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1. INTRODUCTION
Context & Purpose of Study
To support the introduction of two-way, all-day GO train service between Niagara Falls and
Hamilton’s West Harbour GO Station, Niagara Region is undertaking a GO Hub and Transit
Stations Study (GHTSS) for four (4) future GO transit station areas located in the municipalities
of Grimsby, Lincoln, St. Catharines and Niagara Falls. For this study, the Region is building upon
the completed “2011 Niagara Rail Service Expansions - Environmental Study Review (ESR)”,
which identified potential station locations. In addition, more recent regional strategic and
economic planning exercises have been completed to support and advocate for regional GO
train service to better connect Niagara with the Greater Golden Horseshoe. The GHTSS will
provide the planning and design necessary to pursue the implementation of a GO Hub in St.
Catharines and three GO Stations in Grimsby, Lincoln and Niagara Falls.
The 2016 provincial budget includes a commitment by the Province to bring GO rail service to
Niagara Region. On June 28, 2016, the Ministry of Transportation announced that the Province
is committed to implementing weekday GO rail service between the future Confederation GO
Station in Hamilton and Niagara Region, with service to Grimsby starting in 2021 and to Niagara
Falls by 2023. This is a significant announcement for the Region and further supports the
completion of the GHTSS.
The purpose of the GHTSS is to prepare the following planning and design elements for each of
the four GO rail station sites:








Design vision and principles;
Secondary plans (under the Planning Act) for the lands in and around the stations;
Conceptual station area plans;
Market value assessments for station areas (focused on potential for redevelopment);
Transportation plans for station areas, including lands in and around the stations;
Functional design for proposed infrastructure, including station designs; and
Implementation plans, including a Regional Official Plan Amendment (if required).

This study is being completed in coordination with the local municipalities of all four station
areas and also includes a comprehensive consultation program to engage stakeholders,
agencies, residents and businesses. The Niagara GHTSS is also being done in coordination with
the Region’s Municipal Comprehensive Review, the Regional Transportation Master Plan and
the Regional Transit Investigation Study. The vision, analysis and plans each station area will
reflect input from all of these regional studies as well as the local context in which the stations
will exist.
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Study Background: The Niagara Rail Service Expansion EA (2011)
As noted on the previous page, the Niagara GHTSS is building off of the Environmental Study
Report (ESR) completed in 2011 for Niagara Rail Service Expansion. This ESR was prepared by
RJ Burnside and Associates on behalf of GO Transit and identifies the need for GO rail service in
Niagara. The ESR identifies preferred station locations for the four future stations in Grimsby
(Casablanca), Lincoln (Beamsville), St. Catharines and Niagara Falls.
The ESR was prepared as part of an Environmental Assessment (EA) and was completed in
accordance with GO Transit’s Class Environmental !ssessment process, dated December 2003
(as amended August 2005). The study included Stages 1, 2 and 3 of the GO Transit Class EA
Planning and Design process1 and concluded that the extension of GO train service to the
Niagara Peninsula is technically feasible along the existing CN corridor.
The first stage of the EA included a review, evaluation and selection of the preferred rail
corridor for the GO rail expansion. This work confirmed that the CN Railway Grimsby
Subdivision (CNR Grimsby S/D) is the preferred corridor. The second stage of work included a
review, evaluation and selection of the preferred alternative solution within the CNR Grimsby
S/D corridor. The alternative solutions focused on how to address future increased travel
demand to and from Niagara Region towards the Greater Toronto Area. This included solutions
with transit and automobile travel options. The alternative solutions reviewed included:






Do Nothing;
Transportation Demand Management;
New or Expanded Commuter Rail Service;
New or Expanded Bus Service; and,
Expand Road Capacity.

The EA recommended that the preferred solution is to undertake New or Expanded Commuter
Rail Service. This preference was presented and accepted by at Public Information Centres in
Hamilton, Grimsby, St. Catharines and Niagara Falls.
The third stage of the study included a review, evaluation and selection of station sites, train
layover facilities and track improvements. Numerous sites were reviewed and based on the
results of the evaluation process and stakeholder and public input, the following station sites
were recommended as options for future rail expansion into Niagara Region:



Grimsby – at Casablanca Boulevard;
Beamsville – at Ontario Street (as a future station);

1

The GO Transit Class EA process includes the following stages: Stage 1. Problem Identification and Feasibility;
Stage 2. Alternatives to the Understanding (Concept Alternatives); Stage 3. Alternative Methods of Carrying Out
the Undertaking (Preliminary Design Alternatives); Stages 4 and 5. Detailed Design and Implementation.
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St. Catharines – and the existing VIA Station; and,
Niagara Falls – at the existing VIA Station.

Layover facilities recommended in Niagara Region included one in St. Catharines at Glendale
Avenue and one in Niagara Falls at the existing VIA Station (the Niagara Falls VIA site is large
enough to accommodate both a GO Station and layover facilities). Stage 3 also included
providing preliminary station layouts for each of the recommended stations.
Figure 1 presents the four preferred station locations in Niagara Region as identified in the
2011 ESR. The 2011 ESR findings and station site recommendations are approved as per the
provincial environmental approvals process. The Niagara GHTSS builds off of the 2011 ESR,
reviewing the ESR findings and proceeding to plan the stations and surrounding station areas in
each municipality. Throughout the GHTSS the Region is consulting regularly with Metrolinx to
ensure that efforts to support these stations are coordinated and lead to future
implementation.
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Figure 1 – Niagara GO Transit Station Locations (from 2011 Environmental Study Report)
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Study Process
The Niagara GHTSS process involves six phases of work, with all four station area plans
proceeding in alignment with each other. Phase 1, Study Context and Site Review, has been
completed and was conducted between January 2016 and June 2016. The six phases are
outlined below. Throughout the six phases of work there will be a series of public, stakeholder
and agency consultation activities to review and confirm study findings.
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Consultation Process
The consultation activities that will occur throughout this study include:
Activity Type

Description of Activity

Occurrence

Public Events

Public events provide an opportunity for the public to
give feedback and comments on study components,
results, and ideas.

4 series of
public events

Stakeholder
Advisory
Committee

Each station area has its own Stakeholder Advisory
Committee (SAC). AS such, there are four SACs in total.
The SACs are made up of members of the local
community representing residents, businesses and
special interest groups. The SACs will provide feedback,
guidance and advice to the Project Team at key points
during the study process.

2 rounds of
SAC meetings

Technical
Advisory
Committee

Each station area also has its own Technical Advisory
Committee (TAC) made up of local municipal staff. In
addition there is a Regional TAC made up of conservation
authority staff, Regional staff, CN staff and GO Transit /
Metrolinx Staff. In total there are five TACs. The mandate
of the TACs is to guide the Project Team regarding
technical design and planning challenges and
opportunities for each station area and station layout.
The Regional TAC has interests in all four stations and as
such will review materials for all station areas.

6 rounds of
TAC meetings

Statutory Public
Meetings

There will be one round of Statutory Public Meetings (1
meeting per municipality) to fulfill the Planning Act
requirements for Secondary Plans.

4 Statutory
Public

Local Council
Presentations

There will be a presentation of the Secondary Plan to
each local municipality to cover the four stations.

4 Local
Council
Presentations

Regional
Council
Presentation

The Secondary Plans for each station area will be
presented to Regional Council.

1 Regional
Council
presentation
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Website

A web-based portal has been established by the Region
to enable online consultation as the study progresses.
The e-consultations will mirror the Public Events. The
web-portal will also include final published background
reports, individual study reports, Public Event
consultation materials, and public notices as they are
developed.

On-going

In the first phase of the study, the project website (http://www.niagararegion.ca/projects/gohub-transit-stations), SACs and TACs were established. The first round of SAC and TAC meetings
were also held to kick-off the study and discuss preliminary issues and opportunities.

Report Purpose
The purpose of this report is to provide a summary of key findings from Phase 1. Phase 1, Study
Context and Site Review, focused on:




An examination of the 2011 ESR findings to confirm station locations;
Identification of the preliminary study area boundaries, along with initial commentary
on potential issues and opportunities for each station area2; and,
Commencement of the consultation program with the establishment of the Technical
Advisory Committees and Stakeholder Advisory Committees for each municipality.

Report Organization
The following report is organized into six main chapters. This first chapter provided an
introduction, explaining the background, process and purpose for the Study. Chapters 2-5
provide a summary of existing and planned conditions, as well as initial issues and opportunities
for each of the five study areas. Chapters 2-5 are organized to address the following items:





Station Location and Confirmation of 2011 ESR Findings;
Study Area;
Existing and Current Planned Land Uses; and,
Key Issues and Opportunities, including input from SAC and TAC meetings (note that the
list of key issues and opportunities is intended to be preliminary, with more detailed
assessments being conducted in Phase 2 of the study).

Chapter 2 focuses on Grimbsy, Chapter 3 covers Lincoln, Chapter 4 covers St. Catharines and
Chapter 5 covers Niagara Falls. Chapter 6 outlines the next steps for the study, introducing
Phase 2 of the work plan.
2

Note the station study area boundaries presented in this report are preliminary and are expected to be modified
and finalized in Phase 2. Furthermore, the commentary on issues and opportunities is intended to be high-level, as
more detailed analysis will be conducted in future phases of work.
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2. GRIMSBY STATION AREA
Station Location and Confirmation of 2011 ESR Findings
Station locations identified in the 2011 ESR were reviewed based on input from the local
municipality, the Region and local stakeholders. Grimsby TAC and SAC members provided input
on potential alternative station sites to be considered. As a result of input received and
background research completed, three potential station locations were reviewed in Grimsby:
one site included the 2011 ESR recommended site at Casablanca Boulevard (referred to as Site
#1), the second site was located on the South Service Road just east of Casablanca Boulevard
(referred to as Site #2), and the third site was located in Downtown Grimsby by the existing
Amtrak station on the west side of Ontario Street (referred to as Site #3). Figure 2 presents the
station sites considered in Grimsby.
The evaluation of the sites considered multiple criteria focused on Transportation Connectivity
and Ridership/Operations, Planning and Land Use (including redevelopment potential),
Technical Feasibility, Financial Feasibility and Policy. The evaluation considered all factors for
station site selection equally. Traffic modelling was not part of the site evaluation as it was
anticipated that detailed analysis would be undertaken at future phases. However, a review of
the transportation network opportunities and constraints was included. Appendix A provides
further details regarding the Grimsby and St. Catharines sites evaluation completed. Based on
the review findings and input from the local TAC, the Casablanca Station Site #1 has been
confirmed as the preferred site. This corresponds to the 2011 ESR findings as well. The site has
the least technical site challenges for station development, is consistent with provincial policy,
can accommodate the station layout and circulation requirements including parking, pick-up
and drop off, bus bays and station platforms required on opening day and is well situated to
serve future population growth. One challenge in planning this station will be traffic
management on Casablanca Boulevard between Winston Road and Livingston Avenue,
including the Queen Elizabeth Way (QEW) highway interchange. During future phases of the
Niagara GHTSS, transportation and traffic modelling will be completed to identify constraints
and opportunities to manage traffic flow around the station. This will include investigation of
the QEW-Casablanca Boulevard interchange.

