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The concept of truck-only lanes has been talked about
for many decades, but very few examples exist in North
America. In recent years, however, many jurisdictions
in the United States have initiated feasibility studies for
truck lanes, including Georgia, Ohio, Nevada and
California.

Essentially, Truck-Only Lanes is a transportation design
concept that separates heavy trucks from the general
traffic stream of passenger vehicles and light trucks.
The concept can be extended to include Truck-Only
Toll (TOT) lanes whereby commercial vehicles can
choose to pay a fee to use the lanes.

In February 2001, the Southern California Association
of Governments (SCAG) completed a feasibility study
report (FSR) on exclusive lanes for commercial trucks.
The report included a literature review which revealed
that exclusive truck lanes were the most plausible for
congested highways where three factors exist: (1) truck
volumes exceed 30 per cent of the vehicle mix; (2) peak
hour volumes exceed 1,800 vehicles per lane-hour; and
(3) off-peak volumes exceed 1,200 vehicles per
lane-hour. In sections, Highway 401 would meet these
warrants.

One of the issues that tends to arise in the discussions
of truck-only lanes is whether it is preferable to create
designated lanes for trucks or to invest in designated
lanes for transit or rapid transit to alleviate highway
congestion.

Table 6 : CASE STUDY: Truck-Only Lanes

Ownership of Rail Lines

In the GTHA, passenger and freight trains generally share
the same infrastructure, in some cases, single railway track
lines. In many instances, this sharing of infrastructure
causes problems because of the interaction of the two types
of trains. Passenger trains frequently wait for freight trains
and cannot use their full-speed potential. As a result, the
full potential of inter-city passenger services is not
achieved.

Rationalizing the use of the railway networks of southern
Ontario between freight and passenger services so that
freight services can be concentrated on certain lines and
passenger services on others is one possible solution. The
implementation of the original GO Transit commuter rail

facility was only made possible by the construction of the
CN bypass line which took freight trains off of the
Lakeshore route. Such a rationalization could potentially
improve the fluidity of the system and improve service for
both passenger and freight.

To date, these initiatives have not been studied in detail.
Metrolinx and other GTHA agencies could cooperate with
the provincial and federal levels of government to
implement such a rationalization. A major problem is the
ownership of the rail infrastructure by private companies.
The rationalization of rail movements would require
complex tradeoffs between control and ownership,
although there are many examples of CN and CPR sharing
the same tracks.

The Chicago Region Environmental and Transportation
Efficiency (CREATE) is a multi-year investment program
that was launched in 2005. It adopts a “total system
approach” involving freight rail, passenger rail and
highway capacity improvements. The main participants
are the U.S. Federal Highway Administration, the Illinois
Department of Transportation and the Chicago
Department of Transportation, working with industry
and the public. The Association of American Railroads
is a participant in the program, acting on behalf of the
six Class 1 Railroads operating in the Chicago area,
including both CN and CPR.

CREATE includes the development of five rail
transportation corridors. Four of the corridors are
primarily for handling freight traffic in the Chicago
metropolitan area. A Passenger Express Corridor is
primarily for handling commuter and interstate
passenger traffic. Projects include: upgrading of existing
track structure; the double-tracking or triple-tracking of
certain lines; the construction of grade separations and
flyovers; the installation of new or improved signalling;
and various other additions and improvements totalling
approximately 70 discrete projects. Certain
improvements (e.g. grade separation projects) on existing
rail lines outside the corridors are also incorporated.

Table 7 : CASE STUDY: CREATE Chicago
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4.3 Alternative Futures and Potential Initiatives

When analyzing the future environment for goods
movement in the GTHA, three possible scenarios have
been defined. These include: a Trend Scenario, which is
a continuation of what we are doing now with some
improvements, an Incremental Scenario, which will involve
substantial changes, and a Bold Scenario whereby major
initiatives have been undertaken. A description of these
scenarios as it relates to goods movement is given on the
following page. Also included are specific initiatives that
might be introduced to improve the coordination of
land-use planning for goods movement.

If the current situation continues unchanged, freight
activities will remain focused on existing terminals and
corridors, and it will be a challenge to keep residential
development from encroaching on these locations. New
manufacturing facilities will likely be sited on the basis of
available land, access to employment and proximity to
highway corridors, and may not necessarily take into
account synergies from clustering activities. With little
regional coordination, the location and design of large
and/or important facilities will remain in silos.

With the introduction of some interventions, the
development and implementation of guidelines for freight
supportive land-use can focus on: enhanced land-use and
value; reduced noise and vibrations; improved traffic flow
and lowered congestion; and improved safety and security.
The development of an inventory and future needs
assessment of industrial lands and freight corridors
throughout the GTHA can provide a basis for planning
for goods movement. The advancement to a region where
goods-intensive manufacturing, warehousing and
distribution activities are recognized as a separate category
of land-use, respecting the needs of these industries as
equal as the need for residential and other sensitive
land-uses to be shielded from them.

Further interventions can help to create a strategic goods
movement multi-modal network with specific attributes
and measures to protect the functional characteristics of
the infrastructure and lands. Safety audits on all truck
routes and geometric and signage changes could be
implemented as a result. The creation of new intermodal
facilities would take advantage of increased use of marine,
rail and air for freight movement, while investments in
transit have the potential to mitigate congestion. The
establishment of new economic corridors and
nodes/gateways, designed to expedite goods movement
by truck, air, and rail, will further improve efficiencies in
the system. This could include such measures as separate

tracks for freight and passenger trains on rail corridors or
new intermodal terminals created though Private-Public
partnerships to ensure seamless integration between
modes. Appendix A displays sample interventions that
could help to achieve these developments.

