancing Organizational Excellence – Build a strong
internal foundation for a more prosperous Niagara Region
a. Niagara’s performance can be improved by changing the way Niagara Region
does business. Continuous improvement has now been embedded in much of the
organization within its programs and services
b. Advance the four strategic priorities and push the organization to its capacity –
achieving results is only possible if there is a disciplined, focused approach by
Council, the corporate leadership team and employees
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7 A Vision for Niagara
7.1 The Case against the Status Quo
By 2041, Niagara Region is expected to grow to 610,000 residents, an increase of over 38% from
2011. While communities across Niagara Region could all benefit, the urbanized city centres are
considered to have the highest growth potential for higher density developments. Presently, these
projections are challenged by an aging population, slow population growth, and the flight of youth
to regions with better employment prospects.
To achieve this 2041 growth target, Niagara Region’s population must increase at an average
rate of 1.3% annually. Available data indicates however, that current population growth is around
0.35% annually. This is the third lowest population growth rate among the Upper and Single Tier
jurisdictions within the Golden Horseshoe at present, and is far less than what is required.
The global recession of 2008, the prolonged period of anemic recovery since and, most-recently,
the fall in prices for commodities – oil and gas in particular – have taken their toll on the Canadian,
Ontario, and Regional resource-based and resourced-linked (e.g. manufacturing) economies.
Collateral effects, including changes in relative currency valuations, tourism travel, and crossborder shopping present both challenges and opportunities for Niagara Region.
The loss of manufacturing jobs in Niagara Region and across Ontario between 2006 and the
present has occurred as manufacturers seek to locate their plants where the cost of doing
business is lowest in the short-term, and as these industries increasingly turn to automation as a
replacement for human labor. What manufacturing does return to Ontario and the Niagara Region
is likely be highly automated, minimizing wage input costs at all stages of the process.
To support the Provinces’ employment growth expectations, the Region must add over 80,000
net new jobs within the next 25 years. Between 2006 and 2011 the number of jobs in the Region
decreased by 4.7%, largely reflective of the broad-based decline in manufacturing jobs
experienced throughout Southern Ontario. An already-acknowledged mismatch between
available workforce skill-sets and the needs of prospective employers has deepened as a result.
The “Fourth Industrial Revolution” premise27 states:
“We are witnessing profound shifts across all industries, marked by the emergence of new
business models, the disruption of incumbents and the reshaping of production,
consumption, transportation and delivery systems.”
If we accept this premise, then other skilled but repetitive occupations are also at risk from
automation, including many clerical jobs, fast-food services, stock-management, order-picking,
mail-sorting, and the operation of mobile equipment (trucks, buses, road-building and road
maintenance equipment, farm machinery, forklifts, etc.). At the same time however, as these job
functions dwindle, other knowledge-based occupations will emerge and/or expand. Many of these
occupations will rely on high-speed internet connectivity, and will not be tethered to either factories
or offices.
27

Schwab, Klaus (2016-01-11). The Fourth Industrial Revolution. World Economic Forum. Kindle Edition.
Cologny, Geneva, Switzerland. World Economic Forum.
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There is a significant supply of Greenfield land within the Region however, not all of it is located
in areas which are currently experiencing market demand. In terms of housing, demand for singlefamily detached homes in north-Niagara communities remains prevalent.
In terms of lands for employment growth, north-Niagara communities offer both Greenfield and
Brownfield redevelopment opportunities. South-Niagara communities, particularly Welland, Fort
Erie, and Port Colborne currently possess extensive Greenfield areas designated as employment
lands, as evidenced in Niagara Gateway Economic Zone and Centre Final Report.28 These
Gateway Employment Lands, are relatively unconstrained and capable of accommodating
significant employment growth.
About 52,000 trips per day originating from Niagara Region are destined to the Greater Toronto
Area (GTA). Despite ongoing efforts to increase employment locally, the Greater TorontoHamilton Area (GTHA) and Waterloo Region remain major existing and potential, future sources
of employment for Niagara’s work-force. This is problematic from a transportation perspective as
alternatives to commuting by road have limited utility and flexibility at present.
Major routes including the QEW, Highway 403, and even Highway 407ETR are becoming
increasingly congested as commuters, recreational travelers, and the movement of goods
compete for a share of the limited traffic-carrying capacity available. At the provincial level, there
is recognition of the need to strategically widen existing facilities, to provide new alternatives,
and/or to build redundancies into the provincial network to distribute demand and manage
incidents. But practical opportunities – particularly regarding the QEW corridor through Halton
Region – are limited.
Several major provincial transportation initiatives, most notably the Niagara to GTA Corridor
Planning and Environmental Assessment Study, have been underway for many years. It remains
uncertain however, when and even if, these improvements and/or facilities might eventually be
implemented. In the interim, inaction has resulted in a deterioration in levels of service and traveltime certainty along existing routes.
While major infrastructure and transportation policy decisions made at the provincial level will
continue to significantly influence and shape future growth within the Region, the Region cannot
simply wait for the Province to solve Niagara’s transportation issues. This strategy presents a
significant risk that conditions will continue to deteriorate into the future.
To that end, the Region has recently taken steps to move forward on other fronts. While continuing
to press for more traditional solutions to existing issues involving streets and highways, the
Region has focused on building business cases for viable alternatives, including:




Alternative modes, most notably GO Transit commuter rail service to Hamilton and
beyond;
Transportation demand management, in the form of improved digital connectivity, through
the South Western Integrated Fibre Technology (SWIFT) initiative; and
Improved inter-community transit services.

It is these new ways of thinking about barriers and opportunities, and of approaching potential
partners, that has the greatest potential to move Niagara Region beyond the status quo.