Dillon Consulting Limited
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Study Area
Based on confirmation of the Casablanca station location for the future Grimsby GO Transit
Station, a preliminary study area for station area planning was identified. Figure 3 presents the
preliminary study area for Grimsby. The study area encompasses land surrounding the station
site that will be considered in the various planning, transportation, infrastructure and market
studies that are being completed for the GHTSS. The study area will be reviewed in Phase 2
with the public, SAC and TAC to confirm boundaries. The study area extends approximately
800m around the site and includes key properties that may redevelop as a result of the GO
station as well as corridors that will form important transportation arteries and connections to
and from the station.
For the Grimsby station the study area includes the Winston Neighbourhood lands on the north
side of the QEW highway, west of Casablanca Boulevard, as these lands are undergoing
tremendous growth and are a focus for intensification in Grimsby. Casablanca Boulevard and
Livingston Avenue are two of the key corridors in the study area for which the study will
consider opportunities to improve connections to and from the station site for all modes of
transportation, including improved pedestrian and cycling connections.

Dillon Consulting Limited

11

Niagara GO Hub and Transit Stations Study – Phase 1 Summary Report

Existing and Current Planned Land Uses
To better understand the site context for the Grimsby station, mapping was prepared to
illustrate the existing and current planned land use in the study area. The planned land use
identifies uses as approved in the Grimsby Official Plan. The existing land use indicates what is
currently on the ground in the study area.
Figure 4 illustrates planned land use and Figure 5 illustrates the existing land use.
The predominant planned land use (Figure 4) in the study area is residential/mixed use which
accounts for approximately 49 hectares of the net area (excluding roads). This includes
approximately 20 hectares of low density residential, 10 hectares of medium density
residential, and 18 hectares of residential / mixed use. The designated service commercial area
is also substantial at 20 hectares of the net area. The third largest designated area is the
Specialty Crop Area associated with the Greenbelt which makes up approximately 16 hectares
of the study area. The lands designated Employment Area also make up approximately 16
hectares of the study area.
Table 2.1 summarizes the existing land uses. The existing land use (Figure 5) is predominantly
made up of commercial (32 hectares or 25% of the study area excluding roads) and residential
(37 hectares or 30% of the study area excluding roads) uses. There is also a large portion of
vacant land (18 hectares or 14% of the study area) in the study area. As the study area
develops and the vacant lands get absorbed, a greater mix of uses is anticipated.
Table 2.1 – Grimsby Study Area Existing Land Use
Land Use
Agricultural
Commercial
Industrial
Institutional
Low Density Residential
Medium Density Residential
Natural Open Space System
Recreation and Open Space
Utility
Vacant
Total
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Area (ha)
12
31
8
3
27
9
11
3
1
18
124

Area (%)
9%
25%
7%
2%
22%
7%
9%
2%
1%
14%
100%
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Key Issues and Opportunities
Through a review of existing policies, plans and site visits, key issues and opportunities for
planning and designing the Grimsby station area were identified. In addition, consultation with
the TAC and SAC members provided further input to issues and opportunities to be addressed
in the study. This includes input from the Regional TAC members. The following lists provide an
overview of the issues and opportunities that will be addressed in the subsequent phases of the
study.

Issues










Proximity of the station to the Greenbelt presents challenges in achieving higher
densities west of the station site but there is excellent potential north and east of the
site;
Pedestrian crossings over the QEW will be needed to provide access to the station from
the Winston Neighbourhood north of the highway;
Active transportation connections and sidewalks are needed along collector and local
streets to improve pedestrian and cyclist safety;
The proximity of the station site to the Casablanca/QEW interchange requires a traffic
study and further consultation with MTO to confirm how the interchange will be
managed and if any upgrades to the interchange or along Casablanca Boulevard are
needed;
The protection of natural features including the woodlot to the west of the station will
need to be considered as part of the secondary plan;
Achieving the employment numbers in surrounding neighborhoods needed to support a
station may be challenging; and,
Planning for the lands south and west of the railway tracks is constrained by natural
heritage, urban boundary limits, and stable neighbourhoods.

Opportunities





Connections to the lakefront should be capitalized on to provide visitors with easy
access to the station and waterfront trail;
Parking accommodations at the station would be sufficient to support opening day
needs;
The Winston Neighbourhood north of the QEW continues to grow with increased
densities to support ridership at the station;

Dillon Consulting Limited
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The station may also attract some riders from communities surrounding Grimsby,
including from the west. This will be determined and assessed in the transportation
modelling work to be completed in Phase 2 and 4 of this study; and,
Higher densities in proximity to the station can be achieved through future planning
exercises.

3. LINCOLN STATION AREA
Station Location and Confirmation of 2011 ESR Findings
The 2011 ESR reviewed two sites as potential station locations in the Town of Lincoln: one in
Beamsville at Ontario Street and one in Vineland at Victoria Street. The preferred station site
recommended was the Beamsville Ontario Street site. This station site was preferred for the
following reasons:





Site is situated in a relatively developed area (industrial lands) with no natural heritage
features or watercourses to be impacted;
Site is compatible with surrounding lands, which are primarily industrial uses;
Site is outside Tender Fruit and Grape designated lands of the Greenbelt area; and,
Site has good potential for parking.

This site was identified as a future potential GO train station to be developed once the Niagara
GO line is established and as ridership grows. The Grimsby, St. Catharines and Niagara Falls
stations were identified in the 2011 ESR as occurring first along the line with the Beamsville
station to be developed at a later date. The development of the Beamsville station will be, to a
large extent, based on ridership needs. Ridership growth will likely also stem from growth in the
communities to the south such as Smithville. For all of the GO stations in the Region it is
anticipated that GO Transit ridership will capture some riders from communities in the
southern extents of the Region. Residents in communities such as Welland, Pelham, Thorold,
etc., will likely commute to the nearest GO station to access the transit service as the Region
and the Greater Toronto and Hamilton Area (GTHA) continue to grow.
The GHTSS Phase 1 station review confirmed the findings of the 2011 ESR. In addition, meetings
held with the Lincoln TAC and SAC confirmed the station location and provided input to
opportunities for station area planning.

Study Area
A preliminary study area for the Beamsville station area planning was identified as shown in
Figure 6. The study area encompasses land surrounding the station site that will be considered
in the various planning, transportation, infrastructure and market studies that are being
Dillon Consulting Limited

17

Niagara GO Hub and Transit Stations Study – Phase 1 Summary Report

completed for the GHTSS. The study area will be reviewed in Phase 2 with the public, SAC and
TAC to confirm boundaries. The study area extends approximately 800m around the site and
includes key properties that may redevelop as a result of the GO station as well as corridors
that will form important transportation arteries and connections to and from the station.
Ontario Street and Greenlane Road are two of the key corridors in the study area for which the
study will consider opportunities to improve connections to and from the station site for all
modes of transportation.

Dillon Consulting Limited
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Existing and Current Planned Land Uses
To better understand the site context for the Beamsville station, mapping was prepared to
illustrate the existing and current planned land use in the study area. Figure 7 illustrates
planned land use and Figure 8 illustrates the existing land use.
The predominant planned land use (Figure 7) in the study area is industrial which accounts for
approximately 58 hectares of the net area (excluding roads). This includes approximately 27
hectares of prestige industrial along Ontario Street and South Service Road. The designated
residential area is also substantial at 46 hectares. This includes 40 hectares of low density
residential, 3 hectares of medium density residential, and 3 hectares of residential
development on the south side of Greenlane that presents an opportunity for residential infill
(the density for this area is to be established through an official plan amendment). The
designated agricultural area is concentrated on the west side of the study area and makes up
approximately 29 hectares of the net area.
Table 2.2 summarizes the existing land uses. The existing land use (Figure 8) is predominantly
made up of residential (47 hectares or 31% of the study area excluding roads). There is also a
large portion of agricultural land (46 hectares or 30% of the study area) concentrated in the
northwest of the study area. Industrial uses (23 hectares or 15% of the study area) are located
north of the rail corridor and there are scattered commercial uses abutting Ontario Street (17
hectares or 11% of the study area).
Table 2.2 – Beamsville Study Area Existing Land Use
Land Use
Agricultural
Commercial
Industrial
Institutional
Low Density Residential
Medium Density Residential
Natural Open Space System
Recreation and Open Space
Utility
Vacant
Total
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Area (ha)
46
17
23
0
44
3
1
3
4
12
153

Area (%)
30%
11%
15%
0%
29%
2%
0%
2%
3%
8%
100%
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Key Issues and Opportunities
Through a review of existing policies, plans and site visits, key issues and opportunities for
planning and designing the Lincoln station area were identified. In addition, consultation with
the local TAC and SAC members provided further input to issues and opportunities to be
addressed in the study. This includes input from the Regional TAC members. The following lists
provide an overview of the issues and opportunities that will be addressed in the subsequent
phases of the study.

Issues






Managing traffic leading to and from the station during peak travel periods will need to
be addressed through a traffic study;
Proximity of the station to the Greenbelt presents challenges in achieving higher
densities within the wider station area;
Active transportation connections and sidewalks are needed along collector and local
streets to improve pedestrian and cyclist safety;
Natural heritage features to the west of the station present a constraint on
development patterns in the station area; and,
The current mix of light industrial and commercial uses in close proximity to the station
presents a limitation for near-term intensification.

Opportunities








Mixed use is becoming more prominent in Beamsville, and there are opportunities to
expand this designation through Official Plan amendments and design guidelines;
A GO Station would provide the catalyst needed for improved transit service throughout
Lincoln;
Introduction of GO Bus service is also desired in the community and bus bays could be
accommodated at the GO Transit station site;
Traffic mitigation and access to the site could be achieved through the use of alternative
routes and highway connections that pass through the station area;
The station may also attract some riders from communities south of Beamsville. This will
be determined and assessed in the transportation modelling work to be completed in
Phase 2 of this study; and,
Parking accommodations at the station site would be sufficient to support opening day
needs.

Dillon Consulting Limited
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4. ST. CATHARINES STATION AREA
Station Location and Confirmation of 2011 ESR Findings
Similar to the Grimsby station location review, during Phase 1 of the GHTSS, the St. Catharines
station location identified by Metrolinx in the 2011 ESR was reviewed along with 4 other
potential locations. Station locations beyond what was identified in the 2011 ESR were
reviewed based on input from the local municipality, the Region and local stakeholders. An
important element when considering a station in St. Catharines is that this station is identified
as a GO Transit Hub. Transit Hubs serve a critical function in the regional transportation system
as the origin, destination, or transfer point for a significant portion of trips.
As a result of input received from the St. Catharines TAC and SAC members, and background
research completed, five potential station locations were reviewed:






one site included the 2011 ESR recommended site at the existing St. Catharines VIA
Station (referred to as Site #1);
the second site was located west of Louth Street, on Benfield Drive (referred to as Site
#2);
the third site was located at the western edge of the city, between Vansickle Road and
First Street Louth, north of St. Paul’s Street (referred to as Site #3)the fourth site was located in the east end of the city on the east side of Mountain
Street, east of Highway 406, and north of Glendale Avenue (referred to as Site #4); and,
the fifth site was located on the eastern edge of the city, on the south side of Glendale
Avenue, west of the Welland Canal.

