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Exhibit 2-10: Hamilton Growth Related Integrated Development Strategy Growth Option

Source: Hamilton Growth Related Integrated Development Strategy Growth Report, May 2006

The Preferred Growth Strategy that emerged from the GRIDS process forecasts a
population growth target of 80,000 by 2031 (echoing the Places to Grow forecast).
Housing growth is specified at a 26,500 unit level of intensification around key nodes and
corridors and 31,900 units total planned on vacant lands. Regional, commercial and
community nodes and corridors destined for mixed use are also identified in the preferred
growth option. Future urban boundary expansion in Stoney Creek is expected to provide
for new residential growth.

In the context of its ongoing economic expansion and increasing growth, Hamilton
International Airport and associated employment lands are the focus of the Hamilton
Growth Strategy. The GRIDS report centres on the importance of the Special Policy Area
of the airport lands. It is intended that these lands compensate for Hamilton’s present lack
of employment lands, and in doing so becoming a key element in Hamilton’s economic
growth. Hamilton’s 2005 Economic Development Strategy also recognizes this need for
an airport-related employment area akin to a business park.

The final Growth Strategy document specifies the addition of lands south, east, and west
of the existing airport area to the Airport Special Policy Area, thus adding 1050 ha of
employment lands to Hamilton’s existing airport employment lands. As the main impetus
for future economic growth in Hamilton, this move is expected to facilitate access for a
broader residential base to employment opportunities generated by airport lands and also
allow for easier transportation linkages.
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Region of Halton

The Region of Halton is located on the western edge of the GTA, encompassing a land
area of approximately 967 sq km with a 25-km frontage along Lake Ontario. The region
is comprised of four local municipalities including: the City of Burlington, the Town of
Oakville, the Town of Halton Hills, and the Town of Milton.

The region’s Official Plan, updated August 17 2006, incorporates policies that address
goals and objectives by dividing the geographic area into the Urban System, the Rural
System and the Greenlands System.

The Official Plan provides detailed policies on environmental quality, human services,
heritage resources, urban services (water supply and wastewater treatment), economic
development, transportation, energy and utilities. The plan also includes the strategy for
implementation to achieve the goals and objectives as well as on-going monitoring of the
effectiveness of plan policies.

Halton’s growth is governed through its official plan. The Region of Halton’s Official
Plan is being updated through a process called “Sustainable Halton”, which will bring the
Regional Official Plan into conformity with the provincial Growth Plan. Phase 1 of
Sustainable Halton included 22 separate background studies addressing a wide range of
growth-related issues. Although these were extensive studies, Phase 1 did not get into
developing options for growth management. This is the subject of Phase 2, which is
currently underway.

Until Sustainable Halton is complete and the Regional Official Plan is amended, the
previous growth management policies will remain in effect. However, the update process
is significantly advanced and the NGTA study will consider its results for direction
concerning the scale and direction of growth in Halton, especially as this exercise is
considering a 2031 horizon year. It is worth noting that at this time, the Region of Halton
and its constituent municipalities have concerns with the implications of the Growth Plan
that are being evaluated through the growth planning process.

In terms of the current and future location of employment areas, each of the four local
municipalities in the region (Oakville, Burlington, Milton, Halton Hills) have designated
employment areas and a considerable supply of vacant lands.

The employment lands in the older parts of Burlington are along the QEW and Highway
403. Newer employment lands are in the vicinity of Burloak Drive and Upper Middle
Road — the Bronte Creek Business Park, and along Highway 407 — the Alton Business
Park. A new employment district has been identified in the northeast corner of
Burlington at Tremaine and Highway 407, but a secondary plan has not been prepared for
the district.

The employment lands in the older parts of Oakville have developed along the QEW and
the Highway 403 link, indicating the importance of highway connectivity to such
facilities. Very few vacant parcels remain on these lands, with the exception of the
Winston Park West lands and the Burloak lands. As the Winston Park West lands are not
currently serviced, the only district with a range of serviced vacant parcels is the Burloak
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2.4

district. A major new employment area has been planned as part of the North Oakville
Secondary Plan, along Highway 407, which will come on stream in the near future.

Halton Hills has employment areas located in Georgetown and Acton, and in a new
employment land area in the south of the municipality, along the north side of Highway
401. Employment lands in the urban areas are generally occupied, although much of the
land is in small parcels. The most marketable employment lands are located in the newer
areas along Highway 401 and 407, a corridor about 9 km long extending from James
Snow Parkway to Winston Churchill Boulevard in Georgetown.

Milton was chosen for significant urban expansion in the Halton Urban Structure Plan of
1994. To implement the plan, Official Plan changes were made to the Halton Plan in
1999 and to the Milton Plan in 2000. Pre-expansion industrial areas in Milton were
located along Highway 401, as well as some small sites along Bronte Road and around
the GO station. The main expansion employment land area is known as Phase 1, and is
located on the north side of Highway 401 between Highway 25 and James Snow
Parkway. Services have recently been extended to the Phase 1 area. The Phase 2 area
has been designated south of Highway 401 on the east side of the Milton urban area.
Milton has experienced rapid employment growth as a consequence of the introduction of
these areas.

ECONOMY

The Study Area is characterized by a strong primary employment sector, particularly in
Niagara; strong construction and manufacturing sectors, and localized strengths. Over
the past several decades, employment growth in Ontario has been driven by the service
sector, with wholesale trade as the second largest industry. The economy of the GGH is
being reshaped by a number of demographic and economic factors

2.4.1 Historical Economic Trends

In recent years employment growth in Ontario has been driven by the service sector,
while goods producing industries such as agriculture, manufacturing, and resources have
not generated substantial new employment. Exhibit 2-11 ranks the sectors of the Ontario
economy by their average annual growth rate in employment over the past twenty years.
Service sectors dominate the list, with business services at the top of the list. Wholesale
trade is the second largest sector, with the next four highest sectors being services —
education, health care, accommodation/food, and finance.
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Exhibit 2-11: Annual Change in Employment by Sector

Ontario Key Economic Variables, Base-Case Scenario

Actual (Average) Projection (Average)
1982-89 = 1990-94 | 1995-99 | 2000-04 | 2005-09 @ 2010-14 | 2015-19 @ 2020-25
Real GDP Growth 3.9 0.4 4.3 3 2.9 3 2.6 2.3
Real GDP per Employee Growth 1.5 1.1 1.9 0.7 1.2 1.5 1.3 1.4
Employment Growth 2.4 -0.7 2.4 2.3 1.7 14 1.3 0.9
Unemployment Rate* 7.5 9.5 8 6.6 6.4 5.6 4.8 4.1
CPI Inflation 5.7 2.4 1.7 2.5 1.9 1.8 2 2.1

Source: MKI, Centre for Spatial Economics

In the future, it can be anticipated that this structural change in the GGH economy will
continue to affect businesses in the NGTA, with increased competitive pressures
affecting goods producing sectors most strongly.