28

GMK, 2008
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7.2 The Case for a New Focus
In 2013, the Imagine Niagara initiative solicited input from people across the Region in support of
the Regional Official Plan Amendment (ROPA) 6. The initiative, and the resulting insights, suggest
that Niagara Region can be many things, but the one thing that stands out is “a livable community”.
As the nature of work continues to evolve as a result of emerging physical, digital, and biological
technologies, where we choose to live becomes less dependent on a job tied to a physical
location. The opportunities to attract knowledge workers and knowledge industries to specific
communities will increasingly depend on the quality of life those communities offer.
With its many unique amenities, Niagara Region offers an unparalleled alternative for those
seeking something other the urban experiences of the GTHA. Transportation needs and
investments must be balanced and coordinated with non-transportation investments that preserve
and enhance the precious qualities which make Niagara unique, desirable, and livable. The
following highlight some of the region’s assets:


Niagara Region has a unique set of qualities which set it apart from other communities in
and around the GTHA.



Niagara Region occupies a strategic location, astride major road, rail, and marine
transportation corridors between Ontario and Quebec, and the US Northeast.



Niagara has multi-modal assets such as airports, ports, canals, and rail lines that can
move freight and goods efficiently.



Niagara has an enviable list of natural features such as the Niagara Escarpment and
Niagara Falls.



Niagara has a temperate climate.



Niagara has an abundance of rich and productive agricultural land.



Niagara has ecotourism and recreational resources (such as golf courses) that is not found
elsewhere in southern Ontario.



Niagara is close to, but set apart from, the highly-urbanized communities of the GTHA. It
has cities and towns, but also hamlets and rural areas.



There are livable communities, supportive of active and engaged lifestyles. Their
affordability and quality of life are unparalleled. Their potential for further enhancement is
significant.



There is ample room to grow, whether it is in the form of densification and building upward
within downtown areas, or outward into Greenfield areas. Serviced or serviceable
employment lands are plentiful, and primed for development.

Like many Southern Ontario communities, Niagara Region is struggling to find a new identity; to
remake itself within the context of a fast-changing global economy. For example, Waterloo Region
has begun to emerge as a centre for education, entrepreneurs, and advanced technologies. The
City of Hamilton is remaking itself as focal point for medical research, and advanced learning in
medical sciences. The Region’s future competitiveness is not a separate consideration from its
quality of life. Its competitive edge is its quality of life. Perhaps therein, lies the Region’s future
identity.
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7.3 Transportation Vision
The Vision for the TMP recognizes that the transportation network is a resource for improving the
Region’s competitiveness and quality of life. Based on the Region’s Key Trends and Five
Strategic Priorities, the TMP Vision is that:
In 2041, the Niagara Region will be supported by a transportation network that will help
establish Niagara as a leader in: building, preserving and enhancing livable communities;
economic development; tourism; sustainable transportation practices and the emerging
shared economy.
The ultimate goals of the TMP are to:
1.
2.
3.
4.
5.
6.
7.

Integrate transportation and land use;
Support economic development;
Enhance multi-modal connectivity;
Improve options for sustainable modes of transportation;
Maintain and improve the efficiency of the goods movement network;
Promote the development of healthy communities; and
Develop a realistic yet innovative blueprint for implementation.

7.4 Goals and Objectives supporting the TMP Vision
The following section includes a description of each of the seven Goals and identifies their 27
supporting Objectives, which are to be met to achieve the Vision.
Goal 1: Integrate transportation and land use
Niagara Region is a diverse community with rural, suburban and urban neighbourhoods that each
contain a variety of uses. The TMP recognizes this diversity. Transportation projects will be
planned to meet the needs of the entire Region, support compact and efficient growth patterns
and promote livability in new and existing communities.
Objectives
1. Transportation projects are planned in coordination with land use planning practices to
ensure that growth is supported by infrastructure that exists or is committed;
2. Transit oriented development is planned within transit nodes and corridors; and
3. The distinct transportation needs of rural communities are recognized and infrastructure
is planned accordingly.
Goal 2: Support Economic Development
A key strategic priority of Niagara Region is to support economic development for both current
and prospective businesses, as well as potential investors. The design of the transportation
system will enhance economic productivity, support the efficient movement of goods and
encourage opportunities for greater prosperity.
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Objectives
4.
5.
6.
7.

Transportation services provide increased value for money;
Transportation services meet business needs for reliability and speed;
Transit provides good access to employment areas employees; and
The tourism industry is well connected through a network of regional roads, transit, active
transportation trails and emerging technologies.