20

metrolinx ® Moving Goods and Delivering Services



Land Use

Trend Scenario

Incremental Scenario

Bold Scenario

Freight activities are focused on
existing terminals and corridors and it
is a challenge to keep residential
development from encroaching on
these locations. New manufacturing
facilities are sited on the basis of
available land, access to employment
and proximity to highway corridors,
and do not necessarily take into
account synergies from clustering
activities. There is little regional
coordination on the siting and design
of large and/or important facilities.

Freight supportive land-use guidelines
focusing on land use and value, noise
and vibrations, traffic flow and
congestion, safety and security have
been developed and implemented. An
inventory and future needs assessment
of industrial lands and freight corridors
throughout the GTHA has been
developed as a basis for planning for
goods movement.

Goods intensive manufacturing,
warehousing and distribution
activities are recognized as a separate
category of land use. The needs of
these industries are respected as is the
need for residential and other
sensitive land uses to be shielded
from them. A regional strategy on
the siting and design of large and/or
important facilities has been
developed.

Table 8 : Land Use

Infrastructure

Trend Scenario

Incremental Scenario

Bold Scenario

Targeted investments in road
infrastructure such as new
interchanges near freight centres and
upgraded highway ramps have helped
to mitigate the effects of congestion on
goods movement. A regional truck
route network has been defined using
consistent policies.

A strategic goods movement
multimodal network is defined with
specific attributes and measures to
protect the functional characteristics of
the infrastructure and lands.

Safety audits have been conducted on
all truck routes and geometric and
signage changes have been
implemented as a result. New
intermodal facilities have been created
to take advantage of the increased use
of marine and rail for freight
movement. Investments in transit have
helped to mitigate congestion.

New economic corridors have been
established and are designed to
expedite goods movement by truck
and rail, and land use controls are in
place to ensure that these new
corridors do not promote sprawl.
Major freight corridors have been
designated; their functioning is
protected by land use controls and
anticipation of future infrastructure
needs. Most rail corridors have
separate tracks for freight and
passenger trains and rail efficiency
takes precedence over trackage
ownership. Several new intermodal
terminals have been created through
Private-Public partnerships to ensure
seamless integration between rail,
truck and marine modes.

Table 9 : Infrastructure
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5 Enh ancing OP erational Practices competing companies. One application in Bordeaux,
France, situates the transfer point in the urban core with

trolleys, carts, electric vehicles or bicycles carrying the
figurative “first or last mile” of shipments, depending on

5.1 Innovative Urban Distribution

In the field of urban logistics, new ideas are moving from their size. Benefits include a reduction in truck traffic and
academia to practical application. One such concept more efficient use of available road space, but it may be a
involves Urban Distribution Centres (UDCs) or Urban challenge to find affordable sites in the right locations
Consolidation Centres (UCCs) — freight consolidation (since terminal sites on the edge of city centres may be
facilities located in very close proximity to final scarce). 'Successful g)famples 1nvolye private services
destinations. The purpose of these UDCs is to minimize Offe]fefi in a competitive market, with optional pgbhc

the number of local pick-up and delivery trips by participation usually taking the form of seed capital.

Picture 5 : In Amsterdam, goods are delivered
to their final address using electric vehicles.

2008.

Downtown Amsterdam’s historic winding streets can be a nightmare for commercial delivery truck drivers. Existing
rules leave trucks a limited time window to access the city centre, and this restriction, although necessary to combat
congestion, leads to rushed deliveries and some risky driving patterns.

lower road maintenance costs due to reduced heavy truck volumes. The project is also expected to create more than
1,200 jobs and replace 2,500 trucks. Based on a successful pilot run, Amsterdam is set to implement the full project in

In response to these constraints, Amsterdam launched the City Cargo pilot
project in March 2007. Based on a successful program in Dresden, Germany,
freight destined for downtown Amsterdam is first delivered to transfer depots
at the edge of the city. Subsequent transport into the city centre consists of
two stages. In the first stage, City Cargo Amsterdam takes the goods by tram
to transfer hubs at strategic points in the inner city. From the hubs, which are
situated on sidings off the passenger line, goods are transferred to small electric
vehicles and delivered to the final address.

The project minimizes disruptions to passenger traffic on the tram system by
ensuring cargo trams only travel where, and when, there is spare capacity.

The transfer hubs are also situated on sidings where the passenger trams do
not travel. The expected benefits of City Cargo include: improved liveability
in the centre city; improved traffic flow; fewer collisions involving trucks; and

Table 10 : CASE STUDY: Amsterdam, The Netherlands
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The challenge in last-mile deliveries is coordinating shipments with customer
availability. Larger items are usually delivered on a pre-arranged schedule,
but smaller items can often arrive when the customer is not available. One
solution that exists in several western European countries are “Packstations”
or “Locker Boxes”. Operating like temporary postal boxes, customers choose
their preferred drop-off point when placing an order. As soon as the company
has the package in the box, a notification message is sent to the customer by
e-mail or text messages. To retrieve the package, the customer enters a series
of identification codes and passwords. The pick-up stations are usually located
in corner stores, car parks, building lobbies and other locations with public
access. Vehicle travel is minimized because people can walk to the boxes or
combine their pick-up with other trips. The system has possibilities beyond
consumer products and can be used in professional networks to support courier ~ Picture 6: Shipment pick-up stations alleviate

deliveries, travelling sales staff and field engineers. the challenges with coordinating shipments
with customer availability.