Figure 9 provides the locations of all five sites considered in the review for a St. Catharines
station location.
The evaluation of the sites considered Transportation Connectivity and Ridership/Operations,
Planning and Land Use (including redevelopment potential), Technical Feasibility, Financial
Feasibility and Policy. The evaluation considered all factors for station site selection equally.
Traffic modelling was not part of the site evaluation as that effort will be completed in future
phases of the work program. However, a review of the transportation network opportunities
and constraints was included. Appendix A provides further details regarding the Grimsby and
St. Catharines sites evaluation completed. The analysis of the five potential station locations in
St. Catharines indicated that overall the VIA Station Site #1 is preferred, which confirms the
findings of the 2011 ESR. The preference for the VIA Station Site #1 is due to the fact that the
VIA site is well situated in close proximity to the Downtown Urban Growth Centre with good
proximity to existing and future population and employment to support ridership needs. The
site has excellent potential to serve as the regional transit GO Hub. It is also a better site from a
Dillon Consulting Limited

24

Niagara GO Hub and Transit Stations Study – Phase 1 Summary Report

technical and financial feasibility perspective. The existing VIA station can be easily and
efficiently converted to a GO Station.

Study Area
Based on confirmation of the VIA Station location for the future St. Catharines GO Transit Hub
Station, a preliminary study area for station area planning was identified. Figure 10 presents the
preliminary study area for St. Catharines. The study area encompasses land surrounding the
station site that will be considered in the various planning, transportation, infrastructure and
market studies that are being completed for the GHTSS. The study area will be reviewed in
Phase 2 with the public, SAC and TAC to confirm boundaries. The study area extends
approximately 800m around the site and includes key properties that may redevelop as a result
of the GO station as well as corridors that will form important transportation arteries and
connections to and from the station.
The St. Catharines station study area is within close proximity to the Downtown Urban Growth
Centre which is the region’s top tier node and has regional and provincial significance in terms
of growth and development focus. Much of the area is also within a designated intensification
area which supports redevelopment. These policies will be considered in planning for the long
term potential of the station area. Further, St. Paul’s Street West, Ridley Road and Louth Street
provide critical corridors from the station site into the Downtown. The study will consider
opportunities to improve these corridor connections for all modes of transportation.

Dillon Consulting Limited
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Existing and Current Planned Land Uses
To better understand the site context for the St. Catharines GO Hub station, mapping was
prepared to illustrate the existing and current planned land use in the study area. Figure 11
illustrates planned land use and Figure 12 illustrates the existing land use.
The predominant planned land use (Figure 11) in the study area is residential which accounts
for approximately 115 hectares of the net area (excluding roads). This includes approximately
93 hectares of low density residential, 21 hectares of medium density residential, and 1 hectare
of high density residential. There is also 18 hectares of mixed use which includes some
residential units. The designated employment area is also substantial at 45 hectares of the net
area. The third largest planned land use is commercial which makes up approximately 28
hectares of the study area.
Table 2.3 summarizes the existing land uses. The existing land use (Figure 12) is predominantly
made up of residential uses (82 hectares or 36% of the study area excluding roads). There is
also a large mix of industrial (37 hectares or 16% of the study area), institutional (36 hectares or
15% of the study area), and commercial (34 hectares or 15% of the study area) uses.
The variety of existing and planned land uses in the study area presents a good mix of uses to
support a GO Transit Hub.
Table 2.3 – St. Catharines Study Area Existing Land Use
Land Use
Industrial
Institutional
Commercial
Low Density Residential
Medium Density Residential
Natural Open Space System
Recreation and Open Space
Vacant
Total
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Area (ha)
37
36
34
71
11
7
11
24
231

Area (%)
16%
15%
15%
31%
5%
3%
5%
10%
100%

28

Niagara GO Hub and Transit Stations Study – Phase 1 Summary Report

Key Issues and Opportunities
Through a review of existing policies, plans and site visits, key issues and opportunities for
planning and designing the St. Catharines station area were identified. In addition, consultation
with the TAC and SAC members provided further input to issues and opportunities to be
addressed in the study. This includes input from the Regional TAC members. The following lists
provide an overview of the issues and opportunities that will be addressed in the subsequent
phases of the study.

Issues









Transit connections and road improvements to support active transportation and an
integrated Hub development would need to be identified;
Site access for commuters and transit buses will require specific attention given the
location of the site and traffic limitations, as well the need for infrastructure upgrades to
key access routes, including along St. Paul’s Street West and Louth Street;
Traffic and parking impacts to Ridley College and the local residential neighbourhood
abutting the east side of the site will need to be addressed;
Active transportation connections and sidewalks are needed along collector and local
streets to improve pedestrian and cyclist safety;
Protection of stable neighbourhoods in the vicinity of the station will require planning
consideration;
The integrity of heritage buildings in the station area will need to be maintained; and,
The employment and industrial uses within the station area are fairly stable and will
need to be considered in the development of public realm and streetscaping design.

Opportunities







Proximity to the Downtown can support improved active transportation and transit
connections;
The station is located within close proximity to the Urban Growth Centre which supports
increased density and continued growth;
There is a direct connection between the Station and St. Paul’s Street West which is a
major link into Downtown;
The existing residential neighbourhoods surrounding the station would likely provide a
good commuter base ;
It is anticipated that the station will attract some riders from communities in the
southern extents of the Region. Residents in communities such as Thorold, Welland, and
Pelham may commute to St. Catharines (or another GO Station in the Region) to access
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the transit service. This will be determined and assessed in the transportation modelling
work to be completed in Phase 2 of this study;
The community is generally supportive of the VIA Station site being transformed into a
GO Station;
Future infrastructure improvements, such as road improvements can be identified
through the secondary planning process; and,
The station area is within a Community Improvement Area and would therefore benefit
from future improvements to streetscape and public realm conditions.

5. NIAGARA FALLS STATION AREA
Station Location and Confirmation of 2011 ESR Findings
The 2011 ESR reviewed the potential for a new station in Niagara Falls at the location of the
existing VIA Station. The existing VIA Station site was identified as the preferred location for the
following reasons:





Site is situated in a developed urban setting where there are no natural heritage
features or watercourses to be impacted;
Site is compatible with surrounding lands, which are primarily industrial;
Site is well connected to the existing local transit system (there is a City bus stop across
the street from site); and,
Site has good potential for parking.

The GHTSS Phase 1 station review confirmed the findings of the 2011 ESR. The Niagara Falls VIA
Station site and surrounding station area presents an opportunity to connect existing transit
services in the municipality and is located in an area that has redevelopment potential. In
addition, meetings held with the Niagara Falls TAC and SAC confirmed the station location and
provided input to opportunities for station area planning.
It is also important to note that the Niagara Falls station area is also planned to include a
layover facility (train storage) on the site. The layover facility represents an important piece of
infrastructure required to provide GO service in Niagara. The ESR noted that there may be
opportunities to integrate the facility with VIA.

Study Area
A preliminary study area for the Niagara Falls station area planning was established as shown in
Figure 13. The study area encompasses land surrounding the station site that will be considered
in the various planning, transportation, infrastructure and market studies that are being
completed for the GHTSS. The study area will be reviewed in Phase 2 with the public, SAC and
Dillon Consulting Limited
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TAC to confirm the boundaries. The study area extends approximately 800m around the site
and includes key properties that may redevelop as a result of the GO station as well as corridors
that will form important transportation arteries and connections to and from the station.
Bridge Street, Victoria Avenue, Niagara Parkway/River Road and Erie Avenue are four of the key
corridors in the study area for which the study will consider opportunities to improve
connections to and from the station site for all modes of transportation.
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Existing and Current Planned Land Uses
To better understand the site context for the Niagara Falls station, mapping was prepared to
illustrate the existing and current planned land use in the study area. Figure 14 illustrates
planned land use and Figure 15 illustrates the existing land use. There are a number of historic
buildings in the study area for the Niagara Falls GO station. There will be particular focus on the
potential to redevelop the area in a manner that recognizes and preserves important heritage
features.
The predominant planned land uses (Figure 14) in the study area are residential (49 hectares)
and industrial (48 hectares) uses. There is also a significant amount of commercial land (39
hectares). There is no planned major recreational space within the study area. However, the
eastern boundary of the study area abuts Niagara Parkway/River Road and the Niagara River
which provides a significant natural amenity for the community.
Table 2.4 summarizes the existing land uses. The existing land use (Figure 15) is predominantly
made up of residential uses (49 hectares or 38% of the study area excluding roads). There is
also a large portion of commercial uses (27 hectares or 21% of the study area) that are primarily
concentrated along Queen Street. The proposed station site is currently vacant and makes up a
large portion of the study area. Combined with other vacant properties in the study area,
vacant uses total 27 hectares or 21% of the study area.
Table 2.4 – Niagara Falls Study Area Existing Land Use
Land Use
Commercial
Industrial
Institutional
High Density Residential
Medium Density Residential
Low Density Residential
Natural Open Space System
Recreation and Open Space
Utility
Vacant
Total
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Area (ha)
27
11
4
2
3
45
0
6
4
27
128

Area (%)
21%
9%
3%
1%
2%
35%
0%
5%
3%
21%
100%
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Key Issues and Opportunities
Through a review of existing policies, plans and site visits, key issues and opportunities for
planning and designing the Niagara Falls station area were identified. In addition, consultation
with TAC and SAC members provided further input to issues and opportunities to be addressed
in the study. This includes input from the Regional TAC members. The following lists provide an
overview of the issues and opportunities that will be addressed in the subsequent phases of the
study.

Issues








Improvements to the Niagara Parkway to support access to the station should include
crosswalks to improve pedestrian safety;
Current surface parking at the station and in the station area is limited, and would need
to be supplemented through site redesign;;
Underutilized, vacant and brownfield sites within the station area require specific
consideration in the planning and redevelopment process;
Proximity and land use compatibility will be need to be considered for lands in proximity
to the layover facility, as any future land uses will need to be sensitive to and
compatible with the train storage facility; and,
Active transportation connections and sidewalks are needed along collector and local
streets to improve pedestrian and cyclist safety.

Opportunities










There is potential to design the station as a gateway, providing an attractive arrival point
for commuters and visitors/tourists;
Connections across the border should be capitalized on, particularly through transfer
harmonization across transit providers and exploration of active transportation routes
including the Central Michigan Railway elevated bridge and trail connections;
There is an opportunity to enhance the Niagara Parkway to create the sense of arrival
compatible with a major gateway area;
Regular GO service will provide improved tourism and employment growth potential,
particularly if combined with ease of transfer to local and US-based transit and coach
bus operators;
Thorold Stone Road has been expanded and will be undergoing an extension, to provide
an access route to the station via Victoria Avenue;
An innovation/educational hub has been planned by the City just south of the station
site, providing an important catchment area for future rail users;
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Current zoning regulations are supportive of a range of uses in the station area;
The existing residential neighbourhoods surrounding the station would likely provide a
good commuter base;
The station may also attract some riders from communities surrounding Niagara Falls.
This will be determined and assessed in the transportation modelling work to be
completed in Phase 2 of this study; and,
The transit building at the station site is a heritage building with a strong sense of
historical character that can be used as an anchor for the secondary plan.

6. NEXT STEPS
The next steps in the process to begin Phase 2 include:











Commencement of public consultation on the vision for each station area4;
Preparation of the development vision and guiding principles for each of the station
areas. This includes principles to guide built form, public realm, streetscape, circulation,
and parking plans.
Commencement of a station area best practices review which will consider the best
approaches used for other GO stations in Ontario.
Completion of a base line future transportation demand forecast (by mode) for each
station area. This will be done in coordination with the Region’s Transportation Master
Plan that is underway.
Commencement of a review of development capacity and long-term development
demand for each station area.
Completion of a market readiness assessment which will provide the market perspective
on development potential.
Completion of an opportunities and constraints analysis that builds from the initial
Phase 1 findings.
Identification of strategic transportation directions that considers all modes of
transportation.