Goal 3: Enhance Multi-Modal Connectivity
The transportation system will be fully integrated across the Region. It will improve connectivity,
travel and commuting conditions within, to and from Niagara for residents, employees and visitors.
Objectives
8. Seamless connectivity exists at hubs of movement, including railway facilities, port
facilities, Niagara’s airports, and the international bridges;
9. The rail network is expanded to provide improved GO Transit service;
10. An integrated Region-wide fare system, route structure and coordinated schedule meets
user needs; and
11. Reliable and real-time information is available for people to plan their trips and to stay
informed of service conditions.
Goal 4: Improve options for sustainable modes of transportation
The transportation system provides a balance between all modes of transportation and is
adaptable to the impacts of a changing climate.
Objectives
12. The Region is a leader in the adoption of emerging technologies to minimize the impacts
and cost of the transportation network while providing enhanced user comfort;
13. The need for new transportation infrastructure is minimized through transportation
demand management programs, emerging technologies and shared economy services
that provide choice and efficient transportation options;
14. Regional roads incorporate a Complete Streets approach to design and policy;
15. The transportation network is resilient and adaptive to the stresses of a changing climate
and the resulting extreme weather events; and
16. The transportation network achieves greenhouse gas emission reductions that support
Provincial reduction targets.
Goal 5: Maintain and improve the efficiency of the goods movement network
The TMP will improve conditions for the efficient and appropriate movement of goods within, to
and from Niagara Region, including cross-border movements.
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Objectives
17. The goods movement network, including the road, rail, airport and waterway networks, is
designed to optimize the movement of goods to facilitate a “just-in-time” economy;
18. The goods movement network is designed to optimize safety and security; and
19. The goods movement network supports the unique needs of the agricultural and tourism
sectors.
Goal 6: Promote the development of healthy communities
The transportation network will promote healthy communities where all residents, regardless of
age or ability, enjoy a high quality of life. Residents will have a wide range of options available to
them for getting around and meeting their daily needs, including walking, cycling, public transit
and the automobile.
Objectives
20. The active transportation network is designed to balance both recreational and commuting
needs;
21. Regional transportation plans are coordinated with local municipal plans to provide
transportation options for residents of all ages and abilities;
22. Safe walking, cycling and driving are promoted through education, engineering,
engagement, evaluation and enforcement; and
23. The design of transportation infrastructure and the regional transit fleet provides
accessible services for all users, including children, seniors and people with disabilities.
Goal 7: Develop a realistic yet innovative blueprint for implementation
The transportation network will support and strengthen Niagara Region’s competitiveness and
quality of life. The TMP will provide the blueprint for decision making that will be transparent,
inclusive and accountable and will provide better value to households, businesses and
governments. Greater emphasis will be placed on the movement of people and goods rather than
vehicles.
Objectives
24. Decision making for transportation projects is based on specific, measurable, achievable
and relevant evidence based planning, supported by robust travel demand forecasting;
25. Transportation planning and project / program implementation is well coordinated between
departments, agencies, governments, businesses and the community;
26. Niagara Region is a leader in the adoption of new technology, and will coordinate services
with the private sector, to provide choice and efficient transportation options and to
promote seamless integration and the shared economy; and
27. Development and prioritization of investments is transparent, evidence based and
achieves greatest net benefit.

April 2016

HOW WE GO

57

Context, Vision and Directions Report

8 Relevant Supporting Materials
8.1 FAQ / Glossary
(NOTE: Additional FAQs and other information may be added as the document progresses)
What is a “Community”?
A community is a social group of any size whose members reside in a specific locality, share
government, and often have a common cultural and historical heritage.
What is “Transportation”?
Transportation, in the broadest sense, is the movement of people, materials and goods, energy,
and information. It encompasses: walkways, cycling paths; roads; railways; waterways; airports
and air-corridors; pipelines that move water, waste-water, oil and gas; electrical power grids;
wires, fibre-optic cables, wireless transmission networks and satellites for mobile devices, cable
television, computer networks and the internet.
We cannot overlook any one of these choices when we undertake transportation planning. Nor
can we overlook emerging trends and technologies which may fundamentally alter the
transportation landscape of the future.
Today, many meetings and conferences that once required travel occur via tele-presence, over
the internet. In western Canada, lacking pipelines to ship their ever-increasing supply, oilproducers turned to rail to move their goods to processors and on to market, with disastrous
results in some instances.
Disruptive industries such as Uber, enabled by information technology and part of the emerging
“sharing economy”, are challenging long-established transportation choices including transit and
taxi services. Self-driving cars and trucks, once the stuff of science-fiction are now science-fact,
and are sharing the roadways in pilot jurisdictions.
If Amazon and other innovators and early-adopters have their way, couriers and their road
vehicles may be replaced by autonomous unmanned air vehicles or drones. This new
transportation mode soon may deliver small, high-priority packages like documents, medicines
and other goods directly to homes and offices.
What is a Transportation “Mode”?
A mode of transportation is simply the choice of how to get from one place to another. For people,
walking and cycling are considered to be active modes. Along with transit (buses, subways, light
and heavy rail), they are considered to be sustainable modes. Personal auto use is another mode
choice. Depending on the distances to be covered, air or marine transportation modes may also
exist.
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What is “Sustainability”?
A sustainable transportation system is one that:


Allows the basic access needs of individuals and societies to be met safely and in a
manner consistent with human and ecosystem health, and with equity within and between
generations.



Is affordable, operates efficiently, offers choice of transport mode, and supports a vibrant
economy.



Limits emissions and waste within the planet’s ability to absorb them, minimizes
consumption of non-renewable resources, limits consumption of renewable resources to
the sustainable yield level, reuses and recycles its components, and minimizes the use of
land and the production of noise.