Table 11 : CASE STUDY: Locking Up the Last Mile - Packstations

In 2003, the Nashville Area Metropolitan Planning Organization (NAMPO) inaugurated a goods movement study that
included a sketch-level cluster analysis for key industries in the region and their trading partners. One result of the
study was a private-sector logistics consolidation centre with off-peak operations. Healthcare supplies are collected
and stored at a central distribution centre in Atlanta, Georgia, from which multiple hospitals in the southeast are served.
Supplies are delivered overnight to a regional distribution centre near Nashville, from which the hospital receives
goods, mainly at night, with four-to-six hour service. Expedited one-to-two hour service complements the regular
schedule and assures a ready supply of critical goods. The two-stage system allows consolidation of freight so that a
small number of trucks arrive at the facility loaded with goods and replaces a system where many trucks arrived with
small shipments. The system has improved the supply of goods in a time-critical environment, freed up storage space
for healthcare use, cut healthcare costs and reduced demand on the transportation network.

Table 12 : CASE STUDY: Nashville, Tennessee
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A consolidation centre was opened by the BAA (British Airport Authority) at Heathrow Airport in 2001 as part of their
environmental strategy to improve air quality and packaging waste management. This 23,000 square metre consolidation
centre, run on BAA's behalf by Exel, aims to reduce goods vehicle movements and to improve goods handling systems
and waste packaging management in the terminals.

In this scheme, goods destined for retailers with premises in the terminals are delivered to the consolidation centre
(which is located away from the terminal buildings) rather than directly to the shops. Vehicles are operated by Exel
to transport goods from the consolidation centre to the shops in the terminal buildings as the retailers require them.
Deliveries to the consolidation centre are faster than to the shops as there is less congestion on approach roads and
fewer delays in off-loading goods. Results show that in 2004, the centre received 20,000 vehicle deliveries. This resulted
in 45,000 store deliveries being made from the centre on 5,000 vehicle trips. Of 240 retail outlets, 190 are using the
centre. A vehicle trip reduction of approximately 70 per cent is being achieved for those goods that flow through the
centre. This was estimated to result in 87,000 vehicle-kilometres saved in 2003 and 144,000 vehicle-kilometres saved
in 2004. Vehicle emissions reductions have also increased as goods throughput has grown, with Carbon Dioxide savings
of 1,200 kg per week in 2003 and 3,100 kg per week in 2004.

Table 13 : CASE STUDY: Heathrow Airport Retail Consolidation Centre

The large-scale urban revitalization project of Hammarby Sjostad in Stockholm centralizes all deliveries to the project
site to a single logistics centre. This helps reduce the number of individual truck deliveries to the project site.

This facility is located at the entrance to the project site. Small deliveries are unloaded at the centre and delivered by
a single lorry to 22 different unloading zones within the working area, effectively replacing five vehicles with one.
Larger cargoes are unloaded and stored at the centre before being delivered ‘just-in-time’ ensuring that only full trucks
enter the area. A web-based delivery calendar allows drivers to schedule deliveries which facilitates unloading and
minimizes queues at the project site. The on-site delivery vehicles conform to high environmental standards in order
to minimize impacts of emissions and noise in the area.

Table 14 : CASE STUDY: Stockholm, Sweden
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5.2 Optimization Through Technology

Competition in the goods movement industry drives the
adoption of technology that improves productivity by
individual operators. For example, the use of Global
Positioning Systems (GPS), which are now becoming
common in passenger vehicles, have been in use for
commercial purposes for well over a decade.

(WY, 404 COLLECTOF
2 LEFT LANES BLOCKED
NORTH OF MWY. 401

Picture 7 : Real-time information can assist with route planning on the
road.

Most examples of the use of technology relate to generating
and communicating real-time information to freight
transport companies and drivers/operators. Methods
include: the provision of maps to indicate routes; load
restrictions; time allowances; and physical characteristics
of loading and unloading areas. Names and contacts for
various purposes also comprise useful timely information.

Technology has also been used extensively to optimize
loads for shipping, but largely on an independent
shipper/carrier basis. There is significant potential for
technology to enable even greater opportunities for load
consolidation if information on shipments could be shared
anonymously.

Many trucking companies now use GPS to keep track of
their vehicles; however, this information is usually kept
within the company and used for operational purposes.
Real-time information on truck movement could be useful
to the broader industry permitting decisions to be made
on routes, pick-up and delivery scheduling and other
activities. Transport Canada has conducted a pilot project
to use this information to examine travel times on parts of
the road system. This is a large potential source of data
which has not yet been exhibited.

Simulation software has also been developed to assist
companies with locating their facilities optimally to reduce
the cost of serving their existing and potential customer
base. Routing software is routinely used by large shippers
and logistics companies to optimize deliveries, matching
the right vehicles, merchandise, time, route, and sequence.

In addition to improvements in information technology,
there are also innovations being made in vehicle and
infrastructure design. Today, trucks are more fuel efficient
than in the past and can be expected to continue to
improve. The Canadian railway industry has made major
strides in reducing fuel use while increasing tonnage by
introducing new fuel-efficient locomotives and
improvements in train operations.

Monoprix, a popular general merchandise store in
France, is using a combination of rail and natural gas
delivery trucks to reduce the environmental impact of
deliveries to their stores. Using the existing
infrastructure of the RER (Réseau Express
Régional/Regional Express Network) merchandise is
delivered to a 3,700 square metre warehouse located in
a Paris suburb. From that point, a fleet of 20 natural gas
vehicles (NGVs) takes the goods to 60 shops in inner
Paris. The project represents 210,000 pallets or about
120,000 tonnes of merchandise. The rail/NGV
combination will reduce Carbon Dioxide emissions by
280 tonnes and Nitrogen Oxide emissions by 19 tonnes
per year. In addition, it will also save 8,000 truck trips
per year. The Monoprix NGV fleets will be the first
private French NGV distribution fleet.