Ministry of Finance long-term economic growth projections are outlined in Exhibit 2-12,
which shows a lower rate in Ontario than historical levels. These forecasts were
completed before the current recession and therefore may overstate the current period
economic performance. It is important to note that planning for transportation facilities
should not focus on short-term economic performance because economic trends
underlying transportation demand are long-term. Structural changes will affect the pattern
of demand over the course of decades, whether the economic conditions are recessionary
or expansionary.

Exhibit 2-12: Ontario Ministry of Finance Economic Growth Projections

Ontario, Average Annual Change in Employment by Sector
1987-2006
Business services
whalesale: brade
Educational zervices
Healkh care, social assistance
Accommodation, Food services
Finance
Canstruction
Transportation, warchousing
Total, All Industries
Feztail trade
Fublic administration
Oither zervices
Lkilitics
Manufacturing
Agriculture
Other primary
2.0 2.0 1.0 0.0 1.0 2.0 3.0 4.0 5.0
Average Annual % Change

Source: MKI, Based on Ontario Ministry of Finance
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Data presented at the April 4, 2008 Niagara Economic Forum shows that the region is
lagging in overall economic growth, but performing well in certain areas. Overall, Gross
Domestic Product (GDP) growth is slower in Niagara than in Hamilton or in Ontario as a
whole (see Exhibit 2-13). However, the same presentation noted that about 4,200
businesses opened in Niagara between 1999 and 2007, while 3,600 closed. The growth
was focused in small and medium size enterprises, leading to the conclusion that Niagara
was diversifying its economy.

Exhibit 2-13: Census Metropolitan Area GDPs 1997-2006

Real Gross Domestic Product (1997 $millions)
Ontario CMAs - Percent Change

- 1997 to 2006
Census Metropolitan Area Percent Change %
Oshawa {0 4

Otwe-Gatiosu oniaropar) | w4z
Tooe ||

Source: Statistics Canada, Community Benchmarks
Source: MKI, Paul Knaflec, Community Benchmarks, as presented at April 4, 2008 Niagara Economic Forum.
(http://www.niagaracanada.com/)

Exhibit 2-14 presents location quotients for each sector in the three upper tier
municipalities in the NGTA. A location quotient is a simple ratio that compares the
amount of employment in each sector in a given area to a larger area (in this case, the
GGH as a whole) to determine the relative strength of particular sectors. The sectors
highlighted in yellow have a slightly above-average concentration of employment in that
upper tier region. The sectors highlighted in orange are substantially above-average
concentration in that sector.
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Exhibit 2-14: NGTA 2001 Location Quotient Analysis

Location Quotient Analysis - 2001 Employment by Sector
Halton Hamilton Niagara
Primary 1.15 1.23 3.13
Utiliies 0.44 0.54 0.91
Construction 1.16 111 1.19
Manufacturing 1.19 1.10 0.93
Wholesale Trade 1.19 0.63 0.64
Retail Trade 1.09 1.09 1.16
Transportation, Warehousing 0.86 0.94 0.86
Finance, Real Estate 0.76 0.64 0.54
Business Services 0.90 0.61 0.60
Education 0.92 1.29 1.05
Health 0.87 1.61 112
Information, Culture, Recreation 0.77 0.74 1.17
Accommodation, Food 1.13 1.04 1.76
Other Services 1.06 1.17 1.12

Source: MKI, Based on Statistics Canada 2001 Census Data

In this comparison, the Study Area is characterized by a strong primary sector,
particularly in Niagara, strong construction and manufacturing sectors, and localized
strengths in sectors such as health (Hamilton) and accommodation/food (Niagara).

2.4.2 Future Economic Trends

Population and Employment Forecasts

Population and employment forecasts are conducted at a number of different levels of
government. The forecasts in Schedule 3 of the Growth Plan (see Exhibit 2-6 ) establish
the target population and employment for each of the upper tier municipalities in the
Study Area through to 2031. Local growth management planning will be required to
conform to these totals.

The forecasts in Schedule 3 of the Growth Plan demonstrate very different growth futures
for sections of the Study Area. Halton Region is forecast to receive substantial growth in
both population and employment, roughly doubling the current number of jobs and
people in the region. Hamilton will increase in population by 150,000 people and 90,000
jobs to 2031, a more moderate increase in percentage terms but a substantial one in
absolute terms. Niagara is forecast for slower growth, adding 84,000 people and 32,000
jobs.

In Hamilton, although population growth has been slow over the past several decades,
new growth areas will provide capacity for expansion over the next two decades. The
continual western movement of new growth areas over the preceding decades, in addition
to established servicing, highways, and transit capacity, makes Hamilton a logical
location for growth.
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Niagara’s slower growth reflects the less urbanized character of the region and its
location. Niagara is driven more by local factors than its relationship to the GTA. Its
strengths in agriculture, tourism, and quality of life are unique. The manufacturing sector
in Niagara has slowed in line with this sector in the broader Ontario economy. Growth
will depend on factors such as the future strength of the tourism economy, the health of
the St. Catharines and Niagara Falls industrial sectors, the success of the proposed
Gateway Economic Corridor and Economic Centre, and the economic impacts of
continued settlement.

Of all sectors, health services are anticipated to generate the largest number of jobs in the
Study Area over the coming decades, followed by education, retail trade, and business
services. Employment in the manufacturing and utilities sectors is expected to stay stable
notwithstanding the current decline in the manufacturing sector. The primary sector is
expected to lose employment overall. Wholesale trade and distribution is anticipated to
increase employment.

The growth in wholesale trade and distribution will likely spur the demand for increased
transportation infrastructure for industries requiring rapid access to key markets, borders
and ports. Warehousing and wholesale trade are transport dependent industries that will
shape the need for transportation infrastructure. Specifically in the Study Area, Niagara
Region’s strong agricultural sector and co-incident need for transportation of perishable
goods is dependent on efficient and climate-controlled modes of transportation for
effective distribution.

The services sector has seen a rapid increase in employment growth and is forecast to
continue growing. Significant employment areas are being shaped in downtowns, mixed-
use commercial areas, and office nodes. Employment growth is increasingly being led by
sectors such as education, finance, health care, accommodation and food services, and is
generating a heightened demand for personal travel facilities and the delivery of goods
and services on a local scale.

Commuting Patterns

A review of employment data for 2001 based on place of work and place of residence
Census data indicate that most of the municipalities in the Study Area had more net “out-
commuting” than “in-commuting”. In Halton Region, all municipalities had net out-
commuting except Milton. In Hamilton, more than 32,000 more workers were employed
outside Hamilton than the number of jobs within the city itself. Niagara Region, Niagara-
on-the-Lake and St. Catharines had net in-commuting, while most other municipalities
had a higher number of workers employed outside the municipality. Where such
commuting patterns exist in large geographical regions like Halton and Niagara, the
private automobile often accounts for the majority of work trips, with the exception of
communities linked by high quality transit services.