How Does Transportation Impact Our Communities and Lives?
Transportation, in the context of this document, is about the safety and efficient movement
(mobility) of people and goods. Mobility is important for many reasons.
Accessible transportation benefits our personal lives. Most of our daily activities take place outside
our home. Because of this, transportation touches every part of our lives and without
transportation there are many activities we could not take part in.
Transportation also benefits others in the community like public agencies, such as human service
and workforce development agencies. Transportation is what connects these agencies and the
people they serve. If people can’t get to the agencies, they can’t access their services, and the
agencies cannot fulfill their mission to provide life-enhancing services.
Transportation impacts private businesses, educational institutions, and health care services. It
impacts the community at large.
A more mobile workforce with access to training and job sites attracts more employers to a
community; a more active and healthier population with access to preventive and follow-up care
can help reduce health care costs; older adults and people with disabilities who can travel
independently to work, shopping, and social events which will help them experience a higher
quality of life.
What is “Transportation Demand Management”?
Transportation demand management, traffic demand management or travel demand
management (all TDM) is the application of strategies and policies to reduce travel demand
(specifically that of single-occupancy private vehicles), or to redistribute this demand in space or
in time.
(NOTE: To be expanded with examples)
What is the relationship between land use and transportation?
Transportation’s purpose is moving people and goods from one place to another, but
transportation systems also affect community character, the natural and human environment, and
economic development patterns. A transportation system can improve the economy, shape
development patterns, and influence quality of life and the natural environment.
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Land use and transportation are symbiotic: development density and location influence regional
travel patterns, and, in turn, the degree of access provided by the transportation system can
influence land use and development trends. Urban or community design can facilitate alternative
travel modes.
For example, a connected system of streets with higher residential densities and a mix of land
uses can facilitate travel by foot, bicycle, and public transportation, in addition to automobile.
Conversely, dispersed land development patterns may facilitate vehicular travel and reduce the
viability of other travel modes.
What is the relationship between land use, economic development and transportation planning?
Transportation plan updates should be based on the latest available estimates and assumptions
for population, land use and development, travel, employment, congestion, and economic activity.
Activities intended to stimulate economic development can affect the transportation network, and,
in turn, the transportation network can affect economic development. Transportation decisionmakers can ensure the continued economic vitality of the region by appropriately planning for the
many different uses of the transportation system, such as freight movement.
What are some innovative approaches for better integrating land use and transportation?
Increasing recognition of the importance of integrating land use and transportation has led to the
development of new approaches in planning. Two of the many possibilities include context
sensitive solutions (CSS) and Transit-Oriented Development (TOD).
CSS is an approach that considers the total context within which a transportation improvement
project will exist. A CSS approach requires that transportation planning take a broad view and
consider the interactions between transportation systems and facilities, and tailor them to local
area human and natural environments. The goal is to develop solutions that are acceptable to a
variety of parties, relevant to their needs and perspectives—consistent with the “context” of the
setting. CSS is a collaborative, interdisciplinary approach that involves all stakeholders to develop
a transportation facility that fits its physical setting and preserves scenic, aesthetic, historic, and
environmental resources, while maintaining safety and mobility.
Transit-Oriented Development (TOD) is defined as compact, mixed-use development near transit
facilities and high-quality walking environments, typically leveraging transit infrastructure to
promote economic development. By enhancing the attractiveness of transportation alternatives,
TOD boosts transit ridership and reduces traffic congestion, while creating a sense of community
and place.
Joint Development is a project-specific application of TOD, taking place on, above, or adjacent to
transit agency property. It involves the common use of property for transit and non-transit, typically
private sector commercial, purposes. Typical joint development arrangements are ground leases
and operation-cost sharing, usually occurring at transit stations or terminals surrounded by a mix
of office, commercial, and institutional land uses.
What is the role of freight movement in transportation?
The movement of freight is an important part of a fully functioning transportation system. The
efficient movement of freight within and through a region is critically important to industry, retail,
agriculture, international trade, and terminal operators.
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Metropolitan areas (especially ports), with their air cargo airports, intermodal freight yards, large
trucking terminals, and shipyards, are especially affected by freight movement issues.
Examples of intermodal freight projects include bridge replacements, road widening, port and rail
access improvements, terminal facility enhancements, grade separations for highway and rail,
and providing connections to air cargo and new infrastructure.
What are performance measures?
Performance measures demonstrate how well the transportation system is doing its job of meeting
public goals and expectations of the transportation network. Some methods used to measure
performance include tracking average speeds and crash rates. Many states and metropolitan
areas monitor how close they are to achieving specific goals, such as accessibility to key regional
population, employment, cultural, and recreational centers, the mobility of disadvantaged
populations, levels of air quality, and the health of the economy, by using performance measures.
Measuring performance is a way to gauge the impacts of the decision-making process on the
transportation system. Performance measures aim to answer questions about whether the
performance of the transportation system (or economy, air quality, etc.) is getting better or worse
over time; and whether transportation investments are correlated or linked to stated goals and
outcomes.
Examples of performance measures include:


Accessibility: Percent population within “x” minutes of “y” percent of employment sites;
whether special populations such as the elderly are able to use transportation; whether
transportation services provide access for underserved populations to employment sites;
also, whether services are ADA compliant.



Mobility: Average travel time from origin to destination; change in average travel time for
specific origin-destination points; average trip length; percentage of trips per mode (known
as mode split); time lost to congestion; transfer time between modes; percent on-time
transit performance.



Economic development: Jobs created and new housing starts in an area as a result of
new transportation facilities; new businesses opening along major routes; percent of
region’s unemployed who cite lack of transportation as principal barrier to employment;
economic cost of time lost to congestion.



Quality of life: Environmental and resource consumption; tons of pollution generated; fuel
consumption per vehicle mile traveled; decrease in wetlands; changes in air quality, land
use, etc.



Safety: Number of crash incidents or economic costs of crashes.