As Phase 2 proceeds, information regarding project materials for public review and public
consultation events will be posted on the project website
(http://www.niagararegion.ca/projects/go-hub-transit-stations).

4

Note that the public consultation for Phase 2 was completed in June 2016.
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Diana Morreale, Brian Dick, Matt Kernahan
Paddy Kennedy, Merrilees Willemse, Dennis Kar, Marc-Paul Gautier
May 2, 2016
NGHTSS – St. Catharines and Grimsby GO Station Site Selection Analysis Summary –
REVISED (September 2016)
16-3195

Purpose
The purpose of this memo is to provide Niagara Region (Region) with recommendations for GO Transit
station sites in the Town of Grimsby and the City of St. Catharines. Dillon undertook a high-level
evaluation of the two approved station sites in both municipalities to confirm the locations identified in
an earlier Environmental Assessment completed by GO Transit. This memo provides a summary of the
evaluation results and further details are provided in Attachment 1. The review, evaluation and
recommendations are part of Phase 1 of the Niagara GO Hub and Transit Stations Study (NGHTSS). The
results of this process are included in the Phase 1: Summary Report for the study.
The work completed for Phase 1 of the NGHTSS presents preliminary findings. Future phases of the
study will involve more detailed analysis of the station sites and study areas, which includes traffic
modelling, analysis and recommended improvements.

Context
As part of the Phase 1 NGHTSS scope of work, Dillon undertook a high level review of the Niagara GO
station sites identified in the 2011 Environmental Study Report for Niagara Rail Service Expansion
(referred to as 2011 ESR). The 2011 ESR was prepared by GO Transit and identified, assessed and
recommended rail station locations in Grimsby, Beamsville, St. Catharines and Niagara Falls (and also
included locations in Hamilton). The sites identified in the ESR received an approval under the Province’s
environmental assessment approvals process. It is our contention that since the sites have been
approved, that there would need to be a compelling case to modify the station locations, as an
addendum to the ESR would be required. This memo provides a review of the GO station sites and has
been completed to ensure that the findings in the ESR are still appropriate and valid.
No major issues were raised for the Lincoln (Beamsville) and the Niagara Falls sites based on our own
analysis and consultation with the Region and local municipalities. For St. Catharines, the Region
requested that we confirm the station location and that we also consider whether a future second site
might be viable over the long term. For Grimsby, we were asked to confirm the approved station site, as
there had been some new development activity in the vicinity of the approved site since the completion
of the ESR.
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Analysis of the Grimsby and St. Catharines station sites was based on a review of available data, findings
in the 2011 ESR, and current station site requirements of Metrolinx (as per Metrolinx New Station
Planning and Analysis, 2015, Board Presentation and Public Consultation materials). The analysis is
based on the understanding that more detailed technical analysis will be undertaken in Phase 2 of the
NGHTSS.
Figures 1 and 2 attached to this memo illustrate the locations of the potential station sites in Grimsby
and St. Catharines. These sites were assessed and details of the analysis are provided in Attachment 1,
Evaluation of Station Locations. Below is a summary of the key findings informing the site
recommendation for each municipality. The summary focuses on Metrolinx’s six key themes for site
selection:
 Transportation Connectivity;
 Ridership/Operations;
 Planning and Land Use;
 Technical Feasibility;
 Financial Feasibility; and,
 Policy.
For this overview assessment, the above site selection themes were considered to have equal
importance in the evaluation.

Grimsby Station Analysis Summary
The preferred site in Grimsby is Casablanca (Station Site #1 on Figure 1). This is the same site approved
in the 2011 ESR. Overall, this is the only site that provides the combination of necessary site
requirements (i.e. site size), road network connectivity and alignment with official plan policies1. The
one item to note about the site location is that the north side of the site is located within the urban
boundary and the south side is located outside the urban boundary. The portion of the site on the south
side of the rail tracks is within the Provincial Greenbelt Area Protected Countryside Tender Fruit and
Grape Lands. However, the Provincial Greenbelt Plan Policy 4.2.1 General Infrastructure Policy, states
that lands within the Protected Countryside can be used for new infrastructure subject to an
environmental approval as long as the new infrastructure (which includes transit and transportation
corridors and facilities) meets one of the following objectives:
a.) 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
b.) 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.