Table 15 : CASE STUDY: Rail and Natural Gas Vehicles

5.3 Regulation

The regulatory environment concerning goods movement
is complex and incorporates elements from all three levels
of government. Coordination is not a simple matter of

freight moves between modes and legislative jurisdictions.

The federal government's role in the transportation of
goods involves the regulation of airports, railways, ports
and international border crossings where it has overall
jurisdiction. The regulations are mostly focused on safety.
The federal government also regulates fuel options and
harmful emission standards for vehicles. Recently,
significant changes were introduced to diesel fuel
standards. While these have reduced emissions, some

metrolinx ® Moving Goods and Delivering Services

25



trucks are now burning more fuel. The industry is working
to address these issues through improved engine and
truck-body design.

Provincial regulations, while still concerned with safety,
tend to focus more on road operations. At this level, there
are weight, size and speed restrictions which can vary by
time of day or season, log book and vehicle inspection
stations, and licensing. Goods movement challenges can
arise from these regulations when the gross vehicle weight
of the truck permitted varies from one province to another
and with neighbouring states. While there have been
considerable efforts and progress to harmonize weights
and dimensions across Canada and with states in the U.S,,
this can still be a major problem for long-distance truckers.

The municipal regulatory environment focuses on impacts
that relate to the specific movement of transportation
vehicles within local boundaries. This can include noise
limits from train whistles and airplanes to the use of engine
retarder brakes by truckers. Similar to the provincial
regulations, seasonal and daily travel restrictions are also
enforced at the local level, as are travel routes, parking and
loading zones. Truck routes which are meant to keep
commercial traffic on certain roads, may accomplish traffic
calming in one neighbourhood, but may increase overall
emissions by creating longer, less efficient routes.

In addition to legislation specifically targeting the
transportation industry, all three levels of government are
also involved, to some degree, in land-use regulations.
The federal and provincial governments both deal with
environmental and waterways legislation, while the
municipalities address the relationship between various
land uses. The location of industrial, commercial and
residential projects can have significant impacts on goods
movement. Warehouses and distribution centres located
outside the city can find themselves at the centre of
conflicting land uses as the fringe develops. Conflicts can
also arise when municipalities find their long-term land-use
visions butting up against each other.

From a goods movement perspective, there are significant
opportunities for the coordination and harmonization of
municipal regulatory environments. This can include truck
routes and speeds, as well as land-use plans.

5.4 Pricing

The rules that determine goods movement choices are
heavily weighted to short-term commercial justification
criteria based on revenue/cost comparisons that exclude
externalities (i.e. costs imposed on society in present and
future generations) as well as the capital cost of facilities
provided for “free” by the public sector. This behaviour
is rational and logical. Goods movement-dependent firms
locate themselves where they are able to minimize their
capital and labour costs. Unfortunately, the costs, as seen
by those decision-makers, do not incorporate all of the
social costs that are involved, such as congestion impacts,
noise and other nuisance impacts and GHG emissions. In
general, environmental costs such as the consumption of
new land for facilities and roadways and emissions
generated are not intrinsic to goods movement decisions.

There is a need to get the price signals right. This could
be as basic as finding ways to let consumers know the full
transportation costs of their purchasing choices or it could
be as complex as making users pay for the use of the
transportation system, including externalities such as
emissions, noise and congestion.
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which they are collected.

PierPASS is a port-related agency operating in the Ports of Los Angeles and Long Beach. A joint effort of the marine
terminal operators, PierPASS was established to address the push for a government-chartered effort to reduce port-related
truck traffic during the day. The agency operates two programs — OffPeak and TruckTag — and all fees associated
with the two programs are collected by the marine terminals to guarantee that the funds are used for the purposes for

The OffPeak program levies a fee on containers that use the land-side gates
of Los Angeles and Long Beach’s marine terminals. This fee is refunded or
waived if the container travels by truck outside of peak hours or if it travels
by rail. It is estimated that the OffPeak program has diverted more than five
million truck trips from peak daytime traffic since the program’s start in July
2005. In an average week, OffPeak removes 60,000 truck trips from the
freeways during busy commuting hours, reducing congestion and benefiting
local air quality.

While port-related trucking is not a significant issue in the GTHA, the overall

Picture 8 : Charges are used to reduce
port-related truck traffic in the Ports of Los
Angeles and Long Beach.

concept of using charges to influence the use of road space by trucks is an
interesting topic of discussion.

Table 16 : CASE STUDY: PierPASS - Los Angeles and Long Beach

5.5 Alternative Futures and Potential Initiatives

For the same three scenarios as identified in the previous
chapter, the possible environment and initiatives for goods
movement are described.

Continuing to follow the status quo will likely result in
goods pick-up and delivery continuing to be done by a
large number of independent firms and the efficiency of
the system will continue to be limited by shippers, receivers
and the competition. Private sector initiatives will continue
to drive innovative investments. While some pooling
among operators takes place, where market growth and
competitive advantage justify the returns. Industry
consultations to facilitate goods movement planning and
sharing of data is not frequent.

The use of interventions, samples of which are exhibited
in Appendix A, can create a different environment for
operations and use of technology in goods movement and
service delivery. For example, the application of
regulations to limit deliveries and reduce goods movement
in congested areas during peak hours in congested areas,
off-set by improved flow during off-peak periods.
Advances in technology could be used to further assist in
information collection and dissemination, such as applying
information on truck speeds to truck routing, as well as
for the routing of other types of vehicles. Improved control
systems on railways could allow a major increase in
capacity for both freight and passenger services.
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Operations

Trend Scenario

Incremental Scenario

Bold Scenario

Goods pickup and delivery continues
to be done by a large number of
independent firms. Efficiency is
limited by shippers and receivers as
well as the competition.