What is the relationship between sustainability and transportation?
The concept of sustainability is accommodating the needs of the present population without
compromising the ability of future generations to meet their own needs. As applied to the
transportation sector, planning for sustainability can incorporate a variety of strategies to conserve
natural resources (including use of clean fuels), encourage modes other than single-occupant
vehicles, and promote travel reduction strategies.
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Current trends in transportation contribute to unsustainable conditions, including greenhouse gas
emissions, energy insecurity, congestion, and ecological impacts. Although widespread
uncertainty exists about how to address the goal of a sustainable transportation system,
transportation officials and stakeholders are now recognizing that their decisions have long-term
implications and impacts and are working on how to prepare transportation plans and programs
accordingly. Attaining a sustainable transportation system will require action by the public sector,
private companies, and individual citizens.
What is the role of public involvement in developing transportation policies, programs, and
projects?
Public involvement is integral to good transportation planning. Without meaningful public
participation, there is a risk of making poor decisions, or decisions that have unintended negative
consequences. With it, it is possible to make a lasting contribution to an area’s quality of life.
Public involvement is more than an agency requirement and more than a means of fulfilling a
statutory obligation.
Meaningful public participation is central to good decision-making. The fundamental objective of
public involvement programs is to ensure that the concerns and issues of everyone with a stake
in transportation decisions are identified and addressed in the development of the policies,
programs, and projects being proposed in their communities.
Who is the public?
The public includes anyone who resides, has an interest in, or does business in a given area
potentially affected by transportation decisions. This includes both individuals and organized
groups. It is also important to provide opportunities for the participation of all private and public
providers of transportation services, including, but not limited to, the trucking and rail freight
industries, rail passenger industry, taxicab operators, and all transit and paratransit service
operators. Finally, those persons traditionally underserved by existing transportation systems,
such as low-income or minority households and the elderly, should be encouraged to participate
in the transportation decision-making process.
What is paratransit?
A variety of smaller, often flexibly scheduled and routed transportation services using low-capacity
vehicles, such as vans, which operate within normal urban transit corridors or rural areas. These
services usually serve the needs of people that standard mass transit services would serve with
difficulty, or not at all. Often, the patrons include the elderly and people with disabilities.
What makes safety an important factor in transportation planning?
Over the past three decades, transportation fatality rates have declined in relationship to system
usage, due in large part to safer cars, tougher police enforcement, and increasing use of seat
belts, air bags, and child safety seats. However, in many accident categories, the actual number
of crashes has increased because more people are using the transportation system. In addition,
there are large economic costs associated with crashes, incurred both by those involved and by
other travelers affected by the traffic delay caused by crashes. Maintaining high performance in
transportation safety requires seamless coordination of activities and funding among multiple
partners and a transportation planning process that can coordinate and direct funding toward the
highest safety priorities.
Transportation planning takes safety considerations into account by identifying the most effective
strategies for reducing crashes. This identification process may include analyzing crash data to
determine the emphasis to be given to critical focus areas. Several types of focus areas have
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been identified, known as the ‘four Es’ of transportation safety: engineering, enforcement,
education, and emergency services. The crash data might help identify which focus areas should
receive funding priority for improving safety in the region. Crash data can also identify highaccident locations to be given high priority for improvements.
Road authorities and other stakeholders may:


Participate in safety campaigns that educate the public on good safety practices.



Coordinate any planned safety-related transportation improvements with their safety
partners.



Develop safety management systems that monitor accident locations in their jurisdictions
over time.