1

Town of Grimsby Official Plan: Policy 5.5.2 - Lands in the southwest quadrant of the Casablanca Boulevard / QEW
interchange are an appropriate location for a potential transit hub including commuter parking. The Town will
work with the Ministry of Transportation to develop such a facility. Policy 5.6.2.4 - It is the intent of this plan to
promote the location of a commuter railway stop at Casablanca Boulevard in support of the intensification targets
for the area.
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The 2011 ESR provides the provincial environmental approval needed to locate the Grimsby GO Transit
Station within the Greenbelt Area and the transit station meets the objectives of item b) above. As
such, the Casablanca Station Site #1 aligns with local and provincial policy.
In addition to the above noted policy alignment, the site remains the most appropriate given its
proximity to one of the Town’s major intensification areas (Winston neighbourhood area) and also given
the technical constraints associated with the alternative station sites in Grimsby (Station Site #2 and #3
on Figure 1). Site #2 has challenges related to technical feasibility of the platform length needed given
the narrow width of the site, and site access issues as access options are limited given that there is only
one road connection opportunity to the site. Site #3 is located to the south of downtown Grimsby and
has some potential synergies with downtown development opportunities; however, the site is not
technically feasible for a station given the property available at this location. There is not enough space
available to accommodate the immediate needs of the station, platforms, circulation and parking. To
accommodate these needs, additional land would have to be acquired which would impact the financial
feasibility of the site. Furthermore, in looking at some of the surrounding land uses for Site #3, there will
be limited opportunities for site expansion. Overall, it is our conclusion that Site #1 remains as the most
logicial and desirable location for a Grimsby GO station, as it best aligns with Metrolinx’s station area
criteria, as well as local, Regional and Provincial planning policies.
The following sub sections provide a summary of the evaluation findings for the Grimsby GO station site.
Technical Feasibility
The Casablanca site (Site #1) is preferred from a technical feasibility perspective as it has a large space
on both sides of the corridor, providing room for the station, traffic circulation, future bus connections,
parking and allows for the entire platform length to be located within the station area. This is a very
important component of station site selection and was thoroughly examined in the 2011 ESR. The other
site options require modifications to station design, platform layout and parking accommodations that
can be costly, may affect station operations, and can have greater impacts to surrounding property
owners. Depending on the traffic volumes generated at Site #1, there may be a need to review the rail
crossing of Casablanca Blvd to determine if a grade separation would be required in the future (this
would be confirmed in the transportation analysis for the study).
The most limiting factor of the downtown site (Site #3) is its size to accommodate the station plus space
needed for traffic circulation, pick-up and drop-off, bus loading area and parking. This is a significant
concern as the site is only 0.6 hectares. Unlike Site #3, Site #1 is 6.27 hectares, providing the space
needed to achieve the full suite of station operation components. The limited area for Site #3 provides
no flexibility for future changes in travel demand and station operation needs. This includes space
needed for additional parking or for future local or regional transit connections should these services be
provided. Significant costs would be incurred to acquire additional land needed to accommodate the
necessary operations of a major commuter rail station at Site #3. Further the acquisition of additional
land would require the displacement of existing mature uses.
Another technical feasibility challenge with the downtown station (Site #3) is that it would require the
reconstruction of the underpass of the rail line of Elizabeth Street to accommodate the platforms west
of Ontario Street. This would likely require a full reconstruction of the Elizabeth Street rail crossing. that
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Site #2 on South Service Road also presents technical challenges. Although the site size is relatively good
(3.7 hectares) the site is narrow. In order to accommodate the full length of the platforms for the
station, some property acquisitions may be required. This will depend on the platform design proposed
and whether the rail right-of-way is wide enough to accommodate platform without impacting the
adjacent properties. The width also limits the station site layout and circulation options as access to and
from North Service Road 40 is limited. North Service Road 40 provides the only transportation road
network access. There are no other local street connections which limits the potential to manage traffic
flow around the site.
Transportation Connectivity and Ridership/Operations
The downtown station (Site #3 in Figure 1) rates the highest from a potential ridership perspective. This
is due to high current and future population and employment around the site associated with the
downtown. Although the ridership potential is good, the road network connectivity is relatively poor.
Ontario Street is only 2 lanes and the intersection of Ontario Street and Carnegie Lane is not suited to
serve as the main access point due to poor sightlines and narrow lane widths. During peak travel
periods, Ontario Street may experience significant congestion as it provides the main route to connect
to the QEW Highway. Further, there is also a narrow underpass of the rail line on Elizabeth Street which
may need to be widened and lowered to accommodate additional traffic. Generally, transportation
network improvements would be required to alleviate these concerns which would result in additional
costs. Walkability is good for Site #3 given that it is located in the downtown.
Site #1 has good highway access and good local street connections, particularly with the future
extension of Livingston Road which is part of the long term transportation plan for the Town. The
intersection of Niagara Road 40 and Casablanca Boulevard may present a challenge during peak periods
due to separation distances from the QEW Highway interchange as well as the proximity of the
intersection to the rail crossing of Casablanca Blvd. However, these issues can be mitigated based on
where the entrances/exists to the station site are placed. This will require further assessment. Cycling
and walking connections would need to be improved for this site, particularly to connect the Winston
neighbourhood to the site. With parking split on either side of the rail corridor at Site #1, there may be
challenges in managing traffic circulation as drivers search for parking. However, this can be mitigated
with intelligent parking systems that can inform drivers of parking availability.
Regarding ridership, the proximity of Site #1 to the Winston neighbourhood intensification area provides
good potential for future ridership growth as the area develops. This area is experiencing the highest
growth demand in the Town with medium and high density developments.
Site #2 on the South Service Road provides neither the transportation benefits that the Casablanca site
has nor the ridership potential that the downtown Site #3 has and as such is not preferred.
Commutershed ridership diagrams generated to support the analysis above are provided in Attachment
2. These diagrams identify the commutershed for a 15 minute drive to the station during morning peak
hour and for an 800 metre walking distance to the station site.
Given the analysis, from a transportation connectivity perspective, Site #1 and Site #3 have different
advantages related to ridership potential and transportation network connections.
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Planning and Land Use
The Casablanca site (Site #1) is preferred from a planning and land use perspective due to the
intensification and redevelopment opportunities around the site. Given the long term planning nature of
a GO station, it is important to consider the potential for the station area to transform into a multimodal destination which supports regional transit. This potential exists in the area to the north, east and
south of the Casablanca site. The downtown site has better proximity to existing population and
employment but also has limited redevelopment opportunities over the long term due to constraints for
redevelopment in the downtown (e.g. height restrictions, lack of larger redevelopment sites, established
historic neighbourhoods, etc.). The Casablanca site is close to the biggest growth area in the municipality
(Winston neighbourhood, which is planned to accommodate a large portion of the Town’s future high
density development). The area has larger sites available for redevelopment and no significant building
height limits. The only development constraint associated with Site #1 is the fact that the lands to the
north and west of the station area are located in the Greenbelt and would not be available for
development.
Potential future development opportunities have been considered based on a high level review of
vacant or underutilized sites within 800m of the study area. Figures were generated for this analysis and
are provided in Attachment 3.
Financial Feasibility
The South Service Road Site #2 is preferred from a cost perspective. The Casablanca site (Site #1) would
be a moderate cost and the downtown site (Site #3) would be the highest cost. The South Service Road
site requires very little infrastructure modifications for the tracks and station. There may be a potential
need to acquire some neighbouring land to accommodate station platforms but the area needed is not
significant and if the station is designed with a single platform layout, property acquisition may not be
necessary. The Casablanca site requires a split track with tunnels to access both sides of the site. The
downtown site (Site #3) requires major infrastructure upgrades for rail crossings and additional property
acquisition to accommodate station needs.
For both Site #1 and Site #2, there are hydro towers on the north side of the sites that could pose an
additional cost if there is a desire to develop buildings on either site in the future which may require
moving the hydro towers. At this time, parking in the area surrounding the hydro towers can be
achieved without impacts to the towers or additional costs for developing the stations.
Policy
From a policy perspective, the downtown Site #3 has some benefits; however the Casablanca Site #1 is
preferred. The downtown site is adjacent to the downtown intensification area. The Casablanca site is
adjacent to the Winston neighbourhood intensification area. In addition, both sites align with Provincial
policy. As explained in the introduction, Site #1 includes lands outside the urban boundary that are part
of the Greenbelt Area. However, GO Transit has an environmental approval for the development of a
regional transit station at the site. As such the area for Site #1 can be developed by Metrolinx/GO for
transit station use and aligns with provincial policy. In addition, the Casablanca site is also identified in
the Town’s Official Plan as a potential transit hub. The downtown site is not identified as such. This
makes Site #1 preferred from a policy perspective. The location of this station site was identified in the
ESR in 2011, and subsequently included in the Town’s Official Plan, which was approved by the Region of
Niagara.
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Grimsby Site Analysis Summary
Based on the findings above, Casablanca Station Site #1 is preferred. It has the least technical
challenges, can accommodate transportation needs such as bus connections, traffic circulation and
parking required on opening day and is well situated to serve future population growth and inspire
redevelopment of large surrounding properties. Although existing connectivity for all modes to Site #1 is
not as good as the connectivity that currently exists for Site #3, with proper planning and design,
connectivity to and from Site #1 can be improved. Connections can be enhanced to create a supportive
transportation network for the long term success of the station. Further, the Casablanca site is approved
in the 2011 ESR, aligns with Provincial, Regional and local policies and plans. Based on the above, there
does not appear to be a compelling case to modify the 2011 ESR findings given the review of
alternatives completed and summarized in this memo.
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St. Catharines Station Analysis Summary
Based on input from the local municipality and local stakeholders, the analysis completed for the St.
Catharines station site involved a review of five potential station locations. The preferred site in St.
Catharines is the VIA Site (Site #1 on Figure 2). This is consistent with the approved 2011 ESR site.
Overall, this site provides the combination of features needed to achieve a successful GO Transit Hub. It
is important to note that unlike the three other stations being planned in Niagara Region, the St.
Catharines station is to be planned as a Hub which requires a central location for multi-modal
connections (cycling, walking, transit) and the opportunity for vibrant residential and employment
development in close proximity to the station to create a place not only that people move through but
that is a destination in and of itself. A Hub is different from other GO Transit stations in that it acts as a
destination in and of itself. This makes the Hub role of the St. Catharines station an important anchor for
the Region. The VIA site (Site #1) provides the necessary components for a successful Hub station
including size, multi-modal connections including walkability, opportunities for main street connections
to the downtown (via St. Paul Street West), proximity to an identified intensification area and interest in
revitalization of the surrounding community. In addition, this site is well known to the community as
the VIA station and has community support (reiterated by the stakeholder advisory committee for the
study) as a future GO transit station.
The four other sites assessed in St. Catharines presented some interesting options for stations but none
of them had the full complement of features required to justify modification to the 2011 ESR findings
that identified the VIA station site as preferred. Sites #2, #3 and #5 (as shown on Figure 2) are all
located in areas that are further from residential communities, are not intensification areas, have less
convenient access to the Downtown Urban Growth Centre, and are focused for employment use which
is critical for the municipality to continue to attract jobs to the region. Sites #2 and #3 have the lowest
ridership potential. Although, Site #3 does have the highest employment catchment within walking
distance projected for 2041. This is due to the large employment lands surrounding the site which, if
developed, would provide a greater amount of employment within walking distance of the site. The
number is not dramatic enough to constitute a significant influence on ridership. Site #5 has good
ridership potential but it is likely drawing commuters away from the Niagara Falls station to the west
and could impact the viability of the Niagara Falls GO Station. Site #4, the Glendale/Hwy 406 site on
Figure 2, has some potential as an alternative site to Site #1 given that is has good ridership potential
and transportation connections. However, Site #4 has complicated technical feasibility challenges
related to the location and configuration of station platforms given the constraints of the rail corridor
through this area and the proximity of the site to Hwy 406. These technical challenges relate to financial
feasibility as they have the potential to be quite costly to address. Overall, there is not a strong
argument to support a change to the 2011 ESR findings and as such the VIA Site #1 is recommended as
preferred for St. Catharines.
In addition to the assessment of one transit station site in St. Catharines, we also investigated the
potential for two stations in St. Catharines. It was found that overall the ridership potential in St.
Catharines is not projected to be high enough to support two stations. A second station could draw
riders away from the Niagara Falls station and impact the viability of a Niagara Falls Station. In addition,
of the potential sites reviewed in St. Catharines, the only site other than the VIA Site #1 that had
potential as a Hub was Site #4. Given the relative close proximity between Site #1 and Site #4,
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(approximately 3km), there does not appear to be a need for both stations as they would draw the
same/similar riders.
The following sub-sections summarize the comparison of the potential station locations in St.
Catharines.
Transportation Connectivity and Ridership/Operations
Station Sites #2 and #3 present relatively poor transportation connectivity and have the lowest ridership
potential compared to Sites #1, #4, and #5. This is primarily due to the locations of these sites as they
are removed from the mixed use areas of the city and are not located along major transit corridors.
Further, Sites #2 and #3 have very limited residential population (existing or planned) and as such do not
support the ridership or vibrancy required for a Hub station. As noted above, Site #3 will have high
employment within walking distance of the station by 2041. This is related to the currently undeveloped
but designated employment lands surrounding the station. However, the number is not dramatic
enough to constitute a significant influence on ridership. Site #5 has a ridership catchment that is quite
high, however this is due to the proximity of the site to Niagara Falls. Much of the ridership for this site
would come from Niagara Falls. This presents two challenges: one is the impact that taking ridership
from Niagara Falls would have on the viability of the Niagara Falls station, and two is the bottleneck
traffic issues that would be present at the Welland Canal bridge crossing of Glendale Avenue. This bridge
crossing already performs poorly during peak traffic periods and this would increase with a station
located at Site #5.
Between Site #1 (VIA Site) and Site #4 (Glendale/Hwy 406 site), Site #4 is preferred from a
transportation perspective, followed second by the VIA site (Site #1).
The Glendale/406 site (Site #4) has good highway access, good population and employment in the
commuter shed, good walkability, good transportation network connections, good parking space, and
good local and regional transit access. The one issue with the Glendale/406 station is that it has a higher
potential to attract passengers from Niagara Falls, which, similar to Site #5, could limit potential
ridership at the Niagara Falls GO Station. Further study in this regard would be required if Site #4 were
to proceed.
In contrast, the VIA site (Site #1) has comparable existing and future population and employment in the
commuter shed to the Glendale/406 site. This supports the ridership needed on opening day for the
station. However, the VIA site has some local transportation network connection challenges. The site
would require intersection improvements on St. Paul Street West and a new access road located
extending south off of Ridley Road. Transit access is not as good at Site #1 as Site #4 and existing transit
routes would need to be restructured to provide good access to residential neighbourhoods and key
destinations. Access to the highway from Site #1 is also not as convenient as Site #4, which may limit
attractiveness of the station to other municipalities such as Welland and place more traffic on the
arterial road network. However, the transportation connectivity benefits of Site #1 are related to the
potential for improved active transportation connections between the site and downtown. The
redevelopment of St. Paul Street West has the potential to open up improved opportunities for walking
and cycling which are fundamental to GO Hub Station design.
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Commutershed ridership diagrams were generated for this analysis and are provided in Attachment 2.
These diagrams identify the commutershed for a 15minute drive to the station during morning peak
hour.
Planning and Land Use
The VIA site (Site #1) is preferred from a planning and land use perspective due to the proximity to
downtown and existing regional destinations, as the VIA site is located just southwest of the Downtown
Urban Growth Centre. The City of St. Catharines downtown is designated as an Urban Growth Centre by
the Province in the Growth Plan for the Greater Golden Horseshoe. Both the Region of Niagara and City
of St. Catharines Official Plans include a variety of transit-supportive policies intended to promote
development and redevelopment in the Urban Growth Centre. The St. Catharines Urban Growth Centre
is the Region’s top tier node and has Regional and Provincial significance in terms of growth and
development focus.
It should also be noted that the VIA site (Site #1) is identified in the City’s Official Plan as part of an
intensification area and the policies of the Plan are intended to promote opportunities for
redevelopment in and around the station area, including support for intensification and redevelopment
opportunities along St. Paul Street West and on surrounding properties. The planning and land use
objectives for the land around Site #1 present the best opportunity to achieve a Hub in St. Catharines.
Sites #2, #3 and #5 all lack the planning and land use policy support to transform these sites and
surrounding area into Hub stations. This includes the need to protect these areas for employment uses
and a lack of residential intensification policies related to these lands. To locate a major transit station
area in these locations (at the expense of the approved site) would undermine Provincial, Regional and
local planning objectives.
Site #4 at Glendale/Hwy 406 does present land use opportunities, as the area available within Site #4 is
larger compared to the area available on Site #1. However, the development and redevelopment
opportunities do not appear to be as compelling for Site #4 when compared to the Urban Growth Centre
and lands around the VIA Station site that are prime for intensification and revitalization.
Potential future development opportunities have been considered for both station Sites #1 and #4
based on a high level review of vacant or underutilized sites within 800m of the study area. Figures were
generated for this analysis and are provided in Attachment 3.
Technical Feasibility
The VIA site (Site #1) is preferred from a technical feasibility perspective as it already has an existing
station and has a reasonable size for station, transportation circulation and parking layout. Long term,
parking would likely require a structure or additional land nearby, this may be accommodated on the
land identified for Site #2. The Glendale/Hwy 406 station (Site #4) presents more technical challenges in
layout of the platforms and rail requirements. This is due to the proximity of the site to the Hwy 406 rail
bridge and the rail ROW dimensions. The rail ROW is constricted to 25m in this area. Based on rail ROW
precedents in the GTA, 35m ROW is required to accommodate station platforms. This poses a technical
challenge that will likely incur greater costs. In addition, on the south side of the rail corridor, there is a
hydro line that crosses Site #4. A station and parking can be designed around the hydro corridor but it
does present a greater technical challenge than Site #1 which does not have this constraint.
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Sites #2, #3 and #5 have large lots where station design can be accommodated. However the servicing at
these sites is limited and the lack of existing infrastructure in comparison to Site #1 does not position
these sites well to be easily transformed for opening day service needs.
Financial Feasibility
The VIA site (Site #1) is preferred from a cost perspective as it is the lowest cost to develop with the
existing station in place. The Glendale/Hwy 406 site (Site #4) would be the most expensive option out of
all the St. Catharines sites reviewed. This is due to the technical design issues noted above. Sites, #2, #3
and #5 would present moderate costs although the soil conditions of Site #5 would need to be
confirmed given historic uses on the land.
Policy
From a policy perspective, the VIA site (Site #1) and the Glendale/Hwy 406 site (Site #4) are equally
preferred as they are both within designated intensification areas. Sites #2, #3 and #5 are not within
these designated areas and are not supported with existing policy that would encourage a transit Hub
development.
St. Catharines Site Analysis Summary
Based on the findings above, the VIA Station Site #1 is preferred. Site #1 provides opportunities to
achieve a Hub station in St. Catharines and to transform the area into a vibrant multi-modal community.
The technical challenges and associated costs of developing a site at the Glendale/Hwy 406 Site #4 make
it less desirable than Site #1. In addition, Site #1 is well situated within close proximity of the Downtown
Urban Growth Centre with good proximity to existing and future population and employment to support
ridership needs. Site #1 is also the most financially feasible given the existing infrastructure in place.
Sites #2, #3 and #5 do not provide the advantages the either Site #1 or Site #4 have and as such the
recommendation is to proceed with Site #1, the VIA site, for St. Catharines. This is consistent with the
2011 ESR.
Follow-up and Contact
We would be happy to discuss the information in this memo. Please contact Paddy Kennedy
(pkennedy@dillon.ca) and Merrilees (mwillemse@dillon.ca) with any questions.
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ATTACHMENT 1:
EVALUATION TABLE