Private sector initiatives drive
innovative investments.

Some pooling among operators takes
place, where market growth and
competitive advantage justify the
returns.

Regulations are imposed to limit
deliveries during peak hours in
congested areas, but these regulations
are off-set by improved flow during
off-peak periods.

Goods movement in congested areas
during certain times of the day is
discouraged.

Table 17 : Operations

Use of Technology

Trend Scenario

Incremental Scenario

Bold Scenario

Industry consultations to facilitate
goods movement planning and sharing
of data are encouraged. Existing
forums such as the Southern Ontario
Gateway Council are strengthened.
Traffic flow and congestion, safety and
security, economic development and
environmental sustainability are
addressed in this initiative.

Real time information on traffic
conditions and routing options is used
where possible by vehicle operators to
minimize cost and fuel emissions.

Vehicle efficiency and noise
characteristics continue to improve.

The need for better information on
goods movement is recognized.

Advances in technology are further
used to assist in information collection
and dissemination. Information on
truck speeds will be used not only for
truck routing but for the routing of
other types of vehicles.

Improved control systems on railways
allow a major increase in capacity for
both freight and passenger services.

Table 18 : Use of Technology
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6 Planning and Coordinating Goods
Movement

6.1 Government Leadership

Until recently, there have been few strategic efforts by
government to plan for goods movement in the GTHA.
Most Municipal Official Plans and Transportation Master
Plans recognize goods movement but do not analyze their
requirements in detail, a legacy of the perspective that
goods movement is largely an issue of concern to the
private sector. Some initiatives that have addressed goods
movement in the GTHA are described in the following
paragraphs.

Municipal goods movement studies. Within the last few
years, both Peel Region and the City of Hamilton have
undertaken major goods movement studies. Peel Region’s
study identified the need to collaborate with the private
sector to improve data collection. It also identified several
key infrastructure improvements to help ease pressures
caused by the high density of industrial and warehousing
land uses in Peel Region. Hamilton’s goods movement
strategy is centered on several key objectives, one of which
centres on the notion of adding value to the major flows
through the city. A vast majority of the freight traffic using
Hamilton roads and highways is through-traffic, the origin
and destination of which do not involve facilities located
in Hamilton. The initiative is focused on lands at the east
end of the Port of Hamilton with good access to the Queen
Elizabeth Way (QEW) and rail lines. The strategy also
recognizes the potential of Hamilton’s airport and
incorporates the concept of a master-planned community
of industrial and commercial businesses, and retailers
surrounding the airport.

Municipal Transportation Plans. The City of Hamilton
Transportation Master Plan (TMP), York Region TMP,
Durham Region TMP, and Peel Region Long-Range
Transportation Plan (LRTP) all include meaningful
recommendations on goods movement.

Ontario Ministry of Transportation and Transport
Canada - Commercial Vehicles Surveys. The Ontario and
federal governments have cooperated in periodic surveys
of inter-urban truck movements which capture most truck
trips of over 50 km in length. These surveys have been
done from coast to coast and we now have reliable
information on trends and patterns in-long distance truck
movements.

Greater Toronto Services Board — Goods Movement

Strategy. Completed in 2001, this study by the former
Greater Toronto Services Board involved extensive
stakeholder input and set the course for many of the
initiatives related to industry consultations and data
collection efforts that are now taking place. These included
establishing a freight forum and developing a goods
movement model for the GTHA.

Ontario Ministry of Transportation - Goods Movement
in Central Ontario: Trends and Issues. This study,
completed in 2004, provided information and set a
foundation for the development of a goods movement
strategy to support freight activities in the central Ontario
region. The report provides a basis for planning and policy
development for the Ministry, the regional municipalities
and local governments in the central Ontario area. It also
provides useful information for shippers, carriers and
receivers. The study was seen as an important precursor
to the development of a more comprehensive strategic
transportation plan. It includes extensive data on all goods
movement modes and facilities.

Transport Canada — Quebec-Windsor Corridor Freight
Model. This ground-breaking study developed and
calibrated an econometric freight mode choice model for
the Quebec-Windsor Corridor. A consistent database of
commercial vehicle, rail, intermodal rail and marine
origin-destination flows was developed from multiple
source to provide a comprehensive picture of existing
goods movements. The factors that shippers and receivers
take into account when making mode choices were
identified and analyzed.

Despite this body of work, however, there is still a deficit
in terms of our knowledge of goods movement and service
delivery, particularly those operating within the urban
areas. We really do not know the timing, length, origin or
orientation of trips.

The operating companies know where their own vehicles
are moving. Many use GPS systems to constantly monitor
the position of their vehicles. For the future, this may offer
the potential for a more comprehensive use of information
through various mechanisms of pooling and sharing.
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6.2 Stakeholder Collaboration

The goods movement industry is sensitive to the cost of
congestion and other inefficiencies on the publicly supplied
infrastructure. If improvements are not made to the public
infrastructure, eventually, businesses will seek to locate to
other jurisdictions, manufacturing firms will suffer from
production delays, and customers will pay the cost of
higher-priced goods.

While is it not up to governments to solve every issue
related to transportation efficiency, they can be part of the
solution by addressing chronic bottle-necks on key goods
movement corridors, helping to bring stakeholders together
to find common solutions, outlining long-term
transportation plans, and providing necessary and
predicable funding for plan implementation.