What is transportation security?
Transportation system security can be defined as the freedom from intentional harm and
tampering that affects both motorized and non-motorized travelers, and may also include natural
disasters. Security goes beyond safety and includes the planning to prevent, manage, or respond
to threats of a region and its transportation system and users.
Why should security be considered in the transportation planning process?
Awareness of both man-made and natural security concerns has increased in recent years due
to events like September 11, 2001 and Hurricanes Katrina and Rita. The vulnerability of the
transportation system and its use in emergency evacuations are issues receiving new attention.
Transportation planners have been encouraged to focus on security interrelated issues and to
initiate the consideration of security within their transportation planning and programming
activities.
What is system management and operations?
System management and operations (M&O) analyzes regional transportation as an
interconnected set of services and systems to improve system performance through better
management and use of the multimodal transportation network.
M&O is an integrated approach to optimize the performance of existing infrastructure through the
implementation of multimodal, intermodal, and often cross-jurisdictional systems, services and
projects. This includes regional operations collaboration and coordination activities between
transportation and public safety agencies. M&O strategies aim at improving service efficiency,
enhancing public safety and security, reducing traveler delays, and improving access to
information for travelers.
In identifying possible system M&O improvements, it is important to understand what system
users want in terms of performance. Some examples of user-oriented performance measures are
average trip travel time, length of delay, and reliability of trip making. These are important
indicators of how well the transportation system is operating.
What are some examples of system management and operations tools?
Intelligent Transportation Systems (ITS) are technological tools that can help to facilitate better
system M&O. For example, roadway video surveillance allows better responses to changes in
network conditions, such as clearing an accident faster to keep traffic moving. ITS technologies
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can also be used to collect real-time data, like travel speeds, which can be used to monitor system
performance over time.
Other examples of system M&O tools include:
 Traffic management centers;
 Traffic signal coordination;
 Freeway/arterial corridor management;
 Incident management programs;
 Preferential treatment for transit/ride-shares;
 Special event traffic management;
 Emergency management strategies;
 Pricing of transportation services;
 Customer information services;
 ITS applications for transit;
 Traveler information; and
 Commercial vehicle programs.
It is essential to mention that M&O does not include traditional maintenance activities, such as
lawn cutting, pothole repair, or resurfacing.
What is Asset Management?
Transportation Asset Management is a strategic framework for making cost-effective decisions
about allocating resources (funding and personnel) and managing infrastructure (physical assets
such as roads, equipment, and buildings). It is based on a process of monitoring the physical
condition of assets, predicting deterioration over time, and providing information on how to invest
in order to maintain or enhance the performance of assets over their useful life. The goals of a
transportation asset management program are to minimize the life-cycle costs for managing and
maintaining transportation assets, including pavements, bridges, tunnels, rails, and roadside
features.
1. Asset management programs ensure that:
2. A transportation plan is comprehensive and incorporates the transportation assets of all
modes,
3. The transportation network is managed to meet both current and future demands, and
Expenditures are optimized for value. Transportation asset management principles and
techniques are valuable tools that result in more effective decision-making.
Responsibilities include managing public investment through the transportation plan, defining
performance measures for assets through public involvement, serving as a repository for asset
data, and promoting standard data collection and technology applications. Agencies can also
educate the public and decision-makers and work cooperatively with stakeholders across
transportation modes.
What are the steps decision-makers use in the Transportation Asset Management process?
The following steps are typical for the Transportation Asset Management process:
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1. Decision-makers establish strategic goals and objectives for the transportation system’s
performance with performance measures being set and applied to establish a strategy to
achieve the goals.
2. The transportation system is inventoried, and performance data is collected and analyzed.
This information is used to determine what is needed.
3. Analytical tools and models are used to establish cost-effective long- and short-range
strategies to maximize benefit to the motoring public for dollars invested to maximize
condition at least life cycle cost to maintain and maximize system performance. Budget
allocations are developed to meet performance expectations. The alternative choices are
evaluated according to how well they meet long-range plans, policies, and goals.
4. Decisions are made as a result of policies, performance-based goals, performance
measures, and service levels which address the agency’s strategic goals and objectives.
Decision-makers need to take into account actual project development, construction, and
operation.
5. The entire process is annually re-evaluated.
What questions should be asked as part of the Transportation Asset Management process?
 What is our inventory of assets?
 What is the value of our assets (monetary, importance to region, other)?
 What are their functions? What services do they provide?
 What are the past, current, and anticipated conditions and performance of our assets?
 How can we preserve, maintain, or improve our assets to ensure maximum useful life and
provide acceptable service to the public?
 What financial resources are available? What is the budget? How much funding can we
expect in the future?
 What are our choices for investing our transportation budget?
 What are the costs and benefits of such choices?
 Which choice, or combination of choices, is optimal?
 What are the consequences of not maintaining our assets?
 How can we communicate those consequences?
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8.2 Additional Excerpts from “Good to Great”
James C. "Jim" Collins, III is an American business consultant, author, and lecturer on the subject
of corporate sustainability and growth. In his 2001 book29: Good to Great: Why Some
Companies Make the Leap … And Others Don’t, Collins identified being “good” or “good
enough” as the greatest barrier to greatness. He identified seven simple yet powerful common
traits amongst great organizations. They are:
1. Level 5 Leadership: Leaders who are humble, unrelenting in their belief in what is
achievable, and driven to do what's best for the organization.
2. First Who, Then What: Great organizations “get the right people on the bus”, then figure
out where to go. They do this by finding the right people and trying them out in different
positions.
3. Confront the Brutal Facts: Great organizations embrace the Stockdale paradox—they
unflinchingly confront the brutal truth of the situation, yet at the same time, they never give
up hope.
4. Hedgehog Concept: Great organizations build on three overlapping circles: What lights
your fire ("passion")? What could you be best in the world at ("best at")? What makes you
money or achieves your goal ("driving resource")?
5. Culture of Discipline: Discipline is at the heart of achieving greatness, from staying the
course despite adversity, to doing the right things, and always ensuring they are done
right.
6. Technology Accelerators: Great organizations embrace emerging technologies and use
them to accelerate growth and advancement towards goals, but always within the three
circles of the hedgehog concept.
7. The Flywheel Concept: Great organizations don’t achieve their aims in one herculean
push, they rely on additive effect of many small initiatives to get them where they want to
go; they act on each other like compound interest.

29

Collins, James C. 2001. Good to great: why some companies make the leap--and others don't. New
York, NY: HarperBusiness.
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8.3 Additional Excerpts from “The Innovator’s
Dilemma”
Clayton Christensen is the Kim B. Clark Professor of Business Administration at the Harvard
Business School, where he teaches one of the most popular elective classes for second year
students, Building and Sustaining a Successful Enterprise. He is regarded as one of the
world’s top experts on innovation and growth and his ideas have been widely used in industries
and organizations throughout the world. He is the best-selling author of nine books and more than
a hundred articles.
Christensen ‘s first book30, The Innovator’s Dilemma received the Global Business Book Award
as the best business book of the year (1997); and in 2011 The Economist named it as one of the
six most important books about business ever written.
Christensen defines two distinctly different forms of innovation: sustaining; and disrupting.
Sustaining innovation is described as the continual improvement of a product or service over time,
based upon customer / client feedback. It is generally a process of evolution rather than revolution,
aimed at better meeting current needs, and is seldom disruptive or transformational. The larger
the organization, the more it tends to gravitate to sustaining innovation, if it innovates at all.
Disruptive innovators, on the other hand, bypass existing needs and focus on products / services
and / or technologies that meet future or largely unrecognized needs. It is generally the domain
of small, start-up firms not encumbered by the complexity and institutional inertia of the “big
players”. Disruptors often start by serving a “niche” market ignored or overlooked by the
incumbents. Their initial offerings may not be as polished as those of the incumbents, but if they
truly fulfill a need, and can be improved in terms of quality and functionality quickly, they can not
only survive but cross over into the main-stream market-place.
That is the innovators dilemma: as the incumbent, why should I invest in a less-competent, less
developed product for an unproven market when things are “Good”? The disruptors face no such
dilemma; for them, it is do or die.
The simple answer is that needs evolve and change over time. Examples of successful disruptive
innovation abound.


The impact of Apple on incumbents like IBM and Microsoft stands out.



The rise and fall of RIM / Blackberry at the hands of competitors Apple and Samsung is a
made-in-Canada example.



Smart phone cameras initially offered poor quality and limited features. Digital cameramakers like Polaroid were unfazed. But the upstart devices soon matched the sustaining
innovations of the digital camera-makers, and took a significant share of the market.

30

Christensen, Clayton M. 1997. The innovator's dilemma: when new technologies cause great firms to
fail. Boston, Mass: Harvard Business School Press.
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The navigational aide component of Google Maps, initially of questionable reliability, but
now available on mobile devices, has since supplanted expensive single-purpose portable
navigation devices (e.g. Garmin) and their attendant subscription services.