Location of Employment Growth

Employment areas in the GGH have traditionally developed in proximity to key
transportation facilities such as the 400 series highways and rail facilities. Although
access to transportation infrastructure still remains a key consideration for Ontario’s
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dominant manufacturing sector, there is a noticeable decline in the pace of employment
growth in industrial areas. This trend is largely attributable to the need for
competitiveness and efficiency to achieve global competitiveness, and a consequent
increase in automation and outsourcing of manufacturing-related activities to second or
third party business and logistics sectors.

Aligned with the overall GGH trend of a move toward increased business sector
employment, a significant proportion of the projected growth is likely to occur in office-
based jobs and business parks on designated employment lands. As discussed above, the
growth forecasts indicate that much of the travel demand generated in the Study Area will
stem from Halton Region and Hamilton.

Vacant employment lands in south Halton municipalities of Oakville and Burlington are
distributed along the length of the QEW, with sizeable employment areas in
Milton/Halton Hills. Much of the new travel demand in the Study Area will be generated
by these areas in Halton, as well as by the eight existing or new business parks in
Hamilton. Key employment areas include Hamilton Airport, North Oakville (Highway
407) and the Highway 401 corridor in Milton. There is also the emerging Niagara
Gateway Economic Zone initiative, which proposes to establish a significant employment
area along the Niagara border, together with the identification of Welland as a Gateway
Economic Centre. These emerging areas are to be the focal points for industrial
expansion in the NGTA over the coming years.

2.4.3 Global Trade

Although the economic downturn being experienced in the Study Area in late 2008/early
20009 is relatively recent, the economic fundamentals of the area have been changing for
some time. New global dynamics have been reshaping the economy. The remarkable
surge of the Canadian dollar relative to the U.S. dollar over the past several years, most
significantly in 2007, is causing ongoing negative impacts on manufacturing and related
sectors. The traditional strength of the province as a manufacturing and trading economy
is facing new challenges. Finally, further tightening of the Canadian labour market has
started to affect the economy in meaningful ways, as international immigration
increasingly supplies Ontario with growth in its workforce - the ability to fulfil the needs
of various economic sectors for skilled and unskilled workers will be dependent on a
continued influx of immigrants to Ontario. Although the current recessionary conditions
have eased labour market shortages to some extent, the structure of Ontario’s population
makes this a long-term trend, as declining birthrates and an aging domestic population
will increasingly make immigration the lifeblood of the labour market

Over the past several decades, Ontario’s economy has become heavily export-based, but
export growth is slowing down as a proportion of economic expansion. As of 2006,
export to other provinces or other countries represented about 70% of Ontario’s GDP?.
Half of the province’s GDP is exported to other countries, nearly all of which is to the
U.S. Ontario’s high level of International trade makes its economy particularly sensitive
to external factors.

2 MKI, Statistics Canada, Trade Statistics 2006
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In the NGTA Study Area, several International factors have particular impact. These
include the following:

e Globalization and corresponding efficiency pressures on Canadian producers;

« Border policy and security policy in the U.S., especially as these affect tourism
and goods movement across the border;

e« Demand for goods produced in the area, such as steel and transportation
equipment (automobile industry); and

e Specific trade-related factors such as the end of the Auto Pact and World Trade
Organization (WTO) policy.

Globalization

The increasing integration of the global economy is not a new phenomenon — it has been
occurring for more than 50 years. However, the past two decades have seen a relatively
rapid reduction in trade barriers and the establishment of economic relationships across
national boundaries. As an example, Canada (and not the U.S.) is now negotiating a
bilateral trade agreement with the European Union (EU). The EU collectively is a much
larger economy than the U.S. and Ontario may benefit from this agreement resulting in
new competitive pressures on goods production in North America. The advent of
containerized freight, the relatively low cost of marine shipping and the lower cost of
manufacturing in other world markets have caused stresses on the manufacturing sectors
in Canada and specifically in the GGH, as companies are forced to compete by cutting
costs. These pressures were also generated / exacerbated by the signing of the Free Trade
Agreement (FTA) with the U.S. and the North American Free Trade Agreement
(NAFTA), which brought Mexico into the Canada-U.S. trade bloc.

Weakness in Canadian manufacturing may be exacerbated if protectionism becomes a
global response to the current economic crisis. Although some firms have been unable to
compete in this climate, and have closed or relocated out of the GGH, many other
manufacturers have streamlined their production processes to become more efficient
producers. New technologies have also resulted in opportunities to automate production,
with the unfortunate by-product of job losses.

The full impact of globalization remains to be seen, but has generally been both a
negative (job losses) and a positive (increased efficiency) for the GGH economy. In the
future, it can be anticipated that this structural change in the GGH economy will continue
to affect businesses in the NGTA, with increased competitive pressures affecting goods
producing sectors most strongly; thus emphasizing the need for an efficient transportation
system to address the competitive pressures.

Border Policy and Security

The U.S. and Canada enjoy the world’s largest bilateral trade relationship. The scale of
this relationship has depended on the continuous and reliable flow of goods across the
Canada-U.S. border.
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Since the events of September 11", 2001 various measures have been taken to tighten up
U.S. border security. Both the Government of Canada and the Government of Ontario
have worked with the U.S. government to ensure these measures have minimal impact on
the trade relationship, efforts which are widely considered to have been successful in
limiting the impact of increased security measures. Although trade was certainly
disrupted by September 11", long-term impacts have been moderate (tourism from the
U.S. has been more seriously impacted by related factors, as discussed in Section 2.5).

Procedures at the U.S. border crossings are a critical factor affecting this study. A
significant tightening of security policy, or new trade barriers, could restrict demand for
goods movement. These issues are being resolved with various programs including
FAST (Free And Secure Trade: use of bar-code documents for fast border clearance of
approved drivers, carriers and importers).and NEXUS (expedited border clearance
program for approved Canadian and American citizens).

In a more general economic sense, the major lingering impact of September 11" and
other unexpected events such as the 2003 SARS crisis may be the sense of uncertainty
created for firms with a strong International trade orientation. Both SARS and September
11" were reminders of the constant risk that an unforeseen event may close down trade
channels or significantly impact relations with various trading partners. In part, this fact
may be the reason for domestic (Inter-provincial) trade becoming an increased focus for
firms in the Study Area — a trend which has been identified both in our interviews with
economic development professionals and in economic statistics.

Auto Pact

Established in the early 1960’s, the Canada-U.S. Auto Pact created a special bilateral
trade relationship for the automobile industry. The Auto Pact “eliminated trade tariffs
between the two countries and created a single North American manufacturing market.
Tariffs between the two countries were eliminated on cars, trucks, buses, tires and
automotive parts.”® In the late 1990s, a complaint was filed by the European Union and
Japan to the World Trade Organization (WTO) that the Auto Pact violated International
trade laws. The WTO Dispute Panel ruled in favour of the complainants in 2001 and the
Auto Pact was abolished.