Government-industry advisory groups, councils and
consultation boards are becoming a common feature of
regional governments’ programs oriented to goods
movement. Successful examples can be found in the
Canadian metropolitan areas of Vancouver and Montreal
(see case studies on the following pages). Consultation
and coordination with private stakeholders, agencies and
departments of governments, and special interest groups
with respect to freight can occur on several levels:

e  Acquiring timely and useful data on goods
movement trends;

o Working together to define a commercial
transportation network for the area;

e  Determining the need for infrastructure
improvements;

. Harmonizing highway, railway, air and marine
regulation and municipal policies;

e  Improving the mutual understanding of the costs
and benefits of enhanced freight service levels; and,

e  Generating solutions to address environmental
challenges, with emphasis on solutions that are
embraced and proposed by the industry to resolve
complex and growing problems (e.g. climate change)
instead of heavy-handed regulation.

Existing forums for stakeholder collaboration in the GTHA
include:

o Southern Ontario Gateway Council (SOGC). The
SOGC was established to take a new approach to
transportation planning in the southern Ontario
region. Key members include all major ports, CN
and CPR, the Toronto and Hamilton international
airports, the trucking, railway and marine
associations, GO Transit, and two courier companies.
Although all modes of transport are represented on
the council, requiring the council to develop solutions
and programs that are multi-modal in character, a
key priority of the council is to develop solutions for
more efficient goods movement. The council also
includes representation from several municipalities,
the province, the federal government and industry
associations. Key projects completed to date include
an economic impact study, a strategic plan and a
transportation outlook forum.

e  Other forums for collaboration. Similar to the
SOGC, the St. Lawrence and Great Lakes Continental
Gateway and Corridor is an initiative of the
governments of Canada, Ontario and Quebec,
together with private industry. It has significant
overlap with the GTHA.

Clearly, the RTP must find ways to bring together
stakeholders through processes that overcome competing
interests, find common ground between environmental
advocates and business representatives, and, ideally,
stimulate initiatives at the local level by participating in
risk-sharing for innovative solutions. Recent efforts, such
as the establishment of the SOGC has proven that
governments and private sector organizations can, and
will, work together if there is a certainty that the outcome
will have an overall benefit for the local economy,
environment or communities.
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Picture 9 : The Greater Vancouver Gateway Council works to enhance
Vancouver's competitiveness with U.S. west coast gateways.

" The Greater Vancouver Gateway Council is comprised of

Voting Members (including: railways, the Port Authority,
labour representatives, industry associations, Translink,
BC Ferry Corporation, UBC Sauder School of Business and
Vancouver International Airport Authority) and Resource
Members (including: local, regional, provincial and federal
government entities, the Western Transportation Advisory
Council (WESTAC) and trade associations) under the
honorary chairmanship of the Minister of Transport for the
Government of Canada. The council has developed a plan
for a Major Commercial Transportation System (MCTS) to
address increasing road and rail congestion stemming from
growth in Canada/Asia Pacific trade. Competitiveness
with U.S. West Coast gateways is a key focus. This $6
billion initiative has attracted investment from the federal
and provincial governments, as well as the private sector.
Anticipated benefits would stem from increased business
output (estimated at $1.5 billion/year) and 7,300 new
permanent jobs.

The parties have agreed upon priorities and investment strategies that include:

o Expanded use of local waterways and coastal marine operations for cargo movements;
° Rail system major capacity investments and system improvements; and
e  Major road system capacity investments and upgrades for designated MCTS (commercial) routes.

Table 19 : CASE STUDY: Greater Vancouver Gateway Council
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In the Montreal metropolitan area, the Comité Interrégional pour le Transport des Marchandises (CITM, or Inter-Regional
Committee for Goods Transportation) has developed a strategic action plan (Montréal par Quatre Chemins, or Montreal
by Four Paths) for goods movement over the period 2001-2006. A five-year plan for 2007-2012 is due to be released
soon.

The CITM was formed in 1999 with 70 representatives from
all sectors: business; economic development agencies; labour
unions; and federal, provincial, regional and municipal
governments. The driving force comes from le Conseil
regional des Elus (CRE) de Montréal (the Montreal Island
Council of Elected Officials) and the CREs of its surrounding
regions. Some of the key issues that provide a common focus
for CITM members are highway congestion, conditions to
support the development of the goods transportation
industry, and the harmonization of goods transportation in
the urban environment. The group’s strategic projects
include:

o a Goods Transportation Observatory;

° an Interna.atlonal Promotion C‘f‘im}?alg‘n; o Picture 10 : The Inter-Regional Committee for Goods Transportation
° the establishment of Goods Distribution and Logistics has developed a strategic action plan for goods movement in Greater

Centres in the Montréal Region focusing on Montreal.
value-added activities such as final assembly,
inspection, labelling and packing. These bring together the producers, marketers and providers of logistics
services, as well as facilities for inspection, customs, transportation, brokering, warehousing, order-handling, etc.
in bond (i.e. duty-free);

e  the advancement of the concept of a trade corridor between Québec and New York.

One lesson learned from Montreal is to remain patient and persistent. Time and money are needed to establish
credibility. The CITM achieved small successes that began the process of building confidence and trust among its
stakeholders. Success built upon success with continuing strong leadership from regional governments and support
from the provincial and federal levels.

Table 20 : CASE STUDY: Greater Montréal — Inter-Regional Committee for Goods Transportation
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6.3 Information Requirements

The lack of data on goods movement is a key theme in
almost every study on this topic. While recent efforts by
MTO and others have helped to provide a better picture
of goods movement activities in the GTHA, additional
data collection efforts would assist in:

o quantifying the importance and significance of goods
movement activities;

e  providing for better-informed planning decisions;
° identifying existing and future network constraints;
e  identifying opportunities for modal shifts or trip

reductions;

e  examining the impacts of proposed actions/options;
and

o assisting the operators to make better real-time
decisions.