The Amazon Kindle was not initially viewed as a threat by publishers. It has since remade
the industry from one that was paper-based to one that is now predominantly digital.



Then there are Netflix, Alibaba, Airbnb, Uber, and hundreds of more waiting to burst onto
the scene.

8.4 Additional Excerpts from “The Fourth Industrial
Revolution”
In his 2016 book31, The Fourth Industrial Revolution, Schawb cites: ubiquitous, mobile
supercomputing; artificially-intelligent robots; autonomous vehicles; the Internet of Things (IoT);
neuro-technological brain enhancements; and genetic editing as evidence of dramatic scope and
scale of change happening all around us at exponential speed.
He states:
“We stand on the brink of a technological revolution that will fundamentally alter the way
we live, work, and relate to one another. In its scale, scope, and complexity, along with its
exponential growth, the transformation will be unlike anything humankind has experienced
before.”
“The First Industrial Revolution used water and steam power to mechanize production.
The Second used electric power to create mass production. The Third used electronics
and information technology to automate production. Now a Fourth Industrial Revolution is
building on the Third, the digital revolution that has been occurring since the middle of the
last century. It is characterized by a fusion of technologies that is blurring the lines between
the physical, digital, and biological spheres.”
“In the future, technological innovation will lead to a supply-side miracle, with long-term
gains in efficiency and productivity. Transportation and communication costs will drop,
logistics and global supply chains will become more effective, and the cost of trade will
diminish, all of which will open new markets and drive economic growth.”
“At the same time, the revolution could yield greater inequality, particularly in its potential
to disrupt labor markets. As automation substitutes for labor across the entire economy,
the net displacement of workers by machines might exacerbate the gap between returns
to capital and returns to labor.”
“In the future, talent, more than capital, will represent the critical factor of production. This
will give rise to a job market increasingly segregated into “low-skill/low-pay” and “high-

31

Schwab, Klaus (2016-01-11). The Fourth Industrial Revolution. World Economic Forum. Kindle Edition.
Cologny, Geneva, Switzerland. World Economic Forum.
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skill/high-pay” segments. The result is a job market with a strong demand at the high and
low ends, but a hollowing out of the middle.”
“We are witnessing profound shifts across all industries, marked by the emergence of new
business models, the disruption of incumbents and the reshaping of production,
consumption, transportation and delivery systems.”
“On the supply side, many industries are seeing the introduction of new technologies that
create entirely new ways of serving existing needs and significantly disrupt existing
industry value chains. Disruption is also flowing from agile, innovative competitors who,
thanks to access to global digital platforms for research, development, marketing, sales,
and distribution, can oust well-established incumbents faster than ever by improving the
quality, speed, or price at which value is delivered.”
“A key trend is the development of technology-enabled platforms that combine both
demand and supply to disrupt existing industry structures, such as those we see within
the “sharing” or “on demand” economy. These technology platforms, rendered easy to use
by the smartphone, convene people, assets, and data—thus creating entirely new ways
of consuming goods and services in the process.”
“On the societal front, a paradigm shift is underway in how we work and communicate, as
well as how we express, inform and entertain ourselves. The changes are so profound
that, from the perspective of human history, there has never been a time of greater
promise or potential peril.”
“Decision-makers are too often caught in traditional, linear (and non-disruptive) thinking
or too absorbed by immediate concerns to think strategically about the forces of disruption
and innovation shaping our future.”
“The question for all industries, companies, and government entities without exception, is
no longer “Am I going to be disrupted?” but “When is disruption coming, what form will it
take and how will it affect me and my organization?” ”
“The on-demand economy raises the fundamental question: What is worth owning – the
platform or the underlying asset? As media strategist Tom Goodwin wrote in a
TechCrunch article in March 2015:
“Uber, the world’s largest taxi company, owns no vehicles. Facebook, the world’s
most popular media owner, creates no content. Alibaba, the most valuable retailer,
has no inventory. And Airbnb, the world’s largest accommodation provider, owns
no real estate.” “
“Today, the on-demand economy is fundamentally altering our relationship with work and
the social fabric in which it is embedded. More employers are using the “human cloud” to
get things done. Professional activities are dissected into precise assignments and
discrete projects and then thrown into a virtual cloud of aspiring workers located anywhere
in the world. This is the new on-demand economy, where providers of labour are no longer
employees in the traditional sense but rather independent workers who perform specific
tasks.”
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“Many different categories of work, particularly those that involve mechanically repetitive
and precise manual labour, have already been automated. Many others will follow, as
computing power continues to grow exponentially.”
“Research concludes that about 47% of total employment in the US is at risk, perhaps
over the next decade or two, characterized by a much broader scope of job destruction at
a much faster pace than labour market shifts experienced in previous industrial
revolutions. The spindle (the hallmark of the first industrial revolution) took almost 120
years to spread outside of Europe. By contrast, the internet permeated across the globe
in less than a decade.”
“In the automotive realm, a car is now a computer on wheels, with electronics representing
roughly 40% of the cost of a car. The decision by Apple and Google to enter the automotive
market shows that a tech company can now transform into a car company. In the future,
as the value shifts towards the electronics, the technology and licensing software may
prove more strategically beneficial than manufacturing the car per se.”
“Thanks to the internet of things (IoT) and intelligent assets, it is now possible to track
materials and energy flows so as to achieve huge new efficiencies all the way along value
chains. Of the $ 14.4 trillion in economic benefits that Cisco estimates will be realized from
the IoT in the next decade, $ 2.7 trillion in value can be gained from elimination of waste
and improved processes in supply chains and logistics. IoT-enabled solutions could
reduce greenhouse gas emissions by 9.1 billion tonnes by 2020, representing 16.5% of
the projected total in that year.”
“The countries and regions that succeed in establishing tomorrow’s preferred international
norms in the main categories and fields of the new digital economy (5G communications,
the use of commercial drones, the internet of things, digital health, advanced
manufacturing and so on) will reap considerable economic and financial benefits. In
contrast, countries that promote their own norms and rules to give advantages to their
domestic producers, while also blocking foreign competitors and reducing royalties that
domestic companies pay for foreign technologies, risk becoming isolated from global
norms, putting these nations at risk of becoming the laggards of the new digital economy.”
“The speed and breadth by which regions and cities absorb and deploy technology,
supported by agile policy frameworks, will determine their ability to compete in attracting
talent. Possessing a superfast broadband, putting into place digital technologies in
transportation, energy consumption, waste recycling and so on help make a city more
efficient and liveable, and therefore more attractive than others.”
“Next-generation mobility: With advances in sensors, optics and embedded processors,
improved safety for pedestrians and non-motorized transportation will lead to greater
adoption of public transport, reduced congestion and pollution, better health and
commutes that are quicker, more predictable and less expensive.”
“Mobility-on-demand: Digitization is making vehicular traffic more efficient by allowing
real-time information and an unprecedented monitoring of urban mobility infrastructure.
This opens up new potential for leveraging unused vehicle capacity through dynamic
optimization algorithms.”
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“Intelligent street poles: Next-generation LED street lights can act as a platform for a
host of sensing technologies that collect data on weather, pollution, seismic activity, the
movement of traffic and people, and noise and air pollution. By linking these intelligent
street poles in a network, it is possible to sense what is going on across a city in real time
and provide innovative solutions in areas such as public safety or identifying where there
are free parking spaces.32”
“The digital revolution created new opportunities for communication and “mobility” that
complemented and enhanced physical mobility. It is likely that the fourth industrial
revolution will have a similar effect, as the fusion of the physical, digital and biological
worlds will further transcend time/ space limitations in such a way as to encourage
mobility.”
“Today, a middle-class job no longer guarantees a middle-class lifestyle, and over the past
20 years, the four traditional attributes of middle-class status (education, health, pensions
and house ownership) have performed worse than inflation.”