Dillon Consulting Limited

Station Sites Evaluation Table

ST. CATHARINES
TRANSPORTATION CONNECTIVITY

CRITERIA GROUP
EVALUATION CRITERIA

ROADS

TRANSIT

PARKING / DROP-OFF

Is there sufficient existing road Do the existing intersection
Does the station have access Can the site support parking
access or is additional access configurations support traffic to existing local transit
and passenger drop-off
management around station? services?
areas?
CORE QUESTIONS required?

PLANNING AND LAND USE
PEDESTRIANS

Are there existing pedestrian
connections that could
support walking to/from the
station? Are there
plans/opportunities for new
connections?

BICYCLING

Are there existing cycling
connections that could
support cycling to/from the
station? Are there
plans/opportunities for new
connections?

DENSITY

EXISTING ACTIVITY

Is the site in close proximity
to major destinations?

REDEVELOPMENT
POTENTIAL

RIDERSHIP/
COMMUTERSHED

RIDERSHIP/ OPERATIONS
RIDERSHIP/WALKING
DISTANCE

What is the commutershed
potential (population and
employment within 15
minutes of the station)?
What is the potential
Based on the commutershed, population and employment
Is there
redevelopment/intensification what is the ridership
Is the site within close
Is the site within close
within a 10 minute walk
proximity (~500m) of existing proximity (~500m) of existing potential for the surrounding potential? (Existing and 2041 - (800m) of the station?
and/or planned employment area (within ~800m)? (Based Based on Appendix B to
and/or planned residential
(Existing and 2041 - Based
on Appendix C to Memo)
density (office)?
density?
on Appendix B to Memo)
Memo)

STATION SPACING/
TRAVEL TIME

Is the station a sufficient
distance from other stations?
Will implementing the station
create excessive delay which
could result in loss of
ridership?

STATION SITES

St. Catharines - VIA
Station #1

Challenging:
• Primary access should be via
Ridley Road and Louth Street.
This will require a new site
access to be built and property
to be acquired (vacant lands).
This provides good access to
Highway 406, and connectivity
to the downtown (although
downtown connectivity could
be improved through
streetscape planning).
• St. Paul Street West has
limited capacity and the narrow
right-of-way will make
expansion difficult.

• The existing site access on
St Paul Street West at Great
Western Road is poorly
designed and presents
challenges to access the site.
• An alternative site access
should be considered on
Ridley Road. No issues
identified with proposed
intersection configuration or
spacing along Ridley Road.

• Provides the best transit
access for the potential
stations west of Twelve Mile
Creek with access to the
downtown and the Pen
Centre.
• Some route modifications
required to provide direct
access to the GO Station.

Additional land would be
required to accommodate
parking requirements. This
may include the additional
vacant land located north of
the existing station on Ridley
Road. With additional land
acquisition, this site should
be sufficient.

Good connections to
surrounding residential. Lots
of pedestrians in the area
currently. St. Paul's St. West
bridge crossing of rail corridor
needs to be
replaced/upgraded sidewalks are falling apart.

Station has good cycling
access with:
o Existing Bike Lanes along
Louth Street
o Planned bicycle lane on St.
Paul’s Street West
(recommended as part of the
Bikeway network in the 2003
Region of Niagara Bikeways
Master Plan)

Within intensification area as
per the City's Community
Improvement Plan (CIP).
Potential to transform St.
Paul Street West as corridor
main street into downtown.

Closest proximity to
Downtown - Regional
destinations including arts,
culture, retail/commercial,
employment.

Yes - located adjacent to
residential

Yes. Direct access to
downtown via St. Paul St.
West. Good access to
highway via Louth Street.
Good proximity to
employment area in west
end.

Third largest catchment area
for both existing and 2041
population and employment
of all the St. Catharines'
stations, however, not a
significant difference from the
second largest catchment
Total vacant land within
population. Does have the
800m with intensification
largest catchment area for
potential: 20.2ha
both existing population and
Total underutilized land within employment for stations
located west of the Twelve
800m with intensification
Mile Creek.
potential: 7.6ha

All stations provide sufficient
distances apart. There are a
number of existing GO
Highest population within
Stations in the GO Rail
walking distance of station,
network with stations located
with continued growth to
2041. Highest employment closer together than what
would occur in Niagara
population of all St.
Region with any one of the
Catharines' stations in both
existing and 2041 conditions. St. Catharines' station sites.

Large vacant lots for
development - However,
requires converting
employment land to mixeduse.

St. Catharines - West
Station #2 - Benfield
Dr/Ridley Rd

Good site access off of
Benfield Drive, with nearby
access to Highway 406 and
Louth Street. There may be a
need to extend Ridley Road to
open up access and
development potential to the
south side of the tracks

Provides limited transit
access (only one route on
Louth Street). Route
• No issues identified with
intersection configuration or restructuring required to
spacing along Benfield Drive. better serve this site, which
may inconvenience
• Ridley Road and Louth
passengers not destined to
Street would require a
the GO Station
signalized intersection.

Large site to accommodate
parking

Second lowest population
within walking distance of
station (existing and 2041
planned). Existing and 2041
condition sees second
highest employment within
800m walking proximity of the
station.

All stations provide sufficient
distances apart. There are a
number of existing GO
Stations in the GO Rail
network with stations located
closer together than what
would occur in Niagara
Region with any one of the
St. Catharines' station sites.

Good proximity to Regional
hospital. No other major
destinations.

Negligible population within
walking distance of station
(existing and 2041 planned).
Moderate existing emploment
numbers but highest number
of employees within walking
Central to employment lands Total vacant land within
distance of station by 2041.
in west end of City, but most 800m with intensification
Second smallest catchment The station is located on a
are low density employment. potential: 60.7ha
large employment land, so
area for both existing and
Best access to Regional
the number of employees is
Located in employment area. Hospital - large employment Total underutilized land within forecasted 2041 population
and employment of all the St. projected to grow into the
No residential within walking anchor. Moderate access to 800m with intensification
future.
Catharines' stations.
potential: 10.0ha
Downtown.
distance.

All stations provide sufficient
distances apart. There are a
number of existing GO
Stations in the GO Rail
network with stations located
closer together than what
would occur in Niagara
Region with any one of the
St. Catharines' station sites.

Good proximity to Regional
shopping mall, Pen Centre

Second largest catchment
Within intensification area as area for both existing and
forecasted 2041 population
per City CIP.
and employment of all the St.
Catharines' stations.
Total vacant land within
Catchment area does not
800m with intensification
overlap with Niagara Falls, so
potential: 16.2ha
is better suited than the
Moderate employment area,
primarily retail/commercial - Total underutilized land within Glendale station. Good
highway access increases
Pen Centre provides regional 800m with intensification
commutershed.
potential: 11.2ha
employment.

All stations provide sufficient
distances apart. There are a
number of existing GO
Stations in the GO Rail
network with stations located
closer together than what
would occur in Niagara
Region with any one of the
St. Catharines' station sites.

The site is located between
Station does not have direct Downtown and the Regional
access to the cycling network Hospital -however, there are
no advantages in the
and bike lanes would be
recommended on Beanfield proximity of this site to these
Limited - not a pedestrian
destinations over the other
Drive to connect to existing
focused area - is an
station sites being
employment area not focused Bike Lanes along Louth
considered.
Street
on pedestrian network.

Central to employment lands
in west end of City, but most
Located in employment area - are low density employment.
new residential within 500m Moderate access to
Downtown.
northeast of site.

Total vacant land within
800m with intensification
potential: 59.2ha

Smallest catchment area for
both existing and forecasted
Total underutilized land within 2041 population and
employment of all the St.
800m with intensification
Catharines' stations.
potential: 7.6ha
Large vacant lots for
development - However,
requires converting
employment land to mixeduse.

Limited direct access to
transit – Minor rerouting of
existing services required to
provide a direct transit
connection to the downtown
and the Pen Centre. There is
no access to Niagara Region Large site to accommodate
Transit.
parking

Limited - not a pedestrian
focused area - is an
Poor cycling access. No
employment area not focused existing or planned bicycle
on pedestrian network.
facilities near the site.

Good east-west cycling
access with bike lanes
located on Glendale Avenue
east of Mountain side.
Designated cycling path
continues west from
Glendale Avenue along
Chestnut Street. The Merritt
Trail goes through the site
Pedestrian connection
opportunities are available - and provides north-south
site is within walking distance cycling access. This would
to residential and existing trail need to be incorporated into
the station design.
system connections.

St. Catharines - West
Station #3 - First Street
Louth

Good site access off of
Vansickle Road or First Street
Louth, with nearby access to
Highway 406. Network seems
to be more than sufficient for
current level of development.

St. Catharines - East
Station #4 Hastings/Oakdale Split

No significant issues with
intersection configuration and
site access. Good access off
Site can be accessed from
of Glendale Avenue (major
both Oakdale Avenue to the
arterial road with 4 lanes of
north and Glendale to the
traffic). Access off Oakdale
south. The south access
has poor sightlines and would
provides very convenient
likely require a traffic signal.
access to Highway 406 and
Generally sightlines for
Glendale (a four-lane arterial
access are more challenging
road). This station location
at this site. There are multiple
would see traffic dispersed in
commercial driveways along
up to four directions; this
access routes which would
relieves pinch points and
impact traffic around the site.
minimizes traffic effects.
Traffic dispersion likely means A Traffic Impact Study would
that adjacent road network has need to determine if
intersections and Hwy 406
sufficient capacity to absorb
access would significantly
new traffic generated by GO
impact traffic operations.
station.