Understanding what goods are moving in the GTHA, and
to where they are moving, is a prerequisite to developing
comprehensive plans for making goods movement more
efficient and sustainable.

Improvements in data collection must be a joint effort
between the public and private sectors. There are recent
examples of using technology to collect data in a manner
that protects private interests. It is these types of initiatives
that have the greatest potential for success.

An independent data repository may also help to oversee
data collection, similar to the Data Management Group
(DMG), which was set up more than two decades ago to
manage and maintain data from the Transportation
Tomorrow Survey.

6.4 Alternative Scenarios and Potential Initiatives

Possible trends and government regulations and policies
that conform to the existing situation may lead to truck
routes and simplified restrictions for operators to schedule
routes more efficiently and reduce environmental impacts.
Special permit operations in congested areas may be used
and enforced extensively for more types and sizes of trucks
in built up areas.

Applying a variety of interventions, however, may lead
to a very different application of regulations and policies.
As an example, widespread adoption by municipalities of
proximity by-laws and regional and provincial regulations
to protect major corridors, nodes/gateways, and
surrounding lands for compatible adjacent developments.
Complementary restrictions on operations in residential
and built-up areas could be tightened. The application of
user-pay schemes, including capital operating and
maintenance cost for infrastructure and increased
Private-Public partnerships to manage core infrastructure
for goods movement could assist in making capacity
additions that are self-financed. Appendix A shows
examples of the types of regulation and policy
interventions that could create these circumstances.

Regulations and Policies

Trend Scenario

Incremental Scenario

Bold Scenario

Truck routes and restrictions are
simplified for operators to schedule
more efficiently and reduce
environmental impacts.

municipalities.

areas are used and enforced
extensively for more types and sizes
of trucks in built up areas.

developments.

Proximity by-laws are adopted by most | User pay schemes including capital

Regional and Provincial regulations
protect major corridors and surrounding | Private-Public partnerships manage
Special permit operations in congested | lands for compatible adjacent

With that, restrictions on operations in
residential and built up areas are
correspondingly tightened.

operating and maintenance cost for
infrastructure dominate.

core infrastructure for goods
movement and capacity additions
are self-financed in the GTHA.

Table 21 : Regulations and Policies
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7 Where Do We Go From Here?

7.1 Assessing the Alternatives

Integrating environmental and social measures with the
economic mission of logistics activities will be an evolving
process. Confidence and trust among participants needs
to be established. For this reason, the emphasis in this
Green Paper is to get involved in consultation processes
to find common grounds for moving ahead. There are
options on how to proceed, not whether to proceed.

The potential initiatives described in the previous sections
indicate the intended criteria that each one should
comprise. Specific goals for each criterion, balancing the
three pillars of sustainability, would be addressed in such
consultations. The framework of criteria would then
evolve to assist in producing a concerted, collaborative
plan to meet the challenges ahead.

7.2 Quick Wins

Previous studies and consultations in the GTHA
constituent regions indicate that some areas can be
addressed quickly. The goal in proposing quick wins for
this Green Paper is connected to the longer-term objectives
of a concerted plan. Establishing a basis for trust and a
bias for action should pay off in the long run from all
perspectives. Failure to achieve “buy-in” will invite serious
peril for long-term growth prospects. The key foundation
initiatives from above are repeated here:

e Actively engage in industry consultations to facilitate
goods movement planning and sharing of data.
Forums exist in the region, such as the SOGC. This
is a good starting point. Traffic flow and congestion,
safety and security, economic development, and
environmental sustainability are issues to address in
this initiative.

o Establish a regional working group to develop a
strategy on the location and design of large-scale
logistics facilities.

e  Setup aresearch organization to gather and share
data, as well as study and propagate technology, in
the siting of facilities, routing, loading and
communications.

e  Study the necessity of protecting rail corridor for
future freight use.

e  Cooperate with trade gateway and corridor initiatives
of industry working with the provincial and federal
levels of government. This would relate to freight
and passenger corridors and projecting future land

requirements. The longer-term potential of such
actions could extend to something of the scale of
Vancouver’s MCTS or Chicago’s CREATE.

Potential quick wins in goods movement may include:

° Support measures to increase system efficiency and
competitiveness, for example, examining a proposed
long combination vehicle trial in the Ontario/Québec
Corridor.

e  Develop and implement detailed freight supportive
land-use guidelines focusing on land use and value,
noise and vibrations, traffic flow and congestion, and
safety and security. This can be based on recent work
by the Ministry of Transportation of Ontario.

e  Investigate the adoption of the FCM/RAC guidelines
on rail proximity for the GTHA. These guidelines
address harmony between economic, environmental
and social goals.

e  Develop common criteria and approaches for
designating truck routes and create a GTHA-wide
truck route network. The focus would be on safety
and security, traffic flow and congestion, and noise
and vibrations, keeping in mind the economic
consequences of policy options. A key goal is
consistency.

o Collect information on trip generation and attraction
and preferred routing for use in transportation
planning and modelling and to minimize conflicts
with public transit.

o Encourage a pilot program to evaluate the feasibility
of using lock boxes to enable goods to be delivered
to a centralized location in off-peak hours by truck
with the last leg being carried out by end customers
as part of other errands. This might be considered
as the enhancement of a model currently being used
by courier services in the GTHA business districts.

e Develop a pilot to centralize construction site
deliveries for large-scale projects.
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Appendix A: Potential Initiatives

Land-Use

LU1 e  Adopt, adapt and apply the FCM/RAC Guidelines on rail proximity to the GTHA