The Canada-U.S. automobile industry relationship is inter-connected and inter-
dependent; however, the recent rise of the Canadian dollar to near-parity is causing heavy
cost pressures on parts producers, in particular, and may represent an ongoing threat to
this bilateral industry. More significantly, recent months have seen the serious impact of
the global economic downturn, and associated financial difficulties for the major
automakers. Although it is impossible to determine at this point the shape and scale of
Ontario’s automobile industry once it emerges from this time of restructuring, a scenario
that sees a leaner, smaller automobile sector seems more likely than not at this point.

® MKI, Government of Canada Key Economic Events
(http://www.canadianeconomy.gc.ca/english/economy/1965canada_us_auto_pact.html)
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2.4.4 International Trade

As discussed above, Canada and the U.S. enjoy the largest bi-national trading
relationship in the world, with goods movement through the Niagara Peninsula
accounting for approximately 10% of all Canada-U.S. trade®. As seen in Exhibit 2-15,
the value of goods traded between the two nations has been steadily increasing since
1989, emphasizing the importance of a long range infrastructure improvement strategy to
support long term goals.

Exhibit 2-15: Value of Goods Traded Between Canada and the U.S., 1989-2007

Billions of dollars

1989 1992 1995 1996 2001 2004 2007

0

m— oS e [ mports

Source: MKI, Transport Canada, adapted from Statistics Canada International Trade database

Ontario’s trade with the U.S. is dominated by the motor vehicle industry (42% of exports
and 30% of imports by value in 2007°) - automotive manufacturing, parts, transport
vehicles and engines. The NGTA Corridor provides a transportation corridor for trade
between Ontario and the U.S. Northeast and South regions via the Niagara River
Gateway crossings of the Peace Bridge and Queenston-Lewiston Bridge.

Through this region, the dominant mode of transportation for goods has been trucking
and it is expected that trucking will continue to be the dominant mode for goods
movement in the Study Area for the foreseeable future. This is discussed further in
Section 4.3.

All transportation modes are reflecting the growth in trade industry. The total value of
rail trade has increased from approximately $34 billion in 1998 to approximately $53
billion in 2007 and it has been predicted that container volumes in Continental U.S. and
Canada could increase by over 75% which would further increase the volume of rail
trade. Marine shipping accounts for 19% of the total value of goods shipped by Canada
to world trading partners. The total value of international goods shipped by air increased

* MKI, Statistics Canada, Trade Statistics 2006
®> MKI, Ministry of Economic Development and Trade, Trade Statistics
(http://lwww.ontarioexports.com/resources/GeneralIlnfo.asp)
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by 68% between 1997 ($57 million) and 2007 ($96 million) © and is expected to continue
to increase.

International trade is a critical component of the Canadian, Ontario, and NGTA economy.
Given the location of the Study Area, trade with the U.S. is of primary concern in terms
of identifying trends in International trade that are drivers for transportation demand.

Canada’s consulate in Buffalo summarized the dramatic increase in Canada-U.S. trade in
this way in a 2007 overview: Canada's trade with the U.S. is responsible for more than
half (52%) of the GDP. The U.S. represents roughly 4/5 of Canada’s exports and 2/3 of its
imports. Canada, in return, represents 23.5% of America's exports and 17.4% of its
imports. In 2006, Canada was the number one foreign market for goods exports for 39 of
the 50 states, and ranked in the top three for another 8 states. In fact, Canada is a larger
market for U.S. goods than all 25 countries of the European Union combined, which has
more than 15 times the population of Canada. The U.S. is also the largest foreign investor
in Canada and the most popular destination for Canadian investment, making Canada the
7th largest investor in the U.S. accounting for 7.6% of all Foreign Direct Investment
(FDI) in that country.7

The dramatic growth in trade with the U.S. is evident in Exhibit 2-16, showing the
percentage of the Ontario economy (GDP) that consists of exports. While the percentage
of the Ontario economy that consisted of exports rose steadily through the 1990s, exports
reached a plateau since 2000 in percentage terms slowing to grow at the same pace as the
rest of the economy. However, since mid-2005, exports have stagnated with the total
dollar values of exports from Canada as a whole as reported in late 2007 actually below
those in late 2005. The appreciation of the Canadian dollar, the automobile industry
restructuring and slower economic cycles in North America have played a significant role
in this slowdown.

® MKI, Transport Canada, Transportation in Canada 2007: An Overview, May 2008
" MKI, Agriculture and Agri-Food Canada, General Overview of the Canadian Consulate General - Buffalo Post
Territory (http://www.ats.agr.gc.ca/us/4073_e.htm)
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Exhibit 2-16: Ontario’s Exports to Other Provinces and Other Countries
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Source: MKI, Statistics Canada and the Centre for Spatial Economics

Exhibit 2-17 shows the Ontario Ministry of Finance’s forecasts for growth in exports and
imports to the year 2025. The forecast is for a slight increase over current levels, but
lower than the rates of increase in the 1980s and late 1990s. Trade growth is likely to
continue to outpace the overall growth in the economy. Clearly, as trade is a major driver
of goods movement, there will be increased demand for transportation system capacity
and inter-modal integration in support of International trade in coming years.

Exhibit 2-17: Ontario Import/Export Projections
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The statistics in Exhibit 2-18 help give a sense of the goods moving through the Niagara
border. Trade with New York, Pennsylvania and Ohio total more than $94 billion,
approximately 16% of the $576.4 billion total Canada-U.S. trade in 2007%.

Exhibit 2-18: 2007 Canadian Trade with United States

Canada Trade with Exports to U.S. States ($ Imports to Canada ($
U.S. States billions) billions)
New York 26.1 13.1
Pennsylvania 12.5 8.0
Ohio 15.4 19.1

Source: Consulate General of Canada in Buffalo,
(http://lwww.canadainternational.gc.ca/buffalo/commerce_can/2008/index.aspx?lang=eng&menu_id=366&
menu=L)

Canadian trade with other countries including China has also increased dramatically since
2000, although the vast majority of trade consists of imports. In practice, the influx of
Chinese goods has had two impacts on the GGH economy: it has provided further
competition to domestic manufacturers in certain sub-sectors; and it has helped drive the
expansion of the logistics/warehouse sectors of the GGH economy.

The ongoing economic shift from manufacturing toward service sector employment
creates an opportunity to align provincial land use policy and transportation investment in
order to support the major employment areas and related growth sectors in the Study
Area. It provides an opportunity to play catch up, if required, to support the
manufacturing and distribution/logistics sectors and international trade. Transportation
facilities can also be identified to support road and transit infrastructure for personal
travel at employment nodes characterized by the service sector, as well as population
growth areas. Finally, given the strategic and structural challenges likely to face the
manufacturing sector in the Study Area over the coming years, investment in
transportation infrastructure may provide a needed boost to a sector currently
experiencing a very difficult competitive climate.