8.5 Niagara Transportation Tales
8.5.1 Historical Facts












The first Welland Canal was completed in 1829.
Between 1849 and 1962, thirteen bridges were constructed across the Niagara River
Gorge. Four of them remain.
The roadway between Niagara-on-the-Lake and Chippawa was the first designated King's
Highway.
The first stage coach in Upper Canada operated on this roadway between the late 1700s
and 1896.
The first railroad in Upper Canada opened in 1841 with horse-drawn carriages running
between Chippawa and Queenston. In 1854 it was converted to steam and relocated to
serve what was to become the Town of Niagara Falls.
In 1855, John August Roebling, the designer of the Brooklyn Bridge, built the Niagara
Railway Suspension Bridge, the first bridge of its type in the world.
Between the late 1700s and the middle 1800s, boats were the main way to get to Niagara
Falls. By 1896, three boats plied the route between Toronto and Queenston.
One of the first electrified street car services was provided in Niagara, and in 1893 the
Queenston/Chippawa Railway carried boat passengers from Queenston to Table Rock
and beyond.
In 1902, a railway was constructed across the Queenston Suspension Bridge. Later it was
extended along the lower Gorge on the American side of the River, connecting back into
Canada at the Upper Arch Bridge. This transit line, the Great Gorge Route, continued in
service until the Depression.
Tourism travel to the Falls began in the 1820s and within 50 years it had increased tenfold to become the area's dominant industry.

Source: “Top Ten Urban Innovations”, Global Agenda Council on the Future of Cities, World
Economic Forum, October 2015
32
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After World War 1, automobile touring became popular. As a response, attractions and
accommodations sprang up in strip developments, much of which still survives.
The history of the Queen Elizabeth Way (QEW) dates back to 1931, when work began to
widen the Middle Road in a similar fashion to the nearby Dundas Highway and Lakeshore
Road as a relief project during the Great Depression.
Following the 1934 provincial election, Ontario Minister of Highways Thomas McQuesten
and his deputy minister Robert Melville Smith changed the design of the QEW to be similar
to the autobahns of Germany, also under construction at the time, dividing the opposite
directions of travel and using grade-separated interchanges at major crossroads.
When it was initially opened to traffic in 1937, the QEW was the first intercity divided
highway in North America and featured the longest stretch of consistent highway
illumination in the world.

8.5.2 Transportation Persistence - Niagara Falls Honeymoon Bridge
In January of 1938 Niagara attracted worldwide attention when a combination of cold weather
and a warm south-west wind sent vast masses of Lake Erie ice plunging down the upper
Niagara River and over the Niagara Falls, forming a stupendous ice jam. This build-up of ice
shattered the docks of the Maid of the Mist and crumpled the Maid of the Mist caretaker's home.
The Ontario Power Generating Plant came to a stop, when it was buried by great heaps of ice.
Ice then began to accumulate against the lower girders of the Falls View Bridge. The
Honeymoon Bridge, as it was also popularly known, could not withstand the stress. All traffic
was stopped and crowds of people stood and waited. At 4:10 p.m. on Thursday, January 27, the
massive ice ended the bridge's 40 years of life. There were no injuries. When the mild weather
arrived, the remains sank to the bottom of the Niagara River. Undaunted, in 1941, the new
Rainbow Bridge was built just to the north. To ensure its safety, its structure was placed much
higher above the Niagara River.
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