Site has the best opportunity
for transit access for both
existing routes and minor
route modifications. The site
is located next to a transit
terminal at the Pen Centre,
and opportunities to extend
service during peak periods
to the GO Station should be
explored. This provides
service to most areas within
the City as well as other parts
of the Region (through
Niagara Region Transit).
There is an opportunity to
relocate a transit terminal for Large site to accommodate
Pen Centre.
parking

Good access off of Glendale
Avenue (major arterial road
with 4 lanes of traffic).
Potential capacity issue with
traffic from the east as Welland
Canal bridge will be a capacity
constraint (bridge is narrow).
No issues identified with
Close proximity to Highway 406 intersection configuration
off of Glendale.
along Glendale Avenue.

Not favourable. Limited
direct access to local transit
and regional transit. There is
only one transit route in this
area that only provides direct
access to downtown St.
Catherine’s. Limited
opportunity to reroute other
transit routes without
impacting other passengers
not destined to the GO
Large site to accommodate
Station.
parking.

St. Catharines - East
Station #5 - Glendale

No issues identified with
intersection configuration or
spacing along Vansickle
Road or First Street Louth.

Yes - located adjacent to
residential

Largest catchment area for
both existing and forecasted
2041 population and
employment of all the St.
Catharines' stations.
Catchment area includes part
of Niagara Falls, which is an
Total vacant land within
overlap of the catchment
800m with intensification
area of the Niagara Falls
potential: 11.0ha
station. Challenges in
Total underutilized land within crossing the Welland Canal
may reduce demand to this
800m with intensification
station from the east.
potential: 21.2ha
Large vacant lots for
development - However,
requires converting
employment land to mixeduse.

Area is not pedestrian
friendly and there are no
destinations within walking
distance. Pen Centre is
approximately 2.5km west
which is not within walking
distance.

Station has good cycling
access with:
o Existing Bike Lanes along
Glendale Avenue
o Existing Welland Canal
Trail along the Welland
Canals Parkway

Approximately 2.5km from
Pen Centre. No other major
destinations.

Minimal residential within
walking distance - separated
by employment lands and rail
corridor.

Primarily low density
employment area, but has
proximity to Pen Centre
which provides regional
employment.

Second highest population
within walking distance of
station (existing and 2041)
Second lowest employment
catchment of all St.
Catharines' stations in both
existing and by 2041.

All stations provide sufficient
distances apart. There are a
number of existing GO
Stations in the GO Rail
network with stations located
Moderate population
closer together than what
catchment (existing and
2041). Lowest employment of would occur in Niagara
Region with any one of the
all St. Catharines' stations
St. Catharines' station sites.
(existing and by 2041).

Station Sites Evaluation Table

ST. CATHARINES
TECHNICAL FEASIBILITY

CRITERIA GROUP
EVALUATION CRITERIA

SITE AVAILABILITY & DIMENSIONS

Does the site have enough
available land and are the site
dimensions workable for a
physical station (area) (note:
Platform standard is 315 metres.
Width is 4.5 metres. Parking area
has no minimum, driven by
demand and land availability.) Are Is there an existing use that
neighbouring properties affected requires demolition /
redevelopment?
CORE QUESTIONS by station or platform?

FINANCIAL FEASIBILITY
NATURAL ENVIRONMENT

Are there existing
major utilities (e.g.
hydro lines) that
require relocation?

Is there potential to impact
protected terrestrial or
aquatic habitat or risks with
flood plains?

CONSTRUCTION COST

Is there a significant
additional cost (over
expected costs) to develop
the station in this location?

POLICY
ALIGNMENT WITH EXISTING PLANS AND POLICIES
(LOCAL/REGIONAL/PROVINCIAL)

Does it align with existing local,
regional and provincial policy?

2011 ESR
Recommendations

RECOMMENDATIONS
(include reasons for
recommendation)

Recommended - lowest cost,
good transportation and
transit connections, central to
downtown, catalyst for
redevelopment in identified
intensification area.

STATION SITES

St. Catharines - VIA
Station #1

St. Catharines - West
Station #2 - Benfield
Dr/Ridley Rd

St. Catharines - West
Station #3 - First Street
Louth

Site includes VIA station site. requires acquisition of property to
north along Ridley. Constricted by
large industrial site to west and
rail crossing to east.

Large sites and vacant parcels
possibly available - no limitations
for station design

Large sites and vacant parcels
possibly available - no limitations
for station design

Existing station with vacant
land for
parking/redevelopment. Area
on south side of tracks is
currently in use by
No issues identified
manufacturing facility.
at this point.

Vacant

Vacant

No major concerns. There is
a park to the east of the Via
station surrounded with old
growth trees.

Most cost efficient - utilize
existing station. Least cost
St. Catharines location.

Yes - Within an intensification
redevelopment area.

Recommends using
existing via station site

Multiple access points
required to various lots; road
extension for SE lot; tunnels
required for full site N/S of
tracks.
Moderate cost.

Designated employment - would
need employment land
conversion - mixed use
conversion maintaining % of
employment

Identified for layover site.

No issues identified
at this point.
No concerns.

Tunnels if north platform.
Least cost.

Designated employment - would
need employment land
conversion - mixed use
conversion maintaining % of
employment. Site also puts
pressure on the urban area
boundary.

Examined as a layover site

Hydro corridor cuts
across site on south
side of corridor.
Location of tower is
on west edge of
south property and
Potential impacts due to
can be designed
around for station
proximity to existing trail
and/or parking.
system.

Potential costs for
construction around rail
bridges and crossing over
406. Need to determine
structural impacts - can delay
timeline. Requires demolition
of existing uses. Widen
structure over old welland
Canal, PCHR Town Line
Spur, building removals,
additional ROW; tunnels
required for full site. Greatest
cost St. Catharines location.

Within an intensification
redevelopment area. Currently
designated neighbourhood
residential - requires rezoning for
mixed use
Not examined

No issues identified
at this point.
No concerns.

Building demolition/materials
removals and site clearing
make this station a moderate
cost St. Catharines location.

Designated employment - would
need employment land
conversion - mixed use
conversion maintaining % of
employment

No issues identified
at this point.
No concerns.

Large sites on either side of rail
line but currently in use for
manufacturing and park trail.

St. Catharines - East
Station #4 Hastings/Oakdale Split

There is sufficient longitudinal
space for platform between the
site and the bridge over Highway
406. Will require side platforms or
would require widening bridge
over Hwy 406. The rail ROW is
constricted in this area at 25m.
Based on GTA precedents,
approximately 35m ROW is
required for full station. Will
require tunnels for both sides.
Operations could be done in
phases with one side and single
platform but must determine
Existing structures would
timing.
need to be demolished

St. Catharines - East
Station #5 - Glendale

Large site with existing
employment use - underutilized
site. Station design and platforms
could be accommodated.

Existing structures would
need to be demolished

Identified for layover site.

Recommended from a
transportation perspective
and for redevelopment/
intensification potential.
Greater cost and complexity
for station design.

Station Sites Evaluation Table

GRIMSBY
TRANSPORTATION CONNECTIVITY

CRITERIA GROUP
EVALUATION CRITERIA

ROADS

Is there sufficient existing road
access or is additional access
CORE QUESTIONS required?

TRANSIT

PARKING / DROP-OFF

Does the station have access Can the site support parking
Do the existing intersection
and passenger drop-off
configurations support traffic to existing local transit
areas?
management around station? services?

PLANNING AND LAND USE
PEDESTRIANS

Are there existing pedestrian
connections that could
support walking to/from the
station? Are there
plans/opportunities for new
connections?

BICYCLING

Are there existing cycling
connections that could
support cycling to/from the
station? Are there
plans/opportunities for new
connections?

EXISTING ACTIVITY

DENSITY

Is the site within close
proximity (~500m) of existing
Is the site in close proximity to and/or planned residential
density?
major destinations?

Is the site within close
proximity (~500m) of existing
and/or planned employment
density (office)?

REDEVELOPMENT POTENTIAL

Is there
redevelopment/intensification
potential for the surrounding area
(within ~800m)? (Based on
Appendix C to Memo)

STATION SITES

Grimsby - Casablanca
(Site #1)

Grimsby - South Service
Rd. (Site #2)

No local transit currently
exists in Grimsby. Future bus
access from Casablanca is
more convenient for Niagara
Region Transit or GO Bus
services requiring access to
the QEW. Bus access from
Livingston Avenue is more
convenient for local services,
connecting to Grimsby.
Proximity to the high density
intensification area offers
potential synergies with future
transit opportunities.

Site can be accessed from
Casablanca Boulevard to the
east, which provides a northsouth connection and access to
the QEW. Location would put
more pressure on Casablanca
Boulevard and Niagara Road
40 intersection than the South
Service Road East location,
especially during the critical PM
peak period, when the main
outbound movement would be
a left turn instead of a right turn

Potential issues with
intersection spacing and site
access if site access located
on north side of tracks due to
proximity of Niagara Road 40
and railway tracks
(northbound left queues).
Access point on Niagara
Road 40 should be located as
far west as possible if the site
is anticipated to generate high
vehicle volumes.

Site can be accessed from
Casablanca Boulevard to the
west, which provides a northsouth connection and access to
the QEW. This location allows
for traffic to be distributed west
(to QEW) and east (to
Grimsby), putting less pressure
on the Casablanca Boulevard
intersection.

Pedestrian unfriendly
commercial area with
highway services (gas
station, fast food, hotel) on
north side of track. Poor
access to the medium density
No local transit currently
development north of the
exists in Grimsby. Provides
QEW. limited existing
good access for future
sidewalks. No sidewalks on
Space is large enough for
Niagara Region Transit or GO parking - long term would
South Service Road. No
Bus service from the QEW,
sidewalks to connect to
want parking structure as
development on north side of
area builds out. Can more
however, the Casablanca
No intersection configuration Station location is more
QEW along waterfront.
easily manage spill over
or spacing issues identified at convenient. Location not very parking onto surrounding lots Opportunities to improve
site access on Niagara Road conducive to future local
connections to nearby
as the operating hours of
40.
surrounding uses are defined. residential.
service.

The intersection of Ontario
Street and Carnegie lane is
not suited to serve as the
main access point due to
poor sightlines and narrow
lane widths. Intersection
Site can be accessed from
improvements may be
Ontario Street. Ontario Street is required. There is also a
only two lanes, which may
narrow underpass of the rail
results in peak period delays.
line on Elizabeth Street which
Access to the QEW is split
may need to be widened and
between access from Maple
lowered to accommodate
Avenue (heading east from the additional traffic. Adjustments
Grimsby - Downtown (Site station) and Lakeview Ave
to the road network would be
(heading west from the station). required.
#3)

No existing cycling lanes near
the site. Casablanca
Boulevard identified as part of
the bikeway network in the
The current pedestrian
Space is large enough for
2003 Region of Niagara
environment is not overly
parking - long term would
Bikeways Master Plan (which
pedestrian-friendly. The
want a parking structure in
provides direct access to the
expectation is that as an
order to support area build
site). There is also an
out. Will need to manage spill- intensification area,
over parking on surrounding substantial enhancements to existing continuous cycling
the pedestrian network would trail on the north side of the
service-commercial
QEW
be required.
properties.

Pedestrian friendly residential
area and light commercial
Space does not provide a
sufficient amount of space for area on south side of tracks.
No local transit currently
exists in Grimsby. Provides parking and limited potential Within 5-minute walk of
downtown Grimsby. Poor
for adequate drop off
good access for future
pedestrian connections to the
Niagara Region Transit or GO facilities. To accommodate
parking needs, the site would north and west with the QEW
Bus service from the QEW.
and Niagara Road 12 acting
Location conducive to future need to be significantly
as barriers.
expanded.
local service.