2.4.5 Domestic Trade

Ontario's trade patterns within Canada have historically reflected both geography and the
economic structure of the province. Throughout the 1990s and early part of this decade,
roughly half of Ontario's inter-provincial imports came from Quebec, and Quebec was
the destination for about 40% of Ontario's inter-provincial exports®. One-third of
Ontario's exports were to Alberta and British Columbia, with the balance spread among
the Maritime provinces, Newfoundland, Manitoba, and Saskatchewan. These patterns are
shown in Exhibit 2-19. More recently, the value of Ontario’s imports from Alberta has
risen, likely as part of the oil and gas boom. The total amount of inter-provincial trade
continues to expand slightly faster on an annualized pace than the economy as a whole,

® Foreign Affairs and International Trade Canada (http://www.international.gc.ca/commerce/strategy-
strategie/rl.aspx)
° MKI, Statistics Canada, National Accounts System, Input-Output database
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and grew at an average of rate of 5.4% between 1997 and 2006. Intra-provincial trade
grew by 6.0% over the same time period'®. Even when adjusted for inflation, the value of
goods traded increased faster than most measures of broader economic growth. In terms
of geographic patterns, however, Ontario’s inter-provincial trade patterns remain
relatively constant.

Exhibit 2-19: Ontario’s Inter-Provincial Trade in 2005
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Source: MKI, Transport Canada, Transportation in Canada 2007 An Overview, May 2008

The content of import and exports has shifted, to some degree. Ontario’s inter-provincial
exports are dominated by services, which comprise roughly half of inter-provincial
exports by value, followed by manufactured goods, and food and tobacco products.
Ontario’s imports from other provinces are more heavily weighted to goods, with about
one-third of inter-provincial imports being services, and the balance including
manufactured goods, food products, and commaodities such as oil and gas, lumber, and
mining products*’,

Intra-provincial trade in Canada is dominated by construction, which by definition is
almost entirely domestically consumed. Roughly one-third of domestic trade by value in
2005 within provinces was construction, followed by agricultural products (13.3%),
energy (10.0%), and other utilities (8.5%)'. Domestic demand within the province can
be measured through a variety of indicators, including retail trade, housing starts (the
number of residential building construction projects begun during a specific period of
time), and consumer spending. Most of these indicators as of late 2008/early 2009 were
showing the impacts of the current economic recession. As the largest province and one
of the most rapidly growing, until 2008 Ontario has by far the largest domestic retail
market (although 2005-2007 saw the fastest growth rates in Alberta and Saskatchewan™).
However, the recent recession has impacted the province and domestic demand is
currently slumping more severely than in other provinces.

19 MKI, Transport Canada, Transportation in Canada 2007: An Overview, May 2008

" MKI, Transport Canada, Transportation in Canada 2007: An Overview, May 2008

2 MKI, Statistics Canada, National Accounts System, Input-Output database

3 MKI, Statistics Canada, CANSIM (Canada’s Socioeconomic Database), Table 080-0014
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25 TOURISM AND RECREATION

The Study Area is a popular destination for tourism and recreation activities. Its tourism
and recreation industry is comprised of visitors from within Ontario (intra-provincial),
elsewhere in Canada (inter-provincial), the U.S. and from overseas. A number of factors
affect tourism and recreation within the Study Area, including the strength of the
Canadian dollar, global economic conditions, fuel prices and government measures such
as the U.S.’s Western Hemisphere Travel Initiative (WHTI).

The following sections provide an overview of tourism in the NGTA Study Area.
Analysis by PKF Consulting is based on available information from the Statistics
Canada’s Travel Survey of Residents in Canada (TSRC) and the International Travel
Surveys (ITS). This analysis uses the following Statistics Canada definition of a
tourist/person trip:

e Any overnight visitor staying at least one night away from their usual place of
residence;

e Any same-day visitor travelling 40 km or more one-way from home, inclusive of all
provinces, without staying overnight.

This is a change from pre-2006 data collection. Although the TSRC began in reference
year 2005, the study underwent considerable revision over the course of the year. Data
capture and weighting platforms were not finalized until reference year 2006.
Consequently, the new domestic tourism volume and value time-series commences with
reference year 2006.

According to Statistics Canada’s Travel Survey of Residents in Canada (TSRC) and
International Travel Surveys (ITS), in 2007, there were 16.4 million visitors to the Study
Area. These 16.4 million person visits consisted of approximately 10.6 million
households with an average size of 1.8 people per visiting household., Over the past ten
years, total visitation to the Study Area has declined at an annual compound growth rate
of -1.3%, as shown in Exhibit 2-20. Same day visits make up about 55% of total visits.

The majority of the tourism and recreation trips to the NGTA Study Area are destined to
the Niagara Region. Overall, 78% of the 2007 same-day and overnight visitor trips to the
Study Area were to Niagara, highlighting the particular importance of tourism travel to
this section of the NGTA Corridor.

There was an estimated $2.0 billion in total visitor spending in the Study Area in 2007,
averaging about $124 per person. The major spending categories were transportation,
accommodation, food and beverage, entertainment and recreation, and retail and other
items.
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Exhibit 2-20: Overall Visitation to the NGTA Corridor
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Almost half (49%) of all 2007 visitors to the Study Area were travelling with pleasure as
their primary purpose. This was followed by visiting friends and relatives (34%),
personal/other reasons (11%) and business (6%). As the majority of visits to the area
were for pleasure, seasonality plays a role. About 35% of all 2007 visitor travel to the
Study Area occurred during the summer months (July, August, and September). This
was followed by spring (25%), fall (24%) and winter (<17%). Overall, approximately
39% of 2007 pleasure trips occurred during the summer. Trips made from the U.S. and
overseas were most likely to occur during the summer (41% and 44%, respectively).

Domestic travellers made up about 64% of the total person visits to the Study Area in
2007, as shown in Exhibit 2-21. Intra-provincial travel accounted for almost 63% of total
visits, with almost 3% from the rest of Canada. Visits from the U.S. made up about 30%
of the total, and about 6% were from overseas.

Exhibit 2-21: Inbound Visitors to the NGTA Corridor

Overseas
. 5%
United States
30%
Intra-
Provincial
63%
Inter-
Provincial
2%

Source: PKF Consulting, TSRC/ITS 2007
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There are a number of transportation options available for visitors to the Study Area,
including highways, buses and rail transit, as well as international and regional airports.
Automobile is the main mode of visitor transportation, used by about 88% of visitors to
the Study Area in 2007. Approximately 5% of trips were made by bus and over 1% by
plane. Less than 1% of trips used train and boat modes of transportation.

Tourist facilities in the Study Area will be enhanced by a number of planned and active
initiatives. The Niagara Convention & Civic Centre is currently under construction and
scheduled for opening in spring 2011. This 28,000 square foot complex is estimated to
generate 63,000 new room nights in its first year of opening, increasing to 132,000 room
nights by 2013. In March 2009 the Ontario Lottery and Gaming Corporation issued a
Request for Proposal for a multi-purpose Entertainment Centre with approximately 5,000
seats. Project Niagara, proposed for Niagara-on-the-Lake and currently in the feasibility
stage, will include an outdoor amphitheatre and Phase | is expected to open by 2012/13.