LU2 e  Develop and apply similar proximity guidelines for major truck routes

LU3 e  Base location decisions for new industrial uses on minimizing transportation effort, and provincial
policy and plans

LU4 e  Use land-use policies and public funds to develop the strategic assembly of lands near key goods
movement hubs

LU5 e Develop under-utilized brown fields for logistics, industrial and manufacturing uses in a manner that
is sensitive to surrounding uses

LU6 e  Require all new manufacturing and industrial developments to submit a “freight impact study” as
part of the approvals process, including climate change impacts

LU7 e  Establish freight villages adjacent to intermodal hubs so that transport-intensive industries can choose
the most efficient mode by time and cost

LU8 e  Encourage private companies to take advantage of strategically located shared distribution centres

LU9 e  Establish freight villages adjacent to intermodal hubs so that transport-intensive industries can choose
the most efficient mode by time and cost

Infrastructure

n e  Implement Private-Public partnerships to invest in additional rail and road capacity for trunk routes
and regional arterial connectors

12 e  Industry and governments, using the trade gateway and corridor initiatives of the provincial and
federal levels of government, jointly develop infrastructure initiatives to enhance and protect freight
and passenger corridors and to project future land requirements

I3 o Expand road tolls to key facilities and provide reduced rates for trucks in off-peak hours

14 e  Develop an east-west toll truck route through the GTHA; through-trucks are required to use this
route

Operations

0O1 o Establish a pilot program to test the feasibility of using lock boxes to enable goods to be delivered to
a centralized location in off-peak hours by truck, and picked up by end recipients

(0] e  Provide seed money to establish UDCs in dense areas. Local movement is filtered through these UDCs

(O] e Have the various industry actors and stakeholders propose solutions to resolve the various efficiency,
social and environmental issues identified earlier
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O4 e  Create a fund to provide seed capital for small entrepreneurs to launch innovative services that are
aimed at improving freight efficiency in dense urban areas and reduce the environmental impacts of
goods movement

05 e  Develop a system to coordinate truck deliveries; one possibility is to have truck trips pre-registered
and assigned a timeslot within which they can arrive, optimizing timeslots to minimize bottlenecks
and congestion

06 e  Use information systems to identify load consolidation opportunities between shippers

(04 e  Encourage innovative methods of goods movement, such as placing goods on light rail vehicles

08 e Lock boxes are distributed throughout higher-density areas, allowing goods to be picked up by end
recipients

Use of Technology

T1 o Equip trucks with speed limiting devices to maximize fuel efficiency and ensure safety

T2 e  Implement programs to collect data on truck movements using GPS

T3 o Establish mechanisms so that private companies regularly collect and share information on freight

movements — but do so anonymously to ensure the protection of corporate information

T4 e Develop the concept of establishing and supporting a data warehouse for goods and services movement
information, with inputs from all stakeholders in transportation services

T5 e  Usereal-time public systems to consolidate local movements and optimize total system logistics costs

T6 e  Implement a suite of technologies to monitor traffic, enable tolling and allow dynamic route/mode
selection for shippers and drivers

Regulations and Policies

RP1 e  Develop and use common criteria and approaches for designating truck routes by municipalities and
regional agencies to create an integrated GTHA-wide truck route network

RP2 o Establish a formal mechanism for interaction between governments and industry, possibly using the
SOGC or other institutions

RP3 e  Require operators of heavy goods movement vehicles to share information on location, speed, and
other attributes

RP4 e  The establishment of Goods Distribution and Logistics Centres focusing on value-added activities
such as final assembly, inspection, labelling and packing, with the potential to expand to bring
together producers, marketers and providers of logistics services, as well as facilities for inspection,
customs, transportation, brokering, warehousing, order-handling etc.

Table 22 : Appendix A: Potential Initiatives
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Appendix B: Photo Credits

Picture 1 Truck — upper left Sean [Flickr account Skez], under the terms of an
Attribution-Share Alike Creative Commons license.
Train — upper right Christoper and Amy Cate Esposito, under the terms of an
Attribution-No Derivatives Creative Commons license.
Hydro truck — lower left Flickr account gbalogh, image presented with
photographer’s authorization.
Active transportation —lower right | Mike P, under the terms of an Attribution-No Derivatives
Creative Commons license.
Picture 2 Grocery store cart Belinda Hankins Miller, under the terms of an Attribution
Creative Commons license.
Picture 3 Moving goods by active Seth Werkheiser, under the terms of an Attribution-Share
transportation Alike Creative Commons license.
Picture 4 Truck in residential community | Graham Richardson, under the terms of an Attribution
Creative Commons license.
Picture 5 Goods movement by electric rail | Sven Dowideit, under the terms of an Attribution-Share
vehicles in Amsterdam Alike Creative Commons license.
Picture 6 Goods pick-up stations PackStation (www.packstation.de)
Picture 7 Real-time road information sign | Tomitheos, image presented with photographer’s
board authorization.
Picture 8 PierPASS: initiative to reduce Sam MacCutchan, under the terms of an Attribution-Share
port-related truck traffic Alike Creative Commons license.
Picture 9 Greater Vancouver Gateway Mike [Flickr account SqueakyMarmot], under the terms of
Council - coastal gateway bridge | an Attribution Creative Commons license.
Picture 10 Greater Montreal — Inter-Regional | Graham Richardson, image presented with photographer’s
Committee for Goods authorization.
Transportation: goods movement
via laker in Montreal port

Table 23 : Appendix B: Photo Credits

metrolinx ® Moving Goods and Delivering Services

37



metrolinx

LINKING PEOPLE TO PLACES ¢ ON Y VA

. : 100% PCW
Metrolinx is an agency of the Government of Ontario. 00% PC @