Significant intensification
occurring on north side of QEW
(within 800m) - applications and
development for these areas
underway.

The site is in close proximity
to the existing Grimsby
waterfront and a highway
commercial area.
Employment areas are also
near by.

Yes, relatively close to the
one of two major
intensification areas. Close to
the Town's main high density
node (Winston
neighbourhood).

Total vacant land within 800m
with intensification potential:
17.7ha
Not a major employment
area. Surrounded by service Total underutilized land within
commercial and low density 800m with intensification
potential: 14.5ha
employment.

Significant intensification
occurring on north side of QEW
(only some of that is within 800m
of site) - applications and
development for these areas
underway.
No existing cycling lanes near
the site. Casablanca
Boulevard identified as part of
the bikeway network in the
2003 Region of Niagara
Bikeways Master Plan (which
provides direct access to the
site). There is also an
existing continuous cycling
trail on the north side of the
QEW.

No existing cycling lanes near
the site. Existing cycling
lanes exist on Livingston Ave
and Lake St (reaching West
Grimsby and Grimsby Beach,
respectively), separated by a
1.3 km gap. Connecting these
two existing bike lanes via the
GO Station would improve
connectivity.

Total vacant land within 800m
with intensification potential:
8.1ha
The site is in close proximity
to the existing Grimsby
waterfront and a highway
commercial area.
Employment areas are also
near by.

Relatively close to the one of
two major intensification
areas. Close to the Town's
main high density node
(Winston neighbourhood).

Total underutilized land within
800m with intensification
potential: 14.0ha

Not a major employment
area. Surrounded by service
commercial and low density No adjacent sites to station for
redevelopment.
employment.
Adjacent to identified downtown
intensification area as per OP,
however area generally appears
to have limited potential to
accommodate a significant
amount of future intensification.
Existing uses are well
established and mature.

The site lies to the north of
Downtown Grimsby. Close to
small local
retail/commercial/employment
. No significant Regional
anchors/destinations

Yes - located nearby
residential scattered
downtown and surrounding
area

Total vacant land within 800m
with intensification potential:
Moderate employment area in 0.8ha
downtown. No significant
Total underutilized land within
employment density. Not a
800m with intensification
Regional destination for
potential: 4.0ha
employment.

Station Sites Evaluation Table

GRIMSBY
CRITERIA GROUP
EVALUATION CRITERIA

RIDERSHIP/
COMMUTERSHED

RIDERSHIP/ OPERATIONS
RIDERSHIP/WALKING
DISTANCE

What is the commutershed
potential (population and
employment within 15
What is the potential
minutes of the station)?
Based on the commutershed, population and employment
within a 10 minute walk
what is the ridership
potential? (Existing and 2041 - (800m) of the station?
(Existing and 2041 - based on
based on Appendix B to
Appendix B to Memo)
CORE QUESTIONS Memo)

TECHNICAL FEASIBILITY
STATION SPACING/
TRAVEL TIME

NATURAL ENVIRONMENT

SITE AVAILABILITY & DIMENSIONS

Does the site have enough available
land and are the site dimensions
workable for a physical station (area)
(note: Platform standard is 315 metres.
Is the station a sufficient
distance from other stations? Width is 4.5 metres. Parking area has
Will implementing the station no minimum, driven by demand and
Is there an existing use that
create excessive delay which land availability.) Are neighbouring
requires demolition /
properties affected by station or
could result in loss of
redevelopment?
platform?
ridership?

FINANCIAL FEASIBILITY

Are there existing
major utilities (e.g.
hydro lines) that
require relocation?

Is there potential to impact
protected terrestrial or aquatic
habitat or risks with flood
plains?

CONSTRUCTION COST

POLICY
ALIGNMENT WITH EXISTING PLANS AND POLICIES
(LOCAL/REGIONAL/PROVINCIAL)

Is there a significant
additional cost (over expected
costs) to develop the station Does it align with existing local,
in this location?
regional and provincial policy?

2011 ESR
Recommendations

RECOMMENDATIONS
(include reasons for
recommendation)

Preferred - site size for
platform and opportunity
for multiple road access
points to parking facilities

Recommended - larger
physical site to accommodate
station/platforms, traffic
circulation, transit
connectsions, parking, etc.,
moderate cost, good potential
in the surroudning area for
redevelopment and
intensification, accessible
from north and south.
Proximity to major
intensification area north of
QEW.

STATION SITES

Site Area: 6.27 ha.
Large space on both sides of corridor room for station, parking and entire
platform length within station area.

Grimsby - Casablanca
(Site #1)

Low existing but higher
planned (2041) population
within 800 m walking distance
of the station. Higher
employment around station,
however, with improvements
Lower catchment area
population and employment to pedestrian network, the
expectation is that the area
for Niagara Region, but
would attract residents living
potential to capture some
residents from Hamilton area. in the intensification node
Note that Hamilton residents within the Winston area.
2041 employment within
are not reflected in the
population and employment 800m walking area will be
similar to Site #3.
numbers.

Grimsby - South Service
Rd. (Site #2)

Site Area: 3.7 ha.
Large site for station but narrow width
All stations provide sufficient which has limitations for station layout
Lower catchment area
population and employment Lowest existing and planned distances apart. There are a and platform - fitting platforms may
require property acquisition from the
number of existing GO
population within 800 m
for Niagara Region, but
neighbouring commercial property.
Stations in the GO Rail
walking distance of the
potential to capture some
network with stations located Rail ROW appears to be
residents from Hamilton area. station. Improvements to
approximately 50 metres wide which is
closer together than what
Note that Hamilton residents pedestrian network would
sufficient for a standard station layout
attract residents living in the would occur in Niagara
are not reflected in the
and certainly sufficient for a single
population and employment intensification node within the Region with any one of the
platform layout.
Vacant
Grimsby station sites.
Winston area.
numbers.

Highest catchment area
population and employment,
Grimsby - Downtown (Site but less likely to attract
commuters from Hamilton.
#3)

High population and
employment (both existing
and projected 2041) within
800m of the station

Parking on both sides of track will
require tunnel connections for riders.
Not a significant cost differentiator if
All stations provide sufficient we need two side platforms, but will be
distances apart. There are a a differentiator if we can do only a
single side platform with associated
number of existing GO
track crossovers. Discussions with CN
Stations in the GO Rail
network with stations located required on freight demand & capacity.
Will ultimately require tunnels for both
closer together than what
sides; could be done in phases with
would occur in Niagara
one side and single platform but must
Region with any one of the
determine timing.
Grimsby station sites.

All stations provide sufficient
distances apart. There are a
number of existing GO
Stations in the GO Rail
network with stations located
closer together than what
would occur in Niagara
Region with any one of the
Grimsby station sites.

Site Area: 0.6 ha.
Platforms can be accommodated but
would require bridge widening at
Elizabeth St for the ultimate 12-car
train service. Relatively small size site
presents significant design challenges
for commuter rail station.

North side is vacant and
suitable for station. South
side includes Agricultural
land.

Existing AMTrak Station and
an existing commercial use.
Additional land would be
required to accommodate
station design, impacting
adjacent residential
properties.

Hydro corridor cuts South side of rail line is in
across site on north proximity to Environmental
side of rail corridor. Conservation Area.

Currently vacant lands, but
premium QEW properties
with high price tag.
Hydro towers - with site
development over time, may
require hydro tower
relocation. Split site would
ultimately require tunnels.
Moderate cost Grimsby
location.

Mainly shrubs - does not
Hydro corridor cuts appear to pose natural
across site on north environment issues but would
side of rail corridor. need to confirm.

No significant cost premiums.
Tunnels would be required for
south platform. Least cost
No specific policy limitations but
Grimsby location.
no policy support either.

Not investigated

Would require platform on
grade separation at Elizabeth
Street to accommodate full
platform. Would require
tunnels for platform access.
Greatest cost Grimsby
No policy issues and is adjacent
location.
to downtown intensification area.

Recommended from a
transportation connectivity
perspective but site is too
small to accommodate long
Investigated and not
term traffic demands, requires
recommended primarily
due to the fact that the site significant capital investment
does not provide adequate to accommodate station and
acquire additional land
parking for opening day
and longer term GO train needed. Intensification
opportunities are also lower
operation needs lack the
given the well-established
site space available to
uses.
construct a station.

There is a hydro
corridor adjacent but
should not affect the
station.
No major concerns.

South portion includes lands
outside urban boundary and
includes protected agricultural
land. However, this area has been
approved for station through 2011
GO Transit ESR and aligns with
Provincial Policy. Local OP also
identifies site for future transit
station.

Niagara GO Hub and Transit Stations Study – Phase 1 Summary Report

ATTACHMENT 2:
COMMUTER SHED INFORMATION

Dillon Consulting Limited

15 Minute Drive Catchment Area

Station
Number

Station Location

Municipality

Catchment
Area
Population
(2011)

800m Walking Distance Catchment Area

Catchment
Area
Population
(2041)

Catchment
Area
Employment
(2011)

Catchment
Area
Employment
(2041)

Catchment
Area
Population
(2011)

Catchment
Area
Population
(2041)

Catchment
Area
Employment
(2011)

Catchment
Area
Employment
(2041)

1 West - St Paul St. – VIA Station

St. Catharines

150,787

19,2217

68,813

92,286

2,949

4,607

1,279

1,805

2

St. Catharines

147,674

18,3186

65,772

87,947

319

320

1,086

1,853

18,7679

67,051

89,802

85

91

922

3,284

West - Ridley Road/Benfield Drive

3 West – First Street South

St. Catharines

148,135

4 East – Glendale Near Hwy 406

St. Catharines

152,812

19,8073

70,920

97,352

2,299

3,641

638

853

5 East – Glendale near Canal

St. Catharines

175,510

22,4549

77,802

107,132

1,390

1,698

375

739

1 Casablanca Blvd.

Grimsby

32,778

44,408

10,983

19,405

821

1,606

544

1,359

2 South Service Road

Grimsby

28,976

39,379

10,265

18,220

734

874

119

270

3 Amtrak and VIA Station

Grimsby

39,300

54,501

12,982

24,130

2,164

2,643

895

1,502

Source: TZ_DraftGrowthOption_POPPOW

The above population and employment numbers were created by applying an approximate percentage covered to each TZ zone within the catchment area of each potential Station Location.
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ATTACHMENT 3:
LAND SUPPLY INFORMATION

Dillon Consulting Limited

St. Catharines GO Hubs
Vacant and undertilized parcels that have their centroids within 800 m of each station area

Station No.
1
2
3
4
5
Total

Underutilized
Parcels
ha
6
7.6
6
7.6
6
10.0
10
11.2
11
21.2
39
57.6

Vacant
Parcels
ha
14
20.2
27
59.2
27
60.7
12
16.2
10
11.0
90
167.3

Total
Parcels
ha
20
27.7
33
66.7
33
70.6
22
27.5
21
32.3
129
224.8

Grimsby GO Hubs
Vacant and undertilized parcels that have their centroids within 800 m of each station area

Station No.
1
2
3
Total

Underutilized
Parcels
ha
7
14.5
6
14.0
3
4.0
16
32.5

Vacant
Parcels
ha
12
17.7
7
8.1
2
0.8
21
26.6

Total
Parcels
19
13
5
37

ha
32.2
22.1
4.7
59.0