A range of factors affect tourism and recreation travel to the NGTA Study Area,
including Ontario’s and global GDP, disposable income and consumer spending; fuel
prices; exchange rates, particularly the recently strong Canadian dollar; new passport
rules and highway congestion levels and traffic density near border crossings. .

According to the most recent Provincial Outlook published by the Conference Board of
Canada (Winter 2009), the near term will be challenging for Ontario’s economy,
primarily due to the recession in the U.S. and the downsizing of the automobile industry.
Another factor affecting tourism is the U.S.” Western Hemisphere Travel Initiative
(WHTI) regulations, requiring all travellers to present a valid passport or other approved
secure document when entering the U.S. from within the western hemisphere. The first
phase of the WHTI regulations went into effect at airports in January 2007 and generated
record-high demand for passports. The second phase was implemented at all land and
sea border crossings in June 2009 and may result in reduced cross-border tourist/pleasure
travel.

Overall, tourism and recreation trips made by intra-provincial, inter-provincial, U.S. and
overseas travellers to the Study Area are expected to increase over the long term by
approximately 1.2% per year between 2007 and 2030, to reach 21.7 million visitors by
2030. This projected growth is shown in Exhibit 2-22. Same day and overnight trips are
expected to increase over this period, as shown in Exhibit 2-23.
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Exhibit 2-22: Historical and Projected Visitation to the NGTA Corridor — by Origin
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Exhibit 2-23: Historical and Projected Visitation to the NGTA Corridor — by Trip Type
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2.5.1 Domestic Tourism and Recreation

Total domestic visitation accounts for about 64% of the 2007 total person visits to the
Study Area. There were approximately 16.4 million Canadian person visits,
corresponding to 7.9 million households with an average household size of 1.6 persons.
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Domestic visitors contributed approximately $1.1 billion to visitor spending in the Study
Area (55% of total 2007 visitor spending), with Canadians spending an average of $108
per visit. Total domestic tourism to the Study Area has increased an average of 2.8% per
year over the past ten years. Same day visits comprise about 66% of total 2007 visits.

Domestic visitors travelled to the Study Area in 2004 predominantly to visit friends and
relatives (44%) and for pleasure purposes (also 44%). Business reasons were cited by
7% of visitors, and Personal/other factor driven visitation accounted for the remaining
5%. Domestic visits to the Study Area were most likely to occur during the summer, at
31% in 2007. Fall accounted for about 27% of visits and 23% were in the spring. About
19% of 2007 visits occurred during the winter. The automobile was the main mode of
travel for 2004 domestic visits, used by about 95% of travellers to the Study Area.

2.5.1.1 Intra-Provincial Tourism and Recreation

Intra-provincial travel (within the province of Ontario) made up about 63% of all visits of
the Study Area in 2007. Intra-provincial travel in Ontario declined in recent years but the
five year outlook is positive, showing growth through to 2010, led by business visits and
same day travel. Such growth will be partly due to the implementation of the WHTI,
which may encourage some residents to choose to travel within the province instead of to
the U.S.

In addition to travel from outside of the Study Area, residents of the Study Area travel
both outside of and within the area for tourism and recreation purposes. In 2007,
approximately 11.0 million trips were made by residents of the Study Area.

Visiting friends and relatives and pleasure accounted for a similar number of resident
trips in 2007, 44% and 43%, respectively. Business accounted for almost 8% of resident
trips and personal/other reasons were the purpose for the remaining 5%. Likely due to
the large number of trips to visit friends and relatives, resident trips were relatively well
distributed throughout the year in 2007. Approximately 31% travelled during the
summer, followed by 25% in the spring, 24% in the fall, and 20% in the winter. In 2007,
tourism and recreation travel by NGTA residents was generally made by automobile
(89%), with 6% plane, 3% bus and around 2% train/boat. Highway congestion levels
will impact same day travel, and other influences on intra-provincial tourism and
recreation include disposable income and new passport rules for travel to the U.S.

2.5.1.2 Inter-Provincial Tourism

Inter-provincial travel (from the rest of Canada) to the Study Area accounts for about 2%
of the total trips made in 2007. Like travel within Ontario, inter-provincial travel to
Ontario is projected to grow through to 2010. The weakness of such travel in recent
years can partly be attributed to the strength of the Canadian dollar, favouring Canadians
to travel to U.S. and overseas destinations. Of inter-provincial travel to the Study Area in
2007, about 51% of visits were from Quebec. Alberta represents the second largest
number of out-of-province visits, accounting for 22%. Similar to intra-provincial travel,
the implementation of the second phase of the WHTI may encourage some Canadians to
travel within Canada, and potentially to the Study Area, as opposed to travelling to the
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U.S. Key drivers for inter-provincial travel include disposable income, tourism prices in
Ontario, new passport rules and highway congestion for same day travel.

2.5.2 U.S. Visitation

In 2007, U.S. visitors made up almost 30% of total person visits to the Study Area, with
an average visiting household size of 2.3 people. The near border states of New York
and Michigan contributed the most visits, with 56% and 7% of total U.S. visits,
respectively.

U.S. visitors contributed approximately $665 million to total visitor spending within the
Study Area in 2007 (about 33% of total visitor spending), with an average of $134 per
person. On average, the number of annual U.S. visits decreased by 6.6% per year over the
past ten years, with a large decrease in 2003 largely due to the combined effects of SARS
and the Irag War. Over this period, same day U.S traffic to the Study Area has decreased
by close to 60% while overnight visitors decreased by 18%.

In 2007, almost 62% of U.S. visits to the Study Area were for pleasure purposes. About
11% travelled to visit friends and relatives, and 4% travelled for business purposes.
Personal/other reasons accounted for 23% of trips. The majority (41%) of 2007 U.S.
visitation occurred during the summer months, with 29% in the spring, 17% in the fall
and 13% in the winter, which confirms the strong seasonality of pleasure travel to the
Study Area. Approximately 87% of trips made from the U.S. to the Study Area in 2004
were by automobile, followed by bus (5%), and the remainder by boat train and plane.

2.5.3 Overseas Visitation

Overseas visits accounted for 5% of total travel to the Study Area in 2007, and the
average size of the households visiting the area was 1.8 people. In 2007 overseas visitor
spending was approximately $229 million (12% of total spending), with an average of
$253 per person visit. The two largest overseas markets were the United Kingdom and
Japan, contributing about 21% and 10%, respectively, to total 2007 overseas Visits.

Unlike domestic and U.S. visits, in recent years the Study Area has seen a continual
increase in overseas visitation: from 1998 to 2004, total overseas visitation volumes
increased by 10%, then by 5% to 2007. Overall, overseas visitation to the Study Area has
increased by an annual compound growth rate of 1.5% over the past ten years. A
significant rebound was seen in 2004, where trips increased to surpass 2001 volumes. In
2007, about 52% of overseas trips were overnight, while 48% were same day. Note that
an overseas same day visit is counted for each unique destination visited by an overseas
visitor in one day (e.g., an overseas visitor to Toronto taking a same day trip to Niagara
Falls).

Overseas visitors to the Study Area in 2004 primarily travelled for pleasure and to visit
friends and relatives (45% each). About 7% travelled for business related purposes and
the remaining 3% of trips were made for personal/other reasons. Similar to trips from
Canada and the U.S., the majority of visitation took place during the summer months
(44%), followed by 28% in the spring, 19% in the fall and 9% in the winter.
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2.6

Of all visitors to the Study Area, those from overseas used the most balanced variety of
modes of transportation. As with the other markets, automobile was the dominant mode,
with a 2004 automobile mode share of approximately 43% (private and rented). Bus was
used by 19% of visitors, then plane (8%), followed by train and boat.

Looking forward, overseas visits will be influenced by factors including economic
conditions of the country of origin, cost of travel (including effects of exchange rates)
and GDP.

OTHER INITIATIVES

There are several long term planning initiatives that may directly or indirectly influence
transportation demand in terms of magnitude and distribution in the Study Area. These
focus on moving people and goods, and include initiatives to increase transportation
choices and improve transit and road capacity. These initiatives have been undertaken by
a variety of organizations, including the Canadian federal and provincial governments,
Transportation Service Providers and U.S. government bodies.

Each of the following initiatives has the potential to affect both transportation supply and
demand in the Study Area and broader areas of influence. These policies, programs and
projects may influence travel patterns and provide additional transportation choices and
transit and roadway capacity. Policy directions toward increased transit and active
transportation influence travel patterns and mode choices. The information gathered
from these initiatives has been fed into the modelling exercise and assessment of current
and future conditions.

Many of these initiatives support the objectives of the Growth Plan (see Section 2.2.2), as
this document provides a framework for implementing the Government of Ontario’s
overall vision and managing growth through to 2031. Transportation planning in Ontario
aims to support the planned growth contained in the Growth Plan and do so in accordance
with the Plan’s policies.

The following initiatives may result in increased options and transportation capacity and
greater choice in some areas. The purpose of the NGTA Corridor Planning & EA Study is
to examine long-term transportation problems and opportunities to the year 2031 and
consider alternative solutions to provide better inter-regional linkages within and to the
Study Area.

2.6.1 Brantford to Cambridge Transportation Corridor Environmental
Assessment Study

In June 2008, MTO initiated this Individual Environmental Assessment (EA) Study to
address the problems and opportunities relative to the inter-regional movement of people
and goods in the Brantford and Cambridge area to 2031. The area of study includes
portions of the County of Brant, County of Wellington, Region of Waterloo, the Cities of
Brantford and Cambridge, including the Downtown Cambridge and Downtown Brantford
Urban Growth Centres (as identified in the Growth Plan), and a portion of the City of
Hamilton. This study will build upon earlier work and improve consultation, align
transportation opportunities with the Growth Plan, and expand the area of analysis. A
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draft EA Terms of Reference was released for comment in September 2008 and MTO is
currently reviewing input and preparing proposed Terms of Reference for submission to
the Minister of the Environment with the request for a decision on approval.

This study will address the needs of the GGH due to its evolution into a large geographic
region with many centres of economic activity, employment, and population, and
therefore dispersed travel demand for goods and people. A transportation network is
needed linking the Brantford and Cambridge Urban Growth Centres through an
integrated system of transportation modes. The EA process will identify and validate the
area transportation system problems and opportunities and evaluate a variety of
alternatives to address them. MTO will co-ordinate with other Ministries and
municipalities as the EA moves forward. The study will address issues including the lack
of inter-regional transit linking the Urban Growth Centres, limited highway capacity, the
lack of a comprehensive highway access management plan, and the limited co-ordination
of inter-regional transportation and local land use planning.

The Brantford to Cambridge corridor study area overlaps with the northern portion of the
Study Area in the City of Hamilton. Proposed transportation options in the Brantford to
Cambridge corridor may directly or indirectly affect transportation demand and patterns
in the NTGA Study Area. The Brantford to Cambridge Transportation Corridor EA
Study is being fully co-ordinated with the NGTA Corridor Planning and EA Study.

2.6.2 GTA West Corridor Planning and Environmental Assessment Study

Initiated by MTO in December 2006, the study is consistent with the Growth Plan that
identified a GTA West Corridor. The area of study includes portions of the County of
Wellington, Region of Peel, Region of Halton and the Region of York, the Urban Growth
Centres of Downtown Guelph, Downtown Brampton, Vaughan Corporate Centre and
Downtown Milton (as identified in the Growth Plan), and the communities of Acton,
Georgetown, Woodbridge and Bolton.

As economic activities in the GGH evolve to an economy of multiple centres, the
Guelph-Kitchener/Waterloo-Cambridge triangle is becoming an important area in
addition to Downtown Toronto and the several economic centres that surround it. The
concentration of population and employment in the Guelph-Kitchener/Waterloo-
Cambridge triangle introduces new transportation challenges and it is important that these
economic centres be better linked for people and goods movement.

The purpose of this study is to examine long-term transportation problems and
opportunities and consider alternative solutions to provide better linkages between Urban
Growth Centres in the GTA West Corridor Study Area. The focus will be on developing
an integrated, multi-modal transportation system that offers choices for the efficient
movement of people and goods. As a first step in the formal EA process, a Terms of
Reference was approved in March 2008.

This study is ongoing with work including developing project-specific goals and
objectives; developing Travel Demand Forecasting approaches; exploring existing and
future transportation-related conditions; and identifying specific inter-regional
transportation problems and opportunities in the Study Area. The specific need for any
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proposed undertaking(s) and a description of the proposed undertaking(s) will be
determined during initial phases of the EA study and will be based on the approved
government policies and planning objectives that are in place at that time.

In general terms, the study includes: assessing the need for additional transportation
capacity in the GTA West corridor; identifying the specific transportation problems and
opportunities within the Study Area; developing, assessing, and evaluating a range of
transportation alternatives to address the identified transportation problems and
opportunities; and preparing a multi-modal Transportation Development Strategy (TDS).

The Highway 401 is a common boundary between the study areas of the GTA West
Corridor Planning and EA Study and the NGTA Corridor Planning and EA Study.
Future transportation facilities within these study areas could potentially connect directly.
Although these studies are separate, with distinct purposes to address different
transportation issues, they share the overarching goals and issues of transportation within
the GGH. The two studies are following a similar timeline and there is a high level of co-
ordination between them.

2.6.3 Peace Bridge Expansion Project

The Buffalo and Fort Erie Public Bridge Authority (PBA) has initiated a Bi-National
Integrated Environmental Process (BNIEP) that considers, as a single action, capacity
improvements to the Peace Bridge, Plazas and Connecting Roadways in the Towns of
Fort Erie, Ontario and Buffalo, New York. The proposed alternative solutions would
provide operational, functional and security improvements to reduce congestion and
improve the overall efficiency and functionality of the existing Peace Bridge border
crossing facility.

The Peace Bridge border crossing serves as a major International link in the Canadian
and U.S. national highway systems — serving as a key economic conduit for trade and
tourism between the U.S. and Canada. The Peace Bridge connects the QEW in Fort Erie,
Ontario with Interstate 190 in Buffalo, New York.

This project is intended to address needs including border crossing operations; safety;
bridge structure; capacity; environmental; economic; modal inter-relationship; system
mobility; social demand; and economic development.

The primary objectives of the project are the following:

o Provide for a federal border inspection station that meets customs and border
protection’s security and operational requirements;

e Provide for operational flexibility and redundancy that will accommodate
operational changes at other regional border crossings due to security measures;

e Provide adequate capacity for the movement of vehicles in expedited release
programs;

e Provide adequate bridge, plaza, and connecting roadway capacity to efficiently
and safely serve present and future projected traffic conditions (year 2040);
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e Provide direct connections to and from the adjacent highway system and local
arterial streets;

e Prevent queue ends from reaching adjacent highway and local street systems;
e Reduce overall travel times across the border;

o Eliminate conflicting traffic movements and improve circulation within the
federal inspection station (plaza);

o Eliminate or reduce the use of local streets for highway to highway commercial
traffic; and

e Provide safe accommodations for bicycle and pedestrian traffic.

A draft Environmental Impact Statement (EIS) was issued for the project in September
2007 and work then focused on a bridge redesign to minimize and mitigate the
environmental impacts on migratory birds and the protected Common Tern expected with
the original design. A preferred bridge design is to be selected and a Final EIS completed
for circulation in Fall 2009. A Record of Decision (ROD)/ final environmental approval
is expected by the end of 2009, followed by property acquisition and detailed design,
over 18-24 months.

2.6.4 Continental 1

Continental 1 is a bi-national alliance of business, community and government leaders
dedicated to developing an economic transportation system between Toronto and Miami,
crossing at the Peace Bridge. The not-for-profit organization has a long term goal of
creating a 2,400 km (1,500 mi) four-lane highway that will help communities along the
route capitalize on economic development and growth. The organization was
incorporated in July 2000.

Four key goals were established by the coalition:

e Secure designation of Continental 1 as a federally recognized trade and travel
corridor

e Secure funding for the construction of Continental 1 (Route 219) from
Springville, New York, to its point of intersection with Interstate 86 at Salamanca,
New York

o Secure funding for preliminary engineering and environmental studies for that
part of Continental 1 (Route 219) from Bradford, Pennsylvania, to its intersection
with Interstate 80 at DuBois, Pennsylvania.

o Build an organization with long term sustainability.

Two federal grants have been secured by Continental 1. The first grant was put toward a
comprehensive study of the proposed corridor and was administered by the Pennsylvania
Department of Transportation. This study was completed in the summer of 2007 and
focused on: trade and tourism economic development opportunities that can be enhanced
through improved transportation; transportation infrastructure needs to take advantage of
these economic opportunities; and non-traditional sources of funding.
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The second grant is being administered by the New York Department of Transportation
and is directed to increase public awareness of Continental 1 and to establish a stable
base for Continental 1's continued operations. This work also involved conducting a
comprehensive study of trade and travel corridors. The study began late spring of 2008.

2.6.5 Greater Buffalo-Niagara Frontier Urban Area Freight Transportation
Study

This study, undertaken by the Greater Buffalo-Niagara Regional Transportation Council
is to examine current truck, rail, air and marine freight movements to identify areas where
system capacity improvements are required. It will comprise five technical
memorandums and a final report. Major concerns to be addressed are: mobility and
reliability; environmental improvement; economic stability and competitiveness; safety;
and security.

The study will include the following:

o Description of the existing economy of the Niagara Region near the border and
the relationship between the freight transportation system and its economy, and
analysis of transportation’s impact on economic growth

e Benchmark of existing freight demand, capacity and operating characteristics
e Projected freight levels in the region for five-year increments through 2025

e Current levels of cross-border trade between the Niagara and Canada for five-year
increments through 2025, and origin-destination (including trans-shipment points
near border areas of cross-border freight movement)

e Assessment of the local transportation system’s ability to accommodate future
freight growth

e Project or program proposals to address future freight transportation needs

e Analysis of public vs. private benefits of the proposals and a sensitivity analysis
of their impact on the future economy of the area

o Terminal volume feasibility study to look at the amount of overseas shipping
containers arriving or departing the Buffalo/Niagara Region via Canadian ports

e Preparation of a final report

A series of initiatives are proposed that will provide a catalyst for economic development.
Because of the increasing demand for multi-modal freight transportation, emphasis is
placed on facilitating integration among freight transportation modes. Specific initiatives
are provided for motor carrier freight, rail freight, air cargo, maritime transport and
logistics centres.  Next steps include assessment of public and private benefits, and
economic, cost/benefit and sensitivity analyses.

2.6.6 A Sustainable Strategy for Developing Hamilton as a Gateway

This report was prepared by the McMaster Institute for Transportation and Logistics and
released in April 2009. It examines the City of Hamilton in terms of its potential as a
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goods movement gateway serving the southern Ontario region. The main objectives of
the research are the following:

e To enhance our understanding of the underlying factors and conditions needed to
establish Hamilton as a gateway

e To analyze the patterns of transportation, and associated emissions, as well as
economic and job creation impacts that are likely to emerge in the region under the
different scenarios

e« To promote sustainable transportation while maintaining economic growth and
prosperity and assessing environmental impacts

e To outline a coherent vision and many of the associated steps in developing Hamilton
into a successful gateway

The report highlights the forces behind seamless logistics: competitive pressures;
externalization of production activities; inter-modality (relating to the ways separate
modal systems can be brought together); time (e.g., just-in-time production); and the rise
of e-commerce and e-business.

Successful gateway examples are reviewed and in the context of implications for
Hamilton, with the following characteristics identified: emphasis on being uncongested;
effective at building consensus, partnerships and alliances; very good at self-promotion;
effective transport-focused organizations; embrace containerization. Comprehensive
modelling and analysis exercises are presented at regional and local levels, addressing
patterns of land-use, traffic congestion and resulting emissions.

It is concluded that Hamilton is already a significant economic player on a national and
regional scale; yet has not reached its full potential from goods movement, sustainability
or economic development perspectives. The need for a holistic approach is highlighted,
balancing economic growth, population growth, infrastructure investments and
sustainable practices. A multi-faceted approach is therefore proposed, leading to ten
recommendations for developing Hamilton as a goods movement gateway:

1. Create a transport-focused gateway organization

2. Pursue prudent residential and public transit development to accommodate
gateway growth

Enhance Hamilton’s image through appropriate marketing
Pursue targeted developments near the airport

Develop containerization facilities at the Port

Pursue intensified use of Hamilton’s business parks
Emphasize brownfield development

Adopt sound taxation and regulatory policies
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Develop human capital
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10. Continue to maintain and improve Hamilton’s existing transport
infrastructure

Hamilton lies within the Study Area. The findings of this report confirm the
transportation issues in the Study Area and the recommendations will be re-evaluated as
part of the next stage of work.
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